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1. EL KOHALIKU UHISTRANSPORDITURU

oaMabDUseED

Uhistranspordi tihtsus jatkusuutlikus iihiskonnas

portisiisteemi jatkusuutlikkusest. Uhistransport pshjustab keskkonnale vihem reostust ja seda
saab kasutada alternatiivina erasdidukitele. 2006. aastal moodustas ithistransport 15,7%' kogu
soitjakiibest Euroopa Liidus.

; i histranspordi kasutamine on oluline niitaja ligip4asust liitkuvusele meie tihiskonnas ning trans-
()

Perioodil 1995-2006 tousis EL-27’s tihistranspordi osatihtsus vihe, umber 1%, vorreldes kogu reisija-
teveo niitajatega, samas kohaliku tihistranspordi (buss, tramm ja metroo) reisijate absoluutarv tdusis
samal perioodil peaaegu 2%.

Hoolimata erasdiduautode valdavast, 72,7%-lisest osakaalust vorreldes kohaliku ithistranspordiga (bus-
si-, trammi- ja metrooteenused) - 9,6%, on kohalik iihistransport pilvinud iiha rohkem tihelepanu trans-
pordipoliitikas nii EL tasandil kui ka enamikes litkmesriikides. Tanapieval elab peaaegu 80% Euroopa
kodanikest linnakeskkonnas ning nad kasutavad liikumiseks sama taristut ja ruumi. Seega voib kohali-
kust tihistranspordist saada oluline tegur kodanike elukvaliteedi kindlustamisel.

Et aidata kaasa kodanike jitkusuutlikule liikuvusele ja vihendada keskkonna reostust, tuleb kaik kohali-
kud transpordiliigid nagu kdndimine, jalgrattasdit, mootorrattad, mootorssidukid ja kogu ithistransport
ithendada integreeritud jitkusuutlikuks kohalikuks transpordisiisteemiks. Probleemide kisitlemiseks ja
selle eesmirgi saavutamiseks peab ithistransport, eriti kohalik tihistransport, vilja té6tama uued “mu-
gavuse, kvaliteedi ja kiiruse tasemed mis vastavad inimeste ootustele ”, nii on sdénastatud Komisjoni
Euroopa Transpordipoliitika valges raamatus?.

Euroopa Liidus ei eita keegi linnasisese ithistranspordipoliitika kasvavat tdhtsust. Samas on niha, et EL
liitkmesriikides puudub koosk®la poliitiliste eesmirkide ja kohaliku tihistranspordi tegeliku olukorra va-
hel. Kokku oli kohaliku tihistranspordituru kiive (2008) peaaegu 60 miljardit eurot ning seal oli umbes
882 000 tootajat®. Ning selles suhtes on kaikides riikides iiks asi sarnane: kohalik ithistransport vajab
toetust riigieelarvest. Teisisonu, ithistransporti ei saa rahastada iiksnes piletitulust; eriti kui poliitiline
eesmirk on pakkuda taskukohaste piletihindadega kohalikku tihistransporti. Kuid v&ib eeldada, et prae-
gusel ajal on riigieelarve piiratud véimaluste tottu veelgi raskem kohaliku ithistransporti rahastada.

Kohaliku tihistranspordi eest vastutavad peamiselt kohalikud poliitilised otsustajad ja kohalikud pidevad
asutused. Seega on arusaadav, miks kohalik iihistransport erineb ELs riigiti. Erinevused on isegi lin-
nade vahel, olenevalt riigi seadustest ja tavadest. Euroopa Liidus on kohaliku iihistranspordi struktuur
ja korraldus viga erinevad, seda peamiselt finantseerimise korraldamise, kohalike transpordiettevotete
valdamise ja struktuuri osas, aga ka pidevate asutuste ja ettevitetevaheliste suhete ning konkurentsi-
mehhanismide kasutamise suhtes kohalikul ithistransporditurul vastavalt kehtivale korrale ja regulat-
sioonidele lepingute s6lmimise kohta.

1 Vordle jargmisi andmeid: Eurostat (Ed.): Panorama of Transport 2009 véljaanne, lk. 14 + 101;

2 Vordle: Euroopa transpordipoliitika 2010. aastaks: aeg otsustada, Briissel, COM(2001) 370 I6ppversioon, Ik.85ff., 2011 parandatud ja uuendatud
uues valges raamatus, COM(2011) 144 Idppversioon

3 Vt. tabel 1,Kohalik transporditurg” kdesolevas juhendis, andmed on véetud 13-03-11 SBS'ilt ning tabelid EUROSTAT kodulehekdljelt
http://epp.eurostat.ec.europa.eu/portal/page/portal/statistics/
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PSO - Uus Euroopa lihistranspordi maarus

3. detsembril 2009 joustus Euroopa Parlamendi ja ndukogu 23.oktoobri 2007. aasta miirus (EU) nr
1370/2007, ,mis kisitleb avaliku reisijateveoteenuse osutamist raudteel ja maanteel ning millega tunnis-
tatakse kehtetuks noukogu méairused (EMU) nr 1191/69 ja (EMU) nr 1107/70. Sellest paevast alates on
see kehtiv koigis lilkmesriikides ning kohustuslikud on selle mairuse kdik osad.

Uue maiiruse (EU) nr. 1370/2007 (edaspidi: PSO maéirus) eesmirk on tagada turvaline, tohus ja kvali-
teetne reisijateveoteenus reguleeritud konkurentsi abil (autori poolt rdhutatud), mis tagab samas ka ava-
liku reisijateveoteenuse libipaistvuse ja tdhususe nii sotsiaalsest, keskkonnakaitselisest kui piirkondliku
arengu aspektist 1ihtudes, nagu on kirjas PSO miiruse pdhjenduses.*

PSO maiiruse eesmirk on kindlaks miirata, kuidas pidevad asutused voivad toimida pakkumisme-
netluse kiigus ja tagada iildhuviteenuse osutamine kohalikus tthistranspordis. Samuti sitestab miirus
tingimused, mille kohaselt pidevad asutused hiivitavad transpordiettevotjale, kellele nad avaliku teenin-
damise kohustuseks teevad voi kellega lepingu s6lmivad, sellega kaasnevad kulud ja/v6i annavad neile
avaliku teenindamise kohustuse eest ainudigused.

See on asja iiks kiilg; teine on see, et inimesed on need, kes seda kohaliku iihistranspordi teenust osuta-
vad. Enam kui 880 000 Euroopa Liidu litkmesriigi t66tajat to6tab kas séidukijuhina, remonditéslisena
voi halduspersonalis. Nad peavad tegelema erinevate, peamiselt negatiivsete mdjudega, mis tulenevad
nihtavatest muutustest kohaliku ithistranspordi regulatsioonis ning turu timberkujunemises konku-
rentsi tottu: t66jou vihendamine, palkade kirpimine, munitsipaalomandis olevate firmade erastamine,
toohoivegarantii kaotus teenusepakkuja vahetumise voi ettevotte tileviimise korral mujale voi isegi t66-
tingimuste muutumise korral.

Konkurentsivoimelise turu tingimused reguleeritud kohalikul ithistransporditurul méjutavad laialda-
selt sotsiaal- ja tostingimusi. Ametitthingud ja t66ndukogud peavad livima té6andjatega, et parandada
to6tingimusi ning torjuda kohaliku tihistranspordi konkurentsi kahjustavat toimet sotsiaalkiisimusi ki-
sitlevate sitete abil. Samuti peavad nad &ppima suhtlema kohaliku transpordituru uue osalise - pideva
asutusega, kes on itheks peamiseks asutuseks PSO reguleeritud avaliku teeninduse hankelepingute s6l-
mimise protsessis. Teised osalised on ametitihingutele ja té6tajate esindajatele juba head tuttavad: era-
sektori voi munitsipaalomandis olevad kohalikud transpordiettevdtjad. Enamik neist tegutseb kohalikul
tasandil, kuid on olemas ka riigi voi rahvusvahelisel tasandil tegutsevaid eraettevotjaid.

ETF SCRIPT projekt

2011. aastal algatas ETF ametitthingute projekti linnasisese tihistranspordi téotajate ametitihingutele,
mis keskendus uutele litkmesriikidele ja kandidaatriikidele. Eesmirgiks oli paremini ette niha muutusi
linnasisese ithistranspordi turul, vottes arvesse uut PSO miirust ning tundes paremini turu pdhijéude
— suuri hargmaiseid ettevotteid.

Projekti eesmirk oli anda teavet olemasolevatest voimalustest, mis sobivad poliitiliste otsuste mdjutami-
seks ning peale nende otsuste tegemist, avaliku teeninduse lepingute sisu moéjutamiseks, kasutades uue
miiruse voimalusi. Ametiithingute esindajad peavad 6ppima andma vastuseid paljudele kiisimustele
poliitika planeerimise vallas, nagu niiteks kuidas poliitilisel tasandil sekkuda pohikiisimuses: kuidas

4 Vt. Pdhjendust nr.4 méaaruses (EU) Nr. 1370/2007
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korraldada ithistransporti? Millised on PSO miirusega antud vdimalused tootajate kaitse tagamiseks
teenusepakkuja vahetumise korral? Millised on kavandatud sotsiaalsed ja kvaliteedikriteeriumid ning
millisel tasemel on kaitse?

Samuti oli eesmirgiks strateegia-alaste kogemuste vahetus erinevate riikide ametiithingute vahel:
kuidas avaldada maju poliitiliste otsuste tegemise tasandil;
kuidas garanteerida to6tajate esindatus ja tagada ametiiihingute esindatus iihistranspordituru muutuste
perioodil;
millised on olemasolevad vahendid ning milline on plaanitav strateegia?

Samuti holmab see suutlikkust analiitisida konkurentsiolukorda turul ning véimalikke tulevikusuundi
kohalikul iihistransporditurul, mis on kui ametiithingute strateegia aluseks selles sektoris.

SCRIPT projekti osalised olid 12’st uuest liikmes- ja kandidaatriigist:
Bulgaaria, Horvaatia, Kiipros, T$ehhi, Eesti, Ungari, Malta, Liti, Leedu, Poola, Rumeenia ja Sloveenia.

Kiesolev juhend on koostatud SCRIPT projekti® tulemusena ning toetab ametitthinguid ja nende liik-
meid ning ka to6tajate esindajaid muutuste ja viljakutsetega toimetulemiseks reguleeritud konkurentsil
pohineval linnasisese {ihistranspordi turul.

Euroopa Liidu linnasisese ithistranspordi turgu voib iseloomustada vastates jirgnevatele kiisimustele:
Kui suur on sektori kiive?
Palju on sektoris ettevotteid?
Palju on sektoris tootajaid?

Tabelis 1 leiate vastused nendele kiisimustele EL27 kohaliku transpordi turu kohta aastal 2008.

EU27 - Euroopa Liit

(27 riiki) 882.200 14.717 59.874,0
BG - Bulgaaria 16.362 703 210,7

CZ -Tsehhi # 15.000

EE - Eesti 2.420 17 25,7

CY - Kiipros 979 173 40,7

LV - Lati 10.425 133 155,5

LT - Leedu 11.438 431 2255

HU - Ungari 28.270 75 693,6

5 Taname jargmisi inimesi: Alain Sutor, CGT (Prantsusmaa), Martin Mayer, Unite (Suurbritannia), Stefan Heimlich, ver.di (Saksamaa) ja Sabine
Trier (ETF) nende abi- ja koosté6valmis arutelude ja panuse eest SCRIPT projekti heaks ning samuti kolme seminari osavétjaid nende
plhendumuse eest.
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PL - Poola 47.476 897 1.401,3
RO - Rumeenia+ 46.872 2.119 554,4
SI - Sloveenia 1.031 17 39,6

HR -Horvaatia 2.931 44 47,7
MT-Malta* 1.050 1 18,0
Kogusumma: SCRIPT o) 54 4.610 3.412,7

projekti lilkkmesriigid

+ kahtlased andmed; * ATP andmed, k.a. FIE'd (alus: SCRIPT); # SCRIPT ligikaudne hinnang; : andmed puuduvad;
Alused: SCRIPT Malta ja Tsehhi; kdik muud andmed Eurostat, voetud: 13-03-2011; cf. fn. 3

Ametlikud andmed kaikide riikide kohta ei ole veel valmis ning tuli anda moned ligikaudsed hinnangud,
kuid iildiselt voib 6elda, et EL27kohaliku tihistranspordi:

kiive oli umbes 60 miljardit eurot,
mis saavutati umbes 4700 ettevottes,
umbes 882 000 toitajaga.

Need andmed annavad tilevaate EL kohaliku iihistranspordi turust, kuid sellel statistikal on vihe ithist
sektori tegeliku olukorraga erinevates EL litkmesriikides.

On viga erinevad tingimused ning need erinevad riigist riiki: nt. kui vaadata iihistranspordi osakaalu
kogu reisijateveo kiibest (2007)°. Ungari (38%), Bulgaaria (29%) ja Slovakkia (28%) on eesotsas ning Lee-
du (alla 10%), Suurbritannia (13%) ja Holland (13%) 16pus. V5i nditeks Eestis on bussidel ja trammidel
suur osakaal kohalikus transpordis (23%), kuid raudteeveo osakaal on ainult 2%.

Sarnaseid erinevusi voib leida, kui vaadata kahtteist SCRIPT projektis osalenud riiki: Bulgaaria, Horvaa-
tia, Kiipros, TSehhi, Eesti, Ungari, Malta, Liti, Leedu, Poola, Rumeenia ja Sloveenia. Need riigid koos
moodustavad suhteliselt viikese osa kiibest ning ettevdtete ja tootajate arvust. (vt. tabel 2: turuosad).

Muu EL turuosa 95% 76% 83%

SCRIPT'is osalenud riigid 5% 24% 17%

Kuid tuleb olla ettevaatlik, sest andmed iiksinda ei anna iilevaadet kohaliku ithistranspordi tegelikust
olukorrast SCRIPT s osalenud riikides. Vaadates statistikat tabelis nr. 1 ja olles ndinud SCRIPT’is osale-
nud riikide andmeid, saab neid riike ainult viiga umbkaudu vorrelda.

Sama olukord on interneti-pohisel iilevaatel saadud rahvusvaheliste ettevotete andmetega (vt. tabel nr.
3 — SCRIPT’is osalenud riikides tegutsevad hargmaised ettevdtted), mis niitab jirgmist tulemust: kok-
kuvottes tootab 184 000 SCRIPT’is osalenud riikide todtajatest ainult umbes 7300 (4%) hargmaistes
ettevotetes.

6 cf. Eurostat (Ed.): Transpordipanoraam 2009.a. véljaanne
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Jareldus, et hargmaised ettevotted ei mingi mingit rolli EL uute litkmesriikide kohaliku tihistranspordi
turul, ei ole samas dige. Kui vaadata Sloveeniat vdi Maltat, on niha, et hargmaised ettevotted on nendes
riikides iilekaalus. Mirkimisviirne on teinegi teema: Euroopa kohaliku tihistranspordi turul on uus
rahvusvaheline osaleja: Egged Europe alustas Bulgaarias busside finantseerimisega ning on pdhiaktsio-
nir osades Poola kohaliku iihistranspordi firmades. Teistest SCRIPT’is osalenud riikidest nagu Kiipros,
Eesti, Liti, Leedu ja Rumeenia ei ole andmeid hargmaiste ettevotete tegevuse kohta kohaliku iihistrans-
pordi turul.

Bulgaaria Egged Europe n/a 140 Egged Europe on 100% lisraelis asuva Egged
Taavura Ltd. tltarettevotja ja tema kdes on
51% Bulgaaria ettevottest ,TransTriumf”
Varna (Egged Bulgaria)

Horvaatia Veolia 338 133 Panturist; piirkondlik transport Osijek
piirkonnas; alates 2011. a. jaan. VTV Pavlic
d.o.o. Zagrebis

Tsehhi Veolia 2.217 1.351 12 linnasiseses transpordivérgus
Arriva 400 250 Firmad: Bosak Bus s.r.0,0snado spol s.r.o.
Ungari Arriva 384 Umbes 200 juhti Budapestis
(BKV allhankija);
Malta Arriva 900 500 Alustab 3.juuli 2011 (Arriva Malta;
umb. 600 to6tajat, ligikaudne arv)
Poola Veolia 2.382 915 Kahes linnas: Varssav ja Tczew
Arriva n/a n/a Ainult raudteeturul

(140 tootajat; 20 rongi)

Egged Europe n/a n/a MOBILES Poland on 100% Egged
Europe tiitarettevotja ning pohiakt-
sionar 17 kohalikus transpordifirmas.

Sloveenia Veolia 702 362 3 firmas: Certus, 1&I, SAP

Allikas: interneti-pohine llevaade veolia.com and arriva.com kodulehekiilgedelt; egged.com; allalaaditud :10. ja 23.03.2011

Lisaks statistikale:

Et oma riigi kohalikust tihistranspordisiisteemist paremini aru saada, tuleb koigepealt vaadata enne
riigitasandit kohalikku tasandit. Niiteks kahtlevad SCRIPT"is osalenud riigid ettevotete arvus, sest eelda-
takse, et mones riigis, nagu Kiiprosel, Horvaatias ja Leedus, on EUROSTAT andmete kohasel ettevotteid,
mis ei tegutse kiill kohalikus transpordis, aga tegutsevad linnadevahelises transpordis, voi mdnel puhul
ei tundu ettevStete arv dige, sest vahepeal on moned ettevotted liinud pankrotti.
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Aktiivne ope rithmades

Et saada laiem iilevaade ning et paremini aru saada oma riigi kohaliku tihistranspordi turust ja selle t66-
reziimist, tuleb vaadata kvaliteediomadusi ja eripirasid. Neid teadmisi ei saa ainuiiksi statistikast. Suhel-
ge teiste inimestega - oma kolleegid on tavaliselt just parimad asjatundjad. V6i piiiidke saada andmeid
oma riigi statistikaametist. Kui teil on selleks oma toorithm, siis laheb see to6 lihtsamalt.

............................................................................................................................................

Peaksite kasutama ametiiihingu struktuure ja kokku saama riihmas, kus on
ametiithingute ja tootajate esindajad, et arutada, kuidas saada rohkem teavet riigi
ja kohaliku tasandi kohta vahetades infot erinevate ettevotete esindajatega.

............................................................................................................................................

Kiesolev juhend voib aidata leida viisi, kuidas saada ulatuslikum tilevaade kohaliku iihistranspordi turu
mehhanismist oma riigis,

*  oma riigi kohaliku tihistranspordi turu eripirasustest ning
*  mis on ametiithingute jaoks olulised selle turu vdtmeniitajad

............................................................................................................................................

Mida paremini te teate ametiiithingute jaoks olulisi votmeniditajaid, seda paremini
saate kasutada PSO maaruse uusi vahendeid, et parandada ning korraldada
ametiiihingute tegevust sotsiaalsete standardite ja tootajate kaitse satete alusel
pakkumismenetluses ning avaliku teenindamise lepingutes.

............................................................................................................................................
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2. KOOSOLEK — MIS EESMARGIGAT

Edita kohtub Jonasega
% dita, Leedu trollijuht, ametiithingu esindaja ning kohaliku transpordifirma t6ongukogu esimees,
F kohtub oma kolleegi Jonasega, kes on samas ettevottes bussijuht ja ametitihingukomitee esi-
@ mees, et ette valmistada ametitihingu koosolekuks. Nad arutavad jirgmise koosoleku pievakorda
ning Edita teeb ettepaneku teha lithikokkuvote rahvusvahelisest ametiiithinguseminarist, millel ta osales
moned nidalad tagasi.

Jonas: ,Kas see on kaik?“, ning jitkab peale pausi: ,Ma ei usu, et see meie liikmetele huvi pakub®.

Edita: ,On kill, kui kuuled, mis juhtus kohaliku transpordisiisteemiga Suurbritannias dereguleerimise,
erastamise ja vaba konkurentsi tulemusena“ vastab Edita. ,Ja veel kuulsin ma uuest PSO méirusest,
mis hakkab meie kohaliku transpordituru edasist konkurentsi reguleerima. Mina arvan, et meil on vaja
kavandada, mida teha.

Jonas: ,Edita, kas sa toesti arvad, meil on vaja selleks kava?“

Edita: ,Jonas, ainult 5 voi 10 minutit. Ma réigin sulle, mida iiks ametiithingutegelane Sheffieldist mulle
seal seminaril oma kogemustest kohalikul transporditurul riikis. Mul on mirkmed siin. Kuula, ja pirast
saame otsustada, mida teha.“

Jonas: ,Olgu, hakka siis pihta.“
Edita votab oma paberi ja hakkab lugema oma mirkmeid.
Edita: ,Briti kogemus”:

1. Kohalik ithistransport Suurbritannias ja PGhja-Iirimaal

Ule 95% kohalikest bussiteenustest on erakites. Viis Uhendkuningriigi hargmaist firmat
domineerivad kohalikul bussiturul; FirstGroup, Stagecoach, Arriva (parajasti uue Transdev/
Veolia ithinemise kiigus kaduv), Go Ahead ning National Express, omavad kokku 70%
kohalikust bussiturust. Moned linnade valduses olevad firmad piisesid erastamise lainest
1980ndatel, suurim neist on Lothian Regional Transport, mis on Edinburghi linnasisene
bussivork. Belfasti bussid ja enamik Pdhja-Iirimaa iihistranspordist on samuti veel riigiomandis.

Londonist viljuvad bussiliinid dereguleeriti 1986.a.(Transpordiseadus 1985). See tihendab seda,
et bussiteenuste pakkujad voivad vabalt registreerida ja osutada bussiteenuseid oma valitud
liinidel, oma piletihindade ja sdiduplaanidega. Kohalikel omavalitsustel ei ole peaaegu mingit
sonadigust selle koha pealt. Bussifirmad vaivad omavahel vabalt vaistelda iihel ja samal liinil
ning kiisida erinevaid piletihindu. Bussiteenuse pakkujad peavad oma teenused registreerima
liiklusvoliniku juures, kes on kohaliku omavalitsuse ametnik ning kellel on 6igus appi votta
trahvisiisteem, kui bussiettevotja ei paku registreeritud teenust véi kui nende bussid loetakse
ohtlikeks. Kaik bussiteenuste muutused peab liiklusvoliniku juures registreerima 8 nidalase
etteteatamisega.

7 Edita tanab Martin Mayerit, unite (U.K.) selle aruande eest Vilniuse seminaril martsis 2011.

e
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Kui iikski bussiteenuse pakkuja ei ole valmis osutama bussiteenust mingis piirkonnas

voi kellaajal, kus ja mis ajal kohaliku omavalitsuse arvates peaks bussiteenus olema, voib
omavalitsus vilja pakkuda lepingu voistleva pakkumismenetluse teel. Tegelikult on paljud
pithapievased ning Ghtused teenused kui ka vihekasutatavad liinid tervikuna sel moel kohalike
omavalitsuste poolt finantseeritud. Maakohtades v6ib kuni 100% vorgust olla rahastatud voistleva
pakkumismenetluse abil.

Erastamist ja dereguleerimist peetakse iildiselt kohalike bussiliinide jaoks hivitavaks.
Piletihinnad on tdusnud inflatsioonist kiiremini, reisijate arv on jirsult langenud ning sagedus
on langenud koéikidel liinidel, v.a. kdige hoivatumatel liinidel (mis voivad olla viga tulusad
kella 07.00 ja 18.00 vahel, esmaspievast laupdevani). Viljaspool neid aegu on teenuseid

kovasti kirbitud ja kohalikel omavalitsustel ei ole jitkunud raha neid koiki toetada vaistleva
pakkumismenetlusega.

Londoni bussiteenused erastati, kuid ei dereguleeritud. Londoni Transpordiamet (TfL) méiratleb
liinivorgu, séiduplaanid ja piletihinnad ning seejirel s6lmib igal liini voi kombineeritud liinide
peale lepingud erinevate Londoni bussiteenuste pakkujatega voistleva pakkumismenetluse teel.
Lepingud on kas kolmeks v6i viieks aastaks. Kuna Londoni bussiteenuste pakkujad saltuvad
taielikult TfL lepingute saamisest, v6ib liinist ilma jidmine olla nende jaoks katastroofiliste
tagajirgedega. Bussijuhte peab kas iile viima uue teenusepakkuja depoosse kuni 50km kaugusele
voi nad kaotavad oma t66koha. Siiski peetakse sellist pakkumismenetlusega lepingusiisteemi
paremaks mudeliks kui seda on deregulatsiooni mudel, mis kehtib riigi teistes osades.

Kolm kaige olulisemat tunnusjoont on:

o Isiklik ahnus on tihtsam, kui ithiskondlik vajadus
¢ Korged piletihinnad, madal noudlus
¢ Kehvad palgad ja tingimused

2. Oigusraamistik: PSO miiruse rakendamine

2009.a. Kohaliku transpordi seadus annab kohalikele omavalitsustele diguse rakendada
reguleeritud konkurentsi “Kvaliteedilepingute” mudeli raames. See 6igus on vabatahtlik ja
siiamaani ei ole seda kasutatud. Parempoolse valitsuse voidu tdttu 2010. a. mai valimistel voib
aga selle voimaluse kasutamine omavalitsustel olla raskendatud.

“Kvaliteedilepingu” siisteem voimaldab omavalitsusel tagasi voita bussivorgu kontrolli ning keh-
testada liinid ja s6iduplaanid. Seejirel on voimalik s6lmida terve vorgu leping (voi jagada vork
viiksemateks piirkonnalepinguteks) ithele bussiteenuste pakkujale, kes saab omale ainudiguse
osutada teenuseid lepingulistel liinidel. Lepingu s6lmimise kriteerium peaks olema kvaliteet,
mitte lihtsalt odavaim hind, nagu see on véistlevas pakkumismenetluses, siit ka termin “Kvalitee-
dileping”.

2009.a. Kohaliku transpordi seadus tagab mirkimisviirse kaitse tootajatele, kes olemasoleva
téoandja juurest viiakse iile uue, “Kvaliteedilepingu” s6lminud to66andja juurde.Ksigepealt
tehakse kindlaks koik bussiteenuse té6tajad piirkonnas, mis on Kvaliteedilepinguga

kaetud ning tagatakse nende iileviimine teenusepakkuja ettevottesse. Uleviidud toétajatele
garanteeritakse palk ja tingimused, mis on sama head, kui eelmises ettevottes. Uleviidud
tootajatele tuleb pakkuda pensionitingimusi samal tasemel, kui varem.

e
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UNITE ja teised bussiveo sektori tootajaid esindavad ametiithingud on pikalt ja visalt voidelnud
Kvaliteedilepingute rakendamise ning tooliste kaitse eest. Meil on uus Kohaliku transpordi
seadus, kuid kahjuks ei ole meil olnud mirkimisviirset edasiminekut seaduse elluviimisel.
Eeldatavasti votab Kvaliteedilepingute rakendamine aega kaks voi kolm aastat. Kéik suuremad
bussiteenuste pakkujad on igedalt Kvaliteedilepingute vastu.

Kiesoleval hetkel kuulub kogu vaistlev pakkumismenetlus Suurbritannias ja P6hja-Iirimaal
Hankedirektiivide 2004/17/EU ning 2004/18/EU alla. Kui rakendatakse Kvaliteedilepingud, on
voimalus ka ellu viia uue PSO maiiruse sitted.

Kolm olulisemat omadust on:

¢ Reguleeritud konkurentsi mudeli seadusandlus on olemas, kuid ei kehti veel kuskil

¢ Kvaliteedilepingud kaitseksid tiielikult to6tajate to6kohti ja tingimusi

 Bussiteenuseid pakkuvad ettevotjad on muutustele vastu ning hoiatavad, et tulemuseks on
rohke biirokraatia ja korgemad hinnad.

Edita: “Mida sa nende kogemuste peale iitled? “

Jonas: ,Me ei ole Suurbritannias ja siin meie sektoris ei ole hargmaiseid ettevotteid!“ ning peale liihi-
kest pausi Jonas jitkab: ,Kuid seal on tdesti probleeme, mis tunduvad sarnased meie omadega: tdusvad
piletihinnad, vihem teenuseid, vihem reisijaid, kvaliteedistandardite puudumine ning kehvad palgad

ja tingimused - kuid mida saame meie siin Kaunases voi Leedus teha?*, kiisib Jonas vastu, kui Edita on
oma jutu Iopetanud.

Paevakorra koostamine

Edita: ,Mida meie saame teha? See on dige kiisimus, kuid enne vastuse andmist peame kiisima,

e mida me teame iihistranspordi turust ning konkurentsimehhanismidest oma riigis,

e mida me teame digusraamistikust,

¢ kuidas saame me muuta oma ebakindlust téokohtade suhtes?

Kas sellest materjalist siis ei piisa meie koosolekuks?* arritub Edita.

Jonas: ,Sul on &igus, Edita, sellest piisaks, kuid kdigepealt tahaks ma kuulda rohkem sellest PSO miiru-
sest, vdi mis selle nimi oli? Aga meil ei ole piisavalt informatsiooni Leedu kohaliku tihistranspordi turu
kohta. Kas sina tead midagi Vilniuse, Klaipeda v&i Siauliai olukorrast? Ja mida saame meie, ametiithing,
teha konkurentsi mehhanismide mojutamiseks?“

Edita:,Jonas, mulle tundub, et sa just ridkisid meie koosoleku pievakorra teemadest. - Olgu. — Me ei saa
saavutada kaike ithe koosolekuga, aga ma arvan, et meil on piisavalt materjali ja kiisimusi arutamiseks
mitmel koosolekul — miks mitte seda teha?“

Jonas: ,Korraldame kolm koosolekut:

* {the PSO miiruse kohta ja mis selles on oluline meie kui ametitthingu jaoks,

e
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*  teine koosolek oleks meie kohaliku iihistranspordi turust, niiteks: meie siseriiklik aruanne
e jakolmas, mida me saame teha voi mida me peaksime tegema — tegevuskava.“

Edita: ,Ja kui pikad peaksid need koosolekud olema?“

Jonas: ,Ma arvan, et kolmest tunnist piisab, alustame kell 14.00 igakuise laupievase koosolekuga. Jirg-
mine on septembris — Edita, sa ehk alustaksid jirgmist koosolekut oma Briti kogemuste looga? — Ma
valmistan koosolekuks ette kaik juriidilised kiisimused ja PSO méiiruse. Mulle tuli just meelde, et meie
kolleegid saatsid Vilniusest meile mingid materjalid, ,ametitthingute juhend” voi midagi sellist - ma
vaatan jirgi. Vihehaaval hakkab asi huvitavaks minema.”

Edita: ,See on raske teema, Jonas. Ja teist koosolekut vdime alustada kiisimustest PSO méiiruse kohta
ja nende kiisimuste arutamisega, nii umbes 20 vdi 30 minuti jooksul. Ma hakkan niiiid bussijaamade,
hooldus- ja haldushoonete informatsioonitahvlite tarbeks kutseid valmis kirjutama. Kas sa arvad, et
Alfonsas tuleb ka? Ma ei ole teda mitu nidalat niinud.“

Jonas: ,, Alfonsas? Ma arvan, et kui ma talle iitlen, et sina teed ettekande Briti kohaliku iihistranspordi
kogemustest, siis ta tuleb. Ma kohtun temaga jirgmisel reedel 6. liinil, tema vahetuse 16pus — oi, meil
on ainult 15 minutit, siis algab minu vahetus 6. liinil. Mind huvitab, palju liilkmeid kohale tuleb — Edita,
nieme siis koosolekul — ma tulen ka sinu Briti lugu kuulama - teist korda!“

.......................................................................................................................................... .

Jargmised kolm ametiiihingukoosolekut on ndited korralduse arengust ning samuti
sisaldavad need lildist teavet, et paremini méista Euroopa kohaliku iihistranspordi
lepingutavade keerukust. Neid peaks kasutama poéhilise abivahendina ametiiihingu
sotsiaalse ja kvaliteedistrateegia planeerimisel ning korraldamisel lepingute s6Imi-
mise protsessis.

Kaesolev juhend pakub kasulikke nouandeid ning kolme koosoleku organisatoor-
ne kontseptsioon on vaid raamistik. Kéik oleneb osavétjate pithendumusest ning
nende jatkuvast eesmargist iihendada teadmised tegevusega. ,Teekond innustab.”

.......................................................................................................................................... .
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3. KOOSOLEK HR. 1: PS0 MAARU

IAHEND {-"!HETIUHIHE—:UTELE?

E Materjal:

PSO maarus: Maarus (EU) Nr. 1370/2007, mis kasitleb avaliku reisijateveoteenuse osutamist raudteel ja
maanteel. PSO maaruse leiad oma emakeeles internetist:

Vali keeI paremal uIevaIt Seejarel klopsa lk.1.

EU Lissaboni leping
http://www.consilium.europa.eu/showPage.aspx?id=1296&lang=en

Mida PSO maarus reguleerib?

SO maéiruse eesmirk on “tagada turvaline, t6hus ja kvaliteetne reisijateveoteenus reguleeritud

@»  konkurentsi abil, mis tagab samas ka avaliku reisijateveoteenuse libipaistvuse ja tShususe nii

sotsiaalsest, keskkonnakaitselisest kui piirkondliku arengu aspektist lihtudes®, nagu on esitatud

uue miiruse pdhjenduses.® Selleks, et seda saavutada, on vaja “liikmesriikide pidevate asutuste” vasta-

vaid meetmeid, “et tagada selliste teenuste osutamine”, 1iheb pohjendus edasi. Samuti on vaieldamatu

tosiasi see, et “mitmete iildise huvi seisukohalt vajalike riigisiseste reisijateveoteenuste osutamine ei
paku majanduslikku huvi“’

Seetdttu on pidevad asutused kavandanud “avaliku teenindamise kohustused”, st. “pideva asutuse mii-
ratletud voi kindlaksmairatud ndue iildist huvi pakkuva avaliku reisijateveoteenuse osutamise tagami-
seks, mida teenusepakkuja oma majanduslikest huvidest 13htuvalt ilma hiivituseta ei osutaks, voi ei
osutaks samas mahus voi samadel tingimustel”.?®

Selle tulemusena on uue miiruse eesmirk reguleerida tingimusi, mille kohaselt pidevad asutused hii-
vitavad transpordiettevotjale, kellele nad avaliku teenindamise kohustuseks teevad voi kellega lepingu
sdlmivad, sellega kaasnevad kulud ja/vdi [r8hk lisatud ETF poolt] annavad neile avaliku teenindamise
kohustuse eest ainudigused” (Art.1(1, 1. 2)). Seega on selge, et kui “lex specialis”, PSO miiruse eesmirk
on luua iihtsed konkurentsireeglid avaliku reisijateveo teenuse sektorile, kui iildist majanduslikku huvi
pakkuva teenuse valdkonnale. See seob riigihanke seadust jirjepidevalt hiivitiste seadustega, kuna kaiki-
des riikides on tdestatud, et avaliku reisijateveo teenused ei saa libi ilma ametivdimude poolt eraldatud
hivitismakseteta.

8 Vt. pdhjendus nr. 4
9 Vt. pohjendus nr. 5
10 Art. 2 (e)

e
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reguleeritud sotsiaal-majanduslike kohustuste konkurents ja
Uihtsed avaliku reisijateveo teenuste konkurentsireeglid

Sotsiaal-majanduslikud kohustused on naiteks: sooduspiletid dpilastele, iilidpilastele ning vanematele
inimestele voi dised teenused teatud liinidel jne.

Uhtsed konkurentsireeglid on: linnavalitsuste ja riigivalitsuse poolt rahaliste hiivitiste ldbipaistvad ning
eelnevalt kehtestatud normid.

Kuid koigepealt tuleb selgeks teha:

PSO miiruse rakendamiseks on vajalik alustada riigisisese tihistranspordituru eripirade ja selle “pohi-
struktuuri” miiratlemisega.
Et vilja selgitada, mis on riigi tihistranspordi “pShistruktuur”, peab vastama jirgmistele kiisimustele:

*  Kas ettevote saab rahalisi hiivitisi sotsiaal-majanduslike kohustuste tiitmise eest, nagu nt. sooduspiletite
eest opilastele, tilidpilastele ning vanematele inimestele voi kas on olemas ised teenused teatud liinidel
jne?

o Kas ettevottel on ainudigusi ja kas need on seotud kohustusega pakkuda transporditeenust ja/voi séiduplaa-
ni ning kas see on riigi seadustega reguleeritud, nt. kas ettevdttel on kohaliku tihistranspordi tegevusluba
kindlaksmiiratud sdiduplaaniga nr. 203 liinile esmaspievast pithapievani?

Kui vastus lihele nendest kahest kiisimusest on jah, kohaldatakse PSO maarust,
v.a. juhul, kui see on siseriiklike seadustega vilistatud.

Kolm avaliku teenindamise lepingu tiiiipi!

PSO maiirus kirjeldab kolme tiitipi avaliku teenindamise lepingut — ja just selles erineb see muust EL
hankemenetluse seadusandlusest: pidev asutus vdib vabalt valida kolme voimaluse vahel kui vastavad
tingimused on tiidetud.

e Konkurentsil pshinevad lepingud (Art. 5(1)) ning
e Vaistleval pakkumismenetlusel pshinevad lepingud (Art. 5(3))
¢ Otselepingud (Art. 5(2))

Holmates tilalkirjeldatud kolme avaliku teenindamise lepingu menetlusviisi, tiidab PSO mairus
¢ ildhuviteenuste tasuta korraldamise pshimétet nagu on sitestatud EL Lepingu artiklis nr. 16 ning samuti

¢ iildhuviteenuste tasuta korraldamise pohimétet nagu on sitestatud EL Lepingu artiklis nr. 16 ning samuti
¢ subsidiaarsuse pohimdtet nagu on sitestatud EL Lepingu artiklis nr. 5.
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Kaks konkurentsil pohineval lepingu tuupi

Voistleva pakkumismenetlusega konkurentsil pshinevad lepingud (art. 5(1)) sdlmitakse vastavalt direk-
tiivides 2004/17/EU ja 2004/18/EU kohalduvatele normidele, “kui selliseid lepinguid ei sdlmita nime-
tatud direktiivides mairatletud kontsessioonilepingute kujul.“ Termin ,kontsessioonileping“!! viitab
lepingule avaliku frantsiisiandja ning ettevotte vahel, mis sisaldab teenuse osutamise tiksikasju ning
voimalik, et ka kohustust, kuid ei sitesta frantsiisiandja tasu. Kontsessioonilepinguga seonduv majan-
duslik risk on t66votja kanda.

Liikmesriigid voivad jitkuvalt kasutada direktiivides 2004/17/EU ning 2004/18/EU sitestatud menetlus-
norme, tingimusel, et teenuselepinguid ei s6lmita kontsessioonilepingute kujul. .

Vaata naidet “Briti kogemus”: Uhendkuningriik rakendab enamasti pakkumisme-
netlust konkurentsil pohinevate lepingute s6lmimisel. (Art. 5(1)).

ETF arvates kehtib see siiski ainult juhul, kui niiteks piletitasud suunatakse vastutavale asutusele, kes
sel juhul kannab rahalist riski, aga mitte reisijateveoteenust osutavale ettevotjale.

Vaistleva pakkumismenetluse libiviimisel PSO maiiruse art. 5(3) kohaselt peab menetlus tiitma nelja
jargnevat tingimust:

e olema avatud koikidele ettevotjatele;

e olema aus;

e olema libipaistev ning

e jirgima mittediskrimineerimise pShimotteid.

Kui need pshimatted on tiidetud, “v6ib menetlus sisaldada libirdikimisi vastavalt nimetatud pshimdte-
tele, et miirata kindlaks, kuidas kdige paremini spetsiifilistele vdi keerukatele nouetele vastata.”

Eelkdige on voistlev pakkumismenetlus vahend, mida saab kasutada kohalike ja piirkondlike transpordi-
siisteemide paremaks sidumiseks kohaliku ning piirkondliku poliitilise vastutusega.

Pealegi on vdistlev pakkumismenetlus vahend, mida saab kasutada olemasolevate kohalike transpor-
divorkude ning nende sotsiaalmajanduslike kohustuste siilitamisel ja kaitsmisel. Pidev asutus ning
teenusepakkuja voivad vabalt méirata, millistel tingimustel kohalikku tihistransporti korraldada.

Vaadake naidet “Briti kogemus”. Nn.“Kvaliteedileping” tdaidab voistleva pakkumis-
menetluse tingimusi vastavalt artiklile 5(3).

11 Vérdle. Komisjoni télgendav teatis kontsessioonide kohtaUhenduse seaduse kohaselt, EL Teataja C 121, 29. aprill 2000
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Kolme tiilipi otselepingud

Otseleping on “avaliku teenindamise leping, mis sdlmitakse konkreetse avaliku teenuse pakkujaga ilma
eelneva voistleva pakkumismenetluseta.” (Art. 2(h)). Seda v&ib s6lmida kolmel erineval viisil:

e sdltuva teenusepakkujaga (Art. 5(2)),

viikese vdi keskmise suurusega ettevottega (Art. 5(4)) voi

¢ raudtee-ettevdtjaga (Art. 5(6)).

Otseleping on uus lepinguliik ning seda voib kasutada tingimusel, et lepingume-
netlus vastab PSO maarusele!

Pidev asutus voib solmida otselepingu soltuva teenusepakkujaga (art. 5(2)). Sellisel juhul osutab kohalik
omavalitsus ise bussi- trammi- ja metrooteenust vdi sdlmib selleks lepingu sdltuva teenusepakkujaga
(Art. alapunkt j).

Sellise juhul tuleb tagada kohaliku omavalitsuse kontroll séltuva teenusepakkuja kui oma asutuse tile.
Lisaks kehtivad sdltuvale teenusepakkujale ranged reeglid:

1. tegutseda voib vaid omavalitsuse territooriumil, vilja arvatud saabuvad ja lahkuvad liinid,

2. on keelatud osaleda viljaspool selle pideva asutuse haldusterritooriumi korraldatavates pakkumis-
menetlustes

3. allhanke korral peab sdltuv teenusepakkuja osutama enamiku transporditeenustest ise.

Aritihingudiguse kohaselt ei ole kohustuslik, et sdltuv teenusepakkuja kuulub 100% riigiasutusele, kuid
peab olema tagatud, et avalikul sektoril on “valitsev mdju”, mis vastab “ kontrollile oma asutuste iile”.

Selle tulemusena on voimalik avaliku ja erasektori partnerlus.

Otselepinguid voib sdlmida ka viikeste ja keskmise suurusega ettevotetega juhul, kui transporditeenus,
mille kohta leping s6lmitakse, on viikese ulatusega ning lepingumaksumus ei iileta kahte miljonit eurot
voi kui aastane transpordivéimsus ei iileta 600 000 km voi kui ettevdttel on alla kahekiimne kolme s6idu-
ki. Sel juhul tagab otseleping viikeste ja keskmise suurusega ettevatetega (art. 5(4)), et (arvukad) viikesed
ja keskmise suurusega ettevotted on erinevatel siseriiklikel kohaliku transpordi turgudel kaitstud; eriti
need, kes on viimaste aastate jooksul kannatanud vdistlevast pakkumisest tulenenud turu muutuste all.

Lopetuseks, art.5 (6) kohaselt v5ib raudteeteenuste otselepinguid linnasiseses, linnalihis ja piirkondli-
kus transpordis s6lmida kehtivusega kuni kiitmme aastat.

Tingimusel, et eraldatakse laialdaselt “vajalikke majanduslikke vahendeid”, voib seda kehtivusaega pi-
kendada kuni viieteistkiimnele aastale. Sellisel juhul ei pea otselepinguid raudteeteenuste kohta sdlmi-
ma avalike asutustega voi sdltuva teenusepakkujaga.

Hoolimata karmidest reeglitest ja/voi tipsetest eeltingimustest ei tohiks otselepingutesse suhtuda kui
takistustesse, pigem on need voimalused sotsiaal-majanduslikeks kohustusteks, et rahuldada kohaliku
ithistranspordi erivajadusi kompetentse kohaliku omavalitsuse subsidiaarsuse pshimattel.
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Tootajate kaitse ning sotsiaalsete ja kvaliteedistandardite
tagamine pakkumismenetluse kaigus.

PSO miirus avab sotsiaalsetele ja kvaliteedistandarditele pakkumismenetluses uue dimensiooni. Kesk-
ne tthendav tegur kohaliku pideva asutuse lepingute taseme tdstmiseks, eriti tostajate kaitse suhtes
teenusepakkuja muutumise korral ning sotsiaalsed ja kvaliteedistandardid on sitestatud:

(Léige 5) lima et see piiraks liilkmesriikide ja thenduse digust, sealhulgas t66turu osapoolte vahel sélmitud
kollektiivlepinguid, voivad padevad asutused néuda valitud avaliku teenuse osutajalt, et see annaks eel-
nevalt toolevoetud tootajatele digused, mis neil oleks juhul, kui nad oleks le viidud direktiivi 2001/23/
EU kohaselt. Kui piddevad asutused néuavad avaliku teenuse osutajatelt teatud sotsiaalsete standardite
jargimist, peavad pakkumisdokumendid ja avaliku teenindamise lepingud sisaldama asjaomase personali
loetelu, personali lepingujdrgsete diguste labipaistvaid liksikasju ning tingimusi, milliste alusel on t66ta-
jad teenustega seotud.

(Loige 6) Kui padevad asutused nduavad vastavalt siseriiklikule 6igusele avaliku teenuse osutajatelt teatud
sotsiaalsete standardite jargimist, peavad need standardid sisalduma pakkumisdokumentides ja avaliku
teenindamise lepingutes.

Mida see tahendab?

Sotsiaalsed standardid voivad olla: tockohtade kindlustamine pakkumisemenetlusejirgse teenusepakku-
ja muutumise korral voi olemasolevate lepingu- voi koolitusstandardite, to6tervishoiu ja -ohutuse, to6aja
jne tagamine.

Kvaliteedistandardid voivad olla: erisdidukite seadmed, nt. madala pdrandaga sdidukid, teenuse sagedus,
ithtlustatud séiduplaanid, tildine piletisiisteem jne.

Sotsiaalsete ja kvaliteedinduete miiratlemine kohalikus tihistranspordis on viga oluline (vt. jirgnevat
niidet!). Kohalikud pidevad asutused peavad need lepingutaotlejatele kehtestama. Mida tipsemalt on
need miiratletud, seda raskem on pideval asutusel valida “odavaim teenusepakkuja”.

Markus:

« Sotsiaalsed ja kvaliteedistandardid ei ole pakkumismenetluses kohustuslikud,
vaid véimalus!

« Etsedavoimalust rakendada, tuleb veenda nii padeva asutuse otsustajaid kui
poliitikuid!
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Viljavote lepingu kirjeldusest:
Uldinfo teenuselepingu kohta / Schwetzingen-Hockenheim bussivérk (D-Mannheim) - Dokumendi number:
32487-2011; véljaande kuupdev: 29/01/2011

Pakkumise vastuvétmine vastab maaruse (EU) 1370/2007 art. 5 (3) nduetele.

Lepingu kirjeldus

8. Lubab tootajatel taita direktiivi 2001/23/EC ndudeid ja jargida sotsiaalseid standardeid maaruse
(EU) nr. 1370/2007 tihenduses.

Eelmise teenusepakkuja tootajate kaitseks... peab valitud teenusepakkuja kdesolevaga andma eelmis-
tele ettevétja tootajatele samad digused, mis neil oleks olnud juhul, kui nad oleks iile viidud Direktiivi
2001/23/EU kohaselt. ...

Valitud teenusepakkuja peab kinnitama, et kohustab koiki asjassepuutuvaid tootajaid... ja jargima
piiramatult koiki sotsiaalseid standardeid, mis kehtivad kdesoleva uldinfo avaldamise kuupdeval kui
miinimumnoudeid. ... T60 (ja sotsiaalsete) tingimuste kohta vaata lisasid 38a, b, ¢, e, g, hjai.

Alates 3.12.2009 peavad koik pakkumismenetlused ja otselepingud olema avaldatud Euroopa Liidu Tea-
tajas (art.7) iiks aasta enne pakkumiskutse viljakuulutamist v&i tiks aasta enne otselepingu sdlmimist.
Pidevad asutused peavad avaldama, mida nad tahavad teha:

millise lepingusdlmimise viisi nad on valinud,

millal pakkumismenetlus algab,

pakkumismenetluse ulatus (tiks liin v6i suur osa liine voi terve kohaliku transpordi siisteem)
vajalikud sotsiaalsed ja kvaliteedistandardid (vt. tilalolevat niidet), kui need on iildse vajalikud.

Kogu informatsiooni pakkumismenetlustest vaib leida kodulehelt: TED - Tenders Electronic Daily. Igaiiks
voib registreeruda lehekiljel http://ted.europa.eu/TED/ ja ndha iga riigi pakkumismenetluste korda”
Transport and related services (Transport ja sellega seotud teenused)” alt.

Nagu enne, lilevalt paremast nurgast saad valida sobiva keele.
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Joonisel 1 on niide ning iiksikasjad 676 Poola pakkumismenetluse teadetest ajavahemikus 03.12.2007
kuni 09.03.2011. Kui klgpsad internetis dokumendi numbrile, leiad rohkem tiksikasju ja andmeid konk-
reetse pakkumismenetluse kohta.

JOONIS 1: TED UKSIKASJAD (INGL. K. VERSIOON)

Search scope: Archives

Your selection:
Country: o PL CPY code: 0 50112000 0 60172000 U 60210000 o 63712100
from: & Dec 3, 2007 o i Mar 8, 2011

676 items found, displaying 1 to 25. [First/Prev] 1, 2, 3, 4, 5, 6, 7, 8 [Mext/Last]

Documen  pescription Country ~ hUSHEAtOn  poagiine
O vssse-2011 PL-Rybnik: public road transpor services PL 08-03-2011 05-04-2011
0O 750482011 PL-Belchatéw: public transpont serdices by railways PL 08032011
O 7ee15-201 PL-Pozna”: publc Iranspert services by raways PL 08-03-2011
O roors-2011 PL-B54% public read transport services PL 03-03-2011
0 sas30-2011 PL-Wh public port senvices by raiway PL 03-03-20m
O sse9s-2011 PL-Sckalka: public road fransper services PL 03-03-2011
O &rass-2011 PL-%wierfe Game: public ranspon sendces by railways PL 02-03-2011 31032011
O sos1s-2011 PL-Katowice: public road fransport Senvices PL 23-02-20M 31-03-2011
O soss8-2011 PL-Katowice: public rad tranipon services PL 23-02-2011 -03-2011
0O sesea.2011 PL-Taméw. public road transport services PL 23.02-20M

0O se228-2011 PL-%wierda Gome: pubic transpon sendces by rallways PL 22-02-2011 3032011

Samuti leiad TED’is piddeva asutuse aastaaruande PSO miiruse rakendamise kohta nagu on ettenihtud
vastavalt art. 7 (1). Kuid....

.......................................................................................................................................... .

Markus:

« Kogu informatsioon, mis on avaldatud TED'is, on otsuste kohta, mis on juba
tehtud! - Nii et see on ainult vaade minevikku ning mitte tulevikku!

o Selleks, et asju muuta, peaks sul olema tegevuskava (vt. Koosolek 3).

.......................................................................................................................................... .

Uleminekuperiood

Lopetuseks: PSO miiruse tileminekuperiood 16ppeb 3.12.2019.

Artikli 8 (2) kohaselt peab alates 3.12.2019 raudteel ja maantee ithistranspordilepingute sdlmimine ole-
ma terviklikult vastavuses PSO miiruse artikliga 5.

Uleminekuperiood on samas ka indikaatoriks, niidates kas ja kuidas saab liikmesriikide avaliku reisi-

jateveo varem erinenud korraldusvorme ithendada. PSO mdiirus sitestab sdnaselgelt, et litkmesriigid
“vdtavad meetmeid vastavuse jirkjirguliseks saavutamiseks artikliga 5”.

e
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Ning iiks element on veel: Uleminekuperioodi kontrollib Euroopa Uhenduste Komisjon ,.kuue kuu jook-
sul parast iileminekuperioodi esimest poolt“ (artikkel 8 (2)). Liikmesriigid peavad Euroopa Uhenduste
Komisjonile esitama aruande PSO miiruse rakendamise olukorrast.

Sellest tulenevalt peavad liikmesriigid korraldama hiljemalt 2014.aastal siseriikliku arutelu lepingume-
netluste rakendamisest vastavalt PSO miirusele. Arutatakse mdju kohalikule iihistransporditurule,
turuosalistele ning kas ja kuidas sotsiaalsed ja kvaliteedistandardid on ellu viidud v&i mitte.

.......................................................................................................................................... .

Koosoleku I6pus peaksite andma vastused jargmistele kiisimustele:

« Millised on PSO maaruse votmekiisimused ning kas ma sain nendest
oigesti aru?

« Kas PSO madrus on minu riigis uus? Mis oli minu jaoks uus?

« Millised on siseriikliku linnasisese transpordisektori valjakutsed meie riigis
ning kas PSO méaarus annab vastused erastamise ja tootajate kaitse kohta?

« Milliseid probleeme ei saanud me lahendada?

« Kas peame eraldi koosoleku pdadeva asutuse esindajaga, et arutada neid
kiisimusi ja/voi probleeme?

» Millised on meie kui ametiiihingu probleemid PSO méaaruse rakendamisel?

.......................................................................................................................................... .




JUHEND AMETIUHINGUTE AKTIVISTIDELE LINNASISESES UHISTRANSPORDIS e

4. EOUSOLEE HE. 2: SISERITELIK
ARUANNE — FIIGI UHISTRANSFORDI

STEUKTUURT Ja TURU TUNDMINE

E Materjalid:

Riigi Statistikaameti koduleht;

Transpordiministeeriumi koduleht;

Kilastage pohiliste (koikides linnades, kus on Ule 50 000 elaniku) kohalike Ghistransporditeenuste pakku-
jate kodulehti;

Kulastage siseriiklikul tasandil tegutsevate hargmaiste teenusepakkujate kodulehti.

Nende hargmaiste teenusepakkujate puhul, kes tegutsevad kohalikul Ghistransporditurul, kiilastage ka
tootajate osaluse veebilehte http://www.worker-participation.eu/European-Works-Councils.

Euroopa téénéukogu asutamise direktiiv 2009/38/EU véi liikmesriigilileste ettevétete ja liikmesriigilileste
kontsernide menetlusviisid to0tajate teavitamise ja ndustamise mottes (uuendatud).

Muu materjal on kattesaadayv, kui vorrelda siseriiklike menetlusviise, nt. Bulgaarias ja Rumeenias, tootajate
osaluse veebilehel.

seerunud ja arutavad kollektiivlepinguid. Seda ka eeldatakse ning see on tchusa ametitithingut66

tulemus. Siiski leidsime, et eriti kohalikus iihistranspordisektoris tuleb ette, et ametitithingud on
ettevottepdhised, viikesed ja erinevad ning et teadmised kohaliku iihistranspordituru kohta hdlmavad
infot suuremate teenusepakkujate kohta pealinnas ja teistes suuremates linnades. Selleks, et parandada
teadmisi riigi kohaliku iihistranspordituru kohta, oleks hea korraldada koosolek, milles osalevad kollee-
gid erinevatest ettevStetest ja linnadest. (Sellisel juhul oleneb koosoleku pikkus teemade ulatusest ning
kogutud andmetest.)

t 1
; i ldiselt on ametitthingutel suhtelist head teadmised sektorist, milles nad tegutsevad, on organi-
)

Jargmine suunis toob vilja méningad ettepanekud informatsiooni kohta, mida koguda siseriikliku aru-
ande jaoks:

/(‘ Uhistranspordi struktuuri ja turu siseriikliku aruande koostamise suunis.

Kohalik ihistransporditurg

°  Pohilised osalised: munitsipaal-, eraomandis olevad ja hargmaised teenusepakkujad;

°  sodidukite, tootajate arv;

°  Turuosaliste struktuur: suured ja/véi vdikesed ja keskmise suurusega; hargmaised teenusepakkujad
°  Reisijate arv: kasvav/kahanev

©  Piletihinnad: kallid/odavad

*  Erastamise roll

°  Pohilised probleemid on ...

e
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Kohaliku tihistranspordi finantseerimine
Kust tuleb raha: reisijad, riik ja /voi omavalitsus ja /voi piirkond?
rahalise hivitise osakaal turumahust
Kas siseriiklikud/piirkondlikud/kohalikud programmid ning poliitilised juhendid toetavad linnasisest
Uihistransporti?

Pohilised probleemid on ...

PSO maarus
Maaruse (EU) nr. 1370/2007 rakendamise kord: tiielikult nduetele vastav?
Taiendavad siseriiklikud seadused lepingute sdélmimise kohta?

Pohilised probleemid on ...

Ametilihingute struktuur
Ametilihingu esindatuse struktuur; organiseeritud ametiiihingulilkmete osakaal?
Kollektiivlepingud siseriiklikul ja /voi ettevétte tasandil, mida nad reguleerivad?
Tootajate kaitse ja sotsiaalsed standardid: mis on probleemiks?

Pohilised probleemid on ...

Taolise siseriikliku aruande niide on jirgnevatel lehekiilgedel — Horvaatia riigi aruande struktuur, teemad
ja andmed12. Vaibolla on teiste riikide aruannete tihelepanu keskendunud muule méningates punktides.

iildised tunnused Horvaatia Uhistranspordisiisteem koosneb kolmest alamsiisteemist —
tramm, buss ja raudtee — millest trammi alamsuisteemile kuulub 64%,
bussile 32% ja raudteele 14% kogu Uhistranspordisiisteemi reisidest.

teenusepakkujate arv 44 (allikas: Eurostat)
tootajaid 2391 (allikas: Eurostat)
kdive 47,7 milj. eurot (allikas: Eurostat)

Pohilised teenusepakkujad Linnasisene iihistransport on koondatud linnades:
« Zagreb (buss & tramm),
- Rijeka,
- Split,
+ Dubrovnik,
« Pula,
» Osijek (buss & tramm) ja
« Zadar.
Nendes linnades on linnasisese transpordi teenusepakkujad linna-
omandis.

Véljaspool nimetatud linnasid on maantee Ghistransport korral-

datud umbes 15 eraomandis oleva piirkondliku teenusepakkuja
poolt. Osad neist laksid pankrotti v6i on pankroti aarel.

12 Taname abi eest Katarina Mindumi Horvaatia Raudteetddliste Ametitihingust.
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hargmaised teenusepakkujad Uks hargmaine teenusepakkuja (Panturist Osijekis 338 té6tajaga),
prantsuse Veolia kontserni tlitarettevote, osutab piirkondlikku tee-
nust Osijeki Umbruses ning teeb piletimitgiststeemis koostood
linna teenusepakkujaga. See on ainus integreeritud piletimutigisis-
teem Horvaatias.

reisijate arv Linnasisene transport:
Tramm: 168 057 000 (2000)
192 940 000 (2009)
Buss: 221 246 000 (2000)
191 312 000 (2009)

Umbes 65% Horvaatia linnasisese thistranspordi reisijatest on
Zagrebi reisijateveoettevotja ZET reisijad.

Piirkondlik transport:
Reisijate arv on tugevasti langenud 148 408 000-It (1990)
58 493 00-le (2009)

allikas: Horvaatia Vabariigi Statistika Aastaraamat 2010,
interneti valjaanne SLJH2010.pdf

soidukite arv Linnasisene transport:
Tramm: 443 (2000)
415 (2009)
Buss: 1033 (2000)
1270 (2009)

Piirkondlik transport:
ametlikud andmed puuduvad

Veolia tutarettevottel Panturist Osijekis on 133 bussi.

kontsessioonid Busside tegevusload antakse 5 aastaks, kuid ainult umbes 45 kuni
55% neist on tegelikult kdigus. See on tingitud asjaolust, et ettevot-
ted taotlevad kontsessioonilepinguga tegevuslubasid nt. reisisa-
gedusega iga 10 — 15 minuti tagant, kuid tegelikkuses pakuvad
teenust iga 30 minuti tagant.

kulude hiivitamine Piletihinnad katavad ainult 20% (orienteeruv) kogukuludest
Subsiidiumid / hiivitis avali- Koik teenusepakkujad saavad opilaste ja tlidpilaste veo hivitised
ku teenindamise kohustuse valitsuselt.

tditmise eest
Muid huvitisi, nt. kiituse, eriséidukite voi teenuse kvaliteedistandar-
dite eest jne. ei maksta.

Linnaomandis olevate teenusepakkujate kahjumi katavad munitsi-
paalettevotted (nt. Zagrebis tulu teistest linnaomandis olevatest et-
tevotetest, nagu nditeks gaasitoddest, veevarustusest, jaatmeveost,
elamuehitusest ja kaubaterminaalist)
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eriparad - Horvaatias ei ole transpordiametit, igas transpordististeemis voi
igal erineval teenusepakkujal on oma pileti- ja hinnaststeem, isegi
Zagrebi teenusepakkujal ZET'il on ks piletisiisteem oma bussidele
ja teine oma trammidele

- Piletihinnad on kérged, eriti piirkondlikus transpordis

» Méningates piirkondades on reisijateveo teenused ainult dpilas-
tele, moéned piirkonnad on muutunud Ghistranspordististeemi
,valgeks laiguks”

« Zagrebi piirkonnas on sisse seatud linnasisese- ja linnaldhiraudtee
stisteem. Kahe aastaga on linnasisese raudtee reisijate arv kahekor-
distunud.

« Enamik piirkondliku transpordi ettevétetest on majanduslikes
raskustes

« Konkurents nn.,mustade liinidega“, mis saabuvad 5-10 minutit
enne plaaniparast teenust

« Kehv voi puuduv kvaliteedikontroll

« Suhteliselt madalad palgad, vahemal 20% keskmisest madalamad

- Kehvad t66tingimused, eriti to6aja suhtes

» PSO maarus: Sotsiaalpartnerid ei ole seaduste ja pohimaaruste
Uhtlustamisesse ja seiresse kaasatud, siseriiklikud seadused on
olemas, kuid neid ei rakendata

« 14 kohalikku ametitihingut

« Ametitihingute jarsk kasv, kvaasitihingute loomine: ihingud, mis
pole ametilihingutena registreeritud ega taida ametitihingute
kohustusi, likmeteta ametitihingud

Siseriiklikud aruanded vdimaldavad ametitthingutel ja t66tajatel paremini analtiiisida oma kohaliku
ithistransporditurgu. Aruanded aitavad analiitisida oma tugevusi ja ndrkusi, vdimalusi ja ohte (SWOT-
analiiiis, vt koosolek nr. 3). See aitab tuvastada erinevaid véimalusi ametiithingute lilkmetega t6husa
dialoogi pidamiseks.

Siseriikliku aruande 16pus peaks olema TED-analiiiis siseriiklikest lepingute s6lmimise menetlustest (vt
koosolek 1).

Kui riigis tegutsevad hargmaised ettevotted, peaks samuti koguma teavet Euroopa tééndukogude vdima-
luste kohta rahvusvahelistes ettevotetes. Kas vastaval hargmaisel teenusepakkujal on Euroopa téénsu-
kogu? Kas minu riigil on koht selles ETNis? Kui jah, on see koht tiidetud? Kes on ametitthingu esindaja
ETNis?

Voib juhtuda, et peale 3 tundi ei ole siseriiklik aruanne valmis, sest paljud tiksikasjad puuduvad. Sel
juhul vdite midrata rithma litkmetele erinevad kohustused ning 16petada aruanne tidiendaval koosolekul.
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Koosoleku I6pus peaksite andma vastused jargmistele kiisimustele:

» Kas ma saan digesti aru omariigi linnasisese iihistranspordisektori struktuu-
rist?

«  Millised on kolm kdige olulisemad kohaliku iihistranspordisiisteemi votme-
omadused?

« Kas ma tean midagi PSO maaruse rakendamise tasemest? Millised on esileker-
kinud probleemid?

« Kas on ka muid olulisi tunnusjooni?

« Kas ametiiihingud on kaasatud lepingumenetluse protsessi, mis viisil?

0 00000000000000000000000000000000000000000000000000000000000000000000000000000000000000000000000000000000000000000000000000000ssssssosssss o
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i. i i ! Sk

E Materjalid:

Koik materjalid ja tulemused koosolekutelt 1 ja 2.

@ oosolek nr. 3 on erinev kahest eelnevast koosolekust. Esimene koosolek esitas info PSO miiruse

kohta ning kaasnevad viljakutsed ja vdimalused ametitithingutele.

®@ Teine koosolek esitas info siseriikliku kohaliku iihistranspordituru kohta, selle struktuuri ja kor-
raldusliku poole ning osaliste kohta, ning selle, kuidas tihistranspordi lepingumenetluse viisid toimivad.
Enamikul osalejatest on niiiidd rohkem teavet ja parem arusaamine kohaliku tihistransporditurust.

Ennetav ldhenemine ja uued osalised

Eelnevad koosolekud andsid ettekujutuse tulevikuarengust teie omavalitsuses v6i piirkonnas; niiteks,
kas teie kohalik transpordiettevdte hakkab osa votma vdistlevast pakkumismenetlusest voi mitte. Ning
olete teada saanud, et turul on uued osalised: hargmaised ettevatted, mis on munitsipaalsetele trans-
porditeenuste pakkujatele vdimsaks konkurendiks. Samuti saite teada, et teie kohalik pidev asutus ja
kohalikud poliitikud on need, kes valivad lepingutiiiibi: avaliku teenindamise otselepingu linnaomandis
oleva teenusepakkujaga voi voistleva pakkumismenetluse.

Sellises olukorras tuleb ametiithingutel muuta seisukohti ja strateegiat. Enne tavakohaseid kollektiivle-
pingu labirdikimisi téoandjate ja nende esindajatega palkade ja tostingimuste asjus ettevotte tasemel
tuleb korraldada ,libirdikimised“ poliitikute ja ametiasutustega.

O, ”
/ Eeltingimus

Seoses sellega, et padeval asutusel on kohustus sélmida avaliku teenindamise lepingud Uhistranspordi
teenusepakkujaga peavad ametilihingud kasutusele votma teistsuguse strateegia: Votmekisimuseks on
pohimétteline otsus lepingu s6lmimise viisi ja/voi pakkumismenetluse sisu maaramine. On ka teised
labiradkimiste osapooled: kohaliku padeva asutuse esindajad ja poliitikud.

Selline ennetav lahenemisviis on thelt poolt pakkumismenetluse reeglite tulemus, teiselt poolt on see
tanu sellele, et lepingute sdélmimise menetluses on uus osaline, padev asutus (vt. koosolek 1). Seda silmas
pidades on koosolek nr. 3 eelkdige strateegia koosolek ametiiihingute poliitikast lepingumenetluse
raames. Kui alustate kampaaniat alles pérast teie omavalitsuse lepingute menetluskorra ndgemist TED's,

olete juba kaotanud olulise véimaluse méjutada kohalike Ghistransporditoétajate tulevasi tootingimusi!
g J

Olles teadlik sellest eeltingimusest, mis tuleneb PSO maiirusest, vaib alustada koosolekut nr.3.

e
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Koosoleku nr. 3 keskpunktiks on jirgmine kiisimus:
Kuidas jouame ametiithingu strateegiani, mis tagab td6tajate kaitse ning parandab sotsiaalseid ja kvali-
teedistandardeid lepingumenetluse raames?

Selleks, et vilja tootada ametitihingu strateegia, tuleb arutada jirgmisi tihtsaid kiisimusi. Nende pghjal
saab koosoleku iiles ehitada:

e Millised on meie tugevused ja norkused, voimalused ja ohud?

o Millised on meie vastuargumendid teenusepakkuja vahetamisele (kohaliku ithistranspordiettevttega otse-
lepingu s6lmimise poolt) ning — vdistleva pakkumismenetluse puhul — kaikidele voistlevatele ettevdtetele
sotsiaalsete standardite kehtestamise poolt?

»  Millist tegevuskava vajame?

Opetuslikud markused:

Selle koosoleku void korraldada iildkoosoleku vormis, erinevates toorithmades voi
kombineerida neid kahte varianti. Oleneb osalejate arvust: kui rithmas on iile 20
osaleja, void osalejad jaotada kaheks voi kolmeks riihmaks. Koik riihmad tegelevad
samade kiisimustegal!

Koik rilhmad peaksid arutama kéiki samme jarjestikku: 1. samm, 2. samm, 3. samm
ja4.samm.

1. samm: SWOT analiilis

SWOT (ingl.k.) tihendab Tugevused, Norkused, Voimalused ja Ohud ning meil tiidab see ainult ithte
ullesannet: luua eelnevate koosolekute nr.1 ja 2 arutelude tulemustele teatud struktuur.

Selle osa materjalideks voib kasutada:

e Vastuseid koosoleku nr.1 kiisimustele nagu niiteks:
= Millised on PSO miiruse votmekiisimused?
~  Kas PSO miirus annab vastused erastamise ja to6tajate kaitse kohta?
Millised on meie kui ametiithingu probleemid PSO miiruse elluviimisel?
~  Kas on vaja korraldada kohtumine pideva asutuse esindajatega, et neid kiisimusi selgitada?

Uhistranspordi struktuuri ja turu siseriiklik aruanne ning TED-analiiiis (vt. Koosolek nr. 2)
ning samuti

*  Vastused koosoleku nr. 2 kiisimustele nagu niiteks:
= Millised on kolm koige olulisemat kohaliku ithistranspordisiisteemi pohiomadust teie riigis?
~  Vaadates kohalikku olukorda, millised on kolm koige olulisemat pshiomadust?
~  Kas ametiithingud on kaasatud lepingumenetluse protsessi, mis viisil?

Nende materjalide ja eelneva kahe koosoleku kogemuste abil saate sise- ja vilisteguritele paika panna
kéik tunnusjooned, voimalused, probleemid, ideed jne. nagu alljirgnevalt soovitatud.
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Sisemised tegurid:

¢ Tugevused: ametiithingu kasulikud tunnusjooned, nagu niiteks nende suur litkmelisus; otselepingute
tegevuskava; vdistleva pakkumismenetluse puhul kollektiivlepingu kui kohustusliku sotsiaalse standardi
kohustuse kehtestamine jne.

e Norkused: tunnusjooned, mis panevad ametiithingu ebasoodsasse olukorda, nagu niiteks viike litkmeli-
sus; puudulikud teadmised jne.

Valistegurid:

e Voimalused: vilistegurid, mis vivad ametiithinguid toetada, nagu niiteks poliitiline toetus, kohaliku tihis-
transpordi arendusprojekt jne.

¢ Ohud: vilistegurid, mis vdivad ametiithingutele kahju tekitada, nagu niiteks toetuste kirpimine, kohalik
ithistransport ei ole pideval asutusel pievakorras, poliitilise toetuse puudumine jne.

JOONIS 2: SWOT-ANALUUSI NAIDE KOHALIKU UHISTRANSPORDI KOHTA

kahjulik

+ suur ametitihingute liilkmelisus - vaike ametitihingute liitkmelisus

- seminarid PSO maaruse kohta « puudub kolleegide toetus

- ametitihingu kampaania kohalikku thistranspordi « kehv PSO maaruse tundmine
toetuseks T

otselepingute tegevuskava
sotsiaalsete standardite kollektiivleping pakkumis-
menetluse korral

kohalik Ghistransport on padeva asutuse
paevakorras,

rahastamine on selge ja kindel

reisijate arvu kasv

- poliitiline toetus

.......................................................................................................................................... .

Markus:

Tabelis ei ole piisavalt ruumi, et koiki liksikasju vélja tuua. Nt. kui tulemuseks on
kasulik sisetegur , kollektiivleping kui kohustuslik sotsiaalne standard véistleva
pakkumismenetluse puhul’; peaksid teil olema teada kollektiivlepingu iiksikasjad
voi vahemalt lepingu olulisemad punktid!

Opetuslikud markused:

Iga tooriihm esitleb oma tulemused iihiskoosolekul ja tooriihmade tulemused voib
panna tabelisse, nagu ndidatus joonisel nr. 2.

Kui soovite, voite reastada koik detailid tahtsuse jargi.

.......................................................................................................................................... .

e
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2. samm: PSO maaruse pohimottelise rakendamise eelised

Selleks, et valmistuda aruteluks kohaliku pideva asutuse esindajatega on jirgmiseks sammuks koosole-
kul nr. 3 6ppida, kuidas PSO miiruse poolt argumente esitada.

Koostage nimekiri, kus on kirjas pooltviited ja teenused, mis pidevale asutusele esitada otselepingute
ning vdistleva pakkumismenetluse puhul. See nimekiri voiks vilja niha selline:

Pidev asutus voib

e solmida iihistransporditeenuse lepinguid oma (munitsipaal-) ettevitetega;

¢ vabalt valida otselepingumenetluse tiitibi;

¢ solmida otselepinguid viikeste ja keskmise suurusega ettevotetega;

¢ solmida linnasisese, linnalihi ja piirkondliku transpordi avaliku teenindamise otselepinguid raudteeveo-
ettevotjaga;

 valida vaistleva pakkumismenetluse viisi, mis sobib kohaliku transpordisiisteemi olukorraga;

e miirata nii to6tajate kaitse teenusepakkuja muutumise korral kui ka sotsiaalsed ja kvaliteedistandardid.

Vastutasuks, pidev asutus:

¢ saab libipaistvad ja tihtsed eeskirjad rahavoogude kirjeldamiseks reisijateveo teenuste eest saadavate toe-
tuste ning korrigeerivate maksete kohta;

¢ saab miirusega vdimaldatud otselepinguid kasutades hoida kokku tehingu- ja halduskulusid;

*  saab otseselt reguleerida kohalikku iihistranspordisiisteemi ja rakendada tohusalt poliitilist tahet.

Materjalide osas vaata soovitusi koosolekuks nr. 1.

3. samm: Ajakava ja tegijad

Opetuslik méarkus

Selleks sammuks void lildkoosoleku jaotada kaheks riihmaks: iiks tegeleb ajakava
esimese variandi vdljaté6tamisega ning teine valmistab ette nimekirja koikidest
asjassepuutuvatest pooltest, keda kohaliku iihistranspordi lepingute s6lmimine
puudutab.

Ajakava

Enne ajakava ettevalmistamist, kontrolli olulisi kuupievi, nagu

+  kuupiev, millal peab saatma Euroopa Uhenduste Komisjonile siseriikliku aruande PSO méiruse rakenda-
mise hindamiseks (siseriiklik eduaruanne)

e kehtivate kohaliku tihistranspordi kontsessioonilepingu(te) aegumistihtaeg/tihtajad

e kuupiev, millal pidev asutus otsustab pakkumismenetluse viisi

e kuupiev, millal ametiithingu strateegiakontseptsiooni ettepanek peab valmis olema

e kuupiev ametiithingu strateegia arutamiseks kohaliku pideva asutusega / voib-olla ka kohaliku teenuse-
pakkujaga

e kuupiev, millal ...
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Tegijad

Koosta nimekiri asjassepuutuvatest kohalikest ja riigiasutustest, kes on teie kohaliku tihistranspordi
korraldamisega seotud, nt.

ametiiihing

kohalik(ud) teenusepakkuja(d)

kohalik pidev asutus

reisijateithendus

keskkonnarithmad

poliitilised erakonnad

muud toetajad nagu niiteks “ Parema transpordi kampaania” (http://www.bettertransport.org.uk) Uhend-
kuningriigis voi “Savez za Zeljeznicu (Horvaatia Raudteed toetav liit)“ (http://www.szz.hr) Horvaatias ...

1.-3. samm mairatlevad koosoleku nr.3 esimese osa. Esimese osa eesmirk on

cees

cees

eelnevatel koosolekutel kogutud teabe meeldetuletamine
teabe fokusseerimine

...................................................................................................................................... .

Esimese poole tulemusena on teil

e SWOT analiiiisi elemendid,

« argumendid aruteluks kohaliku padeva asutuse esindajatega
« asjassepuutuvate inimeste nimekiri

o ajakava.

...................................................................................................................................... .

Niiidseks on teil kaik ametiithingu strateegia jaoks vajalikud osad olemas. Neljandas osas paneme kaik
eelnevatel koosolekutel saadud tulemused kokku, et koostada plaan - tegevuskava.

4.samm: Ametilihingu tegevuskava

cees

cees

...................................................................................................................................... .

Opetuslikud markused:

Selleks osaks moodustage 5-7 osalejaga tooriihmad. Ainuke iilesanne on tegevus-
kava koostamine. Sellel tegevuskaval saab olema kolm kontrollpunkti: siseriiklik,
sotsiaalne ja tegevuste kontrollpunkt nagu on niha allolevast tabelist.

Tooriihmadel peaks aega minema umbes 45 - 60 minutit, olenevalt koosolekute
kulgemisest. Parast riihmatood peaksite korraldama umbes tunniajase iildkoosole-
ku, olenevalt riihmade ja osalejate arvust. Uldkoosolekul peaksite arutama erine-
vaid tegevuskava ettepanekuid ning selle arutelu tulemuseks peaks olema iihine
ettepanek sotsiaalse kaitse tegevuskavaks.

...................................................................................................................................... .
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Kontrollpunkt 0 Kontrollpunkt 1 Kontrollpunkt 2
siseriiklik kontroll sotsiaalne kontroll tegevuse kontroll
« Vtkontrollnimekirja Art. | -lll « Vtkontrollnimekirja Art. | -lll « Vtkontrollnimekirja Art. |-l
» Koostage vajalikud pohjen- « Koostage vajalikud argumen- « Nimeta argumendid, mis on
dused miks tuleks rakendada did sotsiaalsete standardite eelmise lepingute s6lmimise
varasemate lepingute rakendamise kui ‘sotsiaalse protseduuri vastu
s6lmimise eeskirjade asemel kaitse’kohta’ - Konkreetne tegevuskava
maarust 1370/2007

« Koostage argumendid, mis
naitaksid, et otselepinguid
tuleks eelistada véistlevale
pakkumismenetlusele

« Tehke kindlaks tegijad

« Otsustage, kes saab teie tege
vust toetada

Rakendamine Maarus (EU) Nr. 1370/2007

Tegevuskava ainuke eesmark on rilhmatoo ergutamine. See on lihtsalt ettepanek

nagu ka jargnev kontrollnimekiri ametiiihingu esindajatele. Teie teate oma riigi voi
timbruskonna olukorda koige paremini ning ametiiihingu strateegia peab olema

kooskolas kohaliku véi riigi eriparaga.

Kontrollnimekiri ametiilihingute esindajatele

Selleks, et toetada soovitatavat kohaliku iihistranspordi ausa ja sotsiaalselt vastutustundliku konkurentsi
tegevuskava, voivad litkmesriikide kohalike ja piirkondlike ametiithingute esindajad lihtuda jirgnevast

kontrollnimekirjast.

Kuid pidage meeles, et see kontrollnimekiri erineb riigiti, sest igas riigis on oma tavad t6dsuhete kisit-
lemiseks. Seetdttu pidage silmas oma riigi toosuhete seadustikku ja seadusandlust. Jirgnev kontrollni-
mekiri on koostatud selleks, et aidata kaasa ametiithingute laiemale tegevusulatusele transporditssliste

huvide maksmapanemiseks ja rakendamiseks:

I. Ettevalmistustoo

¢ Pidage silmas: siseriiklikke tosuhete seadustikke ja seadusandlust;

¢ Nimekiri koikidest siseriiklikest digusaktidest, mis kaasnevad PSO miirusega;

e DPoora tihelepanu eranditele, nt. sellele, et reisijateveoteenuste riigihangete seadusandluses rakendatakse
ainult direktiive 2004/17/EU ja 2004/18/EU. Sellisel juhul on oluline uurida, millised on kehtivad piiran-
gud, mis takistavad tildiste riigihangete digusaktide rakendamist.

e Valmistage ette iilevaade kehtivate reisijateveoteenuste kontsessioonilepingute aegumistihtaegadest. Pal-

jud nendest kuupievadest on kittesaadavad internetis.

¢ Kohalike voi piirkondlike pidevate asutuste kindlaksmiiramine;
e Asjassepuutuvate klientide kontaktpartnerite kindlaksmiiramine;
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Otsus, kas on vaja koostada tegevusplaan;
Toojaotuse kindlaksmidramine vabatahtlike ja tiiskohaga ametiithingute esindajate vahel;
Esialgse ajakava koostamine;

Kuna lepingumenetlustes esineb tihti tiitmisaegade pikendamist, peab tegevuskava tiitmisaeg samu-
ti pikem olema. See peaks olema vihemalt:

Kaks aastat otselepingu puhul s6ltuva teenusepakkujaga

Poolteist aastat muude otselepingutiitipide puhul

Kaks aastat voimaliku voistleva pakkumismenetluse puhul artikli 5 (3) kohaselt

Kuus kuud eelnevas voistupakkumises voidetud lepingu voimaliku rakendamise puhul artikli 5(1)

kohaselt

Mairkus: nimetatud tiitmisajad voivad riigiti mirgatavalt erineda.

Ajakavade hindamine
Miira kindlaks, milliseid lepingutiitipe taotleda tegevuskava arvestades:

Otseleping soltuva teenusepakkujaga

Otseleping viikese voi keskmise suurusega teenusepakkujaga
Otseleping raudteeteenuse pakkujaga

Konkurentsil pghinev leping

Voistlev pakkumismenetlus

Tehke kindlaks tegijad: kohalike v&i piirkondlike pidevate asutuste esindajad, kohalikud ja piirkondlikud
poliitikud, kes koos otsustavad kohaliku transpordipoliitika ning selle korraldamise poliitilistes asutustes
Otsustage, kes voib meie tegevust toetada: poliitikud, eraisikute rithmad, reisijate- ja tarbijateithistud, ...
Uurige palju turuosalisi on, ning kui vaja, siis ka nende piirkondlikku jaotust

Kui vaja, miirake kindlaks, kes on 5-8 kdige olulisemat turuosalist

Koostage iilevaade siseriiklikest miirustest, mis holmavad kehtivaid téoohutusalaseid digusi

Kaasake ametitihingu lilkmeid nagu kirjeldatud koosolekutel

Koguge ja pange kirja argumendid, mis toetavad PSO miiruse rakendamist

Kes saab aidata (ametitthingud, ithingusse kuuluvate to6tajate esindajad, ithistud, eraisikute rithmad, po-
liitikud, eksperdid...)?

Miirake iilesanded

Tehke kindlaks vastutavaid isikud ja vdimalikud koostoopartnerid

Koostage parandatud ajakava

Pange tihele osalejate kiitumist

Koostage koosoleku protokoll

Pidage aru poliitiliste erakondade esindajatega

Pidage aru kohalike ja piirkonna juhtidega

Pidage aru teiste ametiithingutega

Pidage aru eelmise teenusepakkujaga

Pidage aru reisijate- ja tarbijaterithmadega ning teiste kohalike tegevusrithmadega

Kutsuge kokku ametiiihingute koosolekuid

Moelge suhtekorralduse peale (infostendid, infolehed, avalikud arutelud ...)
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e Mirkige tiles vahepealsed sammud ja tulemused
e Vastavalt vajadusele, valmistage ette iileriigilisi ametitihingute kampaaniaid

IV. Tegevuskava: Aus ja sotsiaalselt kohusetundlik konkurents kohalikus transpordis

e Vastavalt vajadusele, valmistage ette argumendid, mis niitavad, miks otseleping on parem, kui avalik kon-
kurents

e Tooge niiteid otselepingute kohta

¢ Vastavalt vajadusele, valmistage ette argumendid tagasi munitsipaalomandisse votmise vdimaluste poolt

»  Tooge niiteid tagasi munitsipaalomandisse votmise kohta (uuesti munitsipaal-/piirkondlikuks omandiks)

¢ Kaaluge sotsiaal-majanduslike kohustuste tihtsust, pidades silmas kasvavat vajadust edendada jitkusuut-
likku litkuvust tihedalt asustatud piirkondades

e Pange kirja kvaliteedistandardite vordlusalused teenuste kvaliteedi, nt. sdidukite ja liinide kvaliteedi kohta

o Toestage, kuidas kvaliteedistandardid mojutavad asjassepuutuvate tootajate kvaliteeti ja kompetentsi rei-
sijateveo korraldamises; vaite kasutada konkreetseid niiteid to6tajate kvaliteedistandardite kohta (sdiduki-
juhtimine, hooldus, remont ja haldus) — Ettepanek: Koolitus- ja kvalifikatsiooniprogrammid

e Tooge kvaliteedistandardite niiteid

o Toodtajate kaitse sotsiaalsete standardite vordlusalused ja/vai selgitus, et tagada olemasolevate kollektiivle-
pingute jitkuv kehtivuse téokohal, toshaive, to6lepingute kaitse iileminekuperioodi raames, kui teenuse-
pakkujad vahetuvad, konkureerivate kollektiivlepingute kaalumine ning ettepanekud menetlusviisi kohta,
kollektiivlepingute (palgalepingute) tagamine ja/voi kohustus, ithisotsustamisdiguse tagamine jne. ...

» Tooge niiteid sotsiaalsete standardite kohta teistes riikides

*  Koguge kokku argumendid eelmiste lepingumenetluse edasise kasutuse vastu

e Vorrelge ja/vdi valmistage ette iilevaade PSO maéiruse eeliste kohta vorreldes eelmiste sotsiaal-majandusli-
ke transporditeenuste lepingute sdlmimise tavadega

e Konkreetne tegevuskava, kaasa arvatud suhtekorraldustsé

e Koostage ka tegevuskava kollektiivlibirdakimiste /kampaania kohta

Kohalikule ametiithingukoosolekule méeldes tuleme ja Jonase juurde tagasi. Alustuseks esitati
lithike ettekanne PSO méiiruse moju seminarist. Lopus tehti ettepanek korraldada sellel teemal kolm
koosolekut.

Peale kiesoleva juhendi lugemist arvab enamus teist kindlasti, et kolme ametiithingukoosoleku jaoks
on siin liiga palju materjali. Teil on digus: teavet, probleeme ja kiisimusi kohaliku tihistranspordi kohta
on liiga palju ainult kolme 3-tunnise koosoleku jaoks. Ametiithingustrateegiat ei saa iiles ehitada vaid
kolme tunniga. Seega on kiesolev juhend nagu ,lillekimp“ ning te saate valida, milline lill teile koige
rohkem meeldib vdi teiste sonadega: ametiithingute organisatoorne areng ning selle tulemus, ameti-
ithingu strateegia, toimib ainult siis, kui ,Teekond innustab“.

Ma arvan, et ja Jonas kavandasid oma kolm koosolekut just selles vaimus.
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ANNEXES

1. National reports on Local Public Transport

The written national reports from participants/or participating trade unions of the SCRIPT project
on Local Public Transport from Britain, Bulgaria, Croatia, Czech Republic, France, Hungary, Latvia,
Lithuania, Malta, Romania and Slovenia are documented on the following pages.

Local Public Transport in Britain and Northern Ireland
By Martin Mayer, UNITE The Union

Structure of the national urban public transport system

Over 95% of local bus services are in private hands. Five UK multinationals dominate the local
bus market; FirstGroup, Stagecoach, Arriva (in process of being absorbed by new Transdev/
Veolia merger) Go Ahead and National Express, accounting for 70% of the local bus market
between them. Some municipally owned companies survived the privatisation drive in the
1980’s, the biggest of which is Lothian Regional Transport, Edinburgh’s urban bus network.
Belfast’s buses and most of Northern Ireland also remains in public hands.

Bus services outside London were deregulated in 1986 (Transport Act 1985). This means bus
operators are free to register and operate bus services on routes of their own choosing, with
their own fares and timetables. The Local Councils have almost no say in what is run. Bus
companies are free to compete with each other over the same stretch of route and charge
different fares. Bus operators must register their services with the Traffic Commissioner, a
regional Government officer, who does have the power to invoke penalties if the bus operator
fails to run their registered services or if their buses are found to be unsafe. Any changes to
bus services must be registered with the Traffic Commissioner with 8 weeks notice.

If no bus operator is prepared to run a bus service in an area or at a time when the Local
Council believes there should be a service, it may offer out a contract under competitive
tendering. In practice many Sunday and evening services, as well as lightly used routes in their
entirety, are funded in this way by Local Councils. In country areas up to 100% of the network
may be funded by competitive tendering.

Privatisation and deregulation is widely seen as a disaster for local bus services. Fares have
risen faster than inflation, passenger numbers have slumped, and frequencies have been cut
on all but the most busy routes (which can be very profitable between 0700hrs and 1800hrs
Monday to Saturday). Outside these times services have been cut back dramatically and Local
Councils have had insufficient funds to support them all through competitive tendering.

London’s bus service were privatised but were not deregulated. Transport for London (TfL)
defines the route network, timetables and fares and then contracts out each route or combi-
nation of routes by competitive tendering to the various London bus operators. Contracts are
for 3 or 5 years. As London’s bus operators depend entirely on winning TfL contracts, it can be
disastrous if routes are lost. Bus drivers may have to be transferred up to 30 miles away to the
new operator’s depot or lose their jobs. However this contract tendering system is widely seen
to be a better model than the deregulation model that applies to the rest of the country.
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Key characteristics:

o Private greed before public need
* High fares, low demand

 Poor Wages and conditions

Trade union representation in urban public transport & collective agreements

The bus industry is heavily unionised in Britain and Northern Ireland, typically with up to
99% union density among bus drivers, but rather less in the smaller bus companies and
more remote bus depots. Unionisation of depot staff (cleaners, engineers, fitters) is usually
less strong than among drivers. UNITE is by far the biggest trade union in bus industry with
90,000 members in local passenger transport. Other unions do have a small presence e.g.
RMT, GMB and UNISON.

Under British law, employers must recognise the trade union if membership is over 50%.
Collective bargaining in Britain is entirely between the employer and the trade union with no
Government involvement. In the bus industry collective bargaining on wages and conditions
is universally local with no national collective bargaining at all on wages and conditions. This
means wage rates and terms and conditions vary greatly across the country and even between
bus operators in the same town or city, even when operating on the same stretch of route.
The best paid bus drivers are in London (typical hourly rate is £13-£15 per hour). Urban rates
of pay in the north of England range from £7-£10 per hour. Some small private companies
which are non-unionised may pay little more than the minimum wage (NMW currently stands
at £5.85p per hour). Some limited bargaining takes place nationally on a company basis e.g.
FirstGroup meets with UNITE delegates to discuss and agree nationally universal issues such
as uniforms, pensions, alcohol and drugs policies etc.

Negotiating with private employers in a highly competitive market has seen wage rates
depressed since deregulation but UNITE has made strong gains over the last 10-15 years.
The current economic crisis and recently announced major cuts in public funding for the bus
industry are likely to depress wage rates in the coming period.

Most collective bargaining agreements are renegotiable after one year but employers have
successfully secured longer term agreements by offering guaranteed wage increases in future
years. A number of agreements now last for 2 or even 3 years.

The union negotiating team is normally made of elected union representatives from the work-
place with the Union’s full-time paid officer acting as lead negotiator. Usually the trade union
submits to the Company a “wage claim”. When an “offer” from the Company is finalised, the
union representatives will decide by majority vote on whether to recommend acceptance or rejec-
tion of the offer. It is then put to a ballot of the workplace. Only when the offer has been accepted
by the membership of the union are the terms of the offer put in place by the employer.

Union militancy is alive and well in the UK bus industry, in spite of huge difficulties legally with
Britain’s anti-union laws. Ballots for strike action are commonplace and often are supported by
large majorities of the union’s membership. This is often enough to make the employer improve
the offer. When strikes do take place, they are usually of short duration e.g. series of one day strikes

Key bargaining issues currently are:
* improvements to hourly rates of pay
¢ elimination of lower “starter rates”, often on worse conditions e.g. sick pay etc.




* improvements to sick pay and additional paid holidays
¢ reducing maximum spells of duty and maximum duty lengths
« additional pay for overtime and unsocial hours

Trade unions are free to strike over any dispute with the employer as long as negotiations have
been exhausted first and a full postal ballot of the membership has taken place. Sometimes
strikes have taken place over unfair dismissals, victimisation of trade union reps or the
breaking of agreements. Unofficial strikes (where the members walk out without a ballot) are
very rare in the bus industry.

Key characteristics:

» Strong unions with high density and an ability to stage effective strike action

¢ Local collective bargaining but little or no legal protection for pay and condition
¢ Powerful multinationals seeking to minimise labour costs

Legal framework: implementation of the PSO regulation

The 2009 Local Transport Act gives Local Councils the power to introduce a “Quality Contract”
under the controlled competition model. This power is optional and has not been introduced
anywhere as yet. The election in May 2010 of a right wing ConDem Government may make it
more difficult for Councils to go down this road.

The “Quality Contract” system allows the Council to regain control over the bus network and
set the routes and timetables. It will then be possible to contract the entire network (or break
up the network into smaller area contracts) to a single bus operator who will have exclusive
rights to operate over the contracted routes. The contracts should be awarded using quality as
the criteria rather than on a simple lowest cost basis as in competitive tendering, hence the
term “Quality Contract”.

The 2009 Local Transport Act provides for a considerable amount of protection for employees who
are transferred from their existing employer to the new employer who wins the Quality Contract. In
the first instance all employees currently employed on bus services in the area covered by a Quality
Contract must be identified and ensured a transfer of employment to the new operator. Transferred
employees are guaranteed pay and conditions no worse than which they previously enjoyed. Trans-
ferred employees must be offered pension rights no worse than they previously enjoyed.

UNITE and the other trade unions representing workers in the bus industry campaigned long
and hard for Quality Contracts to be introduced and for workers to be duly protected. Unfor-
tunately the outgoing Labour Government failed to implement the necessary legislation until
the very end of its term of office. The process for implementing a Quality Contract is expected
to take two to three years from commencement. All of the major bus operators are vigorously
opposed to Quality Contracts.

Currently all competitive tendering in Britain and Northern Ireland comes under the Procure-
ment Directives 2004/17/EC and 2004/18/EEC . If Quality Contracts are implemented there is
an option to implement the provisions of PSO Regulation 1370/2007

Key characteristics:

¢ Legislation for controlled competition model is in place but not yet in operation anywhere
¢ Quality Contracts would fully protect employees’ jobs, terms and conditions

¢ Bus operators object to the change and warn of more bureaucracy and higher costs
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Local Public Transport in Bulgaria

Structure and main issues of the urban public transport system
The urban public transport services are provided by the bus, trolleybus, tram and metro
companies in the major cities and most of them are municipally owned. Partially railway
transport is included for the capital of Sofia. Since 1998 the metropolitan is operating in
the capital of Bulgaria and currently new lines are under construction. Co-funding from the
European funds for the regional development is provided for the reason.

The Centre of Urban Mobility is managing since 2009 the route network, timetables and fares for
the urban transport. The city of Sofia is the owner of two public transport companies for tram and
trolley traffic, Electrotransport EAD, and for bus transport and central administration and other
services, Autotransport EAD. 31 bus lines are operated by private companies as a subcontractor.

The bus and trolleybus transport services prevails in the rest of the country. The bus serv-
ices outside the main cities were deregulated and the companies were mainly privatized. The
private bus companies are free to register and to decide on which routes to operate with their
own fares and timetables.

Key characteristics:
* lack of space to build infrastructure (Sofia)
¢ old vehicles

Structure of the national trade union representation in urban public transport and
collective agreements

FTTUB (a member of CITUB ) is representing 100 trade union organizations in all transport
sectors, such as ports, maritime, inland waterways, services at the airports, civil aviation, rail
transport and infrastructure, metropolitan, urban transport, rail and road construction and
logistics, specialized transport hospitals, border customs control as well. FTTUB actively takes
part in the sub-councils for tripartite social dialogue on a level of Bulgarian Executive Agencies
of automobile, railway, maritime, port and civil aviation administrations.

Collective agreement for the whole branch ( all sectors) is signed. Additional agreements are
signed by each organization.

There is a strong TUs representation (80%) in the urban transport. The main reason is that
they are owned by the municipalities. FITUB is not representing the private sectors, but is
attempting to influence it through the Sectoral Collective Agreement for transport. The main
employers’ transport organizations have signed it and the two TUs Confederations in Bulgaria.
The Collective agreement is spread for the total of 80% (joined workers).

The deregulation of some of the urban sectors is causing unemployment. Private companies are
providing services for some of the bus lines. FTTUB is insisting that the employers must produce
a plan for optimizing, concerning the personnel before laying off the workers. Problems for the
rest of the country differ — the terms of payment and the entire collective agreements are neglected.

The drivers suffer from the heavy urban traffic, the pressure to follow the timetable and the
lack of good working conditions.




Local Public Transport in Czech Republic

Structure and main issues of the urban public transport system

Urban public transport is an exclusive domain of local authorities who are also fully respon-
sible for its financing. Except for a few municipalities, most of the companies providing urban
public transport are still in public hands. Generally speaking, cities and larger towns have
their own transport companies. Transport in smaller towns is sometimes provided by regional
providers who have to go through tendering process. Cities and larger towns sometimes create
companies which co-ordinate timetables, fares etc. (such as in Germany Verkehrsverbund).

Financing of the public transport system

The public transport system in the Czech Republic is financed as follows:
rail transport — intercity: by state

rail transport — regional and local: by regions

bus transport — regional: by regions

bus transport — urban/local: by municipalities

Legal framework for public transport and the implementation of the PSO regulation
The PSO regulation has been implemented by means of Act No. 194/2010 Coll. of 20 May
2010 (zdkon o vefejnych sluzbdch v pfepravé cestujicich a o zméné dalSich zdkonil). As its name
suggests, this act creates framework for the state, regions and municipalities for ordering
passenger transport services (both road and rail) in public interest.

Structure of the national trade union representation in urban public transport and
collective agreements

Almost all transport companies providing urban public transport are unionized — however, the
level of organisation varies considerably from company to company. Most of the local unions
are part either of Odborovy svaz dopravy (OSD) or Odborovy svaz pracovnikii dopravy, silnicniho
hospoddrstvi a autoopravdrenstvi Cech a Moravy (DOSIA). OSD is a member of the national
confederation CMKOS, while DOSIA is not. Collective agreements are signed mostly on
company level. In a few cases, “yellow unions” supported by the employers have been created
in order to obstruct the collective bargaining process. There is also a branch collective agree-
ment for urban transport signed by DOSIA, but its provisions are rather weak.
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Local Public Transport in Croatia

Structure and main issues of the urban public transport system

The public transport system in Croatia includes three major subsystems — tram, bus and rail —
of which tramway subsystem accounts for 64%, the bus 32% and rail subsystem with 14% in
the total number of trips generated by means of public transport. The number of passengers
transported by tram is almost twice as high in relation to bus transport. But the difference lies
in the fact that buses are not intended to enter in the very City Centre, but transported tram
passengers to the destination, where they continue their way towards the desired destination.

Public transport in Zagreb makes a network of urban - suburban railway, tram and bus lines.
The annual passenger traffic transported a total of 500 million passengers, of which about
50% in public transport. In 1992 the Railway was integrated into the system of public urban
and suburban transport of Zagreb. Urban-suburban railway transport is used on working
days on average about 70,000 passengers daily in 2005. In 2006 there has been transported
27.325 million passengers. In the last two years the number of passengers in urban rail is
doubled. The majority of public transport in Zagreb performs Zagreb Electric Tram (ZET),
which is the operator of tram and bus traffic. ZET is a subsidiary of the town company, Zagreb
Holding Ltd.

Public transport in Split makes a network of urban - suburban railway and bus lines,

public transport in Osijek makes a network of tram and bus lines.

The public transport in Zagreb, Split and Osijek is provided by municipal enterprises. In all
other cities there are private bus companies and the local governments are organizing the
public transportation through the issuance of concessions.

Key characteristics:

* High fares, no care on public need

» Poor organized transport services in regional / local levels
* Poor transport services and poor working conditions

Financing of the public transport system

Ministry and rail passenger operator, Railways Passenger Transport Ltd, entered into a contract
on subsidizing rail passenger traffic on the yearly basis as this are services of general economic
interest.

Key characteristics:
¢ The decentralization of duties does not follow the decentralization of the budget.

Legal framework for public transport and the implementation of the PSO regulation
In accordance with the progress in EU accession process and taking an increasing number
of provisions of the acquis into national legislation, the PSO contracts will be detailed in line
with European practice. An important part of the responsibility in this process relates to the
involvement of all levels of local government regarding the regulation and organization of
public transport on its territory, which implies certain decentralization.

With regard to social conditions, Croatia started with the harmonization of legislation for
road transport, but the operational application of the duration of driving and rest are lagging
behind, while the implementation of regulations on working time has just begun.




Key characteristics:

¢ Social partners are not involved in the process of harmonization and monitoring of laws
and by laws

e Laws are in place but not implemented

Structure of the national trade union representation in urban public transport and
collective agreements

Urban-suburban railway transport

One Collective agreement signed by Railways Passenger Transport Ltd and two trade unions:
Railway Workers Trade Union of Croatia and Croatian Trade Union of Railway Workers

Tram and bus transport

At national level the urban transport workers are represented by Trade union associations of
driver and transport workers of Croatia. Members of association are 14 local trade unions.
Each trade union has signed one collective agreement with the local bus/tram company.

There is one more national trade union in the road transport sector: Union of Transport and
Communications, which has about 4000 members, half of the segment of road maintenance
and half of the segment of road transport, mostly passenger.

Key characteristics:

o Extremely strong internal proliferation of trade unions, the establishment of quasi-unions,
associations which are neither registered as a trade union or perform union duties, trade
unions without membership

¢ Relatively low wages, lower than the average for at least 20%

* The greatest violation of rights in terms of total working time

Urban public transport in France
by Alain Sutour, CGT Transport

Introduction

As in the PSO regulation tendering process and contracting between companies and urban
transports authorities is the rule on the French urban transports market, for a long time now.
Furthermore three of the most important multinationals actives in the field of urban trans-
ports are French. That is why sharing this experience could be of some interest among Europe,
including resistance to powerful multinational companies, and dark sides examples. Notice that
the following presentation is nothing but a short Overview of the French urban transport sector.

1. Human and social
1.1. Users
First of all, we all are trade unionists; then what is the most important for us are the human

beings. Before speaking about our colleagues it is useful to focus on those without whom the
urban public transports has no meaning: the users.
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There are nearly 29 Million inhabitants who live in 199 transport networks areas. 29 million,
that is nearly half of the French population. Users do 5,3 Billion journeys a year, mainly in
“Ile de France”, the capital Region around Paris. Users have to pay for their transport but the
fares are far from covering the real price. Takings for a journey is 0,52 € and this doesn’t cover
the spending which is up to 1,40 €. As we will see later about urban transports finances, the
difference has to be provided essentially by local governments.

1.2. Work force

You also need a work force to drive, to maintain, to manage the urban transports networks.
There are 90 243 employees to do that. A French specificity lies in the fact that more than half
of them work in public owned companies, mainly Paris, Marseille and Toulouse. Women’s part
among employees is only 16%. The most numerous workers are bus drivers (67%). This kind
of work is seen, or considered, as a man’s work and hard to manage with a family life. Never-
theless women driving on the Reims network are up to 25% for example.

1.3. Social frame

In the private companies and public corporations (except RATP) social relations are ruled by
a national collective agreement guaranteed by the law and by the central state. This national
collective agreement handles over disciplinary matters, hiring and dismissal conditions,
minimum wages. Every year a compulsory negotiation about salaries is held at a national level
and at a company level.

It is a status inspired from that of the civil servants which ruled the social relations for RATP
employees.

There are also companies’ collective agreements on specific items. Notice that both urban
transport national collective agreement and RATP employees’ status are nothing but a social
minimum. It means that in case of change of operator after a tendering competition, the new
employers if they are obliged to keep employees are also free to denounce all companies’ social
agreements. If they do so, these agreements remain in force until 15 months. After that time,
if employees failed in shifting the balance of power, it is only the minimum standard provided
by the national collective agreement which apply.

2. Urban public transports’ organisation
2.1. Urban transport authorities

» The main part (68%) of the urban transport authorities is grouping municipalities. From that:
41,8% are agglomeration community. It is a metropolitan government structure. It is one of three
forms of intercommunality, less integrated than an urban community (4,8% of the UT authori-
ties) but more integrated than a community of “communes” (i.e. municipalities) (12,8%).

» 22% are single “communes”.

» 9,9% are “syndicats mixtes” a joint venture between various public authorities of different
types. Typically these might include a “département” (i.e. department) together with an
agglomeration community or several “communes”.

With an exception: the Ile de France region where the transport authority depends mainly on
the regional government, the regional council.




2.2. Financing urban transports

If we consider urban transports financing between 2001 and 2008 we can notice a significant
growth from 4,6 billion € to nearly 6 billion €. Despite the financial crisis this growth will
continue because there is a huge demand in the society, and among the politicians, for
sustainable transports.

We can also notice on the one hand that the part of the central state is nearly marginal and on
the other hand that commercial takings are far from sufficient, even if they are growing. Then
the urban transport financing depends on taxes collected by the local governments and a specific
one the “versement transport”. It is a tax based on the payroll of all companies of more than nine
employees in an urban transport area. This tax is given to the urban transports authorities.

2.3. Market structure

French urban public transports market is liberalized for a while. Nowadays 90% of the
transport networks are open to competitive tendering procedures. From that 78% are under
Delegation of public utility, and 12% under procurement contracts.

The other companies are internal operators with (6%) or without (4%) financial autonomy. A
minority even if against all odds Toulouse’s network, responsible for the mobility of about a
million inhabitants, became some years ago an internal operator.

3. The result of a liberalization
3.1 An oligopoly

As a result of this long time liberalization little and family owned companies progressively
disappeared as do a lot of internal operators. 69% of the networks, more than the two thirds,
are operated by only three companies Kéolis (a subsidiary of SNCF) for 27%, Veolia transport
(a subsidiary of Veolia environment) for the same percentage and Transdev (a subsidiary of the
“Caisse des dépots”, a state owned bank, and RATP) for 15%.

AGIR (12% of the networks) is an association grouping urban transport authorities aiming to
escape multinational groups influence and municipally owned companies like Marseilles and
Toulouse.

The others are mainly little scale companies and RATP Dev, a private subsidiary of RATP. That
is what explains that they operate only 7% of the journeys. From this point of view it is 77% of
the journeys that are operated by the big three. Keolis operated the most important networks
like Lyon and Bordeaux that is why it summarizes 38% of the journeys. Transdev operates the
most important tram networks, that is why it summarized 22% of the journeys, more than
Veolia with only 17%.

3.2. Main companies

Until recently there were three main companies, Transdev Veolia and Keolis. But a merger
between Veolia and Transdev has occurred on the 3rd march 2011, the RATP getting back
assets from Transdev. Veolia-Transdev is actually the first transport group in the world (and
France) running railways, interurban and urban transport networks in 28 countries including
Croatia, Slovenia, Serbia, Poland, Czech republic and Slovakia.
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Keolis want to reach a critical size and in this aim offer to merge with the British multinational
group Arriva, but DB bought it first.

3.3. National public companies

On the one hand the RATP Autonomous Operator of Parisian Transport is in charge of the
majority of the transportation system in all of the Ile-de-France region. It is an integrated
company combining engineering, operations and maintenance. But the RATP group also
pretends to be the world’s fifth largest public transport company. It operates in 11 countries
but none in east and central Europe.

On the other hand SNCF the national railway company. It still operates regional and suburban
railways. It is also a multinational group in railways, logistics and urban transports, this last
activity through its subsidiary Keolis. This company operates in 11 countries but none in east
and central Europe.

4. Arguments and facts

The management of public utilities such as the water, waste and transport, allows one finan-
cial group to realize important margins to pay shareholders, from investments financed largely
by the users and communities. It seems that sometimes it is not enough.

4.1. Cartelization

In the nineties Connex (now Veolia), Transdev and Keolis were caught for establishing a cartel
to divide up the national market of the urban public transport in France.

On the occasion of calls for tender those three companies agreed either not to present offer
or to withdraw, or to present offers which do not hamper the holder of the market. They so
deceived local authorities on the reality of the competition. This cartelization of an oligopoly
allowed them to finance on funds of local governments a real monopoly pension. The French
competition authority the “Conseil de la concurrence” (i.e. Competition Council) condemned
them to the maximum fine: 12 million €.

4.2. Return to public hands

The public management allows answering to the needs of the users, at the best price, making
sure that the public money is good allocated to the improvement of the service and not in
the payment for private shareholders. For example in Belfort (100 000 inhabitants) an eastern
France conglomeration, in 2006 the transport network comes back in local government
control. That allowed the organizing authority to save 8 million € over 4 years with regard to
the price proposed by the outgoing private company. During this period, the number of jour-
neys progressed of 40 % thanks to an ambitious policy.

That is the proof that a state owned company and a management independent from multina-
tional groups can thus allow to revitalize a network by realizing substantial savings.

You can find also two other French examples about the return to public hands to a publicly
owned, a local government owned company: in Marseilles and Toulouse two south French
conglomerations of each more than one million inhabitants. In Marseilles the newly built




tram come from Veolia hands to the urban transport authority internal operator, after a hard
fight from 2005 until 2008: 46 days on strike and three court decisions. In Toulouse after a
lobbying by the CGT, and some left wing politicians, the entire network come back from Veolia
hands, and the Toulouse Company became a public owned one in 2006. That was a hard polit-
ical fight, but a victorious one.

That is the proof that it is possible to strike back, even against the biggest multinational group!

Local Public Transport in Hungary

Structure and main issues of the urban public transport system
Urban transport is typically provided by the state-owned VOLAN enterprises and by the trans-
port companies of local governments in Hungary.

The VOLAN companies primarily give long-distance and regional passenger transport serv-
ices, but in several cities the urban transport services belong to the scope of their activities, too.
Therefore the urban and regional services within the same company group may cause some
problems in several areas. The problem arises from the difference in funding, since it is non-
transparent for the local governments what proportion is spent on the urban and the regional
transport from the subsidies from the local government and the state. The VOLAN enterprises
that perform both, urban and regional transport services, should be managed separately and
it makes the operation more difficult for them. Several attempts have been already made in
cities to separate completely the urban and the regional transport, but little success has been
achieved so far. Debrecen is one of the exceptions, where the local government-owned local
public transport service provider (Debreceni Kozlekedési Zrt) has managed to take the bus
transport as well as the tram and trolleybus services.

There are 6 cities, which dispose over their urban public transport companies. Budapest,
Debrecen, Kaposvar, Mickolc, Pécs and Szeged, where the public transport (PT) belongs
to the local government in 100%. The PT companies are merged with other service compa-
nies, operate as a holding entity (a trustee) and the local government owns them in 100% in
Debrecen, Miskolc and Pécs. In the other towns the PT entities perform the services under the
authority of the local government directly.

Currently the urban transport services are not in private hands in Hungary; however, this risk
is increasing. The private sector has already appeared in Debrecen and in Pécs. Although the
city owns the bus transport services and the drivers are the employees of the company, the
buses and the maintenance activity belong to an external, non-local governmental or not a
state-owned company. This phenomenon might continue to spread, so the trade unions have
to take action in the near future. The outsourcing of the maintenance activities is not the
correct direction because with this solution the price of the service is also increasing, since
the buses (which are provided by the maintenance company) are also included in the price
of the services, for which the city has to pay, in addition the vehicles are not the transport
company’s property. In other words, the city buys the buses for the private supplier.
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Key characteristics:

* only state-owned and municipal-owned companies,

 mixture of urban and regional services state-owned VOLAN companies;
* no transparent for local governments

 Buses and maintenance activities owned by private suppliers

Financing of the public transport system

The financing of urban transport is essentially composed of three lots:
* Fare incomes
* Normative subsidy and price supplement by the state
¢ Subsidy by local government

Beside the listed items the service providers have other revenues as well, depending on what
other tasks they do (i.e. parking fees) or possible advertising revenues, which amount is not
significant compared to the total revenue.

Generally the fare revenues cover 50% of the cost of the PT. The state (normative subsidy)
supports the PT in 110 towns, in total HUF 35 billion. Only of interest, Budapest transport
receives HUF 32 billion out of the total amount and many other towns disapprove of it (which
is understandable).

The price compensation is intended to support the enterprises that are liable to offer price
reduction tariffs (for student and pensioner passes), it means these companies receive some
compensation in order to fill the gaps in their income under the statutory requirements. The
state provided nearly HUF 23 billion for local transport, out of which the Budapest transport
received HUF 17 billion in 2009.

The proportion of the subsidies of the local governments is greatly different and depends on
the financial possibilities of the local authorities. Nevertheless almost every local government
supports the local transport form their own resources with one exception. The local govern-
ment (Municipality of Budapest) did not finance the operation of Budapest transport in the
past 8 years (2010 is the first year when the situation has changed).

Following the example of BKV, the Budapest transport, was operated and financed in the
recent years from the items below:

1. Fare revenues: HUF 48 billion
2. Normative subsidy: HUF 32 billion
3. Price compensation: HUF 17 billion
4. Municipality of Budapest: -

TOTAL HUF 97 billion

The budget of BKV is about HUF 120 billion, it is apparent that its revenues do not cover all
the expenses; therefore it is constantly generating loss, which is explained by the failure of the
owner’s obligations. The Budapest transport is close to bankruptcy and after the autumn elec-
tions significant changes are expected.




Key characteristics:

¢ BKV is currently the property of the state and the municipality
» Low level of service because of funding problems

e Urban transport concept: lack of united approach

Legal framework for public transport and the implementation of the PSO regulation
The EU law has been incorporated into the Hungarian legal system. The directive of EU
2003/59 on urban transport is not yet applied; the trade unions have turned to court in this
matter. The other questions are properly arranged, so is the legal background of the regulation
of EU 1370/2007, too.

The outsourcing of PT has not reached such an extent that the employees’ rights and employ-
ment issues could have suffered because of this. The trade unions are concerned about the
issue of quality service, but not because of the effects of outsourcing, rather the financial prob-
lems cause trouble. Unfortunately, just the issue of the lack of financing feeds the growing
political will which projects the outsourcing and the privatization of different tasks of PT.

In Hungary most of the transportation companies signed the service contract for 8 years just
before joining the EU in 2004. The year of 2012 can bring the first major changes, that is to say
2011 will be dedicated to the preparations and it will be a great challenge for the trade unions. The
results and the experiences of the SCRIPT project can be one of the best help for the employees.

In the period of changes the regulation of 1370/2007, its application and the development of
favourable conditions for the employees will be put forward, in the course of these processes
the trade unions are facing difficult tasks.

Key characteristics:

e The future of the urban transport depends on the ideas and financial subsidies
of the new right-wing government and local governments

¢ Tender or direct award

 The importance of quality service, the continuity of upkeeping the working conditions
of the employees

Structure of the national trade union representation in urban public transport and
collective agreements

The divided state of trade unions is shown by the significant number of trade unions in the
transport sector and within the urban transport, as well. The other problem is that collective
agreements are concluded at the local levels, so to ensure the unified regulations and working
conditions are not achieved at the sectoral level. The difference in wages can be explained by this.

The average wage is € 1030/month in Budapest, which can be 20-30% less in some country
towns. Those trade unions which strongly appear in the representation of employees can fight
for better conditions for the workers. One of the explanations is not only the divided trade
unions, but the other problem is the lack of social dialogue and its poor quality, which is
typical in Hungary.

The trade unions negotiate at local levels and try to represent separately the local interests.
Collective agreements on sub-sectoral level exist only within the VOLAN enterprises, but in
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the urban transport there is no such agreement. In the urban transport field a trade union
federation has been established which is suitable for nationwide representation, but it has
achieved little progress so far. The reason is that the employer’s side is not willing to enter into
negotiations and there is not legal regulation to help the trade unions in the enforcement of
such negotiations.

On one hand the employers depend on their own local governments; therefore, there is a
strong political influence, on the other hand the cooperation is not too strong between the
employers of the towns and the gap is getting deep between the capital and the towns due to
the hidden conflict (because of the higher state support of the capital). The local governments
owning the PT companies are not willing to enter into negotiation with the trade unions at
all. The unified representation of interests does not occur and the local level dialogue is more
typical in Hungary. The European practice of social dialogue is failed, which allows conflicts to
develop.

In spite of dividedness of the trade unions they collaborate on local levels and their organ-
ization is pretty high. The membership can be 80-90% in the towns, but in certain towns
(Debrecen, Pécs) this number is lower, where the private supplier appeared (on the field of
maintenance work). The membership is lower (50-60%) at the VOLAN enterprises, mainly due
to their regional location.

The membership of KSZOSZ covers a large part of VOLAN companies and the Budapest trans-
port. We currently have discussions in the interest of covering urban transport more broadly
by gathering the local trade unions of the towns into the national association (KSZOSZ). This
is a realistic chance, which is growing gradually and is expected to be realized early next year.
The largest freight transport trade union is also the member of KSZOSZ.

Key characteristics:

¢ The organization is high, but the trade unions are divided, which is a barrier to the
effective representation of interests.

¢ Local level collective agreements, different working conditions in the urban transport.

¢ The collaboration of sectoral trade unions is underdeveloped in the urban transport
trade unions with weaker representation of interests are lagging behind.




Local Public Transport in Latvia

Structure and main issues of the urban public transport system
Latvian public transport is divided into intercity and urban local transport. Each city has its
own municipal companies, which provide urban transport and inter-regional traffic. The main
forms of public transport: road transport and electrified transport. In the three largest Latvian
cities there are also trams available for public transport. In Riga there are trams, trolleys, buses
and minibuses available for public transport. Riga city traffic is managed by the company RP
SIA Rigas satiksme, but the minibuses belong to private companies. RP SIA Rigas satiksme
became one of the largest municipal enterprises in Riga city. At present, the company employs
a staff of nearly 5.000. Rigas satiksme provides the following services:

e tram (252 trams, 9 tram routes);

« trolleybus (346 trolleybuses, 20 trolleybus routes);

* bus (478 buses, 54 bus routes);

« parking (3680 parking units).

Key characteristics:

o Latvia has a urban and intercity passenger transport. These are national or local companies.

¢ In parallel, there are minibuses owned by private companies.

e Latvia is divided into regions and each region has its own local municipal company,
which provides her own public transport.

Financing of the public transport system
Public transport is funded by the Latvian government grants and municipal subsidies.

Structure of the national trade union representation in urban public transport and
collective agreements

The Latvian Trade Union of Public Service and Transport Workers LAKRS represents members
and their interests all over Latvia. The transport sector is treated separately, as it involves the
city, intercity and freight transport industries, as well as taxi services.

LAKRS represents approximately 70% of all urban transport workers in about 12 passenger
transport traffic companies throughout the country. As well as LAKRS have as individual
members - long-distance drivers.

LAKRS represents the interests of its members in: National Tripartite Cooperation Council
and Transport and Communications industry Tripartite Cooperation Sub., State and municipal
institutions and courts.

Trade union sign collective agreements with the Professional Organization. Each of the trans-
port company can build the Professional organization. Organization need to appoint head of
professional org., which will represent all organizations (trade union) members in cooperation
with LAKRS and employers. There are four main features:

» Companies establishing a Professional Organization

¢ Professional Organization signed a collective agreement with trade union

¢ Professional Organization Chairman is responsible for the collective agreement

» condition observation and a «representative» company in cooperation with the employer
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Almost every Latvian professional organization has concluded a collective agreement with
LAKRS.

Important:
¢ 12 transport organizations (created from 3 or more people);
* 90% of all org. have a collective agreements;
¢ 1 professional organization = 1 Trade Union = 1 collective agreement.

Key characteristics:
Challenges with employers:
» Employers don’t want to cooperate with trade unions;
» Employers are not interested to sign the collective agreement
(it endanger the transparency of their actions);
* Employers don't respect trade unions;
* Only some employers are interested in their employees interests;
» Employers are working only in their own interests;
Difficult to start and direct negotiations with employers.

Local Public Transport in Lithuania

Structure and main issues of the urban public transport system

The buses are the main public transport means in Lithuania, additionally in two major cities
— Vilnius and Kaunas — there are also trolley-buses. The major public transport companies are
joint stock companies, 100% of their shares belong to the local municipalities. There is a very
small share of private urban transport. The suburban, intercity and international bus routes are
covered by the private companies. No urban rail at all. Taxi and minibus companies are private.

Key characteristics:

¢ The major public transport companies belong to the local municipalities.

¢ The share of private urban transport is small.

 The suburban, intercity and international bus routes are covered by the private compa-
nies.

* No urban rail at all. Taxi and minibus companies are private.

Financing of the public transport system

Public transport is financed via the tickets for the provided service. There are compensations
for the government established percentage privileges for the certain groups of passengers
(Disabled, pensioners, pupils).

Local municipalities are ordering the service and they conclude the agreements with the
concrete carriers on the routes and services. In case of non-profitable routes there are subsi-
dies, but the municipalities always have no money, thus the compensations are very late. As
the example in the Vilnius bus depot — the dept of the bus company makes over one hundred
million Litas and nearly the same sum makes the debt of the Vilnius municipality to the bus
depot. In case of late subsidies the accounts of the company are blocked, taxes are late as well
as wages.




Key characteristics:

¢ In case of non-profitable routes there are subsidies, but the municipalities always have no
money, thus the compensations are very late.

* In case of late subsidies the accounts of the company are blocked, taxes are late as well as
wages.

Legal framework for public transport and the implementation of the PSO regulation
PSO Regulation is not properly implemented, especially paragraph 4 because the conditions
for private and municipal carriers differ a lot in respect of functions, financing and control.

The private companies have the profitable routes with all income. Accountability is not trans-
parent and not properly controlled.

Structure of the national trade union representation in urban public transport and
collective agreements

There are corresponding transport trade unions and the company level collective agreements
in Vilnius and Kaunas both bus and trolley-bus depots, in Rokiskis, Birzai and some other
places. Almost 50% of the urban transport companies have no trade unions.

There are no Work councils as well, at least they are not known. It means that employers are
organising work and wages one-sided.

The Labour Code of Lithuania has the provision on Collective agreements with 3 options
provided: CBA agreed and signed by the company trade unionIf there is no company trade union
this right can be delegated to the branch trade union (usually it is not the case) work council.

And the 4% case when there is no trade union at all. In such case any dispute case goes to
court. There are no specialised labour courts.

There is the umbrella organisation in Lithuania,the Forum of the transport trade unions, that
signed the collaboration agreement with the employers; organisation LINAVA.

There are no branch agreements at all. Thus, wages are very low in the regions.

Key characteristics:

¢ Trade unions: poorly organized

¢ There is the umbrella organisation in Lithuania, the Forum of the transport trade
unions, that signed the collaboration agreement with the employers: organisation
LINAVA.

* There are no branch agreements at all. Thus, wages are very low in the regions.
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Local Public Transport in Malta

This Service was introduced in Malta in 1930. At first, The Public Transport was operated by
bus owners, each of them working on a particular route. At that time, the route was distin-
guished by the colour, everyone different from each other. This created a very colourful situ-
ation at the terminus in the capital city of Malta, Valletta, where all the Public Transport
operated from different towns and villages, ended their journey.

This pattern kept on running for quite a number of years, until 1971, when the Association for
Public Transport ( ATP ) was founded. The members of the ATP were the bus owners and in a
General Meeting, held every two years, they elected an Executive Committee made of the Presi-
dent, Vice President, Secretary, Treasurer and three ordinary Members.

During the General Meeting, each member has a number of votes according to the number of
buses he has in the business.

The ATP has a vast network, covering the whole island of Malta, besides offering other serv-
ices, like direct services and a special night service from popular night spots on the island.

The aim of the ATP is to provide an efficient, frequent and economical service to the
customers. The ATP owns 508 buses, and has 600 employees, mainly bus drivers, despatchers,
Inspectors and Ticket Collectors. The service caters for 82 routes, spread all over the island
and performing around 4500 trips daily. ATP caters also for school children trips and other
unscheduled work.
The service accommodates 32,000,000 passengers yearly with a turnover of 18,000,000 Euros.
With the joining of Malta in the European Union in 2004, there was a need that the Public
Transport had to be in line with EU legislation. Talks led to the introduction of:
e 25 new direct routes, resulting in a successful service with newly attracted commuters.
¢ Drastic improvement in the communication sector of the Transport Services with the
introduction of two-way radio system.
o printed informative media and Website.
¢ 147 old buses were replaced by super low floor buses.
 The formation of Maltabus Advertising Limited, owned by the ATP is a living source for
450 bus owners, while exposing information to the public.
¢ Introduction of the ticketing machine system and new bus shelters. These shelters
rendered a new and modern street furniture, thus promoting a more professional impact.

The existence of the ATP comes to an end on the 3™ July, 2011, when the multinational
company ARRIVA, will take over as the main operator of the Public Transport in Malta,
following a restructuring exercise, done by the Government of Malta, who awarded a ten year
contract to the company, following a competitive tender procedure to operate the Service.

ARRIVA plans to employ a workforce of about 900 workers. Their managing plans will give a
radical change to the services rendered for so many years.

From the very start of their arrival in Malta, ARRIVA started talks with the General Workers
Union, who claims the majority of members in the sector. The change in the workers repre-
sentation came into force, following an inhouse strive for membership with the GWU, from
the workers themselves, after learning that the transition talks between the Government and




their previous representing Union, were not concluded up to their expectations due to lack of
observation of PSO Regulation which was introduced nearly two years ago.

This Regulation has to be endorsed in the procedure of future tendering processes.

The major aim of the GWU is to ensure that most of the present Public Transport Workers
would be engaged by ARRIVA. There are other problems to be addressed, such as the effects
of the change on most of the workers who are joining ARRIVA as employees, when they have
been working for many years as self employed workers and the strive to continue having the
Public Transport as a Service to the community and not as a profit making objective.

Another challenge for the GWU will be the implementation of a new Collective Agreement where
EU legislation about working time, continuation of Service, Health and Safety, and ongoing training
programmes for the workers and new recrutes, must be the key subjects of the Agreement.

Local Public Transport in Romania

Structure and main issues of the urban public transport system

Romania has a rich network of urban public transport above the ground, and Bucharest city
has the largest transport network in Romania and among the largest in Europe. The network
is composed of a subway system, plus three methods of surface transport: trams, buses and
trolleybuses. Although there are many points of correspondence/connection, the subway and
surface transport system are administered by different institutions (like Metrorex and R.A.T.B.)
and use separate tickets, making the transfer between both systems very difficult for several
times. For this reason, there is an intention for both transport networks to be unified in the
shortest time, under the Metropolitan Transportation Authority.

Autonomous Transport Company of Bucharest is the main public transport company for
passengers in Bucharest and Ilfov county ( is the county which surrounding the capital). So,
the surface transport in Bucharest is the responsibility of Autonomous Transport Company of
Bucharest (R.A.T.B.). In Romania there is a local surface transport company in every city. The
surface transport includes an extensive system of buses, trolleybuses, trams and light rail line.
R.A.T.B. network is among the densest in Europe, being the fourth largest on the continent
and carrying 2.26 million passengers daily on 116 bus routes, 20 trolleybus lines and 25 tram
lines (including the mentioned light rail). As the subway system, R.A.T.B. undergoing a phase
of renewal, characterized by converting the tram lines to light rail lines and the purchase of
new vehicles, especially buses.

Public passenger transport is carried out on approximately 500 km of tram lines, bus lines
900 km and 300 km of trolleybus lines, from a total of 227 square kilometers of Bucharest. The
largest share of public passenger transport is holded by R.A.T.B., about 70% of total transport
demand, followed by subway/metro/underground transport with 20%.

The link between urban and interurban is made in Ilfov County, where R.A.T.B. has the
suburban lines.
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One of the «oldest» metropolitan areas in Romania is Oradea (a city in the west part of
Romania) since 2002. There are another cities where we meet metropolitan areas like: Iasi (a
city in East part of Romania) since 2004, Constanta since 2007 and Timisoara since 2009.

Urban public transport system is part of the national transport system (the air transport,
shipping, railways, road transport), representing the tertiary area (services) of the economy.
According with the geographical component (urban population) there are urban public trans-
port systems in:

e the capital Bucharest

« in large cities (like: Constanta, Brasov, Cluj, Timisoara etc.).

¢ in medium towns (Sibiu, Medias, Slatina, Giurgiu etc.).

¢ in small towns (Sinaia, Eforie Nord, Radauti, Turda, Salonta etc.)

According with the used vehicles by category, we have:
o Electrical transport (tram, trolleybus, metro)
» Motor transport (bus, minibus and taxi (car)
¢ Environmentally friendly transport (of the future) — cycling

Key characteristics:

¢ In comparison with the private sector the charges/dues/taxes in the state area are lower.

* Also, especiallyBucharest is a very crowded city and is facing a major problem like “rhyth-
micity”, which can not be respected in all transport lines.

¢ Wages and working conditions in many cases are better in the state area than in the pri-
vate sector.

Financing of the public transport system

At the national level there are 46 Autonomous Local Transport Companies and Companies
(12 Autonomous Local Transport Companies and 34 Public Transport Companies), the Auton-
omous Transport Companies are under state umbrella and patronage of the municipality.

Public utility services as required by the law are subordinated to local authorities, local coun-
cils or county authorities. The Autonomous Local Transport Companies and Local Companies
receive limited subsidies. Most of these services belong to the state.

It is true that for the budgets of local communities, metropolitan transport has meant an addi-
tional expense, in the sense that the subsidies have been provided and allocated to them, but
residents of suburban municipalities are happy with this service. This one is a reason for
metropolitan transport to start to become an attractive one in other cities.

Metropolitan transport lines are managed by private carriers/operators, the prices are higher than for
public transport, but it is a necessity for travel and comfort — is not accessible to all willing people.

Financing by local governments: the transport autonomous companies at the city level that
belong to the local authorities (City Halls), which provides necessary resources to both exploi-
tation and transport development projects in that area.

Financing by the state (Ministry of Transport and Infrastructure): Metro/subway system of
Bucharest)

Financing infrastructure by public - private partnership: for example the tram line in Oradea.
private owned taxis: in case of the minibuses lines (maxi taxi) in some cities, as well as the
transport provided by taxi system.




Key characteristics:

¢ Lack of funding from the local and municipal authorities (where appropriate)

» Low/poor endowment of technical equipment and from the organizational point of view
- poor management of urban traffic

o Competition between systems and lack of political decision makers in combatting this
phenomenon (see the draft metropolitan transportation authority project )

o Preferential allocation of development projects in transport systems and increasing cor-
ruption in connection with the implementation of these projects.

Legal framework for public transport and the implementation of the PSO regulation
The main characteristics of the PSO Regulation are: Direct award to its own operator in their
own area or suburbs including railways. Direct awards to small and medium-sized companies.
Requirements on quality standards and especially on the social standards (takeover of collec-
tive labor agreements, social agreements, keeping/preservation of rights: working conditions,
measures against social dumping).

Currently in Romania there are laws which regulates the public services, such as: the Law No.
51/2006 of community services for public utility. For the local public transport there is the Law
Nr. 92/2007. It is necessary to complete these laws and to be adapted to European legislation.

Key characteristics:
 Adapting the PSO Regulation in national law

Structure of the national trade union representation in urban public transport and
collective agreements

The trade unions from the urban public transport sector were set up immediately after 1989
based on the structure of the old and existig transport companies. As a general framework,
there are trade unions at the level of current transport companies.

At the R.A.T.B level (the only exisiting public transport company at Bucharest level) there are
several unions set up by the means of transport, electric, buses, administrative etc. These
unions are able to negotiate in common, the collective labor agreements at the branch level
— (signed by seven unions). Some of these unions have formed federations, the Federation
of Transport and Public Services, currently “ATU - Romania”, who managed to negotiate
the Collective agreements at the industry of transport level. Other examples, Road Trans-
port Federation (drivers), Taxi Drivers’ Unions Federation. In turn, these federations have
belonged or belong to the representative confederations (like CNSLR - FRATIA, B.N.S.).

In the urban public transport a Collective Bargaining Agreement is negotiated at the following
levels: branch, group of units and at the Rural, Housing and Local Transport Administration
level. All the Collective Bargaining Agreements contain special chapters which regulates/
governing the working conditions, wages, working and rest time, period of the leave/vacation
and additional leave, how to pay the overtime, by special rates.

Regarding the labor/industrial disputes which led to the outbreak of strikes, are well known
to R.AA.T.B. level (in 1999, 2000, 2010) there were spontaneous strikes, the main claims being
violation of the Collective Barganing Agreements. On 1st June 2010, a solidarity strike took
place at the R.A.T.B. level, which was legally started by SLTC “SPERANTA” Union.
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Unfortunately this strike was not supported by other unions in R.A.T.B., who became soli-
dary /supportive of the administration/management and local authority represented by the
General Mayor of Bucharest.

Key characteristics:
¢ The atomisation of the union movement and lack of a common reaction.
* Betraying the interests of union members by some representative leaders.

* Poor organization and obedience to authorities and decision management (as example
R.A.T.B. solidarity strike).

Note:

The public transport unions must give up pride and obedience, and through common actions
to joint toghether into strong federations to become major players in the development policy of
urban public transport system at the European level.

Local Public Transport in Slovenia

Structure and main issues of the urban public transport system

Only one public transport service is public (municipally) owned, the other are private compa-
nies. For example town Celje (the third largest town in Slovenia) does not have public trans-
port service on the base of concession. Public transport service was changing step by step. The
outcomes of those changes are less bus routes and lower quality of busses.

Municipally owned public transport company exists only in Ljubljana, the capital of Slovenia.
Deregulation caused lot of problems and worsened economic and social standard of the employees.

Fares have risen faster than inflation, number of employees (almost 50%) and passengers have
slumped due to less of employees in the industrial sector, on the other hand citizens were able
to by their own cars.

For further information have a look at the national report Slovenia (see seminar documents)
from the UITP brochure: ,Organization and major players of short-distance public transport® ,
Edition May 2010

Key characteristics:

¢ High fares, low demand

* Poor Wages and conditions

» Lower standard of busses (Veolia for example has brought busses to Maribor, that no
longer were acceptable for Belgium)

Financing of the public transport system
Subventions are negotiated between the Municipals and operators. Subvention for the
passenger is settled according to the recommendation of the state.




Bus operators are demanding higher subvention for the bus transport. We can suspect that
they will try to achieve cartel agreement to get higher subventions.

For further information have a look at the national report Slovenia (see seminar documents)
from the UITP brochure: “Organization and major players of short-distance public transport”,
Edition May 2010

Key characteristics:
o Private greed before public need

Legal framework for public transport and the implementation of the PSO regulation
PSO regulations already exists in Slovenia and they are considered in the process of public
competitions for concessions in the shape of public tenders.

Key characteristics:
* Legislation for controlled competition model is in place
¢ Quality Contracts would fully protect employees’ jobs, terms and conditions

Structure of the national trade union representation in urban public transport and
collective agreements

The bus industry is weakly unionised in Slovenia. Most bus drivers are unionised in munici-
pally owned company and Veolia and less in the smaller bus companies. Even they are organ-
ized, they are in different trade unions organized on the state level. Membership in different
trade unions sometimes leads to weak position on negotiations on working conditions and
salaries.

In the bus industry there is collective agreement at national level, actual bargaining for salaries
and working conditions is negotiated at the company level. This means salary rates and terms
and conditions vary across the country. Due to working condition and paid working time, there
were many disputes with companies. This was the reason for many strikes. Trade unions are
not satisfied with the outcome, therefore we can expect more trade union actions.
Key bargaining issues currently are:

 improvements to hourly rates of pay

 payment of non-driving time (there is no payment for stops over 10 minutes)

¢ reducing maximum spells of duty and maximum duty lengths

 normal payment for overtime and unsocial hours

Trade unions are free to strike over any dispute with the employer as long as negotiations have
been exhausted first. Sometimes strikes have taken place over unfair dismissals and breaking
of agreements.

Key characteristics:

* Weak unions with low density

o Ability to stage effective strike action depends on cooperation between trade unions
* Collective bargaining at company level according the branch collective agreement
 Powerful multinationals seeking to minimise labour costs
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2. Overview over multinational companies active in urban public transport
in Europe

As we saw in the SCRIPT project multinational companies are important players in the local public
transport market (cf. Table 3 in this Tutorial). The following multinational companies should be
mentioned:

ARRIVA (2011)

e Owner: Deutsche Bahn (since August 2010)

e Active in 12 countries in The EU: Czech Republic, Denmark, Hungary, Italy, Netherlands,
Poland, Portugal, Slovakia, Spain, Sweden and the UK. Arriva will start operating bus services
in Malta in July 2011.

approx. 4 Bill EURO turnover

38.500 employees

¢ 14.150 vehicles

o www.arriva.co.uk

EGGED (2009)

e cooperative owned company

¢ leading public transport operator in Israel (55% market shares),

e active in 3 EU countries: Bulgaria, Poland, the Netherlands
(starting Dec. 2011 in the region Waterland)

* 6.227 employees (without Europe)

* 3.033 vehicles (without Europe)

* www.egged.com

KEOLIS (2010)

owner: SNCF (56,5%), AXA + CDPQ (40,7%), management + staff (2,8%)

Australia, Canada and USA

e Active in 9 countries in Europe: Belgium, Denmark, France, Germany, Netherlands, Norway,
Portugal, Sweden, UK

3,2 Bill EURO turnover

47.200 employees

* 15.800 vehicles

» www.keolis.com

NOBINA (2011)

 owner: Majority shareholders include Blue Bay Asset Management, Avenue Capital Group,
Fidelity Funds and Lone Star Funds

e active in 4 countries in Europe: Denmark, Finland, Norway, Sweden,

736 Mio EURO turnover

10.403 employees

3.618 vehicles (only busses)

e www.nobina.com



VEOLIA TRANSDEV (2011)

» owner: Veolia Environnement, CDC
 merger of Véolia Transport and Transdev

e active in 28 countries worldwide

e active in 16 countries in Europe: Belgium, Croatia, Czech Republic, Finland, France, Germany,

Ireland, Netherlands, Poland, Portugal, Serbia, Slovakia, Slovenia, Spain, Sweden, UK
» 8,6 Bill EURO turnover
¢ 119.000 employees

* 60.000 vehicles

* www.veoliatransdev.com

There are also some multinational companies, which operate only in one EU Member State (not
eligeble for establishing a European Works Council):

First Group (2011)

* owner: Majority shareholders include Lloyds Banking Group PLC, Capital Research & Mgmt Co,
Standard Life Invs Ltd, AXA SA, JP Morgan Chase & C, Blackrock Inc
¢ worldwide: Canada, U.S.A. and UK

« 7,7 Bill EURO turnover
 125.000 employees

* 60.000 vehicles
o www.first.com

MTR (2010)

¢ owned by County of Hongkong (76%), 24% by private shares

 worldwide: China (Hongkong, Beijing, Hangzhou, Shenzhen), Australia (Melbourne and Sweden
(operator of Stockholm Metro since 2009; owner of Stockholm Metro is Stockholm County Council)

¢ bidder in U.K. and Denmark (public transport by train), Sweden (Stockholm Metro)

o www.mtr.com.hk

Stagecoach (2011)

e owner: Majority shareholders are individuals (96,2%)
o worldwide: Canada, USA and UK

2,7 Bill EURO turnover
30.000 employees
13.000 vehicles

» www.stagecoach.com

Examples for the market share of multinational companies in some European countries:

France

+ Keolis
» Veolia Transdev

69%
market share in
French market

Malta

e Arriva

100%
market share in
Maltese market

Sweden

* Arriva

+ Keolis

» Veolia Transdev
* Nobina

85%
market share in
Swedish market

UK

e Arriva
o First
¢ Stagecoach

49%
market share in
UK market
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3. European Works Councils (EWC)

The establishment of European Works Councils (EWC) in multinational companies was governed by
Directive 94/45/EC, which has been modified in 2009 with the Directive 2009/38/EC. The provisions
of the new EWC have to be applied in any case from June 2011.
(http://eur-lex.europa.eu/JOHtml.do?uri=0]J:1:2009:122: SOM:EN:HTML

You can chose any EU language in the right hand corner at the top of the page. )

What are the conditions to establish a European Works Council ?

In any transnational company (community-scale undertaking) with at least 1.000 employees within
the EU Member States and at least 150 employees in each of at least two Member States, workers’
representatives have the legal right to ask for establishment of a EWC.

Scope: A EWCiis...

a body for information and consultation of workers’ representatives in transnational companies
within the European Union on issues of « transnational dimension » (negotiation of agreements is
not forseen but possible).

Information means...

e the transmission of data in order to enable workers’ representatives to acquaint themselves
with a subject matter and to examine it (e.g. the structure of the multinational Group and sub-
stantial changes; its economic and financial situation; the probable development of its activi-
ties; the employment situation and its probable development; the main investment strategies);

e it shall be given at such time, in such fashion and with such content that workers reps’ can
undertake an in-depth assessment of the possible impact,

 where appropriate, prepare for consultations.

Consultation means...
¢ the establishment of dialogue and exchange of views between workers’ representatives and
management at such time, in such fashion and with such content that enables workers’ repre-
sentatives to express an opinion on the basis of the information provided by the management
and
¢ within a reasonable time, which may be taken into account within the transnational company.

Proplem with « Transnational dimension » ...
e It is not defined. Therefore management tends to interpret it as measures, which affect the
whole trans-national group.
 But there are agreements, which clearly define “measures of transnational dimension” as
measure that affect employees in at least two countries.

Importance of EWCs
¢ One of the most important effects of EWCs is, that workers’ representatives from one multina-
tional company can meet at European level and exchange views at the expenses of the company;
» EWCs allow to be better prepared for changes and negotiate social agreements at national level;
¢ The networking allows to intervene at cross-border level at the central management in solidarity;
¢ In case of delocation, closure of companies, mass redundancies etc. the measures can not
be stopped but postponed and social measures can be negotiated;
¢ EWCs have a legal status: if companies do not respect the rights of the EWC, it can complain at
the Court. This can indeed stop a mass redundancy or a delocalization measure.



How to establish a new EWC

» Workers’ representatives from at least two companies (subsidiaries) in at least two EU coun-
tries formally ask for the establishment of a EWC.

e A SPECIAL NEGOTIATION BODY will be set up and negotiate an agreement. The members
of this SNB are elected or nominated according to the national law, which implements the EWC
Directive.

¢ This EWC agreement defines the composition of a EWC and the conditions for its function-
ing (e.g. number of seats, number of meetings, a Steering Group, resources for the activities of
the EWC, training of EWC members, definition of issues to be reported by the management:
definition of transnational dimension, rules regarding the modification / re-negotiation of the
agreement, etc.).

The role of the ETF...
e Tt informs and coordinates the trade unions prior to the establishment of a EWC.
o It can participate as an expert/coordinator for the unions in the Special Negotiation Body and
as an expert for EWC'’s work, if it is agreed in the EWC agreement.
¢ The ETF Executive Committee adopted guidelines on the establishment of EWCs.

Examples for EWC in public transport

ARRIVA EWC
e EWC established in 1999
* 11 members from 9 countries; threshold 100 workers
¢ Currently, after take over by Deutsche Bahn, negotations are taking place whether / how to inte-
grate the ARRIVA EWC within the Deutsche Bahn EWC

Kéolis EWC

o Established in January 2011: 13 members (1 seat per 10% work force but at least one per coun-
try) from 5 countries

* Bureau with 3 members; costs for assistance, an expert and operational costs for the Bureau
paid by management; time credit 5 hours/month; for Bureau members 10 h/month; 2 meet-
ings/year; half a day preparatory meeting; interpretation and translation in all langauges of the
EWC members; language training and training in economic rules is paid; this time is consid-
ered as working time

« Transnational dimension: measures that affect the whole group or companies in two countries
at least

e Currently discussions to create an SNCF EWC; the Kéolis EWC shall remain

EWC Véolia Environnement

o Established in 1999 (agreement recently renewed); 45 members from 21 countries (threshold
500 workers for all Véolia departments together); workers from all Véolia sectors are repre-
sented in the EWC: Waste, water, energy, transport

* 2 meetings per year (one day preparatory meeting, one day plenary, half a day conclusion meet-
ing); interpretation in all languages of EWC members; translation of main documents in all
langauges

 Bureau with 7 members (provided with mobile phone, lap top, internal internet address); time
credit: 1 day per meeting for preparation of the meeting; Bureau members 60 days for all
together; 3 days training for EWC members per mandate; 6 days for Bureau members ; addi-
tionally language training possible; budget: 10.000 € for aquisition of expertise; 3 experts can
be nominated as advisors
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 Transnational dimension: all issues that are effecting workers in at least two countries negotia-
tion of transnational agreements of principles, chartas or resolutions are possible; temporary

working groups can be established

o After the merger of Véolia transport and TRANSDEV (with own EWC) the structures for Euro-
pean workers’ representation are under review.

More information: Workers’ participation website

http:/ /www.worker-participation.eu/European-Works-Councils

4. CONTACTS — PARTICIPATING UNIONS

BULGARIA

CZECH REPUBLIC

Federation of Transport Trade Unions in Bulgaria
106 Maria Luiza Boulevard

BG - 1233 Sofia

Email: fitub@abv.bg

Tel: +359(0)2 931 80 01

Fax: +359(0)2 831 71 24

Transport Workers’ Union
W. Churchilla 2

CZ - 113 59 Prague 3
Email: osd @cmkos.cz
Tel: +420(0)2 22 718 928
Fax: +420(0)2 22 718 927

CROATIA

CROATIA

Railway Workers’ Trade Union of Croatia
TRG Francuske Republike 13

HR - 10000 Zagreb

Email: szh@szh.hr

Tel: +385(0)1 370 75 81

Fax: +385(0)1 370 24 24

Trade Union of Traffic and Communications
of Croatia

Fabkoviceva 1

HR - 10 000 Zagreb

Email: tajnikspivh@net.hr

Tel: +385(0)1 46 55 696

Fax: +385(0)1 46 55 640

CROATIA

CYPRUS

Trade Union Associations of Driver and Traffics
Workers of Croatia

Federation of Transport, Petroleum
and Agricultural Workers

11 Strovolos Avenue

CY - 25018 Strovolos

Email: pantelis.stavrou@sek.org.cy
Tel: +357(0)22 849 849

Fax: +357(0)22 849 850

ESTONIA

FRANCE

Estonian Transport & Road Workers Trade Union
Kalju 7-1

EE - Tallinn 10414

Email: aime.tamme@etta.ee

Tel: +372(0)6 41 31 29

Fax: +372(0)6 41 31 31

Fédération Nationales des Syndicats de Transport
CGT

Case 423

263 rue de Paris

F - 93514 Montreuil Cedex

Email: transports@cgt.fr

Tel: +33(0)1 48 18 80 82

Fax: +33(0)1 48 18 82 54




GERMANY

GREAT BRITAIN

Ver.di

Paula-Thiede-Ufer 10

D - 10179 Berlin

Email: kora.siebert@verdi.de
Tel: +49(0)30 69 56 17 03
Fax: +49(0)30 69 56 33 50

Unite the Union

Transport House

128 Theobald’s Road

GB - LONDON WC1X 8TN

Email: graham.stevenson @ unitetheunion.com
Tel: +44(0)20 76 11 25 00

Fax: +44(0)20 76 11 25 55

HUNGARY

HUNGARY

Federation of Road Transport Workers’ Unions
Akacfa U. 15

H - 1072 Budapest

Email: kszosz@freemale.hu

Tel: +36(0)1 46 16 500

Fax: +36(0)1 32 22 626

Trade Union of Hungarian Railwaymen
Urémi u. 8

H - 1023 Budapest

Email: vsz@t-online hu

Tel: +36(0)13 26 15 95

Fax: +36(0)13 36 12 05

LATVIA

LITHUANIA

Latvian Trade Union of Public Service and
Transport Workers LAKRS
Bruniniekustreet 29/31 - 503

LV - 1001 Riga

Email: arodbiedriba@]lakrs.lv

Tel: +371(0)67 03 59 40

Fax: +371(0)67 03 59 36

Lithuanian Transport Workers” Federation
Minties 7-44

LT - 08233 Vilnius

Email: petraska@vap.lt

Tel: +370(0)686 173 84

Fax: +370(0)5 261 28 51

LITHUANIA

LITHUANIA

Trade Union in Kaunas bus park

Trade Union in Kaunas trolley bus park

LITHUANIA

LITHUANIA

Trade Union in Vilnius bus park

Trade Union in Vilnius trolley bus park

LITHUANIA

MALTA

UAB Vilniaus troleibusai naujoji profesiné
sajunga

General Workers’ Union (GWU)
Workers’ Memorial Building
South Street

M - Valletta VLT 11

Email: mparnis@gwu.org.mt
Tel: +356(0)21 25 679 262

Fax: +356(0)21 234 968

POLAND

POLAND

Krajowa Sekcja Komunikacji Miejskiej NSZZ
« Solidarno$¢ »
(Public service union)

Trade Union Workers of PKP Federation
ul. Stefana Jaracza 2

PL - 00-378 Warszawa

Email: jaracza@fzzk.org.pl

Tel: +48(0)22 622 98 30

Fax: +48(0)22 622 98 30
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ROMANIA

ROMANIA

Federatia Nationala «Drum de Fier»
B-dul Dinicu Golescu nr. 38

Palat Cfr

etaj 7 camera 26 bis.

Sector 1

Bucuresti

Email: fndf2003@yahoo.com

Tel: +40(0)21 317 03 03

Fax: +40(0)21 317 03 03

Transport and Public Services Trade Union
Federation - ATU Romania

Statia de Metrou Piata Unirii 1

Dispecerat

Sector 4

RO - Bucuresti

Email: uslmetrou@metrorex.ro

Tel: +40(0)21 337 32 43

Fax: +40(0)21 337 32 43

ROMANIA

SLOVENIA

Public Transport Union

Sindikat Strojevodij Slovenije (SSSLO)
Trg OF 7

SLO - 1000 Ljubljana

Email: sindikat.ssslo@slo-zeleznice.si
Tel: +386(0)12 912 671

Fax: +386(0)1 23 13 424

SLOVENIA

SLOVENIA

Sindikat Veolia Transport KNSS Neodvisnost

Sindikat SIVAP-S

SLOVENIA

Sindikat Voznikov







ETF (European Transport Workers’ Federation)
Rue du Marché aux Herbes, 105, Bt 11

B-1000 BRUSSELS

Tel: +32.2.285 46 60

Fax: +32.2.280 08 17

e-mail: etf@etf-europe.org

web: www.etf-europe.org

EUROPEAN TRANSPORT

WORKERS’ FEDERATION




