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1 ABSTRACT

Mobility policy in Flanders lacks a clear discourse implementingthe policy objectives for 2020 and
beyond. Though mobility planning can show succésses, mobility problems seem to aggravate. Forau
local mobility projects in Flanders the executivemver often lies with deconcentrated administratiahthe
level of the province, this is e.g. the case fobligutransportation and major roads, where province
boundaries impede public transport projects adoosders. For local mobility plans, the local adrsiration
and council have the power. But as these local ihplplans have highly formalised procedures, theyd

to be rigid frameworks oradministrations and riskbe suffering from lock-in. There is a need fornew
dynamics in mobility policy in reference to preseevelopments. Here bottom-up or outside-in iritest
can be regarded as the key to real change. Toetithtradical changes in the organisation and mgpbilit
planning itself are necessaryto meet these newiangs from the bottum-up and outside-in. Next to
hardware and software approaches or innovationgutn mobility planning more sustainable, we
additionally propose in this paper an ‘orgware’'usioin, demonstrated in some case studies. In tteses
key actors of bottom-up projects and their assimriatwith other actors are visualised. Furtherntzgiers
and potentials for implementation are formulatextileg onto recommendations for further researabrder

to improve the implementation of the policy objees.

2 INTRODUCTION

Mobility policy in Flanders seem to aggravate, esgly in cities. Brussels and Antwerp are for arste the
most congested cities in the world according taxltmaffic scorecard (http://www.forbes.com). Sincany
Flemish people commute everyday to work in Brussald because the Brussels region is strongly
embedded or even situated within the Flemish raadvark, the Brussels mobility problem is also anfikh
one. With Antwerp as second most congested cityFtbenish mobility system is fragile. But apart from
congestion also noiselevel and air quality are pathemobility issues. The growing car park araéiled
kilometers only raise the total exhaust emissimelland, cause negative environmental and hedalictef
Mobility policy objectives therefore incorporate evptional objectives to improve access, accedsipili
safety, liveability and want to reduce the negaitmpact on the environment. These objectives witlfs for
instance on the elimination of competitive advaetatpr cars, by providing better alternatives. @med
public transport services will be provided and wadkand cycling will be stimulated for the shorter
distances, predominantly within the city. Also ti@spots of emissions will be dealth with in thiy ci

But as it often happens, the implementation of fitgbobjectives is another thing. Mobility policyni
Flanders lacks a clear discourse on how to reagbetlpolicy objectives for 2020 and beyond. Even the
approval of the most recent mobility plan by therfish government and advising councils has nobgeh
finished. We believe this absence of an unambigaodsconsistent mobility planning relates toaneéasing
complexity characterizing the current mobility telh problems. First, mobility is highly inter-ratatal
connected to other domains; for instance econors@sal and spatial structure (or land use), itftesure
and vice versa(Bertolini, 2012). Mobility at thersatime also acts upon multiple governance levelwell;

it ranges from local municipalities to the wholeefish region. On the one hand, decisions and
developments within these various interrelatior@hdins have enormous impacts on mobility and ntgbili
policy. On the other hand infrastructural intervens also have consequences for land use. Theoanvent
and the environmental health are inextricably lthke mobility and spatial structure as well, resigltin
sustainability and liveability conditions. Hencerigais policy domains are involved within the infhoe
sphere of mobility, and thus have to cooperatectiieae the policy objectives. But here some serious
internal problems become visible. Different polidgmains neither work together well nor communicate
well. In fact their policy is even not always hammeed, so that some domains act contradictionaggofd,
there is a growing body of various actors and upoegnmitiatives involved in mobility. Some of these

ProceedingREAL CORP 2015 Tagungsband ISBN: 978-3-9503110-8-2 (CD-ROM); ISBN: 978-3-950819-9 (Print) E
5-7 May 2015,Ghent, Belgium. http://iwww.corp.at Editors:M. SCHRENK, V. V. POPOVICH, P. ZEILE, P. ELISE|, BEYER



Evolution of Mobility Governance in Flanders — Opanup for Bottom-up Initiatives or Suffering fronotk-in?

innovations act on the management or governanad.fer instance Uber is competing with the highly
formalized taxi-sectors; bike and car sharing syster even driverless cars challenge the managesitmt

of mobility and cause often implications for legigbn. What happens in case of an accident, who is
blame? Are these systems reliable? Next to that €activist) groups are coming up and are challeng
traditonal pathdependencies of mobility planningnkke, to overcome problems of implementation these
new extern actors have to become involved in tharphg process. To deal with complexity, insteadradit
least next to focusing on the technological (‘seafit®) or infrastructural (‘hardware’) innovatiors achieve

set targets, there is a need to focus additioratiy even more specific on an up-to-date governance
approach of mobility planning. There is a growinged to become involved in the evolving network of
(new) mobility actors, their interconnections anadnmer of inter-communication to improve the outcsroke
infrastructure or mobility projects(Boelens, 20@&aatemeier & Bertolini, 2008; Switzer, Bertoli&i Grin,
2013).

Here the orgware aspect is to be considered anengaftware and hardware aspects of the systemder o

to function(Dobrov, 1979; Smits, 2002). Alreadylii79, although rather situated in technologicalesph
Dobrov (1979) points out that there are numerootexactions between the hardware, software andaregw
and that their role is of major importance for fatscientific/technological) progress. He argues there

are certain circumstances that requirea systenfsvése-orgware-hardware) approach to be adopted by
future-oriented policy making to accomplish teclogidal changes.One of which goes as follows; “The
growing complexity of of newly created technologicystems, the diversity of their forms and the
intensification of their ties with other systemhist circumstance determines the character and dgnam
structure of the positive and negative consequeatdse functioning of technological systems” (Dowr
1979, p. 80). He proposes orgware as: “ a set gérorational arrangements specially designed and
integrated using human, institutional, and tecHnie&tors to support appropriate interaction of the
technology and external systems”(Dobrov, 1979)s™finition can also be applied for spatial plagrand
mobility and is in line with our actor-network appch and our perspective on the evolution of gavera,
where different actors and their influence overdtieers and over the context is revealed. Follovidngrov
(1979) the orgware can be situated or devided Ievels; The macro orgware consists of a set of@aic

and legal regulations, whereas the operational argymicro level) focusses on the organizationestmal
solutions, procedures for management and for iatierzs with other organizations. In our researcth aith

our cases, we try to expose the mobility macro argvof the Flemish region.

This paper starts by giving an overview of the nmiogiortant evolutions in the field of spatial plamgand
mobility planning. Policy decisions and decrees tieve had a major impact will be mentioned. Byndng
this overview, it becomes clear that planning styegs at hand lack the capacity to deal with compéeses
that have consequenses for different policy fi@8és{olini, 2012). Two mobility cases will confirm & third
chapter this hypothesis of a growing complexity aad increasing fragility of the present planning
institutions. The selected cases are examples dfilitgoplanning regarding the internal and external
problems of mobility. They address the importantereolvement of a range of actors and the choareaf
convenient scale of the specific local mobility lplems. Note that the outcomes of the planning efé¢h
projects are not necessary good (if any at alle Titst case is the MOZO study, in response toyhigl
undesirable development of cut-through traffic witthe southeastern edge of Antwerp. The second cas
deals with the completion of the Antwerp inner riogd through the Oosterweel link project. Fromséhe
cases we will finally draw some conclusions anddkea preliminary outline for future mobility plaimg
research taking adaptive orgware into its mostqmredant focus point.

3 MOBILITY IN FLANDERS

3.1 Planning practices and discourses: a chronologicalverview

It is only since the late 1990’s with the SpatiadluSture Plan for Flanders that there was an ienb
adopt a more proactive way of spatial planning.oBefthis Spatial Structure Plan for Flanders, spati
planning was limited to the elaboration of bindswub-regional, local and detailed zoning plans.dvalhg a
zonation principle, the map of Flanders had bedouced in different colour zones, corresponding to
different destinations of authorized land use. Betplan was not able to reduce the housing spretihad
already started before the zonation, as earliecydecisions had been favouring suburban developnhe
1997 planning adopted a more strategic way of thipkvith the Spatial Structure Plan for Flanders,
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formulating long term visions and focussing onithalvement a broad field of actors (Albrechts, ldga&
Kunzmann, 2003). The establishment of a structiae for the Flemish region was soon to be follovegd
structure plans for the provinces and municipdaiti& structure plan is typically highly formalisatht only
regarding the resulting document but also in teofthe planning procedure. The bottom-line of tienp
was to counteract urban sprawl by initiating theaapt of ‘deconcentrated clustering’; meaning (it
already spread out urban developments (deconced}ratere preserved but resisted any further sprawl
(clustering). Another important evolution that canadong with the structure planning was the
decentralisation tendency going on in Flanderslssmhere (Lauwers & Gillis, 2010). This had alsd te
the shift of the actual power from the regional adstrative department to the provincial branché&sth
regard to the portfolio of mobility, this becamepapent through the categorization of the road ne¢wo
(Lauwers & Gillis, 2010). It is important however make the distinction between ownership and cobotro
management over the infrastructure on the one haddhe functional road categorization on the ofiaerd.

There are only two owners of road infrastructur&landers, namely the Flemish Government and tte lo
municipalities. The corresponding management anglodation associated with these owners are
respectively the Flemish Agency for Roads and Tad#&WYV) and the local municipalities themselves T
make it more complex, the functional categorizat@inthe road infrastructure holds three main levels
corresponding to the involved planning authoriti#$:the highways and primary roads, which mostly
correspond to the roads under control of the Flemegion, of which implementation happens by the
Flemish Agency for Roads and Traffic; 2) the seempdoads, which are only under planning contraihef
province, that depend for the implementation onréggonal or the local authorities; 3) the locadds, that
are under the responsibility of the municipalitidewever there are also roads under the manageshéme
Flemish Agency for Roads and Traffic (AWV) that bdween categorized as local roads. Especiallytigsgi
where highways or primary roads are radiating thcity and are interfering with the local roadwmrk,
often fuzzy and complex situations occur. Mobilijanning in these places becomes more complex
regarding the planning versus implementation cdntex

Since the millennium break some major new evol@icame up in mobility planning. Since 2000 the
Flemish regional mobility plan had been set out wad finally established in 2003. This plan was atiltl

is the legal basis for today’s administrative mitypijovernance, since a draft version of the nevbifitgp
plan of 2010 had been postponed due to the negadiviee of the Mobility Policy Council (MORA). Ome
local level, a lot of municipal mobility plans habeen developed since 2000. These local mobiliyngl
(LMPs) in Flanders typically hold sustainabilityjettives, public involvement and agreements witghbr
authorities. Municipalities can obtain approval fbeir mobility plan from the public transport coamy
(vervoersmaatschappij De Lijn) and the Agency favaés and Traffic (AgentschapWegenenVerkeer,
AWV). This Agency holds the exploitation of the higays as well as the primary road network, expandin
even within and across municipal networks. Consetijughe approval of AWV should guarantee the
complementarity of the local plan with respecthe higher level mobility plans. Besides municipaditcan
only obtain funding from higher authorities for nidp projects if first the broader vision on moibyl has
been clarified via these local mobility plans. Baling a study carried out for the state-of-the-afit
sustainable urban mobility plans in 2012, 90 pet of the Flemish municipalities had an approvedA_t
that time, which is quite a high percentage contbaviéh other European countries (Rupprecht Consult,
2012). Figure 1 shows that most of the municipedithad an approved LMP (green colours) in 2010e wer
preparing an actualization of the former one (whHmtmed still the legal basis) or were drawing arane
(pale yellow colour). Only a few municipalities ditthave an approved LMP in 2010 as is shown in red
This number has yet been reduced to seven percénthe® municipalities at the moment
(http://Iwww.mobielvlaanderen.be/mobiliteitsbeleid).

Hence, Flanders’ mobility governance system is icemed to be amongst the most well organized irogir
(Rupprecht Consult, 2012). This resulted not ontyrf the high percentage of approved LMPs, but fatsn
the included government incentives, and the invoket of different actors. However, this kind of rility
planning also has its limiting aspects. First, lovability plans are highly formalized, leaving nmom for
the involvement of new actors or initiatives in flanning process. Altering interest and innovatdesas of
new actors in reality don't find their way into thebility debate. At its best only the usual suspémostly
traditional intermediary organizations) are invalva the debate. The mobility planning thereforpesgr's to
be threatened by a lock-in regarding the plannimggdures and involved actors. Although much hdseto
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expected from new actors in a context of budget antd the phasing out of the welfare state. Sedonadl,
mobility plans can deal only with mobility problemgthin the municipal territory. Nevertheless, some
municipalities, predominantly in the direct viciniof cities, often encounter cross-border mobilggues
(e.g. cut-through traffic or transit traffic). Fahese issues an inter-municipal mobility plan isreno
appropriate, bundling not only the rather limitedriforces, but also dealing properly with crosselaor
mobility issues on an intermediate level. Moreovagnicipalities together can sometimes create eémoug
critical mass to enforce new public transport tjdes from the public transport provider. An exdenof

an inter-municipal mobility plan is discussed ie third chapter.

Status Mobiliteitsplannen
8 oktober 2010 Mobiliteit en

Openbare Werken
Beleid Mobiliteit en Verkeersveiligheid
Koning Albert li-laan 20, bus 2
1000 Brussel

Legende

[ ] die nog geen hebben

[] gemeenten met een mobiliteitsplan dat vif jaar of ouder is, ziin aan de slag met de sneltoets (of in voorbereiding ervan)

[ | gemeenten die bezig ziin met de uitwerking van hun eerste of tweede generatie mobiliteitsplan

[ ] met een eerste mobil dat nog geen viif jaar oud is en dus nog geldig Data: aBMV
b Lay-out: Kelly Van Winendasie
- gemeenten met een tweede generatie mobiliteitsplan Datum: 14 ckiober 2010

Figure 1: Status of Local Mobility Plans in 2010MDW, 2010 http://www.mobielvlaanderen.be/).

During the 2000's the Flemish government hasaladest to prepare a more ambitious spatial plan, the
‘green paper’ for spatial policy in Flanders (BRBeleidsplanRuimteVlaanderen), to replace the dpatia
structure plan of 1997 (and later versions of tle) The green paper has been approved in 20@4héu
actual policy plan procedure is still ongoing. Afgerather silent period, the BRV has recentlyoidily been
restarted and is expected to be finished at theo€2016. It will cope with a much longer periodading
Flanders’ future in 2050.The BRV will also deal lwisustainable and environmental issues. Economic
growth will have been linked in this document ttvaable and sustainable development (RWO, 2012, pp
12-14). Moreover for the first time an intentioniofegration of the policies for land use and mighilwhich

has not been the case with earlier spatial stregtlans, nor mobility plans. The first attempt loé BRV,

did not really connect to the mobility plan, ratlwery referred to it. Hence theMORAiInsisted thanhare
integrated vision on mobility and spatial plannings necessary(Mobiliteitsraad, 2014). Consequehdy
BRV was at first not approved by the Flemish pankat and stranded before the last elections in R0dy.

At that time, the administrations of spatial plargnand mobility planning could not showaccordarideere
was no shared or integrated spatial-mobility vielthoughthiswas initially foreseen in the BRV. Witie
official restart the integration is to be addresdmd the Flemish Mobility Plan procedure has nett lyeen
officially restarted again...

In the domain of mobility the right on Basic Mobjfi has been initiated in 2003, guaranteeing a minimum
public transport supply in even the most sprawldzhn areas. At the same time the prevailing spptéad

! The Basic Mobility decree, established in 2002H®y Flemish Government, guarantees a minimum mandptiblic
transport supply in residential areas. This minimaupply depends on or is proportional to the kiad(often size) of
the involved residential area, distinguishing metidan areas, urban areas, suburban areas, smdtlan areas and
rural areas. Each of these categories of urbanlg@went have clear set operational objectives fdslip transport
regarding the distance to a transit hub, the frequef the public services, etc. The implementatibrihis right on
basis mobility started in 2002 and was expecteldetdinished in 2007. The public transport compaldg (ijn) was
appointed to carry out the project (http://www.nelbiaanderen.be).

m & a REAL CORP 2015:
2% PLAN TOGETHER — RIGHT NOW — OVERALL




Suzanne Van Brussel, Luuk Boelens, Dirk Lauwers

for Flanders proposes the concept of ‘deconcewtrabestering’, to resist further sprawl. Moreovéet
domain of Spatial Planning has been dominated ty dad geographic planners, while the domain of
mobility has been dominated by the civil enginegrsFlanders. Both domains follow their own path
dependencies and are acting apart from each dken more they are often opposing each other idsita
working together, ignoring their interconnectednddswever also mobility policy itself doesn't se¢m
follow a clear path. On the one hand the Basic Mghbilecree and the concerning expenses express the
focus for a qualitative public transport supplytBa the other hand tax benefits for company cegsahout
equally largé, and are even amongst the highest in the worldg®et, 2014). Hence we could speak of a
Flemish Mobility policy that lacks a clear discoeirs

Furthermore a number of mandatory impact assessnagmt strategic advisory councils were established
around 2005. These institutions and assessmengsdagtainly prolonged the planning processes toong
quality and to minimize externalities. In 2004 fiostance the ‘Minaraad’, the advising council foet
Flemish government concerning environmental andraaissociated issues, was founded. This counsil wa
then soon followed by the mandatory Environmentapdct Assessment reports (EIA, MER, milieu
effectenrapportage) for big projects with possiiphgortant externalities for the environment. Laber in
2006 a mobility council for the Flemish governmaras established. Followed in 2009 by the set ownof
assessment specifically for mobility impacts: theobility Impact Assessment (MIA, MOBER,
mobiliteitseffectenrapportage). And also the maopitiest (mobiliteitstoets) became compulsory, deat
brief document, screening the potential mobility paot for the smaller mobility projects
(http://www.mobielvliaanderen.be/). Neverthelesgtalse new institutions and assessments haveuatself
formalised and extended the complexity of up-teedatd innovative space-mobile interventions.

In the next chapter the growing complexity encoredeby the planning and the implementation of new
mobility projects will become clear. The cases whlow whether present government strategies can dea
with the increasing complexity or not. From theseses opportunities and difficultiesconfronting the
government are elaborated and finally conclusioagieawn.

4 CASE STUDIES

4.1 Selection of two cases

With two cases we want to invigorate the need fooayware approach accomplish the transition togvard
more sustainable mobility. Both cases are dealiitly @omplex mobility and liveability problems. Tlno
projects include various scale levels (governaagel$) and therefore need an integrated approdmehfiist
case is the MOZO-platform project resulting frome tipreviously conducted SLUIZO-study. The
controversial project of the Oosterweel link is #eeond case.

The chapter will deal with the two cases separatBlyst, the occasion and context of the projects
isspecified. Further, the involved actors and thejget process are described. Ultimately, the ptoje
outcomes and remarks on the process are formuldted. focus hereby lies on the interconnections
betweenthe various actors resulting in networkslwvedin the project.

4.2 Case 1: Mohbility in south-eastern edge of AntwerpNMlOZO-project)

4.2.1 Occasion and objectives

The MOZO-project resulted from the increasing néedcope with mobility issues, shared by several
municipalitie$ in the south-eastern edge of Antwerp,in a broagher more integrated manner. The main
driver of the process was the perceived cut-thracagfic, that was indicated as problematic foressibility
safety and liveability by all of the municipalitieBecause local mobility plans could not solve ¢hesss
border problems and because the municipal admatistis lack the appropriate time and budget toyaaut
inter-municipal strategic planning studies, the roypalities addressed their issues to the Flemish
Government. (Arckus, 2007; Leys, 2015). Besidess@lmunicipalities are rather small, with oftennétle

2 Data on public transport expenses for the regi@seved from (Belgisch Staatsblad, 2014; Senfublic de
Wallonnie, 2014; Vlaams Parlement, 2013)data onpaom cars tax advantages retrieved from(De Smé#)20

® The municipalities involved in the study area ahartselaar, Boechout, Borsbeek, Edegem, Hove, ilont.ier,
Ranst, Wijnhegem, Wommelgem and Zandhoven
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primary roads on their territory. That is anotheagon why the Flemish Agency for Roads and Traffic

(AWV) doesnot or even cannot intervene, for theasfructure agency focuses on its own respongsilit
namely the primary road network. As a consequemeeariunicipalities saw no other solution than toragsl
their issues at a higher planning leveland the ZQJstudy (Cut-through traffic study in the souttstean

edge of Antwerp, Sluipverkeer in de zuidoost raad YAntwerpen) was launched. Later this study would

lead to a MOZO-platform for permanent further cdtadion, evaluation and monitoring of the more
integrated mobility problems across these munittipa(Leys, 2015). In figure 2 the road infrasturet
network of the study area is shown. It is remar&dbht no clear carrying (tangential) network ia #rea is

available. Congestion onthe primary road infragtmee then causesunintended transit traffic on the

underlying carrying network. Consequently, theficgbasses through the municipal cores in the ae&an

be seen in figure 3 and 4.

TET
DEURNE 5 £31
Antwerpen DR s e o
- % Zandhoven
AUORGERHOUEF RSN~ FWN ol | i P el
s i \ o 2 =S (] A3}
) [E24] wommelgem = s
Gy [0 O3 Borsbeek [NT15 o :
AT
1 F - BERCHEM Ranst
Az, Jatz] 7
[N1733 N116)
[AT1] w
[N173} [N14]
(A1) sk
WILRIJK Mortsel
Fort
Nijlen
il Bt Kesselse Heide /
Edegem Howve Lt
[N1D]
Kot
[r3z] Ge CIE  Kessel g
i Kontich
[Ni7T) £l Néte
. BE = Lier
20" n
Liiked (A7)
] e Berlaar
[T
gy Nio]

Figure 2: Situation and road infrastructure wittie SLUIZO study area (Google Earth, 2015, httwswi.google.be/maps/)
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Figure 3: Live Traffic Info (Tomtom, 2015, httpivétraffic.tomtom.com/, 25/02/2015, 16h50)

When the municipalities first came together for 81dJIZO-study, they clearly stated that the resdilthe
project could not be a new study, but rather a bogaf the literature and existing data on mogifibr the
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area’ But in the end the perceived big body of mobilitgrature appeared to be very limited for the #jec
SLUIZO issue. Nevertheless, the budget for newarekewas restricted and not much new information
could be collected. Yet SLUIZO focused on traffimws within the area and on the public transpoppby
(Leys, 2015). The interactions or travel patterithiw the SLUIZO-area, that were perceived as hutigh
traffic, are shown in figure 3.

-

7 Zandhoven

7 '
]
2 . Wommelgem

B rsbeek L/

Figure 4: Internal travel patterns from municigabtwithin the SLUIZO area, often perceived astbubugh traffic (Figure 14,
Arckus, 2007, p. 51, own adaptation)

In stating the problem definition it became apptrdrat the participating municipalities had diffetre
perceptions on cut-through traffic, which is al$mwn in figure 4. Some municipalities for instarioek
also the traffic from neighbouring municipalities their own territory into account as cut-througffic.
When all these viewpoints on the perceived problesre brought together, the actual issue to
tackleappeared to be the lack of a carrying (tatiggmoad network for in-and outgoing traffic iha study
area. The congestion on the highways and the pyinoads and the lack of transit flow on this prignevad
network was in fact the real driver of the probleimghis area. And for that also the name, thaialhy
referred to the cut-through traffic (SLUIZO studigter changed to the MOZO-project, incorporatihg t
broader mobility picture of the area, resultingafiy in the MOZO-platform(Arckus, 2007; Leys, 2015)

The SLUIZO study has led to a common definition fee cut-through traffic, a broader vision for the
mobility within this Antwerp edge and action plaosr work package to obtain this vision. The permane
consultation platform for managing these higheelawobility issues was also an important objectivee
platform had to obtain a support base among theigipatities for the broader mobility issues. In @ulgh

the MOZO-platform was a new institution for carnyiout research, for making strategic and integrated
plans for the area. Third the platform was esthblisto guarantee the quality of the local policybrtiy
proposals and interventions (Leys, 2015).

4.2.2 Actors & Project process

The initial incentive for the SLUIZO-study and MOZatform came from the bottom-up, from perceived
cut-through traffic and mobility problems encouetéby the municipalities Aartselaar, Boechout, Beek,
Edegem, Hove, Kontich, Mortsel, Ranst, Wijnegem admmelgem. Later in the process also the
municipality of Zandhoven became involved in thejgct. The Flemish Government was addressed in the
search for a solution. This decision was suppdstethe participating municipalities(Leys, 2015).

* Note that such studies are in fact secondary esuithey are not conducted for the same purposg,riay carry a
lot of information, however this is not direct ajggble to the SLUIZO- study area. So mainly secondaurces are
useful, but they are often not sufficient.
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SLUIZO-Study

The SLUIZO-study was conducted by the Arckus cdasaly group, following a consultation structure at
three levels or tracks. The first level was theeaesh track existing of the Arckus team or the gubjeader.
The second track consisted of the policy prepanadiod the more technical assistance and was nédrmeed t
project group. The third track was rather politioahere the final choices for implementation weyebe
made. This track wascalled the steering group. Betwthe three planning tracks a lot of interacti@s
organized in the form of interactive workshops @edsultations. Moreover it was crucial that theksa
would co-evolve towards a solution or aconsensw(s, 2007, pp. 17-19).

In a first phase of the study, the mobility litens on the concerning area was analysed by tharase
group in order to gain overviewof the availableeggsh. For the problem definition of the SLUIZOdstu
both bottom-up (from the municipalities) and topagho(from the infrastructure agency) based defingiof
cut-through traffic were taken into account. Thisfiold problem definition showed that not cut-thgbu
traffic was the driver of the mobility issues, estl congestion on the principal road network aedabk of

a carrying secondary road network caused the rediility problems. Both the municipalities and the
Flemish Agency for Roads and Traffic then had $b the bottlenecks within their territory, resudfim a
problem tree (Arckus, 2007).

In a second phase the project group came up witiigios based on their technical knowledge, leading
solution tree. This tree was then further elabaratefour different future scenarios, mainly focagson
how and where to implement the carrying road nétwerg. where freight traffic would be allowed).éde
scenarios held a vision for the longer term andluged operational objectives that were
immediatelyachievable. From the four initially segted scenarios an integrated scenario was then
composed, including all the strengths of the bimic scenarios. Afterwards the operational objesiwere
translated into tables of measures, clustered dowprto the relevant policy field, see figure 5. e
suggested measures some were then further selasteplick wins, feasible on the short term and at
relatively little expense(Arckus, 2007, pp. 21-289B,161). Figure lshowsthe three involved policy
domains or arenas taken into account for the ietgrons: the spatial structure context, the trarispntext
and the infrastructural context. However the lattas much more elaborated than the others, indaati
strong focus on the infrastructural layer and tbmithation of an engineering approach in mobilitgrpling.

In the end of 2007 the final version of the studgswpublished, leaving action plans and infrastmattu
measure catalogues to the municipalities.

|

Transport Context

[

Spatial Context

]

—+ Infrastructural Context

A, Pressrving undafiyng rans-
ot natwork from transit trffic

&

Figure 5: SLUIZO-study outcomes of an integrateshstio, suggesting measures per theme and coAtekius, 2007, p. 7, own
translation)

MOZO-platform

The MOZO-platform was to be established in a nésp,sbut only in the end of 2008 the platform was
actually initiated. The platform had its own admstration financed by the Flemish government and was
initially thought of as a pilot for other intercoramal problems. The responsibilities of the platfomereto
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follow up the suggested interventions of the mupdtities, and to reject theinfeasible ones. Alsatsgic
and bilateral consultations and collaborations ketwtwo or more municipalities were undertaken ftbis
platform. Other regions with cross border mobilisgsues such as the region aroundMechelen and the
Noorderkempen were interested in such an interrtedgianning level platform as well. This showed the
broader need for this kind of institution(Leys, 801Unfortunately the results of the platform warg (yet)
directly visible on the ground, however this istpjadue to the quick-win focus adopted in the SLOKZ
study. For this, some municipalities and politicidost their faith in the MOZO-platform and in theed for
this platform. The operational budget was questorfg/hy would a platform with little or no feasible
outcomes receive money, while there is less arsdnemey for the municipalities’ infrastructure?’l@ems
Parlement, 2008). During the activities organizgditiee platform little engagement came from the jubl
actors, namely the Flemish Agency for Roads anfitgAWV), the public transport company De Lijn @n
the municipalities themselves. At that time diffgreninisters for the policy domain of Infrastruatuand of
Mobility rather worked against each other than @vaped. Moreover transparency lacked in the detisio
making process and a clear and open communicagipeatedly failed. A lack of commitment and trust
between the various partners (ministries, munidipal infrastructure agency, public transport camy
made the platform bleed to death, even beforeulkdcshow its capacities (Leys, 2015).

4.2.3 Project outcomes and discussion

Only a few of the list of SLUIZO measures have bemalized. With the abolishment of the MOZO-platfior
there is however no intermediate institution anyentar deal with the broader and more strategic ritpbil
issues properly. Yet the demand for such an iitiithas remained, as local administrations alidistited

in time and in budget. In addition, the critical saaneeded to achieve new public transport trajestdor
buses and trams calls for intercommunal collabonatitoo. Furthermore, the municipal budget for
infrastructure has decreased the last five yeagsa Aonsequence of all this, local administratioos are
typically looking for quick ad hoc solutions, fodng on their own territory (Leys, 2015).

In the literature on the orgware or governance @ggr for innovations several researchers mentien th
importance of intermediary organizations, ofterlechfinnovation intermediaries’ or ‘innovation’ brers
(Klerkx & Leeuwis, 2009). Following quote is espabi recognizable for the MOZO case: “These
innovation intermediaries emerge in response ter@gived suboptimal degree of connectivity between
relevant actors...”(Johnson, 2008; Smits & KuhimaBf04). The MOZO-platform can be seen as an
innovation intermediary. It is established to deih broader mobility issues in a strategic way,amnew
and intermediary planning level. However, thereareimber of tensions concerning the establishiaveat
embedding of these innovation intermediaries(Klefkixeeuwis, 2009), as we have seen in the MOZO case
too. The platform is silently abolished even befibigas got the opportunity to show its qualitidslack of
political engagement and trust between the varamlministrations and government levels and betwien t
munipalities themselves were the core problem. Mi@ZO platform eventually evolves into a so called
‘discussion platform’, due to shady communicatiord antransparant policy agendas. Consequently, the
operational budget for this platform is publiclyegtioned and municipalities call for more actual &isible
infrastructure interventions. Thejustification fpublic spending for innovation intermediaries isstdke,
since a proper consideration or impact evalutati@thod of the intermediary organizations is notlaisée
(Klerkx & Leeuwis, 2009).However the municipalitid®emselves initially expressed the need for such a
intermunicipal mobility planning platform. The MOZ@atform, initially perceived as a good and even
necessary intermediate planning level, has notivedea proper consideration. The effects in soluing
mobility issues of the area, as expected by theathers are not (yet) achieved, in spite of thesmterable
investment made on the organizational levels. Tikiparallel to Dobrov's findingsabout orgwareand
managerial apsects of technology in his call fooegware approach. The difficulty of becoming enduwti

is here also apparent, as the different actors igipatities, government agencies and higher autles)i
have difficulty apprehending the nature and valihe intermediary’s activities (confer Klerkx & eawis,
2009).
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4.3 Case 2: Oosterweel Link — completing the inner ringpf Antwerp

4.3.1 Occasion and objectives

Figure 6: The Lange Wapper overpass as landmarth@oprovince of Antwerp (http://www.bavo.biz)

The Oosterweel link project comprises the closifighe inner ring road of Antwerp. The idea of the
completion of the inner ring structure of Antwerpsafirst introduced by a left bank activist groegisting

the intentions for a suggested greater outer ringndwerp. This outer ring, already on the agendahie
1970s, was planned to pass through the left bamk&ldement. Resisting this idea, the activists satggka
completed inner ring instead, leaving the left bamitouched. Their idea was taken up by the former
governor of the Antwerp province,Camiel Paulus.sde a huge architectural project for his provincéhie
completion of the inner ring with an extra Scheldinel crossing next to an enormous overpass ouer t
docks and the northern edge of the city. This ‘leagapper’ overpass was designed as landmark atie as
crowning glory of the governor’'s work and of théelaMasterplan 2020 of Antwerp, see figure 6(Lawsyer
2012).

The initial plans for the project were rather basadan architectural - engineering approach thabegiced

in a broader mobility vision. The fact that the qete inner ring structure was never mentionedny a
planning document at the time, neither in the ongaiebate, showed the lack of being embedded in a
broader mobility rationale. The problem definitiaras rather narrow, since it onlyfocused on congasti
(Lauwers, 2012). Environmental health, liveabilapd sustainability issues were not yet adoptechén t
programme, which would change later when the ptdjad become controversial and had got an incrgasin
resistance since the years 2008-2012.

After several revisions, as we shall see in thet paxagraph, the plan has been adapted to the icigang
context of environment, sustainability and livespiissues. The most recent Oosterweel link planoie
embedded in a mobility framework, than it was edtfiThe problem definition now also covers theatirey

of green space, the optimizing of liveability ame tincreasing of accessibility of city and port (jlagers,
2012; Rosquin, 2010)

4.3.2 Actors & Project process

Here an overview of the key points in the Oostehwak history is given, see also figure 7.The Gogicel
link, providing for a complete inner ring road anduAntwerp, started as a seamless project of aathital
nature. In 1995 the Flemish Agency for Roads araffitr (AWV, AgentschapWegenenVerkeer) was to
develop a Master plan for Antwerp. The governothef Antwerp province was captivated by the idea of
completed inner ring structure to deal with thegested traffic around Antwerp. An extra Scheldissiog
through an overpass design (see figure 6) wouldigeothe solution to the traffic malaise. The Antpe
master plan took shape during the following yeddew roads, tram projects, cycling lanes and the
Oosterweel link were measures taken up in the pah999 the mayor of Antwerp, Steve Stevaert, ¢hieal

a feasibility study for closing the inner ring, whiwould be executed by Grontmij consultancy. & $tudy
Grontmij initially came up with 6 different trajextes for the closing of the ring, but in extreraiseventh
trajectory was included: later known as the BAMydctory. This trajectory was retained, howeveclear
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reason for the choice of this trajectory was puiplicnown. The trajectory was an optimized medium
trajectory of an already suggested one. The BAN&ttary consisted of a tunnel underneath the river
Scheldt that would come to the surface in the formenicipality Oosterweel and would turn into a dteu
deck overpass from there to the connection withRfe(existing part of the ring) in Merksem(Rosquin,
2010).In 2000 the city of Antwerp, the Antwerp FArme, the Flemish government, the port of Antwend a
the public transport company supported the plareutice guidance of the governor. In 2001 a temporal
research group was established, named TV SAM, deroto prepare the projects for the master plan.
Whenthe study work was finished, TV SAM (temporagint research group Antwerp Mobile,
‘tijdelijkevereniging-studiegroepAntwerpenmobieljas replaced by BAM in 2003, (Management Company
Antwerp Mobile, ‘BeheersmaatschappijAntwerpenMacbiekhere the focuswas on the management
function. In the years that followed the implemeiota of the BAM-trajectory was made legally possilin
2005 the environmental impact assessment (ElAh@fptan had been approved by the Flemish government
The regional spatial implementation plan was firedi as well during the end of 2005.
THE END?
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Figure 7: Oosterweel link planning process from3.8®2014 (Own elaboration)

Since the second half of 2005 opposition had grodmtwerp citizens did not accept the government’'s
choice for the BAM-trajectory and went into resmsta. From this time on the Oosterweel link project
became controversial and resistance was increabhgactivist group ‘stRaten-generaal’ came up \&ith
alternative trajectory, which provided for a longennel under the river Scheldt and in which thg that
was situated further north than the BAM proposetkyTabolished the idea of the double deck overpass
was mentioned by the BAM. In spite of this increhsesistance and the proposed alternatives, the BAM
decided to continue their project and made a dea#hNaeriant, for the implementation of the
project(Rosquin, 2010).

By 2008, much more critical voices came into théade. The price and financing of the project was
questioned, even more because of the financialschis Europe. When in 2008 a new activist group
‘Ademloos’ (i.e. ‘breathless’) interfered into tliebate, focusing on the health impact of the ptojie
Flemish government requested a new study of tleenaltives, conducted by Arup-SUM. This study had to
take into account the alternatives suggested byngrathers stRaten-generaal and the BAM. Only, thee

no alternative that excelled for all measured patans. The Flemish government then chose agaithéor
BAM-trajectory, though it became clear that exeaaarch had to be carried out. In 2009 a refererviasn
held for the Antwerp citizens. The implementatioh tbe Oosterweel link was to be clarified.In the
referendum the Antwerp citizens had to choose eftitehe tunnel or for the overpass variant, ia &md the
tunnel that was voted for. The trajectory itselfswent at stake. Meanwhile the BAM had already sttiechia
building permit. But by 2010 another activist grogpnsisting of business sector actors in Antwegtied
the ‘forum for mobility Antwerp 2020’, had launchednew trajectory proposal, which they worked out
together with the other opposition groups, Ademleosl stRaten-generaal. Their ‘Meccano’ trajectory
redirected the transit traffic before reaching itheer part of the ring, via two extra connectiomshwaces’
(Rosquin, 2010).
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In 2010 the final decision in the Oosterweel linkbdte was promised by the Flemish government,
suggesting an overall solution. The problem deinitand objectives had to be broadened. A multitityda
viewpoint was adopted instead of interventions lgolecussing on the infrastructural road traffio/da.
Hereafter, the Masterplan 2020 was approved, whettl the actualized version of the former mastan pl
for Antwerp. Though a study carried out by TML (fisport & Mobility Leuven) showed that the Meccano
trajectory was preferable to the BAM-trajectorye ttunnel version of the Oosterweel link followiriget
BAM trajectory wasincorporated in the master plagether with some other infrastructural intervens in

the southern part of Antwerp. In 2012 a new EIA eaasluctedboth to assess the different alternatinels
their impacts on health and environment once agathto get an idea of the best possible alterratilieis
EIA had been conducted by Antea group.There wergenous alternatives proposed eight of which were
selected and incorporated in the EIA.These coud ttill vary in different exploitation methodsdetoll
tunnel, fright traffic ban). In 2014 the EIA haddmefinished on the basis of which the governmanmlify
and without much explanation chose for the Oostehwnk by the BAM-trajectory (J.V.A., 2014; Rosqu
2010).

Resistance however got a new breakthrough sinadlective of spatial planners and architects sthtte
Ringland initiative. Ringland came up with the id#aan overall underground ring, giving more grepace

to the citizens and reducing noise and emissioragingt the city surface. This idea referred togh#gly
underground M30 ring road in Madrid, that had alsebeen realized in the period of 2004 — 2007 oimes
three months’ time, by the end of January 2015 R had collected more than 100 000 euro, by
symbolically selling the potential land on the sod of the ring (4m? for €20). This crowd fundingmay
was destined for a mobility study, a cost benéfitlg and a liveability study (E.D.M., 2015).

4.3.3 Project outcomes and discussion

Now that the trajectory is finally decided, the racaf implementation of the plan is another questiemd
January 2015 a new regional spatial implementapiam (RSIP) for the Oosterweel link (following the
BAM-trajectory) has been approved. In this RSIP gbgernment leaves the possibility of the undergdou
ring road, but opposition groups strongly disadBELGA, 2015). Further steps that have to be tatkle
the preparation of a new EIA for the project and fubmission of a new building permit (Vergauwen,
2015). Nonetheless the first preparatory constwnotiorks have already started begin 2015. Andeaetid

of 2016 the actual Oosterweel link constructior hélve been initiated (http://hoeviothet.nu).

In short, in the beginning of the 1990s till thisfihalf of the 2000s the planning process follawseamless
path. In contrast since 2005 the opposition hasvgraertainly after 2008, when the leading actbg t
former governor of Antwerp, retires. Different aftatives and various actors have become involveckesi
The government is losing grip on the situationa® shown by the revision of the EIA and the wasio
requested studies. The opposition becomes more naore well organized, they collect knowledge
independently and they easily find each other thinosbcial media. The number of actors has onlyesmed
over time, as can be seen in figure 7. This cagbdushows a lack of transparency in the decisiaking
process and agenda setting, rather decisions @raderatic shielded and have not been taking intoant
the concerns of the citizen groups and local (Lasw2012). Instead of an internally situated probkes
seen in the first case, here the actual problemsatiner externally caused. A continuous changevalved
actors predominantly outside the decision makirmugrhave had influence on the implementation mdde o
the project, but also postponed the project coostm several times, through legal actions focugsin
health and environmental impacts of the projecoulyh, the congestion problem was at first not seea
mobility issue, let alone an environmental or Headisue, thanks to opposition groups the debateedai
depth in these fields. As a consequence the activisups, often perceived as negatively for thggoto
process by the decision group, have had a majardtigm the debate. The focus turned from an acthita
landmark to a project where health and environraemtconsidered.

5 CONCLUSIONS AND PROSPECTS

Present mobility governance policies and strategieshot sufficient to deal with the more complexitity
problems. The two selected cases experienced argrawmplexity of different actors and agendas with
objectives that were not always transparant or welmmunicated. Following Rupprecht Consult
(2012),Flanders’ local mobility planning occurs lte among the best in Europe, however the praised
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participative process is not well suited to broa@eoss-level, cross-border) mobility issues orjguts as
we’ve seen in the cases. None of the cases had ofiachoutcome, let alone a good one.

In the first case, the MOZO-platform was silentholshed even before it had got the opportunitghiow

its qualities. The problem with the MOZO-platformasvrather internally caused. There was a lack of
political engagement and trust between the varamministrations and government levels and betwken t
munipalities themselves. The MOZO platform evoleantually into a kind of ‘discussion platform’, as
one participant called it, due to shady communicatind intransparant policy agendas. The operationa
budget for this platform was therefore publicly sti@ned. Municipalities called for more real infrasture
interventions. However the municipalities themsslirgtially expressed the need for such an inteiigipal
mobility planning platform.

The second case, the Oosterweel link,was an alleadiasting project that started off seamlesslydmi an
increasing resistance over time. The project tdbla® an architectural land mark infrastructurejg@cothat
would solve the congestion and regular traffic jamsthe Antwerp ring road, by completing the innag
through an overpass construction. The governdnefintwerp province took the lead and guided tloget
through the first then years without much resistamdevertheless, after his retirement in 2008, pecific
actor replaced him and in the meantime oppositiothé plan had grown. Opposition groups came up wit
new alternatives to the proposed Oosterweel link@ried out their own studies. The congestiorblera
was at first not seen as a mobility issue, let @lan environmental or health issue, but along with
opposition groups, the debate gained depth in tliedds. Nevertheless, the government retained the
Oosterweel link project, however the decision mgkivas rather technocraticly shielded and still taing

into account the demands of the involved actoraug@h the debate is not finished yet. Ringland &ttv
collected in the end of 2014 more than 100.000 éwm crowdfunding, in order to execute additional
research. The opposition against the project becaare and more well-organized and is came up \igir t
own studies to confront the government. Leavingéhexternal actors out of the debate for so lomsgoimdy
worsened the trust in the government strategiehasdlelayed the project progress, while thesesactuld
have contributed a lot to the debate.

Both case studies show that a reorganization ditibaal planning institutions and networks is negdo
overcome both internal and external problems fgplémentation. From these cases we can answer our
central research question: mobility planning suffieom a lock-in situation and leaves no room faemal
actors to come into the debate. In order to ma&dun towards a more sustainable mobility andotoe up
with succesfull mobility plans it is necessary mnolude the needs and demands of all actors involitd
mobility from the beginning. Moreover, next to thiscreasing opposition and internal complextity of
multilevel/multidimensional governance, new intvas and actors pop up (partly induced by the teteco
sector) and are challenging traditional mobilitgnoing to its very core. Uber is competing with kinghly
formalized taxi-sectors; bike and car sharing syster even driverless cars challenge the managesitmt
of mobility and cause often implications for legisbn. As a result long term, strategic planningnse to
have had its days; or at least needs to be flabkedmore or less situational, non-linear mobititsnning in
order to deal with these fragmentated, fuzzy iaiti¢s. The scale of the planning has to be adapt¢iae
need of the specific mobility issues. A priori ptad long term mobility futures are more and morssinig
the mark; rather a series of tactics should be tedayp facilitate the demands of actors.

In order to reach the operational mobility objeesiva substantive mobility turn has to be launckegid
institutional frameworks don'’t fit anymore.Real dynics are to come from the outside-in and from the
bottom-up, resulting in a well suited adaption leé brganization of mobility with respect to the dems.
New upcoming innovations and actors in the fieldwability will only increase complexity in the futeL
Therefore perspectives demand a changefroma fatismware (and/or even software) solutions, tosard
‘orgware’ solutions. Up till now mobility policy s mainly been focussing on interventions in the
infrastructural networks, on change in mobility deiour or on the technological level (e.g. emission
reduction). Next to these, we want to address ig flhaper the need for a more appropriate persgeotiv
mobility governance to deal with environmental dmehlth challenges. Therefore we suggest an actor-
network approach within different arenas of mopjlivhere actors, organizations and institutionsctod/e
would like to call this additional approach an oeges approach, existing next to a software (teclgylo
knowhow) or a hardware approach (infrastructurép drgware approach has to come up with solutions f
the governance of complex actor-networks in thee(diand indirect) field of mobility.
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