M,
C " Public bicycles in Brussels: ,

Assessment, Scenarios, Recommendations

April 2024

- - -
4 _— =om
- —

N

- - f
. *

o
a7
o 'r'
gts L /
, N
1

Commissioner Consultancies

Funded by the .
European Union m 2 MOBILITY mob|ped

NextGenerationEU

&, 2B

BRUSSELS-CAPITAL REGION




Authors

Reviewers
Mission

Quote

as

REGION DE
BRUXELLES-
CAPITALE

TRANSPORT

m MOBILITY

Mobiped

Benoit Beroud (MOBIPED)
Bruno Van Zeebroeck (TML)
Emanuela Peduzzi (TML)

Christophe De Voghel (BRUSSELS MOBILITY)
Mathieu Nicaise (STIB)

Preparatory study for the public bicycles setvice of the Brussels-Capital
Region in 2026: Benchmark and Recommendations.

BEROUD B., VAN ZEEBROECK B., PEDUZZI E, (2024), Public
Bicycles in Brussels: Assessment, Scenarios, Recommendations |
Preparatory study for the public bicycles service of the Brussels-Capital
Region in 2026: Benchmark and Recommendations, [Brussels-Capital
Region, Brussels Mobility], April 2024, 122 p.

Sponsor

Brussels-Capital Region | Brussels Mobility Regional Public Service
Organising Authority for Mobility

Place Saint-Lazare 2 | 1035 Brussels Bl
https://mobilite-mobiliteit.brussels/en

Christophe De Voghel: cdevoghel@sprb.brussels

Partner

STIB-MIVB - Brussels public transport company

(Société des Transports Intercommunaux de Bruxelles —
Maatschappij voor het Intercommunaal Vervoer te Brussel)
Rue Royale 76 | 1000 Brussels Bl | www.stib-mivb.be
Mathieu Nicaise: mathieu.nicaise@stib.brussels

Mobility research office
TRANSPORT & MOBILITY LEUVEN

Diestsesteenweg 71, 3010 Leuven il | www.tmleuven.be/en

Bruno Van Zeebroeck: bruno.vanzeebroeck@tmleuven.be

Public bicycles expert
MOBIPED - Mobility of Bipeds
10 bis rue Jangot, 69007 Lyon BB | www.mobiped.com/en

Benoit Beroud: benoit.beroud@mobiped.com

Public Bicycles in Brussels: Assessment, Scenarios, Recommendations | TML - MOBIPED


https://mobilite-mobiliteit.brussels/en
mailto:cdevoghel@sprb.brussels
http://www.stib-mivb.be/
mailto:mathieu.nicaise@stib.brussels
http://www.tmleuven.be/en
mailto:bruno.vanzeebroeck@tmleuven.be
http://www.mobiped.com/en
mailto:benoit.beroud@mobiped.com

Summary

1 PREAIMBLE......cuituiitiiieiiteieienierneitencstasstsasesessessssssnsssassssassssssssassssnssssnsssnssssnsssassssnssssnsssnnsssnsssanne
1.1 A THWARTED HISTORY. IS IT WORTH PERSEVERING BEYOND 20267 ....cceieieieieiiieieieieieeeeeeeeeeeeeeeeeeeeeeeeeeeeeees 5
1.2 POLITICAL AIBITION 11vvvvurureserereresesessssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssnnns

2 ASSESSMENT OF BRUSSELS' PUBLIC BICYCLES .....cuucitteuiirieneiiieeneerreneereenessseennsssrensssssesssssssnnssnes
2.1 HISTORY AND DEADLINES ..vvvvvvvvursrersssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssnnns
2.2 USAGE RATES HAVE BEEN FALLING STEADILY FOR OVER TEN YEARS
2.3 THE OPINION OF ASSOCIATIONS ...etuuiettueettteeetuueeeetsneeessneesssneesssneeessneesssneeessnneesssneesssssesssnnessssneesssns
2.4 FEEDBACK FROM USER AND NON-=USER SURVEYS ..vvuuuieeereeerennnereeerersssnnaesessessssmneeesessssssnnnesessssssssnnesesesens
2.5 ViLLO I: DISAPPOINTING RESULTS BUT REAL IMPROVING OPPORTUNITIES ..cveveieieierereierereeeeererereeererereneeesesenens

3 PUBLIC BICYCLES POSSIBLE OBJECTIVES ....cccttuueteeiitnnirennereniereserrnsernnsssnssressssassssnsessssssnssssnsssansene
3.1 NEED TO TEMPER THE EXPECTED IMPACT OF BIKE SHARE ..vvvvvvvvvsresesesssssssssssssssssssssssssssssssssssssssssssssssssnsnns
3.2 HOW TO FIX PRECISE, APPROPRIATE AND MEASURABLE OBJECTIVES? ..........

3.3 POSSIBLE PUBLIC POLICY OBJECTIVES FOR A PUBLIC BICYCLES SERVICE..........

4 SCENARIOS EXPLORED ....cccteutteitetenctncrenceeceenceecrassescessrassesssnssescsssssssssssassasssssssssssssassassanssasssnssnne
4.1 REQUESTS FROM THE STUDY STEERING COMMITTEE ..uuuueeeererereneeseeererssnnneesessssssnnnesesessrsssnnnnseessessssnnnnnees
4.2 PROPOSAL AND PRESENTATION OF FIVE SCENARIOS ...vvvvvvvereressssssssssssssssssssssssssssssssssssssssssssssssssssssssssnsnnns
4.3 QUANTITATIVE ANALYSIS 1eevvtuueeeeereeerunnieeeeeressrsnaeeeesssssssnnaesesssssssuneesesssssssnnesessssssssnaesessssssrsnenesesesens
4.4 QUALITATIVE ANALYSIS «eveieieieieieieieseseseseseseseeeseseens
4.5 ADVANTAGES AND DISADVANTAGES OF EACH SCENARIO ....

4.6 GUIDANCE FROM THE STEERING COMMITTEE cevvvvuuuueseeereresnneseseeeressnnnsesessssssnnnasesessnsssnnesesesssssnnnseseeesees

5 MARKETING IVIIX PROPOSAL.....ccuuiituirenirtenirennereniernscrenseresssesseesssessssssnssssssssassssssesssssssssssnssssnsne
5.1 PEOPLE | MANY POTENTIAL BENEFICIARIES ....uveeeuvreennennn
5.2 PRODUCTS | E-PUBLIC BICYCLES RENTAL SERVICE
53 PLACES | A DENSER NETWORK OF STATIONS ....vvveeeiutreeeeureeeeiuseeeesseeesasssesessssessssssssssnssseesssssssssssssaeans
5.4 PRICES | MULTIMODAL PRICING ..vveevveeetveesereesseessreesseessseessseessesssesssesssessssessssesssessssessssessnseesnns
5.5 PROMOTION | WILLINGNESS TO ATTRACT USERS
5.6 PROCESS | AN OPTIMISED USER EXPERIENCE ....cuuveruteseeseesseesesnsesusesseasseensesnsessesssesneesseessesnsesnsessenne
5.7 PROOF | USAGE EVALUATION. ..ccceuutiteeetreeeeitteeeestteeeeassseeeaasssesaassesaeasssssesasssssassssasesssssesssssssssssssasans

6 SUGGESTED SIZE.......cccuciieuiiienirtnnerneiernnerenerasesrasessssessssssnsssassssassssssessssessssssnsssassssasessssesassssnsssans
6.1 600 STATIONS MINIMUM AND 7,500 E=PBS.....uuuieiiieiiiiiiiieeeeeeetiieeeeeeeeetatieeeeeeeeasanneseeesessrannesesesens
6.2 ENVISAGED IMPACTS 1uuueeeeeteruuteeeeeeeeersnneseeesssessnnaseeessssssnnsaseeessssssnsesessssssnnnasessesssssnnnesesessssssnnnrees
6.3 HOW MUCH PUBLIC MONEY INVESTED IN PB AND LTR SERVICES? .............

6.4 HIGH COST IN RELATION TO THE BICYCLE TRIPS VOLUME GENERATED ..........
6.5 BUT A CYCLING BUDGET THAT FALLS SHORT OF MOBILITY OBJECTIVES..........
6.6 POTENTIAL FINANCING SOURCES ...eeetvvertuuueseeererersnnieseeeressssnnasesssesssmnnsaseesssssnnneseseesssssnnnnsessssssssnnnrees

7 POSSIBLE GOVERNANCE STRUCTURES .....ccucttuuirenirrenirennerenseeeseressersesssnsssesssssssssssesssssssssssnsssansene
7.1 THE BRUSSELS PLAYERS ..vevvverererrrerereeereseereeeeseeesreesesesreresssssessessesssesessseresseesesesereseseseseseresesesesesessserens
7.2 WHICH RELATIONSHIP BETWEEN BRUSSELS MOBILITY AND STIBONPB? .ccooeviiiiiiiieiiiiieeeeeeeeeeeeeeeeeeee 70
7.3
7.4

8 REFLECTIONS ON PUBLIC PROCUREMENT
8.1
8.2
8.3
8.4
8.5
8.6 CONTRACTUAL AND QUALITY MONITORING PROCEDURES.....

9 A FAIRLY TIGHT SCHEDWULE......ccuctteeiteierenietenereeseenereaseressernscesnsssessssaseressessssssnsessssssnsssensesansesnnes
9.1 GLOBAL VISION 1tttuuiieeieettttteeeeesesetsnteseeeressssseeeeessssssssnesessssssnsnnsesessssssssnesessssssssnsiesesssessrsnneseessees
9.2 FOCUS ON TRANSITION ....eevtevuuuneeeeererersnneeeeesssessnneseessesssssnnesesssessssnasesessssssssnneesesssssssnnnsesessssssnnnsens

10 APPENDICES .....ccucituiituiieniiteniieniereniesnseranssrassssssssssssssssssnssssssssassssssessssssnsssansssnssssassssnsessssssnsssans 88
10.1 STRENGTHS, WEAKNESSES, OPPORTUNITIES, THREATS OF CYCLING IN BRUSSELS ....cevvvvueieeeeererrreneneeeeereennnns 88
10.2  THE THREE GOOD MOVE ACTIONS THAT DIRECTLY CONCERN PB
10.3 LIST OF PERFORMANCE INDICATORS vvvvvvvvuvssssesssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssnsnns
10.4  SOME PB CHALLENGES REGARDING PEDELECS.........cvvunnee.

10.5 THE CITY OF PARIS' CARBON FOOTPRINT IN 2018 ............

10.6 REFLECTIONS BASED ON THE REGIONAL MOBILITY PLAN
10.7 DATA TABLE FOR THE QUANTITATIVE ASSESSMENT OF SCENARIOS
10.8 FRENCH STUDY DATA ON BIKE SHARE AND LONG-TERM RENTAL ..uuuiiiirireriieeeeeerererieeeeeeerersnneseeeseressnnenens

Public Bicycles in Brussels: Assessment, Scenarios, Recommendations | TML - MOBIPED



10.9 SOCIAL LTR - FOCUS ON TWO INSPIRING BELGIAN EXPERIENCES ...evvuuunreeeerrrrsneeeeeererersnneseessessssnnnesesssens 100

10.10 ABANDONED SCENARIO: EACH BICYCLE RACK IS A VIRTUAL STATION ..cevvvuuneeeeerernrnneseeeeesessnnnneeeesessssnnnenees 102
10.11 RATIOS OF RENTALS PER PB SUBSCRIBER ..vvvvvuvssssssssssssessssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssnens 104
10.12  PRIVATE CAR VERSUS 35 MOBILITY OFFERS.....cetvttuuuieeeeererernnnieeeeerersrsneeeesesessssneeeeesesesssmneeeessssssninnnees 104
10.13  IMPACT OF BIKE SHARING ON CYCLING IN THE UK ..vuuuiiieiiiiiiiiiee et e e e e eevese e e e e e e eernnn s 105
10.14 MONTHLY RENTAL PRICES FOR PEDAL, PEDELECS AND CARGO BIKES INLTRIN 2023 ....coovviiiieeeeeeeeeiiinns 106
10.15 LEGAL CONTEXT OF BIKE SHARING IN BRUSSELS ..eevvuuueeeerrreruniieeeeerersssneseeeeesessrnnesesessssssnnneeessssssssnnnnnees 107
10.16 HOUSEHOLD COMPOSITION AND NUMBER OF ADULTS IN 2022.....cceeiiiiieeeeeeeiieiieeeeeeereennneeeseesnssnnnnnnes 109
10.17  DIGITAL SKILLS OF BRUSSELS RESIDENTS . ... ueeeeerteuunnseeerrrnnnnnnaeesersmmmnnnseeesesssssnnseseesnemsnnesesesssnsnnnnnsees 109
10.18 MULTIMODAL INFORMATION DISSEMINATED BY MOBILITY GENERATORS RECEIVING VARIOUS AUDIENCES
(VISITORS, EMPLOYEES, SUPPLIERS)..eeeutteeeesureeeeeuseeeesisseeeasssesesassesssasssssesssesesasssssesassssssssssssanssssesssssssssssssesans 109
10.19 FORWARD-LOOKING APPROACH TO INTEGRATING PB INTO STIB COMMUNICATION MEDIA ....ueverererevnnnnnnnns 110
10.20 EXTRACT OF THE INNOV@TALIER DESIGN SPRINT...uuuuuuuuureresesesssssssesssssssssssssssssssssssssssssssssssssssssssssssnnnns 114
10.21 SOME INFORMATION ON THE BRUSSELS CONTEXT .uuuuuueeerrrrrunnneeeeererersnnieeesesessrnneeeseessessssneeesessssssnnnenens 115
11 TABLE OF ILLUSTRATIONS ....ccccttuiittecirneciensienceresessasessssesnssssnsssssssssssssssssnssssnsssassssassssnsessnsesnnnss 117
12 SOURCES .....ctuuiienirnniienncienietesessnsersnsssnssssnssrassssassssssessssssnssssnsssssssssssssnssssssssnsssassssassssnsessnsesnnsss 119
12.1 PUBLICATIONS . ..ceettttiieeeeeeeeettieieeeeesettttuaaeeeesesstanseseessssssannsaeessssssnnnseeassssssnnnasessssssnnnnsesesessssnnnnsens 119
12.2 MV EBSITE iettttutieeeeeeeeeteuteeeeeeeeessuunaseeeeessssstanseeesssssssnnnseeessssssnsnnsessssssssnnnnseeessssssnnneeeeessssssnnnnneeesees 121
Glossary
Cycling
BS Bike Share (service or system)
e-PB Public e-Bicycles (Public pedelecs)
e-SB Shared e-Bicycles (Shared pedelecs)
GBFS General Bikeshare Feed Specification
LTR Long-Term (cycle) Rental
PB Public (funded) Bicycle
SB Shared Bicycles
SSEB Social and Solidarity-Based Economy Bicycle
Stakeholders
BCR Brussels-Capital Region
BM Brussels Mobility
GBCR Government of the Brussels-Capital Region
STIB Brussels Inter-Municipal Transport Company
Vocabulary
B2C Business to Customets
B2G Business to Government
B2G2C Business to Government to Citizens
CAPEX  Capital expenditure
ET Excluding tax
KPI Key Performance Indicator

MAAS Mobility-as-a-Service
OPEX Operational expenditure

PI Performance Indicator

PSD Public Service Delegation

PT Public Transport

SGEI Service of General Economic Interest
SLA Service Level Agreement

T&C Terms and Conditions of sale

Public Bicycles in Brussels: Assessment, Scenarios, Recommendations | TML - MOBIPED 4



1.1

1.2

Preamble

A thwarted history. Is it worth persevering beyond 2026?

After the failure of Cyclocity between 2005 and 2009 in Brussels, 7/ / became the Brussels-Capital
Region's public bicycle (PB) sharing service. 1/7/o ! faces many challenges:
* number of rentals/bike/day declining steadily and among the lowest in Europe.
* weariness of an 18-year concession (15 + 3) and limited room for manoeuvre.
* strong cycling policy, in which PB is not seen as the best investment.
* failure of portable batteries, competition from private shared e-bikes (SB) and the supervision of
micromobility via private licences.

With the 177/lo ! concession with JC Decaux coming to an end on 16 September 2026, Brussels
Mobility's mobility authotity is looking ahead to the future with this study. The study's steering
committee is open to all scenarios and had a number of questions:

Purpose What is the point of an PB service? Why invest public money?
Service PB, LTR (Long Term cycle Rental), both or neither? What about e-scooters?
Operators  How many operators are needed: 0, 1, 2, 37

Governance Could private players be trusted? What role can public authorities play? What role
for STIB, the Brussels public transport operator? Are PB a public service to be
financed or a private service to be supervised?

Bikes Are pedelecs essential? If so, in what proportion? How is charging carried out: at
the station or by swapping batteries on the street?

Station Is it better to have stations with furniture or just virtual stations?

Contracts  Should the PB service continue to be linked to outdoor advertising space contract?
How much will it cost the public authorities? How long should the contract be?

A robust methodology involving benchmarking, investigations and explorations was implemented
to inform decision-making (Figure 7). This report presents the assessment, scenarios and

recommendations.
Figure 1: Study methodology
« Interview with 20 experts
February 2023 . f " Trends of the
~ March 2024 1. Assimilation  Comparison of 20 cities == market of SB
« Bike sharing around the world
= Qualitative analysis of 9 services
April 2. Comparison in 7 European cities International
— October 2023 ) « Peer-to-peer exchanges, site == Benchmark
3. Observation visits and tests, workshop
. 1 1/
Novermber Assessment of Viflo ! — Assessment,
+ Range of options scenarios and

— February 2024 4. Recommendation

« Service design recommendations

Political ambition

To provide access to a bicycle and develop shared mobility, in line with Good Move the regional
mobility plan for 2020-2030, the Government of the Brussels-Capital Region considers "public
bicycles to be the fourth pillar of public transport in Brussels (metro, tram, bus and bicycle)". This
ambition has been a guiding principle throughout this study.

Public Bicycles in Brussels: Assessment, Scenarios, Recommendations | TML - MOBIPED 5



2.2

Assessment of Brussels' Public Bicycles

History and deadlines

2005
2009

2017

2018
2024

2025
2026

The City of Brussels launched Cyclocity, with 250 bikes and 25 stations.

End of Cyclocity. The Brussels-Capital Region awarded JC Decaux a contract to supply
and operate 5,000 17/ ! units, 360 stations and 347 advertising spaces, in two-phase.

Billy-Bike and Obike were the first private free-floating SB, joined in subsequent years by
Gobee.bike, Dott, Jump, Lime, Pony, Bolt, Dott, Voi, Tier, Poppy (Figure 2).

Bike share ruling | 30% of 17/l ! vehicles are electrified with removable batteries.

Awarding of three-year licences to Bolt, Dott and Voi to deploy up to 7,500 bikes in 3,000
dropzones, shared with scooters (1,600 deployed by end of 2023).

Cohabitation of 12,500 theoretical bikes: 5,000 7o ! + 7,500 private SBs.

16 September: end of the 177/l ! concession; next step is to be decided in 2024 (Figure 3).
31 December: end of the three private licences.

Figure 2: Arrival/departure of micromobility players in Brussels from 2017 to 2024 (Brussels Mobility)

Figure 3: A tight schedule for smooth installation and operation
Selection: 1 year | Signature: 3 months | Installation: 1 year

Cyclocity PUBLIC BICYCLES Villo ! S Brand to be defined
2006-2009 2009-2026 | 16.09 2026-2036
2017-2023 2024-2026 2 @Mobiped 2024
PRIVATE SHARED BIKES Several licences 3 licences

Usage rates have been falling steadily for over ten years

Public Bicycles: since its launch, the number of i/ / rentals per bike per day has been falling
steadily (Figure 4). In 2023, there were 970,000 rentals, i.e.:

* 0.53 rental/contract bike (5,000)/day (brown line).

*0.67 rentals/bike available for rent (3,935)/day (orange line).

Private Shared Bicycles: with an average of 2,346 bicycles available in the street in 2023, private
shared e-bicycles generated 1,212,000 rentals, or 1.42 rentals/bicycle available/day (blue line).

Public Bicycles in Brussels: Assessment, Scenarios, Recommendations | TML - MOBIPED
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2.3

2.3.1

2.3.2

2.3.3

2.3.4

The opinion of associations

Brussels-based associations BRAL, GRACQ, FIETSERSBOND and CYCLO shared their
feedback and perspectives on PB and Long-Term cycle Rental (Soxrce 33), summarised below.

Villo !, a service to be improved

Several difficulties were shared: heavy bikes not always in working order, users not listened to
enough (customer service, committee), poor image of the service, complex process for a single

use/test.

Consider PB as a tool

PB can be a tool to facilitate acceptance of the Good Move plan's traffic changes, for example by
organising a consultation on the location of stations and supporting the transformation to a calmer
public space (Photos below). Furthermore, PB contributes to the functionality economy. However, PB
does not allow people to get cycling for the first time of their life.

PB, a public service

The associations prefer a public governance to abandoning the service to the private market, with
its more precarious working conditions. The associations:

* warned of the digital divide in public services.

* consider that PB could be integrated into the public transport offer.

* call for consultation before setting up stations in working-class neighbourhoods. This can be

seen both in the target audiences and staff recruitment (Source 35).

Transformation of a car street ( Credit;' NYC Consultation between authorities and residents
Department of Transportation, Source 20) (Credit: NYC Department of Transportation, Source
20)

Diversifying bicycle investments

The associations are in favour of the idea of a LTR and call for continued investment in the bicycle
"system" to promote cycling.

Public Bicycles in Brussels: Assessment, Scenarios, Recommendations | TML - MOBIPED 7



2.4

2.4.1

2.4.2

Feedback from user and non-user surveys

2017 user survey
In 2017, the user survey (Source 52) provided the following results:

*70% of users and non-users felt that [/ / boosted cycling in Brussels.

* 47% of those interviewed had intermodal PT + 177/ ! practices.

* 17% started cycling thanks to "7/ ! compared with 50% in 2012.

* 25% of users in 2012 and 2017 had less need for a personal bike because of 7/ /.
* 3% had acquired a personal bicycle to become regular cyclists.

2023 user and non-user surveys

Surveys published in 2023 of micromobility users (Source 43) and non-users (Source 44) help to
identify obstacles and possible improvements (Figure 5):
* access time and the type and condition of the bike were the main obstacles to 17/ ! use.
* Villo ' had a positive image among users. Among non-users, the image was rather neutral.
However, 62% considered it positive to keep in Brussels an PB service in stations.
* integration with STIB is welcomed.
* 21% of non-users interested in case of a more attractive offer (Figure 6).
* beyond the 30% who did not ride a bike because they did not have one, 7/ / use was primarily
dependent on the cycling insecurity feeling: risk of accident, lack of facilities.
* 86% of 1illo ! respondents in 2023 had a driver's licence (Source 43).

Figure 5: Opinions of Villo !- and micromobility users and Villo !-non-users living in the Brussels Region

Survey Barriers to using Viflo ! Barriers to using Viflo ! Villo! Future
. . : o Other comments
participants (1 answer) (Several answers) image userif ..
Regularusers 47v Bike condition 73% Bike condition @ 79% 87% of Villo /users cite "saving
illo 1 15 L an S T
;‘Zo . 22% Accesstime  69% Access time 15% :Lme asa reasor} foggns/lrzt_:]; gb’:ﬁ; 1s
responses . . . ) ) N e main reason for 56% (7,
17% Bike weight 64%  Bike weight B 6% responses)
Al_l .. 30% Accesstime 50% Weight+bike @) 42% 61%: Rates A declared interest in:
micromobility 545, ik condition condition 36% Flf"??' @ > 60%: STIB-MIVB bicycles
e popees 12 Typeofbike+ 40% Noe-PB @220 09 @ 70% PB+ STIB-MIVB offers
’ » No e-PB 38%  Access time ob%: @ > 80%: PB in STIB-MIVB fares
Pedelecs - . 8 ’
o shared mobile app, stations
35%: closed to the STIB-MIVB network.
Basket
Villo /non- 33% Accesstime  40% Transport of @ 33% With a more Keep a PB with docking stations:
users,BCR 180, pBike type children and 499 attractive @ 20| ) 23% | @ 15%
residents ' 15% Bik diti goods not ® 185 offer Do not cvele b
S % Bike condition possible % . o not cycle because
’ 35% 5 55% Risk of accident
32% Bike weight 259, 6: HISK O acciden
oy .
31% Bike type (No @® 40% O 32%: Weat'her
pedelecs) O 30%: No bike

O 25%: Lack of facilities

Figure 6: Distribution of Villo ! non-users who may or may not live in the BCR (Data 44)

Distribution of non-users into 5 groups

< >
21% Tried b d
ried but stoppe
63 % Potentially
16 % Rather interested 10% non-users, half of whom
. . now use their own bikes (i.e.
Not interested interested 2 | 5%)
at all 9 « Rather young
n Eve:fzgoﬁs to Brussels * STIB user
Reluctant : . « Interested if preferred
. . * Only knows it by name measures implemented
= Committed motorists
+ Don't really know Villo! E 21 % 3
= Waste of public money + Rather young g
+ STIB user
H Not concerned + Not interested if preferred
= Never goes to Brussels measures implemented

+ Only knows it by name
Y Y B

» Not interested if preferred =
measures implemented £
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2.5

Villo I: disappointing results but real improving opportunities

The following SWOT (Strengths Weaknesses Opportunities Threats) analysis is the result of taking
a step back after learning from the benchmark and analysing market trends, as well as the SWOT of

cycling in Brussels (Appendix 10.7). These opportunities call for a closer look at the subject, and a

questioning of the public objectives of such a service.

Villo ! Strengths

* Region-wide coverage

* Good user value for money

* 16% of Brussels residents have tried 177/ /3

* Villo ! a brand familiar to 98% of Brussels
residents 3

* 15 years of experience

* Public space footprint, with power supply

Opportunities

* Weaknesses identified and can be improved

* Improve access to a bicycle to 50% of Brussels
residents, and to 90% to a pedelecs.

* Integration with public transport

* Pedelecs, better adapted to topography

* Many service providers interested

* Complementary with Long-Term Rental

e

Figure 7: Public Bicycles Villo! hidden behind private SB at the launch of Brussels MaaS (Photo STIB)

Villo ! Weaknesses

* Insufficient station density

* Unsatisfactory user expetience

* Competition from free-floating SB (highly
visible shimmering colours, positioned on
paths, pedelecs, simpler user experience,
absence of architectural constraints, promotion
by public authorities - Figure 7)

* Women and low-income earners under-
represented

* Low direct impact on cars and bicycles

* Disadvantageous contract for local authorities

* Inadequate and non-assessable objective

Threats

* Feeling unsafe cycling in traffic

* Transition and electrification at risk

* Competition from private SB in dropzones

* Unsecured budget and risk of vandalism

* Disregard for vulnerable profiles

* Culture, budget and limited resources of the
mobility authority to supervise a service
operatot.

Despite the current low level of use, there are real opportunities to be explored for a

future attractive public bicycles setvice.
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3 Public Bicycles possible objectives

3.1 Need to temper the expected impact of bike share

While bike share contributes to more sustainable mobility, it is not THE solution for reducing car

use, developing cycling or providing access to a bicycle.

3.1.1 "Reducing car use": too ambitious for bike share alone
"Aiming for a modal shift towards soft mobility", as with the 7/ / concession, is
too ambitious for bike share on its own. Rather, it is a goal for the Good Move*’ ~ o
regional mobility plan, with measures to restrict car use and the developmentof a () - Q
wide range of alternatives to be used in combination or alternatively. The PB N a
contribution to the Good Move plan remains modest, with three actions out of @

50 (Appendix 10.2):
* C1: Support the development of MaaS.
* C3: Develop cycling services and other light means of transport.

* C11: Strengthen shared mobility services.

3.1.2 "Develop cycling": bike share does not remove all obstacles

To travel by bike, a number of obstacles need to be overcome:
access to a bike in good condition, knowing how to cycle in an
urban environment, feeling safe, and having a journey time that is
competitive with other modes. It is therefore essential to provide
safe, attractive and comfortable cycling conditions. To this end, the
Brussels-Capital Region's 2020 Bicycle Plan helps to create to a

bicycle system as part of a mobility management approach (figure i
ervices
right). As a result, bike share is a sub-action within the "Good

Service" focus (Figure 8) with more or less impact on each Good Move focus.
Figure 8: Cycling actions declined with the Good Move approach (Data 48 | Author: Mobiped)

Good Move focus  Description

lGood Neighbourhood Neighbourhoods that make keen to ride by bike (links and 30-zones).

A high-performance network for cycling everywhere, by creating a
coherent, hierarchical cycle network with good intersections. The
comfort bike network will be completed in 2025 and the Vélo plus
(structural) network in 2030.

B Good Network

* Bicycle services to eliminate the need to own a car

* Bicycle identification to prevent theft

* Secure parking

* Cycling as a Service:
- cargo bike sharing

(08 Good Service - Villo ! optimisation

- other rental systems (long-term, free-floating, etc.)
- Infovélo in Mobility Points
- Routeplanner.bike.brussels
- bike points in major stations
- accessibility and transport of bicycles on metro trains and trams

D Good Choice Add bikes to the options catalogue
E Good Partners Create partnerships within the administration

F  Good Knowledge Ongoing policy evaluation
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3.1.3

"Provide access to a bicycle": one solution among many

One of the initial motivations for the study was to give the people of Brussels access to a bicycle.
Bike share provides rapid bicycle access from public spaces throughout the country. But to really

enable access to a bicycle, a number of measures are required to enable people to own, use or hire a

bike, with varying levels of intervention by public authorities (Figure 9). To reach different audiences

and usages, Bike share needs to be integrated into a mobility management approach while

complementing other bike rental services (Figure 10) and be accompanied by investments to reduce

the obstacles it addresses (Figure 11).

Figure 9: Bicycle access systems as a whole

Purchase
Own a bike
Receive
AND Repair
Park
Be able to use it
Keep
Charge
OR
v ... minutes
> .. hours
Rent a bike -
b .. days
A ... months

@Mobiped 2024

B2B: Business to Business | B2C: Business to Customer | B2G2B: Business to Government to Business

B2C - Retail (Bike shops, distributors)
P2P - Hand-to-hand | Online marketplace
G2C - Purchasing aid

P2P - Hand to hand lending/giving

B2C - Bike shops

G2B - Retail installation assistance

P2P - Self-repair workshop

G2C - Repair package

B2B - Fleet manager

P2P - Family and school education

G2C - Public racks, parking at PT station
B2C - Parking at home and at facilities
G2C - Policy to fight thieves' behaviours
B2C - Padlocks/Tracking

B2C - Insurance

B2C - Building/Housing

G2C - Public space/Lockers

B2G2C: Business to Government to Customer | G2B: Government to Business

G2C: Government to Citizen | P2P: Peer to Peer
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» One-way bike share
» B2C
» B2G2C
» Back-to-one bike share
» B2C
»
» Touristic rental BIE
> B2B
» B2C
» Specific rental » B2G2C
> B2G2B
=
& Touristic rental B2C
» B2B
» B2G2C
» Long term rental
—» B2C
& Leasing » B2B
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Figure 10: Diversity of bicycle rental services

 J

Rent a bike for ...
v v
... minutes .. hours .. days .. months

Private shared
bikes

Train station

Meininger.

United In Cycling Zoomo
[ ] tad -
e 8§ o T
FpETE OO
a 1 L . =
Adapted Children Delivery bike
Decathlon

Sport Public LTR*

Brompton

Students
Azfalte
arvelo2go
Cargo bikes Company bike

Figure 11: Actions to remove obstacles to accessing a personal bicycle

The obstacles removed Cycling policy investment to address problems at source

by bike share
Ownership

Repairs

Bike theft
Easy-to-use parking

Purchasing aid
Support for bicycle retailers.

* Business financial support for the creation of bicycle repair shops.

* User financial support to repair the bike stored and not used for
years.

* Fair financial support for bicycle self-repair associations, such as a
SSEB services (Social and solidarity-based Economy Bicycle)
(Source 61).

Fight against bike thieves.

* Public areas: racks, secure racks (e.g. Bikeep, Edock, Locky,
Sharelock etc.), stalls.

* Intermodality: large parking areas at train stations, Metro, P&R, etc.

* Building: local parking areas, parking areas in residential and office
buildings.
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3.2
3.2.1

3.2.2

How to fix precise, appropriate and measurable objectives?
Implement a quality-focused approach

With a view to public investment in a new PB service, a quality approach applied to PB, in the spirit
of BYPAD 38 helps to define and evaluate public policy (Figure 12).

Figure 12: Proposed quality-focused approach applied to PB in Brussels

Uses and users analysis
Assess public objectives
Challenge the operator

Villo } disappointing results
Opportunities to do better
Existing need and demand

Quality

» process for
Deploy and launch the service 2 public Define public policy objectives
Supervise the operator '{.’} bicycles Validate funding
A
)

Make cycling attractiv o E I Clarify governance

Clarify specifications
Bring the competition into play
Prepare the transition

@Mobiped 2024

List and prioritise possible performance indicators

To be evaluated, an objective must respect the SMART principle (Specific, Measurable, Acceptable,
Realistic, Time-bound), with a precise collection and analysis methodology that may already exist
(STIB Barometer, Good Move Indicators). For example, [7é/" in Paris has over 170 quality
indicators, due to the complexity of the PB systems and their semantic subtleties. Potential
indicators are listed in the appendix, including some inspired by Good Move and the International
Transport Forum (Appendix 10.3).

The method is to distinguish and priotitise the indicators, striking a balance between:
* efforts to collect/update data (e.g. contradictory field survey, counting, annual survey, uset
committee, automated data, observatory).
* utility and interdependencies: assess public policy, define contractual relationships, monitor
service quality, generate knowledge, communicate (Figure 13).
* data temporality, taking into account implementation times (order date, vision at a given
moment, once implemented).
* deployment phases (different requirements in the first year).
To avoid being bike share centric approach and weight the impact of bike share, the indicators are
also compared with those of the bicycle, mobility and territory sectors (Appendix 10.5).

Figure 13: Categories of Key Performance Indicators (KPIs)
Topic Type Purpose
Public policies KPI Translate the public investment political ambition, with a view to
evaluating and improving public policy.
Contractual KPI Incentivise the delivery of a high-performance service by distinguishing
between resources/results and penalties/remuneration to specify the
amounts paid. They are extremely precise, limited in number and can

have an indirect impact on other sub-indicators. They can be discussed
with candidates during the selection process.

Quality of PI  Improve user satisfaction and the service's image. These criteria can be
service ranked in order of perceived service quality.

Knowledge PI  Conduct studies to understand how the service works.
Communication  PI  Communicate with the public.
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3.3

Possible public policy objectives for a public bicycles service

In the Brussels-Capital Region government's vision of an bike share as the 4t pillar of public
transport in Brussels, public bicycles would be a cross-reference:

* of the City Vision and Good Move focus areas (Appendix 10.6).

* of BCR values.

* of STIB's mission (Figure 14).

Figure 14: Fundamentals of Good Move, the Brussels-Capital Region and STIB

beOOd ‘ ‘

move REGION DE

be .brussels & BRUXELLES-
CAPITALE

nos veleurs

Green
Efciont Socie orientation client ?UrTC#:tn:g’;r expects
< excxllence apbropriate
4 solidarité RS-
. intégrité transport solution
Safe CITY . A== respect A competitive travel
) B ) i i) time at an affordable
. Customer focus price
Excellency Very good comfort
D Solidarity and safety
P Hedithy Integrity conditions
Respect

City Vision Good
Move

Values of the Brussels region

public service strategic plan
2021-2026
@Mobiped 2024

www.stib-mivb.be
> STIB > Mission

Public policy objectives can be stated:
* for each Good Move focus (Figure 15).
* by major PB theme (Figure 16).

Figure 15: Possible public policy objectives of a public Bicycles service for each Good Move focus area

Good Move focus

A useful service for the people of Brussels

Challenges and objectives to be assessed annually

Good Neighbourhood = 509, of female subscribers and 10% of Brussels residents are

subscribers.

A dense network
50% of households are less than 150 m from an PB station.

B Good Network

Good Service

D Good Choice

A high-performance service

Multimodal practices

PB rentals account for more than 2% of STIB journeys.

20% of STIB subscribers use PB at least once a year.

Local players gather around and thanks to cycling

E Good Partners

ensure a smooth transition.

F| Good Knowledge

Continuous improvement

Assessing usage and public policy.

Elected representatives, BM, STIB, Sibelga, etc. work together to
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Figure 16: Possible public objectives for efficient and effective PB, by theme

SERVICE EFFICIENCY
Annual rentals (> 2 min)/(contractual) bike/365 days

PB rentals as a proportion of STIB journeys
POPULATION PENETRATION RATE
Subscribers

Gender

People with up to secondary education

Former users who now ride their own bikes
MULTIMODAL PRACTICES

% of Brussels residents who consider cycling an integral part of

the STIB offer
% of Brussels residents who have used PB at least once a year

% of new STIB customers thanks to bicycles
EFFICIENCY OF PUBLIC INVESTMENT
Remaining cost (CAPEX + OPEX)/TRIP

Remaining cost (CAPEX + OPEX)/KM
Coverage rate (CAPEX + OPEX) of user revenue

OTHER IMPACTS

Carbon footprint (Life cycle)

% of users who would have travelled by car
Sale of a vehicle or not buying one

Average journey distance

Number of deaths, serious injuries and minor injuries per km

Public healthcare spending avoided

NUMERICAL CRITERIA

> 2 (relevance of shared
parking compared to private
bicycles)

> 3 (minimum ambition)

> 5 (European example)
>2%

> 10% of over 14s
> 50% female subscribers
> 30% of subscribers

> 5% of people surveyed

>75%

> 20 %
>1%

< €2.58/trip (STIB reference)
< €1/trip (ambition)
< €0.38/km (STIB)

> 18% (STIB)

> 30% (low benchmark
average)

> 50% (high benchmark
average)

> 0 tons avoided (minimum)
10% of subscribers surveyed
10% of subscribers surveyed
>3 km

< than cyclists with their own
bikes

To be defined

Before considering the contractual criteria to be required of the operator,

the public authorities set their own public policy objectives.
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4.1

4.1.1

4.1.2

Scenarios explored

Requests from the study steering committee

Public service ambitions

The steeting committee invites an exploration of scenarios with PB and/or LTR. PB would be part

of a public service perspective that includes:

* territorial coverage of the Brussels-Capital Region.

* guaranteed long-term service continuity.

* a fast, simple user experience that is as inclusive as possible.

* a public authority service with a public brand.

* a range of prices including social pricing.

* 100% pedelecs with an integrated battery.

* the integration of PB as a 4th mode of public transport service to:
o extend the range of public mobility services, bicycles included.
o aim towards a shared experience.
o develop complementarity between PB and PT.

Why have a 100% pedelecs fleet with integrated battery?

First, pedelecs with integrated battery are:
* more widely used than pedal PB in mixed fleets, generating premature wear and tear, higher
operating costs and less well-charged bikes.

* more high-performance than those with removable batteries like 170 ! (Figure 17).

Second, and even if they present a number of challenges (Appendix 10.4), pedelecs have many
benefits relevant to the Brussels context:

*a boost in hilly areas like Luxembourg and Marseille (Figure 18).

* longer distances travelled in the hope of shifting journeys previously made by car.

* audience diversification: +9% women, +7 years average age in the examples studied.
* 89% of Brussels residents do not have access to a pedelecs (See section 5.1).

* a credible offering in the face of comparison from privately-licensed SB.

* having electric ["Z//o /is citizen request no. 10 in the Good Move plan (Source 47).

Lastly, a homogeneous rather than a mixed fleet is preferred:

* on the user side: clarity and readability of the pricing structure.

* on the operator side: simplified control and maintenance, without double logistics.

* on the public authority side: lighter contractual monitoring without having to track and

distinguish the actual proportion of pedal and pedelecs available for rental.

Figure 17: Overuse of pedelecs with integrated Figure 18: Rental trends before and after PB

batteries and underuse of removable batteries electrification

M Luxembourg  Marseille

AN 2018 Qo5 R

B

% e-PB % rentals
Barcelona 66%
Bern 80%
Milan 44%
New York 46% Integrated
Paris 54% battery

Brussels 10%IEEA Removable
Lyon 30% battery

(@Mobiped 2024

2023 29 8.4
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4.2 Proposal and presentation of five scenarios

The scenarios and recommendations are explorations by the consultants to inform the political and
technical decisions taken, to be taken later. One L'TR scenario and four PB scenarios are studied
(Figure 19), with a detailed presentation (Figure 20), a description of the distribution of risks (Figure
21) and possible governance arrangements (Figure 22).

Figure 19: Overview of the five scenarios up to 2027

1] LTR + tralnlng + sales

P At home, at the destination or in racks in public places

2,100 pedal bikes (1,600 + 500) and 2,400 pedelecs (+ cargo bikes,
longtails, accessories)

Subsidised user price

Home or in facilities

1 B2G2C public service. Other private services possible.
Classic LTR: Liege (1/¢locité), Paris (1/¢ligo Location)
Social LTR: Brussels (17¢lo Solidaire), Leuven (Fietsschool)

Rental for up to six months, with the option of home delivery |
Vulnerable groups can take part in training courses to learn how to
ride a bike or get back in the saddle, then purchase the bike at a
reduced price.

2 | Private e-SB in dropzones (DZ private SB)

P 3,000 dropzones in public spaces shared with shared e-scooters
@k 7,500 SB
# Battery swapping by operators

s» 0 B2G2C public service
= 3licences granted to B2C players, like the 2024-2027 licences.

& Amsterdam, Brussels, Ghent, Geneva

3 | e-PB in dropzones (DZ public PB)

3,000 dropzones in public spaces shared with shared e-scooters
7,500 PB
Battery swapping by the operator

@ o g

1 B2G2C public service to meet the requirements of a public service
(accessible pricing, territorial service, white label) such as a subsidy
per journey, km or bicycle. 0 B2C private services.

Rouen, Gdansk

4 | e-PB stations + dedicated rack (Hybrid PB)

P 350 stations + 350 dedicated rack batteries in public spaces
ab 7,500 PB
# In station + battery swapping by the operator

s 1 B2G2C public service with macro-subsidies
~ 1t03B2C private services in licences

@ Stuttgart

) | e- PB charging stations (Dock-based PB)

i ! ™ P 600 dedicated stations in public spaces
~ 44 7500PB
# In stations

s» 1 B2G2C public service with macro-subsidies
= 0 to 3 B2C private services in licences

& ILuxembourg, Madrid, Marseille, Paris

Public Bicycles in Brussels: Assessment, Scenarios, Recommendations | TML - MOBIPED 17



Figure 20: Detailed presentation of scenarios

1| LTR+ | 2 | Private 4 | e-PB in

- 3 | e-PB . 5| e-PB
training + e-SB . e-stations + | | .
. in dropzones : in e-stations

sales in dropzones parking racks

SYSTEM
4,500 (2,400 #
. & 1,600 pedal
Bikes bikes) + 500 7200
pedal bikes
Stations 1-5 premises 0 350 700
Dropzones - 3,000 3,000 350 0
Parking in public Bicycle racks Dropzones E—stanons + Dedl.cated
spaces bicycle racks stations
Pedelecs charging Home, work Swapping In—statlop and E-stations
swapping
SERVICE
Rental period 6 - 12 months ~ 30 min
Transaction Human Human-machine interface
Training Specific Possible Service ownership assistance
Bike purchase Possible No
GOVERNANCE
Initiative Public Private Public
Public financing Yes Possible Yes
B2G2C player * 1 0 1
B2C players * Possible 3 0 Oto3
PUBLIC SERVICE
. Prices set by % Decided by .
Affordable prices BCR opetators Prices set and capped by BCR
Brand Public *Commercial Public brand
. Delivery ~ Reduced

Territorial coverage ible + dabili v
with SLA possible availability es

events criteria

. . < . .

Fight against the Yes % 100% App Return of bicycles with Yes

digital divide smartphones, in the racks
* As in Lyon, setting up a monopoly for Public Bicycle with the cessation of private SB in option 3
(and potentially in scenarios 4 and 5) would make it possible to:

* promote the service in which public money is invested, rather than promoting private SB offers,
as in the communication to launch Floya (see part 2.5).

* generate a mass effect, increase the visibility of the service in public spaces (a single bike colour)
and simplify the user experience with a single interface and app available. 26% of Brussels
respondents use all micro-mobility services without distinction, 44% sometimes a different one
and 30% only one (Source 43).

* reduce walking distances with a nearby bike available. 61% of micromobility users look for the
nearest bike, regardless of service (Source 43).

* reduce the complexity of multimodal alternatives to the private car, with more than 35 distinct
offers counted in Brussels in mid-2023 (Appendix 10.12).

* increase peace of mind for the operator, who can be more transparent without the presence of
competitors at meetings with public authorities.
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Figure 21: Risk distribution for each scenario
1| LTR +

2 | Private 4 | e-PBin

3 | e-PB 5| e-PB
RISKS training + e-SB . e e-stations + | e )
. in dropzones : in e-stations
sales in dropzones parking racks
BCR
Industrial (purchase of B2C operators B2G2C operator
bikes)
Commercial
] ) LTR operator B2C operators B2G2C operator
(if concession)
C ial
‘ommercia BCR  Notapplicable BCR
(if public contract)
Reaction of Complaints from citizens if bikes are
. . . . . Impact of the
private B2C  incorrectly parked, especially with a public iy
transition
Policy (GBCR) players brand.
Criticism if low usage and lack of money for
other cycling measures (Source 61).
Image BCR B2C operators B2G2C, BCR and STIB operator
If bike not properly attached or returned: PB
Bike thef LTR BoC customer
tke thelt customers OPCrAOTS 11 i tle theft: BCR (included in initial price)

1f a lot of theft: B2G2C operator

Figure 22: Governance options for each scenario
4 | e-PBin
e-stations +
parking
racks

2 | Private
training + e-SB

1| LTR +

3| e-PB
in dropzones

5 | e-PB

1 . in e-stations
Srlles in dropzones

BM Private BM BM BM
BM Private BM BM BM
BM BM BMor STIB  BM or STIB  BM or STIB
BM BM BMor STIB  BM or STIB  BM or STIB
Provision Private Private Private Private Private
Installation Private BM BM BM + STIB | STIB or
of private ptivate
Operation Private Private Private Private Private
(;:litt(i):rllesr OS;CIEE; Private Private Private Private

BM: Brussels Mobility | STIB: Brussels urban public transport operator
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4.3

4.3.1

Quantitative analysis
Preamble

The socio-economic analysis provides a Figure 23: Overview of scenario socio-economic

simplified view of the cost-effectiveness of evaluat/on table

each scenario. Predictive in nature, with Seénari

SERVICE
oy

inherent uncertainties, the calculation model
is based on simplified assumptions and
estimates, with certain factors not

parameterised.

The results should therefore be considered as
orders of magnitude only, in the knowledge
that they depend on the assumptions and
ambitions adopted. All the data in the table
(Figure 23) is available in _Appendix 10.7.

The analysis distinguishes between the basic
LTR and the social LTR, which have
different characteristics, allowing the
qualitative social aspect to be highlighted.

As there are very few international studies on
LTR. Many assumptions are based on the
results of the AAVP (French Public Bicycles
players network) study carried out by Inddigo

among over 200 PB and LTR services in
France and over 4,500 users of bike share and LTR services (Source 17, Appmdzx 10.8 )

For bike share options, conservative and ambitious variants are designed to explore possible

extremes (Figure 24).

Figure 24: Variants applied to SB and PB services
@ Conservative & Ambitious
Turnover rate N 7

% under-represented N 7
audiences

Car modal shift
Revenue coverage

Costs for public authorities

N N ¢
v v NN

HR supervision
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4.3.2 Service sizing

o— Basic LTR Figure 25: Number of LTR bike per
% 10,000 inhabitants in Wallonia and
The assumption is 4,500 bicycles, or 32 bicycles per 10,000 France
inhabitants (Fignre 25). This is a reasonable assumption in the ~ Small towns in Wallonia 15
light of French and Belgian experience, bearing in mind that Average in France 33
the fleet can easily evolve over time. In Belgium, 15% of the Li¢ge Vélocité* 40

LTR fleet is powered by pedelecs. The assumption used is that Grenoble 250

of the French market, with an average of 65% pedelecs and
* Services operated by Pro Velo

35% pedal bikes (Source 17). Special bicycles are recommended,
but not included in this analysis for the sake of simplicity.

o—v Social LTR

The social LTR is inspired by the experiences of 1/é/o Solidaire in Brussels and Fietsschoo/ in Leuven
(Appendixc 10.8) with training to learn to start cycling, the provision of a bike for a long period at a
low price, and then the possibility of buying a cheap second-hand bike. The assumption is 500 light
pedal bicycles, divided between:

* 300 Vélo Solidaire bikes, which seems excessively low given the waiting list.

* 200 Fietsschool bikes, which, extrapolated to the Brussels population, would represent 1,500 bikes.

~
2

Bike share

To provide a more ambitious service than the current ["Z/o / and in a perspective where there could
be only private SB, the assumption made is 7,500 bicycles, as the maximum for private licences (See
2.1). The fleet would be 100% electric (See section 4.1.2). The scenatios differ in terms of parking
facilities, with either:

* the 3,000 dropzones planned for the end of 2026 (Appendix 10.70).

* 700 charging stations to massively increase network density, either 100% charging or in a hybrid
format with 50% charging stations and 50% bicycle rack batteries dedicated to PB. In a utopia of
simplification, it was imagined proposing a simple, easy-to-understand rule: "Each bicycle rack is
a virtual station. As with private bicycles, free-floating bikes could be attached to bicycle racks".
But this idea has been ruled out (Appendix 10.10).

Figure 26: Assumptions for bicycle fleets and dedicated parking areas in public spaces

Dedicated on-
street parking

% 3s0 gf
% 7,500

Bikes 5 000 "G >
: 4,500 @f}@
4,000
'§ f 500 f
—
Villo! = Base Option Total (e B @ F (e B @ o
2022 1. LTR 2. DZ Private SB 3. DZ public PB 4. Hybrid PB 5. Dock-based PB
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4.3.3
4.3.3.1

o—

3

Uses
Assumptions

Basic LTR

Average
distance (km)

Bike trips per
year

Female
beneficiaries
People up to
secondary
degree max

Social LTR

Potential
audiences

Number of
trips/year

Average
distance

End-of-rental
purchase
Female
beneficiaries

Bike share
Turnover rate

Rentals per
subscriber

Female
subscribers

People up to
secondary
degree max

3,7

b

365

62 %

40 %

0.5

65 %

95 %

1.6

to 5

80

30-50
%

26-30
%

Assumption corresponding to the average distance for all types of bicycle
journeys in OVG 6, compared with 3.9 km for pedelecs as the main mode
(Source 41). This is a low assumption, given that the Brussels Bike
Observatory indicates an average distance of 6.86 km for pedelecs and 5.47
km for pedal bikes. Cyclists who stop during their commute to be surveyed
are probably motivated, and their commute trip is a long one (Source 36).

Corresponds to seven bike journeys per week. This would represent:
* a third of all journeys made by bicycle, since each inhabitant of the BCR
travels an average of 3*/day, or 21*/week (Source 41).

* fewer than the 10 journeys/week made by 79% of the cyclists surveyed by
the Bike Observatory (Source 36). In France, 73% of LTR beneficiaties use
it frequently to go to work and study (Source 17).

Average percentage of LTRs in France (Source 17).

Managers and senior professionals are over-represented in LTR surveys,
and even more so for SB and PB. (Source 77). This assumption is therefore
higher than the i/ / subscriber rate of 26%.

The social LTR meets the huge challenge of getting people on bikes who

are often forgotten by cycling policies, and who face several obstacles:

* never learned to ride a bike (> 6% of Brussels residents, See part 48).

* cultural and social representations far removed from cycling, linked to the
social environment of origin or a link with a country where cycling is not
widely practised.

* limited schooling and economic vulnerability.

By the time beneficiaries have gained the confidence to get around

independently, they rarely travel by bike. 17élo Solidaire's observations show

one travel/week during the support petiod, i.e. two trips/week. The
assumption of 3.5 trips/week, or 183 trips/yeat, is more optimistic, as it
also takes into account journeys made during training.

In the absence of available data from the Brussels and Leuven experiments,
the average distance is estimated at 2 km, as the beneficiaries have limited
use and are less likely to venture out on long journeys.

Data observed for Vélo Solidaire and Fietsschool.

Data observed for 1élo Solidaire and Fietsschool.

Description in Figure 27 on next page.

Ratio of the total number of rentals to the number of long-term
subscribers. It is 43 for 17/lo  and over 100 in Antwerp and Paris (Appendix
10.11).

In 2022, 29% of illo ! subscribers were women (Source 22). The goal is to
reach 50%, given that they account for only 40% of cyclist counts (Source
36).

In 2022: 26% (Source 43).

Objective: 30%
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Figure 27: Assumed turnover rate (trips/bike/day) spread over one year

6 5.0 5.0
4 3.0
" 1.6 2.0 .
0.67 I I
0 [
Villo! = Base Option Total @ 2 @ = ' e
2022 1.LTR 2.DZ Private SB 3. DZ publicPB 4. Hybrid PB 5. Dock-based

A AL PB

Low: As in 2022

2 ] _ « Experiences in Luxembourg,
High: Shift from former Villo! users

Marseille and Madrid
* More rentals with PB in stations
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4.3.3.2 Impacts

As results are directly dependent on initial assumptions, it is difficult to draw conclusions.
However, it appears that:

*a LTR reaches fewer people, but has a qualitative impact, as women and people with few
qualifications are better represented among subscribers than bike share. But in nominal terms,
there are more female or low-education subscribers to a successful PB service. Bike share has a
quantitative impact, reaching a large number of residents (Figure 26).

* the social LTR generates few kilometres travelled. But that is not its primary objective.

Figure 28: Share of Brussels' population to subscribe in the scenarios
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Figure 29: Main usage impacts of the scenarios
LTR LTR Bike share
6 months social  100% pedelecs

USAGE

Trips/bike/day 1.6 &5
Trips/year (millions) 22M  014M 44+ 137M
Trips/1,000 inhabitants/day 1,776 114 3,500 <> 11,100
Kilometres travelled (millions) 6.8 M 0.3 M 11 <424 M
% subscribers in the population 0.5 % 0.1 % 56139 %
Number of subscribers 6,000 750 68,000 <> 171,000
Female subscribers 3,700 713 20,000 <> 68,000
People up to secondary degree max 2,400 750 18,000 «> 51,000
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4.3.4
4.3.4.1

o—

~
Z

Mobility impact and modal shift

Assumptions

Basic LTR

From the car

From PT

To bikes

Social LTR

New bike
journeys

From the car
From PT

Bike share

From the car

From PT

20 %

35 %

39 %

100 %

0 %
60 %

7-12 %

60 %

Firstly, modal shares for home-to- Vélo en Location Longue-Durée

work journeys before, during and after
LTR rental show a clear increase in R m

bicycle use in Frgnce ) ource 17). The @ T

modal share of bicycles increases by .

52% during LTR rental. To calculate o p 16% P

the shift, these 52% represent 100% of

new bicycle journeys. On this basis, the 22% drop in the modal share of
public transport corresponds to a 42% modal shift from public transport.
And the 25% drop in the car modal share corresponds to a 48% modal
shift from the car.

Avant Pendant Aprés

Secondly, respondents to the Brussels Bike Observatory 2023 considered
that without a bicycle (pedal or electric), 13% would travel by car, 68% by
public transport and 15% on foot (Source 36).

Although pedelecs has the greatest potential for convincing car drivers to
choose cycling, and the service could deliberately target these profiles, the
assumptions made ate very conservative, with a modal shift of 20% from
the car and 35% from public transport.

After leaving the service, the modal shate of bicycles on the home-work
journey increased by 39 %, from 16% to 55% (Source 17).

The beneficiaries did not know how to ride a bike before. Those who buy
a bike will probably use it more. But this is not guaranteed in Brussels,
where the cycling culture is less deeply rooted than in Leuven.

These audiences own few or no cars.

Data for Fietsschool, but not available for 17élo Solidaire.

Villo 1 2017 data (Source 52) and hope for an increase thanks to a more
attractive service and pedelecs.

Villo 1 2017 data (Source 52).
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Brussels mobility context in 2030

To simplify forward-looking calculations (population, Good Move targets), 2030 is used as a
representative year for LTR and bike share services.

As the origins-destinations of journeys made using the PB service are all within the Brussels-Capital
Region (before perhaps considering an extension to neighbouring municipalities - See section 5.3.3),
PB is positioned in the intra-regional travel market. This market accounts for 85% of the volume
and 37% of the km of journeys estimated in OVG 6 (Source 47). For the 2030 timeframe, the
assumption is the achievement of the Good Move targets, which have been translated into the
number of trips for each mode (Figure 30).

Figure 30: Estimated mobility context and journey volumes in 2030

: ) Trips/day inner BRC
1,145,019 BCR inhabitants > 6 years old
(OVG 6 target, +1,40 % Statbel 2023)
> 3,343,455 /day » 2,853,082
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(As in 2022 OVG 6)

N @F%D 15 9o modal split for short trips

. » Bike : 427,962
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PT . 731,281

2020-2030 ,QD +49%0 short trips (<> inner BCR),
Q PT modal share 25.63 %, STIB 25.11 % STIB : 716,345

Good Move
Objectives

20 %o modal share (802,429/day,
e a Proportion inner/total in 2022 : 65.07 %) — > Car: 522,176
=> Modal share inner BCR: 18.30 %

@Mobiped 2023
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4.3.4.2

Impacts
LTR, trips induced over time

Opver and above the short-term impact during the rental period (52% increase in cycling), LTR is
particularly interesting for its long-term effects, since 39% of the journeys made using another
mode prior to rental are now made by bike (Source 17).

This means that beyond the trips made during the rental period, former users continue to ride by
bike - the induced effect (Figure 31). Applied to the 2.2 million trips generated per year by LTR
beneficiaties, around 40 million trips in ten years will have been made by bicycle by people who did
not cycle before using a LTR. People who would have taken up cycling without a LTR are not
included.

Figure 31: Long-term induced trips calculations for a LTR service

Years

1 2 3 4 5 6 7 8 9 10 TOTAL 10

Annual trips when renting
a LTR bike 1 22M  22M 22M  22M 22M 22M 22M 22M 22M 22M 219 M
Induced personal bicycle 2 o.emMm 09M 09M 09M 09M 09M 09M 09M 0.9M 7.7M
trips by former LTR 3 0.9mM 09M 09M 09M O09M 09M O09M 0.9M 6.8 M
beneficiaries (19%) 4 09mM 09M 09M 09M 09M 09M 0.9 M 6.0 M
5 0g9M 09M 09M 09M 09M 0.9M 51M
6 09M 09M 09M O09M 0.9M 43 M
7 09mM 09M 09M 0.9M 3.4M
8 0.9M 09M 0.9M 2.6 M
9 0.9M 0.9M 1.7M
10 0.9M 0.9 M
TOTAL INDUCEDTRIPS O0OM O09M 17M 26M 34M 43M 51M 60M 68M 77M 384M
CUMULATEDTRIPS 22M 30M 39M 48M 56M 65M 73M 82M 90M 9.9M 60.3 M

Rounding up the number of trips generated during the rental period to 2 million, and increasing the
number of beneficiaries who would continue to cycle thanks to improved cycling conditions in
Brussels (39% to 50%), induced trips would be one million per year (Figure 32).

Figure 32: Trips/year during LTR rental (yellow) and cumulative induced trips after rental (blue)
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Social LTR, helping to improve individual quality of life

The social LTR is not intended to have a direct quantitative impact on mobility. However, its
qualitative impact for beneficiaries is a clear improvement in their living environment, with an
increase in self-confidence, a new mobility option and greater freedom of movement, as some
testimonials attest (Appendix 10.8). Cycling by women also has an impact on the representation and
cycling practices of other household members.

Even with very affordable pricing and in-depth support, long-term cycling remains a complicated
proposition in Brussels. In Leuven, the impact on beneficiaries' cycling habits is greater than in
Brussels, as cycling is a factor of integration into local Flemish culture and cycling conditions are
much better. Improving cycling conditions is essential for developing cycling among all sections of
the public.
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Bike share, a strong direct quantitative impact but weak compared to other
modes

Even with the highest assumptions, PB would represent:

* less than 10% of all bicycle trips (Figure 33). The available data does not allow robust
extrapolation to estimate the long-term impact of PB. However, feedback from the UK shows
that PB has an interesting impact on getting people back on the saddle over a number of years
(Appendix 10.13).

* the equivalent number of trips on a single bus line with high usage (Figure 34).

*less than 1% of intra-regional trips are made by car and km by car. These calculations relate to
direct impact only. They do not take into account demotorisation or the decline in car use over

the long term.

Figure 33: Share of rented bike trips in regards with all intra-regional bike trips
10% 8.8% 8.8%
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Figure 34: Comparison of daily trips volumes between public transport (STIB data) and PB
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Mobiped and TML estimations for LTR (Long-Term Cycle Rental) and PB (Public bicycles)

Figure 35: Main impact data for mobility scenarios
LTR LTR Bike share
6 months social  100% pedelecs

IMPACTS ON MOBILITY

% modal share all modes 02%  0.01% 0.4 1.3 %
% of bicycle trips 14%  0.09 % 2.8 88%
% STIB totals trips 05%  0.03% 0.9 < 3%
% car trips avoided 0.2 % - 0.2 0.9 %
% car km avoided 0.2 % - 0.1 0.6%
% INTRA-BCR car trips avoided 0.2 % 0 % 0.2 0.9 %
% STIB trips improved 0.29%  0.03 % 1% <> 3.1%
Public transport trips improved 0.8 M 0.1 M 2.6 82M
PT km improved 24M 02M 6.6 = 255M
% PT km improved 0.2 % - 0.4 1.6%
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4.3.5

4.3.5.1

Financial features

The data below is considered in € excluding VAT and constant 2023, without taking inflation into

account. The budgetary decision will be taken in 2024, with budgets to be allocated from 2026.

Assumptions

Basic LTR

Price

€/bike/year

for the
community

Cover

User prices

Weighted
average:

€640/bike

Pedal bikes:
€250 incl.
VAT /year

Pedelecs:
€850 incl.
VAT/year

40%

Pedal bikes:
€67 incl.
VAT/6
months, i.e.
€11/month

Pedelecs:
€227 incl.
VAT/6
months, i.e.
€36/month

Average:
€171/6

months.

To calculate this ratio, it is assumed that the public price of private
rentals, without subsidies, covers all setvice costs and the operatot's
margin. The average is weighted according to the number of bikes (see
4.3.2).

The unsubsidised user price of a pedal bike rental is:

* €240/year for Swapfiets.
* €250/year for Fietsambassade in Ghent.
The assumption is €250 incl. VAT /yeat.

In France, the remaining cost to local authorities is €490 (excl.
VAT)/yeat/bike (Source 17), but the data available does not allow a
distinction to be made between the remaining cost for pedal bikes and
pedelecs. Moreover, there is always some doubt as to whether the
price of facilities, which may be partly owned by the local authority, is
included or not

The assumption used is €850 incl. VAT /yeat, based on the
unsubsidised user price of a pedelecs rental in Belgium, which was:

* Between €760 and €900 at Swapfiets at the end of 2023. While
Swapfiets is not yet profitable on a group-wide scale (the main costs
are caused by user negligence), it appears to be profitable in certain
cities.

* From €990/year for Fietsambassade in Ghent. Assuming 15%
economies of scale for the thousands of LTR, the price would be
€840.

Average, according to experts.

The proposed prices are based on the following assumption:

* of 40% revenue coverage.

* that each bike is actually rented for eight months out of 12, with a
maximum rental period of six months and periods of non-rental
(average of €640/bike (all types)*40%*8/12= €171 /bike (all types).

These prices are well below those of non-subsidised services

(Swapfiets, Pro Velo Brussels, Fietsambassade in Ghent excluding

students) and close to those of subsidised services (Vélocité in Liege,

Véligo Location in Paris, MVélo + in Grenoble, Fietsambassade for

students in Ghent (Appendix 10.74). At this stage, the scenario does

not take into account social tariffs, training or purchase assistance.
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Social LTR

User prices

Training

Bike value/year

Bicycle residual
value

Total cost
before revenue

Coverage rate

Bike share

User prices

User revenue
coverage

€

public/bike/year

HR supervision

Contract
duration (years)

Public Bicycles in Brussels: Assessment, Scenarios, Recommendations | TML - MOBIPED

€400
incl.

VAT

€150

€888
excl.

VAT

4%

35-50
Yo

From 0
to
€3,200

€90 k

5to 10
years

* Rental: €13/6 months or €2/month for a pedal bike, i.e. a social rate of
20% of the L'TR rate.

* Bike sale: €25 incl. VAT, as with 1Vélo Solidaire

* Rental + Purchase: €38 inc. VAT.

High assumption of €400/ trained beneficiaty, given that:

* Fietsschool: €250 /beneficiary (30 hrs training in groups of 20).

* Vélo Solidaire: €105,000 budget in 2023 to train 300 people (30 hrs
training in groups of 10), i.e. €350/beneficiary. The cost of training is
higher because the associations cover part of the cost.

€250 incl. VAT.

Estimated value after two years of use: €150 (based on an exchange with Pro
elo). 1t would be possible to use bikes reconditioned by people on a
professional reintegration programme. But information on costs is too
divergent to be used.

Bike price (€250 inc. VAT) + 1.5 training courses/yeat (€600 inc. VAT)
+ 1.5 bikes sold/year (€225 inc. VAT) = €1,075 inc. VAT, i.e. €888 excl.
VAT/bike/yeat.

In practice, an additional budget is needed to enable district associations
to reach their target audiences.

Estimate based on expert opinion, due to very low user prices.

Non-price-elastic scenarios. The assumption made concerns only the
user revenue coverage rate for PB, as it is not known for private SB.

* 35%: low benchmark assumption (before obtaining figures for the first
year of Marseille in 2023).
* 50%: high assumption close to 49% in Paris in 2022.

This ratio is equal to the price invoiced to the public authorities (initial
investment + operation over the contract period) /number of
bicycles/number of contract years. This ratio is not very sensitive to the
number of stations. Numerous exchanges with the bike sharing market
players have highlighted:

* price disparities of +/- 50% depending on business skills, amortisation
periods, usage, governance, etc. The figures used are therefore the
result of simplistic arbitration.

* the costs for a public service, whether 100% with swapping (scenario 3)
or 100% with charging stations, are close (scenario 5).

It was decided to:

*add a 10% margin to scenario 4 to take into account certain unknown
factors: no feedback from experience, widely differing opinions on the
optimum percentage of charging stations, increased CAPEX and
OPEX costs for the station and the bicycle.

* leave scenario 2 at €0, on the simplifying assumption that the
occupancy fee paid for licences covers all the hidden authority
supported costs and supervision costs for this type of service.

Employer cost of one FTE with a Mastet's degree (Source 58). Three FTE

planned for PB. The FTE cost for private SB is diluted in the fee for the

use of public space.

* Dropzones: five years to increase the visibility of the operator(s) and
better amortise the bikes.

* Charging stations: ten years to amortise stations and work.
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Figure 36: Price ratio assumptions € excl. tax/bike/year for public authorities, before revenues
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4.3.5.2 Impacts

Here are a few conclusions:

* The ratio of € excl. VAT /bike/year is lower for the basic LTR and the social LTR than for bike
sharing.

* Private SB is more economical than PB, but the impacts are lower (see previous section).

* The remaining cost per trip is less than €1 for the L'TR and for the optimistic assumptions of PB.
Even with pessimistic assumptions, the remaining cost per journey for PB is lower than for STIB
in 2022 (Figure 38). 1f the trips induced by the LTR service are considered, public investment
becomes increasingly profitable looking ahead.

* The remaining cost per km is less than €0.30 for the optimistic assumptions of PB and the basic
LTR, and slightly less than that of STIB in 2022. However, the negative assumptions of PB are
two to three times higher than those of STIB.

* The solidarity aspect of LTR has a very high cost per kilometre covered. This is understandable,
since the beneficiaries start from scratch in terms of cycling skills and confidence.
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Figure 37: Estimated remaining cost to public authorities (€ excl. VAT 2023/bike/year)
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Figure 38: Estimated remaining cost per journey
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Figure 39: Estimated remaining cost per bicycle km completed
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Figure 40: Main financial impacts of the scenarios
LTR LTR Bike share PT
6 months social  100% pedelecs |STIB

FINANCIAL IMPACT (€ EXCL. VAT

2023)

Ratio € excl. VAT/bike/year (CAPEX+OPEX) €640 €888 M €2,000 « 3,200

Price to be paid (without user revenues) €27M €05M (€0) €15 24 M

Market supervision €0.09M €0.05M €300 <> 500 k
Coverage rate (CAPEX+OPEX) 40 % 4% 3550 % 18 %
Annual revenue €M €0.02M €75<84M
Remaining cost/YEAR €1l6M €05M €7.6 >16 M
Remaining cost/year/BIKE €407 €942 €1,000 <> 2,150
Remaining cost/TRIP €0.74 €3.36 €0.57 <+ 2.70 €2.58
Remaining cost/KM €0.24 €1.68 €0.18 « 1.08 €0.38
Remaining cost/ CAR KM AVOIDED €1.20 €1.53 <> 1545
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4.3.6 Carbon footprint

4.3.6.1 Assumptions

There is no precise data on the number of PB trips that replace car or public transport journeys.
Thus, the simplifying assumption adopted is as follows: the percentage of users who declared in the
survey that they would have made a trip by car or public transport is identical to the percentage of
trips.

The carbon impact per km is based on the life cycle analysis of 12 modes in Stockholm, Paris,
Melbourne, Berlin, Seattle and Diisseldorf, published in 2023 (source 23, Figure 41).
* The modal shift generates 161 g of CO3 per car km avoided and 87 g of CO; per public
transport km avoided.
* Shared e-bikes emit 68g of CO; per km.
* LTR emit 20 g CO; per km for pedelecs and 10 g CO; for pedal bicycles.

Figure 41: Life cycle assessment carbon footprint (Visual from source 72)
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4.3.6.2 Impacts

The basic LTR has a favourable carbon footprint, with 222 tonnes of CO; avoided. The impact of
social LTR is almost neutral due to low modal shift and low volumes. For bike sharing, 17/ /is
expected to have a negative carbon footprint in 2022. The carbon footprint of the scenarios is
highly variable, depending on the average distance covered to replace car or public transport
journeys (Figure 42). The bike industries are working to improve their carbon footprint.

Figure 42: Carbon footprint of scenarios
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4.3.7

4.3.7.1

4.3.7.2

Social impacts
Assumptions

The cost-benefit analysis corresponds to the external benefits (health, quality of life), minus the
external costs associated with congestion, accidents, air pollution, climate change, noise and
infrastructure, per kilometre travelled per mode. Assumptions are based on published results for
2022, for which figures are available for Belgium (Figure 43). The societal balance is obtained by
adding the price paid by public authorities and users.

Figure 43: Cost-benefit analysis of six modes in Belgium (Source 53)
Data for Belgium (Per km travelled)

Pedal bike Pedelec Speed Auto Bus Train
pedelec

Congestion 036 € -007 €

Health benefits 150€ 088 € 037€

Accidents -005€ -005€ -007€ -002€ -000€ -0.00€
Air pollution -002€ 001 € -000€
Climate change -002€ -001€ -0.00€
Noise 002€ 001 € -002€
Infrastructure -0.00€ -000€ -0.00€ -000€ -002€ 003 €
Living environment 003 € 002€ 001€

Total external external 1.48 € 0.85 € 0.31€ -0.42 € -0.12 € -0.05 €

Source: Van Pée, 2022, Cost-Benefit analysis of cyecling in Benelux and North Rhine-Westphalia.

Impacts

All scenatios have a positive external impact balance thanks to the health benefits linked to the use

of pedal or pedelecs (Figure 44). For publicly funded setvices, performance determines the positive

or negative side of the societal balance sheet. The results for private SB are overestimated because

the user financial contribution is unknown (Figure 45).

Figure 44: Estimated external benefits
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Figure 45: Estimated societal balance sheet
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4.3.8

Summary table of quantitative impacts of scenarios

LTR

6 months
SERVICE OFFER
Number of bicycles 4,000
Bikes/10,000 inhabitants 32
Number of spaces (dropzones or stations)
USAGE
Rentals/bike/day
Annual trips (millions) 22M
Trips/1,000 inhabitants/day 1,776
Kilometres travelled (millions) 6.8 M
% subscribers in the population 0.5 %
Number of subscribers 6,000
Female subscribers 3,700
Up to secondary school maximum 2,400
IMPACTS ON MOBILITY
% modal share all modes 0.2 %
% of bicycle trips 1.4%
% STIB Totals 0.5 %
% car journeys avoided 0.2 %
% car km avoided 0.2%
INTRA-BCR car trips avoided 0.2 %
% STIB trips improved 0.29 %
Public transport trips improved 0.8 M
PT km improved 24 M
% PT km improved 0.2 %
FINANCIAL IMPACT (€ EXCL. VAT
2023)
Ratio € excl. VAT/bike/year (CAPEX+OPEX) €640
Price to be paid (without user revenues) €27 M

Market supervision

Coverage rate (CAPEX+OPEX) 40 %
Annual revenue €1 M
Remaining cost/YEAR €1.6 M
Remaining cost/year/BIKE €407
Remaining cost/TRIP €0.74
Remaining cost/KM €0.24
Remaining cost/CAR KM AVOIDED €1.20
INDIRECT IMPACTS

Carbon footprint (Tons COz) 222

External benefits (€Em excl. VAT)

Societal benefits (€Em excl. VAT) €29 M

€5.6M €025M

LTR Bike share PT
social ~ 100% pedelecs |STIB
500 7,500
4 61
3,000 <> 700
1.6 5
0.14M 44 137M
114 3,500 < 11,100
03 M 11424 M
0.1 % 5.6 <> 13.9 %

750 68,000 <> 171,000
713 20,000 < 68,000
750 18,000 <> 51,000

0.01 % 0413%

0.09 % 28 88 %
0.03 % 09 3%

- 0.2 09%

- 0.1 = 0.6 %

0 % 0.2 09%

0.03 % 1% < 3.1%

0.1 M 26 82M

02M 6.6 =255 M

- 04 1.6%

€888 M €2,000 « 3,200
€0.5 M
€0.09M €0.05M

(€0) €15 <> 24 M

€300 «> 500 k
4% 35 <50 % 18 %
€0.02M €75 84M
€0.5 M €7.6 16 M
€942 €1,000 < 2,150
€3.36 €0.57 < 2.70  €2.58
€1.68 €0.18 <~ 1.08  €0.38
€1.53 < 1545
6 91 & 155
€7 <31 M
€02M €14 +16M
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Qualitative analysis

Scenario 1 | Is a LTR advisable? Yes.

LTR and BS are two complementary services

A LTR service allows users to rent a bike and accessories (luggage rack, child seat) for several

months, and benefit from services (repairs, insurance against theft). LTR removes the disincentive

to buy a quality bicycle and encourages people to adopt a cycling lifestyle, before considering the
purchase of a bicycle (Figure 46). Compared with private LTR setrvices (e.g. Swapfiets, Noord), a
public LTR would make it possible to:

* offer a variety of bike types/sizes/models: pedal, electric, folding, cargo, adapted, children's, etc.

* invite thousands of Brussels residents to adopt a cycling lifestyle by learning how to become

cyclists through a range of services and human support (with fewer commercial ulterior motives)

to inform, train, test, rent, equip and advise on the purchase of a bike. "¢l Solidaire's actions

(training to start cycling, purchasing assistance) are perfectly in line with this approach.

* invest public money in a highly targeted way to reach vulnerable groups and avoid the need to

drive kilometres, in particular by devising offers aimed at car drivers.

Bike share services (Cyclopartage in Belgium) allows people to rent a bike for the length of their

trip. BS removes some of the obstacles to buying a bike, parking at home and at the destination,

maintenance and the risk of theft.

Figure 46: Overview of bicycle rental services
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LTR and BS, different targets and impacts

As a preamble, the term "non-cyclists" needs to be clarified between those:
* who have never cycled, for whom LTR is more suitable. Independent cycling learning through
bike share seems illusory, even if it does exist in the UK (Appendix 10.13).

* who know how to ride a bike but do not ride it for a several years.

PB and LTR have different targets (Figure 47 Erreur ! Source du renvoi introuvable.) and
impacts. If a financial trade-off between the two is questioned, it must first be put into perspective
with the overall financial trade-off concerning all modes of transport (see section 6.5).

LTR enables targeted groups to try out a type of bike and the life of a cyclist, before becoming a
cyclist with their own bike. It has a qualitative impact on the mastery of urban cycling by
beneficiaties. Quality bikes can therefore be rented by people who:

* are new to cycling. These people need a lightweight bike and a framework of trust, such as a

"Savoir rouler" training course via the social component of a LTR (Appendix 10.8).

* know how to ride a bike, but need human support for urban cycling.

e are families and need special bicycles.

* have insufficient financial resources to buy a bike.

* need time and experience before considering an investment of hundreds or thousands of euros.

* stay several months: students, trainees, fixed-term contracts.

Bike share provides rapid access to bicycles from public spaces, like a mobility "insurance" and a
multimodal offer option. It has a quantitative impact on the number of citizens who cycle at least
once a year, including among under-represented groups. The presence of an PB service offers the
possibility to:

* re-experience cycling, and even inspire people to refurbish their own bikes.

* access a bike by paying for a service, either because of a lack of knowledge and skills, a lack of

budget and motivation, or a desire for comfort and simplicity.
* meet the needs of a population that does not want to adopt a cycling lifestyle with their own

bike, but prefers to use bicycles on an occasional basis.

Figure 47: Uses of BS and LTR services

=) Alternative to the stress of traffic jams, temporarily @)@
unavailable vehicles, and the need for a car

; Alternative during off-peak hours and at night, during A back-up §0Iuti0n
disruptions (incidents, works, strikes) or to long journey when a cyclist needs
N Q times (walking, waiting, connections) to repair their bike, in
N case of (fear of) theft
[ Gain time, effort, and safety on long journeys or asyry&metrical
riges.
Bike Share Rediscover cycling in an urban environment on your own
encourages Pedestrian, motorist, or Multimodal Daily
multimodal use public transport passenger person cyclist
Long-Term Rental Never cycled Uncomfortable Feels comfortable to cycle in an urban environment
improves cyclin
p_ . ycling Test a bike (e.g., electric bike, cargo bike)
skills in urban
environments Saddle-up Urban cycling Getting used to a daily cyclist lifestyle
o— training training . .
Buying a bike and
% OMobiped 2024 cycling frequently
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4.4.2 Scenarios 2 to 5 | Is a bike sharing service appropriate? Yes.

More than 1,600 cities worldwide have a bike sharing service, including some initially reluctant cities
that have authorised the deployment and installation of private SB (Amsterdam, Ghent, Grenoble).
So the question is no longer should bike share be deployed? but "what role should public
authorities play?”. To answer, it is necessaty to:
¢ analyse the ability of private SB players to provide (or not provide) a level of public service on
their own.

* set out the pros and cons of investing public money.

4.4.3 Scenario 2 | Do private SB players provide a public service on their
own? No.

The presence of private SB services could lead to the conclusion that PB is useless and that private
PB are self-sufficient. Private SB and PB are compared to identify each criterion that could
theoretically justify local government intervention:

v Market failures. Private players cannot do it themselves. Need for public intervention
(Appendix 10.15.3).

Ambitions for better public service. The results of PB are not significantly different from
those of private SB. But proactive public intervention could improve this parameter.

% Criteria for which private players perform well (Figure 49 on next page).

Here are the main criteria identified to illustrate that private SB players do not meet the need for a
public service, requiring significant intervention by public authorities:

* uncertainties about service continuity and sustainability. And even within the licensing
framework, private SB players seem to need public money.

* evolving, uncapped pricing, particulatly in the ultimate perspective of the hypergrowth model,
which consists of squeezing out the competition, then raising prices to finally achieve
profitability.

* exclusive use of smartphones and an app for private SB, contributing to a growing digital divide.

* lower performance on free-floating than on station (Figure 48). PB stations form a network
industry, generating a natural monopoly to be regulated by local public authorities (Source 7).

Figure 48: Comparison of rentals/vehicle/day between PB in station, SB without station and shared e-
scooters 1% 16,30, 31
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Figure 49 : Valid (v) and invalid (*) arguments to justify public intervention in the face of private SB
PUBLIC SERVICE GOAL (See section 5.1.4)

Territorial equity and
time availability
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interest

Existing legal
framework (Appendix
10.15)

No offer x

ECONOMIC CRITERIA

Economic balance and ¥/
coverage of user
revenues

Natural monopoly v

Negative externalities v

linked to parking

All BS are accessible 24/7. But the tertitorial availability of private SB is
uncertain and is often too restrictive for PB.

Price gap (usage and subscription) is narrowing between private and public BS.
Private e-SB prices are not time-capped.

Public and private services require a bank card.

The hypergrowth business model of private e-SB is unstable, with bikes
appearing and disappearing overnight. Tier and Pony, selected in Brussels in
early 2024 for cargo bike licences, refuse to deploy them.

Children under 14, blinds persons and wheelchair users cannot use BS. The
heavier the bikes are to handle; the more adults of smaller stature are excluded.
Women and people with few qualifications are largely under-represented in
both PB and private SB.

Private e-SB requite the use of a smartphone app, accentuating the digital divide
for those with no internet access, no smartphone or limited digital skills.

% Private and public BS communicate in the local official languages.

Private and public services have little regard for the quality of access to
information for visually impaired or cognitively impaired people.
Services with stations perform better than those without.

All players can be integrated into Floya, the Brussels MaaS.

Only the PB makes it possible to brand the public mobility service.

The promotion of an alternative means of transport to car pressure is an
objective of Community interest (Source 10).

Villo ! is defined as a SGEI (Service of General Economic Interest) by the
European Commission 2012 and 2019 (Source 710) and as a public passenger
transport service in 2010 by the Brussels-Capital Region (source 24).
Existence of public and private pre-offers.

No private or public BS provider is able to cover all its investment and
operating costs from user revenues. The PB benchmark shows coverage rates
of between 26% and 66%.

The long-term investment + operating balance is more advantageous with
charging stations, which also generate more usage. A network of stations
installed in public spaces is, in business jargon, a "network industry generating a
natural monopoly" and requires public intervention and funding. The absence
to date of a universal standard for the bike-rack-station triptych makes it
impossible to subsidise the network layer of the stations, and to put only the
operation of the bike fleets out to tender.

GPS, cameras, photos, fall detectors, Bluetooth and penalties seem insufficient

to guarantee accurate and orderly bike parking.
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Scenarios 3 to 5 | Is it worth investing public money in PB? This is a

political decision.

The intervention and investment of local public authorities in PB can be justified by the market

failures mentioned above (Figure 49) and by the desire to increase negotiating power. However, like
all public policies and mobility services, PB has its limits and benefits (Figure 50). The decision is

therefore a political one. The rest of the study explores the possibility of public investment.

Figure 50: Limits and benefits of investing public money in an PB

Limits

Cycling is very popular in Flanders and the
Netherlands, despite theft and parking
constraints. The PB budget could be invested in
addressing barriers to using a quality bicycle by
making it easier to acquite, maintain, and store a
bicycle theft-free.

PB accounts for only a small proportion of
bicycle trips compared to its shate of the cycling
budget, with a risk of underfunding other cycling
measures (Source 67).

Less efficient than LTR in terms of public euros
excl. tax/km travelled.

Accentuated sociological gaps with undet-
representation of vulnerable groups for a so-
called "public" setvice.

Presence of private SB at lower public cost, but
need to accept that it is not a public service.

Opverall carbon footprint potentially negative, if
low usage and few former motorists.

Derisory direct impact on car km avoided.

Benefits

PB eliminates the bartiers to access a bicycle for
100,000 to 500,000 Brussels residents, like a
"mobility insurance". Even with massive
investments in dismantling these barriers, many
citizens will continue to face them. However, PB
should not be a pretext for not investing in better
cycling conditions.

Public investment in cycling is not in line with
the objectives of increasing the modal share of
bicycles compared to cars (e.g., leasing company
cars, tunnels). And the €/trip ratio is lower for a

well-used PB than public transport (see section
6.5).

Complementary to LTR and more effective in
terms of the number of citizens reached.

Although underrepresented, several thousand of
vulnerable people have access to a bicycle.

* The "bicycle" component of Brussels' public
transport service, visible in public spaces and
consolidating the culture of "multimodality”.

* Bicycle project, shared mobility, data, MaaS,
parking, marketing.

* Contribute to the virtuous circle of rapid
demand creation to put pressure on supply
development.

Opverall carbon balance potentially positive, in
contrast to many public financing schemes.

* Development of multimodal practices and skills
among tens of thousands of people who use
bicycles even though they would not have done
so without PB.

* On average in France, 18% of PB subscribers
forgo the purchase of a car and 7% part with
their car (Source 17).

* Transformation of a street easement dedicated
to car parking into an easement for bicycles
parking,

* Creation of a database of tens of thousands of
residents to communicate with about cycling,
alternatives to the private car and cycling policy,
inviting them to become individual cyclists.
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4.4.5

Scenarios 3 to 5 | Comparison of the three technological solutions

The choice of dropzones (battery swapping), hybrid or charging stations (connected to the electrical

rid) service has an impact on street easement
grid) s np 2D S
operating and regulation methods, the need for And/or 8
local government intervention, budgets and cash ? 5
=

@

flow financing. Here is a summary of the Battery swapping Charging station

comparative analysis (Figure 51, source 2).

Figure 51: Thematic summary of options for a e-PB with dropzone, hybrid or in-station.

2 risk of * Swapping depends on the volume and cost of human resources. Stations
uncharged bike increase the likelihood of charged bikes.

Battery life * Swapping requires two batteries for each bike: one in the bike and one
charging, and weakens the battery connectors.

Shared e-scooters * Dropzone parking can be shared. In stations, there is a need for the same
proprietary technology and complex dual operation.

Offer clarity * Difficulty for users to grasp the large numbers of players and the complexity
of the hybrid format.

Visibility in * The stations are landmarks, but the furniture "suffocates" the bikes.

public spaces * The colours of the bikes in dropzones are very eye-catching.

Sharing public  *Bicycles parked outside dropzones are an obstacle to pedestrians, wheelchair
space users, the visually impaired and people with pushchairs.

Hidden costs * Theft, vandalism and complaints to police are lower with stations. Dropzones
has hidden costs: impounding (bikes in the way), water services (collecting
bikes from the bottom of the canal) and citizens (annoyance).

Territorial * Stations require works on public spaces (administrative procedures,
deployment and  underground networks, connection to the power grid), which means
access times negotiating long stretches of road to replace car parking spaces and a more

costly subsequent relocation. Since dropzones are smaller, their deployment is
faster and more flexible, enabling very fine territorial coverage for better
access times (Figure 52).

Works * Heavy works for the charging station and light works for the dropzones.
Contract * Dropzone: three and five years | Heavy station: minimum eight years.
duration

CAPEX versus * Stations have very high CAPEX, but then lower OPEX.
OPEX * Dropzones have lower CAPEX, but high OPEX (Human Resources costs
for swapping), making this option less attractive over time.
* This has an impact on the financing model for stations (contract duration +
call for credit) and dropzones (fundraising and user revenues).

Timeframes * Dropzones take a few months to set up and stations a few years.

Carbon footprint *Investment: bikes and batteries for dropzones. Bicycles and street furniture
with electronics for the stations.

* Operations: data, servers and shuttle journeys (battery swapping for
dropzones and regulation for stations).
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Figure 52: Maps of the dropzones and station-based scenarios

Scenarios 2 and 3: 1,637 dropzones in 2023, 3,000 estimated in 2027
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Scenario 3 | What if PB were only in dropzones? Not that
interesting.

A PB in free-floating would be deployed in the 3,000 dropzones envisaged (Appendix 10.10),
replacing 1/7/lo ! and private licences. This scenario would enable rapid deployment, while avoiding
the challenge of electrifying stations during the transition. But it also entails economic and political
risks.

On the one hand, this solution offered the prospect of savings on stations. However, the total price
would be close to that of an PB with a station, due to operating and battery swapping costs
(duplicate batteries, human resources). The constraints of public objectives and the presence of a
monopoly would improve attractiveness, thus increasing usage volumes and consequently costs.

On the other hand, dropzone parking increases the risk of theft, vandalism, and bicycles lying on
the ground or clogging up walkways. Technological solutions (GPS, camera, photos, fall detector)
do not seem satisfactory at this stage, as they are either inaccurate, only available on a smartphone,
ot dependent on the operator's responsiveness. And even with penalties, parking outside dropzones
petsists (5% in Antwerp Region). "Already, the private and unsubsidised nature of free-floating
services has not prevented municipalities from being held responsible by their constituents for the
slightest fall or obstacle on the pavement" (Source 62), so bicycles stamped "paid for with taxes" on
the ground or parked in a disorderly manner would be difficult for citizens and elected officials to
accept (Figure 53).

Figure 53: Commercial visual inviting decision makers to use a charging station solution (Duckt)

In addition, micro-subsidies were not retained. The micro-subsidy per bike, as in Ghent
(€125/bike/year), does not meet all the goals of the public service desired by the GBCR. The
micro-subsidy per trip, tested as part of the Moliére Project via reductions on Dott Bike trips in
disadvantaged neighbourhoods, does not yet seem convincing enough for the following reasons:

* 3.72% increase in bicycle journeys via 70% reduction, costing €2.90/ trip.

* the offer is based on the beneficiary's geolocation, not on their financial capabilities.

* the model lacks transparency on the margins of intermediaries, who will reduce the allocated

amount to offer the final beneficiary a discount (Figure 54).

Figure 54: The uncertain process of transforming a micro-subsidy into a micro-incentive

e-SB operator margin

Fees
for the intermediary platform
as a trusted third party

Public money
to target
specific audiences

End-user price reduction

@Mobiped 2024

Micro-subsides  Micro-incentives
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4.4.7

4.4.8

Scenario 4 | Is the best of both worlds possible? Hmmm, still too
uncertain.

The mixed scenatio of "charging stations + dropzones with dedicated racks" is a tempting way of
limiting investment and operating costs, and ensuring orderly parking. Furthermore, the market is
converging in this direction with new charging stations and connected bikes. This requires bike

manufacturers to retrofit and adapt the frames and forks of their bikes.

But a number of unknowns remain:

* no player does both jobs well.

* experience feedback is scarce, and there is no consensus among service providers on the
optimum percentage of stations and dropzones (ranging from 10% to 90% according to the
players contacted).

* a more costly investment, since the requirements apply to both the bike (Internet of Things,
resistance to impact, vandalism and theft) and the station (secure parking, charging).

* confusion for users between parking for personal bikes, PB and private SB in dropzones.

¢ difficulty checking that the bike is propetly attached to the dedicated rack, with the possibility of
PB on the ground or on paths.

Scenario 5 | Is station-based PB still relevant? Ultimately, yes.

With a 100% electrified fleet (5ee section 4.1.2), the 100% charging stations option seems the most
relevant and reassuring PB scenario in terms of:
* performance, with more rentals with station than with free-floating (se¢ section).
* quality of service with automated battery charging that does not depend on the cost of human
resources.
* cost control, with less exposure to vandalism and theft, and no variable battery swapping costs.

* image, with orderly PB.

There are, however, some constraints to be taken into account:
* a long and risky transition, dependent on the decisions and schedule of the electricity grid
operator and the planning authorities.
* long-term contract to amortise investment, so that the total cost ratio (investment +
operation)/bike/year becomes relevant.
* limited flexibility to move stations, but with possible intermediate solutions: platform station,
temporary station driven by human.

* limited station capacity with the cost of regulating bikes between stations.
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4.5 Advantages and disadvantages of each scenario

Figure 55: Main advantages and disadvantages of each scenario

1| LTR + 2 | Private 3| e-PB 4| e-PBin 5| e-PB
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existing private * Fewer rentals than ~ given existing * Combined risks of ~ fashioned".
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people reached. and future price  *Risk of uncharged = unknowns in terms  transition.
* Success in France  risesina bike of operation.
and Wallonia. And  hypergrowth
in Brussels? business model.
4.6 Guidance from the steering committee

Based on the advantages and disadvantages (Fignre 53), the study's Steering Commiittee validates the
appropriateness of scenarios 1 of LTR and 5 with e-PB in charging stations. While the introduction
of a LTR service is a coherent, qualitative and efficient option, it is not explored further in this
study. On the one hand, the initial study budget did not include a detailed analysis of two separate
services. However, a more detailed analysis is needed, in particular to examine the legal dimension
in relation to existing private LTR setvices, and to guide the marketing mix, especially for young
people who do not cycle much (Source 47). On the other hand, it was conceivable to combine the
PB and LTR services in a single public contract, as in Nantes and Rennes. However, there are
several reasons for separating these two contracts (see section 8.1.4).

The feasibility study therefore focuses on PB, exploring the political will to make public bicycles the
fourth pillar of the public transport offer through:

* a single, shared PB-PT user experience.

* the involvement of STIB, the BCR's urban public transport operator.

Long-term rental and public bicycles are both useful. The preferred scenario for public

bicycles is with 100% charging stations. A political decision must be taken on whether or
not to invest public money.
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Marketing mix proposal

At this stage, no political or technical decisions have been taken. The proposals below are the result
of an exploratory approach to the integration of PB and PT, with the aim of creating a single user
experience. They are structured around the 7Ps of the marketing mix (Figure 56), a basic private-
sector approach to drawing up a business plan to determine the market positioning of a product or

service.

Figure 56: Simplified view of the 7Ps of the user-oriented marketing mix for a future PB in Brussels

PRICING
One trip: single rate | Subscription: full rate or solidarity rate
Usage: 0 € for 30/60 min + ... € /h | Pre-authorised debit: ... €

PROMOTION
Acquisition: Ambassadors, service
3 quality, mentoring, special offers
E Loyalty: Partnership, gaming

PROCESS

Information : Website/app
Routes: Integration of Floya
Ticketing: PT card, smartphone

PLACES
Station catchment area: 150 m

Coverage of the whole region 9

Possible extension outside the region

7Ps of
marketing mix
One-way bike rent A 9 .
600 charai tati i of Brussels
r_: arging stations ‘r public
7,500 uniform urban e-PB

bicycles
PEOPLE PROOF
21% of non-users interested User committee and testimonials
Unavailable or unsuitable personal bike Trips data analysis
Multimodal users @Mobiped 2024 Annual user survey

PRODUCTS | SERVICES
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5.1 PEOPLE | Many potential beneficiaries

5.1.1 PB removes the obstacles for many Brussels residents

For hundreds of thousands of people in Brussels, PB removes the obstacles that prevent them

from accessing a bicycle (Figure 57). Some express an interest and may become users (Figure 58).

Figure 57: Share of Brussels population in 2022 with difficulties accessing a bike.

Barriers to accessing a bike % of Brussels population Households Adults
"I live in the Region of Brussels" 100%: 1,220,000 inhabitants 564,000 777,000
2.17 inhabitants/household
1.38 adults/household (Appendix 10.16)
"I don't have a pedal bike". 53% of households have no bicycle in Brussels 4., 300,000 410,000
compared with 15% in Antwerp 32 and Ghent %7
"I don't have an electric bike".  89% of households do not have an electric bicycle 4! 500,000 690,000
"I can't buy a bike" 6% of households do not own a bicycle due to a lack 34,000 47,000
of financial means 4
"T can't park a bike" Of the 53% of households that do not own a bike, 129,000 176,000
43% have no place to park one at or near their home.
As a result, 23% of households are unable to park a
bike and do not own one 4!
"I'm a cyclist, but I have parking 24% of cyclists do not have a secure patking place for
problems"” their bike at (close to) their home 3¢
"I'm afraid of bike theft" 29% of cyclists were robbed less than two years ago 3¢
"I'm not used to cycling" In 2022, 60% of Brussels residents had not cycled 680,000
during the previous year 4! (Figure 59). 59% of people > 6
in Brussels, 58% in Wallonia (in 2010) and 24% in years
Flanders (in 2009)! had not cycled during the last year.
"I travel less than 5 km" 60% of intra-regional journeys
48% of car trips 4!
"I don't have a car" 54% of households have no car 41 305,000 420,000
5.1.2 The potential market of future users
Figure 58: Potential market and prospects for PB in Brussels
Travel practices Potential prospects Adults
"T already use [llo [ 23,000 7lo ! subscribers and 45,000 non-subscriber rentals in 2022 22
"I might be interested" 21% of non-users of 17/lo ! in Brussels say they are interested in PB 44
"Brupass + PB? Ok" 9% of STIB subsctibers are willing to pay €17/year more.
21% of STIB subscribers are willing to pay €3 /month of their choice 5!
Figure 59: Frequency of bicycle use in the Brussels Region (Source data 41)
100% 88.6% m Pedal bikes m Pedelecs
80% 61.6%
60%
40%
o 12.6% 0 o
20% 2.9% 5% ) g% 10.0% = 3 3, 6.2% 5%
0% | L — —
Never Several times Several times Several times Everyday
[year /month Jweek
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5.1.3 Target trips

While PB does not meet all mobility needs, it does have a role to play in some trips currently made

by car and public transport (Figure 60).

Figure 60: Contribution of PB to trips made by car or public transport (source graph 47)

%
20% 33% 18% g 20% L g
9% o0
— [ — — - | =
0-2 2-5 5-10 10-25 >25 km L\ /3
T} ..
Relieve rush-hour public transport congestion on short-distance, to free up capacity for
longer trips.
Replace car journeys
with cycling. Encourage intermodal travel by
public transport + bicycles.
%
15% 33% 21% 17% 14%
— | — — —
(=1
0-2 2-5 5-10 10-25 >25 | km Ju

2018 2030
Situation actuelle Ambition «Good Move»

Y 48% of car journeys
En'i 18% 14% are less than 5 km,
probably in mobility
chains in which PB
e 34% 26% has a role.
km
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5.1.4

Identifying the needs of specific audiences

To fulfil public service obligations and justify the presence of a Service of General Economic
Interest (Appendix 10.15), the universal design approach makes it possible to meet the needs of the
most vulnerable members of the public, while improving service quality and comfort for as many

people as possible. Universal design is structured in three stages (Source 3).

1 Inclusive consideration of the needs of all groups in the broadest sense.

2 Correct or provide an environment that reduces disabling situations.

3 Compensate for disabilities when needs are too specific.

Women account for 51% of the Brussels population. But they are under-represented:

* In the use of PB services, where men and higher education graduates are over-represented (29%

of Villo ! subscribers are women).

* On the study's steering committee (2 women out of 9).

* Among the main contributors to the study.

The needs and recommendations of the DIAMOND project devoted to women and PB (source 73)
are integrated across the board below to make PB as inclusive as possible. Generally speaking,

women suffer more than men from these stressful situations (Figure 67).

Figure 61: Inclusive PB design (1: Audiences | 2: Inclusion | 3: Compensation)

Audience (1)

Removed from
public services

Little
represented

Car, the only
credible solution

Low revenues

Age
Journey chains
Atypical size

Transport of
persons

Transport of
objects

Far removed
from
employment

No bank
account or card
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Possible actions

* Consultation in disadvantaged or remote districts.

* Design workshop to produce flocking and strengthen the sense of
community.

* Better representation on decision-making bodies.

* Inclusive communication with all profile types.

* Coverage of the entire Brussels-Capital Region, including remote areas.
* Consideration to be given to extending to neighbouring municipalities.

* Solidarity prices: students, low-income earners and single-parent families.

3 *> 14 years: authorised.

* < 14 years: Fietsbieb-type LTR service.

* Density of PB stations close to public transport.

* More than 65,000 single-parent families in Brussels (Appendix 10.16).

* Open frame, adjustable saddle, manoeuvrability on the bike or for
moving/pushing the bike on foot, electric bike.

* Prefer a homogeneous fleet (see section 5.2.2). Tandems, bicycles with
baby/child seats, cargo bikes, cycles ate available in a LTR service.

* Allow multiple bikes to be rented with one account.

* Sponsor new registrations.

* Invite people to cycle in groups.

* A basket can be used to carry a bag or even a cabin luggage.

* Larger objects and goods can be transported using a shared cargo bike or
a variety of LTR cargo bikes.

* Training and employment programme with the PB operator.

* Possibility of paying by cash at a specialised counter, within a framework
to be defined based on feedback from Chicago.

48



Audience (1)

Far removed
from the digital
world

Culturally far
removed from
cycling

Difficulty
understanding

Low level of
education

Visually
impaired

Unsighted

Wheelchair
users

Potential
discomfort or
danger

Possible actions

* Allow people to identify via a non-digital ticketing device (card) and
return the bike just by engaging the bike, all without a smartphone.

* Signage on furniture.

* Access to all information on the website without downloading the app or
creating an account.

* Provide a humanised welcome and on-site activities.

Among Brussels residents aged 16 to 74 in 2022, 38% had low or no digital

skills, i.e. around 300,000 adults (Appendix 10.17, source 16).

* Communicate via the PB to question social representations.

* Enhance the social L'TR service with specific training: 6.73% of Brussels
residents over 16 have never learned to ride a bike, i.e. over 50,000 people
(Exctrapolation of data from the survey on non-use of micromobility, source 44).

* Communicate in Belgium's three official languages (French, Dutch and
German), English and possibly other minority languages. In 2023, 63% of
Brussels residents were Belgian, 23% from a European Union country
and 14% from another country (Source 73). In 2022, the language
breakdown of V7l ! subscribers was 82% French, 10% Dutch and 8%
English (Source 22).

* Name the service with a multilingual phoneme.

* Respect the basic principles of accessible communication and interface
design (e.g. UNAPEI guide).

* Among 15-64-year-olds in 2022, 46% had a higher education diploma,
and 54% had no more than a secondary school diploma (Source 56).

* Respect the basic principles of colour contrast and font size.

* As part of a LTR service, propose tandems with a companion.

* Propose adapted cycles as part of a LTR service.

* Propose safer cycling infrastructures and less stressful routes (traffic,
feeling of insecurity).

* Density of stations to reduce walking distances.

* Option to share an itinerary with a friend or family member.

* [lluminated stations.

* Quick registration and identification process to avoid long waiting times
in public spaces.

* Protocol for dealing with harassment.
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5.2

5.2.1

5.2.2

PRODUCTS | e-public bicycles rental service

Rent a bike for the duration of a trip

Users over 14 years of age can rent a bike (or several bikes) 24/7, from a station in the public space,
for the duration of their trip by dropping the bike off near their destination. Having a bike nearby
or a parking space close to the destination is no guarantee, just as there is no guarantee of having a
seat on public transport or driving a car at the maximum speed allowed during rush hour.

100% pedelecs

In Brussels, pedelecs is justified on the grounds of:
* hilly territory, including in the centre.
* comparison with private e-SB.
* the lack of quality of the current bikes and the image of the current service to revitalise it.
* the interests of female audiences.

* motorists' attraction to a motorised mode.

A single and homogeneous 100% pedelecs fleet (see section 4.1.2) 1s recommended, bearing in mind
that LTR is better suited to offering a diversity of bike sizes and models (Figure 62).

Bike with child seat option

It is possible to have an option in the contract for bikes with child seats. However, this imposes
constraints on the reinforcement of the bicycle frame and twofold logistics, for an impact that

seems to be limited to a communication element.

Shared cargo bike (SCB) option

Cargo bikes are very useful as part of a multimodal offer to reduce the need to own a car. However,
shared cargo bikes (SCB) are quite distinct from PB (Source 2):
* mainly back-to-one service.
* vehicles from the private market, but not designed for intensive self-service use.
¢ different players. Including SCB in an PB market risks reducing competition and diverting choice
to the thousands of PB rather than the quality of the SCB.
* questions have been raised about the risk of free-floating SCB theft, given their price (Lyon), and
of those with stations, which are parked in reverse on different dock to traditional PB.

Whether or not SCB are included in the contract, API integration will enable SCB to be rented
from the PB app, without the need to create a second account (Lyon).

Figure 62: Distribution of bicycle types between PB and LTR services

PB LTR
Pedelecs with integrated battery v (100 %) v
Bikes with portable battery v
Shared Cargo bikes Option or different v
contract
Pedal bikes v
Bikes with child seat option Possible option v
Tandem bikes v
Children's bikes v
Adapted bikes v
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5.2.3

5.2.3.1

5.2.3.2

100% charging stations + occasional human-stations

The stations are connected to the power grid so that all bikes can be charged even when the station
is full. The audit report on VéElib's transition difficulties in Paris pointed out that the usefulness of
electrifying all the stations had not been questioned. However, electrifying all stations seems a good
idea. The extra cost is low compared with the cost of the station, and remains a one-off installation.
It sounds easier to make this connection when changing the furniture than later. The challenge lies
more in coordination with the electricity grid operator (see 9.2). As in Paris, human-presence
stations would be provided for major events.

What would be done with old furniture?

Charging and secure parking are based on the triptych "Bicycle <> Lock <> Dock" whose design
is interconnected. The current I77/o ! triptych is the exclusive property of JC Decaux and is
protected by patents. Acquisition by the Region' would involve:
* negotiating with the outgoing candidate and signing a maintenance contract.
* keeping the bikes for an efficient bike-lock-dock furniture triptych since part of the lock is
included in the frame, or retrofitting another provider bike (a costly process with no guarantee of
results, given that JC Decaux's e-PB power supply is 24 V and 36 V for other bikes).

As this would give the outgoing competitor an undeniable advantage, which is unthinkable under
public procurement law, the future incumbent will supply the entire bike-lock-dock triptych, with
its own furniture to secure and power the bike. If JC Decaux were to bid for and win the future
contract, it would retain the furniture with certain adjustments:
* the terminal: adapt the electrical switchboard.
* the dock: replacement of the electronic board, replacement of power cables, addition of a power
supply, installation of a contactor.

To ensure fair competition and avoid giving an advantage to the outgoing competitor (savings on
furniture and work, shorter lead times), the existing value of furniture production and installation
could be added to the value of the outgoing candidate's bid.

Suggested features for automated charging stations

Basic functionalities

* One parking slot per bike to secure the bike and ensure that it remains stable.

* They are connected to the electrical grid to charge the pedelecs.

* There ate a number of possible layouts for integrating into constrained public spaces (ground
integration, curved configuration, historic heritage areas), or even being relocatable at lower cost
(less civil engineering, rapid installation/movement/removal).

* Ownership of the stations may be transferred at the end of the contract to the local authority.

* An information medium is used to communicate on the service operation.

Other possible functionalities
* Contactless bankcard payment terminal.
* A digital interface for disseminating information, like a mobility portal.
* External electrification device waiting to be connected to the power grid.
* Temporary stations that can be deployed very quickly, with dedicated charted bicycle racks and a
post integrated a Bluetooth box.
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5.3
5.3.1

PLACES | a denser network of stations
Network densification

Network densification is necessary to:

* maintain the regional coverage of the current service and serve all 19 municipalities in the
Region.

* reduce the average distance between 2 nearest stations, which is currently lacking, with the
possibility of further densifying the network to below 300 metres (Figure 63).

Figure 63: Shortened distance between two neighbouring stations of the future PB
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* improve the attractiveness of the service, bearing in mind that access time is the main obstacle
for non-users and the second biggest obstacle for users.

* target longer trips previously made by car, thus ensuring a positive carbon footprint for the
service, in line with the cycling network.

* improve intermodality with public transport (Figure 64 and Fignre 65).
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To achieve this, a minimum of 600 stations is required. The current 350 locations are retained

(orange), with the addition of 30 stations in the Pentagon (purple), 70 in the inner ring (dark blue)
and 150 in the outer ring (light blue) (Figure 66).

Figure 66: Proposed densification and evolution of the PB stations network in Brussels

4

Densification in the inner ring (+70) Densification in the outer ring (+150)

5.3.2 Station location principles

Negotiation
Lower resistance

Pedestrian
access

Road safety

Modal shift

Group cycling

Cycle network

Regulation

Lighting

Retain the current station locations to avoid too many negotiations, while

trying to move the stations currently on pavements to existing car places.

* Located at intersections with several branches, to reduce the average
pedestrian access time for as many potential users as possible.

* Provide pedestrian walkways.

* Close to the crossroads to reduce co-visibility barriers during interactions
between users of the public space.

* On the road to avoid legitimising cyclists on the sidewalk and contributing to
pedestrian-cyclist conflict. The locations of the former sidewalk stations are
transformed to benefit pedestrians: trees, flower boxes, benches and
comfortable walkways.

* In place of car parking, the main lever for the modal shift.

* On the road, as a tactical urban planning tool to redefine the traffic plan.

Positioned near bicycle racks to facilitate cyclists group parking (composed of

private cyclists and PB users), create a visual mass effect and contribute to

informal anti-theft surveillance.

* Ensure continuity for cyclists by reducing traffic speeds and providing
cycling facilities in all directions.

* Provide a setback zone for bikes, with floor markings and obstacles.

Anticipate the need for temporaty parking spaces for regulation shuttles,

without penalising traffic flow for all road users.

Station lighting for informal anti-theft surveillance and to reduce feelings of
insecurity regarding possible harassment.
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5.3.3 Expanding outside the BCR
5.3.3.1 To integrate as an option

Initially, it seems wise to focus solely on the administrative territory of the BCR. However, an
extension to certain neighbouring municipalities (e.g. Dilbeek, Grimbergen, Linkebeek, Machelen-
Diegem, Sint-Pieters-Leeuw, Vilvoorde, Wemmel, Wezembeek-Oppem, Kraainem, Zaventem) can
be included as an option in the contract to:
* avoid the development of two no seamless setvices (e.g. Vélib' 1/Vélo Plaine Commune or
Bicing/Ambici in Batrcelona).
* give these communities access to this type of service (under pre-established conditions that are
identical for all), as they are unlikely to be able to develop and finance it themselves.

5.3.3.2 Conduct an opportunity study

Beforehand, an opportunity study will be required to identify:

* dialogue and governance framework with neighbouring municipalities and the Flanders Region,
based on the Paris example (Figure 67).

* needs, distances and journey practices.

* the cycling culture of the inhabitants of these Flemish cities (practice, bicycle ownership),
compared with the use of an PB to and from Brussels centre (parking issues at destination).

* the deployment of structural cycling infrastructures to reach the BCR.

* the deployment of Hoppin-Punten, Flemish mobility hubs.

* the relevance of a LTR service branch with pedelecs.

* the compatibility of electricity distribution networks.

* the operating costs and additional travel time between stations and warehouses.

* the provisional test possibilities based on temporary stations before considering the installation
of charging stations.

* The legal framework differences.

Figure 67: Extension of Vélib' beyond the administrative boundaries of the City of Paris
Vélib'1  The City of Paris financed the installation of the stations and the related operator costs

within a 1.5 km perimeter beyond the territorial limits of the City of Paris. This limit
was mainly due to the constraints of the outdoor advertising legal framework.

Vélib' 2 Creation of the Syndicat Mixte Autolib' VéElib', to which each commune belongs. The
cost of installing a station is estimated at €20,000 excl. VAT /year, co-financed 50% by
the Paris Metropolis and each commune. Advertising on the bikes was firstly
considered, but the different local legal framework did not allow it.
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€ 5.4

54.1

PRICES | Multimodal pricing

Towards fully integrated multimodal pricing?

Ideally, a single ticket would enable both PT and PB to be used. But to charge for the rental period

and reduce the risk of theft, the user must be identified, or at least a solvent account must be

provided. Moreover, single paper tickets and Mobib basic are anonymous Contactless payment is

possible, but it would require double payment for each. However, STIB subscribers are already
identified in the digitalised pass or on the Mobib Personnelle card. To activate the PB option, the

customer must authorise prepayment and accept the Terms and Conditions (T&C) during an

update or proactively. There are a number of challenges involved in converging and harmonising
PT and PB into a single offering (Figure 68).

Figure 68: Challenges in converging STIB public transport and PB into a single-fare experience

PT (STIB)

PB (market)

COMMON (Single journeys or subscriptions)

Accept the Terms
and Conditions
(T&C)

Identification of a
solvent account

Deposit, security
deposit, post-

payment according to
end-of-trip length of

use

Age declaration
TICKET

Journey time (ticket)

Number of journeys

Open payment

SUBSCRIPTION

Duration/number of

journeys
(Subscription)

Age limits
Regular debit

Identity card

Passport photo

In situ (no
signature) | App
(checkbox)

Ticket: No
Subscription: Yes

None

60 min + transfer

One ticket or
discount for 10
tickets

€7.5 maximum
cumulative over 24
hours

Unlimited

0,12, 18, 42, 65

years

SEPA request
v

Checkbox

Indispensable for
reducing theft and
charging by usage
* Debit pre-
authorisation
(reserve frozen
during rental
period)
* €150 deposit for
Villo !
v

30 to 45 min +
...€/minute

One trip, return trip
or several trips
possible by the day

In its infancy
(Freebike, Ecovélo)

30 to 45 min. +

... €/min

14 years

SEPA request

Convergence challenges

Common Terms and
Conditions, including PB and
PT

* Low-level direct debit pre-
authorisation (Marseille:
€15 on account)

* €50 max deposit to consider
open-payment option

* High price range

Harmonisation at 60 min

Harmonise the number of
journeys

Legislation limiting the
maximum amount per
operation to €50

Need to limit the number of
PB trips to avoid overuse by
meal delivery cyclists

Harmonise or add an
intermediate class.

SEPA request

Also to be requested for PB
to identify the user in case of
non-return of the bike?
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5.4.2

5.4.3

Pricing: a sensitive trade-off

Bike sharing fare structures can be very complex (Source 2) and difficult to compare between PB and

private SB services in the same city. They include the notions of unlocking, journey, duration, type

of bike, PT subscription, promo code, social prices, one-off discount, advance purchase of credit or

parking locations.

Ideally, pricing is attractive, simple, supportive, an incentive to return the bike, restrictive to avoid
abuse (e.g. over-use by meal delivery staff), adapted to encourage multimodality and balanced to
finance the service. Rather than prohibiting certain uses, it would make more sense to offer
premium subscriptions at a higher cost (Figure 69).

Figure 69: Simulation of a potential simplified PB pricing structure (Author: Mobiped)

Subscription Unlocking Usage
1 trip €2.10
10 trips €0 €106.80
1st hour free +
24h €840 €5/additional hour
Basic PT subsctibers: €0 or €50/year? 2 releases: €0 {imited till 12 h
subscription  Solidarity: same as PT? +2 releases: €3 per (Figure 70)
Student: same as PT? release
No discount: €100/ year?
Premium €400/ year 4 releases: €0
subscription +4 releases: €3 per
release

Pay-per-use

Figure 70: Usage-based pricing ideas

With a view to simplification and clarity, pay-per-use is: Rental €/ additional rental hour
dentical f 1 Benefits f . lenght €2 €3 €5 £10
L
1 ent}ca or all users. Bene its for certain groups are 1l eo 0 0 0
provided with subscriptions. oh € €3 €5 £10
* the first hour is free (rather than 30 or 45 minutes). 3h €4 €6 €10 €20
This makes it possible to match the length of time 4h €6 £9 €15 €30
spent using public transport, to make long journeys Sh €8 €12 €20 €40
without the stress of switching to the paying part, and 6h €10 €15 €25 €0
. o . L 7h €12 €18 €30
to increase the likelihood of influencing journeys
. . 8h €14 €21 €35
previously made by car over medium or long
di ith 4 vi .. 1 lovical Sh €16 €24 €40
istances (with a view to a positive overall ecologica Toh €18 €7 €15
balance). 11h €20 €30 €50
* round numbers per hour started as a mnemonic. 12h €22 €33
* lower than private e-SB to justify public intervention 13h €24 €36
* dissuasive to encourage people to return their bikes. 14h €26 €39
. . 15h €28 €42
* less than €50 (including release fee), to set up open
. 16h €30 €45
payment. The bike would de facto be remotely hl €32 a3
locked after a certain rental period: 6 hrs, 12 hrs, 24 18h €34
hrs depending on the chosen rate. This could avoid 19h €36
the need for a deposit or guarantee, which are 20h €38
disincentives to use (Figure 70). 21h €40
22h €42
23h €44
24h €46
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5.4.4

Pricing and financing of the service

PB can be included in an offer directly combined with PT or can be separated. If PB is included in
the basic public transport subscription at the current price, no user revenue will contribute to
financing the service. Moreover, tariff variation cannot be used to regulate usage. 1f it is included
with an increase justified by improving the public mobility service offer, then all subscribers will
contribute to financing the service (Figure 71 and Fignre 72). In February 2016, a survey of stated
preferences gave indications of a pedelecs subscription (Figure 73). In May 2022, 30% of STIB users
expressed a potential interest in using the current 1/%/o / system via an annual or monthly
subscription with very attractive pricing offers (Figure 74). New surveys based on the value
proposition proposed from this study would allow the testing of willingness to pay.

Figure 71: Tariff integration and service financing scenarios

PB within > Same price PB revenue coverage rate: 0%
PT pass 1 .
After activating the option > Increase of the price Everyone pays for all services
» Only PB Allowed to use PB only .
PB and PT g
separated Only PT Allowed to use only PT %
b PB +PT 50% discount on season tickets 3

Figure 72: Exploratory visualisation of PB and PT fare integration (Author: Mobiped)

STIB BRUPASS BRUPASS XL SNCB + STIB BIM Bike
B+M+T+PB  B+M+T+Train+PBB+M+T+Train+PEB+M+T+Train+PE  B+M+T+PB PB
Open paiement €2.10 €2.10
Brupass 1 travel €2.40 €2.40
Brupass 2 travels €4.00
Brupass 10 travels €16.80 €16.80
Brupass 1 day £8.40 £8.40
75 travels €105.00 €105.00

Seperated membership, with reduction

£540/y (+€50) £€650/y (+ €50) €890/y (+ €50) £549/y (+ €50)

£€54/month £65/month £89/month £54/month £100/y
STIB normal price (+€5) (+€5) (+€5) (+€5) £€10/month
€95/y (+10) £36/y
Discount price €9/month (+1) £3/month
€15 /y
18-24 years old €1,2 /month (+
price €0,25)
€499/y €600/y £840/y €499/y
STIB normal price £49/month £60/month £84/month £49/month
£85/y
Discount price £8,1/month
18-24 years old €12/y
price £1/month

Figure 73: Stated preferences for an annual pedelecs subscription (2016, 169 responses)
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Figure 74: Interest of STIB subscribers in paying for an PB option in addition to their PT subscription %!
9% Interested in an annual PB option (+ 17 €/year)

21% Interested in a monthly PB option (+ 3 €/month)

No interested in PB

@Mobiped 2024 - 2022 STIB data
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¥F 5.5 PROMOTION | Willingness to attract users

The multi-channel strategy should attract car customers, build their loyalty and convert them into

occasional or regular cyclists.

5.5.1 Acquisition of new users
Attract * Make bicycles visible and identifiable from a distance, day and night.
* Save time: proximity, availability and ease of use.
* Good value for money.
* Attractive design.
Communicate Multi-channel strategy with headline ambassadors (music stars, influencers,
local personalities) for each target group.
Identify * Public brand: purchase the current brand name V7o / to the current
incumbent (Source 65)? Derivation from STIB? Other?
* If naming, loss of public service spirit.
Favour * Special commercial offers (first 30 minutes free).
* Card offered by default to newcomers on proof of change of address, to
be activated with a few free journeys (Opt-out approach).
* Cross-partnership offers for beneficiaries of other membership cards (e.g.
cinema, PT, cycling or car-sharing association members).

Get p .eople Human support in the appropriation of the service (bike, price, digital
back in the . . .
interfaces) for people who know how to ride a bike.
saddle
Disseminate Floya widget to enable journey generators to share multimodal infomobility
in their "practical information" and "access map" pages (Appendix 10.18).
Unite Allow multiple bikes to be rented with one subscription.

Receive sponsorship or a gift card.

5.5.2 User and cyclist loyalty

Convert Invite people to subscribe after the test.

Maintain Usetul accessories for urban cyclists (Figure 75).
News and practical advice.

Stimulate * Gaming, challenges and individual statistics at the end of the trip.
* Bring people together around events.

Listen Users' Committee.

Promote Invite people to ride their own bikes.

Reward * Loyalty programme with benefits on other services.

* Partner benefits (e.g. reduced PT subscriptions).

Sponsor Discount on subscription for referrals.

5.5.3 Convert

Transform If more than 50 trips/month, invite to shift to long-term rental or
increase the subscription price.

Relay Communicate about services for getting around with another rented
bike (e.g. LTR) or private bike (repairs, purchase assistance, etc.).
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Offrez une carte
cadeau a un proche

Abonnement 1 AN*
25€

Abo. 1 an, les 30 premiéres
minutes gratuites,

puis 1€/30min au-dela

Gift Card (Rouen)

L, -
b

- -, — "i /-‘,[\./ s
All the Docks Challenge (London) 74

Figure 75: International inspiration

AN AT

42 km challenge (Barcelona) 3

Prime de référence
de 258, 10 Go de
données mobiles et
1 mois d’Internet
gratuit chez Fizz

Partner benefit (Montreal)

La Marato en

Newsletter | Les bons plans pour réparer son vélo gratuitement

Vélib' Métropole <bonjour@velib-metropole.fr>

A Benoit Beroud - Mobiped

® | < Répor

Encouraging people to use their own bicycles (Paris)
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PROCESS | An optimised user experience

Global vision

In line with the universal design approach (see section 5.1.4), each link in the travel chain is treated

with care, at the risk of a single blockage preventing the experiment from being completed (Figure

76). Access with a Bancontact card, which is widely used in Belgium, does not yet appear to be very

smooth in terms of user experience (Figure 77).

1

Discover
and plan

In the street
*See users

-See stations
=Touch the bikes
*Read the signs
«District map

Human
*Word of mouth
PT office

Digital

*Website
~Application

PT information
kiosks

*Multimodal digital
service providers
(local Maa$, Google
Map, etc.)

*Social networks

€

Buy

If digital

«Sufficient battery
«Continuous internet
access

*Back-up if the
process is stopped

Choose an offer
«Compare prices,
deposits, conditions
«Choose

-Validate terms and
conditions

Sign up

«Create an account or

use an existing one
(elD, PT, Mobility
Account, other, etc.)
«Provide information
-Validate
identification

Pay

*With bankcard
(contactless,
computer, App, e-
wallet)

-Validate security
steps

Figure 76: Stages of an PB journey
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+Share public space
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+Share your journey
(if you return home
alone at night)

P

Park

Be able to

+Identify the
authorised area /
location by sight or
on the application

Return the bike to the
station
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«Get validation
signals (visual,
audible)
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Share your journey
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«Cumulative data
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@Mobiped 2024

Figure 77: Bancontact payment with a card machine in public transport (left) or on the street (right)
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5.6.2 Exploring the integration of PB into PT communication media

To open up imaginations and avoid the cultural bias observed in several European cities (Source 2)
and to look ahead to the equitable integration of PB and PT in Brussels, an indicative prospective
approach is proposed involving:

* a possible evolution of the STIB website homepage (Figure 78).

* disturbed situations, inspired by Wiener Linien in Vienna (Figure 79).

* network presentation, name, map, real-time information and Google search results (Appendix
10.18).

Figure 78: Proposed evolution of the STIB website homepage banner if PB is integrated, from travel to
move or rent

VOYAGEURS PROFESSIONNELS JOBS DEVELOPPEURS Chercher QY l0GN&

.brussels & <7 VOYAGER <7/ ACHETER <7 BRUXELLES <7 LASTIB

20267

iped 202

VP

VOYAGEURS PROFESSIONNELS JOBS DEVELOPPEURS Chercher Q FR V LOGINA

.brussels & SE DEPLACER! </ ACHETER <7 BRUXELLES <7 LASTIB

VOYAGEURS PROFESSIONNELS JOBS DEVELOPPEURS Chercher Q FRY L0GNA

.brussels <% <7 vOYAGER <7 [GIN[E! <7 ACHETER <7 BRUXELLES <7 LASTIB

Figure 79: Cycling option proposed during road work on PT lines

= Alternativen | Alternatives:
- AFLTY &% 2
@ B M6 IR EIRE ¢ wienvobitrad
Kostenlose Ausleihe von Radern bei Fahrten zwischen den WienMobil Stationen:
Bikes can be rented free of charge for trips between the WienMobil stations:

TRAM 82, 97, BUS 50, Ottakring ¥ @, Schuhmeierplatz, Richard-Wagner-Platz,
b L ThaliastraBe @, Volkstheater ®, Volksgarten

Public Bicycles in Brussels: Assessment, Scenarios, Recommendations | TML - MOBIPED 61



5.7 PROOF | Usage evaluation

To improve the service and evaluate public policy in relation to the initial objectives, it is essential
to understand and know usage patterns. This can be done via:

*a users' committee that meets regulatly.
* putting PB on the agenda for meetings with associations.
* an annual user survey.

* a single owner of the PT and PB customer databases to analyse the reality of inter- and
multimodal practices.

* big data analysis, making data available and sharing results (Figure 80).

Figure 80: Public statistics

année velo'v 2022 en chiffres

< E_ 10 535 931/ e m 83 985 abonné s
1L longue duree

Répartition des locations par tranche horaire Répartition des locations par jour de la semaine

1% 16%  16%  16%  yen

12%
10%

§58744 ey

Top 5 des stations

Profil des abonnés longue durée

Part-Dieu / Cuirassiers

4%

Opéra

Durée moyenne
de location
Ch .
arpennes % 17 minutes

Piscine du Rhéne

0000D

Augagneur / Fosse aux Ours

14-17 18-25 26-35 36-45 46-55 56-75 Plusde75
ans ans ans ans ans ans ans

METROPOLE
LYON

V| JCDecaux

Annual statistics (Lyon)

<< Détumestiszka »>>

« Események

Daily statistics made public (Budapest)

)) There is a potential demand and the possibility of offering a suitable PB service.
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Suggested size

600 stations minimum and 7,500 e-PBs

Generally speaking, the size of an PB service is based on the number of bicycles. Three
perspectives were initially identified:

* Perspective I - A steady stream of 5,000 e-PBs, like the current number of V7o !

* Perspective 11 - Proactive with 7,500 e-PBs to improve and boost the service.

* Perspective I1I - Very ambitious with 10,000 e-PBs.

But the government's desite to maintain good regional coverage and the low density of the current
network (see section 5.3) mean that the number of stations should be the first consideration. This

means that a minimum of 600 stations would be needed to supplement and densify the network.

To maintain a good balance of bikes per station (10 to 14 in the benchmark), 7,500 e-PBs would be
envisaged (Figure 81), i.e. one PB for every 165 inhabitants of Brussels and 12.5 bikes per station.
To increase the probability of finding a parking space, the rate of expansion would be increased
from 1.7 to 2.5, a figure now planned for 17¢/ib" in Paris (Figure 82).

Figure 81: Proposed evolution of the PB offer in Brussels between the two contracts

Villo !in 2023 Future Brussels PB
Stations 360 -> 600
Bikes 5,000 > 7,500
Parking slots 8,435 Y 18,750

Figure 82: Key service offer performance ratios

Offer performance ratio Benchmark Vzg)ozéin Brfslltel;:ePB
Contractual bikes/Station 10- 14 14 > 12.5
Parking slots/bike 1.7-27 2 > 2.5
Parking slots/Station 20 - 32 24 -> 31
Contractual bikes/km? (System area) 4-50 31 > 46
Inhabitants/Contractual bikes 114 - 500 245 > 164
Stations/km? (System area) 24-52 2.7 > 3.7
i;fteiroafse distance between two neighbouring 977 _ 387 387 N 392
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6.2

Envisaged impacts

Based on a simplified socio-economic analysis, the carbon and societal footprints will only be
positive with high usage rates, a modal shift from the car and a high average distance travelled
(Figure §3).
Figure 83: External impact of 7,500 e-PBs and 600 stations
Villo ! Pessimistic PB ~ Optimistic PB

2022 0 g

SERVICE

Number of bikes 5,000 7.500 7,500
Bikes/10,000 inhabitants 41 61 61
Number of stations 350 600 600
Rentals/bike/day 0.55 2 5
Annual trips (millions) 1M 55M 13.7M
Ttips/1,000 inhabitants/day 816 4,441 11,103
Average trip distance (km) 1.9 2.5 3.1
Kilometres travelled (millions) 1.9M 13.7M 424 M
% of subscriber population 1.5% 5.6 % 13.9 %
Number of subsctibets 20,000 68,000 171,000
Female subscribers 5,500 24,000 86,000
Maximum secondary school graduates 5,000 18,000 51,000
MOBILITY

% modal share all modes 0.1 % 0.53 % 1.31 %
% of bicycle trips 1.04 % 3.50 % 8.76 %
% STIB totals 0.30 % 1.19 % 2.98 %
% car trips avoided 7% 7% 12 %
% car km avoided 0.03 % 0.2 % 0.86 %
% INTRA-BCR car trips avoided 0.01 % 0.11 % 0.56 %
% STIB trips improved 60 % 60 % 60 %
Public transport trips improved 0.6 M 33 M 8.2M
PT km improved 0.13 M 0.96 M 5.09 M
% PT km improved 0.01 % 0.11 % 0.56 %
FINANCIAL IMPACT (€ EXCL. VAT 2023)

Ratio € excl. VAT/bike/year Unknown €2.,400 €1,800
(CAPEX+OPEX)

Price to be paid (without user revenues) Unknown 18.5M 13.8 M
Contract supervision Unknown €0.45 M €0.27 M
Coverage rate (CAPEX+OPEX) Unknown 25 % 50 %
Annual revenue Unknown €4.50 M €6.75 M
Remaining cost/YEAR Unknown €14 M €M
Remaining cost/year/BIKE Unknown €1,860 €936
Remaining cost/TRIP Unknown €2.55 €0.51
Remaining cost/KM Unknown €1.02 €0.17
Remaining cost/ CAR KM AVOIDED Unknown €14.56 €1.38
OTHER IMPACTS

Catbon footprint (Tons COy)/yeat -8 - 60 155
External benefits (EM excl. VAT)/year Unknown €92 M €312M
Societal benefits (EM excl. VAT)/year Unknown -€92M €175 M
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6.3

6.4

How much public money invested in PB and LTR services?

The following data are constant 2023-euro figures, with no inflation assumption. The € excl.

tax/bike/year ratio includes the initial investment and operating expenses ovet the duration of the
contract.

With no other source of financing, the BCR would pay:
* €16 M excl. VAT /year (+ or - 15%) for the 7,500 PBs.
* €3 M/year for the 4,500 LTRs (Figure §4).

Figure 84: simplified estimates of PB and LTR in Brussels from 2026
7,500 PB 4,500 LTR

S () S

Per bike (€ excl. VAT /bike /year)

Public budget* 2,400 2,100 1,800 530
User revenue coverage 25 % 38 % 50 % 33 %
Net expenditure** 1,800 1,350 900

Per year (millions of euros excl. VAT /year)

Public budget* 18.5 16 13.8 3
User revenue 4.5 5.7 6.8

Net expenditure ** 14 10.5 7 2
Over 10 years (millions of euros excl. VAT)

Public budget* 185 161.5 138 30
User revenue coverage 45 56.5 68

Net expenditure ** 140 105 70

*If public procurement contract and revenue collection,
and with an investment and operating assumption of 10 years.
** Without European funding, naming or other source of revenue.

High cost in relation to the bicycle trips volume generated

The budget for public bicycles and LTR would be added to the 16 million euros annual regional
budget dedicated to cycling (including facilities). Before deducting revenues, the average estimated
costs of these services would then represent around half of the total cycling budget and around 5%
of cycling trips (Figure 85). But acquiring a new customer would cost five to ten times more than
building loyalty. These public investments are therefore more coherent if they generate new cycling
practices.

Figure 85: Cycling regional budget (PB and LTR  Figure 86: Remaining cost ( cycling regional budget

before deduction of revenue) versus cycling trips for PB and LTR) versus cycling trips

[ = - o -

b &b &b L b b b L

Cycling policy LTR PB ?g Cycling policy LTR PB T

2022 2030 (€ 2023) 5 2022 2030 (€ 2023) _g

Yearly budget 46 % b Remain to pay 56 % z

- - = - - 2

Bike trips 95 % | | Bike trips 95 %
2030 1,5%35% 2030 1,5%35%
LTR: Long term rental | PB: Public bicycles LTR: Long term rental | PB: Public bicycles
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6.5 But a cycling budget that falls short of mobility objectives

The share of PB in the cycling budget seems high. But in reality, it is the budget for cycling that is
low compared to other modes (Figure 87, Figure 88, Figure 91) and modal share targets (Figure 90).

Figure 87: BCR regional modal budget in 2022

&b o (. =

Cycling Public No-infra Road
Policy Transport actions  network
€16 M €1.115 M €32 M €184 M
1% 83 % 2% 14 %
| M 0 | M O
502 b 607 89 71 25
€1,347T M

| : Investment | M : Maintenance | O : Operation
Data: Brussels Mobility | @Mobiped 2024

Figure 88: Breakdown of regional mobility budget,

Figure 89: Breakdown of regional mobility budget,
before user revenues for PB and LTR

remaining costs for PB and LTR

Long-term rental 23, | 3M € Average annual estimates = Long-term rental Z% | €2 M Average annual 3,
. . in 2030, WITHOUT user o —_ . estimates in 2030, WITH &
Public bicycles =4 | 16M € revenues (€2023) Public bicycles = | €10,5M user revenues (€ 2023) g
Cycling policy &% | 16M € 2022 annual budget 5 cycling policy &b | €16 M 2022 annual budget =
Road network @ 184M € £  Road network @@ €184 M g
Public Transport [) 1,115M € Public Transport () €1.115M

Figure 90: Good Move objectives for 2030 translated into number of INTRA Regional trips
2022 2030

g () b = 689000 —— +27,000 S 16000 |

@ 597000 —

- 0
75,00 BEme 522,000

428,000

+ 166,000

Ay | 262,000 /

@Mobiped 2024

This imbalance in modal budgets is also illustrated below:

* the 16 billion in reductions at the pump in Europe between February and May 2022 could have
financed 5.3 billion public bicycle journeys, assuming a very high cost of €3/ttip (Source 70).

*in France, €30/yeat/inhabitant is invested in cycling, compared with €271 for cars and €473 for
public transport (Source 19).

* "In Germany, cities spend €6 on bicycle infrastructure, €38 on pedestrians, €128 on motorists

and €148 on public transport. And then we are surprised that there are not more cyclists"
(LinkedIn post by Marco Te Brommelstroet).
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Figure 91: Order of magnitude of investments (before revenue) for a budget equivalent to 7,500 e-PBs
(BM and STIB data)

40 km of cycle tracks

Infrastructure .
107,000 bike racks

Parki 29 to 64,000 shared secured parking
arkin
d 6,400 bike places in a parking facility

Communication 16 yearly communication budget

25 electric buses (12 m)
19 articulated electric buses (18 m)

%

7,500 PBs
~16M €/y

Rolling stock 6 tramways 32 m +/- 180 places
5 tramways 43 m +/- 250 places
2 metro train : 90 m +/- 750 places

Nay

Financial aid 23.000 Brussels Air aids
. 640 car places in a parking facility
Parking
a 8,000 on-street places
4 km of 20 meters wide roads
Infrastructure Renovation of 160 metres of the Cordy tunnel

OMobiped 2024 80% of the Cordy Tunnel annual maintenance

Overall, the total budget allocated to the development of cycling is insufficient to meet

the Good Move objectives.
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6.6

Potential financing sources

As with PT, the financing of PB relies first and foremost on local government funding, with the
potential support of European funds. Users then pay part of the service cost, sometimes with the
help of their employer via the mobility budget. Lastly, private funding can be sought through naming
(oil company MOL Bubi in Budapest or banks Santander Cycles in London and Citibank/bike in
New York), advertising on bicycles (aitline in Milan) or the financing of stations (Antwerp Region)
(Figure 92).

Figure 92: Possible sources of financing

Description/Example Brussels context

User revenues Coverage rate estimated at This coverage rate should be treated with
between 26 and 66% in the caution. Employers could pay for PB
benchmark. subscriptions as part of mobility budgets.

Local, regional Contribution of 34% to 74% in  BCR budget and Budget of the public

and federal the benchmark. administration in charge of health

taxes expenditure, a beneficiary of the societal gain

(part 4.3.7).

Naming The name of the service is a trade As the capital of Europe, the Brussels market
name (Santander Cycles in has obvious market value. The question is
London, Citibank in New York, how to reconcile this with the values to stand
MOL Bubi in Budapest). for, particularly from the point of view of the

offer included in STIB.

Carbon credits Sale of carbon credits (price per  Need to replace car trips to have a positive

or energy tonne fluctuates) or polluter-pays carbon footprint.

saving compensation.

certificates

European Budapest and Madrid (+€40 m), PB could be eligible for the CEF (Connecting

subsidies and many Spanish cities have Europe Facility) programme. The European
acquired their CAPEX via Declaration on Cycling, signed on 3 April
European funds, such as the Next 2024, is likely to open up new funding
Generation Fund . opportunities, with Articles 22, 29 and 31

mentioning bike sharing (Source 17).

Cross- Car parking revenues are
subsidisation  carmarked for PB (Barcelona).

European Classification system for PB seems to be one of these. The setvice

taxonomy 668  economic activities that havea  provider may be asked to qualify for this
positive effect on the taxonomy to benefit from a lower cost of
environment, adopted by the borrowing.

European Union in 2020, to
encourage financial players to
prioritise the allocation of
financing to projects linked to the
energy and ecological transition.

VAT To bring VAT down to 6%, This system can probably be adapted to the
Antwerp gives a subsidy per Brussels context.
subscriber.

Advertising on bicycles, parking *Ensure that the same rules apply to the 19
Adpvertising on slots and terminals, but revenues  towns and to neighbouring towns in the
bicycles seem low in relation to the efforts event of an extension.

made. * Respect the charter of virtuous advertisers.
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7.1

Possible governance structures

The Brussels players

One of the main challenges of an PB service is striking a balance between the often-conflicting
needs of the three main players involved in an PB service:
* citizens: regular or occasional users, observers and those who do not like SB.
* the mobility authority: the mobility authority department of Brussels Mobility is the
administrative entity of the Brussels-Capital Region that defines the public mobility policy.
* PB provider(s): company or group of companies holding the PB contract (Figure 93).

Figure 93: Challenges and interactions between the main players in an PB service
Availability of a solution adapted to the journey
Very good comfort and safety conditions
Competitive journey times and affordable prices

Citizens

p Users .
Users Non-users Good customer
Committee service

Authority Operator

Deputy
Officers

Manager
Employees

@Mobiped 2024

~

Politico-socio-eco-environmental impacts Team, with Cash flow, profitability, market share
Efficiency of public investment S  costs, / revenues
Orderly public space Good working conditions

Among the many players concerned by PB, the following Brussels players will have a direct impact
on the success of PB (Figure 94). The coordination procedures should be defined before or in
parallel with the drafting of the call for tenders.

Figure 94: Role of premium partners
STIB The Brussels Inter-Municipal Transport Company (STIB) is the public-law
association responsible for operating the urban public transport service in
the Brussels-Capital Region. Its level of involvement in PB governance is
explored in the following pages.

SIBELGA SIBELGA, the electricity grid manager, will connect each station to the
grid, opening a dedicated meter with sufficient power to charge the
bicycles.

URBAN A department of the regional administration, the urban planning
DEVELOPMENT department issues building permits for every removal and installation of
furniture.

POLICE In charge of public order, the police receive regular complaints from the
operator in the event of obvious system components deterioration or
theft.

MUNICIPALITIES Interface with local populations, to unite them around the service.
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7.2

7.2.1

7.2.2

Which relationship between Brussels Mobility and STIB on PB?

Organising authority for mobility, Brussels Mobility has the initiative

As the mobility organising authority supporting the Government of the Brussels-Capital Region,
Brussels Mobility:

* initiates the PB project and consolidates funding for the service.

* defines public service obligations: prices, coverage, ticketing, accessibility, MaaS, etc.

* participates in project evaluation and development, in line with cycling and mobility policy

actions.
Role of STIB, a level of involvement to be defined

Specific features of the Brussels context

The benchmark illustrates governance specific to the local context, with no particular more or less

effective model, and sometimes with the involvement of the public transport operator.

STIB has invested energy in the present study, to gain a better understanding of the possible
interactions between PT and PB, and to identify possible implications. In particular, it has:

* taken part in the steering committees and bi-weekly follow-up meetings.

* participated in all benchmark visits.

* hosted partner cities on its premises for benchmark feedback.

* otganised and led an Innov(@atelier workshop, a design sprint on PB (Appendix 10.20).

* commented on reports.

* co-drafted the content of an article in the Management Contract at the end of 2023 (Figure 95).

Figure 95: Public Service Contract 2024-2028 between the BCR and STIB (14 December 2023)

Article 52 Offre de vélos partagés comme 4éme mode de Transport Public

La Région étudie la possibilité de charger la STIB de contribuer au développement d'un service public de vélo
partagé en tant que véritable quatriéme mode de Transport Public a coté du bus, du tram et du métro. Sous
réserve des dispositions prévues ci-dessous, la Région pourra le cas échéant charger la STIB de planifier,
développer et coordonner un futur systéme d'offre publique de vélos partagés bruxellois en synergie avec
Bruxelles Mobilité, afin de permettre une exploitation de ce service avec comme objectif fin 2026.

Cette mission devra étre validée par le Gouvernement préalablement 4 sa mise en ceuvre. Dans cette perspective,
la Ministre compétente proposera au Gouvernement, une note élaborée par la STIB en collaboration avec
Bruxelles Mobilité, en vue de définir le contenu du service a mettre en place, les actions a prendre, le role de
chaque partie et le financement pour atteindre cet objectif. Cette étude sera notamment basée sur les résultm:
d'une analyse de benchmark ainsi que du cadre cyclopartage.

La note susmentionnée proposera des principes relatifs aux enjeux en matiére d'accessibilité financiére, de
couverture territoriale, de complémentarité avec les réseaux bus, tram et métro, de niveau d'intégration dans
l'offre de la STIB (tarifs, communication et promotion, ...), d'attractivité pour I'ensemble de la population
(simplicité d'utilisation, disponibilité, flexibilité, assistance électrique, ...), ainsi que d'indicateurs de
performance. Cette note analysera l'opportunité de déléguer, le cas échéant, le développement et 'exploitation
de ce service de vélos partagés a un acteur externe a l'issue d'une procédure de sélection'®. Elle identifiera
également les éléments devant, le cas échéant, faire 'objet d'un avenant au présent contrats,

7 Potentiellement via la modification de l'ordonnance du 25/11/2010 réglant I'exploitation d'un service public de location
automatisée de vélos

1 Dans cette hypothése, la STIB pourrait assurer elle-méme une partie de ce service, notamment afin d’améliorer la
complémentarité de ce service avec les réseaux bus, tram et métro en termes de promotion, d'intégration dans I'application
STIB et les outils régionaux de mobilité (par exemple Maa$), de tarification, ete.

19 Le cas échéant, les articles suivants pourraient étre revus : Article 6, Article 7, Article 8, Article 90 et Annexe 7.

Opportunities

With the political ambition of integrating PB into the PT service in Brussels, and aiming for the
smoothest possible user experience, STIB is the ideal partner because it:
* knows the area and has experience of operating a mobility service.
* implemented a similar approach to deploy the Floya MaaS, launched at the end of 2023.
* is gradually initiating a cultural shift from passenger transport to mobility services, and observing
the development of new shared mobilities.
* has a very positive image among the people of Brussels and a high penetration rate (70% of
residents over 6 years old have a STIB subscription) to reach people who are far from cycling.
¢ is entrusted by micro-mobility users, who are in favour of STIB bicycles, joint communication
and commercial offers, integration into STIB fares, and a joint mobile app for route calculation
(see section 2.4.2).
* could take advantage of PB to speed up certain topics (e.g. account-based ticketing).
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7.3 Four possible governance options

Four governance options with different roles for Brussels Mobility (BM), STIB and PB providers
are identified in terms of consultation, supervision and customer relations (Figure 96).

Figure 96: Four governance options for the future PB with progressive involvement of STIB

' 2 | STIB 3 | STIB in 4| In-h.ouse
1 | BM pilot : contact with public
coordinates
customers management
.. Paris, Marseille, Vienna, Cologne, .
Inspirations Antwerp Bordeaux, Lille Madrid
Initiative BM
Financing BM + Users
Consultation BM STIB (BM support)
Supervision BM STIB (BM support)
Supply PB service provider
Installation PB service provider
Operation PB service provider STIB
Cust(.)mer PB service STIB (communication and customer relations level 1)
relations provider

7.3.1 Option 1 | Managed by Brussels Mobility + partnership with STIB

As with I7/lo ! and many other PB services in Europe, Brussels Mobility would issue the call for
tenders and supervise directly the service as the mobility authority (Figure 97). However, the outlook
within the Brussels administration means that another way should be found of ensuring that the
human resources required to carry out this work are available. In addition, STIB is proving to be a
preferred partner with a view to integrating PB into the public transport service in Brussels,

drawing on the expetience of Floya MaaS.

Figure 97: Governance 1 - Managed by Brussels Mobility
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7.3.2 Option 2 | STIB as technical coordinator

STIB's role would be that of an intermediary, one of the tasks performed by KVB in Cologne
(Germany) and Wiener Linien in Vienna (Austria). It would only be in charge of:

* consultation by contributing its technical experience to the selection process.
* supervision of the contract on behalf of Brussels Mobility, with regular exchanges between STIB
and Brussels Mobility on the evaluation of the service (offer, usage, performance of the service

provider) and its improvement (prices, consistency with the evolution of regional mobility
policies).

The operation of the PB service would be entirely entrusted to a private provider (Figure 98). In all

cases, STIB could be an ideal partner for pooling ticketing media (e.g. personal Mobib card with 1/7llo
/) and offering cross-subscription discounts for PB subscribers.

Figure 98: Governance 2 - STIB as technical coordinator
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7.3.3

Option 3 | STIB in contact with PB customers

In addition to drawing up the specifications and overseeing as in option 2, Brussels Mobility would
ask STIB to act as the commercial intermediary, integrating PB into its interfaces (website, app,
passenger information, etc.) with a brand based on that of STIB (Figure 99). In this way, STIB could
become partly involved in operations (Figure 100).

Figure 99: Governance 3 - STIB in contact with PB customers
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Figure 100: Potential actions by STIB if it becomes involved in operations

Themes
Locations

Information
Communication
Pricing

Sale

Ticketing

Proof

Resources

T&C

Possible actions
Station locations linked to the PT network, potentially on STIB land property.

Mention of PB stations on all STIB network maps (internet and paper), real-
time availability of PB on the STIB website and app.

Possible use of the STIB brand, PB advertising campaigns and integration of
PB into STIB social networking topics.

Integration of PB pricing into the STIB fare structure, and creation of
transport tickets (subscriptions) combining PT and PB.

Use of STIB sales and customer care channels for PB in the same way as for
PT.

Use of the Mobib card to access PB, and use of the STIB/Floya app to access
PB.

* Inter- and multimodal journey tracking with communicating databases to
better understand travel practices.

* Use of data to improve STIB setvices and integration of PB in the satisfaction
barometer.

Provision of personal, material and infrastructure resources by STIB for the PB
provider.

Common Terms and Conditions to streamline the customer experience.

Public Bicycles in Brussels: Assessment, Scenarios, Recommendations | TML - MOBIPED 73



7.3.4

7.4

7.4.1

7.4.2

Option 4 | STIB operates in-house

This is a model used for PB on very rare occasions (Buenos Aires, Hangzhou, La Rochelle,
Madyrid). Even with a public service, the provision of a robust system, and in particular the bike-
lock-dock triptych, is acquired from private market players.

In terms of operations, the benchmark showed that there are few synergies between PT and PB,
particularly in terms of repair and regulation. The operator of an PB service requires more flexibility
than for PT (Source 2). Furthermore, STIB would prefer to use a specialised white-label service

provider with more experience.
The steering committee favours option 3

Distribution of roles

To offer as many opportunities as possible for a seamless experience between PB, bus, tram and
metro, option 3 is favoured, with strong involvement from STIB:

* Brussels Mobility defines public service obligations (e.g. prices, accessibility, MaaS).

* The Regional Government consolidates funding.

* STIB coordinates the selection process and contracts with the PB provider.

* STIB supervises the contract and Brussels Mobility participates in evaluation and development.

* The PB provider supplies, installs, repairs and redistributes the bikes.

* STIB interacts with users (website, app, level 1 customer relations, communication, sales) for a

unique public Bike + Bus + Tram + Metro experience.

Legal notices

Awarding these tasks to STIB without going to tender would have legal and accounting
implications that would need to be anticipated and legally validated (Figure 107 and Appendix 10.15).
Figure 101: Potential actions by STIB if it becomes involved in operations

Legal status
Actions of the Legal and accounting implications
assignment

STIB organises Non-economic *® STIB's costs for this mission could be 100% offset by the
the consultation BCR.

and supetrvises * The compensation paid to the private operator may be paid
the contract (in directly by the Region or pass neutrally through STIB
options 2 and 3) without constituting State aid.

* The choice of contract (public procurement or concession),
the type of procedure (open with competitive dialogue or
restricted with negotiated procedure), the nature of the
delegated mission and its non-economic nature would not

be affected.
STIB in contact FEconomic * By intervening, even partially, STIB would be considered as
with PB co-operatof.
customers (in * By awarding this contract without competitive tendering in
option 3) accordance with Altmark case law, the public funding which

STIB would receive for its tasks can be qualified as State aid
unless four conditions are met (Appendix 10.15).
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7.4.3

Points to watch

The benchmark does not demonstrate that the involvement of the public transport operator is a

guarantee of high performance (Cologne, Milan, Munich, Vienna). To avoid certain pitfalls, here are

some key success factors to consider (Figure 102).

Key success
factors

Enhance the
value of PT
operations

Dedicate a
budget

Treat all
modes equally

Take
ownership of
the specific
features of the
bicycle.

Be involved

Respect each
party's roles

Weight
changes

Ensure the
relevance of
involvement

Figure 102: Key success factors for involving the PT operator into PB

Comments

Offer current and future public transport customers an alternative during off-
peak hours and at night, during disruptive situations (incidents, roadworks,
strikes) or long journeys (walking, waiting, transfers).

The authority defines a dedicated budget for PB, independent of that for PT, to
avoid using PB as a negotiating point, at the risk of repeating the PB pitfall
within the advertising market.

* PB has direct, one-click access above the waterline on the website and app.
* Consider the quality of cycling facilities when planning public spaces.

PB does not just serve public transport (image, line extensions/replacements,
pricing structure). Like PT, PB supports Good Move. Together, they help each
other and improve the multimodal offer.

Without being systematically dependent on PT, the PB service can adapt its
needs, audiences, services, maintenance and warehouses (no synergies identified
in operations).

Given the low weight of PB in relation to the PT network (around 1% of
journeys, 1% of human resources and 1% of the annual budget), the risk of
disinterest is high. A team devoted 100% to PB has dedicated resources and
time, particularly for becoming involved in supervision without blindly trusting
the chosen service provider(s). The involvement of the PT operator can be
increased by setting contractual indicators to align the efforts of PT and PB
operators.

Adding the PT operator as an intermediary generates risks of short-circuiting,
loss of information, duplication of meetings and disconnection between the
authority and the reality of operations. A RACI (Responsible, Accountable,
Consulted, Informed) matrix is then put in place to clarify relations and
decision-making between the authority, the PT operator, the PB operator, the
media and politicians (since PB are highly exposed to the media).

Total integration, for each level of the marketing mix (Source 2), could generate
very high costs (e.g. adjustment of an already complex IT system) compared
with the benefits for each player.

The direct involvement of the PT operator in the operation of the PB setvice is
only relevant if it goes beyond the partnership approaches possible without
strong involvement (discount for public transport subscribers, use of public
transport ticketing support).

STIB in contact with PB customers is the preferred governance option

to move towards one experience which includes bike, bus, tram and metro.
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8.1

8.1.1

8.1.2

Reflections on public procurement

A contract dedicated to PB

Possible contract title

The public procurement contract would cover only "the provision, installation and B2G2C
operation of a public bicycles rental one-way service".

Disconnect PB and advertising space in public areas

Historically, the 170 / market has been linked to the contract for advertising space in public areas.
For a number of reasons, these two subjects should now be kept completely separate.

Firstly, it is important to distinguish between the contractual model, the source of financing,
advertising support and naming (Figure 103).

Secondly, linking PB and outdoor advertising space has been rare for many years. PB contracts
focus mainly on PB only (Antwerp, Budapest, Marseille, Paris). In some cases, PB can be linked to
the PT public service delegation (Bordeaux,

Lille) or included in a package of bicycle Figure 103: Four different approach about
services: PB, LTR, bike centre, parking (Nantes, advertising and bike share

Contractual Mise a disposition de mobiliers urbains supports
RCHHCS). form d’information et de services de mobilité

+ Lyon
Thirdly, saying that "advertising finances PB" is
. .o Financin Stk TSionie PUbbbo e samare s 3

an abuse of language. While combining the two origin 2 Sisstoimpionto pubbliciori frensio  sarvis _ff T
contracts avoids the need for cash advances to +
pay for the PB service and the corresponding Advertising
VAT, directing a revenue towards an expense is support
not sufficient to say that it finances the service. #
Including them in the same contract gives the Marilig

impression of a direct link, whereas in fact they
. . . Budapest New-York

are diluted in the local authority's accounts. The

fee for advertising space is to be considered as a revenue paid into the common pot, among many

other revenues. And PB is one of many public investments (Figure 104).

Figure 104: Public revenue and expenditure in Brussels in 2022 (Data 75)

Vente, mise en location et autres recettes Mobilité et espace public

D'ou vient notre argent? f O Ou va notre argent?
9.9% 19.9%

€ 10'5 milliards €1.050.995.582 €2.248.161.083 € 11,3 milliards
Cliquez sur le cercle m m Cliquez sur le cercle
pour découvrir le

pour découvrir le
budget budget

Fees for advertising space are an input revenue Public Bicycles is one public investment among others
into the common pot
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" .
Fourthly, to say that "PB is free Figure 105: Four semantic meanings of the term advertising

for the city" is also a misuse of

Anticipated value

language. In 2004, JC Decaux

._ Decrease of the 3.8M (underestimated)
offered Greater Lyon €5.2 5.2M ‘. JCDecaux €/y by JC Decaux for
million a year to operate outdoor £ly proposal for 4000PB

. . advertising space
advertising space. Including PB, =<
the proposal dropped to €1.4 Without PB With PB

m/year. This €3.8 m/year

@Mobiped 2023

. . . Data : 2005 Vélo'v contract in Lyon, 2004 Millions € /year
shortfall, invisible in public

accounts, is the price of the
service for the public authorities (Source 7, Figure 105).

Fifth, advertising revenues depend on the economic context (e.g. Covid-19), the evolution of digital
media and the structure of the local market. A monopoly on all local outdoor advertising increases
negotiating power with advertisers, potentially leading to higher fees for the use of public space.

Sixth, experience in Brussels shows that to improve the PB service, prior negotiations on outdoor
advertising are often imposed. Moteover, advertising is not one of Brussels Mobility's cote

competencies.

Seventh, the design of the service is oriented towards the advertising public and not towards the PB
user, with a visibility mask (Figure 106).

8.1.3 Disconnect with shared e-scooters

The rise of players and shared solutions between PB and shared e-scooters opened up the prospect
of linking the two contracts. In the end, this is less relevant because:

* Shared e-scooter is potentially a profitable service, with less justification for government
intervention.

* there is no political order in Brussels for a public scooter service.

* the battery models are actually different. E-scooters needs a 48 V battery and PBs a 36 V battery,
or even 24 V for JC Decaux bikes. To generate economies of scale, some PB are equipped with
48V batteries, generating unnecessary overcapacity and extra weight for the PB.

* mixed operation/regulation, where PB and shared e-scooters are parked and charged at the same
stations, becomes very complex (Chicago).
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8.1.4 Disconnection from other bike services

In some French cities, PB are included in a more global contract for bicycle services, with rental,
parking, training, etc. (Figure 7107). But it seems advisable to separate the contracts because:
* very few players have mastered the operation of both services, while there is a great deal of
competition in the bike sharing market.
* the prospect of a PT service in Brussels and governance with STIB concerns the one-way PB
service bike rental service, not LTR.
* on the scale of services involving several thousand bicycles, economies of scale are reduced.
* the priority is the prospect of a PB, given that the 7/ !/ concession is due to expire on 16
September 2020, and the timetable is already tight (see section 2.1).
* PB services with several thousand bikes are complex enough to handle.

* synergies between LTR and other services (Grenoble) seem to be more relevant.

While this study has validated the desirability and interest of a L'TR, it is a subject that still needs to
mature and be the subject of a more detailed feasibility study. PB has a time constraint with the end
of the ["Z//o ! concession, while there is no urgency for LTR.

Figure 107: Content of five French public procurement contracts for bicycle services

Title Vélib’ Véligo Nantes Rennes  Grenoble

PB v v v

LTR v v v v
Consignment parking v v
Secure parking

Event v
Bicycle centre v v v
Building management v v
Loan of equipment to v

communities
Purchase assistance management
Abandoned bike management

8.1.5 Advantages of a dedicated PB contract

A market dedicated to PB makes it possible to:
* focus the energy of the authority and the provider on the quality of the PB service.
* stimulate competition between B2G2C players and historically B2C consortia of charging station
suppliers + operators.
* know the real price (Paris) and enable the evaluation of public policy.

* reduce the level of litigation on subjects other than PB.

8.1.6 Why not separate charging stations and bikes into two contracts?

In many public network sectors (gas, electricity, rail, etc.), infrastructure is a public monopoly, while
operations are increasingly subject to competition. It would then be conceivable to separate into
two contracts: charging stations (1) and bicycle operation (2). But securing and charging the bike
depend enormously on the bike (frame or fork) <> lock <> dock, with a very strong impact on
operating costs. The absence of a sufficiently mature standard does not, in the current timing of the
Brussels PB, suggest that the two contracts should be strictly separated. However, it is advisable to
distinguish between the two components in the public procurement contract in order to:

* enable consortia to respond.

* distinguish between investments when applying for European funding.

* maintain the possibility of the local authority retaining ownership of the infrastructure at the end

of the contract.
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8.2

An 8- to 10-year contract

The current 7/o ! contract was signed in 2008, for launch in 2009. Initially for a 15-year term, a
three-year amendment extended the contract to 16 September 2026, i.e. 18 years after signature.
The duration of PB contracts varies widely in France (Figure 108). Since 2012, the maximum
duration for a Service of General Economic Interest (SGEI) has been ten years (Source 64).

Figure 108: Duration of PB contacts in France (2015 data, Source 9)

Marché public de fourniture et de service

Type de contrat Couplé au Intégrée a la Regie
Indépendant Indépendante

Durée moyenne 13,5 ans 8,5 ans 5,5 ans 9 ans non deéfinie
Durée minimale 10 ans 2 ans 3ans 8 ans non définie
Durée maximale 15 ans 15 ans 7 ans 10 ans non deéfinie

Contract duration is a trade-off between a number of parameters (Figure 109). Having charging
stations involves a significant initial investment to be amortised, as well as indirect costs associated
with the work. A contract of eight to ten years would enable the investment in stations and bicycles
to be amortised. It is possible to include a firm tranche and an option to extend the service.

Figure 109: Parameters involved in choosing the duration of the PB contract

Maximum length of an
Economic Service of
General Internet

Years 2 4 6 8 10 12 14

Competitive bidding
*Choose another player if unsatisfactory
«Reactivity to market innovations

+» Avoid keeping an outdated system

CAPEX (charging stations)
+ Facilitate access to credit (suppliers)
*Reduce annual cost public € /bike
*Increase the lifespan of furniture

OPEX

+Create a partnership relationship
*Financial perspective (operator)

* Compensate for a bad year

®

Hidden costs

<
+Tendering procedure and energy g
*Work on public space g
*Building permit §
z
The diversity of the data collected during the benchmark highlights the need to be very precise
when it comes to the semantics of dates and durations, of which the following are some
distinctions.
Dates Contract signature, Official start of contract (after final appeal), Installation of first

station, Installation of last station, Delivery of service, Launch, End of contract,
Removwal of first station, Removal of last station, Clean-up of public space at last
station, Removwal of reservations, Contract closure

Durations Contractual duration, Communicated duration, Duration of presence of equipment
in public space, Duration of operation, Duration of opening to the public, Duration
for public cost calculations, etc.
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8.3

8.4

Concession or public procurement contract?

Assuming commercial risk guides the choice of contractual relationship.

* Either revenue is kept by the public authorities, in which case the service provider is paid 100%

by the public authorities under a lump-sum public procurement contract (Marseille, Paris). This

is possible in governance options 1, 2 and 3 as mentioned in the previous section. The 2010

ordinance will have to be amended, as it refers to a public utility concession.

* Or the operator collects and keeps the revenues, then a concession is signed in which it receives

a fixed financial contribution that does not cover all costs. It then tries to maximise its user

revenues (Antwerp). Concession is possible in options 1 and 2. It seems less likely in option 3, as

the PB provider has no influence on prices and communication, which would be the

responsibility of STIB. Some PB players do not offer concessions.

Competitive bidding format

Several competitive bidding formats are possible (Figure 110). Given the complexity of PB, many

cities (Madrid, Marseille, Paris, Vienna) have opted for competitive dialogue. This process involves

shortlisting candidates, submitting specifications, discussing every aspect of the contract with each

of them in confidence, and then adapting the final version of the specifications. This procedure

makes it possible to:

* create a space for dialogue, so that each party can express their needs, and compare the ideals of

public authorities with the field experience of candidates, in order to anticipate, avoid or reduce

many of the technical and financial pitfalls.

* balance the budget and service levels.

¢ lay the foundations for future authority-supplier-operator relations.

* give the authorities time to appropriate, adapt and deepen their understanding of all technical

subjects.

* give suppliers (a little) time to fine-tune their technological solution, without having to

completely overhaul their entire R&D process.

This procedure is quite
cumbersome in terms of timing
and confidentiality, both
internally and externally with all
the players involved. A prioti,
competitive dialogue is a
procedure that has never yet

been implemented in Belgium.

Figure 110: Possible competitive bidding formats (ComoUK)

Strengths Weaknesses

Competitive dialogue

Requests for Proposals

Traditional tender process

Memorandum of
Understanding

Concession contract
(possible outcome of a
concession contract via a
competitive dialogue)

Hones the final service
and contract, The
multiple rounds enable
stronger understanding
of the authorities' needs,
operators’ services and
increases likelihood of
aligning objectives.

Similar to competitive
dialogue with less formal
structure so simpler and
faster to implement

Route most authorities
are used to and provides
strong contractual
framework

Fast to implement and
allows maximum flexibility

Provides a contractual
agreement for contracts
without funding

Time consuming

This initial round typically
leads to tender or MOU

Can be too rigid and slow
which can mean delays
and lost opportunities

Lacks teeth to enforce any
KPls

No binding contract
durations of service so
operator can leave any
time

Limited scenarios
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8.5
8.5.1

Reflections for the specifications

State of mind

Consistency

Requirements

Flexibility

Make reasonable, coherent and stimulating requests.

Think in terms of expected functionalities, rather than asking for technical
specifications (e.g. battery watts, bike weight, number of gears) that cannot
always be met, since R&D cycles and return on investment extend over several
years.

* Foresee options, scenatios, extensions, framework agreements and future
addendums to integrate new technologies, adjust the network and install new
stations.

* Distinguish the launch year and its specific features.

Documentation Provide precise documentation to enable candidates to better understand the

Semantics

specificities of the local context (Appendix 10.20), and the risks and thus
propose the most appropriate technical and financial offers and reduce
surprises in the medium term.

Define a common dictionary to ensure the same definitions for different uses
(accounting, communication, contractual, operations) and guarantee a sound
basis for short- and long-term dialogue with all stakeholders concerning:

* bikes: bike available and usable, bike available, bike on the ground (attached
but not available), bike in setvice, lost in the park (stolen, damaged bike), bike
in maintenance, bike removed, bike on hire, lost bike, bike in station, etc.

* stations: post, terminal, totem, stand set, stands, dock, parking slot, virtual, etc.

* rental: identification of use, authorisation to release, releasing the bike, rental
of more than two minutes, regulation, trip, travel, etc.

* turnover rates: rentals (see above), total rentals/theoretical bike/less than
three min/regulation, six or 12 months, spread turnover rate, daily turnover
rate, peak turnover rate, turnover rate per bike, turnover rate per station, etc.

Furthermore, the vocabulary of private operators quickly takes over in

discussions, focusing on the industrial vision of the service. A translation of the

terms into public logic is proposed to facilitate understanding between the two

worlds (Figure 111).

Figure 111: Correspondence between private and public sector vocabulary

Contact vision Vision of the public authorities
CAPEX <« Depreciable public investment
OPEX <« Operation of a public service
Conversion rates <>  Modal shift
Customer acquisition <>  Change in behaviour/new users
Consumption habits <>  Travel practices
KPI Key Performance Indicator. <> Quality critetia
SLA (Service Level Agreement) <>  Public service obligation
Technology <> PB supplier/system
Slack ratio «> Expansion rate
-

Turnover rate Rentals/bike/year
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8.5.2

8.5.3

8.5.4

In the drafting process

Deadline

Interactions
with private
players

Interactions
with private
players

Technical
skills

* Allow at least one year between the final signature of the contract (after the
last legal recourse) and the launch, to enable equipment to be ordered,
produced and delivered in a calmer environment. Some Shimano patts, with
no equivalent in the market, sometimes have lead times in excess of 24
months.

* Consider a gradual increase in setvice.

Create a forum for open dialogue with market players, providing an exchange

framework for players and candidates wanting to communicate their solutions.

This could be an information meeting (Budapest) on Brussels' intentions, or an

invitation to tespond to the study on points of disagreement.

Design a Beta version of the technical specifications and submit it to public
players such as the benchmark partner territories for feedback.

PB is a multidisciplinary subject (Source 3). PB is a good pretext for bringing
together skills within BM and/or STIB on a range of technical subjects and thus
uniting parties around a cycling topic.

Selection criteria

In view of the broken promises or failures of certain e-PB systems, the reliability of candidates
could be assessed by:

* including a clause regarding experience of projects of similar size to guarantee product reliability.

¢ asking for field evidence of marketing promises and arguments, and providing contacts in

referral cities.

* experimenting with bikes on a multi-context, real-life trips.

* acquiring a sample parking furniture and bike to challenge weak points.

* challenging the short-, medium- and long-term risk management strategy.

Financial details

Revenue
collection

Payment
schedule

Price

Enable third-party players to collect revenues to diversify sales channels (e.g.
Paris for the Olympics, MaaS application), while anticipating remuneration
mechanisms.

The presence of a charging station requires a very substantial initial investment,
which raises questions about the CAPEX financing arrangements and how the
risk is to be compensated: partial coverage by the local authority, partial advance
payment, long contract duration so that the PB provider can finance its initial
investments through borrowing.

* Systematically specify whether prices are € excl. tax, € incl. tax and the VAT
rate to avoid confusion, calculate financial ratios and enable international
comparisons.

* Request unit price lists (bicycles, stands, terminal, station relocation) with a
distinction between the remaining years of the contract, which will have an
impact on the amortisation period. In accounting terms, a station deployed
during the course of a contract is more expensive than one deployed at the
beginning.

* Clarify market price indexation and forecast its repercussions on the range of
tariffs and prices paid.
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8.5.5

Content
Bikes

Station furniture

End of contract

Provider
organisation

Environmental
balance sheet

Information
system

User Interface
(design)

Identification

Contractualisation

Exposure in
public spaces

Activity
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Rather than asking for technical specifications (weight, power, number of
gears), request that the bikes be:

* casy to handle while seated on the saddle and on foot to push or pull the
bike, for an optimised experience for every human being in their diversity
(size, weight, bike handling in urban environments) or employees who
repeat these gestures.

* robust and resistant to several years' exposure to weather conditions, over-
use, misuse, wear and tear, vandalism and theft, to reduce maintenance
costs and time on the contract, reduce the risk of theft and maintain a high
level of setvice. Standards ISO 4210-2 and EN 15194 including mountain
bikes are reassuring proof of the frame's robustness.

* Easy to identify from afar, day or night.

* Avoid giving the outgoing competitor the advantage of having an already
installed and reusable infrastructure. To this end, it is suggested that a
neutral appraiser be called in to estimate the price of the stations (including
the concrete slabs) to enable each competitor, including the outgoing one,
to buy them back and thus avoid saying that the outgoing operator was
favoured.

* Negotiate the transition amendment with the incumbent in advance, so that
it can be communicated to all candidates, who will have identical
knowledge of the transition conditions.

* Plan contract closure scenatios with eatly contract closure (Madrid,
Stockholm) or conditions for transferring the furniture and brand.

* Provide a mechanism for taking over teams from the outgoing operator.

* Require the creation of a local company or subsidiary to ensure financial
transparency, with publication of annual accounts and an activity report (to
be published no later than 31 March of the following year for rapid
adjustment), with an operations manager dedicated 100% to the Brussels
PB service.

Challenge candidates on the overall life-cycle analysis of:

* production: where spare parts are produced and assembled.

* usage: travel distances, car journeys avoided.

* operation: control vehicles, energy and electricity types.

* end-of-life: processing of batteries, bicycles, dock, furniture, etc.

* Ask for details of the technological (hard) and IT (soft) architecture that
enables communication between the bike, the station, the user and the
operator.

* Demand a high level of service continuity.

* Demand a copy of the data to conduct an in-house analyses (Patis).

Specific thought is needed to take into account the diversity of users and

potential users, to be organised as much as possible in a universal design

approach (colour contrast, simple text, ergonomics, right to make mistakes,
etc.).

Avoid any waiting time with an identification device (nearby) for each bike.

Include a draft contract to be completed in the call for tenders, to reduce the
time needed to sign the contract.

Furniture, docks, bicycles and electronics are designed to withstand
humidity, rain, hail, floods, cold, sun, UV rays, heat waves, shocks, scratches
and cleaning products. A protocol for preventing corrosion and blistering is

provided.

Presentations to employer establishments.
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8.6 Contractual and quality monitoring procedures

Reporting Public dissemination of real-time usage data (e.g. Rouen, Barcelona, Brussels,
Budapest, Munich, Paris, Montreal)

Follow-up * Have a monthly/quarterly committee meeting to improve setvice quality.
* Carry out joint station audits/mystery users (as outsourced in Lyon).
Positive Offer a remuneration package that is higher than the increasing marginal cost of
incentives an additional rental, and which therefore evolves according to the number of
rentals or the turnover rate, with levels to be defined (e.g. 1, 3, 5 and 7
rentals/bike/day).
Bike Rather than obligations to achieve results in terms of availability rates per
availability station or group of stations (which are often impossible for the operator to
penalties achieve, with questionable results, and for which penalties are often

provisioned), obligations to provide means and resoutces could be envisaged.
For example, it could be a number of bikes moved per week, to be
cotroborated on the basis of rotation rates, day/peak hour usage, duration,
congestion/night and week/weekend per station/cluster of stations/priority
replenishment zone and on territorial equity criteria considered as part of the
public service.

Usage and * Request a real-time duplicate of all operating data, as well as customisable,
operations data exportable and usable dashboards.

* Require real-time availability of the most recent version of the General Bike
Share Feed Specification (GBFS) format managed by MobilityData and the
Mobility Data Specification (MDS) format, with no authentication required,
exportable in .xsl/.csv and compatible or convertible with other formats used
in particular for MaaS, such as NeTex, Siri, OCPI, Datex II, TOMP
(Transport Operator MaaS Provider).

* A global data management strategy must answer the following questions: What
information for what uses? How is it collected, stored, managed, analysed and
made available? What is the quality, accuracy, format and frequency (real time,
precise moment), duration of availability (history), security and aggregation for
statistics? How is the GDPR being respected? What user guides are there?
What is the role of each player? Who owns the data? What APIs and standards
are needed to communicate between services? How can data veracity (trust,
certification) and interpretation be guaranteed?

KPI * Distinguish between KPIs for public policy objectives, contractual KPIs and
PIs used to assess service quality and communicate.

* Require the licensee to report any significant deviations within a given

timeframe.

‘ ))) A dedicated PB contract for eight to ten years.
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A fairly tight schedule

Global vision

To guarantee continuity of service in 2026 and ensure a smooth transition if the government
decides to develop a new PB, several actions need to be launched quickly (Figure 7712) in view of
planning constraints:

* selection of candidates.

* awarding, after possible legal appeals: three months.

* ordet, production, delivery and installation: one yeat.

* launch: from September 2026.

Figure 112: Indicative schedule for a possible future PB service following the current concession

Recomendations / steps Stakeholders 2024 2025 2026 2027
1. Develop a friendly-cycling environment
Develop the right conditions for everyone to cycle BM, BCRG, STIB
Overcome the obstacles answered by public bicycles BM, BCRG
Reduce the attractiveness of the car BM, BCRG
Go into depth subsidised LTR + purchase assistance + training BM, BCRG
2. Take political decisions
Decide or not to renew a public bicycle service BCRG
Find and secure funding BCRG
Define the public policy objectives of the public bicycle service BCRG
3. Allocate roles
Clarify legal uncertainties BM
Prototype and carry out user tests sTIB
Validate the principles of each stage of the marketing mix BM, STIB
Decide on the allocation of roles between the players BCRG, STIB
Choose the tender procedure BCRG
Choose the type of public contract BCRG
Sign the memorandum mentioned in the management contract BCRG, STIB
4. Anticipate the transition
Megotiate the exit clause BM III IIIIIIIIIII
Initiate a partnership with the electricity network operator BM III IIIIIIIIIII
Initiate a partnership with the town planning authorities BM III IIIIIIIIIII
Prepare relations with each municipality BCRG III IIIIIIIIIII
5. Draw up the specifications
Define the expected functionalities EM, STIB III
Unite internal /external team of this multi-disciplinary project BM, STIB III
6. Consult (1 year for a competitive dialogue)
Launch the consultation BM or STIB IIII IIII
Analyse the bids BM + STIB I II
Select the contractor BM or STIB I
7. Contract
Deal with legal appeals BM or STIB
Sign the contract BM or STIB
8. Prepare (ideally 1 year)
Order, receive and assemble the system Provider
Identify potential locations BM / Operator
Choose exact locations BM or STIB
Prepare the service Operator
9. Ensure the transition
Install the new stations in the new locations Implementor III
Inaugurate the new service BCRG, STIB I
Close the Villo! service BM I
Replace old stations with new ones Implementor III
10. Operate
Adjust the service Operator III IIIIIII
support BMor STIB T
Reaching the right pace Operator IIII
Supervise BM or STIB IIII

({@Mobiped - TML, February 2024 | BAf * Brussels Mobility | BCRG: Brussels-Capital Region Government | STIB

Public Bicycles in Brussels: Assessment, Scenarios, Recommendations | TML - MOBIPED 85



9.2

9.2.1

9.2.2

9.2.3

9.2.4

Focus on transition

The transition between two systems is often highly complex, involving industrial, commercial and
political risks. A specific action plan is essential to avoid:

* stopping the service for five months (Budapest).

* being impacted by the electoral calendar (Madrid).

* only having 30% of bikes delivered one year after launch (Marseille).

* losing 80% of rentals in one year and waiting six years for service delivery (Paris).

Preparing for the end of the current concession

Brussels Mobility needs to clarify the following elements and schedule with the outgoing holder:

* operation end date and contract closure.

* date of removal of the first and last stations.

* station, slab and power supply specifications.

* negotiation possibilities with the next incumbent. If the outgoing candidate is unsuccessful, it will
be required to remove the furniture and normally return the flooring to its original condition.
The new service provider will then install the new stations. Ideally, the two parties enter into
negotiations to facilitate the coordination of worksites, coordinate schedules and share the same
contractors for civil engineering work to avoid having to clean up the public space and then start
new excavations.

* the transfer of customer databases, while complying with the GDPR.

* the structute of the operatot's PB team and salary conditions.

* how to close the contract.

* terms and conditions for discontinuing advertising and removing the corresponding furniture.

Station electrification

To electrify each station, it may be necessary to dig a trench for the connection and open a new
electricity meter. It seems that the need for electrical power is proportional to the number of
parking slots and that the batteries used by bike suppliers have different amperages and voltages.
The deployment of the stations depends on the schedule of the electricity grid operator. A
dedicated protocol is essential, ideally with dedicated human resources on SIBELGA's side to
ensure responsiveness in closing/opening meters. The division of technical (RACI Matrix),
administrative and legal responsibilities between players (network manager, administration, PB
supplier/installer/operator) and intervention times needs to be clarified. To compensate for
possible delays in the electrification of stations, and avoid penalising the launch of the service, the
applicant may be asked to be able to charge the station with trucks or batteries integrated into the

station, or to swap batteries on bicycles.

Building permit

A demolition permit and a building permit are required each time a piece of furniture is removed to
install a new one, even in the same location. Since administrative procedures can take six months to

a year, a specific protocol is essential to plan and facilitate this process.

Transition date

A setvice transition on 16 September 2026, in the middle of the September back-to-school period,
is questionable given the legal complexity (amendment, negotiations on PB and advertising space,

extension of planning permission for advertising space) of shortening the contract to 31 July 2026

ot postponing it to 31 December 2026. The presence of private SB services could also temporarily
compensate for a service transition with a presumed total shutdown.
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9.2.5 Transition programme

For the transition, one of Brussels' opportunities will be the densification of the network, enabling
all new stations to be installed ahead of the closure of the previous service, to ensure continuity of
service even if provision remains downgraded (Figure 113). The timetable depends on the
technological solution chosen.

Figure 113: Ideas on a transition programme from the old to the new service

Villo ! New service
Two months Installation of the stations that will
before supplement the network and those that

have been "moved" from the pavement
to a car parking area.

One month  Gradual closure of half the stations  Replacement of old stations with new
before in one district, then in the next ones, for a gradual presence throughout
district, until the whole area is the tetritory.
covered. Then proceed in reverse
order (Figure 114).

D-Day Viillo ! service stopped. Launch of the new service.

Two months  All the old I"7/o ! stations have been All the new stations are now in setrvice.
later removed.

Figure 114: Snail-like transition in Barcelona with 500 stations for 7,000 bicycles (Source: BSM)

Preparing for a smooth transition starts now,

based on political validation.
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10

10.1

Appendices

Strengths, Weaknesses, Opportunities, Threats of cycling in Brussels

g Strengths

* A proactive policy, with an ambitious strategy and planning via Good Move
(traffic calming zones, mototised traffic-free zones, cyclist visibility).

* Increase in modal share from 3.4% in 2010 (Source 1) to 8.6 % in 2022, and
9.3% for internal travels (Source 47).

* Increase in the number of cyclists counted (+43.7% in rush hour between
2021 and 2022) (Sowurce 37).

* Improved infrastructure.

* Reduced car pressure.

Opportunities

* 2024, the European Year of Cycling and the Belgian presidency of the EU.

* Gradual implementation of Good Move, making car use less attractive and
cycling more competitive.

* Progressive change in the positive image of cycling.

* New BYPAD audit scheduled.

* Development of pedelecs and micromobility (objectives, constraints and
nearby infrastructures).

* Infrastructures that will continue to expand.

Q Weaknesses

* "Chaotic" and frightening motorized traffic. There is still a feeling of
insecurity, particularly among the most vulnerable groups (no children on
bikes), and habits based on car use are entrenched.

* Bicycles are under-valued in less affluent population. Bicycles tend to be a
middle-class means of transport.

* Conflicts between users: incitement to a hatred of cyclists with car
driver/cyclist opposition. Sometimes fatal tram/bike collisions.

* Gender: under-representation of women, who account for 40% of the cyclists
counted (Source 36, 37).

* Governance: lack of cycling reflex in administrations and bodies (Sowrce 38)
and insufficient respect for the STOP principle. The associations ate calling
for active modes to be represented on the Road Work Coordination
Committee (Source 38). Deployment of on-street bicycle parking spread across
a wide range of players.

* Other disincentives: 19% of cyclists have had at least one bike stolen in the
last two years. Bicycle theft and a lack of secure parking are the problems
most frequently cited by those who have already cycled (2016, source 52). And
bicycle ownership rates in Brussels of 48% in 2016 (source 5) and 47% in 2022
(Source 47). There were around 0.31 bicycles per inhabitant in 2020 (Source 49).

* Undulating territory.

‘ Threats

* Increasing polarisation of society around mobility, between cyclists and non-
cyclists, among others, following Good Move implementation.

* Still a lack of secure bike parking.

* Public transport heavily subsidised, especially for 18-24 year-olds at €12/year.

* Development of personal e-scooters.

* Urban sprawl.
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10.2

C.3

Développer les services en lien
avec le vélo et autres moyens légers
de déplacement

a

L'ambiton est de soutenir et d’accompagner le développement de services liés 4 la pratique du vélo et
autres moyens légers de déplacement, y compris pour le transport de marchandises. Le cadre législatif du free
fipating sera renforcé, notamment en ce qui concerne le stationnement. La concertation avec les différentes
parties prenantes sera assurée.

L'action se décline en mesures concrétes :

@ Intégrer le mode vélo dans les interfaces du Maa$ (voir action C.1) afin d’offiir des propositions d'itinéraires
adaptés a la pratigue du vélo dans les outils de recherche ;

© Développer des services de recharge, de stationnement sécurisé et d'entretien des vélos et trottinettes électriques ;.

o Accompagner le développement des offres de vélos électriques et trottinettes électriques en libre-service afin
«d"assurer des services de qualité adaptés aux besoins et contraintes régionaux et fournir des conseils de sécurité
routiére adaptés aux nouveaux services (voir action C.11) ;

o Renforcer les dispositifs de sécurisation et les services permettant de retrouver un vélo volé ;

@ Encourager le développement de la location de vélos et autres moyens légers de déplacement pour de courtes,
moyennes et longues du[ées H

e D P'offre en vélo, sécurisée, conformément aux orientations, lignes direc-
trices et priorités identifiées par le Masterplan stationnement vélo ;

® Confier la gestion du siationnement vélo sécurisé 4 un opérateur unique (parking brussels), conformément
au Masterplan stationnement vélo ;.

o Créer les conditions de développement de livraisons de marchandises & vélo ;

® Mettre en place des drop-off 2omes permettant d’organiser le stationnement des véhicules de type free floating
dans des espaces délimités et réservés i leur attention, en lieu et place d*un emplacement de stationnement
automoile, en fonction du contexte local ;

® Renforcer I'accés des vélos aux services de transport public (véhicules de TP et haltes, notamment par des
petits aménagements rapides (goulottes sur les escaliers, etc.)).

Pllote(s) Indicateur(s) et objectifis)
Bruxelles Mobilité A definir et compléter an cours de mise en mevre 2020 2025 2030
Parking brussels

Communes bruxelloises ~ Nombre d'emplacements de Situation 25.000 30.000
stationnement vélo sécurisés de réference
Partenalre(s) aux gares et stations de métro/ 4 construire
Zones de police prémétro
Secteur associatif
Hub brussels Nombre de drop-off zones
Bruxelles Environnement
Ressources
Budgétaires Budgets régionaux existants a renforcer
Humaines Fquipe BM existante
Equipe parking.brussels i renforcer
Réglementaires !
Techniques !
N

Développer les services en lien avec le vélo et
autres moyens légers de déplacement

The three Good Move actions that directly concern PB

GOOD
SERVICE

C.1

Accompagner le
développement du Maa$S

L'ambitlon est d’améliorer et de simplifier Paccés pour tous les usagers a Poffre de mobilité, intégrant
T'ensemble des fournisseurs, privés et publics, ainsi que les spécificités particuliéres de "'usager (son age, le
fait d"ére accompagné, le besoin de transporter des marchandises, etc.) ou autre (la météo, etc.). Le déve-
loppement des services de mobilité et des outils d’accés d ceux-ci doit se faire dans le respect des objectifs
de la politique de mobilité régionale. I autorité publique fixe le cadre de déploiement du MaasS, assurant le
respect des objectifs régionaux, y compris la mise a disposition des données dans le cadre d"un data mariet.

L'action se décline en mesures concrétes :

® Assurer I'intégration tarifaire des opérateurs de transport public (voir actions D.4 et E.3) ;

o Fixer le cadre — poursuivant I'intérét public et I'accessibilité universelle des services de transport - dans
lequel s"inscrit le MaaS en concertation permanente avec les opérateurs de service de mobilité et assurer une
régulation efficace et des stratégies tarifaires cohérentes avec I'ambition définie sur I'ensemble du territoire ;

@ Développer et opérer une plateforme back-end publigue régionale afin d"assurer une maitrise des données,
en y intégrant les opérateurs de mobilité, tant publics que privés ;

o Etendre la plateforme a la zone métropolitaine ;

@ Assurer le conirdle de I'application du cadre Maa$ (voir action E.7).

Pllote(s) Indicateur(s) et objectif(s)
Bruxelles Mobilité A définir et compléter en cours de mise cn evvre 2020 2025 2030
STIB
Etablissement d'un cadre 2021

Par e
De Lijn
Opérateur de Transport Plateforme MaaS fonctionnelle 2022
de Wallonie
SNCB
Parking.brussels
Opérateurs de transport
rémunéré de.
Opérateurs de services
pariagés
Ressources
Budgétalres Budget régional a renforcer
Humaines Equipe BM 4 créer
Réglementalres A prévoir : cadre réglementaire pour 'ensemble des opérateurs de mobilité
Techniques Systéme back-end public & créer

e N

Source 47
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Accompagner le développement du MaaS

GOoOoD

C.11
Renforcer les services de mobilité
partagée

L’ambition est de créer un réseau de points de mobilité a I'échelle des quartiers, regroupant différents
services (véhicules partapés, station de gonflage, station de recharge, livraisons de colis) et permettant une
mu[ual tion maximale de I'offre pmpoxée Renforcer 1a complémentarité avec le transport public pour

la dimit de la ile. Intégrer ces points d’accés @ la mobilité dans les
«centralités de quartier, en s'appuyant sur d'autres fonctions urbaines existantes : commerces, équipements
«culturels, écoles. D« des actions de ¢ jon du « partage de véhicules » auprés des publics
cibles.

L’action se décline en mesures concrétes :

© Analyser I'ensembile des ofifes de services de mobilité part: 'dﬂﬂfiﬁ-rl&isynmgﬁ
¥ compris avec la LEZ, et établir de objectifs du del’

®© Rendre visibles et crédibles ces services partagés, notamment au travers d’actions ciblées, participatives
favorisant I'usage (en coopération avec les opérateurs de shm] H

© Identifier les besoins (modes, nombre, pr de ités de etc) ;

® Renforcer I'offre de services partagés, en privilégiant les localisations hors voirie ;

© Ftablir un cadre de déploiement de I'offre de véhicules partagés (voir action C.1) ;

© Renforcer le cadre législatif du free floating, notamment en ce qui concerne le stationnement et le contréle,
en concertation avec les différentes parties prenantes ;

®© Evaluer la pertinence de regrouper les services sous un label unique, de type + MobiPunt »

o Le cas échéant, examiner Ia pertinence de traduire le concept des points de mobilité dans les outls
réglementaires (RRU).

Pllote(s) Indicateur(s) et objectif(s)

‘]gnmelles Mobilité A dSfinir et comgiéter en cours de miseen zuvre 2020 2025 2030

Perspective brussels Nombre de Mobility Points 0 A définir
opérationnels

Bl;.érat.eun «de mohilité Eitude des besolns Réalisée

partagée

STIB Actlons de crédibilisation Réalisées Réalisées

Acteurs i i

Ppublics et privés

SNCB

Parking brussels

Secteur académique

Ressources

Budgétalres Budget régional existant  augmenter

‘Humaines ‘FEquipe i créer

Réglementalres I

Techniques I

SERVICE

Renforcer les services de mobilité partagée
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10.3

List of performance indicators

Theme
Availability

Quality of service

Performance

User satisfaction

Resident coverage
rate

Mobility impact

Preventive
maintenance

Cleanliness

Reactivity
New customers

Road safety

Accessibility

Sub-themes

* Stations and terminals

* Bicycles: by zone or by group of stations, rather than by station (e.g.
Barcelona), classifying stations by priority level (e.g. Paris) with a
time-based concept

* Parking slots available (per station or group of stations/hour)

* I'T back office

*IT front office

* Customer service

* User journey times (first-time, regular users) with distinction at each
stage

* Number of annual rentals

* Annual rentals of more than 2 min/theoretical bike/365 days

* Km cycled

* Average journey distance

* Journey distance avoided by car

* Number of subscribers

* Number of different users, % of residents who used PB once in the
year

* Travel reasons

* Pick-up, Drop-off, Pick-up/Drop-off by station

* User satisfaction

* Public image

* % of Brussels residents who consider cycling an integral part of the
STIB offer

* % of population (14-18 years of age) or > 18

*% of women

* % of users with secondary school diploma maximum

* % of commuters who now use their own bikes

* Modal shift per journey or per user

* Bicycle | Station | IT

* Station cleaning

* Bike cleaning

* Removal time for a damaged bike

* Acquisition rate

* Minor injuries, serious injuries, deaths at 30 days (Number and per
km travelled)

* Proportion in relation to private bicycles and all modes of transport

* Respecting the traffic rules

* Feeling of safety

* Average and incremental speed

* Travel purpose

* Transport connections, service connections, work connections

* Journey time

* Mode share

* Frequency of use

* Access to work and necessities

* Location of vehicle for public transport, jobs, other necessities

* Carrying/lifting

* Average vehicle density
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Economy

Environment

Public health

Public finance

Operation and
maintenance

Equity

Territorial coverage

* Number of local jobs

* % of jobs in the bicycle sector

* Service turnover, compared with turnover for all bicycle activities in
the region

* Air quality

* Impact per kilometre travelled per vehicle: service use, redistribution

* Carbon footprint of regulation vehicles

* Lifespan of regulation vehicles, bicycles and batteries

* Reuse and recycling of bikes and batteries

* Data volume

* Life cycle analysis: production, importt, services, recycling

* Personal healthcate costs avoided

* Health service expenditure avoided

* Remaining cost per trip

* Remaining cost per km

* Remaining cost per car km avoided

* User revenue coverage rate

* Mean time to failure

* Wear and tear

* User complaints - response time

* Vehicle condition

* User experience of employees

* User demographics - income bracket, age, gender, capacity

* Vehicle distribution

* Pricing structure - connection to use

* Community involvement (number of events, participation, street
team, etc.)

* Total area served

* Rebalancing needs

* Stagnant bikes

GOOD MOVE (Source 47 page 140)

Motorisation rates
and behaviour

Main traffic and
flow measurements

Perception of
mobility and road
safety

Air quality

* Motorisation rate of BCR residents

* Percentage of the population (15+) who walk or cycle to get from
one place to another for at least 30 minutes on a typical day

* Modal share of secondary school students

* Modal share of employees

* Average number of cyclists per hour per Bike Observatory counting
point

* Number of journeys made on the STIB public transport network
(metro, tram, bus) over one year

* Level of satisfaction with the mobility offer

* Overall level of user satisfaction with STIB public transport
(Barometer)

* Volume and percentages of CO; equivalent emissions within the
BCR perimeter

* Number of days on which the daily average concentration of PM10
and PM2 is exceeded

* Energy consumption of the transport sector within the BCR
perimeter
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Table 2. New Mobility performance indicators in five policy areas

Policy area

Indicator

Sustainability

1.1 Vehicle-kilometres and passenger-kilometres travelled
1.2 Average vehicle lifespan
1.3 Alternative mode replaced and trip generation effects

1.4 Operational COz emissions

Safety

2.1 Injury rate
2.2 Crashrate

2.3 Share of passenger-kilometres travelled on low-stress routes

Utilisation

3.1 Vehicle utilisation rate
3.2 Trip distance (or trip duration for round-trip services)

3.3 Total users

Accessibility

4.1 Access latency
4.2 MNumber of trips starting or ending near essential services and opportunities
4.3 Vehicles or trips available by area (spatially aggregated)

4.4 Trip purpose

Equity

5.1 Vehicle and trip availability in targeted service areas
5.2 Number of trips starting or ending in targeted service areas

5.3 Vehicle and trip availability for users with physical disabilities

Source 21

10.4 Some PB challenges regarding pedelecs

Installation

Operation

Social

Choose between charging station and/or swapping.

Avoid novice suppliers who have gone bankrupt (Copenhagen, Stockholm).
Dependent on the electricity grid operator.

7 acquisition, maintenance and operating costs, with the challenge of finding a
skilled workforce, which is generally very male-dominated.

7 risks: fire, theft.

7 failures: connectors, oxidation, high temperatures.

Willingness to pay of certain groups.

appropriation  Some users prefer pedal bikes so they can continue to make a physical effort,

have a lower deposit and prices, and a reduced environmental footprint.
Contribution to the SUVisation of cycling.

10.5 The City of Paris' carbon footprint in 2018

Empreinte carbone de Paris - 22,7 MtCO,e (2018)

premiéres et
construction
14

avions tertiaire transport intramuros
7,6 2,0 1,2

Source 54
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10.6
10.6.1

10.6.2

Reflections based on the regional mobility plan

City Vision extended to PB
City Vision  Application to PB

Green Life cycle of stations, batteries and bicycles
Impact of operating trips
Modal shift avoided
Social Accessible to under-represented groups: low-income earners, women, those with

few qualifications

Solidarity pricing

Consideration of the digital divide
Attractive user experience
Respectful sharing of public space
Acceptance by non-users
Healthy Encouraging physical activity
Improvement of air quality
Effective Large number of rentals

Set an example for other European cities

Public money well invested
Setting SMART objectives
Long-term service

Safe Compliance with safety standards
Bikes in good condition
Road safety

Good Move actions to which PB indirectly contributes
Focus Application to PB

Territorial coverage
Living environment with lowered speeds (A1, A2)
Integration into renovation projects (A0)

B. Good Network Hyper-dense network in the hypercentre and continuous outwards
Consistency with the cycling network (B1, B4) and PT network (B5)
PB network operation (B8, B9)

C. Good Service Customer-oriented - User-friendly (C5)
Quality, scalable (C3, C11) and hierarchical service (C6)
Integrated into the public mobility offer (Floya, STIB) (C1, C2)

D. Good Choice Alternative for current and future motorists (D3, D6, D7)
Adapt pricing (D4)

Develop multimodal skills, enhance personal cycling

Public cooperative initiative (E1, E2, E3)
Involvement of STIB (E4)
Call for private-sector expertise, with follow-up (E7)

Transparency in the use of public funds (F1, F6)
Data collected, analysed and regularly published (F2, F3)
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10.7

Data table for the quantitative assessment of scenarios

SERVICE
Supply

Stations locations
Specific urban furniture
Dropzones
b of stations/ kni®
Bicycles
Pedal
Pedelecs
Bikes/ 10.000 inbabitants
Bikes/ station

Mobility practise
VLS Rentals/bike/day
Rentals or trps /- year
Rentals or trips / vear (Million)
Trips/ 1,000 inhabitants/day
TriPs /inhabitant/ vear
Distance/rental (km)
Annual km eyeled
Annual km cycled (Millions)

Subscribers
SB yearly rentals / yearly members
LTR ttips/beueﬁciar_\'/}'ear
LTRbeneficianes/vear/bike
Number of annual subscnbers
Subseribers/inhabitants (%e)
% of female users
Female users

% mazimum secondary education

Users up to secondary degree maxinmum

2022

2. DZ Private SB 3. DZ public PB 4. Hybrid PB 5. Dock-based PB

343
345
2.1
4103
2,303
7.800
33.6
119

067
997,826
10 M
816
0.82
19
1,865,935
19 M

33

18,861
15%
295,
5470
26%
4904

4,000
1.400
2,600

324

2,190,000
22 M
1776
18
31
6,789,000
6.8 M

500
300

41

140,250
01 M
114
0.1
2.0
280,500 "
03 M

0.1%

4500

1.900

2.600
36.5

2,330,250
23 M

1,890

19

7,069,500
71 M

3,000

3.000
18.4

7,500

7,500
60.8
25

16
4.380,000
44 M
3553
36
25
10,950,000
110 M
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3,000

F.000
18.4

7,500

7,500
60.8
25

20
5,475,000
55 M
4441
44
31
16,972,500
17.0 M

50

109,500
8.9%
34%
37,230
30%
32,850

3,000

3.000
184

7,500

7,500
60.8
25

20
5,475,000
55 M
4441
44
25
13,687,500
137 M

80

68438
5.6%
30%

20,531
26%%

17,794

3,000

3.000
18.4

7,500

7,500
60.8
25

30
8,212,500
82 M
6,662
6.7
31
25458750
255 M

80

102,656
8.3%
34%
34,903
30%
30,797

700

350
43
7.500

7,300
60.8
10.7

30
8,212,500
82 M
6,662
6.7
25
20,531,250
205 M

80

102,656
8.3%
35%
35,930
26%
26,691

700
330
350

43
7.500

7,500
60.8
107

50
13,687,500
137 M

11,103

111
31

42,431 250
424 M

80

171,004
13.9%
40%
68438
30%
51,328

7,300
60.83
10.7

30
8,212,500
82 M
6,662
6.7
25
20,531,250
205 M

80

102,656
8.3%
35%
35,930
26%
26,691

94

7,500
60.8
10.7

50
13,687,500
137 M
11,103
111
31
42,431,250
424 M

80

171,094
13.9%
40%
68438
30%
51,328



Ne 2. DZ Private SB 3. DZ public PB 4. Hybrid PB 5. Dock-based PB

Mobility Impacts

Comparison of volumes
Bike rentals/Alle trips 1 BRC (%) 0.10% 0.21% 0.01% 0.22% 0.42% 0.53% 0.53% 0.79%0 0.79% 1.31% 0.79% 1.31%
Bike rentals/Cycle trips in BCR (%a) 1.04% 1.40% 0.09% 1.49% 2.80% 3.50% 3.50% 3.26% 3.26% 8.76% 3.26% 8.76%
Bike rentals/PT journeys mn BCR (%) 0.39% 0.82% 0.05% 0.87% 1.64% 2.05% 2.05% 3.08% 3.08% 5.13% 3.08% 5.13%
Bike rentals/STIB journeys in BCR (%) 0.40% 0.84% 0.05% 0.89% 1.68% 2.09% 2.09% 3.14% 3.14% 5.23% 3.14% 5.23%
Bike rentals/STIB journeys(%) 030% 0.48% 0.03% 051% 0.95% 1.19% 1.19% 179% 179% 2.98% 1.79% 2.98%

Car modal shift
% car journeys avoided 7% 20% 0% - % 10% % 10% T% 12% % 12%
Car - journeys avorded /year 0.07 M 044 M 000M 7 0.44 M 031 M 055 M 0.38 M 082M 057 M 164 M 057TM 164 M
Car - % journeys avoided /year 0.03% 0.23% 0.00% 0.23% 0.16% 0.29% 0.20% 0.43% 0.30% 0.86% 0.30% 0.86%
Car - km avoided /vear 013 M 1.36 M 0.00 M 0.00 M 0.77 M 170 M 096 M 255 M 144 M 5.09 M 144 M 5.09 M
Car - % of km avoided 0.01% 0.15% 0.00% 0.00%0 0.08% 0.19%0 0.11% 0.28% 0.16% 0.56% 0.16% 0.56%

Imrpovment of PT travels
% of PT journeys improved 60% 35% 60% - 60% 60% 60% 60% 60°% 60% 60°%% 60%
PT - Journeys improved,/year 0.60 M 07TM oosm 085M 263 M 329M 329 M 493 M 493 M 821 M 493 M 821 M
PT - % of journeys improved 0.63% 0.29% 0.03% 0.32% 0.98% 1.23% 1.23% 1.85% 1.85% 3.08% 1.85% 3.08%
PT - % of STIB journeys improved 0.24% 0.29% 0.03% 0.33% 1.01% 1.26% 1.26% 1.88% 1.88% 3.14% 1.88% 3.14%
PT - km improved,/year L12M 238 M o1 2MM 6.57 M 10.18 M 821 M 1528 M 1232 M 2546 M 1232 M 2546 M
PT - % of km improved 0.07% 0.15% 0.01% 0.16% 0.42% 0.65% 0.53% 0.98% 0.79% 1.64% 0.79% 1.64%
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Nel 2022 2. DZ Private SB 3. DZ public PB 4. Hybrid PB 5. Dock-based PB

B ST e

Villo!
Financial impacts (€ excl. VAT)
Public expenditure assumptions (€ excl. VAT)
Ratio of price paid €640 €388 €668 €0 €0 €3,000 €2,000 €3,200 €2,200 €3,000 €2,000
FTE for supervision 1 1 05 " 1.5 0 0 2 1 5 3 5 3
Public authorities budget (€ excl. VAT)
Total paid by public authonties €0.09 M €2.65 M €049 M €314 M €0.00 M €0.00 M €22.68 M €15.09 M €2445 M €16.77T M €2295 M €1527TM
Price inveiced to public authorties €0.00 M €256 M €0.44 M €3.00 M €0.00 M €0.00 M €22.50 M €15.00 M €24.00 M €16.50 M €22.50 M €15.00 M
Cost of supervision €0.09 M €0.09 M €0.05 M €0.14 M €0.00 M €0.00 M €0.18 M €0.09 M €045 M €027 M €045 M €027 M
User revenue (€ excl. VAT)
User revenue coverage rate 40% 4% - - 35% 50% 35% 50% 35% 50%
User revenue €1.02M €00M | €L04M €0.00 M €0.00 M €7.88 M €7.50 M €540 M €8.25 M €7.88 M €7.50 M
Residual public cost (€ excl. VAT)
Residual cost: € public / year €1.63 M €047 M €210 M €0.00 M €0.00 M €1481 M €7.59 M €16.05 M €8.52 M €15.08 M €.77 M
Residual cost: € public / bike €407 €942 €466 €0 €0 €1.974 €1,012 €2.140 €1,136 €2,010 €1,036
Residual cost: € public / trp by bike €0.74 €3.36 €0.90 €0.00 €0.00 €270 €0.92 €1.95 €0.62 €1.84 €0.57
Residual cost: € public / km by bike €0.24 €1.63 €1.92 €0.00 €0.00 €1.08 €0.30 €0.78 €0.20 €0.73 €0.18
Residual cost: € public / car km avoided €1.20 €1.20 €0.00 €0.00 €1545 €298 €11.17 €1.67 €10.49 €1.53
Residual cost: € public / Tonne avoided €7.327 €75.676 €9.192 €0 €0 -€244.937 €709.832 -€177.023 €55,103 €166,270 €50.252
Other impacts
Carbon footprint (CO? tons avoided)
Emitted/year (life cycle) 127 204 8 212 T4 1,152 929 1,729 1,394 2,881 1,394 2,881
Avoided/vear (Modal shift from car and PT) 118 426 57 440 695 1,160 869 1,739 1,303 3,036 1,303 3,036
Carbon footprnt (CO? tons avoided) -8 222 6 228 -48 7 -60 11 -91 155 -91 135
External impact (€ excl. VAT)
Benefits from car kalometres avoided,/replaced €025 M €2.03 M €0.00 M €2.03 M €0.98 M €2.17M €1.22 M €3.25 M €133 M €6.50 M €183 M €6.50 M
Benefits from PT kilometres avoided/replaced €021 M €356 M €025 M €381 M €6.39 M €9.91 M €7.99 M €14.87 M €11.99 M €2478 M €11.99 M €2478 M
Benefits of external impacts €046 M €59 M €0.25 M €3.84 M €7.37 M €12.08 M €921 M €18.11 M €13.82 M €31.27T M €13.82 M €127 M
Societal balance (€ excl. VAT)
External benefits - € users - € public €294 M -€0.24 M €270 M €7.37 M €12.08 M -€13.47 M €3.02 M -€10.63 M €1450 M €9.13 M €16.00 M
Social benefits / cycle trup €1.34 €1.69 -€0.35 €1.68 €221 €246 €0.37 €1.29 €1.06 €111 €1.17
Social benefits / km cycled €0.43 €085 €041 €0.67 €0.71 €0.98 €0.12 €0.52 €0.34 €044 €0.38
Social benefits / km of car avoided €2.16 €2.16 €9.62 €7.12 €14.05 €1.19 €7.39 €2.85 -€6.35 €3.14
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10.8 French study data on bike share and long-term rental
10.8.1 The respondents

Gender of respondents by type of service

0%

1%

100%

VLD (Vélo en location longue durée) 62%
VLS (Vélo en libre-service AVEC 44%
station) S
service, SANS station)
| | | |
0% 20% 40% 60% 80%
Pourcentage

) Unefemme @ Unhomme @ Autre

W cléments sous-représentés M Eléments sur-représentés
La relation est trés significative. p-value = < 0,01 ; Khi2 = 148,8 ; ddl = 4.

Socio-professional category by type of rental service
Catégorie Socio Professionnelle en fonction du type de service de location

Chdred o profesgiond inbellactualies 4G
T ——————————
T 19%
Employds  —
| — .13%
Professions Intermédaires Fu. I

|
Rotraté mm— )

s
Etudant S— |

futiars, commergants. et chefs -';‘",1
dlenbreprice  m—45

Demandeur d'emplol :1%

D

A foyer | E
Agrouiteurs explotants '.$
0%

10% 0% % 40% 0%
Pourcentage

VLD [(Vélo en location longue durée) @ VLS (Vélo en libre-service AVEC station)
# Vélo en free-floating (Vélo en libre-servioe, SANS station)

B féments sousreprisentds I Bdments surreprdsentds

La relation et tris sgnticative, prvalue = < 0,01 ; KhZ = 1527 ; ddl = 20,
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10.8.2

Refaire du vélo fréquemment |

Diminuer l'usage de la ma voiture
Aucun de ces changements
Faire du vélo pour la premiére fois en
Renoncer a votre abonnemen:I::
transport collectif

Renoncer a l'achat d'une voiture

Vous séparer d'une voiture
Retarder le passage du permis de
conduire

Renoncer a l'achat d’un deux-roues
motorisé
Vous séparer d'un deux-roues
motorisé

Revendre mon vélo personnel

Would you say that renting has led you to ...

38%

19%

17%

14%

5%

5%

3%

2%

2%

1%

10.8.3

0%

Le prix de la location est attractif

Yaime faire du vélo

Avec un vélo de location j"ai moins
peur de me faire voler mon vélo

Le vélo me permet d'éviter les
inconvénients des transports en

COIMIMmILIN

Le vélo me permet d'éviter les
inconvénients de la voiture

La location avec la maintenance est
plus pratique car je ne sais pas
réparer un vélo

Clest un vélo de qualité et robuste,
adapté & mes déplacements

Je n'ai pas de vélo personnel

Je peuyx essayer un vélo différent

(VAE, cargo, etc..

J

Je n'ai besoin d'un vélo que pour une
courte période, je ne vais pas m'en
acheter un

Yai mon vélo dans une autre ville ol
je réside habituellement

Mon vélo personnel n'est pas en état
de fonctionnement
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I
10%

Why do you prefer to rent a public bicycle?




10.8.4 Modal share trends before, during and after public bike rental

Avant de bénéficier d'un service de lo...

Actuellement (ou) depuis que vous lo... 18% 0%

Aprés avoir utilisé un vélo en location... 2%% 18% 0%

] |
0% 20% 40% 60% 80% 100%
Pourcentage

() Pas de déplacement () Marche a pied (ou rollers, patinette)
@ Vélo (y compris a assistance électrique) @ 2 roues motorisés
@ Voiture, camion ou fourgonnette @ Transports en commun
@ EDPM (trottinette électrique, monoroue, hoverboard...)

10.8.5 Intermodality

For your commute to work, do you combine your rental bike with other
modes of transport?

Oui 25%

Non, je n'utilise que le vélo public de 34%
location
Non, mais j'utilise mon vélo
personnel avec un autre mode de 7%
transport (train, etc...)

Non, je n'utilise pas de vélo avec un 24%
autre mode de transport

Autre (retraité...) 9%

0% 5%  10% 15%  20%  25%  30%  35% 40%
Pourcentage

If so, with which other means of transport?

Transports collectifs urbains | 43%

Voiture particuliére
Marche

[ | T T T g% T T T 1
0% 5% 10% 15% 20% 2 30% 35%  40% 45%

Soutenu par

-— . ]

Pourcentage
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10.9 Social LTR - Focus on two inspiring Belgian experiences

10.9.1 Vélo Solidaire in Brussels

Vélo Solidaire is a project initiated by Brussels Mobility and implemented by three associations: Pro
Velo, Cyclo and Les ateliers de la rue Voot. The following data is based on exchanges with Cyclo in
November 2023.

Vélo Solidaire targets people with no initial cycling skills or who are not comfortable getting around
in traffic. The service, which is based on close collaboration with local associations, consists of:

* training to learn to ride a bike. Training generally lasts 30 hours, but varies according to the
learner's basic level. The cost of 30 hours' training is estimated at €400/ person, paid for by the
public authorities. Conventional bikes are rarely the right size for the target audience, with a need
for smaller bikes.

* provision of a test bike for 12 months at the end of the training course. The bike on offer is
a second-hand bike reconditioned in the Cyclo et Ateliers de la rue Voot workshops by people
enrolled on a professional integration pathway. The cost of a bicycle to the public authorities is
estimated at €1,500, including:

o €650 for the "organisation of the professional integration pathway" of the people working
on the bike, including their supervision

o €450 for the "bike" part, which includes new parts for the bike, logistical coordination for
the provision of bikes, and overheads.

* Subsidised purchase option price of €25 for the beneficiary. 60-70% of people who
complete the training course buy the bike at the end of the process. In this way, 300 bikes are
purchased by people who have completed the training course.

The total cost to the public authorities of the whole project is around €1,500 per person who buys a
bike. Above and beyond this figure, the pleasure and autonomy gained by beneficiaries are
priceless.
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10.9.2

Fietsschool in Leuven

Fietsschool was launched in 2011 in Leuven and has since expanded its activities in Flanders. Itis a
bicycle training, testing and purchasing service provided by Mobiel21. This data is based on
exchanges with Mobiel21 in November 2023.

Participants:
*learn to ride a bike in 30 sessions in groups of 20, for €20 only.
* test a bike for three months.
* benefit from a €75 bike purchase option.

Every year, around 200 people benefit from this service and 125 people buy a bike. There is always
a waiting list. 90 to 95% of beneficiaries are women. Only 20% of participants have at most a
secondary school diploma.

The vast majority of participants do not have a car at their disposal. While this service does not
reduce car use, it does profoundly change the lives of the beneficiaries who have learned to ride a
bike, as the following testimonials illustrate:

* " feel better, my health is better."

* "My life has changed."

* "I've gained confidence in myself and I know I'm still capable of learning something."

* "I no longer need to complicate my life by taking the bus with a buggy and my child."

* "I've found a new freedom."

* "I save time on my travels, as I can now clean in four places instead of two" (source 69).

The total cost to the public authorities, per person trained and who then bought a bike, is €525
(€325 for training and bike test divided by the proportion of people who then buy the bike, 62%).
The service is therefore very similar to the 1élo Solidaire in Brussels, with lower costs.

Figure 116: Fietsschool Leuven (photo Mobiel 21)
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10.10 Abandoned scenario: each bicycle rack is a virtual station

"Each bicycle rack is a virtual station. As with private bicycles, any shared bikes should be attached
to bicycle racks"; this scenario was created by:

* observing the mix and confusion of parking uses between private bikes, PB in stations, private
SB and shared e-scooters.

* realising that private SB in Brussels are accepted in existing bike racks on a temporary basis until
dropzones are fully deployed (Source 46).

* hoping to bring order to public space by forcibly attaching SB and shared e-scooters to bicycle
racks.

* considering the common battery model for SB and e-soocters.

* believing that battery swapping was cheaper than stations, even on long-term.

* investing huge public money once in parking racks (infrastructure useful to all cyclists and
depreciable by the public authorities over several decades) rather than investing in PB stations
(dedicated, proprietary parking supply, depreciable over ten years, to change).

* making dropzones accessible to all cyclists without dedicating them to private SB operators, who
enjoy a competitive advantage over PB thanks to a finer territory coverage.

* considering public infrastructure such as removable battery charging hubs, accessible only to
operators. These would be shelters in public spaces with charging cabinets, reducing journey
times and hence swapping costs.

Figure 117: Extracts from the Brussels' dropzone guide (Source 55)

Légende :

Exemple de dropzone matérialisée a Simonis

Légende : dropzone en jaune
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The idea was to install the 8,800 bike racks already provided for in the parking plan and add 20,000
new bike racks in place of the current dropzones and 17l / station locations. At €150 per stainless
steel rack, including installation, this represents a one-shot investment of €3 million. On-street
parking would then increase from 41,000 bicycle spaces at the end of 2022 to 100,000 at the end of
2026 (Figure 118 and Figure 119). This would narrow the gap with the 265,000 on-street car parking
spaces (1,325 million linear km) and the 295,000 car parking spaces in buildings and homes
recorded in 2014 (Source 50).

Figure 118: Repair of available land for on-street bicycle parking in Brussels

BICYCLES RACKS DROPZONES

Number: 29,200 end of 2026 3,000 dropzones (2026 projection)
Cumulated linear: 29.2 km Cumulated linear: 11.25 km
58,400 bicycles places < 22,500 bicycles places

VILLO! &
350 dock-stations §
8.500 slots 2
Cumulated linear: 8.5 km ]
<> 17,000 bicycles places §
®
Figure 119: Estimated potential for bicycle racks and parking places
Parking category
Dropzones Villo ! Stations Bicycles racks battery Total
Parking areas 3,000 345 7,300 10,645
Bicycle spaces 40,800
Easement 3,75 * 1 métre par bornette, 2 places par arceau
Bicycle spaces per easement 2 places vélo par métre
Bicycle racks projects 8,800
Additional bicycle spaces 17,600
Cumulative length 11,250 8,500 29,200 48,950
Potential bike places end 2026 22,500 17,000 58,400 97,900

# Average. Dropzones measure 2.5 to 5 m | assumption of a similar number

In the end, however, this prospect was not adopted for the following reasons:
* no robust mechanism to check that the padlock is wrapped around an urban furniture.
* a variety of racks and rack heights in Brussels.
* a lack of suitable parking racks on the market to stabilise both bicycles (parallel parking) and e-
scooters (front parking).
* no battery standard or a e-scooter standard that unnecessarily burdens the bicycles.
* administrative and governance complexity in Brussels for the installation of bike racks.
* space between two racks.

o Ifitis too small, it makes it difficult to insert or remove a vehicle, especially with the
increasing size of PB, private cargo bikes, bikes with baskets, child seats or panniers.
Collisions between vehicles can damage them, leading to legal complications for the
operator and dissatisfaction among users.

o Ifitis too wide, users run the risk of placing the shared bike or e-scooter between two
racks, de facto blocking an available space and resulting in user dissatisfaction.

* operational complexity for the operator, where the multiplication of bicycle drop-off/collection
points increases costs and accelerates deterioration.

* The history of the Brussels PB calls for calming decision rather than bike share revolution risk.
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10.11 Ratios of rentals per PB subscriber

10.11.1.1 Brussels ratio of annual rentals per subscriber (~43)

Average Vilo ! rentals / yearly members

50 43 44 43 44 " . 43 44 46 44 44
20 37

30
20
10

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 2021 2022

10.11.1.2 Ratio of rentals per subscriber in the benchmark (~80)
140

120

102

100

80

60
44

40

20

Villo ! Velo Bicimad Levélo Veélib'
Brussels Antwerp C Madrid Marseille Paris

10.12 Private car versus 35 mobility offers

Mass transit 4 Urban: STIB | Inter-regional: De Lijn, TEC, waterbus |
Train: SNCB, Thalys, Eurostar | Coach: FlixBus, Ouibus
Carparking 3 MyFlexiPark, BePark, Commuty

One-way 6 Villo !, Dott, Tier, Pony, Bolt, Voi
Private Multimodal shared
car complexity bikes

Bike rentals 4 Blue bikes, Swapfiets, Pro Velo, Cambio, Monkey, etc.
Carsharing 8 Cambio, Getaround, Poppy, Cozywheels, Wibee, Dégage,

OR Green Mobility, MILES Mobility
Scooters 7 Dott, Lime, Poppy, Pony, Voi, Bolt, Tier
Mopeds 1 Felyx
Carpooling 4  Blablacar, Commuty, Kowo, Carpool
Taxi 6 Collecto, Taxis verts, Taxis bleus, Taxi.eu, Victor Cab,

@Mobiped 2024 Handycab
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10.13

Impact of bike sharing on cycling in the UK

New to cycling or a gap

so% | of 5 years or more
20%
10%

o

2016 2017 2018 2019 2020 2021

CYCLING FOR
THE FIRST TIME

. Male
. Female

CYCLING AFTER
LOMG BREAK OF
5+ YEARS

CYCLING AFTER
A SHORT BREAK
(1-4 YEARS)

MOMNE OF THE
ABOVE | HAVE
ALWAYS CYCLED

0% 20% 40% 60%

Change in cycling levels since using bike share BIKE SHARE COMPLEMENTS
BIKE OWMERSHIP

MUCH LESS b
OFTEN 2%

LESS
OFTEN . 2%

ABOUT
AS BEFORE 9 A)
OF USERS HAVE BOUGHT A BIKE SINCE
MORE JOINING THE SCHEME
OFTEN

37%

0% 10% 20% 0% 40% AS USING BIKE SHARE

Source 12
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10.14 Monthly rental prices for pedal, pedelecs and cargo bikes in LTR in 2023

FietsAmbassade (Ghent)

Vélocité (Liege)

Pedal bikes
Swapfiets (Brussels)

Pro Velo (Brussels)

M Vélo+ (Grenoble)
Véligo Location (Paris)

M Vélo+ (Grenoble)

Pedelecs Vélocité (Liege)

Swapfiets (Brussels)
FietsAmbassade (Ghent)
Pro Velo (Brussels)
Véligo Location (Paris)
M Vélo+ (Grenoble)
FietsAmbassade (Ghent)
Pro Velo (Brussels)

Cargo bikes

Solidarity

€7 /month
€20/month

€14/month

€40/month
€14/month

Student
€7 /month

€4.90/month

€20/month

Normal

3 months: €30
(€10/month)

6 months: €50 (€8/month)

12 months: €80
(€6.70/month)

€22/month
€172/month

€27 /month
€40/month

€54 /month

3 months: €180
(€60/month)

6 months: €300
(€50/month)

12 months: €480
(€40/month)

€65/month
€140/month
€336/month
€80/month
€54/month
€275/month
€423 /month
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Website

https://fietsambassade.gent.be/en

https://www.liege.be/fr/vivre-a-
liege /mobilite /velocite

https://swapfiets.be

https://www.Pro
Velo.org/en/services/bicycle-hire-in-

brussels/

https://www.veloplus-m.fr

https:/ /www.veligo-location. fr/what-is-



https://fietsambassade.gent.be/en
https://www.liege.be/fr/vivre-a-liege/mobilite/velocite
https://www.liege.be/fr/vivre-a-liege/mobilite/velocite
https://swapfiets.be/
https://www.provelo.org/en/services/bicycle-hire-in-brussels/
https://www.provelo.org/en/services/bicycle-hire-in-brussels/
https://www.provelo.org/en/services/bicycle-hire-in-brussels/
https://www.veloplus-m.fr/
https://www.veligo-location.fr/what-is-veligo-location/
https://www.veligo-location.fr/what-is-veligo-location/

10.15

10.15.1

10.15.2

10.15.3

Legal context of bike sharing in Brussels

The following details are provided for information purposes only. While they are partly the result of
the interpretation and popularisation of exchanges with the legal departments of Brussels Mobility

and STIB, any decision must be subject to legal analysis in accordance with the rules.

Some key documents
Jurisdiction  Text

Brussels- * 5 December 2008: concession to operate an automated bicycle rental system in

Capital Region  the Brussels-Capital Region.

| Convention *9 June 2011: amendment n°1 (content and duration of phase 2).

Villo ! * 24 April 2014: amendment n°2 (control over the waiver of fees telated to the
occupation of the regional public domain).

* 19 July 2018: amendment n°3 (introduction of e-17/o ! with portable battery)

* 16 September 2026: end of concession.

Brussels- * 25 October 2010: Ordinance governing the operation of a public service of
Capital Region —automated bicycle rental.

* 29 November 2018 (amended on 22 March 2022): Ordinance on the use of
shared transport modes as an alternative to the car.

* 13 July 2023: Decree of the government of the Brussels-Capital Region
implementing the ordinance of 29 November 2018 on the use of shared
transport modes as an alternative to the car.

European * Decision 2012/21/EU of the European Commission of 20 December 2011
Commission concerning the application of article 106, paragraph 2, of the Treaty on the
Functioning of the European Union Treaty to State aid in the form of public
service compensation granted to certain undertakings entrusted with the
operation of services of general economic interest (O] L 7 of 11.1.2012, p. 3).
* Decision of 24.6.2019 on the State aid implemented by Belgium for JC Decaux

Belgium Publicité.
European * Directive 2010/40/EU on Intelligent Transport Systems (I'TS).
directives * Directive 2014/23/EU on the award of concession contracts.
European Regulation (EC) No 1370/2007 of the European Patliament and of the Council

Regulation of 23 October 2007 on public passenger transport services by rail and by road.

Altmark case  Judgment of the Court of Justice of 26 October 2016, Orange v. Commission, C-
law 211/15 P, ECLI:EU:C:2016:798, paragraph 44.

PB would not be a public passenger transport service

A bike sharing rental scheme does not appear to qualify as "public passenger transport" within the
scope of Regulation (EC) 1370/2007. This then calls into question the formula of the 2010

ordinance.

Are public bicycles an SGEI?

In 2019, the European

o Figure 120: Service of General Economic Interest
Commission appeared to

Service of general economic interest (SGEI): SGEI are economic activities which deliver
confirm the existence of outcomes in the overall public good that would not be supplied (or would be supplied under
. different conditions in terms of quality, safety, affordability, equal treatment or universal
an SGETI and State aid for access) by the market without public intervention. The PSO is imposed on the provider by
the I7lo ! contract (Fignre ~ Way of an entrustment and on the basis of a general interest criterion which ensures that the
service is provided under conditions allowing it to fulfil its mission.
120, Sonrce 10).

But in 2019, operators of private B2C shared bikes initiatives either did not exist or were still in
their infancy. Does their development call into question the notion of SGEI? Whether an activity
qualifies as an SGEI depends in particular on the existence of a market failure. If an operator only

considers its commercial interest, it will not offer a level of service that meets a real need for a
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specific public service. This failure would then be an objective reason for considering that public
intervention is required to guarantee the provision of this service, with the constraint that it must
be provided universally. In view of the elements studied (see sectzon 4.4.3), the SGEI still seems

relevant.

10.15.4 Some implications to consider for an SGEI

* Since 2012, the mandate of an SGEI company cannot exceed ten years.

* For an SGEI, the financial compensation (= a financial contribution) of users is required.

* Additional aid is possible above the €15 M/year ceiling, subject to ptiot notification to the
European Commission. The aid must meet stricter criteria, in line with the 2011 SGEI guidelines
(existence of a mandate, prior determination of the parameters for calculating compensation,
control of any overcompensation and the principle of repayment). The European Commission
may impose additional conditions in terms of incentives to improve SGEI efficiency and
compliance with public procurement rules where applicable.

* All direct or indirect contractual documents between the BCR and the operator must include the
following information:

o the nature and duration of the public setvice obligations.

o the company and the territory concerned.

o the nature of any exclusive or special rights granted to the company by the aid granting
authority.

o adescription of the compensation mechanism and the parameters for calculating,
monitoring and revising the compensation.

o how to recover any overcompensation and how to avoid it.

o a reference to this decision.

10.15.5 Awarding of an SGEI without competition

The awarding of an economic mission without competitive tendering in accordance with Altmark
case law can be qualified as State aid unless the four conditions are met:

* the beneficiary company must have clearly defined its public service obligations.

* the method used to calculate compensation is objective, transparent and pre-established.

* the compensation does not exceed the amount required to cover all or part of the costs incurred
in discharging the public service obligations, taking into account the related revenues and a
reasonable profit. There can be no overcompensation.

* where the company which is to perform the public service obligations is not chosen following a
public procurement procedure, the level of compensation is determined based on an analysis of
the costs which a typical company, well run and adequately provided with means of meeting the
necessary public service requirements, would have incurred in performing those obligations,
taking into account the relevant revenues and a reasonable profit for performing the obligations.
This last option could a prioti be accepted by the Commission only in exceptional cases. On this

last point, costs can be requested from candidates as part of the competitive dialogue.

In addition, discussions are currently underway on regulatory changes to exclude bicycles from
State aid.
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10.16 Household composition and nhumber of adults in 2022
Households in

One-person household

Married couples without children
Married couples with children
Unmarried couples without children
Unmarried couples with children
Single-parent families

Other household types

NUMBER OF HOUSEHOLDS
ADULTS PER HOUSEHOLD

Number of private households on 1 January by household type by region | Data: Federal Planning

2022 Adults
263,386 263,886
50,787 101,574
103,298 206,596
30,557 61,114
28,507 57,014
65,482 65,482
21,365 21,365
563,882 777,031

1.38

Bureau; FPS Economy - Statbel (source 56).

10.17 Digital skills of Brussels residents

Belgium (Household income)
Brussels 1st quintile 2nd quintile 3rd quintile 4th quintile 5th quintile

Advanced 36% 12% 16%
De base 26% 20% 27%
Low 15% 18% 19%
Very low 7% 17% 17%
Limited 5% 9% 8%
None 4% 6% 3%
Not user of

Internet 6% 18% 10%

Source 16

10.18 Multimodal information disseminated by mobility generators
receiving various audiences (visitors, employees, suppliers)

Organisation Receiving Public
Administration, Land, Office, Shop,
Cultural, sport, shool, health center
Professional and particulars events

Access modes

..J“iAéﬂ'

Employees - Clients - Providers- Prescribers - Journalists

Visitors
Source 77

23% 35%
29% 31%
22% 19%
12% 8%
5% 3%
4% 2%
6% 3%

.

Communication at 360°
g L2
@ B E 2 i

Any organisation tries to
promote access to its facility
in their section ‘Practical
informations - Access maps -
Contacts’.

Mobiped enables them to be
more attractive by improving
the quality of the infomobility
shared to their visitors.

—
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10.19 Forward-looking approach to integrating PB into STIB
communication media

10.19.1 Network presentation integration PB features

2026

iped 2024

\'C:M oD

LE RESEAU DE LA STIB EST CONSTITUE DE 4 LIGNES DE
METRO, 17 LIGNES DE TRAM ET 55 LIGNES DE BUS (+ 11
LIGNES DE BUS DE NUIT NOCTIS).

Plus de 1.300 véhicules (tram, bus et métro) circulent sur ces lignes, 7
jours sur 7, 20h/24h.

LE RESEAU DE LA STIB EST CONSTITUE D’T RESEAU DE STATIONS
DEVELO EN LIBRE SERVICEET DE'4 LIGNES DE METRO, 17 LIGNES
DE TRAM, 55 LIGNES DE BUS (+ 11 LIGNES DE BUS DE NUIT
NOCTIS)

Plus de 1.300 véhicules (tram, bus et métro) circulent sur ces lignes, 7 jours
sur 7, 20h/24h, et 7.000 vélos sont disponibles 24h/24

10.19.2 Google search results from PT operator to mobility operator

20267

PIYA
@ N\Uh‘ped ”

STIB MIVB Trip Planner

514.383.0404 | Télé:

SMIB - Société des Mobilités intercommunales de Bruxelles|
%e service public des mobilitésEe[NENeT oI £] [N T Mo [l o] {o] o Jo}{:]
des

bus, tramways, métros et autres services de mobilité.
Consultez les horaires, les plans, [E3EELENGEN les tarifs, les actualités et
les projets de la STIB sur son site web et son app mobile.

ouer un vélo
.. vélos en libre-service a moins de 5 minutes
|a pied de chez vous a prix accessible]
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10.19.3 Change of name from STIB to SMIB with a mobility focus rather

than transport

SUIVEZ LE GUIDE

La STIB (Société des Transports Intercommunaux de Bruxelles) est le

principal opérateur de transports publics a Bruxelles. Notre réseau,
composé de lignes de métro, de tram et de bus, vous transporte aux 4
coins de la ville tous les jours.

2 SUIVEZ LE GUIDE

La SMIB (Société des Mobilités Intercommunales de Bruxelles)

est le principal opérateur des services publics de mobilite
Bruxelles. Notre réseau, composé de lignes de métro, de tram et
de bus et de stations de vélo en libre-service, vous permet de vous
déplacer aux 4 coins de la ville tous les jours.

10.19.4 Home of the STIB app with direct access to PB station

23
gse

Strombeek
Kobuegem  Wemmel

D

Jette : A
Schaerbeek
Schaarbeek Crainl
Brussels

Itterbeek e

Saint-Pierre —
Sint-Pieters.
Woluwe

Q, Ou souhaitez-vous aller ?

Se connecter pour
voir ses adresses

X

Mes arréts favoris

4 @8 ## O @B

Trajet Lignes Améts  Portefeuille Parametres

2026 °
A
o ped 2072
@
Kobuegem  Wemmel o Mm@
em
Jet g Zave
Schaerbeek
Schaarbeek =
Brussels
tterbeek Woluwe:
Saint-Pierre —
Sint-Pieters.
Woluwe
Uccle —
Ukkel

Q, Ou souhaitez-vous aller ?

Se connecter pour
voir ses adresses

X

Mes stations favorites
ad ifan @
Trajet Lignes  [SHBAE Portefeuille Parametres

Kobuegem  Wemmel -

Relegem
1KS: o
: Jette o
Schaerbeek
Schaarbeek: Crainl
Brussels
et Woluwe-
Saint-Pierre —
Sint-Pieters-
Woluwe

Q Ou souhaitez-vous aller ?

Se connecter pour
voir ses adresses

X

Mes stations favorites
7 aiy ]
Trajet Lignes BEBNBRE roriefeville Paramétres

Public Bicycles in Brussels: Assessment, Scenarios, Recommendations | TML - MOBIPED

111



10.19.5 Home of Floya, the Brussels MaaS app, with a priority to public
service on shared e-scooters and including the notion of public

bicycle service

@sT® 2073
21:05 REQST T 31%4
NV g - .-~ Machelen

Transport
public

Trottinette Vélo

e @

Voiture en Voiture en
station libre-service

Q e

Découvrir

21:05 KOG NI 31%8 21:05 KEQAT Nt 31%8

-—— == - Macheien -—— e B Machelen
) Ou? Q ou? B M
e e = + . sy v .
5 s &30 . - ‘B .
0

Transport !‘?. Frottingtos _Jransport Vélo Trottinette

public

®@ © @

Voiture en Voiture en

@ @

Voiture en Voiture en

, . = Vélo ) >
station libre-service T station libre-service
Découvrir cke Découvrir 7-7

10.19.6 STIB route search engine with bike as a research criteria

2023

@QX B

abrusse(s".

Recherche d'itinéraires

@ o
= o

1, inverser
Partir a v
19/12/2023 E
" v 50 v
Options de service ]
=) é g &
Autobus Tramway Train

L]

i " {70

20267

A
- ea 202
DIpe
W

ibrussels.‘-n

Recherche d'itinéraires

® o
= o

T inverser
Partir & v
19/12/2023
1 v 50 v
Options de service e
QO @0 é@ 90
Autobus Métro Tramway Train
w° @ e
Vélo
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10.19.7 Real-time information, including bike availability at each station

HORAIRES ET TEMPS REEL

>TEMPS REEL

3
gste 20

o METRO

1 ]2 6 ]

°TRM
ERrDDEDDODeEssEceO=2@0a

oBlIS

DR “EHE » OO0 *sEHED"RQ0™O0EM0O
EEEECEEL EEEEL-E N B R
DipOomE0ODOsE =@

o osfosll JoollLy. 11 faz). s sy 3

20267

A
@N\ob\ped 207 ) VELOPUBLIC

10.19.8 Network map with PB stations

tout

o BnErEanza \
° [7)33 34 36 () E0) 41 [3)
o
Q

[43]as]as [a7as]ao] -]
[53[54]56]57 5859 [0
(=164 66 ]60] 71 F 7 £
74k k] 77]78]79]80] -}
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1‘1
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10.20 Extract of the Innov@talier design sprint
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10.21

Some information on the Brussels context

CLIMATE

Temperature Mois jan. fév. |mars avril mai | juin | jui, aoUt sep. oct. nov. déc. année

and rainfall Température minimale moyenne (°C) | 08 06 3 49 89 |116 137 134|108 76 37 2 6,8

(Source 76) Température moyenne (°C) 32 36 | 65 9 133(158 18 18 (148 11 | 65 43 | 104
Température maximale moyenne (°C) | 5,6 6,5 99 131 177 20 223 224 187 144 91 6,5 13,9
Record de froid (°C) -136 -57 -22| 03 | 44 39 0 -68 -128 -17,7 -211
Record de chaleur (°C) 163 | 20 242 m 204 16,7 | 39,7
Précipitations (mm) 7.1 5277 | 729 537 693|775 689 636 623 681 791 788 8178

Source - Meteo Stats =
INFRASTRUCTURES

Road covering

Cobblestones => Sturdy frame, tyre grip in

the rain, comfortable to use.

https://data.mobility.brussels/mobigis /fr/

> Bicycles > Roads

Tram tracks There are 150 km of tram track, with regular sharing of use with other modes. A

- #

bicycle pictogram is sometimes affixed in the middle of the two lanes.

TOPOGRAPHY
Slopes The Brussels area has an impact on people's willingness to make
an effort by bike and on battery life:
https://data.mobility.brussels/mobigis/fr/ > Bicycle > Slope.
@ — :’2_5%
(5) m— =50
HISTORY
Protected Some buildings and sectors are classified as UNESCO sites, which may impose
heritage specific architectural constraints.
VANDALISM
Vandalism ©Max de Radigues (Source 71).
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Funded by
the European Union
NextGenerationEU

Financing

NextGenerationEU is a temporary stimulus package of over 800 billion euros to help repair the
immediate economic and social damage caused by the coronavirus pandemic. Post-Covid-19 Europe
will be greener, more digital, more resilient and better adapted to current and future challenges.

The Recovery and Resilience Facility, the centrepiece of NextGenerationEU, is endowed with 723.8
billion euros in loans and grants to support the reforms and investments undertaken by EU countries.
The aim is to mitigate the economic and social consequences of the Covid-19 pandemic and make
European economies and societies more sustainable, more resilient and better prepared for the
challenges and opportunities of the ecological and digital transitions.

The "Preparatory study for the public bicycles service of the Brussels-Capital Region in 2026:
Benchmark and Recommendations” is part of these priorities established by the Brussels Government
and at European level, and concerns in particular the Mobility axis and the Acceleration of MaaS
deployment component. More specifically, it aims to plan the Brussels-Capital Region's future public
bicycle setvice. In financial terms, the "Preparatory study for the public bicycles service of the
Brussels-Capital Region in 2026: Benchmark and Recommendations" is supported to the tune of
€197,816.75 incl. VAT.
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