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Introduction: Is the border effect still relevant in cross-bordermetropolises?
Borders are geographical limits at the heart of territorial appropriation dynamics. Sinceantiquity, they have been associated with the idea of delimiting space “in the sense ofan extremity beyond which the unknown often begins”1. However, it was not until thebirth of modern States that they were defined as limits to sovereignty. Today, thisdefinition has been challenged by the creation of international spaces of cooperationand the free movement of people and goods. The trend towards more porous bordersis particularly visible in the European Union thanks to the single market and theSchengen Area. Consequently, borders have come to be considered privileged placesof exchanges and encounters,2 while continuing to mark political, legal and, indeed,cultural differences of varying degrees. This transnational dynamic has regularly beeninterrogated by research in the field of geography because the apparent “devaluation”of borders3 is never exempt from social, spatial or political discontinuities on either sideof a State’s border.
More specifically, on the scale of urban systems, it is worthwhile considering the roleof metropolisation in transcending these territorial limits. The metropolisation processis characterised by a concentration of management activities (economic, political andcultural, among others) and higher tertiary functions at the top of the urban hierarchy.By relying on powerful connections (transport and telecommunications), metropolisesassemble and reassemble systems of networks between territories.4 Indeed, mobilityis a major development challenge, and requires the existence of efficient publictransportation networks, which is an important factor in the formal integration of cross-border conurbations.5
In other words, will metropolisation, which promotes ever greater mobility, fluidity andinterdependence, signal the end of borders? The answer is obviously complex andvaried: the presence of an international border within metropolises can serve as botha barrier and an opportunity to creating new links and generating new exchanges.6
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The case of cross-border metropolises (Lille, but also Strasbourg, Basel or Geneva) isa singular one7: the border, although devalued and easily crossed, continues to exist(political, legal differences, etc.). In the case of the Eurometropolis Lille-Kortrijk-Tournai, are the public transport systems integrated? Or, on the contrary, dodiscontinuities persist?
The aim of this chapter is to examine whether there is a border effect on mobilitybetween France and Belgium, and, more specifically, between the three entitiesresponsible for local mobility of the Eurometropolis Lille-Kortrijk-Tournai: TheMétropole Européenne de Lille (MEL, also known as the ‘European Metropolis Lille’ inEnglish), Flanders and Wallonia. Do integration factors in the Eurometropolis(devaluation of borders, absence of natural barriers, integrated economic functioning,urban continuity, etc.) combine with integration through the networks, notably publictransport?
To achieve our aim, we draw on several kinds of data: mobility surveys to examinedifferences between the various entities of the Eurometropolis; an analysis ofintegration relating to information and pricing; and, above all, a comparativemeasurement of public transport accessibility. Our investigations led us to questionthe role of the integrated public transport network within the Eurometropolis givencross-border mobility issues.

Eurometropolis Lille-Kortrijk-Tournai: What kind of spatialintegration through transport?
Mobility in metropolises and cross-border conurbations
Metropolisation is a process that raises new questions about territories. Thisphenomenon is now crucial to how we understand urban transition.8 On the one hand,advanced and strategic services, which attract the “creative classes”,9 areconcentrated in the heart of metropolises, generating the bulk of these areas’ economicgrowth.10 On the other hand, metropolitan spaces continuously expand their influenceacross shifting territories with blurred contours, the limits of which depend on thecriteria and indicators used to measure them.11
The term “metropolis” refers to an urban form that is characterised by a large-scaleurban area. It should not be confused with the administrative status assigned togroupings of municipalities with more than 400,000 inhabitants in France. Its functionalspace, which generally covers several public action spheres, tends to makemetropolises “ungovernable”.12 The intensification of metropolitan mobility13 requires
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the creation of high-performance transportation systems that limit congestion.Controlling the traffic flow is all the more complex when an urban system’s area ofinfluence extends beyond national borders, as is the case of cross-border polycentricmetropolitan regions.14
Nevertheless, the stakes are high as analyses of mobility attest to the specificities ofcross-border commuting. In particular, commuting in cross-border areas ischaracterised by extensive car use and the long distances covered to arrive at work.15In the Luxembourg cross-border region, private car is by far the most common modeof transport employed by cross-border commuters.16 Motorway congestion is arecurring problem and public transport has struggled to expand or is underperforming.The same applies to the Geneva region and the Franco-Swiss Jura Arc, where privatecars dominate cross-border travel.17 Public transport services are poorly adapted toneeds18 and cross-border commuters contribute to the heavy congestion of the localroad network.19 Studying the case of Basel, Yann Dubois' thesis has highlighted threestructural weaknesses that can be found in other cross-border regions: “1) largedifferences in living conditions between cross-border and non-cross-bordercommuters; 2) significant traffic flows; 3) the functional and social specialisation of aconurbation's territories”.20 Dubois concludes by adding that these weaknesseshighlight the need for some form of flow regulation and more hands-on managementto handle the impacts of open borders. The difficulty of developing efficienttransnational public transport often leads to a shortage of alternatives to private cars.In the end, traffic conditions, transport times and the absence of alternatives leaveindividuals vulnerable and dependent on their cars, which exacerbates theenvironmental impact of mobility.The question of transport regulation, a recurring theme in metropolitan areas,21 arisesfrom a different perspective when the metropolis physically and functionally straddlestwo countries. The challenge of managing transport is particularly complex in the
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absence of shared governance between actors on either side of the border.22 YannDubois and Patrick Rérat (2012)23 have pointed out that a border separates two distinctinstitutional systems. Yet, the existence of an international border in a functional areaof everyday transport can be an opportunity to create new forms of governance, forgenew links and generate new exchanges.24 While some inter-communal bodies are nowcalled “European Metropolises” or have been working to establish EuropeanGroupings of Territorial Cooperation (EGTC), the different actors are yet to find anoptimal form of cross-border governance to manage mobility.25 Resources dedicatedto intervention in this area remain modest and the tools for observing and analysingcross-border realities are still rare. This plethora of actors and action frameworks leadsto complex, often multi-level and multi-channel governance, and results in diverginginterests.26 In all cases, cross-border spaces can be understood as privileged sites forobserving how transport systems are restructured and how their territorial governanceevolves.27
Eurometropolis Lille-Kortrijk-Tournai: A polycentric cross-border conurbation?
Eurometropolis Lille-Kortrijk-Tournai is a European Grouping of Territorial Cooperation(EGTC) composed of the Métropole Européenne de Lille, four Belgian inter-communalbodies (two in Flanders, two in Wallonia) and various other administrative structureson either side of the border: one French départment and two provinces in Belgium; oneFrench région and three federated Belgian entities (the Walloon Region, the FrenchCommunity and the Flemish Region, which partly merged with its Community in 1980);and the two states. Created in 2007, the group encompasses 14 partners from fourinstitutional levels covering 157 communes.
Historically, this particular EGTC is the result of several successive forms of cross-border cooperation in the Eurometropolis. The Conférence PermanenteIntercommunale Transfrontalière (COPIT), established in 1991, was the first joint toolto be developed. An association under French law since 2001, it was a steering andconsultation body operating in the same area as the future EGTC (covering five inter-communal structures, four Belgian, one French). After an experimental phase aimedat implementing a cross-border development policy, the framework for cross-bordercooperation in the Franco-Belgian metropolis evolved further with the BrusselsAgreement’s entry into force in 2005. On 1 June 2006, the members of the COPITcreated a Local Cross-border Cooperation Grouping (LCCG) called “LilleEurométropole franco-belge” to succeed the COPIT association. At the same time, a
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Franco-Belgian parliamentary working group developed the constitution of a“Eurodistrict”, which led to the establishment of an EGTC in 2007.
In the meantime, the presidents of 23 French and Belgian public bodies signed adeclaration of intent for the Lille Metropolitan Area in 2005. Associating the “southern”part of the former mining basin with the cross-border area around Lille, this “informaltransnational cooperation body was later dissolved after a poor assessment in 2019and it remains an example of an institutional structure that was not supported by agenuine cross-border political project supporting its development”.28
The city of Lille is the principal hub of this polycentric urban system of over 2 millioninhabitants. The Lille metropolis encompasses overlapping geographical features thatcan be understood from different scales, each bearing meaning in relation to theconcept of “metropolis”.29 These scales range from the city of Lille, which is“symbolised in its metropolitan dimension by Euralille”, to its urban region, whichincludes, “in addition to the Belgian sector of the cross-border metropolis, the coastlineof the Opal Coast and the eastern part of the Nord department, constituting, within anhour or so of the metropolis, a functional regional system with a very high urban density(over 300 inhabitants/km2)”.30 Since a long time, the Nord and Pas-de-Calaisdépartments have been identified as a study area corresponding to the Lillemetropolitan area.31 These two departments count approximately 4 million inhabitantsalso includes Belgian cross-border territory around Tournai, Mouscron and Kortrijk, asector at the limit of Brussels’ and Gent’s influence.
Residential sprawl and the development of large industrial and commercial zones haveled to the gradual formation of an almost continuous urban belt from the French townsof Arras and Cambrai in the south to the Belgian towns of Roeselare and Waregem inthe north. Internal relations within this cluster have become increasingly intense andspatially expansive; not only do they involve employment and real estate markets, butthey also encompass training, commerce, services and leisure activities, amongothers. These internal relations are complex, multi-polarised and vary considerablydepending on the themes and territories concerned. None of them can be definedstrictly along the lines of a centre-periphery relationship, even if they undeniablyresemble the ever-expanding phenomenon of metropolisation.
Sabine Barles and Marc Dumont (2021)32 have described several autonomousterritorial layers that make up the present-day Lille metropolitan system:

· The first layer is “historically made up of the main dense urban hub of the Lillesystem (20% of inhabitants) combined with a double linear conurbationrepresenting 40% of inhabitants”33; it covers Lille and Roubaix-Tourcoing on thenortheast side and Villeneuve-d'Ascq in the east.
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· The second layer which is added to this first dense structure comprises “thecross-border and European metropolis, a territory of experiences and projectsimplemented institutionally within the framework of the Eurometropolis”.34
· The third layer refers to another scale, that of the “urban area”, made up of“networks of towns linked together in a broad system of functionalinterdependence: the southern arc – comprising the mining basin, Arras,Béthune, Lens, Douai and Valenciennes – the Cambrai and Maubeuge regionsand the Opal Coast, which is repositioned as part of a vast extended coastlinethat includes Dunkirk in the framework of this new region’”35.

These three layers can be contextualised by considering the transport networks thathelp shape their practical and political realities. As far as the MEL urban area isconcerned, this can be seen from the development of metro networks, first betweenLille and Villeneuve d'Ascq, then between Lille and Roubaix and, later, Tourcoing.These two light rail lines “are perhaps first and foremost vehicles for unifying themetropolitan area”.36 At the level of the urban region, it has been the Regional ExpressTransport (known as Transport express régional or TER in French) that has played astructuring role. The anticipated regionalisation of Nord-Pas-de-Calais at the end ofthe 1990s revitalised the train network and transformed it into a metropolitan resource.The innovation of TER-GVs (TGVs used for high-speed regional services) was drivenby regional planning considerations with the political objective of ensuring that variousconurbations of Nord-Pas-de-Calais were within an hour’s travel from the Lillemetropolis.37 Even if Nord-Pas-de-Calais’ merger with the région Picardie has alteredregional strategies, recent projects for a Metropolitan Express Service (MES) or aMetropolitan Regional Express Network (known as Réseau Express Régional or RERin French) highlight rail transportation’s enduring importance in this expanded urbansystem.
Unlike the central urban hub and the urban region, however, the cross-border andEuropean metropolis does not appear to be supported by any overarching publictransportation infrastructure. Despite the urban continuity between Tourcoing andMouscron (60,000 inhabitants), the metro line ends just a few metres short of theborder. Moreover, the MEL decided to proceed with the construction of high-frequencytram and bus lines around the Lille hub and the northeast side of the Eurometropolis(Roubaix-Tourcoing) as recently as 2019. The final routes were approved in 2022 andthey will not cross the border.
In this first section, we highlighted the particular problems related to mobility in cross-border metropolises. The polycentric, multi-scale nature of the Eurometropolis makesit difficult to apprehend mobility issues at the EGTC level. To examine the situationfurther, it is necessary to look more closely at mobility practices and conditions in theterritory.
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Mobility in the Eurometropolis: Between contrasts anddiscontinuities
Contrasting mobility profiles
In France, local mobility surveys comply with a national standard certified by Cerema.38Cerema certified mobility surveys (EMC2) provide a snapshot of travel practices in aterritory every decade or so. For cross-border metropolises, their challenge is to finda common research method with partners on both sides of the border in order to carryout an assessment on a relevant scale. In 2006, the MEL established a partnershipwith Wallonia to carry out a survey, but not with Flanders. In Wallonia, the survey wasconducted using the Walloon Mobel methodology, a self-administered mail survey withsubsequent follow-ups. In Belgian Flanders, the MEL expanded its methodology tosurvey border communes. In 2016, a partnership was established with Flanders andWallonia to carry out a survey using the Cerema method by telephone (in French andDutch) on the perimeter of the Lille-Kortrijk-Tournai Eurometropolis.
An initial finding of this survey was that mobility (number of trips per person per day)was lower in the Walloon (3.65) and Flemish (3.18) regions than in the MEL (4.07).The higher proportion of public transport in the MEL (12%) than in the Belgian regions(between 5 and 6%) could be explained by the difference in transport supply betweenthe territories: the MEL represents a dense urban hub covered by metro and tram lines,whereas the territories surveyed in Flanders and Wallonia are comprised of medium-sized towns and rural areas with no major public transport networks apart from thetrain. The survey also found that the proportion of residents who got around by cyclingwas significantly higher in Flanders than in the MEL and Wallonia. Some striking resultsemerged that were related to, for example, differences in bike use; it was 10 timeshigher in Menen than in Halluin, even though there is a continuous built-up area at theborder between these two communes. Conversely, people in the MEL were twice aslikely to walk than in Flanders or Wallonia. In Wallonia, given the low bike use and thelack of structured public transport services, private cars dominated local mobility witha modal share of 73% (driver and passenger), as opposed to 63% in Flanders and57% in the MEL.
In the MEL, a Diagnostic Énergie Émissions des Mobilités (Deem) was carried outusing the data from 2016 Cerema Certified Mobility Survey. The method appliedprovided detailed and precise analyses all the way down to each leg of each trip.Emission factors were added at a disaggregated level for each leg of every trip. Theaim was to establish a quantitative assessment of the environmental impacts of travelon the scale of an urban region (Hivert et al., 2015).39 In 2016, most of the greenhousegas (GHG) emissions linked to mobility were generated by passenger transport by car(nearly 70%) compared with 30% for freight, although the latter was increasing morerapidly. Overall, transport-related GHG emissions rose by 7.2% between 2006 and2016. For travellers, the breakdown of GHG emissions by type of trip showed that 72%of the environmental impact was linked to the density of mobility within the MEL (72%).



However, exchange trips (between the MEL and another territory) and transit trips(between two territories passing through the MEL) accounted for 28% of GHGemissions, even though they only accounted for 11% of all trips. Consequently, theimpact of external journeys was particularly important for environmental balance, asthese were longer and more dependent on travel by car.
Figure 1. Comparison of daily mobility in the three Eurometropolis territories - SourceEMC² Métropole Européenne de Lille 2016, Graphs drawn up by Richer and Palmier-2023.

A persistent border effect on flows
The dynamics of mobility flows attest to a border effect. For MEL residents, cross-border traffic is lower in volume than those with other territories (south of themetropolis). This traffic also covers shorter distances between the MEL’s border areasand, especially, Wallonia (Comines-Warneton, Mouscron, Tournai); there is very littletraffic between the MEL and Flanders, which emphasises the language divide betweenthese areas. The flows of Walloon residents reflect those of MEL residents. There arelocal exchanges within the border sectors (Comines-Warneton-Mouscron andTournai), but a similar border effect is perceptible for traffic between Flanders and
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Wallonia. On the other hand, commuting between Brussels,Flanders and Wallonia issignificant. Residents of Flanders commute almost exclusively within the Flemishregion and thus rarely commute to French-speaking areas, whether they be in Belgiumor in France. In the Eurometropolis, there are, therefore, two types of boundaries thatcross this EGTC; “one is political, state-based, the other is linguistic, cultural, and thetwo do not overlap.”.40
Maps of private car travel also show that flows are much reduced near the internationalborder, as well as between Flanders and Wallonia. Conversely, flows are very heavybetween both Flanders and Wallonia and the Brussels-Capital Region. Concerningheavy goods vehicle traffic, this trend is less pronounced, but flows are significantbetween the Netherlands, Flanders, France axis along the A1 freeway, whichcorresponds to the route of long-distance goods flows from North Sea ports (Antwerp,Rotterdam) towards France and the Mediterranean regions.
Gradually replacing rail with road
The cross-border rail network has gradually contracted due to the closure of severallines. Up until the 1930s, there were six Franco-Belgian rail links. The local cross-border links between Armentières and Comines (Belgium), Tourcoing-Roubaix-Wattrelos and Herseaux, Lille and Comines (Belgium), and Tourcoing and Menen(Belgium) were closed to passenger traffic in 1937, 1939, 1955 and 1971 respectively.Today, there are still two international rail links between Lille and Kortrijk and Lille andTournai that passengers can take to cross the border. In the second half of the 20th
century, road and motorway links underwent rapid development, particularly from the1970s onwards with the construction of the A22 (E17) to Kortrijk and the A27 (E42) toTournai. During the 1980s and 1990s, other roads to Comines, Menen and Dottignieswere improved. Some segments, however, took a long time to complete, such as thecross-border stretch of the M700, which was opened in 2005 between Wattrelos andEstaimpuis, 13 years after the preceding segment was opened.
The development of the car has been accompanied by the production of cross-bordermaps so motorists can find their way in other countries. Companies, such as Michelin,have long been concerned with cross-border issues. Today, thanks to the developmentof satellite imagery and new technologies, road information no longer stops at theborder. The border is now relatively imperceptible to motorists; border posts havedisappeared and road signs are fairly similar from one country to another. Thesedifferent elements demonstrate the gradual integration of cross-border practices,especially where road links are concerned.
In the end, transportation choices and mobility practices illustrate that road transportplays a key role in the running of the Eurometropolis. These dynamics call into questionpublic policies related to the consequences and limits of the private car’s hegemony incross-border mobility. In the following section, the analysis continues with publictransport accessibility considered as an “indicator of the degree of formal integrationof cross-border conurbations”.41



The difficulty of cross-border integration through public transportnetworks
Overlapping public transport authorities
In a multipolar Eurometropolis with a population of 2.2 million, one might expect publictransport to play a structuring role. However, public transportation in this area hasstruggled to contribute to closer-knit spatial integration and offer a credible alternativeto car transport. There are several factors that have limited the ability of publictransportation to play a leading role here. First, institutional overlap has held backgreater intermodal organisation.
Figure 2. Authorities responsible for transport in the Eurometropolis - various sources,Graphs drawn up by Richer and Palmier- 2023

In Belgium, the regions are responsible for mobility and manage their public transportnetworks through different operators (the TEC for Wallonia, De Lijn for Flanders andthe STIB for Brussels-Capital). The rail network is managed by the SNCB at a federallevel. In France, responsibility for mobility is shared between two levels of organisingauthority: one at a local, generally inter-communal scale (for Lille, the MétropoleEuropéenne de Lille) for bus, tram and metro services; the other at a regional level forintercity trains and coaches (région Hauts-de-France). The Eurometropolis’ public
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transport therefore requires effective coordination between five major networkoperators (the SNCF, the SNCB, Ilévia, the TEC and De Lijn). However, publictransport network plans are limited to the respective territories of each operator withoutincluding the neighbouring areas.
Crossing the border by public transport: Rare and subject to conditions
Only one bus line and two train lines can really be considered cross-border lines withinthe Eurometropolis. Where buses are concerned, the most fully developed example isthe Mouscron-Wattrelos-Roubaix (MWR) cross-border line. The ConférencePermanente Intercommunale Transfrontalière (COPIT) – which benefited from the firstEuropean Interreg programmes (I and II) – introduced this cross-border bus servicebetween Mouscron and Wattrelos in 1992 and it was extended to Roubaix in 1995.42The MWR line was a “genuine new cross-border line”43 according to FrédériqueDurand. It was created specifically to meet a cross-border need and was not simply aredevelopment of an existing line for a start. Moreover, it has been co-managed andco-financed by two operators (Ilévia and the TEC).44 This line appears in the MELnetwork plan, but in the form of a schematic representation in Belgium. Furthermore,this line is subject to a specific, more expensive fare system and does not fall withinthe scope of social pricing or free travel for 18–25-year-olds in the MEL.
Figure 3. MWR line pricing compared to the Ilévia network (MEL)– Source Ilévia 2023- Richer and Palmier 2023

MEL MWR Line(no connections) MWR Line(with connections)Single Ticket 1.80€ 2.25€ 2.45€Pack of 10 tickets 15.40€ 18.20€ 20.20€Travel Pass 54.00€ /month 13€ / week Unavailable
Travel Pass -18years free 13€ / week Unavailable

Other bus lines cross the border, but they are simply extensions of a particularoperator's line. For example, as of 2022, the Flemish Region has been trialling theextension of a bus line to Armentières station (Line 72 Ieper-Le Bizet) with the aim ofimproving Flemings’ access to the French rail network. However, the line does notcurrently appear on the MEL map, and travellers have to purchase tickets in Flanders(i.e., a De Lijn ticket) or with the De Lijn smartphone application. The service runs areturn trip every 2 hours, which is adjusted according to the arrival and departure oftrains at Armentières station.



It is also worth noting that several of the MEL operator's main lines (express busescalled “liane”) have terminuses close to the border. However, the continuity ofurbanisation and the presence of stations on the other side of the border couldencourage extensions. This is the case for the L90 line (terminus at Comines, 1 kmfrom Comines (B) station in Belgium), the L4 and L91 lines (terminus at Halluin, 2 kmfrom Menen station) and the L8 link (terminus at Tourcoing, 4.5 km from Mouscronstation).
Regarding train travel, the links between Lille and Kortrijk and between Lille andTournai are included in the respective maps of the TER Hauts-de-France and theSNCB. However, not all intermediate stations are indicated. The lack of a truly cross-border map makes it difficult to travel from one intermediate station to another as theyonly appear on the map of the country to which they belong.
In Hauts-de-France, the rail network is powered by a 25kW alternating current,whereas in Belgium the network is powered by a 3000V direct current. This means thattrains servicing the cross-border lines require dual-mode locomotives, as is the casefor SNCB trains, or diesel locomotives, which have a far less favourable carbonfootprint. Today, all cross-border services are operated by SNCB trains with dual-mode locomotives.
As with the MWR bus line, cross-border train fares are complex and specific. Bydesign, the fare policies of Hauts-de-France and Belgium differ, so setting prices forthe cross-border line requires agreement between all concerned parties: the Hauts-de-France Region has reached an arrangement with the SNCB so that the faresoffered for cross-border links are identical on both sides of the border. However, asthe table (Figure 4) below shows, the price of cross-border tickets can still varydepending on the purchasing platform used:

· For the Lille-Tournai line, the prices on the regional TER, SNCB and TrainLinesites are identical as advertised. However, the SNCF website, SNCF Connect,sells the same single ticket for €8.20 instead of €4.60, which is 78% moreexpensive. Discrepancies also exist in the way tickets can be purchased. Forinstance, it is not possible to purchase a ticket from the regional TER websitefor travel between Baisieux in France and Froyennes in Belgium, twointermediary stations on the Lille-Tournai line. Moreover, SNCF Connectcharges €6.10 for a ticket between these stops instead of €3.70.
· On the Lille-Kortrijk line, the differences are even more pronounced. A Lille-Kortrijk ticket cannot be purchased on the regional TER website, whereas it isavailable for Lille-Tournai. While the SNCB and Trainline sites charge the samefare of €5.30 for a second-class ticket, SNCF Connect charges €8.90. On theTourcoing-Mouscron cross-border route, SNCF Connect's fare of €10.60 ismore expensive than the Lille-Kortrijk fare, although services covering the latterline travel a greater distance.
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Figure 4. Comparative pricing of cross-border rail lines – source: Various operatorwebsites March 2023, Richer and Palmier - 2023
SNCF-Connect TER Hauts-de-France SNCB Trainline

Lille-Tournai 8,20€ 4,60€ 4,60€ 4,60€Baisieux-Froyennes 6,10€ Unavailable 3,70€ 3,70€Lille-Kortrijk 8,90€ Unavailable 5,30€ 5,30€Tourcoing-Mouscron 10,60€ Unavailable 3,70€ 3,70€
The principle of systematically repeating routes and timetables at regular intervals,which was adopted by the région Hauts-de-France in 2020, has enabled rail servicesto be restructured along similar lines to those in Belgium. Although this interval systemhas not been perfected, it has had a significant impact on cross-border train travel.Previously, on the Lille-Kortrijk route, some trains spent 20 minutes waiting atMouscron station to align themselves with the Belgian timetable. There areapproximately 78 trains per day travelling between Tournai and Mouscron and 66travelling between Tournai and Kortrijk. Conversely, there are only 32 and 35 trainscovering the cross-border lines between Lille and Kortrijk and Lille and Tournairespectively.
Ultimately, research on mobility as a service (MaaS) allows us to assess the integrationof transport in the Eurometropolis. MaaS consists of grouping all mobility servicesavailable in an area on a single platform, which may be a smartphone application or awebsite. The first stage of MaaS concerns the integration of information, the secondrefers to the integration pricing and the third involves the integration of mobility servicesand governance.45 In the case of the Eurometropolis, the situation is currently at theminimal, first stage: information sharing. Trip planners still only partially cover the rangeof transport options on offer in neighbouring regions, and the lack of a shared platformmeans that transport networks cannot be identified beyond institutional borders.
Measuring accessibility via public transport in the Eurometropolis
To contribute to discussions surrounding the degree of cross-border public transportnetworks’ integration, we propose an original method to measure territorialaccessibility. Accessibility is “essentially a spatial concept which aims to assess theeffort required to travel through space to reach a place where a resource is located”.46This spatial potential will be measured here by examining the timetable structure ofpublic transport services.
We approach accessibility through an analysis of timetable data. This data can provideus with a more detailed picture of mobility potential and is more closely linked to usageconstraints than other indicators, such as shortest trip time. To carry out thisassessment, we have identified and analysed various timetable databases. In France,
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public transport timetables are made available by Hauts-de-France Mobilités, whichprovides them to the Hauts-de-France Regional Directorate for the Environment,Planning and Housing (DREAL), which, in turn, adds them to a database. Aconsiderable amount of timetable data is also available at the national access point.47Equivalent timetables are also available in Belgium (from De Lijn, the TEC, the SNCBand the STIB), either by direct download or by signing a user agreement. Currently,these data can be used to calculate cross-border multimodal routes or cross-borderaccessibility maps by using, for example, the “networks” plugin of the QGISGeographic Information System, which was developed for this purpose by Ceremawith an open-source license. This plugin can be used to create multimodal networkswhich combine services that are both road-based (walking, cycling, car, etc.) andbased on timetables and calendars (public transport, train, plane, ferry, etc.). This toolcan also be used to analyse multimodal services and produce multimodal accessibilitymaps in the form of isochrones or catchment areas.48 The isochrone maps aregenerated according to the “Limewise” algorithm.49
A cross-border multimodal network for the Eurometropolis was thus compiled basedon data from the following operators: Ilévia (bus, metro, trams in the MEL), the SNCF(the TER in the régionHauts-de-France), the SNCB (trains in Belgium), the TEC (publictransport in the Walloon Region) and De Lijn (public transport in the Flemish Region).We have not included private coach or high-speed rail services in our analysis as theyhave no impact on trips limited to within the Eurometropolis.
As there are many potential elements to assess, we have chosen a model that allowsus to focus on the hourly accessibility of the Eurometropolis’ three main cities: Lille,Kortrijk and Tournai. Consequently, the map (figure 6) is made up of threesuperimposed measurements that correspond to public transport arrivals before 9amin these three cities. The zone depicted covers the areas where travel time does notexceed one hour to reach one of the three destinations before 9am.
Optimal routes have been calculated using generalised time primarily to set weightingsfor walking time (50% penalty) and transfer time (10-minute penalty). Generalised timeis the same as a time period in which each of its components (time on board a vehicle,waiting time, walking time, transfer time) is associated with a weighting that makes itpossible to simulate actual user behaviour. The parameters chosen were definedbased on exploratory research aimed at reconstructing, through modelling, tripsrecorded on the Lille Metropole public transport network.50 These measurements arein line with other studies that have attempted to estimate users’ perceptions ofconnections.51 Walking time is penalised by 50% in generalised time. According to thismodel, a user will prefer a 20-minute trip on public transport to a 15-minute journey byfoot.

https://transport.data.gouv.fr/


Figure 5. Description of the generalised time calculation, -Richer and Palmier 2023
tgeneralised = Ctc.ttc+cwaiting.twaiting+cwalking.twalking+cconnection.tconnectiontgeneralised: Generalised timettc : Time on public transporttwaiting: Waiting timetwalking: Walking timetconnection: Sum of minimum connecting time: Minimum connection time: 2 minutesctc : Weighting of time on public transport: 1cwaiting: Weighting of waiting time: 1cwalking: Weighting of walking time : 1.5cconnection: Weighting of minimum connection time: 5
Furthermore, “available” walking time must also be determined. The maximum allottedwalking time was set at 30 minutes for an entire trip, which is equivalent to walking 2km (no U-turns, walking speed set at 4 km/h). This maximum limit is supported by theresults of mobility surveys, which generally show that the modal share of walking fora trip remains significant up to 2 km, but negligible beyond this distance. Therefore,the cumulative walking time to reach a public transport stop from home, to make anyconnections and to reach the final destination (Lille, Kortrijk or Tournai stations) mustnot exceed 30 minutes. If a trip exceeds this threshold, travel by public transport isdeemed unfeasible.
Influence of institutional borders on public transport accessibility
Our results demonstrate that accessibility is particularly consistent within therespective institutional boundaries of the Eurometropolis. Beyond the three main cities,few areas display much accessibility potential for trips to Lille, Kortrijk and Tournai. Inother words, outside of these cities, it is difficult to benefit from favourable accessibilityconditions to cross a border, whether it be between France and Belgium or Flandersand Wallonia.There are two notable exceptions: the cross-border areas around Mouscron andBaisieux stations. Both of these areas provide comprehensive access to Lille, Kortrijkand Tournai. Access to the Belgian rail network and also provides regular connectionsto Kortrijk.
Under the conditions tested, we found that Kortrijk was accessible within an hour fromLille and around the railway axis at Tourcoing and Roubaix, close to the border. Itshould also be noted that the towns of Roubaix and Tourcoing do not fall within theTournai accessibility area. These results show that public transport services areprimarily directed towards Lille.
Lille’s accessibility area covers the entire MEL. Some areas to the west (in theWeppes) and north of Lille, towards Comines, are more unevenly covered. The Lille-Comines railway line was discontinued in 2019 and buses operating along this corridorare less convenient in terms of travel time. As a result, the French town of Comines isneither integrated into the Lille area (an averages bus trip takes 68 minutes), nor theKortrijk area as it takes 12 minutes to walk from Comines station in France to Comines
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station in Belgium and catch a connecting train on the Belgian rail network. To thesouth and west, Lille’s accessibility extends beyond the MEL along the rail network.
Figure 6. Measuring accessibility by public transport in the Eurometropolis: arrivalbefore 9am in 1 hour or less to the three main cities, Lille, Kortrijk or Tournai. Source:Base de données régionale de l’offre de transport multimodale – millésime 2022 -DREAL Hauts-de-France, Richer and Palmier – 2023.

The bus network around Kortrijk provides a relatively large and homogenousaccessibility area. The Flemish city is also accessible from the main hubs to the westaround Ypres and Poperinge, primarily by train. The network is more fragmentedaround Tournai in Wallonia, which is due to the lower density of urban centres locatedclose to the city.
In short, there is a clear border effect between France and Belgium, but also betweenFlanders and Wallonia. The situation is straightforward; where public transport isconcerned, the institutional framework imposes itself on the functional territory of theEurometropolis. According to Jean-Marc Offner and Pierre Zembri, various politico-administrative levels and the operators’ areas of responsibility prioritise intra-territorialroutes (particularly between the centre and the periphery) and neglect those that crossborders,52 as is the case in the Eurometropolis.
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Conclusion and prospects
This chapter has examined the territorial dynamics at work in the Eurometropolis Lille-Kortrijk-Tournai. Studying mobility with a particular focus on measures of accessibilityconfirms the persistence of a border effect. Possibilities for public transport travel withinthis Eurometropolis are hindered by the administrative boundaries of the organisingauthorities. There are numerous aspects that indicate that there is a real cleavage atthe border, namely in terms of information provision, ticketing differences and networkcoverage. Improvements to public transport services in the three territories that makeup the Eurometropolis have not helped improve cross-border links.
In fact, over the long term, it is no longer public transport that structuresEurometropolitan integration, but road connections, which have been expanded,become more accessible and are free of charge. The discontinuation of certain raillines has not been adequately offset by cross-border bus routes. Finally, no new cross-border route has been established since the “MWR” line (1992) which is now over 30years old. These discontinuities ensure that travel by car has a considerable advantageover public transport for those who wish to cross national or regional borders withinthe Eurometropolis.
Of the three layers that make up the current Lille metropolitan system,53 the cross-border metropolis is the only one that is not structured by a public transport network. Itoccupies an “in-between” zone that is neither covered by the main urban transportlines (bus, metro, tramway), nor is it fully incorporated within the “Metropolitan RER”that is oriented towards the southern rim of the former mining basin.
Actors in the Eurometropolis are attempting to establish frameworks for cooperationthat will provide effective cross-border governance in relation to mobility. TheEurometropolis Agency recently organised a meeting on the theme of mobility andpublic transport (February 2023). This issue is an important one in the Europeangrouping, which has encouraged dialogue between Walloon, Flemish and Frenchactors, as well as the main transport operators. However, although the assessment ofthe situation is widely accepted, the measures undertaken to improve it remain modestor fragmented; this state of affairs is hindering the creation of a genuine cross-bordernetwork. In the end, regional and local authorities have been unable to reach anagreement over the removal of obstacles or guarantee cross-border services.54 As aresult, the ambiguity of the Eurometropolis, as identified by Bénédicte Grosjean(2019),55 remains unresolved. On the one hand, there is a desire to be fully involved inthe process of metropolisation by establishing a “multicultural regional entity for thepurposes of visibility and attractiveness” (Grosjean, 2019).56 On the other hand, theEurometropolis remains the “sum of its territories”, a “mosaic of juxtaposing fragments”characterised by its inability to implement an efficient cross-border public transportnetwork.
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