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Local public transport satisfies the demand for transpeivices within an
urban area or between an urban area and its Rnterby means of
transport such as buses, trams, subways and traimsieas,regional
public transport serves regions or rural areas. ddwcept of local and
regional public transport has to be distinguishreanfthe concept of long
distance service. Local and regional public transpsually covers short
and medium distances, not extending beyond a gyreegraphical area or
region. In local and regional public transport,stidction is made between
local and regional road transport (normally refegrio bus transport) and
local and regional rail transport.

In Austria about 5.5 million bus and railway jouyseare taken every
working day. With an annual total of 25 billion gasger kilometres,
public means of transport attain 37% of the transperformance achieved
by (private) passenger vehicles. Each year evesgrian citizen covers on
average 3 010 kilometres by bus and railway. Thstan public transport
performance is the highest within the European bnBus and railways
ensure the mobility of the majority of the Austripeople. Around 4.4
million people - 54% of the Austrian populationre alependent on public
transrzport to reach their destinations as they ddvaee unlimited access to
a car

1. Legal framework

Constitutional law

Local and regional public transport is not declaaguliblic task in Austrian
constitutional law. The Austrian federal constibati
(Bundesverfassungsgesef2-VG]) does not contain any public task
catalogu€. The numerous public tasks are carried out by tateSr under

its supervision in the absence of a general or igpamnstitutional
mandate. Services of general interest (includiragll@nd regional public
transport) are one example of those public taskdettaken without a
constitutional mandate. The constitutional competence assignments

2vCO p. 9.

® Funk, p. 196.

*In Austria the term ‘services of general interesifers especially to traffic
(road, railway, air, ship), educational and cultdaailities (schools, universities,
museums, theatres, libraries), hospitals, suppty disposal systems (water and
energy supply, effluent and waste management) amdmunication systems
(postal services, broadcasting). The term ‘serviadegeneral interest’ is therefore



(Art 10 ff B-VG) in different fields (e.g., transgoand health sector,
educational system) do not oblige the State tal fpliblic tasks, nor to
ensure their provision. They merely justify the @atence of legislation
and execution in these fields.

Several constitutional provisions are relevant fbe distribution of

competences regarding local and regional publicspart. A uniform and
comprehensive competence assignment does not°efist.mentioned

earlier, a distinction must be made between loocal eegional road and
railway transport. The competence in local andaregi (passenger) rail
transport is assigned to the federal Std@en@ in Art. 10 section 1,
number 9 B-VG (“Verkehrswesen beziglich der Eisénea”). This

provision assigns all legislative and executive emwrelating to rail
transport to the federal State. The concept of trathsport as used in
Art. 10, section 1, number 9 B-VG, is comprehenslvgoes beyond the
classic form of this means of transport and inctual rail-bound vehicles:
Besides rail-bound railway systems including subwag trams, trolley
buses and cablecars are also included.

Several competence assignments exist in local asgiomal road
(passenger) transport. On the one hand, Art. I@iosel, number 8, B-VG
(“Angelegenheiten des Gewerbes”) assigns the kgisl and executive
powers relating to matters of trade and industrythe federal State.
Regulations pertaining to commercial enterprisesgporting passengers
(and goods) by road with public traffic are based this provision.
However, Art. 10, section 1, number 9 B-VG (“Krattrwesen”) attributes
the competence of legislation and execution in adhr traffic to the
federal State. Based on this provision regulatiamas be enacted
establishing the rules for the regime and safetyator vehicle$.

primarily associated with the State’s responsipilifor infrastructure
(cf. Holoubek/Segalla, p. 200).

® Although for example, according to Art. 10, sectibnnumber 9 B-VG, the
competence of legislation and execution of legabvisions regarding the
planning, construction and operation of railwayatisibuted to the federal State,
it has no obligation to legislate. Neither is tleeldral State obliged to become
active in an entrepreneurial way in railway traffitor to provide for
entrepreneurial activities.

® Funk, p. 197.

"Funk, p. 198.

8 Funk, p. 198 f. Moreover, Art. 11 section 1 numBeB-VG bears relevance to
local and regional public transport. This provisaeclares the highway police a
matter of federal law. However, the execution ajhway police matters is
assigned to theander.



Federal law and regional law

The federal Local and Regional Transport Aofféntliches Personennah-
und Regional-verkehrsgesd@PNRV-G]) governing the organization and
funding of local and regional public transport @aypivotal role in public
transport regulatiofRoad passenger transport is primarily regulatetién
Passenger Transport Routes Adtraftfahrliniengesetz[KflG]), ™ rail
passenger transport is mainly regulated in the wRgd Act
(EisenbahngesetfEisbG])!* Since the federal State is constitutionally
enabled to enact the practically most importanuliegns pertaining to
road and rail passenger transport, there are naiaspeander laws
governing local and regional public transport.

Responsibility

The territorial corporate bodiesGé€bietskorperschaftgni.e., the federal
State,Landerand municipalities, are responsible for the priovisof local
and regional public transport. According to § 7 GBNG the federal State
Is responsible for local and regional public rakpenger transport. It has to
ensure a basic public transport supply as providethe timetable year
1999/2000Landerand municipalities have responsibility for the \pston

of local and regional road passenger transport. édew no legal
distribution of responsibility between thénderand municipalities exist.

2. Provision and regulation of LPT services

a) Prevailing organizational forms

Local and regional public transport in Austria rg@nized nationwide into
transport associationd/érkehrsverbiinge® A transport association is a
contractual, supralocal cooperation of territor@rporate bodies and

°Bundesgesetz Uber die Ordnung des offentlichen oRermah- und
Regionalverkehrs, BGBI | 1999/204 idgF

YBundesgesetz iiber die linienmaRige Beférderung wRErsonen mit
Kraftfahrzeugen, BGBI |1 1999/203 idgF

1 Bundesgesetz iiber Eisenbahnen, Schienenfahrzeti@gsanbahnen und den
Verkehr auf Eisenbahnen, BGBI | 1957/60 idgF

12 Austria is the world’s only state having a natiodeicoverage of transport
associations.



transport companies. Territorial corporate bodieshe one hand negotiate
founding and funding contracts among themselvesanthe other hand
enter into transport service contracts with tramspompanies operating in
the respective area. Transport associations aimeahlb at the integration
of existing transport companies into associaticats standardized fares
(Verbundregelbeforderungsprgiand at the free choice of the means of
transport within every association (true to thegalo‘Mit dem Bus hin, mit
der Bahn zurlck[“Go there by bus, come back by train]).

The federal Local and Regional Public Transport feftects the central
role of the transport associations in Austrian logad regional public
transport, dedicating a whole section - sectio(88 14 OPNRV-G) - to
them. A transport association usually covers aireehand but may also
extend beyond the borders ofLand According to § 14 OPNRV-G the
spatial extent of a transport association has tgdaged towards passenger
flows.

The federal Local and Regional Public Transport éwmtisions cooperation
between the transport companies within a partiduéarsport association.

An exemplary list of tasks assigned to the trartsppmpanies is given in
§ 16 OPNRV-G. According to this article, the tramgpompanies are first
and foremost supposed to set fares jointly and bksia integrated
timetables.

In order for the territorial corporate bodies todime to perform their tasks
and those tasks that transport companies canremttiefly cope with, 8 17
OPNRV-G stipulates the setting up of a steering rodtee
(Verkehrsverbundorganisationsgesellschaftwithin ~ every transport
association. Associates of a steering committee aay be territorial
corporate bodies; transport companies are exclgld® OPNRV-G lists,
by way of example, a steering committee’s taske Jteering committee
Is, inter alia, responsible for laying down the fundamental glinds
concerning setting fares, for an integrated infdromasystem, marketing
activities, quality management (according to § RNRV-G), local and
regional public transport planning suggestionshi®e territorial corporate
bodies, tenderify on behalf of the territorial corporate bodies and

13 A cooperation decreed by law appears problematicit tan be misused for a
concerted action of the transport companies withinparticular transport
association.

“Tendering by the steering committees is problematis the territorial

corporate bodies are usually the owners of bothstBering committee and the
transport companies. Conflicts between the ownel mncipal function are

therefore likely to arise.



conclusion of transport service contracts. Moreptrex steering committee
calculates the income and allocates it to the parscompanies within the
respective transport association. Hence, it perothe functions of a
regulator (e.g., quality management) as well agdinating and advisory
functions (e.g., local and regional public trangpdanning suggestions).

Austrian local and regional public transport hasrberganized along the
German model of theHamburger Verkehrsverbundounded in 1965
(which was advertised by the slog&ur eine Fahrkarte und ein Fahrplan
fir ganz Hamburg!"[“Only one single ticket and timetable for the o
of Hamburg!”]). The first Austrian transport assatedn was set up in 1984
(Verkehrsverbund Ost-Region Today, there are eight transport
associations: Verkehrsverbund Ost-RegiofVOR), Verkehrsverbund
Vorarlberg (VVV, 1991), Verkehrsverbund Karnten(VVK, 1994),
Verkehrsverbund Tiro(VVT, 1995), Salzburger Verkehrsverbun&VvV,
1995), Oberosterreichischer  Verkehrsverbund (OOVV,  1996),
Verkehrsverbund Niederdsterreich-Burgenlapv/NB, 1991 or 1997y
and Verkehrsverbund Steiermai®/VST, 1997). With the exception of
Wien, Niederosterreich and Burgenland, every prowidisposes of its own
transport association. The three provinces mentiare divided into two
transport associations.

Table 1: Austrian transport associations

transport transport companies  network length in km number of lines

association (2004) (2004)
VOR 14 8 000 351
oovwv 44 9 200 280
VVV 26 1250 100
VVST 64 10 000 500
SvwV 17 3 089 123
VVT 32 4 000 227
VVNB 28 19 154 397
VVK 13 3 000 181

> The Verkehrsverbund Niederdsterreich-Burgenlatself is again divided into
five subunits:Waldviertel (WVV, 1991), nérdliches Weinvierte(NWV, 1991),
Niederdsterreich Zentral und Mostviert€ZMV, 1991), Niederosterreich Sid
und MittelburgendlandNBV, 1991) andsudburgenlandSBV, 1997).



It should be pointed out that ti8alzburger Verkehrsverburahtered into
cooperation with the German administrative distraét Berchtesgaden
(Landkreis Berchtesgadgim 1997, thereby creating Europe’s first cross-
border transport association.

Market access in local and regional public passemgad transport

As a matter of principle, all companies regardle$stheir (private or

public) ownership are able to engage in local agional public transport
in compliance with national legislation. Althougtetterritorial corporate
bodies bear responsibility for the provision ofdb@nd regional public
transport, they do not have to render services skbéras, but may entrust
such provision to third parties. However, if a itemal corporate body
wants to impose economically unprofitabtgeneinwirtschaftlichservices

in public interest on a transport company, accaydim EEC regulation

Nr 1191/69, this has to be done by means of a acntnstead of a
mandatory obligation. However, the regulation corgaan exemption to
this rule, as far as city, suburb and regionalfitat concerned. What
remains uncertain is the way in which these cotgrabould be awarded.
The aforementioned regulation does not specify idrebr not (and in

which way) these contracts have to be tendéted.

The most important regulation governing market asaa passenger road
transport is the Passenger Transport Routes AdiGJKfA passenger
transport route is defined as the regular transpiopassengers carried out
by a transport company by means of motor vehitles a defined route,
where passengers are picked up and dropped oéffiaied stops. Intrastate
(and cross-border) passenger transport requirea@ession for a particular
route; area concessions do not exist.

The Passenger Transport Routes Act regulates atcedse market in
reference to the OPNRV-G differingly. According B requirements, it
distinguishes between economically profitabgénwirtschaftlich and

economically unprofitable gémeinwirtschaftlich transport services in

' This is the reason why regulation EEC Nr 1191/6B be replaced by a new
one (EC No. 1370/2007, coming into force in DecemB609). The new
regulation allows the member states’ authoritiexltoose between tendering
economically unprofitable services in public intrand rendering these services
themselves or entrusting an in-house operator thém, respectively.

" Meaning motor vehicles designed and equipped fertrénsport of more than
nine people including the driver.



public interest. § 3 section 2 OPNRV-G states $keatices whose costs can
be covered by fare revenues are considered to dresgucally profitable.
Financing contributions of territorial bodies oiirth parties to cover the
transport companies’ losses (see 3) or tariff sliesifor special fares for
certain groups of passengers (e.g., pupils anceappes) are deemed to be
fare revenues, too. Services whose costs cannotobered by fare
revenues and therefore require subsidies by thigoteal corporate bodies
or by third parties for their sustainment are cdesed to be economically
unprofitable (§ 3, section 3 OPNRV-G).

The Passenger Transport Routes Act does not otsefit by the principle
of the orderer, as far as economically profitaldeviees are concerned.
According to the KflG, the initiative for the praion of a transport service
usually does not originate from the orderer or oesible territorial
corporate body, but from the transport entreprenBue application for the
concession has to be filed with the authority coned (usually the
governor [andeshauptmanin®®

If the concession requirements are met, the colmresss to be granted.
The necessary requirements can be classified im0 tategories:
occupational and market access criteria. Occupatiancess criteria are
reliability, aptitude and financial capability. M@t access criteria are
usefulness and efficiency in the satisfaction ahs$port needs. Moreover,
the transport route applied for must not run coutdeghe public’s interest.
This will be the case if public transport serviceadered by established
transport operators are jeopardized once a (newfession is granted
(8 7 section 1 Z 4 KfIGY It is highly debatable whether it can be deduced
from the law that a certain transport service mighly be awarded to one
single transport operator. The Supreme Administeati Court
(Verwaltungsgerichtshpfdopts a strict interpretation of this proviston.

In contrast to economically profitable servicespremmically unprofitable

passenger road transport services in public intenest also be tendered.
The relevant provision is 8 23 KflG. If routes #mebe operated which have
not been operated due to their unprofitability dmickh are going to be

18 Appeals against rulings of a governor are to bddeecby the Independent
Administrative Tribunals in the respectikénder(§ 21 KflG).

19 Clearly this provision grants protection againginpetition. In the light of EC
law it is questionable.

2 Hermann, p. 9.
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unprofitable in the future, the orderer has to &nthem according to
public procurement la#

In pertinent literature the insufficient competdivapproach of the
Passenger Transport Routes Act is often criticize@he distinction
between economically profitable and economicallgrofitable services in
public interest serves as an incentive to declauées as profitable, so they
do not have to be tendered. As most allocationheferritorial corporate
bodies are considered fare revenues establishofgatmlity, it is therefore
rather easy in reality to avoid the tender procedtience, only additional
routes are tendered in practide.

Market access in passenger rail transport

As far as passenger railway transport is concertiezl,most important
regulation governing market access is the Railwagts(EisbG). In order
to be able to provide transport services, a lic€asekehrsgenehmiguhgs
needed. If passenger transport services are ofeoalg within cities or
suburbs, a concessioVdrkehrskonzessipnis awarded? License and
concession requirements are, amongst others, falamapacity and
expertise. The license and concession are grantetiebfederal minister
for transport, innovation and technology on appiara According to 8§ 56
EisbG, railway infrastructure companies are obligedrant access to their
railway network to all railway companies upon comition of the
respective company’s admission to the market. Asafa economically
unprofitable services in general interest are corext the Railways Act
simply refers to pertinent federal provisions (e@PNRV-G).

b) Production efficiency under different ownershipand
organizational forms

No studies regarding production efficiency undéfedent ownership could
be found.

2 However, not all economically unprofitable servitese to be tendered. There
are exemptions for city, suburb and regional tcaffi

Zinstead of many, Kalgassim.

23 Wieser, p. 176.

24 A Verkehrsgenehmigurig more comprehensive tharvarkehrskonzessiod
Verkehrsgenehmigunggrants Austrian companies access to the railway
infrastructure in other EC/EEA member states (ppilecof single license).
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C) Wage bargaining

A distinction has to be drawn between private amldlip employment and
within public employment. Within public employment has to be
distinguished between public appointeBedmt¢ andVertragsbedienstete
While public appointees are appointed by noticescheij,
Vertragsbedienstetare employed under private law (private law cartgha
by the Staté>

The legal status of the public employee is codiffredeveral (public) laws.
In the field of federal administration mention sliblbbe made of the
Federal Public Appointees AcBéamten-Dienstrechtgese2DG]). The
federal public appointees’ payment scheme is reéguldy the Federal
Salary Act GehaltsgesetfGehG]). As far as the public appointees of the
Lander and municipalities are concerned, simileénder laws exist.
Employment as/ertragsbedienstetan federal administration is regulated
by the federaNVertragsbedienstetengesgi?BG). Again, similarLander
laws for theVertragsbedienstetef theLanderand municipalities exist.

Private employment is governed by civil law (esplgithe Salaried
Employees ActAngestelltengesefAngG}]) where collective agreements
(Kollektivvertrage - written contracts negotiated between represesta
of the employees and employers - play a vital Tof@ollective agreements
are legally based on the Labour Relations Consirtat Act
(ArbeitsverfassunggesefArbVG]). They are concluded by corporations
entitled to the conclusion of these collective agnents by law. Legally
able to conclude collective agreements are the bbanof labour
(Arbeiterkammeér [on behalf of the employees] and the chamber of
commerce \Virtschaftskammer[on behalf of the employers]. However,
certain other associations (e.g., the IndustrglistAssociation
[Industriellenvereinigung and the federation of trade unions
[Gewerkschaftsbufd are also legally enabled to conclude collective
agreements. For example, the chamber of labounénaer exerted its legal
right; in its stead the federation of trade uniamcludes collective
agreements on behalf of the employees.

2 For the distinction between public appointees Medtragsbedienstetenly
their employment status is relevant. Whether thesform sovereign functions
or private economic administration task2riyatwirtschafts-verwaltungis not
decisive.

%6 public employment may also be regulated by collectigreements, provided
that certairVertragsbedienstetare exempt from the application of the respective
federal and_anderlaws.
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Employees in the field of local and regional publi@nsport are
represented by three different unions: the uniata\Wiconsortium of the
previously separate unions for railroad, tradendpart and traffic
employees), the postal workers’ union and the mpaiovorkers’ union.
Union density is about 80% in public companies &®6 in private
companies. The rate of unionization on the empkiysrde is 100%
(municipalities, chamber of commerce aPdstbus AG?’ Because of the
high union density wage bargaining (still) playg timost important role,
whereas plant bargaining is the exception.

A problem concerning public employment, liberaliaatand privatization
shall be mentioned here. In the course of libeaitm and privatization
beginning in the late 1980s, territorial corporatelies have been spinning
off their public companies (under public law) inkegal entities under
private law (which are however still publicly ownedusgliederungy In
this context the “privatization” of public employmte poses a serious
problem. As far as public employees are concerrihdse spin-offs
normally entail dissolving their employment withetkerritorial corporate
body and at the same time taking up employment thi¢éhnewly created
(private) entity. However, the dissolution of pu@bliappointees’
employment is highly problematic, as their (form) @mployment is
protected by the constitution. The solution in Alast practice is the
maintenance of public appointees’ employment arair threassignment”
(Zuweisuny to the newly created (private) entity by law. Amr as
Vertragsbedienstetare concerned, a similar problem arises. Accortiing
the Supreme Constitutional Court, there are linotthe “privatization” of
their employment as well, as the change of empl¢lyem the territorial
corporate body to the new legal entity under paviaw) constitutes an
infringement of basic property rights: Spin-off iols resulting from
employment would formerly be satisfied by the teral corporate bodies
and their virtually infinite fund$®

Several publicly owned companies (under private )lawow have
employees under different forms of employment. €heare public
appointees andVertragsbediensteteon the one hand, and there are
employees under private law on the other handidw wf the competition
between private and publicly owned companies, ithian unsatisfactory
situation. Competition in local and regional pulihansport is more or less
limited to labour cost reduction. As publicly ownedmpanies dispose of
public appointees an®ertragsbedienstetevhose payment scheme and

2" Brandt/Schulten, p. 44.
8 potacs, p. 412.
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work-related benefits have always been perceivetha@® favourable in
comparison with employees under private law, therdeard flexibility of
wages is hindered. As a result, publicly owned cangs incur 30% to
50% higher labour costs than private compafiies.

d) Structure of the offer ande) output

In 2003 there were 667 companies in Austrian |l@al regional public
transport’ The largest of these companies are owned by dgaliit
corporate bodies (in particular municipalities).

In the past territorial corporate bodies used totheir businesses as part of
the administration Regiebetriebe These businesses did not constitute
legal persons and were governed by public law. éxample, théNiener
Stadtwerke-Verkehrsbetriebevas previously incorporated into the
Viennese municipal administratioMégistrat’). However, since the end
of the 1980s territorial corporate bodies have aasmgly been spinning
off these businesses into (separate) legal entitneler private law. The
Wiener Stadtwerke-Verkehrsbetriel® instance was spun off in 1999.
Various reasons have been enumerated to explardévelopment. Spin-
offs shall make financing outside of the budgetsgiale and therefore avoid
the restrictions of budget laws. Moreover, spezaion, flexibility,
debureaucratization and depoliticization are exgmkcfrom spin-offs.
Above all, adherence to the rigid Maastricht cogeeice criteria has led to
numerous spin-offs.

As mentioned above, public tasks previously und#eriaby (public)
companies incorporated into the municipal admiati&in have been
devolved upon (newly established) entities undévape law on a large
scale. These entities under private law are usuallganized as
incorporated companies in the manner of stock catms
(AktiengesellschaffAG]) and limited liability corporationsGesellschaft

29 Unfried, p. 151.

% Hermann, p. 2.

%1 The VienneseMagistrat is an institution to which the task of municipal
administration is assigned. It is organized intonAaistrative City Groups
(Geschaftsgruppgrand, within these, into municipal departmembtéilungen
or UnternehmungenUnternehmungerare commercial institutions which are
granted this status by the City Councbgmeindergt They have no legal
personality; however their assets are managed ateparUntil 1998 thaViener
Stadtwerkgcomprising electricity, gas, transport and fuhegvices) used to be
such arlnternehmung
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mit beschrankter Haftung[GmbH]). Yet, although the corporate
organization has changed, territorial corporate igdusually remain
owners of the companies. What has changed is thedbenterprise.

The biggest company in Austrian local and regiqnadlic transport is the
Wiener Linien GmbH & Co KGI'he Wiener Linien GmbH & Co K@ a
100% subsidiary of theNiener Stadtwerke Holding A®@hich itself
belongs entirely to the municipality of Vienna. TWéener Linien GmbH
& Co KG carries some 793 million passengers annuallynitleyed 7 772
employees in 2007. The company operates five unoleng, 32 trams and
83 bus routes and owns 1226 rail cars, 360 tsiserd 478 busés.
Municipal transport companies also occupy a domiasition in other
Lander capitals. For example, theinz Linien GmbHcarries some 95
million passengers every year. Like teener Linien GmbH & Co K@&e
Linz Linien GmbHis a 100% subsidiary of theinz AG which itself is
owned by the municipality of LinZ The Grazer Verkehrsbetriebgerves
some 93 million passengers per year. It is patth@Grazer Stadtwerke AG
which belongs to the municipality of Graz (99.46&h)d theGrazer Bau-
und Grinlandsicherung GmbH(0.54%). The Grazer Bau- und
Griinlandsicherung Gmbldgain is owned by the municipality of Griz.
The passenger count of thénnsbrucker Verkehrsbetriebe und
Stubaitalbahnen GmbHbuches some 47 million passengers every year.
51% of the company’s shares are held by thensbrucker
Kommunalbetriebe AG15% by the municipality of Innsbruck and 4% by
the province of Tirol. Shareholders of thmsbrucker Kommunalbetriebe
AG are the municipality of Innsbruck (50% plus onarsf) and théiroler
Wasserkraft AG50% minus one shar&) The Salzburger Stadtbusnd the
Salzburger Lokalbahneas part of th&alzburg AGcarry some 44 million
passengers annually. 42.56% of Sedzburg AGs owned by the province
of Salzburg, 31.31% by the municipality of Salzbamd 26.13% by the
Energie Oberdsterreich Service- und Beteiligungsedtung GmbH® The
Stadtwerke Klagenfurt A@&hich is entirely owned by the municipality of
Klagenfurt serves with its 64 buses some 21 millpassengers every
year®’ The Bregenzer Stadtbuas part of theéStadtwerke Bregenz GmbH
carries some 3.5 million passengers per year. Sb&eholder of the
Stadtwerke Bregenz Gmbsithe municipality of Breger?.

32 http://www.wienerlinien.gt18.06.2008.

33 http://www.linzag.at 18.06.2008.

34 http://www.gvb.at 18.06.2008.

35 http://www.ivb.at 18.06.2008.

36 hittp://www.salzburg-ag.af8.06.2008.

37 http://www.stw.at 19.06.2008.

38 http://www.stadtwerke-bregenz, d19.06.2008.
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Outside the urban centres ti¥BB Postbus GmbHlominates local and
regional public (road) transport. TR®stbus GmbHesulted from a merger
of Postbusand Bahnbus The company is a 100% subsidiary of HBB
Personenverkehr AGwhich itself is wholly owned by th®BB Holding
AG. TheOBB Holding AGbelongs to the federal State. TPestbus GmbH
serves some 238 million passengers annually. Itso2vh00 buses and its
turnover amounts to 351 million euro. According ttle company’s
estimate, its market share in Austrian local arglomal public transport
touches 20%; its market share in (total Austrian3 kransport stands at
50% and in regional bus transport at 789%.ccording to another estimate,
the Postbus Gmbld market share in regional bus transport is evighdr
(85%)°

Another 5% market share in regional bus transperheld by big and
medium-size companies such s Richard Linien GmbH & Co KGAs
opposed to thé&ostbus GmbHDr Richard Linien GmbH & Co KGs a
private - the biggest private - company. It ownsrenthan 800 buses and
employs 1 200 employeé5Dr Richard Linien GmbH & Co KGerves the
provinces of Burgenland, Carinthia, Lower Austri&glzburg, Styria and
Vienna. Other big (private) companies d&kguss operating some 245
buses, an&abtoursoperating some 100 buses. The remaining market sha
is divided among small operators with less tharbigses?

In rail passenger transport tkdBB Personenverkehr A@as a dominant
position (similar to th&BB Postbus Gmbli regional bus transport). The
OBB Personenverkehr A the second largest company in Austrian local
and regional public transport after tfWéener Linien GmbH & Co Kdts
market share in rail passenger transport touch&s.*9&Every year the
company carries some 196 million passengers. ltabpe 3 600 short-
distance trains daily and employs 3.559 employéeBhe remaining
market share of 2% is divided among several snpatators which, for the
most part, are publicly or semipublicly owned. Tdesmall railway
companies operate a railway system with a totajtlenf 563 km (around a
tenth of the total length of the OBB railway sysjém

39 http://www.postbus.at18.06..2008.

**Hermann, p. 3.

1 http://www.richard.at19.06.2008.

*2Hermann, p. 3.

43 Kammer fiir Arbeiter und Angestellte fiir Wien, p112
* http://www.oebb.3t19.06.2008.

*>Hemmer/Hollos, p. 25.
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Table 2: Austrian railway companies 2002

company market share in rail passenger transport

OBB 98.02%

Steiermarkische Landesbahnen 0.28%

Graz Koflacher Eisenbahn n/a
Raab-Odenburg-Ebenfurter Eisenbaln 0.21%

Linzer Lokalbahn 0.66%

Salzburger Lokalbahn n/a

Zillertalbahn 0.33%

Stubaitalbahn 0.11%

Other railway companies 0.40%

It is interesting to note that multinational comgenhave thus far not
involved themselves in Austrian local and regigmatlic transporf?

f) Regulation (see legal framework)

3. Financing

The local and regional public transport services laasically financed by
fare revenues. According to § 18 OPNRV-G, the stgecommittee is

usually responsible for the calculation of the meoand its allocation to
the transport companies within the respective parisassociation (see 2a).
However, full cost recovery is not achieved throudgre revenues. Fare
revenues merely cover 33% of total costs of locad aegional public

transport’ Hence, transport companies are dependent on amliti
financing by the territorial corporate bodies.

*®Hermann, p. 4.

*"The degree of cost recovery differs from regiomegion: TheWiener Linien
GmbH & Co KGfor example achieve 50% cost recovery, whereas OBIB
attains 30% to 40% (cf. Wieser, p. 174).
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For the most part the insufficient fare revenue® aue to the

comparatively low (standardized) farege(bundregelbefdéderungspriis

Since transport associations seek to promote laodl regional public

transport and try to modify the modal sfilin favour of it, ticket prices are
lower than they would be if set by transport congamlone. As transport
companies lose revenue due to the reduced tickasprthey incur a loss
(Abtarifierungsverlugt that has to be covered by the territorial corfra
bodies.

In addition, transport companies lose money becaldsthe degressive
ticket price. A transport association offers frdeice of the means of
transport with one single ticket. Because of thgreesive tariff design the
first kilometres covered are always more expendivarder to charge the
passenger using several means of transport only tive higher price of
the initial kilometres, a constant ticket pricecalculated for the entire
journey under the assumption that the passengearrimechange the means
of transport. The degressive ticket price thushirtincreases the loss
(Durchtarifierungsverlugt of the transport companies. To entice their
participation in the transport associations theitteral corporate bodies
have to guarantee them loss coverageinnahmengarantfé).

As mentioned above, the ticket price is set by rbgpective transport
association’s companies in cooperation with thepeetve steering
committee (see 2a). In Austria there are two dffertariff models to be
found in the transport associations. THtestellen-gruppenmodeatin the
one hand integrates several stops into a singfé (stop) group. The price
for transportation within a tariff group does napend on the distance
whereas the price for transportation between tapfups is calculated
according to the distance covered between the grouphe
Haltestellengruppenmodell is used by the Verkehrsverblinde
Niederdsterreich-BurgendlanahdKéarnten TheZonenmodelbn the other
hand integrates several stops into a zone (or mbtp A “comb” usually
stretches over 6, a zone over 10 kilometres onageerAs with the
Haltestellengruppenmodelthe price of transportation within a zone does
not depend on the distance. The price of transiamtdetween different
zones is calculated according to the number of z@assed through. The

*8Modal split refers to the distribution of transpaxlume between different
modes of transport in traffic statistics.

“The system ofAlteinnahmengarantieobviously conflicts with EU funding
guidelines. It should therefore be abandoned. Tindd gained as a result of the
phase-out of théAlteinnahmengarantiesystem will be used for ordering new
routes and tariff subsidies (see 2a).
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Zonenmodell is used by all transport associations except the
Verkehrsverbiinde Niederosterreich-BurgendlandKéarnten

Transport associations offer different types dkdis. Single, daily, weekly,
monthly and annual tickets can be purchased. Drgsotor children,
schoolchildren, apprentices, students, senioresiszand the disabled are
available. Some transport associations additionaffer special tickets
(e.g., for families).

The low cost recovery through fare revenues hasadir been mentioned
above. Besides fare revenues and other proceegls (ent, advertising
revenue), the expenses of the transport compangk®ther costs of local
and regional public transport are primarily covebgdpayments from the
territorial corporate bodies. In 1999 for examples federal Statd,ander
and municipalities financed 1.3 billion out of thé billion euro total cost
of the local and regional public transport. Theklfl the financial burden -
836 million euro - was shouldered by the federalt&st The provinces
raised 49 million and the municipalities 429 mitlieuro>®

88 24 ff OPNRV-G contain provisions pertaining ke tfinancing of the
local and regional public transport. The financswurces themselves are
diverse. The basic offer of local and regional putdilway transport has to
be financed (directly) by the federal State. Loaadl regional public road
transport is funded by theander and municipalities, partly using funds
obtained from the federal State as equalization mesys
(Finanzausgleich In addition, local and regional public road spart is
financed directly by the federal State which pagter alia, for tickets of
schoolchildren and apprentices.

Since the 1993 Financial Compensation A€&tinéanzausgleichsgesetz
[FAG]) the federal State disburses money to theionpalities intended for
the promotion of local and regional public trangpdétccording to § 20
section 1 FAG 2008 the federal State grants 15l6omieuro plus 0.034%
of the net yield of certain tax&s(Abgaben mit einheitlichem Schliigsel
[Finanzzuweisurijgo the municipalities every year. 55% of theseds are
allocated to the municipality of Vienna. The remagn45% are distributed

*Wieser, p. 174.

L According to § 9, section 1, FAG 2008 these taxas faes are: income tax,
corporate income tax, value-added tax, tobacco tagital transfer tax,
electricity fee, natural gas fee, coal fee, berr$parkling wine tax, intermediate
product tax, alcohol tax, mineral oil tax, motohigte tax, insurance tax, engine
power based vehicle insurance tax, norm consumgéen concession fee and
promotion of the arts contribution.
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between Vienna (because it owns Wesner Lokalbahnen AGand those
municipalities that operate one or more bus, tyollas or tram lines. The
(remaining) funds are allotted based on the ragtwben the length of the
lines and the number of passengers carried.

Moreover, the federal State grants to municipalitié.5 million euro plus
0.034% of taxes and fees mentioned ab&weapzzuweisungntended for

capital investment. These funds are apportionefblémvs: 500 000 euro
plus 3% of 0.034% of the abovementioned taxes agad &re intended for
stationary facilities located at the intersectidnpablic transport routes
(bus terminals). The remaining funds are intendmdtiie promotion of

investments in trolley bus and tram lines. Theyadi@tted to the provincial
capitals with more than 100 000 inhabitants. 640f%nds are granted to
Vienna, 11.1% to Graz, 8.7% to Innsbruck, 8.1% tozlLand 7.4% to

Salzburg.

In addition to the abovementiondéfinanzzuweisungerthe federal State
may make additional money availabld-@nderor municipalities are intent
on expanding public transportatioBestellerférderung Depending on the
budget situation, up to 50% of the costs of expaggublic transportation
may be covered by the federal State on conditiat tnder or the
municipalities pay the rest themselves. The fedstatle grants around 11
million euro inBestellerférderungevery year.

Table 3: federal State funding in million euro in D05

payments according to the Local and Regional Pubtansport Act (e.g), 70.1
Bestellerforderuny

economically unprofitable railway services 471.8
schoolchildren’s and apprentices’ tickets 360.0
payments in accordance with the FAG 180.3
Total 1082.2
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4, Monitoring and regulation of provision, quality and development
of accessibility

a) Attractiveness of services

Indicators could not be found. As far as Viennadaacerned, opinion polls
on the attractiveness of local and regional putsthosport exist, showing
high citizen satisfaction with the provided trang@®rvices (see 4e).

b) Development of prices and affordability indexes

C) Social accessibility

As mentioned earlier, there are special discoumisfavailable for children,
senior citizens and persons with disabilities (8geln addition, discount
tickets are offered to schoolchildren, apprentees students.

The inclusion of schoolchildren and apprenticedramsport associations
was achieved only through protracted negotiatioms 2004/2005.
According to § 29 OPNRV-G, the costs of schooldlifds and
apprentices’ discount tickets are borne by the riddgtate; in 2005 they
amounted to 360 million euro (see table 3).

Students whose parents receive child benefit pagsn@amilienbeihilfg
are entitled to a ticket discount every semestbe firice of a (semester)
ticket is usually 30% to 40% lower than the pri¢éea@onventional ticket.
The difference is paid for by the federal State Hredrespective territorial
corporate bodies (depending on where the univesitcated)?

Besides issuing discount tickets to the abovemeatiggroups of people in
order to alleviate income restrictions, measuredalen to facilitate access
of the disabled to local and regional public tramspAccording to § 31
OPNRV-G, accessibility of public transport is a kifyacriterion to be
evaluated (see 4e). In recent years transport coegpahave started
operating ultra low floor vehicles. In contrastregular low floor trains,
trams and buses, the floor in the interior of araubw floor vehicle is low
enough to be at the same height as the pavemeiuh wiakes access to

52 hitp://www.bmvit.gv.at 23.06.2008.

21



trains, trams and buses particularly easy for pagss in wheelchairs or
with pushchairs.

d) Development of territorial accessibility

Indicators could not be found. Based on the commuslrawn in 2a
(nationwide transport associations) it can be dhat the provision of
transport services is (still) satisfactory. Howewveérshould be noted that
considerations concerning the rate of return ofateroutes are becoming
increasingly important, making a reduction of t@m$ services in the
future more likely.

e) Development of quality of services

§ 31 OPNRV-G contains various quality criteria. $@eriteria need to be
evaluated separately for each transport serviceefdBanent funding is tied
to their fulflment. A wide range of criteria exisbDn the one hand the
accessibility of the systems of local and regiopablic transport (e.g.,
provision for the needs of persons with disab8itiaser-friendly vehicle
and ticket machine design, easy accessibility@istoptimal coordination
of transport services by means of integrated tiblesa among others) has
to be assessed. On the other hand personal andtiopal security (e.g.,
correct quantity and quality of light in the stai®) need to be assured.
Travel comfort constitutes another criterion. Tlaw®mfort shall be
achieved through the minimization of travel andnsfer time, the
reliability and frequency of transport services atid cleanliness of
vehicles. Moreover, criteria such as standard méiion systems
nationwide and reduction of pollution are mention&lilthese criteria have
to be controlled by the respective transport assioci steering committee.

Every year the project BEST (Benchmarking in Euesp8ervice of Public
Transport) gauges citizen satisfaction with locald aregional public
transport in different participating citié$. Participants are Vienna,
Barcelona, Berlin, Geneva, Helsinki, Copenhagen,ndfaster, Oslo,
Prague and Stockholm. Every year in March 1 0(@eris are interviewed
by telephone in each of the participating citiestlogir overall satisfaction
with local and regional public transport, persosalcurity and safety,
reliability, traffic supply, comfort, staff behawio, information, value for
money, social image and loyalty. In 2007 Viennakesh first in the

53 http://best2005.neP3.06.2008.
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categories overall satisfaction with local and oegl public transport,
personal security and safety, value for money aydlly. Since the first
report was published in 2002, Vienna’'s ranking basstantly improved.
In 2002 the city ranked first only in the categqrsonal security and
safety. The survey suggests the high quality ohNese local and regional
public transport.

5. Case studies

Vienna

As mentioned earlier, the organization of publiansport services is
primarily the task ofLander and municipalities (see 1). As far as the
administrative organization is concerned, Vienngpyna special status,
iInasmuch as it is both leand and municipality. Vienna’'s organs are the
mayor (who is at the same time the governor), ttyecouncil (at the same
time theLandtag, the city senate (at the same time ltlh@d government)
and the city administratiorMagistraf). The city senate is elected by the
city council. It consists of the mayor (who is ¢&tby the city council as
well) and at least nine city senators. One of tkecetivé* city senators is
responsible for urban development and traffic nnattide is the head of an
administrative city groupGeschaftsgruppethat is the administrative city
group for urban development and traffic matteGegchaftsgruppe
Stadtentwicklung und Verkehr The Magistrat serves as Vienna's
administrative authority and is directed by they @buncil, the executive
city senators and the mayor. ThRe&gistratis divided into administrative
city groups. The administrative city group for umbdevelopment and
traffic matters is responsiblenter alia, for traffic planning, traffic
coordination and legal matters arising in connectath traffic issues
(e.g., award of concessions).

As far as fares do not cover the costs of localragebnal public transport,
the territorial corporate bodies share the finagci(see 3). The
administrative city group for finances, economicliggo and Wiener
Stadtwerke (Geschaftsgruppe Finanzen, Wirtschaftspolitik undenf
Stadtwerkg deals with the financing of Viennese local angioaal public
transport.

> The executive city senators are elected from tmkgaof the city senators
based on nominations by the city council. They rnganadministrative city
groups in subordination to the mayor and are resiptanto the city council.
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Local and regional public transport in Vienna igyarily provided by two
companiesWiener Linien GmbH & Co K@ndOBB Personenverkehr AG
Both companies (under private law) are fully owhgderritorial corporate
bodies. The provision of services is based on panisservice contracts
between the municipality of Vienna and the respedtiansport companies
(see 2a).

Originally, theWiener Linien GmbH & Co KGvas part of the municipal
administration under the name WYiener Stadtwerke-Verkehrsbetriebe
The Wiener Stadtwerkdnas a long tradition: between 1899 and 1907
Vienna municipalized the existing electric poweatisins, gas plants and
transport companies. On Januatyl®99 theWiener Stadtwerkevere spun
off into the Wiener Stadtwerke Holding AGhich holds all the shares of
the Wiener Linien GmbH & Co KGThe Wiener Stadtwerke Holding AG
itself is entirely owned by the municipality of Viea.

The Wiener Linien GmbH & Co KGs the biggest company in Austrian
local and regional public transport. In 2007 it éoypd 7 772 employees
and achieved a turnover of 391.9 million etir&Vhile annual turnovers
have been rising in recent yedt€mployment has declined: In 1996 8 963
employees worked for the/iener Linien GmbH & Co KGwhereas their
number had decreased to 8 279 by 2003. In 2007 bily2 employees
worked for the compamny. The staff has thus been reduced by 13% since
1996. The heterogeneity of employment due to libe®on and
privatization has already been mentioned (seeN&m) employees who are
no longer employed under public law have to acegges which are about
13% lower than those of their co-workers hired betbe spin-off®

In 2007 about 793 million passengers were transdoRassenger numbers
have been rising constantly: In 2005 747 millior @&m 2006 772 million
passengers were carrigdAccording to a poll regarding the choice of the
means of transport (modal split), local and regiigmuiblic transport’s share
Is 35% (car 34%, bike 4% and walking 27%). Since2the share of local
and regional public transport has increased by%2%.

%5 http://www.wienerstadtwerke ,a24.06.2008.

% |n 2005 the turnover amounted to 354.1 million eara in 2006 to 367.3
million euro. Between 2006 and 2007 the turnoveerby 6.7%:ibid).

*" Unfried, p. 153.

*8ibid, p. 150.

%9 http://www.wienerstadtwerke ,a24.06.2008.

%0 http://www.wienerlinien.gt18.06.2008.
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The Wiener Linien GmbH & Co K@perates five underground, 32 trams
and 83 bus routes. It owns 1 226 rail cars, 3&iets and 478 buses with a
total sum of 237 388 passenger seats. The totgihesf the track network
reaches 244.7, the total length of routes 961.5'Kfme length of the track
network consists of 65.7 km of subway (27%) and k#Oof tram (73%)
rails. The total length of routes is made up byleéém of subway (7%),
227.3 km of tram (24%) and 669.1 km of bus lineg%®. In 2007 443.7
million euro were invested, of which 330.2 milliomere allotted to
subways, 76.6 million to trams and 21.7 millionbases. In recent years,
especially the subway and bus network at the pernjptave been
expanded considerably.

While the Wiener Linien GmbH & Co K@self operates all subway and
tram lines, it does not run all existing bus linBeme of them are operated
by subcontractors like (above all) tlir Richard Linien GmbH & Co
KG.*? In addition, theDr Richard Linien GmbH & Co K@uns bus lines in
and around Vienna independerftly.

The majority of (daytime) bus lines operate betwlema.m. and half past
midnight. During rush hour many lines run at three five minutes
intervals. In the evening hours, intervals varywssn eight minutes in the
case of subways and ten to fifteen minutes in #se ©f trams and buses.
Between half past midnight and five a.m. night Isusperate at 15 to 30
minutes intervals.

Besides theWiener Linien GmbH & Co KGunning subway, tram and
(together with private companies) bus lines, @88 Personenverkehr AG
provides local and regional public transport sesi@as well. TheOBB
Personenverkehr AGperates municipal and regional railways. The
Viennese municipal railways connect the federaitabpiith its hinterland
(parts ofNiederosterreichandBurgenland. Ten lines with 137 stops in a
network of a total length of 382 km exfét.

®The total length of routes refers to the lengthultésy from adding up the
lengths of the individual transport routes. If, ®xample, several trams use the
same track section, the lengths of the (differémathsport routes are still added
up. By contrast, the total length of the rail netkveefers to the total length of the
track network, avoiding double count.

®2|n Vienna about a third of all inner-city bus linase operated by private
companies (cf. Hermann, p. 3).

®3The buses run independently by tbe Richard Linien GmbH & Co KGare
marked by the letter B, whereas buses operatethdoWiener Linien GmbH &
Co KG (or its subcontractors) bear the letter A.

% http://www.schnellbahn-wien.a®8.07.2008.
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Mention might also be made here of ¥ener Lokalbahnen A@nd the
City Airport Train TheWiener Lokalbahnen A@ a 100% subsidiary of
the Wiener Stadtwerke Holding AGvhose sole shareholder is the
municipality of Vienna. TheLokalbahnis a combination of tram and
railway. It connects Vienna to Baden. The totalgténof the network is
30.4 km®® A 100% subsidiary of th@/iener Lokalbahnen AGhe Wiener
Lokalbahnen Verkehrsdienste A@ansports disabled people in Vienna.
The City Airport Trainis operated by th€ity Air Terminal Betrieb GmbH
which is jointly owned by th&BB Personenverkehr A@9.9%) and the
Flughafen Wien AG50.1%). It connects Vienna to its internationgbart,
using the tracks of the municipal railway.

Innsbruck

Innsbruck’s organs are the city council, the cepnate, the mayor and the
city administration Magistraf). The Magistrat has to perform all the
administrative tasks necessary for the fulfilmehthe duties assigned to
the respective organs. It is divided into five déments and 29 offices.
The office for traffic planning, environmenAift flir Verkehrsplanung,
Umwel) within the department of planning, building lawdatechnical
infrastructure managemenilfteilung Planung, Baurecht und technische
Infrastrukturverwaltung is responsible for the organization of local and
regional public transport. The department of finalhjceconomic and
investment management Alfteilung Finanz-, Wirtschafts- und
Beteiligungsverwaltungdeals with the financing.

Local and regional public transport is mainly pard by thennsbrucker
Verkehrsbetriebe und Stubaitalbahn Gmmb#hose shareholders are the
Innsbrucker Kommunalbetriebe AGB1%), the municipality of Innsbruck
(45%) and thelLand Tirol (4%). The shares of thdnnsbrucker
Kommunalbetriebe AGre held by the municipality of Innsbruck (50%
plus one share) and th@roler Wasserkraft AQ50% minus one share).
TheTiroler Wasserkraft AGiself is entirely owned by thieand Tirol. The
Innsbrucker Verkehrsbetriebe und Stubaitalbahn Gntl@isports about
47 million passengers on 27 routes every year.d862the company’s
turnover reached 19 million euro. It employed 36&$myees in 2007. The
totab!elength of tram routes is 18.2 km, the to@ldth of bus routes 230.2
km.

% hitp://www.wlb.at 08.07.2008.
%6 hitp://www.ivb.at 09.07.2008.
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Besides thdnnsbrucker Verkehrsbetriebe und Stubaitalbahn Gmibid
Innbus GmbHis active in local and regional public transpab.t The
Innbus GmbHis owned by the municipality of Innsbruck (45%)datine
Innsbrucker Kommunalbetriebe AGB5%). By order of thdnnsbrucker
Verkehrsbetriebe und Stubaitalbahn Gmibtdperates 21 bus lines in the
area of Innsbruck (and Stubaital), using 140 busaser 40 million
passengers are carried every year. The total lefdihes is 600 kni’

6. Conclusions

The territorial corporate bodies are responsibletli@ provision of local
and regional public transport in Austria. Local aregdjional public rail
passenger transport is provided by the federakStaberead.dnder and
municipalities have responsibility for the provisiof local and regional
road passenger transport.

Transport associations are the main charactendtidustrian local and
regional public transport. A transport associatiam a contractual,
supralocal cooperation of territorial corporate iesd and transport
companies. Austria has a nationwide coverage n§part associations.

The biggest companies in Austrian local and redipuoialic transport are
owned by territorial corporate bodies (in particutaunicipalities). In the
past territorial corporate bodies used to run thesinesses as part of the
administration. These businesses did not constiégfal persons and were
governed by public law. However, since the endhaf 1980s territorial
corporate bodies have increasingly been spinnihghese businesses into
(separate) legal entities under private law.

The performance of Austrian local and regional mublansport is (still)
guite satisfactory. However, certain risks cannetdismissed. Although
the territorial corporate bodies still have respoilisy for local and

regional public transport, their role of serviceoyder is limited by
institutional changes (liberalization), resultinga growing loss of public
control. Moreover, formal targets (profit) are bewog increasingly
important. This consequence of liberalization i$ sarprising (cf Art 86
EG-V). The pervasive profit orientation has alsd te a deterioration of
the employment situation in local and regional pubtransport.

7 hitp://www.innbus.at09.07.2008.
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Competition between public and private transpornganies is more or
less limited to labour cost reduction. It is possithherefore that the quality
of services might be negatively affected. With extpto competition it

should be noted that a strong concentration amgjdlization process can
also be observed throughout Europe.
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enterprises at the national, regional and municipal
levels; the so-called "social economy" (not-for-profit
economy, cooperatives, mutuals, and non-profit

organizations); etc.

In these fields CIRIEC seeks to offer information and
opportunities for mutual enrichment to practitioners and
academics and for promoting international action. It
develops activities of interest for both managers and
researchers.
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Le CIRIEC (Centre International de Recherches et
d'Information sur I'Economie Publique, Sociale et
Coopérative) est une organisation scientifique
internationale non gouvernementale.

Ses sont d'assurer et de promouvoir la
collecte d'informations, la recherche scientifique et
la publication de travaux concernant les secteurs
économiques et les activités orientés vers le service
de l'intérét général et collectif : I'action de I'Etat et
des pouvoirs publics régionaux et locaux dans les
domaines économiques (politique économique,
régulation) ; les services publics ; les entreprises
publiques et mixtes aux niveaux national, régional
et local; I'économie sociale: coopératives,
mutuelles et associations sans but lucratif ; etc.

Le CIRIEC a pour but de mettre a la disposition des
praticiens et des scientifiques des informations
concernant ces différents domaines, de leur fournir
des occasions d’enrichissement mutuel et de
promouvoir une action et une réflexion
internationales. Il développe des activités qui
intéressent tant les gestionnaires que les
chercheurs scientifiques.

€eC
Ny

International Centre of Research and Information on the Public, Social and Cooperative Economy - aisbl
Centre international de Recherches et d'Information sur I'Economie Publique, Sociale et Coopérative - aisbl

Université de Liege au Sart-Timan

Bat. B33 - bte 6
BE-4000 Liége (Belgium)

Tel. : +32 (0)4 366 27 46
Fax : +32 (0)4 366 29 58

E-mail : ciriec@ulg.ac.be




