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1 Executive Summary 

 

A sustainable urban mobility plan (SUMP) is a strategic plan designed to satisfy the mobility needs 
of people and businesses in cities and their surroundings, ultimately resulting in a better quality of 
life (see www.mobilityplans.eu).  

The existing methodology and guidelines for SUMPs concentrate on a single urban area. In 
contrast, the Intelligent Energy Europe funded project Poly-SUMP has developed a methodology to 
assist a typical polycentric region in delivering coherent and coordinated sustainable mobility plans 
for the different poles of the region, not only for a single city. 

The POLYSUMP project began in May 2012 bringing together a consortium of six regions - Marche 
(IT), Central Alentejo (PT), Central Macedonia (GR), Rhine Alp (AT), The Heart of Slovenia (SI) and 
Parkstad Limburg (NL) – and private think tanks (ISIS, Trivector, Panteia, BOKU, Missions Publiques). 

This final publishable report presents the results of the project, discussing after a short introduction: 

 What is a polycentric region and how it can be detected with the help of structural and 
mobility indicators (Chapter 3) 

 How to create a common ground and vision in the polycentric regions, showing the results of 
pilot tests applying the Future Search methodology at European level and in six polycentric 
regions of Europe (Chapter 4) 

 How the lessons learnt from the pilot tests have been assessed and capitalized to implement 
action plans in the six regions (Chapter 5) 

 The transferability of the methodology to other polycentric regions (Chapter 5) and main 
conclusions and remarks (Chapter 6). 

 

For the purposes of the Poly-SUMP project, “polycentric city regions” have been defined as 
“networks of medium-to-small cities and peri-urban villages in a relatively compact area – an area 
that could be travelled with a commuting time not exceeding 1 hour each way – and not 
dominated by a central large metropolitan city“. These regions are much more densely populated 
than the rural regions, but because population and urban functions are not concentrated in the 
capital city the accessibility and competitiveness of the region on the global market can be badly 
affected, as it is more difficult to achieve the critical mass of power, scale economies and visibility 
typical of large metropolitan regions. 

To help identify “polycentric regions” on the map of Europe, the project has developed a set of 
polycentric accessibility and mobility indicators. These include not only spatial data (e.g. population 
density) but also mobility data (e.g. average distance travelled to work). Measured values such as 
the Gini coefficients applied to the distribution of population, workplaces and other urban 
functions are used to describe the polycentric profile of the region. A data tool to assess the 
polycentric profile of a region is now available at www.poly-sump.eu. After the collection of specific 
data for each region (e.g. number of poles, population and built-up area, jobs supplied and 
workers resident in each pole, average trip distanced for work and leisure purposes – based on 
travel survey data available for the region – modal split information and the O-D matrix of trips 
within and between the poles), the tool allow to compute 10 indicators describing the regional 
structure and transport and display this in a spider-web graph. 

http://www.mobilityplans.eu/
http://www.poly-sump.eu/
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Sustainable Urban Mobility Plans (SUMP) or equivalent planning procedures are a complex 
undertaking for any city wishing to promote sustainable mobility in urban agglomerations. But the 
challenge is even greater when urban functions, people and mobility are scattered in different 
towns of polycentric regions, as defined above.  

Planning daily mobility in polycentric regions will require therefore to coordinate policies and 
services of many actors – transport and urban planners, local and regional policy makers, urban 
and interurban public transport providers – within and across different urban centers and 
administrative boundaries. A new participatory governance model is therefore needed to plan for 
sustainable mobility in these regions in an integrated way, fostering a dialogue between actors at 
different levels of government and across neighborhood municipalities, in charge of transport and 
other related sectorial policies (e.g. land use, environment, housing, energy, social and economic 
development). 

To address this challenge, the Poly-SUMP methodology combines the Future Search participatory 

approach1 with the assessment of polycentric mobility planning, and has been applied first at 
European level and then tested in the six polycentric regions of the Poly-SUMP project. Overall, the 
Future Search Workshops in all partner regions reached their purpose: creating a common vision, 
objectives and a draft action plan. The majority of participants enjoyed most and were encouraged 
by the creativity that was provided by the FS methodology. 

According to what has been experienced in the six Poly-SUMP partner regions, to incorporate the 
local Future Search action plans in the existing planning procedures presents both opportunities 
and obstacles. In addition, there are a number of collateral benefits from applying the 
methodology, besides the implementation of the action plans. As it concerns the transferability of 
the Poly-SUMP methodology, this has been evaluated by inviting representatives of six regions 
(“twin” regions) to a Transferability Workshop2, held in Lund in May 2014, and further analysed by 
means of post-workshop interviews to the participants. It seems by far more interesting the 
transferability of the methodology, rather than actions plans or single actions, whose suitability 
strongly depend on local circumstances. Indeed, in most of the twin regions the data needed to 
apply the methodology - and in particular to compute the polycentric profiles - are available, or at 
least the effort to gather some missing data is considered feasible. In addition, channels and 
opportunities to engage the relevant stakeholders are readily available, although at least for the 
Maribor region the problems are related with their commitment. However, the political 
sponsorship sometimes is available only on a declarative basis, and the formalisation of the 
engagement in the Future Search process and especially in the follow-up and capitalization 
activities is considered time consuming. 

 

The following is a list of pros and cons of the Poly-SUMP methodology compared to a conventional 
way of making a SUMP: 

 

 

 

                                                

1 The Future Search (FS) method (www.futuresearch.net) consists of organising participatory visioning and planning meetings that help 
people to build up a mutual understanding, to share a common ground and vision of a desired future, and to transform their capability 
for action very quickly. 

2 Participants from five twin regions - North Alentejo (PT), Eastern Macedonia and Thrace (GR), Murtal (AT), Maribor (SI), Noord Limburg 
(NL) – attended the workshop, as the invited representative from the Abruzzo region (IT) eventually didn’t show up to to force majeure. 

http://www.futuresearch.net/
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Pros compared to the conventional way of making a SUMP 

 Better regional understanding of local needs - The approach connects stakeholders and 
encourage them to discuss and work together, connecting different poles to each other, 
connecting planners and users etc. This creates a better understanding of each others needs 
and wishes – but also of limitations and shortcomings, compared to the traditional 
consultation where the stakeholders are more passive and responding to mostly 
preformatted questions.   

 Fosters creativity - The approach fosters creativity both in envisioning a desired future and 
the pathway to get there. New ideas and solutions that would not have been found can 
emerge in the creative workshop with a wide range of stakeholders. 

 Everybody starts at the same level - when entering the Future Search room no prior 
knowledge of the specific mobility situation in the region is necessary. In this respect the 
workshop is not technical, but the expertise, values and knowledge are brought in the room 
by the participants themselves. This creates an even playing field, ensuring that everybody 
contributes to the process.  

 More efficient process - the approach is very time efficient compared to the traditional way of 
making a SUMP.  A huge amount of knowledge, understanding, consultations etc. is 
exchanged and carried out within three days. In the traditional consultation processes 
eliciting such quantity and quality of knowledge can take much more time, in order of 
months, not days.  

 Back-casting and goal oriented - the approach is based on back-casting, envisioning the 
future we want and trying to find a way to get there. In that way the approach promotes 
management by objectives, taking an active lead in the development of the region rather 
than a “predict and provide” perspective bounded to the single city level.  

 Bottom-up - the approach captures ideas and needs also from outside the conventional 
world of transport practitioners, involving different categories of mobility stakeholders that 
may be new to the topic but are heavily affected as well by mobility problems.  

 

Cons compared to the conventional way of making a SUMP 

 Future Search is strongly dependent on the right mix of stakeholders. The method is based on 
the idea of bringing “the whole system in the room”, if this fails also the subsequent process 
and the final outcomes suffer. Depending on cultural setting it might be more or less easy 
and/or suitable to have key decisions makers in the room.  

 Not easy to get many stakeholders involved for a long time (3 days) - the local future search 
workshop requires that important stakeholders take the time to commit to the workshop. 
Ideally about 60 persons should take part in the workshop. This can be difficult, and a lot of 
effort needs to be put into the process for making it happen.  

 Limited time available for using technical knowledge during the workshop to feed the process 
- the polycentric profiles are done before the workshop and used when planning it, but are 
not directly an input to the workshop process. In the traditional way of making a SUMP the 
knowledge of the region is feed into the process of finding and evaluating actions. In the 
Future Search based Poly-SUMP approach, the knowledge of the region in the workshop is 
solely brought by the participants, there is no room for more technical presentations. If the 
participants does not hold already on their own an accurate and complete enough picture of 
the situation in the region – including the state of the art of current policies and plans - this 
might lead to propose unrealistic actions in the Action Plan. 
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2 Introduction 

 
A sustainable urban mobility plan (SUMP) is a strategic plan designed to satisfy the mobility needs 
of people and businesses in cities and their surroundings, ultimately resulting in a better quality of 
life (see www.mobilityplans.eu). It builds on existing planning practices and takes due 
consideration of integration, participation and evaluation principles. The existing methodology and 
guidelines for SUMPs concentrate on a single urban area. In contrast, the Intelligent Energy Europe 
funded project Poly-SUMP aims to assist a typical polycentric region with the development of 
coherent and coordinated sustainable mobility plans for the different poles of the region, not only 
for a single mono-centric city. 

The POLYSUMP project began in May 2012 bringing together a consortium of six regions - Marche 
(IT), Central Alentejo (PT), Central Macedonia (GR), Rhine Alp (AT), The Heart of Slovenia (SI) and 
Parkstad Limburg (NL) – and private think tanks (ISIS, Trivector, Panteia, BOKU, Missions Publiques).  
The project has developed and tested a new participatory foresight approach based on Future 
Search and focusing on the particular needs of polycentric regions. 

3 What is a polycentric region?  

 
For the purposes of the Poly-SUMP project, “polycentric city regions” have been defined as 
“networks of medium-to-small cities and peri-urban villages in a relatively compact area – an area 
that could be travelled with a commuting time not exceeding 1 hour each way – and not 
dominated by a central large metropolitan city“.   

The assumption is that polycentric city regions feature a capital (the largest) city with relatively low 
population (e.g. less than 200.000 inhabitants in larger regions or less than 100.000 inhabitants in 
smaller regions) and a number of intermediate poles of a size smaller than the capital city and 
greater than 5.000 inhabitants. 5.000 inhabitants was proposed as a pragmatic rule to distinguish 
urban poles from rural towns. However, a lower threshold (e.g. 2.000 inhabitants) could be 
appropriate for smaller regions. The population of these regions is mostly concentrated in medium-
to-small urban poles, and higher and middle urban hierarchy functions are scattered across the 
different centres.  

These regions are much more densely populated than the rural regions, but because population 
and urban functions are not concentrated in the capital city the accessibility and competitiveness of 
the region on the global market can be badly affected, as it is more difficult to achieve the critical 
mass of power, scale economies and visibility typical of large metropolitan regions. The figure 
below shows the pragmatic criteria used to identify such regions.    

 

 
 
 
 
 
 
 
 
 

http://www.mobilityplans.eu/
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Figure 1 - Polycentric vs Monocentric and rural regions 

 
As a matter of fact, the polycentric regions are a neglected reality in the EU policy agenda, as the 
latter includes distinct urban and rural policies, but hardly the intermediate regions where the 
population and urban functions are distributed in a network of towns. 

3.1 Why polycentric regions will be increasing relevant in the EU landscape?  

 
Globalization processes mostly favor large and medium metropolitan areas, where added value 
and jobs are concentrated. However, due to the lack of space and diseconomies of scale, such as 
higher social and housing costs resulting from concentration and real estate speculation in denser 
areas, businesses subsequently move to secondary growth poles, which offer attractive living 
conditions and good connections to the metropolitan areas. Whenever the metropolitan 
government decides to charge the real cost of infrastructure and services, businesses may prefer to 
relocate to other less expensive growth poles to enjoy a range of high level services with relatively 
lower costs. 

 Since the beginning of the 21st century, many cities in Europe have experienced significant 
growth due to these reasons, sometimes at rates higher than that of their capital city. Devolution of 
powers in some cases also enabled some of them to develop strategies to generate additional 
growth in their economies.  Neighborhood small towns and rural areas also benefited from these 
developments by retaining their productive activities (agriculture, small industries) while the peri-
urban areas mainly attracted the businesses that could not afford, or chose not to, locate within 
the centers of the larger poles. 

3.2 Which polycentric regions were analyzed by the project? 

 
Poly-SUMP tested the methodology in six regions in Europe: 

 Central Alentejo (Portugal) 

 Central Macedonia (Greece) 

 The Heart of Slovenia (Slovenia) 

 Marche Region (Italy) 

 Parkstad Limburg (Netherlands) 

 Rhine Alp (Austria) 
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For each region, we have analyzed the institutional (government) and governance (stakeholders) 
framework delivering transport plans and policies, some key structural indicators (population, 
economy, transport) and the “polycentric profile” using a tool developed by the project for this 
purpose (see section 2.3 below). The results of the institutional framework and key structural 
indicators are presented in the Appendix. 

3.3 How is the “polycentric” profile of the regions shaped? 

 

To help identify “polycentric regions” on the map of Europe, the project has developed a set of 
polycentric accessibility and mobility indicators. These include not only spatial data (e.g. population 
density) but also mobility data (e.g. average distance travelled to work). Measured values such as 
the Gini coefficients applied to the distribution of population, workplaces and other urban 
functions are used to describe the polycentric profile of the region. A data tool to assess the 
polycentric profile of a region is now available at www.poly-sump.eu. After the collection of specific 
data for each region (e.g. number of poles, population and built-up area, jobs supplied and 
workers resident in each pole, average trip distanced for work and leisure purposes – based on 
travel survey data available for the region – modal split information and the O-D matrix of trips 
within and between the poles), the tool allow to compute 10 indicators describing the regional 
structure and transport and display this in a spider-web graph. Indicators calculated are:  

1. Density of population (in the built-up area, otherwise instead of using the generic density 
indicator for the whole area, it is better to use the alternative indicator “average population 
size”, i.e. the total population divided the number of municipalities in the region) 

2. Share of population living in the intermediate poles over the total population 
3. Distribution of inhabitants 
4. Distribution of work places 
5. Distribution of employed residents related to distribution of work places 
6. Average travelling distance to work place (if available from travel surveys, otherwise you can 

use as alternative indicator the “average distance between the poles”, e.g. measured by road 
distances between the cities, with a different meaning, i.e. that of measuring the average trip 
length between the poles)   

7. Average distance to recreation (if available from travel surveys, otherwise you can use as 
alternative indicator the “average distance within the pole”, measured as average rayon of 
trips within the cities, with of course a different meaning) 

8. Share of public transport trips (working day) 
9. Share of non-motorised trips (working day) 
10. Interdependence index in transport demand (working day) 

 
By using this data tool, the six Poly-SUMP test regions compiled their polycentric profiles, all 
presented and compared in one spider diagram (see figure 2 below). 
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Figure 2 - Polycentric Profile of the Poly-SUMP regions 

 
The right side of the diagram shows the indicators of regional structure (i.e. density of population 
and employment and its distribution between the poles, etc.) and the left side the indicators of 
mobility (i.e. mode share, trip rates and distances, etc). This systemic overview of regional structure 
and mobility indicators facilitates the comparability across regions.  

Regarding the regional structure similarities are found between Marche region, Parkstad Limburg, 
The Heart of Slovenia and Rhine Alp who have all a quite even distribution of inhabitants, 
workplaces and ratio inhabitants/workplaces among the poles. Parkstad Limburg and Rhine Alp 
are medium densely populated while Central Macedonia and The Heart of Slovenia are quite 
sparsely populated. The largest pole is not dominant in Marche region, Parkstad Limburg and 
Rhine Alp (this indicator is lacking for the other three regions). 

The regional transports are a bit more diverse between the regions. Central Alentejo and Central 
Macedonia have quite long travel distances to work and very much shorter distances for 
recreation. Also The Heart of Slovenia has shorter distance for recreation than for work, but not the 
extreme shown by Central Alentejo and Central Macedonia. In Marche region, Parkstad Limburg 
and Rhine Alp the distances to work and recreation are about the same. 
The majority of the more sustainable travels (public transport and non-motorised trips) in Parkstad 
Limburg, Central Alentejo and The Heart of Slovenia are made by non-motorised trips while the 
share of non-motorised and public transport is about the same in Marche region and Rhine Alp. In 
Central Macedonia the share of non-motorised trips is very low. The traveling between poles is 
highest in Marche region and also relatively high in Parkstad Limburg and Rhine Alp (the indicator 
is lacking for the other three regions). 
The features of the six regions are compared in Table 1 below: 
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Table 1 - Comparative assessment of polycentric profiles 

Region Population, 

workplaces and 
population/workplace 

Dominating 

pole 

Population 

density 

Distance  

(W=work, 
R=recreation) 

Sustainable 

transport 
modes 

Travel 

between 
the poles 

Marche 
region 

Evenly distributed No  W = R Non-m= PT Quite high 

Parkstad 
Limburg 

Evenly distributed No Medium W = R Non-m > PT Medium 

Central 
Alentejo 

Population/workplace is 
well distirbuted  

  W > R Non-m > PT  

Central 
Macedonia 

Uneaven distibution of 
population and workplaces 

 Sparsely W > R PT >> Non-m   

The Heart 
of Slovenia 

Evenly distributed  Sparsely W > R Non-m > PT  

Rhine Alp Evenly distributed No Medium W = R Non-m = PT Medium 

 
By reading the polycentric profile shapes is possible to summarize the situation in the six regions as 
follows: 
 
Marche region: Polycentric region with evenly distributed population and 
workplaces, no pole dominates heavily. Workplaces and recreation are available 
at about the same travel distance and the travel between the poles in the region 
is quite high. The share of sustainable transport modes is rather low, non-
motorised travel and public transport are both used.  
 
Parkstad Limburg: Polycentric region with evenly distributed population and 
workplaces, no pole dominates heavily. Medium densely populated. Workplaces 
and recreation are available at about the same travel distance and the travel 
between the poles in the region is medium to high. Among the sustainable 
transport modes the non-motorised travel dominates over the public transport.  
 
Central Alentejo: The population and workplaces are concentrated in some of the 
poles while the ration between workplaces and population is well distributed. 
Recreation is available at a much shorter distance compared to workplaces. The 
travel distance to work is long. Among the sustainable transport modes the non-
motorised travel dominates over the public transport. 
 
Central Macedonia: The population and workplaces are concentrated to some of   
the poles, especially the workplaces. The region is sparsely populated. Recreation 
is available at a much shorter distance compared to workplaces. The travel 
distance to work is quite long. Among the sustainable transport modes the public 
transport dominates over the non-motorised travel, which has a very low share of 
the total number of trips.  
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The Heart of Slovenia: Polycentric region with evenly distributed population and 
workplaces, no pole dominates heavily. The region is sparsely populated. 
Recreation is available at a shorter distance compared to workplaces. Among the 
sustainable transport modes the non-motorised travel dominates over the public 
transport. 
 
Rhine Alp: Polycentric region with evenly distributed population and workplaces, 
no pole dominates heavily. Medium densely populated. Workplaces and 
recreation are available at about the same travel distance and the travel between 
the poles in the region is medium high. The share of sustainable transport modes 
is medium high, non-motorised travel and public transport are both used. 
 
 
 
Interpreting the spider diagrams there are similarities between Marche region, Parkstad Limburg 
and Rhine Alp, to some extent also The Heart of Slovenia. Rhine Alp and Marche region are the 
regions with the largest area in the spider diagram. Parkstad Limburg and The Heart of Slovenia 
both have “dips” in their diagram areas regarding share of public transport. Parkstad Limburg also 
dips in travel between the poles and The Heart of Slovenia has low population density.  
 
Central Alentejo and Central Macedonia both have a smaller area in their diagrams. Partly 
dependent on the lack of data for three of the indicators, but also due to the regional structure and 
transport. 
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4 Creating a common ground and vision in the polycentric regions: 
experiences from the Future Search workshops 

 

The Future Search (FS) method (www.futuresearch.net) consists of organising participatory 
visioning and planning meetings that help people to build up a mutual understanding, to share a 
common ground and vision of a desired future, and to transform their capability for action very 
quickly3. 

In a nutshell, FS is a carefully planned workshop. Instead of a long process, with lots of meetings 
during up to a year’s time, you gather all relevant stakeholders for three days. During these three 
days, you work for 24 hours (e.g. from lunch on Thursday to lunch on Saturday), creating a 
common ground and vision to produce concrete actions. A Future Search workshop typically 
engages a large range of stakeholder groups: decision makers, planners, citizens, and researchers 
etc, i.e. everyone that is affected by the topic and issues/problems on focus. On average, 60 to 80 
participants are invited to attend the workshop (but in some circumstances the method can work 
also with a smaller group of 30 to 40 participants, however not less than this). 

A FS workshop is articulated in seven parts, that enable the participants – with the help of a 
facilitation team (usually 2 moderators plus at least one further person to take the minutes of the 
process for reporting purposes) - to work with the past, the present, future trends and actions. The 
intense dialogue helps to create a common ground, where everybody’s opinion is included. 
Immediately afterwards, the work with actions and the making of an action plan starts. In the end 
of the workshop there is an action plan with actions prioritized by relevance to work towards the 
future we want (so, a normative vision of the future). For every action there is a plan how to move 
on further and the indication and commitment of those who take care and responsibility for the 
follow-up, creating local action groups. 

The seven workshop steps are aggregated in 3 stages, as illustrated below: 

 

 

 

 

 

 

 

 

Figure 3 - Seven workshop steps 

 

1. Critical diagnostic: during this step, participants analyse the current situation of the topic of 
the conference (for Poly-SUMP, mobility): they reflect on the past evolutions of their 
environment, trying to find out what they have in common and what makes them different. 

                                                

3 The Future Search Workshop (FSW) derived from two models: the German Zukunftswerkstatt (“Workshop of the Future”) which was 
designed to allow ordinary citizens to participate in urban planning and the North-American Future Search Conference which aimed at 
accompanying organisations in the search of a common ground on which building a better future (Weisbord M., Janoff S., 2010). 

http://www.futuresearch.net/
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They work then in the same way on the present situation. They finally explore the structural 
trends that are going to influence their field of action in the future. 

2. Imagination and common ground: during this step participants have the opportunity to 
develop visions of a “utopian” future - the future they desire without any obligation to be 
realistic. They share this vision with the other participants and develop scenario i.e. stories 
depicting how this utopian situation was reached. All participants then define their common 
ground and shared principles of actions to reach this desired future. They also write their 
differences and dissensions down. 

3. Building an Action Plan: during this third step, participants focus on the formulation of 
concrete projects and actions based on the visions previously developed. They work with the 
help of a structured guideline (Name of the action, stakeholders, goals, finances, needs, risks 
and chances, etc.) 

 

The requirements for Future Search success are: 

 Get the “whole system in the room”, inviting a significant cross-section of all parties with a 
stake in the outcome. Interdependent stakeholders should meet who among them have: 
Authority to act on their own; Resource of time, money, access and influence; Expertise – 
social, economic, technical – in the topic; Information that other needs; Need that is to say 
people who will be affected by the outcome (these words form the acronym ARE IN). 

 Explore the “whole elephant” (global context) before seeking to fix any part (local action): 
There is another way to say this, i.e. get everybody talking about the same world. That means 
a world that includes every participant’s perceptions. The “whole elephant” refers to an old 
Sufi tale of six blind men who went to meet an elephant. Each felt a different part. Indeed, in 
any conversation we are blind to others’ perceptions unless we pool experiences to create a 
shared reality. Each person thinks alone that the whole is only a larger version of their part. 
Before learning to see the whole together, you need to “unlearn” your partial vision of the 
world. 

 Focus on common grounds and future action, not problems and conflicts: in a Future Search, 
participants are told that their task is finding common ground and planning future action. 
Problems and conflicts are treated as information, not action items, and people are suggested 
not try to change each other’s minds. They are encouraged to express their differences so that 
everybody knows where they stand, but energy is put into staking out the widest common 
ground that all can stand on. 

 Have people self-manage their own groups and be responsible for action: A Future Search 
meeting avoids long speeches, exercises, instruments, or games based on external diagnoses 
of what the group needs. Self-managing small groups are instead extensively used, where 
everybody shares information, interprets it, and decides on action steps. Small group work is 
implemented to divide up the tasks – using a discussion leader, a recorder, a reporter, and a 
timekeeper – and to rotate people roles during the meeting. Under these conditions most 
people will take responsibility for what they learn and what they do from the new learning. 

 

4.1 The Poly-SUMP methodology: combining sustainable mobility planning and Future 
Search to address planning challenges in polycentric regions 

 

Sustainable Urban Mobility Plans (SUMP) or equivalent planning procedures are a complex 
undertaking for any city wishing to promote sustainable mobility in urban agglomerations. But the 
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challenge is even greater when urban functions, people and mobility are scattered in different 
towns of polycentric regions, as defined above. Planning daily mobility in polycentric regions will 
require therefore to coordinate policies and services of many actors – transport and urban 
planners, local and regional policy makers, urban and interurban public transport providers – 
within and across different urban centers and administrative boundaries.  

Urban mobility often finds itself the victim of the conflicting priorities of different stakeholder 
groups – and consensus concerning different objectives and policy options is often difficult to 
achieve in regions where population and urban functions are distributed in several cities, instead of 
being concentrated in a predominant central city, public powers are allocated across several layers 
(region, neighborhood municipalities, etc.) and mobility issues affect many stakeholders. A new 
participatory governance model is therefore needed to plan for sustainable mobility in these 
regions in an integrated way, fostering a dialogue between actors at different levels of government 
and across neighborhood municipalities, in charge of transport and other related sectorial policies 
(e.g. land use, environment, housing, energy, social and economic development). 

To address this challenge, the Poly-SUMP methodology combines the Future Search participatory 
approach with the assessment of polycentric mobility planning, and has been applied first at 
European level and then tested in the six polycentric regions of the Poly-SUMP project, as illustrated 
in the following sections. 

4.2 The European Future Search workshop 

 

Participants were invited from the six regions to work together in the European Future Search 
workshop, hosted by the project coordinator, Marche Region, in Ancona, on 7-9 March 2013. 

 

 

Figure 4 -  Participants to the Poly-SUMP European Future Search Workshop – Ancona, Italy, March 2013 
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4.2.1 The European Future Search workshop process 

Following the standard Future Search process, the European Future Search workshop was 
articulated in three main steps: 

 Shared diagnostic of the past, present and the future of mobility in the region 

 The future we want for the mobility in the region 

 Building an Action Plan for mobility in the region 
 

The participants were mostly of the time divided in small groups (3-4 groups the most) to work on 
these themes. After discussions each group reported their findings to the others in joint sessions to 
concluding on the similarities and differences. In the frame of the European Future Search 
Workshop on mobility, participants ended up with an Action Plan for the EU level, including 13 
actions aiming at enhancing sustainable mobility in polycentric regions of Europe. As the level of 
work was European it was not possible to create task forces afterwards. The actions of the EU level 
plan were retained instead as examples of typologies of actions that inspired later, at local level, the 
participants to local Future Search workshops organized in the six polycentric regions testing the 
Poly-SUMP methodology. Indeed, only at local level it is possible to identify concrete actions and 
form task forces for a follow-up implementation. 

 

Shared diagnostic 

Looking back: During this session participants were invited to answer three questions:  

 In the past 30/50 years, which were for you the three most important events of your life 
concerning mobility? 

 In the past 30/50 years, which were for you the three most important events in your region 
concerning mobility? 

 In the past 30/50 years, which were for you the three most important events in Europe and 
the world concerning mobility? 

 

Participants answered using post-its that were attached on a timeline paperboard on the room 
wall, as it is shown in the photo below: 

 

Figure 5 - The timeline, 40 years of mobility in Europe 
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Clustering the post-its with similar answers, the trends most relevant for the participants emerged 
and are summarized below: 

1. The question of energy: from the oil crisis (70’s) to the peak oil (00’s). This point was often 
correlated with the 2008 crisis, that impacted mobility at all levels.  

2. Big infrastructures: numerous participants saw infrastructures projects as very important for 
the history of mobility in their region and country. For example new motorways (Adriatic, 
Slovenia), new train lines, tunnels and bridges (Sweden, Greece). But also the closing of 
train lines (Portugal).  

3. The rise of the EU was also identified at all levels (from individual to global) as a very central 
process in mobility, because of falling barriers to mobility (Schengen) and growing number 
of transeuropean networks. 

4. Mobility policies and measures were seen as central in the past 30/50 years: for example 
many participants noted the importance and the strong impact of the creation or 
suppression of common ticketing systems and pedestrian zones. 

5. One striking event for many participants was the rise of cheap flights all over Europe that 
deeply impacted mobility, people moving long distances for short times and smaller cities 
becoming touristic destinations.  

6. New mobility habits in correlation with a growing GDP per capita were also seen as very 
important in the past evolution of mobility at individual but also regional level: people 
moving to the suburbs, having more and more cars, traveling longer time to go to work. In 
recent years, however, participants registered   new trends in mobility: more use of bicycle, 
moving back to town centers, etc.  

7. Numerous items were dedicated to the emergence of the new information technologies  
and communication devices allowing e-ticketing, real-time telemetric information systems, 
mobile apps, digital information and also virtual mobility for example. 

8. Participants also saw energy technological innovations in transports as central in the past 
30/50 years: hydrogen Buses, e-bikes, e-autos, etc.   

9. On the individual level, most participants described a biography of mobility starting with my 
“first step” and going on with “my first” bike, train trip, car,  long trip, flight and noted the 
very central importance of the driving license,. Participants also identified new forms of 
individual mobility on the personal level as very important. 

 

Present situation of mobility: In this session participants were asked to assess the actual situation of 
mobility in their region. They had to answer two questions:  

 If you consider the present situation of mobility in your region, what are you particularly 
proud of? What are the best practices? 

 If you consider the present situation of mobility in your region, what do you regret the 
most? What are the worst practices? 

The answers were presented using mind-maps to detect commonalities. Although the results were 
highly differentiated for the six regions, the following commonalities emerged: 

1. Most of participants did regret the failing co-ordination and the lack of vision about 
polycentricity in their region. An exception here was Rhine Alp region, which seems to be a 
best practice in this field. 

2. Land use policy: in many of the regions, land use is an issue at stake (too  many shopping 
malls for example)  

3. Concerning infrastructures, there seems to be a very different situation between regions like 
Rhine Alp or Parkstad Limburg and regions like The Heart Slovenia or Central Alentejo, the 
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first ones being proud of the infrastructures they have whereas second ones do regret the 
lack of infrastructures. 

 

Future trends affecting mobility: During this session participants worked on identifying the main 
trends that are going to impact mobility in coming years. They were asked three questions: “If you 
think about the 30 to 50 years that come: 

1. Which are the trends that are going to impact mobility (in bad or good) in your region? 
2. Which are the trends that are going to impact mobility (in bad or good) in Europe?  
3. Which are the trends that are going to impact mobility (in bad or good) more generally?” 

 

Results were then merged in two mind maps, one for the regional level and the other for the 
European and global level. 

 

 

Figure 6a – Mind-map of future trends (1/2) 
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Figure 6b – Mind-map of future trends (2/2) 

The future we want 

During this session participants had the occasion to present a vision of a desirable future of mobility 
for a polycentric region. Instructions that were given to them were following:  

“Today is the 08th of March of 2043. The six regions that took part in Poly-SUMP in the year 2012-
2014 are meeting to celebrate one special event: they have won the Nobel Prize in sustainability 
for being the most sustainable regions in the World.  

 How is the day-to-day reality of the region? How do people move? Do they move? How do 
the technologies, the regulation, the governance structures look like? Explain!  

 What happened? How did these six regions managed this? What were the key moments, the 
key decisions? How did they organise the change? Which obstacles had to be overwhelmed? 
How?  

 

Tell us! Create the scenario you wish, the future you want. This moment is for you to be free. Use 
your imagination. All forms of presentation are allowed and wished: you may produce a piece of 
theatre, a series of interviews, a sculpture, a painting, a text, a video, whatever you want! “. 

Participants were split in six groups, each delivering their own visions: 

Group 1: The prime 
minister 
congratulations 

The first group imagined a speech from a prime minister congratulating 
the region for its exemplary. Then the regional representatives 
presented the region as it is and explained how it achieved this state of 
the art.. 
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Group 2: A perfect 
region 

Group two invited other participants to discover their perfect 
polycentric region. This region is organized in different poles with an 
equilibrated number of inhabitants. Each of the poles may be 
specialized in one domain. Cars are used for long distance trips and are 
parked outside the poles… 

Group 3: An interview 
from the BBC 

Group three presented an interview between a journalist from BBC and 
an inhabitant of a polycentric region… 

Group 4: An evening 
at the governors’ 
place 

The group presented an evening at the governor’s place. The governor 
just received the news, that the region won the Nobel Prize for 
sustainability. Some of the inhabitants and stakeholders of the region 
come in to congratulate… 

Group 5: A day in the 
Smith’s family 

The group presented the family Smith, a typical family living in the ideal 
polycentric region of 2043. Mrs. Smith is leaving to work, she is taking a 
zero-emission car. The son of the family also leaves for the day. He goes 
to school by reserving an e-bike on his smartphone before taking a 
train. Meanwhile, Mr. Smith takes care of the household. He cooks for all 
the family with the vegetables he grows in the organic garden or he 
buys at the local farm during his walk in the morning… 

Group 6: Polytopia The last group invited all participants to discover their polytopia. 
Polytopia is organised around different poles with an equilibrated 
number of inhabitants. Each of the poles is specialized in one domain. 
For example there is one pole with the university, another with more 
industries. In each pole, basic jobs and services (gastronomy, schools, 
food shops) are present.  Cars are used to for long distance trips or 
between the poles but they are parked outside the poles and they are 
all shared. In polytopia you do not own a car anymore… 

  

 

Finding a common ground for actions – values, objectives, milestone activities: After developing 
their utopian visions, participants were asked to work on common values, goals and milestones 
that they considered important for the future of mobility in European polycentric regions. This step 
allowed to review important values that would support participants in developing the action plan. 
Participants were asked three questions:  

1. Please think about three values, three goals and three milestones you find important for 
reaching the future you wish 

2. Which are in your group, the values, goals and milestones that are shared by all of you? 
3. Which are in your group, the values, goals and milestones that are not shared by all of you? 

The results were shared in the plenary session and participants were asked to prioritize the 
different items by giving blue (I find this is an important value/goal/milestone) and purple (I do not 
find this is an important value/goal/milestone) votes. 

 

Out of 16 values identified by participants, those that received most of votes were: 

 cooperation (12 important value / 0 not important ); 

 importance of the collective good (7 important value  / 1 not important); 

 freedom of choice (6 important value / 0 not important ).  
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Confidence and trust and participation and democracy were as well considered important by four 
participants. The proposed value of responsibility, social equality, localisms, willingness to share 
resources or respect got only “not important” notes. The biggest disagreement was about the 
concept and the definition of avoiding waste of public money (0 important / 8 not important) as 
some participants believed that truly innovative policies requires research and pilots that may 
require investments of money.   

 

Out of 19 goals identified by participants, those that received most of votes were: 

 sustainability (13 important  / 0 not important)  

 autonomy (2 important / 7 disagreed that it was not important meaning that they see it as a 
priority).  

They also agreed on the importance of reducing modal split for car use and on creating efficient 
transport (cycling, walking and public transport) for example through car sharing. The reduction of 
energy consumption and carbon footprint were also seen as important goals. The reduction of 
transportation cost was not seen as a real priority (2 blue / 5 purple). The question of the creation 
of a polycentric authority was not seen as a major goal by all participants (1 blue / 6 purple, means 
6 participants see it as a priority).  

 

Out of 16 milestones to achieve the goals, those that received most of votes were: 

 big infrastructures as a priority (1 important / 11 disagreed that it was not important meaning 
that they see it as a priority ).  

 creation of a common assessment methodology and key indicators to measure the progress 
on smart goals (6 important / 0 not important), adopted with a  participative process  

With 5 votes, were considered important milestones also the alternative fuels, the creation of a 
vision at the polycentric level, and the introduction of ITS (info-mobility etc.) Participants’ opinions 
were more divided concerning the promotion of a funding connected to implemented SUMP (Poly-
SUMP) (0 blue / 1 purple) and the extension of teleworking (no consensus) (0 blue / 4 purple). 
They did not agree on the necessity of a 100% acceptance before implementation as an important 
requirement (0 important / 10 not important meaning that ten participants found that this high 
level of acceptance was not needed).  

 

Shaping the action plan 

In the last session the European Future Search workshop participants were able to proposed a list 
of 13 actions to support sustainable mobility in the polycentric regions of Europe. The action plan 
included measures to be taken at regional level, of which the participants recommended an almost 
universal implementation across the polycentric regions of Europe, and measures that are 
suggested for an EU level plan. 

 

Regional actions: 

 Profiling the region through special planning: Design a unique profile in each polycentric 
region in order to foster the strengths of each part of the region.  

 An observatory of Mobility: Create an observatory of mobility in order to enhance the 
cooperation between municipalities, share data compare and coordinate the planning 
projects and discuss best practices.  
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 Creating mobile citizens’ center in polycentric regions: Create a physical place where people 
can meet and discuss, information can be gathered, debate and trainings on mobility issues 
can be organised in order to achieve decisions were everyone has participated.  

 Intelligent transport systems (ITS) for polycentric regions: Increase the use of sustainable 
transports modes by providing quality information to  the users. The objectives are following: 
have an instant information for the users and operators, lower the Co2 emissions through 
better mobility management, maximize the infrastructure capacity which already exist 
through a better matching of offer and demand.  

 An electronic integrated ticketing system: Promote the introduction and the development of a 
regional “smart card” that can be used to travel on the available modes (train, bus, metro, 
bikes) but also to access services (cinemas, theater, gym, etc.). The objectives are following: 
make traveling more convenient and easy for travelers, collect precise demands for transport 
(feeding the ITS system), create a better pricing policy based on real costs of transport and 
better subsidies on the base of load factors, promote inter-modality.  

 Creating Green Polylines: Create a Green transport system that makes the car useless and so 
reduces Co2 emissions, congestion and traffic jams. It also aims at enhancing the public 
transport system, making biking safer and sharing resources (for example through car sharing 
lines).  

 Raising awareness among inhabitants and stakeholders: Raise awareness on sustainable 
mobility at the local and regional level among citizens and stakeholders. The action aims at 
four objectives:  promote a change of habits and active citizen participation, increase mobility 
culture and favor the development of a common planning based on shared visions and 
priorities. 

 Friendly transport ways (resilient slow trains grid): Reduce the usage of cars through the 
creation of a resilient, low cost, transport network based on slow train lines (as opposed to the 
non-resilient, expensive megacities-orientated fast train lines).  

 Improve sustainable mobility governance: Allow better policies and cooperation between 
public authorities at the regional and municipal level. 

 

European level actions: 

 Fostering cross border approaches: Support transnational regions in Europe that want to 
improve the sustainability of mobility in their area.  

 A European Strategy for Smart polycentric regions: Create a European Framework for mobility 
in polycentric regions in order to support these regions in reaching smart and sustainable 
goals. Furthermore, the action’s goal is to avoid that only mega cities and rural areas can get 
support from the EU. It aims at giving a voice to polycentric regions in Europe and to includes 
them in the  EU agenda. Finally, it will support the culture of these regions and make them 
more competitive with in the competition against mega cities.  

 A framework for evaluation of investments: Set a framework of evaluation of investments in 
mobility projects in polycentric regions in order to: evaluate precisely the benefits from 
investments, avoid waste of public money, use a tool to guarantee the efficiency and impact 
of the measures on site, ensure a common ground for comparison (benchmarking) of 
measures as well as scenarios.  

 “Moving Together”: Education and training for sustainable mobility: Train the young people 
and  raise their awareness for sustainable mobility. The objectives are: educate towards a 
lesser use of car and increased use of public transport, clarify the personal impact of individual 
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actions and choices, teach about technological issues connected to mobility and create a 
strong link between community and school. 

4.2.2 Assessment of the European Future Search workshop experience 

At the end of the European Future Search workshop, participants were asked to fill an evaluation 
questionnaire, in order to assess their opinion on the event, and also to gather some suggestions to 
improve the methodology in the future. 

Most of the participants declared to hold “'a pretty good knowledge” about Sustainable Urban 
Mobility Plan (46%) antecedent to the workshop, while only 11% of participants declared to have 
good knowledge on the Future Search Methodology. The majority of participants declared to have 
learned a great deal (65%) and anyhow all the others admitted to have learned something (35%). 
No one believed to have learned nothing at all. The responses to the question “did the workshop 
meet the participant’s expectations?” show a high match between expectations and reality, with 
92% of respondents ranking 3 or more (i.e. good or very good) the fit with their expectations. 
Participants were also asked to rate on a scale from 1 (not at all) to 5 (very much) their satisfaction 
about workshop sessions: no one marked the vote “1” (unsatisfactory), while 92% of participants (n. 
24 questionnaires among 26 in total) selected a grade between “3” (enough) and “5” (very much 
satisfied). 

The overall satisfaction regarding the discussion elements of the workshop  - namely the quality of 
moderation, the inputs prepared to feed the discussions, the quality of the discussions themselves, 
and the outputs of the discussions - was very high: no one marked the vote “1” or “2” (i.e. “not at 
all” or “not enough”) and 73% of participants (19 questionnaires) selected a mark greater than or 
equal to “4” (i.e. “good” or “very good”). 

Participants were also asked to provide their recommendations or suggestions useful for the 
preparation of the next local Future Search workshops. It has been suggested a more pragmatic 
orientation of the discussions – a feature this that is expected especially for the Future Search 
workshops at local level - and to better inform ex-ante the stakeholders about expectations and 
goals of the workshop, in order to let them better prepare for the event. Another similar 
recommendation was for the organizer, who should be more in connection with participants 
before the event to make them more conscious about the topic. 

4.2.3 Assessment of the European Future Search workshop action plan 

 

As illustrated in section 3.2.1 above, the action plan delivered as a result of the European Future 
Search workshop includes the following actions: 

 

 Action 1 – An observatory of Mobility 

 Action 2 - Creating mobile citizens’ center in polycentric regions 

 Action 3 - ITS for polycentric regions 

 Action 4 - An electronic integrated ticketing system 

 Action 5 - Creating Green Poly-lines 

 Action 6 – Slow trains network  

 Action 7 - Fostering cross border approaches 

 Action 8 - A European Strategy for Smart polycentric regions  

 Action 9 - A framework for evaluation of investments  

 Action 10 - “Moving Together”: Education and training for sustainable mobility 
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After the workshop, participants were asked to answer to an online survey to judge the relevance, 
feasibility and potential impact in terms of changing travel behavior and reducing emissions of 
each action in the list. The responses are summarized below. 

 

Relevance. The most relevant action is Action 10 on education and training, followed by the 
Actions 4 (integrated ticketing), 5 (creating green poly-lines), 3 (ITS for polycentric regions) and 1 
(regional mobility observatories). Actions 6 (“slow trains”) and 7 (cross-border approaches) are 
poorly relevant, respectively with 40 and 30% of participants that considered them less significant. 

 

 

 

Feasibility. The most relevant action – education and training – is considered also the easiest one to 
be implemented. For all the other actions at least 30% of participants consider them difficult to 
implement. However, actions 1 (regional mobility observatories) and 2 (creating mobile citizens’ 
information centres) have more than 70% of respondents that think it is feasible. 
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Impact. Action 10 (education and training) followed by Action 4 (integrated ticketing system), 3 
(ITS for polycentric regions) and 5 (creating green polylines) are considered the most effective, with 
more than 50% of participants that gave the highest score to them. On the other hands of the 
spectrum, the majority of respondents consider Action 6 (“slow train”) as delivering a low impact. 
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4.3 Testing the Poly-SUMP methodology in the polycentric regions 

 

The Poly-SUMP methodology has been tested in the six Poly-SUMP partner regions, first doing an 
analysis of the polycentric profile and of the institutional context and planning realities in each 
region (whose results are presented in chapter 2 of this report), and then undertaking a 
coordinated Future Search process. The latter was led by a Future Search experienced partner, 
Missions Publiques, and, after the first European Future Search workshop with the participation of 
all six regions representative stakeholders (illustrated in section 3.2 above), it was executed in each 
region by six local partners. To prepare for the organization and moderation of the local 
workshops, the local partners attended a Future Search Training session (2 days) in Ancona, 
immediately after the European Future Search workshop, were received from Missions Publiques 
detailed facilitation guidelines and were trained simulating the whole Future Search process again. 
At the end of such training session, 2 moderators for each local partners were skilled enough to 
prepare and perform the local workshops. However, the support to preparation and training 
continued through 6 webinars up until the regions’ own LFSWs, which took place between 
September to October 2013.  

The remainder of this section summarizes the Poly-SUMP regions’ experience and lessons learnt in 
their regions. As the structure of the workshop was similar for all the six events, the process 
experience is exemplified below describing the steps and outputs delivered in the Marche Local 
Workshop. A more detailed description of the process and the results for this and the other 5 local 
FS workshops can be found in the single workshops’ reports available on www.poly-sump.eu.  

 

4.3.1 The local Future Search workshop process 

Following the standard Future Search process, the LFSW were articulated with the same structure 
of the European Future Search workshop illustrated above, encompassing three main steps: 

 Shared diagnostic of the past, present and the future of mobility in the region 

 The future we want for the mobility in the region 

 Building an Action Plan for mobility in the region 
 

By the same token, the participants were mostly of the time divided in small groups (3-4 groups the 
most) to work on these themes. After discussions each group reported their findings to the others 
in joint sessions to concluding on the similarities and differences. 

 

Shared diagnostic  

Looking back: during this session participants were invited to look back (30/50 years) on mobility in 
their personal life but also at the level of their region, the whole Europe and the world. The 
purpose of this exercise was to share a diagnostic between all participants and analyze what they 
have in common and what the main differences were in their assessment of the past evolution of 
mobility.   
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Figure 7 - The timeline, 40 years of mobility in Marche Region 

 

Present situation of mobility: during this session participants were asked to assess the current 
situation of mobility and provide examples of good and bad practices from their region and to 
identify as many barriers and leverage points to further action.  

Future trends affecting mobility: during this session participants finally explored the structural 
trends (positive or negative) that are going to influence their field of action in the future. They were 
asked to identify the main trends that could impact mobility in the next 30 to 50 years. They were 
asked to use colour stickers to code these trends and conditions (for example green for positive 
and red for negative trends). 

 

 

 

 

 

 

 

 

 

 

 

 

Figure 8 - List of trends identified by the participants in Marche Region 
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Examples of trends identified by the participants in the Marche Future Search are shown in the 
table below. 

 

Top 5 Regional and National trends and/or conditions 

 

Positive Not so positive or negative 

Integrated planning High urbanization level 

Infomobility for all High congestion along the coastal areas 

City centres pedestrianized Lack of infrastructures along the coastal 
areas 

Collective transport on-demand Decrease in GDP 

Increase of sea motorways Resistance to change 

 

The future we want for mobility in the region 

A perfect sustainable mobility – Imagining the Vision: during this session participants were asked to 
develop visions of a utopian and perfect future concerning mobility in their region, without the 
need of being realistic. They were asked to visualize how the situation should be in about 40 years 
from now, elaborating the following: “Today is the 12 October 2050. Our Marche Region has just 
won the Nobel Prize for being the world’s most sustainable mobility system. You are asked to show:  

The Picture of future mobility: How do we live in Marche Region? How do people travel? Do they 
travel at all? What technologies do we use? How are we organised in terms of regulations, 
governance structures etc.? 

The Path: How did we get here? What has happened? What were the key turning points, the key 
decisions, actions which made this future happen? Which opportunities did we use? Which 
barriers did we overcome? How did we organise/achieve this big change? 

The aim of this session was to foster creativity and to permit to “think out of the box”. It was also to 
allow the different stakeholders to work together to develop a picture of the desired “common” 
future. Participants split in groups and were asked to create a utopia/scenario for the future that 
they desired and present it by using any forms of media for example in the form of a piece of 
theatre, a series of interviews, a sculpture, a painting, a text and a video etc. They were asked to be 
free and imaginative when presenting their utopias. They also write their differences and 
dissensions down. 
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Figure 9 - The ‘Postcard’ of Marche Region 

 

Finding a common ground for actions – values, objectives, milestone activities: After developing 
their utopian visions, the participants were asked to discuss about their common ground: values, 
objectives and milestone activities that they have in common as a group and that would allow 
them to take action together in the region. 

This step allowed to review the important values, goal and milestones that would support 
participants in developing the action plan in the next stage.  

 

Shaping the action plan – Generation of options (action list)  

Building an Action Plan: during this third step, participants focused on the formulation of concrete 
projects and actions based on the past, present and future trends and the visions formulated in the 
previous steps, and the values, goals and milestone events agreed and prioritised. A first action list 
is generated. 

 

 

Figure 10 - Actions formulated by the participants for further development in Marche Region 
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Detailing the actions and creating an action plan: during this session participants were divided into 
teams to work on the cluster of actions resulted from the previous session. It was very important to 
make it clear to all participants that they were going to propose actions that they will commit 
themselves to pursue. They worked with the help of a structured guideline (Name of the action, 
goals/objectives, stakeholders, finances, risks and chances, etc.). The resulting actions were 
consolidated and presented to the whole group. The actions were voted in a plenary session with 
all participants (each participant had 5 votes to allocate) and an action priority ranking was 
established. 

The table below shows the list of prioritized actions for the Marche Region. 

 

List of prioritized actions in Marche Region (ranked from high to low) 

Nr Actions Score  

1 Development of collective transport solutions for commuters 10 

2 Regional Information System on Mobility (RISM) 9 

3 
Development of non-motorised mobility through an integrated 
planning 

9 

4 Education and awareness raising 9 

5 Mobility, parking and sustainable governance 9 

 

Alongside voting priorities, the participants were given the opportunity to state in which action(s)’ 
development they would be interested in participating / taking part in the future. It was made clear 
to them that stating their interest would not put them under any formal obligation, but at the same 
time that, although informal, their personal commitment would be important for the realization of 
the actions proposed, in the context follow-up activities and beyond. 

4.3.2 Comparative assessment of the local Future Search workshops participants’ experience 

 

The following table presents the total attendance and composition by main categories of 
stakeholders politicians, civil servants, business - including transport and other business - and other 
interest groups – including civil society organization) of the six Future Search local workshops: 

 

Participants at the six Future Search local workshops – stakeholders composition 

Local Future Search 
Workshops 

Main stakeholder categories Total 
attendance 

Politicians Civil Servants Business Other Interest 
Groups 

Marche 0 15 17 12 44 

Rhine-Alps 1 10 7 7 25 

Parkstad Limburg 0 9 5 2 16 

The Hearth of Slovenia 0 11 5 3 19 

Central Macedonia 0 11 21 5 37 

Central Alentejo 2 12 5 1 20 
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Only in the Marche Region and Central Macedonia the attendance was up to more than 30 
participants (which is in theory the minimum threshold of participation to run an effective Future 
Search). In the other regions the attendance was below 30 participants. However, as reported in 
the local Future Search reports, both the experience of the Future Search and its outcomes were 
considered by participants in all the events interesting and worth of replication (also making efforts 
for increasing the participation, especially of the under-represented category of politicians). 

At the end of the workshops, participants were asked to compile anonymous questionnaire to 
report back about their experience. The aim of the questionnaire was to capture the comments 
and opinions of the participants about the quality of the event, including also suggestions about 
how to improve the Future Search methodology in the future. 

The responses about the level of knowledge of Sustainable Urban Mobility Plans (SUMPs) and the 
Future Search methodology before the local workshops are similar to those given by the 
participants to the EFSW presented above, in section 3.1.2. While the majority of participants 
already knew about the SUMP, the knowledge of the Future Search methodology was more 
limited. 

The level of satisfaction has been evaluated for each workshop session, for the quality of 
moderation and inputs to the discussions, and for the quality of the logistic. The scores on average 
high or very high in all regions and for most of the aspects (more detailed results can be found in 
the Evaluation Synthesis Report D5.2 available online). In addition to provide their score for the 
different aspects, participants were asked about what they liked or disliked of the workshops’ 
experience: 

 

What participants liked … 

 the original participatory method and the opportunity to work together with people from 
different sectors and exchange experiences with them (especially in the Marche Region, The 
Hearth of Slovenia and Central Macedonia workshops) 

 the dynamics and structure of the workshop and the wide scope adopted to discuss the 
theme “sustainable mobility” in the whole region and future scenarios (especially in Central 
Alentejo) 

 working with small groups and the good time management (especially in Rhine Alp)  

 the open mind atmosphere, positive discussions and the freedom to contribute suggestions 
and share ideas (especially in Parkstad Limburg) 
 

… and disliked 

 some disappointment for the low attendance or absence of some important stakeholders for 
the exploitation of results, in particular politicians and transport operators (especially in Rhine 
Alps and Central Alentejo) 

 too much time pressure and too intense programme (especially in Central Macedonia, The 
Hearth of Slovenia and Central Alentejo) 

 a two-days duration instead of three-days would had been the preferred solution for most of 
the participants to the Marche Region workshop. 

 

Summing up, participants were mostly positively impressed by the local Future Search workshop 
experience in each region, and their comments and suggestions for the future mostly point on 
how to make this more effective to support local policy making, in the transport but also potentially 
in other fields. 
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4.3.3 Comparative assessment of the local Future Search workshops’ outcomes 

The local Future Search workshops engaged representatives from different categories of 
stakeholders interested to sustainable mobility planning in the six regions: city authorities, regional 
administrations, civil society/citizens associations, transport operators, business associations, 
professional and research networks, etc..  

The main outcomes of the local Future Search workshops were as many Action Plans, at the 
European level first and then for the six regions. The Action Plans are described in detail in the 
Future Search reports. 

After the Local Future Search Workshops, participants in each region have been invited to answer 
to the online survey to assess their opinions on the outcomes of the events in terms of changing 
their mind-set and to what extent the methodology can improve the coordination of plans, 
cooperation and participation in the region. 

 

Change of participants mind-sets 

To what extent the local Future Search has contributed to change the mind of participants about 
the situation and future of mobility in the polycentric region?  

The answers to this question are summarized in the graph below4. 

 

 

 

 

The change of mind has been significant for the great majority of participants to the LFSW in The 
Hearth of Slovenia and in Central Alentejo, and for more than 50% of participants to the LFSW in 
Marche region and Rhine Alp. Only in Central Macedonia and in Parkstad Limburg the percentage 
was below 50%, and in two regions there was a consistent minority of participants that didn’t 
perceive any significant change or novelty: Central Macedonia (30%) and Rhine Alps (40%).  

                                                

4 These and the following figures of this section compare the responses across the regions. The number of respondents 
in each region are indicated between brackets. 
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Another question was to what extent planning processes would be changed after the local Future 
Search experience, to better manage polycentric mobility planning in the region. Here the 
responses are less encouraging: significant change is expected by a majority of participants (almost 
60%) only in Central Alentejo, in all other region the percentage is below 40%, and it is minimal in 
the Marche region (10%) and in Parkstad Limburg. However, in these two regions a consistent 
quota of participants – almost 70% - think that some change is possible (“average change”). We 
observe again a consistent minority of skeptics about any possible change in Rhine Alp and Central 
Macedonia (both with about 40% of participants responding “no significant change”). 

 

 

 

 

 

 

 

Impact on cooperation 

To what extent the Future Search can help to improve communication and cooperation between 
different departments within the same agency or between different agencies and levels of 
government, within and beyond the region?  

As illustrated in the graph below, the majority of respondents (between 50% and 60%) consider 
Future Search effective in this respect in four out of six regions: in Rhine Alp the change will be 
significant for a (however consistent) minority, i.e. 40% of respondents whereas in Parkstad 
Limburg the percentage is below 10%. Apart from 20% of respondents again in Rhine Alp and 40% 
in Parkstad Limburg, in the other regions the share of those that do not believe Future Search 
would produce a significant impact on communication across departments and institutions is 
negligible (at or below 10%). 
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It is interesting to note that the difference between Rhine Alp and Parkstad Limburg with the other 
regions is evident also in the answers to the other question related to cooperation patterns, i.e. to 
what extent Future Search can help to improve coordination of planning tasks between the 
different jurisdictions (neighborhood municipalities, the region and national plans). Indeed, only in 
the case of Parkstad Limburg and Rhine Alp the impact is considered not significant or only mild 
(“average change”)5. 

 

 

 

                                                

5 However, the results shown for Rhine-Alps are less robust, as the respondent to the survey were only 5. 
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Impact on participation 

To what extent Future Search can help to improve the participation of stakeholders and civil society 
to the policy formulation and sustainable mobility planning process in the region? 

In four out of six regions 60% or more of participants appreciated the capability of the method to 
involve participants from outside the public administration to discuss policy and planning issues. 
The only two regions where the share was lower are Rhine Alp (40%), whose results are however 
less robust due to the low number of respondents, and Parkstad Limburg where the percentage of 
participants that consider the method not useful for stakeholders involvement reached 70%. 

 

 

 

 

 

 

 

 

 

 

 

 

 

4.3.4 Assessment of local Future Search action plans 

The main results of the local Future Search workshops are the action plans formulated at the end 
of the workshops. For each region, the participants where asked at the end of the workshop to 
rank single actions included in the action plan, and select the three most important actions. These 
have been the subject in each region of an online survey, asking participants to judge their 
relevance, feasibility and potential impact in terms of changing travel behavior and reducing 
emissions.  

As a result of the survey, it has been possible to identify for each region the 3 best actions of the 
action plan, i.e. those ranking higher for relevance, feasibility and potential impact in terms of 

reduction of energy consumption and CO2 emissions:6 

 

Marche 1. Action 4 – Education and awareness raising 

2. Action 1 – Collective transport solution 

3. Action 3 – Integrated planning for non-motorized mobility 

Central Macedonia 1. Action 11 – Bus service improvement 

2. Action 1 – Education and awareness raising 

                                                

6 Detailed results are illustrated in D5.2 Evaluation Synthesis Report available at www.poly-sump.eu  

http://www.poly-sump.eu/
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3. Action 5 – Establishment of an integrated “regional transport 
authority” 

Rhine Alp 1. Action 5 – Investment in public transport infrastructure and rolling 
stock 

2. Action 1 – Regional planning report and state of land use 

3. Action 2 – Support to cooperation between municipalities 

The Hearth of 
Slovenia 

1. Action 1 – Common mobility planning in the whole pilot region 

2. Action 8 – “Public transport for all” 

3. Action 2 – Mobility choice 

 

Central Alentejo 1. Action 2 – Regional Sustainable Mobility Plan 

2. Action 1 – Inclusive city 

3. Action 7 – Lively neighbourhood (integrated urban planning) 

Parkstad Limburg 1. Action 1 – Cycling along old routes 

2. Action 3 – With the e-bike to work 

3. Action 2 – Sustainable freight distribution 

 

Comparing across the board the outcomes of the European and Local Future Search workshops, 
some common features emerge: 

 Soft measures – and in particular education and awareness raising – are considered the most 
promising as for their relevance, feasibility and impact in the polycentric regions of Europe, 
and in particular in some local contexts, namely in the Marche region (most important action) 
and Central Macedonia (second most important action). 

 However, also more hard and software measures to enhance and better integrate 
infrastructures and services (ITS, integrated ticketing) are considered important, in general for 
the polycentric regions of Europe and in particular in Rhine Alp (where investment in public 
transport infrastructure and new rolling stock is advocated as the most important measure), 
the Marche Region (where collective transport solutions are indicated as the second most 
important action) and Central Macedonia (bus improvement is chosen as most important 
action). 

 Another group of actions that are frequently ranked as important is related to the 
establishment of regional authorities or at least common institutional frameworks and 
procedures, to manage sustainable mobility planning and implementation across different 
municipalities in the whole region. A more powerful regional approach was especially claimed 
in the Marche Region (integrated planning for non-motorized mobility was considered the 
third most important action), Central Macedonia (establishment of an integrated regional 
transport authority is the third most important action), Rhine Alp (where adopting a “regional 
planning report and state of land use analysis” is considered the second most important 
option, and “support to cooperation between municipalities” the third one), The Hearth of 
Slovenia (where adopting a common mobility planning in the whole pilot region is the most 
important action) and Central Alentejo, where the adoption of Regional Sustainable Mobility 
Plan is advocated as the most important action. 
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5 Capitalizing on the lessons learnt from the Poly-SUMP test in the six 
regions 

 

After the local Future Search workshops, all partners regions participated in a workshop in January 
2014 to exchange experience and discuss how to capitalise on the experience and outcomes of 
LFSWs in their regions. The remainder of this section presents some of the key remarks and 
conclusions from this Capitalisation Workshop regarding the lessons learnt and follow-up activities. 

 

5.1 How to make the Future Search workshops a success? 

5.1.1 Workshops’ preparation 

 

A careful identification and selection of all relevant experts and stakeholders to be involved in the 
workshop and recruiting process is important for the success of workshop.  Prior to the local Future 
Search workshops, each region analysed its polycentric structure (as discussed above), the 
framework conditions (national and regional) and region’s capacity towards the development of a 
polycentric sustainable urban mobility plan in the region. As part of this work, a variety of 
stakeholders (similar to the ones stated in the ELTIS SUMP guidelines) were identified and invited to 
the local workshops.  

The Poly-SUMP regions experience with the process proved that recruiting the right number of 
stakeholders to create a well-balanced group between the different stakeholders is the most 
delicate and difficult step of the process. This difficulty was also reflected in the actual turn out 
(both as numbers and group compositions). Between 18 to 37 stakeholders participated to the 
local Future Search workshops, rather than the 60 as recommended by the Future Search 
guidelines. 

Their experience showed that additional effort is needed for recruiting people from the local 
business community, politicians and policy-makers, as these – not surprisingly - have been shown 
to be the hardest to recruit. While some regions like Marche (IT) the participation of politicians 
made the workshop more attractive to others, in other regions the invitation of politicians was not 
always judged to be appropriate. 

Another important aspect was the promotion of the workshop. The invitation itself, both the layout 
and the content, had to be adjusted to fit each country’s needs but the common aspect was that 
this was “an event not to be missed“. 

5.1.2 Workshop duration and venue 

 

The majority of the partner regions managed to carry out the Local Future Search Workshop in 
only two days instead of three days (except Marche region). It proved very difficult to recruit 
participants (stakeholders) for a three day event, especially the local politicians and policy makers. 
Thanks to the smaller number of actual participants, shortening the workshop duration did not 
seem to jeopardise the timing of the workshop sessions. With a higher number of total participants, 
each session would take longer time, in particular those where reporting takes place. 



 

 37 Poly-SUMP Final Publishable Report  

 

 

The quality of the facilities for the workshop were vital to its attractiveness and helped energise the 
workshop activities and make “housekeeping” more effective. It appeared that both not providing 
and providing overnight accommodation for the participants seem to work. The guidelines 
recommendation was to keep the participants “in the process” by allowing them to continue 
networking out of workshop hours and to strengthen the group dynamics. However, not 
providing overnight accommodation - allowing participants to go home at the end of the 
workshop day(s) - also seemed to work for some regions. In that case, easy access to the venue was 
of course found to be crucial.  

5.1.3 Workshop experience  

 

Overall, the Local Future Search Workshop in all partner regions reached their purpose: creating a 
common vision, objectives and a draft action plan. Considering the three stages of the process, all 
sessions of the workshops worked well or very well. The majority of participants enjoyed most and 
were encouraged by the creativity that was provided by the FS methodology.  

Some of the outcomes and general conclusions from the experience of the six Poly-SUMP regions 
include: 

 All workshops clearly reflected a need for a common plan for the whole region. 

 The local Future Search workshops managed to bring experts and stakeholders together in a 
hierarchy-free setting, to share and exchange perspectives that they cannot perceive in the 
traditional policy/sectorial settings. Despite the efforts to create a well-balanced group 
between the different stakeholders, a bias towards technicians in participation occurred due 
to the difficulties faced in the recruitment stage and interest to the workshop. This was 
reflected in the total number of participants too.    

 Overall the local Future Search workshops were successful in establishing a network across 
different cities and actors involved with different roles and responsibilities related to transport 
and regional planning. The group work and socialising outside the workshop sessions 
(especially in those workshops where overnight accommodation was provided) helped 
further networking and exchanging experience. It is clear that the follow up activities that will 
take place in the regions within and beyond the Poly-SUMP project highly depend on the 
legacy of these networks.  

 It was proven from all regional workshops that the FS method encouraged willingness to 
actively participate and to be imaginative and creative at all stages. One can say that the 
process helped the participants to “unlearn” their own perspective of the daily mobility issues 
as much as to “learn” the perspectives brought by the others.  

 Overall, the method was found structured and effective enough to create a vision and 
concrete actions by elaborating “future mobility agendas” among groups of different actors in 
sustainable mobility.  

5.2 Workshops’ follow-up:  implementing the action plans and other benefits 

 

According to what has been experienced in the six Poly-SUMP partner regions, to incorporate the 
local Future Search action plans in the existing planning procedures presents both opportunities 
and obstacles. In addition, there are a number of collateral benefits from applying the 
methodology, besides the implementation of the action plans. All these aspects are analysed in the 
next three sub-sections.  



 

 38 Poly-SUMP Final Publishable Report  

 

 

5.2.1 How Future Search action plans may help to implement sustainable mobility in polycentric 
regions?  

The Future  Search action plan may support and foster the implementation of a  polycentric SUMP 
as it: 

 Reflects clear and realistic priorities - The actions relate to local policy making and legislation 
and the action list could be seen as an agreement between different stakeholders.  

 Points towards a clear need for a Sustainable Urban Mobility Planning cycle coordinated at 
the (polycentric) region level – The actions listed in the workshops can be utilised and further 
detailed in a regional SUMP document or in a consensual agreement between different cities 
of the region, since they mostly relate to planning objectives of the individual cities and add 
upon existing policies and programmes. 

 Helps identifying support and commitment – the local Future Search workshops helped to 
raise awareness and identify common problems in the region. It was also helpful to find 
supporters “outside” where you normally find them.  

 Can create momentum – Local Future Search outcomes, in the right moment, e.g. when a 
new public transport tendering is envisaged, can help emphasising the need for a regional 
approach. 

 Helps to identify responsibilities – The pre-workshop preparation process and its actual 
participants can help identifying key persons that can be useful when working towards a 
new regional SUMP. 

 Provides a bottom-up approach – by identifying and bringing all parties concerned in the 
development and implementation of the actions. 

 Helps to identify funding opportunities – Some of the actions from the workshops might be 
realised within the existing framework by choosing “pilot actions” with high level of 
stakeholders support and interest. 

 Can speed up the process of developing and agreeing on a coordinated SUMP for the whole 
polycentric region, by reducing the amount of time which takes to develop a vision and 
generating actions if only the conventional layer of individual cities’ planning processes is in 
place. 

5.2.2 What are the main obstacles? 

But at the same time there are obstacles that need to be overcome to avoid that Future Search 
action plan become only a wishful list, without any significant follow-up. The main obstacles are 
related to:  

 Feasibility and legitimacy of the actions – The Future Search Action Plan is produced at the 
workshop quickly, based on the ideas, expertise and capacities the participants can bring in. 
Especially for new ideas and action, a feasibility analysis may be needed to proceed, 
something that can be done only in the follow-up period. In addition, participants are 
committed to the actions they propose in the Action Plan, but they can collectively still lack the 
authority and legitimate power to implement some of them. 

 Legitimacy of actors – By the same token, some may argue against the whole Future Search 
approach as the workshop is not a policy deliberation setting, and the legitimacy of the 
workshop participants and their roles in identifying solutions in their locality may be 
questioned. 

 Get funding for the actions indicated in the Action Plan – Whenever the actions call for 
substantial funding to be implemented, there might be a problem within the existing financial 
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frameworks and legislation where regional transport planning is not established. However 
constituting voluntary regional establishments with a clear regional sustainable mobility 
agenda could help to mobilize resources that otherwise would not enough efficiently used 
(e.g. think to the delays accumulated in some regions in spending Structural Funds, for 
instance in Italy). 

 Restrictions – The polycentric region where the Poly-SUMP approach is applied might be too 
small for tackling some problems that require a wider region or the intervention of an higher 
level of government (e.g. national) to be effectively addressed. This may require to upscale the 
approach to a wider polycentric region. 

 Acceptance – If the participants include only part of the affected stakeholders, and the policy 
makers or at least other agents (e.g. civil servants) with the necessary authority and legitimacy 
to act are not present in the Future Search workshop, this can create a problem of acceptance 
of some actions or even of the Action Plan as a whole. This problem can be mitigated by 
inviting and ensuring the presence of the full range of relevant stakeholder representatives 
and policy makers in the Future Search room. 

 Balance/Completeness – Another consequence of an unbalanced presence of the different 
stakeholder groups might be the incomplete identification of potentially fruitful actions, the 
incomplete consideration of the impacts and other aspects related to the actions included in 
the Action Plan, or an unbalanced prioritization of the actions in the list (with greater weight 
given to those of interest for the stakeholders groups over-represented in the workshop) 

 Clarity of the actions – The actions listed in the Future Search Action Plan might not be 
sufficiently clearly related to specific objectives and planning targets in the area. However, this 
at least was not the case in the Poly-SUMP partner regions. 

5.2.3 Other ways of using the results and collateral benefits  

 

Using the action plans delivered at the Future Search workshop for developing a Poly-SUMP layer 
of coordinated planning of urban mobility in the polycentric region is the most important way of 
benefiting from the approach. However, there are also a number of other uses, including:  

 Complementing an existing regional transport plan with the ideas and insights emerged 
during the Future Search, often from new actors invited in the process, adding value to the 
existing plan and including more stakeholders in the process.  

 Putting a new focus on existing, but a bit neglected parts of existing plans. Results could also 
provide new ways of working with old ideas or new groups working with old ideas, e.g. new 
lobby groups.  

 Triggering new initiatives and processes. The workshop could be the starting point of a new 
cooperation in the region. Expanding networks, awareness raising, implementing specific 
actions, identifying common wishes and problems etc.  

 Benchmarking and exchanging knowledge. The results of the regional profile can be used to 
benchmark the region compared to other regions. The approach is useful to exchange 
knowledge and ideas with regions that have similar structure – or be able to take differences 
into account.  

 Using the network. Experiencing Future Search usually create relations and help to establish a 
network to follow-up the actions discussed in the workshop. This informal network can be 
used then more permanently, when working with mobility issues in the region. To be able to 
discuss and test ideas before too much work is put into them can both save time/money and 
increase the quality of the final results.  
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Summing up, the core benefit of the Poly-SUMP methodology is its capability to trigger and enable 
a multi-level and multi-actors stakeholder dialogue in the polycentric region about mobility 
challenges and issues. This makes it possible to take different perspectives, standpoints and 
interests into account during planning and implementation processes. In so doing, new and 
innovative forms of communication and cooperation and integrate diverse competencies are 
fostered. A number of collateral benefits are therefore expected from this form of cooperation since 
it contributes to more efficient and sustainable change processes: 

 The results achieved in cooperation with others are often more solid, viable and sustainable 
than individual solutions and are therefore more likely to be accepted by participating 
stakeholders and by those around them.  

 The stakeholder dialogue increases the capacity to find solutions for complex undertakings. 
The interplay of different competencies and joint design processes boosts learning ability as 
compared with activities in just one institution or sector. 

 The quality and credibility of opinion-forming processes grows when manifold viewpoints are 
integrated and interests are balanced. Being familiar with different arguments prevents 
people from adopting rigid positions. 

 It is easier to implement jointly agreed strategies if they have been developed through an 
equitable and transparent dialogue. This obviates the need to first convince stakeholders of 
the adopted decisions; they immediately identify with the results that have been worked out 
together. 

 The stakeholder dialogue increases actors’ willingness to commit themselves, because the 
participating actors can help shape processes. They feel jointly responsible and are therefore 
interested in shared success, and take action to multiply the results. 

 The stakeholder dialogue dispels social rigidity and conflicts. Active participation in the 
dialogue promotes joint exploration of options for the future. This broadens the prospects of 
participants and opens up new options for action for everyone concerned. 

6 Transferability to other polycentric regions 

 

The transferability of the Poly-SUMP methodology has been evaluated by inviting representatives of 
six regions (“twin” regions) to a Transferability Workshop7, held in Lund in May 2014, and further 
analysed by means of post-workshop interviews to the participants.  

In the workshop, participants from the twin regions were asked first to present their regions 
(geographical circumstances, significant facts concerning transport systems and planning, key 
socio-economic features) and to use the spider diagram tool to compile their region profile and 
assess to what extent the region is polycentric (in particular as compared to the twinned Poly-SUMP 
partner region). Afterwards, the participants were asked to assess the similarities between the 
twinned regions from a transferability perspective. Three types of similarity patterns have been 
identified and labelled by the participants based on the apparent shape of the spider diagrams: 

 STAR – Polycentric region with a strong capital 

                                                

7 Participants from five twin regions - North Alentejo (PT), Eastern Macedonia and Thrace (GR), Murtal (AT), Maribor (SI), 
Noord Limburg (NL) – attended the workshop, as the invited representative from the Abruzzo region (IT) eventually 
didn’t show up to to force majeure. 
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 MOON – Highly polycentric regional structure 

 DONALD DUCK – Polycentric region with low travel interdependency between the poles 
 

As a further step, participants have been asked to analyse the transferability of the actions 
identified in the local future search workshops of the six Poly-SUMP partner regions – which was 
considered however limited to specific circumstances – and of the whole Poly-SUMP methodology. 
On this last aspect, they have successfully contributed to define a sort of “transferability checklist” 
for the self-evaluation of the Poly-SUMP methodology in their regions, in the form of questions to 
be answered: 

 Is this method for us? (any prospective user should read the guidelines to understand the 
method, check if her/his region is polycentric using the tool, check if the method answers to 
policy questions and problems present in the regions, think to who should be involved 
(stakeholder categories) and when the method should be applied (is the situation mature in 
the region?). 

 Can we do this? (any prospective user should assess data availability and/or substitute 
indicators, the presence of skilled stakeholders and how to motivate them to participate, and 
the financial and political support to implement actions) 

 Are we prepared? (namely to collect the needed data, to manage the Future Search 
methodology – including preparation steps, workshop execution and moderation, and follow-
up steps – with available internal or outsourced resources, to manage a follow-up plan and 
reporting and communication duties)   

 

Taking into account the results of the workshop, the Poly-SUMP methodology has been eventually 
delivered producing Poly-SUMP Guidelines. A further evaluation of the Guidelines in the final draft 
form has been undertaken by interviewing again the representatives from the twin regions, asking 
them to: 

1. read beforehand the Poly-SUMP guidelines and a one page summary of the Future Search 
action plan of the twinned partner region,  

2. answer to a structured interview (face-to-face or over the phone).  
In a nutshell, the results of the interviews show that: 

 For all the regions the interviewed representatives considered the Poly-SUMP methodology 
suitable to develop a common strategy, to increase connectivity and knowledge exchange 
opportunities between the different actors engaged in sustainable mobility, and to share local 
needs following a bottom up approach.  

 On the other hand, the drawbacks highlighted by all of them were the requirement of 
engaging all relevant stakeholders for 2-3 days and the lack of time to develop more in 
concrete the actions proposed (especially with follow-up activities after the workshops). 

 However, according to the responses of the interviewed representatives, only in the case of 
Eastern Macedonia and Thrace there is an interest to directly transfer some measures of those 
considered in the action plan for Central Macedonia.8  

 It seems by far more interesting the transferability of the methodology, rather than actions 
plans or single actions, whose suitability strongly depend on local circumstances. Indeed, in 
most of the twin regions the data needed to apply the methodology - and in particular to 

                                                

8 Indeed, the two regions in Greece share similar aims, and in particular that of upgrading transport infrastructures and 
services, focusing on all the transport subsystems, ports, airports and the rail network. 
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compute the polycentric profiles - are available, or at least the effort to gather some missing 
data is considered feasible. Only in North Alentejo there is a lack of data regarding 
commuting, modal share and type of transport, and the feasibility to collect them need to be 
checked. In addition, channels and opportunities to engage the relevant stakeholders are 
readily available, although at least for the Maribor region the problems are related with their 
commitment. However, the political sponsorship sometimes is available only on a declarative 
basis, and the formalisation of the engagement in the Future Search process and especially in 
the follow-up and capitalization activities is considered time consuming. 

 Finally, only one twin region – North Alentejo in Portugal – is ready to adopt the Poly-SUMP 
methodology: they have already a clear picture of the aim and goals of the process. In 
principle, also Maribor in Slovenia is ready to start with a Poly-SUMP process, but for its 
practical deployment is still crucial to gather the political commitment of the key actors 
(municipalities, regional authorities, etc.). Also for Murtal in Austria the problem is related with 
the need of finding an agreement of the province for supporting any follow-up activity, and 
the necessity of focusing on a more detailed topic. 

7 Conclusions and remarks 

 

The Poly-SUMP approach can be used to assist and speed up the process of developing a SUMP for 
a polycentric region. Indeed, the test of the Poly-SUMP methodology in six polycentric regions 
proved that this unconventional way of bridging sustainable mobility actors to work together is 
helpful, as it can:  

 help developing a regional vision and actions towards more coordinated and effective 
planning of urban mobility;  

 help as well to create a network between all parties involved, by fostering a dialogue during 
the events and enthusiasm to continue it after; 

 create a momentum towards the development of a SUMP for the whole region and/or 
adaptation of its vision and actions within the existing regional Transport Strategies/Plans 
through its bottom up approach. 

 

As described in detail in the ELTIS SUMP Guidelines9, the conventional SUMP process consist of four 
stages – preparing well, rational and transparent goal setting, elaborating the plan and 
implementing the plan. The Poly-SUMP methodology add to this an analysis of the regional context 
and potentials for sustainable polycentric mobility, a well prepared, carefully run Future Search 
workshop, and the assessment of follow-up activities needed to capitalize the action plans and 
concretely steer implementation - in particular helping the competent authorities in the polycentric 
region to coordinate their own plans and follow a common strategy. This added value is visualized 
in the figure below: 

 

 

 

 

                                                

9 Read more in: GUIDELINES - Developing and implementing a Sustainable Urban Mobility Plan, www.mobilityplans.eu 

http://www.mobilityplans.eu/
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Figure 11 - Adding a Future Search process in the SUMP cycle 

 

At the core there is the Future Search process – with about 6 months of preparation of the 
workshop event, 3 days for delivering the event and its immediate outcome (the Action Plan), and 
a follow-up period of about other 6 months for filtering down the actions delivered at the 
workshops, making an assessment of their relevance, feasibility and impact, and the analysis of 
barriers and drivers conducive to their effective implementation.  

The Future Search – and the network of informal but not necessarily weak relations it creates 
between competent people – will enable in this way an additional layer connecting the different 
local authorities in the area. The ultimate aim is to stimulate a shared vision, and formulate and 
support a shared action plan and a number of coordinated measures to achieve sustainable urban 
mobility in the whole region. A by-product of this approach may be also to trigger/stimulate the 
take-up of SUMPs in the individual cities, as in practice, especially for the smaller cities typical of 
polycentric regions10, rarely the local authorities undertake sound SUMP cycles within their 
jurisdictions alone. 

 

To conclude, we present below a list of pros and cons of the Poly-SUMP methodology compared to 
a conventional way of making a SUMP.  

 

 

 

 

                                                

10 one consequence of the dispersion of the population in several centres is that their size is usually well below the 
thresholds of 100.000 inhabitants originally considered for identifying the cities in Europe in need to implement a SUMP. 
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Pros compared to the conventional way of making a SUMP 

 

 Better regional understanding of local needs - The approach connects stakeholders and 
encourage them to discuss and work together, connecting different poles to each other, 
connecting planners and users etc. This creates a better understanding of each others needs 
and wishes – but also of limitations and shortcomings, compared to the traditional consultation 
where the stakeholders are more passive and responding to mostly preformatted questions, 
rather than being asked to raise new questions, create new ideas and find innovative solutions.   

 Fosters creativity - The approach fosters creativity both in envisioning a desired future and the 
pathway to get there. For a while the restrictions are put aside and creativity can flow – in any 
“crazy” idea there is a hint of truth. New ideas and solutions that would not have been found 
can emerge in the creative workshop with a wide range of stakeholders. 

 Everybody starts at the same level - when entering the Future Search room no prior knowledge 
of the specific mobility situation in the region is necessary. In this respect the workshop is not 
technical, but the expertise, values and knowledge are brought in the room by the participants 
themselves  A wide range of knowledge is therefore in the room, as everybody is expert in 
his/her own field. This creates an even playing field, ensuring that everybody contributes to the 
process.  

 More efficient process - the approach is very time efficient compared to the traditional way of 
making a SUMP.  A huge amount of knowledge, understanding, consultations etc. is 
exchanged and carried out within three days. In the traditional consultation processes eliciting 
such quantity and quality of knowledge can take much more time, in order of months, not 
days..  

 Back-casting and goal oriented - the approach is based on back-casting, envisioning the future 
we want and trying to find a way to get there. In that way the approach promotes 
management by objectives, taking an active lead in the development of the region rather than 
a predict and provide perspective bounded to the single city level.  

 Bottom-up - the approach captures ideas and needs also from outside the conventional world 
of transport practitioners, involving different categories of mobility stakeholders that may be 
new to the topic but are heavily affected as well by mobility problems..  

 

Cons compared to the conventional way of making a SUMP 

  

 Future Search is strongly dependent on the right mix of stakeholders. The method is based on 
the idea of bringing “the whole system in the room”, if this fails also the subsequent process 
and the final outcomes suffer. Depending on cultural setting it might be more or less easy 
and/or suitable to have key decisions makers in the room (sometime the presence of key 
decision makers can influence the openness and willingness to enter in a plain dialogue of 
other participants in the room, as it happened for instance at the start of the Future Search 
workshop in the Marche Region, where the leading decision maker – the person mainly in 
charge of allocation of funding for transport projects in the region – was present in the room in 
the first half day).  

 Not easy to get many stakeholders involved for a long time (3 days) - the local future search 
workshop requires that important stakeholders take the time to commit to the workshop. 
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Ideally about 60 persons should take part in the workshop. This can be difficult, and a lot of 
effort needs to be put into the process for making it happen.  

 Limited time available for using technical knowledge during the workshop to feed the process - 
the polycentric profiles are done before the workshop and used when planning it, but are not 
directly an input to the workshop process. In the traditional way of making a SUMP the 
knowledge of the region is feed into the process of finding and evaluating actions. In the 
Future Search based Poly-SUMP approach, the knowledge of the region in the workshop is 
solely brought by the participants, there is no room for more technical presentations. If the 
participants does not hold already on their own an accurate and complete enough picture of 
the situation in the region – including the state of the art of current policies and plans - this 
might lead to propose unrealistic actions in the Action Plan. 
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Appendix 

Size and population of the regions 

The table below summarizes the statistics for each region. There are two main differentiating 
elements between the different regions: the total area and the population density. For larger areas 
such as Marche and Central Macedonia, the population density is significantly lower than this of 
smaller areas such as Rhine Alp and Parkstad. This is due to the geographical and population 
dynamics characteristics. For example, Rhine Alp is a plain area on a mountainous landscape and 
Netherlands is in general densely populated. On the other hand, both Marche and Central 
Macedonia cover a very large area and are both mountainous/ hilly. The case of The Heart of 
Slovenia can be ‘ranked’ between these two poles as it covers a relatively small area and the 
density is maintained also low. The number of municipalities is also different due to the national 
agglomeration structure. Finally, the urbanisation rates indicate that in most cases the regions are 
from moderately to highly ‘urbanised’.  

Table 1 Area characteristics 

Region 
Area 
(km2) 

Population 
(th. 
inhabitants) 

Density* 
(inh/ km2) 

Urbanisation 
% 

Number of 
municipalities 

Marche Region (IT) 9,366 1,565 306 28-66% 239 

Region of Alentejo (PT) 6,000 167 22 63%1 14 

The Heart of Slovenia 
(SI) 

562.6 93 171  8 

Central Macedonia 
(GR) 

18,811 1,882 100 40-93% 38 

Rhine Alp(AT) 467 250 535  29 

Parkstad (NL) 211 255 1,208 45%2 8 
1
 Only living area is used in calculation  

2
 By Dutch definition 

 

The Central Alentejo area consists of 14 municipalities with the 25% of the population 
concentrated in the capital city of Évora (almost 42 thousand inhabitants). The urbanisation rate is 
amongst the highest in the analysis with 63%. However, the population in the region shows a 
decreasing trend. 

Central Macedonia, situated in the Northern Greece, includes seven regional units and 38 
municipalities. The population is concentrated in the regional unit of Thessaloniki with more than 
one million inhabitants also heavily urbanised (93%). At the same time, the rest of regional units 
demonstrate different urbanisation patterns: Imathia and Pieria units with 60-70% urban 
population and the other four units (Kilkis, Pella, Serres and Chalkidiki) with around 50% urban 
population. 

The Heart of Slovenia consists of eight municipalities, Komenda, Kamnik, Moravče, Domžale, Dol pri 
Ljubljani, Trzin, Mengeš and Lukovica. The main demographic characteristic of this area is that it 
demonstrates a growing population as the result of a ‘suburbanisation’ process taking place in the 
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region. Due to good road connections and natural conditions people were willing to relocate from 
the capital (Ljubljana) to the Heart of Slovenia resulting to a growth of 16% within the last 13 years. 
For the region itself, the biggest settlement is in Kamnik where one seventh of the population is 
found (13.6 thousand inhabitants). 

Marche is divided into five provinces and 239 municipalities. The province of Ancona (also the 
capital) covers one fifth of the total population (around 300 thousand inhabitants), followed by the 
province of Piceno with 195 thousand inhabitants, the province of Pesaro (157 thousands) and the 
province of Macerate (141 thousands). Due to the large area it covers, the population density is 
moderate at 306 inhabitants per km2.The urbanisation rate also differs between different provinces: 
for Ancona this is 28% while for Macerata, this is 66%. 

The population in Parkstad Limburg is distributed among eight municipalities. More than one third 
of the population lives in Heerlen (89 thousand inhabitants), another one third in Kerkrade (47 
thousand inhabitants) and Landgraaf (38 thousand inhabitants), while the rest of the population is 
distributed among the other five municipalities. Parkstad is considered densely populated with 47% 
of the population living in urban areas, 34% in less urban areas and only 19% in rural areas. The 
employment follows a slightly different trend with 62% concentrated in the urban areas, 10% in 
less urban areas and 29% in rural areas. Here, it should be noted that the urbanisation results 
follow the Dutch definition, which is much more strict than in other countries.   

Rhine Alp consists of 29 municipalities including the capital of the Province of Vorarlberg, Bregenz 
counting up to 250 thousand inhabitants. The area due to its favourable location is heavily 
populated with 535 inhabitants per km2. 

Economic structure of the regions 

Table 2 below enlists the key socioeconomic indicators. Due to data limitations, the figures are not 
all from the same year. However, all the assessment reports provided the latest available data for 
their region. 

  

Table 2 Socio-economic indicators 

Region GDP 
Employment (th. number 

of jobs) 
Unemployment rate 

(%) 

Marche Region (IT) 25,641 €/capita 3081 8.2% (2012) 

Central Alentejo (PT) 13,575 €/capita 28 (2012) 12% (2012) 

The Heart of Slovenia (SI) 24,660 €/capita 40 (2011) 8.3% (2012) 

Central Macedonia (GR) 14,400 €/capita  6032  (2011) 28% (2014) 

Rhine Alp (AT) 34,700 €/capita  125 (2010) 3,6% (2011) 

Parkstad (NL) 26,900€/capita3 103 (2009) 5.1% (2011) 
1
  The number for Marche is calculated for the main municipalities (the ones for more than 10 thousand inhabitants) 

2
  In this case, the number of workplaces is used instead of number of jobs. 

3
  GDP is average for Province Limburg 

 

Central Macedonia employs in total 603 thousand people (2009). The main occupational fields are 
trade, public services and industrial activities. The unemployment rate has increased radically to 
28% in 2014. The GDP per capita differentiates between regional units: the highest is 
demonstrated for Thessaloniki (15,900 €/capita) and the lowest for Serres (10,200 €/capita). 
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The Heart of Slovenia provides 31 thousand workplaces and almost 40 thousand jobs, half of 
which located in the region itself. The other main work pole is the municipality of Ljubljana (with 
43%). Only 6.9% of the jobs are located outside these two areas. In total, there are 12 thousand 
road commuters daily from and to the Heart of Slovenia. The unemployment rate is 8.31% was 
2012. This percentage, even though it doubled compared to the 2007 value, is still lower than the 
average national unemployment rate (13%). The GDP per capita is defined for a wider region 
(including the capital) and is relative to the Marche index value. In general, the economic situation 
of the region is higher than the average for Slovenia. 

Employment in Marche is concentrated mostly in services (60% of the total), followed by industry 
(37% of the total). The level of unemployment is at 8.2% and has doubled over the last 5 years. The 
GDP per capita is at 25,641 €/capita. 

The employment in the Parkstad Limburg area is concentrated around health (with several 
hospitals in the area) and trade and to a lesser extent in industrial, renting and public activities 
(education, administration). The unemployment rate is relatively low at 5.1%. The average 
disposable annual income for the working class is €25,900; including the non- working residents 
this amount decreases to €21,800. The GDP growth of the area is moderate, usually positive (not 
more than 2% annually). 

In the case of Rhine Alp, the employment is concentrated around industry and trade. The number 
of workplaces (in total 97 thousand workplaces in the main cities) in Bregenz, the capital is one 
third of the total. The unemployment rate is relatively low at 3.6% (the lowest in the studied cities). 
The GDP per capita for Rhine Alp is the highest with regard to the studied regions. 

Structural transport indicators in the regions 

The transport indicators focus on the modal splits for each region. In general, car is identified as the 
main mode of transportation for all regions. The level of its usage though, is dependent on the day 
(working, non-working), the purpose (work, school etc.) and the destination (intra-city, inter-city) of 
the trips. Soft modes of transport are used in most areas with the exception of Central Macedonia. 
In the cases of Central Alentejo, Rhine Alp, The Heart of Slovenia and Parkstad their share reaches 
more than 30%. Finally, public transportation is very present in Central Macedonia (25%), while for 
the other regions it is on average less than 10%.  

The modal split patterns depend on the economic, cultural and land use trends of each region. In 
general, the car use is more distinct travel behaviour for long-distance travels, for areas not well 
connected with public transport and for convenience. For the short-distance travels (waking and 
cycling), soft modes are usually preferred, besides Central Macedonia where even the inner-city 
distances are quite long (for the majority of the population). Soft travel modes are also dependent 
on the geography of the region: for example, for hilly landscapes covering a larger distance like 
Marche, the soft modes do not surpass the share of 15%. On the contrary for flat and small-area 
landscapes (e.g. Parkstad, The Heart of Slovenia and Rhine Alp) the usage of soft modes is 
increased. Public transport is merely used by people who cannot use a car demonstrating in 
general low share in the modal split.  

The detailed modal split data are illustrated below for each region: 

 Central Alentejo. In the region of Central Alentejo, passenger traffic is mainly conveyed by 
car (65%), followed by walking (20%) and public transport (buses – 10%). Similarly to the 
case of Parkstad, the modal split patterns change depending on whether the trips are inner-
city or inter-city. For the first, the walking share reaches up to 30% and the car share to 45-
55%/ for inter-city traffic, the car usage is 80% and the public transport usage 10-15%, while 
walking is almost negligible. 
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 Central Macedonia. The traffic in Central Macedonia is mainly covered by car (60%) and by 
public transport (25%). Soft modes like biking and walking represent the 15% of the total 
traffic.  

 The Heart of Slovenia. The Heart of Slovenia case is similar to the Rhine Alp modal split. The 
main load of passenger traffic is conveyed by car (68%), partly because this is the main 
infrastructure linking the Heart to Ljubljana. The non motorised modes occupy a large share 
of the modal split with 22% (7% cycling, 15% walking), while the use of public transport is 
indicated at 10%. These results are estimated for an average working day for the total 
Ljubljana urban region. 

 Marche. The main mean of transportation for work purposes in Marche are the owned 
motor vehicles (cars and motorbikes) covering 83% of the total traffic. This is followed by 
soft modes such as walking and cycling, by 13.2% and buses by 2.9%. The modal split 
changes with regard to school trips; there, cars represent 45.8% of the total traffic followed 
by buses (35.3%) and soft modes (16.5%). 

 Parkstad Limburg. Parkstad is also car-driven with 56% of the total traffic conveyed by car. 
The soft modes here of walking and cycling are on average 40%, leaving a merely 4% to be 
conveyed by public transport. These percentages change depending on the traffic zones 
(inner or inter cities). For inner city traffic and the largest share of trips, cars and soft modes 
are sovereign by 55% and 45%). For the inter-city traffic, both car use and public transport 
(tram and metro) use are increased (up to 70% for the first and 16% for the second). 

 Rhine Alp. The modal split for Rhine Alp is moderately car-driven on a working day, with 
55% of the total trips performed via car, followed by soft modes of transport with 34%. 
Public transport occupies only 9% of the total. For a non-working day, the shares change 
mainly with regard to public transport decreasing to 4%.  

 

A summary overview of the modal split data is provided in Table 3 below: 

Table 3 Modal split overview 

Region 
Car+ 

Motorbike 

Bus+ 

Train 

Bike+ 

Walking 

Marche Region (IT) 83% 3% 13% 

Central Alentejo (PT) 80% 16% 4% 

The Heart of Slovenia (SI) 68% 10% 22% 

Central Macedonia (GR) 60% 25% 15% 

Rhine Alp(AT) 55% 9% 34% 

Parkstad (NL) 56% 4% 40% 

 

Institutional framework for transport planning in the regions 

The main elements of the institutional framework consist of the availability of legal regulations and 
guidance (regional, local plans, strategic visions etc) as well as the dedicated authorities in terms of 
regulatory bodies, operational bodies, funding mechanisms and so on. In other words, the 
institutional framework analyses how the key actors work in practice (responsibilities and 
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mandates), how they relate to each other in the planning, implementation and monitoring process 
and what is so far the regulatory outcome for each region.  

At the top-level of decision making, the European Commission defines the general guidelines and 
basic standards for transport policy focusing on the sustainable development of transport and the 
decrease of negative externalities for example, emissions, noise, fuel use and safety. In addition, the 
European Union acts occasionally as a financing source for new/ upgrading infrastructure and 
relevant studies which could effect on a European level. However, due to the subsidiary principle, 
the specificities of policy making and investments are defined on a local level.  

There are in total defined six types of policy making levels: 

 The European level – common for each region 

 The National level (in all cases) 

 The Regional level (in all cases) 

 The Province level (in the case of Marche and Rhine Alp) and Metropolitan level (in case of 
Thessaloniki) 

 The Municipality level (in all cases) and  

 The Municipality collaboration (in the cases of Parkstad, Rhine Alp and Central Alentejo; in the 
case of the Heart of Slovenia this is mentioned as sub-regional level) 

The European guidelines for transport policy are defined in the White Paper on Transport (2011) 
and other documents such as the Urban Mobility Action Plan (2009), the Green Paper Towards a 
New Culture for Urban Mobility (2007), the Clean Power for Transport (2013) etc. There are also 
several funding mechanisms for supporting urban transport development.  

At a national level, the policy provides general guidelines and is mainly focused on the national 
network (highways, railways etc.) funding, design, operation and maintenance. However, the 
governments also issue general masterplans for mobility and transport (see for example Marche, 
Parkstad and Rhine Alp).  

At a regional level there is the definition of focused transport policy, elaborating on priorities and 
making transport more sustainable eliminating negative externalities, integrating routes, 
coordinating planning etc. Similarly to the regional level, there is also the collaboration of different 
municipalities in order to link the transport opportunities of different municipalities and create a 
polycentric profile. In the case of Rhine Alp, besides the municipalities, there were several actors 
involved representing different interests (e.g. NGOs).  

At a municipality (local) level takes place the maintenance and operation of local routes as well as 
local policies (e.g. parking policies). In this level there is strong collaboration between transport and 
land-use authorities.  

The institutional framework of the single regions is illustrated below: 

 Central Alentejo. There are three level of policy making in Central Alentejo: the national, the 
regional and the local. The national is responsible for the main transport policy, funding and 
management of highway road network and regulation of the railways. Transport policy is 
interrelated with spatial policy; in fact, spatial and mobility policy is outlined in the same 
document (2007): the National Master Plan. The Plan provides guidelines to improve 
competitiveness, optimise infrastructure and accessibility and create an efficient transport 
system. Finally, it presents priorities such the support of public transport and other soft modes 
as well as the safety in transport. The national directives and guidelines are communicated to 
the regional and local authorities through the Institute of Mobility and Land Transports (IMTT). 
This institute also provides relevant policy frameworks for the municipalities. Regions define 
their own transport plans taking into consideration the national guidelines. The plans are 
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intermediate between the State and the municipalities and focus on the regional transport 
network. However, the responsibility of design, operation and maintenance of the network is 
carried out at national level. The municipalities are responsible for local transport policy 
making, including a vision for spatial planning and housing development. In addition, they are 
responsible for local network construction and maintenance. An additional type of 
governance is the cooperation of municipalities –on a regional level- which occasionally are in 
charge of policy making on behalf of all involved municipalities. The policy plans, visions and 
strategies for Central Aletenjo are presented in the following documents: 
o National Guidelines for Mobility 
o National Strategy for Road Safety 
o National Strategic Transport Plans – Sustainable Mobility 
o National Spatial Development Master Plan 
o National Strategy for Sustainable Development 
o National Programme for Climate Change 
o Regional Spatial Development Plan and 
o Municipal Spatial Development Plan. 

 Central Macedonia. There are three levels of policy making for Central Macedonia: the 
national, the regional and the metropolitan for Thessaloniki (the main regional unit of Central 
Macedonia). There are two policy bodies at national level: the ministry of infrastructure, 
transport and networks and the ministry of environment, energy and climate change related 
to transport policy. The General Secretariat of Regional Planning and Urban Development 
issues the Regional Framework for Regional Planning and Urban Development defining the 
sustainability and spatial factors as well as the priorities and strategic options for the regions. 
As a self-contained administrative unit, the region of Central Macedonia is the executive body 
of the regional administration responsible for elaboration and management of strategies, the 
distribution of Structural Funds and the implementation of policies and initiatives with regard 
to transport infrastructures, intercity transport routes and pricing policy. The main regional 
policy document at this level is the Strategic Plan 2012-2014. At metropolitan level, there are 
three main decision bodies: the Organisation of Planning ad Environmental Protection of 
Thessaloniki (ORTH), issuing the Masterplan for the Metropolitan Area of Thessaloniki for the 
promotion of sustainability through spatial reorganisation and cooperation, the Thessaloniki’s 
Integrated Transport Authority, publishing the Integrated Strategic Transport Infrastructure 
(Masterplan) focusing on public transport and smart ticketing and the Organisation of Urban 
Transport, assisting in concession agreements between the government and ORTH. 

 The Heart of Slovenia. There are four levels of policy making in CIMAC: the national, the 
regional, the sub-regional and the municipality level. At a national level, the government is 
responsible for the main guidelines of policy regarding transport, environment and urban 
planning and financing of major infrastructure. The government specifically issued nine 
documents on the aforementioned concepts. These are: 

o Slovenia’s development strategy for sustainable development and integrated 

development policies, including the goal of a polycentric urban system using ITS, 

sustainable mobility concepts and public transport. 

o Strategy for the economic development of Slovenia referring to the importance of an 

integrated transport system. 

o Resolution on national development projects for the period 2007-2013 in order to 

achieve sustainable development, including the project ‘Sustainable mobility’ exploring 

the concepts of common public transport fares, intermodal centres, ITS and passenger 

information systems.  
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o Spatial development strategy of Slovenia also in terms of public transport, cycling and 

walking paths. 

o Resolution on transport policy in the Republic of Slovenia with the basic goals and 

measures for implementing the transport policies (especially referring to public 

transport) 

o Spatial planning Act. 

o Environmental protection Act. 

o Road transport Act 

o Rail transport Act 

At regional level, the planning and policy explores the possibilities for Ljubljana in terms of 

spatial policy, urban development and public transport. There is one additional document at a 

‘sub-regional’ level which aims at the equal development and opportunities of several 

municipalities around Ljubjana, similar to activities of the collaboration of municipalities. The 

regional policy documents include:  

o The regional development programme for the Ljubljana urban region (2007-2013) 

o Public transport in Ljubljana’s urban are 

o Professional basis for the preparation of a regional spatial plan for Ljubljana’s urban are 
o Urban concept of settlement in Ljubljana’s urban area and 
o The Sub-regional development programme for the centre of Slovenia.  

Finally, at municipality level, there is no specific SUMP. However, mobility is very important in 
the local agenda. For example, the municipality of Domžale defines a local development 
programme of two sustainable mobility actions: The first is the extension of the bus city line 
from Ljubljana and the development of bike connections within the municipality. The second 
is mainly focused on improving the local road infrastructure. 

 Marche. There are four levels of policy in Marche: national, regional, provincial and 

municipality. In short, the transport policy is generally defined by the provinces and the 

regions, taking into consideration the guidelines of the national policy. The regional transport 

policy acts as an intermediate between the national and local levels and differentiates per 

region based on the local visions and responsibilities. At a second level local transport policy, 

referring to parking policies, accessibility to public transport etc., is defined by the 

municipalities. Municipalities are also responsible for spatial planning and housing 

development as well as traffic plans (for larger cities). The two levels of transport policy making 

are complementary to each other. For each decision making level there are specific plans. For 

the national level, the General Mobility Plan (2007) aiming at the promotion of sustainable 

local mobility and covering the needs of commuters for work or school as well as at the 

discouragement of car use. The plan also set a series of financial actions for improving 

governance schemes, integrating ticketing, combining transport to urban planning and 

setting the standards for transport services. The Marche region has specifically designed the 

Regional Plan for Local Public Transport defining governance measures, i.e. transfer 

competences and resources to the local bodies (provinces and municipalities), the minimum 

services through a Three-year programme of services and the aggregation of transport 

operators (form 55 to 5) and the safety action-plan Guidelines of the Regional Plan for Road 

Safety. Besides the policy documents, the region of Marche is responsible the regional 

transport routes and their coordination as well as the elimination of double services. The 

provinces are responsible for managing the services contracts for local public transport, 

coordination of the local transport network, seasonal planning and introduction of innovative 
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mobility systems. The provinces define their policies in the District Plans of Local Public 

Transport. The municipalities produce two main policy papers: the Urban Plans for Traffic and 

the Urban Plans of Mobility. The first is compulsory and deals with traffic and mobility 

conditions improvement, while the second is voluntary and defines long-term visions for 

planning, capital investments and management improvements of local mobility. 

 Parkstad Limburg. The responsibilities, in terms of mobility, are diffused in the case of Parkstad 

among different actors. The infrastructural part with regard to the railways is covered by 

national bodies: the government is responsible for the design, construction and maintenance 

of the rail network and the public stations are managed by the national railway company. The 

same stands for inland waterways. On the contrary, the bus stations and stops are managed 

by the province and local authorities; this is also the case for the transportation of dedicated 

groups (school-buses, transport for elders and disabled people e.t.c). Finally, the road network 

is controlled by different bodies: municipalities, province, national government and the 

"waterschap" (water authority). Specifically for the Parkstad region, there are eight 

municipalities (Heerlen, Onderbanken, Simpelveld, Voerendaal, Nuth, Brunssum, Landgraaf 

and Kerkrade) working together to create a sustainable, well-functioning region. Their main 

themes of work are: the housing market, the sustainable development of the region and the 

transportation of passengers and goods. The municipalities are responsible for implementing 

the Parkstad plans. The Policy plans, visions and strategies for Parkstad are: 

o Regional traffic and transport plan 2011-2020 
o Working to a vital sustainable region 
o Strategic vision for tourism in Parkstad 
o Vision for restructuring the housing stock in Parkstad 
o Bicycle Plan Parkstad Limburg 
o Visions for Parkstad, Stadt Aachen, Province Limburg 
o PVVP (Provinciaal verkeers- en vervoerplan) provincial transport and mobility plan 

2002-2020 

 Rhine Alp. The structure of decision making in Rhine Alp also involves four levels: national, 

provincial and municipal. As expected the Austrian government is responsible for managing –

including funding- and maintaining the main transport infrastructure as well as regulating the 

federal aspects of transport policy. The national policy documents are the Oesterreichische 

Gesamtverkehrs-konzept (1991) which analysed the transport conditions and proposed 

measures; this document was replaced by the Master-plan Generalverkehrsplan Oesterreich 

(2002) which aimed at improving the accessibility and safety of national networks. However, it 

does not include regional or local elements. The spatial planning was set by the OeREK – 

Austrian Spatial Development Policies (2011) more at coordination than policy making level.  

At provincial level, Vorarlberg developed a regional traffic and transport masterplan – 

Verkehrskonzept Vorarlberg (2006) defining the objectives and priorities for the regions. The 

plan focuses on improving accessibility and reducing the negative externalities such as 

emissions and safety. At regional level, the Verkehrskonzept was complemented by the 

Rheintal regional masterplan; a consensus-oriented process for solving existing traffic 

problems for the Rhine Alp region. The masterplan involved stakeholders from different 

transport policy levels representing all groups of interest (national, citizens, NGOs etc.). This 

resulted to a three-year planning process of several transport measures including road 

infrastructure and the improvement of current public transport supply and cycling facilities. 
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The municipalities of Rhine Alp are responsible for the local infrastructure and spatial 

planning. Policy-wise, the municipalities collaborated and produced a single Vision document 

Rheintal for a common land use planning for a polycentric structure.  

Assessment of transport policies in the regions 

The transport policies in the regions have been assessed firstly to understand the extent to which 
they fulfil their goals. Questions were asked to key informant actors to assess: 

1. Whether there are goals for specific indicators shown in Table 4 below (first column) 
2. Whether there is conflict with national of higher regional plans and 
3. Whether there is conflict with local plans 

 

Table 4 Policy goals for each region 

Indicator Answer 
CIMAC 

Answer 
Rhine Alp 

Answer 
Marche 

Answer Central 
Macedonia 

Answer Parkstad  Answer The 
Heart of 
Slovenia  

Ensure mobility system 
(locations) 

1. No 
2. No 
3. No 

1. Yes 
2. Yes 

1. Yes 1. No (national 
level only) 

No (regional level 
only) 
No 
No 

1. Yes 
2. No 
3. No 

Ensure mobility system 
(groups) 

1. No 
2. No 
3. No 

n/a 1.Yes 1. No 1. No (regional 
level only) 
2. No 
3. No 

1. Yes 
2. No 
3. No 

Improve safety  1. Yes 
2. No 
3. No 

1. Yes 1. Yes 1. No (national 
level only) 

No (regional level 
only) 
No 
No 

1. Yes 
2. No 
3. No 

Reduce air pollution  1. Yes 
2. No 
3. No 

1. Yes 1. Yes 1. No 1. No 
2. No 
3. No 

1. Yes 
2. No 
3. No 

Reduce noise  1. No 
2. No 
3. No 

1. Yes 1. Yes 1. No 1. No 
2. No 
3. No 

1. Yes 
2. No 
3. No 

Reduce CO-2 emissions  1. Yes 
2. No 
3. No 

1. Yes 1. Yes 1. No (National 
level only) 

1. No 
2. No 
3. No 

1. Yes 
2. No 
3. No 

Reduce energy 
consumption  

1.Yes/  
No 
2. No 
3. No 

1. No 1. Yes 1. No (national 
level only) 

1. No 
2. No 
3. No 

1. Yes 
2. No 
3. No 

Improve efficiency and 
cost effectiveness of 
mobility  

1. No 
2. No 
3. No 

1. Yes 1. Yes 1. No  1. No 
2. No 
3. No 

1. Yes 
2. No 
3. No 

Contribute to high quality 
and attractive living 
environment  

1. No 
2. No 
3. No 

 1. Yes 1. Yes 1. Yes (housing 
development) 
2. No 
3. No 

1. Yes 
2. No 
3. No 

 

Overall, only Marche provides specified goals and guarantees for all the indicators. Parkstad has 
defined such goals at a regional rather than a local level. Only in the case of an attractive living 
environment, there is the local housing development policy. For Parkstad, there are no goals with 
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regard to air pollution, noise, CO2 emissions, energy consumption and cost efficiency. Central 
Alentejo has specific goals in the local policy plans for safety, air pollution, CO2 emissions and 
energy consumption. 

Central Macedonia covers also mobility goals through its national policy. In addition, the national 
transport development plan up to 2013 includes safety, pollution abatement and energy and 
resources efficiency goals. At regional level the policy covers spatial planning and sustainable 
development and public transport level of service.  

The Rhine Alp region is the only one demonstrating potential conflicts with national plans (for 
highways) and investment priorities with regard to the mobility system goals.  For the rest, Rhine 
Alp has local policy and set goals for all indicators except from energy consumption. 

 

Besides the policy goals, it was important to assess the status of the transport policy processes in 
the regions. The assessment of process aspects pointed to ascertain if there is in each single region: 

 A participatory approach involving citizens and stakeholders from the outset and throughout 
the process in decision making, implementation and evaluation (interactive approach); 

 An integrated approach of practices and policies between different sectors (e.g. transport, 
land-use, environment, social inclusion, health, safety, gender equity) and between authority 
levels (relevant to polycentric regions: municipality, region, nation, EU) and between 
neighbouring authorities  

 A focus on achieving measurable targets derived from short-term objectives, aligned with a 
vision for transport and embedded in an overall sustainable development strategy; 

 Balancing economic development, social equity and environmental quality (cost awareness); 

 A method comprising the following tasks: status analysis and baseline scenario, definition of a 
vision, objectives and targets, selection of policies and measures, assignment of responsibilities 
and resources, implementation, communication and arrangements for evaluation (process 
according to the policy cycle) 

The assessment of the policy processes is measured in Table 5 below as follows: 

A. Fully in line 
B. Partly in line 
C. Not at all in line 

Table 5 Policy processes assessment 

Regions  Central 
Alentejo 

Rhine 
Alp 

Marche Central 
Macedonia 

Parkstad  The Heart of 
Slovenia 

Interactive approach  A  A  A A A  B 

Integrated approach including 
intermodality 

 B  A  A A B  B 

Focus on achieving measurable 
goals 

 B  B  B B B  B 

Cost-awareness  A  n/a A A A  B 

Process according to the policy 
cycle 

 A  n/a B B A  B 

 

Based on the responses, in terms of interactive approach and cost awareness all regions were fully 
in line. Central Alentejo and Parkstad were partly in line with the integrated approach, while 
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Marche was partly in line with the policy cycle. Finally, all regions were partly in line with regard to 
achieving measurable goals. 

Assessment of the existing barriers and drivers for sustainable mobility 

 

The assessment of transport policies was completed with the analysis of the barriers and drivers for 
sustainable mobility planning in the regions. Key informant actors were interviewed in each 
regions, and the following are the barriers and drivers highlighted for each single region. 

 

Central Alentejo 

 

Barriers. The decrease of population, it is probably the main barrier in the next years, the limitations 
of the transport network and the need for efficient governance are the main barriers for the 
adoption of sustainable solutions. On top of these, there is need for a ‘mental shift’ which is not 
necessary as there is no traffic congestion and people mainly use their cars for their daily trips. 

 

Drivers. The following opportunities/ drivers to sustainable mobility have been highlighted for the 
region: 

 The mentalities are changing and demanding new solutions, not only from the youth but also 
from the politicians. It is important to catch this flow in order to change mentalities and 
behaviours. 

 Transport policies are at this moment in the focus of many development plans like never 
before, and from local to regional authorities everyone is very awareness of theirs importance. 

 The development of a regional transport and mobility plan is considered by all as a key point 
for the development of infrastructures and policies for the next six years. 

 

Central Macedonia 

 

Barriers. The main problem for the promotion of mobility issues is the current socio-political 
situation in the country entailing lack of financial resources, increase of unemployment and 
functionality problems. Specifically for the road transport, the main barriers for sustainable 
development are: the complicated procedures for contracting infrastructural developments, the 
fact that car remains the preferred mean of transport, the limited connection to important mobility 
hubs such as airports, ports, industrial areas etc. as well as to remote areas, the problematic traffic 
management and the deterioration of infrastructure. In addition to that, there is complicated 
governance limiting the effectiveness of its decision making. With regard to rail, similarly to road, 
there is inadequate and malfunctioning infrastructure, limited connectivity, lack of coordination 
and governance and strong competition from road. Public transport also suffers from equivalent 
problems. On top of that, there is neither an integrated adopted plan and governance form nor 
efficient safety measures. 

 

Drivers. A shift to sustainable mobility could be promoted due to: 

 Increased mobility 
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 European Union policy and priorities promoting investments in public transport, safety and 
protection of the environment 

 The ongoing EU co-funding  

 Information and Technology and Intelligent Transport Systems development for quality 
enhancement of the provided services 

 High prices for petrol which lead to increased public transport use 

 Transport service market liberalisation 
 

The Hearth of Slovenia 

 

Barriers. The main barriers as identified by 13 stakeholders representing all municipalities were 
divided into general and specific mode problems. Within the general problems, the stakeholders 
mentioned the economic crisis and the consequent reduction of funds and projects, the lack of 
interest in public transport services, the lack of cooperation among municipalities and lack of 
common planning and governance forms, the choice of car as main transportation mean and the 
lack of core skills. The municipalities have not yet successfully engaged the SUMPs; there have been 
only few examples of good practices such as Ljutomer and Kamnic city bus. With regard to specific 
modes, for rail transport, the stakeholders indicated defective infrastructure, the limited 
connections, inadequate management systems, lack of skills and policy for rail promotion as well as 
the extensive car use. Relating to public transport, the stakeholders highlighted the unimportant 
position of public transport for the last decades. Consequently to that, public transport was not 
integrated, not well maintained and upgraded and provided limited services (especially during the 
weekends, e.g. the rail line Ljubljana-Kamnik).  Finally, there is no reference to specified issues for 
impaired people for any region, with the exception of the Heart of Slovenia and the lack/ 
inadequacy of infrastructure rail and public transport services for the disabled. 

 

Drivers. The following opportunities/ drivers to sustainable mobility have been highlighted for the 
region: 

 Sub-urbanisation in pilot area as a result of lower prices of real estate in surrounding areas, 

 Increased mobility due to increasing population trends, 

 European Union policy and priorities promoting investments in public transport, safety and 

protection of the environment, 

 The ongoing EU co-funding, 

 Information and Technology and Intelligent Transport Systems development for quality 

enhancement of the provided services, 

 High prices for petrol which lead to increased public transport use, carpooling, car sharing 

 Introduction of different parking zones in Ljubljana-more needs for public transport, 

 New city bus lines around Ljubljana. 
 

Marche region 

 

Barriers. The biggest barrier towards the implementation of sustainable mobility plans in the 
Marche region, are the generalised cuts in the public spending for services. The economic 
recession has caused reductions in transfers from the central government and these cuts affect the 
regional spending on local services. The latest reduction for the public transport being applied from 
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the first January 2013 is a linear cut of 4% on the production of km by the road transport operators. 
From a cultural point of view, with the 86% share of the systematic trips, it is obvious that is the 
dominance of private cars that needs to be tackled to achieve a really sustainable transport system. 

 

Drivers. The regional plan for the local public transport, with its broad vision over all relevant 
regulations and with the involvement of all the stakeholders, is the main driver towards the 
implementation of a sustainable mobility plan in the polycentric region. Worth noting the initiatives 
of some Municipalities, transport-parking operators toward the implementation of flexible transport 
systems. 

 

Rhine Alp 

Barriers. As main barrier stakeholders pointed out the dominance of private car use and 
corresponding infrastructure supply in the region. Economic pressure on firms operating mobility 
supply (public transport, car sharing, etc.) is another issue. On the transport users´ side, the goal to 
always use the most convenient mode is a hard barrier to change mobility habits. 

 

Drivers. Stakeholders mentioned the good planning culture and communication as the most 
important drivers enabling the implementation of sustainable mobility plans. In particular, this 
includes the cooperation between the municipalities within the region. Additionally, the awareness 
of the citizens with regard to the importance of sustainable mobility is seen at high level, which 
increases the acceptance towards unpopular measures. 

 

Parkstad Limburg 

Barriers. Stakeholders mentioned the declining population as a significant barrier to development, 
especially due to limited need to energy. In this way, there is no need to promote sustainable 
solutions to achieve the emissions targets and hence no need for mental shift (and modal shift to 
limited car use). The cost is another significant barrier especially during the recent recession period, 
taking out sustainable mobility from the politicians’’ agendas. Finally, Parkstad also mentioned lack 
of cooperation amongst stakeholders, issues with tender procedures, unclear allocation of 
responsibilities in contracts between authorities and operators. Additional barriers include: 

 Lack of cooperation between governmental layers for policymaking (there is a great distance 
between the province of Limburg and the Dutch government seated in The Hague); 
different laws, due to cross-border cooperation creates barriers; 

 No regional leading role on some topics, such as e-mobility and dedicated transport; 

 Lack of co-operation between different departments in the same government and/or 
between different authorities; 

 Tender procedures, sometimes not allowing operators to be strategic partners;  

 Contract agreements between the authority and the operator, unclear for a non-OV-
authority what the margin for negotiation is; 

 Knowledge of alternative fuels within a municipality, taking the negotiation with an expert to 
a non-level-playing-field; 

 Reluctance of external project managers; 

 Some goals are not SMART. This might be of political interest; 
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 Co-operation between Dutch and German authorities of cross-border issues, including 
different laws, different visions (for example on public transport management), ticketing 
systems Public Transport. 

 The lack of availability of source data from pt-card and parking makes it hard to develop 
chain mobility. 

 

Drivers. Stakeholders mentioned four drivers for sustainable mobility planning, culture, 
communication and participation. These take as granted the cooperation between municipalities. 
In addition, citizens’ awareness could increase acceptance and create a mental shift for new 
measures. In addition, Parkstad is working on a new German concept called IBA (innovative use of 
space to reinvent and rebuild the cities); this is a platform for exchanging ideas, bringing people 
and resources together to implement projects and provide financial support. The support 
mechanisms also include several mobility meetings between municipalities. 

 

Summing up, the findings revealed several similarities between regions; the limited funding 
resources and costs of the development of sustainable solutions, the declining population trends 
and the extensive car use are among the most important barriers. Moreover, the inefficiency of 
current infrastructure and the limited connections as well as inadequate governance structures are 
also highlighted. On the other hand, there is room for a different mindset to emerge, causing a 
shift of behaviours towards sustainable mobility solutions: good planning and coordination 
mechanisms for promoting transport policies (also supported from the European policy guidelines), 
increasing public awareness and new financing tools can lead to the acceptance and adoption of 
such solutions. In addition, the increase of the fuel costs is expected to result to increase use of 
public transport and, in general, more efficient passenger transportation. 


