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Introduction 
 

The public sector needs to modernise and take advantage of the digital revolution our society is 

experiencing today. Indeed, traditional policy tools are no longer appropriate to tackle societal 

challenges and ensure the overall welfare public sector bodies have the responsibility to resolve and 

guarantee1. Among the innovative tools today’s digital revolution offers is data, which potential is 

invaluable. Indeed, data can not only provide scientific insights, but also inform policymaking and 

deliver better public services to the people2. In other words, data can serve the public interest, which is 

a broad notion that can comprise, among others, the improvement of mobility, the combating of food 

waste or, more generally, the shift to economic models based on sharing and more environmentally 

friendly modes of consumption.  

 

Besides, the main value of data is that it is what can be called a “non-rivalrous” an “non-excludable” 

good. This means that data can be reused by many parties “for a variety of purposed and an unlimited 

number of times, without any loss in its quality or quantity”3. As a consequence, data only needs to be 

                                                 
1 Final report prepared by the High-Level Expert Group on Business-to-Government Data Sharing, “Towards a 
European strategy on business-to-government data sharing for the public interest”, February 2020. Available at 
https://ec.europa.eu/ (accessed April 18, 2020), p. 7. 
2 Ibidem. 
3 “Data-driven innovation: big data for growth and well-being”, OECD Publishing, Paris, 2015. Available at 
https://www.oecd.org/sti/ieconomy/data-driven-innovation.htm (accessed May 18, 2020); Duch-Brown, N., 
Martens, B., and Mueller-Langer, F., ‘Data ownership, access and trade’, JRC Digital Economy Working Paper, 
No 1, 2017. Available at https://ec.europa.eu/jrc/sites/jrcsh/files/jrc104756.pdf (accessed May 18, 2020); Jones, 
C. I., and Tonetti, C., ‘Non-rivalry and the economics of data’, Working Paper, No 3716, August 2019, Standford 
Graduate School of Business, 2019. Available at https://www.gsb.stanford.edu/faculty-research/working-
papers/nonrivalry-economics-data (accessed May 18 2020). 

https://ec.europa.eu/
https://www.oecd.org/sti/ieconomy/data-driven-innovation.htm
https://ec.europa.eu/jrc/sites/jrcsh/files/jrc104756.pdf
https://www.gsb.stanford.edu/faculty-research/working-papers/nonrivalry-economics-data
https://www.gsb.stanford.edu/faculty-research/working-papers/nonrivalry-economics-data
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collected once, and more than one output can be produced with the same set of data; this thus results in 

substantial cost savings for society4. 

 

At present, much data generated in the public sector is already made open for re-use, encouraged by the 

Open Data Directive5. This Directive applies to public authorities, including public transportation 

operators such as the STIB and the SNCB. One can consequently observe an imbalance in this area : 

while public authorities are supposed to open their data because they are prompted to do so under the 

Open Data Directive, private entities, including those of the collaborative economy, do not fall under 

the obligations to facilitate the re-use of data as determined by this Directive. 

However, to become more data-driven and cost-efficient, the public sector needs to have access to 

specific types of data which are largely in the hands of the private sector. For example, behavioural data 

such as GPS location and mobile phone records can give insights regarding people’s movements and 

habits or disease patterns, and consequently help the public sector tackle societal challenges such as 

tracking epidemics or reduce traffic congestion, and, in the end, ensure general welfare6. If these 

privately held data were made, at least, partly, open, they could be re-used and benefit other businesses, 

citizens and public policy makers in various ways7, and benefit a wide range of different sectors, in 

particular those shifting to a sharing economy model. 

 

Though it can lead to more innovation, better data-informed decision making and policies, reduced costs, 

etc., business-to-government (B2G) data sharing is still very sparse due to different types of obstacles, 

be they legal, organizational or technical8.  

 

Based on the preliminary analysis of data sharing policies in other cities, it appeared that the most 

interesting sector to examine as concerns data access and sharing is the field of mobility. Indeed, the 

transport sector is about to change with the emergence of the concept of Mobility as a Service (MaaS) 

and the progressive shift to more sustainable mobility thanks to the development of platforms proposing 

new mobility offers based on sharing. In this context, data access and sharing, and especially B2G data 

sharing is more than ever needed.  

 

                                                 
4 Final report prepared by the High-Level Expert Group on Business-to-Government Data Sharing, “Towards a 
European strategy on business-to-government data sharing for the public interest”, op. cit., p. 17. 
5 Directive (EU) 2019/1024 of the European Parliament and of the Council of 20 June 2019 on open data and the 
re-use of public sector information. Available at: https://eur-lex.europa.eu/legal-
content/EN/TXT/?qid=1561563110433&uri=CELEX:32019L1024 (accessed Nov. 12, 2019). 
6 Final report prepared by the High-Level Expert Group on Business-to-Government Data Sharing, “Towards a 
European strategy on business-to-government data sharing for the public interest”, op. cit., p. 14. 
77 Stakeholder Cooperation on Data in Public Transport (UITP, 27 June 2017), op. cit., (accessed Nov. 4, 2019), 
p. 1. 
8 Final report prepared by the High-Level Expert Group on Business-to-Government Data Sharing, “Towards a 
European strategy on business-to-government data sharing for the public interest”, op. cit., p. 7. 

https://eur-lex.europa.eu/legal-content/EN/TXT/?qid=1561563110433&uri=CELEX:32019L1024
https://eur-lex.europa.eu/legal-content/EN/TXT/?qid=1561563110433&uri=CELEX:32019L1024
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Part I. Data sharing at the cornerstone of the mobility of tomorrow 

1. The importance of data sharing to improve mobility 
 

The mobility sector is about to experience significant changes with the emergence of private companies 

offering new types of mobility usually through platforms, and most of all integrating a sharing economy 

model: ride-sharing, bike-sharing, car-pooling, etc. These new transport operators collect and detain 

data which, if shared with the public sector, could give insights on how to better draft transportation 

routes and deliver better informed public services.  

 

Alongside with this, the concept of Mobility as a Service (MaaS) has arisen, which can be described as 

a re-designing of mobility, away from personally-owned modes of transportation towards tailored 

mobility solutions combining different transport modes9. MaaS presents thus a shift away from the 

existing ownership-based transport system towards a system based on data access10, a change that 

parallels the development of online platforms and the sharing economy where use, rather than 

ownership, of resources becomes central11. MaaS requires the blending of information from both public 

and private transportation providers across multiple modes of transportation, and the provision of a 

single-access interface for managing trips12.  

 

In this context, data sharing has become a key component of the mobility of tomorrow. Indeed, app-

based mobility services enable private companies to gather unprecedented amounts of data on how, 

when and where we travel, as well as how much we pay13 ; if shared with the public sector, those data 

can help enhance the overall service quality of all transport services, better respond to travellers’ needs14 

and move towards a MaaS ecosystem. For example, car-sharing operators detain data regarding traffic 

flows and congestion points, peak hours and common pick-up points ; if these data are made available 

                                                 
9 C. Delronge, A. Strowel, « Data Sharing For a Smarter Mobility and For Connected Vehicles: How the design 
of the data flows contributes (or not) to transport policy and innovation » in Des véhicules autonomes à 
l'intelligence artificielle, Bruxelles, Éditions Larcier, 2020, p. 188. 
10 P. Jittrapirom and others, ‘Mobility as a Service: A Critical Review of Definitions, Assessments of Schemes, 
and Key Challenges’ (2017) 2 Urban Planning 13, p. 13, available at: 
https://www.cogitatiopress.com/urbanplanning/article/view/931 (accessed Oct. 31, 2019). 
11  V. Demary, “Competition in the sharing economy", IW policy papers 19/2015, Institut der deutschen Wirtschaft 
(IW) / German Economic Institute, 2015. 
12 J. Herrlin, “It’s good to share: Open data will drive the MaaS revolution”, Smart Cities World, available at 
www.smartcitiesworld.net/opinions/opinions/its-good-to-share-open-data-will-drive-the- maas-revolution, 
accessed 4 November 2019. 
13 D. Sperling, “The Business Case for Mobility Data Sharing”, Forbes, 19 August 2019, available at: 
https://www.forbes.com/sites/danielsperling/2019/08/19/the-business-case-for-mobility-data-
sharing/#2c3717f97985 (accessed Oct. 28, 2019).  
14 International Association of Public Transport (UITP), Report on Mobility as a Service, April 2019, p. 14, 
available at: https://www.uitp.org/sites/default/files/cck-focus-papers-files/Report_MaaS_final.pdf (accessed 
May. 22, 2020).  

https://www.cogitatiopress.com/urbanplanning/article/view/931
https://ideas.repec.org/p/zbw/iwkpps/192015.html
https://ideas.repec.org/s/zbw/iwkpps.html
https://www.forbes.com/sites/danielsperling/2019/08/19/the-business-case-for-mobility-data-sharing/#2c3717f97985
https://www.forbes.com/sites/danielsperling/2019/08/19/the-business-case-for-mobility-data-sharing/#2c3717f97985
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to transport policymakers, more informed policies and better transport planning could be adopted for 

example by relocating stops, redefining certain routes or schedules, or offering new services15. 

 

In other words, data can help everyone make better decisions: passengers, freight companies, transport 

operators and policymakers16. For all these reasons, it is necessary to enable and incentivize B2G data 

sharing to shift to the mobility of tomorrow. However, several obstacles impede to scale up B2G data 

sharing. 

 

2. Essential prerequisites to B2G data sharing: public interest, 

transparency and trust  
 

Generally speaking, we could say that the three key notions intervening in B2G data sharing are public 

interest, transparency and trust. Indeed, B2G data sharing has to be made for the public interest, such 

as, in this context, the overall improvement of mobility. However, without transparency in this process, 

the intervening parties will not trust each other and this goal would not be reached. This section focuses 

on these three notions and proposes options to increase transparency and trust among the collaborating 

parties.  

 

2.1. B2G data sharing for the public interest 

 

First, it is important to underline that any B2G data sharing partnership shall be entered into to serve the 

public interest. This means that the outputs that could be produced through these types of data sharing 

should be all related to the improvement of the delivery of transport services, in ways that benefit the 

general public. This could be the reduction of traffic flows, congestion points, better routes designing, 

etc. The public sector could not have any other goal then improving the overall welfare of citizens by 

delivering better mobility services.  

This reminder is important because the concept of “public interest” allows for limitations on the exercise 

of fundamental rights or derogations to competition law that might be needed to foster data-sharing 

                                                 
15 International Association of Public Transport (UITP), Report on Mobility as a Service, April 2019, p. 14, 
available at: https://www.uitp.org/sites/default/files/cck-focus-papers-files/Report_MaaS_final.pdf (accessed 
May. 22, 2020).  
16 The case for government involvement to incentivize data sharing in the UK intelligent mobility sector, Briefing 
paper, March 2017, available at: https://s3-eu-west-1.amazonaws.com/media.ts.catapult/wp-
content/uploads/2017/04/12092544/15460-TSC-Q1-Report-Document-Suite-single-pages.pdf (accessed Nov. 1, 
2019).  

https://s3-eu-west-1.amazonaws.com/media.ts.catapult/wp-content/uploads/2017/04/12092544/15460-TSC-Q1-Report-Document-Suite-single-pages.pdf
https://s3-eu-west-1.amazonaws.com/media.ts.catapult/wp-content/uploads/2017/04/12092544/15460-TSC-Q1-Report-Document-Suite-single-pages.pdf
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collaborations17. Besides, as the public sector has the responsibility to ensure the overall wellbeing and 

tackle societal challenges, through the notion of “B2G data sharing for the public interest”, it will be 

more entitled to have access to the different data needed. 

 

2.2. Transparency and citizen awareness to build trust between the intervening 

parties18  

 

Citizens can share their data either directly with public authorities, or with private actors. In both cases, 

the lack of transparency and citizen awareness are barriers to enhance privately-held data sharing.  

 

On the one hand, if citizens are not aware that they can share part of their data for the public interest, 

such as the improvement of mobility, they will never do so. Citizens must thus be informed on the value 

of their data and their potential impacts on their everyday life if shared with the public authorities. If 

people understand that sharing some of their data with the public sector will help design better mobility 

services and regulations, they will be keen to do so.  

 

On the other hand, any B2G data sharing partnership must be transparent and clearly indicate which 

data will be shared with public authorities, for which public interest purpose, and under what conditions. 

In this context, it must be underlined that any B2G data sharing partnership involving personal data shall 

comply with the European legislation regarding personal data protection. Indeed, the EU has put in place 

a strong and trusted legal framework for the protection of personal data with the General Data Protection 

Regulation19 and ePrivacy20 legislation21, which have to be complied with by the intervening parties in 

B2G data sharing collaborations.  

 

Citizen information and awareness can be supplemented by citizen participation, for example by 

allowing them to keep control on their data. In this sense, let us mention the city of La Rochelle (France), 

where, in order to improve mobility services and public transportation, people can share their data with 

                                                 
17 Final report prepared by the High-Level Expert Group on Business-to-Government Data Sharing, “Towards a 
European strategy on business-to-government data sharing for the public interest”, op. cit., p. 16. 
18 This rather concerns citizen-to-government data sharing, but we found it interesting to mention it anyway, as it 
can have consequences on B2G data sharing. 
19 Regulation (EU) 2016/679 of the European Parliament and of the Council of 27 April 2016 on the protection of 
natural persons with regard to the processing of personal data and on the free movement of such data, and repealing 
Directive 95/46/EC (General Data Protection Regulation (GDPR)) (OJ L 119, 4.5.2016, pp. 1-88). 
20 Directive 2002/58/EC of the European Parliament and of the Council of 12 July 2002 concerning the processing 
of personal data and the protection of privacy in the electronic communications sector (Directive on privacy and 
electronic communications) (OJ L 201, 31.7.2002, pp. 37-47).  
21 Final report prepared by the High-Level Expert Group on Business-to-Government Data Sharing, “Towards a 
European strategy on business-to-government data sharing for the public interest”, op. cit., p. 14. 
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the public authorities while keeping control of it22. This improves transparency in the process too, and 

thus enables to foster B2G data sharing. 

 

This is particularly important in terms of trust between the parties intervening in B2G data sharing. 

Indeed, misinformation and lack of transparency in B2G data sharing collaborations can lead to 

situations where citizens would lose trust in private companies and refuse to share their data with them. 

The High-Level Expert Group on B2G Data sharing mentioned one example in this sense: in 2019, the 

Spanish national office of Statistics (INE) leveraged insights from mobile phone operators to better 

understand the mobility of a large part of the Spanish population. Although no personal data was shared 

with the authorities, inaccurate news and journal coverages raised concerns amongst citizens, who feared 

that their real-time position was shared without their consent23.  

Private transport operators thus need to be transparent on B2G data sharing partnerships they enter into 

so that they can keep their customers’ trust as well as maintain their reputation.  

Here again, citizen participation can help maintain trust between all the parties: if citizens keep an eye 

on their data being shared with public authorities, they will keep trust in the process and B2G data 

sharing would be facilitated.  

 

3. Current obstacles to B2G data sharing  

 
In order to enable the shift to the mobility of tomorrow, it is thus necessary to open part of the data 

detained by the contributing mobility operators. As concerns public sector actors, much of their 

generated data is already made open for-reuse, in line with the Open Data Directive.  

 

Regarding private sector actors, though they are not concerned by this Directive, they can however 

decide to share and open (part of) their data. In this sense, let us mention Uber’s Movement tool, which 

provides anonymized data regarding traffic flows and major congestion points, which helps urban 

planning in cities around the world24. 

 

                                                 
22 Final report prepared by the High-Level Expert Group on Business-to-Government Data Sharing, “Towards a 
European strategy on business-to-government data sharing for the public interest”, February 2020. Available at 
https://ec.europa.eu/ (accessed April 18, 2020), p. 58. 
23 Final report prepared by the High-Level Expert Group on Business-to-Government Data Sharing, “Towards a 
European strategy on business-to-government data sharing for the public interest”, February 2020. Available at 
https://ec.europa.eu/ (accessed April 18, 2020), p. 32. 
24 J. Gilbertson and A. Salzberg, “Introducing Uber Movement,” Uber Newsroom, January 9, 2017, available at: 
https://www.uber.com/newsroom/ introducing-uber-movement-2 (accessed Oct. 23, 2019). 

https://ec.europa.eu/
https://ec.europa.eu/
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However, at present, privately held data sharing only depends on companies’ and citizens’ consent and 

willingness to do so, and as for now these big private data troves are usually not made open because of 

the sensitivity or confidentiality of the data25, or for competition and clients’ trust concerns. 

 

In addition to these barriers, technical issues surround the development of B2G data access and sharing.  

 

3.1. Lack of economic incentives for private companies 

 

The main fear of transport services providers regarding the sharing of their data is that this would render 

them less competitive in the market. However, as concerns MaaS, its particular feature is that transport 

operators are in “coopetition” with each other: while being in competition with each other over rides 

and market shares in transport, at the same time they would have to cooperate to build in common data 

pool and service which can bring them all more rides26. 

 

The first barrier preventing B2G data sharing in the transport sector context seems thus to be the lack of 

economic incentives for private companies and organisations to share their data.  

Public authorities in Brussels and elsewhere should consequently incentivize them to do so. Public 

authorities could include specific clauses in the terms of reference for public procurement, in the licenses 

granted to certain transportation services operators or in the contracts entered into with private entities. 

For example, the operators of public parking in Brussels, but as well the managers of private office 

buildings (with un-used parking space at certain time of the day) could be mandated or incentivized to 

share data on parking. 

 

In this sense, let us mention the “win-win” solution found for the city of Eindhoven and the electric car-

sharing company Amber Mobility. Indeed, Amber Mobility is incentivized to share some of its data by 

being granted free parking for its cars if its shares data-driven insights with the city27.   

Other types of economic incentives can also be found, such as tax-related ones. For example, it could 

be specified in data-sharing partnerships with public authorities that the companies sharing certain types 

of data would benefit from a tax reduction if doing so.  

 

                                                 
25 European Data Portal, Analytical Report 12 : Business-to-Government Data Sharing, March 2019. Available at: 
https://europeandataportal.eu (accessed Oct. 27, 2019). 
26 B. Carballa Smichowski, “Determinants of coopetition through data sharing in MaaS”, Management & Data 
Science, 9 September 2018. Available at https://management-datascience.org/2018/09/09/determinants-of-
coopetition-through-data-sharing-in-maas (accessed April 19, 2020). 
27 Final report prepared by the High-Level Expert Group on Business-to-Government Data Sharing, “Towards a 
European strategy on business-to-government data sharing for the public interest”, February 2020. Available at 
https://ec.europa.eu/ (accessed April 18, 2020), p. 62. 

https://europeandataportal.eu/
https://management-datascience.org/2018/09/09/determinants-of-coopetition-through-data-sharing-in-maas
https://management-datascience.org/2018/09/09/determinants-of-coopetition-through-data-sharing-in-maas
https://ec.europa.eu/
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3.2. Lack of clarity on the demand side 

 

Another obstacle to B2G data sharing is the lack of clarity in the demand of data by public authorities. 

Public sector actors often omit or even do not know exactly which types of data they need to have access 

to. Consequently, citizens and private companies do not know which data they have to share and are 

reluctant to do so. Indeed, not all data are relevant for public authorities and if private actors believe 

they have to share all their data, they will not do so. 

 

Public authorities thus need to clarify the demand by defining the different categories of data needed. In 

the mobility sector, and in particular in a MaaS context, as the International Association of Public 

Transport (UITP) identified in its April 2019 report28, the following data are the more relevant: 

 

• Transport data: data on the availability of the mobility service, provided in real-time through 

secured API’s; 

• Access and ticketing data: data to resell the access to the mobility service, mobile ticketing, 

online booking through secured API’s; 

• Traveller data: some private data on the traveller which may be needed to clear them from the 

use of the mobility services (e.g. driving license in case of car-sharing)29. 

 

3.3. Lack of technical tools and dedicated functions in the field 

 

Another important obstacle to B2G data sharing is that not all transport operators have the appropriate 

IT tools to share their data in the required format. This raises the question of the financing of the digital 

transformation of these operators so that they could adequately master API technologies and process the 

data30. There are also important interoperability issues related to improved B2G data sharing.  

 

Also, the lack of public and private sector professionals with the necessary skills to work together 

prevents the scaling up of B2G data sharing, be they data scientists, engineers or data protection 

officers31. Indeed, B2G data sharing often requires to aggregate data, anonymize or pseudonymize them 

when it comes to personal data in order the comply with the GDPR, etc. These are time-consuming tasks 

                                                 
28 International Association of Public Transport (UITP), Report on Mobility as a Service, April 2019, p. 12, 
available at: https://www.uitp.org/sites/default/files/cck-focus-papers-files/Report_MaaS_final.pdf (accessed 
May. 22, 2020).  
29 Ibidem.  
30 Ibidem. 
31 Final report prepared by the High-Level Expert Group on Business-to-Government Data Sharing, “Towards a 
European strategy on business-to-government data sharing for the public interest”, February 2020. Available at 
https://ec.europa.eu/ (accessed April 18, 2020), p. 33. 

https://ec.europa.eu/
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which require to implement dedicated structures with skilled professionals able to perform those 

operations. 

 

3.4. Lack of operational models and adequate structures to share data 

 

As afore mentioned, one of the key elements of a successful B2G data sharing collaboration is to build 

trust between all stakeholders. However, this requires an appropriate structure and operational model 

for the data to be shared in such a way that all the parties’ interests are met.  

At present, most B2G data sharing collaborations are based on contracts or (multi-party) agreements. 

Yet, as mentioned by the High-Level Expert Group on B2G data sharing, contractual clauses are often 

restrictive regarding the actions to be performed on the data and thus limit their use or render data 

analytics unworkable32. Therefore, this experts group identified the most common types of operational 

models for B2G data sharing33, which might be better suitable to scale up this process:  

 

- Prizes and challenges: in this model, data holders make data available to qualified applicants 

who compete to develop new apps or discover new uses for the data. This model usually 

involves sharing one specific dataset that was collected at some point in the past for the purposes 

of the challenge; 

- Data pooling: data holders group together and create data pools with shared data resources; 

- Trusted intermediaries: in order to address the lack of trust to share data, a third party can be 

appointed and tasked to process the shared data to achieve a specific goal without any of the 

participating parties having access to its full set. The intermediary could be an individual body 

or a data sharing platform, for example; 

- Data philanthropy/donorship: in this model, data holders provide their data to the public sector 

for free. This usually happens in case of emergencies and/or humanitarian crises. The 

coronavirus pandemic is a good example for this B2G data sharing model; 

- Research data partnerships: these are characterized by the pursuit of common interests and are 

often found in academia and research-intensive sectors such as transport. They are usually 

subject to non-disclosure agreements; 

- APIs: they make data accessible to third parties for testing, data analytics and product 

development; 

- Intelligence products: these refer to companies sharing data, generally aggregated that are used 

to build an application, dashboard, report or other tool to support a public interest purpose; 

                                                 
32 Final report prepared by the High-Level Expert Group on Business-to-Government Data Sharing, “Towards a 
European strategy on business-to-government data sharing for the public interest”, February 2020. Available at 
https://ec.europa.eu/ (accessed April 18, 2020), p. 32. 
33 Ibid., pp. 59-60. 

https://ec.europa.eu/
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- Intelligence sharing: shared (and often aggregated) private sector data is used to build an 

application, tool, dashboard, report or other technical device to support a public interest 

purpose34.  

 

Each of these models has its advantages and drawbacks and its suitability will depend on the context 

and the needs pursued.  

In the context of the mobility of tomorrow, we believe that data intermediaries are the most appropriate 

solution, for two main reasons35.  

First, this solution provides for privacy and confidentiality safeguards: in this system, instead of being 

transmitted amongst the participating entities, data would be shared with an independent, trusted third 

party. Assuming that this intermediary is more trustworthy than the other parties involved, the use of a 

third party makes it possible to protect confidentiality and privacy in ways that are not otherwise possible 

by assembling the data in the hands of one of the partners36. Different layers of intermediaries are 

possible, each of which having a specific role. Some layers would be in charge of data-related 

operations; for example, one layer could be charged of data aggregation, another of data anonymization, 

a third of data processing,... Each of those different layers would be equipped with the necessary IT 

tools to ensure that the data operations are conducted in an optimal manner. In terms of trust-building 

for the participants, this would be optimal. In addition, other layers could be in charge of more general 

operations, such as defining the acceptable purposes of re-uses of the shared data37. 

 

The second reason why trusted intermediaries would be optimal is because they would bring proper 

solutions in terms of data governance. Indeed, with this system, the de facto control and ownership of 

the data would not be allocated to one specified party; rather, the data would be stored within an 

independent body ensuring that the interests of each participant are fulfilled38.  

 

                                                 
34 E. Huyer, G. Cecconi and Capgemini Invent, Analytical Report 12: Business-to-Government Data Sharing, 
European Data Portal, March 2019. Available at 
https://www.europeandataportal.eu/sites/default/files/analytical_report_12_business_government_data_ 
sharing.pdf (accessed May 20, 2020), pp. 15-18 ; S. Verhulst, A. Young and P. Srinivasan, An introduction to data 
collaboratives, The GovLab. Available at http://datacollaboratives. org/static/files/data-collaboratives-intro.pdf 
(accessed May 22, 2020). 
35 C. Delronge, A. Strowel, « Data Sharing For a Smarter Mobility and For Connected Vehicles: How the design 
of the data flows contributes (or not) to transport policy and innovation » in Des véhicules autonomes à 
l'intelligence artificielle, Bruxelles, Éditions Larcier, 2020, p. 194. 
36 For more details, please see European Data Portal, Analytical Report 12 : Business-to-Government Data 
Sharing, March 2019, available at: https://europeandataportal.eu (accessed May. 25, 2020), pp. 17-18. 
37 C. Delronge, A. Strowel, « Data Sharing For a Smarter Mobility and For Connected Vehicles: How the design 
of the data flows contributes (or not) to transport policy and innovation » in Des véhicules autonomes à 
l'intelligence artificielle, Bruxelles, Éditions Larcier, 2020, pp. 194-195. 
38 C. Delronge, A. Strowel, « Data Sharing For a Smarter Mobility and For Connected Vehicles: How the design 
of the data flows contributes (or not) to transport policy and innovation » in Des véhicules autonomes à 
l'intelligence artificielle, Bruxelles, Éditions Larcier, 2020, p. 195. 
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However, the inconvenient of data intermediaries is that settling those new bodies may be complex, 

especially because of the uncertainty related to their qualification of these intermediaries39. In this sense, 

contracts or (multi-party) data sharing agreements might be better to quickly scale up B2G data sharing.   

 

To conclude, whatever the kind of collaboration entered into by the parties, B2G data sharing models 

must rely on “an adequate arrangement that reduces the risks for the customers’ personal data and for 

the business secrets, while enhancing innovation, competition and the public interest”40.  

 

Part II. Analysis of MaaS development in Brussels and other European 

cities 

1. Origin and features of MaaS 
The concept of MaaS emerged in June 2016 in Helsinki, when the Finnish startup MaaS Global created 

a mobile application called Whim41. With this app, users can plan and pay for all modes of transport, 

whether public, shared, or private. The idea behind the MaaS concept is that if urban residents are offered 

door-to-door journey solutions through one single app, owning a private car will not be a necessity 

anymore.  

Journeys can either be based on one mode of transportation or combine several of them. The app enables 

users to pay through a monthly or yearly subscription, instead of having to download different apps and 

pay separately according to the transportation modes they opt for42.  

 

To sum up, Helsinki’s approach of mobility represents its next revolution: MaaS or the Internet of 

Mobility, which can be defined as “the integration of various forms of transport (...) into a single 

mobility service accessible on demand,” which provides “an alternative to the use of the private car that 

may be as convenient, more sustainable, help to reduce congestion and constraints in transport capacity, 

and even cheaper, while contributing to the achievement of societal and environmental goals”43.  

                                                 
39 European Data Portal, Analytical Report 12 : Business-to-Government Data Sharing, March 2019, available 
at: https://europeandataportal.eu (accessed May. 25, 2020), p. 18. 
40 C. Delronge, A. Strowel, « Data Sharing For a Smarter Mobility and For Connected Vehicles: How the design 
of the data flows contributes (or not) to transport policy and innovation » in Des véhicules autonomes à 
l'intelligence artificielle, Bruxelles, Éditions Larcier, 2020, p. 195. 
41 https://whimapp.com/whim-the-worlds-first-all-inclusive-mobility-service-promises-to-change-urban-travel-
forever/ 
42 See A. AGUILERA and V. BOUTUEIL, Urban Mobility and the Smartphone: Transportation, Travel 
Behavior and Public Policy (Elsevier 2018), p. 160. 
43 MaaS Alliance, “What is MaaS”, available at: https://maas-alliance.eu/homepage/what-is-maas/ (accessed 
June. 4, 2020). 
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2. Types of MaaS models 
The key component of every MaaS offer is public transport: in each MaaS model, all public 

transportation modes are systematically accessible through the MaaS operator44.   

The MaaS integrates mobility offers by gathering data related to the offers of different operators and 

modes in a "back-end" platform and combining them together. The "back-end" can also integrate 

payment methods, ticketing, financial flows between operators, etc. The "back-end" is therefore the 

platform which, by integrating the mobility offers of the various operators, makes it possible, via the 

front-end, to combine the best proposal in relation to the user's travel demand. 

MaaS also involves the development of one or more "front-end" applications for the user. These "front-

end" applications are the interface with which the user will be able to access information and be offered 

the mobility solution that best suits him or her. 

Several types of MaaS models exist, with different levels of integration, services offered and access 

options thereto. Nowadays, the two main MaaS models are the ones operating in the cities of Helsinki 

and Wien. 

 

2.1.  Helsinki’s Whim 

Helsinki’s Whim app represents the most integrated example of MaaS model in terms of functionalities 

and panel of mobility services that are offered. Next to public transports, Whim offers direct access to 

a wide range of mobility modes, from bike- or car-sharing services or taxis, to classic rental cars. Both 

booking and payment are made directly through the app. Also, Whim proposes different types of access 

options to mobility services, with the particularity that aside pay-per-use and subscription systems, it 

offers multimodal packages with special rates45. 

 

MaaS development in Finland is facilitated by a legislation that entered in force in 2018 and which 

imposes on all mobility operators, be they public transports, taxis, public parking, etc.<, that essential 

data on their services be made open in a standard form through an API. These essential data comprise 

at least routes information, stops, schedules, prices, availability and accessibility46.  

The Finnish legislation also imposes that all mobility operators make their transport tickets sales and 

bookings interfaces accessible from an API47.  

 

Whim app was put in place and is managed by the private company MaaS Global, without any direct 

intervention from the public authorities or their operators. In this model, the MaaS operator concludes 

                                                 
44 CEREMA, « Le MaaS en Europe: les enseignements des expériences des villes d’Helsinki, Vienne et 
Hanovre »,  Rapport complet de l’étude, Décembre 2019, p. 7.  
45 Ibid., p. 7. 
46 Ibid.,  p. 17. 
47 Ibidem. 
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agreements with the different mobility actors. It thus works in an open competition framework, with a 

minimal investment of the public authorities, which only task is to open their data and their ticketing, as 

well as providing for APIs in order to allow third parties to access thereto48. 

 

2.2. Wien’s WienMobil 

Wien city’s MaaS app WienMobil is less integrated than Whim in terms of mobility services offered. 

Indeed, though it allows for users to directly access to public transports and to pay for the corresponding 

transport ticket, however, the other types of transportation are only integrated in terms of journey 

planning, and Wienmobil redirects the user to the other mobility services operators’ interfaces to book 

and pay therefore49.  

 

The MaaS service WienMobil is operated by Wien Linien, the city’s public transport operator. This 

model is the one of an open public platform, where the collectivity puts in place a platform integrating 

the data from the different mobility operators. MaaS operators then use this platform to build their MaaS 

solution, which allows competition between different MaaS services.  

 

3. MaaS in Brussels 

 

3.1. Brussels Mobility Good Move Plan 

In the Brussels capital Region, the Good Move Plan defines the main political guidelines in the field of 

mobility. It is the result of a very broad participatory process in which all the Brussels actors participated, 

from the mobility and institutional partners, to the municipalities, the economic and associative world 

as well as the citizens50. 

 

The first version of the plan was approved in spring 2019. Then, in addition to the official consultation 

of 19 municipalities, 8,000 people took part in the online survey during the public survey in autumn 

2019. In addition, hundreds of organisations and associations also submitted their comments. 

 

The principles of Good Move were supported by a large majority of the participants and the remarks 

and recommendations were well listened to. On this basis, the Brussels government and Brussels 

                                                 
48 Ibidem, p. 26. 
49 Ibid., p. 6. 
50 See https://goodmove.brussels/fr/2020/03/10/good-move-approuve/ (accessed June 6, 2020). 

https://goodmove.brussels/fr/2020/03/10/good-move-approuve/


14 
 

Mobility worked on a final version of the mobility plan, which was approved by the government on 

March 10, 202051.  

 

This plan focuses on innovation, with the introduction of MaaS, following the Wien model.  

Indeed, Brussels Mobility and the regional public transport operator STIB collaborated to create a 

system where the STIB would operate as a back-end platform and a mobility solution provider. A task 

force dedicated to MaaS was put in place, with the aim to draft a regulatory framework on the 

development of this new mobility vision that should be adopted by the summer 2021. 

In this context, different regional regulations were already adopted, relating to car-sharing and 

bikesharing52. Those regulations provide, among others, for an obligation of the mobility operators to 

share certain types of (anonymised) data relating the bikes and vehicles, such as routes taken by users, 

locations where vehicles are picked up and dropped off, number of users, routes travelled and vehicles 

available on an hourly, daily, weekly and monthly basis. 

 

The main goal of the Good Move plan is to reduce the number of trips in Brussels by a quarter by 2030. 

In this sense, the plan has enshrined the STOP principle53, where priority goes first to pedestrians, 

cyclists, then to public transport and only then to private cars. However, as there will be new mobility 

offers by 2030, this pyramid has to be redesigned to integrate all modes of transportation.  

 

As concerns data sharing, the idea is that access to the data lake by MaaS operators is conditioned by 

the supply of their data relevant to regional mobility management (open data, service availability, etc.) 

to the data lake of the public back-end platform. In return, the back-end can transmit to operators their 

own data processed in order to give them added value or transmit certain mobility data of strategic 

interest for the development of their services.  

 

 

                                                 
51 Ibidem. 
52 Ordonnance du 29 novembre 2018 relative à l’utilisation de modes de transport partagés en flotte libre alternatifs 
à l’automobile ; Arrêté du Gouvernement de la Région de Bruxelles-Capitale du 17 janvier 2019 portant exécution 
de l'ordonnance du 29 novembre 2018 relative au partage de modes transports en flotte libre constituant une 
alternative à la voiture ; Arrêté du Gouvernement de la Région de Bruxelles-Capitale du 21 mars 2013 fixant les 
modalités d'utilisation des [places de stationnement par les opérateurs] de véhicules à moteur partagés ; Arrêté du 
Gouvernement de la Région de Bruxelles-Capitale du 28 avril 2016 modifiant l'arrêté du Gouvernement de la 
Région de Bruxelles-Capitale du 21 mars 2013 fixant les modalités d'utilisation des places de stationnement 
réservées en voirie aux opérateurs de véhicules à moteur partagés ; Arrêté du Gouvernement de la Région de 
Bruxelles-Capitale du 13 juillet 2017 modifiant l'arrêté du Gouvernement de la Région de Bruxelles-Capitale du 
21 mars 2013 fixant les modalités d'utilisation des places de stationnement par les opérateurs de véhicules à moteur 
partagés ; Arrêté du Gouvernement de la Région de Bruxelles-Capitale du 17 janvier 2019 portant exécution de 
l'ordonnance du 29 novembre 2018 relative au partage de modes transports en flotte libre constituant une 
alternative à la voiture.  
53 Referring to stappen, trappen, openbaar vervoer, private auto. 
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Conclusion and recommendations 
 

As identified in the first part of the present report, the question of B2G data sharing remains particularly 

tricky because of the competing interests at stake.  

In order for the Brussels region to fully develop an integrated mobility offer, we believe that the first 

step would be to identify, per type of mobility offer, which type of data would have to be shared with 

the public platform.  

 

Then, the creation of a single access point would be needed so that the interested parties would have 

access to the relevant data at certain conditions.  

In this sense, it might be interesting to create a trusted intermediary that would be in charge of the data-

related tasks, as well as of identifying in which cases and under what conditions the different mobility 

operators could have access to this data lake.  

 

Finally, we assume that public awareness as well as incentives for businesses should be deployed to 

foster privately held data sharing.  

 

Annex : interview with Brussels Mobility 
 
On February 6, 2020, we had a meeting with Mr. Martin Lefrancq from Brussels Mobility. This 

interview was particularly fruitful because each party learned something very new. Indeed, Brussels 

Mobility was not aware of the current works of the European Commission on B2G data sharing, and as 

for us, we did not know to what extend the Brussels region was advanced in terms of MaaS.  

Consequently, we exchanged a couple of information on both sides: the recent report of the experts 

group on B2G data sharing on the one hand, and the current regulatory framework and implementation 

of MaaS in Brussels on the other hand. Brussels Mobility was particularly interested by the B2G data 

sharing question because as it is a crucial point for the development of MaaS and as this question remains 

tricky because of all the obstacles identified in the first section of the present report.  

 

Following this, the Good Move Plan was adopted as of 10 March 2020. We hope that our contribution 

and this exchange of information regarding data sharing will serve the collaboration between Brussels 

Mobility and the STIB to implement and fully develop MaaS in Brussels. 
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