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1. THE EPTA PROJECT CONTEXT 

The EPTA project aims at increasing public transport sustainability focusing on environmental, energy and 

economic aspects, through the identification of a MODEL of Public Transport Authority (PTA) as a 

powerful tool of governance.  

The key concept is that these 7 activities should be concentrated in a single body able to support policy 

makers and involve relevant stakeholders.  

Good practices across Europe were identified, collected and are in the process of being transferred into 

regional development policies, in order to produce, as final result, a transferable and customizable model 

to be adopted for the successful implementation or re-organization of a PTA.  

EPTA aims to be a useful tool of the INTERREG IVC Programme for promoting and consolidating new 

approaches for the establishment of PTAs as convergence centres of expertise, moreover, project’s sub-

objectives are the following: 

- Exchanging knowledge in the field of PTAs for enhancing the efficiency of public transport services 

and the overall sustainability by reducing energy consumption and environmental impact, promoting a 

better use of resources and increasing the social cohesion of disadvantaged areas and/or citizens; 

- Overcoming the lack of coordination in public transport sector governance, collecting and transferring 

of well consolidated experiences and good practices of virtuous cooperation among different actors; 

- Knowledge raising both through analytical studies of the local needs and of the possible solutions in 

order to allow the different partners to identify the most appropriate PTA MODEL for local needs; 

- delivering a Case Studies Collection (D3.1) and a Position Paper & Guidelines (D4.4) on the creation of 

pre-conditions for an effective establishment and organization of a PTA to improve transport 

sustainability, reduce the energy impacts, promote better use of economic resources and increase the 

social cohesion;  

- Promoting and disseminating at local, regional and European level the concept, approach and results 

of the PTA MODEL as a real component of the overall area/region transport chain as a governance 

coordination tool. 

Both in its acronym (European model for Public Transport Authority as a key factor leading to transport 

sustainability), in its main objective and sub-objectives, EPTA project involves the concept of model for 

the PTA. This concept can be tackled from different perspectives: a) service awarding and contracting 

body and  b) operation and organization dimension, and the 7 EPTA functions/pillars can be referred to 

these above levels in particular: 

- - Regulate, Plan, Tender/Award to the service awarding and contracting body (high EPTA function 

level); 

- - Integrate, Promote, Manage, Control to operation and organization dimension  (low EPTA function 

level).  
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This twofold perspective of EPTA project can be supported  by the concept of Mobility Town  Agency. 

Both in real applications and in EU project experiences, the Agency enables the operation of a 

Virtual/Extended Enterprise of transport operators. Despite the physical location of the operators, the 

different types of fleets, booking systems, services provided, etc. the Agency manages the entire service 

chain - from customer booking to service planning, monitoring and control - operating as a unique entity, 

as "one operator with one fleet and one booking system", providing an effective response to the mobility 

needs of different users groups.  

Thanks to the implementation of project activities and by achieving the objectives and sub-objectives, 

EPTA is supposed to produce significant impacts on several target groups, in particular: 

- Regional Authorities: beneficiaries of a model of PTA focused on sustainable transport policy 

objectives to improve transport sector governance possible influence on legislative activities, 

possibility to attend workshops and training courses;  

- Local Governments responsible for transport (municipalities, provinces): analysis of the area needs in 

terms of functions to be delegated to PTAs, possibility to attend workshops and training courses, 

support to the definition and establishment of sustainable transport policies; 

- Newly established PTAs: possibility to identify strengths and weaknesses and to improve skills via staff 

exchange, possibility to attend workshops and training courses; 

- Existing PTAs: possibility to compare experiences and exchange knowledge via staff exchange, 

possibility to attend workshops and training courses; 

- Transport Operators: deep understanding of PTAs activity and functions useful to activate synergies to 

enhance sustainability in the transport field by attending workshops and training courses; 

- Universities: support to Local Authorities, enhanced knowledge and upgraded skills on PTAs, 

possibility to define research actions on PTAs, possibility to attend workshops and training courses. 

 

PROJECT PARTNERS 

Inside the EPTA consortium there is a wide range of partners and stakeholders that can be clustered as 

follows: 

a) Metropolitan/great urban areas: Bologna (SRM), Brazov (Metropolitan Agency), Rogaland 

(County Council), Thessaloniki (Public Transport Authority); 

b) Small/medium towns: Prague-Suchdol (Municipal District); Razlog (Municipality), Almada 

(Municipality); 

c) Entities/Authority with transport responsibilities on a specific area: Emilia-Romagna (Region), 

ALOT (Agency); 

d) Stakeholders: POLIS (City Association), UNIABDN (University).  

This implies the existence of different interests and priorities, at least between partners a) and partners 

b) in fact, while partners a) are more focused in understanding which is the more suitable model for 
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planning and  awarding the overall PT services, partners b) are more interested on finding solutions both 

in terms of transport services, for providing answers to detected mobility needs, and in terms of 

coordination and provision of  the different mobility services (not only transport services but also other 

kind of services provided/controlled by the Municipality , such as parking, park and ride).  

Partners c) can be interested  in both aspects, due to the responsibilities in planning and founding the 

different transport services. Finally, partners d) play a role of evaluator and/or promoter/multiplier of the 

solutions. 

In order to evaluate the transferability of good practices that proved to be successful in other realities 

and to test the applicability of specific solutions in their own area contexts, EPTA site partners will 

implement Feasibility Studies, which will be the basis for drafting real proposals to be submitted to local 

policy-makers in view of setting-up/improving PTAs, or of enhancing the coordination/operation of local 

mobility services.  

While existing PTAs and metropolitan areas, will study how to improve existing structures for enhancing 

the efficiency of existing procedures, optimizing costs and the overall working method, small/middle-size 

partners (i.e. Almada, Razlog, etc.), will focus on the potential of implementing a new PTA or setting-up 

specific measures for improving coordination of mobility services. In fact, in these towns the need for the 

administration to operate mobility and parking services in a clever and more coordinated manner, as a 

strategic tool for the integrated management of urban mobility (with relations to e.g. pedestrian areas, 

Access Control Zones, Park + Ride services, etc.), is  always stronger, and the trend to enlarge the 

concept of “FTS  Agency”, is gradually emerging. This Agency is supposed to be a single co-ordination 

centre of different flexible services and other mobility solutions (i.e. bike sharing, collective taxi, etc.) 

with the aim of providing “green added value” individual and collective mobility services (people and 

freight), also in a perspective of “co-modality”, which will significantly reduce the impacts of car traffic in 

the inner historical centre and improve environmental quality and energy efficiency.  

In this context, EPTA  should not only answer to the need of creating the legal responsibility, financial 

and  organization framework for planning and managing PT service contract (EPTA High level functions), 

but should also create an organization and operation reference for answering the need  of small and 

medium  towns (EPTA low level functions).  

Based on the different nature of partners involved in EPTA consortium, the project focuses and works on 

some key issues, such as the following ones: 

- recognizing the Agency as an “added value” service for the area and a social cohesion tool for facing 

the city/towns problems; 

- defining the conditions for awarding the different services; 

- supporting the development of intermediate transport services for the different specific areas and 

citizens groups; 

- defining the concept of a unique Agency for the different town mobility services; 

- defining conditions for public tendering of Agency operation activities; 
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- promoting the definition of Public-Private Partnership for Agency operation; 

- supporting possible interaction/synergy among TDC and Taxi Dispatch Centers and/or with other 

“Paratransit” services; 

- issuing public subsidies for the needed investment, especially for TDC management; 

- analyzing and define  “specific” fare schemes and the relevant implementation conditions; 

- pushing real possibilities of a collaboration among Transport Operators and Citizens’ Associations; 

- defining a specific set of indicators measuring the quality and quantitative of service that are different 

from those of the conventional transport service. 
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2. FEASIBILITY STUDIES IN EPTA 

Feasibility Studies are a crucial part of EPTA project, as these are the basis for partners to evaluate the 

possibility of implementing new/enhanced solutions, analyzing potential and risks and assessing the 

financial feasibility of the proposed measures. 

Project Component 4 (C4) is entirely dedicated to Feasibility Studies and to all the following activities 

aiming at turning the studies into real applications by putting good practices into action, in order to 

evaluate the impact of the potential transfer of GPs (identified in the framework of previous C3) in each 

site. Feasibility Studies are the key working tool of C4, and a total of 8 studies were implemented by 

EPTA partners and are in the process of being submitted to relevant policy and decision makers. As a 

result of partners work under this component, a ‘Position Paper & Guidelines’, an innovative tool to be 

made available to policy decision-makers in order to support them in decision-making procedures, will be 

released once the studies finalized and evaluated. 

Table 1 below summarizes the different tasks included in C4 and the involvement of partners. 

 

TASK RESPONSIBLE MAIN CONTRIBUTOR(S) 

T4.1 – Feasibility Studies ACC 
SRM, ROGFK, RAZ, BRA, ThePTA, 
ALOT, PRA 

T4.2 – Cross evaluation of FS UNIABDN 
SRM, ROGFK, RAZ, BRA, ThePTA, 
ALOT, PRA 

T4.3 – Submission of Feasibility Study results to 
local decision makers 

ACC 
SRM, ROGFK, RAZ, BRA, ThePTA, 
ALOT, PRA 

T4.4 – Practices into action ACC 
SRM, ROGFK, RAZ, BRA, ThePTA, 
ALOT, PRA 

T4.5 – Position paper and guidelines UNIABDN ALL 

 

Feasibility studies started in June 2012 and were carried-out by partners for one year, ending in June 

2013 and a total of 8 studies were delivered by partners SRM, Almada City Council, Thessaloniki PTA, 

ALOT (producing 2 studies), Rogaland County Council, Municipality of Prague-Suchdol and Braşov  

Metropolitan Agency. It is important to stress that, being Feasibility Studies one of the core activities of 

EPTA project, a specific preliminary work was carried out also during the initial project months, in order 

to put all partners in measure of duly developing their studies, in an efficient and well structured way.   

 

2.1 PREPARATORY ACTIONS 

As detailed above, EPTA partners paid a high attention not only to the feasibility studies itself, but also to 

the preparatory work which was deemed to be essential for feasibility studies fine-tuning. 
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Besides almost daily contacts among partners and the availability of expert partners to give useful hints 

to less experienced ones, 3 key preparatory actions that were carried out before feasibility studies start-

up were: 

- Project Component 3 and the Deliverable D3.1 “Case Studies Collection”; 

- Aberdeen Project Meeting (May 2012); 

- Thessaloniki Training Course “Feasibility Study: a powerful tool into our hands” (September 2012).  

Project Component 3, dedicated to good practices and exchange of experiences, was one of the 

fundamental starting points for the implementation of partners studies. In fact, here successful 

experiences at European level in the field of PTAs and 7 related pillars were identified, serving as a 

precious reference model for partners. Expert partners University of Aberdeen and SRM took care of 

drafting an initial version of project deliverable “Case Studies Collection”, providing several case studies 

as good examples for partners which, in turn, enriched the document by suggesting successful 

experiences, belonging to their own Countries/Regions, they knew about. After this first benchmarking 

step, that led to the identification of around forty Good Practices (at European level and linked to the 

seven pillars of EPTA), each partner selected those that dealt more with the topic of their Feasibility 

Studies and used these as a reference point for local case. This allowed partners to have a very concrete 

and direct approach to the issues to be tackled and to address and solve it thanks to the experience of 

those who had already faced similar situations and needs. 

During the first project workshop in Aberdeen (May 2012) partners had the chance to discuss about the 

best practices identified at consortium level and included in the very initial draft of D3.1, and to exchange 

their initial feasibility studies work plans. This meeting proved to be very useful above all for less 

experienced partners, that could clarify some key points concerning PTAs and could get some crucial 

inputs for the start-up of their feasibility studies from expert partners.    

The third important preparatory action was the Training Course which was held in Thessaloniki in 

September 2012 and which was focused on Feasibility Studies and on their key role for the project. 

During this event, which was not restricted to project partners only, but was opened to a wider audience, 

a presentation on technical guidelines for successful feasibility studies was delivered along with some 

more specific presentation focusing on successful studies carried out by the host expert partner ThePTA. 

This allowed partners to improve their knowledge of technical issues, but also to see how these could 

work in practice, and this was even more useful considering that local feasibility studies had just started 

and so partners attendees had already some initial ideas of the local situations. Proceedings from 

Thessaloniki training course served to partners as an additional handbook, to be kept as a reference 

during the implementation phase. In particular, some key findings issuing from this meeting were that 

Feasibility Studies are crucial for:  

- Establishing facts about specific proposals (e.g. Legislative, Operational, Financial, Social, 

Environmental, Political impacts); 

- Aiding justification to attract support for planned actions; 

- Aiding the ability to attract funding based on results; 
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- Providing benchmark to measure success (or non success) of the proposed actions; 

- Promoting expected results of the proposed actions; 

- Verifying the viability of the identified proposal and the possibility to meet the expected objectives. 

Moreover, also some useful hints to be followed by partners in the implementation phase were identified: 

- Involvement of local stakeholders in the whole feasibility study process is essential, as well as 

consultation; 

- The use of media at early study phases is very important in order to get them fully understanding the 

reasons behind the study; 

- Study results (both positive and negative) shall be transparent and well clear to local decision-makers 

and stakeholders; 

- The quality, quantity and nature of data received from stakeholders is essential for study success. 

 

2.2 METHODOLOGY 

Looking at a wide range of worldwide experiences it is easy to see that a key underlying reason for the 

gap between intentions and actual results in the implementation of new transport solutions and mobility 

measures, is the lack of a robust feasibility analysis. The feasibility study is the opportunity for setting the 

vision and specifying real requirements and objectives to be achieved, for selecting solutions, and for 

designing the specific functionality among the different EPTA pillars. The feasibility study is also an 

opportunity for all internal and external stakeholders to understand the possible solutions and its longer-

term potential.  Moreover the feasibility study must define the milestones and expected outcomes at each 

stage of the implementation facilitating also  the planning and management of the implementation 

process, within the specified institutional  constraints and main defined objectives. 

In this context EPTA feasibility methodology is focused on the one hand on establishing the legal and 

financial responsibility and organization framework for planning and managing public transport service 

contract (EPTA High level functions) and, on the other hand, on creating an organization and operation 

reference model for answering to the needs of small and medium-size towns (EPTA low level functions). 

As expected in the EPTA project, after a first step of benchmarking that led to the identification of more 

than thirty Good Practices (at European level and linked to the seven pillars of EPTA), each partner 

selected those dealing with the topic of its Feasibility Study and used them as a reference point for local 

case. This allowed partners to have a very concrete and direct approach to the problem, and to address 

and solve it thanks to the experience of those who had already faced similar situations and needs. 

Therefore the methodology set up inside the EPTA project for developing the Feasibility study must 

support each EPTA sites in achieving real indications on different aspects the following ones among the 

others:  

- understanding which is the more suitable model for planning and awarding the overall PT service and 

the responsibilities in planning and funding the different transport services;  
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-  providing most suitable transport solutions in terms of answers to detected mobility needs and of 

service coordination in a "co-modality" perspective;  

- defining support service/systems and operation conditions;  

- presenting suitable organization framework and/or the operation scenario for managing the identified 

solutions.  

In order to achieve these objectives, the discussion and analysis of the best practices carried out during 

the knowledge exchange activities and training courses, leaded to define at least five key steps for 

carrying out the EPTA feasibility analysis, as the following:  

a) Setting the vision and  objectives;  

b) Context analysis and baseline scenario; 

c) Identification and selection of main functions or services and measures;  

d) Assignment  the responsibilities and allocation  of the resources;  

e) Set up the specific  monitoring and evaluation procedures.  

Based on the results of the steps a) and b), for the identified solutions (outcomes of the man activity 

carried out in c) the Feasibility study methodology support the partners in the definition of: 

- main service characteristics, control scenarios, ITC platform and technologies (if needed); 

- the organization and operation framework 

- relevant investments, operation and maintenance costs,  

- specific sets of indicators for measuring quality and quantity of the provided services, and  

- service contract features (fare schemes, performance indicators, etc.). 

Therefore the methodology allowed the EPTA partners to carry out their feasibility study with twofold 

main role; on the one hand, to set up a solid base for identifying and  realizing in short and mid terms 

tangible actions and solutions respect the Public Transport services and, on the other hand, to be used as 

key control/monitoring tool of the measures during the implementation phase verifying the compliance 

with budget constraints and time deadlines.  

The above substantially is related to the “solution” planning, design and implementation, while phase of  

EPTA Implementation Plan (to be produced by each study site and at project level) will give continuity to 

the study process and identify the potential for after-project development.  In particular this phase  ( as 

specific road map for the adoption) aims  to support all the local stakeholders (public and private, 

association and authorities, etc.)  to understand well local needs, characteristics of the new solution  and 

its long-term potential, in order to take a sound political/business decision on whether to proceed with 

the implementation/promotion  of the suggested solution. In particular this phase (road map for the 

adoption)  of the defined  methodology  aims to: 

- Pilot the Consensus  Process (by Meetings,  Analysis and  discussion with Stakeholders, Association, 

Citizen for a possible agreement and adoption,  
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- Integrate in main mobility strategies or SUMP (by consolidation of the solutions and priorities, Local 

Authority commitments (decisions and acts), schedule acts for possible adoption, 

- Carry out Promotion and Communication Process  (by the definition of Promotion plan, Media and 

tools and  planned dissemination campaign, etc.). 

Such kind of approach is in line with and shares the basic elements of the SUMP methodology concerning 

Public Transport services, in particular regarding: a participatory, sustainable and integrated approach; a 

focus on achieving measurable targets and provision of real and operation working details; great 

attention to institutional, organization and infrastructure and technological level. 

On this basis an essential prerequisite for each EPTA partner to develop their Feasibility Studies were the 

results of the WP03 activities, in particular of D3.1 which has identified existing good practices related to 

the different EPTA pillars, providing  specific indication  for each function in terms of solutions , 

background and main problems and operation/institutional conditions. 

In conclusion the Feasibility Study have enabled the EPTA partners, with their already indicated 

difference in role, field of implementation, institutional constraints, etc,  to take a sound business decision 

(with discussion and support of the Mobility Authority, Transport  Operator or Transport Companies, 

citizens association)  on whether to proceed with the road map for the solution realization investment, 

with reasonable understanding of the impacts, anticipated benefits, investment and operation costs, and 

implementation risks. The FS  should provide the institutional implementers with sufficient guidance to 

proceed to detailed design of the solution.  
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2.3 SRM 

While keeping the political responsibility of Public Transport services Local governments are always  more 

frequently turning to the market to provide transport services in outsourcing, entrusting the management 

of the service to an Operator. At the same time, local governments are establishing Public Transport 

Agencies (PTA), also called “Authorities”, whose duties include service planning, service awarding 

procedures and setting-out the conditions for PT provision by the Operator to be included in the service 

contract. 

This Study is focused on the service contract with the Operator for the provision of PT services in the city 

of Bologna, with particular regard to the optimization of the procedures for controlling the service 

operated. The analysis and the perspective adopted could be extended to many other cases, where the 

service is provided according to a model Agency-Operator.  

LOCAL CONTEXT 

The Province of Bologna is located in Emilia-Romagna region (Italy). It has an area of 3,702 km², and a 

total population of about one million inhabitants. Around 380.000 people (more than one third of the 

provincial population) live in Bologna, for a total of about 500.000 considering also the metropolitan area, 

including municipalities bordering Bologna. The overall Province embeds a total of 60 municipalities. 

Local bus transportation in the city of Bologna accounts for 2.2 million bus-trips every year, covering a 

total of 18 million kilometers and giving satisfaction to 92 million passengers/year. Provincial services 

cover 18 million kilometers and give satisfaction to 20 million passengers/year.   

According to the national legal framework, the bus Operator is chosen through a specific tender: the 

service is awarded to the winner of the tender and a Service contract is signed between the Operator and 

the Public Transport Agency SRM. 

SRM (Bologna Province PTA) awarded a six-year Service Contract (extendable by three more years), 

which allows the Operator to collect about 150 million euros/year, including public funding and revenues 

from tariffs and traffic. The monitoring procedure is performed by the PTA but, according to service 

contract, real data are provided by the Operator, that must monitor its own performances and produce 

relevant data.  

Moreover the Agency performs some additional controls on the service, yet these are not systematic, but 

mainly based on complaints received by the users.  

THE STUDY 

Control and monitoring are very delicate issues for any PTA, moreover this is a very demanding 

procedure, both considering human resources and costs.  

From the description above it is clear that the existing control procedure has significant limits, such as 

the asymmetry of information between Operator-Agency, since the Operator has direct access to 

information, while the Agency gets it but in an indirect way. Of course, in case the Operator does not 

achieve the planned objectives – in terms of number of kms made with respect to the contractual ones – 
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the Agency must sanction it, as well as if it provides the Agency with deliberately falsified data on 

performances.  

For these reasons SRM is interested in optimizing and standardizing the control procedure, in order to 

evaluate the performance of the Operator and validate the current contract. This activity will help the  

Agency to refine the structure of the contract, if necessary, and to improve the structure of 

incentives/fines in the next one. 

In order to achieve the planned objective, the study was structured on two main sections, which are 

closely linked:  

- the first one analyses the relationship between the Agency and the Operator, according to a model of 

game theory and studies the equilibrium conditions;  

- the second one  describes a control procedure through which the Agency may verify the performance 

of the Operator, with respect to the fulfillment of its contractual obligations. 

- Relationship Operator-Agency 

The relationship between the Agency and the Operator is modeled as a multi-period game between the 

two actors, which is divided into the three following steps:  

1. the Agency defines the value of the fines for service deficiencies. For each expected service that is not 

provided, and the Operator declares its lack, a fine F will be applied to the Operator. For each service 

that is not provided and the Operator does not report its lack, the Operator receives a higher penalty F (if 

the Agency is able to discover it). If the value of F is too high, the Operator could not pay it and force the 

Agency to terminate the contract, in this case the Agency will have to organize a new tender to select a 

new Operator. This result is clearly extreme and undesirable. Also, there is a (small) chance that a 

service that was reported as provided by the Operator, and which was inspected and detected as missing 

by the Agency, was instead really provided, but has not been observed for some reasons (it was in late, it 

took a different route, the controller has not observed it, etc.). The possibility of imperfect detection, 

together with the problem that would arise from having to organize a new tender, imposes a reasonable 

limit on the value of F. In the first step, it was assumed that the value of F is defined by the Agency 

externally to the game, as a result of his legal and organizational knowledge. In a second step, the 

values of fines f and F were calculated as a result of the balance of the game;  

2. the Operator chooses how much to invest in the provision of the PT service (this includes investment 

on new buses, fleet management, salaries paid to drivers, etc…), and more specifically on the quality of 

service, that is the percentage of services that are actually provided compared the planned services. This 

percentage may also be considered as the probability that the Operator provides a certain service;  

3. the Operator decides how many services it will not report correctly (his “level of truth”). At the same 

time, the Agency decides the budget to invest in control activities. Since the control is made by 

controllers on site, this is an intensive activity and the budget consists mainly of the salaries paid to 

employees. The control procedure defines a function that relates the budget to the probability that a 

service is controlled. 
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- The control procedure 

The control is performed by a limited number of controllers (usually three or four) on behalf of the 

Agency: controllers go to bus stops and check on site if a specific service is provided. It is also possible, 

with a long waiting time, to verify whether the frequency of the service corresponds to the planned one. 

Since high frequency lines, in urban areas, carry most of the passengers, the procedure defined in this 

section focuses on the control of these lines. Given a budget for the control activities, the target is to 

maximize the number of information collected. The procedure selects the bus stops to visit every day, 

depending on the time available and on the stops controlled in previous periods. The procedure, in fact, 

creates different routes every day, because the Agency wants to diversify the bus stops controlled in 

order to have a complete picture of the services provided by the Operator. As a result, the amount of 

information that can be collected at a bus stop depends also on when this bus stop has been visited the 

last time: the profit of stops and lines controlled recently is reduced, and as a result there is more 

probability to cover the entire network. This also makes it more difficult for the Operator to foresee 

where controllers are. Finally, the proposed procedure gives the possibility to force a visit in some specific 

lines or bus stops, for example when there are complaints by users on a specific bus stops.  

Starting from the existing public transport network, the procedure extracts a graph that includes all the 

stops (nodes of the graph) and the possible links (arcs of the graph). The set of nodes includes the office 

of the Agency, in which the controllers have to start and to conclude their activity. Each bus stop is 

associated with one or more weights representing the time that a controller can spend at it, which 

corresponds to a profit. The profit is the number of information that may be collected during this time 

and depends mainly on the number of lines that pass by the stop. The optimization problem related to 

the maximization of the profit has a structure that includes both aspects of Vehicle Routing and Set 

Covering, since the target is not only to maximize the number of the “visited” stops, but also the number 

of different lines controlled. The product of the optimized procedure is a path on the graph (and 

consequently on the public transport and road network) for each controller, which maximizes the profit 

associated with the control at bus stops and the number of controlled lines, taking also into account that 

the path of each controller does not exceed a specified length of time. In order to solve the integer linear 

programming model at the basis of this control procedure a Branch-and-Cut6 algorithm implemented in 

IBM-solver CPLEX 12, was defined. 

In summary, two key findings issued from this feasibility study, in particular: 

- FINES RELATED TO THE REGULARITY OF THE SERVICE: service contract foresees a standard monthly 

regularity >=99.0%, which is equal to the ratio between provided services and planned services, as 

well as foreseen in the schedules and as delivered to PT users. A planned service is a specific service, 

scheduled and communicated to users, departing from the bus terminal and/or arriving at it. If the 

standard is not reached, a fine amounting to EUR 250 (f) could be applied for each decrease of one 

unit to the second decimal digit. The contract also foresees that if SRM discovers incomplete or 

incorrect reports, it can apply a fine up to 25,000 EUR for each element of disagreement between the 

Operator’s report and control of SRM. If untruth report is discovered, the SRM may apply a fine up to 

250,000 EUR (F) for each mendacious report. The values of parameters used in the model, that are 
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the profits collected for each bus stop or line controlled, were established on the basis of the 

recommendations of the Agency in order to prefer the control of lines with more users. 

- GAME THEORY AND CONTROL PROCEDURE: Regarding the optimization of the equilibrium conditions 

of the game, it was assumed that the budget invested by the Agency on control activities could 

determine the probability that a specific service is controlled, according to a specific function. When, 

instead, this function is determined solving the optimization model, it is possible to evaluate 

empirically the function point by point. In fact, for each scenario, it is estimated the total number of 

hours dedicated to the control (which is the main component of the budget) and the percentage of 

controlled services is determined by solving the model. The optimized control procedure has been 

compared with a “human” control procedure, obtained by replicating the behaviour of a controller who 

chooses path and bus stops to visit on the basis of his knowledge of the city and of the service. The 

result is that the optimized procedure is able to increase by 50% the number of controlled services in 

the same time, when the control activity does not exceed 12 hours per day and by 30%. Finally, the 

analysis of the game was extended beyond the current situation, considering the value of the fines as 

a result of the balance of the game itself and not as an input for the problem. In order to keep it 

usable, the game is modelled considering the average values of different parameters characterizing 

the service. Some of these cannot be modified in order to evaluate different scenarios, because the 

whole network and the function that determines the probability of control should be amended 

consequently. For the “variable” parameters, however, different scenarios have been considered. The 

average parameters used to model the service are: number of lines, hourly frequency, hourly cost of 

the driver, duration of a service, hourly cost of the bus to have a minimum service provided (for at 

least 90% of planned service), hourly cost of control activity (in charge of the Agency), total number 

of users waiting at a bus stop affected by a missing service, cost of time. Once these parameters 

defined, the solution of the theory of game model will provide equilibrium values for: fine f and F; 

percentage of service to be controlled; hours per day to dedicate to control activities.  

An optimized control procedure allows the Agency to carry out its work at minimum costs and with the 

greatest possible accuracy. It also helps to define a condition of equilibrium in which the Operator gets 

incentives if it respects its contractual obligations on performance and reporting activities. 

 

2.4 ALMADA 

The regime of the public transport in Portugal is regulated by the Regulation of the Transportation in 

Road Vehicles (Regulamento dos Transportes em Automóveis, RTA), dating from 1948, and by the Basic 

Law on Inland Transportation (Lei de Bases do Sistema de Transportes Terrestres, LBTT), from 1990. 

These two legal texts have been conceived more than 40 years apart and contain very different 

approaches in what concerns the intervention and action in the sector. 

The practical consequence of these legal regulations was that PT services in Portugal were, until recently, 

organized, authorized and, in many cases, awarded by the Central Government which negotiated service 

contract features directly with operators. 
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As a consequence of the LBTT and in order to improve on this system, in 2009 the PTAs of Lisbon and 

Porto Metropolitan areas were created, with the powers of regulation and tendering of PTS. Yet the large 

regional focus of these Authorities fails to duly respond to the actual needs at local level and often does 

not reflect the key priorities of municipalities, as Almada. 

The study implemented by Almada aims to tackle the need of bridging the gap between local needs and 

regional and national strategies, in order to ensure a better planning, coordination and operation of 

services at Municipality level, addressing the local mobility needs of the population. 

LOCAL CONTEXT 

Almada is a municipality in Portugal, covering an area of 70,2 km² located on the southern margin of the 

Tagus River and limited to the East by Seixal, South by Sesimbra, and bordered on the remaining cardinal 

directions by the Atlantic Ocean (West) and the Tagus river (North and East). Although not very large by 

European standards, Almada is the 10th largest Portuguese Municipality, with a resident population of 

174.030 inhabitants (2011), of which around 102.357 inhabitants live in the urban centre. Almada 

presents a relatively high population density of 2.416 inhab./m2. 

Almada

Lisbon Metropolitan Region

Area ~70 km2

Lisboa

Almada

 

Almada geographical location  

 

Almada is linked to Lisbon by the 25 de Abril Bridge over the Tagus river, which is crossed by rail 

(suburban and longdistance), commercial and private vehicles daily. There are 2 ferry connections 

between Almada and Lisbon, the most important of which links Cais do Sodré terminal in Lisbon to the 

Cacilhas, in Almada. The second connection links Belém in Lisbon to Porto Brandão and Trafaria, in 

Almada. Since 2008, Almada is served by a light-rail transit system (3 lines), the Metro Transportes do 

Sul, and has a rather comprehensive bus network (60 lines), which provides services both local and to 

the neighbouring municipalities of Lisbon and Seixal. 
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The Municipality is considered is the most important South access to the Lisbon and the North bank of 

the river, being a very important transportation hub in the context of the Lisbon Metropolitan Area. 

Almada’s mobility system today offers a very wide range of options, when compared with the transport 

networks in other municipalities of Lisbon Metropolitan Area (AML). In the last years it has undergone a 

profound evolution with the emergence of new railway transport modes (rail and tram), the definition of 

new traffic and parking rules, the enhancement of the public space and the growing integration of soft 

modes of transport (walking and bicycle). 

 

 

Network diagram of Almada’s collective transport  
(Source: DEGAS/CMA and AGENEAL, 2012) 

Such a complex PT system is organized in a very fragmented way, since the main competence is of the 

Central Government, which gave and manages the concession to the different operators – 3 different 

private operators deliver bus, tram and train services, while a public one is in charge of boat connections. 
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As a Portuguese Local Authority, despite being given the legal status of Local PTA by the Portuguese 

Law, Almada has in practice very few responsibilities and competences. This reduced intervention stems 

from the fact that Almada is located in the Lisbon Metropolitan Area, which has been given a different 

treatment in terms of PT management and organization. 

In fact these competences have been taken by the Central Government and recently been transferred to 

the Metropolitan Transport Authority, which leaves the Local Governments, such as Almada, mainly 

dealing with traffic management and service promotion (an optional and proactive intervention) within 

their territories. Despite the creation of the Lisbon Metropolitan Transport Authority, many measures still 

need to be adopted in order to improve accessibility and intermodality and ensure that the mobility 

system as a whole provides the integrated service that is required to address the mobility needs of the 

population in such an important and economically vibrant region such as the Lisbon Metropolitan Area. 

THE STUDY 

In order to address the above mentioned issues, Almada had initially envisaged (2007) the creation of 

the “Mobility House of Almada”, a structure that would involve all local actors dealing with urban mobility 

(Municipality, PT operators, taxis, parking and circulation, police, etc.), where the common concerns and 

projects would be discussed to improve the service rendered to the public and make Almada’s mobility 

more sustainble. The “Mobility House of Almada” is being created around the Local Energy Agency of 

Almada, AGENEAL, which already congregates the best part of these local stakeholders and has a strong 

intervention in mobility issues. Moreover, it would not imply the creation of a new entity, but, on the 

other hand, use the means and resources already available and in use in the Energy Agency. 

Almada’s feasibility syudy would evaluate the possibility of enlarging the scope of the Mobility House of 

Almada, from a local sustainable mobility forum, to a structure that could embrace some of the EPTA 

functions for a PTA. 

However, the study soon showed that it was inadequate to combine regulatory and tendering functions, 

for instance, with the concept envisaged for the Mobility House of Almada, where the approach is 

intrinsically different. This could undermine the necessary power of enforcement that a PTA must have. 

So, the Municipality of Almada decided to adopt a different approach for the FS, than initially considered. 

Given the strong intervention it already has in functions such as communication and the institutional 

weight it possesses, Almada decided to capitalize on these assets and develop a comprehensive study on 

the legal and institutional framework of the PT regulation in the country and, especially in the Lisbon 

Metropolitan Area, to identify and define its future role as a PTA. This study has given Almada the 

knowledge and information necessary to be better positioned for the foreseeable changes that will occur 

in Portugal in the short term, due to the adoption of the European Regulation 1370/2007. 

The methodology adopted was structured along the following twelve steps, which are: 

- Analysis of local context and current situation of transport services in Almada; 



 
EPTA Project - Deliverable D4.1  "Feasibility Studies Report                                                              

January 2014 19 

- Analysis of the distribution of competences and responsibilities among the national, local and regional 

level; 

- Review of existing regulation and legal framework; 

- Identification of policy framework; 

- Analysis and evaluation of the existing PTA, including competences and current development status; 

- Identification of the possible tasks of a Local PTA, working under the umbrella of the Metropolitan 

PTA; 

- Definition of the model for the local PTA, including a deep analysis and assessment of positive and 

negative aspects and expected results; 

- Identification of possibilities for collaboration of the new local PTA both with the Metropolitan one and 

with other neighbouring Municipalities; 

- Evaluation of the proposed model in terms of implementation and in order to achieve a gradual 

enlargement of local PTA competences, also taking into account the evolution of relevant regulation; 

- Proposition of options of organization structure; 

- Evaluation of tools, measures and resources needed in the start-up and implementation phases; 

- Production of a technical document dealing with the key aspects to be taken into account for 

contracting PT services, based on successful EU good practices.  

The analysis carried out by Almada Municipality showed that the existing regulation in principle allows the 

possibility to establish the “Almada Mobility House”, since the Municipalities are considered as “competent 

authorities” for the organization of PT market. 

In summary, the situation at local level concerning the intervention of the Municipality of Almada as a 

PTA is the following: 

- Currently, the municipality has almost no intervention in the Regular Public Transport Services, by 

train, tram, boat and bus, in what concerns Planning and Market Organisation. However, Almada 

exercises its powers in the area of the Mobility Management (information/communication/promotion 

and dissemination), although not fully, since this intervention is voluntary and developed to achieve a 

more sustainable urban mobility; 

- In the future, it is foreseen the possibility of a broadened or full exercise of its powers in the transport 

by bus, at urban/local level and of its joint powers together with the Metropolitan Transport Authority, 

in what concerns the transport in the remaining modes existing in the municipality. In particular, the 

Municipality could participate in the bus transport market organisation in the entire municipal territory 

(tendering contracts and follow-up/management of the their implementation), as well as the 

reinforcement of Mobility Management functions and activities, considering every mode of transport; 

- Currently, in Other Services and Shared Transport, the municipality is only managing Taxis and the 

Mobility Inclusive Service, FLEXIBUS, beacuse Almada does not yet possess mobility innovative 

services like carsharing, collective taxis or bikesharing. 
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- In the future, it is predictable that the so-called “Other Services and Shared Transport” may be 

located in the centre of ALTA’s (Almada’s Local Transport Authority) activity. 

- Currently, the municipality exercises fully its functions in matters of individual, public and tourist 

transport, by bus, and manages the respective traffic and parking. 

- In the future, this effort may well be intensified and integrated under the scope of Mobility 

Management – information, communication, promotion and dissemination. 

PROPOSED COMPETENCES AND POWERS OF THE MUNICIPALITY OF ALMADA AS A PTA AND 

PERSPECTIVE OF THEIR FUTURE EVOLUTION 

The feasibility study indicated the approach and the path to be followed by the Municipality of Almada to 

have a more effective intervention as a PTA, based on the current legal framework, the foreseeable 

framework to come into force in the short term and its current intervention in these areas (EPTA pillars). 

The following paragraphs present in detail the future attributions of the Local Transport Authority, 

distinguishing between: (i) powers to be restructured / integrated / reviewed; (ii) powers to be added; 

(iii) collaborative powers or shared with the Lisbon Metropolitan Transport Authority; (iv) final powers. 

So, within the powers to add to the already exercised by Almada City Council, ECALMA (Municipal 

Company for Parking and Circulation and AGENEAL, are: 

1) Powers whose exercise depends exclusively from CMA’s decision 

• Plan and restructuring of networks and services of urban/local transport by bus  

• Organisation of the taxi, collective taxi, carsharing, bike sharing (other transport markets) 

• Organisation of urban logistics and micro-logistics 

• Municipal proximity information and communication system 

• Supervision of the local services mobility contracts  

• Setting of the funding model and tariffs of local mobility services contracts 

• Creation of an integrated municipal observatory on accessibilities and mobility 

2) Metropolitan powers, depending on a protocol with the Lisbon Metropolitan Transport Authority to 

be exercised, which are of priority resolution 

• Plan and restructuring of networks and services of municipal transport by bus (lines 

departing/arriving in the municipality) 

• Service integration, (every mode and service) - “Coordination Board” 

• Intermodal coordination  - “Coordination Board” 

• Managing of the current and future concessions (mutual consultation between Metropolitan 

Authority and Local PTA) 

• Metropolitan Transport Integrated information and communication system -“Coordination Board” 
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• Monitoring of the concessions 

3) Metropolitan powers, depending on a protocol, to be exercised collaboratively with the Metropolitan 

Transport Authority, which will need assessment of a feasibility study on economic/financial, 

operational and legal aspects. This should be done after the completion of Almada’s SULP, currently 

under development. 

• Definition of networks and services (offer profile and parameters) for bus transport contracts of, 

in substitution of the current urban/local and municipal concessions 

• Contracts of bus networks and services, in substitution of the current concessions 

• Supervision of the bus service concessions 

• Supervision of bus service contracts 

• Setting of the funding model and tariffs of bus services, in the context of the contracts  

Concerning the powers dependant only upon the Council’s decision, some can be implemented as soon 

as there is a decision for their creation, namely in the cases of the Observatory and Municipal / proximity 

Information system. Others require partnerships with several stakeholders and the accession to 

incentives and offers undertaken by the Local PTA, like the taxi and collective taxi, car sharing and bike 

sharing market. 

Concerning the metropolitan powers, requiring the collaboration of the Metropolitan Transport Authority 

to be exercised, the council should formalise conversations with the Metropolitan Transport Authority, in 

order to sign a protocol with established procedures, as soon as the Local PTA has been formally created. 

These powers depend upon a protocol/agreement with the Metropolitan Transport Authority and refer 

specifically to the design and restructuring of the bus networks and services. They also include the 

follow-up and supervision of other public transport modes of Almada, such as train, boat, and tram. In 

this aspect, it would be an advantage to establish communication channels enabling the council to gather 

information on the bus and other modes’ network and services, playing an active role and collaborating 

with the Metropolitan Transport Authority. 

In what concerns the second group, the most relevant step is the council’s claim to accompany the 

tendering and contracting and performance assessment of the contracts for the provision of public 

transport services in Almada. Even though those powers are legally attributed to the Metropolitan 

Transport Authority, as it is a mixed entity, involving Central and Local Administration, this is a legitimate 

claim, that contributes to a better governance of the process. 

Thus, all these matters should be object of a joint reflection, between the municipality and the 

Metropolitan Transport Authority, allowing for their discussion considering the possibilities, advantages 

and constraints that each of the entities sees in a process of cooperative exercise of those powers. 

CONCLUSIONS 

In summary, the Feasibility Study on the creation of a Local Transport Authority in Almada, has led to the 

following conclusions: 
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- The Municipal Executive of Almada has proved to have vision, strategy and instruments, (already 

elaborated or planned), as well as technical services with expertise. These resources will allow for the 

pursuit of the sustainable mobility goals established in “Almada’s Local Strategy for Sustainable 

Mobility"; 

- After analysing the regulatory framework of the current public passenger transport and the known 

perspectives of its evolution, particularly the ones arising from the strategic guidelines of the Strategic 

Transport Plan that is being applied by the Central Government and the characteristics of Almada’s 

transport system, some constraints to the development of a Local Transport Authority are foreseeable, 

as the municipality belongs to a Metropolitan Area with a legally established Transport Authority; 

- The current model of the Metropolitan Transport Authority (though not fully applied), and although 

the majority of the representatives belongs to the Government, is rehearsing a collaborative/shared 

management between the Central and Local Administration. The likely signing of a programme 

contract highlights this, as well as the funding model followed, which presupposes a potential 

consistency of objectives between the Metropolitan Transport Authority and a future Almada PTA.  

- In the accessibilities, transport and mobility management there is a wide range of services and 

attributions, referred to in the Study, (typically belonging to transport authorities and part of the 

pillars of EPTA’s Project) that should be exercised by the council with autonomy and that alone 

supports the decision to create a PTA in Almada. In some aspects, these powers will be autonomously 

exercised by the council, without interference in the powers of the Metropolitan Transport Authority, 

but may be extended in other aspects, as long as they are exercised in a collaborative/shared manner 

with the Metropolitan Transport Authority, once a common understanding is achieved. 

- The governance model is changing in Portugal, in favour of more flexible regulations and a greater 

openness to differentiated transport and mobility solutions. Many of these would be better promoted, 

implemented and/or followed-up by the councils. This perspective of change demands for more 

technical expertise, both from the authorities and the operators. 

- Different models of Local PTA are possible. Almada City Council the council will have to balance their 

advantages and disadvantages. This Feasibility Study intended to be a contribution to technically 

support this decision and concludes for the feasibility and added value for the municipality, transport 

operators and citizens, of the creation of a Local PTA in Almada, which will start a new and more solid 

approach to a better governance of urban accessibilities, transport and mobility. 

 

2.5 ROGALAND 

One of the main goals of the National Transport Plan 2014–2023 of the Norwegian Ministry of Transport 

and Communications is that the expected increase of transport demand in large Norwegian metropolitan 

areas, shall be met by public transport, bicycles and walking only (Climate friendly scenario). 

The feasibility study implemented by Rogaland County Council stems from the need to improve PT 

efficiency in the region, in order to make collective transport more attractive for passengers, pushing the 

shift from private to public means of transportation. In particular, the Council analysed the possibilities 
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for developing a more user-friendly and integrated PT system (EPTA “Integration” pillar), including 

coordinated fares and ticketing system, a review of fares, zoning and ticketing system, in order to 

support a growth of passengers.  

LOCAL CONTEXT 

Rogaland is a coastal region located in south western Sweden. It is the most important region 

for oil and gas exploration in Norway and is one of the country most important agricultural districts. 

Rogaland has a total of 26 municipalities and the main cities are Stavanger,  Sandnes, Haugesund, 

Egersund, Sauda, Bryne, Kopervik, Åkrehamn and Skudeneshavn. The county is divided into five districts, 

which are Haugalandet north of Boknafjorden, Ryfylke in the mountainous east, Jæren to the 

southwest, Dalane in the far south and the Stavanger region. 

 

Rogaland area 

 

With its 443.000 inhabitants Rogaland is currently the fourth most populated county in Norway. Rogaland 

has 26 municipalities, and the population is concentrated around the cities of Stavanger and Sandnes in 

the Jæren region and around the central parts of Haugalandet. Projections by Statistics Norway suggest 

that there will be strong population growth in Rogaland between 2012 and 2040 (37 percent), of which 

about 70 percent in the Jæren region.  

Public Transport mainly consists of bus, train and boat services (including ferries). The key actors in the 

PT sector are Rogaland County Council, which is responsible for decision-making,  Rogaland 

Kollektivtrafikk “Kolumbus”, which is owned by the County Council of Rogaland, with the scope to 

manage and develop multi-modal PT services in the County, and PT providers, which deliver the services. 

With the exception of state highway ferries, Rogaland County Council has tariff authority for both buses, 

express boats and ferries in Rogaland area. 
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PT shares in Rogaland 

THE STUDY 

The main objective of the Feasibility Study is to verify potential benefits from integration of different 

existing transport fares and ticketing solutions, and point out possible ways to go forward with the task, 

regarding organization, technology and economic incentives.  

A key part of the study is a specific user need analysis carried out through specific interviews with both 

service planners/providers representatives, in order to duly take into consideration the perspective of all 

the different actors involved in the integration process.The study consists of an initial section aiming to 

map the existing fare/ticketing systems, travel patterns in Rogaland and expected growth in a 30 years 

perspective; a second part dedicated to the review of good practices from EPTA partners and other 

experiences, and the analysis of inputs from key stakeholders regarding integration potential/limits; and 

on a final discussion about alternative strategies and recommendations.  

Approximately 80% of all public transport trips in Rogaland are carried out in the Jæren region. About 

87% of all public transport trips in Rogaland are by bus, while the remaining 13% is split between train 

(about 10%) and boat/ferry (about 3%).  

Based on the projections for population growth (+37% by 2040) and on an average of 3.5 daily travels 

per person, this means that between 2014 and 2043, the number of daily travels with public transport in 

the Jæren region should increase by more than 100%, from about 90 000 to more than 200 000 trips per 

day. This means that the public transport share of all travels must increase from about 10% in 2014, to 

about 15% in 2043. 

Buses, boats and trains operate with respectively zonal, stretch-based and distance-based fare systems, 

while ferry fares are based on the “Sate Regulative for Ferry Fares”. This creates challenges in terms of 

coordination and integration between these modes of transportation and associated tariff authorities. 

Furthermore, the zonal system for buses in Rogaland is relatively complex, with many different zones 

(about 136), a separate zoning system for short trips within city centres, confusing zonal maps, and only 

some boat routes (close to Stavanger) are part of the zonal system for bus.  

An electronic travel card, called “Kolumbuskortet”, is available in Rogaland in three different versions:  

Personal, impersonal and Mini-Card (single card in paper). One Kolumbus card can contain both Travel 

Money - to purchase single tickets - and period tickets, such as Flexi Pass.  
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At present some integration exists between Kolumbus (bus) and NSB (train) on 30 day period passes 

(youth, students, adults) and between bus, ferry and express boats (limited to the Stavanger area), yet 

this is but a very fragmented integration, and some significant limits exist. Taking into account the 

simplest integration Bus-Train, the following barriers can be identified: 

- Kolumbus and NSB keep the ticket revenues from their sales of the three different  

- period passes, instead of splitting revenues based on actual travel statistics with bus  

- and train with the different passes; 

- The system provides incentives for selling a highest possible share of the relevant ticket products, 

with associated risk of potentially irrational sales and payment channels; 

- Insufficient travel statistics can make it difficult to reach an agreement about the size of tariff 

compensation from Kolumbus to NSB; 

- The absence of validation machines for Kolumbus cards on trains and train stations makes it difficult 

to achieve further integration between bus and train; 

- Kolumbus has limited budget authority. The Agreement with NSB, including agreement on the size of 

the tariff compensation must be approved politically by the County Council. This causes delays in 

reaching agreement – for example, the Ticket Agreement between Kolumbus and NSB for 2012 was 

not signed and settled at the end of April 2013. 

As regards the integration of boat/ferry to bus transport, this could be more feasible due that Rogaland 

County Council has the tariff authority for all these modes, yet a significant limit is that some boat routes 

are very long and therefore difficult to integrate into the zonal system for bus. 

A general impression from the interviews was that the key actors are positive about integration of public 

transport systems in Rogaland, and that there is a real will for more and better integration than is 

established today. Several of the respondents pointed out that further integration between bus, train and 

boat is one of several basic requirements to make PT easier and more attractive. Moreover, the 

simplification was considered as a prerequisite for being able to meet one the goals of the National 

Transport Plan 2014–2023. 

The possibility to establish the long-term goal of reaching the full integration of tickets and ticketing 

systems between bus, boat and train and associated tariff authorities, and that this should be seen in the 

context of also simplifying the ticket portfolio and zonal system in Rogaland, was positively evaluated. 

Yet, several respondents pointed out that other initiatives are probably more important, in particular 

frequency, regularity and ease of passage for public transport were some of the most frequent options 

chose. 

The analysis carried-out demonstrated that the enhancement of transport services integration, along with 

a revision of the zonal system, is an efficient solution for meeting the identified needs. Interviews with 

stakeholders confirmed the viability of such strategy and pointed-out that “simplification” should be one 

of the key concepts to be considered. 
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The long-term goal of Rogaland County Council is to reach full integration of the fare and ticketing 

systems for public transport in Rogaland.  

There are several good arguments to formulate such a demanding and ambitious goal. Most importantly: 

full integration and general simplification does not guarantee that more people will use public transport in 

Rogaland, but the opposite is likely to cause a reduction in the public transport share in the long run. 

Expectations for simple, user friendly solutions is increasing rapidly in society as a result of, amongst 

others, technological advances, and here the public transport system in Rogaland is already lagging 

significantly behind. Also, private cars are becoming increasingly more comfortable and household real 

incomes are steadily increasing, especially in the Jæren region. Thus, in Rogaland public transport is 

becoming less and less attractive compared to using private cars and this trend will not be reversed 

unless significant initiatives are taken to make it easier and more attractive to use public transport in 

Rogaland.  

Study results underlined that some specific initiatives are to be implemented in order to develop the 

comprehensive integration strategy, in particular: 

- Develop better travel statistics; 

- Assess full integration between bus, train and boat as one alternative when evaluating the revision of 

the zonal system; 

- Consider abolishing the system with separate zonal system and tickets for city centers; 

- Map consumer demand for better integration and simplification of the public transport system in 

Rogaland;  

- Consider having integration between Kolumbus (bus) and NSB (train) also on single tickets, and not 

only on period tickets; 

- Consider whether personal Kolumbus cards are really needed; 

- Make maps for zonal system in Rogaland more clear and user-friendly; 

- Consider increasing the discount for using Kolumbus card on single tickets to reduce cash sales on 

buses; 

- Consider integrating night bus routes as part of the ordinary fare and ticketing system instead of 

having price premiums on these routes. 

 

2.6 RAZLOG 

In the last 15 years commercial interest in the area of Razlog (Bulgaria) as a popular mountain tourism 

destination increased significantly, also due to the specifics of the neighbouring  town of Bansko and 

surrounding areas. The feasibility study carried-out by the Municipality of Razlog (Bulgaria) stems from 

the need duly analyse and tackle the problems connected to traffic flows and mobility issues, in order to 

meet the needs of both residents and tourists and to improve sustainability and social inclusion.  
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LOCAL CONTEXT  

The settlements of the Razlog Municipality are the town of Razlog and the villages of Banya, Bachevo 

(with the Razdavec neighborhood), Godlevo, Dobarsko, Gorno and Dolo Draglishte and Eleshnica. Besides 

that there few traditional recreation and cottage areas like Perivol in the locality of Bachevo village and 

St. Varvara area near the Eleshnica mineral baths, Dobarsko mountain hut in the locality of the Dobarsko 

village in Rila and Yavorov and Predela mountain huts in Pirin as well as the new resorts near the Predela 

area and in the Betalovoto area and St. Ekaterina. Razlog impact area stretches well outside the 

municipality due to the remoteness of the region including the Razlog valley and the upper current of the 

Mesta River and the lack of other big urban areas with additional impact besides the town of Bansko 

whose impact increased recently due to the significant amount of investments.  

According to the National Statistics Institute data as of July 2012 the population of the municipality of 

Razlog is 21.709. Of these 12.852 inhabitants live in the town of Razlog and the other 8.857 in the 

remaining settlements 

According to the inquiry 2010 data, modal split between means of transport is as follows: 

- Train - always 5.5%, sometimes 7.3%; 

- Intercity bus - always 31.9%, sometimes 36.2%; 

- Car (as a driver) - always 39.3%, sometimes 13.1%; 

- Car (as a passenger) - always 18.3%, sometimes 45.0%; 

- Company transport - always 9.3%, sometimes 5.6%; 

- Bicycle - always 3.6%, sometimes 21.4%; 

- Foot - always 5.9%, sometimes 19.6%. 

THE STUDY 

Data detailed above show that the existing offer of public transport satisfies but only very partially the 

(growing) demand and cannot compete with the possibilities to travel by private car. This deepens the 

problems of socially isolated groups, persons with economic difficulties and those who cannot drive.  

Considering current users behaviour, mobility trends and peculiar territorial conditions, the feasibility 

study implemented by the Municipality of Razlog has the objective to analyse and assess the potential 

and the viability of an enhancement of the intermodal PT offer, by developing a carpooling and bike-

sharing system, resulting in a reduction of private car traffic and improvement of social inclusion. A key 

aspect to be considered for maximizing the efficiency of this intermodal system is the integration of the 

two new transport modalities with the existing PT network, for this reason the possibility of establishing a 

public transport planning body, within the Municipality structure is also evaluated by the study. 

For the study analysis Razlog Municipality followed a methodology based on 3 tools: 

Desk research, mainly as regards the relevant regulatory framework and local data (demography, traffic, 

land use, etc.); 
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Analysis of best practices, in order to refer to successful experiences for the technical implementation of 

the solutions identified; 

Semistructured interviews to Razlog residents and tourists (interviews carried-out on 20th – 21st 

February 2013). Structured inquiry schedules with 25 questions were used in order to identify current 

mobility trends and the attitude of local population towards carpooling and bike-sharing. A total of 91 

persons, aged from 14 to 82, were interviewed, 72 from the town of Razlog, 10 from other settlements 

within the Municipality and 9 from outside the Municipality. Semi-structured in depth interviews were also 

conducted with representatives of the Municipality, local business organizations and the Mayors of small 

settlements close to the Municipality. Moreover, the results of former interviews with mayors, carried-out 

in the framework of the MMOVE project, were also used. 

- BIKE-SHARING SYSTEM 

Analysis of existing data and semistructured interviews showed that around 68% of Razlog residents own 

a bicycle or use one belonging to another person. 57% of citizens use bicycles within the town and 10% 

would like to. Percentage of citizens cycling outside the town is also significant – near 42% - while 15% 

would like to use bicycles outside the town. Results of the interviews showed that a significant number of 

people uses a bicycle. Bikes are mostly used for leisure (25%), sports (around 20%) and for trips to the 

nature – 17%, but also for commuting to work and for shopping (around 10%).  

These data showed that Razlog residents do normally use bikes and around 70% of the interviewees 

declared being willing to use a public bike-sharing system.  

�  Integration bikes-railway 

The narrow gauge rail line 116 Septemvri – Dobrinishte passes through the Municipality, with three trains 

on each direction per day.  

The national rail carrier BDZ Plc. permits the transport of bikes by train, paying a special fare, but the 

number of passengers carrying a bicycle is extremely small. Moreover, very few people reach the railway 

station by bike, mainly due to the lack of parking lots. At the same time, many of the inhabitants of the 

local villages travel to Razlog by train and then  walk from the station to the remote city center, due to 

the same problem. 

�  Integration bikes+bus 

Razlog has a bus station, which is located between the station and the city centre, and a bus line 

covering the inner part of the city. Transport of bikes on-board is forbidden. 

Around 1/3 of Razlog residents declared frequently using extraurban buses for reaching different 

destinations which are located outside the Municipality area. 

The analysis carried-out showed that bike-sharing system is achievable mainly due to the following 

reasons: 

- The territory and the climate are beneficial to bicycling; 

- There are no legal obstacles; 
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- The local population, the local authorities and key stakeholders have positive attitude towards the 

systems and its impact on the town mobility; 

- Bicycling culture of the town shows that shared bicycles are to be used; 

- The services of the system can be offered to tourists by the local hotels and travel agents; 

- Funding opportunities exist; 

- There are also funding opportunities for the development of the town bicycle infrastructure which 

would boost the bicycle usage. 

 
Current bike users in Razlog 

The proposed bike-sharing system including Razlog, Katarino and Betalovoto. The system is to consist of 

13 stands and 104 bicycles. Each stand would have 10-11 parking spots in order to provide for leaving 

more bicycles even if no bicycle has been taken. The stands are to be equally distributed all over the 

town in order to cover the whole territory including industrial areas. The stands are to be close enough 

the attractive spots generating visitor interest. Stands are to be located on the train and bus stations. 

- CARPOOLING SYSTEM  

Carpooling is the most popular mode of shared transport in Bulgaria, but it is based on a rather 

“uncertain” scheme with one person usually waiting at the starting point without any preliminary 

agreement with the driver. It would be important to enhance this system, by setting-up communication 

schemes between passengers and drivers in order to plan the trips in advance, making arrangements for 

the pickup time, destination and prices. Agreement can be also made as regards the best route options 

and starting time as well as on the sharing of travel costs.  

The survey carried-out by the Municipality at the beginning of 2013 showed that travelling by car with 

family members, friends and colleagues is a conventional way of moving for people in Razlog, in fact only 

15% of journeys is performed by public transport. The interviewees showed in general a rather positive 

attitude towards carpooling, in particular: 

- 66% of the interviewees declared trying to use the capacity of their cars in an efficient way, by 

travelling with three or more passengers; 
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- 48% have shared their vehicles asking for money to share the fuel, while 13% did not ask for it; 

- Overall 57% of drivers with free spaces in their cars is willing to accommodate extra passenger(s). 

Despite these results, some issues against shared transport also arose, dealing in particular with the fact 

that travelling with strangers is considered as a dangerous option, the organization of this kind of trips is 

seen as rather complicated and that some drivers are unwilling to be in charge of other people. In any 

case only 19% of the interviewees declared completely unwilling to use shared transport. 

�   Regulation 

Road transport is regulated mostly by the Road Transport Law. This piece of legislation does not cover 

shared journeys as a way to improve the population mobility. This does not exclude the usage of this 

service but calls for further regulation in the future. Elements of the Municipal development plan (2007-

2013) “Development of the transport infrastructure” and “Development of communications and 

investment in the information society” are related to the system. The population mobility is to be 

prioritized in the future planning documents of the municipality based on the town mobility plan and the 

studies drafted under MMOVE and EPTA projects.  

Despite the decrease of the shared journeys internationally during the past decades in Bulgaria this mode 

of transport has not achieved its full capacity. A theoretical publication in the field of flexible transport 

named “Modelling of flexible mobility systems in sparsely populated areas in Bulgaria” (2012) mentions 

that shared journeys form part of the key flexible transport systems for improvement of mobility in 

sparsely populated areas. 

�   Feasibility of the system 

The analysis of the existing practices in Razlog and in the Region showed that the potential for the 

implementation of a carpooling system, based on private cars, exists. Main advantages of the system are 

mainly related to the limited cost of investments and on the positive attitude of people towards shared 

transport, that can ease the introduction of the new system. Moreover, analysed good practices at EU 

and international level (Romania, Malta and Canada) show that carpooling can be a successful solution 

for meeting mobility needs of realities like Razlog’s, yet new models nee to be introduced on a step-by-

step basis in order to achieve sustainable mobility. 

 
Railway station and bus terminal in Razlog 



 
EPTA Project - Deliverable D4.1  "Feasibility Studies Report                                                              

January 2014 31 

It is also fundamental to consider the fact that the efficiency of shared journeys depends on the scale, 

therefore the participation of more municipalities in the scheme can improve the potential of success: 

Municipalities of Razlog, Bansko, Belitsa and Yakoruda can be partners in such a scheme since they share 

common geographic spaces.  

PUBLIC TRANSPORT AUTHORITY 

The analysis carried-out by the Municipality showed that a PTA would be, at least in principle, a suitable 

option to be implemented in Razlog area for two main reasons. First of all, both solutions studied would 

not be restricted to Razlog Municipality only, but would be operated also in/towards neighbouring 

Municipalities, thus it would be essential to develop a fruitful interaction between all the different actors 

involved and to “harmonize” service operation in all the different areas. Secondly, both bike sharing and 

carpooling are two new solutions for Razlog area, that would need to be duly integrated within the 

existing PT offer, in order to ensure the efficiency and sustainability of this enhanced mobility network. 

At the same time some constraints shall also be taken into account, in particular: 

- Planning, programming, coordination and regulation of PT services are in charge of the Ministry of 

Transport and the Parliament; 

- There are no national/municipal companies operating road transport of goods and passengers, nor the 

local authorities can plan and provide services related to (paid) road transport of goods and 

passengers; 

- Public transport in Razlog is mainly operated by buses and, based on Article 17 and the following of 

the Road Transport Law, the municipal transport schemes are to be endorsed by the Municipal Council 

based on the guidelines of the Ministry of Transport; 

- The Municipal Council could use the powers given by Article 21 (9) of the Local Government and Local 

Administration Law and establish a specialized Municipal Company in charge of monitoring the system. 

Even though the creation of such a structure would have a positive side effect of creating 10-15 new 

jobs, it would be an unsustainable burden for the budget of the Municipality, due that during the first 

years of operation this new organization would not be able to cover operational, nor to secure co-

financing or access to credit in case of funding application under EU instruments. 

For these reasons, the establishment of a PTA on the Scottish model1 is not feasible. The Municipality 

envisages a NGO, including representatives from Local Authorities and business, tourist organizations and 

schools, located within the Municipality and in the greater area, as a suitable alternative solution to a 

conventional PTA. This organization could be entrusted with some key responsibilities, such as: 

- Planning the bike sharing system (selection of stands sports, the number of bicycles, extension of the 

network and possible funding sources); 

- Integration of the bike sharing system in the Municipal transport scheme; 

                                                
1 See EPTA deliverable D3.1 “Case studies collection” available at www.eptaproject.eu; 
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- Supporting the Municipality in defining meeting points and the location of carpooling information 

boards; 

- Supporting the web-based resources allowing citizens to plan their journey; 

- Organizing promotion campaigns supporting sustainable mobility.  

 

2.7 THEPTA 

Thessaloniki Public Transport Authority (ThePTA), focused its analysis on the definition of two possible 

time scenarios for the next tender for public transport services: the first time horizon is in 2014 and the 

second in 2019, depending on when the existing service contract between the Greek Government and 

Thessaloniki PT operator OASTh will expire. ThePTA analyzed both European and National legislation 

regarding PT services awarding, clearly identifying the different possibilities for the tender, thus being 

able to highlight positive and negative aspects for each scenario, and to identify the most effective 

tendering procedure. 

LOCAL CONTEXT 

Demography & Land characteristics 

• Thessaloniki 2nd largest city in Greece  

• Population of THEPTA jurisdiction area: 1,104,460 inhabitants, over an area of 3.683km²  

• Population of agglomeration of Thessaloniki: 820,000 inhabitants (2011 census)  

Current mobility facts  

• 2.4 million person trips daily with all modes including pedestrian trips  

• Over 500.000 trips daily by PT  

• Car ownership: approximately 450 vehicles per 1.000 residents 

• Modal split: Car 55%, Public Transport: 20% (2010)  

• 140.000 vehicles during peak hour use the city network  

• The main speed per vehicle is 14 km/hour 

Future transport modes in Thessaloniki  

• Underground Metro system under construction since 2006, estimated date of finalization 2017  

• Tram system under consultation  

• Urban maritime transport under consultation 

Shared responsibilities in PT sector 

In Greece, the general authority of transport policy is under the Ministry of Development, 

Competitiveness, Infrastructure, Transport and Networks. In the two largest urban centers (Athens and 

Thessaloniki) some of the competences of the central government are assigned to the public transport 
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authorities (OASA and THEPTA respectively), while a number of responsibilities are assigned to 

municipalities, in the Region and the Metropolitan Unity of Thessaloniki (N.3852/2010), Program named 

Kallikratis. This administrative scheme is criticized for having many overlapping responsibilities between 

the different authorities. 

In the framework of the current study as "local market" is defined the area of the Regional Unity of 

Thessaloniki. Thessaloniki is the second largest city in Greece and is the administrative, economic and 

cultural center of Northern Greece. The Regional Unity of Thessaloniki consists of 14 municipalities while 

the city of Thessaloniki of 8 municipalities and spreads over an area of 3.683 km ² with a population of 

about 1,000,000 inhabitants. 

Provision of public transport services is offered by the Organization of Urban Transportation of 

Thessaloniki (OASTH), a private legal entity, which was granted 3 consecutive direct awards from the 

Greek Government (1957, 1979, 2001). The PT network in Thessaloniki area is served by 622 diesel 

buses owned by OASTH, of which 348 are normal sized (12 meters, 100 seats), 245 are articulated (18 

meters, 160 seats), 25 are minibuses (45 seats) and 4 are vehicles for people with kinetic difficulties. The 

network includes 79 bus lines and extends approximately 50 km around the city. THEPTA decides and 

advises on a range of issues and is responsible for monitoring compliance with contractual obligations of 

OASTH. 

Further to OASTH, Intra-municipal public transport services are offered by the Association of Bus 

Operators of the Region of Thessaloniki (KTEL), another private legal entity, which owns some shares of 

OASTH according to the contract modification of OASTH with the Greek Government in 2008 and 2010. 

These services account for approximately 3% of the total offered services in Thessaloniki Region. 

Since 1957, for 56 years, OASTh has been holding the exclusive right to provide urban public transport 

services in the area of Thessaloniki. The initial fixed term contract of 1957 extended and expanded, and 

in 2008 became in practice of indefinite duration (two years after the completion of construction of the 

Metro). 

 

Shared responsibilities in PT planning 
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THE STUDY 

A crucial point for tendering and awarding public passenger transport was the adoption of Regulation 

1370/2007, introduced by the European Union, as a mandatory harmonized regime for service contracts 

by all Member States (Articles 1 § 1 and 5 paragraph 1 of Regulation 1370/2007).  

According to the transitional provisions of Regulation 1370/2007, it appears that the current concession 

of exclusive right to provide passenger transport by OASTh falls in the b case of Article 8 paragraph 3 of 

the Regulation 1370/2007. This means that today, 56 years after the original signature, the contract is 

not valid anymore. Even if it was accepted that the current concession is part of case d of Article 8 

paragraph 3 of the Regulation 1370/2007, following that the main contract was signed in 2001 (ratified 

by L.2898/2001), could be considered as valid, provided that the requirements of that article, namely a 

contract of limited duration not exceeding 10 years. In this case, the contract could be valid until 2011. 

But even under the most expansive interpretation of the Regulation that considers both new and 

independent the contract of 2001, it could justify an extension up to 50% of the initial validation, 

meaning that the contract of 2001 could remain until 4/10/2014 (ie 13 years after its sign, this number is 

derived as from the aggregation of the validity period of the original contract (8 years and 8 months) and 

the extension by 50%, 4 years and 4 months) [Paragraphs 3 and 4 of Article 4 of Regulation 1370/2007]. 

According to the above, the Greek government must move rapidly, both to clarify the expiration date of 

the current contract with OASTh, and to seek approval of extension of validity by the EU since it wishes 

to maintain the current contract in forthcoming years. In any case, not later than one year before the 

start of the tendering process, Greek government must publish in the Official Journal of the European 

Union a preliminary notice of some minimum information regarding the procurement subject and the area 

of interest (Article 7 paragraph 2 of Regulation 1370/2007). Consequently, the need of taking immediate 

actions in the field of passenger transport in Thessaloniki is imperative.  

Based on the above, feasibility study objectives are: 

• Identifying sound alternative options for tendering and awarding PT bus services in the area under the 

responsibility of THEPTA (Regional Unity of Thessaloniki) based on local conditions, existing 

knowledge and good practices; 

• Evaluating these through Scenario and SWOT analysis and select the best one according to the 

prevailing (external) conditions; 

• Identifying possible interactions with the other PTA functions; 

• Setting-up a sound and applicable approach for carrying out similar feasibility studies. 

Selection of the legal framework of the tender process 

One of the most important decisions, that a public transport authority has to take is to identify whether 

the contract is a classic public service contract or if in the contrary is a public service concession. The 

correct classification of the procurement type has a direct influence on the applicable law. In particular, if 

the contract is classified as public service then the contracting authority is obliged to award it in 

accordance with Article 5 § 3 of Regulation 1370/2007. If, however, the contract described as classic 
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public service contract (concession), the contracting authority is obliged to be procured according to the 

strict procedural requirements of Directives 2004/17 (and possibly 2004/18), while applying for all other 

matters (except award procedure) the provisions of Regulation 1370/2007 (with the exception of Article 5 

paragraphs 3 and 7). According to Article 5 of Regulation 1370/2007, the public transport authority has 

the freedom to choose the specific type of contracting the provision of public passenger transport: In-

house award, Competitive tendering, Direct-award and Status of full deregulation. 

Scenario formulation and assessment 

Due that the expiration date of the existing contract between OASTh and Greek government is not 

clarified and in order to take into account all the possible scenarios two time horizons are examined.  

• Time horizon 2014 

If the contract between OASTh and Greek State terminates not later than 2014, tendering procedures 

should begin immediately. It is proposed to follow an intermediate network design (intermediate 

planning), to determine the quality standards / guidelines so the operator/s are guided and supported. 

Furthermore, by 2014 the Thessaloniki Metro will not be completed, resulting firstly, that the network will 

be similar with the existing one or slightly different and secondly, the contract can have a maximum 

duration up to 5 years. At least two years after completion of the Metro, which is estimated at the 

moment in 2017 and then it will be necessary to assign the new restructured network of bus services. 

As it has already been explained a crucial issue is the existence of OASTh for 56 years in the city fact that 

creates conditions of imperfect competition. To overcome this issue is proposed to be included in the 

tender documents all the important data concerning the network (routes and frequencies required, 

opening and closing schedules, required accuracy and accessibility, high fares, fleet size and 

environmental criteria) that must be met, as well as the staff requirements of the existing operator. 

Finally, it is important the fact that the new contractor will have access to the assets of the existing 

operator and will not be required to invest large amounts of capital. This will create better conditions of 

competition since the new operator can depreciate the investments in the five years duration of the 

contract. Based on the above, the following types of contracts are analyzed:  

Scenario I.1 Creating a public operator (in-house operator) 

This scenario requires the creation of a public operator that will belong to the Transport Authority and 

will perform the bus network services. This option is not likely, partly because it is a large structural 

change in a very short notice, and because the economic policy followed the past three years in Greece is 

oriented narrowing the public sector. 

Scenario I.2 Competitive tendering in a single network contract (network competitive tendering) 

The most usual type of contract for this kind of tendering is a net-cost contract. The incentives in such a 

contract allows the operator to maximize its profit and also to achieve the policy objectives set by the 

Transport Authority, while ensuring effective management and monitoring of the contract by the 

Transport Authority. 
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Tendering and awarding the whole network in a single contract provides economies of scale to the 

operators and ensures the integration and continuity of the network for the users. The main 

disadvantage of this type is the difficulty in participating of Smaller and Medium Businesses and 

consequently the reduction of competition. 

Scenario I.3 Competitive tendering by route (Route competitive tendering) 

In this type, separate routes are tendered independently usual as gross-cost contracts. The responsibility 

of network design and revenue collection is usually given to the Transport Authority. Such contracts 

require reasonable an experienced Transport Authority. However, until 2014 it does not appear that 

THePTA will have sufficient time to complete the institutional transition required. Therefore, the scenario 

of tendering routes separately to more operators is not likely. 

Scenario I.4 Competitive tendering network in sections based on geographical characteristics (Urban-

Interurban network competitive tendering) 

Today, inter-urban passenger transport in the Regional Unity of Thessaloniki is not performed by the 

same operator. OASTh co-exists with Thessaloniki Bus Operators KTEL SA. This solution is considered 

appropriate only if the selected tender process is to award a single network (Scenario 1.2). In this 

scenario the advantages of the tendering process of a single network (Scenario 1.2) are strengthened 

with the advantages coming from the comparison of costs between the two operators. 

• Horizon 2019 

In the time horizon of 2019, the timeframe is considered sufficient for greater structural changes. Until 

then the Metro construction will be completed and the network will be modified following the new 

transport data after the introduction of Metro. For this horizon the competent authority is considered 

having all the necessary authorities to manage and control the whole transport of the city. Finally, the 

duration of the contract will depend on the type of contract chosen. Based on the above, the following 

types of contracts are analyzed:  

Scenario II.1 Creating public operator (in-house operator) 

For 2019 the option is considered feasible, however, it requires clear political will to invest in the creation 

of the Authority and the public operator.  

All the OASTh’s assets will be transferred to the Greek State after the expiration of the current contract, 

facilitating the establishment of an operator of public interest, for example in the standards of OASA 

(Transport Authority of Athens, whose operators (OSY SA, STASY SA) are its subsidiaries companies). In 

the case of Thessaloniki it is proposed a gross costs contract, which will give the Transport Authority the 

competent to manage the revenues by all means of transport, carrying necessarily revenue risks. 

Scenario II.2 Competitive tendering in a single network contract (network competitive tendering) 

The characteristics of this option have already been mentioned in the same scenario above for the year 

2014 (Scenario 1.2). Unique advantage over the horizon of 2019 is that the Transport Authority will have 

sufficient time to undertake more responsibilities and intervene in the network design, under a net cost 

contract with extra- incentives. 
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Scenario II.3 Competitive tendering by route (Route competitive tendering) 

In this scenario it is considered sufficient timeframe for the Transport Authority to undertake the design 

of the network and to ensure a fair tendering process based on the costs and revenues of each line. 

Comparative advantage of this solution is that guaranties a healthy competitive environment. In addition, 

the existence of more than one operators ensure the replacement of those do not meet their contractual 

obligations immediately. 

Scenario II.4 Competitive tendering network in sections based on geographical characteristics 

(Urban-Interurban network competitive tendering) 

Tendering in separate contracts the two sections of the network, urban and inter-urban, in the case of 

Thessaloniki, is considered advantageous. In this scenario the advantages of the tendering process of a 

single network (Scenario 1.2) are strengthened with the advantages coming from the comparison of 

costs between the two operators. 

Public passenger transport services are undoubtedly services of general economic interest and should not 

constitute monopolies. The Greek Government supports this European position, as expressed through the 

Regulation 1370/2007. The correct political decisions should be taken in this view in order to open the 

market of Thessaloniki in the competition, while making transport services more attractive, more 

innovative and less expensive for the citizens. 

1. Deregulation not a preferable solution 

According to the ICLEI study conducted for the European Commission ("Better Public Transport for 

Europe through Competitive Tendering - A Good Practice Guide, 2008)", the regulated competition has 

achieved better results in compare to the full deregulation of the market both in terms of increasing the 

number of passengers on public transport as well as efficient use of resources. 

The comparison between these two processes of London (regulated market) and the rest of England 

(deregulated market) (1986 and 2000) showed that the number of trips in London by public transport 

have increased by 13%, while in the rest of England this number was reduced by 34%. 

Respectively, in 2007 Trel et al. concluded that, the pressure on municipal enterprises in Netherlands 

(except Amsterdam, Rotterdam and The Hague) with the introduction of competitive tendering processes 

from 2000 to 2006, decreased the operating costs of operators up to 10% -15%. In conclusion, this 

study only recommends procedures of regulated competitive tendering. 

2. Ensuring third party access to the assets 

The contract should clearly ensure that the new operator will use all the assets that will be  provided by  

the Greek public. 

All the OASTH assets move automatically to the Greek state after the expiring date of OASTH contract 

with the only condition that the value has already been depreciated. In case these assets are not 

depreciated, the Greek government is obliged to pay the non-depreciated value to OASTh. 
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An exception to the above mentioned seem to be the two major depots of OASTh, which belong to the 

"Suppliers Cooperation of Thessaloniki Motorists" with the distinctive title "HERCULES". OASTH and 

HERCULES share the same interests and this creates a competitive advantage for OASTh and a 

disadvantage for the other interested partners. The Greek government if really wants to create conditions 

of fair competition must ensure access of all potential candidates to the depots. 

The international experience shows that in case the depots belong to the operators competition 

decreases. The operators holding depots gain a competitive advantage over all the others candidates. On 

the other hand, if the depots belong to the Authority, the operators bear reduced responsibilities and this 

reduces their freedom of actions. 

3. Selected scenarios 

In the 2014 time horizon the most appropriate contract in terms of social cohesion, environmental 

protection and economic viability is considered to be a net cost contract. Due to the large size of the 

network it is proposed to be split into parts (two or three) and be awarded with different, separate 

contracts (lots) using geographical criteria (west of the downtown, downtown and east region of former 

Langadas area and the borders of the  Regional Unity of Thessaloniki). However, an extensive study 

should be conducted taking into account all transportation data and cost data of the bus lines. 

A special provision is needed for OASTh employees. It is crucial issue to find a balance between the 

number of the existing staff and the real needs of the new situation. There is possibility that the 

employees are too many or very highly paid. Therefore a transitional period is proposed to ensure more 

consensual decisions. 

For the 2019 time horizon a gross cost contract is considered to be the most suitable contract type. It is 

proposed again the separation of the network into three contracts to three different contractors.  The 

competent authority will be the only responsible for the overall design of the network. However, the 

operators will be able to suggest network planning improvements. A more detailed segmentation is not 

considered to be feasible since it will be very difficult for the market to be adjusted to such a big 

modification in five years after 56 years of monopoly. This partial partition will achieve economies of 

scale. The new Transport Authority is suggested to supervise the planning of the overall network (all 

modes) in order to achieve the best network integration. The contract should clearly state that the 

subsidy will be provided to the operator by the authority and not centrally by the government in order to 

strengthen the supervisory responsibilities of the authority. 

 

2.8 BRAŞOV  METROPOLITAN AGENCY 

Braşov  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 a prerequisite 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 study developed by the 

Metropolitan Agency aims at analyzing successful PTA models to refer to, in order to set-up an efficient 

organization. 
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LOCAL CONTEXT 

Braşov  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. Braşov  Metropolitan Area 

is important for the development of Romania and Development Region 7 Centre (Alba, Braşov , Covasna, 

Harghita, Mures and Sibiu) Metropolitan Area is built around Braşov , which is the central city ranked as a 

1st level city according to Romanian legislation and is the only national growth pole in the central region. 

Other three municipalities are integrated Metropolitan Area (Braşov , 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.  

Braşov  is the intersection point of main communication axis in the Country, connecting the historic 

regions in the North to the Southern part of the Country, and the West with the East. Metropolitan area is 

crossed by main trans-European roads (E60, E68, E574) and European corridor IV and density of railway 

tracks (67.7 km/1000km2) is above the national average.  

The railway network in the Braşov  Metropolitan Area territory is administered by Regional Railways 

Braşov . 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 Braşov  strategic geographical position, the 

railway network is largely a transit network. 

Only two cities (Braşov  and Săcele) of the whole metropolitan area have their own public transport 

system.  

In Săcele one single line, crossing the city from one end to the other, is operated, while in Braşov  a 

more complex system exist and services are provided by the Public Transport Company, subordinated to 

the Local Council of Braşov . PT offer includes 26 bus routes, for a total length of 440 km; 11 midibus 

routes, for a total length of 147 km; 7 trolley lines, for a total length of 94.8 km. 

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

licenses under the County Transportation Plan developed in 2008. Major routes operated are those 

linking the city of Braşov  and the surrounding villages.  

PT fleet are very old, ticketing systems and fare schemes are not efficient and the current transport 

system is outdated, failing to meet growing mobility demand of the population to provide adequate 

connections to the areas of economic and social interest recently developed.  

The low development of public transport and of the relevant infrastructures pushes citizens to use private 

cars as the main means of transportation. This results in high levels of traffic (expected to grow by 20% 

every five years), road congestion and lack of parking places, above all in the city centre.  
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Braşov Metropolitan Area 

 

THE STUDY 

Given the current situation of PT in Braşov , the newly established organization sustainable development 

of the Metropolitan area shall be in measure of duly tackling existing problems and of ensuring an 

efficient monitoring and management of the overall system. 

The Metropolitan Association for the Sustainable Development of Public Transport of Braşov , established 

in 2013, consists of 15 municipalities in the metropolitan area along Braşov  Metropolitan Agency for 

Sustainable Development of Braşov. At present, this association is not yet operational. This study aims at 

investigating and explaining the key functions that this association should perform as well as the needed 

resources.  

The in-depth analysis of good practices at EU and at international level was the key study approach of 

Braşov . A three-steps methodology was adopted, in particular: 

- Good practices were analysed one by one, identifying success factors, critical aspects and constraints; 

- Common aspects shared by all the experiences analysed were sorted, in order to draft an “optimal” 

model to be taken as a reference; 

- The potential for transferring this model to the specific reality of Braşov  Metropolitan Agency was 

assessed. 

Existing PTA, which were analysed by Braşov  in the study are: SRM (Bologna Province – IT), ThePTA 

(Thessaloniki – EL), Rogaland (NO), Helsinki (FI), Toulouse (FR), Goteborg (SE), Barcelona (ES). 
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Moreover, also the Italian Laws 30/1998 and 10/2008, easing PTA organization and operation, as well as 

the Stradibus flexible transport service, operated in Cremona Province (IT), were analysed. 

As regards PTA establishment, organization and operation, once having analysed foreign experiences in-

depth, Braşov  identified 5 common aspects that are considered essential for the fine-tuning of the 

organization. For each one of these, the transfer potential to Braşov  reality was assessed. 

 

 
Bus in Brasov 

 

1. Favourable legislative framework 

National and regional recognition of the importance that urban areas have in economic and social 

development of a large territory, requires creating a favorable legal framework that generates business 

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

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. For instance, 

countries like Italy and Spain have 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. 

The existing legal framework in Romania allows the combination of territorial administrative units in order 

to carry out joint projects2, and  allows the establishment of inter-type organization that can fulfil the role 

of public transport agency for a defined territory. This type of organization is the suitable structure for 

managing public transport (or other specialized structures), as this is characterized by a sufficient 

freedom of action, while other forms of organization (e.g. company) may imply a series of limitations on 

the medium and long term, that could hinder PTA operation. 

                                                
2 See Art. 11, Law 215/2001, Law 51/2006, Government Decision 855 2008; 
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2. Inter-community approach  

The area under the responsibility of a PTA brings together communities and thus more local 

governments. Given that passenger flows are not limited by 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. 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. 

In the case of Braşov  intercommunity-character derives directly from the legal formula chosen for 

association and inter-specific association type. PTA should represent the will of the member organizations 

of association for the establishment, organization, regulation, financing, operation, monitoring and joint 

management of local public transport. Government Decision 855 and the Government Ordinance 26/2000 

on associations and foundations, ensure representation of all member organizations in the supreme 

governing body of the Association is the General Assembly.  

3. Representativeness 

The two characteristics of public transport agencies mentioned at points 1. and 2. above  are decisive in 

influencing the representativeness of the organization. This level of representation is reflected by the 

composition of the decision-making structure of the PTA . In some cases the PTA has a management 

structure that brings together representatives from various organizations, from the local, regional and 

national level, academics, professional organizations, etc.  

As for the case of Braşov, 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 ), bringing 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 . An 

efficient 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 (e.g. Board of Agency) that 

can take immediate decisions in depending on local or regional environmental dynamics. 

4. Specific role in the financial flow 

PT services are a type of activity that cannot generate profit, yet 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 several measures can be adopted (i.e. marketing campaigns,  grants to 

local authorities and regional transport operators to cover operating deficits, etc.), where the most 
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common are subsidies to transport operators. In the cases analysed it is the PTA that receives resources 

and then redirects it to the operator(s).  

As for the Braşov  case this role must be defined according to the decisions taken by the General 

Assembly of the Association, based on the following elements:  

- The need to cover the operating costs of PTA; 

- The financial model adopted at the local/regional transmission service costs. 

From a legal and financial perspective , the mechanisms adopted by the analysed PTAs can be applied to 

the intercommunity development association, acting as an agent of public transport. Also, operating 

costs, the General Assembly may establish payment of dues by members of a periodic nature.   

5. Direct operation of transport services  

Existing PTAs may vary regarding some aspects of the legal form and operation, but these are not 

transport operators and do not deliver transport services. This applies also to the Braşov  case and based 

on the following aspects: 

- PTAs do not own/have fleet of vehicles;  

- One of the advantages of creating a PTA is the professionalization of employees and the ability to 

effectively monitor and control the performances of service contract. 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 ).  

Braşov  Metropolitan Agency for Sustainable Development, is the first expression of metropolitan 

cooperation in the area, 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. European good practices, above all the experience of SRM, were very 

important for designing future public transport system at the metropolitan level .  

The first concrete steps were taken by setting the Metropolitan Association for Sustainable Public 

Transport Braşov. Subsequently, efforts were made to authorize the association as licensing authority, 

which gives organizations the status of this new public transport agency. Key considerations issuing from 

the feasibility study were 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 model of SRM is functional and transferable to Braşov metropolitan area. 
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2.9 MUNICIPALITY OF PRAGUE-SUCHDOL 

In the next few years the mobility in Praha-Suchdol (CZ) area will undergo some very important changes, 

because of the development of Prague Ring Road and feeder road "Rybářka" foreseen in the new Master 

plan designed by the City of Prague. The Feasibility Study elaborated by Prague Suchdol, mostly based 

on the planning EPTA pillar, evaluated some European good practices, in order to investigate new 

solutions for local needs, to design and submit to decision-makers a possible alternative plan, efficient 

and more sustainable and accessible. 

LOCAL CONTEXT 

The city district of Prague-Suchdol is located on the Northern edge of Prague and it can be characterized 

as an area with predominantly residential character, which attracts new inhabitants (currently 8,000) and 

experiences a permanent population growth. This trend can be expected almost unchanged in the future, 

thanks to a sufficient quantity of development areas designated for housing. The Czech University of Life 

Sciences (CULS), a key point of interest, which generates significant demand for travel (around 10.000 

passengers per day) by public transport, is also located in Suchdol. It is worth noting that the number of 

students, around 24.000 in 2013, is expected to increase in the next few years. 

Suchdol includes a wide protected green area, NATURA 2000 “Kaňon Vltavy u Sedlce”, which is located in 

the eastern part of the district.  

 
Prague-Suchdol, land use 
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No direct public transport connections to Prague city centre exist and Suchdol area is covered by three 

main bus lines (107, 147, 349) ending at the interchange node in Dejvicka, where the bus/metro terminal 

to the city centre is located. 

 

 

Bus 107 connecting Suchdol to the interchange station Dejvicka 

The peculiar territorial characteristics of this area make public transport connections a rather challenging 

issue. First of all, the narrow canyon of Vltava river and protected natural areas create bottlenecks. 

Moreover Vltava, do also create significant problems during floods, when Suchdol can remain isolated 

from the inner centre area, when the fastest connection is by train from Sedlec (South-East Suchdol), 

with a special shuttle between Suchdol and railway station in Sedlec next to the river. Finally, a steep 

slope in the area, creates difficulties for buses especially during winters and temporary interruption of the 

transport service may happen. 

STUDY OBJECTIVE 

The description provided in the above section clearly shows that bus transport in Suchdol has reached its 

full capacity limit, due to the new settlements, increase of students at CULS and territorial characteristics. 

The Municipality of Suchdol recognizes PT related issues as a priority, yet it has no decision-making 

power to effectively adopt a tangible solution, as it is a “recipient” of PT services, which are planned and 

designed at City centre level, by Prague Local/Regional Authorities along with ROPID (Prague PTA) and 

transport operators. 

The new Master plan implemented by Prague City Development Department foresees the adoption of a 

set of measures aiming at improving the overall accessibility of Prague and at fostering sustainable 
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mobility solutions (i.e. Ring Road, extension of Metro Line A, etc.). As regards Suchdol, the Master Plan 

declares the intention to: 

- Improve the quality of transfer relations, optimize existing and build new transit terminals; 

- Ensure adequate capacity P&R lots with possibility of further extension; 

- Deepen the integration of rail transport; 

- Improve service quality of suburban bus lines. 

These points were but very partly and weekly translated into guidelines/real applications so far, moreover 

some of the measures of the overall Master Plan strategy (i.e. Ring Road) are opposed by Suchdol 

Municipality, considering these as not compliant to the territorial/environmental requirements of the area, 

as well as with users requirements. Besides proposing an alternative mobility plan for Suchdol, with a 

higher focus on users and environmental needs, this study has the objective of demonstrating that a 

more structured participatory approach, directly involving all the different stakeholders concerned about 

specific mobility issues, can led to the adoption of more efficient and user-friendly solutions. 

In order to achieve the twofold objective of this study, the methodology adopted was characterized by a 

participatory approach, both regarding the number and nature of stakeholders involved and the kind of 

actions carried-out for collecting useful information and identifying solutions. 

The study was carried-out by the Municipality of Suchdol, CULS and ROPID, supported by a network of 

key stakeholders, such as: representatives from Prague 6 (neighbouring city district), Ruzyne airport, DPP 

(PT operator), Prague City Administration, students and residents.  

Reference documents that were used for the analysis were: 

- Prague Master Plan (2009); 

- Territorial development guidelines of Central Bohemian Region (2011); 

- Territorial Public Transport Plan for Central Bohemian Region (2011); 

- Variants of tram line (2004, 2006, 2012, 2013). 

Moreover, public meetings with stakeholders and semi-structured surveys among residents and students 

were carried-out in 2013. 

Based on the analysis of existing data and on the opinion of residents, stakeholders and students, three 

key issues emerged: 

- The existing Master Plan links most part of the measures for improving Suchdol accessibility to the 

construction of the Ring Road, which can take a very long time or, in the worst case, could not occur 

at all; 

- The need of improving Suchdol accessibility and mobility offer is recognized as a priority by both 

passengers and stakeholders and the extension of the tram line is the preferred solution; 

- Stakeholders need to be more involved in the transport planning process. 
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Following the key results of the analysis carried-out, Suchdol Municipality identified both short and long 

term objectives to be achieved in order to tackle the issues arisen. These were, in particular: 

- Short-term: development of a planning process “connecting” partners for short-term (1-3-year) and 

including mutual consultation, preparation of procedures addressing short-term major transportation 

events of extreme passenger load (enrollment, conferences, final exams). Incorporation of the 

output(s) of this process into the Master Plan; 

- Long-term: harmonization of strategic documents both at horizontal (e.g. Magistrate <-> Suchdol)  

and vertical (e.g. Prague 6 - Suchdol) level; concrete measures for implementing PT solutions linking 

the Prague city center to Suchdol. 

During the final study stages some measures were put into action, CULS implemented an alternative 

general transport plan for the Campus and coordinated with ROPID, Prague 6 and Suchdol which, in turn, 

initiated park&ride at the suggested terminal of the tram line and activated a bike-sharing system, within 

the limits of its competences.  

Besides proposing a concrete alternative option to the existing Master Plan, as regards Suchdol area, the 

feasibility study also produced significant results in terms of the procedures and approach to be adopted 

for planning PT and mobility, showing that a more direct and systematic involvement of local 

stakeholders is essential for enhancing accessibility and PT sustainability.  

The analysis of EPTA good practices (GP2 and GP12) concerning the cases of Almada and Barcelona, 

proved to be very useful for identifying key success factors to be adopted in the new approach. In 

particular: 

- stronger knowledge and consolidation of Prague-Suchdol city district in furthering the solution through 

the established structures, both in direction to the decision-making authority and the local public; 

- public participation in planning and decision-making processes on the basis of a more detailed 

introduction to factual information through exhibitions, articles in local and regional press and public 

hearings; 

- better understanding of the stakeholders of their roles -> overcoming the lack of knowledge, 

shortening the transfer of information and decision-making procedures; 

- contribution to building-up future strategies and development documentation (Strategic development 

programme, Prague Metropolitan Master Plan) and to promoting Prague-Suchdol needs and interests; 

- established cooperation of Prague-Suchdol and the Czech University of Life Sciences and PTA ROPID 

in addressing the public transport services and continuous striving to additional enhanced solutions.   
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2.10 ALOT 

PTAs will soon established for managing public transport in the four Provinces embedded in ALOT 

reference area (Bergamo, Brescia, Cremona and Mantova). For this reason the two feasibility studies 

implemented by ALOT in the framework of EPTA project stem from the need to answer to two key needs: 

• defining a business plan for a PTA; 

• identifying the general aspects that can define a good awarding model and  the specific aspects that 

can improve the model for the specific PTA for ALOT territory.  

LOCAL CONTEXT 

ALOT reference area is located in Northern Italy in the Eastern part of Lombardy Region and it consists of 

the 4 provinces of Brescia, Bergamo, Mantova and Cremona, for a total population of around 3 million 

inhabitants, with 635 Municipalities and a global area of 11,616 km2. 

The provinces have different demographic and territorial characteristics: Brescia is the largest (4,784 

km2) and with its 1.2 million inhabitants it is also the most populated one. Bergamo has a surface of 

2,722 km2and 1 million inhabitants. Mantova is a little smaller (2,339 km2) and it has 400,000 

inhabitants. Cremona is the smallest (1,771 km2) and least populated with 350,000 inhabitants, which is 

less than a third of the population of Brescia. The Provinces of Brescia and Bergamo are partly 

mountainous (PreAlps) and partly extend in the northern part of the Padana Plain, while Cremona and 

Mantua occupy the central section of Padana Plain, so their whole territory is flat. 

 

ALOT reference area 

The Provinces of Brescia and Bergamo are heavy industrialized and anthropized especially along the 

central area, where the major transport infrastructures are located: the A4 motorway between Venice 

and Torino the high speed rail that stops in Brescia(between Brescia and Milan is under construction), 

that are part of the Corridor V. ALOT area is also crossed by other 2 Corridors (I and “2 Mari”), from 
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North to South, and it is connected with two main Alpine Crossings (Gottardo/Lötschberg and Brennero) 

and 2 Port Ranges (Tirreno e Adriatico). 

Cremona, Mantova with a lower urban density and Bergamo are served by minor rails. Mantova and 

Cremona have also inland ports. 

As far as public transport is concerned the four provinces have a good secondary road network and a 

traditional bus service connected to rail. In particular, Mantova and Cremona provinces, due to their low 

urban density, have developed a quite long experience in Demand Responsive Transport DRT). 

STUDY 1 – BUSINESS PLAN FOR A PTA 

The design of a PTA must meet two essential needs: first of all the new PTA must be established 

complying with national and local regulation, moreover a long-term sustainability of the body shall be 

ensured. This Study is focused on the analysis of the economic and institutional feasibility of a model of 

PTA which could be replicated and be part of the guidelines for decision makers. 

ALOT selected two good practices to analyse and refer to in the study, namely the business plan of 

CENTRO (Birmingham PTA) and the Irish Business Model.  

In order to identify the best and more efficient features that the new PTA should have, ALOT thoroughly 

analyzed two good practices from successful European experiences, these were CENTRO – Birmingham 

(UK) PTA – and the Irish National Transport Strategy. 

In order to better assess the transferability of each of these practices to its own reality, ALOT identified  

the key components and success factors and, at a following stage discussed the transfer potential. 

Centro, the West Midlands Integrated Transport Authority in England, promotes and develops public 

transport across the region. Its aim is to transform public transport so that people of the West Midlands 

have a world-class system provided by a best in class organization. Centro is working hard to ensure 

everyone in the region benefits from an effective network that meets the economic, social and 

environmental needs of the West Midlands.  

The key components of the structure of the business plan, adopted by Centro for 2012/2013, that ALOT 

studied and discussed were: remit, vision, structure, funding, customers, management and revenues. 

Moreover, a specific analysis of the objectives stated, including priorities and key deliverables to be 

produced, was carried-out in order to highlight the functioning of a PTA at strategic and operation level. 

With reference to objectives and priorities ALOT identified:  

- Governance: Lead on the implementation of the most appropriate regional governance arrangements 

for transport 

- High Performances: Best in Class Organisation;  

- Budget and funding: Ensure financial rigor and a focus on value for money;  

- Customer Focus: Deliver world-class customer focused public transport services and infrastructure;  

- Transforming Bus Travel: Implement Transforming Bus travel initiatives;  
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- Transforming Rail Travel: Implement Transforming Rail Travel initiatives;  

- Accessible transport: Develop and deliver world-class accessible transport to meet ITA Standards and 

passenger expectations;  

- Environment and active travel: Deliver and promote a range of sustainable transport initiatives;  

- Strategic Transport Programme: Work with partners to develop a strategic transport programme for 

the West Midlands;  

- Project delivery: Deliver Centro’s LTP Implementation Programme.  

The structure for managing Public Transport in Ireland was reorganized in 2010 and the objectives stated 

strongly agree with those being set out for the 4 PTAs in Lombardy. ALOT focused the analysis of this 

practice in particular on the National Transport Authority, whose functions were extended in 2010 with 

regard to the development and implementation of an integrated public transport information scheme to 

Cork, Galway, Limerick and Waterford and their contiguous counties and of an integrated ticketing 

system. As in the former case, ALOT discussed the key components of the structure of the business plan 

(remit, vision, structure, funding, customers, management and revenues) and carried-out a specific 

analysis of the objectives, including priorities (P) and key deliverables (KD) to be produced. These were 

in particular: 

- Develop an integrated transport system in the Greater Dublin Area: Progress the development of an 

integrated public transport system in which all services (Luas, metro, bus and suburban rail) are 

connected through high quality interchange facilities, integrated ticketing, fares and customer 

information to create a cohesive network operating under a distinctive common brand; develop an 

accessible public transport system, which ensures that most people are within easy reach of a reliable 

public transport service and which enables people with a disability or mobility impairment to access 

those services; 

- Oversee capital investment programme in the Greater Dublin Area: manage the delivery of the major 

capital investment programme in the Greater Dublin Area in accordance with Government and 

National Transport Authority policies; devise priorities based on the funding available and the needs of 

the Greater Dublin Area; deliver value for money; 

- Secure and support the provision of integrated public transport services throughout the State: 

establish a fair and efficient system for the licensing of commercial bus routes nationally; secure the 

provision of public passenger transport services; make it easier and more convenient for people to 

access and use public transport services; 

- Ensure that transport considerations are fully addressed as part of land use planning: promote 

effective integration of transport and land use planning; 

- Encourage the use of more sustainable modes of transport: promote a shift from the car to more 

sustainable modes of transport (public transport, cycling and walking); 
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- Ensure the successful establishment of the National Transport Authority: complete the National 

Transport Authority establishment process; identify the National Transport Authority’s resourcing 

needs; 

- Develop a professional organisation that is equipped to meet current and future challenges: undertake 

their functions to the highest standards of public service and with a view to ensuring value for money; 

commit to quality in the conduct of their work and their internal capacity and expertise; 

- External relations: Develop constructive relationships with stakeholders including local and regional 

authorities, transport agencies, bus operators, public representatives, representative groups, transport 

users, etc.  

The study carried-out highlighted a certain number of common aspects between ALOT reality and the 

two foreign experiences. The development of the four Business Plans for the provinces of Brescia, 

Bergamo, Mantova and Cremona can definitely benefit from the good practices, in particular as regards 

the definition of objectives, priorities and relevant key products to be delivered. 

STUDY 2 -  DEFINING THE BEST MODEL OF PTAS TENDERING/AWARDING PROCEDURES IN 

EAST LOMBARDY 

The design of the PTAs should be supported by a clear view of all the possible solutions of 

Tendering/Awarding processes to select those that are the best option. The main objective of this 

Feasibility Study is, on the basis of the existing Best Practices, to define the best PT awarding model in 

function of the different territories. The idea is to study which are the general aspects that can define a 

good awarding model for the ALOT territory, and then to define the specific aspects that can improve the 

model for the specific PTA. 

The study was based on three good practices: regional transport partnerships in Scotland (GP7); 

Rogaland Kollektivtrafikk FKF (RKT) Norway (GP14); Stradibus in the Province of Cremona (P21). 

These led to the understanding of some issues that must bee considered while defining the 

tendering/awarding models to be used in a PTA. 

In order to define the best Tendering/Awarding model for the East Lombardy Provinces, a first 

comprehensive study on the general elements to be considered in a tendering/awarding procedure for 

the PT services was decided to be done first. This study gave a really helpful overview starting from 

which the three PT agencies of the East Lombardy territory should be established. This territory was 

analysed based on provincial PT characteristics and needs and a proposal of models of 

tendering/awarding procedures was made.  

Starting from a recognition of the basic principles to take into account in preparing a tender (legal 

framework, procedures and technologic, economic and PT system related components), the study 

developed a further analysis on the definition of the general innovation elements in tenders in the 

territory of the four provinces and in the future PTAs. Moreover, an assessment of the transferability and 

impacts in the ALOT territory of the best practices identified, regarding tendering/awarding procedures, 

was carried-out, taking into consideration the peculiarities of the territory of the four provinces and 

identifying alternatives and impacts (advantages and disadvantages). The parameters evaluated were: 
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- the type of procedure (open vs restricted); 

- the type of tender (hard, with determination of the service program or flexible, with extrapolation 

service obligations); 

- the requirements for admission of competitors; 

- characteristics of the vehicles and how to transfer to a successor; 

- service staff; 

- durable goods and modalities of transfer; 

- assessment of the corresponding and updates; 

- determination of the flexibility of the service and its impact on price; 

- determination of quality standards, identifying the minimum levels of quality delivered and the mode 

of measuring perceived quality; 

- design of the monitoring system and economic management; 

- definition of penalties and incentives (in relation to the quality delivered or the achievement of specific 

objectives); 

- regulation of sub-contracts(maximum, conditions, procedures, choice of subcontractor, elements of 

protection for personnel obligations, communication Entity grantor). 

A crucial element of this study was the involvement of key local stakeholders, in order to better 

understand both the current situation (Brescia and Bergamo have already approved the PTA statute) and 

specific needs.  

First of all, it is important to take into consideration the Pact for LPT (Local Public Transport), signed on 

11th November 2008 by Lombardy Region, minor public bodies and operators representatives and 

envisaging the reorganization of the territory from 7 to 5 transport areas. 

With reference to the Provinces interested by this study, the new transport areas will be Mantova-

Cremona, Brescia and Bergamo. According to the Pact, it is possible to make more lots for each transport 

area in case of lots with more than 10 million kms each, yet each transport area can embed a maximum 

of 3 lots. Exceptions are possible but should be motivated by particular inhabitant distributions (density), 

morphology of territory or mobility demand. First and foremost, of course, it is important to unify urban 

and extra-urban transport services and then proceed with lot revision and reshuffling. 

In the interested areas it is suggested to adopt a net cost contract (owing to the presence of structured 

operators and considering the fact that this is not the first tender procedure). 

In the case of Mantova-Cremona, as the areas are not particularly integrated as regards the transport 

network, the authority should focus on technical aspects, with an eye to service quality. The suggested 

model is semi-flexible, which is well associated with a competitive dialogue, in order to better verify the 

feasibility of a relatively new context, for a short-medium duration. It is, of course, important to 
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guarantee a terminal value of capital goods (investments) for the operator. Owing to the dimensions of 

the area it is feasible to concentrate first on one lot, thinking of and justifying 2 lots if necessary.  

In the case of Brescia and Bergamo, as the two lots have already been tendered in the same “shape”, it 

is possible to associate economic objectives to techno-transportation ones, with a semi-rigid model and 

with a procedure with pre-qualification. Concerning contract duration a short period is suggested for 

Bergamo, where the transport facilities are partially given to the incoming subject, while for Brescia a 

medium-long contract duration is suggested, in order to easily guarantee to the incoming subject a 

terminal value for investments. Finally, for Bergamo one lot (small transport area) while for Brescia more 

lots are suggested. 
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3. PRACTICES INTO ACTION AND CONCLUSIONS 

As explained at section 2 above, feasibility studies are one of EPTA core activities that, on the one hand, 

shall help solving specific problems characterizing local partners context and, on the other, were the 

occasion for testing the transferability of the good practices that were identified at the very beginning of 

the project.  

This activity was strictly linked to different project tasks under Component 3, such as T3.1 (Good 

Practices Identification), T3.4 (Implementation Plan)  and to all the tasks of Component 4. Feasibility 

studies are the result of the need to solve specific local issues, also thanks to the lessons learnt from 

other successful European experience and, at the same time, these represent the starting point for 

implementing concrete actions, serving as a tool to be used by Local Authorities in decision-making 

processes. 

Overall, partners studies were focused on different EPTA pillars and referred to several good practices 

(among those included in the EPTA register), as summarized in the table below.  

 

PARTNER EPTA PILLAR 
REFERENCE GOOD 

PRACTICES  

SRM 
TENDERING, MANAGEMENT and 
CONTROL 

GP34, GP35 

ALMADA CITY 
COUNCIL 

Considers all the 7 pillars, with a special 
focus on TENDERING and AWARDING 

GP1, GP2, GP7, GP9, GP14, 
GP24, GP25 

ROGALAND COUNTY 

COUNCIL 
PLANNING and INTEGRATION GP21, GP22, GP23, GP24 

RAZLOG 
PLANNING, INTEGRATION and 
MANAGEMENT 

GP24, GP29, GP31, GP36, 
GP37 

BRASOV  Considers all the 7 pillars 
GP2, GP3, GP4, GP14, GP16, 
GP20, GP24, GP25, GP26 

ThePTA 
TENDERING, AWARDING, MANAGEMENT 
and CONTROL 

GP2, GP23, GP34, GP35 

ALOT 
Considers all the 7 pillars, with a special 
focus on TENDERING and AWARDING 

GP1, GP2, GP3, GP7, GP14, 
GP36 

PRAGUE-SUCHDOL PLANNING and PROMOTION GP12, GP27 

As anticipated at section 2 above the studies implemented in EPTA were rather heterogeneous in terms 

of contents and focus, also due to the very different nature of partners involved. While specific 

conclusions are difficult to be listed, it is possible to formulate some general consideration dealing with 

EPTA pillars, based on the specific findings achieved by EPTA partners in their feasibility studies. 
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1. Regulation 

The reference regulatory framework is essential for determining functions and powers of a PTA and 

for regulating the relationship between the Authority and transport operator(s). Such relationship shall 

as  effective as possible, in order to achieve successful results in service planning, design and 

provision.  

The allocation of responsibilities and tasks among the actors involved, as well as the relation with 

National, regional and Local legislation, shall be clear and well defined. 

As for EPTA partners, ThePTA feasibility study shows the importance of the regulation component for 

the good functioning of the PTA and the efficient delivery of PT services: first of all, EU legislation 

shall be duly considered along with national rules and, secondly, the legal agreement determining the 

link PTA-PT operator is one of the key decisions to be made by a public transport authority, in order to 

identify the most efficient and convenient contract type. Furthermore, as stressed by Almada and 

Brasov feasibility studies, it is essential that a “formal” allocation of responsibilities to a PTA from the 

National legislation corresponds to an effective power of the PTA itself to actually carry-out the 

needed functions and that a strong territorial focus is adopted. 

2. Planning 

The planning function is one of the key pillars of a PTA, which shall have the due technical skills for 

it. At the same time, it is not efficient to centralize the whole planning process in the hands of the 

Authority (above all in the case of wide areas), on the contrary the strong collaboration with the 

different transport operators is essential for achieving the most suitable solutions.   

Finally, the capability of the PTA of networking other key actors (i.e. citizens, associations, interest 

groups, etc.) and involving theme in the planning process is a fundamental factor than can even 

result in the success/failure of a new service/scheme.  

In the case of EPTA partners, the feasibility study carried-out by Prague-Suchdol clearly shows that 

when the planning process does not duly consider the specific needs of a particular area or group of 

users the possibilities for the new/modified service to be well accepted are significantly lower and, at 

the same time, a measure which is expected to improve a specific situation could even produce a 

negative impact.   

3. Tendering/Awarding 

This PTA function deals with the contract type and the tendering procedure adopted for awarding the 

service to the operator(s).  

The “Tendering” pillar is strictly dependent to the national legislation of each Member State, where 

the regulation of public transport has been subject to thorough changes and reforms in recent years, 

and very different provisions regarding competition, allocation of responsibilities of the different 

Authorities in the transport sector, tendering regulation, etc.  
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Recent changes in this sector do oblige the Authorities to quickly and efficiently adapt to the new 

constraints and needs, as clearly demonstrated by the study of EPTA partner ThePTA, focused on 

the tendering procedure to be adopted for awarding the service in Thessaloniki once the contract 

between the National Government and the operator OASTh will expire, in compliance with the 

recently adopted EU Regulation 1370/2007.  

A similar case is described in the second study implemented by ALOT, where the best tendering 

model for awarding the service in the area covered by the new PTA (which was previously served by 

different operators). 

4. Integration 

The capability of a PTA to duly integrate all the different services and transport modalities provided in 

its operation area is a key factor. This applies first of all to the case a big urban and metropolitan 

areas, where it is essential to duly integrate the different services in order to cover also the most 

peripheral areas and to guarantee a good accessibility to/from the urban center. At the same time 

this is also valid for smaller municipalities/areas, where a good integration of the existing mobility 

options is fundamental to avoid that citizens can be negatively affected by a poor offer of Public 

Transport services.  

The role of a PTA in the frame of this pillar is to guarantee the physical integration of services (i.e. 

good interchange nodes, intermodal facilities, etc.), on the one hand, and the “virtual” integration 

(i.e. coordination of timetables of the different PT services, integration of fares/payment options), on 

the other hand. 

As regards the physical integration of mobility services, the feasibility study of partner Razlog 

Municipality showed how it is essential to integrate two new mobility options (car pooling and bike 

sharing) with the existing PT network in order to face users need, to improve the sustainability of 

urban mobility and to enhance accessibility and social inclusion. The case of Prague-Suchdol 

highlights that a PTA must pay a significant attention to service integration not only for passengers 

flows towards the city centre, but also on the opposite direction. To this aim, it would be particularly 

important to enhance the capacity of P&R facilities and to improve the level of integration with sub-

urban buses and trains.     

As for the “virtual integration” it is worth considering the example of Rogaland County Concil, a 

wide territorial authority, whose experience shows that the integration of fares of the different PT 

services delivered in the area (bus – including night buses - boat and trains) is a suitable solution to 

be adopted for tackling the existing transport and mobility needs of residents. 

5. Promotion 

A PTA shall play a significant role in service promotion, in order to promote the modal shift from 

private mobility to collective transport options, thus pushing towards a more sustainable and 

accessible urban environment.  
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Service promotion is a key tool to be used not only for raising users awareness on mobility services, 

but also to provide them with all the information that they need for being in measure to make the 

better use of the service possible. An incomplete information campaign (above all in the case of new 

services) may result in a lack of interest of users in the new solution, and thus in a failure of the 

service. 

By targeted communication and promotion campaigns the PTA has the opportunity to improve the 

image of PT services, the confidence of citizens and then the number of passengers/users.   

All the EPTA partners, within their specific competences, realize targeted promotion campaigns or 

special initiatives, in order to raise citizens awareness about public transport and sustainable mobility. 

6. Management 

Managing service contracts is one of the key tasks of the PTA, that should have the needed skills for 

dealing with all the contracts signed with the different service operators. This pillar is tightly linked 

with the “Tendering/Awarding” pillar, where service contract features are set-out, and “Control” 

pillar, which will be discussed in the next paragraph. 

The definition of sound KPI (Key Performance Indicators) is an essential pre-requisite for an efficient 

contract management, at the same time, these enable the operator(s) to better organize the service, 

in line with service contract provisions.  

7. Control 

As already stressed in the paragraph above, this pillar is strictly dependent from the former one and 

from the “Tendering/Awarding” one. Control of service contracts is a fundamental task to be carried 

out by the PTA in order to ensure that the service provided is adequate to the actual needs and, on 

the other hand, to guarantee that the operator is compliant to the conditions of the tender during the 

operation phase. 

The “control” pillar is one of the PTA functions where the relationship between the PTA and the 

operator(s) is the most important and where critical issues (dealing with lack of transparency, 

information asymmetries, etc.)  may frequently arise.  

The definition of sound and effective incentives/penalties schemes, that reward the operator in case 

of good performances and penalize it in case of poor service quality/quantity is an essential 

prerequisite for a successful service control, yet also the identification of good procedures and 

mechanisms for assessing service level and overcoming information asymmetries PTA-operator(s) is a 

key factor to be taken into account. 

The feasibility study carried-out by SRM in the frame of EPTA project has a specific focus on this 

critical aspect and aims to optimize the control procedure, to this aim the relationship PTA-operator is 

analyzed by using a game theory model and the proposal for an optimal control mechanism is made 

accordingly. 


