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ABSTRACT 

The purpose of this study was to analyze the opportunity of developing 

the Brasov Metropolitan Area’s agency dedicated to the management of public 

passenger transport system. The study is based on a model in which seven major 

functions are performed through an agency dedicated to public transport - 

regulatory, planning, purchase of transport services, integration, promotion, 

management and control. This study examines possible operational structure of 

this agency and the roles that it can assume, the financial impact of these 

measures. 

 

 The study revealed the following:  

 Analysis of best practice examples show that a functional model of a 

transnational public transport agency can be extrapolated and defined  

 The Romanian legal framework and the characteristics of the Braşov 

metropolitan territory allow for the setting up a public transport agency  

 The current situation of public transport and the importance of this sector 

in economic and social development require the need to organize a public 

transport agency.  

 The model provided by SRM Bologna is a highly-functional one and it is 

transferable in the Braşov metropolitan area.  
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INTRODUCTION 

 

Cities are the engine of the European economy. Most Europeans live in 

urban areas and over 85% of the EU GDP is generated in cities. The 

development of urban communities has led over time to the emergence of "urban 

areas". These territorial suprasisteme defined as a focus of community within a 

defined territory, a territory created by the social and economic influences of a 

city. 

 

Transforming functional urban areas in cities is crucial for the sustainable 

development of the European space. Cities are agglomerations that ensures a 

favorable creativity, innovation and hence economic and social development of 

the territories. These characteristics of metropolitan areas generate spillover 

effects of economic and social development to small and medium-sized 

communities in the areas of influence. 

 

At European level, over 60% of the population lives in about 120 

metropolitan areas. The metropolitanisation process is ongoing and the EU 

Member States agree to develop a strong network of metropolitan 

agglomerations character as part of regional and national competitiveness, all 

contributing to the competitiveness of the whole continent. 

 

Metropolitan development brings to the front the issue of management 

development and hence the effective spatial planning . One of the major features 

of global cities is the high cost of operation for the metropolitan areas . Due to the 

large number of inhabitants and the concentration of complex urban functions in a 

relatively limited space , resources needed to ensure a high quality of life are 

significantly higher than for small and medium sized communities . Thus, in a 

metropolitan area , urban infrastructure investments in education and health, 

public services , etc. . are at much higher levels ( relative to population ) than in 

small communities and environments. These high levels of operating costs of a 

metropolitan area generates high levels of quality of life and the provision of 



 

5 

 

specialized services for neighboring territories ( specialized medical services , 

access to higher education , access to cultural services , etc. . ) 

 

Efficient planning and management spatial urban functions is a 

prerequisite for optimizing their operating costs. 

 

At European level it is recognized the need for metropolitan areas which 

are incubators, promoting competitiveness and innovation, beeing the backbone 

of economic development at regional, national and continental level and plays an 

active role in the balanced territorial development of Europe. 

 

One of the conditions for the functionality of a metropolitan area is the 

covering mobility needs for both people and goods/freight. If people and 

goods can move in an efficient manner within a defined territory, the number of 

opportunities exploited increases, leading to sustainable economic and social 

development. A functional system of public transport in the metropolitan areas is 

a necessary but not sufficient to achieve the goal of sustainable development 

 

A sustainable urban mobility that enables people and goods to move 

freely, safely, with environmental protection - is crucial to the quality of life and to 

ensure sustainable economic development. The significant increase in traffic in 

cities and surrounding areas (metropolitan) causes congestion / delays / 

bottlenecks that affect equally all road users. Congestion has a negative impact 

on the economic environment, society and the environment. It also influences the 

availability and attractiveness of an area for tourists, investors, etc.. 

 

Successful experiences of metropolitan areas in Europe in terms of 

economic development and sustainable development show that a public 

passenger transport system covering the mobility needs of all communities in the 

urban agglomeration is one of the critical elements of success of these territories. 

Public transport systems allow access for all citizens to opportunities available in 

the entire metropolitan area to allow for development at both the individual / 

family and the entire community. In return, agglomerations with a poor public 

transport system fail to achieve high levels of growth and not attractive for 



 

6 

 

investment. For this reason, in the metropolitan development is crucial how to 

plan and implement integrated public passenger transport. 

  

Brasov Metropolitan Area is currently in a consolidation phase of its  

agglomeration status and aims to ensure a high quality of life for all residents as 

well as prerequisites for sustainable economic development. An important 

element in this process is the metropolitan mobility policy. Local governments 

within the metropolitan area Braşov are directly involved in the development of a 

common, relevant mobility that meets the real needs of the local territory and the 

metropolitan area. 

 

The purpose of this study is to analyze the development opportunity for 

the Brasov Metropolitan Area agency dedicated to the public transport system 

management. The study is conducted within the project EPTA - "European 

model for Public Transport Authority as a key factor leading to transport 

sustainability" financed by the INTERREG IVC. A Public Transport Agency 

(PTA) is the organization that would integrate a number of functions that today 

are allocated to different institutions or not assigned at all and which will organize 

effective mobility policies in the metropolitan territoriy as aresponse to the need 

for competitiveness and sustainable economic and social development. 

 

The study is based on a model developed by the EPTA project. In this 

model, a public transportat agency may perform seven functions - regulation, 

planning, contracting/awarding, integration, promotion, management and control. 

A transport agency may perform one or more of these functions, based on the 

mandate received from their governing bodies. This opportunity study starts from 

an analysis of examples of good practice identified at European level, namely: 

 Public Transport Agency Bologna (Italy) 

 Regional Law No 30/1998 and 10/2008 (Italy) 

 Public Transport Agency Thessaloniki (Greece) 

 Flexible Transport Services - StradiBus the Province of Cremona 

(Italy) 

 Public Transport Agency in Oslo (Norway) 
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 Public Transport Agency of Barcelona (Spain) 

 Public Transport Agency in Helsinki (Finland) 

 Public Transport Agency in Toulouse (France) 

 Public Transport Agency of Goteborg (Sweden) 
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1. LOCAL CONTEXT ANALYSIS IN THE FIELD OF PUBLIC 

TRANSPORT 

1.1. Brasov Metropolitan area - territorial aspects 

 

Brasov Metropolitan area includes 16 urban and rural communities that 

bring together a number of approx. 420 000 inhabitants and covers an area of 

approximately 1,500 km2. Brasov Metropolitan Area is important for the 

development of Romania and Development Region 7 Centre (Alba, Brasov, 

Covasna, Harghita, Mures and Sibiu) 

 

Metropolitan Area is build around Brasov, which is the central city ranked 

as a 1st level sity according to Romanian legislation  and is the only national 

growth pole in the central region. Other three municipalities are integrated 

Metropolitan Area (Brasov, Codlea and Săcele), 3 towns (Ghimbav, Predeal and 

Rasnov) and 10 rural communes (Bod, Cristian, Crizbav, Hălchiu, Harman 

Prejmer Sânpetru, Tărlungeni, Feldioara and Vulcan). The status of national 

growth pole implies that this area will host priority investments whose impact is 

estimated at regional level. 
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Fig 1 – Brasov metropolitan area 

 

 

Brasov has become since the XIVth  century the most important settlement 

of Barsa  and one of the largest urban areas in Transylvania. Gradually, as an 

important center of concentration in terms of handicraft production function, a 

large shopping center and cultural center. Depression favored position within 

Barsa, Brasov has evolved since the beginning as polarizing center of the entire 

complex of settlements in the area. Economic development has led to continued 

population growth in the first half of the fifteenth century Brasov having 6,000 

inhabitants, and in the second half of 8000-9000 inhabitants, the largest city in 

Transylvania. 

 

Development of Brasov was accompanied throughout its entire history, 

the development of settlements in the immediate vicinity, and the influence 

exercised today extends to the level of a metropolitan area that houses 

approximately 420,000 inhabitants. 
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Brasov and its area of influence - Metropolitan Area - is defined as a 

functional urban area, participating as a key player in national and regional 

cohesion. By its geographical position, Brasov can play an important role in 

economic and territorial cohesion at the national level by developing with other 

functional urban areas such as Constanta, Bucharest and Ploiesti. Brasov 

Metropolitan Area can become part of an axis of economic development at the 

national level consists of three major urban centers. Through synergies 

developed along this axis can develop various projects with regional and national 

impact, particularly in tourism but also in terms of research and innovation 

projects contributing to economic and social development of the metropolitan 

territories components.  

 

Fig. 2 Brasov Metropolitan Area – Regional and national context 

 

  

1.2. Transport infrastructure in the Brasov Metropolitan area 
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Brasov is the intersection point of all lines of communication through which the 

connection between the historic regions in the north to the south and the west 

with the east. Metropolitan area is crossed by the main European roads (E60, 

E68, E574) and European corridor IV and density of railway tracks (67.7 

km/1000km2) is above the national average. 

 

Road infrastructure 

In the Brasov Metropolitan Area, the public road network is properly developed 

and ensures road connectivity both within the analyzed territoryas well as 

between component communities and other towns in Region 7 Centre and other 

metropolitan areas and conurbations 

 

Brasov is located 160 km from Bucharest (the capital) and 150 km from Sibiu. 

Metropolitan area has a network of public roads well represented, being crossed 

by the main European roads. 

  

 
The road network1 in the metropolitan area is comprised of: 

 European roads (E): 

 E60 on DN1 (București – Predeal - Braşov) and DN13 

(Rupea – Brașov); 

 E68 on DN1 (Sibiu - Făgăraș – Codlea - Brașov); 

 E574 on DN11 (Târgu Secuiesc – Lunca Câlnicului - Braşov) and 

DN73 (Pitești – Bran – Râșnov – Brașov) 

 

 National Roads (DN) : 

 DN1A (Ploiești – Cheia - Săcele - Braşov) 

 DN 1E (Brașov – Poiana Brașov – Râșnov) 

 DN10 (Buzău – pasul Buzău – Prejmer – Hărman – Brașov) 

 DN 73A (Predeal – Pârâul Rece – Râșnov - Șinca - Șercaia) 

 DN 73B (Cristian - Ghimbav) 

 

 County roads (DJ) 
                                                           

1
 http://www.drdpbv.ro/drumuri.html#reteabv 

http://www.drdpbv.ro/drumuri.html#reteabv
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 DJ 103 (Județul Covasna – Bod – Sânpetru - Braşov) 

 DJ 103A (Județul Covasna – Vama Buzăului – Tărlungeni - 

Braşov) 

 DJ 103B (Teliu – Budila –Tărlungeni - Săcele) 

 DJ 103C (Ghimbav – Brașov) 

 DJ 108 (Hărman – Sânpetru) 

 DJ 112 (Județul Covasna – Podu Olt - Hărman) 

 DJ 112A (Hărman – Bod – Codlea – Vulcan – DN 73A) 

 DJ 112B (Cristian - Vulcan) 

 DJ 112C (Hălchiu – Satu Nou – Dumbrăvița) 

 DJ 112D (Tărlungeni - Prejmer – Lunca Câlnicului) 

 

 Local roads: 

 communal roads 

 local roads 

 other roads – e.g. forrestry roads 

 

Public roads density is 27.8 km/100 km ² territory. Car traffic in the Brasov 

Metropolitan Area is very intense, and European roads / national are over their 

carying cappaacity for the following reasons: 

: 

 There are a high number of commuters who travel daily to / from work. 

schools, shopping areas, etc.. Most commuters use private car because of 

deficiencies in the public transport system 

 The large flows of tourists, especially on weekends and during holidays, 

coming / leaving touristic sites in the metroplitan area.  

 

Railway infrastructure 
 
 

The railway network in the Brasov Metropolitan Area territory isadministered by 

Regional Railways Brasov. Standard gauge railway line has a total length of 683 

km, with a density of 62km/1.000km² above the national average of 46 

km/1000km². Due to Brasov's geographical position, the railway network is 

largely a transit network 
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The territory is covered by the following railway tracks: 

 Main line 200: Braşov - Făgăraș - Curtici (simple non electrified line); 

 Main line 300: București - Predeal - Braşov - Episcopia 

Bihorului (cale ferată dublă electrificată). Tronsonul 

București - Braşov - Sighișoara - this line is a part of the 4th 

TEN T corridor; 

 Main line 400: Braşov – Sfântu Gheorghe – Deda – 

Sighetu Marmației (simple electrified line). 

 

Localities that have direct access to the rail network in the metropolitan area 

are Brasov Codlea Ghimbav Predeal Rasnov Harman Prejmer Bod Feldioara 

and Cristian. At present the Braşov metropolitan territory both electrified and 

non-electrified railway lines. 

 

Due to predominantly transit rail system, people do not use the railway network 

for their metropolitan mobility needs. Contributing to this low level of usage is 

the positioning of train stations which is not favourable to an efficent mobility 

behaviour. The presence of a private operator (REGIOTRANS) that runs  micro-

regional routes can be an opportunity to develop an rail components as part of 

the passenger transport in metropolitan.  

 

Bycicle lanes 
 
 

Currently, the in metropolitan area there is a network of trails specially 

designed for cycling. In the absence of specialized infrastructure, use of 

environmentally friendly means of transport is reduced. Cyclists use 

mostly carriageway and footpaths, which increase the risk of accidents. 

Only in the municipality of Brasov there were made approximately 22 km 

of bike lanes.  

 

 

Parking spaces 
 
 

With annual growth of the vehicle numbers and traffic taking place in the 
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metropolitan area, the problem of parking in both residential 

neighborhoods and adjacent to public institutions or public points of 

interrest is a priority for all local authorities. Parking deficiency particularly 

affects localities centers that overlap with their historic area, 

characterized by poorly designed roads that do not allow the 

arrangement of parking. In town centers due to lack of dedicated 

facilities, we find frequent cases of parking on the sidewalk directly in the 

roadway, which may represent a potential danger to pedestrians and 

road safety. 

 

In the residential areas of the rural communities of the metropolitan area, 

the issue of parking is less felt, most residents using their own parking 

spaces on their property. However, in these areas, there is frequent 

cases of parking directly on the roadway, which can lead to traffic 

congestion, especially on the secondary roads, characterized by a 

reduced cross section. 
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1.3. Mobility in the Brasov Metropolitan Area 

The vehicle fleet in the metropolitan area experienced a steady increase in the 

number of vehicles registered, especially in the urban areas. In late 2010, the 

situation of registered vehicles was as follows: 

 Mopeds - 3107 

 Motorcycles - 4764 

 vehicles with no more than eight seats (cars) - 98.302 

 Vehicles designed and constructed for the carriage of passengers, who 

outside the driver's seat have more than eight seats and a maximum mass 

not exceeding 5 tonnes -771 

 Vehicles designed and constructed for the carriage of goods having a 

maximum mass not exceeding 3,5 t - 9856 

 Vehicles designed and constructed for the carriage of goods having a 

maximum mass exceeding 3,5 t - 2691 

 Farm Tractor - 1337 

 

From the data presented, it is noted that only the number of cars reported 

to the area population proportion is of 1 cars/~5 inhabitants. Moreover, private 

cars are the the main means of transport of the metropolitan area's population at 

the expense of public transportation by road and / or rail, both local movements 

and those outside of the village. The use of private cars is especially favored by 

the low development of public transport and infrastructure field. 

 

Braşov metropolitan area was affected in recent years by two major events 

impacting mobility warts namely: 

  

 Movement within the metropolitan migration behavior for rural 

communities . Following the economic and social development of 

the metropolitan area , middle-class families have decided to 

purchase a home in one of the rural communities surrounding 

Brasov. The reasons for this decision are related to some aspects 

that contribute to a high quality of life (housing space available 

considerably higher than in urban areas , low levels of pollution, 
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easy access to utility networks , etc. . ) . The effects of this 

phenomenon can be found in the need for increased mobility . In 

general, families who have migrated within the metropolitan area 

from urban to rural areas not operating current ( work, school ) in 

the place of residence . For this reason , mobility needs are covered 

by one or two personal vehicles ( most often ) or with passenger 

services now offered by private operators in the County 

Transportation Plan . Thus, it can be seen that there are common 

around Brasov City about 5000 inhabitants , reaching a maximum of 

8 -9000 population in the communes and Prejmer Tărlungeni . 

Population growth in rural areas corresponding to a decrease of 

nearly equal population of Brasov in the same period of time.  

 

 

Fig 3 – Inhabitants dispersion in the Brasov Metropolitan area 

 

 Development of industrial functions outside of Brasov. In the past 

20 years, industrial development of the metropolitan area was 

conducted on land in the vicinity of Brasov, outside of residential 

areas. In addition, industrial areas were located within the city have 

been removed and relocated to neighboring communities. Industry 
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is a leading provider of workforce metropolitan area, which makes 

the new mobility flows connection between residential areas within 

the city or in rural communities and new areas of economic / 

industrial. In these cases, the mobility needs are covered with 

private car (most times) or with passenger services now offered by 

private operators in the County Transportation Plan  

 

 The above situations are possible due to a permissive legislative 

framework that favors the purchase of used cars for sale at relatively low prices. 

Even if maintenance costs are higher than for a new car, they are affordable as 

they are distributed over a long period of time (compared to the financial effort 

required for buying a new car). 

 

Regarding the use of two-wheeled vehicles (motorcycles and mopeds) 

they are seen more as recreational vehicles and are widely used to cover mobility 

needs. This is due to the climatic characteristics of the area that make low 

temperatures are present 5-6 months per year, which discourages two-wheeled 

vehicle users for their use throughout the year. Today, the younger generation is 

using mostly two-wheeled vehicles. It is expected that in the next 10-15 years, as 

the current users matures, continue to use these types of vehicles to meet the 

future needs of mobility within the metropolitan area. 

 

 Based on traffic census carried out in recent years and the coefficients of 

traffic evolution for the period 2010 - 2020 is expected an increase in vehicular 

traffic on the road that crosses metropolitan area with over 20% every five years. 

It is clear that since 2015 the ability of some arteries to take all traffic approaching 

the critical values predicted and 2020, traffic will be almost suffocated. This while 

the analysis was done for a daily average hourly, leading to the conclusion that in 

the hours leading localities will be blocked. 
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1.4. Public transport services i the Brasov Metropolitan Area 

In the metropolitan area of Brasov, only two cities (Brasov and Săcele) have their 

own public transport system. 

 

In the municipalityof Brasov, public transportation is provided by the Public 

Transport Comapny, a company subordinated to the Local Council of Brasov. 

 

The Brasov City public transport is organised as follows: 

1Buses - 26 routes with a total length of 440 km of which: 

● business day, 27 routes in the program from 5.30 to 24.00; 

● on holidays, 25 routes in the program from 6.30 to 22.30 

 

2. Midi Bus - 11 routes with a total length of 147 km of which: 

   ● business day, 10 routes in the program from 5.30 to 24.00; 

   ● on holidays, 9 routes in the program from 6.30 to 22.30. 

 

3. Trolleys - 7 routes with a total length of 94.8 km of which: 

   ● on weekdays, 7 routes in the program from 5.30 to 24.00; 

   ● the holidays, 3 routes in the program from 6.30 to 22.30. 

 

 The composition of the public transport network was made based on the 

idea that any traveler can reach on foot from the nearest dwelling to no more than 

5-10 minutes, which corresponds to an average, a distance of 350 m public 

transport people within the City of Brasov has 375 stations, of which 114 

equipped with passenger shelters and 10 ends of lines, major hubs of the 

transport network. 
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Fig 4 – Public transport routes in Brasov City 

 

 

The means of public transportation undergo an average 900,000 km / 

month. The buses have come to more than 300,000 km, the boundary of the 

point of view of wear (74%). Therefore they need to be renewed and modernized. 

 

In 2011, thenumber of trips recorded  was 56,269,964, and in 2012 there 

were 55. 601. 376 trips 

 

Utilization of public transport varies between different routes operated by 

the Public Transport Company of Brasov. While districts across Bartholomew, 

Old Centre and Civic Centre means of transportation are very commonly used, 
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they move to the outskirts of very few passengers. Also, the passengers are 

requesting various improvements such as: 

 

• creation of new routes, especially to new commercial development 

zone to the limits of Brasov 

• introduction of valid travel documents for a certain period of time 

(60-90 minutes) that can be used on many routes 

• Introduction of modern means of acquisition of travel documents 

• Extension of public transport in metropolitan 

 

The main problems facing the public transport system in Brasov are: 

 Transport fleet with a high degree of wear. Most vehicles are 

approaching the end of optimum operation. It also requires a greater 

variety of vehicles available so that we can transport demand to meet 

available transmission capacity dynamic and adaptable.  

 Outdated ticketing system, which ensures maximum ease of 

use. Currently RAT Brasov travel cards used paper and cardboard, which 

does not facilitate their purchase by passengers. It is envisaged in the 

near future to implement a modern ticketing system to make use of 

modern means of payment in order to motivate users to shift to public 

transport especially. 

 

The second community benefiting from public transport is Sacele. Here 

there is only one route line which crosses the city from end to end up in the 

municipality (given the territorial configuration Sacele  developed along a single 

axis). The route "Garage Săcele - Poienelor, Braşov" reaches 10 stops in Sacele 

and 3 in Brasov. 

 

 Based on the agreement between Braşov and Săcele,  twice a day there  

is the connection between the historical center of Brasov and Săcele. 

 

The fleet consists of 14 buses (8 solo buses and 6 articulated buses). 

Outside the renewal of the fleet, it is necessary to diversify the fleet to cover 

transport demand varies throughout the day. 
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Outside the towns of Brasov and Săcele, no other community in Braşov 

metropolitan area benefits from their own public  transport system. 

 

At the metropolitan level, public transport system is currently provided by 

private operators holding licenses under the County Transportation Plan 

developed in 2008. 

 

Under this plan transportation, major routes operated are those that links 

the city of Brasov and the surrounding villages. The current plan is outdated and 

fails to link the areas of economic and social interest recently developed. 

According to PJT routes served are presented below: 

 

No. 
Starting 

point 

Intermediary 

point 
destination Km 

Transport 

capacity 

(seats) 

Time between 2 buses 

1 Braşov Sânpetru Bod 14 >22 60-90 minute 

2 Braşov - Sânpetru 7 >22 30 minute 

3 Braşov Stupini Bod 14 >9 30 – 60 minute 

4 Braşov Hălchiu Crizbav 25 >22 60 – 180 minute 

5 Braşov Hălchiu Satu Nou 19 >22 120 – 150 minute 

6 Braşov 
 

Hărman 10 >22 30 minute 

7 Braşov Prejmer 
Lunca  

Câlnicului 
19 >22 90-180 minute 

8 Braşov Hărman Prejmer 17 >22 
2 curse zilnic în timpul 

anului școlar 

9 Braşov 
Lunca 

Câlnicului 
Prejmer 26 >9 30 minute 

10 Braşov Târlungeni Purcăreni 24 >22 15-30 minute 

11 Podu Olt Hărman Braşov 20 >9 40 – 60 minute 

12 Braşov 
Timișul de 

Jos 
Predeal 26 >22 60-120 minute 
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No. 
Starting 

point 

Intermediary 

point 
destination Km 

Transport 

capacity 

(seats) 

Time between 2 buses 

13 Braşov Predeal Pârâul Rece 36 >22 180 – 220 minute 

14 Săcele Târlungeni Purcăreni 17 >22 3 curse/zi 

15 
Moieciu de 

Jos 
Râșnov Braşov 30 >22 30 – 60 minute 

16 Braşov Cristian Râșnov 15 >22 15-30 minute 

17 Braşov Codlea Dumbrăvița 27 >22 120 – 180 minute 

18 Braşov Ghimbav Codlea 13 >9 15- 30  minute 

19 Ghimbav 
 

Braşov 6 >9 15- 30  minute 

20 Vulcan Cristian Braşov 15 >22 60-90 minute 

21 Vulcan 
Holbav   

Mina 1 Mai 
Codlea 15 >9 60-120 minute 

22 Braşov 
 

Cristian 6 >9 30-60 minute 

23 Hălchiu 
 

Braşov 21 >22 30-60 minute 

 

Table  1. Transport routes operated by private operators in the Brasov metropolitan area 

 

 The major disadvantages of the current system of public transport 

achieved under the County Transportation Plan are: 

 The age of the fleet. Transport is done with old minibuses with high 

degree of wear. 

 Lack of specialized facilities for safety and passenger comfort. 

Minibuses used by operators license holders route have, in most 

cases, minimal facilities for safety and passenger comfort. Even if 

standing passenger transport is not permitted under applicable law, 

operators neglect this and allow transport of passengers even if no 

more seats are available. They have a minimal space available and 

are highly exposed to accidents in the case of a sudden stop of the 

vehicle. Furthermore, luggage space is minimal.  

 A sufficient variety of routes available is not provided. The entire 

transport system is configured with Braşov city as a central point. 

Thus, there are no connections between villages offering different 
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opportunities for the population. For example, adolescents from 

rural Harman Hălchiu Bod and have access only to high school in 

Braşov since the only public transport routes are available to 

Braşov. Limits public transport system make it impossible to exploit 

opportunities given by high schools and Codlea Prejmer 

 Lack of efficiency. Public transport routes make excessive use of 

national roads (very busy) and in many cases ignores routes 

covered county roads more accessible in terms of levels of traffic, 

especially at peak hours 

 Lack of predictability. The current passenger transport system at 

county level work so that the carrier does not receive grants only for 

specific audiences. For this reason, there is a constant pressure on 

operators to ensure financial sustainability. In these circumstances, 

there are frequent cases where the operator decides to cancel one 

or more courses where the passenger load is very small (eg routes 

operated at late hours, between 21.00 - 23.00).  

 Tax evasion. As mentioned previously, there is a constant pressure 

on carriers to ensure financial sustainability. Under these 

conditions, passenger transport generates tax evasion. Thus, there 

is no ticket outlets in all stations and transport driver practice, in 

many cases, the collection amounts for tickets without actual 

issuance of the ticket. This behavior is practiced under conditions of 

"complicity" of the passengers who agree to travel without a ticket. 

Tax evasion is practiced with the consent of the directors carriers 

since they do not take active measures to combat this phenomenon  

 

Nowadays it was developed by the County Council Brasov the County 

Transportation Plan for the period 2014-2019 . This document is prepared as 

required by law and does not include a number of mechanisms and procedures 

capable of ensuring adaptability to dynamic economic and social plan of the area. 

Basically , estimates of transportation requirements are based on the figures 

recorded in previous years without progress achieved and a forecast of the 

coming years. Procedures to upgrade County Transportation Plan does not 

provide for the possibility of eliminating routes where they are no longer viable . 
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For this reason , private operators to apply for licenses for route assignment are 

only interested in certain routes they consider sustainable. Thus, some paths are 

not covered by any operator. For example, in this County Transportation Plan , 

there is a route linking the two villages of the commune Bod ( Bod and Bod 

Colonia ) . 

 

 In the context of sustainable development , local governments in the 

metropolitan area, especially Brasov municipality are facing a big challenge of 

reconciling economic development and availability on the one hand, quality of life 

and environmental protection on the other hand . An integrated transport system 

would allow people and goods to reach their destination on time and limit 

environmental impacts . Congestion in the city is one of the major issues 

identified at municipality level and the metropolitan area . Thus, reducing the 

negative impacts of congestion while ensuring continuity of prosperity is a major 

challenge for local authorities. It has negative economic , social, health and 

environmental plan and degrades the natural and built environment . Congestion 

are found both in the central and peripheral areas of the city and affect the ability 

of national and trans-European transport network . 

 

In order to streamline the metropolitan transport system,  in early 2013 has 

been established the  Metropolitan Association for the Sustainable Development 

of Public Transport of Brasov. This association consists of 15 municipalities in the 

metropolitan area along Brasov Metropolitan Agency for Sustainable 

Development of Brasov. Currently, this association is not yet operational. This 

study is done in order to explain the functions that this association should perform 

as well as the needed resources. 

  

This association was formed from a series of legislative changes that allow 

public authorities to join the joint organization of public passenger transport 

systems. Following approval by the licensing authority of the association as 

required by law, that organization will be the Public Transport Agency at the 

metropolitan Brasov. 
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2. DESIGN OF THE STUDY'S METHODOLOGY 

 

The study is based on a research methodology developed in the context of 

previous similar approaches funded under INTERREG IV C. 

 

Basically , research methodology uses a mix of tools based on content analysis 

of documents, interviews ( most often semi -structured or unstructured ) and the 

exchange of best practices. The latter, even if it is a research tool sociology 

portfolio is a tool widely used in various fields of social life as the basis for 

evaluation of already implemented solutions and analysis of critical success 

factors and the level of transferability . 

 

Basically , this study is based on an analysis of documents on various models of 

PTA ( Public Transport Agencies ), located in Europe , North America and 

Australia. This analysis is complemented by studies carried out by all EPTA 

partners and interviews lead by the team of the Brasov Metropolitan Agency . The 

purpose of these studies and interviews concerning the implementation of best 

practices is to highlight different approaches to organizational structure of PTA 

and identify the major functions performed by PTA in different areas. 

 

It is considered why different approaches have been adopted in different places , 

which were critical success factors that were key people and organizations whose 

involvement has generated success that approach, which is the level of 

adaptability and portability of the model in question a different context , etc. . 

 

A number of possible options are shown to provide PTA functions in rural small 

and medium-sized urban areas in terms of organizational structure centralized / 

decentralized . 

 

 



 

 

3. DESIGN OF THE MAIN RESEARCH INSTRUMENTS 

3.1. Used research instruments  

Document analysis 

Document analysis allows "detailed examination of documents produced by a 

variety of social practices, and takes a variety of forms, from the written word to 

the visual image. The significance of the documents can be located in the 

historical circumstances of their production, their circulation and reception items, 

as well as the functions, performances, effects, social usages that can be 

associated”2. 

 

Documents and their analysis can reveal the following types of items: 

 Intentions, communication trends of an individual, group or institution 

 international differences (or otherwise) the content of the communication 

 Attitudes, values, opinions manifested in public spaces. 

. 

A content analysis of documents is intended for: 

a) systematic enumerative approach that involves quantifying the frequency 

of some elements in documents or similar documents (manifest content of a 

document concerns) 

b) Textual analysis mainly aims interpretation meaning that you can 

document. 

 

Overcoming register sociological research or scientific research, analysis of 

documents can be an effective tool in the fields of social action, especially in the 

social public (in its turn as a manufacturer of documents eligible for analysis and 

interpretation). 

 

 

 

                                                           
2
 Jupp, V. (coord.) (2010). Dicționar al metodelor de cercetare socială. Iași: Polirom., p.33 
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Document analysis in project implementation can cause two types of analysis: 

a) If the analysis is performed longitudinal documents (in chronological 

evolution) then it can cause issues such as the pace of development and 

implementation of measures, potential risks and obstacles occurred, the 

preponderance of the use of specific methodologies with varying degrees 

of effectiveness. 

 

b) If the analysis performed transverse documents (documents similar but 

produced in close periods or similar entities) then we can determine 

common elements and / or different elements which again can become 

items which may indicate the efficiency / effectiveness of the approach 

developed. 

 

In the present study there will be analyzed documents produced by the project 

EPTA - "European model for Public Transport Authority as a key factor 

leading to transport sustainability and statutory documents of transport 

agencies identified as examples of good practice set out in the first part of this 

paper. 

 

Interview (unstructured or semi-structured) 

The interview, unstructured or semi-structured, either allows the researcher to 

collect data directly from the respondent, allowing a high level of deepening of 

research topics. If it is present, Brasov Metropolitan Agency representatives who 

participated in the events organized under EPTA project could run various 

interviews with key individuals involved in the implementation of good practices 

identified. Interviews allowed deepening analytically and favored the transfer of 

information relevant to the analysis. 

 

Exchange of best practices 

As mentioned in the previous section, this is not a research tool in the portfolio of 

sociology but is used extensively in urban development and management of 

metropolitan territories. Basically, the exchange of good practice performs the 

following steps:  
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 Establish criteria for analysis - the researcher examines the current state 

of the development process and defines desirable situation . Based on 

their expertise , the investigator must establish a set of criteria for 

analysis . Based on these criteria there will be evaluated example of good 

practice as well as its level of portability . 

 Identify good practice - in setting the stage , entities interested in certain 

aspects of urban development processes through a stage of 

documentation to identify situations that resemble the state of desirability 

of the researcher . Documentation can be achieved by using resources 

available online, contacting partners were involved in the implementation 

of good practices , etc. . 

 Review best practices - on the basis of assessing good practice 

established analysis . The approach is based on the desire to identify 

critical success factors , individuals and organizations involved in the 

implementation and success of the practice , local specific elements that 

contributed to the success achieved, etc. . In many cases , this analysis is 

to assess the level of transferability of good practice in other contexts. 

 Evaluation of transferability - based on the analysis stage of the practice , 

assessing existing preconditions environment where you want to transfer 

good practice. Following this assessment is issued an analysis report 

proving the transferability of good practices and the chances of success 

of this environment has been transferred. 

 

3.2. Alternatives regarding the setting up of a PTA - PUBLIC TRANSPORT 

AGENCY 

The key considerations in setting up a PTA relate to the organisational structure 

of the PTA and to the functions which the PTA is expected to perform.  In 

deciding what is most appropriate for a particular area it is important to consider 

the scope and purpose of  the PTA.  It is essential to establish the reasons why 

there is a need for the organisation and what its objectives should be to ensure 

that these will meet the needs of stakeholders in the area.   

The following section reviews key studies which have looked into the structure 

and roles of a PTA and then presents a number of alternative models of 
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organisational structure and functions for designing a PTA for small rural areas 

and medium sized urban areas.  

In 2003 the European Metropolitan Transport Authorities3 (EMTA, 2003) 

produced a position paper on the role of authorities responsible for the public 

transport systems in Europe’s largest cities and on the role that public transport 

authorities will face over the coming years. They stress the importance of a 

strong integration of transport networks and of co-ordination with policies of land 

planning and urban development. Also key are policy setting relating to fares, the 

commissioning of suppoted services, the monitoring of services to ensure quality 

of delivery and communication and marketing.  

Finn and Nelson (2004) conducted detailed investigations of the functional 

models adopted for PTA’s in urban areas. Based on case study work conducted 

in Adelaide, Dublin, Florence, Gothenburg, Helsinki, Leeds, London, Newcastle, 

Oslo, Rouen, Singapore, Sydney, and Washington and field work in cities of 

Central and East Europe, Russia and the CIS, Finn and Nelson conclude that 

despite the diversity in scale, environment, transport policy, regulatory 

frameworks, and market access, it appears that the functions to be carried out by 

an urban Passenger Transport Authority are actually common. The paper 

proposes a Generalised Functional Model which is inclusive of the full range of 

functions encountered by transport authorities in urban and metropolitan areas as 

detailed in Table 3.1.  The authors point out that it is unlikely that any Transport 

Authority will carry out every Function with responsibility for some functions being 

shared, granted or devolved to other entities, such as operators in some 

locations.  

 

The UITP4(2011) state that the role of a PTA requires autonomy to address local 

problems and that the structure of the organisation should be created to achieve 

this objective.  In their report “A Vision for Integrated Urban Mobility: Setting up 

your Transport Authority”  the UITP have produced a checklist of the major issues 

                                                           
3
 EMTA was created in 1998 so as to form a venue for exchange of information and best practices between 

the authorities responsible for the public transport systems of the European metropolitan areas. 

4
 UITP is the international network for public transport authorities and operators, policy decision-makers, 

scientific institutes and the public transport supply and service industry consisting of 3400 members from 

92 countries.  
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and questions that need to be addressed when considering outlining plans to set 

up a transport authority or revising its role, competences and tasks. This is drawn 

from 21 case studies in Europe, the Americas, Africa, the Middle East, Asia and 

Oceania.   They stress the central role of transport authorities when developing 

integrated policies but emphasise that ceating new structures is not a 

straightforward matter of copying what happens elsewhere; it must instead 

respond to the local political and socio-economic context. Therefore, any 

generalised model (such as that presented by Finn, 2004) needs to be 

considered in the context of the local environment. Although the UITP advice 

focuses on urban and suburban areas and their surroundings, many aspects are 

also applicable to rural and less densely populated areas.   

 

A summary of the considerations necessary when setting up a PTA is presented 

in Table below: 

 

Primary 

Functional 

Area 

 

Definition 
Ref 

no 
Functions 

Organisational 

Organise the entity such that it 

has the structural, personnel and 

financial capabilities to carry out 

the assigned tasks, and does so 

within prevailing laws and 

accounting principles 

1.1 Administration 

1.2 Reporting 

1.3 Capability 

1.4 Legal 

Financial 

Secure, allocate and disburse the 

finances required for all 

authorised activities of the entity 

2.1 Budgeting 

2.2 Sourcing/securing finance 

2.3 Allocation of funds 

2.4 Disbursement 

2.5 Capital expenditure 

Policy 
Develop, adapt and express the 

transport policy for the area of 

3.1 Urban Policy and Land Use 

3.2 Transportation Policy 
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Primary 

Functional 

Area 

 

Definition 
Ref 

no 
Functions 

coverage 
3.3 

Urban Public Transport 

Policy 

3.4 
Coverage / service 

parameters 

3.5 Quality Parameters 

Regulatory 

Establish and manage the 

processes for regulation of the 

supply of passenger transport in 

the area of coverage 

4.1 Develop regulations 

4.2 Assess applications 

4.3 Issue licences 

4.4 Control licenced operations  

4.5 
Control unlicenced 

operations 

4.6 Manage licences 

Planning 

Develop the mobility requirements 

for the area of coverage, and 

express this as a transport offer in 

terms of a network, routes, 

detailed timetables and/or service 

parameters for all modes covered 

by the entity 

5.1 Information gathering 

5.2 Quantify mobility needs 

5.3 High-level network design 

5.4 Detailed network design 

5.5 Forecasting 

5.6 Integration 

Fares 

Establish the framework for the 

fare system and tariffing levels for 

the public transport offer 

6.1 Set/regulate tariff levels 

6.2 Determine fare structure 

6.3 Establish fare products 

6.4 Fares integration 

6.5 Sales and distribution 

6.6 Revenue collection 

6.7 Clearing systems 

6.8 Revenue protection 

Procurement 
Develop and manage procedures 

to procure the planned or 
7.1 

Develop procurement 

strategy 
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Primary 

Functional 

Area 

 

Definition 
Ref 

no 
Functions 

alternative transport services in 

accordance with pre-determined 

objectives 

7.2 
Develop procurement 

procedures 

7.3 Tender documentation 

7.4 Run tender competitions 

7.5 Negotiate tender contracts 

7.6 
Negotiate non-tendered 

contracts 

7.7 Manage contracts  

7.8 Re-bid process 

Intervention 

Plan and implement intervention 

measures to align the transport 

offer with the entity's objectives 

8.1 Stimulate competition 

8.2 Alter barriers to entry 

8.3 Adapt contracted services 

8.4 Monitoring and correction 

8.5 Support measures 

8.6 Investment 

8.7 Restructuring  

8.8 Emergency 

Promotional 

Promote the public transport 

modes in political, image, 

operational and informational 

terms 

9.1 Traveller information 

9.2 Marketing 

9.3 Customer-facing services 

9.4 Operating Environment 

9.5 
Travel demand 

management 

9.6 Political positioning 

9.7 Dissemination 

Political 

Establish and manage interfaces 

and outreach activities with 

societal stakeholders 

10.1 Political lobbying 

10.2 Political representatives 

10.3 Outreach to communities 
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Primary 

Functional 

Area 

 

Definition 
Ref 

no 
Functions 

10.4 Customer outreach 

10.5 Employers and businesses 

  

Table nr 2 -  Primary Functional Areas and Key Functions for a Transport Authority 

(Finn and Nelson, 2004) 
 

 

A summary of the considerations necessary when considering the creation of a 

PTA is shown below: 

 

Considerations in setting up a PTA 

 Topic Issues 

1. Why is a PTA required? 

Need for vision tatement 

and consultation  

The reasons for creating or redesigning a PTA 

needs to be explained and consultation carried out 

to involve stakeholders to understand the purpose 

for the changes and their impacts.   

2. What are the objectives for 

the PTA? (examples) 

Reducing car use. 

Increasing public transport use. 

Reducing air pollution. 

Reducing accidents. 

Increasing levels of cycling and walking. 

Increasing the accessibility of the transport system 

to people with mobility problems. 

Making transport more affordable. 

3. What powers will the PTA 

have? 

To regulate? 

To operate? 

To manage? 

To plan? 

Any combination of the above 

4. How will the PTA be 

structured? 

Independent from political structure or part of 

local/regional government? 



 

34 

 

How will the management committee or board be 

made up?  Number of members, representation 

from Operators, Users, Politicians, Local 

Authorities, Health, Education, Planning, Chamber 

of Commerce, Disabled people? 

How long will members be elected for? 

How often will committee or board meet? 

Voting powers? Do all members have same voting 

rights or will votes be based on representation i.e. if 

representative from city is voting that contributes 

60% of funding do they have same voting power as 

everyone else? 

Will stakeholder groups be created to cover modes 

(bus, rail, freight)? 

Will all functions be integrated into 1 Agency to 

manage will all staff and resources become part of 

that Agency? 

Or 

Will the Transport Agency act as a broker providing 

assistance to stakeholders who will retain their 

independence within existing structures? 

How will performance of agency be monitored and 

reported? 

What governance procedures will be adopted? 

5. What do you want your 

Transport Authority to 

manage? 

Buses, Coaches, Trams, Metro, Rail, Taxis, 

Community Transport, Cycling, Walking, Health, 

Education, Social Services, Roads, Parking, 

Planning, Fares 

6. What regulations will 

govern the PTA and 

operation of services? 

EU, National, Regional 

7. How will PTA operate 

services? 

Will PTA operate services using your own staff and 

vehicles?  or  

will you use private operators? or  

Mixture of both? 

Will services be open (deregulated) or franchised 
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 Table nr 3 – Considerations in setting up a PTA 

 

or tendered? 

8. How will fares be decided? Will PTA set fares? 

Will operators set fares? 

Will multi-operator ticketing schemes be provided 

by agency? 

9. Who will set standards and 

conditions for contracts/ 

Awards? 

How long will contracts operate? (1 year, 3 years, 5 

years, 7 years more than 7 years)? 

What tendering model to use Gross Cost or Net 

Cost models? 

10. How will PTA be funded? Central Government, Regional Government,  

Funding Streams: Fares, Grants 

11. How will services be 

promoted? 

Will services be branded with Agency logo etc? 

Will PTA provide a Journey Planning (JP) system 

to promote all services? 

Will operators or Agency produce timetables, 

publicity materials etc.?  

Will operator stakeholders contribute towards costs 

for promoting services? 

12. What are the potential 

barriers 

Political support long term at the national level. 

Agreeing the right level of central government 

involvement. 

Supportive legal and regulatory frameworks. 

Appropriately structured pricing and fiscal 

frameworks. 

Sufficient financing of public transport. 

Funding for transport in both Urban and Rural 

areas. 

Management Information - quality and quantity is 

essential to monitor contracts and policies. 
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3.3. FUNCTIONS OF A PUBLIC TRANSPORT AGENCY 

Analysis of these considerations and of the EMTA (2003), Finn and Nelson 

(2004) and UITP (2011) work has led to the identification of the EPTA seven key 

functions/pillars of a PTA.  These are: 

 

1. REGULATION: A legal framework gives structure to a PTA to allow it to 

function in close cooperation with the local government and operators and to 

carry out the policies made by policy-makers. A legal framework usually 

defines the options that are open to PTAs to implement. In some cases it may 

require some additional legislation to be created to allow the PTA to introduce 

changes consistent with the regulatory framework for all modes. The 

framework of activities among stakeholders is strongly linked to the legal 

framework governing the PTA. (E.g. A framework that foresees the presence 

of structured PTAs gives them strength and authority to allow the organization 

to meet its objectives); 

 

2. PLANNING: The Planning function is usually divided into the following 

categories; planning services, budgeting resources and operatively 

designing/scheduling services. These activities themselves could be part of 

the PTA. On a political and administrative level, planning should be linked to 

and influenced by other public planning activities; environment, economics, 

social, urban, rural….. (E.g. A PTA can be responsible for planning the entire 

process including sourcing resources, budgeting services and 

designing/scheduling services, as defined by legal bodies. On the other hand, 

a PTA can act as an advisory body providing assistance to stakeholders, such 

as Local Bodies, Operators etc.); 

 

3. TENDERING/AWARDING: The Tendering/ awarding procedure, is usually 

regulated by law. It is a crucial function, where the operator(s) is/are chosen 

and a service contract is awarded. A successful PTA can establish criteria and 

grounds for a fruitful cooperation with operators, based on quality, efficacy 

and efficiency. (E.g. A direct award to a given operator does not usually lead 

to contract optimization. This may be due to local circumstances - lack of 
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competition etc. A structured tendering process involving all stakeholders can 

lead to improved services designed to meet the needs of users in the most 

cost effective manner); 

 

4. INTEGRATION: In planning and awarding services, integration and 

coordination among different modes and stakeholders (other departments, 

sectors; Health, Education, etc.) dealing with sustainable mobility as a whole, 

represents a strategic objective for delivering intermodality and co-modality. 

Of course, the result (efficient integration) can be a benefit for the users and 

also for the contract, distributed between the PTA and the operator(s). (E.g. 

Services integration can improve levels in satisfaction for all users including - 

rural urban, elderly and or disabled people, commuters, education, health, 

social services, leisure and business. Integration between modes can lead to 

the development of multi modal networks including; bus, train, metro, tram, 

car sharing, bike sharing, taxis car hire with drivers and parking 

management); 

 

5. PROMOTION: The promotion of any service is key to its success. Efficient 

public transport can shift passengers from individual to collective modes and 

from unsustainable to more efficient and economic modes of transport. 

Promotion of services can be dealt with at the political level and at the 

operational and marketing level - particularly, within net-cost contracts. (E.g. A 

PTA that has awarded a gross-cost contract has to invest in promotion of 

services. A PTA has also to invest in promotion if local bodies are deeply 

interested in its efficacy. A PTA can ignore promotion and include this function 

in the operator(s) or other organization(s) responsibility as part of the 

tendering process); 

 

6. MANAGEMENT: Management of services is usually the responsibility of 

operators (except for PTAs that operate their own services). A transport 

service contract should contain full understanding of the issues from the PTA, 

including a good knowledge of the operational activities and meeting the 

needs of stakeholders. (Eg. Sometimes, PTAs manage services themselves, 

being owned by local bodies. This usually means that a service contract 
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doesn’t exist. In other cases, it can just own the buses/trains or even maintain 

them. Usually, management and regulation are separated, in a weak or in a 

strong way); 

 

7. CONTROL: Often, the control activity is underestimated. It is important to 

create trust between PTA and stakeholders to ensure the design and 

operation of appropriate services designed to meet the needs of users. 

Clearly defined standards and operational guidelines are required to allow 

monitoring of performance where good service can be rewarded and poor 

service penalized. (E.g. The real know-how comes from operating and/or from 

control. Where a contract is foreseen, an appropriate control structure should 

be introduced to protect PTA and users). 

 

Organisational Structures 

Although the considerations in setting up a PTA are common regardless of scale 

of introduction, and the key functions are similar to both large urban and smaller 

urban/rural areas, it is clear that the structures are often different.   In medium 

sized urban and small rural areas the responsibility for planning, organisation and 

procurement of passenger transport services has typically tended to be 

centralised with these functions undertaken by the transport department within 

the Local/Regional Authority or by central government.  The full set of functions 

(usually associated with a decentralised metropolitan PTA) are generally reduced 

in such cases with several responsibilities remaining with Regional or Central 

Government (such as enforcing legislation/regulation and some 

funding/ontracting responsibilities).  In some cases Transport may not even be 

considered a Department on its own and the responsibility for planning, 

organisation and procurement may be divided between a number of departments. 

This situation has some logic because some transport services facilitate the 

provision of other council services (for example, social services transport).  

However, this inevitably leads to duplication of transport provision and 

inefficiencies in management of service delivery. For example, in many cases 

local authorities may have three or four different departments running and 

organising transport services for social care. In these cases each department will 

buy from and enter into separate contractual arrangements with bus and taxi 
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companies and each department will have duplicated coordinators and 

administrators to organise routes and deal with queries. As a result there is often 

a disconnect between the different care worker teams and transport coordination 

teams.  By integrating these teams a Local Authority can improve the visibility of 

the total demand for service and the overall resources available. Internally run 

minibuses can be routed effectively across the different client groups so utilisation 

can rise and costly taxi journeys can be eradicated. 

Driven by the need to make efficiency savings there has recently been a move 

towards the creation of intergated transport units (ITU) by authorities within 

medium sized urban and rural areas in the UK (NWCE, 2006). An integrated 

transport unit (ITU) is a unit run by (or on behalf of) a local authority that brings 

together passenger transport service planning, procurement and monitoring and 

management functions across a range of service areas (eg. local bus services, 

mainstream school transport, special educational needs (SEN) school transport, 

social services transport etc). In some cases, an integrated transport unit may 

also include operation of a fleet for transport provision for some or all of these 

service areas and associated functions such as fleet management and 

maintenance. Figures 3.1 and 3.2 illustrate the structure of passenger transport 

service delivery within a Local Authority with and without an ITU. 

 

Fig 5 - Typical passenger transport service delivery without an ITU 
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Fig 6 - Typical passenger transport service delivery with an ITU 

Integrated transport units within a local authority have been shown to deliver 

efficiency advantages and other benefits over other organisational options. 

NWCE (2006) concluded that local authorities adopting an integrated transport 

unit (ITU) to meet its transport requirements could lead to individual authority 

savings of up to £1million a year. By 2011 in the UK many, but not all local 

authorities in medium sized urban and rural areas had created Integrated 

Transport Units. For example in Scotland, out of 32 authorities, 18 have 

developed integrated transport units or are in the process of doing so (Audit 

Scotland, 2011). In the remaining 14 authorities, responsibility for planning, 

organising and procuring transport is divided between a number of departments.  

Even within the authorities which have developed ITU’s there is a wide range in 

the level of integration and coordination being achieved.  

 

In practice, there are a number of variants on the integrated transport unit 

concept in terms of the way it is implemented. For example, some local 
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authorities have implemented an ITU that includes operation and management of 

an in-house fleet while others have included elements of transport policy and 

strategy development within the ITU as well as the pure transport organisation 

functions. In general tasks include operational policy, planning of public transport 

infrastructure (stops, shelters and stations) and dissemination of information and 

marketing of PT services.  If the tasks conducted by an ITU are outsourced (ie. 

contracting a private sector agency to run the unit on behalf of a local authority or 

establishing and contracting to a stututory agency external to the local authoirty to 

run the unit) then this could be considered as a decentralised PTA model for 

small urban and rural areas.   An overview of the different structures which can 

exist for delivering PTA functions in medium sized urban and rural areas is 

illustrated in the figure below: 

 

Fig 7 - Organisational structures for PTA functions 

IMPLEMENTING CHANGE 

If a medium sized urban or small rural area is considering a different 

organisational structure for delivering transport functions then a thorough 

assessment will be required of the need and benefits for change. Implementing 

change is never easy.   Regardless of the approach that is considered for the 

design and operation of a PTA it is important to get support from stakeholders 
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especially those that will be mostly affected by the proposals.   With this in mind it 

is essential that stakeholders can be involved in the design of your transport 

strategy taking into account existing International, National, Regional Transport 

Strategies and Policies.  A strategy should address the following issues:  

 How will your transport strategy link to other National, Regional Strategies 

and Policies? 

 What are the benefits - for example, will it increase sustainable economic 

growth?  

 Will it improve services allowing citizens to access jobs, education, health 

services and recreation? 

 Will your strategy improve links between businesses with customers and 

suppliers? 

 

 

CHALLENGES 

It is important that you can demonstrate the need for your strategy.  What are the 

challenges that existing working practices are causing?  For example: 

Are existing working practices inefficient? Highlight issues for example:   

 Is there lack of coordination between stakeholders?  Highlight existing 

stakeholders and their working practices 

 Regulation – Highlight the range of regulation(s) covering all modes of 

transport in your area and the need to consider a PTA to implement 

regulations in a consistent manner 

 Planning – Highlight the advantages of having all services planned and 

coordinated through one agency  

 Tendering services – Highlight advantages of coordinating and managing 

all transport related tendering issues through one agency. 

 Integration – Highlight the advantages to citizens, operators and area by 

introducing an integrated approach 

 Promoting services – Highlight the current difficulties due to number of 

operators/agencies involved?  Highlight the issues giving examples of 

problems faced. 
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 Management –Highlight the advantages of managing all services through 

one agency 

 Value for Money – Highlight the financial advantages for creating the 

agency compared with existing working practices. 

  

   

CONSULTATION 

 

Consultation is an important aspect to consider.   It is important that all 

stakeholders understand why, where, when, what and who will be involved in the 

process.  This can be done through the creation of stakeholder groups that 

represent a cross section of key groups such as Authorities, Operators, Users, 

Politicians, Media, Disabled People user groups, Education, Health, Employers, 

etc.  It is important to create a vision of what is trying to be achieved to “sell” 

concept clearly stating the benefits for citizens, operators, city and region.  

Once a decision has been made regarding the proposed structure and strategy 

for a PTA this should be circulated to stakeholders to seek their views.  

Implementing change is rarely easy.   It is important that all stakeholders feel 

involved and part of the process otherwise it may be extremely difficult to achieve 

the stated objectives for the PTA. The process of changing regulation takes time 

and the role of consultation cannot be understated as unless stakeholders buy 

into proposed changes they are unlikely to be successful. 

Sufficient time should be allocated for consultation to allow this process to be 

successful.   Use of media (web, newspapers, radio, TV, community groups etc.) 

should be considered.   Allowing stakeholders to respond to proposals should be 

encouraged and all replies reported.     The process should be transparent and 

open to allow reporting of all issues..    
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4. GATHERING OF RELEVANT DATA  

 

The study is based on a model developed by the EPTA project . In this 

model , a public transportation agency may perform seven functions - regulatory , 

planning, purchase of transport, integration , promotion , management and 

control. A transportation agency may perform one or more of these functions , 

based on the mandate received from their governing bodies . This opportunity 

study starts from an analysis of examples of good practice identified at European 

level , namely: 

 Public Transport Agency Bologna ( Italy) 

 Regional Law No 30/1998 and 10/2008 ( Italy) 

 Public Transport Agency Thessaloniki (Greece ) 

 Flexible Transport Services - StradiBus the Province of Cremona ( Italy) 

 Public Transport Agency in Oslo (Norway ) 

 Public Transport Agency of Barcelona ( Spain ) 

 Public Transport Agency in Helsinki ( Finland) 

 Public Transport Agency in Toulouse (France ) 

 Public Transport Agency of Goteborg (Sweden ) 

 

4.1. Analysis of  best practices identified in the EPTA project 

 Public Transport Agency Bologna ( Italy) 

SRM Bologna (Italy) was established on August 4, 2003 following the dissolution 

ATC SpA - public transport company in Bologna. SRM Bologna was founded by 

the association of the Municipality of Bologna and Bologna province. The 

organization is based wholly public capital. 

 

Since SRM Bologna control the activities of public passenger transport in the 

province and provides management resources, including those allocated public 

transport, this organization is considered Public Transport Agency (PTA) in the 

region. 
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Through its role as public transport agency, SRM performs the following 

functions: 

 

 management of the infrastructures serving the local public transport 

service and mobility including, purely as examples, networks, warehouses, 

bus stations and plant;  

 planning and research of financial resources for infrastructures and 

investments. Moreover, the Agency is charged of the following activities, 

by agreement with the competent local Bodies: 

 planning, organisation and promotion of integrated public transport service 

and private mobility;  

 management of the tender procedures in order to let out on contract the 

local public transport service;  

 control on the execution of the "Service Contracts" concerning local public 

transport;  

 

The social objective of the Agency also includes: 

 planning and organisation of complementary services for mobility 

including, purely as examples, car parks, traffic control systems, access to 

urban centres and related systems and information and control 

technologies, automated networks of centralisation and control of services;  

 promotion of initiatives focused on increasing the diffusion and the 

valorisation of local public transport;  

 any other activity related to local public transport excluding planning and 

management of bus and trolleybus service and direct management of car 

parks and parking areas.  

 

Critical success factors that contributed to the smooth operation of SRM 

Bologna: 

 A wide process multi-annual public consultation involving all relevant 

decision makers 

 A period of adjustment to change that allowed the maturation of the 

organization and strengthen the role that it fulfills. 
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 Regional Laws n. 30/1998 and n. 10/2008 (Italy) 

Italian legal system has taken a number of recommendations in European and 

national legislation on the organization of public passenger transport . As a result 

, the region of Reggio Emilia adopted regional laws No 30/1998 and No. 10 

/2008. 

 

The two acts lay down the responsibilities and rights of transit agencies (PTA ) 

and public transport operators . Through the two acts was created a clear 

framework governing unequivocal relationship between the two types of 

organizations . The distinction between governance component of the public 

transport of persons to be provided by a PTA (planning, bidding, contract control 

services) and effective management of the transmission service to be provided by 

the operator / operators. 

 

According to the legislation , a PTA is not entitled to engage in transactions 

relating to ticketing , parking management schemes, "car sharing" . On the other 

hand , the regulations promote competitiveness operators giving them a number 

of advantages in terms of number of passengers which provides transport 

services. 

 

The two laws mentioned as an example of best practice approaches and 

methodology to be followed for award of contracts in public transport sericii 

people. 

 

The major effect of the two acts is the fact that it was created at the regional level 

, a favorable legal framework that has allowed , on the one hand, the association 

of local authorities within the Public Transport Agency , and on the other hand, 

allowed change of mentality in the large public passenger transport operators , 

who have gone from being a public company to a public company with 

management but with a competitive and growth -oriented approach and profit. In 

addition , through the two acts was facilitated decision making in the public 

passenger transport have been developed a number of management tools that 

correlate easy public transport with other local public authorities relating to the 

management traffic , etc. . 
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 Thessaloniki Public Transport Agency (Grecia) 

  

Thessaloniki Public Transport Agency was established by law in 2001. Prior to 

the establishment of the Agency, public transport services in the Prefecture of 

Thessaloniki were organized at the local community . Urban development along 

the coastal area communities neighboring municipality of Thessaloniki has 

generated a relatively compact urbanized area . In this space , transport services 

were held ineffective because they were fragmented , operated by a variety of 

operators, with the integration of ticketing . 

 

Law 2898/2001 ( FEK 71A 04/10/2001 ) in July 2001 generated the creation, in 

the prefecture of Thessaloniki has a single body to ensure coordination of all 

hierarchical organizations involved in public transport to improve public transport 

services . In addition , legislation allowed the development of public policy 

integrating public transport . 

 

According to the legislation , the Agency for Public transport in Thessaloniki is 

responsible for every aspect of design, planning , supervision and control of 

public transport services across the prefecture of Thessaloniki. 

 

Management of Public Transport Agency is managed by a board of directors that 

includes representatives of the Ministry of Transport and Infrastructure , Ministry 

of Finance , Ministry of Interior , representatives of regional authorities 

(Macedonia - Thrace ) and Metropolitan , representatives of academia , local 

authorities , other relevant organizations (eg urban planning departments ) . 

 

Besides Board under the Public Transport Agency Thessaloniki works and 

associated scientific committee in an advisory capacity , bringing together 

specialists from different areas of urban management. The scientific committee is 

to analyze the proposals of the Board and make recommendations on these 

proposals . 

 

Success factors that contributed to the functioning of the Public Transport Agency 

Thessaloniki are: 
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 A well-defined regulatory framework requires the creation of the 

Public Transport Agency as the only body of local transport policy 

coordination in a defined territory 

 Widen the existing representation of the PTA Board . The creation 

of this council has been taken to ensure a consensus regarding 

decisions on the organization of public transport . 

 

 Pioneering Italian flexible transport service (StradiBus in the 

Province of Cremona) (Italy) 

 

StradiBUS service organized by the Province of Cremona is a service based on 

demand ( Demand Responsive Transport) . The service was initiated in 2004 in 

the rural area of the Lombardy region of Italy. Initially 22 rural communities were 

included in the coverage of the service , bringing together a population of about 

27 000 inhabitants in the province of Mantova . 

 

Following cooperation between local and regional authorities and the carrier was 

set up this service . Basically, until the launch StradiBUS , transport service in the 

area was provided only between 8.30 - 12.30 and 14.30 - 19.30 . By creating 

StradiBUS service , transport is currently provided between 6.30 - 19.30 every 

day of the week. Initially , the service was accessible by telephone booking and 

was later introduced the possibility of online booking . The success enjoyed 

StradiBUS model allowed the service to be extended to another 13 communities 

in October 2006 , covering an additional area inhabited by 35 000 people. 

 

StradiBUS service utilization increased steadily from 167 passengers per month 

in July 2004 to over 6000 passengers per month in 2007. 

 

The main reasons that contributed to the success of the Stradibus are: 

 relatively constant demand for travel to and from school for students in the 

area 

 constant demand for travel to work 
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 almost complete disappearance of small shops in rural communities to 

generate demand transport at small regional fairs that are held weekly in 

the territory. 

 

Difficulties encountered: 

 Ensuring passenger stations compliant with safety standards throughout 

the 

 Promoting the concept of transport demand and understood by 

passengers 

 The cost of staff fluctuates and this should be taken into account when 

planning trips 

 

Following the implementation of this model , the authorities from the Lombardy 

region have developed a service adapted to areas with a low density and thus 

increased user satisfaction . 

 

 Agenţia pentru Transport Public din Rogaland (Norvegia) 

 

In the region of Rogaland , public 

transportation agency function is 

fulfilled by " Rogaland 

Kollektivtrafikk FKF - Kolumbus " . 

 

The company was established in 

2002 from a desire to 

professionalize public transport 

managed by the Regional Council , 

which includes public transport 

person transport students and ferry services . The main reason for setting 

Kolumbus was shifting from a model in which contracts were awarded shipping 

relatively small geographic areas in a pattern of awarding the public procurement 

procedure . 
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Although the company is public property Kolumbus approach the transport 

activity is one oriented towards competitiveness and efficiency , similar to private 

sector companies . 

 

The main tasks assigned Kolumbus company are : 

 Planning multi modal public transport 

 Promotion and marketing related services by public transport 

 Develop new products associated with public transport 

 Increasing the share of public transport in all regional mobility through 

planning routes and multi modal integration 

 Introduction of new methods and ticketing easy and efficient payment 

systems 

 organization and management of public transport terminals 

 bidding and award of public transport bus services , bus and ferry students 

 Conducting surveys among users of public transport 

 

Following Kolumbus in business , development and implementation of mobility 

policies at regional level was transferred from an internal department of the 

Council to a completely new organization , owned by the regional authority with a 

high level of professionalism . As a result , implementation of mobility policy has 

become easier and more articulated by action . With this outsourcing , the control 

on the implementation of the public transport service contracts increased , which 

led to an increase in the quality of services provided to passengers. 

 

Mentioned that Rogaland region of Norway works , in terms of public transport 

crude cost model . This implies that the company Kolumbus receive all income 

from tickets and subscriptions and carriers pay the actual cost of the service . 

 

The main disadvantage found in the functioning of the public company Kolumbus 

is given the low level of integration between transport at regional level ( bus and 

ferry ) and organized national ( rail ) . 

La nivelul regiunii Rogaland, funcția de Agenție de Transport public este 

îndeplinită de compania „Rogaland Kollektivtrafikk FKF - KOLUMBUS”.  
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 Barcelona Public Transport Agency (Spain) 

UITP assesses Barcelona metropolitan area as having one of the highest levels 

of quality public transport in Europe. 

 

Barcelona Metropolitan Transport Authority was born in 1997 as a result of a 

need identified in the metropolitan area to coordinate efforts of local and regional 

local transport . AMT is currently an inter -administrative consortium whose 

coordinated by a steering committee including representation from local and 

regional authorities. Noted that national authorities are represented at board 

members through two observers. 

 

Barcelona Metropolitan Transport Authority functions are : 

 

A. Planning infrastructure and services . 

1. Public transport infrastructure development planning and timing of 

implementation of the proposed measures for a period of 10 years - defining 

characteristics , programming investment works , supervision of projects , 

coordinating work within the metropolitan public transport system and 

intermodal transportation plan . 

2. Preparing multi-year investment programs , preparation of financing 

agreements involving Spain's central and regional authorities. 

3. Monitoring the implementation of investment programs irrespective of 

funding. 

April . Public transport planning and operational coordination for all carriers 

based on advances in transport demand , paying particular attention to 

developments in the private transport sector . 

 

B. Ensure the relationship with public transport operators . 

1. Setting parameters agreements on supply of transport services. 

2. Preparing transport service contracts to be signed by the metropolitan 

authorities and transport operators . 

3. Monitoring the implementation of prior agreements and service contracts 

with carriers . 
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4. Monitoring the implementation of prior agreements with the Catalan 

railways . 

5. Preparing agreements of cooperation with the railway system to correlate 

metropolitan rail public transport . 

 

C. Financing of public transport . 

1. Preparing proposals on the financing of transport by various public 

authorities responsible for financing the system . 

2. Implementing the necessary financial arrangements to cover the financial 

gap caused by the operation of the transport service and management 

structure for the operation . 

3. Check revenues , costs and investments associated with the public 

transport system . 

 

D. Charging . 

1. Exercise of rights on pricing authorities that own insurance carriers and 

communication with the tax authorities. 

2. Preparation and approval of a set of charges in fiscal policy that takes 

into account the revenue from ticket sales and subscriptions , the cost of 

transport and the need to integrate charging systems . 

3. Taking integrated revenue generated from ticket distribution to operators. 

 

E. Communication . 

1. Promoting the image of Metropolitan Transport Agency and the transport 

system as a whole , without conflict with the individual image carriers . 

2. Implementation of communication campaigns to promote the use of 

public transport. 

3 . Advertising , information and relationship with the public transport system 

users . 

 

F. future regulatory framework 

1. Studies and proposals to the relevant authorities , individually or in 

consortia , to adopt regulations allowing Metropolitan Transport Authority to 

exercise its assigned tasks . 
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2. Exercise allotted by the Association Agreement by the local states. 

3. Establishing relationships with other relevant authorities to perform the 

functions allocated to metropolitan authority .. 

 

G. Other mobility related functions 

1. Preparation, processing and evaluation of urban mobility plans . 

2. Evaluation reports on the implementation of urban mobility plans , studies 

on mobility , etc. . 

3. Implementation and funding of local measures on rational use of private 

cars without harming local autonomy member authorities . 

4. Preparation and funding proposals for the effective use of roads and 

public spaces , the relevant issues such as parking management , 

pedestrian zones , spaces dedicated to public transport , without prejudice 

to the autonomy of local states. 

5. Promoting sustainable mobility culture to the general public . 

6. Any other task assigned by legislative agency . 

 

Tolling arrangements 

Barcelona charging scheme used is to define the six functional areas that define 

fares . 

.  

 

Fig 8 - taxation areas in the Barcelona metropolitan territorry 

 

All carriers operating in the Barcelona metropolitan area using this charging 

system divided into six functional areas . This system is supplemented with 

innovative ways of ticketing in the sense that there are a variety of options - cards 
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with different numbers of travelers , with coverage of the different functional areas 

, communicable or customized cards , etc. . 

 

With the help of advanced computer systems may be monitored levels of various 

types of ticket sales , usage ( time , routes, operators use , etc. . ) And based on 

these algorithms may be determined by the distribution of revenues collected and 

trends in the behavior of public transport . 

 

The main elements that contributed to the success of the Barcelona Metropolitan 

Transport Agency are : 

 Close cooperation between public authorities and operators to adapt public 

transport network transport demand dynamics and behaviors of mobility 

 Ensure a long-term political support that ensures the sustainability and 

predictability of the transport system. 

 

 

 Helsinki Public Transport Agency (Finland) 

. 

Helsinki Regional Transport Authority is responsible for the planning and 

organization of public transport services in its member municipalities and the 

Regional Transportation Plan preparation . 

Municipalities shall transport authority are Helsinki, Espoo, Vantaa, Kauniainen , 

Kerava , Kirkkonummi and Sipoo . Subsequently , the remaining municipalities in 

the Helsinki region can join . 

 

Regional transport authority tasks include planning and organization of public 

transport in the region , improving operating conditions for public transport , 

purchase of transport services by bus , tram , metro , ferry and services for 

commuters . 

 

Helsinki Regional Transport Authority is also responsible for marketing public 

transport passenger information , ticket inspection and approval of tariff and 

ticketing and fare approval . 
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Commuting between Helsinki metropolitan area and surrounding communities 

continues to grow. Today, Helsinki region is perceived to be much higher than a 

few years ago . In this context, the Regional Transport Plan covers all 14 

municipalities related to the metropolitan area . In the same vein , the public 

transport system should provide greater geographical coverage . 

 

Transport Authority contributes to the attractiveness and competitiveness of the 

Helsinki region by implementing local measures designed to increase the use of 

public transport 

 

 

 Toulouse Public Transport Agency (France) 

 

Tisséo - SMTC is a public transport authority for the metropolitan area of 

Toulouse. The Agency's role is to plan the modernization and development of 

public transport system . In these circumstances , Tisséo - SMTC handles 

development Urban Mobility Plan in collaboration with all relevant organizations. 

 

In 2002 , the brand appeared in the urban landscape toulousian Tisséo assuming 

urban identity built on two major concepts - anticipation and modernization. From 

this context , the entire activity of the Toulouse metropolitan area public 

transportation subscribes to a set of five core strands : 

 

 Transport anticipation of tomorrow. 

In a context of economic development and urbanization changing , Tisséo 

implement urban transport policy that is based on the Urban Mobility Plan . This 

document is achieved through constant involvement of many relevant 

organizations in the metropolitan . 

 

 A public service for all 

Ensuring accessibility of the transport system in every network . Tisseo assume 

the task of ensuring the necessary investments for upgrading the transport 

network and the necessary conditions for intermodality . 
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 Engage in a sustainable development policy 

To counter the increasing flow of cars and to support environmental preservation 

, strengthening and development of urban transport has become the challenge of 

tomorrow. Returning to the city use the tram is operational this commitment. 

 

 Financing 

Tisseo - SMTC has all the infrastructure and fleet transport fleet . Choosing tariff 

policies falls to his sole . The organization has a range of financial instruments to 

cover the operating deficit . 

 

 Operation 

Transport services are provided by Tisseo which manages and sells network 

services across the metro , bus and tram at the end of 2010. 

 

Success factors for SMTC TISSEO refers to the ability to concentrate a number 

of responsibilities related to the public transport system in a single organization 

representing several relevant bodies and in decision-making can ensure 

representativeness of these relevant bodies. 

 

 

 Goteborg Public Transport Agency (Sweden) 

 

Västtrafik is the agency responsible for public transport services (buses , ferries, 

trains and tram network in Gothenburg ) Västra Götaland region of Sweden. 

 

The Agency was established as an inter- type body . Until 31 December 2011, 

the structure was made up of members of Västra Götaland Regional Council and 

40 other municipalities in the Gothenburg region . As of January 1, 2012 , the 

organization has passed under the Västra Götaland Regional Council Directive 
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Västtrafik coordinates 2,700 vehicles (buses , trains , trams and ferries ) , has an 

infrastructure with 21 000 passenger stations , operating 380 000 km every day , 

being the second largest public transport company in Sweden . Västtrafik has 

responsibility for transport planning , routing and scheduling in operation but does 

not ensure proper operation of the service. This is attributed to the sections 

through public procurement procedures . 
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5. ANALYSIS OF COLLECTED DATA 

5.1. Compared analysis of best practices identified in the EPTA 

project framework ana analysed in the present study.  

 

In order to extract relevant data from the best practices collected under EPTA 

project and presented in this study a  compared analysis is required followed by 

highlighting the issues of transferability to the metropolitan Brasov. 

 

Following stage comparative analysis identified the following common elements: 

 

A. Favorable legislative framework. 

A number of states / regions have recognized the importance of developing urban 

areas as areas of economic and social growth that can generate a competitive 

and supports the development of their wider regional territories . This is possible 

because the cities , with their complex urban functions , end up becoming the real 

engine of economic growth by supporting innovation , research and development 

sectors , etc. . 

 

Most times , these urban centers are developing urban and accelerated economic 

develop around their urban areas extending development process surrounding 

communities . An overview of the EU reveals that many of the areas with a high 

quality of life and sustainable economic development (especially in the central 

and western part of the continent) are polarized by an urban metropolitan central 

role and one the success factors of competitive metropolitan territories is an 

effective urban mobility 

 

 National and regional recognition of the importance of urban areas have in 

economic and social development of a large territory involves creating a favorable 

legal framework that generates business attractiveness of that type metropolitan 

areas and thus the competitiveness of such territory in relation to other similar 

areas . 
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This favorable legislative framework may include support investment in new 

businesses , possibly in some areas, measures to create an enabling 

environment for the development of the family ( supporting priority areas for 

quality of life such as education , health, etc.). Stimulus packages for certain 

sectors or categories of companies , etc. . 

 

Recognizing the importance of the mobility within a metropolitan area is very 

important because it allows the development articulated in the area. Under these 

conditions , legislative measures to support economic and social development 

can add a set of regulations to facilitate urban mobility . These measures benefit 

both economic (allowing residents to capitalize on opportunities available 

throughout the metropolitan ) and social and environmental ( efficient mobility 

means a higher level of quality of life and often a cleaner environment , with 

levels reduced chemical pollution and noise ) . 

 

Thus, countries like Italy and Spain are legislative packages that define the 

necessary conditions for the establishment of a public transportation agency in 

the different communities and the role that these organizations can play in 

planning and managing public transport or mobility in general . 

 

Organisations such as SRM Bologna ( Italy) and Barcelona Metropolitan 

Transport Authority ( Spain ) are two successful examples suggestive , where the 

legislature had an active role in optimizing metropolitan mobility . 

 

 

B. The inter-community approach 

Most examples of good practice study shows that the area under the 

responsibility of a public transportation agency brings together communities and 

thus more local governments . 

 

In many cases , the situation that caused the need for public transport agency is 

the existence within an urban agglomerations ( formal or informal ) of several 

organizations whose task was to provide public transport services for the 

administrative territory of each local community . 



 

60 

 

 

Given that passenger flows beyond the administrative boundaries of a single local 

community , the solution was to create an organization with inter- character local 

communities States shall transfer responsibilities related public transport sector . 

Examples are transit agencies in Thessaloniki, Oslo, Gothenburg , etc . 

 

Local specificity occurs in the organization and administration of the agency . 

Such models are all local states are represented and where a regional authority 

takes over the management of public transport agency . There are also situations 

where the agency is organized similar to a private company but publicly owned 

and situations specific legal framework is adopted non-governmental 

organizations.  

 

 

C. Representativity 

 

The two characteristics of public transport agencies mentioned above ( under 

favorable legislative and inter- character ) are decisive in taking the 

representativeness of the organization. This level of representation is reflected in 

the composition of the decision-making structure of the public transport agency . 

 

Transportation agencies in Thessaloniki and one in Toulouse have a 

management structure that brings together representatives from various 

organizations , from the local to the regional and national level , academia , 

professional organizations, etc. . 

 

There are situations where the evolution of the organization involves change in 

the level of representation . For example, transferring responsibilities for local 

public transport from the Västra Götaland region regional (Sweden ) led to 

modification of the Board. 

 

It must however be noted that , in most cases , local representation on whose 

territory provides public transportation services internationally organized 

community is provided either directly through their participation in decision-
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making agency's public transport or by participation in various advisory structures 

established at the Agency. These options ensure that all relevant organizations , 

public or private , in decisions concerning the management of transport services. 

 

 

D. Specific role in the financial flow 

One of the prerequisites of starting work in the urban public transport is that this 

type of activity can not generate profit. On the contrary , there is a difference 

between the costs incurred by the carrier for the service parameters established 

by contract and the proceeds of ticket sales and subscriptions . This difference is 

known as the "non- operating " . 

 

To offset the operating deficit can implement different types of measures such as: 

 Development of marketing campaigns and public awareness about 

the benefits of using public transport to increase passenger 

numbers and hence revenue 

 Provide incentives to carriers to identify alternative sources of 

income (ie advertise transport , passenger stations , etc. . ) 

 Provide grants to local authorities and regional transport operators 

to cover operating deficits . 

 

Regardless of the package of measures adopted , subsidies to transport 

operators is the measure used in most cases . While there public transportation 

agency , payments are made by public authorities to the Agency and it redirects 

funds to operator / operators. This model is practiced in urban as well as 

Barcelona , Thessaloniki , Bologna, etc. . 

 

Note that in this payment mechanism may occur some matters directly to the 

local conditions , such as: 

 In case of a transport system that works with several carriers , the 

onus transport agency to certify the amounts that each operator 

must receive and the amounts to be paid by each public 

administration 
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 For an integrated charge , the onus transport agency to calculate 

the share of each operator in the total amounts raised by ticket 

sales and subscriptions . 

 In some cases, the costs of the Agency of Transportation is a 

percentage that is added to the amount paid by the local 

government as a subsidy to cover operating deficits . 

 

So public transport agencies brokering financial relationship between operators 

and public authorities whose task is found responsible for providing transportation 

services to the population. 

 

E. Direct operation of transport services 

 

Another common feature in terms of best practice is considered that the agents 

are not transport carriers . 

 

As the public transport sector has evolved , the model according to which urban 

transport is provided by a publicly owned company has evolved , too. Public 

authorities were interested to join a model in which there is a bidding procedure 

and subsequent award of a contract for transport services . This evolution has 

allowed a contracting authorities to require a higher level of quality of transport 

services and transport companies in public ownership has enabled a paradigm 

shift from non profit and uncompetitive in a competitive model like private 

companies . 

 

Even though in many cases the transport company that wins the bid is publicly 

owned company (due to fleet and expertise in providing local transport ) , 

transport service contract concluded between the company and the public 

transport agency . The Agency is responsible for the control of compliance with 

the contract and thus to establish sanctions where appropriate . 

 

 

The analysis compared the examples of good practice identified in the EPTA 

project revealed the following : 
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 public transport agencies may vary regarding some aspects of the legal 

form and operation . These specific elements are closely related local 

regulatory framework also reflects the chosen option founding 

organizations to ensure functionality . In general, these elements are 

analyzed locally specific in terms of their portability as they are directly 

related to the legislation in force in the territory. 

 There are a number of defining characteristics of public transport agencies 

. These relate to the representation provided , how financial involvement in 

transport operations , functions performed , etc. . These are in fact the 

essence of good practices identified and analyzed and the transferability 

and adaptability to a specific local needs assessed for these features 

 

5.2. Analysis of local context – Braşov Metropolitan Area  

 

Following the identification of common elements from the good practice examples 

analyzed, we can move to the next step, namely to analyze these issues in terms 

of the local context. 

 

A. Favorable legislative framework. 

In Romania, in 2013 there is a legal framework which allows the combination of 

territorial administrative units in order to carry out joint projects. 

 

Law 215/2001 the local government provides in Article 11 that: 

 
Article 11. - (1) Two or more municipalities have the right, within the limits of their deliberative and executive, 
to cooperate and associate in the law, forming IDAs, legal person of private law and public utility. (...) 
(2) IDAs are established according to law, in order to achieve common development projects of regional or 
local interest or of public provision of public services. Metropolitan areas and agglomerations formed with the 
consent of the local councils of the administrative-territorial component aimed at developing infrastructure 
and development objectives of common interest. Deliberative and executive authorities in each component 
municipalities retain their local autonomy in the law. ". 
 

Law 51/2006 defines public utilities services Intercommunity Development 

Association as "Intercommunity association, made in the law, between two or more adjacent 

municipalities, represented by local authorities for the purpose of establishing, developing, managing and / 

or joint operation of systems of public utilities and the provision / provision of public utility services to users 

on the territorial administrative units involved; " 
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To support local authorities in 2008 was issued by Government Decision No. 855 

for "approval of the association and the status of the IDAs activity with public utility" that defines the 

limits regarding the establishment of this type of association. 

 

The first type of intercomunitary - association in Romania have emerged as a 

result of explicit requirements regarding the conditions of access to structural 

funds through the Regional Operational Programme, the Operational Programme 

for Environment and the Programme for Rural Development. 

In public transport, inter associations appeared only later in the period 2011-

2012. 

Although the existing legal framework allows the combination of territorial 

administrative units , there were no active steps to encourage these associations 

or special laws dedicated to a particular type of inter- association . Where there 

are joint inter based approach " bottom-up " which gives u high degree of 

legitimacy and status confused relationship with the central government. Thus, in 

each case , these organizations are treated either as public institutions , whether 

private organizations. This creates confusion and difficulty functioning in relation 

to certain European institutions ( in particular for the implementation of EU-funded 

projects ) 

Basically, in Romania , development associations are private non-governmental 

organizations and public utility whose founding members are administrative units 

. 

In conclusion , the current legal framework allows the formation of inter- type 

organization that can fulfill the role of public transport agency for a defined 

territory . This type of organization is the structure that allow the public transport ( 

or other specialized structures ) having provided sufficient freedom of action. 

Other forms of organization (e.g. company ) generates a series of limitations on 

the medium and long term may adversely affect or hinder the operation of public 

transport agency . 

  

 

B. Intercommunitarian approach 

Intercomunity-character derives directly from legal formula chosen for association 

and inter-specific association type. Public Transport Agency should represent the 

will of the member organizations of association for the establishment, 

organization, regulation, financing, operation, monitoring and joint management 
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of local public transport. By the GD 855 and the Government Ordinance No. 

26/2000 on associations and foundations, ensure representation of all member 

organizations in the supreme governing body of the Association is the General 

Assembly. The representation of the inter-agency transport is provided by the 

very form of organization chosen. 

.  

 

C. Representativity 

 

The representativeness possible within intercommunity development associations 

is decided by the member organizations . It can range from a minimal level of 

representation ( in which at least all members are represented in the General 

Assembly and then by voting it the other management bodies established by 

statute ) to a more complex level may include various advisory bodies or voting 

(but not over the right to vote of the General Assembly ) that bring together 

organizations and individuals relevant to local public transport . 

 

In general, it is recommended to reach the widest level of representation so that 

all stakeholders are involved in decision making in local public transport . It 

should be noted here that representation level near the benefits in accordance 

with a required level of resources , in particular for Resources . Therefore , a 

middle way is that representativeness is ensured at the widest level , but for the 

effective functioning of the transport agency to exist a higher decision-making 

level ( eg Board of Agency ) that can take immediate decisions in depending on 

local or regional environmental dynamics . 

 

 

D. Role in the financial flow 

This role must be defined according to the decisions taken by the General 

Assembly of the Association with the following elements: 

 The need to cover the operating costs of public transport agency 

 The financial model adopted at the local / regional transmission service 

costs 
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General Assembly of the public transport agency staff decide on the structure of 

the organization, the functions they will perform as well as how to provide 

resources necessary to ensure the operation. 

 

Most transportation agencies analyzed in this study had an active role in 

financially in providing transport services due to the following mechanism : 

 Local communities , through public institutions delegate transportation 

agency statutory duties on local transport organization 

 Transportation Agency by delegation from the local communities can 

organize an inter- transmission system more efficiently than if it were held 

fragmented. 

 Transportation Agency regulates public transport , planning parameters for 

providing transport service, bid and award a service operator conduct and 

conclude the contract for the supply of transport service . 

 As a signatory of the service contract in the absence of express provisions 

to transfer financial responsibility to local governments shall , transport 

agency must ensure payment of operating deficits . 

 To obtain the funds necessary to cover the operating deficit and to cover 

operating costs , based on an algorithm previously approved agency shall 

require organizations or other organizations responsible under the law 

related funds . 

 

From a legal and financial perspective , this mechanism can be applied to the 

intercommunity development associations from Romania who act as agents of 

public transport . 

 

Also, operating costs , the General Assembly may establish payment of dues by 

members of a periodic nature . 

 

E. Direct operation of transport services 

An important question that arises is that which refers to the possibility of public 

transportation agencies to provide direct services transport. The response is 

overwhelmingly negative cases for the following reasons : 
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 Transportation agencies generally do not have fleet of vehicles needed to 

provide the service 

 transportation agency functions related primarily regulatory . In these 

circumstances there is a major malfunction of the transmission system 

when the regulator and service provider of the service is . 

 One of the advantages of creating a public transport agency is the 

professionalization of employees and the ability to effectively monitor and 

control the performance of the contract of transportation services to high 

quality standards . These tasks conflict with the operation of the service 

component . 

 A transport model agency and operator of the service is less competitive 

and implicitly leads to lower quality of service ( as in the situation where an 

operator is owned by the local government ) . 

 

 

5.3. Conclusions and recommendations 

 

After browsing best practices collected under EPTA project analyzed in this study 

and based on local context analysis the following conclusions are formulated : 

 The current situation existing in the metropolitan area Braşov ( dynamic 

economic and social development , the status of national growth pole , etc. 

. ) Requires organizing an integrated transport system in the metropolitan 

area . This system must provide a link to the new areas of economic 

development, residential , commercial , etc. . developed in the last 25 

years. 

 Functionality and especially medium and long- term competitiveness of the 

metropolitan Brasov depends largely on increasing the competitiveness of 

the territory and its attractiveness for both businesses and citizens. One of 

the elements that contribute to this goal is the implementation of an 

effective complex urban mobility allowing the territory to seize all 

opportunities for development. 

 There is a favorable framework that allows government to cooperate in the 

metropolitan joint organization of local public transport . 



 

68 

 

 There are a number of national and European examples on the joint 

organization of local public transport service , which allows an acceleration 

of the pace of development of the transport system by adapting successful 

examples and anticipate potential problems. 

 It requires a medium and long- term commitment at political level for 

metropolitan transportation system . This undertaking must ensure 

sustainability of the system until the mobility behavior of the inhabitants of 

the whole system will generate sustainable local transport . This involves 

ensuring a minimal level of investment in the quality of transport and 

subsequently in the promotion and implementation of active measures with 

beneficial effects on urban mobility . 

 The establishment of an agency for the metropolitan public transport can 

provide the opportunity to develop a body of specialists to provide 

transport services operate to a high standard of quality, safety and comfort 

for passengers, which is not the case today. Current resources allocated to 

monitoring and control of local transport services are not sufficient and 

generate gaps in the comfort especially in passenger security . 

 Local communities hitherto not organized local transport services (which 

are provided in the county system ) enters a new stage of development 

and the government must look will allocate resources for the transport 

service as an investment long-term quality of life in the community and 

support economic and social development . 

 Public transportation agency formed in the Braşov metropolitan area can 

take the legal form of an association of IDA . This formula allows relatively 

rapid adoption of important decisions and u require major organizational 

limitations . 

 Commitment to local communities in the public transport agency to be a 

long-term , enabling local transport service needs to be calibrated on the 

actual mobility of the territory 
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6. DEFINITION OF THE ROLE AND STRUCTURE OF THE 

METROPOLITAN PUBLIC TRANSPORT AGENCY 

After analyzing good practices identified in the project EPTA and consultation 

with project partners, the partner Brasov Metropolitan Agency was decided to 

analyze in depth the structure of the Agency local transport Bologna (SRM 

Bologna) to analyze level of transferability of the practice in Italy to the Brasov.  

 

6.1. Description of SRM Bologna 

 

Organizația Societa Reti e Mobilita – SRM Bologna este o societate pe acțiuni cu 

capital public ai cărei membri acționari sunt Municipalitatea Bologna și Regiunea 

Bologna.  

 

SRM derulează activități de control pentru serviciile de transport public și 

administrează resursele financiare alocate acestui sector, fapt pentru care 

organizația îndeplinește rolul de agenție pentru transportul public.  

 

Agenţia SRM a fost înființată pentru a realiza următoarele sarcini principale: 

 Managementul infrastructurii ce deservește serviciile de transport public 

local 

 Planificare și identificarea resurselor financiare pentru investiții și 

infrastructură în sectorul de transport local 

 

În plus, în urma acordurilor încheiate cu autorităţile locale competente, SRM este 

însărcinată să: 

 Planifice, organizeze și promoveze serviciile integrate de transport public 

și privat 

 Managementul procedurilor de achiziție necesare pentru încheierea 

contractelor de servicii de transport local 

 Controlul executării contractelor de servicii de transport local 

 

Obiectivele sociale ale agenției SRM Bologna includ: 
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 Planificarea și organizarea serviciilor complementare pentru mobilitate 

incluzând, spre exemplu, managementul spațiilor de parcare și al 

sistemelor de control al traficului, control acces în centrele urbane, 

administrarea sistemelor de informare și control, etc. 

 Promovarea inițiativelor care vizează valorizarea transportului public local 

 Orice activitate complementară sistemului de transport, exceptând 

planificarea serviciului de autobuz și troleibuz și administrarea directă a 

parcărilor.  

 

Pentru realizarea acestor sarcini, la nivelul SRM a fot organizată o echipă de mici 

dimensiuni conform structurii de mai jos: 

 

The Reti e Societa Mobile Organization - SRM Bologna is a public limited 

company with capital whose members are shareholders Municipality of Bologna 

and Bologna region . 

 

SRM control activities involve public transport services and manage financial 

resources allocated to this sector , for which the organization acts as an agency 

for public transport. 

 

SRM Agency was established to achieve the following main tasks: 

 Management infrastructure serving the local public transport services 

 Planning and identifying financial resources for investment in the transport 

infrastructure and local 

 

In addition, following agreements with the competent local authorities SRM is 

responsible for: 

 Plan, organize and promote integrated services for public and private 

transport 

 Management of procurement procedures necessary for the conclusion of 

local transport services 

 Control the execution of contracts for local transport services 
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Social objectives of the Agency Bologna SRM include: 

 Planning and organization of complementary mobility services including, 

for example , management of parking and traffic control systems , access 

control in urban centers , information systems management and control , 

etc. . 

 Promote initiatives aimed at valuing local public transport 

 Any activity complementary transport system , except bus and trolley 

service planning and direct administration of parking . 

 

To accomplish these tasks , the SRM has fot organized a small team to the 

structure below: 

 

Staff structure SRM Bologna 

 

 

Agency Director provides management throughout the organization in 

accordance with the guidelines established by management levels , ensure 

coordination of activities and represents SRM Bologna in relation to other 

organizations (local authorities , transport operators , etc. . ) , Propose and 

promote strategic and tactical models to solve problems of the organization and 

development. 
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Administrative & Financial Department consists of two full-time staff employed 

. In the department established the following responsibilities : 

 Initiate and develop grant projects under calls local, regional national and 

international 

 Economic and financial administration of the agency's accounts , financial 

development and economic documentations necessary for the current 

work 

 Provide expert support to the Board of Directors of the Agency 

 Provide logistical support for advisory committees 

 Office administrative , protocol and archive. 

 

The Administrative Department - Financial employed two people, each with the 

following responsibilities: 

 

Dept . AF 1 - Administrative Officer - Financial - ensure the implementation of 

an administrative and financial tasks that are delegated as follows : 

 Provide secretarial and archiving 

 Management Agency's bank accounts 

 Ensure accounting organization and administration of personnel policy 

 Ensure efficient management of faxes domestic intelligence agency on 

legislative updates , events organization , etc. . 

 

Dept . AF 2 - Administrative Officer - projects - ensure implementation of 

planned activities in national and international projects , having autonime the 

following targets : 

 Coordinating the SRM is a party, including the secretariat , protocol and 

archive 

 Monitoring the financial implementation of projects 

 Maintain relationships with partners in the project 

 

Legal Department consists of one full-time position which is assigned the 

following responsibilities : 
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 Conformity administrative acts 

 Management of service contracts 

 Management of tender procedures 

 Acquisitions 

 

Networks Department handles property management agency . In the 

compartment provided one item full time , which has assigned the following 

responsibilities : 

 Monitoring progress of maintenance related assets of the agency (depots , 

garages , rolling stock, etc. . ) 

 Monitoring and ensuring planned investment relationship with 

subcontractors 

 Infrastructure development agency owned 

 Updates situations and documents relating to heritage 

 

Mobility department has , according to the organizational , 3 full-time positions , 

ensuring the following tasks : 

 Coordination of structure agency compliance with the guidelines set out in 

the organization's management 

 Check the feasibility of the proposals received 

 providing operational responsibility on the agency 

 research and define operational models and related work of the Agency on 

issues related to new activities 

 

Comp . M 1 - Officer mobility / precontracting . This person ensures 

implementation of tasks related to stages that are delegated precontracted with 

reference to : 

 Analysis of transport demand 

 Service design alternatives 

 use of innovative information systems proposed to be implemented in the 

transport 

 Integrated Services proposal 
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 management of data flows related information systems used by the 

agency and the carriers 

 Internal and external reporting procedures 

 

Comp . M 2 - Officer mobility / running contracts . This person ensures 

implementation of tasks related to the contracts of services, with special 

reference to : 

 identify and verify quality standards and satisfaction 

 monitoring and control of the service provided 

 execution of audits and investigations related activity providing transport 

services 

 

Considerations were the basis for determining the operational structure of SRM 

Bologna are: 

 SRM team is small one . In special cases, resort to external specialists 

employed on fixed term . 

 Control function , which normally calls for a high level of resources was 

transferred to the operator . The SRM team has the task of self- checking 

procedures implemented by the operator and random checks or 

investigate specific complaints . Whenever possible use ICT architecture 

available to the operator 

 The cost of transport is calculated based on a predetermined matrix that 

distinguishes between the costs of time ( with variable maximum and 

minimum application areas , days, holidays) and distance costs ( with 

variable type of vehicle, type of road , applicable speed limits , and so on ) 

. This matrix calculation is updated only quarterly inflation. The service 

cost can be calculated directly from the carrier and the SRM is done only 

to confirm the accuracy of the calculation. 
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6.2. Proposal regarding the staff structure of the metropolitan transport 

agency for the Brasov metropolitan area 

 

General considerations 

 

In 2013, the Braşov metropolitan area was created for Sustainable Metropolitan 

Association of Public Transport Brasov. The founding members of this new 

organization are 15 communities in the metropolitan area with Brasov 

Metropolitan Agency for Sustainable Development . The new organization 's 

status and intercommunity development association established in accordance 

with the Law on local public administration . 215/2001 , republished, with 

subsequent amendments , the Law on public utilities no. 51/2006 , with 

subsequent amendments , the Law. 92/2007 on local public transport services , 

Government Decision No. 855/2008 and Government Ordinance no. 26/2000 on 

associations and foundations , approved with amendments by Law no. 246/2005 . 

 

It was established in order for the establishment , organization, regulation, 

financing , operation , monitoring and management of joint local public transport 

and will assume the role of public transport agency . 

 

In this sense , the founding members were initiated during the preparation of this 

study , the procedure for authorizing the organization as licensing authority for the 

authorization of the licensing route for making local public transport services . 

 

With regard to the future structure of the Metropolitan Association for Sustainable 

Public Transport Brasov , it is desirable that it subscribes to the following general 

principles : 

 Permanent staffing structure must be one small (4-8 full-time employees ) 

following the different specialists can be hired temporarily for specific tasks 

 Given reduced staffing structure , a large part of the responsibility for 

monitoring the contracts for services to be transferred to the selected 

operators will like the public transportation agency to take place 

procedures for monitoring and verifying compliance control and centralize 

acquisition results . Effective monitoring and control activities will be 
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conducted by agency staff transportation available resources, tackling 

special attention to failures reported by others through various means. 

 In terms of training, the structure of the Agency of transport is desirable to 

have an interdisciplinary character , in order to allow a diversity of 

approaches proposed in the public transport sector . 

 To compensate for the small size of the team public transportation agency 

is desirable, where possible , to use ICT technology , especially for 

monitoring function execution service contract 

 

Given the above principles , the proposed staffing structure Metropolitan 

Association for Sustainable Development Transport and subscribed bodies of the 

association is as follows 
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The areas of responsibility of the executive level related structures are described 

below : 

 

General Manager - is responsible for managing the Agency in accordance with 

the guidelines established by the decision of the organization's leadership, 

ensure coordination of activities and represents the Metropolitan Association for 

Sustainable Public Transport Brasov in relation to other organizations (local 

authorities , transport operators , etc. . ) , propose and promote strategies to 

strengthen the operational capacity of the agency and organizational 

development . 

 

Department licensing and monitoring will ensure the management activities 

authorization ( granting, variation, extension, suspension and withdrawal of 

transport for local public transport services rendered within the Metropolitan 

Association for Sustainable Public Transport Brasov ) , proposes mechanisms 

and procedures for monitoring the service contract , ensure implementation of 

monitoring procedures , menus audits of transport activity and hoc surveys on 

specific aspects of transport services. The personnel department will be involved 

in the implementation of national and international projects the agency is involved 

. 

 

Department Secretary shall coordinate activities within the agency facilitates 

interdepartmental communication , to ensure the development secretariat, 

protocol and archiving functions as the agency administratively 

 

Department Strategic Planning - ensure coordination of regulation and planning 

of transport services , managing working groups and advisory committees 

organized to support local transport activity , coordinate the implementation of 

activities related to projects involving organization . 

 

Proposals related job descriptions proposed structure plan are included in Annex 

1 of this study. 
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For other tasks associated with the specific activity of local transportation 

agencies are procured specialized services such as accounting and financial 

management services , cleaning services , Web design and maintenance , IT 

support services and maintenance , etc. . 

 

As the public transport agency will receive the decision of the general assembly 

tasks , personnel structure will be extended accordingly 

 

6.3. Potential functions of the Metropolitan Association for the sustainable 

Development of Public Transport Brasov 

 

1 . REGULATION 

Metropolitan Association for Sustainable Public Transport Brasov, by assuming 

the role of the Public Transport Agency will have responsibility for developing a 

transportation regulation of public transport services carried out under the 

responsibility of the association. 

 

Such regulation of transport must ensure the implementation of national 

legislation and locally specific requirements on the transmission system. This 

document is necessary to ensure operation and a high degree of predictability of 

the public transport system . 

  

 

2. PLANNING  

This function can be performed by the Metropolitan Association for Sustainable 

Public Transport Brasov closely with the administrative territorial units . Based on 

available data and forecasts made by their own specialists or experts contracted , 

the association may develop a metropolitan transportation plan in detail , may 

assess costs to operate the system can forecast revenue from ticket sales and 

subscriptions and shall identify additional sources revenue to cover the operating 

deficit of the system. 
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Metropolitan transportation plan must be coordinated with other planning 

documents in the Brasov Metropolitan Area as well as the public policies 

implemented by local governments . . 

 

In addition , Metropolitan Association for Sustainable Public Transport Brasov will 

have to act as an advisory body in the development and implementation of local 

development projects aimed at economic and social development within the 

metropolitan area . 

 

 

3. TENDERING / AWARDING 

To fulfill this function, it is recommended that the Metropolitan Association for 

Sustainable Public Transport Brasov receive specialized support either from the 

experienced members ( Braşov ) , or by a company specialized in the 

implementation of public procurement procedures for services public transport . 

 

It is up to the period leading factors proposed to make service award given by the 

laws in force and the challenges faced locally. Too short may award less 

attractive to potential bidders while too long can cause gaps in the future 

operation of the transport system and a decrease in the competitiveness of the 

selected operators . 

 

4. INTEGRATION 

This function will be performed by the Metropolitan Association for Sustainable 

Public Transport Brasov only on an express mandate issued by the organization's 

management and only through collaboration with relevant organizations such as 

the railway administration , local governments that manage taxis etc. . 

Previous experience of other transit agencies indicate that function integration is 

one that develops with increasing PTA role in the implementation of mobility 

policies in an integrated manner . Integration of transport tends to be done 

gradually over a long enough period of time and based on a long term process of 

public consultation. 
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5. PROMOTION 

Fulfilling this function by the Metropolitan Association for Sustainable Public 

Transport Brasov will depend on the chosen transport model (cost vs cost instant 

profit ) . Depending on this choice , the metropolitan public transport association 

will be involved directly or indirectly in actions to promote public transport . Based 

on the model SRM Bologna and proposed staffing structure , function promotion 

will be split between the operator / carriers selected and territorial administrative 

units of the metropolitan . Both organizations are directly involved in increasing 

the use of public transport due to economic and social benefits and decrease 

operating deficit by increasing revenues from ticket sales and subscriptions . 

 

 

6 . MANAGEMENT 

If the Metropolitan Association for Sustainable Public Transport Brasov 

management function will be provided by the operator / operators selected for 

provision of transport services . 

 

 

7. CONTROL 

Control function has a very important role in ensuring the ongoing quality of 

transport services . In many cases , the resources allocated for the control 

function beyond the level of resources allocated to other functions. Based on the 

model used by SRM Bologna, this function can be performed by Metropolitan 

Association of Public Transport for Sustainable Development of Brasov by using 

modern ICT elements by transferring an important part of the operator control 

function . Thus , the carrier implements a control system validated by the shipping 

agency and provides direct access to data collected Agency staff . Such control 

can be carried out by PTA on a sample and if the detection of deficiencies can 

check the data collected in its entirety operator to identify causes and to take 

appropriate measures to ensure the best conditions of service transport .
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7. ANALYSIS OF THE OPERATIONAL COSTS FOR THE 

AGENCY 

To assess the operating costs of the Metropolitan Association for Sustainable 

Public Transport Brasov there were considered expenses of similar organizations 

with a structure similar to the activities undertaken . 

 

Thus , it was simplified structure organized annual budget expenditure on 6 major 

headings, as follows : 

Chapter I - Personnel expenses 

Chapter II - Expenses for the activities 

Chapter III - Expenditure on outsourcing 

Chapter IV - staff training expenses 

Chapter V - Expenditure on specialized studies 

Chapter VI - Other expenses 

 

Each chapter has been broken down into components so as to make a fair 

evaluation of operating costs . 

 

For purposes of this study were developed two scenarios for the operating 

expenses of the Association for Sustainable Metropolitan Metropolitan Transport 

Brasov. 

 

Scenario 1 - has a functional character in that organization amounts provided in 

functioning at a level comparable with other similar organizations and the 

professional performance required by the specific activity . 

 

Scenario 2 - has a minimal character in that budget was calculated forecasting 

austerity conditions . This scenario provides high performance and is based on 

attracting resources "in kind" from members of the association . 

 

Below are comparing the two budget scenarios and detailed component 

.  
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Cap I – Personnel expenses 

Functional scenario Minimal scenario 

285.608 RON 233.416 RON 

Wages were calculated for all 5 

people proposed organizational 

chart for full time. Above average 

wage levels practiced in similar 

organizations, consistent with the 

level of performance required for the 

organization of public transport, 

being calculated all expenses 

(salaries, fees and contributions as 

required by legislation) 

 

Were also taken into account 80 

days of travel / year for calculating 

salary allowances and reserve fund 

of approximately 2.5% of the 

estimated salaries. 

Wages were calculated for all 5 

people proposed organizational 

chart for full time. Average salary 

levels being calculated all expenses 

(salaries, fees and contributions as 

required by legislation) 

 

Were also taken into account 40 

days of travel / year for calculating 

salary allowances and reserve fund 

of approximately 4.2% of the 

estimated salaries. 

 

 

Cap II – Expenses for the activities 

Functional scenario Minimal scenario 

158,300.00 RON 
37,992.00 

VAT 
73,300.00 RON 

17,592.00 
VAT 

To estimate the budget chapter 

were taken into account the 

following expense categories: 

• Maintenance expenses 

headquarters 

• Expenses mode of transport lease 

purchase (advance + Leasing) 

• auto maintenance expenses 

To estimate the budget chapter were 

taken into account the following 

expense categories: 

• Maintenance expenses 

headquarters 

• auto maintenance expenses 

• Procurement of furniture and IT 

equipment 
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• Procurement of furniture and IT 

equipment 

• Expenditure on the purchase of 

supplies 

• Expenses of communication 

(telephone, fax, internet, courier) 

• expenses permit ANRSC 

• Expenses for attending special 

events 

Normal levels were estimated 

according to the experience of 

similar organizations. 

• Expenditure on the purchase of 

supplies 

• Expenses of communication 

(telephone, fax, internet, courier) 

• expenses permit ANRSC 

• Expenses for attending special 

events 

Were estimated minimum levels 

possible. Also, if this financial 

scenario was not provided the 

purchase of a new car for journeys 

took into account current and 

donation of used cars from one of the 

member institutions. Consequently, 

they were eliminated upfront costs 

and leasing rates but was raised the 

maintenance cost. 

 

 

Cap III – Expenditure on outsourcing 

Functional scenario Minimal scenario 

66,000.00 RON 
15,840.00 

VAT 
53,100.00 RON 

12,744.00 
VAT 

As the personnel structure of the 

Metropolitan Association for 

Sustainable Public Transport 

Brasov is a small and concentrated 

on specialized functions, it requires 

a number of services outsourced. 

To estimate the budget chapter 

were taken into account the 

following cost categories: 

 Cost Accounting and 

Financial Management 

As the personnel structure of the 

Metropolitan Association for 

Sustainable Public Transport Brasov 

is a small and concentrated on 

specialized functions, it requires a 

number of services outsourced. To 

estimate the budget chapter were 

taken into account the following cost 

categories: 

 Cost Accounting and Financial 

Management 
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 Cost audit services 

 the cost of IT maintenance 

 Costs for procuring 

consulting services 

regarding the awarding of 

local transport services 

delegated by management 

 Contract achievement 

website 

 Contract maintenance 

website 

 Cost audit services 

 the cost of IT maintenance 

 Costs for procuring consulting 

services regarding the 

awarding of local transport 

services delegated by 

management 

 Contract achievement website 

 Contract maintenance website 

For this scenario were calculated as 

the average cost on the market. As a 

result, there is a difference of about 

13 000 lei between the two scenarios. 

 

 

Cap IV – staff training expenses 

Functional scenario Minimal scenario 

14,350.00 RON 
3,444.00 

VAT 
6,875.00 RON 

1,650.00 
VAT 

To assess this budget chapter were 

calculated cost of attending each 

training course lasting 5 days (6 

days away) for each of the five 

employees. The courses were 

evaluated as occurring outside 

Brasov, being thus necessary 

transport costs, accommodation 

and meals. 

To assess this budget chapter were 

calculated cost of attending each 

training course lasting 5 days (6 days 

away) for each of the five employees. 

The courses were evaluated as 

having taken place in Brasov, being 

thus eliminated travel and 

accommodation costs. 

 

 

Cap V – Expenditure on specialized studies 

Functional scenario Minimal scenario 

20,000.00 RON 
4,800.00 

VAT 
10,000.00 RON 

2,400.00 
VAT 
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For this financial scenario was 

estimated amount of 20 000 lei for 

a number of 2-3.local transport 

studies  

 

In estimating the amount was 

included and the approach 

developed by the Ministry of 

Administration and assistance on 

growth poles for achieving 

Sustainable Urban Mobility Plans. 

For this financial scenario was 

estimated amount of 20 000 lei related 

to one specific study local transport. 

 

In estimating the amount was included 

and the approach developed by the 

Ministry of Administration and 

assistance on growth poles for 

achieving Sustainable Urban Mobility 

Plans 

 

 

Cap VI – Other expenses  

 

Functional scenario Minimal scenario 

69,000.00 RON 
16,560.00 

VAT 
31,200.00 RON 

7,488.00 
VAT 

For this financial scenario were 

estimated following categories of 

expenses: 

 expenditures informative and 

promotional materials 

 Expenses for events 

 Expenses related to the 

association's bank account 

 Expenses for ensuring 

national and international co 

financing projects 

 Contingency Expenses 

Estimates were based on the 

current activity of similar 

organizations. 

For this financial scenario were 

estimated following categories of 

expenses: 

 expenditures informative and 

promotional materials 

 Expenses for events 

 Expenses related to the 

association's bank account 

 Expenses for ensuring national 

and international co financing 

projects 

 Contingency Expenses 

Estimates were based on the current 

activity of similar organizations. 
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Based on the above mentioned estimations, the total budget is: 

Functional scenario Minimal scenario 

691.894 RON 449.765 RON 

 

 

Overview of the annual operating budget of the Metropolitan Association 

for Sustainable Public Transport Brasov 

 

 Both scenarios presented above do not include the existence of an amount 

that can be used to " working capital " to avoid gaps due to delays in the 

payment of the institutions that contribute to the revenue budget . Such a 

fund should be sized at least 20% of the estimated annual budget . 

 The scenarios shown are an estimate. Amounts necessary for the 

functioning of the association may increase or decrease depending on the 

resources that members are willing to provide the organization or the tasks 

assigned to the new organization . 

 There are many ways that can be revenue budget of public transport 

agency , namely: 

 Fee paid equally by each member of the association 

 Fee proportional ( according to certain criteria such as 

population town) paid by each member of the association 

 share of amounts paid to cover the operating deficit (this 

model is practiced by some transit agencies examined in this study , 

including SRM Bologna) 

 Commissioning of property management association or 

sources of income of local heritage (eg billboards, publicly owned 

buildings , etc. . ) This method , however, requires an organizational 

expansion heritage management department 

 Collecting an aliquot of ticket sales and subscriptions , the 

share that would be similar offset operating shortfall 

 .
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8. FINAL REMARKS AND CONCLUSIONS 

 

The purpose of this study was to analyze the opportunity to develop the Brasov 

Metropolitan Area agency dedicated public transport system management 

people. Public Transport Agency (PTA ) is the organization that would integrate a 

number of functions to different institutions today are allocated or not allocated to 

the efficient organization of the metropolitan mobility in response to the need for 

competitiveness and sustainable economic and social development . The study 

was based on a model in which seven important functions are performed through 

an agency dedicated to public transport - regulatory , planning, purchase of 

transport, integration , promotion , management and control. 

 

Currently, public transport services within the metropolitan area can be organized 

at the county level based on a county transportation plan developed during 2007 - 

2008 and was a validity of three years . Subsequently, legislation issued national 

validity of transport plans was extended by two years were half by the end of 

2013. 

 

Currently, allocating routes is based on an electronic auction service contract is 

signed between the carrier selected and Brasov County Council and route license 

is issued by the State Inspectorate for Road Traffic Control ( former Romanian 

Road Authority ) . Local communities are not part of the service contract and can 

not intervene in its development only indirectly . 

 

Ensure compliance with safety and comfort as well as the Service Agreement 

was deficient because the institutions involved ( the County Council and the State 

Inspectorate for Road Traffic Control ) do not have the human and material 

resources necessary to ensure constant monitoring of compliance with contract 

services. 

 

Since the system ( legislative and award licenses trail ) is organized at the 

national level , it was possible to customize the service contracts of public 

transport to fit local realities . 



 

89 

 

 

On the other hand , the economic and social development that we cross the 

Braşov metropolitan area requires the development of an integrated public 

transport persons to provide necessary support for quality of life , increasing the 

attractiveness of the area for investors and sustainable development of the whole 

territory. 

 

The solution adopted by local authorities in the metropolitan area to join the inter 

way to organize local public transport services is the first step in developing and 

implementing a policy metropolitan mobility. 

 

Although the legal framework is incomplete, Metropolitan Association for 

Sustainable Public Transport Brasov assumes a pioneering role in a particular 

point of view to ensure optimal mobility for local residents and tourists visiting 

Burzenland . 

 

Brasov Metropolitan Agency for Sustainable Development , the first expression of 

metropolitan cooperation , engaged since 2008 in a process of increasing multi- 

level functional expertise and partnership development to identify optimal 

solutions that can be implemented in the metropolitan for organizing the transport 

. Following European funded projects ( INTERREG IV C programs , Leonardo da 

Vinci ) were identified and analyzed various best practices on urban mobility . 

 

Based on such examples , especially the one presented by SRM Bologna ( public 

transportation agency in the province of Bologna , Italy) , was passed to 

designing future public transport system at the metropolitan level . 

 

The first concrete steps were taken by setting the Metropolitan Association for 

Sustainable Public Transport Brasov. Subsequently, efforts were made to 

authorize the association as licensing authority , which gives organizations the 

status of this new public transport agency . 
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This study can not explain the next steps , namely establishing the operational 

structure of this agency and the roles that they can assume the financial impact of 

these measures. The study revealed the following : 

 Analysis of good practice examples show that one can extrapolate a 

transnational model and functional public transport agency 

 Romanian legislative framework and characteristics of Braşov metropolitan 

area allow for a public transport agencies 

 The current situation of public transport and the importance of this sector 

in economic and social development requires the need to organize a public 

transport agency . 

 The Bologna offered by SRM is a functional and transferable Braşov 

metropolitan area 

 

*** 
  

 

 

 


