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The European Commission presented its strategy for 
“sustainable and smart mobility”.  It contains  general 
goals, that are to be implemented in the coming years 
by means of binding legislation. The core of the strat-
egy is a reduction in greenhouse gas emissions by 
90% by 2050, primarily through the use of new driving 
technologies (electric motors).

The Austrian Chamber of Labour (AK) in principle 
welcomes the reduction goals set out in the  strategy, 
but fears that they cannot be achieved through 
driving  technology alone. Moreover, further trans-
port  problems (noise, land usage, pollutants) are not 
 resolved.

The Commission’s strategy is far less clear and 
 “tangible” with respect to over 10 million transport 
workers, who have kept and will continue to keep the 
Union “running”, not only in times of crisis.  Binding 
rules or clear goals are lacking for their working 
 conditions, although “slave-like conditions” are still the 
norm for many transport workers. Transport workers 
need their labour to be reappraised, with uniform rules 
and  improvements in working conditions. There is a 
pressing need for revaluation of labour in the transport 
sector.

Accordingly, the general principles set out in the 
 strategy need to be supplemented by specific 
 measures. This requires:

• • good and clearly regulated working conditions for 
workers (all working times and times of  availability, 
accommodation  options, time away from the 
 family etc.), fair pay (the same wage for the same 
work in the same place) and harmonisation of 
training (duration, content),

• • active shaping of the current technical change in 
the transport sector (artificial intelligence, Industry 
4.0, automation) with attention given to social and 
worker-related dimensions,

• • clear, fair rules for all modes of transport 
 (internalising external costs, prevention of wage, 
training and social dumping, reinforcement of 
health protection, lifting of the disadvantageous 
taxation of rail transport),

• • more investments and more EU subsidies for 
rail investments (railway, metro and trams) in all 
agglomerations; they are the starting point for 80 
to 90% of passengers and goods,

• • easier inspection options, stepped-up  inspections 
and effective sanctions – especially for 
 companies – in the case of violations,

• • adopting success models of European and EU 
“champions” (Switzerland and Austria): direct 
awarding of contracts in the public transport 
sector and investments instead of the ineffective 
and destructive liberalisation and privatisation 
doctrine.

Executive summary
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1. Little progress for years – it is 
high time that structural failings are 
eliminated

In the last White Paper (2011), the Commission set out 
to promote greening of the transport sector through 
greater competition in the rail sector and a shift in 
transport. It has failed miserably. Road transport and 
aviation, the environmentally and socially  problematic 
modes of transport, are booming, whilst rail – in 
 different forms in the various Member States – is 
being suppressed. The transport sector is losing  
its way both in terms of environmental pollution and 
working conditions. Recent initiatives such as the 
mobility package for road traffic and the rail packages 
do little to change this fact.

Road haulage is growing even in countries with a high 
rail share like Austria. Lorry traffic on the  motorways 
in Tirol rose by 7.3% between 2015 and 2016 alone. 
The decoupling of economic growth from  transport 
growth has not been achieved. This issue is 
 exacerbated by the current effects of the  
Covid-19 pandemic. Rail freight is at threat and the 
 passenger numbers in public transport are down 
by a third. Road traffic has temporarily decreased 
 considerably  (especially in terms of international 
 holiday traffic) but is recovering far quicker and is 
reaching similar volumes to the ones from before the 
pandemic. Rapid countermeasures need to be taken 
since the current economic downturn provides the 
opportunity to shift the modal split towards rail and 
public transport.

Implementation of the goals that have been 
 presented by the Commission should be regarded 
with  scepticism. Many shortcomings and structural 
failings of the EU transport policy, such as unlimited 
transport growth, legalised wage and social dumping 
by  pushing for unbridled competition and the massive 
price  pressure on companies are not questioned in 
this strategy. As a result, the Commission has failed 
to address the key components of a  sustainable 
policy. It appears as though the Commission is 
again seeking to put free movement of goods above 

 humane  working conditions and equal opportunities 
for respectable companies.

That is despite the fact that the competition  policy 
to date has forced out serious companies to an 
 unparalleled degree and has had devastating 
 consequences for workers and for the environment. 
In its 2010 report (“The European environment — 
state and outlook”), the European Environment 
Agency  concluded that “climate change is a  result 
of one of the greatest market failures that the 
world has seen.” That is also backed up by the 
figures from countries with the highest shares of 
 environmentally-friendly rail transport; instead of 
 unbridled competition, they focus on the development 
of railway infrastructure (urban traffic, branch lines) 
and the direct award of contracts. In AK’s opinion, EU 
policy should therefore be guided far more strongly 
by those proven best-practice examples for the 
good of society as a whole. The purely ideologically 
motivated belief in competition should finally be 
abandoned.

The Union’s new transport initiatives should always 
include the social and environmental impact, so as not 
to jeopardise the core principle of the Commission’s 
Green Deal, namely to “do no harm”.

2. Environmental transformation of 
the transport industry requires more 
than just green headlines

The Commission claims that it is aiming to reduce 
CO2 emissions in the transport sector, in  particular 
in road transport, shipping and aviation. The  current 
reduction targets (a 90% cut in  emissions by 2050) 
are ambitious but are in line with the  requirements 
of combating climate change. In  addition,  measures 
are intended for the reduction of further air pollutants 
that are damaging to health and the environment 
(especially particulate matter and nitrogen oxides). 
The present reduction strategy is based chiefly on 
 technical measures, above all on  zero-emission 
drive technologies, for example for cars, lorries 

The AK’s position

https://www.eea.europa.eu/soer/2010/synthesis/synthesis
https://www.eea.europa.eu/soer/2010/synthesis/synthesis
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and in  shipping and aviation (no. 13 et seqq.). 
 Further measures specified are  “high-performance 
tyres”, stricter emissions rules, a shift to more 
 environmentally-friendly modes of transport and 
greater internalisation of external environmental costs 
(according to the “polluter pays” principle). Electricity, 
biofuels and synthetic fuels are intended to make 
transport greener. Unlike the clearly defined reduction 
goals for emissions, the Commission is too vague with 
respect to regulatory measures, such as supporting 
demand for and production of low-emission vehicles 
or the expansion of public transport. The Commission 
needs to be more specific here.

In terms of potential CO2 reductions due to the use of 
“alternative drive technologies”, studies show widely 
varying results, especially if the life cycle (production, 
use and disposal) is taken into account. According to 
many studies, these drive technologies “only” reduce 
CO2 emissions by between 50 to 80%. For that  reason 
alone, such drive  technologies can at most alleviate 
the problems, but cannot solve them. In AK’s view, 
measures to prevent traffic and the  increased use of 
energy-efficient modes of transport (rail, bus, cycling 
and walking) are just as important. The shift from 
road haulage to rail freight transport should likewise 
continue to be pursued and  implemented. Equally, 
the Union should support the phase of shifting to 
 alternative drive technologies with appropriate indus-
try and research subsidies and ensure the retention of 
high-quality jobs.

AK welcomes the end to subsidies for fossil fuels 
proposed in no. 49. Aviation fuels and shipping fuels 
must finally be properly taxed across the EU. The 
same applies to international airline tickets. It must be 
possible to ban short-haul flights completely in cases 
where there are suitable rail alternatives (no. 90). It 
should also be possible for Member States to impose 
minimum ticket prices and minimum airport fees.

A concept for energy supply of the new drive 
 technologies and the level of pollutant emissions 
during their manufacturing is not included in the 
present strategy. It is also unclear whether options for 
compensating emissions will remain through other 
measures (purchase of tradeable pollution permits, 
 reforesting for carbon capture etc.).  However, for 
 ethical reasons, AK strictly rejects biofuels derived 
from foodstuffs and all forms of land usage for 
fuel production. The intended labelling of the CO2 
 emissions linked to manufacturing and monitoring of 
working conditions in the manufacturing of batteries 
for electric cars are welcomed. However, the failure 
to include CO2 labelling for consumers purchasing 
new cars runs counter to the aims of transparency of 
purchase decisions and greening.

For the strategy to actually act as a “sustainable 
and smart mobility strategy”, the following must be 
 included as key points with respect to emissions.

• • The type approval of motor vehicles and their 
 market supervision should be performed by 
an  European agency, rather than by national 
 authorities. 

• • The labelling of CO2 emissions for customers 
 purchasing new cars, in the form of stickers, 
must enable conclusions to be drawn about the 
total costs (environment, operation, taxes, loss in 
value).

• • The rules on emissions limits for vehicles need to 
be clear and not watered down. 

• • Alternative drives should increasingly be used, 
including in freight transport. 

• • A mandatory minimum toll for heavy-duty vehicles 
should be introduced on all roads across the EU. 
EU-subsidised road infrastructure projects should 
be tied to a mileage-based toll.

• • Aviation fuel taxation and an airline ticket levy 
should be implemented across Europe and the 
 subsidising of environmentally-friendly aviation 
fuels should solely be from those funds.

• • Measures and subsidies in the action plan for zero 
emissions (zero-emission drives, particle filters) 
also need to apply to the off-road sector, since 
workers are also exposed to high concentrations 
of emissions harmful to their health in the case 
of other combustion engines (inland shipping, 
 locomotives, vehicles in use on airport aprons, 
hand-held work tools, construction machines etc.).

• • The inspection options for environmental impacts 
must be expanded.

• • The current technical change in the  transport 
 sector (artificial intelligence, Industry 4.0, 
 automation) must be actively shaped with 
 attention given to social and worker-related 
 dimensions.

https://static.arkku.datadesk.hs.fi/arkku/files/26649046englisch_StudieEAutoversusVerbrenner_CO2.pdf
https://static.arkku.datadesk.hs.fi/arkku/files/26649046englisch_StudieEAutoversusVerbrenner_CO2.pdf
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3. Other external costs aside 
from CO2 must also be borne by the 
originators

According to the Commission, the measures  involving 
“new drive technologies” are to be accompanied 
by greater internalisation of environmental costs 
 according to the “polluter pays” principle   
(no. 10 et seqq.). AK welcomes the stronger focus 
on the “polluter pays” principle and the inclusion of 
the external costs of traffic. The current  discussions 
in the scope of the Eurovignette Directive likewise 
indicate that greater internalisation of external 
 environmental costs, e.g., through toll mark-ups will 
give the Member States more options in the future. If 
a decision is made here, the Member States should 
rapidly make use of the possibilities. In addition, 
measures to avoid detours and alternative routes are 
urgently needed. Only 40 percent of lorry drivers on 
the Brenner Axis, for example, say that they take the 
shortest route.

However, external costs also arise in other areas aside 
from environmental costs. There are also  distortions in 
cases where the costs are not borne by the  originators, 
such as accidents, infrastructure wear and tear, dust 
dispersal and brake and tyre abrasion. There are 
likewise strong distortions due to wage and  social 
dumping and the lack of compliance with executive 
rules. These are not alleviated by  alternative drive 
technologies but are nevertheless only  addressed in a 
rudimentary way in the present strategy. The strategy 
should certainly be supplemented by measures, as 
described below under “Fairness between and within 
modes of transport”. The intended revision of the rules 
on the weights and dimensions of heavy-duty vehicles 
(no. 15) must not lead to the introduction of longer 
heavier vehicles (LHVs) by the back door.

The intended toll charging based on time of use 
(higher tolls during morning and evening peak times 
in congestion areas) may make sense in terms of 
transport policy (no. 50). However, it should be firmly 
rejected for social policy reasons. Mobility should not 
be the sole preserve of those who can arrange their 
working hours flexibly or have enough money to travel 
during peak hours despite higher fees.

4. Fairness between and within 
modes of transport - fair conditions 
should finally be established for road, 
air, water and rail transport

In the present strategy, the European Union continues 
to view itself as the “guardian” of competition (no. 
85 et seqq.). Accordingly, the individual modes of 
 transport are intended to retain a strong competitive 
focus. In AK’s view, the necessary, accompanying 
measures to ensure fair access to the market have not 
been taken for years. Companies, workers, and whole 
modes of transport (still) face unfair practices.

In the present strategy, the desirable goal of imposing 
external costs on originators (according to the “polluter 
pays” principle) is set out. However, in reality it only 
involves CO2 pricing and infrastructure fees (no. 11). 
Further external costs (noise, pollutants, land usage 
etc.) will evidently still not be taken fully into account. 
That means that distortions are not  eliminated and 
in particular aviation and road transport by no means 
bear the totality of the external costs caused by them. 
Instead, those costs are passed onto the public. In 
 addition, aviation and road transport, as described in 
chapter 7, are gaining further unfair advantages.

As a result, it will not be possible to comply with the 
“do no harm” principle set out by the Commission 
President, even if that principle in the present  strategy 
has been reduced to “do no significant harm” (no. 79). 
The failure to take all external costs into  account 
causes massive economic damage and takes 
 competition to the point of absurdity.

In AK’s view, true-cost pricing could be implemented 
in part by reforming state aid law. Direct and indirect 
benefits in favour of environmentally-friendly solutions 
must be allowed, thereby enabling strong funding. 
State aid in the rail freight sector must allow for more 
generous subsidy options, especially in the field of 
connecting railways, rolling road, unaccompanied 
combined transport and single wagon consignments. 
Direct subsidies for shippers should be included to 
encourage  choosing environmentally-friendly trans-
port at the point of selecting the mode of transport.

Inspections of the few rules, for example in the field 
of executive regulations or social rules, are absolutely 
insufficient in road transport in particular. According 
to studies, road haulage prices would have to be 
twice as high if even the most basic executive rules 
 (working hours and speed) were complied with.  
Here too, a lack of balance between the modes of 
transport is  knowingly accepted.

https://emedien.arbeiterkammer.at/viewer/ppnresolver?id=AC03434741
https://emedien.arbeiterkammer.at/viewer/ppnresolver?id=AC03434741
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Liberalisation of the railways was launched by the 
EU to improve their performance. 25 years after the 
first railway regulations, it is clear that there is no 
link  between liberalisation and development of the 
 railways. Despite the same frameworks, the railways 
are developing very differently within the Union. 
Some very liberal countries perform poorly in terms 
of their share of the total transport volume, while 
others are able to record gains. The same applies 
to  customer satisfaction. Liberal countries fall both 
into the  category of satisfied and very dissatisfied 
customers. Austria, the country with the highest 
level of rail travel, relies on genuinely efficient and 
effective measures in both freight and passenger 
transport:  infrastructure development, direct award 
of  contracts and  subsidies in rail freight transport. 
In contrast to  liberalisation, this guarantees a high rail 
share,  motivated employees, and satisfied customers.

Fairness must finally be established by means of:

• • clear, fair rules for all modes of transport 
 (internalisation of external costs, prevention of 
wage, training and social dumping, reinforcement 
of health protection, lifting of the disadvantageous 
taxation of rail transport),

• • reform of state aid law to promote 
 environmentally-friendly modes of transport like 
rail,

• • optimised inspection options and rules, more 
frequent inspections,

• • effective measures against tax havens and shell 
companies,

• • preservation of direct award of contracts and 
strengthening of public ownership in the public 
transport sector,

• • no further liberalisation in order to reinforce 
 fairness and sustainability,

• • simpler rules, strong subsidies and state aid for 
economically desirable rail transport such as 
 rolling road, unaccompanied combined transport, 
etc.

• • special measures to promote rail transport due to 
the Covid-19 pandemic (suspending the rail toll, 
increasing funding measures),

• • strong incentives and subsidies to encourage 
the use of rail by the manufacturing and shipping 
industries,

• • rules on linking production sites to the railway and 
shopping hubs to public transport, 

• • advantages for companies that ensure their 
mobility (procurement, logistics, staff mobility) is 
sustainable (environmentally and socially).

5. Cities are critical to the future of 
transport

The Commission has quite rightly highlighted the 
importance of EU support for the infrastructure of 
the trans-European networks (TEN). Rail capacity 
increases are certainly important, but in AK’s view 
they should be accompanied by measures at loading 
terminals. For years the subsidy programmes of the 
EU have been pushing cross-border rail projects in 
general but could not achieve the necessary transition 
in transport management. It is still the case that rail 
lines on the continent are being decommissioned on 
a large scale, whilst the road network is growing. The 
announced revision of the TEN principles is certainly 
welcomed.

In the booming agglomerations, aside from the 
 structural development areas, there is barely a 
 European offer from TEN funds. Since 80 to 90% 
of traffic starts or ends in agglomerations, they 
are pivotal to the choice of mode of transport for 
the whole sector. In connection with the transport 
 transformation, the Union must put the focus on  public 
transport. Strong public transport services (across city 
boundaries) are essential to the  transport  transition. 
Greater funding for agglomerations is  therefore called 
for. The announced attention to sustainable trans-
port development in urban areas and regions (no. 
35) is welcomed but should be  accompanied by the 
 necessary financial resources. If cities are left to strug-
gle alone with the transport challenges, the greening 
of the Union is doomed to fail. The Union’s reluctance 
to take measures with regard to regional infrastruc-
ture (cycling, walking, rail) must end, since these also 
serve to reduce the burden on the European corridors 
in those (mainly urban) areas where there are restric-
tive bottlenecks. In AK’s view, a change in the priorities 
with respect to the allocation of  infrastructure capac-
ity to railway  companies (train path allocation) is not 
necessary and the replacement of one rail transport 
by another should be avoided. A lack of train paths can 
only be eliminated by investments.

Whilst AK welcomes the majority of the announced 
measures, they are far from sufficient. An actual 
 transport transformation also requires:
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• • more investments and more EU subsidies for 
rail investments (railway, metro and trams) in all 
agglomerations; they are the starting point for 80 
to 90% of passengers and goods,

• • exemptions for public investments from the 
 Maastricht criteria on public sector debt, 
 especially in the field of rail and public transport,

• • an end to the liberalisation and privatisation 
 pressure in public transport,

• • support for / development of affordable and 
 universally accessible public transport with a 
strong sector of public transport companies as 
the key pillar of public services and

• • clear concepts for promoting walking and cycling.

6. Passengers, high speed, 
shipping and accidents

In Member States where the environmentally-friendly 
rail option is used most frequently, transport  contracts 
are awarded directly, not by public tenders. The 
 intended amendment of the Public Service  Obligations 
(PSO) Regulation must not eliminate the last 
 remaining possibilities for direct award of  contracts 
in public transport; direct award of contracts should 
be reinforced. In view of the fact that public  transport 
 companies play a crucial positive role in public 
transport in many Member States, fostering of such 
companies should likewise be part of a joint European 
strategy and a suitable legislative framework. An  
EU-wide “mobility guarantee”, designed to enable 
 citizens to be mobile at their place of residence 
 without their own car and to make everyday trips 
 inexpensively, should be considered (no. 88).

Although the main focus of the EU should be on 
promoting transport close to cities, since 80 to 90% of 
passenger travel is in those areas, the Union’s initiative 
to establish cross-border tickets (no. 34) is certainly 
welcomed. However, that initiative only makes sense 
if it is obligatory and does not entail extra costs for 
passengers. It is necessary in general for the EU 
rules to be adapted to enhance passenger rights. 
The aim should be a uniform, easily understandable 
and enforceable system that reinforces the rights of 
consumers. Inadequate rules in bus transport should 
be changed, exemptions – such as in regional and 
urban transport – should be eliminated and insolvency 
insurance for all tickets should be introduced.

A modal shift would be the most effective tool to 
improve traffic safety (flagship initiative 10). There 
are one to three traffic fatalities yearly on the railways 
in Austria compared to 400 to 500 victims on the 
roads. Even taking into account the higher traffic on 
the roads, rail represents an enormous improvement 
in terms of safety. A gradual reduction of speed limits 
on all European roads would make an important 
 contribution not only in terms of transport safety, but 
also regarding reduction of CO2 emissions.

In the field of inland shipping, in recent years the 
Commission has launched numerous initiatives 
aimed at faster lock times (corridor coordinators), 
improved shore-side electricity supply and improved 
 infrastructure (“good navigation status”). These 
 measures are only mentioned in the communication in 
passing but should of course be further pursued in the 
interest of greening the transport sector.

The Commission is less specific with respect to the 
further measures that it proposes, such as tripling  
high-speed rail transport by 2050 and doubling rail 
freight transport by 2030 (no. 9). All the activities 
presented in framework initiative 7 (such as the use 
of drones, AI, 5G networks, automated driving etc.) 
must be strictly checked as to their benefits in terms 
of their impact on the environment and surroundings 
(noise, peace and quiet) and their social, democratic 
(e.g., data protection) and health-related benefits. 
Steps backward in this field due to a misconceived 
fixation on technology need to be prevented.

For the long overdue innovation boost to the rail sector 
(new couplings, energy supply for freight cars), the 
Commission needs to finally establish clear rules, 
since the adaption process has already taken several 
decades in the case of couplings alone. However, it 
does not make sense to relax the rules for employees 
(language skills); instead, harmonisation of the  training 
of workers in all safety-related jobs is necessary. 
That would result in improved safety and optimised 
 operations.

7. Wage, safety and social dumping 
must no longer be a competitive 
advantage

The effects of the “competition for even cheaper 
 transport” for the 10 million transport workers are 
 devastating. It is almost they alone who are bearing 
the brunt of the pressure on the industry. Pay and 
working conditions of employees are virtually the 
last factors in company calculations, since the other 
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costs (tolls, fuel, vehicles etc.) are the same for all 
 companies. Wage dumping and social dumping are 
the norm. Long working hours, poor pay, terrible condi-
tions for rest, stress, tiredness and long periods away 
from the family are the norm for workers in the trans-
port sector, especially in road transport and aviation. 
That has been the case for years with the “backing” 
of EU legislation. It is workers who bear the costs of 
cheap transport for low-cost business locations.

Instead of pushing unilaterally for further price 
 reductions in road transport, rail, aviation and  shipping, 
in the future the focus of European policy should be 
on safe, environmentally-friendly and socially fair 
transport. That involves all transport sectors: airlines, 
airports, air traffic control companies, railway and 
infrastructure companies, the bus, parcel and lorry 
sector and activities on board ships and in harbours. 
The social problems of the transport industry must 
finally be eliminated.

Completion of the common transport market did 
not go hand in hand with social harmonisation of 
 employment and working conditions. In many cases 
legislation, such as the Posted Workers Directive, 
falls short. Questions about the payable wage, 
conditions of employment, social security and 
worker  protection are often very difficult to answer 
 because of the  numerous border crossings of the 
 workers within just a few hours. The new rules in the 
 mobility  package that were concluded in July 2020 
will do little to change that. Accordingly, inspections 
are also  difficult. There are insufficient checks on 
 driving times and rest  periods in road transport. Other 
 social  conditions, such as training, duty conditions, 
 social  security and pay are often not checked or only 
checked in a cursory manner in the transport sector.

Complex company structures also serve to muddy 
the waters. Whilst the company activities remain the 
same, shell companies and subsidiaries are used to 
“relocate” vehicles and aircraft, as well as employees 
– usually entirely legally – to companies where the 
tax and wage levels and the level of worker protection 
are to the advantage of the companies, but to the 
detriment of the employees, transport safety and the 
public.

The Covid-19 crisis has also shown that it is not only 
companies that suffer as a result of  extraordinary 
events (no. 73). Action taken in the crisis has chiefly 
been to the detriment of those who are most 
 vulnerable. Instead of clear rules to protect  passengers 
and employees, the attempt has been made to further 
worsen working conditions, including with the approval 
of the EU. That has involved suspending health checks 
and extending the intervals between technical checks 

of vehicles etc. Personal protective equipment and 
other technical measures to protect against infection 
have often not been available. Precarious jobs – which 
are particularly rife in the transport sector – were 
amongst the first to be terminated, in most cases with 
drastic consequences for the workers concerned. Not 
only are they deprived of income, but they also lack 
proper unemployment insurance and health insurance.

In view of the dire conditions, we reject in the 
 strongest possible terms the fact that the 
 Commission refers to the mere possibility of 
 “considering” measures (nos. 94, 95, 96) to improve 
the conditions of workers. Sustainable transport 
also needs to be socially sustainable. Transport 
workers have more than deserved the  revaluation 
of their daily work! In AK’s view, a serious and fair 
Union policy must offer workers more than the 
vague   announcement, repeated every ten years, to 
“strengthen the legislative framework on conditions for 
workers”.

Digitalisation, structural change and greening 
will have a massive impact on transport workers. 
Whilst some jobs are being created, numerous 
 professions are changing and jobs are at risk or are 
being  destroyed (automated driving,  digitalisation 
of rail infrastructure and warehousing etc.). Some 
 employees will face unemployment and the 
 associated  problems of livelihood. Here, there is a 
need for a clear joint  strategy of the Union that goes 
beyond  “pro-actively shaping” technology  (no. 64 et 
seqq.) and puts the focus on workers in the industries 
 concerned. In AK’s opinion, the human factor, i.e., 
people as  passengers, road users and consumers, 
must be given greater consideration with respect 
to the  development of  automated driving. Above all, 
questions of  manufacturer liability should be clarified, 
for example how algorithms and decisions made on 
that basis can be overseen by the  authorities. The 
trend to shift the responsibility for  errors and failings 
to the (currently still necessary) drivers or the insured 
as a whole must be stopped. There is a need for 
uniform  European rules, as well as for data  protection, 
in particular with respect to the (further) use and 
accessibility of the data created. In the transport 
sector, digital  platforms have emerged that not only 
raise questions of fair taxation, but have resulted in 
particular in highly  precarious working conditions for 
workers in the  delivery segment (e.g., bicycle couriers 
and parcel  delivery services) and at taxi and rental car 
 companies. European rules for platform workers are 
urgently needed, including in the transport sector.
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“Modern slavery” on Europe’s transport routes must 
finally be ended. It is high time to:

• • standardise conditions of employment (working 
and rest hours, pay, worker protection, etc.) and 
the  conditions of all transport workers performing 
safety-related tasks,

• • pay the same wage for the same work in the same 
place,

• • pass clear rules as to which labour law applies to 
mobile workers, especially in the aviation industry,

• • introduce a uniform language on the railways at a 
minimum level of B1, 

• • make driving times and rest periods user-friendly 
and transparent in order to increase traffic safety 
and ensure good working conditions,

• • install forgery-proof recording devices for  all 
 relevant times (driving times, rest  periods and other 
times such as loading, vehicle  inspections, periods 
of availability etc.) on all modes of  transport, 

• • make the conditions of employment for mobile 
 workers more tolerable through modern sanitary 
 facilities (in locomotives, in secure free parking 
areas, and at stops along the route) and suitable 
 accommodation options,

• • minimise time away from the family,

• • simplify inspection options and enforce 
 inspections, impose effective sanctions – 
 especially on companies – in the case of  violations,

• • develop and implement an EU-wide plan to protect 
employees in the case of pandemics, 

• • compensate for the negative effects of the 
digital change and greening (streamlining, 
 disappearance of whole sectors) by means of 
rescue  packages and foundations for training 
and  continuing  vocational  training, and ensure a 
socially  acceptable and fair  structural change (just 
 transition),

• • have a serious debate about reducing working 
hours,

• • tie state rescue packages for companies on a 
mandatory basis to reinforcement of the rights of 
employees and 

• • ban fundamentally precarious working conditions, 
including for platform workers in the transport 
sector.
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1040 Brussels, Belgium
T +32 (0) 2 230 62 54

www.akeuropa.eu

The Austrian Federal Chamber of Labour (AK) is by law representing the interests of about 3.8 million 
employees and consumers in Austria. It acts for the interests of its members in fields of social-, educational-, 
economical-, and consumer issues both on the national and on the EU-level in Brussels. Furthermore, the 
Austrian Federal Chamber of Labour is a part of the Austrian social partnership. The Austrian Federal Chamber 
of Labour is registered at the EU Transparency Register under the number 23869471911-54.

The main objectives of the 1991 established AK EUROPA Office in Brussels are the representation of AK 
vis-à-vis the European Institutions and interest groups, the monitoring of EU policies and to transfer relevant 
Information from Brussels to Austria, as well as to lobby the in Austria developed expertise and positions of the 
Austrian Federal Chamber of Labour in Brussels.

Contact us!
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