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1 Marshrutkas as a significant trajectory of post-Soviet urban 

development  

What is a marshrutka? A proper study of marshrutka mobility should start with a clear definition 

of what is actually meant by the term ‘marshrutka’. However, after almost four years of intensive 

research and as an extensive user of marshrutka services for more than a decade, it is still not 

easy to come up with a fitting definition or explanation. In having a look at the literature, one 

quickly notices that the description of this widespread phenomenon of everyday mobility in the 

successor states of the Soviet Union depends highly on the research perspective, but also on the 

background or, more precisely, on the degree of lively marshrutka experiences.  

In this sense, starting from a distanced, and often foreign perspective, marshrutkas appear as a 

large scaled minibus on offer in urban and rural parts of post-Soviet territory. One important 

observation of those scholars is the fact that marshrutka mobility is constituted as a privately 

financed and organized offer of mobility (Gwilliam et al. 1999; Gwilliam 2002). This means that 

marshrutkas emerged and endured as an offer of public transport free from any state subsidies. 

However the marshrutka business is seldom (except from an extreme free-market liberal point 

of view) described as a model example of efficient economic urban transport (Luthra 2006; 

Aleksej 3/10/2017). More often marshrutka operators are accused of being informal 

entrepreneurs, who have built local cartels within mafia-like business structures, putting 

themselves in the role of regulator, while public administrations are largely unable to intervene 

because of missing financial capabilities or executive assertiveness (Sanina 2006; Volkov 2009; 

Koltashov 2015; Zolotuchina 2016; Mozhejko 2018). 

Occasionally, marshrutka practices are compared to other paratransit-type services in the world 

like the matatu in Nairobi (McCormick et al. 2013) or the recently banned private taxi-colectivos 

in Santiago de Chile (Muñoz et al. 2009; Paget-Seekins et al. 2015) as examples, among many 

other similar semi-formal minibus practices (Cervero 2000; Finn 2008; Finn and Mulley 2011). 

Historically, marshrutkas have also been related to the jitney of US-American and Canadian cities 

during the 1910s (Schwantes 1985). In short, one could assume that marshrutkas constitute a 

privately organised offer of public transportation with varying degrees of formality somehow 

characteristic for countries in transition or local municipalities facing challenges in financing a 

satisfying transport solutions of their own.  

It is, furthermore, when approaching marshrutkas from a solely statistical point of view, a very 

successful mode of transport, which often appears as an unbeatable competitor against the 



2 
 

remains of state funded public transport. On average, up to two thirds of the daily passenger 

occurrence in Russian cities is served by marshrutkas (Wondra 2010; Oh and Gwilliam 2013; 

Zyusin and Ryzhkov 2016). It is until today the fastest, the most frequent and, above all, the only 

reliable transport service in many cities. At the same time, it is also the most expensive one. In 

this sense, the Russian researcher Anna Sanina locates marshrutka transportation in “an 

intermediate position between a public transport vehicle and a private vehicle” (Sanina 2011, 

p.211).  

Certainly, some of the local anthropological literature indicates that marshrutka mobility 

contains much more than only the conveyance of passengers (Breslavskij 2006; Sorokina 2008; 

Tichomorov 2011; Kuznetsov and Zhajtanova 2012). From an internal perspective, as an 

everyday marshrutka user, it becomes quickly evident that the authors write about a quite 

fascinating ‘socio-cultural phenomenon’ (Sanina 2011), about an everyday ‘societal encounter’ 

(Sorokina 2008) and therefore about a ‘source of present folklore’ (Tichomorov 2011). From this 

perspective, a quantitative comparison to any random mobility practice on a global scale seems 

to work merely superficially. Indeed, these approaches often miss the greatly heterogeneous 

everyday practices, creative symbols and signs, locally adjusted communicative word plays, 

anecdotes and subcultural quotes, which are apparently deeply connected to individual 

expressions as well as community negotiated codes out of local cultural-historical patterns, 

differently performed from city to city or even among various districts. The marshrutka appears 

here rather as a communicative sphere of social interaction, as a small wheel in the great 

machinery of everyday urbanity, as a place of experience and negotiation, as a recurring 

conflicting institution forming contemporary communities, expectations of behaviour as well as 

sanction mechanisms.  

As a matter of fact, the marshrutka is just a vehicle. However, it is also a sociotechnical 

arrangement, a car but also a car brand, an engineered means of transportation but also a 

determining materiality, which conducts the everyday performances of millions of passengers. 

A marshrutka consists of strict regimentation: whenever one enters a marshrutka – one is 

surrounded by written and unwritten rules, licenses, threats of punishments and legalese. 

However, it is the constant breach of the rules, which defines the marshrutka character. 

Obviously, the marshrutka is embedded in a broader urban context and predefined by its local 

environment, it comprises contemporary historical patterns and heritage, meanwhile, it is also 

a surface for projection of identity / community building, modernisation and backwardness, 

independence and exploitation. The marshrutka is a multifaceted assemblage, deeply related to 

a variety of societal discourses, material entities and arrangements and therefore involved in 
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processes of permanent negotiation. Marshrutkas are widely used as a means to an end, 

however, they are also problematised from many sides, tackled, changed or even locally closed 

down. They assemble profound socio-political conflicts besides the everyday inter-individual 

challenges and turnout to be an intriguing research objective.  

But what is marshrutka research actually about? It is, of course, about all of the topics 

mentioned above. Marshrutka research is about business structures and everyday behaviour, it 

is about route lines and infrastructural means, about technology, car production and 

maintenance. Apparently, it is also about transport policy, attempts of reformation and reliable 

inspection mechanisms. First of all, marshrutka research is not really about marshrutkas. It is a 

study of social cooperation and competition, of constructions of meaning and its deconstruction. 

It is a research about societal change in specific cultural-historic settings, assembled and 

determined by certain preconditions interpreted as materialities, institutions or individual 

performances. In this sense, marshrutka research should rather provide an analysis of 

contemporary societal development through the mirror of everyday marshrutka practices.  

With this in mind, the present work is an attempt to bring together structural determination and 

individual perception and performance. It tries to tackle deadlocked concepts as transition, post-

socialism or urban change and approaches development as empirically based and topically 

focused. Therefore, this study is not exclusively interested in the early transition period, in the 

aftermath of the Soviet breakdown but rather focuses more on the contemporary design and 

developments of marshrutka mobility provisions and enterprises. As a research perspective, it 

applies an actor-centred approach, which highlights the individual engagement of stakeholders 

in marshrutka networks on different societal, economic and political levels. The strategy is to 

follow the involved actors through their decision-making processes, through their relations and 

scope of actions in order to explain the overall structural developments as well as the individual 

interventions, solution attempts and creativity to adapt to mutually determining institutions. In 

particular, this research faces the challenge of exploring and highlighting the active involvement 

and participation of people beyond victimisation and stigmatisation within emotionally 

affective, crisis ridden frames and structures. Nonetheless, precisely because of the emotional 

involvement of all interlocutors and participants (including myself as researcher), a pure macro-

structural description would generally miss the cautiously articulated nuances in scopes of 

action and negotiation processes. Such a descriptive approach would be doomed to fail to 

adequately explain social change within semi-formalised behaviour patterns and various 

individual forms of engagement. Thus, the marshrutka-market unfolds as a vivid societal 
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assemblage, where actors try to solve, fail and try to solve again multifarious deficiencies and 

conflicts within unstable times of transition. 

Certainly, marshrutka research is deeply connected to its temporal and geographic setting and 

might in this sense be summarised under the generic term of post-Soviet research. However, 

the content of what is meant by it should be shifted from quantified descriptions to the empirical 

evidence of this study, to the reproduction of narratives located in societal discourses of 

concern. In this sense, a focus on marshrutka mobility may challenge, for instance, a wide-spread 

but rather one-sited historic transfiguration of the post-Soviet transportation sector, namely a 

reductionist story of decay, depression and standstill. It is, of course, widely known that the 

breakdown of the Soviet Union was accompanied not only by the demolition of public transport 

carriers but also of the financial subsidy system that enabled urban mobility patterns heretofore 

(Pucher 1999; Zyusin 2010; Kolik et al. 2015; Blinkin and Koncheva 2016). From this perspective, 

it is therefore no surprise and fully right that the collapse of the inner-city public transport and 

the shutdown of the majority of tramway lines and trolleybuses in the nineties formed the 

impression and experience of immobility and low mobility capabilities. 

However, focussing on marshrutka mobility draws a very different and too often disregarded 

picture of the post-Soviet transition. Contrary to the perception of an all-round slowdown, the 

fast emergence and spread of marshrutka services all over the country proves that the post-

Soviet transition period was also a time of increasing mobility patterns in both the form of 

diversified modes of movement as well as in the quantity of mobility services. The first 

marshrutka operations in the nineties were a proactive and often solidary community-based 

attempt to solve shortcomings and public deficits (Breslavskij 2006; Zhajtanova and Kuznetzov 

2014). Indeed, the very fact that masses of people lost their jobs and common infrastructures 

had been broken after the involution of the Soviet economy (Burawoy 2002), led to the necessity 

of an increase of movement. Dennis Suev summarises this paradox of early post-Soviet 

experiences as follows: “A whole generation of young people received two types of spatial 

experience — mobility and immobility” (Zuev 2008, p.5). Mass unemployment, infrastructure 

decline or unmet health care needs literally led to a standstill and lethargy but similarly 

requested a higher flexibility from the people, seeking without alternatives real sources of 

labour, trade or goods (Kuhr-Korolev 2011). The hybrid answer and solution for many of these 

involuntarily shifting mobility requirements has been the marshrutka.  

It is therefore no coincidence that the rise of marshrutka services was accompanied by a further 

means of transport that fundamentally changed the conditions of Russian transport 
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infrastructure, namely the private car (Gatejel 2009). Cars were often one of the first things to 

be purchased and were soon a part of almost every extended Russian household, despite the, 

on average, low family incomes and resource deficits (Kononenko 2011; Blinkin and Koncheva 

2016). The desire for individual automobility underlines and combines the two observations 

stated above: On the one hand, the rise of car ownership can be read as a direct consequence 

of the abrupt decline of public transportation on offer, while it demonstrates, on the other hand, 

the crucial need for transport accessibility due to higher mobility challenges in everyday life 

(Popov 2012).  

This was the scenery, when primary informal minibuses, i.e. marshrutkas, were one of the key 

carriers of holding urban life together, distributing the low outcomes of the provisional economy 

and subsistence farming, organising compensators for widespread deficits. The marshrutka, in 

this sense, served as the accelerator of these manifold hybrid sociotechnical arrangements of 

survival, rather a symbol of flexibility, of new scopes of activity and transition, than a signifier 

for standstill and decay.  

Taking these developments into account, it is hardly surprising that the shape, mode and 

performances of marshrutka are one of the very famous trajectories of change in the last 

decades, impregnating the design and outlook of the post-socialist city (see chapter 1.4). To 

broaden this perspective, the rise of marshrutka-like practices in transitional societies are, here, 

considered as multifaceted dynamics of change (and not as a phlegmatic societal standstill) 

influenced by fluid means of justice, economy, norm and value but also divisive perceptions of 

space, urbanity and modernity. The overlapping legacies of (im-)materialised societal structures 

clashed momentously within a time of uncertainty, and called for societal re-negotiation, which 

can be observed in myriad places, institutions and all forms of social encounters and thus in the 

marshrutka practices.  

Concerning overlapping legacies, it would be a shortcoming to point out only lasting ‘soviet’ 

habits and legacies. In fact, the most obvious leftovers of the bygone Soviet era are materialized 

in infrastructural ways and still inherent in the system, influencing the everyday lives of Russians. 

While Lenin statues could easily be destroyed or replaced (however, they are not in the cities of 

my case study: Rostov on Don and Volgograd), the heating system of a microraion, dependent 

on the nearby plant, will most probably continue to exist as a matter of fact as well as an 

intersubjective complex of meaning (Collier 2011). Similarly, the ‘post-socialist’ marshrutka 

practice is deeply embedded into, and determined by former Soviet infrastructures like road 
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systems, former bus stops1 or leftovers of broken infrastructure, which are reutilised for new 

purposes like depots or maintenance areas. In this sense, this research is sensitive to the social 

embedding of technologies and infrastructure and investigates the mutual dependencies of 

social enrolment and determination within sociotechnical arrangements (Tuvikene et al. 2019).  

However, this hybrid nature of post-socialist city assemblages is a habitual and mostly non- 

problematized practice of everyday life. But what happens, when ‘new’ legacies counteract and 

challenge the still implemented functions that reply to former (Soviet) contexts? This question 

brings me closer to my actual focus of the study. Aware of recent developments and 

contemporary influences from historic heritage and continued practices of behaviour, my 

analysis aims for an investigation of the current decay of marshrutka practices within the Russian 

Federation. The observed slow maturity of a still dominant form of mobility in the country is 

both reasonable and surprising at the same time. It is reasonable because of the obvious 

disadvantages, marshrutka practices currently provide, like rude traffic behaviour, bad safety 

conditions or grey labour contracts. At the same time, it is surprising that the public discourse 

in most Russian cities misses the possible potential of this mode of transport as a valuable 

replacement for increasing private car mobility, as a thinkable preventer of the impending 

collapse of traffic in several Russian cities. 

The major Russian cities like Moscow and Kazan (cities, where private car rates are especially 

high) have already ‘successfully’ demolished the inner city marshrutka providers, arguing 

ironically with the slow downed traffic flow due to marshrutka services. The background of the 

current and ongoing public infrastructure reformations is a mainly car supportive policy. Public 

transport is mostly seen as an additional relief infrastructure to compensate the main, but 

overcrowded road infrastructure (Ischmuratov 2016). Therefore, marshrutkas are rather a 

burden of everyday traffic because they carry fewer passengers than big buses but require 

significantly more space on the roads (Varlamov and Katza 2014). However, opposing this 

argument, it is still the private car, which occupies city roads the most inefficiently. 

Instead, the metropolises of the Russian Federation are increasingly mobilised by on demand 

ridership, services like Uber, Lyft or the Russian Yandex Taxi. While, as the study will prove, the 

 
1 Indeed, many marshrutkas follow until today former Soviet bus lines. After their shutdown in the early 
nineties marshrutkas jumped in to close the demand for urban mobility. Mostly forgotten, this shows 
the continuity of implemented mobility means and infrastructures, when privately organized 
marshrutka enterprises unconsciously serve the routes of Soviet urban planners from the Sixties. 
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profound enterprise structure of Uber and marshrutka services are astonishingly similar, the on-

demand mobility revolution is generously supported by the country’s transport policy. 

At this point, it also makes sense to refer to the major differences between various Russian cities 

on several layers, such as socioeconomic development, financial resources, and also in terms of 

attention economies on regional, national as well as international scales. Several authors 

mention the exceptional role of Russia’s peripheral urban centres, which lay the infrastructural 

background and living environment for a majority of the Russian people (Zashev 2004; Tosics 

2005; Molodikova and Makhrova 2007). Despite this a majority of the development incentives, 

as well as the research foci of various different investigations - not only in the mobility or 

transport studies - still concentrates on the larger, more advanced metropolises of the country 

(Blinkin and Zalesskiy 2016). Marshrutka research appears as a promising tool to grasp this 

rhythmicity of interconnected paces of development and decay in the country. Therefore, this 

study purposely shifts the attention from the well-perceived and heavily-researched 

metropolises to the often slower and more contradictory developments in the regional centres 

of the Russian Federation and includes developments elsewhere – this may indeed be on a 

national or global scale - only in so far as they serve as a role model of development for the local 

stakeholders involved. 

Because, considering the pioneering role of Russia’s metropolises, the recent shift of the 

transport supply in Moscow and Kazan led to a country-wide reconsideration of the use of 

paratransit minibuses (Safiullin et al. 2016; Simpson 2017; Knupfer et al. 2018). Plenty of 

governors, who did not much care about the public transport for the last decades, all of a sudden 

stated their absolute determination to overcome these archaic forms of public transport. At the 

same time, international researchers, city advisory boards and urban planners worldwide give 

incentives and proposals to a modernisation of the public transport infrastructure in Russian 

cities (Gwilliam 2002; Rodionov 2005; Shulyaev 2014). In this sense, the claimed final stage of 

marshrutka mobility in the country is a highly political subject that reveals much about local as 

well as global strategies of urban planning and reformation. However, it is significant at this 

point to note that marshrutkas are exclusively perceived as preventing Russian cities from 

modernisation but never as a potentially productive part of the future of Russia’s urban 

transport supply. So, marshrutka research is not only about the complex and interacting 

everyday strategies of mobility provision but similarly about the societal and political 

interrelations in a countrywide discourse about an unclear notion of progress and modernity, so 

far widely unattended in the literature.   
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1.1 State of the research 

 Marshrutka mobility remains an understudied topic especially in the international academic 

arena, despite some notable exceptions. This is surprising, as the paratransit literature has 

significantly increased during the last decade but focuses mainly on case studies in African or 

South American countries. However, there are a number of publications dealing with the 

marshrutka phenomenon in the post-Soviet setting from different perspectives. In the Russian 

case, there are some pioneering works which discuss marshrutka practices from a cultural 

science perspective. The predominantly Russian written and published articles focus inter alia 

on the symbolic marshrutka interior, specific language or communication patterns as well as 

behaviour norms (Sanina 2011; Tichomorov 2011). Others analyse the rise of business structures 

(Breslavskij 2006) as well as the development of the technical hardware (Kuznetsov et al. 2015) 

in various local marshrutka systems (Humphrey 2004; Sorokina 2008; Kuznetsov and Shaitanova 

2014; Zhajtanova 2014). I paid particular attention to the work from Kuznetsov and Zhajtanova, 

analysing the marshrutka as a fragile regime of justice, which gains its empirical insights from 

Volgograd (Kuznetsov and Zhajtanova 2012). For my local case studies Volgograd and Rostov on 

Don, I am furthermore very grateful for the preliminary work of the local researchers Zyryanov 

and Sanamov but also Anna Gusenko as well as Elina Krasilnikova and Yuliya Dmitrieva, who 

analysed marshrutka practices in their cities and therein the changing patterns of urban life 

(Zyryanov et al. 2000; Gusenko 2009; Dmitrieva 2014; Krasilnikova 2014). 

Furthermore, there are a couple of remarkable contributions dealing with marshrutkas in other 

successor states of the Soviet Union. For instance, the work of Sgibnev and Vozyanov beneficially 

approaches the Central Asian marshrutkas as assemblages of mobility (Sgibnev and Vozyanov 

2016), while Nicholas Wondra and Florian Mühlfried published about marshrutka in Georgia 

(Mühlfried 2006; Wondra 2010). Rustam Abdunazov writes about the development of 

marshrutka means and the competition of different car brands within the market in Tajikistan 

(Abdunazarov 2017), while Akimov and Banister focus on the urban transport transition in 

Tashkent, Uzbekistan (Akimov and Banister 2010). Turdalieva and Edling further published on 

gender-affected mobility patterns in Bishkek, Kyrgyzstan (Turdalieva and Edling 2017). There are 

also a number of publications focusing on the urban public transport development in post-

socialist countries like Poland, Hungary, Bulgaria and the Czech Republic, which also experienced 

forms of marshrutka, although, mostly in a more limited time period (Hook 1999; Pucher 1995, 

1999; Bratanova 2009).  

However, there is a second type of literature, mostly world bank reports or applied science 

projects, which focus on the informal minibuses from a different perspective dealing inter alia 
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but not exclusively with the development of marshrutka practices in post-Soviet countries 

(Gwilliam 2000; Cervero 2000; Gwilliam 2002; Finn 2008; Finn and Mulley 2011; Gwilliam 2013). 

The aim of these articles lay mainly in a global overview and comparison to other informal 

transport solutions worldwide, which bring in some interesting insights but also lack the notion 

of local differences and social varieties within the framework. However, the descriptive oriented 

marshrutka literature provides a certain ground of statistical evidence and invites for broader 

comparison after an unfortunately and so far missing in-depth analysis of the local marshrutka 

phenomena. One interesting comparison could lay in the global attempts to reform given 

informal transport patterns of different local settings (Paget-Seekins et al. 2015). There are some 

noteworthy publications, which analyse the procedure of political public transport reforms in 

local case studies like Santiago (Muñoz et al. 2009) or Nairobi (Graeff 2009). In general, on a 

second layer, there a number of international research projects to state, which were focussing 

on informal transport solutions (Roschlau 1989; Enoch 2005; Kumar and Barrett 2008; Müller-

Schwarze 2009).  

At this point, it might be worthwhile to include a historical perspective of public transport 

development in the Soviet Union to current marshrutka practices. Martin Crouch famously 

wrote about the challenging development of the urban transport system in the Soviet Union 

(Crouch 1979, 1985). Furthermore, the edited volume The Socialist Car: Automobility in the 

Eastern Bloc by Lewis Siegelbaum gives many insights about mobility development for the auto 

within the Soviet Union (Siegelbaum 2013). A historical comparison could be worthwhile, if 

considering the semi-formal transport services from the 1910s in the USA, called jitney buses 

(Schwantes 1985; Davis 1990). How relevant these former developments can be, was shown by 

Ravi Mahesh and Janice Park, who connected in their articles the former public discussions 

about jitney regulation and entrepreneurial practices with currently ongoing developments and 

debates about semi-formal transport solutions in the US (Mahesh 2014; Park 2015). 

For the current and ongoing global debate about mobility on demand practices, there are only 

a few Russian articles to state (Volkov 2009). However there are a number of international 

publications dealing with innovative applications based on on-demand transport solutions 

(Rissanen 2014; Enoch and Potter 2016; Nakashima et al. 2017; Rekhviashvili and Sgibnev 2018b) 

trying to forecast efficient opportunities for future transport services.  

The state of research shows that there are a couple of articles to mention, which were never 

merged into a more subsumed research focus. This may be explained mainly by the non-

structured or institutionalised background of the studies, which were published solely and 
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generously due to the individual research interests of the authors. This is especially true for the 

short essays about marshrutka mobility, analysing their patterns of movement and the observed 

connections towards identity and community construction, specific language codes and non-

verbal behavioural norms. More descriptive reports primarily considered the surface structure 

of marshrutka mobility, counted the number of operators, researched the local licensing policies 

and put these structural findings into comparison.  

However, especially in the post-Soviet case, it is astonishing that an in-depth analysis of the 

entrepreneurial structure of marshrutka operators is almost completely missing2. Furthermore, 

there is no scientific contribution, dealing with the public perception of marshrutka services and 

its consequences for local transport policies within Russia. With the aim to compensate these 

two major deficits within the literature, this study attempts to describe in detail the 

development and contemporary design of marshrutka enterprises, in my case studies Volgograd 

and Rostov on Don. In a second step, the latest developments as well as the estimated deficits 

of the enterprise structure will be analysed in their relation to local transport policies applied 

during the last two decades. Thus, I try to comprehend the prevailing narratives about 

marshrutka mobility in order to contribute to a better understanding of the current public 

discussion in my case studies as well as of the functioning of everyday marshrutka practices. 

 Furthermore, I will contribute to the ongoing discussions about future mobility solutions and 

the role of ‘smart’ on-demand minibus rides. Here, I will further reflect the so far not mentioned 

Russian perspective, considering specific geographic obstacles, social historic developments and 

policy structures, in order to understand where the current reformation attempts are headed. 

Lastly, the introduced research publication should find its place within the literature as a possible 

comparative trajectory on a global scale. One suggested comparison could be the strategy of 

local governances when promoting anti-marshrutka narratives unveiling a certain perception of 

urban modernity and progress, deeply intertwined in global networks of accumulation and local 

groups of interest and concern. However, I am convinced that the marshrutka case may lay the 

background for further comparative analysis on both the local and global but also differing 

theoretical or methodological scales. 

1.2 Research question 

By choosing an inductive, ethnographic research design, this work focuses on everyday micro-

practices, forms of behaviour and routines in the mutual interplay of norms, values and various 

 
2 For a detailed overview about the organization of marshrutka transportation during the Soviet Union 
see Mun and Rubetz 1986. 
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dominant societal structures. In this sense, I am interested in exploring how everyday practices 

within marshrutka modes form a reciprocal self-perception of being in communities. This rather 

broad approach frames the overall aim of my study to contribute by focusing empirically on 

everyday Russian marshrutka practices to contemporary debates within the Humanities on a 

theoretical and methodological level as well as content-wise through a progressive and post-

colonial3 sensitive approach to research societal change and development. The study aims to 

investigate how actors constantly (re-)create durable marshrutka networks under various 

circumstances and difficulties but also support structures of the given locality and a sense of 

community. This includes drivers, operators and dispatchers, who perform marshrutka mobility 

everyday individually but in a structured and determined manner. But it further takes into 

account the manifold institutions and non-human actors, which influence each marshrutka ride 

such as tax regulations, ticketing, car engineering, seat interior or legalese. To sum it up, I focus 

on the myriad and complex everyday phenomenon and ask for the underlying ties and stabilizers 

of the current constitution of marshrutka practices in Russia.  

Therefore, a more detailed question is, how marshrutka-networks maintain a foremost socially 

mediated regulatory framework and institutions which are flexible and adaptable to change? To 

answer this question, I provide a detailed qualitative research framework, which follows the 

actors involved through their fields of engagement and their negotiated networks (Marcus 

1995). In an attempt to describe the formal and informal action practices, the licensed surface, 

law regulations and insurances and the accompanying practices within the public sphere, the 

economic structure and the administrative institution will be laid out. Mainly, I want to focus via 

qualitative interviews on the perspective of involved drivers and operators as well as politicians 

and commuters, who all serve, despite their unique role and function, within the assemblage as 

experts of the field. The aim is to give an inclusive overview about former but in particular 

current ongoing marshrutka practices on intersectional levels and to analyse in a further step 

the conjecturable consequences and upcoming developments.  

Furthermore, I explore to what extent the observed local practices can be described as 

characteristic of the economic, political and societal developments of the post-Soviet 

 
3 In the last years a number of scholars have started to reconsider the posts- in the debate about 
transitioning countries. Chari and Verdery are referring to a reconsideration and partial merging of post-
colonial and post-socialist potencies, when rethinking imperial experiences in former empires (Chari and 
Verdery 2009). Martin Müller further conceptualises post-soviet entities and imaginaries in a broader 
concept of the Global East, hinting on power discrepancies in contemporary settings of geopolicies and 
knowledge production (Müller 2018). An impressive case in this concern is laid out by Feminist scholars 
Redi Koobak and Raili Marling, pointing on the still prevailing post-colonial framing of transnational 
feminist studies (Koobak and Marling 2014) 
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transformation period. In order to merge the empirical findings and interpretation with broader 

academic debates and arguments about the post-socialist transition period and specific 

developments in Russia’s economy and policy, I will discuss certain perceptions of informality, 

property and entrepreneurship itself and bring them to a critical assessment while applying 

them in the research results. Due to the rich qualitative data base, this study questions 

descriptive transition attributes and tries to contribute to a more complex and heterogenous 

understanding of transition and to a complex evaluation of the societal status quo and 

prognosticated change. 

Moreover, this research refers to current debates about urban policy as well as future modes of 

mobility and technologies, asking what we can learn about the current societal frictions within 

the local urban settings by looking on locally adjusted tension struggles within the urban 

transport settings of my case studies. In this sense, the aim is to comprehend why marshrutkas 

are considered as a deficient, dangerous and unreliable means of transport, but also to seek 

possible advantages of the currently supplied service and if it is worthwhile to maintain in future 

transport settings.  

Thus, an in-depth analysis of the local public transport policy as well as of the domestic 

marshrutka operators, their entrepreneurial structure and scopes of development and variation 

is going to be provided. After consideration of the empirical outcomes, the findings shall 

contribute to contemporary discourse and developments concerning the future of marshrutka 

mobility. Answering the question why marshrutka transport appears unable to transform into a 

modern-perceived mode of mobility, the study suggests that marshrutkas are not per se non-

adaptable to future modes of transport as on-demand minibus services like UberPool or LyftLine 

may prove (Shaheen 2018; Alemi et al. 2018). However, the main issue of contemporary 

marshrutka operation seems to lay in the existence of two largely decoupled networks, 

separating the participating actors within the marshrutka business from the urban public and 

policy. Thus, it will be shown that former crises of marshrutkas were solved due to the 

interrelation of the driver’s daily work, entrepreneurial activity and governance actions, as well 

as the ability of the participants to communicate with their opponents and the immense 

flexibility of marshrutka practices in general. Apparently, this solution-oriented negotiation 

process is currently missing among the actors involved and results in the steady decline of 

marshrutka services in many places. 

  



13 
 

1.3 The Origin of the Marshrutka (Historical Overview) 

On the next few pages, I will give a broad historical overview of the development of marshrutkas 

as a mode of transport in Russia. Later, I will also refer to similar post-socialist and global urban 

mobility practices and discuss to what extent current marshrutka practices in Russia are unique 

or similar to its post-socialist or global varieties. I will end with conclusive implications of this 

research study. 

Although marshrutkas are mostly perceived as a post-socialist phenomenon, which have its 

roots in the chaotic times of transition following the fall of the Soviet Union, the genesis and 

development of marshrutkas goes back to early Soviet era (Sorokina 2008; Mun and Rubetz 

1986; Kuznetsov and Shaitanova 2014). Indeed, marshrutka mobility in its current shape mainly 

got its form, institutions and habits during the 90ies, when the more or less unregulated minibus 

mobility started to become a mass phenomenon in the urban agglomerations of the post-Soviet 

countries. Nevertheless, marshrutka practices were known long before in the Soviet Union and 

existed in different settings and urban locations. Consequently, marshrutka mobility in post-

Soviet countries has to be considered on the one hand as a flexible, informally mediated solution 

in times of the state’s inability to act, which might make marshrutkas comparable to other 

means of informal minibus transport in different countries (like dolmus in Turkey, matatus in 

Kenya or tuk-tuks in Thailand among many others (Enoch 2005; Cervero and Golub 2007; 

Schalekamp and Behrens 2010; McCormick et al. 2013; Kumar et al. 2016)). On the other hand, 

marshrutka practices developed as a specific continuation due to their historical roots, which 

most probably explain some of the unique performances and user habits within the Russian 

context. Therefore, I will explain in the following the historical origin and its further development 

of marshrutka mobility in detail, before I critically discuss the scope and limits of a comparative 

perspective towards global forms of informal minibus mobility.  

1.3.1 Marshrutkas during the Soviet Union  

The first vehicles, which were called marshrutkas appeared in Moscow in 1938 as a new mode 

of city transportation. Served by Soviet limousines from the car manufacturer Zavod Imeni 

Stalina, marshrutnye taksi were, at the beginning, a highly prestigious means of transport. They 

differed from normal taxis mainly because of the fixed route, they would follow through the city 

(Sgibnev and Vozyanov 2016). This explains as well the etymological origin of the term 

marshrutka, which is a compound noun – merging the German words ‘Marsch’ (a march, walk) 

and ‘Route’ (route). The first march-routes connected passengers from the main city centre to 

other touristic sites or important traffic interchanges such as railway stations or airports. 

Marshrutka rides were relatively expensive in comparison to the usual public transport but at 
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the same time cheaper than a regular taxi. In contrast to an ordinary ride, the marshrutka taxi 

would pick up and drop off other passengers by the route, which made the trip less private. The 

offer was utilised and organised by the common licensed taxi cab parks in the USSR, which were 

protected from competition via predefined working schedules (Vorobyev et al. 2016).  

Marshrutka mobility grew with the emergence of the Latvian mini-bus series RAF-977 produced 

by the Riga Autobus Factory since the 1960s (Sgibnev and Vozyanov 2016; Kuznetsov and 

Shaitanova 2014). The first regular marshrutka rides, provided by minibuses, were organised 

from the state-owned enterprise GlavMosAvtoTransom in Moscow in 1960 (Karakum 2018). The 

major shift during this time was that marshrutka mobility was now provided by the state-run 

public transport enterprises and no longer served as a taxi service. However, they did not change 

their name as ‘marsrhutnoe taksi’ nor their mode of transport in terms of routes, price or 

function. Until the late eighties marshrutka minibus services were implemented in around 70 

cities of the USSR and served by 3000 minibuses (Mun, Rubetz 1986, p.6). Their task remained 

to serve as an extraordinary connection to remote city districts or recreational areas like 

‘datchas’, for instance. Although marshrutka existed during the entire period of the Soviet Union 

- apart from the times during the Second World War, when vehicles were needed for military 

purposes- they never played a crucial role in the public transport networks, nor were they 

thought of as means of mass transportation by urban planners, civil servants or engineers. This 

is to some extent surprising as marshrutka services were noteworthily popular among planners, 

practitioners and passengers alike (ibid.).  

Certainly, the story of marshrutkas is narrowly related with the Soviet policy towards 

automobiles and private car riding (Siegelbaum 2008). While conceptions of Western 

infrastructure were increasingly dominated by car mobility, the Soviet world never implemented 

an equal extent of individual car ownership (Siegelbaum 2013). At least in the early years of the 

Soviet Union, there were ideological, Marxist arguments against the macroeconomic support of 

private car ownership. Cars, already promoted in the US as a symbol of freedom and wealth, 

were recognized as a commodity fetish, dismantling the ‘egoist man’ and a tool for social 

distinction (Wilczynski 1980). Simultaneously, there were practical considerations to be taken 

into account for the Soviet car policy. Since its foundation, the Soviet Union faced huge 

development projects in all sectors of the national economy, before and after the war, which 

shifted the priority to heavy industry and basic infrastructure projects (e.g. electrification). This 

additionally slowed down Soviet car production. Nevertheless, the automobile policy was not 

consistent over the whole Soviet era (Gatejel 2009). At the latest from the 1960s, there were 

different attempts to build up a valuable automobile industry for a socialist people car. Although 
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these investments produced some measurable output, the density of private car mobility 

remained very low with approximately 45 cars for 1000 people in 1985 within the USSR 

(Siegelbaum 2013; Fava 2013). 

To sum it up, partly ideology driven, partly out of economic deficits, a huge majority of the 

people in the Soviet Union depended on public transport offers to move around within urban 

and suburban areas in their everyday life. Exceptional destinations were therefore difficult to 

reach, which subsequently reasoned marshrutka rides into existence.  

For decades, the public transport facilities received huge amounts of subsidiaries from the 

ministry because the fixed fares were much too low to keep the system rolling (Zyusin 2010). 

Nonetheless, the funding was not sufficient enough to satisfy the huge demand. Indeed, a 

deeper consideration of public transport performance during the Soviet Union shows a much 

more multi-layered image of urban transport realisations than expected. The researcher Martin 

Crouch showed already in 1979 the discrepancy between a seemingly unified transport systems 

on paper and the empirically observed chaos on the local level, which required a lot of flexibility 

and short-term solutions in order to sustain the required mobility services (Crouch 1979). Also 

other researchers demystified the high reputation of Soviet public transport systems, which in 

reality had big problems with supply and maintenance. Urban planner John Pucher noted in 

1990 that: “Public transport is widely available in Eastern Europe, but it is often overcrowded, 

uncomfortable, slow, circuitous, and undependable” (Pucher 1990). In an analysis of public 

transport development in the 1970s, a Russian sociologist comments on the quality of transport 

infrastructure as follows: 

“Numerous appeals of citizens to local authorities and administrations, to the mass media, to 

central government institutions complaining about the low level of transport services, as well as 

about the high share of employees unable to reach the industrial enterprises due to the lack of 

nearby passenger transport routes or due to insufficient functioning of the transport network 

proves that significant problems existed in this sphere4” (Pertzev 2011, p.55). 

The veiled but most obvious defects of the implemented public transportation infrastructure 

were a key point for the rise in marshrutka mobility in the late Soviet Union and after. Indeed, 

 
4 «Однако многочисленные обращения горожан в местные органы власти и управления, в 
средства массовой информации, центральные правительственние учреждения с жалобами на 
ниский уровень транспортного обслужевания, а также высокий удельный вес увольнявшихся с 
промишленных предприятий по причине отсутствия близлежащих пассажирских транспортних 
маршрутов или же в вследствие недостаточной эффективности функционирования транспортной 
сети свидетельствовали о том, что в обозначенном направлении сохранились значительные 
проблемы». 
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marshrutka mobility was already in Soviet times a very profitable form of mobility, as Eduard 

Mun stated in 1986: 

“An analysis of the marshrutka enterprises in the cities of the USSR shows that marshrutka 

services, if supplied in the right way, are highly profitable. In 1982, the marshrutka operations in 

35 cities of the RSFSR, including Moscow, generated an asset of 3,5 million roubles” (Mun, Rubetz 

1986, p.21). 

However, at this point, it is important to note that marshrutkas did not suddenly emerge in the 

post-Soviet times as an unregulated competitor that accelerated the crash of the struggling 

public transport. Indeed, they were first utilised by the state-led providers of mobility to fill the 

niche, which the declining transport fleet, especially in the smaller cities of the regions, left 

behind. In fact, marshrutkas were partly implemented in the state-run public transport 

infrastructure already in the 1980s as a replacement of the high number of damaged buses due 

to chronic underfunding of the infrastructure (Zhajtanova and Kuznetzov 2014).  

In conclusion, marshrutka mobility changed its outlook and function during the Soviet period 

several times. As a prestigious routed taxi to touristic sites, it appeared in the metropolises of 

the country. Only in the 60s did marshrutkas take on the shape of a minibus, serving exceptional 

connections for citizens, for instance to recreational areas outside the cities. At last in late Soviet 

times, marshrutkas functioned as a solution to keep up the much needed urban mobility 

network. They were entirely integrated in the overall infrastructure of cities and helped the 

public transport to survive rather than compete with it. This as a matter of course changed 

dramatically after the crash down of the Soviet Union and the subsequent collapse of urban 

public mobility services. 

1.3.2 The new Marshrutka-market in the nineties  

With the enormous increase of marshrutka mobility in nearly all of the new founded post-Soviet 

states the development, realisation, maintenance and performances of marshrutka practices 

became highly diverse, which makes it hard to generalise5. Nevertheless, there are some major 

occurrences that fundamentally influenced the upcoming implementation of marshrutkas as a 

means of mass transport. Given my own area of research, I will at this point mainly focus on the 

macro-developments within the newly founded Russian Federation, in order to provide an 

overview before delving into a more detailed and microscopic perspective on my case studies in 

southern Russia. One has to consider that the former Soviet Union left behind an already 

 
5 For more detailed information about the development of marshrutka mobility in Volgograd and Rostov 
see chapter 3.4. 
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struggling but still the world’s largest transport system which constituted a heavy burden for 

states in transition, rather than a benefit (Kolik et al. 2015). To make this explicit, in 1990 nearly 

one quarter of the worldwide trolleybus network (24.1 percent) and of the global tramway 

network (24.2 percent) were operated in Russia, which meant that approximately 7300 km of 

route lines needed to be maintained (Zyusin 2010). This was already a challenging burden for 

the former Soviet state but clearly a financial and logistical dilemma for the newly founded, crisis 

ridden Russian Federation. The continuous decline and degeneration of public transport offers 

and infrastructure devices created a gap in thousands of urban settings and agglomerations with 

urgent but unfulfilled mobility. This marked the advent for new, minimally equipped and loosely 

organised transport offers in the form of converted mini-vans. 

It is needless to say that these new minibus operations were, although connected to their former 

equivalents, entirely different from the previously known marshrutka practices. The most 

fundamental change to marshrutkas in Soviet era was the new organisational structure of self-

dependent one-man enterprises, which later merged into small or middle-sized corporations, 

embedded in a free but also uncontrolled and often harsh and partly criminal market structure 

of capitalist competition (Breslavskij 2006). And yet, people could easily connect to the new, but 

not unfamiliar mobility offer, which turned out to be an advantage for the new marshrutka 

entrepreneurs. For instance, already during Soviet times, marshrutkas were excluded from 

social benefits such as reduced ticket fees for veterans. With the upcoming of new marshrutkas 

in the cities of Russia, no one expected them to accept passengers for free. This was a key 

advantage of the early marshrutka business as it allowed them to receive an acceptable income 

and to start competing with the existing municipal transport (Kuznetsov and Zhajtanova 2012; 

Zhajtanova and Kuznetzov 2014).  

In a short period of time, this development led to a dual public transport infrastructure. The 

passenger could choose to wait for the infrequent but cheaper municipal bus or jump into a 

marshrutka, which served the same route much faster and would stop directly at your 

destination. From the current perspective this sounds unlikely, but in the early stages 

marshrutkas, as a form of mass transport, were considered a more prestigious alternative to the 

city transport. Anna Sanina commented this as follows: “After the commercial minibus occupied 

the specific niche that exists between urban ‘public’ transportation and private taxis, it became 

prestigious to use the marshrutka because the ability to use commercial transport showed an 

individual’s ability to pay for it” (Sanina 2011, p.213). 
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The bad conditions and fragile facilities of the public transportation, but also the previous image 

of marshrutkas as something privileged allowed the new mobility offer to enter into form as an 

innovative, comfortable and fast mode of transport. The successful rise of this new mode of 

urban motion is, furthermore, directly connected to new capitalist hierarchies and group 

building processes (those who can afford it and those who cannot). This is how one of the 

interview participants in Sanina’s article articulated herself, how marshrutka riding became a 

distinction for socially, economically better off groups, saying:  

“Sometimes I stand in a long queue waiting for a marshrutka at a bus stop, it’s cold, but I’m glad 

that I don’t need squeeze into the overcrowded trolleybus nearby, let other people do it, I’d 

better stand in a queue” (Woman, 23 years old, In: Sanina 2011. p.214). 

However, in the late nineties marshrutka mobility was unstoppable in nearly all urban 

agglomerations and also established rural-urban interregional connections. Whether in small 

towns or big cities, marshrutkas took over the mobility market and set up themselves up almost 

everywhere as the most used form of transport. In the following two decades marshrutkas 

served approximately two thirds of the transport needs of various Russian cities such as St. 

Petersburg, Moscow, Kaliningrad, Rostov on Don or Volgograd, to mention but a few (Shulyaev 

2014; Kuznetsov and Shaitanova 2014; Zyusin and Ryzhkov 2016).  

1.3.3 The development of marshrutka-enterprises in the early years of Russian Federation 

As private enterprises were absent during Soviet times, the first individual marshrutka drivers 

clearly did not imagine themselves as self-dependent entrepreneurs. Nevertheless, like in the 

informal trade market during the nineties, the new liberal drivers followed the rules of a new 

norm system and established the first market-oriented structures within the Russian Federation 

(Izyumov and Razumnova 2000). They represented to some extent the pioneers of a new 

economic system, adaptable to old behaviour habits but already well-integrated into the new 

capitalist order (Duch 1993). To better understand the emergence of marshrutka-providers, first 

the new business forms and then enterprises in the privately organised public transport sector, 

and then deeper considerations of the main actors in the field during that time – the marshrutka 

drivers and entrepreneurs –are required. While at the beginning, these professions were mostly 

united in one person, we can observe an increasing diversification of the marshrutka business 

over time. Anatolij Breslavskij showed the deep interconnection of the professional driver and 

entrepreneur in his article about the emergence of marshrutka-entrepreneurs in the little 

Siberian town of Barguzin (Breslavskij 2006). In an impressive analysis about the emergence of 

marshrutka practices in the 90s, he draws the picture of an initial process developing from the 
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bottom-up – starting with individual drivers that build up informal networks with friends and 

former colleagues in times of mass-unemployment. Breslavskij interprets the first marshrutka 

providers as hardly institutionalised, following only short-term strategies of survival in a barter 

economy setting. Thus, the first gatherings in ‘brigades’ were not introduced for economic or 

profit seeking reasons but in order to assert themselves against other competitors and hostile 

takeovers. Not only in Barguzin, but also in Volgograd. Contemporary witnesses may prove that 

these initial associations were built out of solidarity and mutual cooperativeness:  

“When I started to work in the 90s, for the first two or three years, everyone was ready to help 

each other…when a car was broken, we called each other: “Hey, my car is broken. I need 

someone to tow me away”. We dropped everything else and went for help. Afterwards we 

continued on the route6” (Zhajtanova and Kuznetzov 2014, p.57). 

In particular, the fact that private marshrutka drivers were not anymore part of a working 

collective explained the need for purposeful cooperation in case of emergency or to surpass 

everyday obstacles. Cooperation was in fact necessary due to the nature of this type of business, 

characterised by total lack of control, a far-reaching self-dependence in an unregulated market 

and a high risk rate. Technical problems, collateral damages after accidents, bribe money for 

police’s safety inspections - all had to be calculated as expenses (Sorokina 2008).  

Furthermore, the route ownership structures during that time were mostly unclear and 

complex. As shown in the Volgograd case by Liudmila Shaitanova and Andrej Kuznetsov, there 

was a time in the early nineties when state-run marshrutka and privately organised trips ran in 

parallel (Zhajtanova and Kuznetzov 2014). The state institutions were either not willing, or not 

able to contain the increase of informal forms of transport, so that upcoming 

drivers/entrepreneurs had a ‘carte blanche’ to implement a new reality of transport 

infrastructure - occupying as a side-product the remains of the Soviet infrastructure, including 

depots, bus stops, routes, road networks etc. The seemingly ‘big advantage’ for the bankrupt 

municipalities to get a new transport scheme for free, never counted the loss of taxes, which 

were urgently needed for infrastructure reinvestments. For a considerable amount of time, 

approximately until the late nineties but largely varying from district to district, the confusing 

conditions in the municipalities as well as among the widely non-formalised private transport 

working collectives may hardly be described as anything close to a stabilised market or company 

 
6 «Раньше, когда начинали работать на маршрутах и 2–3 года уже отработавшие постоянно друг 
другу помогали… Когда машина сломалась, тебе даже позвонят ребята: “Сломалась у меня 
машина. Нужно притащить в гараж!” Бросаешь все и едешь выручать. Притащил в гараж, потом 
обратно выходишь на маршрут» (М., 58 лет, водитель частного МТ с конца 1990-х гг. по настоящее 
время). (Zhajtanova and Kuznetzov 2014, p.57). 
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structure. However, this does not mean that marshrutka services were organised anarchically 

but obviously followed clear institutions and hierarchies, which were mostly negotiated 

internally. One structuring obstacle, for instance, was the financial dependencies that arose 

since the beginning as a result of the necessity to buy or rent a car. Drivers often had to rent out 

the vehicles from dealers or fleet owners. Only later, after the first economic consolidation and 

with the emergence of the Gazelle-32213, car ownership became more affordable for individual 

drivers. Until today the distribution of individual car ownership among drivers is different in each 

city. However, there is an increasing trend towards private car ownership, which has certain 

consequences on the urban mobility assemblage (Vvodin 2016). 

While marshrutka mobility was relatively well-received by the passengers during the early 

nineties, they become a threat for the municipalities. Tax evasion, cartel building and arbitrary 

route adaptions made the city councils into non-participatory actors in the traffic development 

of their cities. At the same time, the newly founded local traffic departments had to fund their 

own municipal transport enterprises, and had non-sufficient capacities to answer the urgent 

needs of the transport providers. This led to a strategic rethink among the city councils that 

majorly aimed to take back control over the passenger transport supply of their cities.  

1.3.4 Re-structuring of self-dependent mobility operators on a municipal level 

In the late nineties, the Russian municipalities started to encourage the mobility operators to 

organise into small- or medium-sized enterprises in order to continue operating. The newly 

created enterprises, their structure and function differed widely from city to city, due to their 

separate strategies - which will be discussed in detail in the analytical part of this study. The size 

and number of the companies also varied. While the city administration of Volgograd allowed 

up to 80 different marshrutka operators, there are only thirteen companies left in Rostov on 

Don; and in St Petersburg, one third of the public transport traffic is utilised by only one single 

company (Gasnikova 2011; Kuznetsov and Zhajtanova 2012; Zyusin and Ryzhkov 2016). The 

formalisation of marshrutkas and the establishment of operators shifted the responsibilities and 

influence opportunities significantly. The drivers, formally part of collective-like group 

structures, were forced into the position of employees or even worse into ‘self-dependent one-

man sub-entrepreneurs’, which hold the daily risk of the mobility practices and rent out the 

ability to drive on a licensed route. Subsequently, the consolidation of the marshrutka market 

led to a deterioration of the working conditions of the marshrutka-drivers (Parzhina 2012, 

p.656). 
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Since then, drivers have been forced into inhumane working hours (12-14 hours per day are not 

an exception (Pogrebnjak 2018)). Most drivers were responsible for the condition of the cars. 

Owning their car was a double-edged sword. On the one hand, it made drivers independent 

from third-party owners and the company they were providing their services to. On the other 

hand, drivers lived in total dependency towards the car and its reliability. In general, the low 

income, the high risk and the harsh competition in the private transport market has led to the 

precarisation of the profession. In turn, the number of drivers with a migration background has 

amplified in some places. Especially in the big metropolises like St. Petersburg, Moscow, 

Yekaterinburg or Krasnoyarsk, the emergence of huge private mobility operators, conducting 

hundreds of lines and thousands of employees, increased. In consequence, the income of the 

drivers decreased to a degree, that ‘no Russian driver will work for’ (Gavriehlova 2012). 

Simultaneously, in other cities (for instance Volgograd) the structure of SMEs remained intact, 

which turned out to be the better alternative from a driver’s perspective. It must be added that 

while the living standards in Russian cities differ significantly, the incomes of the drivers are 

minimally different. Thus it is more difficult to make a living in St Petersburg as a marshrutka 

driver than in Volgograd. The lack of employment alternatives in poorer cities like Volgograd 

might also play a role.  

Current trends in local policy point out the lack of comfort and safety of the given mobility offer 

and tend to re-establish a municipal bus system with large-scale buses and fixed routes to 

answer the passenger’s and authority’s needs (Safiullin et al. 2016). Some larger cities (e.g. 

Moscow, Kazan) successfully established the reduction and integration of the remaining 

marshrutkas into the municipal transport system (Ischmuratov 2016). E-ticketing and GPS-

systems were two of the main tools to domesticate the marshrutka-practices in these cities (see 

City Administration of Rostov on Don 11/29/2013). Meanwhile marshrutkas continue to exist in 

most of the Russian cities with various economic significance, status and roles. Although most 

of the municipalities aim to modernise their given public transport system, their starting point, 

current conditions, as well as future strategies are fundamentally different (see in comparison 

Administration of the Volgograd District 2015).  

 

1.3.5 Conclusion 

Current minibus mobility in Russia is no longer in competition with the very weak means of 

public transport in Russia’s peripheral cities, but rather mostly compared to a somehow 

unspecific, vague imagination of how modern public infrastructure should look like. In this sense, 
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the critique of marshrutkas inefficiency is hardly contextualised to the local issues. For instance, 

the urban planners Atopov and Balakin blame marshrutkas for ecological problems in Volgograd, 

claiming that “minibuses use four or five times more space on the road than big omnibuses to 

transport the same amount of passengers” (Atopov and Balakin 2007). This seems like a 

comprehensive argument, but ignores the fact that marshrutkas are established as the only 

properly functioning public transport mean in the cities for more than two decades now. 

Marshrutka practices are not competing with the current public transport means of local 

municipalities, as they have won this competition long ago. Instead, they compete with another 

very popular transport mean on the rise that is seriously bringing the transport infrastructure to 

the edge of an overload, namely the privately owned car.  

On a general level, the marshrutka-development in Russia and the former Soviet Union changed 

its shape and function several times significantly. It changed the car brands, its modes of 

ridership, the common user habits, the class attributions, the moral attitudes as well as 

organisation forms, the economic structure, rules and legacies. In this sense, it is basically the 

terminology ‘marshrutka’ as a fluid semantic concept, which survived and brings together these 

heterogeneous practices of everyday life nowadays and in former times.  

Today marshrutkas are mostly assessed negatively and seen as something backward and archaic. 

But it has not always been like that: As surface and function, also the reputation differed 

significantly over time, space and context. However, some Russian municipalities already 

abolished all marshrutka practices in their cities. So, it is plausible to state an uncertain future 

of the marshrutka mobility in Russia. Nevertheless, the story of marshrutkas has shown the high 

adaptability of this hybrid transport mode and business model in different locations, regimes 

and expectations. It is namely the flexibility and fluidness of marshrutka practices that make 

their further development worthwhile to describe. Apparently, marshrutkas did not develop 

synchronized, but in very different ways depending on the local conditions and constellations. 

Therefore, taking into additional consideration the widespread realisations of marshrutka 

practices all over the Post-Soviet territory, it becomes obvious, that superficial definitions of 

what should be called ‘marshrutka’ are elusive and hardly expedient. This is also the reason why 

seemingly obvious comparisons based on territory, common historical ties or similar economic, 

political or societal function modes are on the one hand interesting to follow but on the other 

hand have to always be treated with caution.  
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1.4 Approaching the marshrutka as a post-Soviet phenomenon: 

The development of marshrutka-mobility shows a dense connection to socio-political changes 

and transformations in young Russian history. Therefore, it appears tempting to classify 

marshrutkas as a post-Soviet phenomenon for a couple of reasons: Firstly, the contemporary 

marshrutka mobility shape emerged concurrently with the decay of Soviet public transport, 

which makes a relation presumable. Secondly, the marshrutka is perceived as a post-Soviet 

means of transport by both the local public discourse as well as by my interlocutors in the 

interviews. Lastly, marshrutka modes of transport appeared in many successor states of the 

former Eastern bloc in a similar although not identical way. Recognising the sensitivity of this 

topic, this study needs a further elaboration on its understanding of post-socialism. With this in 

mind, I will further examine the question, if marshrutka mobility should be stated as something 

post-Soviet/ post-socialist, besides its colloquial historical classification. 

Referring to the currently ongoing public marshrutka-discussion in Russia, it should be 

mentioned that the investigated mobility practise is often pejoratively called a post-Soviet-

phenomenon (Degot’kova 2016; Meduza 2016). A common narrative in the public discourse 

would suggest that signifiers of the post-Soviet era has to be eliminated in order to be 

recognised as a fully developed and civilised country. In this sense, the equation between ‘post-

Soviet’ and ‘backwardness’ is one of the major arguments against a further use of this 

terminology (MTV Volgograd 5/30/2016; Ermakova 2016).  

Indeed, the supposed ‘backwardness’ of the mobility system is not uniquely a post-socialist or 

post-Soviet attribution. In general, minibus mobility as a privately organised public transport 

offer with differing degrees of (in)formality is widely affirmed, mostly by scholars of the Global 

North, as a by-product of transitioning countries, a symbol of a government’s inability to act and 

the result of lacking state legacy, funding and control (Cervero 2000; Finn 2008; Oh and Gwilliam 

2013). In accordance with this, several studies interpret the marshrutka phenomena as a post-

Soviet, transitional mass phenomenon marking the status of transport underdevelopment. 

Besides Russia, marshrutkas were investigated in all post-Soviet countries and compared to 

(in)formal mini-bus systems in other transitioning countries such as Turkey, Chile, Ghana and 

many more (Finn and Mulley 2011; Gwilliam 2002; Oh et al. 2012). Without denying deficits in 

the respective urban settings, an all-encompassing detection of state failure, lack of regulation 

and weak executive body tells little about the local circumstances but about a determining 

power-discourse of what is perceived to be modern, formal and democratic. As a consequence, 

this study recognises the power ascriptions that a careless use of post-Soviet attributions 

conceals, when referring to ideas of modernity predefined by the Global North and embedded 
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in a post-colonial setting of economic dependencies and access, which gives those attributions 

indeed even financially valuable significance (Schwanen 2018). 

Another, less deductive and normative argument to interpret the marshrutka as post-Soviet is 

that even though marshrutkas have their historical roots in early Soviet times, they always 

played a marginal role within the well-functioning public transportation system of the USSR. 

Only after the break down of the Soviet Union, were marshrutkas configured as a mass transport 

system with specific social-spatial, economic and societal determinants. Especially after the 

success of the Russian made “Gazelle” and its rapid spread over the whole former Soviet Union, 

post-Soviet marshrutkas were easily distinguishable from the former Soviet mode of transport. 

Behind the materiality, post-Soviet marshrutkas were developed in a highly competitive market 

and promptly replaced closed tram or trolleybus routes. Thus, they do indeed mirror a certain 

kind of everyday post-Soviet reality and are with good reason perceived as such. In this sense, 

the terminology would accentuate the major difference and demarcation towards a 

socialist/soviet reality or transport mode as a distinguishable cultural means and everyday 

practice but not as a closed and strongly defined category.  

1.4.1 Marshrutkas in formerly socialist/post-socialist cities 

The raised issue leads to a longstanding dispute within the urban studies. Are developments 

within East and Central European Cities reducible to ‘socialist’ or ‘post-socialist’ terms? Is there 

a unique soviet / socialist, post-socialist, capitalist city? Is it useful to compare these cities within 

fixed categories? As marshrutka mobility is in an interdependent relation to contemporary 

urban configurations, a deeper consideration of the ‘socialist’ and ‘post-socialist’ city might be 

fruitful at this point:  

The former discussion of the ‘socialist city’ was mainly divided into two mind-sets: the ecological 

and the historical approach to theorize European cities. Van der Berg et al., a representative of 

the ecological approach, stated in 1982 that the differences on both sides of the iron curtain 

were negligible. They concluded, that “the comparison of urban development in Western and 

Eastern Europe suggests that […] there is a basic logic in the process of urban development” (van 

den Berg et al. 1982, p.XX). According to this approach, both the capitalist and socialist city was 

determined by overall attempts of industrialisation and modernisation, despite slightly different 

speeds of development (Andrusz 1996). Manuel Castells who interprets urban development as 

a process of determination of political and economic ideology argued with regards to the 

historical approach that the fundamentally different economic and political circumstances led 

to sharply different city structures (Castells 1977). In accordance with Castells, Szelenyi stated 
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that “societies with different socioeconomic orders will produce qualitatively different urban 

conditions” (Szelenyi 1996, p.290). This approach maintains that the capitalist city functions 

quite differently from the socialist prototype, arguing that “in socialist cities, the state had a 

near monopoly on urban development, that land and property markets were suppressed, and 

that the structure of cities was one of the means through which the almighty socialist state tried 

to create an ostensibly classless society” (Hirt 2013, p.29).  

When considering the discussion of socialist cities it is to be expected that the term ‘post-

socialist’ is controversial in academic discourse. Castells’ discourse on the ‘socialist’ city rejects 

a unique ‘post-socialist’ city concept (Castells 1978). In this sense, the post-socialist city is 

nothing more than a capitalist city in transition, undistinguishable from other developing cities 

worldwide, devoted to the paradigm of capital accumulation. Ivan Tosics observes, that “all 

cities of the Central and Eastern European region moved substantially towards the direction of 

the ‘market city’: they became more decentralized and privatized, with growing differentiation 

between different parts of the city” (Tosics 2005, p.57). Other researchers see a particular ‘post-

socialist’ development, referring to certain kinds of rules and informality, which does not follow 

the free market mechanisms, for instance, in Russia (Pagonis and Thornley 2000). But are these 

performances of transition unique as compared to other non-western countries? And are 

observed post-socialist phenomena in one constellation, state or community easily applicable 

to other post-socialist countries, contexts, or economies? Neither the first nor the second 

question can be convincingly affirmed.  

1.4.2 Towards a productive use of ‘post-socialist’-realisations 

Yet, from an anthropologic point of view, it must be stated, that the ‘post-socialist realities’ has 

its impact as long as they are reproduced. When my interview participants articulate 

conceptions of post-Soviet lives, when daily newspapers raise post-Soviet challenges and when 

socialism is still attentive in multi-layered ways of an individual’s perception, these concepts 

must be of concern for any kind of sociological research. Post-socialism might be an improper 

category to describe transition processes in very different constellations from Tirana to Moscow 

to Dushanbe, Ulan Bator, Mogadishu or Zagreb. In general, it is arguably an inappropriate prefix. 

Post-socialist cities, countries, people and means of transports are never reducible to the 

container of a seemingly neutral period in history. I agree here with Tauri Tukivene, who calls 

for a description of post-socialism as a de-territorialized concept, which “allow[s] moving away 

from a regional restrictive focus on these cities, while still acknowledging the importance of 

specific historical experiences of places that counterbalance the universalizing narratives of 

global urban trends” (Tuvikene 2016, p.141). Thus, the term retains its semantic content as a 
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situational description, as an attribution within negotiation processes, as an identified and 

performed community glue, without falling in the trap of post-colonial platitudes and dangerous 

generalisations. Undeniably, there are post-Soviet performances to describe, which result from 

the specific interplay of former soviet societal norms, habitudes or just legacies and their 

restructuring on different levels, in multi-coloured ways. In this regard Oleg Golubchikov said: 

“Of course, history did not end back then; rather, a ‘post-socialist transition’ has burst into its 

own history – complex, problematic and, for that matter, painfully long for the population that 

has been subjected to it” (Golubchikov et al. 2013, p.2). Post-socialisms are in this sense marked 

by “hybrid spatialities of transition- ‘strange’ geographies that function according to the tune of 

capital but often conceal their capitalist nature with socialist-era ‘legacies’” (Ibid.).  

Arguably, marshrutkas can be conceptualised as a kind of hybrid spatiality, which combines new 

and old market strategies with varying behaviour norms and sometimes long-lasting structures 

and legacy frameworks. This conglomerate of practices of economic action, combining former 

soviet frameworks, transitioning informalities, and post-socialist/capitalist pro-forma settings is 

therefore a further aim of research within the given investigation and of further relevance.  
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1.5 The Marshrutka as a global phenomenon 

Taking into account the existing literature, marshrutkas often have been analysed on an even 

broader scale than the post-Soviet territory and compared to other paratransit phenomena 

focussing on semi-formal, demand responsive mini-bus practices world-wide (Behrens et al. 

2015; Cervero 1997; Shimazaki and Rahman 1996). Urban planners and transport researchers 

such as Kenneth Gwilliam, Robert Cervero or Brendan Finn worked on a broadly based 

framework that allows comparison of urban mobility services from South Africa and Chile with 

Thailand, the Philippines, India and the CIS countries. In their dual role as city consultants, they 

try in their empirically rich work to establish valid frameworks of varying market structures, 

regulatory environments, forms of ownership and, not least of all, state-run reform attempts 

(Cervero 2000; Finn 2008; Oh and Gwilliam 2013; Gwilliam 2002; Golub et al. 2009; Kumar et al. 

2016).  

Unfortunately, most of these studies lack a complementary qualitative research dimension. This 

is probably the reason that explains the sometimes too broad attribution ascriptions in their 

arguments, stating privately organized transport services in general as ‘informal’, ‘poorly 

regulated’ or as a phenomenon of the ‘developing world’ (Gwilliam 2008). Some of the 

researchers lack in their analysis the description of a multi-layered and distinguished status quo, 

unable to perceive more than the public policy perspective, which conceivably would have 

contributed to a more differentiated picture of this subject. Furthermore, there is ambivalence 

in the literature, between the mostly criticised outcomes of applied, radical liberation policy in 

times of financial crisis, which led to the described circumstances of safety hazards, harsh 

competition and illegal practices within the field, and the attempt to justify market liberations 

and municipal cost reduction on a general level (Golub et al. 2009; Kumar et al. 2016).  

Nevertheless, their outcomes are beneficial to contextualize and critically assess both the 

superficial description of marshrutka practices as a global phenomenon and a macro-consultant 

perspective that contributes to the societally reproduced picture of chaotic, back warded 

minibus practices in the specific local settings. 

1.5.1 Paratransit transport literature – A deductive comparison scheme 

Recapitulating the body of paratransit transport literature, a major aim of the academic debate 

is the evaluation of the estimated transport modes, majorly allocated in transitioning countries, 

connected to the question of a practical applicability into contexts of the Global North (Enoch 

2005; Schalekamp and Behrens 2010; Enoch and Potter 2016; Ferro 2015). Indeed, paratransit 

services have been widespread in both the Global North and South for quite some time already. 
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Nevertheless, a majority of the literature draws a distinction between flexible dial-a-ride 

practices, as seen in the global North, and the manual on-demand minibus services in urban 

settings of emerging economies which are perceived as backwards (Behrens 2014; Pojani and 

Stead 2018; Sclar and Touber 2011). This rather superficial division has always been problematic 

through a post-colonialist perspective but is becoming more and more obsolete as paratransit 

mobility in the global North and South has more in common than can be assumed at first sight, 

as recent studies rightly show (Rekhviashvili and Sgibnev 2018b; Kasera et al. 2016; Eisenmeier 

2018). In this sense, especially since the disruptive intervention of Uber services, transport 

workers in the global ride-hailing sector face very similar employment structures and 

competition incentives and are often similarly excluded from any kind of social support or job 

security regardless of whether they are working in New York, Jakarta, Madrid, Istanbul or Mexico 

City (Tangphaisankun et al. 2009; Fleisher 2014; Glöss et al. 2016; Cetin and Deakin 2017). 

However, a vast majority of the paratransit literature is grasping semi-formal transport 

solutions, characteristically providing exploitative working conditions, as unique to urban 

agglomerations of the Global South. Following Cevero and Golub, for instance, many African 

countries such as Ghana, Kenya, South Africa and many more are substantially dependent on 

unlicensed passenger trips by flexible micro and macro buses. In the Philippines, more than half 

of all trips are served by paratransit modes of transport. But also in Central and South American 

countries, such as Jamaica, Chile or Brazil, non-formalised, fairly uncontrolled minibus services 

continues to play a significant role (Cervero and Golub 2007).  

The rise of these informal transport services is, as in Russia, often explained by a lack of financial 

or institutional resources, which led to a decrease in established ‘regular’ transport services 

(Cervero and Golub 2007). Accordingly, the excessive infrastructure demands for crisis-ridden 

states results in major changes to the urban passenger transport market. This opens the gap for 

new private operators of varying statuses – sometimes enforced by the government, sometimes 

as a bottom-up development out of urgent need for urban mobility (Cervero 2000). As the 

private operators organise very heterogeneous enterprise formats, the ownership structures in 

the respective marshrutka enterprises differ significantly. Often the operators outsource the 

vehicle fleet and maintenance towards the drivers. This means that drivers have to provide their 

own car and perform the maintenance work. In other cities, local authorities only allow 

consolidated fleet owners to serve as operators. Depending on the national and local context 

there are also huge differences in the cooperatives or company structures. Some cities have 

hundreds of small operators, while in other countries or settings the government maintains a 

smaller number of operators in order to have more control over the sector (Finn 2008). 
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Consequently, the urban transport of those transitioning cities is an ongoing challenge for local 

politicians and urban planners. From a planners’ perspective, most cities continue to fail to bring 

back order into the complicated power relations between state or municipal authorities and 

private mobility operators. In this sense, there is a tendency to suggest that local transport 

politicians try to domesticate their public transport networks via franchising strategies in order 

to accrue taxes and increase safety standards. At the same time, this strategy generally evokes 

resistance among the established operators, which as irreplaceable stakeholders, mostly render 

the only functioning mobility offer in the cities and refuse reform attempts due to the harsh 

competition. 

“For example, route franchising systems as diverse as those of Bogota, Santiago and many 

Russian cities have allowed the franchise holder to subcontract operations to individual suppliers. 

If the franchises are on a net cost basis the suppliers then have the incentive to compete 

internally even within a route. This was the origin of the ‘penny wars’7 common in Latin America. 

The tax system often contributes to this as small operators are either taxed at a different rate or 

effectively avoid tax due to the difficulties of enforcement” (Gwilliam 2013, p.10). 

Following Brendan Finn, there are three major trajectories to measure the change of urban 

public transport issues in transitioning countries: the change of regulatory environments, the 

change of operator systems and the changes in the transport supply. Out of this three 

dimensional framework he develops “a number of contributing success factors […] for building 

on the structural change to develop urban transport services in general” (Finn and Mulley 2011, 

p.101). One of his key points is the insufficient collaboration among the key stakeholders in a 

local setting. Therefore he calls for a presence of “strong political leadership”, an “effective 

regulatory framework” and an “empowered regulator”, which might establish a “controlled 

transport market with quality-based entry” and a consolidation of the operator sector to 

facilitate economies of scale, increase professionalization, and access finance” (Finn and Mulley 

2011, p.101).  

Furthermore, municipalities should decide whether they want to replace or just modify the 

current mode of transport in their cities and follow a long-term strategy according to their aims. 

As Cervero and Golub pointed out, “in some cases, […] jitneys satisfy the needs of consumers 

 
7 “Penny wars” describe the widespread high competition between minibus drivers. Drivers normally 
have a subcontract with the operator, which allow them to serve a specific route. While they have to 
pay a fixed price for this license their personal income depends on the number of passengers they are 
able to carry. This encourages a harsh competition between the drivers and leads to risky driving 
behaviours and manoeuvres near the bus stops to snatch away passengers from each other – called the 
“Penny War”. This behaviour is widely common not only in Latin America but in Russian cities with a 
similar payroll. 
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more than modern “formal” carriers” (Cervero and Golub 2007, p.456). In their role as gap filler, 

they enable urban mobility for those who otherwise would be left out. So, they “allow carless, 

disadvantaged individuals to reach jobs, buy and sell products, and access medical care” (ibid). 

In this sense, city authorities should be encouraged to increase their role as an enforcer of the 

market rules and face the widespread problems related to the non-functioning control 

instruments such as, for example, safety defects or systematic tax evasion. But that seems easier 

said than done, when having a look at a couple of different case studies, united in the struggle 

to reform the established jitney structures of their respective cities.  

1.5.2 Changing the perspective – Jitney practices in different urban settings and constellations 

While it seems easy to state shortcomings from a wide scaled comparative point of view, this 

perspective fails to explain the upcoming, development and adaptation processes in specific 

local settings. Therefore, I will describe the multifaceted development of paratransit services in 

Nairobi and give an overview of the latest attempts of transport reformation in Santiago. Both 

examples will be discussed as qualitative case studies in contrast to the quantitative overview 

literature summarised above. These cases are selected for two reasons. Firstly, there is a 

considerable number of research studies done in the last years focussing on different aspects of 

the jitney mobility practices in the two cities. Secondly, the developments in Nairobi and 

Santiago further complement the picture of very diverse realisations of informal transport 

practices sensitive to the situational context without denying punctual overlaps or common 

developments on a global scale. 

1.5.2.1 The Kenyan “matatu” as an example of long-term implementation into urban settings 

In the Kenyan capital, Nairobi, paratransit mobility practices were already established in the late 

1950s and only increased their importance as “the backbone of the transportation system” 

(Graeff 2009, p.1) until now. Generally speaking, the ‘matatu’ was the only form of transport, 

which could appropriately answer to the rapid urbanisation Nairobi has been facing for decades. 

Certainly, state independence in 1963 led to a significant migration from other African countries 

and resulted in the establishment of informal settlements on the fringes of Nairobi. The 

metropolitan region grew since then continuously and faced increasing challenges concerning 

mobility issues (Salon and Aligula 2012). The low rate of private car ownership on the one hand 

and the long distances and crucial need for mobility on the other hand prepared the ground for 

informal minibus taxis, known as matatu, which initially connected the suburbs to the city 

centre.  
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As in other urban settings world-wide, matatus emerged as a very low institutionalised and 

loosely arranged offer of transport. Due to a continuous increase of matatus in the city, the 

informal mode of mobility became a political issue as a relevant transport service. But what is 

interesting to note in contrast to many other governments with similar concerns, was that the 

Kenyan government did not demonise the emerged matatu mobility for a long time. On the 

contrary, in 1973 the former president Jomo Kenyatta liberated the matatu business from the 

black market and recognized them as an official offer of public transport without the 

implementation of any licenses (Mutongi 2006). In the following years the matatu practice 

increased exorbitantly “from 400 in 1973 to an estimated 15000 matatus in the Nairobi 

Metropolitain Area today” (Graeff 2009, p.3). 

While the matatu business was sometimes idealised as well-established and profit-generating 

cooperatives in a free market with productive outcomes for the social wealth of the people 

(Mutongi 2006), the matatu-practices were indeed embedded in cartel building processes, fights 

about influence and informal agreements with state and city officials.  

“There are ‘cartels’ that have formed the matatu industry to monopolise and dominate certain 

stages, ranks and routes. […] The existence of strong interest groups in the matatu means of 

transport partly explains the regular violence and conflicts that occur in this industry” (Khayesi 

1999, p.8). 

The absence of legislative regulatory frameworks led to multi-layered conflicts between 

different stakeholders, between owners and operators as well as between operators and 

political authorities/police (Muune 1998). Due to the increasing criminalisation of the matatu 

business, the federal government intervened in 2004 and announced Legal Notice 161 with the 

aim of regulating matatu practices. The back then implemented control institutions (identity 

cards, speed governors) and safety standards (elimination of standing areas, seat belts) led 

immediately to violent clashes and concerns due to the harsh working conditions of the 

employees (Graeff 2009, p.6).  

The Nairobian case impressively shows how informal minibus practices develop out of urgent 

collective needs and governmental inability to answer basic demands. The development of 

matatu practices also proves that there is no need for state authorities to implement a 

functioning and highly institutionalised framework to enable mobility patterns. Although these 

structures are fractured and vulnerable, they fulfil the daily need for movement in Nairobi. 

However, once established, the example shows that it becomes very hard for transport 

politicians to gain back the control and to be recognised as a regulatory authority. Furthermore, 
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the setting of a widely independent and subsidy free transport network might also appear 

attractive for local politicians as it invites them to shirk their responsibility. In this sense, one 

should critically question the sincere desire of certain executive actors, as Jennifer Graef does: 

“Thousands of people are operating matatus independently and competing against each other. 

The relevant ministries and organisations are considered corrupt or weak. Without a 

governmental umbrella organisation to guide transport the whole system has become fractured, 

allowing cartels to thrive as they offer a type of organisation, albeit explosive” (Graeff 2009, p.4).  

From this perspective, the chaotic, anarchical informal minibus practices turn out to be very 

structured and institutionalised and even governed, although informally, by established actors 

in the field, with the exception that the local authorities are not the ones leading the business8.  

Nevertheless, the case study of the matatus in Nairobi remains a political issue and a 

problematic field of tension. Meghan Ference observes an ongoing stigmatisation of matatu 

drivers in the public discussion among local politicians and citizens alike. Citing a column in 2009 

entitled “Disciplining the Reckless Matatu Driver”, she unveils strong resentments against the 

matatu drivers per se: “Matatu operators are reckless, risky, drug abusers who need a lesson on 

how to be “Good Kenyans” from the public and the police” (Ference 2016, p.101).  

While it appears comprehensible that passengers are complaining about safety deficits and poor 

service, the strategy of politicians to blame drivers for deficits in the public transport sector 

should be called-out as hypocritical as they superficially shift the responsibility from themselves 

to the drivers. Indeed, it is the widespread state absence that leads to a corruptive system 

dependent on practices of informal compensation. Ference refers here to the Matatu Drivers 

and Conductors Welfare Association, which functions in her opinion as “a key institution of self-

organisation in the face of extreme labour precarity” (Ference 2016, p.110). In this sense, matatu 

drivers are not only trying to solve the lack of social security that a state should provide to the 

drivers but also organise compensation funds for arbitrary fines and briberies among the 

transport workers collective (ibid.).  

To sum this up, the Nairobian case offers interesting insights about characteristic political 

struggles when it comes to informal and semi-formal public transport solutions. As Nairobian 

 
8 The question of informality will be discussed in several cases of this study (see for instance and in more 
detailed chapter 2.5.4). However, it should be mentioned here that one of my major critiques on the 
reviewed macro-structural informal transport literature lays in a superficial consideration of informality. 
The case studies show how informal institutions are occasionally able to settle, conduct and stabilize 
urban issues of cohabitation in sustainable ways, while formal interventions at times worsened the 
status quo. For a detailed analysis of informal governance see also Polese et al. 2016. 
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citizens have been transported in matatus for several decades, the present literature and 

historical developments constitute an interesting case that opens up comparison schemes to 

the Russian case studies of this research. First of all, there are parallels in the strategies of local 

governments to evade their own responsibilities in this respect. Furthermore, a major point of 

comparison in all global settings occurs in the very different approaches of transport politicians 

to formalise, idealise or demonise the existing transport solutions. This brings us directly to a 

further political scenario, which I will lay out at this point in more detail. 

1.5.2.2 Transsantiago – A megacity tries to overcome informal transport means 

The second case, I want to refer to is the public transport situation in Santiago, Chile. The 

metropolis with 6 500 000 inhabitants functioned since the late 70s with an entirely privatised 

public transport system. The system consisted of a few metro lines, buses and shared taxis with 

an overt dominance of road based auto mobility, which meant that “for every metro rider there 

were at least six bus riders in 2001” (Gómez-Lobo 2009, p.408).  

It is interesting to note, how the urban setting shapes certain problems in this case. The wide-

spread city geography demonstrates some further disadvantages of paratransit mobility 

performances concerning metropolises like Santiago. 

“Another feature of the system was its high operating costs. Most routes [had] an average length 

of more than 60 km (counting both directions). The advantage of such a network was that most 

passengers could travel almost anywhere without transfers, but since frequencies are necessarily 

the same along a route, service was oversupplied almost everywhere. These extra kilometres not 

only boosted costs but also meant more pollution” (Muñoz et al. 2009, p.3).  

As in many other cities of this scale without a synchronized schedule system, the transport 

situation was perceived as rather chaotic, partly inefficient and not user-friendly (Paget-Seekins 

et al. 2015). The urban mobility means were owned and performed by a high number of self-

dependent, non-subsidised operators. These operators worked in a highly fragmented economic 

structure with thousands of very little cooperatives serving one or two routes in the city centre. 

As in plenty of other examples world-wide the structure of atomised enterprises proves 

susceptible to criminal practices and informal hierarchy structures. Furthermore, as in Russia, 

the harsh competition among the operators affects primarily the drivers, which are in 

consequence forced into rude traffic manners, long working hours and anti-social behaviour 

concerning ticketing.  

In 2001, the situation escalated when the government prudently tried to modernise the 

transport system in Santiago. Paratransit-operators feared the encroachment of their influence 
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in the city and invoked a total standstill of the city traffic by blocking main intersections (Muñoz 

et al. 2009). In contrast to the Nairobian case, the government reacted with both short- and 

long-term strategies. After the end of the protests, the city court opened a couple of files against 

the local operators and imposed deterrent penalties, which broke up informal leading structures 

within the field. In a long-term perspective, the conviction by the local authorities gave birth to 

the idea that one has to fundamentally change the transport system to gain back control over 

the transport (Muñoz and Gschwender 2008). 

As a result, the long term answer for a renovation of a megacities transport system spinning out 

of control, was the megaproject plan called ‘Transantiago’. The very ambitious modernisation 

plan included an “optimisation of the bus routes and services citywide; fare integration using 

advanced technologies; bus fleet renovation; strong requirements to the private companies 

delivering transit services, support infrastructure for buses, and expansions of the metro 

network” (Hidalgo and Graftieaux 2008, p.1). While the implementation of those demanding 

infrastructure projects strongly requires transition phases, the city authorities and the 

government voted for an abrupt and ad-hoc introduction of the new Transantiago plan focussing 

especially on the reorganisation of the operator structure (Höhnke 2011).  

In short the implementation of Transantiago turned out to be a disaster in the first run. From 

120 cooperatives serving 323 routes with 7000 vehicles, which were owned by 3000 individuals, 

in 2001, only 14 officially recognized and completely new structured operators were left after 

the introduction of Transantiago in February 2007 (Hidalgo and Graftieaux 2008; Beltrán et al. 

2013, p.1).  

Apparently, this plan entailed an excessive demand. Almost none of the announced 

reformations could be implemented in a scheduled manner, which caused a number of follow-

up problems in consequence. While there were neither enough new buses nor the expected 

technological hardware available before February 2007, the electronic fare card could not be 

used as planned. This, in turn, had consequences for the new operators, who were not able to 

record their payments. The restructuring of operators worked out quite successfully, not least 

because plenty of the incumbent operators hold appointments also in the new framework 

despite the indignation of Santiago’s citizens (Muñoz et al. 2009). However, the new framework, 

consisting of main trunk routes in the city centre and feeder lines in the suburban districts were 

not able to serve the daily passenger demand of the metropolises by far. In consequence, the 

year 2007 turned out as a disaster for urban mobility in Santiago (Beltrán et al. 2013).  
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Long queues with waiting times over 30 minutes, missing bus stops and supporting facilities in 

the city as well as non-working technology devices (GPS-system, e-card) developed into a huge 

political matter in Chile’s capital and into a serious problem for the government. The operators 

reacted and re-implemented old vehicle fleets to fulfil the daily mobility demand. Although the 

main take-over of the new transport network took place in February during the summer holiday 

with a significant lower passenger demand than usual, the public transport collapsed. Juan 

Carlos Munoz summarizes: 

“This finally compounded by a series of management errors (some believe this was actually 

sabotage) by some of the incumbent companies, such as drivers unable to get to terminals in 

time to begin their shifts, rented buses in bad condition and improperly inspected, etc. All this 

led to massive queues at bus stops and transfer terminals, unacceptably long waits, extreme 

crowding on Metro services, and a general feeling of chaos that after the first nine months of 

operation had sadly not abated” (Muñoz et al. 2009, p.10). 

Only years later after the kick-off of Transantiago, accompanied by huge amounts of additional 

investments from the government and a continuing subsidy of the public transport system, did 

the situation in Santiago ease (Muñoz et al. 2014). Today there is a mixed assumption to make 

about the value of the reformation attempts of 2007. In the end, the city authorities succeeded 

in implementing an integrated system of bus and metro services served via technological 

support, which enables smart planning of the traffic situation. The metro system was extended 

by 45 km and the mistakes and miscalculations of the planning phase towards vehicle fleets 

were mostly solved. Last but not least, the government was able to implement a new urban 

mobility infrastructure against the very influential actors of the former transport cartel (Hidalgo 

and Graftieaux 2008, p.14). In this sense, Transantiago managed in the end what Pinochet and 

his democratic successors could not overcome for decades, removing what, from a governors 

point of view, was considered a ‘criminal’ and uncontrolled transport business (Muñoz et al. 

2009, p.3).  

Nevertheless, the Transantiago case unveils several shortcomings from a management 

perspective. A lesson to be learnt could be that ‘big bang’ approaches, which tend to restructure 

hyper complex assemblages, once and for all, is most probably doomed to fail (I will refer to this 

in the Russian cases later in the text). Furthermore, Transsantiago led to a significant mistrust in 

the public transport institutions and increased private auto mobility in a city with already very 

serious problems of air pollution. Therefore, it was less the overall objectives but the concrete 

implementation that caused major critique in the public debates. As Hildago puts it: The 

“transition phase was poorly defined and resulted in several operational problems and financial 
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losses for the operators. The public also lost confidence in the Transantiago system” (Hidalgo 

and Graftieaux 2008, p.15).  

The publicly announced goal of a non-subsidised public transport has not been reached since 

the start of Transantiago. Retrospectively, this also marks a major difference to the previous 

system, which indeed payed itself off without any financial support. In this sense, the Santiago 

case shows also the difficulties to push a massive transport reformation plan like Transantiago 

through the political institutions. Indeed, one should add at this point that the reformation plan 

was introduced with rather weak resources and limited institutional, legal and financial support 

by the city government during the planning phase. Further governmental changes and the 

complicated legislative structure of Santiago (there is no mayor or government in charge for the 

city as a whole, but instead 36 highly independent districts with autonomous power) 

complicated the reformation profoundly (Muñoz et al. 2009).  

Lastly there is one gratifying advantage of the new transport system to state. The backbone of 

the transport system, the drivers, experienced a significant improvement to their working 

conditions. For the first time, they can officially register their working time and find the way out 

of grey structures and into a legal working status with social securities. Furthermore, they offer 

today regulated working hours without competing against the other drivers in the surrounding. 

This did not only increase the reputation and working conditions of drivers but also worked in 

the favour of passenger safety (Muñoz et al. 2014). 
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1.6 Conclusion and Prospectus  

The debate about micro- and macro perspectives on research objects has been a perennial issue 

in the social science for centuries. However, this short overview of two rather distinct 

perspectives on paratransit mobility patterns unveils the productive potential of bringing 

different approaches together into consideration. In this sense, the rather deductive paratransit 

mobility research of the last two decades contributes to complex questions of urban mobility 

futures and indicates to common problems concerning traffic congestions and regulation 

schemes on a global scale. Therefore, it is of course worthwhile to broaden the view and to 

search for possible applications opportunities of different transport modes such as shared taxis, 

when this might contribute to a better quality of life in currently overstrained cities facng the 

challenges of traffic jams. Meanwhile, a closer look on the case studies clearly shows that one-

sided status descriptions and superficial, unadjusted development plans are malfunctioning in 

grasping the complexity of the inter-individual systems. A research study about paratransit 

mobility phenomena should therefore include both layers of interpretation and make a 

beneficial use out of the uniqueness of different perspectives on modes of operation inherent 

to the system.  

I will delve deeper into this discussion later in this text. At this point, I want to adjust the 

argument of this chapter somewhat. I described the emergence of marshrutka mobility as a 

deeply intertwined development in discursive demarcation narratives towards simultaneously 

existing means of public transport. As a conclusion, I want to further include the perspective of 

reassembled local networks, that do not allow the observation of public transportation isolated 

from each other and contribute to the quickly changing traffic situation in the local settings of 

my research. Therefore, engaging marshrutkas from a global perspective opens up the 

heterogeneity of local performances. 

While the cited literature overview suggests a subsuming framework concerning the rule 

structures, operator skills and state authority, a deeper investigation of concrete mobility 

realisations shows the diversity and fluidity of these rules, norms and practices. In contrast to 

this approach, I would rather state that the simultaneous existence of various paratransit 

organisations in different countries all over the world indicates the heterogeneity of the 

phenomenon and the remarkable adaptability to very different conditions. In this sense, the 

interesting point to research in this study is not the superficial comparison of similar enterprise 

structures but rather the low-threshold implementation of individually applied mobility 

organisation patterns in transport crisis-ridden urban contexts. A deeper and more sustainable 
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understanding of these practices needs therefore a multi-layered consideration of the local 

assemblages.  

From a science and technology studies-perspective, research literature appears as an outcome 

of controversies, as an attempt to order the field via re-organisation and re-structuring it into a 

new and common world (Callon 2006, 2007). This means, that descriptive literature of informal 

minibus practices in developing countries follows a specific narrative and classification system, 

including mostly neoliberal tools of development and reform but also rigid perceptions of 

modern urban transport patterns. Taking all this into account, it seems that there is a wider 

scenario and a more complex framework to discover than used so far in the paratransit transport 

literature. More than that, the cited literature suggests a crucial need for another story of 

development, beyond superficial and post-colonial affected understandings of backwardness 

and informality.  

Minibus practices in Nairobi, Santiago and Rostov on Don are of course comparable but 

significantly different in form and constellation. Furthermore, the attempt to modernise, 

shutdown or stabilise paratransit practices is differently motivated, while implemented 

hierarchies are variously established and always in flux. The two introduced case studies from 

Nairobi and Santiago illustrate that specific obstacles such as geographic concerns, 

infrastructural settings, governmental structures, or demographic varieties significantly 

influence urban traffic developments. In this sense, a comparative perspective on global minibus 

performances mandatorily needs a contextualisation of local circumstances.  

In my study, I want to take this seriously and develop a frame for comparison, which aims at 

emphasising the individual’s as well as the collective’s involvement in reformation attempts and 

outline the explicit differences despite certain similarities - rather than the other way around. 

Therefore, I propose in my research framework a qualitative comparison of two neighbouring 

Russian cities, namely Volgograd and Rostov on Don, which are both majorily mobilised by 

marshrutka. I choose the methodological tool of comparison in order to highlight the respective 

developments within urban assemblages despite equal suprastructural conditions9. Finally, I try 

to contribute to a better understanding of the locally specific performances of actors, habits, 

institutions and policies in order to lay the background for a profound comparative perspective 

in global trajectories of urban transport development.. 

 
9 A detailed explanation about my research design including the argumentation for a comparative 
approach can be found in chapter 3 (Research Framework). 
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2 Theoretical Arguments and methodological tools  

The hybrid and vibrant marshrutka phenomenon invites for a multi-perspective consideration. 

As a habitualised every day practice, it contains heterogeneous ties to different segments of 

society and should therefore be approached via an open and theoretical framework that allows 

empirical ambiguity but also provides tools in order to describe and comprehend multi-layered 

structures, which divergently influence the design, perception and practice of marshrutka 

environments. The following chapter discusses insights from the Science and Technology Studies 

(STS) as well as from the Mobility Studies. Furthermore, various standpoints in the academic 

debate about post-Soviet transition and economic developments as well as transforming 

governance structures and habits will be presented. In a later step, the empirical evidence of the 

marshrutka developments provided in the analytical part should productively contribute to 

those debates and further open the angles of the respective theoretical discourses. This chapter 

is conceptualised in four theoretical parts (STS research, Mobility Studies, post-socialist SME 

development, governance patterns) and four methodological subchapters. After a deeper 

consideration of each theoretical framework certain methodological tools applied in this study 

will be described, as they are closely interconnected towards the theoretical perspectives 

discussed. Therefore, I aim to make the decision of my methodological toolbox on which my 

later research depends transparent through its embodiment within the theory.  

 

2.1 Applying STS research to approach the marshrutka as a sociotechnical network: 

So far, I summarized the history of marshrutka in a more or less biographical manner, 

constructing a rather linear story about its development and distribution since its emergence, 

using terms and comparative patterns in order to circumscribe something like a dense, however 

inevitably incomplete and insufficient description of my object of investigation. Therefore, I will 

try to open up this sort of unsatisfying approach and consider the marshrutka in a more 

multifaceted way as a heterogeneous setting of societal encounter. However, I do not only refer 

to the everyday meet-up of passengers and drivers, but also focus on the everyday interaction 

of technical artefacts and human interventions.  

Therefore, the research topic demands a critical understanding of sociotechnical relations within 

communities. I want to highlight here the social constitution of things, machines and techniques. 

Mostly taken for granted, the marshrutka vehicle itself can be considered as a materialized but 

socially conducted arrangement, which enables movement through space. This means that it 

follows a human imagination of purpose, application and composition. Technical arrangements 
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are the result of engineering, developing and constructing and therefore are deeply socially 

embedded. Michel Serres called this procedure the practice of translation (Serres 2013), which 

“appears as the process of making connections, of forging a passage between two domains, or 

simply as establishing communication [it is] an act of invention, brought about through 

combination and mixing varied elements” (Brown 2002). Engineers, in this sense, invent 

technologies by relating independent entities to one another. We identify marshrutkas because 

of a complex chain of translation processes, which we might not know in detail, but which create 

in their specific interplay a particular marshrutka ride.  

“Translation involves creating convergences and homologies by relating things that were 

previously different. [It is the process] by which the identity of actors, the possibility of 

interaction and the margins of manoeuvre are negotiated and delimited” (Callon 1980, p.211). 

Can we imagine a marshrutka without an engine, a steering wheel or a heavily swinging side 

door? Of course not, because by looking at the marshrutka example, it becomes obvious that 

the technical hardware influences the everyday performance and perception of usually 

unquestioned methods of mobility. And would we still call them marshrutkas, when passenger 

transport minibuses would insert stop-call buttons or ticket machines? Maybe, but certainly this 

would need a continuous translation process of the various actors performing feats of mobility, 

a common negotiation and re-interpretation of each other defined in its mutual interplay of 

institutionalised behaviour. In this sense, technical artefacts are socially influencing actors with 

major roles within processes of assembly and therefore determine - by coproducing - 

perceptions of everyday mobility networks.  

One practical example of marshrutka related translation processes are the cabin arrangements. 

When marshrutkas emerged as a mass transport offer in southern Russia in the nineties, the 

minibus-fleet was built from the previously mentioned Soviet-made car brand Gazelle. Mostly 

painted yellow, the minibuses were pretty affordable, robust and easy to fix. They had 13 seats 

and small standing areas. Therefore, the Gazelle-32213 replaced very fast popular Soviet-made 

car brands like the RAF-977 or PAZ-652. Back then, this changed the whole marshrutka practice 

profoundly (Kuznetsov et al. 2015).  

This seemingly innocuous exchange of vehicles demonstrates how technical innovations are 

accompanied and shaped by societal obstacles: In the late nineties marshrutkas were far less 

controlled than nowadays and the demand for marshrutka mobility was enormous given the 

lack of alternatives. Drivers aimed, therefore, for an arrangement which allowed for a maximum 

capacity of passengers. The entrance sector was mostly used as a standing area, while the back 
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of the vehicle was filled with very narrow seat rows. The standing area was a deficit of the 

Gazelle because the low ceiling height left little room to stand during the ride. The slowly 

improving financial situation among the population in the mid-nineties enabled marshrutka 

entrepreneurs to invest in foreign car brands which led to a further differentiation of seat 

arrangements, due to the different volume of the cabins. Some of the newer car brands, as well 

as the next generation Gazelles, responded to the standing room deficit and allowed for higher 

ceiling heights. At the same time, in most regions, the local authorities prohibited passengers 

from standing during the ride. This meant that the technical innovation was left unused. After 

2004, service providers were furthermore obliged to install safety standards in their cars, such 

as access to the backdoor in case of an emergency. Most of the seat areas had to be rebuilt due 

to this new safety law. Nowadays, most of the marshrutkas have two side rows at the end to 

enable the additional exit. Other marshrutkas reconsidered their strategy and renounced the 

goal of maximizing the number of places for passengers. Instead they built broader seat rows to 

attract long distance commuters. A few years ago most of the providers/vehicle owners installed 

automatic doors, which again influenced the seating arrangements. Some marshrutka drivers 

also adapted their cars to the conditions of the route; for instance, the marshrutka lines 

connecting the airport and the railway station with the city centre rearranged the inside of the 

marshrutka to make space for a luggage area. 

This example shows that technical artefacts are not sufficiently described by neutral efficiency 

or technical based rationalism but significantly determined by social interventions like legal 

texts, financial sanctions, business strategies and individual behaviour (Latour 1996a; Latour and 

Woolgar 2013; Law and Callon 1988). The seemingly objective arrangement of seats within a 

setting is debunked as a consequence of negotiation and interacting translation processes. It 

follows, what new materialists claim, that materiality must be understood as relational, 

situationally realized and submitted. Bodies, humans, marshrutkas or other materialities do not 

have an a priori ontological status; they receive meaning through relation with others, within 

spatial-temporal assemblages more or less consistent or fluid (Fox and Alldred 2015).  

If the driver wants as many passengers as possible, it will be more efficient to build very narrow 

seat rows than arguing with the passengers every day to move closer together (both practices 

are applied in my case studies). This shows that technical arrangements are not free of meaning, 

manipulation or appellation. Conversely, they limit or enable specific behavioural patterns and 

are much more active performers within social settings than often expected. Techniques can 

therefore serve as mediators of conceptualized meanings. They delegate specific behavioural 
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expectations that were intended during their process of construction. This study employs Bruno 

Latour’s definition of delegation:  

“Delegation, then, is a particular instance of translation whereby the social and the technical co-

constitute each other – to read the social from the technical is similarly to read the technical from 

the social” (Latour 1990; Cressman 2009, p.10).  

Latour emphasises the mutual attribution process which also constitutes the common mobility/ 

marshrutka practices. As we, humans, expect a proper working engine, design and seat 

arrangement to arrive on time and to bring us to our destination, the technical arrangement as 

well only serves particular human behaviour. For instance, within their sociotechnical 

arrangement, marshrutkas are not able to deal with disabilities. Materiality excludes certain 

behaviours and action ability patterns. Generally, a marshrutka ride requires a certain physical 

and mental presence. Consequently, agreeing to act as a proper marshrutka passenger in that 

specific common world, enables our everyday marshrutka rides.  

By this, I do not mean to imply that humans are constantly supervised, guided and controlled by 

technical devices, but to emphasise the occasional confrontation of human and non-human 

actors, negotiating the situational arrangement with each other. Considering the marshrutka as 

a sociotechnical assemblage, it is necessary to explore both, the lingering action of materialized 

structuring attempts and the individual/collective reactions, interpretation patterns within 

different situational settings. Therefore, I observe the marshrutka as a heterogeneous 

assemblage or to put it in the words of Annie Potts, as “a kind of chaotic network of habitual 

and non-habitual connections, always in flux, always reassembling in different ways” (Potts 

2004, p.19). 

2.1.1 Bruno Latour’s ‘politics of nature’ or how to bring technology into democracy10  

This study will use the actor-network theory (ANT) to analyse conflicting tension struggles within 

the everyday negotiation of heterogeneous marshrutka assemblages. Its appealing research 

perspective, introduced inter alia by Bruno Latour, of (re)assembling social negotiation 

processes accentuates and challenges the widespread artificially implemented divide between 

seemingly objective facts and subjective meaning or universal norms. One of Latour’s key 

observations as a science/laboratory researcher was that “objects and knowledge of objects are 

similarly thrown into the same Heraclitean flux. In addition to the type of trajectory they both 

 
10 The original title of Latour’s monograph is “Politiques de la nature: comment faire entrer les sciences 
en démocratie”. This chapter tries to adopt Latour’s theoretical framework in a Parliament of Things in 
order to apply it to sociotechnical discourses. 
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elicit, they are rendered comparable by the process of time to which they both submit” (Latour 

2008, p.5). Analysing the world in a Latourian sense therefore means to deny illusions of 

objective truth production within knowledge discourses and to deconstruct the Western 

Scientific rule of facts.  

That is why common STS research perspectives shift towards the question “why very selective 

forms of telling nature, objective facts, technology, historical geneses of artefacts are instead in 

charge of others and what these narratives are good for?”. This doesn’t mean to generally 

question research results of any kind (Latour contradicts several times the notion of post-

modernism and social constructivism as inexpedient and destructive for problem-related 

discussion (Latour 2005, 2012)). But Latour proved in numerous ethnographic laboratory-studies 

(Latour 1996b, 1999; Latour and Woolgar 2013; Latour 1996a) the widespread unattended or 

even forceful silenced mutual dependencies between the worlds of nature and the social, 

between science and society – society and science. He states:  

“The ozone hole is too social and too narrated to be truly natural; the strategy of industrial firms 

and heads of state is too full of chemical reactions to be reduced to power and interest; the 

discourse of the ecosphere is too real and too social to boil down to meaning effects” (Latour 

2012, p.6). 

Equally, to give an example from the field of mobility studies, materially solidified mobility 

practices, infrastructures or transport offers are socially constructed and follow a common 

perception of space in a commonly negotiated world as well as they legitimise the established 

daily conventions. However, they also depend on chemical aggregation, physical laws and 

energy conversion. Both stories belong to the exegesis of infrastructure and mobility 

development. According to Latour, these hybrid linkages become most obvious to observers 

during times of crisis, where the ‘seemingly secure world’ and rank order would suffice to put 

into question. In this sense, Bruno Latour’s observations might help me to reconstruct the 

conflicting negotiation process of marshrutkas in contemporary Russian cities. His perspective 

enables the analysis of social constellations – including human- and non-human-actors – in their 

attempt to stabilize or destabilize common network-configurations.  

At this point it becomes evident, that Latour’s work inter alia stands in the tradition of American 

Pragmatism and follows in particular John Dewey’s reflections and insights about processes of 

democracy and ways of building public. In his book The Politics of Nature, Latour especially 

discusses practical ways of mastering individual inhibitions within political procedures. The 

processes of building powerful alliances between actors, which are influential enough to state 
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the contemporary ‘truth’, follow in this sense the pragmatist belief that truth is always 

something public and should be analysed as opinion or articulation but are rather held as truth 

(Peirce 1877). The problems of building a public where selection processes of common sense 

and intersubjective truth might be further discussed is described by Dewey in his book ‘The 

Public and its Problems’: 

“The prime difficulty […] is that of discovering the means by which a scattered, mobile and 

manifold public may so recognize itself as to define and express its interests. This discovery is 

necessarily precedent to any fundamental change in the [political] machinery” (Dewey 1984, 

p.327). 

With this in mind, Bruno Latour developed a process-oriented matrix of political negotiation 

practises in its broadest sense called the ‘parliament of things11’ in order to interconnect 

everyday-life problems within a wide set of theoretical approaches. The scheme described 

below is therefore less a fixed construction of sequences of action but rather a performative 

frame for analysis and interpretation of empirically observed negotiations and conflict in 

sociotechnical arrangements. 

2.1.2 Introducing a ‘Parliament of Things’  

In this sense, the parliament of things encompasses two powers of representation in order to 

follow the discussion on the relations between science and politics, between nature and society: 

the ‘power to take into account’ and the ‘power to arrange in rank order’ (Latour 2004a). Latour 

introduces a four-part basic model of interpretation to describe the process of transformation 

through negotiation processes within networks. He distinguishes four essential requirements 

within social negotiations: the requirement of external reality, of relevance, the requirement of 

publicity and of closure.  

These requirements have to be answered by a collective discussion in order to go through 

sustainable transformation. However, Latour maintains that by far not all problems or conflicts 

enter all stages of negotiation and therefore do not fulfil the supposed requirements. 

Nevertheless, as the scheme is temporally undefined, all propositions can re-call as appellant 

entities a new consideration at a later time under possibly changed conditions. Latour 

introduces four sets within the social arena, where the actors involved may go through changes 

by relating to each other and answering the given requirements: The sets of perplexity, 

 
11 The term ‘parliament of things’ is a kind of unfortunate expression because it suggests a solely object 
oriented negotiation process. However, Latour wants to emphasize the inclusion of nature and technical 
artefacts – in short, non-human actors into democratic discussions. This, as a matter of fact, also 
includes human actors. 
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consultation, hierarchy and institution bind together here any process of social negotiation in 

order to find a stable and secure common world (ibid., p.122). Latour points out the 

heterogeneity of articulations and levels of meaning within every negotiation. His parliament of 

things tries to allow those antagonistic articulations to exist simultaneously in one frame. 

Nevertheless, the requirements of mutual encounter call for the quest to find a common 

language where all propositions are represented (Callon 2006).  

Figure 1 Negotiations in the Parliament of Things (Latour 2004a, p.122) 

 

However, it is necessary to add one point: The ‘parliament of things’ is, although tempted to 

closure and solutions, never in the status of termination. Latour emphasises that each 

compromise and articulated attempt at a solution is inevitably provisory. Because no 

compromise is ever found without exclusion and externalisation, the actors left behind are 

simultaneously the future propositions for new conflicts and negotiation within the ‘parliament 

of things’:  

“So what are the entities that have been aside going to do? They are going to put the collective 

in danger, always provided that the power to take into account is sensitive and alert enough. 

What is excluded by the power to put in order at t° can come back to haunt the power to take 

into account” (Latour 2004a, p.124f). 

To make this concept explicit, let me shortly apply an empirical marshrutka example to illustrate 

the operation of this model. For instance, the public discussion about reduced fares of 

marshrutkas in the city of Rostov on Don can be described as a public issue. While marshrutkas 

were already during the Soviet-era excluded from the widespread reduced ticket fares for 

seniors, veterans and students among others, (for instance those who during the Soviet-era 
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were officially awarded as heroes of the people), this became a subject of concern in the post-

Soviet context, when marshrutkas took over the main role within the urban transport supply 

that seniors especially depended on. Because of the continuous decrease of state-run public 

transport offers, there was often no other alternative for students and pensioners to reach 

urban destinations than by taking a marshrutka.  

Therefore, we observe in the set of perplexity an increasing amount of complaining elderly 

people and parents, but also veteran unions and other civic initiatives, which accused 

marshrutka providers as heartless and unfair capitalists. On the other hand, the marshrutka 

drivers and operators argued with their unique status as private transport companies, working 

without state subsidies. In the set of consultation, the conflicting opponents develop strategies 

of internalisation, search for allies in the wider actor-network and articulate propositions to 

underline their argument. In this sense, several marshrutka operators partially submitted to the 

public discourse and allowed veterans of the Second World War to ride for free. Overnight, 

thousands of marshrutka vehicles announced on tables, prominently attached at the front door 

or inside the cabin, that veterans of the Great Patriotic War (WW2) do not have to pay. This, on 

the one hand, was a significant step in opposing the public accusations of antisocial behaviour, 

while on the other hand, the number of affected persons were so low that no driver had to suffer 

big losses. However, the civic opponents couldn’t be calmed down and found further allies, for 

instance in the newly founded Communist party or the veteran unions of the Afghanistan war, 

which were excluded from price reduction (Bakunin 2016). The line of argumentation primarily 

confronted local authorities for not fulfilling their task as transport provider and secondly for 

being too weak to control the private transport sector.  

Therefore, the set of hierarchy envisions first reformation attempts and political efforts to solve 

given conflict lines. In general, the local authorities supported the wish of the population for 

reduced ticket fees in marshrutkas. However, the strategy of pushing this attempt through was 

controversially discussed. Drivers articulated their unwillingness to accept reduced prices and 

organised public protests in order to strengthen their own position. The legislator nevertheless 

passed a law, which obliged marshrutka operators to accept reduced ticket fares (Rostcity 2014). 

In the end the operators attached new tables inside the cabin, announcing in very small letters 

that reduced ticket fares have to be accepted. However, drivers are still mostly not willing to 

accept reduced fares and would either refuse older passengers and children at the bus stops or 

would continue to ask all passengers for the full price (Koltashov 2015; Privet-Rostov 2017). 

Passengers of course had the opportunity to complain but the operators mostly showed 

solidarity with the drivers and did not penalise them. Similarly, the police and other inspectors 
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were unable to enforce the law in practice. Indeed, it was the introduction of a technological 

tool, which finally enabled the enforcement of reduced ticket fares and opened up the set of 

institution. Some municipalities implemented electronic ticket cards in order to control the 

amount of passengers. The pay system was therefore delegated towards new ticket machines 

and excluded from the driver’s influence. Seniors and students are therefore able to register and 

pay the discounted fares via an e-card (Nikolaev 2017). However, until now, only very few 

marshrutka operators have implemented these validators. Some cases have also shown that 

drivers switched the validator off in order to collect the money on their own. Here are different 

types of institution to observe but also counterstrategies of externalised actors to observe, 

which makes it likely that further attempts of closing and implementing new actor-network 

configurations in order to silence the public issue can be expected. 

This example shows the easy application of problem-oriented negotiations, while including 

different perspectives and stages of concern and action. Furthermore, the concept of Latour’s 

‘parliament of things’ can be used as a beneficial methodological tool to represent ongoing 

conflict lines but it also opens up an approach for deeper theoretical involvement. 

2.1.3 Engaging in the ‘Parliament of Things’: Five Meanings of the Word ‘Political’ 

Latour argues against a narrow definition of policy and refuses to speak about a priori 

institutionalised procedures or separated spheres of life. In contrast Latour develops in his 

article ‘turning around politics’ (Latour 2007) a practice orientated action model aiming to 

subsume different approaches of political theory into one empirically applicable scheme. He 

states:  

“Politics is not some essence; it is something that moves; it is something that has a trajectory. 

[…] the various meanings of the adjective ‘political’ should now qualify certain moments, stages 

or segments in the complex and rather erratic destiny of issues” (Latour 2007, p.4). 

In his essay ‘the parliament of things: towards a deconstruction of a ‘blockade in reception’’, 

Henning Laux refers to the transferability of Latour’s modes of being political into his model of 

negotiation within the politics of nature (Laux 2011). Therefore, according to Laux, we can 

assemble different political engagements and meanings within one issue of negotiation. For 

instance, Latour’s meaning of political-1 lays at the very ground of STS studies, specialised on 

the analysis of newly emerged actor constellations and propositions within a broader 

assemblage (may it be technical innovations, or new emerging minibuses as future transport 

solutions). Unexpected consequences of technical innovations, questionable side effects of new 

implemented institutions or artificially reduced complexity of sociotechnical networks lay the 
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background for new associations and calls for a process of re-assembling in a sociotechnical set 

of perplexity. The handling, immediate reactions and public discussions entangled within societal 

states of emergency like nuclear accidents, newly discovered viruses or imminently dangerous 

materials like asbestos may inter alia serve as impressive examples of a very unique but 

contemporary wide spread sense of being political.  

Figure 2 New Separations of Powers in the Parliament of Things (Latour 2001, p.155) 

 

A second meaning of political-2 is fixated in the process of ‘making things public’, when issues 

become a matter of concern in wider discussions and negotiation. John Dewey formulates:  

“the strongest point to be made on behalf of even such rudimentary political forms as democracy 

has already attained, popular voting, majority rule and so on, is that to some extent they involve 

consultation and discussion which uncover social needs and troubles” (Dewey 1984, p.154). 

Following the statement above, Latour locates this political issue in the set of consultation, 

where propositions and actor-coalitions are articulated and brought into public. Accordingly, 

this political meaning assumes a proceeded problematisation as mentioned in political-1. In 

Latour’s concept articulated as ‘politics of nature’, he subsumes the sets of perplexity and 

consultation, which include the modus of being political 1 and 2 into the First House, which fulfils 

the task of ‘taking into account’ (see Figure 2).  

In a further step, Bruno Latour introduces a Second House of democratic procedure in the 

‘parliament of things’ with the major task ‘to arrange in rank order’. Again, the included sets of 

hierarchy and institution answer differentiated modes of being political. Therefore, political-3 

and political-4 may be settled in the parliament’s procedure of hierarchisation. This process is 

rather close to classical questions of political science and asks for the legitimatization of new 
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proposals, decision making processes and the distribution of influence through change: inclusion 

and exclusion. Latour refers here to the classical political science approaches of Niccolo 

Machiavelli or Carl Schmitt (political-3), which he analyses as hierarchisation via decision 

(Machiavelli 1940; Schmitt 2008), and to the negotiation emphasising approach of Jürgen 

Habermas (political-4), which represents a process of hierarchisation via discourse (Habermas 

1973). These exemplary approaches show the rather wide amplitude of possible decision making 

processes in the set of hierarchy which not least require empirical insights into situational 

settings.  

Lastly, Latour introduces the set of institutions, which he characterises as the process of closure 

and normalisation. This parliamentary set is very close to Michel Foucault’s theoretical approach 

of governmentality as being political-5, which describes the process of normalising/excluding 

former political issues by shifting them to institutions, administrations or quasi-biological 

constants (Foucault et al. 2008).  

Figure 3 Meanings of 'being political'(Latour 2007, p.7) 

 

Obviously, not all varieties of being political are at stake in each and every situation or societal 

negotiation process. However, the above explanations may be used like a tool box and might 

help to better understand the ongoing transformation process within my field of research. 

2.1.4 Further application of Latour’s ‘Politics of Nature’ 

The German sociologist Jörn Lamla calls the public negotiation process about conflicting 

constellations, distinctly but comparatively described by John Dewey and Bruno Latour, ‘arenas 

of democratic experimentalism’. In his comparative approach, he refers to the great similarity 

of Dewey’s assumption about the emergence of a critical public around problematic 
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interdependencies within society and Latour’s approach towards public negotiation on the 

‘parliament of things’. Thus public can be understood from Dewey’s perspective as a community 

experimenting democratically, which starts from an uncertain situation (perplexity) and 

therefore has to be re-formulated in a public representation of the problem (consultation). In 

the following, the particular elements of the constellation have to be arranged into provisional 

solution attempts (hierarchy). Those solution attempts have to be proved symbolically and 

practically (institution) in order to be included into the collective interest of a greater community 

(Lamla 2013). The fact that modern societies are continuously planning and democratically 

negotiating appears from Dewey’s perspective as the major difference from archaic societies: 

“We believe profoundly that society requires planning; that planning is alternative to chaos, 

disorder and insecurity. But there is a difference between a society which is planned and a society 

which is continuously planning – namely, the difference between autocracy and democracy, 

between dogma and intelligence in operation, between suppression of individuality and that 

release and utilisation of individuality which will bring it to full maturity” (Dewey and Childs 1933, 

p.76). 

While Lamla demonstrates the convergence of the two pragmatist approaches towards 

collective negotiation processes, he also raises the question whether those models of consensus 

orientated democracies can be empirically proved in complex and highly differentiated societies 

(ibid, p.153).  

Is a problem-oriented public still enduring enough to negotiate all the sets of a problematized 

issue or did the way of building and resolving collectives change in increasingly individualised 

and loosely institutionalised forms of engagement and articulation? How are those modes of 

proposition and alliance building justified and mediated? And how do actors find necessary 

common conventions or basic compromises for building a public and discussing hybrid and 

heterogeneous conflicting actor-networks? In order to answer these questions, Lamla refers 

here , to Boltanski and Thevenot and their reflections on the justification and building up 

processes of common worlds, which might also contribute to the research question of this study 

(Boltanski and Thevenot 1996). 

At first, it is worth mentioning that Boltanski and Thevenot largely confirm Latour’s democratic 

experimentalism, acknowledging critical moments (moments critiques), where internal and 

external re-negotiation are necessary to re-consider the community:  
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“The starting situation is something like the following: People, involved in ordinary relationships, 

who are doing things together – let us say, in politics, work, unionism – and who have to 

coordinate their actions, realize that something has to change” (ibid, p.359). 

This, let us call it set of perplexity, is likely – although not necessarily - followed by entering into 

a consultative dispute, what requires “to bring together different sets of people and objects and 

to make connections between them” (ibid, p.361). Also the set of hierarchy and institution is 

mentioned, when “persons must divest themselves of their singularity and converge towards a 

form of generality transcending persons and the situation in which they interrelate” (ibid) in 

order to find an agreement, which will conclude “in a convention of equivalence external to 

themselves” (ibid). However, despite this fundamental agreement, Boltanski and Thévenot 

stress the complexity of negotiating by introducing their concept of different regimes of 

justification within common worlds. In this sense, they refer to the empirical observation that 

“the same persons have, on the same day and in the same space, to use different principles of 

justice” (ibid, p.369). 

Famously, Boltanski and Thévenot introduced six common worlds in order to describe a majority 

of ordinary situations (see also Boltanski and Chiapello 2005). They differentiate justification 

regimes in the world of inspiration, the domestic world, the world of renown, the civic world, 

the market world and the industrial world (Boltanski and Thevenot 1996, 370 ff). However, these 

regimes of justification do not necessarily have to be considered as complete or static but are in 

a constant process of change and re-consideration.  

“[For instance], there have been changes in the mechanisms that are intended to ensure the 

fairness of work. Not only have firms altered the types of organisation they propose, but they 

have also changed behavioural norms, the definition of good and bad actions, and the sources of 

their justification. Reformulated using the language of a Cité model [a common world], a 

transformation of the sort can also be interpreted as a change in standard tests or in testing 

systems. This is because those concrete systems whose goal it is to inscribe the principles of 

fairness into the world are none other than tests themselves” (Boltanski and Chiapello 2005, 

p.171) . 

Nonetheless, the boundaries between different common worlds might be significant barriers for 

consensus oriented dispute and may lead in the case of confrontation to so called ambiguous 

situations of concern. The authors explicitly include non-human actors into common worlds and 

refer to the sometimes key importance of object-arrangements, which allow or deny the 

interrelation of common worlds and narratives of justification. Therefore, the process of building 

conventions should be understood as a productive way of sharing knowledge, resources and 
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habits, which makes it easier for actors to cooperate. However, they should not be analysed as 

determining rules or frameworks. In this sense Rainer Diaz-Bone comments: 

“Instead of being determined by rules, capable actors use conventions in order to interpret rules 

and to apply them to situations. In a pragmatist perspective actors handle rules to reach a 

solution for a demand of coordination under condition of uncertainty” (Diaz-Bone 2011, p.47).  

Therefore, this analysis of social negotiation and behaviour needs a consideration of implicit 

conventions interpreted as subjective but commonly shared orders of worth, which allows one 

to act properly and, in accordance to the common world, justified. Boltanski and Thevenot’s 

approach enables therefore a useful extension, which helps in comprehending how a common 

public is built and how difficulties within the negotiation of public issues are sometimes based 

on the heterogeneity of justification regimes, when actors argue in different order of worth and 

norms. 

Subsequently, it is the perception of conflicting compromise-objects and actor-networks, which 

make the insights of Boltanski and Thévenot as well as of Latour so worthwhile for this research. 

Because it is one of the key observations and maybe the starting point of this study, that 

marshrutka mobility combines a number of different justification narratives and acts as a 

noteworthy flexible mode of transport, enterprise, social encounter and working place. 

Therefore, the marshrutka turns out to be a social arena, which remains continuously 

questioned and criticised. The expected empirical complexity of everyday performances 

included in broader implicit and explicit social, sociotechnical and societal negotiation, give 

reason for the application of Latour’s ‘parliament of things’ understood as an arena of 

democratic experimentalism in search for a converging public and interrelating justification 

narratives.  

In this sense, I will focus on the performative interplay of the actors involved, trying to assemble 

more or less stable networks. I think that my observations and analysis will benefit from the idea 

of hybrid heterogeneities which define and redefine by relating to each other and stabilize 

through delegation, discussion and articulation within a process of negotiation. By looking at the 

processes of confrontation and discussion one can identify the actors involved in their specific 

network. Hence, every actor that has the necessary legitimacy, has the potential to pressure the 

collective for new negotiations. Whether it is the origin of the marshrutka or the marshrutka 

driver, defective entry doors, city laws abolishing or limiting the informal transport, under or 

over-frequented minibus routes, competition or clientelism, the rise or fall of commodity and 

ticket prices - all leads to negotiations and changes of behaviour of the actor-groups involved. 
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Therefore, the pragmatist theoretical concepts of Latour and Boltanski & Thevenot lay the 

background of my study and enable here a situationally based but inter-objectively entangled 

approach to describe and profoundly understand my empirical findings of conflicting marshrutka 

narrations.  

2.2 Conducting STS research – Methodological consequences and practices 

The theoretical assumptions above suggest a specified methodological approach and a number 

of concrete research tools. A closer consideration of the everyday interplay between human and 

non-human actors with its deep consequences for our individual and societal life calls for a re-

adjusted methodological perspective. In this sense, researchers in the Science and Technology 

Studies (STS) shifted the attention from old dualistic frameworks like the nature/culture divide 

or structure/agents opponents to new forms of hybridity and mutual attribution processes in 

the last two decades. STS and new materialism therefore  

“supply a conception of agency not tied to human action, shifting the focus for social inquiry from 

an approach predicated upon humans and their bodies, examining instead how relational 

networks or assemblages of animate and inanimate affect and are affected” (Fox & Alldred 2014, 

p.399). 

Researching assemblages’ therefore suit to describe socio-spatial formations and fit to 

investigate urban space. The attention towards the flexibility of institutions and organizations, 

towards the fluidity of space and infrastructure might be described appropriately through a 

concept, which “emphasize emergence, multiplicity and indeterminacy, and connects to a wider 

redefinition of the socio-spatial in terms of the composition of diverse elements into some form 

of provisional socio-spatial formation” (Anderson and McFarlane 2011, p.124). 

To describe and analyse assemblages, Gilles Deleuze used the concept of affects and affective 

flows in order to show that agency is realized through affects and not majorly possessed by 

actors or agents (Deleuze 1988, p.101). Assemblages thus are not ruled by the powerful actors 

involved but guided by affective flows, which work like ‘affect economies’ trying to govern the 

network “from one mode to another in terms of attention, arousal, interest, receptivity, 

stimulation, attentiveness, action, reaction, and inaction” (Clough 2004, p.15). Affects are 

bounded in a space-time determination. Nevertheless, they endure to different extents and 

formations over the change/development/ emergence or destruction of assemblages. Affects 

are, as materials, fluid in their performance and efficacy. Following this fluidity is therefore the 

aim of my research. Law and Callon put it like that: “we are not primarily concerned with 

mapping interactions between individuals […] but we are concerned to map the way in which 
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they define and distribute roles, and mobilize or invent others to play these roles” (Law & Callon 

1988, p.285). Despite all difficulties an assemblage-research should live with the upcoming 

discontinuities and uncertainties and resist the temptation to reduce the action-practices to old 

patterns of explanation: 

“There is not, first, an ‘event’ and then, second, an affective ‘effect’ of such an ‘event’. Instead, 

affect takes place before and after the distinctions of subject - world or inside - outside […] the 

biggest difficulty in witnessing how affect enacts space - time is, therefore, the tendency to 

reduce the movement of capacities to affect and be affected back into a subject - object 

ontology” (Anderson 2006, p.736). 

All this needs to be taken into account by researching assemblages and includes consequences 

for social inquiries. Therefore, I prefer a rather open set of methodological instruments, which 

are sensitive to affects within social negotiation processes. According to Fox & Alldred, 

“the attraction of qualitative methodologies may lie in their capacity to contextualize events, 

thereby revealing the range of relations that comprise assemblages and affective economies. 

Observation and interviews can be used to identify assembled relations, and the affects and the 

capacities produced in bodies that together make an assemblage work” (Fox and Alldred 2015, 

p.402). 

In this sense my research design includes the interpretation of conducted in-depth interviews 

as well as participating observations and thick descriptions. Furthermore, I collected media 

commentaries, newspaper and television reports and tried to analyse and collect performances 

in social-networks. Moreover, I collected legal texts and published future scenarios of city 

governments (utopias/dystopias) as well as financial statements and statistical forecasts. During 

my fieldwork, I followed protests and reviewed the academic debate concerning my aim of 

investigation. Visiting depots and workshops, specialized gas stations and inspection institutions 

(technical & health), I rode to the last stops and breaking points, to car dealers and scrap yards. 

While on the move, I spoke to passengers and drivers, entrepreneurs and external experts in 

order to investigate a broad extended network.  

Furthermore, I did not only observe but intervened into my object of investigation by engaging 

in protests, by signing petitions, or by posting some comments on specialist forums in social 

networks; this was less about articulating my own political opinion, but rather more to stimulate 

the participating audience as well as my particular perception within the observation process. 

For hours and hours, I sat in various marshrutkas at all times of the day and night in order to get 

an impression, what it means to be a regular passenger, to be flexible and fast on the road, to 
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depend on the unreliability at night or to stand 90 minutes in an overcrowded mini-bus during 

the peak-hour. 

All these methodological tools used within the process of data collection are highly subject-

oriented and to a wide extent human-centred, which must be taken into account for a further 

analysis. Fox and Alldred rightly point out: 

“The tools of interpretative research such as interviews or diary and narrative accounts, which 

conventionally attend to human actions, experiences and reflections, must be turned decisively 

to efforts to disclose the relations within assemblages, and the kinds of affective flows that occur 

between these relations” (Fox and Alldred 2015, p.402). 

This doesn’t mean to avoid the methodological tools mentioned above but to re-interpret them 

as articulation within a given event/conflict/practice. The articulation itself as a product of 

translation of relational ascriptions is still exceedingly meaningful and worthwhile to collect. The 

aim and the process of analysing the data developed entirely in accordance with the differing 

perspective. Farias states three major methodological principles for a successful assemblage-

research based on the thoughts of ANT: 

“’Follow the actor, forget the contexts’, ‘describe, don’t explain’, and ‘do not switch conceptual 

repertoires when you describe’. These are the actual drivers of ANT and after-ANT studies” 

(Farías 2011, p.366). 

This might not be enough for theoretical analysis or to embed the research topic, but it “is 

indeed extremely helpful for engaging with the empirical […] it offers a theory about how to 

conduct inquiries and how to elaborate concepts” (ibid.) and it lays the first foundation for the 

methodological perspective of my investigation.  

 

2.3 Applying mobility studies to approach the marshrutka as a fluid mobility device 

 

“As humans interact bodily in time-space relations (where stasis and flow are the two basic 

modes of experience) it is the mobile sense-making, experiencing and meaningful engagement 

with the environment that ‘makes mobility’” (Jensen 2009, p.139). 

Even though the Danish researcher Ole Jensen probably did not have marshrutkas in mind, when 

he wrote the sentence above, marshrutkas seem to be the perfect place to experience how 

‘humans interact bodily in time-space relations’. For those who never entered a marshrutka in 

rush hour: it is a temporary but very intimate encounter with people of all kinds, a non-verbal 
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or rudimentarily constrained communication process but nonetheless a habitual and very 

structured negotiation, which mostly succeeds to avoid conflicts. In fact, the physical proximity 

quite often leads to a frictional marshrutka community of fate. Marshrutka practices illustrate 

the urban mobility paradox that you have to squeeze into a densely-populated vehicle, 

physically unable to move, to be mobile. During the ride, the physical masses bump into each 

other due to the unpredictable external forces behind the tinted glass. The alternating waves of 

acceleration and deceleration merge, depending on the driver’s manners and traffic conditions, 

smoothly or rather abruptly with the bodily interplay of smell, tangency and voice inside the 

cabin.  

Thus, it is first of all a physical experience to enter, sit, ride and leave a marshrutka, where stasis 

and flow accompany the body interaction. Lefebvre brought the notion of rhythm into the 

academic debate of urban mobility, which is obviously very fruitful for a deeper understanding 

of marshrutka mobility. According to him, rhythm might be characterized as the outcome of a 

certain measured interplay between time and space (Lefebvre 2004). The plastic and very 

individual perceived description of a marshrutka ride, therefore, illustrates the agility and 

volatility of places. As human beings, we are part of situational gatherings, accompanied by 

myriad speeds, noises and odours, steadily changing with and without our personal intervention. 

Recognizing places as unique, hence, seems to be redundant, because “places are always in a 

process of becoming, seething with emergent properties, but usually stabilized by regular 

patterns of flow that possess particular rhythmic qualities whether steady, intermittent, volatile 

or surging” (Edensor 2012, p.3).  

On the other hand, offers of mobility reproduce sufficient stability to be recognized and to 

structure the environment, personal space-time measures as well as identity patterns. While 

driving a marshrutka, people expand, confirm or struggle with their expectations. In this sense, 

marshrutkas, as all forms of mobility, are one very important variable to ensure our social living 

environments. Furthermore, there is probably no other public transport offer that requires such 

a detailed knowledge of the city map as marshrutka mobility. Or is it the other way around as 

one of my interview participants told me, that ‘if you know properly, how the marshrutka system 

of a city works, you already know everything important about the city itself’ (Weicker, 2016)? 

The latter finds support in Jensen’s suggestion that “people not only observe the city whilst 

moving through it, rather they constitute the city by practising mobility” (Jensen, 2009 p.140).  

It seems the mutual attribution processes, the interaction of mobility perceptions and 

infrastructure, the mobile and procedural sense making of our environment make marshrutka 
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mobility. Or as Cresswell stated: Mobility patterns should be theorized as “the centre of 

constellations of power, the creation of identities and the microgeographies of everyday life” 

(Cresswell 2010, p.511). According to him, mobility patterns are always charged with certain 

meanings, because they are practised and - in the case of human mobility - embodied. In 

addition, being mobile is more than a well-known routine because it is represented in multiple 

ways - accompanying us during our own movement through space (Cresswell 2006). 

Advertisement, films and literature as well as anecdotes, experiences and chat stories influence 

our specific perception of mobility. Hence, we can state that mobility is not neutral or objective, 

but rather procedurally reflected on and perceived in multiple ways. Hereby it is crucial to 

mention that mobility enables and determines possibilities of human interaction or social 

engagement simultaneously. Mobility itself is considered as a social construction which needs 

multi-layered cooperation in order to continue to exist. John Urry called mobility systems the 

infrastructures of social life:  

“Such systems enable the movement of people, ideas and information from place to place, 

person to person, event to event, and yet their economic, political and social implications are 

mostly unexamined in social science” (Urry 2007, p.12).  

Obviously, mobility-systems are, without exaggeration, one of the primary preconditions of our 

daily life and enable the given lifestyle in various settings worldwide. Mobility infrastructures 

complement the micro-sociotechnical arrangements of vehicles or seat rows in this sense. 

Merged together and surprisingly synchronized they enable interurban movement worldwide 

on a daily basis. However, the marshrutka is not sufficiently described as a technical artefact, 

that more or less functions as an unquestioned black box to move people from A to B. The 

former arguments showed, that marshrutkas are embedded in an ongoing interplay with their 

surroundings and are intertwined with, structured by and structuring urban life.  

Furthermore, this research profits from previous mobility research, which underlined the notion 

of subjectivity (including interpersonal emotions, noises, rhythms and smells) and situational 

encounters, which are seemingly unpredictable but at the same time important pillars of 

individual/collective constructions of identity. Therefore, our perception of place and its close 

relation to space consciousness through mobility should and will be considered in more detail 

in the following.  

2.3.1 Fluidity and Stability in the contingency of urban spaces 

To elaborate on questions of mobility it is necessary to link the above mentioned arguments 

with a procedural concept of space and determinacy. From a marshrutka perspective it will be 
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hard to claim essential singular space-place relations and conceptions. What is proved in the 

sociology long before, becomes quickly evident during a marshrutka ride – that space should 

always be considered as something temporarily realized and produced, as something ever 

changing and multifaceted, as socially constructed, the way in which Durkheim labelled it 

(Durkheim and Swain 1918). In that tradition, the French philosophers Michel Serres and later 

Bruno Latour discredited “scientific geography” as a “science of nearness and rifts”, which rule 

the “tyranny of distance”. Instead, they highlighted the relativity of space measuring. Harvey 

argues in a similar fashion when saying that distance “can be measured only in terms of process 

and activity” (Harvey 1969, p.210).  

One should also mention here the extremely influential representations of space, which are 

deeply connected with narratives of collective/individual identities and subsequently 

constitutive for central societal units such as communities, ethnicities, nations or states. Space, 

in this sense, works as a huge trajectory, where individuals as well as collectives construct their 

sense of origin, identity and allegiance (Gupta and Ferguson 1992). As Benedict Anderson 

famously showed, space has been constantly exploited to invent the notion of nation states in 

the 19th century (Anderson 2006). Mainly the post-colonialist view clarifies in this context, that 

those descriptions of space and place are at first always socially constructed and never 

substantial or pre-existing and, secondly, optionally used as a power-tool of oppression and 

exploitation as well as of emancipation and civil-rights. In his article ‘Location, Intervention, 

Incommensurability’, Homi B. Bhabha indicates the necessity to separate space-conceptions 

from oneself/communities, etc.: 

“The only place in the world to speak from was at a point whereby contradiction, antagonism, 

the hybridities of cultural influence, the boundaries of nations, were not sublated into some 

utopian sense of liberation or return. The place to speak from was through incommensurable 

contradictions within which people survive, are politically active, change” (Bhabha 1989, p.67). 

Of relevance here, is the deep impact of space conceptions on social beings and relations, 

realised through durable and material-constellations as borders, public monuments or 

infrastructures for instance. Roads, railways, walkways, airports and cycle paths are all highly 

charged with social, juridical as well as political meaning. Despite the everyday questions of 

morality, access and participation, they mainly contribute to the stabilisation of space-time 

convictions.  

“These materials come into the network with their own space-time trajectories. [They fulfil] the 

constant need to make actions durable through time and mobile across space” (Murdoch 1998, 

p.361).  
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They engage in a mutual relationship (the particular space perception explains the network, 

similarly the network produces and defines the space (Appadurai 1996)). But then again, these 

perceptions have to be justified through action. If spaces are arranged and made to conduct, to 

guide but also enable specific actions, these actions must still be performed. Only “the action in 

actor-networks configures space” (Murdoch, 1992 p.361). Thus, as Tim Ingold developed it, this 

is more an argument against space per se, against an abstract and empty term and for a fluid 

interplay of performed places, movement and knowledge (Ingold 2009). Additionally, Doreen 

Massey rightly stresses the notion of time to consider places as non-linear and multifaceted: 

“Places are articulated moments in networks of social relations and understandings, rather than 

areas with boundaries around” (Massey 2010, p.66).  

To sum it up in John Law’s words, “space is made. It is a creation. It is a material outcome. Like 

objects, places, or obligatory points of passages it is an effect. It does not exist outside its 

performance” (Law and Hetherington 2000, p.43). But furthermore, spaces are never isolated 

from agencies. They are more like the consequence of an actor’s engagement. Produced by 

myself and my very limited but at least varying knowledge, enacted by construction workers, 

engineers, and drivers but also by techniques, the interplay of road and vehicle, institutions, 

price zones. “Space, however naturalised it may seem, is always an effect or an outcome of 

materially heterogeneous relations” (ibid.).  

Taking this into account, it is interesting to explain where the idea that places are perceived as 

something stable, hardly changeable or even natural and how assemblages produce the 

irrefutable picture of certain places, while failing in other constellations comes from. Regarding 

this, Jonathan Murdoch identifies two sorts of networks, which enable a different perception of 

space. He differentiates spaces of prescription and negotiation. So, on the one hand, we can 

observe: 

“the existence of numerous conventions and local procedures which create that strange situation 

in which human beings and technical objects evolve predictably, as if acted on by rules to which 

they conform” (Callon 1992, p.94).  

Here we can prove one of the main statements of STS-research, namely that technical 

arrangements tend to become invisible for as long as they work properly (Law 2002; Latour 

2011; Callon 2006). A road is unquestioned unless it is closed, blotched with potholes or 

notoriously overcrowded. The underlying translation and association processes that enable 

material, technical and social arrangements are, therefore, only perceived clearly in times of 

crisis, transformation or re-negotiation. The geographical entity of a place “is nothing more than 
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the effect of a particular well elaborated, well delegated, well-embedded set of heterogeneous 

material relations” (Law and Hetherington 2000, p.45). 

This observation leads to the assumption of power geometries within particular space-time 

constellations. Power means here the predictability of network performances. As Latour stated, 

“when you simply have power – in potential – nothing happens and you are powerless; when 

you exert power – in actu – others are performing the action and not you. [Power] as an effect, 

but never as a cause” (Latour 1986, 265). Prevailing perceptions of space are therefore proved, 

protected and stated because they influence the network efficiency. Meanwhile, some networks 

question the common perception of space-time compressions and are not predictable but 

fragile: 

“There are networks where the links between actors and intermediaries are provisional and 

divergent, where norms are hard to establish and standards are frequently compromised. Here 

the various components of the network continually re-negotiate with one another, form variable 

and revisable coalitions, and assume ever changing shapes” (Murdoch 1998, p.362).  

In this sense, marshrutka practices stabilise everyday urban life, they order and arrange 

sociotechnical arrangements, which fulfil basic societal needs. They are able to do so, as long as 

they are not problematized. At the same time, marshrutka are questioning the status quo of 

infrastructure networks in Russian cities on a daily basis. Marshrutkas are simultaneously 

questioning established power-relations (e.g. outdated road-network, absence of proper public 

transport, authority of non-enforced state rules), while claiming their own network of 

governance through hierarchies and power ascriptions (regime of transport). In consequence, it 

is only due to the complaining passengers and drivers, entrepreneurs and politicians, defective 

doors and engines, not applicable rules and control institutions, that marshrutkas become a 

matter of urgency. They do not only question the given safety standards and driving behaviour, 

but also reconfigure their common perception of space and place. The actors involved put in 

question their daily reproduced urban assemblage of movement. This is essential, to put it in 

Graham and Healey’s words, because “the freedom to extend one’s actions in time and space is 

a form of power over space, time, social processes, and people, a recognition which is central to 

an understanding of contemporary cities” (Graham and Healey 1999, p.629).  

2.3.2 Urban space as a materialized power asymmetry 

The academic discourse about urban space marks a broad field of research, myriad perspectives 

and topical focuses. Since the noticeable effects of industrialisation in the 19th century, cities are 

places of interest for researchers, especially in the humanities. The Chicago School of Urban 
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Sociology has largely shaped the sociological perspective. In the 1920s and 30s, cities (in this 

case American or western city models) were widely interpreted as dense agglomeration points, 

which tend to organize the alleged melting pot via segregation, for example, in differentiated 

neighbourhoods – interrelated but distinguishable through habit behaviour, socioeconomic 

status or mentalities (Park et al. 1984). The scientific as well as the belletrist literature discourse 

negotiated the city in multipolar ways - between utopia and dystopia – perceiving urban life as 

progressive and modern, but at the same time as dangerous, artificial, unequal and 

revolutionary (Coutard and Guy 2007, p.714).  

In the late 60s, Manuel Castells denied the unique essence of the city per se and analysed urban 

agglomerations as societal outcomes of given historical-materialistic conflicts. His prominent 

approach of analysing the city through the Marxian economic determinism and his concept of 

human society, consisting of superstructure and base (Castells 1977) indicated a reversal in 

urban studies. It has remained highly influential among urban researchers until today. Others, 

such as Lefebvre and Harvey, followed Castells conception and exposed the former Chicago 

School approach as an ideology to justify “the more fundamental nature of capitalism as a 

framework of social organisation” (Scott and Storper 2015, p.2). Since the 1980s an increasing 

number of scholars have given attention to the global scales of urban performances. Mobility, 

transfer and value-chains, including their consequences on neighbourhoods, money circulations 

and knowledge densities has gained more focus. One major question of urban studies before 

and after the millennial concentration on governance structures within translocal settings. Here, 

cities are perceived as the arena of local participation and articulation, but at the same time 

targeted by national policies and involved in global accumulation processes. Urban politics is 

therefore governing and governed within broader contexts of economic and macro-societal 

commitments (Brenner and Theodore 2002; Harvey 2007; Jessop 2008). Further research 

expanded the focus from single economic depressions through neoliberal market conditions 

towards more encompassing types of processes of inclusion and exclusion within urban settings, 

such as race, gender, origin, class attributions and access to education. Recently the post-

colonial critique of urban theory has offered valuable insights about the empirical short 

sightedness, while widely accepting generalisations of urban theory concerning equally assumed 

space-time compressions and conflicts. Researchers as Robinson or Roy and Ong have 

passionately called for new forms of comparative research, which would deny former mono-

causal concepts and open new units of comparison: 

“Attention to circulations would draw many different combinations of cities into the same 

analytical or political space and the relationships of comparison invoked would be very different 
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from those suggested by the formal, territorializing spatial imaginations of conventional 

comparativism” (Robinson 2011, p.25). 

Through this approach, we can currently observe an ongoing fragmentation of the urban, which 

is ironically very close to the former Chicago School approach of the 1920s. Whether it be the 

neoliberal or the consumer city, the creative or the divided, the gentrified or surveyed - all sorts 

of fragments might be proved or denied through empirical relativism: 

“The city is a universe in which there is real uncertainty and contingency, a world which is not all 

in, and never will be, a world which in some respect is incomplete and in the making, and which 

in these respects may be made this way or that according as men judge, prize, love, and labour” 

(Dewey 1919, p.44). 

Therefore, it is exactly the urban assemblage-approach which might bring these contradictions 

together in one frame. The perception of space as an ongoing relational, ever changing, and 

multi-faceted space-time compression is adequate for an encompassing analysis of current 

urban constellations. The multidimensional, often fragmented ‘urban nature’ can be 

encountered in several settings of the city and for this reason it should be mirrored in the 

empirical data of any urban research. The contemporaneousness of the non-contemporaneous 

as well as the hybridity of manifold spatialities are easily observed in urban everyday life habits. 

Cities “come with no automatic promise of territorial or systemic integrity, since they are made 

through the spatiality of flow, juxtaposition, porosity and relational connectivity” (Amin 2004, 

p.34).  

Therefore, the perception of the urban should be removed from fixed territories - which were 

never fixed – and rather be considered as a junction of several topographies, as an intersection 

of more or less synchronized time-space networks; taking the risk, that one could be 

overwhelmed by the increasing attributions, associations and values the city is linked with. This 

is first and foremost a methodological challenge, which I will follow up on in the next chapter, 

always keeping in mind Georges Perec’s statement:  

“Don’t be too hasty in trying to define the city; it is much too big and there is every likelihood 

that you will get it wrong” (Perec 2000, p.119). 

 

2.4 Towards a methodological approach to researching urban mobility patterns 

As urban life is increasing on a global scale, its description seems to have become more difficult, 

complex and even contradictory. Because of this, urban studies are crucial. The urban encounter 
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is a key category of societal life, which in its highly differentiated sociotechnological 

arrangements must urgently be investigated. For this reason, I prefer an empirical based 

perspective on the urban phenomenon, which observes rhizomatic constellations of urban being 

and making. I, therefore, methodologically deny an a priori affirmation of urban conditions 

including all kinds of suggestions such as liberty, social inequality, neoliberalism or revolutionary 

potential – not arguing that these sorts of urban conceptions do not exist, but shifting their proof 

of existence into the inquiry. I follow here Ignacio Farias, who argues: 

“Inquiry involves open and explorative engagement with the urban [because] it is practically 

impossible to know in advance the definitive list of human and nonhuman actors involved, 

affected or concerned, the scope of their networks or their actual relationships. Urban ‘facts’, 

objects and processes […] are always highly uncertain, controversial, and conflictual” (Farías 

2011, p.366). 

Urban Studies should not be reduced to contain several cause and effect studies. The temptation 

to prove one’s own perspective in a multi-layered setting, where different intentions, 

convictions and action directives are applied and utilised needs to be resisted. Otherwise the 

urban is capitalist, authoritarian, an ecological danger, or a conglomerate of improving 

knowledge and living standards. An assemblage approach would say yes to all of it, if observed, 

but ask about the underlying propositions, relations, and performances. Power structures and 

exploitation mechanisms are in charge and developed but also performed and at least 

temporarily accepted by crucial actors in the field. These network constellations will be 

researched.  

Further methodological tools were proposed by the mobility paradigm during the last two 

decades. The notion that movement in itself, which also includes the prevention or prohibition 

of movement, should be analysed as a constitutional category of social, economic and political 

life demands further development and application of scientific research methods. Investigating 

people, objects, images etc. that are “on the move” requires therefore, besides a physical 

engagement with the research object, an approach to exploring the strategies and institutions 

of actor-networks to build and stabilise underlying infrastructures, norms and standards, which 

conduct the everyday circulation of movement (Büscher and Urry 2009).  

Büscher and Urry propose to engage in multiple ways with their research topic ‘mobilities’. For 

instance, a scholar could observe and participate “in patterns of movement, while 

simultaneously conducting research” (ibid). This gains further importance, recognising that the 

place and time plays an important role for the outcome of interviews. As James Evans and Phil 
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Jones have noticed, walking interviews are deeply affected by the immediate environment 

during the response (Evans and Jones 2011), which is transferable to my personal interview 

experiences. The consequence, however, is not to construct artificial, supposed impact-free 

interview situations, but, the other way around, to engage with the interview partners in the 

unique situation under current circumstances. This in the end allows for a needed multiplicity 

and a research strategy that consciously tries not to simplify or reduce complexity in order to 

produce a coherent story but rather grasp the mess of everyday mobility patterns. Sociological 

research, understood in this way, should, according to Les Back and Nirmal Puwar, aim to “utilise 

our senses in attending to the social world” (Back and Puwar 2012, p.11). As researchers,  

“[we should] learn to embody movement so that ethnography becomes a kind of social ballet. In 

this process the very quality of data makes other kinds of critical imagination possible. Thus, the 

sociologist becomes not only attentive to what people say but also to the doing of social life. We 

become mindful of tacit co-existence, the fleeting, the emotional and sensory” (ibid). 

The aim of this study is therefore to bring together an assemblage approach, which allows to 

investigate both individual engagements as well as structural influences and brings them in a 

vivid format, sensitive towards heterogeneity and inconclusiveness but also attentive towards 

unquestioned habits, institutions and determining conventions of being socially mobile. 

2.4.1 Tracing Urban Mobilities through Situational Maps 

Therefore, to combine a mobility and urban focus in my research framework, I propose to apply 

the concept of situational constellation analysis to investigate marshrutka performances. 

Therefore, I will try to reproduce a specific “social world’s framework, [which] is particularly 

attentive to situatedness and contingency, history and fluidity, and commitment and change” 

(Clarke, 2008 p.113). Adele Clarke puts an effort on the conditionality of research situations in 

her concept of ‘mapping the social’. Analysing social worlds means in this sense to follow ‘the 

interactions of collective actors and discourses’.  

But “in situational analysis, the conditions of the situation are in the situation. There is no such 

thing as “context”. The conditional elements of the situation need to be specified in the analysis 

of the situation itself as they are constitutive of it, not merely surrounding it or framing it or 

contributing to it. They are it. Ultimately, what structures and conditions any situation is an 

empirical question – or set of analytic questions” (Clarke and Star 2008, p.128).  

The preparation of situational constellation analysis (Schön, 2004) will help me to lay out the 

actors involved within the situations, arenas and discourses they are relating to. Clarke’s 

differentiation of three different mapping methods enable beneficial analytical exercises, which 
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may produce in the end the assemblage-sensitive empirical data, I search for. I use Clarke’s 

concept in two ways. At first, she gives a number of mapping tools during the research period, 

which might help me to structure my fieldwork material and can help to decide further research 

strategies. Moreover, the application of mapping during the fieldwork period was an immensely 

helpful exercise for myself as a researcher to keep the overview and not to disappear in the 

gathered material. This is particularly true for situational maps, which may structure the 

messiness of empirical data without reducing its complexity. Those maps aim “to lay out as best 

one can all the human and nonhuman elements in the situation of concern of the research 

broadly conceived” (Clarke 2003). In further steps, Adele Clarke introduces social worlds and 

positional maps, which should be separated from the situational maps because they already 

function as analytical and interpretative tools. Therefore, the social worlds map describes the 

attempt to visualise the main collective actors, key nonhuman elements, and the major struggles 

of negotiation and dispute an actor is involved with. Due to their richness of details, this map 

should lead to ‘thick analyses’12 (ibid, p.554), which circumscribe the actor’s heterogeneous 

involvement in social worlds full of convention and conflict.  

Thirdly, Clarke introduces positional maps as an instrument to change the perspective within 

the process of research analysis. It is furthermore an approach to include notions of 

epistemology, possibilities and limits of expressions within an encounter. Positional maps make 

it therefore possible to estimate and evaluate the ongoing discourses within the field of 

investigations. The methodological and analytical tool of mapping allows me to describe and 

follow the shared discursive spaces within the ‘universes of discourse’. She states, that 

“Historical, visual, and narrative discourses may each and all be included in research designs and 

in the three kinds of analytic maps. Drawing deeply on Foucault, situational analysis understands 

discourses as elements in the situation of inquiry […] The positional maps elucidate positions 

taken in discourses and innovatively allow researchers to specify positions not taken, allowing 

discursive silences to speak. These innovations may be central to some of the next generation of 

interactionist STS studies” (Clarke, 2008 p.128f). 

Clarke’s concept of ‘mapping the social’ appears beneficial for this study because it combines 

useful operational tools of discursive analysis, without losing the close relation to the inquiry 

and the fuzziness of the world outside. Her methodological framework remains open for 

 
12 The term ‘thick analyses’ refers to Clifford Geertz’s widely acknowledged and applied concept of 
“thick descriptions”, which tries to comprehend human behaviour by describing it in detail within its 
unique context. In this sense, the description of behaviour explores knowledge about cultures, 
institutions or historical settings by observing it in practical performances (Geertz 1973). 
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complementation and reconsideration, denying artificial processes of closure. That is why, the 

practice of mapping fits well into the fieldwork period as a structuring aid as well as a challenging 

everyday exercise during the process of data collection. Furthermore, the concept is applicable 

in the later process of interpretation. In this sense, this analysis of the social world ‘marshrutka’ 

as well as the public discourse about urban transport situation may be suitably described and 

analysed via the application of social world and positional maps. However, besides these 

analytical and practical tools, the situational maps also allow one to grasp the emotional 

involvement, the individual and sensual embedment of situational encounters ‘on the move’ 

and include the very affective way of experiencing marshrutka mobility into my research 

framework. 

2.5 Approaching marshrutka enterprises as representative of SME development  

A crucial aspect of the marshrutka practices, in addition to the political, societal and cultural 

dimensions, is their economic importance. Looking at the emergence of marshrutka as a mass 

transportation phenomenon in the nineties and its different modi operandi, one big 

difference/advantage in comparison to other public transport competitors was their flexible 

structure and adaptability that resulted from a decentralised and alluringly simple business 

model. Furthermore, the marshrutka market was not an exception of that time but rather a 

common experience of privatisation followed by a fluid decay of state-run economic sectors as 

a consequence of the market liberalisations after the collapse of the Soviet planned economy. 

From this perspective, the transitional period in the early Russian Federation is mainly marked 

by the extensive emergence of small enterprise economy patterns. While the freed markets led 

to involution of the industry sector with harsh consequences for the fabric workers (Burawoy 

2002), the small scale retail markets and low barrier trade markets were booming (Izyumov and 

Razumnova 2000). In contrast to the common perception that a majority of Soviet people 

showed inability to deal with capitalist markets and competition (Moltz 1993; Duch 1993), the 

marshrutka market, amongst others, proved the opposite, namely that many participants were 

able to adopt and reproduce the new norms and requirements very quickly. In any case, the 

continuous pop up of various retail traders providing food, music, clothes, tobacco or transport 

services such as informal taxis - were very common and characteristic of the early nineties. The 

prevailing image of the Russian entrepreneur in the 90s is that of an extremely rich oligarch with 

morally ambivalent behaviours and nouveau riche airs and graces (Kryshtanovskaya and White 

2005; Zudin 2000). However, the individual small traders, suppliers and providers trying to make 

a living in times of omnipresent uncertainties, were certainly more numerous and, therefore, 

had a more defining impact in the Russian entrepreneurial landscape and beyond.  
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In sum, the intersubjective assessment of the new entrepreneurialism of the Russian society in 

the 90s remain paradoxical. On the one hand “suspicion against entrepreneurs was very strong 

[and they] were often called ‘new robber barons’” (Boutillier 2008, p.145). On the other hand, a 

huge part of the population was directly participating in the small trade business sector, which 

was highly supported by the Russian government, acting as quasi-independent entrepreneurs. 

Therefore, this chapter is concerned with resolving this ambiguity by following the scientific 

debate and analysing the existing empirical evidence.  

2.5.1 The Russian Entrepreneur 

Already in the early nineties, many western scholars, not completely emancipated from Cold 

War thinking, set out to analyse the Russian entrepreneurs and their behaviour in the newly 

created capitalist markets with the aim of improving future cooperation and local economic 

growth. (Hisrich and Grachev 1993; Djankov et al. 2004). While some scholars emphasised the 

inability of Russian entrepreneurs to adapt to the much-appraised western model of 

entrepreneurship, others were critical of the usage of this model as the only measurement stick 

for success. According to the latter group of scholars, even in the West the concept of 

entrepreneurship as an attitude to life is relatively new. In the western countries, a particular 

emphasis on a ‘social’ kind of entrepreneurship started to develop only in the 80s, a period 

where a number of industrialised countries were heading towards privatisation and the decline 

of public bodies and financial support, which was often accompanied by waves of 

unemployment due to the decrease of the industrial sector (Boutillier 2008). Sabine Boutillier 

clarifies the re-utilisation of the “entrepreneurship” concept in the Western context as follows: 

“Since the beginning of the 1980s, developed and industrialized economies have pursued public 

policies to promote new business activities, to create jobs and technological innovation. This new 

entrepreneur is a socialized entrepreneur because he develops his activity in a particular 

economic environment which is structured by big firms (the network firms) and the directives of 

public policy (trend of public expenditure in different sectors, for example education, health, 

transport, energy, etc.)” (Boutillier 2008, p.133). 

Whether this concept of social entrepreneurship is as empirically frequent in Western contexts 

in serving as a role model for sustainable and social-welfare bounded economic prosperity or 

whether it rather mirrors the arrogance of Western capitalists teaching social market economy 

to the alienated Soviets remains open at this point (Boettke 1999; Scharrenborg 1999). What is 

important to note, at this stage, is that the concept of social entrepreneurs has a very specific 

historic, practical and ideologised background and was implemented and promoted in a time 

and setting very different from the transition period after the fall of the Soviet Union. In this 
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respect, it is hardly a surprise, that although the new Russian legislation created a free market 

and business economy in the early nineties, the ideological concept of ‘socialised entrepreneurs’ 

as understood in the West remained unknown or even rather strange due to the daily personal 

experiences of dog eat dog competitions, not least pushed forward by international interests. It 

should, therefore, not come as a surprise that the post-Soviet development of entrepreneurship 

and enterprise is sharply different, argues Boutilliers. From a linguistic perspective, Alexei 

Yurchak, supported the argument above by pointing out to the lack of words to describe new 

entrepreneurialism, hence the introduction of new anglicisms in the 90s, which are still used 

today such as “biznezmeny (businessmen), bankiry (bankers), brokery (brokers), dilery (traders), 

ekaunt-menedzhery (account managers), kopiraitery (copy-writers)” (Yurchak 2003, p.72). 

These developments in the Russian language indicate the deep impact of neoliberal belief on 

the early transition period from 1987 to 1993 for both Russian society and its individuals 

(Ryazanova-Clarke and Wade 2002, p.75ff).  

Furthermore, one has to keep in mind “the psychological antipathy to entrepreneurship during 

the Soviet period […] Not only was the activity of entrepreneurs illegal but even the concept of 

private enterprise was difficult for most Soviet citizens to understand” (Buyske 2007, p.52). Thus, 

despite its literal proximity to the Western concept, the phenomenon of the first ‘Biznesmeny’, 

better described as highly hybrid actors with excellent connections to new and former societal 

elites and experts in building trust networks in times of uncertainty rather than creating social 

enterprises, is a widely dissociated occurrence within a very unique development trajectory. As 

Burawoy strikingly summarizes: 

“With the disintegration of the administered economy, each unit seeks to maximize profit but 

not through investing in or regulating production but through exploiting its monopoly position 

within a system of trade […] this was a ‘pre-bourgeois pursuit of profit, what Weber called 

speculative, adventure, booty capitalism, a form of mercantilism, and not his ‘rational capitalistic 

organization of (formally) free labor’” (Burawoy 2002, p.278f). 

2.5.2 The rise of private enterprises 

While the sociological typology of a Western entrepreneur was not easy to transfer to the 

Russian context, this was at first glance much easier in case of the relabelled and reorganised 

company structures. For instance, the enormous increase of small and middle-sized enterprises 

in the Russian transport sector, from 2000 enterprises in 1996 to 19 300 enterprises in 2000, 

underlines the great changes that were taking place. Furthermore, the real numbers of self-

employed mobility providers were most likely much higher (Astrakhan and Chepurenko 2003). 

It could be said, that a unique type of ‘entrepreneurship’ has been flourishing in Russia and the 
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post-Soviet states. Already in 2001, up to 45 percent of the Russian employees worked in small 

or middle sized enterprises and produced around 40 percent of the national GDP (Russian 

Resource Centre for Small Entrepreneurs 2002). The increase in the number of SMEs can be 

explained by the necessity that arose out of the lack of other forms of employment as well as 

low or non-existing welfare services. 

As a matter of fact, economic development is deeply connected to the political constrains, 

financial insecurities and societal transformations of the time. As Alessandro Kihlgren has 

pointed out, the young history of the small business sector in Russia is accompanied by a number 

of constraints, namely: (1) high levels of corruption; (2) strong income inequality; (3) a business-

unfriendly legislative framework and the general situation of instability caused by the lack of 

clear rules; (4) the scarcity of financing for small businesses; (5) the economic conditions of large 

industrial enterprises; and (6) a high level of crime  (Kihlgren 2003, p.197). All the more 

astonishing is the fact that entrepreneurial activities were established and successfully stabilised 

in these highly unpredictable environments. 

Astrakhan and Chepurenko, for instance, described the upcoming of Russian entrepreneurs as 

an initial attempt to formalise the “’black-holes’ of the then planned economy, using the capital 

and human potential that existed in the depths of the shadow and criminal economies of that 

time” (Astrakhan and Chepurenko 2003, p.347). Seeing the excesses of the first wave of 

‘entrepreneurial’ behaviour, the Soviet regime introduced a legal framework for enterprises, 

mentioning for the first time a notion of private property in the economic sphere of the Soviet 

Union. Hence, the law only accelerated white-collar crime by implementing two distinct but 

parallel markets, the old Soviet controlled one, highly undersupplied and deficient, as well as a 

monopoly driven liberalised market without any inspection mechanisms and, therefore, highly 

exploitative. Then the widely spread privatisation demolished in a very short period of time most 

parts of the former production sites by establishing ‘profit-oriented’ daughter firms, while 

exploiting the former mother companies, which enabled enormous gains by a happy few. While 

a huge effort was made to hide these developments from the general public, they did not go 

unnoticed. But it was the small-scale privatisation that really concerned the masses of people 

awakened in a dog-eat-dog capitalism. 

“This was the small-scale privatisation that was underway, workforce lay-offs in the public sector 

and the growing understanding that from now on the future of any individual depends on his 

own activity only. This wave gave rise to small business as a mass and booming phenomenon in 

Russian economy. It was around this time that self-employment and family micro-business began 
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to develop rapidly, largely in the sphere of petty retail export–import trade and services” 

(Astrakhan and Chepurenko 2003, p.348). 

Once again, the sketched development underlines how far apart the first Russian business 

owners were from the ‘socialised’ entrepreneur, developed in the context of western markets 

as an intermediate piece between big and sometimes immovable companies on the one hand 

and as a modernisation engine for saturated markets on the other hand (Boutillier 2008). In 

Russia there were basically two forms of entrepreneurship: the previously mentioned small 

business traders, trying to resist the harsh living conditions of that time; and a new economic 

elite, known as oligarchs, who made financial gains out of the anarchy of the transition period 

through morally ambivalent decisions (Watson 2013b; Yurchak 2003). Therefore, the 

developments in the Russian business landscape and practices remained distinct from Western 

concepts of entrepreneurship, although they were not without influence as a discursive 

disposition in the societal dispute of transformation.  

For instance, Kuznetzov et al. stated that even though the Russian market was ‘liberalised’, the 

Russian entrepreneurs were faced with different requirements and challenges as compared to 

their Western counterparts: “Although, the successful Russian entrepreneur must have all of the 

characteristics of Western entrepreneurs, […] these are not sufficient without participation in 

the informal networks” (Kuznetsov et al. 2000, p.106), which require a reliable set of networks, 

resources of knowledge and influence, overall a range of “intangible assets” (ibid.) in order to 

establish oneself in a successful position. With this in mind, the researcher Mike W. Peng 

identifies four types of entrepreneurs, which are most likely able to adopt to the difficulties of 

economic turbulences; namely farmers, grey individuals, former cadres and professionals (Peng 

2001). However, they are all comparable in their unique possession of knowledge resources and, 

therefore, in their powerful position of influence within specified societal sectors mainly 

depending on personal ties and therefore characterised by reliable network relations.  

Since the Millennium, the support of SMEs within the Russian economy has also been a major 

topic of political concern. The then newly elected president of the Russian Federation, Vladimir 

Putin, campaigned for modernisation of the bureaucracy to stimulate business growth. And 

indeed, from 2001 to 2003, the Russian government passed a number of laws concerning 

inspections, licensing, registration, standardisation and certification as well as a simplified tax 

system in order to improve the situation of SME and to encourage further development and 

growth within this sector (Shchetinin et al. 2005). Gail Buyske underlines the relative success of 

these reforms by stating: 
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“As an example, the average number of inspections per company in a six-month period fell from 

3.32 to 2.39 between 2001 and 2003. Also, whereas only 17 percent of new companies were able 

to register within one week in 2001, this percentage had increased to 47 percent as of 2003 […] 

Federal revenue from the simplified tax system increased by 48, 9 percent in 2004 and another 

21.3 percent in 2005. Finally, the number of registered small businesses increased [and] even 

more noteworthy, investment in fixed assets increased by 47.4 percent in 2004” (Buyske 2007, 

p.89). 

In general, the first years after the millennium marked a time of significant economic growth 

and consolidation for the Russian Federation, which ended abruptly with the worldwide financial 

crisis in 2009, strengthened and extended through the long lasting decrease of the global oil 

price since 2014 (Kudrin and Gurvich 2015). During Vladimir Putin’s first eight years as president 

of the Russian Federation (2000-2008) the GDP grew from $200 billion in 1999 to $1.680 billion 

in 2008. When Medvedev took over the presidency, Russia was the eighth largest economy in 

the world (Rutland 2013, p.352). However, these statistical numbers do not mirror the low social 

wealth of the majority of people due to an extreme social inequality that exists in the country 

(Shlapentokh 1999; Remington 2011). The government missed the chance during this 

prosperous period to merge the two separate segments of the Russian economy, namely the 

new highly influential elites with huge amounts of resources (oligarchs) and the regional 

emergence of entrepreneurial activities with limited access to resources and capital.  

“This gave Russia its characteristic dichotomous corporate structure: one born out of close 

integration (and capture) of the state, and the other as free entrepreneurship. The free 

entrepreneurship model was a result of (a) a weak state, (b) tax evasion, and (c) the rising 

demands of business” (Goyal 2014, p.158).  

Indeed, the interplay between proximity and distance to the state plays a crucial role within the 

marshrutka business as well. The above mentioned free entrepreneurship model, where newly 

emerged, self-dependent entrepreneurs try to figure out their role and margins of profit within 

low-barrier markets, is arguably the proper setting for marshrutka-entrepreneurs. Therefore, 

the following chapters concentrate on the circumstances these entrepreneurial actors have to 

deal with in their everyday economic activity.  

2.5.2.1 Do you need money? - Bank sector development and credit practices  

Billboards advertising different types of credit institutions are a daily observation in post-

socialist Russian cities. You can see them on the window of any bank institute; offers varying 

from credit cards to easy to acquire short-term credits or on several bus stops throughout the 

city where money seems to be only one phone call away. Although a common practice for a 
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majority of the population, microcredits lost their credibility, at least if we are to believe the 

public debate on credit practices in the last years (Kajak 2015; Rimma 2015). In particular, 

microcredits from dubious salesmen indicate a defective banking system, which fails to address 

individual financial needs and leads to the rise of criminal structures filling the gap that the 

banking sector leaves behind.  

And indeed, the Russian banking system was often accused publicly of hampering or at least 

slowing down the economic growth especially of small and middle-sized enterprises because of 

their focus on other more profit-promising bank services. Already the mere number of banks, 

which reached 2500 in the early 90s, shows the attractiveness of bank businesses during this 

time. This is how Gail Buyske, a development banking consultant who advised organisations such 

as the World Bank and USAID in the 90s, has explained the reasons for the underfunding of SMEs 

by the Russian banking sector in the early nineties: 

“Aside from very low capital requirements (US$100,000) and loose fit and proper screening, 

there were other important reasons for the proliferation of banks in Russia. In particular, banks 

unlike other corporations were allowed to deal in foreign exchange and could hold accounts with 

foreign banks. This meant that owning a bank could facilitate capital flight and money laundering. 

In addition, banks could be used as corporate treasuries for economic groups of non-financial 

enterprises. In other words, banks could tunnel loans to related companies at rates of interest 

that had more to do with tax optimization than true cost of capital. Finally, banks also provided 

a vehicle for speculative investment in securities” (Anzoategui et al. 2010, p.10). 

The situation changed dramatically after the Russian financial crisis in 1998, which led to a 

decrease in financial institutions. In the aftermath of the crisis there were 1000 different banks 

left, compared to the 2500 different banks beforehand. The small number of institutions, 

however, is not indicative of the existence of high competition within the sector. As a matter of 

fact, a closer look at the main players (Sberbank, VTB group, Rosselkhozbank and Bank Moskvy), 

which together held 81.7 percent of the group assets in 2009, shows that the consolidation of 

the banking sector in the 2000s led to a power concentration of resources in the state-owned 

banks (Vernikov 2009). On the one hand this led to stabilisation of the financial sector and 

therefore of the economic side as well, on the other hand the low competition between the 

banks prevented them from investing more in small and middle-sized enterprises . This, in a 

logical progression, is the reason why SMEs, which mainly depend on lending practices, often 

have to rely on informal credit providers:  
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“The approximately 1200 of such nonbank lenders as of year-end 2005 had microloans 

outstanding of over $500 million to about 400.000 borrowers, which is approximately the same 

dollar amount of microfinance lending by commercial banks” (Buyske 2007, p.146). 

The low credibility of such providers together with problems of the loan size often lead to 

difficulties for the SMEs. For instance, informal or non-institutionalised lenders often require 

high interest rates and are characterised by a lack of reliability and responsibility towards their 

clients. This was demonstrated in the CEFIR-World Bank report from 2004 showing that 50.1 

percent of the Russian entrepreneurs did not have enough resources (money) to invest in further 

growth. Furthermore, only 15.8 percent of new entrepreneurs were funded via bank loans 

because the requirements were not acceptable or the bank declined funding (CEFIR 2005).  

For the past, present and future marshrutka business, the difficult credit system in Russia will 

remain a crucial point for its design and outlook. It goes without saying that money shortages, 

at least on the micro-level of individual drivers and small entrepreneurs, highly influence the 

marshrutka practices, for instance, in obstructing the consolidation of the market. Nevertheless, 

in spite of the barriers, marshrutka entrepreneurs - ranging from vehicle park owners to route 

operators and car-owning drivers - were able to stay in business because of the low cost of 

running the business and the stable flow of money as the passengers were dependent on this 

mode of transport. However, the financial consolidation and credit practices of marshrutka 

actors will be of importance in the further analysis of this study. 

2.5.2.2 Post-socialist transition as a crisis of property regimes 

The notion of property in the post-socialist context is as versatile as the encounter with 

entrepreneurial activities or loan practices due to the fact that their semantic horizons and 

interindividual importance changed fundamentally during the transition period. Indeed, the 

entire macro-narrative of reforming the former Soviet Union and its planned economy into 

independent nation-states with free market economies is inevitably linked with questions of 

property modifications. Whether it is the recirculation of estate markets, the chaos within the 

agricultural sector or the destruction of major industrial plants, the outstanding role of property 

shifts during the transition years is clearly visible. Furthermore, the very personal experience of 

property loss following the years of inflation and mafia-like expropriation should also be kept in 

mind. Therefore, one could easily describe the post-socialist transition period as a crisis of 

questioned property regimes. 

As the explanations above have shown, mono-causal developments of both property shifts and 

property perceptions are reductionist and insufficient. Arguably, the simultaneous existence of 
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differing practices of property, which clashed within multiple negotiations in various societal 

settings, is constitutive of the transition period in the nineties and beyond. As Marianna 

Pavlovskaya has rightly pointed out: 

“These constantly intermixed traditional, informal, customary, as well as private, collective and 

state practices of property have created conditions in which the fragmented post-Soviet 

economic landscape has emerged” (Pavlovskaya 2013, p.1317). 

It follows that there isn’t a parallel existence of different legacies and norms but a merged and 

complex reality, performed in countless situational contexts, where different layers of property 

meaning have converged in new forms of legitimation of possessions. However, these 

negotiations and stabilised networks of ‘ownership’ are, of course, not hierarchically free but 

drawn by power relations and unequal abilities to counteract. Above all, the early nineties were 

perceived by a majority of the people as times of arbitrariness, despotism and powerlessness 

(Bridger and Pine 1998). Nevertheless, especially in times of crisis, there is an obvious notion of 

extended spheres of action and attribution in networks of fluidity. Property is the result of 

societal negotiations and indicates a particular understanding of the social order and inter-

objective consensus; hence, it is by definition constantly changing. In this sense, a claimed crisis 

of property regimes - following the introduction of neoliberal markets and thereon oriented 

frameworks of law, behaviour and affiliation - point to ongoing conflicts of justification (Lindner 

2013; Stark 1996).  

The empirical evidence of this study contributes to a fluid or ‘fuzzy’13 (Verdery 1999) notion of 

property. Marshrutka practices were from the very beginning a reconstitution of property 

regimes, especially claiming the right to re-utilise public space. Until the present time, 

marshrutka lines use spaces with unsettled property rights in urban agglomerations; they do not 

have designated depots, maintenance areas or proper stops. Furthermore the outlook of 

everyday marshrutka practices has the imprint of both former Soviet legacies, for instance in the 

form of working plans, control institutions or self-designation14 as well as new ‘capitalist’ orders 

 
13 The anthropologist Katherine Verdery uses the term ‘fuzziness’ to describe property changes within 
the unique post-socialist setting of Transylvania’s decollectivization process. Her concept includes the 
blurred boundary between public and private, the expressive and therefore temporary character of 
property rights and definitions and she emphasizes the multiple co-existing layers of general property 
regimes present within one situational context (Verfery 1999, p.104; Lindner 2013, p.1280).  
14 Following the empirical research outcomes of Breslavskij (Breslavskij 2006) and Shajtanova 
(Shajtanova 2014), the solidarity and self-description changed fundamentally during the last two 
decades. Breslavskij cited marshrutka drivers situating themselves as brigadiers in a working collective. 
Shajtanova points to the fact of collaboration between the drivers. This phenomenon sharply differs 
from my own observations, where drivers hardly know each other and rather see competitors rather 
than comrades in other drivers. 
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of property and responsibility. As proposed, neither the first nor the second approach 

sufficiently describes the ongoing practices of property, because they lay in the hybrid 

realisations of everyday individual performances kept together in a broad common compromise 

- marshrutka rides.  

In this sense, I would agree with Timothy Mitchell and deny static conceptions of markets and 

property, which as dispositive statements already contain the abuse of power and structures of 

influence. This also means to oppose the approach for a predictable marketization process 

within times of transition: 

“We have to avoid the assumption that capitalism has an ‘is’ and take more seriously the 

variations, disruptions, and dislocations that make each appearance of capitalism, despite the 

plans of reformers, something different” (Mitchell 1998, p.248). 

Therefore, I suggest to apply Gibson-Grahams concept of diverse economies converging each 

other in concrete settings of concern (Gibson-Graham 2008). This framing allows for wider 

conceptualisation of economic practices, property perception or loaning habits in times of 

transition. Because various economic legacies, hybrid forms of capitalist/soviet norm-systems 

and action practices might be observed both in juxtaposition and mutually interwoven 

(Golubchikov et al. 2013). Therefore, a deductive perspective on enterprise frames and 

constitutions seems insufficient to describe ongoing economic practices. Gibson-Graham point 

towards the performativity of economic practices, which are a rich source for ambivalent 

capitalist behaviour because they do not consist of exclusive capitalist economies. Indeed, they 

observe many societal practices that are clearly economically driven but not solely included in 

the concept of mono-capitalist frames, such as, care, social, informal or housework economies 

(Ironmonger 1996; Gibson-Graham 2008). Therefore, 

“the diverse economy framing opens up opportunities for elaborating a radically heterogeneous 

economy and theorizing economic dynamics that foster and strengthen different economies” 

(Gibson-Graham 2008, p.618). 

2.5.3 Informal formalities. Economic activities as complex action patterns 

Speaking about informality, an investigation of marshrutka practices might expose the different 

economic patterns that are implemented in one network – often easily coexisting in order to 

combine antagonistic interests or to be represented in different groups of concern. Informal 

practices, in this sense, must be analysed as determined through or at least intertwined with 

formality. The anthropologist Larissa Adler Lommitz indicates the close connection between 

formal/informal economy strategies in societies in the eighties:  
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“Informality […] is an intrinsic element of ‘formality’ insofar as it is a response to the inadequacies 

of formalization. It is an adaptive mechanism that, simultaneously and in a vicious cycle, 

reinforces the shortcomings of the formal system” (Lomnitz 1988, p.43). 

In my study, I further follow Schneider et al., stating that informal practices belong worldwide 

to the characteristics of economic organisations, relations and practices (Schneider et al. 2010) 

and point at the crucial role of informal economic relations for the sustainment of various 

entrepreneurial acts with ambivalent consequences. Therefore, I propose to conceptualise the 

term ‘informality’ as a discursively generated power force, which can be applied to demonstrate 

hierarchical representations within communities.  

Simultaneously, informal action strategies might be described as the outcome of states’ inability 

or unwillingness to rule or conduct. In this sense, the normative power to claim something 

formal/informal is related to the enforceability of expected behaviour patterns. Marshrutka 

mobility shows this fight for gaining the sovereignty within the discourse, the struggle between 

settled and bottom-up style market mechanisms on the one hand and state interventions to 

exert desired performances on the other hand. Alena Ledeneva describes the ambivalent nature 

of economic patterns in Russia, observing “new practices that emerged and functioned 

ambivalently in order to serve the transition: they both supported and subverted the post-Soviet 

political, judicial and economic institutions” (Ledeneva 2014, p.16).  

Referring to the Soviet and post-Soviet case many scholars interpreted informality as a coping 

strategy in late Soviet times and during the years of transition (Polese 2014; Humphrey 2002). 

Already in 1989 Eleanor Smollett described the importance of informal economic relations to 

master the difficulties of the everyday life by establishing an ‘economy of jars’ based on kindred 

relationships (Smollett 1989)15. The ‘second economy’, mainly based on informal relationships 

and trust networks, were widely interpreted as a reaction to the deficits of many household 

goods during the Soviet period (Shelley 1990), while on a second layer the negative influence of 

those habits on the supposed ‘first economy’ were pointed out in many respects. In an article 

from Sovetskaya Kul’tura the author indignantly states in this respect in 1989:  

“We have turned into a nation of thieves of epidemic proportions. There is scarcely a single one 

of us who doesn’t steal something. We steal from our plants and factories: sugar, coffee, tea, 

candy, screws, boards, transistors, paper. And from the enterprises where we work, we steal time 

– we arrive at work late, and in the middle of the working day we take time off to run our own 

personal errands” (Altman and Morrison 2015, p.754). 

 
15 See also: concerning the marshrutka case (Zhajtanova and Kuznetzov 2014, Sorokina 2008) 
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The attitude towards the safe working place changed of course fundamentally with Russia’s turn 

to a neoliberal economy via an “involutionary road to capitalism”16 (Burawoy 2002, p.1). Mass 

unemployment, inflation crisis and the collapse of the welfare state turned the former world 

upside down and led to an existential threat for the population. However, as Burawoy also 

pointed out, the economic frame changed but informal reaction mechanisms remained intact 

and proved the ability to feed families and communities (Burawoy 2009). Although, the welfare 

of the population has increased during the last decades, informal relations at the workplace, 

which to some extent still stay in Soviet tradition and manifestation, can still be observed as 

crucial features of economic organisation in the Russian Federation (Clarke 2004).  

Despite the sole statement that there are informal activities, it is therefore even more 

challenging and the task of this study to ask for the function, emergence, development and 

counter-developments of established practices. Following this, Polese, Rekhviashvili and Morris 

describe possible variations and preconditions of informal governance (Polese et al. 2016). 

According to them, a state intervention assumes that an informal practice already went through 

a development process and through a certain level of informal institutionalisation in order to be 

acknowledged by the local authorities and considered as socially relevant. Furthermore, they 

estimate four strategies of intervention by authorities confronted with informality, namely 

institutionalisation, contentious policies, liquidation and failed repression (ibid, p.19). As 

informal practices emerge to complement formal frameworks and mostly point to deficiencies 

in a system, one way to deal with informality is simply to formalise or translate informal practices 

into a reconsidered legal framework (institutionalisation). Contentious policies are most likely 

to observe, when “authorities try to repress it, but the practice persists, and people start 

confronting the authorities, claiming that it is their right to engage in such a practice” (ibid, p.19). 

Liquidation and failed repression are in consequence the results of a successful or failing 

intervention of ‘formalised’ authorities and influence the further development of informal 

practices.  

Concerning the many marshrutka markets in Russian cities, it is impossible to generalise criminal 

economic action patterns as well as certain degrees of informality. This study aims therefore for 

a situated survey, which asks for actor’s perspectives and action strategies in divergent tension 

struggles of individual, collective and structural conventions of realising urban mobility. 

 
16 Burawoy calls the societal transition period following the breakdown of the Soviet Union in one of his 
literature reviews “the Soviet descent into capitalism” (Burawoy 1997). The ‘involutionary road to 
capitalism’ refers another essay but in this direction to the catastrophic effects of a solely economic 
directed transition, which misses a broader transformation of welfare institutions and production sites 
(Burawoy 2001, p.280 ff). 
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However, informal practices are – upon a cursory look in the local newspapers – at stake on 

different levels of the enterprise structure and plays a significant role in the public perception 

of marshrutka mobility but also in the local negotiations of transitions in transport (Koltashov 

2015; Kislov 2018; Mozhejko 2018; Najden 2013). According to corresponding articles, three 

primary weaknesses can be identified in many private transport sectors of contemporary 

Russian cities, which invites for an informal examination. The most dubious and black boxed is 

the process of licensing, when the local municipalities allow certain operators to serve 

designated lines (Zacharkin 2016). Furthermore, the opaque property structure of vehicle parks 

remains prone to misuse (Vvodin 2016). Lastly, the high amount of grey working hours, which is 

mirrored by low tax-income, as well as non-transparent working permissions in the case of 

migratory labour, are described as common informal practices in the business (Zolotuchina 

2016). However, all these practices are deeply intertwined with the underlying legal framework 

of marshrutka practices in general and cannot be claimed as distinct from local authorities’ 

interferences. The somewhat conflict-prone framework of marshrutka businesses must, 

therefore, be analysed in detail in the upcoming chapters in accordance with the theoretical pre-

assumptions discussed in this chapter.  

2.5.4 Conclusion 

At first glance, after considering the economic circumstances of marshrutka development, it is 

still difficult to estimate the valuation of marshrutka businesses. Some praise the big success of 

post-socialist Russian entrepreneurship as a guarantee of affordable transport opportunities, 

which moreover rescued Russian urban life in times of crises and state absence. Others 

vehemently demand to replace such ‘criminal’ and anti-social business practices. Altogether the 

marshrutka combines a specifically constructed ‘post-socialist’ and individually perceived reality 

locally settled but associated within broader regimes of justice and informality, profit and 

survival, exploitation and provision. Within this steadily re-negotiated tension, the marshrutka 

practise appeared as a multiple but system-immanent economy. In this sense, marshrutka 

economies ensure the income of numerous people. For instance, in Volgograd, the regional 

Transport Association recently published that at least 3000 households of the city directly 

depend on the marshrutka sector (Pollavskaja 2015).  

The last two chapters introduced academic discourses about informality, property as well as 

entrepreneurship and applied them to development within the Russian Federation during the 

last three decades. Therefore, I also discussed the constitution of the Russian bank sector and 

the role of microcredit practices for the SME-sector. These chapters lay the background for 

further analysis in the upcoming discussion of my research results. The importance of enterprise 
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structures, money circulation and financing practices were particularly significant for my 

interview respondents. Therefore, I also need to develop a methodological strategy to 

operationalize this dimension of my research topic. 

 

2.6 Towards a multi-sited ethnography of entrepreneurship 

First of all, I do not conceptualise an isolated study of entrepreneurship distinct from the 

immediate environment outside an entrepreneurial frame or narrative. Quite the contrary, I 

interpret entrepreneurship as a range of entrepreneurial behaviour, as a social practice with 

ambivalent and multiple contexts and settings. Tony Watson adds, referring to one of his 

fieldwork outcomes: 

“Thus, in a very brief ‘slice of life’ in a single entrepreneurial setting, we have seen coming 

together entrepreneurial action, individual identity work and changing life orientations, 

institutional logics and processes of effectuation and organizational emergence” (Watson 2013b, 

p.418). 

Following this argument, a combination of pragmatist theoretical approach entangled in a 

ethnography based research framework may help to shift “our focus from ‘entrepreneurs’ to 

forms of exchange activity, we are able to recognize the role that elements of enterprising deal 

making play in professional, governmental and ‘social enterprise’ spheres as well as in the 

‘everyday entrepreneurship” (Watson 2013a, p.16). Entrepreneurial actions mean in this sense 

a creative way of dealing with everyday circumstances, conditions and opportunities based on 

a specified local setting, historical development and social change. From a pragmatist 

perspective entrepreneurial-research means not to search for an underlying concept of ‘good’ 

or ‘bad’ enterprises, neither to seek for ‘true’ or ‘beneficial’ concepts, but to ask the question 

what entrepreneurial structures contribute to the performances of the actors involved. How do 

enterprises conduct everyday marshrutka practices and what role economic behaviour plays 

within the marshrutka sociotechnical arrangement? I already referred to the divergent 

application of Western economic terms as entrepreneurship earlier in this text. Concerning this 

observation, I am interested in exploring the extent to which entrepreneurial actions are 

perceived by the actors as such and how they re-enact them/give meaning to them? Considering 

this, Michael Storper and Robert Salais reflected on the role of researchers in the field of 

economic behaviour: 

“To understand what economic actors do, we must examine quite closely the situations in which 

they find themselves. Even when actors describe their own actions in terms of laws […] our 
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theories do not have to accept those descriptions as ‘truthful’ (or lawful) – nor do they authorize 

rejecting them as irrelevant falsehoods. Instead, we must analyse the extent to which actors 

actually use such descriptions or hypotheses to represent their practical problems, and how, as 

forms of lived social life, the descriptions affect the real course of economic action, irrespective 

of their ‘truthfulness’. Our starting point is therefore the individual’s interpretative effort, a 

strong form of action in and of itself” (Storper and Salais 1997, p.15).  

Here, the application of multi-sited-ethnography shall contribute to my methodological 

perspective. George Marcus developed his multi-sited approach in 1995, criticising a still 

widespread ethnographic approach of producing ideally complete and holistic representations 

of clearly framed research objects in one local setting (Marcus 1995). By introducing six different 

modes of construction (ibid, p.105), Marcus reasonably expands the methodological toolbox of 

ethnography and highlights its constructive nature, ascribing researchers the role of activists in 

the study (ibid, p.113). However, his essay contains more than a critique on former 

anthropological research methods by introducing a set of research trajectories, which round out 

empirical investigations sensitive to multiplicity and heterogeneity. Multi-sited ethnographies 

might therefore apply Marcus’ techniques of grasping complex phenomena in fieldwork settings 

by following the people, things, metaphors, plots and stories, biographies and conflicts 

entangled with the objective of research. This call for multi-perceptivity generate 

ethnographies, which per se are characterised by empirical ambivalence but at the same time 

contribute to the richness of empirical data in qualitative research settings. A multi-sited 

ethnography approach no longer asks for comparison and strains between locations, countries 

or social groups but observes the fragmentation of phenomena and its translation into many 

fields of belonging. Thus, Marcus is pointing on the multicity of phenomena and on its multi-

locality.  

Therefore, George Marcus problematizes conventional ethnographic research in his attempt to 

isolate the observations from external impacts. By introducing his concept of a multi-sited-

ethnography he emphasizes the intersubjective relations and connections rather than accepting 

quasi-natural boundaries. 

“Multi-sited research is designed around chains, paths, threads, conjunctions, or juxtapositions 

of locations in which the ethnographer establishes some form of literal, physical presence, with 

an explicit, posited logic of association or connection among sites that in fact defines the 

argument of the ethnography” (Marcus 1995, p.105). 

Kjeldgaard, Csaba and Ger developed in their study an extension of Marcus’ methodological 

approach known as multi-sited ethnographic market studies (Kjeldgaard et al. 2006). In their 
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work, the authors emphasise the existence of transnational relations in local markets and a 

‘glocal’ perspective on everyday market performances. In this sense, the multi-sited influence 

of norms, regulation patterns, economic exchange practices, labour and technology mobility 

turn out as very important circumstances, which co-conduct my research object.  

Particularly and in conclusion of this chapter, I am convinced that Marcus’ approach will help 

me circumscribe the various patterns of action around enterprise performances. SME-

regulations, financing plans, and tax calculation are well-fitting metaphors to describe this, or 

economic rules, interventions and imaginaries might serve as plot and story narratives. 

Therefore, the objective is to follow the operators, dispatchers, and passengers in their 

economic role and tell the underlying story of the driver’s ideal of independency. I consider the 

cost tables of vehicle maintenance, investigate the divergent property structures and participate 

in operator’s protest meetings against the local authorities. As a whole, this methodological 

approach aims to engage with the entrepreneurial acts of my research respondents and to 

comprehend the interplay between personal initiatives and economic practices and the more 

determinant structures which are reproduced by the actors involved. Thus, I try to carefully 

describe the manifold emphasis of accentuated entrepreneurial acts in the marshrutka business. 

 

2.7 Approaching the marshrutka as a political tension struggle 

The marshrutka is thus contested as a sociotechnical arrangement, a space-determining mobility 

device and as a multiple economic formation and practice. Additionally, I should further describe 

marshrutka-mobility as a crucial policy-concern. I argue that marshrutkas should be considered 

as a case of ‘governmobilities’ (Bærenholdt 2013). As an important aspect of the public debate 

about urban transport development in contemporary Russia, marshrutkas are of political 

concern. In newspaper discussions marshrutkas are often described as a symbol of ‘anarchical 

times’, as the aim of political, economic and civil societal reforms but somehow hard to 

‘domesticate’ (Degot’kova 2016; Ermakova 2016). This public perception of marshrutka 

practises analysed through the lens of mobility studies might contribute to a Foucauldian 

investigation of power struggles in the field. It might further help to recognize:  

“the meanings of mobility/immobility as forms of distributed power and subject formation, 

pointing toward the significance of discourses and visual representations of speed and slowness, 

the production of normalized mobile subjects and governance through mobilities” (Sheller 2014, 

p.792). 
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In his lectures about governmentality Foucault claimed that the sovereign state and its 

presumed counterpart, the modern individual subject, co-determine each other’s existence 

(Foucault and Burchell 2011). As forms of knowledge, technology and social being are in charge, 

they limit our perception of an evenly conducted environment. Governing, in this sense, doesn’t 

sufficiently work through raw violence or power oppressions but much more efficiently through 

the guidance of the obstacles, that limit the imaginations of ourselves (ibid.). Governance is 

therefore prominently defined as follows: 

“The contact point, where the individuals are driven by others is tied to the way they conduct 

themselves, is what we can call, I think, government. Governing people, in the broad meaning of 

the word, governing people is not a way to force people to do what the governor wants; it is 

always a versatile equilibrium, with complementarity and conflicts between techniques which 

assure coercion and processes through which the self is constructed or modified by himself” 

(Foucault 2015, p.203f). 

So, speaking about ‘governmobilities’ means to investigate the existence of system immanent 

rationalities that explain the practices in use. In his work Discipline and Punish (Foucault 1977), 

Foucault shows how governing regimes are fluid and changing over time, for instance in the use 

of discipline in the military sector. Rationalities become in this sense, time-limited legitimations 

for a specific governmental program. Coming back to my research, I should also try to 

understand marshrutka mobility through the question of rationality in this case. What is taken 

for granted within the collective marshrutka narrative? How are they shaping the nature of being 

and the way how the urban environment is perceived? How are marshrutkas justified? And are 

they considered as something just? 

Kaufmann’s notion of motility plays a crucial role in this context. “Motility can be defined as the 

capacity of entities (e.g. goods, information or persons) to be mobile in social and geographic 

space, or as the way in which entities access and appropriate the capacity for socio-spatial 

mobility according to their circumstances” (Kaufmann et al. 2004, p.750). The term motility 

highlights mobile inequalities and refers to different levels of the ability to be mobile. Via 

different amounts of capital (including financial, human, social and cultural capital (Bourdieu 

2011)) one might measure or at least allocate the access of a person/ social group/ local setting 

to different mobility means. The concept also includes notions of asymmetrical power struggles, 

which a priori - via the intermediate stability of segregating infrastructure supply – exclude/ 

include huge numbers of people via their potential (non-) access to movement.  
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An awareness of divergent motility rates might serve as an instrument to dismantle mobility as 

“a political technology […] through which we come to control the social body in its finest 

instruments” (Foucault 2007c, p.159). Here, mobility is understood as a materialized part of 

governing and structuring processes. Furthermore, in its longue durée it determines future 

action opportunities and perceptions of being. Foucault calls this phenomenon the “conduct of 

conduct”. His perspective assumes that mobility systems as well as infrastructures are mostly 

perceived as quasi-natural and puts effort on the determination of imagination or of the 

boundaries of imagined opportunities. Applying these insights on the marshrutka example 

means to explore discourses of urban mobility patterns in order to determine marshrutka 

related narrative strategies and to analyse them as potential power structures, conducting the 

everyday lives of urban assemblages. In this sense, the seemingly stabilized provision of 

marshrutkas, including the everyday engagement of individuals, demanding a complex and 

detailed sequence of action and a specified perception of urban reality, turn out to be an 

instrument of conduct and structuring in itself while it simultaneously serves as a 

counterprogram against a predominant dispositif of how a certain urban transport supply should 

look better. This kind of contradictory friction constitutes the background of policy intervention 

in the field of urban transport supply in my case studies, and makes its investigation so 

interesting and auspicious. 

Let’s apply these theoretical considerations on marshrutka developments in the Russian 

Federation. As the successor state of the RSFSR took over most of the legislative frameworks 

from Western European countries, they also implemented a decentralised federal organisation 

scheme of public transport provision, which shifts the responsibilities for urban mobility services 

to the municipalities of a district. This brings public transport provision in a direct relation to 

municipal budgets, which causes problems not only in the Russian Federation but on a global 

scale, where similar funding systems are implemented (Buehler and Pucher 2011; Scheele and 

Sterzel 2000). This is especially a problem for Russian cities, where the tax revenue distribution 

“is highly discriminatory towards the municipal level” (Blinkin and Zalesskiy 2016). For instance, 

Volgograd generated only 395 million USD of municipal budget revenues in 2014, which is only 

half of the amount of Rostov on Don with 850 million USD but only one-hundredth of the 

municipal tax revenue of Moscow with approximately 41 billion USD (ibid., p. 274). However, it 

is of course difficult to compare the economic wealth as well as the territorial status of Moscow, 

as a federal subject and the leading economic centre of the country with huge and worldwide 

acting commodity companies, and the economic weak performing district capital Volgograd. 

Nevertheless, the numbers illustrate the sheer burden of smaller Russian cities with low income 
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tax rates to answer the problems in the public transportation sector. Therefore, it is not 

surprising that most municipalities depend on transfers from the federal or regional level. This 

leads, in subsequence, on the one hand to a significant dependency of poor municipalities 

towards the federal centres and on the other hand to a major competition between cities and 

regions among federal subsidiaries. Thornton and Nagy describe the situation as follows:  

“Since 1998 […] an increasing share of Russian budget revenue that previously was shared 

between the federal and subnational levels is directed solely to the center. […] The growth of the 

vertical fiscal gap between the federal and subnational levels of the Russian federation means 

that federal budgetary transfers have an increasing impact on regional welfare, inequality, and 

competitiveness” (Thornton and Nagy 2006, p.2). 

Obviously, this budget policy has significant impact on the supply of public transport measures 

in contemporary Russian cities. Indeed, there are many consequences to subsume, considering 

the performances of local municipalities during the last years. On the one hand, the competition 

on government grants may have positive impacts, especially on the public transport, as city 

governments try to improve their competitiveness by increasing the life quality in their city. 

However, at the same time, this framework provides little incentive for particularly 

disadvantaged municipalities, which might enforce them to counteract the implemented tax 

framework, for instance, when tolerating informal, e.g. tax avoiding, economy practices 

(Berkowitz and Li 2000). Indeed, turning the example to marshrutka mobility, a widespread 

criticism among observers is the accusation of tax-evasion. Blagov and Glasunova notes: 

“According to the Office of Federal Tax Services for the Omsk region, only 23 percent of the 

employees in the private transport sector pay income tax to the budget in 2013. In conclusion, 

more than three thousand minibus drivers are working illegally. They do not have licenses and 

state registration17” (Blagov and Glazunova 2015, p.80). 

This is all the more remarkable because the tax burden for minibuses is in comparison to full-

size buses estimated as relatively low according to Igor Mayburov and Yuliya Leontyeva in their 

analysis of tax burden on the ownership of road passenger transport in Russia (Mayburov and 

Leontyeva 2016). However, the main accusation from official authorities is along the lines of 

clandestine employment – pointing mostly on the drivers and the practice of ticketless 

transportation as well as unregistered work overtime. This argument nevertheless seems kind 

of hypercritical, considering the huge scandals of tax evasions committed by line owners or 

 
17 «По оценкам Управления ФНС России по Омской области, только 23 percent занятых в этой 
сфере предпринимателей заплатили в бюджет НДФЛ в 2013 г. А более трех тысяч водителей 
маршруток работают нелегально. У них нет лицензий и государственной регистрации». 
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operators in the last decades (Zacharkin 2016; Volgin 2016; Vvodin 2016). Moreover, the 

licensing practice of local authorities18, introduced in the years around the Millennium, in fact 

constitutes a solid framework for providers and drivers and solves the problem of regular tax 

income from a government point of view.  

Again it is worthwhile noting that although the tax morale in Russia is continuously increasing 

during the last years in nearly all societal sectors including the marshrutka business (Alm et al. 

2006; Preobragenskaya and McGee 2016), which has been repeatedly stated also by a majority 

of my interview respondents, the picture of the marshrutka business as anti-social, illegal work 

promoting and not at least criminal remains discursively reproduced. This stated, is not to say, 

that forms of tax evasion do not exist, at least in the form of unregistered overtime hours – 

because they are indeed rather a common practice than an exception according to my 

observations. What I aim to describe here is a superordinate discourse formation, which tends 

to describe marshrutka practice as inferior, continuously decreasing in terms of quality as well 

as safety standards for the passengers and in this sense as an ongoing political concern. 

Furthermore, the estimated presence of heteronormative attributions towards my object of 

investigation highly influences the process of political decision making as well as the former and 

further development, causing further consequences in the marshrutka microcosms and have to 

be taken into account in this study. 

Taking these circumstances as a backdrop, the local handling of urban marshrutka services may 

illustrate rather diverse policy strategies in the inter-regional competition for subsidiaries, 

capital and future prospects. In this sense, the applied strategies of my case studies to 

modernise their transportation networks can be equally interpreted as a competition process, 

although not necessarily directly related to each other. Dealing with marshrutkas is therefore 

not a solely local affair but embedded in national frameworks, guidelines and competitive 

structures.  

Nevertheless, the influence of local policy networks is significant as can easily be mentioned 

from the huge differences in the marshrutka market and mobility provision forms from city to 

city. As a matter of fact, transport services are conducted by the local Transport Committees, 

which assign certain operators to perform the mobility services they want. Therefore, indeed, 

 
18 Route licences are awarded by the local transport committees through the process of public 
tendering. Selected operators gain the right and the obligation to fulfil the expected mobility 
performance. The contract of provision of services lays simultaneously the foundation for the tax 
calculation. Additional taxes are required from the drivers in their role as freelancers working on behalf 
of the operator. 
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all urban transport practices are a target of everyday policy concern. Besides conducting, one of 

the major aims of city authorities is also the supervision of transport services. Therefore, the 

traffic police are engaged to control licensed operators as well as drivers on the road on a regular 

basis. Not least, the city council is the decision-making authority regarding the price policy 

applied in the urban public transport supply. As a matter of fact, the widespread decision to 

adjust the fares for marshrutka services higher in accordance to the state-run services is a clear 

intervention into the local transport market on the basis of political reason. Lastly, the 

Committee’s decision for or against a marshrutka route instead of a trolleybus line, for instance, 

had great consequences for the development of the cities and districts with major concerns of 

the resident population. It is therefore no surprise that the otherwise often phlegmatically 

perceived citizens in the provincial capitals of the country, have been repeatedly raising their 

voice during public negotiations about the future of public transport(Smirnov 6/9/2016; Regnum 

2017c). 

All this makes the inner-urban discussion about advantages and disadvantages of marshrutka 

mobility a manifold policy concern, which includes likewise local and regional strategies, 

questions of inequality and belonging, spatial restructuration as well as taxing policies and 

income distribution. On top of these budgetary policies, the marshrutka appears as a negotiation 

space, which includes diverse questions of social participation as well as migration policy, labour 

market policies and fare concessions, a target of traffic and urban planners as well as of public 

relation activities. 

 

2.8 STS and Discourse: Actor-networks as scaled down epistemes19 

In the tradition of Foucault (Foucault 1970) and Berger & Luckmann (Berger and Luckmann 1966) 

the sociologist Rainer Keller developed an applicable approach to analyse discourse inspired by 

the sociology of knowledge (Wissenssoziologische Diskursanalyse). Discourses defined as 

“structured and structuring structures” – in significant contrast to Habermas’s term of 

‘discourse’, which refers to the relationship of argument and interest – help to understand and 

demonstrate social practices of knowledge-building and reproduction. Keller states, that 

“the theoretical and empirical interest of the sociology of knowledge approach to discourse range 

from social processes of knowledge production and circulation to symbolic structure and back to 

 
19 Law, John. (2009). Actor-network theory and material semiotics. In: Turner, Bryan (ed.) The new 
Blackwell companion to social theory. Oxford: Blackwell, pp. 141–58. 
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actors’ orientations and practices in historical worlds of knowledge and meaning” (Keller 2005, 

p.6).  

Despite the different scientific background and slightly deviating priorities within the research 

focus, a further combination of actor-network-theory, grounded theory based situational 

analysis and Foucauldian based discourse analysis might be beneficial for further social inquiries. 

According to John Law the actor-network approach might be understood as just another 

perspective to estimate discourses. He enumerates the conditions of a successful fusion of 

discourse and network thinking: 

“First, we should treat [discourse] as a set of patterns that might be imputed to the networks of 

the social; second, we should look for discourses in the plural, not discourse in the singular; third, 

we should treat discourses as ordering attempts, not orders; fourth, we should explore how they 

are performed, embodied and told in different materials; and fifth, we should consider the ways 

in which they interact, change, or indeed face extinction (Law 1994, p.95). 

Keller is similarly aware of the mutual attribution processes within actor-network constellations 

but accentuates the interplay between given discourses within a constellation and their specific 

application and performance by individual actors. He specifies:  

[This] avoids the reification and ontologisation of knowledge regimes. Actors’ positions and 

possibilities are pre-constituted by discourse. But social actors are not puppets on the strings of 

discourse, but (inter)active and creative agents engaged in social power plays and struggle for 

interpretation” (Keller 2005, p.6). 

To assemble the urban actors involved in the marshrutka market of Rostov on Don means 

therefore to investigate the interpretation and constraints of performed actions. How do given 

orders enforce their rules or are reinterpreted by individual practices? How can drivers avoid 

city regulations and how can unauthorized marshrutkas still exist in Volgograd despite the 

myriad attempts to regulate and control the former informal mobility practice of marshrutka 

riding? These questions show, that an urban assemblage research would be incomplete without 

the common perceptions, hopes and aims produced through powerful historicizing arguments 

articulated in the field. The individual reproduction of discourses play a significant role in future 

arrangements and present negotiation processes. However, they must be seen as widely 

heterogeneous, despite its sometimes homogenizing effect for social groups, associations and 

even networks.  
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Therefore “research should analyse the heterogeneous and not necessarily connected fields of 

practices behind such surface effects in order to explain historical shifts or transformations of 

knowledge/power regimes. There is no single historical logic or law at work” (Keller, 2005 p.8). 

If the mainstream people in Rostov call the marshrutka archaic and a symbol of the 

backwardness of Russia, I do not want to prove this statement as right or false, but analyse its 

implication for current political/individual decisions and associations with deeper narrations and 

collective perceptions concerning west/east dichotomies of modernity constructed and 

individually reinterpreted over decades and centuries. Such kind of discourse analysis might also 

help me to point on arguments which are influential but not explicitly articulated by the field. 

As Clarke stated,  

“it can be very interesting […] when there is a logical position that you can determine by the axes 

that you have generated, and it is not articulated in the data. Nowhere in the discourse materials 

was this position stated. […] Such silences may be interesting and important” (Clarke&Keller 

2014, p. 112). 

That is why I propose to expand the methodological tools of urban assemblage approaches with 

the methodological and theoretical background of Clarke’s situational analysis and Keller’s 

discourse analysis through the lens of the sociology of knowledge. Theoretically speaking, I try 

to expand the assemblage approach with a deeper consideration on fluid affects (see Anderson, 

2006 and Deleuze, 1988) within the associations on the one hand and the role of language and 

texts within power struggles on the other hand (see Law, 1994 and Lemke, 2014). Martin Müller 

states regarding this: 

“If ANT and assemblage thinking are about relations and associations, then those relations and 

associations need not just be studied for the empirical cases at hand but also forged with 

neighbouring social theories […] the connection to Foucault is an obvious one, given his interest 

in material orders but remained underexplored. [Furthermore] there is much potential in 

thinking assemblages and actor networks with and through affect and emotions” (Müller, 2015 

p. 35f).  

Contributing to and engaging these theoretical attempts, I might profit from a comprehensive 

methodological toolbox, which helps to investigate the multi-layered levels of meaning within 

negotiation processes carefully and sensitive to both the processuality and power struggles 

involved.  
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3 The Research Framework 

In this chapter, I will outline the guidelines of my research framework. One broader aim of my 

research is to analyse the given constellations, ongoing transition processes and predicted 

future of the currently established mobility practises in urban Russia. Due to the huge 

heterogeneity of everyday mobility offers across the country, districts and cities, I propose to 

compare two urban mobility constellations in order to frame diverse public transport transitions 

in my study. Namely, I conducted my research in two southern Russian cities: Volgograd and 

Rostov on Don. 

The research profits from the currently ongoing reformation process of the transport sector in 

several Russian cities. Obviously, the problem of congested roads and collapsing public transport 

institutions is widespread and well acknowledged all over the country (Kolik et al. 2015; Blinkin, 

Krupenskij 8/5/2014). During the last five years, almost all major Russian cities with a population 

over 500 000 citizens publicly problematized the current public transport and urban traffic 

situation and announced certain modernisation attempts. Likewise, the city administrations of 

Rostov on Don and Volgograd discussed and enforced various amendments in the public 

transport network (Bloknot 2016a; Kruglikov and Negodaev 2015). During the beginning of my 

research in 2015, Volgograd for instance was one of the Russian cities which was exceptionally 

dependent on marshrutka-mobility. Since 2017, the share of official state-run buses grew 

significantly (VolgaMedia 2016; Gasparjan 2017b). The recent introduction of separate bus lines, 

adapted route networks and new forms of ticketing demonstrates the currency of this topic for 

the local officials (Dunaeva 2012a; City Administration of Volgograd 1/10/2017; Markov 2017). 

Equally, the enormous increase of traffic jams in Rostov on Don continuously appeals for 

ongoing political negotiation under the local circumstances (City Administration of Rostov on 

Don 11/29/2013; Stus 2017). To contextualise both, the current developments and the specific 

embedment of marshrutka mobility in the two case studies, I will give a detailed introduction 

about the transport development in Volgograd and Rostov on Don later in this chapter.  

Nonetheless, I will start with a critical consideration of comparative research approaches in 

order to express the major perspective of this research study and discuss further preconditions 

of my investigation. This subchapter aims to reveal a number of unknowns in the process of 

doing research and attempts to make my decisions as a researcher within this process 

comprehensible. Simultaneously, I locate the ‘black box’ of knowledge generation in the 

interplay of the structural and manifest that constitutes fluid materialities, institutions and 

performances. As perception in general and research in particular are inevitably selective 
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extracts of meaning in the process of investigation, which are then further interpreted by myself 

in accordance to my theoretical setting and considerations, the interpretation scheme of 

research needs to be transparent (Strauss and Corbin 1990). Acknowledging this, I hope to 

describe carefully the personal and inter-subjective circumstances, which led to the further 

outcome of this study. 

3.1 Towards qualitative comparative research 

Comparative research has been one of the core methodologies in the humanities for decades. 

However, different disciplines approach the methodological framework of comparison 

differently and assess comparative research designs with varying criticisms (Lijphart 1975; 

Gingrich and Fox 2002). Favouring an anthropological perspective, I renounce quantitative 

comparative research designs which most likely artificially reduce the number of variables in 

order to produce somehow valuable outcomes. In fact, I do not use a comparative design to 

testify or establish a certain kind of empirical proposition but rather use the comparative 

perspective as a heuristic tool: 

“Rather than imitating experimental control, a more promising use of comparative study is to 

extend the investigator’s experience, to make him aware of more possibilities and social 

capacities […] the function of comparison is less to stimulate experiment than to stimulate 

imagination… Comparison is strongest as a choosing and provoking, not a proving, device: a 

system for questioning, not for answering” (Stretton 1969, p.245). 

Nevertheless, there are methodological challenges to face in order to introduce a framework for 

comparison. The sociologists Mills et al. rightly point out the weaknesses of comparisons, which 

need further explanation, namely case selection, the construction of equivalence, the decision 

whether to head for a comparison between variables or cases and lastly the issue of causality 

(Mills et al. 2006).  

I will now shortly expand my research design on the basis of the given parameters. Concerning 

the selection of cases, which also includes the smaller scales of units, topics and comparative 

trajectories, one of the main criticisms is the accusation of arbitrariness (Lijphart 1975). 

Therefore, I reason the selection of my case study in a close correlation to my research question. 

As I am interested in the rise, maintenance and demise of marshrutka practices in Russia and 

knowing about the local differences within privately organized mobility patterns, I have to refer 

to distinguishable performances within the Russian contexts. This is particularly true within the 

underlying structures of the local marshrutka markets, the diversified condition of labour, the 

operator’s ability to act or various levels of state intervention. My primary interest lays 
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furthermore in the interindividual arrangement of marshrutka arenas, which requests a deep 

analysis of various social variables and local development. It is therefore appropriate to limit the 

number of case studies to two cities due to the focus on multifarious scopes of action of 

continuously transitioning assemblages. Within, I aim for a case-oriented approach, which 

consists of an in-depth analysis of each independent case before I bring the empirical findings 

into a comparative relation. 

Secondly, the maxim of equivalence should enable a suitable comparison (Mills et al. 2006). 

While I access this requirement critically, implying some problematic presumptions concerning 

static concepts of equivalence, I agree to a certain degree with the instruction for an equivalent 

methodological approach. In this sense, I have always been careful during my research to keep 

a balanced distribution of resources for both case studies within the fieldwork. However, despite 

promising preconditions (resources for extensive research in both cities), an absolute 

construction of equivalence appears neither possible nor meaningful during the fieldwork. 

Nevertheless, I opt to open up misbalances within the research frame in order to contextualize 

the outcomes of my empirical investigation (see also chapter 3.4). Gradually, it can also make 

sense to put special effort into particular happenings or interviews, if they provide promising 

insights of interest and leave other former intentions behind at the expense of comparative 

trajectories to draw. Thus, those decisions have to show up in the later description of the results. 

The last point of concern, following Mills et al., is the question of causality within comparative 

frameworks. This issue is especially criticised from a postmodernist perspective denying:  

“the comparative method and any claim of a universalistic perspective because the comparativist 

always looks out from below—as a Westerner, as a white male, etc.—rather than from above, as 

an omniscient god, a cosmic intelligence, an objective scientist” (Peacock 2002, p.47). 

Agreeing to this argument in general, I would further deny the conclusion that this makes causal 

comparison impossible. The causality, I would argue, is rather the solution for postmodern 

comparison patterns than its counterargument. As James Peacock would posit, this research 

supports the notion of pointed comparisons, which enable “the combination of mirroring and 

contrasting the other” (Peacock 2002, p.49) not as an exclusion mechanism but as an intellectual 

challenge for further knowledge production. With this in mind, I want to conduct my research 

frame with special attention on the particularities of the uniqueness of sociotechnical 

assemblages, but similarly stay interested and curious in contemporary synchronizations, 

counter developments and cross-references within the field. 
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3.1.1 Introducing the obstacles of qualitative Marshrutka Research  

The previous delineations already foreshadow on the very different developments, 

preconditions and challenges in geographically connected urban agglomerations in southern 

Russia. The insight that both cities face different challenges due to diverse preconditions but 

also follow very distinct objectives of short and middle-term planning and policy strategies will 

be further elaborated on in the following pages. From a research strategy’s point of view, this 

constitutes on the one hand the necessity to engage separately into both socio-technical 

arrangements in detail, while it allows on the other hand promising comparative perspectives.  

This composes into a research strategy, which is not mainly focused on a certain comparative 

cluster, but follows an interpretative framework in an assumed changing, situationally realised 

and therefore ever transformative environment. Nevertheless, the study gains fruitful cross-

references and –connections through the multidimensional perspective, bringing together very 

different layers of the marshrutka phenomenology, not to subscribe eternal truths but to enrich 

the picture of inter-individual observations and action practices. I acknowledge the subjectivity 

of my self-chosen, however reasonable, research design and findings. However, the aim of this 

project is not to deny subjectivity but to broaden up monocausal pictures and concepts through 

a sensitive observation of multi-layered realisations of things, happenings, people or facts 

through representation and performance. This contributes to the stated postmodern paradox 

that the environment, the world we live in, and the perception of being is only valuable through 

the realisation of mutually acknowledged action, of reproduced and individual contextualised 

depiction. In this sense, qualitative research appears as the only viable methodological approach 

for this research, acknowledging the mutual influence within the situational encounter, the 

common experience as contemporary sense and context. Denzin and Lincoln conclude: 

“Interpretive practices turn the world into a series of representations, including field notes, 

interviews, conversations, photographs, recordings, and memos to the self. At this level, 

qualitative research involves an interpretative, naturalistic approach to the world. This means 

that researchers study things in their natural settings, attempting to make sense of, or interpret, 

phenomena in terms of the meanings people bring to them” (Denzin and Lincoln 2011, p.3).  

Therefore, being a qualitative researcher in the field requires sensitivity to relevant happenings, 

stories and change. Applying a multi-sited research means to further deny premature 

determinations or even conclusions. While following an interesting objective of research, the 

important questions of relevance can be read out of the collected empirical data. In this sense, 

external developments or influences will change former research questions and designs because 

they transform the empirical evidence, one can collect. For instance, the rather abrupt and 
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widely unexpected announcement of shutting down a majority of marshrutka providers in June 

2016 changed my research setting profoundly on different layers. The previous plan to conduct 

an analysis of marshrutka enterprise structures was partly obsolete because no one was 

interested to speak with me about organisational institutions and structural reforms in view of 

the current challenges within the business.  

It was an interesting experience during my fieldwork to mention how the content of the 

interviews changed profoundly because the public discourse had shifted. Suddenly, seemingly 

secure jobs were questioned, passengers had to rearrange to reach their working places and 

operators were afraid of recent carried out investments. In short, I did not choose to research 

the demise and transformation of marshrutka mobility in Volgograd and Rostov – more properly, 

the topic just appeared with all its forces, its perspectives, narratives and individual insecurities, 

which would have made another qualitative marshrutka research neither successful nor useful 

in the coincidental time of marshrutka challenges. Subsequently, I followed a classical 

anthropological approach by engaging with the field, which also means to be dependent on the 

fields’ content, filtering out the main questions of concern and conducting a locally adjusted, 

interactive fieldwork while being part of the social transformation process.  

Throughout I conducted 40 qualitative interviews during my research in both cities. I collected 

statements from all participating actors: passengers, drivers, operators, politicians, lawyers and 

activists just to name a few. All interviews were conducted in the Russian language and later 

transcribed. To reach a larger audience, the quotations within this study are additionally 

translated into English. As is the case with all researchers, I highly profited from the process of 

transcription, seen as an individual method to engage with my research content rather than as 

an obligation for transparency: 

“The actual process of making detailed transcripts enables you to become familiar with what you 

are observing. You have to listen/watch the recording again and again. ... Through this process 

you begin to notice the interesting and often subtle ways that people interact. These are the 

taken-for-granted features of people's talk and interaction that without recordings you would 

routinely fail to notice, fail to remember, or be unable to record in sufficient detail by taking 

hand-written notes as it happened.” (Rapley 2008, p.50). 

The number of interviews is limited to the timeframe of this study and to the access of certain 

actor groups. However, the data also indicates a sufficient saturation concerning the questions 

raised in this study. Furthermore, I attentively evaluated the public discussions in the local 

newspapers, television channels as well as public discussions or events. Moreover, I followed 
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the discussion within the social networks about the development of the public transport in 

Volgograd and Rostov. Most of the interviews were openly conducted, mostly guideline 

supported while some of the interview formats were more structured and questionnaire 

based20. This was particularly beneficial for the interviews with marshrutka drivers, the biggest 

sample of my interview collection, as a clear interview outline helped to get an overview about 

the business structures, everyday practices and personal backgrounds of their working life. 

However, the actual analysis of this study is mainly based on long-term consultations, which 

gave the participants the opportunity to reflect on their position and statements without major 

interventions from the interviewer.  

During my fieldwork, the idea was to engage personally and emotionally with the situation. Thus, 

I took part in public demonstrations against the shutdown of the marshrutka, I met activists 

against the decline of trolleybuses, which saw the marshrutka-providers as natural enemies to 

their supported mobility offer. I engaged as a passenger with different knowledge resources, 

conducting research in an unknown-to-me city, in this case Rostov on Don, as well as in a familiar 

environment, e.g. Volgograd. As a temporary observer of the ongoing changes and continuities, 

it was possible for me to alienate from everyday experiences, however as a contemporary citizen 

I also included, as far as possible, a non-metareflective perspective.  

Of great help were my personal contacts in the field. Without them, it would have been much 

more difficult to involve friends and friends of friends into discussions about the public transport 

situation in their city, it would have been even more challenging to attain interview respondents 

and it would have been harder to reflect on personal impressions concerning different layers of 

interest within the spectre of urban mobility. This leads to the difficult question of constituting 

‘the field of betweenness’ (Katz 1992), of clear or rather fluid boundaries of research in contrast 

to presumed insignificant participation. The recognition of being self-involved and mainly 

researching oneself in the interaction with my field of interest, wherever it starts and ends, is 

reassuringly widely descripted and reflected in academic debates. The task of “finding a position 

that is neither inside nor outside” (Mascia-Lees et al. 1989, p.33) as a researcher claims the 

productive handling with one’s own subjectivity and insecurity. In contrast, the inner ambivalent 

confrontation with personal displacement, mutual misjudgements and or ignorance of 

unnoticed determinants of power out of privileged perspectives is detected here as the key 

productive tool for analysis and interpretation as such. In Cindy Katz’s words, it is the personal 

confrontation and scrutiny which allows for the right questions in research: 

 
20 An exemplary collection of interviews as well as a questionnaire outline is provided in the Appendix. 
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“By operating within these multiple contexts all the time, we may begin to learn not to displace 

or separate so as to see and speak, but to see, be seen, speak, listen and be heard in the multiply 

determined fields that we are everywhere, always in” (Katz 1994, p.72). 

3.1.2 Entering the field – Research in Process 

Over the last three years, I spent eight months in Russia for fieldwork. I conducted three longer 

periods of fieldwork. While staying in both cities throughout my first research journey, during 

my second and third stay I concentrated mainly on one city in order to get a feeling for the 

everyday rhythmicity, to orientate myself within the city and to establish trustworthy contacts 

in the hope of being introduced, in the hope to enter into personal network constellations 

beyond the superficial. However, due to my personal prehistory, the research was differently 

preconditioned and framed in the two cities as I had lived and worked in Volgograd from 2013-

15. The fact that I knew the city already, the experience as an everyday commuter as well as had 

an already established social network of friends and former colleagues from the university made 

it much easier to start researching the marshrutka practices within the city.  

However, the network of my former work as a teacher also helped me in Rostov on Don to enter 

into the field. When arriving the first time in Rostov, I was able to work with undergraduate 

students and engaged them into discussion about the current situation and developments of 

public transport in their city. They also served as the first reference persons because some of 

them introduced me to people who later became interview participants. While the first contact 

was significantly more difficult in Rostov in comparison to Volgograd, the snowball effect during 

the research led me from one interviewee to the next, from colleague to friend, to a competitor 

and then their boss. The most common strategy to get in contact was during or immediately 

after a marshrutka ride itself. A particularly fruitful place for interviews was the start or end 

point of a certain marshrutka line for different reasons: first, the drivers were usually here to 

have their break, which made them more open to enter into a discussion than during the ride; 

secondly, the last stops often served as a gathering point for colleagues, which makes it easy to 

switch interview partners or to be introduced to other actors in the business e.g. dispatchers, 

former drivers, motor mechanics or even operators; thirdly, the location of the last stops are 

commonly silent peripheral-urban areas outside of noisy streets or main squares, which enable 

a pleasant interview atmosphere. However, there are also disadvantages or liminalities to state. 

For instance, most of the drivers have only very short breaks. Therefore, it happens that drivers 

skipped the interview after a couple of minutes. Furthermore, many interviews were conducted 

through the window of the driver’s cabin, myself standing outside, while the driver was sitting 

in his car. It turned out, that such an interview setting is highly prone to interruptions. Whether 
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that be a ringing mobile phone, a rearranging of items in the vehicle, arriving or departing 

colleagues or an instruction by the dispatcher – all these distractions could rapidly destroy the 

interview situation. However, in comparison to marshrutka interviews during the ride, where 

passengers continuously enter and leave, price negotiations are going on, traffic circumstances 

have to be taken into account, and complaining passengers have to be appeased, the potential 

diversions at the last stops were still manageable.  

I conducted research during summer, winter, spring and autumn, which also had its impact on 

the setting for interviews. Unexpectedly, the summer in Volgograd 2015 was a very 

disadvantageous time for research due to a mosquito plague, inhibiting my ability to stand still 

outside. Equally so, the winter months required setting the interview inside a room or a vehicle, 

which was not always easy to make happen. Despite the direct approach, I also gained interview 

partners via the daily local newspapers or via social networks. Especially when the protest 

actions of marshrutka operators against the government’s decision took place, marshrutka 

workers were willing to speak with me. This incidence was also a good opportunity to gather 

statements from operators and vehicle owners, which otherwise were difficult to reach. Again, 

this was much more a challenge in Rostov on Don: first, because no protest actions among the 

marshrutka participants were taking place during my fieldwork period; and secondly, because I 

could not rely on acquaintances, which were able to introduce me to certain actors of interest 

in Volgograd.  

In general, I pursued an open selection process of research. The relevance of facts, people and 

materiality was mainly set by the interview respondents, by my daily observations and in regard 

to the development of the public discourse during that time. In this sense, the study is aware of 

not being representative, of being selective and subjective, emotionally guided and influenced 

by the charisma of my respondents, by my individual interrelations and experiences. However, 

as I have argued before, the major strength of qualitative research seems to lay in the 

consciousness of subjectivity, when recognising the manifold interferences of the setting. This 

opens up the parameters of research, which otherwise are often salient or neglected but 

obviously present in any human investigation. Therefore, it is one further objective of this study 

to make the researcher, in this case myself, a subject of discussion. 

3.1.3 Introducing the Researcher  

Within the process of research, I searched for methods and perspectives, which allowed me to 

problematise and include my influence and intervention in the field. My research survey requires 

“the ability of the researcher to reflect upon, explore and examine social processes and 



98 
 

contextual factors influencing the research relationship as well as participants’ lives” 

(Baumbusch 2011, p.187). Certainly, researchers must be considered as influential and 

influenced actors in their areas of concern. Therefore, they are depending on their system of 

reference in many ways, for instance the scientific community from where they receive their 

legitimization. Only by referring to the norms of a given research community it is possible for 

the reader to estimate the coverage and implementation of specific empirical findings. 

Institutionalized practices such as citing, referencing, reviewing and evaluating guarantee good 

scientific practices and yield new insights - at the same time, they are likely to produce a widely 

spread illusion of objectivity and irrevocable truth. To put it in Herbert Blumer’s words: 

“The possession and use of a prior picture or scheme of the empirical world under study […] this 

is an unavoidable prerequisite for any study of the empirical world. One can see the empirical 

world only through some scheme or image of it. The entire act of scientific study is oriented and 

shaped by the underlying picture of the empirical world that is used. This picture sets the 

selection and formulation of problems, the determination of what are data, the means to be used 

in getting data, the kinds of relations sought between data, and the forms in which propositions 

are cast” (Blumer 1986, p.24f). 

Furthermore, the competition and discussion on resources within the academic practices 

encourage the postulation of objective knowledge and mono-causal manifestations of truth and 

relevance. The struggle of power and influence is accompanied by morally solidified authorities 

that try to encourage the researcher to problematise their own capabilities, such as presumed 

convictions, influencing origin or selective knowledge resources. John Dewey summarizes: 

“Knowledge and science, as a work of art, like any other work of art, confers upon things traits 

and potentialities which did not previously belong to them. Objections from the side of alleged 

realism to this statement springs from a confusion of tenses. Knowledge is not a distortion or a 

perversion which confers upon its subject-matter traits which do not belong to it, but is an act 

which confers upon non-cognitive materials traits which did not belong to it” (Dewey 1916, 

p.381-82). 

With this in mind, I want to sensitise to the variability of truth and knowledge concerning both 

the situated-constructive character of people’s behaviour during my concrete fieldwork settings, 

and the constructiveness of the whole research design as such, embedded in an academic 

discourse. In this sense, science, as an important, socially legitimised producer of knowledge, is 

not an exception, but an example of the socially constructed constitution of truth within spatial-

temporal contexts. As Habermas aptly puts it: “knowledge-constitutive interest takes form in 

the medium of work, language and power” (Habermas, 1973, p. 313). According to him, 
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knowledge and science can never be examined out of the historical, social and cultural context 

in which it is articulated and claimed. Instead, the production of truth and knowledge should be 

analysed as a material-semiotic practice21 spatially and temporarily determined.  

Subsequently, a main task during my fieldwork is to make myself a subject of discussion. Me and 

my convictions, my origins, my aims and questions, my relation to my interview partners and 

my impressions during the research; me and my topic of interest as well as my theoretical 

background should be mentioned to contextualize my findings and to reflect about my results 

as the subsequence of mutual dialogs concerning a topic settled by myself and transformed in 

the performativity of the situation. As Clarke puts it concerning her methodological instrument: 

“I believe situational analysis done by different people would come out differently” 

(Clarke&Keller, 2014 p.121). Keller adds concerning this matter by referring to the German 

‘Hermeneutische Wissenssoziologie’: 

“It simply pleas for methodological reflection on the researcher’s use of interpretative skills. It 

argues for a socially accountable data analysis instead of reasoning on THE truth contained in 

textual data” (Keller 2005, p.23). 

By reflecting on the difficulties of a researcher in the field, I do not want to claim impartiality but 

rather name my research perspectives and preconceptions. Now that I have expressed my 

theoretical embedding as well as my methodological approach and perspective, I want to focus 

on the following explicit preconditions produced through the mutual interplay between myself 

as the researcher and the world outside, in this case, my field of research. Contrary to classical 

social research attempts, I will not try to work out orders and contingencies; I will focus, as Sally 

Falk Moore does, “on change, or process over time, and on paradox, conflict, inconsistency, 

contradiction, multiplicity and manipulability in social life” (Moore 1975, p.217). My attempt is 

to follow the actors involved in their networks of conflicts and contradictions and observe how 

they try “to control their situations by struggling against indeterminacy, by trying to fix social 

reality, to harden it, to give it form and order and predictability” (ibid, p.234). 

 
21 Haraway “used the term ‘material-semiotic actor’ to highlight the object of knowledge as an active 
part of the apparatus of bodily production, without ever implying immediate presence of such objects 
or, what is the same thing, their final or unique determination of what can count as objective knowledge 
of a biological body at a particular historical juncture” (Haraway 1992, p.298). 
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3.1.3.1 “To translate means to serve two masters22” – Turning multi-language preconditions 

productively 

My research is clearly based in a multi-language setting. I am a native German speaker, writing 

and presenting my research project and results in English and conducting my fieldwork in a 

Russian speaking environment. Clearly the insights of my research are determined by these 

language and translation determinants. Taking this seriously, my research perspective is highly 

influenced not only by technical communication skills but also by the background implications 

concerning language and power struggles, by missing lingering codes within a given constellation 

as well as by the personal limitations to express one’s own thoughts within reports, 

presentations or interviews.  

I will not deny these influences but try to turn them in a methodological advantage and a 

demand for special sensitivity towards translation processes going on in every 

situation/conversation/negotiation of every actor involved. To speak with Jacques Derrida, it is 

anyway not possible to send equivalent meaning of a word, sign or sentence to another 

correspondent: “translation is another name of the impossible” (Derrida 1998, p.74). In order 

not to fall here into the fatalist post-structural gap, I instead call communication a process of 

understanding in the sense of George Steiner’s “understanding is translation” (Steiner 1998, 

p.32). Considering the fact that we are not able to simply reproduce evident meanings in 

conversation does not mean that we do not understand each other, but sensitises us for the 

process of translation within the situational encounter, its mutual attribution processes and its 

loosely connected symbolic worlds of common sense (Rosenzweig and Glatzer 1998). With 

Ricoeur, I try to turn the paradigm of translation positively: 

“When the translator acknowledges and assumes the irreducibility of the pair, the peculiar and 

the foreign, he finds his rewards in the recognition of the impassable status of the dialogicity of 

the act of translating as the reasonable horizon of the desire to translate. In spite of the agonistics 

that make a drama of the translator’s task, he can find his happiness in what I would like to call 

linguistic hospitality” (Ricoeur 2007, p.10). 

Doing qualitative research is always an encounter with the significant other. Every researcher is 

tasked to translate the data they collect into research results, into new theories into new 

formulations and reformulations. Researchers are always doing interpretive and analytical acts. 

 
22 Franz Rosenzweig refers in his book “the function of translation” to the biblical theme of the Gospel of 
Matthew (6,24), which state that nobody is able to serve two masters, namely God and Satan (see 
Rosenzweig & Glatzer, 1998; Tarozzi, 2013 p.1). 
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This is just much more obvious in ‘foreign’ settings but similarly important in ‘native’ research 

settings. Tarozzi points out: 

“If such encounter does not take place in the reassuring mother tongue but in the adequacy, 

inaccuracy, dissatisfaction, and within continuous processes of adjustment required by the use 

of another language, this is not a difficulty. But it invites the researcher who ‘collects’ data to 

provide interpretive and analytical acts in the source of language that reminds us […] of the 

participant as foreigner in our own language. This is a powerful tool for deepening the 

relationship between the researcher and the researched, to fill the gap with the other which 

allows to collect rich and meaningful data” (Tarozzi, 2013 p.24). 

Practically, I experienced that my interview partners were much more open to explaining things 

from the beginning than they might have been otherwise. Implicitly, they considered me as the 

unknowing other, who needed the whole story told. This was obviously a big advantage towards 

mono-language settings, where a lot of information, thoughts and conceptions are taken for 

granted and stay implicit (Gläser and Laudel 2010). Of course, the participants changed their 

behaviour by reformulating their statements into a common language with me, but that is 

exactly what happens within any encounter and especially during fieldwork. In this sense, the 

language determination forces me to “continuous acts of interlinguistic translation [as] the 

result of elaborated acts of decoding, in the source language, and re-coding in the target 

language, which occur at several levels: semantic, syntactic, and pragmatic” (Tarozzi 2013, p.31).  

In summary, the multimodal use of language within one research project might be the source of 

a truly interpretive effort, which forces the researcher to an ongoing exercise, namely the 

continuous reflection of oneself in the process of translation. The sensitivity towards 

situatedness is therefore deeply grounded in my theoretical and methodological approach and 

centrally demands the investigation of translation processes within an actors’ association 

negotiations.  

3.1.3.2 Fieldwork difficulties in crisis-ridden settings 

Besides the language, there are further significant determinations playing a role in transnational 

research settings. Conducting research as a German within the Russian Federation claims certain 

limitations and possibilities, which impact the outcome of my study. For instance, referring to 

my interview material, most of my respondents mentioned the current problems in the 

diplomatic relations between the Russian and German government, although these questions 

were not raised by myself. Furthermore, there was a wide spread attempt by the interview 

respondents to compare the Russian transport situation to Germany’s or to connect their 

statements in different ways to my home country. While a majority of my interview respondents 



102 
 

were open to talk to me, a few others neglected my proposal with reference to my status as a 

foreigner. Furthermore, several interview participants indicated that I, as a foreign intruder, 

would not be able to understand the underlying practices of marshrutka mobility. I also assume 

that my presence occasionally prevented my respondents to speak in detail about problems or 

conflicts in the business (Belousov et al. 2007). At the same time, other respondents became 

more trustful during the conversation because I was perceived as an interested outsider. 

Presumably, there was an initial tendency to exaggerate, as many interlocutors were either 

willing to deny any form of informality in their working sphere, then started to draw a picture of 

deficit and criminality in sharp contrast to a self-imagined better situation in Western Europe. 

While the fact of my foreign status was clearly present and not hidden, due to my noticeable 

accent, the setting and comparison scheme was at least clearly framed and made a subject of 

discussion. In this sense, it should be stated that the suspicion against local interviewees would 

have probably been similarly high but maybe less expressively articulated. 

Further developments and future events in Russian Society and in the Cities of Rostov on Don 

and Volgograd clearly influenced the performances, thoughts and statements of present actors 

in the field. For instance, the upcoming World Soccer Championship in 2018, changed the local 

policy agenda but also the priority of political discourses within the urban public of Rostov on 

Don or Volgograd significantly. The temporarily raised discussion about the shutdown of the still 

somehow uncoordinated marshrutka system and the attempt to implement a modern transport 

system is clearly related to the preparation of the international football-tournament in Russia. 

More or less by accident, I conducted my fieldwork in local circumstances under widespread 

uncertainty. Most of my respondents expected major changes in the urban transport scheme, 

the business structure of the enterprises and the preconditions of marshrutka services. A 

majority was further uncertain, if their working environment will still exist within a couple of 

months or if they will still be employed in the transport sector of their cities. Not least, many 

drivers, operators, and bus owners, I spoke to, faced serious financial challenges and feared 

oncoming bankruptcy. 

As a matter of fact, due to the illustrated preconditions of my fieldwork and depending on the 

relevance of certain political reformations, several stakeholders were more or less willing to 

speak with a foreign young researcher about the ongoing transitions. In this sense, it was hard 

for me to get personal statements from the local officials in the transport sectors. Nevertheless, 

a major event like the ad-hoc transformation of a continuously institutionalised urban public 

transport network is a beneficial trigger for public discussion, which reveals the articulations and 
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actors involved through different sides and mediums. Analysing conflicts is therefore much 

easier within publicly ongoing negotiation processes. Clarke writes that: 

“An arena happens where multiple worlds intersect, where their interests intersect. And the 

intersecting worlds may and usually do have contrasting and sometimes contradicting interests 

in terms of what they want to accomplish” (Clarke and Keller 2014, p.35). 

This fits excellently for the transition process of the marshrutka market in my case studies, 

where highly challenged and conflicting negotiation processes concerning the emergence, 

duration and performance of marshrutkas can be investigated.  

 

3.1.4 Drawing the lines of this study 

So far, I described the limitations of this study due to individual preconditions or strategic 

decisions I made during the investigation process. I argued for an application of a comparative 

analysis framework in order to contain the heterogeneity of the situationally observed practices 

but also to remain open for variety due to geographical, local, political or infrastructural 

determinants. In this sense, I chose the frame of comparison not as a closed framework of 

empirical reliability but as an interpretative tool for detected strategies, solution attempts or 

estimated problems. Furthermore, I laid out the circumstances of my fieldwork. The research 

strategies are applied in a semi-structured process of participant observations, engagement, 

dissociation, reflection and return. Therefore, this study consists of a bunch of situational 

encounters extradited to its contextual environment, and its careful interpretation by subjective 

reflections and considerations.  

This chapter, the transcriptions of my interviews and the many folders full of archived primary 

and secondary sources give rise to the impression of coherence and structured working. 

However, it is easily imaginable that the collection of qualitative empirical data, their processing 

and interpretation is an often rule-guided but nonetheless chaotic and contradictory process, 

which is most of the time far from monocausality. In an ordering attempt, I tried to lay out the 

many influences conditioning the unique obstacles of this study, which define together with the 

methodological approach and its theoretical embedding, the value of this investigation.  

Despite the preconditions of the personal researcher, the situational setting of interviews and 

further unnoticed implications, one major factor of influence is the location of my fieldwork. 

Therefore, the choice to conduct fieldwork in the cities of Rostov on Don and Volgograd has to 

be reasoned in the following. I will further indicate a number of interesting trajectories that 

might invite for comparison. Even at first glance, some points of correlation can be stated. For 
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instance, both cities’ transport systems are largely relying on privately organized minibus offers. 

Nevertheless, there exist a complementary state-run transport infrastructure – buses and 

tramways as well as suburban trains. The two district capitals on the southern edge of the 

country follow a common historic development as well as very different preconditions and 

challenges. Furthermore, they seem to be auspicious places for fieldwork as they assemble 

several countrywide developments and challenges - partly in coherence, partly in contrast to 

each other.  

Lastly, the applied concept of cities, interpreted as sociotechnical conglomerations of very 

different layers of meaning, demand a deeper consideration at this point. This will be further 

discussed based on the unique emergence and development of the two urban assemblages 

Volgograd and Rostov on Don. In the next step, I will provide a detailed description of the urban 

genesis of both cities including a special focus on infrastructural and public transport 

developments over the last two centuries. One appealing argument for analysing the urban is 

the constant omnipresence of interwoven historical, political, cultural and economic intricacy, 

which is reflected in the seemingly stable materialities as well as in the everyday performances 

of the city. This will subsequently bring me back to the urban mobility practices of interest in 

this research. 

3.2 Introducing the Case Studies: Rostov on Don and Volgograd 

Rostov on Don and Volgograd are famous for the specific landscape, which unites them. A hilly 

steppe scenery, an endless expanse only interrupted by the huge riverbeds of the Don and Volga. 

The inhabitants of southern Russia endure very hot summers with temperatures above 40C° and 

cold winters with temperatures dropping below -30C°. Strong winds are characteristic for the 

region. Although there are no agriculture fields in the immediate surroundings of the cities, both 

districts (each with a size above 100 000 km²)23 contains some of Russia’s most fertile soils. In 

general, one can subsume quite similar climatic and ‘geopolitical’ conditions. The two cities are 

located almost on the same degree of latitude and are situated about 450 kilometres away from 

each other. In relative standards, due to Russia’s huge size, they are often considered as 

neighbouring towns by the inhabitants. Both districts are located in the so-called ‘better off’ 

European part of Russia, but are around 1000 km away from the Russian capital of Moscow. 

Therefore, they belong to something which is colloquially expressed as the ‘periphery of the 

centre’ (Solanko 2008; Honneland and Blakkisrud 2018).  

 
23 For the European reader, the size of each of the districts is approximately equal with the geographical 
size of the Republic of Bulgaria (110 879 km²). 
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However, the interplay of proximity and distance has been playing a crucial role in the historical 

development of both cities. As former outposts of the Empire, the cities may be considered, 

until today, as border towns because of the short distance to the neighbouring countries 

Kazakhstan (Volgograd, approx. 200 km) and Ukraine (Rostov on Don, approx. 75 km). However, 

it is important to note that the neighbouring regions played very different roles in the 

development of the cities. The Ukrainian border, especially the districts of Lugansk and Donezk, 

have always been influencing the economic, social and political development significantly 

(Matischov 2014), while the green Kazakh border in the east of Volgograd is and always has been 

an almost uninhabited area, which mostly played a marginal role in Volgograd’s history. 

Nevertheless, it should be noted that the area around the lower Volga was a significant 

settlement area already in the 5th century BC, primarily populated by the Scythians (Davis-

Kimball et al. 1995). Fifteen hundred years later, small parts of the Golden Horde settled in the 

region and built the first town in the area, called Sarai, with up to 75 000 inhabitants. Only in the 

16th century, did the Russian empire strike back the Mongolian rulers, destroyed the capital Sarai 

and gained control over the lover Volga region, which laid the groundwork for the later 

development of Volgograd (Pačkalov 2002). 

In the Russian empire, the two cities gained importance with increasing interest of the tsars 

towards the southern districts and countries of the Caucasus and beyond. Until today, the cities 

are considered as the ‘Gate to the Caucasus’ and historically produced their welfare as a market 

place (Rostov) or as a transhipment point (Volgograd/Tsaritsyn). Today they are the regional 

capitals of federal states and the local centres in terms of politics, economy, culture and 

transport connections. However, the recent development of both cities, at least since the fall of 

the Soviet Union is noteworthy and distinguishable.  

It is of further relevance for my research that Rostov on Don and Volgograd face quite different 

challenges in the claimed modernisation of the public transport due to sharp diverging 

infrastructural pre-conditions. A major determinant of both cities are the rivers Don and Volga, 

which gave them their shape and defined their development and existence over centuries. Both 

Volgograd and Rostov are situated on the right bank of the rivers, while the left bank is left as 

floodplains and recreational areas. The huge riverbeds with a width of 1500 metres in Volgograd 

and about 650 metres in Rostov on Don cut the landscape in half. Nevertheless, there exist many 

bridges which connect the metropolises with the neighbouring satellite towns of Volzhskij and 

Bataysk. Despite these similarities, a closer look at both urban agglomerations opens up quite 

different initial positions and strains. 
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Figure 4 Spatial pre-conditions for marshrutka mobility patterns in Rostov on Don (Open Street Map 2019a)24 

 

 

 

For instance, Volgograd’s city shape is stretched over 90 km from north to south and runs 

alongside the riverbed. Meanwhile the maximum width of the city is less than 10km in the 

administrative centre and less than two or three kilometres in the spread-out outskirts. Rostov, 

in contrast, is characterized by its classical grid-plan of streets in the preserved old city centre 

andspreads out in all directions away from the river in the form of new suburban areas dating 

to the Soviet-era. From a public transportation perspective, the proportional and round city-

shape of Rostov with its broad arterial roads seems to be a little easier to handle than the linear 

form of Volgograd with its insufficient road infrastructure and ‘naturally’ very long distances to 

cover. Nevertheless, both cities currently face serious traffic problems due to obsolete roads 

and an immense increase of private auto use in the first two decades after the regime change.  

 
24 The maps in Figure 4 and 5 contain different scales. They should just provide an overview of the 
profound city structure. 
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Figure 5 Spatial precontions for marshrutka mobility patterns in Volgograd (Open Street Map 2019b) 

 

 

As discussed in the theoretical chapters below, urban constellations are realized through the 

simultaneous existence of present and past legacies, architecture, forms and usage 

(Golubchikov et al. 2013; Coutard and Guy 2007). Cities, described as avatars, that combine 

different layers of perception, time and space, always include ideologies and norms through 

their former materialisation (Hirt 2013). Multiple actors articulate and embody particular 

narratives, which are of significance for further development. Therefore, they influence the 

rearrangement of ‘new’ networks and exist to different degrees in particular constellations, 

which makes it worthwhile to take these former legacies into account in the following chapters. 
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3.2.1 Volgograd’s urban structure and development and its consequences for inner urban traffic 

flows 

Volgograd underwent various and intense changes in urban development since its foundation 

in 1589. The former fortress developed into a trading town over time and gained special 

strategic importance after the introduction of a railway line in the 19th century (Metzer 1974, 

p.540). Already in the late Czarist-period, the city attracted several heavy-industry plants (for 

metal and wood-processing as well as oil refineries) due to its ecological advantages and a 

proper transport connection. Its immanent role as a transhipment place made the city valuable 

from a military strategic point of view. Already during the Civil War, Tsaritsyn (the former name 

of the city, named after the crossing river Tsaritsyn) was a very cruel theatre of several battles. 

After the victory of the Red troops the city was renamed in 1925 and from then on called 

Stalingrad.  

It was during this time, that the urban planner Nikolay Milyutin developed a Soviet variant of 

linear cities, inspired by the Spanish architect Arturo Soria y Mata (Doxiadis 1967). Milyutins 

idealist plan to build socialist cities (Sotzgorod) as a “socialist resettlement of mankind” and its 

echo in the Soviet urban development policy had great impact on various pre-war Russian Cities 

and significantly shaped the development of Stalingrad in the following years. As Mariusz 

Czepczynski noted: “One of the main fundaments of socialist architecture was the will to change 

society by or through, architecture, design and cultural landscape” (Czepczynski 2016, p.63). 

Merging Soria y Mata’s idea of independent districts across a central highway with the Soviet 

idea of modernisation through industrialisation, a Soviet style linear city was created: 

“[Soviet urban planners] conceived a city consisting of layers of industrial, agricultural, 

recreational and residential areas (with attendant community buildings) parallel to and flanking 

a spine of railroad and a highway in a greenbelt strip […] Stalingrad is a modified form of such 

city” (Meyerson and Mitchell 1945, p.150). 

The widespread construction of microrayons in all former socialist countries mirrors the idea of 

functionalist living districts in walking distances to the factories and recreational areas, a concept 

still in use today. Even though Stalingrad was originally planned as a linear city in 1927, it gained 

its current ‘linear’ form, under the architectural direction of the Vesnin brothers, due to the 

reconstruction of the city in 1943 after its almost complete destruction by the German army 

during the battle of Stalingrad in 1942-43,. Although later city planners such as Alabyan divided 

the city in broader suburban districts, they maintained the old linear structure to enable access 

to the riverbanks of the Volga for as many inhabitants as possible. 
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"One of the basic principles was the use of the city’s advantageous natural conditions, its 

terraces, topography, expressive Volga views and opening views of its left, flood-plain coast 

(which is a recreational area of the city). All residential areas should have received access to the 

river using green embankments. This approach contributed to the development of a linear 

planning structure in close coordination with the natural factors and balanced the environmental 

situation in the city with a strong industrial sector” (Krasilnikova 2014, p.7). 

Hence the predominant parameter for urban development was clearly the development of 

enterprises and industries. Cities and urban dwellings were therefore mainly dependent on the 

Soviet decisions about the countrywide distribution of industry. Equally so, urban planning was 

also determined by the development of an electrical infrastructure. It is hardly surprising then 

that one of the two infrastructural megaprojects in the early post-war Stalingrad was the Volga 

Hydroelectric Station in the north of the city. The 725-metre-long and 44-metre-high concrete 

dam is today the largest hydro-power-plant in Europe (Budrin 2011). The second ‘Great 

Construction Project of Communism’ built at the same time in Stalingrad was the Volga-Don-

Canal in the Krasnoarmejskij rayon at the southern edge of the city. Both were construction 

projects of giant dimensions which needed huge amounts of workers and resources (Gestwa 

2004). The construction sites themselves transformed the city infrastructure during that time 

and continues to determine it today. The satellite town Volzhskij, for instance, was built during 

that time as a by-product of the Hydroelectric station to accommodate the labourers – mostly 

voluntary Komsomolsk youths and prisoners of war (Buclenko 2011). Several still existing plants 

(concrete, stone processing) were based near the future water dam to support the supply chain. 

The same happened in the south of the city, where a whole new district in the shape of a small 

city itself grew around the huge construction site of the new canal (Gestwa 2010). Therefore, 

Stalin’s two mega-projects in the far north and south of Stalingrad stretched the urban 

agglomeration and diversified the economic distribution of the city. This gigantic investment 

program undertaken in order to revitalise and repopulate a completely demolished urban 

setting is essential for the contemporary shape of the city and continues to influence future 

development in various contexts of everyday urban life.  

Notwithstanding all the difficulties urban planners and engineers had to face during that time 

to push forward industrialisation, the socialist city should also facilitate the concept of a proper 

Soviet life. In this sense the Soviet urban planner Mikhail Okhitovich underlined the necessary 

distinction from capitalist cities. According to him, neighbourhoods and infrastructural 

development should not be led by illiberal capitalist market conditions but planned and settled 

by a socialist interpreted urbanism (Okhitovich 1929). The socialist city ought to be an inclusive 
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dwelling zone combining a complex of materialistic and human needs. Thereby the urban 

dwellers followed a rather rationalist approach as notable in Miliutin’s illustration about ideal 

living districts: 

“One preschool serves 30-40 children, which means 160-240 adults. One kindergarten for 60 

children serves 500-600 adults. One cafeteria for 150-500 people (that is 50-160 places) for a 

three shift work. [Therefore, it is recommended] to build housing for no less than 30 and for no 

more than 100 individuals. And on this basis houses can be united in complexes for 500-600 

people” (Miliutin 1931, p.4). 

In conclusion, Soviet city planning followed a highly functionalist approach towards 

industrialisation. Nevertheless, the concepts included different attempts of social welfare such 

as close access to education, working places and recreational areas. The city of Volgograd is until 

the present a mirror of these urban conceptions. Moving through the city one can easily mention 

the unified complexes of Soviet planning structures – though the factories are mostly closed 

down and merely a shadow of their former selves. Furthermore, the described urban structure, 

built to go against the processes of capitalist accumulation, is to some extent even today still 

resisting the current ‘market-driven’ urbanisation, which unfortunately reflects negatively on 

the inhabitants of today’s economically cut-off suburban areas (French 1995).  

Obviously, these preconditions have influenced the public transport of the city. Meanwhile the 

need for inner urban mobility was manageable during Soviet times - the implemented 

microrayons allowed one to reach the main destinations by walking (working/ living places, basic 

educational or care facilities, food supply) – Volgograd’s post-socialist reality requires a 

significant higher mobility rate of the inhabitants. Care facilities, shops, as well as plants, 

administrations and companies were closed down or merged and resettled to the city centre. 

The deficient supply of nearly all basic needs in the early nineties led towards a barter economy 

which additionally increased the need for mobility of people. Therefore, the above described 

shutdown of the state run public transport in the early transformation after the fall of the Soviet 

Union co-evolved with a significantly increased need for urban mobility. Merging capitalist 

market conditions with linear city infrastructures of socialist urban planners entailed a number 

of challenges unsolved till present times: 

“Basically it’s expressed in excessive length of utilities, that directly increases the cost, and in a 

large transportation arteries extent, that contributes to a wide range of problems at the city 

transport system” (Krasilnikova 2014, p.4). 
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As a consequence, marshrutkas appeared as the only practical solution due to an increasing lack 

of infrastructure because of the fast changing conditions of urban life in the aftermath of the 

perestroika. Besides the city authority’s inability to act on the one hand and the high demand 

for movement on the other hand, discussed below in this text, I establish here a third reason for 

marshrutka markets based on the conflicting endurance of socialist infrastructures in post-

socialist regimes. Marshrutkas were, in contrast to its competitors, able to combine these 

conflicting antagonisms, as they coincidently implemented new legacies of urban mobility 

practices, established a new market, rules and value system without excluding the still prevalent 

concepts of a former society with their own norms, perceptions and modes of everyday life. In 

this manner, marshrutka practices were established as the answer to the need for mobility in 

times of transition due to its high flexibility and inclusive adaptivity. An advantage that has today 

turned into a disadvantage of this mode of urban mobility. 

3.2.2 A merchant’s city loses its merchants. The urban development of Rostov on Don until the 

late 20th century 

Rostov on Don’s history is, since its inception, related to its function as a border town and its 

outstanding importance as a trading point. The city was founded by Tsar Elisabeth Petrovna in 

1749 as both a frontier fortress and a customs office (Čalchuzh'jan 1999). Following this, trading 

markets developed very quickly in the surroundings of the new settlement. Already in 1756 the 

‘Russian and Constantinople Trade Company’ was founded, which connected the settlement’s 

port to the international trade markets in the Black and Mediterranean Sea. Onshore, the 

trading point was attractive for North- and South Caucasian distributors, which connected the 

city with the Silk Road as well. With the completion of a resistant Kremlin the former settlement 

‘Bogatyj Kolodez’ (rich well) was renamed in honour to Saint Dimitri of Rostov and Jaroslavl’ into 

Rostov. But only in 1806 was the city officially called Rostov on Don (Il'in 1909).  

During the 19th century Rostov on Don developed into a major city in the region with excellent 

international transportation connections (railways to Ukraine, Vladikavkas and Moscow were 

installed) and was one of the main international trading points within the Russian Empire as well 

as a place of industrial growth and development. Meanwhile the city population was 

characterised by very heterogeneous origins and backgrounds and was religiously and ethnically 

diverse. Already in 1779, next to the settlement of Rostov, a second town was founded by 

Armenian refugees from Crimea called Nakichevan-on-Don. The town developed very fast and 

reached a population of 32 000 inhabitants by 1896. Only in 1928, were the two cities merged, 

which is until today still noticeable while crossing through the city.  
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Rostov on Don also hosted a vivid Jewish community for centuries, which came to a precipitous 

end when the Germans occupied the city. On August 11th and 12th of 1942, around 27 000 Jews 

were massacred by the Nazi-forces in Zmievskaya Balka, a ravine just next to the former city 

border. Even if the scale of human victims and material damages is hardly comparable to 

Volgograd, the war crimes of Nazi Germany left its mark on Rostov as well and influenced the 

development/reconstruction of the city for decades. However, Rostov kept at least parts of the 

old city centre with its impressive merchant’s houses and boulevards. Equally so, today’s 

Armenian district in ‘Proletarskij Rayon’ gives an exciting impression about the division and 

shape of these two former cities.  

During Soviet era the city became the capital of the region and geared up its industrial 

development, while trading became significantly less important for the city economy. For 

instance, ‘Rostselmash’, a factory that made agriculture equipment, developed into one of the 

leading companies for harvesters and combines within the Soviet Union. Also the Russian 

helicopter manufacturer ‘Rostvertol’ and the ‘Gorizont’ company, which produces navigation 

devices, were founded in Rostov. All these renovated plants, as well as the administrative and 

educational institutions of the new capital led to a very fast increase in population. The city grew, 

which coincidently led to the construction of several new residential areas in the style of 

independent microrayons. The most famous examples are the ‘Zapadnyj’ (western district) and 

‘Zevernyj’ (northern district) housing estates built in 1962 and 1971. Huge housing blocks 

accommodate thousands of people in these living districts. The striking difference to Volgograd 

is the location of the microrayons. While in Volgograd the living districts are all placed in one 

line next to river Volga, in Rostov the city developed into all directions excluding the south bank 

of the river Don, which are, likewise in Volgograd, used as recreational areas. In general, the 

architectural heritage and therefore the implemented perceptions of space and urban gathering 

are more multifaceted than in Volgograd due to the survival of various historical sites. For sure, 

one can also observe in Volgograd the different phases of construction within the Soviet Union, 

starting in the Stalinist city centre, crossing over Khrushchev’s living areas and then ending in 

Brezhnev’s microrayons. But Rostov still contains the former Armenian architecture with its 

narrow streets, as well as pre-war neighbourhoods combined with working districts of the 1920s 

and the later Soviet housing estates of the 60s, 70s and 80s. Furthermore, both cities underwent 

massive reconstructions - partly uncontrolled, partly anticipatory - in the post-Soviet period of 

the last two decades (Stanilov 2007).  
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3.2.3 A common heritage, but various futures – City development in Rostov and Volgograd since 

the breakdown of the Soviet Union 

Today, Rostov and Volgograd are two of the thirteen cities within the Russian Federation with a 

population above 1 000 000. The population increased in both cities during the 90s due to an 

ongoing rural exodus. Similarly, both cities have lost significant, mostly well-educated 

inhabitants, who head for the metropolises of the country, such as Moscow or Saint Petersburg, 

for a better life or work opportunities (White 2007). In their status as capitals of their district, 

they assemble branch offices of the main Russian companies and financial institutes. Due to the 

comparatively pleasant climate and fertile soils of southern Russia, both districts primarily 

depend on agricultural production. Nevertheless, agricultural production remain below t 

potential due to unsolved ownership structures, which reduces the prospective investment rate 

(Schierhorn et al. 2014). Rostov and Volgograd host several factories, which support the 

agricultural economy such as the food processing industry, production of agricultural equipment 

as well as education institutions like the University for Agriculture in Volgograd. Both cities also 

have heavy industry such as steel construction (Volgograd) or metal processing (Rostov). 

Additionally, Volgograd and Rostov are host to chemical plants. Although the city shapes are still 

very much influenced by these industrial sites, this doesn’t mirror the economic circumstances. 

The heavy industry today provides less than one third of the current jobs in both cities. It is 

therefore interesting to note, that the economic structure of both cities is much more diversified 

than it seems to be, mentioning here the still existing huge industrial areas and factory sides as 

well as the subsidies for industry by the local government, at a glance.  

Rostov especially performed successfully during the last several years and established a 

remarkable financial sector which brought additional investment capital to the city. Rostov on 

Don hosts a number of highly specialized engineering industries including “electric locomotives 

(Novocherkassk), combine harvester machines (Rostov-on-Don, Taganrog), heavy helicopter 

construction, boiler making, and the production of equipment for nuclear and thermal power 

plants (Taganrog, Volgodonsk)” (Zashev 2004). Thus, Rostov was able to establish itself as the 

leading economic city in southern Russia, which can largely be explained due to political 

consolidation during the last years which led to a reliable and trustworthy market condition and 

is accompanied by stable progress in the Rostov region. 

In contrast to that, Volgograd’s development is marked by an ongoing economic digression and 

political disruption. Volgograd is statistically the poorest city in Russia with more than one 

million inhabitants. The infrastructure is in an extremely worrying state and the middle income 

per person (19 000 roubles per month, 2013) is lower than in any other large city. Moreover, the 
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development of small and medium-sized enterprises, which are promoted elsewhere as the 

engine of economic progress, is significantly lower than in Rostov on Don, for example. There 

are different explanations for the conspicuous low performance of Volgograd’s economy. Some, 

such as the sociologist Natalja Zubarevich, argue that Volgograd, in sharp contrast to many other 

Russian cities, did not go through a total economic breakdown in the early nineties, which has 

led to negative long-term consequences: 

“The industrial economy of Volgograd, after the collapse of the USSR, did not collapse at once, 

as, for example, in Yekaterinburg. The city economy has been decreasing rather gradually. And 

since there was no sudden break-down, there was no need for perestroika. In addition, Volgograd 

was not lucky with the management of the industrial plants" (Jakoreva 2014, p.13). 

In fact, Volgograd still generates much of its income (GDP) today from the industry infrastructure 

built during the Soviet-era. The previously mentioned hydro power plant (GES) in the north of 

the city, at the river Volga, which assembles a significant supply chain of subcontractors, is one 

such example. The old steel factory ‘Barrikady’ and the world-famous ‘tractor manufacturer’ are 

today only a shadow of their former size25. Nevertheless, they host until today thousands of 

workers, which makes it politically difficult to vote for a much needed structural change to the 

economic sphere. Additionally, the development of the Volgograd district is marked by several 

uncertainties of political leadership. Since 2011, Volgograd was governed by five different 

mayors and affected by a number of substantial corruption scandals, which led to a prolonged 

standstill in the city development (Serenko 2016). Both cities have great potential due to their 

favourable geographical location and their monopoly status on leading education institutions in 

the region (Antonenko 2014). Nevertheless, it is Rostov on Don in the first place, who discovered 

the potential to develop a knowledge-based economy in the city which shall open up prosperous 

economic segments in the future. Likewise, the main administration of Volgograd published in 

its development plan, Volgograd 2030, the commitment to enforce innovative economic sectors. 

It is written, that: 

“the main goal of the innovation policy of the Volgograd region is the creation of economic, legal 

and organizational conditions for innovative activities that ensure the growth of the 

 
25 The factories Barrikady and Traktornyj Savod were crucial theatres of the Stalingrad battle and served 
intermediately as headquarter of the invading German troops. Today both factories are running but 
especially the tractor factory is hardly generating assets and depends on subsidies. However, both 
factories also serve as national monuments of resistance within the discourse of commemorative 
culture in the country (TASS 2017, p.1). 
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competitiveness of domestic products, the effective use of scientific and technical results, and 

the solution of the tasks of socio-economic development of the region26” (Maksjuta 2013, p.36). 

It remains to be observed, whether Volgograd is able to use its intellectual potential and shape 

the distribution of work opportunities to develop a more sustainable and future-oriented 

economy. I refer to these changes because they highly influence today’s public transport issues, 

its development and future. At least rhetorically, both cities consider the provision of a modern 

public transport infrastructure as a key issue for future urban developments. Finally, it should 

be noted that both cities are involved in a broader inner-country competition with regards to 

resource distribution, financial and intellectual capital, and international recognition (Veselov et 

al.). The everyday quality of life of their citizens, highly influenced through the efficiency of 

public transport, is one considerable challenge to gaining the competitive edge in the vast 

steppe lands of southern Russia.  

3.2.4 Developing public transport infrastructure in Russian Cities – Ups and Downs in turbulent 

times of city development 

Similar to most Russian Cities, Rostov and Volgograd have a long history of public transport 

developments (Jaroshev and Shkurin 2001; Shpakov 2013). Both cities already developed their 

first public transport systems in Tsarist times. However, the Tsarist Empire remained until its 

end comparatively underdeveloped not only in terms of industrialisation and technological 

advance, but in terms of utilisation of transport devices and schemes (Valentei 1960). The 

challenges during the years of the First World War and the later Civil War additionally delayed 

the improvement of urban transport infrastructures. All the more so, the Soviets recognised the 

importance of public transport and highly increased the efforts for immense infrastructural 

construction projects (Crouch 1979). Especially in the years after the Second World War, the 

development of public transport infrastructures were particularly supported by the government 

and propagandistically interpreted as a specific socialist way of life (Miliutin 1974), which stands 

in sharp contrast to the American support of private auto mobility during that time (Fava 2013). 

Therefore, the development of urban mobility networks remained a huge challenge for 

transport committees and urban planners all over the Soviet Union, although they were far away 

from achieving their claim to turn the public transport facilities into ‘palaces for the people’ 

(Erren 2002). However, only during Soviet times, were public transport utilities such as 

 
26 «Основной целью инновационной политики Волгоградской области является создание 
экономических, правовых и организационных условий для инновационной деятельности, 
обеспечивающих рост конкурентоспособности отечественной продукции, эффективное 
использование научно-технических результатов, решение задач социально-экономического 
развития региона». 
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trolleybuses, tramway lines and suburban trains, among others, established, continuously 

expanded and kept in operation (Grava 1984). Up until the present era , the infrastructure of 

the current public transport means is primarily based on previous Soviet plans and utilisations.  

The overall structure of the public transport networks in the USSR was mainly centralized and 

therefore not very flexible, issues were settled via top-down commands (White 1979). Tram and 

trolleybus operators were all state-run during the Soviet Union and supervised from Moscow by 

the Ministry of Housing and Communal Services of the Russian Federative Republic of the USSR 

(Zyusin and Ryzhkov 2016). Although the static institutional framework missed the opportunity 

to react to local requirements and shortcomings, the macro-institutional structure allowed for 

financial funding to reach and support the chronically underfinanced urban transport sectors: 

“the financing system of the passenger transport entities was based on the centralised grants 

and/or the cross-subsidizing (in other words, the income was redistributed from profitable kinds 

of transport, like the cargo, the passenger long-distance and the charter transportation, - to 

unprofitable ones, like the urban and suburban transport” (Vorobyev et al. 2016, p.173f). 

While the practice of cross-subsidizing helped to maintain and expand the transport networks 

and facilities in the Soviet cities, it also evolved further problems. As Vorobyev has argued, the 

public transport practices of the late Soviet period are a good example of a mismanaged 

bureaucracy, which were vulnerable to misuse and informal practices in order to fulfil often 

deceitful directives. In this sense, the common practice of keeping up with the directives was 

“to overstate the number of ‘preferential’ passengers and the average range of a trip” (ibid.).  

Gradually this developed into an absurd interplay of utopian directive plans, which were still 

passed in order to gain extra funding, regardless of the real circumstances and problems. 

Meanwhile the drivers and conductors also tried to gain some extra profit by stealing small 

amounts of petrol, for instance. This rather typical phenomenon of a deficient planned economy 

should not be interpreted narrow-mindedly as an undisciplined, non-productive institutional 

framework, that avoids productive accumulation processes; but rather as a multiple-

organisational structure that allowed creative answering of rather ceaseless contradictions on 

different levels of collective and individual requests within complex epistemes. As Vorobyev 

aptly writes: 

“These total falsified data was accepted for true on default and was used in order to form the 

wide and multilevel informal communication in line with the connection ‘an entity – the 

territorial association – the ministry – the budget departments of the RSFSR and the USSR’. The 

matter of this communication was the exchange of the resources distributed in a centralized way 
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for some career bonuses and some personal benefits of all the participants of this connection-

chain: from the local ‘commanders of production’ to the high-ranking officials distributors” 

(Vorobyev et al. 2016, p.174) . 

There is a huge academic and public discussion about the cause and effect of these oft described 

institutionalised-informalities and their influence on the internal maturity of Soviet society 

(Ledeneva 1998; Altman and Morrison 2015; Burawoy 2002; Roth 2004). At this point, it is only 

worthwhile to note that the official institutions, state narratives, ideologies and economic 

structures empirically disappeared from the surface, while the practices of distribution 

remained a system-immanent practice for further decades and in an adapted form until the 

present day (simply because they secured survival within crisis-ridden state institutions).  

Indeed, it was much easier to reform the superstructure of Soviet transport institutions than 

informal practices of support and mutual exchange. Therefore, it did not take long to implement 

a new organisational framework, which verified the shifted competences on paper. As it 

happened, in 1991 the Supreme Council transferred the transport companies to the 

responsibility of the local individuals and municipalities. However, the pure administrative 

renaming and reconstruction hardly solved any question of the everyday performance of the 

thousands of participants involved. In this sense, the breakdown of institutions, state authorities 

and strongly held beliefs not only destroyed the material entities and tangible infrastructures 

but heightened insecurity and questioned well-practised ways of encounter and negotiation. To 

sum it up, the transport crisis was shifted to the local level, but was not solved in any sense 

(Martinez-Vazquez 1994; Millar 1995). 

Quite the contrary actually, over the course of the reforms, the transport companies 

immediately lost a stable source of income (the funds of the former state ministry of Communal 

Services) and had to decrease their supply rate. Even higher passenger fares did not help 

because a lot of people were able to use the transport for free, due to the widespread, with 

ever-increasing categories, use of socio-political citizen relief. (Rodionov 2005; Zyusin and 

Ryzhkov 2016). In Rostov on Don, for instance, up to 80 percent of the passengers travelled free 

or at a reduced rate in the early nineties (Gwilliam 2000). Because of the ensuing economic and 

monetary crisis, the budget resources of most local administrations were so low that the 

municipalities could hardly afford subsidizing the public transport (Popov 2012). Thus, the 

reconstituted municipal transport companies were doomed to fail, unable to counteract the 

decrease of their services and vehicle fleets, although the demand for urban mobility increased 

constantly.  
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3.2.4.1 The glory of the history beside the chaos of today – Multiple layers of public transport 

developments in Volgograd’s past and present  

With regards to the history of public transport development, Volgograd is well-known for 

constructing one of the first electric tramway lines in the former Tsarist Empire in 1913 (Tarchov 

et al. 2007). Tramline Nr.1 connected two interregional railway stations in the city, which were 

separated by the Tsaritsyn river. But this is not the only noteworthy fact about the tramway 

system of Volgograd. Today, the city is also famous for its unique metrotram system, which is a 

partly underground light rail system working since 1984 (Skorobogatov 2012). The metrotram 

connects the northern ‘Red October’ district with the central districts. The ‘little metropolitan’ 

services a 17.3 km long tram line and is probably the most convenient public transport offer in 

Volgograd, which serves more than 10 million passengers per year. As with many other 

infrastructure projects, the enlargement of the metrotram network came to an abrupt end with 

the collapse of the Soviet Union and thus the lack of financial flows from the government. 

Although, the former Soviet planners saw much potential for the tramway lines and other 

development schemes, which were supposed to connect the southern living districts as well as 

the western suburban areas and even the airport with the railway line in the city centre. 

However, these plans are yet to be realised (Wolinsky 1989). Since its opening in 1984, only 

three new stations opened in 2011 to enlarge the connectivity of the mode of transport. 

Nonetheless, the current ‘city manager’27 insists on the plan to enlarge the tram network in an 

unspecified timeframe. 

However, the historically grown public transport network in Volgograd, which in addition to the 

metrotram consists of autobuses, trolleybuses and other tramway lines, has hardly ever been 

able to fulfil the huge demand for mobility of the citizens. Even in the present day, a majority of 

the vehicular stock of the metrotram is serviced by vehicles from the 80s. Similarly, the 

trolleybus park continues to function, albeit in bad conditions (Kulikov et al. 2014). Until 2015, 

the autobus lines had almost become extinct, and most likely no one would even have noticed 

their disappearance because of their infrequent intervals (one bus every two hours). It is, 

 
27 The position of ‘city-managers’ were first introduced in Russia in 2006. The Russian constitution 
doesn’t specify the procedure of electing mayors, which led to a countrywide multiplicity of practices. 
Following the Anglo-American example, the Russian city managers acted in several cities instead of or in 
addition to a mayor within the city. City-managers fulfil administrative tasks within the local government 
and are appointed by the municipal legislatures. In Volgograd the city managers accompany the mayor 
position and are appointed by the city duma. Internal and external critiques point to a deficit of 
democracy in the cities, where direct elections on a local level are completely abolished (Buckley et al. 
2014). The self-government of the regions is continuously changing and differing from city to city and 
within the various districts. This heterogeneity was also mirrored in a vivid discussion during the run-up 
to the elections in 2017. 
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therefore, even more surprising that of all the possibilities, the government chose autobuses as 

the main vehicle for the modernisation of the whole transport system of the city (Administration 

of the Volgograd District 2015; Belozerov 2017). 

Despite the obvious deficiencies of the last two decades, one should not forget the attempts 

during Soviet times to establish an extensive public transport schedule. Indeed, the 

development of the public transport system played a crucial role and was perceived as a huge 

challenge in the re-urbanisation period following the catastrophic aftermaths of the battle of 

Stalingrad (Antjufeev and Pticnikova 2013). As the shape of the city centre had completely 

changed after the Second World War, involving new road structures, park and monumental 

areas as well as new industry sites and living areas, the former railway hardly survived. A re-

established inner-urban infrastructure was crucial for the fast reconstruction of the city 

(Gomanenko et al. 2017). In addition, the huge mega-construction sites demanded a functioning 

mobility infrastructure. Despite the huge amount of resources, the city hosted thousands of 

‘voluntary’ Komsomol members as well as several labour camps for prisoners-of-war (ibid). One 

can easily imagine the difficulties to manage the logistical challenges within a city that had been 

about 90 percent destroyed (Gestwa 2004). In that respect the results of the reconstruction 

attempts of Stalingrad were rather impressive, although this cannot be written without a 

reference to the inhuman working conditions of that time (Gestwa 2010, p.124). By January 

1961, there were 114 kilometres of tram-railways partly rebuilt but mostly newly constructed in 

the city of Volgograd (Pruglo 2013). During this time, the administration additionally forced the 

enlargement of the Trolleybus Park in order to support tramway lines. The importance of these 

infrastructural projects is reflected in the increase of passengers during that time: 

“In general, the passenger flows highly increased during this time. While in 1958 the number of 

tramway passengers was around 79 million, they carried already 117 million passengers in 1962. 

In addition the Trolleybuses carried 13,2 million passengers in this year28” (Pruglo 2013, p.20). 

The imbalance of passenger distribution between different transport modes has been 

rearranged over time, which led to an equal distribution of autobuses, tramways and 

trolleybuses in 1987 with approximately 500 000 passengers per day on each means of 

transport. Only the suburban train, established near the river bank and connecting the northern 

satellite city of Volzhskiy with the suburban district ‘Krasnoarmejskij’ in the very south of the 

city remained under-utilized with only 60 000 passengers per day (ibid, p.24). Already during 

 
28 «В целом в эти годы значительно возросли пассажирские перевозки. Если в 1958 году 
сталинградским трамваем было перевезено 79млн человек, то в 1962 году – 117 млн, из них 
трамваем – 103,8 млн, троллейбусом – 13,2 млн». 
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Soviet times, the schedule of public transport offers was on the edge of feasibility. But the 

federalisation of the Soviet Union and the shift of responsibility from supranational institutions 

to the local administration only worsened the situation within the transport sector of Volgograd. 

Already outdated vehicles were now in charge to fulfil the enormous demand of passenger rides, 

only without the former subsidiaries from Moscow. The newly founded ‘VolgogradElectroTrans’ 

cooperative faced the same dilemma as many other mobility providers all over the country 

during that time. On the one hand they lost their funding but on the other hand they were 

obliged to offer their services for an unprofitable price. Local politicians claimed the right of free 

public transport usage and increased the number of categories for reduced ticket fees. The 

transport companies accepted the conditions under duress, which sped up the wear-down rate 

of the technology and led to an ongoing reduced number of vehicles and routes. This gradually 

led to the collapse of the urban transport scheme.  

3.2.4.2 Rostov’s public transport development in the 19th and 20th century 

As in Volgograd, the citizens of Rostov experienced an economic upswing during the late 19th 

century and profited from the trade connections to all European countries, Turkey and the 

Caucasus (Savchenkova 2008). Considering the international relations of the city merchants, it 

is not surprising, that Rostov implemented one of the first Russian public transport systems. 

Already in 1887, the Belgian shareholder association invested in the first tramway line of the 

city. The vehicles relied on horses from Belgium, which pulled the first railway-cabins through 

the cities (Belenkij 2019).  

In contrast to Volgograd, the city centre of Rostov didn’t face major destructions during the 

Second World War. Therefore, the tramway-system remained on its historically settled railways, 

while the network was continuously enlarged during Soviet times. Already in the 20s, shortly 

after the end of the Civil war, the Soviets built new lines to connect the huge working districts 

with the living districts (ibid). In Soviet times, the tramway network included 110 kilometres of 

railway lines and functioned as one of the main transport providers within the city. The second 

transport device, which played a crucial role in the mobility sector of Rostov on Don in the 20th 

century were trolleybuses. The first bus routes were opened already in 1936. It was back then 

the third city – following earlier examples in Moscow and Kiev - in the whole USSR, which 

implemented trolleybuses in their public transport network. As for the tram system, the Soviet 

urban planners increased the circulation area and frequently opened new lines within the city 

(Belenkij 2005). In 1996, shortly before the city administration decided to close major parts of 

the municipal transport network, trolleybuses serviced a 244 kilometre-long transport scheme 

throughout the city (Zakirov et al. 2003). 
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Rostov on Don reacted to the transport crisis in the nineties with a massive reduction of mobility 

offers concerning both tramway and trolleybus facilities. In the late nineties the local 

government shut down eleven out of 18 tram lines and reduced the trolleybus network to only 

75 km (Zyusin and Ryzhkov 2016). Back then the city reacted to a totally changed urban transport 

network that already consisted of plenty of marshrutka providers, which were much more 

convenient for the passengers than the cheaper but very slow and obsolete municipal transport 

offer. Nevertheless, the reforms in 1998 were accompanied by articulated protests, mainly from 

disadvantaged groups, who depended on the feeless transport offers. Looking at the overall 

development in Russia, there are two strategies applied by the local governments to observe: 

The first strategy was to maintain the well-established transport network in as good a conditions 

as possible or even to extend the given infrastructure, while keeping the investment rate as low 

as possible; whereas supporters of the second strategy decided “to eliminate them rather than 

develop” (Zyusin and Ryzhkov 2016). Until recently, Volgograd was a supporter of the first 

strategy and Rostov of the latter.  

After the closure of the main municipal transport facilities, Rostov’s transport committee 

strengthened their effort on other strategies to conduct intelligent and mainly auto-based traffic 

management. One outcome of this are priority lanes for autobuses and marshrutkas, which 

support the everyday traffic flow within the city (Zyryanov and Sanamov 2009). It remains to 

mention that there are only a very few examples of successfully established priority lanes in 

Russian cities – Rostov is one of them. In general, the marshrutka market overtook the deficits 

of the former public transport on offer in Rostov. Today, there are 14 minibus operators (1 

public/13 private operators) working in Rostov on Don, which serves more than 100 lines (City 

Administration of Rostov on Don 11/29/2013). It is interesting to note that the share of public 

transport autobuses is slowly increasing and yet on par with the share of marshrutka rides within 

the city (Gusenko 2009). The efficiency of this multiple bus network is therefore the main artery 

of the public transport supply in the current status of the urban traffic network.  

3.2.5 Current challenges and future perspectives 

Up until this point, I have tried to describe the specific circumstances of urban development and 

historical heritage, which determines the current marshrutka practices I aim to research. 

Furthermore, I pointed out similarities and differences between my two case studies with a 

special focus on urban planning and infrastructure development. I present this background 

information as an introduction to the further analysis of marshrutka environments and 

developments in Rostov and Volgograd since the fall of the Soviet Union. Before I begin with the 
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analytical part of my study, I will briefly state a number of common challenges in the current 

urban mobility policies of both cities. 

Currently, the marshrutka business is an important employer, the leading urban mobility 

provider in both cities and therefore a well-established everyday practice, deeply embedded in 

the various urban development processes. However, a number of political challenges in the last 

years – for instance the increasingly problematised traffic congestions (Gusenko 2009; Kulikov 

and Pugacev 2013) or upcoming mega-events such as the FIFA World Soccer Championship 

(Pravitel'stvo Rossijskoj Federatzii 12/27/2016; Ignatenko 2018) - frame and influence 

marshrutka practices within mutual ascription processes, which are both publicly and 

individually mediated. This is why they need to be described in the following subchapters. 

3.2.5.1 Marshrutka: a friend or an enemy of the traffic development in Russian cities? 

The immense increase of private auto mobility is a challenge which most cities in Russia, but also 

other cities around the world, have to face nowadays (Blinkin, Krupenskij 8/5/2014). Starting 

from a low motorisation rate in the early nineties, less than 100 cars per 1000 residents, private 

car mobility increased almost to a Western European level with more than 300 registered cars 

per 1000 residents (Blinkin and Zalesskiy 2016). Due to the insufficiency of financial budgets, 

especially on the municipal level, there is a disquieting development of steadily increasing car 

mobility on the one hand and an infuriatingly slow expansion or maintenance of road facilities 

in most Russian cities. In addition, one must keep in mind the enormous challenges that result 

from the size of the country and the climacteric conditions. Other noteworthy deficits include a 

missing long-term urban planning and investment policy in the 90s and 2000s due to financial, 

economic and political crisis. This has brought about a situation where public facilities are 

declining everywhere while private forms of mobility are on the rise, and often misuse the 

remaining public infrastructures. Mainly referring to the Russian metropolises of Saint 

Petersburg and Moscow, Blinkin and Zalesskiy maintain: 

“We may say with confidence that the volume of mass urban passenger transport ridership shows 

a stable downward trend […] this negative trend was not interrupted even by the significant 

amount of construction of new mass transit infrastructure along with the growing traffic 

problems. Thus, there is every reason to associate this trend with the shift of a considerable part 

of households towards private cars” (Blinkin and Zalesskiy 2016, p.276). 

Although the federal government of Russia undertook major efforts to increase the quality of 

the infrastructure during the last decade, it remains unclear where the two cities are headed. 

Statistically the supply of cars has been in stagnation over the last years, which probably can be 
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explained by the worsened financial situation of the citizens and to a lesser extent by the 

environmentally friendly transport policies such as parking fees or new pedestrian zones 

(Aronov 2017). This can be proven by the fact, that in the same time of the car supply stagnation 

there is also a significant decline of passenger rides on the public transport, a relatively low 

number of less than 100 regular public transport users per 1000 residents (Blinkin and Zalesskiy 

2016).  

Therefore, Russian cities face the challenge of immense infrastructure investment-deficits, 

which demands enormous resources from the municipalities - when subsidising and 

modernising the existing facilities. On the basis of the historical patterns of the Russian state, a 

total decline of public transport offers seems unlikely for two reasons: first, there is a 

widespread attitude of local politicians who recognize public transport supply as an important 

form of social welfare to be provided by the state/municipality. Secondly, there still exists a high 

demand for public mobility in the society. Besides that, in nearly all Russian cities there still exists 

a resilient public transport infrastructure which maintains services; and all efforts to cut down 

certain transport services are usually answered with local protests (Gusenko 2009; Tomilin 2017; 

Regnum 2017c).  

In general, the situation in Moscow and St. Petersburg is exceptional and not particularly 

significant for other districts and cities in the country. Nevertheless, the two biggest Russian 

cities have, in their leading role, the task to develop best practices which might be implemented 

in the regional capitals as well, as has been the case in several other cases, such as the progress 

in urban IT-services for instance (Simpson 2017). The instruments applied against increasing 

traffic congestion during the last decades, can to some extent be informative about local 

strategies in Rostov on Don and Volgograd. However, concerning the marshrutka practices, Saint 

Petersburg and Moscow chose, although the public discussion was oriented around a similar line 

of argumentation, very different approaches. In Saint Petersburg, the local transport authorities 

aimed to unify the minibus enterprises in order to get control over the business but to maintain 

the minibus practices in the city, while the Moscow government decided to shut down all private 

mobility providers in order to get rid of marshrutkas in general (Gavriehlova 2012; Najden 2013; 

Meduza 2016; PiterAvto 2018). 

Considering an increasing chaotic traffic situation in the metropolises of the Russian Federation, 

it is to some extent surprising that the public transport policy mostly strives to support only 

municipal transport offers. Privately organised transport services are in contrast mostly seen as 

part of the problem and not as a solution. There are plenty of critics of the private mobility 
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providers, claiming that they contribute to the destruction of the municipal transport means 

(Degot’kova 2016; Finn and Mulley 2011; Gwilliam 2013; Vvodin 2016; Kulikov et al. 2004). 

Others point out to the negative effects of the minibuses regarding safety and road traffic, which 

might be true from the perspective of private car owners but it also contains its biases. 

(Koltashov 2015; Meduza 2016).  

For instance, it could be argued that the elimination of marshrutka services will most probably 

lead to a further and faster increase of private car mobility and therefore mislead the aim to 

reduce traffic congestions. This is less of an argument in Saint Petersburg and Moscow, which 

both already provide a saturated motorisation rate, but presumably fits for cities with an 

increasing GDP but still relatively low motorisation rate as in both of my case studies. However, 

the possibility that the passengers might be unwilling to replace the marshrutka with slow, big 

public buses and might look for other alternatives, such as investing in their own cars, is rarely 

discussed (Belousov 2010). Arguably, being stuck in the private vs. municipally provided debate 

seems unnecessary, given that one of the biggest challenges of the city administrations is the 

potential collapse of the road infrastructure, due to the increased number of cars and traffic 

jams.  

Figure 6 Motorisation Rate in selected Russian Cities (Aronov 2017, p.15) 

 

In many places the traffic situation in Rostov on Don and Volgograd has reached its limits, even 

though the motorisation rate is still significantly lower than in other parts of Russia. In Volgograd, 

for instance, there have been only 252 cars registered per 1000 inhabitants in 2017 (Aronov 

2017), which is one of the lowest rates in the whole Russian Federation. Nevertheless, the traffic 

situation is already intolerable and threatens to get worse in the likely event of a further increase 
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in private car use. Therefore, the future challenge must be both a fast expansion of the road 

infrastructure and a proper working public transport system, which is able to relieve the traffic 

situation, whether or not marshrutkas will play a role (Kolik et al. 2015). 

In conclusion, the future challenges of public transport development highly depends on the local 

conditions as well as on multiple other factors such as political stability, geographic 

determinants and economic performances of the urban agglomerations. However, Volgograd 

and Rostov both face the challenge of modernising an outdated transport fleet with very limited 

financial resources, while private car mobility remains on the rise.  

3.2.5.2. The FIFA World Championship in 2018 

As a researcher and as a temporary inhabitant of the region, I have observed the development 

of Rostov on Don and Volgograd since 2013. In these five years, there was no event which 

influenced the local political decisions and infrastructure policy of the region more than the 

promise and the later confirmation that both cities will be a theatre of the FIFA World Soccer 

Championship. Therefore, the requirements of the tournament and the numerous expectations 

on both sides of the administration as well as the citizens played a crucial role in the setting of 

my case studies, because to put it in Martin Müller’s words: 

“Mega-events are ambulatory occasions of a fixed duration that attract a large number of visitors, 

have a large mediated reach, come with large costs and have large impacts on the built 

environment and the population” (Müller 2015c, p.634). 

In the Russian case too being a host of a mega-event brings enormous attention to the local 

urban policy and not only in terms of financial support. In the case of the 2014 Winter Olympic 

Games in Sochi, a number of international researchers and journalists observed with confusion 

the positive reception of the tournament by the majority of the Russian people, despite their 

widespread knowledge about corruption scandals, compulsory expropriations, environmental 

damage and exorbitant cases of mismanagement (Müller 2015b). Indeed, a majority of the 

Russian audience was proud to present themselves as a modern country with fancy arenas, 

exciting opening shows and a well-organized schedule (Alekseyeva 2014). The respondents I 

spoke to since 2014 in Volgograd and Rostov often referred to the upcoming mega-events as a 

challenge for their country, for the people, and especially for the host cities in several political 

spheres such as safety policies, infrastructure modernisation, and an increase in services on an 

international level and much more (Weicker 2016, 2017). Certainly one also needs to take into 

account the historical importance of mega-projects as identification trajectories and patriotic 

narratives of success, especially in the Soviet context (Gestwa 2010, 2004). 
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However, the common statement that mega-events serve as accelerators of modernisation 

should be assessed critically. In contrast, Martin Müller argues that in the Russian context, the 

World Cup is rather inhibiting modernisation processes than accelerating them (Müller 2014). 

Instead, the preparation for the World Cup shows that while the building of stadiums can bring 

a lot of financial gains to the neo-patrimonial elite, it is not clear how this can benefit the 

population enlarge in the long-term. Moreover, the Russian government used the challenges of 

the event to adopt laws which undermined the already problematic working conditions act as 

well as civil rights (e.g. ban on demonstrations during the event) (ibid., p.16). 

Nevertheless, the upcoming mega-events, of course, help to push forward urgent infrastructure 

projects in the selected cities, although they are mainly concentrated on the improvement of 

touristic sites, which are often situated near the city centres. Officially, the government wants 

to spend around 50 percent of the total budget for the 2018 World Cup to improve the transport 

situation in the host cities with a total volume of approximately USD 25.5 billion (Müller 2014). 

This means an enormous boost for the local administrations, which enables the municipal 

government, for the first time since the fall of the Soviet Union, to initiate major reforms in the 

urban transport sector. Rostov, for instance, bought 200 new buses, 30 Trolleybuses and 16 

tramways in the run-up to the international tournament (Pravitel'stvo Rossijskoj Federatzii 

12/27/2016), while Volgograd invested several millions of dollars in the setup of a new urban 

transport network (City Administration of Volgograd 2016).  

3.3 Scopes and limitations 

The previously-mentioned developments already hint to the further analytical part of this paper 

and will be further discussed and portrayed in detail. In conclusion, it can be stated at this point 

that a change of marshrutka practices in contemporary Russian cities may cause serious societal, 

political and sociotechnical conflicts and is therefore of high political interest in many aspects.  

This chapter has attempted to clarify my personal approach as a researcher towards my field of 

interest and introduced many common or diverse historical developments as well as 

infrastructural preconditions of my case studies, which concurrently constitute the adequacy of 

an interpretative comparative research approach. This chapter has elaborated on my primary 

focus but also shows limitations in line with my methodological approach, which frames the 

subsequent analysis. In this sense, I tried to collect and merge important observations and 

articulated contributions, which circulate around the local marshrutka phenomena of my case 

studies and relate them to the currently prevalent discourse amongst the public of Volgograd 

and Rostov on Don. Following the narratives, persons, metaphors and conflicts means to 
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immerse oneself into the myriad perspectives, subjective stories and lifeworlds, which together 

construct the sociotechnical arrangement and a common, however fluid, legacy that frames my 

scope. In such a research setting, it is indispensable to make myself and the subjective decisions 

I made in the research setting visible and comprehensible. Only in this way are the insights in 

this study rendered traceable and accountable.  

This study focuses on marshrutka practices in order to gain new insights into contemporary 

shifts, incongruences and change in Russian cities and asks for socio-historical developments 

that determine the status quo. Therefore, I am headed towards a better understanding of 

current and upcoming urban conflicts and challenges, which are of further relevance for Russian 

society and beyond. Across the notion of nation and local belonging, the research is settled in a 

specific case study, where structural determinants meet individual performances and counter-

action on an everyday basis, constituting together a surprisingly fluid and flexible actor-network, 

which nevertheless proves stability and endurance during the last decades. Lastly, this research 

contributes to a better analysis of the local development of the design of marshrutka enterprises 

and services in the cities of Rostov on Don and Volgograd. I aim to carefully describe the 

preceding developments as well as the status quo of public transport offers and the effort to 

modernise the given public transport scheme, which might be of further usage to the local 

setting as well as for comparative cases in the country or even on a global scale. However, the 

first aim of this study is not to write an all-encompassing cultural history of the marshrutka but 

rather to analyse the heterogeneous forms of marshrutka practices in the societal spheres of 

markets, politics or culture as a certain significant encounter in the everyday Russian urban life, 

as a signifier of sociological communities and conflict, of social negotiation and governance. 

3.4 Research Question – Reconsidered and Extended 

So far, the background of marshrutka practices in their local circumstances as well as in their 

historical development are established in this text. Furthermore, I discussed a number of 

theoretical arguments from the urban, STS and mobility studies in accordance to the empirical 

material of my research and introduced my methodological approach. I already attempted to 

answer a number of questions that I started with in the introduction, and raised a couple of new 

ones, which have to be answered in the next part of this study. I described the development of 

marshrutka practices in a transitioning environment in the aftermath of the fall of the Soviet 

Union. Therefore, I established a number of thematic fields and concepts, which are of further 

significance for the genesis and current state of marshrutka practices, for instance: post-socialist 

transition, informal economies, direct and indirect forms of urban governance as well as fluid 
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infrastructures. Further explanations will keep the mentioned concepts in mind, while 

illustrating the empirical outcome of my study.  

I do proceed to ask, how local marshrutka-settings are produced, institutionalised and 

negotiated in the current urban assemblage. Therefore, I will introduce self-gathered empirical 

data about the main actors in the field as well as the established institutions related to 

marshrutka practices. I will describe how marshrutka enterprises are designed and how they 

actually work, how marshrutka drivers organise themselves and their everyday life in accordance 

to the requirements of the operators, passengers and cities’ administration. Considering special 

attention to the STS approach in the theoretical discussion, I will provide certain attention to the 

role of intervention by non-human actors in the field during the analytical part as well. I will 

introduce the marshrutka interior as a place of challenging norms and regulations assembled by 

materialised devices acting as delegations of legal norms or attempts at rearrangement.  

In this sense, the analytical chapter of this study is divided into two major parts. Part one seeks 

for a rather descriptive illustration of the marshrutka network in the cities of Volgograd and 

Rostov on Don, including manifold perspectives and related institutions as well as regulatory 

frameworks. While following and introducing the empirical data I collected, I aim to describe 

how the marshrutka market and practices are able to flexibly react for instance to major political 

reforms, or shifts within the economic sphere or to infrastructure rearrangements and remain 

capable to adapting to the new preconditions. However, I shall also take into account actors who 

are especially suffering from the hybridity of the constellations and illustrate their scope of 

action within the network. This observation leads me to the second part of my analysis, which 

illustrates the major challenges and conflicts within the current marshrutka network. In 

accordance to my methodological objectives, I will discuss these ongoing negotiations and 

exclusion strategies and show how different actors build alliances in order to overcome or 

defend current mobility practices in their city.  

Only in a third step, in chapter six, will I step back from the analytical part of my empirical 

findings and try to discuss the main outcomes of this study by relating them to my theoretical 

framework in order to gain fruitful insights for both the empirical analysis as well as the 

theoretical assumptions I applied in this work. Lastly, I will refer to relevant socio-political as 

well as academic discussions illustrating how an analysis about urban marshrutka negotiations 

may contribute to a better understanding of a number of concepts and challenges in the 

respective social science discourses. 

.  
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4 The Marshrutka as a place of conflict and negotiation 

One of the key research questions of this study is to explain how marshrutka practices persist in 

both my case studies - Volgograd and Rostov on Don, although they are challenged, questioned 

and attacked by all the different parts of society, including local and federal politicians, 

competing transport enterprises, workers, as well as citizen initiatives and the majority of the 

opinion-forming media. To answer this question, this analytical chapter brings in empirical 

material from Volgograd and Rostov and describes in detail the recent developments, current 

design and ongoing conflicts and problems related to marshrutka mobility in both cities.  

For a comprehensive analysis, the empirical findings are structured into two major parts. After 

an introduction of marshrutka representations, the focus lays in the first part on the variable 

outlook and design of marshrutka enterprises (chapter IV). This seems promising as marshrutka 

practices are mostly perceived, discussed and criticized as a surprisingly non-structured, 

sometimes even anarchical agenda by individuals concealing the governing institutions in the 

background as a black box. In this sense, it is worthwhile to mention that the drivers are 

generally made responsible for the insufficiencies and injustices in the system, disregarding the 

clear impact of the underlying structures and hierarchies, which they are involved in. 

Therefore, this analysis pays special attention to the practices and structures of the environment 

in which marshrutka driver’s work. This is done through an investigation of marshrutka 

enterprises, which will be provided less from a macro-economic or an administrative accounting 

perspective, as my main interest lays in the everyday practices of the actors, and from a 

sociological perspective on institutional frameworks and sociotechnical attempts at 

stabilisation. Thus, following socially mediated regulatory frameworks as well as implemented 

legal texts, the aim is to describe the established inspection institutions, work plans and tax 

regulations around the transport service and ask for the flexibility and adaption of marshrutka 

modes to change. Subsequently, I look at how people, vehicles, legal texts and company 

organigrams come together and create the most reliable transport offer in their city. 

Therefore, the marshrutka enterprise is conceptualised as a place of multifarious encounter, a 

crucial intermediate element, a complex actant and an unexplored black box to be discovered. 

From an empirical perspective, the marshrutka enterprise first appeared as a strange non-

location, difficult to find and grasp as a researcher. However, soon the enterprise took the shape 

of a significant hub in the network, as a multi-layered place of connection. Indeed, all the actors 

I spoke to related themselves to marshrutka enterprises in one way or another.  
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This chapter will show that entrepreneurial actions look very different from varying angles and 

build, in sum, a trajectory of marshrutka representations. In this sense, I apply a broad definition 

of marshrutka enterprises29 serving simultaneously as a detailed introduction into the everyday 

marshrutka practices of the actors involved and as an analysis of the organisational structure of 

everyday marshrutka work.  

Inevitably, the study unveils a number of structural deficits and contradictions, which leads to 

the second part of this analysis (in chapter V). In this part, the major objective is to enrol 

observed constellations of conflict and negotiation in the marshrutka sphere by describing 

shifting and challenged actor-networks in increasingly problematised assemblages of concern. 

This part of the analysis imitates Marcus’ research strategy of a multi-sited ethnography and 

tries to describe the emerging conflicts from different perspectives while following in different 

chapters, things, persons and metaphors in order to comprehend the different tangles of 

negotiation and struggle within the marshrutka sphere. Furthermore, Bruno Latour’s concept of 

the parliament of things will be applied in order to expose different interest groups in the field 

and draw different development scenarios of the nearby future. Within, the marshrutka appears 

as a conflicting social arena, where different actor-groups articulate their propositions and try 

to build prominent alliances with crucial system-relevant actants around the conflict lines. 

Following these struggles in the public sphere, I try to lay out in detail the recent reformation 

and modernisation attempts as well as the myriad reactions and counterstrategies of different 

actor groups in the urban public sphere in Volgograd and Rostov on Don.  

In chapter 6, the two methodologically separated, rather descriptive steps to my analysis will be 

discussed together in an interpretative framework, bringing them to further coherence with my 

original research questions and the applied theoretical considerations stated above.  

 

 
29 To some extent, I conceptualize the term in a close semantic relation to its etymological French origin 
of ‘entreprendre’ (transl. to take actions), which accentuates an active notion beyond the engagement 
in market exchange, the allocation of resources or profit making. 
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4.1 Expanding marshrutka troubles - An introduction through my interview 

respondents 

“I am against the abolition of marshrutka mobility because I think it is a very convenient and 

favourable mode of transport for all citizens in the city. Normal buses are very slow and 

inconvenient. I would always prefer marshrutkas30” (Svetlana 4/10/2017). 

 

“I think it is a good decision to abolish marshrutka mobility from our cities because it’s a cramped 

and inconvenient mode of transportation. In contrast, the normal buses are much more 

comfortable! If the administration is able to bring back the situation we had during the Soviet 

Union that would improve the situation31” (Sergej 4/10/2017). 

Svetlana and Sergej, two students of the same age from Volgograd, illustrate the wide range of 

opinions towards urban marshrutka mobility in the public discussion. Starting my fieldwork in 

2015, I was interested to explore how and under what conditions the marshrutka network 

functions today in terms of economic, political and social perspectives and what the 

consequences are that spurred its formalisation in the Russian Federation. However, I had to 

accept very soon that there is no linear answer to this question as my interest turned out very 

diverse and multifaceted – it differs from city to city, operator to operator, line to line and driver 

to driver. Indeed, the first newspaper articles I read and the first interview partners I spoke to, 

already unveiled that marshrutka mobility is connected to a number of public discourses, which 

go far beyond mobility service as such.  

One of those discourses is the role of current marshrutka modes in the increasingly bad traffic 

situation of the cities. It is not really a surprise that marshrutkas are often interpreted as an alien 

element, which - if not eliminated or at least domesticated - lead to further congestions, 

accidents and safety hazards. Svetlana Zueva, argues in a regional newspaper: 

“I would vote to reduce the number of minibuses, because the number of accidents on the roads 

of Volgograd where they operate is very high. The drivers often do not follow the rules of the 

road. Therefore, traffic safety should stand above all. If the buses are replaced by new ones with 

reliable schedules and without delays, or even better by suburban trains - this would be a 

valuable replacement, the accident rate will decrease, and people get comfortable rides. The top 

 
30 «Я против отмены маршруток, потому что мне кажется это очень удобно и выгодно для всех 

жителей города. Автобусы все равно, они медленные и не знаю, ну я больше маршрутки влияю». 
31 «мне кажется это достаточно верное решение, потому что маршрутки тесные и неудобные в 

этом плане. Автобусы это качественное установивщийся, еще из советская союза. Устоящии 

транспорт, мне кажется, так было бы лучше». 
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of the line would be to build a metro in our city. That would be just perfect32” (Karasev and 

Sudarčikov 2016). 

By mentioning the metro as an elixir for urban mobility and highlighting it in an ideal public 

transport network, Zueva is reproducing a hierarchy ranking that traces back to Soviet planning 

objectives, stating that every city with more than one million inhabitants should provide a metro 

system (Jenks 2000). Besides, the build-up of a metro line in a certain city has always included 

further political dimensions. Oksana Zaporozhets points out: 

“The initial construction and further development of the metro in the USSR remained a political 

affair in many senses. Metro systems were awarded as a prize of honour to cities with extra 

significance for the Soviet state. Formally, only cities that reached the population rate of one 

million could expect to receive a metro. In practice, this pragmatic logic of growing demand for 

a public transit was broken from time to time” (Zaporozhets 2014, p.7). 

In this sense, Svetlana Zueva’s and Sergey’s opinions are representative of a significant line of 

argumentation in the ongoing public discussions, when, unconsciously or not, comparing the 

recent developments and status quo with the former Soviet transport supply before the 90s. Of 

interest in this respect, is the widespread positive evaluation of former Soviet transport offers, 

especially in the case of the teenager Sergey, which would most properly not prove reliable in a 

historical research investigation (see Crouch 1979; Pucher 1990). These examples illustrate how 

imaginations of Soviet public transport facilities, including their hierarchies (e.g. the construction 

of a metro-/ light-rail-/ trolleybus-/ bus- network) between several transport modes as well as 

the claim to provide a socially-oriented transport system, entail a major imaginative space of 

values and order, quality as well as future development and expectations, which lay the 

backdrop for marshrutka judgements, policy and development on a broad scale in the Russian 

society. The interlocutors’ critique of the marshrutka sector is also an implicit critique of the 

government’s failure to establish a ‘proper’, which often means state-run, public transport 

system. Evgenij, a dispatcher in Rostov on Don, states:  

 
32 «Я за то, чтобы сократить число маршруток, потому что аварийность на дорогах Волгограда с их 

участием очень высокая. Маршрутчики иной раз вообще не соблюдают правила дорожного 

движения. Ведь безопасность на автомагистралях превыше всего. Если взамен пустят рейсовые 

автобусы, которые будут ходить регулярно и без задержек, или еще лучше электрички – это будет 

равноценная замена, и аварийность снизится, и людям будет комфортно ездить. А вообще, метро 

бы у нас сделали, было бы идеально». 

http://tugmed.ru/
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“Well, you cannot say that the private transport sector works very well. However, it saves the 

city, it saves us all, the public transport is very poor and insufficient. There are just too many 

people and a metro is missing33” (Evgenij 10/18/2017).  

From a historical perspective, it is interesting to observe that the mass-emergence of the 

marshrutka mode of transport in Russian cities was widely praised for a rather long time; it has 

only recently started to be interpreted as a major threat to urban life and motion. Andrey 

Vozyanov observes a similar shift in perception in the cities Mariupol (Ukraine) and Galati 

(Romania) and connects the shift of reputation of marshrutka with the fall of a specified planning 

paradigm after the collapse of the socialist regimes (Vozyanov 2018). According to him, 

marshrutka mobility was widely accepted as a limited means of transport, filling the gap created 

by temporary malfunctions in the public transport sector. Only the certainty (consolidated 

through the ongoing formalisation of the marshrutka in post-socialist cities in the 2000s) that 

marshrutka mobility will stay and replace state-run transport solutions in a long-term 

perspective, destroyed former hopes of a better societal future. Therefore, marshrutka mobility 

appears at times as a symbol of unredeemed pledges and broken promises. Ivan, a 52-years old 

marshrutka driver, answered the question of how marshrutka mobility could become a mass 

mode of public transport as follows: 

“This only happened because the city authorities caused the collapse of the state-transport. This 

is our regional government’s fault! How can a local government come up with the idea to destroy 

the entire public transport system: buses, trolleybuses and also tramways? First they did nothing 

to avoid the collapse and now they say that it is difficult to build a new scheme from scratch34” 

(Ivan 4/5/2017).  

However, this is only one perspective on the local development of public transport networks. 

Turning the focus towards marshrutka proponents, it is astonishing to observe that there are 

primarily only two, at first glance, antagonistic argumentation lines: one from a neoliberal free 

market perspective; and the other from a social welfare protection perspective, which built an 

unexpected coalition in the public discourse about the marshrutka developments. For instance, 

Aleksej, an activist and lawyer for several marshrutka operators in Volgograd, who fought in 

 
33 «Не то, что маршрутки хорошо работают. Ну, они спасают город, спасают как-то народ. 
Общественный транспорт очень слабый, не хватает. Просто людей много, а метро нет». 
34 «Маршрутки стали массовым транспортом, потому что они другие развалили, нашуе областное 

руководстве. Ну как можно подумать о развале обшественного транспорта – 

автобусов,троллейбусов, трамвая. Развалила система, а навязать новую это сейчас сложно». 
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2017 against the abolishment of 80 percent of the inner-city marshrutka lines explained the big 

advantage of marshrutka modes in an interview, as follows: 

“The system works like this: A private company finds its own route. It develops a route schedule 

and map and prepares all documents needed to make such a transport route work in the city. 

Now, how does this all work? Through the system of competition. As everywhere else in the 

world, stimulating competition assures a good quality of service: And who profits in the end? It’s 

me! Me, as a passenger, because I get a comfortable means of public transport for a reasonable 

amount of money35” (Aleksej 3/10/2017). 

Indeed, there was only one major state institution, which supported marshrutka operators 

facing bankruptcy and elimination at the beginning of 2017, namely the Federal Agency of Anti-

Monopoly Building in Russia. Actually, they even sued the city government on different 

occasions, however, without considerable success. Nevertheless, it is remarkable that the 

implementation of a public transport organization model that is internationally well-established, 

namely one major public transport provider, which is closely connected to the state-institutions, 

is widely met with disapproval. Ilya, a 20-year-old student, confirms the scepticism about one 

state-run public transport provider: 

“Generally, I am against the abolition of marshrutkas because I see it as a huge act of monopoly 

building. Until now, we had many different, mainly private participants in the market but now 

we receive a state enterprise and everything will be served with autobuses. However, I think this 

is not a good development for the users because marshrutka rides are not as comfortable but 

they are faster and more frequent. It somehow does not feel right to me that they want to close 

all the private carriers36” (Ilya 4/10/2017). 

Ilya combines the market-liberal argument that monopoly-building contradicts competition and 

therefore provides worse services, while arguing from the perspective of less privileged citizens. 

Like Ilya, many marshrutka supporters argue that private modes of mobility facilitate much 

cheaper transport options and increase the mobility rate of citizens who would otherwise be 

cut-off from the public transport system. Indeed, surveys show that marshrutkas are mainly 

 
35 «система работает вот так.. Участовая компания решает о пут свой и сразу начинает со состании 

схем движении по городу.[…]Ну как это все раьотает? Это конкуренция. Живая Конкуренция 

получается во все мире те самом выгоднее кем? Это я – как пассажир. Я получаю выбор и 

доволное, комфортно обшественный транспорт и цен». 
36 «Так, я считаю что не правильно отменять маршрутки – это, получается какая 
монополистическая организация. У нас по сути много частников маршруток, а сейчас все это, так 
скажем ,государственная значит волгоградская компания и заменяется все эти автобусы. Ну мне 
кажется, это для людей не очень правильно, не очень удобно потому что на маршрутке меньше 
комфорта, но можно быстрее доехать и чаще ходят маршрутки. Мне кажется это не очень 
правильно их отменит». 
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used by the lower-income classes of the population, who are not able to afford their own car 

(Wondra 2010). In accordance with that, the counterargument would be that although 

marshrutkas are currently the most affordable option for a majority of the citizens, they entirely 

exclude the most disadvantaged groups in society since they do not accept reduced price fares 

for instance. A third excluded group, although seldom mentioned in the public discourse, would 

be the drivers of privately organised mobility offers, whose readiness for inhumane working 

conditions and self-exploitation, caused by a complex and multilayered framework of inter-

individual dependencies, can be detected as the main reason for the relatively low transport 

fares, e.g. the ‘competitiveness’ on the road.  

Among all these arguments, there is often only one actor left in the field who is most commonly 

accused for rule violations and anti-social behaviour from all sides, namely the marshrutka 

entrepreneurs/operators. It was, therefore, no surprise that one of the main arguments the 

governor of the region of Volgograd, Andrey Bocharev, brought up during the announcement of 

marshrutka abolition was the anti-social behaviour of the operators: 

“We conducted a research analysis in our city and found a surprising fact. Until 2014, the 

municipal and state-led public transport companies had a share of only 15 percent of passenger 

traffic. The rest, 85 percent, was conducted by private carriers. However, at the same time, 

municipal carriers provided 85 percent of the obligatory tax revenue, and private companies 15 

percent37” (Karasev and Sudarčikov 2016). 

This line of argumentation often creates the impression that, however hard the local 

administration tries, marshrutka modes cannot be domesticated or be brought under control 

through a legal framework. Clearly, this is a rather weak argument, which simply shifts the 

responsibility from the political decision-maker to the enterprise leaders. Indeed, one major 

reason for the long-time lack of control over enterprise practices were the close connections of 

former operators with the political sphere (Volgin 2016; Vvodin 2016). However, it is obviously 

true that marshrutka enterprises contributed less to the tax revenue than their state-run 

counterparts. One representative of the tax administration argues: 

“Private carriers avoid the tax network! That is not a secret. This is because it is not possible to 

count passengers when paying only cash to the drivers. Now, ask yourself, how often do you get 

a ticket, when sitting in a marshrutka? Yes, almost never. And in the absence of a ticket it is 

 
37 «Мы провели анализ и обнаружили удивительную вещь, – отметил губернатор. – До 2014 года 
муниципальный и государственный транспорт имел долю всего в 15 % пассажиропотока, 85 % – 
транспорт частных компаний. При этом муниципальные перевозчики давали 85 % выручки, а 
частные компании – 15 %». 
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impossible to estimate the value of insurances or to defend certain rights in court. But most 

importantly, marshrutkas have boycotted the introduction of a unified information system, 

which would allow one to calculate the costs and subsidies depending on the distance traveled38” 

(Orlov 2017, p.2). 

It seems, marshrutka rides are called anti-social because they avoid counting the number of 

passengers and tax payments. Despite this, they may be called as the last social tie in a 

neoliberalised urban setting, as marshrutkas also serve suburban routes in the peripheries of 

the cities, which would otherwise be cut off from the public sphere. Moreover, a marshrutka 

ride is always the consequence of complex practices of cooperation. Entering a marshrutka 

indispensably demands to be ready to interact. Indeed, the mode of mobility is fundamentally 

based on mutual consideration and support.  

Let’s take the payment pattern as an example of this point. After finding a place, a passenger 

needs to hand over the fare to the driver. As standing periods are too short to check in many 

passengers, the money transfer is executed during the travel. A daily commuter knows the ticket 

price and simply hands over the money to the next passenger sitting in front, announcing in a 

loud voice the respective destination point. Alien passengers will either ask for help among the 

passengers or have to approach the driver. Once the driver has received the money, it is his task 

to count the return and send the leftovers back to the various passengers. This means that all 

passengers are involved in passing money back to the respective passengers, to consider the 

stop requests, to have an eye on each other. Obviously, this may create a rather chaotic back 

and forth transfer of money, however, it invites for mutual recognition and cooperation. In this 

sense, it is common that passengers collect the fare among the minibus before handing the 

whole sum at once to the driver. Equally, passengers are ready to help out with shifting price 

regulations, local orientation or additional seating options. This said, marshrutka rides are 

obviously prone to conflicts and dispute. Passengers argue with the driver and other passengers, 

and they have to deal with drunken students or frail elderlies. It may even occur that an ordinary 

marshrutka ride provides space for a substantial political discussion among its participants. 

Harmonious or not, the microcosm of daily marshrutka cooperation stands in a sharp contrast 

to the presumed anti-social business patterns that seems to define the service (Dmitrieva 2014; 

Weicker 2016, 2017).  

 
38 «Частные перевозчики уходят от налогов, это ни для кого не секрет. Пассажиры расплачиваются 
наличными деньгами, их невозможно учесть, Садясь в маршрутку, как часто вы отрываете билет? 
Да практически никогда. А при отсутствии билета, случись что, невозможно получить страховку 
или отстоять свои права в суде. Но главное, внедрение единой информационной системы 
позволит рассчитывать стоимость проезда в зависимости от расстояния». 
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To sum it up, the urban mobility network is perceived to be worse than during Soviet times 

because of higher fares and defective regulation but it should also be mentioned that the 

contemporary marshrutka system is reputed for a high adaptivity, when quickly reacting on 

traffic obstacles and fulfilling innumerable passenger needs. Altogether this provokes the 

question, whether marshrutkas really are, as often described, the symbol of backwardness, a 

signifier of the ongoing and seemingly everlasting transition of Russia’s contemporary cities? Or 

may they be in the end better described as a crucial contribution to recent and future transport 

networks as a possibly innovative and socially embedded mobility offer, replacing, ideally in the 

long-run, private car ownership? Inevitably, the complexities and ambivalence around 

marshrutka mobility make for a heated public discussion, assembling varying lines of 

argumentation and opposition.  

The abovementioned also illustrates that the marshrutka occasionally serves as a metaphor or 

place of projection for hope and disappointment, legacy and order that connects implicitly 

diverse questions of social embeddedness and the valuation of accumulating wealth. In doing 

so, the narrow field of urban mobility provision assembles macro-societal discourse of a wider 

relevance. Here, the marshrutka enterprise takes the centre stage as an ominous black box of 

requests and delegation, a point of intersection in the broader network of urban mobility 

facilitations, however, seemingly faceless and widely unknown. Therefore, this study takes up 

the task of illuminating the development and outlook of current marshrutka enterprises.  
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4.2 Contouring the body of marshrutka enterprises 

At first glance, it is difficult to grasp the design and functioning of marshrutka businesses. Far 

away from the public, marshrutka operators usually reside unobtrusively in the backyards of 

former industrial grounds. No signposts, no websites, nor public appearance seem to be the 

widely applied strategy of the public relations of current marshrutka enterprises. Locally 

separated from the garages of marshrutka minibuses, it is even hard for drivers to say anything 

about the ‘company’ they work for (Tolik and Vladimir, Marshrutka Drivers 5/13/2016; Narek, 

50 years, driver 10/22/2017). When I asked Samat, an experienced marshrutka driver from 

Tadzhikistan, about his operator, he told me:  

“Well, we just do not meet each other. I go to work early in the morning, get into the car. I do 

not see anyone there. Only the passengers. Then I come back at night, leave the car and go home. 

Generally, we do not see each other39” (Samat, 67 years, marshrutka driver 5/24/2016). 

In contrast to the everyday marshrutka mobility on Russian roads, which is a conspicuous part 

of everyday life and started to shape the urban assemblage long ago in many significant ways, 

marshrutka enterprises remain almost invisible in the public sphere. Indeed, the interviews I did 

with entrepreneurs and accountants, were mostly held in somewhat hidden, small backyard 

offices (Weicker 2016, 2017). Arguably, this appears as a likely reason for the non-controlled and 

pejorative image of marshrutka practices, because the operators, who maintain the structure 

and order of marshrutka mobility, are never visible – neither in the city, nor in the marshrutkas 

themselves. Entering a marshrutka with the aim to find out more about the marshrutka 

enterprise is an exhausting matter of fact. Their addresses and company names literally hide 

behind interminable sheets of text, unobtrusively placed in the marshrutka cabins, generally in 

a small print, in a way that no one actually would even try to read it. Furthermore, the 

information you can find on this obligatory legislation, at least in my own personal experiences, 

is most likely outdated or simply wrong. Lastly, the shy appearance of marshrutka entrepreneurs 

in the public,40 e.g. the representatives of the enterprises, seems to provoke a mutual 

contribution to the public mistrust among the marshrutka business, which in turn confirms the 

operators to stay in the background (Burmenko 2015; Zacharkin 2016; Filimonova 2016).  

 
39 «Так а мы друг друга то не видим. Утром пришел, сел в машину. Кого ты видишь? Только если 
пассажира видишь. Ночью приехал, машину поставил и ушел. Мы же друг друга не видим». 
40 This is an observation based, on the one hand, on the local newsletter review I provided, where 
marshrutka operators’ opinions are clearly underrepresented. On the other hand, I experienced 
something similar during my fieldwork and within the process of interview collection. While I seldom 
had problems finding interviewees among drivers or dispatchers; operators, even if I were introduced to 
them through a third person, were often unwilling to speak to me, at least in any kind of formal setting, 
e.g. interview record etc. 
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However, a number of comprehensive reasons, may explain the imperceptible behaviour of 

marshrutka operators. For instance, marshrutka enterprises are often very small in size and have 

no more than two or three staff members. In addition, the characteristic uncertainty about the 

future of the marshrutka mobility sector and the permanent ongoing re-structuration of 

marshrutka mobility networks is a further reason that marshrutka operators do not materialise 

representatively in the public sphere. Lastly, the invisibility of marshrutka enterprises points to 

the crucial fact that these enterprises are largely artificially constructed on papers, due to state 

interventions and new regulation formats, but have grown out of the mobility practice as such 

and therefore, from a practitioner’s perspective, are not particularly needed. I will elaborate 

further on this point later. Nevertheless, in order to understand both the widespread suspicion 

against marshrutka enterprises in the public discussion and among my interlocutors as well as 

the historical development of the operating structure and regulation networks, I will first 

conduct a more detailed analysis of the genesis and the status quo of marshrutka enterprises in 

the following. 

As I have shown, the public opinion about the marshrutka business remains highly contentious 

and repeatedly a cause for discussion in the cities of my research. The proponents praise the big 

success of post-socialist Russian entrepreneurship as a guarantee of affordable transport 

opportunities, which moreover rescued Russian urban life in times of crisis and state absence. 

Those voices argue that the private transport sector is one of the best working sectors of the 

economy in the sphere of small and middle enterprises in Russia. As important employers in the 

urban sphere, they contribute to social peace and stability among their employees and in the 

city (Gridjushko 2015). Jurij Belousov advocates marshrutka mobility as follows: 

“It enables greater employment and tax returns: drivers' wages guarantee at least the 

subsistence minimum, and moreover, they ensure monthly income tax. Payments, collected from 

4000 working drivers, estimated at about 2.8 million roubles […] Furthermore, the business 

remains attractive for investments: this transport is self-sustaining, not at the expense of the 

state budget, but at the expense of private entrepreneurs41” (Belousov 2010, p.50) .  

Indeed, marshrutka economies saved the income of a considerable number of people in the last 

two decades (Pollavskaja 2015). The opponents vehemently demand to replace the current 

 
41 «Достоинства маршрутных перевозок: большая трудовая занятость и налоговая отдача: 
заработная плата водителей составляет не менее прожиточного минимума, а ежемесячные 
отчисления в казну подоходного налога, взимаемого только с 4000 работающих водителей, — 
около 2,8 млн руб.сегодня этот бизнес еще сохраняет инвестиционную привлекательность: 
обновление транспорта идет не за счет бюджетов всех уровней, а за счет частных средств 
граждан». 
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privately organised enterprise structures in the marshrutka business, describing them as 

‘criminal’ and anti-social business practises. In their eyes, marshrutka enterprises are profit-

greedy and endanger the everyday life of thousands of passengers, when sending unqualified 

drivers and outdated vehicles on the road (Parzhina 2012; Koltashov 2015; Vvodin 2016). 

Furthermore, especially marshrutka entrepreneurs are perennially accused for tax evasion, 

which they in turn indignantly neglect.  

Within this steadily re-negotiated field of tension, ‘entrepreneuring marshrutka mobility’ 

appears today as a multiple but system-immanently levelled off economic practice. But how did 

marshrutka enterprises develop historically and how have they been changing their business 

structure and organizational form over the last years?  

One interesting aspect of the first marshrutka entrepreneurs in the early years of the transition 

is that they have provided a unique labour segment, comparable to some extent only to the 

retail trade in post-socialist Russia (Ageev et al. 1995), where individuals, often with little 

entrepreneurial experience, started to build small or middle sized enterprises with 

comparatively little financial capital (Axionow et al. 1996; Bridger and Pine 1998; Götz and 

Lemberger 2009). Until the late nineties the local governments had, defacto, hardly any impact 

on the marshrutka businesses growing in their cities. In the early years after the fall of the Soviet 

Union, marshrutka practices often appeared as preliminary ad hoc solutions due to the demise 

of public transport on offer and primarily depended on personal networks and bottom up 

initiatives (Sorokina 2008). The lucrative gap in the market that resulted from the lack of mobility 

offers as well as a high passenger demand soon attracted profit-oriented investors from 

different fields. In the absence of a rule of law, the operations of marshrutka enterprises 

resembled more ‘a law of the land’ type approach and less of the rather illusory narrative of fair 

and free market conditions (Volgin 2016; Breslavskij 2006). Altogether these early forms of 

marshrutka enterprises combined, as the mobility practice itself, a specifically constructed and 

individually perceived ‘post-socialist’ economic reality, locally settled but associated within 

broader regimes of justice and informality, profit and survival, exploitation and provision. 

4.2.1 When politics strikes back - How the introduction of tender processes shape the structure 

of contemporary marshrutka enterprises 

As the marshrutka services quickly developed into the most successful mode of city transport, 

the easy had profits and the temporary inability of the state to intervene, partially led to cartel 

building and violent occupations of certain profitable routes (Vvodin 2016). Nevertheless, most 

of my driver-interlocutors speak nostalgically about the first years of marshrutka practices in 
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their city, as a time of higher income and solidarity among them, which were abruptly over when 

local authorities forced the establishment of officially registered marshrutka companies.  

“Previously, it was doubtless a very good job, now, it’s much worse […] well, there were less 

minibuses, more passengers and only a few could afford private cars. Back then, in the 2000s, 

when you owned your own minibus, you could easily earn enough in one year to buy a little one-

room flat in the city42” (Areg, 42 years, driver 10/18/2017). 

The current design and shape of marshrutka enterprises can be traced back to the introduction 

of route licenses of the local administration in order to gain back control over informalised, here 

understood as actually highly formalised but state-absent, urban mobility practice (Gwilliam 

2000, 2002). In this sense, the transport administration mainly reacted to an already established 

mode of mobility in the cities. The retrospectively established legal framework aimed to 

reconsider responsibilities and legal actors, which can be properly assessed and if necessary, 

fined or even brought to court. With this in mind, the ministry of transport of the Russian 

Federation introduced a new law (§160) on marshrutka transport stating: 

“The transportation mode of marshrutnoe taksi has to be organised by a recognised carrier and 

authorised by local municipalities on all types of services (intraurban, suburban, intercity) using 

buses of especially small capacity, and also cars. Carriers are made available to provide transport 

services with a higher degree of comfort for the people43” (Ministry of Transport 9/29/1997). 

The main instrument used by local authorities at that time was to initiate official tendering 

processes, which officially assigned certain operators to a certain number of routes in a city (Finn 

and Mulley 2011). This attempt to rearrange the hierarchies in the current transport business 

constituted a major shift in the marshrutka network in the early years after the millennium and 

comprehensively met resistance among the established stakeholders (Mozhejko 2018).44 

 
42 «Раньше это была очень хорошая профессия. Но сейчас уже плохо. Раньше, машин мало было, 
ну, людей много было, и никто не мог кцпить их машину. Раньше, если изначально покупал свою 
машину, в начале 2000-х годов, на год, если ты хорошо заработал, квартиру ты бы смог купить, по 
крайним мире, можно было бы купить однокомнатую квартиру». 
43 «Перевозки в режиме маршрутного такси организуются Перевозчиком по согласованию с 
органами местного самоуправления на всех видах сообщений (внутригородских, пригородных, 
междугородных) с использованием автобусов особо малой и малой вместимости, а также 
легковых автомобилей. Перевозки организуются с целью предоставления населению 
транспортных услуг повышенной комфортности за счет». 
44 Actually, the described process of bringing marshrutka practices into a state-led legal frame can 
exemplary be observed in the beginning of 2018 in the Belarusian case. There, the transport committee 
of the Minsk region tries to force marshrutka providers to fulfil a regular schedule, to accept GPS-
supervision and to participate in state-led tendering processes to evaluate the quality if certain mobility 
provider. As the marshrutka providers avoid participating in these competitions and continue to ignore 
settled schedules, the government reacted with the withdrawal of licenses. The new breakout of so 
called marshrutka wars between operators and the state authority might serve as a reminiscence of the 
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Heretofore, drivers had been organised in collective networks, which independently negotiated 

the design of the routes, the daily schedule and work plans as well as the amount of vehicles. In 

this sense, the introduction and enforcement of route licenses led to a partial structuring and 

institutionalisation of both, the daily marshrutka offer and the underlying market conditions 

within the municipalities. However, it was not the mobility practice or the applied schedule, 

which caused the reformation attempts by the local transport ministries. As Kenneth M. 

Gwilliam rightly argues, the primary motivation of the city authorities was to gain back control 

over an anarchic and chaotic economic sphere, rather than to improve the public transport 

situation in the cities: 

“[The municipality’s] encouragement has not necessarily been motivated by the desire to build 

up a viable independent sector competitor, but rather to bring the independents under control, 

and within the tax net” (Gwilliam 2000, p.4). 

And yet, the reforms changed the marshrutka market significantly and established the formerly 

unknown distinction between marshrutka operators and drivers (Finn and Mulley 2011). 

Colleagues became superiors and soon the new companies that emerged were internally divided 

into core-members, which entered the marshrutka market before the reforms, and peripheral 

members with less or no rights with regards to the marshrutka operation (Kuznetsov and 

Shaitanova 2014; Breslavskij 2006).  

Figure 7 Different forms of transport enterprises in the public transport sector (City Administration of Rostov on Don 
11/29/2013; Administration of the Volgograd District 2015) 

 

 
formalisation process of marshrutka mobility in many Russian cities during the late 2000s (see Mozhejko 
2018).  
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With time, some of the core members who knew the routes and the estimated income, were 

able to negotiate with the local authorities, build a company and employ other drivers. This 

process of authorisation needed the support of well-connected entrepreneurs and investors, 

which used the restructuration process of a highly profitable business to enter into the market 

and to redirect significant parts of the profits into their hands. Aram, an operator from Rostov 

on Don, explains why he was able to become the leader of his route: 

“They just can't fool me. If you are going to work 16 years in this business like me, no one can 

ever deceive you. This is just experience. I know exactly how much my drivers will earn45“ (Aram 

10/16/2017).  

The municipal government profited from the organisation of the transport system as they gained 

a legal contract partner but shifted the coordination of travel plans, for instance the interval 

maintenance and staffing choices, to the enterprises. Due to increased requirements 

(modernisation of the vehicle fleet, taxes, health and technical inspection institutions), the 

entrepreneurs faced higher expenses, which they externalised to the obvious victims of the 

reformulated organisation scheme – the drivers.  

Since the introduction of such transport institution frameworks, the head of a marshrutka 

enterprise must be registered either as an self-dependent entrepreneur or as the member of a 

limited liability company. After founding a company, marshrutka entrepreneurs have to verify 

contracts with a garage or compound site, with a repair service, which has the task of carrying 

out daily controls, and a contract with a healthinspection service (Semynin 2018). Generally, 

bigger marshrutka operators, which conduct a number of routes in one city, integrate the 

required inspection services into their enterprise and offer the demanded services city-wide to 

smaller operators - which supply only one or two routes and are not able to arrange the needed 

infrastructure by themselves (Gridjushko 2015). In this case, smaller operators have to pay for 

the different services. For instance, the daily medical inspection is offered by a number of 

independent companies and charge between 40-70 rouble for the inspection of one driver, 

depending on the number of drivers (OOO "Sluzhba Medkontrol" 2018). Similar service 

provisions, for instance the technological inspection of the vehicles, are common among 

operators.  

Retrospectively, license tendering was not only an effective tool to gain back control in a non-

formalised market, but it has turned out to be the most effective method used by the local 

 
45 «Они просто не могут меня обмануть. Работайте 16 лет в этом бизнесе и никто вам сможет 
обмануть. Это только опыт. Я знаю что мои водители будут иметь». 
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municipalities, because it obliges operators to apply for certain routes in recurring competitions 

(Zyusin and Ryzhkov 2016). In some cities tendering includes public and private operators as the 

aim is to increase competiveness in the public transport sector, while other cities only facilitate 

tendering among private operators. In order to participate in the tendering process for licenses, 

companies have to report on the status of the applied vehicle fleet46. In this sense, an application 

involves the entire list of registered drivers and their cars, which, for the driver, requires: a proof 

of a valid driver license, an employment history and a report on their health. The vehicles 

require: the proper registration from the traffic police department, a valid and obligatory car 

insurance, and a proof of the technical conditions as well as the vehicle title (Semynin 2018).  

In this sense, the local authorities of Rostov on Don focus on the cash position and ownership 

structure of the operators whereas the equipment and the status of the vehicles provided by an 

enterprise are of secondary importance. For instance, the Transport Committee of Rostov 

evaluates the number of accidents a driver of a certain operator committed as well as any 

notices of defects detected by the traffic police or others. However, due to the ranking system, 

which is organised through a scoring system, an operator with high capital and a large self-

owned vehicle fleet can easily compensate a high amount of accidents or technical defects. To 

illustrate this with an example:  

“An operator is accused of running technical defect vehicles and has to report 6 rule violations to 

the Transport Committee. However, he owns by himself ten vehicles, which is highly ranked in 

the criteria catalogue. With these two criteria the operator would receive 1010 points for his 

performance. When comparing this with a second operator, who provides vehicles in excellent 

conditions but has to borrow these vehicles from a third provider, he would gain only 840 points 

in these categories.” (Kushnarev, V.V. 11/27/2015).  

Therefore, the criteria catalogue of the city governments might serve as an interesting analytical 

tool to extract the primary interests of the local authorities. In this case, the transport 

department of Rostov on Don mainly concentrates on estimating financially reliable operators, 

which may obtain and guarantee everyday marshrutka performances in the city. This, in turn, 

leads to a reduction of operators, as small enterprises will fall short in the tendering competition. 

 
46 Nevertheless, the tendering process, which is a responsibility of the local transport committees, is 
generally non-transparent. However, some city administrations publish a grading system in order to 
support high quality applications from the operators. Successful applicants have to meet a minimum level 
of criteria and can increase their prospects through additional quality standards or improvements. The 
main conditions of evaluation are for instance the vehicle age, the vehicle capacity as well as the 
operator’s assets and reputation. However, each city applies very different rankings and hierarchies when 
it comes to the selection process of one operator.  



146 
 

A comparison to the criteria catalogue of a second city would be insightful at this point. If we 

imagine two operators with the same performance mentioned above in Volgograd, the second 

operator with leased vehicles but in better conditions would head the ranking list (Committee 

of transport and road inspection of the Volgograd region 4/21/2015). In contrast to Rostov, the 

transport committee in Volgograd is mainly interested in the quantity of cars and the capacity 

an operator may provide and evaluates the ownership structure of the enterprise with less 

points. The differences among the scoring systems of local transport Committees have also been 

shown by the sociologists Pavel Zyusin and Alexander Ryzhkov and are summarised in Figure 8. 

Figure 8 Criteria ranking in tender processes of different Russian cities (Zyusin, Ryzhkov 2016, p.95) 

 

As a matter of fact, the category catalogue has an immediate and strong impact on the local 

marshrutka practices and the enterprise structure. For instance, the example mentioned above 

explains why in Rostov much more marshrutka drivers work on vehicles they do not own 

because the ranking system supports this kind of vehicle facilitation. This is bound up with the 

locally important issue that the government of Rostov tried to support the local car factory 

TaGAZ, producing six different Hyundai car models from 2001-2010 in the neighbouring town of 

Taganrog (Makarenko 2012). For instance, the local transport department provided incentives 

to ensure that all marshrutka operators are equipped with Hyundai cars, which led to myriad 

leasing practices in the marshrutka market of Rostov. In Volgograd, the city government does 

not support a specified car manufacturer, which led to a variety of different car types on the 

road but also to a different ranking system supervising the operator’s services. 
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It should be noted at this point that, although city authorities have started to publish their 

criteria catalogues recently, the tendering process remains one of the primary black boxes of 

the marshrutka mobility practices. In the end, it is not comprehensible on what basis the 

decision for or against an operator is made, which encourages speculation and distrust. Almost 

all interlocutors I spoke with confirmed that the tendering process is prone to bribery. Wladimir, 

a 50-year-old dispatcher from Rostov on Don told me:  

“It is actually a good business… very profitable. However, it is very hard to open a line in this city. 

You have to negotiate with the city administration, the mayor of the city and the rest. Best, if you 

bring a suitcase full of money […] if you succeed to deliver the suitcase, they will open the line 

for you [laughter]47” (Vladimir 10/18/2017). 

Some operators have also complained publicly about the tendering practice. For instance, Peter 

Moskvin, a former successful operator of marshrutka routes in Novosibirsk gave an interview in 

2016, complaining about the bribery within the selection process of the local administration. He 

states: 

“I created this route from scratch, I made it popular, I arranged the necessary preconditions […] 

and then, when the route started to become profitable, others gained interest in my route. […] 

The competition was won by Eduard Ostapenko and Pavel Popov, who back then couldn’t provide 

anything, no garage and no maintenance services […] I don’t want to accuse anyone, but it seems 

to me that Ostapenko just bought the route from the ministry48” (Zacharkin 2016, p.3). 

However, in most Russian cities the number of operators remains rather constant and relies on 

established relation-networks and wide mutually accepted scopes of responsibility. 

Nonetheless, the example shows that marshrutka operations may be characterised by an 

ongoing uncertainty, which is reflected in many fields of mobility practices as well as in the 

enterprise relations to the local authorities. No operator, driver or dispatcher can feel certain 

about the mid-term existence of their job, salary or enterprise, which doubtlessly causes a 

precarious setting, especially among the employees. This observation might already be 

 
47 «Конечно, компания хорошо зарабатывает.. очень прибыльно. Но открыть компанию сложно.. 
надо имеет поддерживаемых там.. деньги надо, чемодан с деньгами надо принести.. поставишь 
его и потом они тебе откривают линию». 
48 «Я создал этот маршрут для народа, сделал его востребованным, благоустроил, и он стал 
приносить деньги. После этого к нему и появился интерес, […] Конкурс тогда выиграли Эдуард 
Остапенко и Павел Попов, у которого в то время не было поблизости ни гаража, ни базы для 
обслуживания […] Конечно, не пойман — не вор, но мне кажется, что Остапенко купил маршрут у 
министерства». 
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considered as one significant obstacle, explaining a lot about the general shape of overall little 

institutionalised, highly flexible and fluid marshrutka modes in contemporary Russian cities. 

To sum this up, the historical development of marshrutka mobility, as well as the forced 

introduction of officially registered marshrutka enterprises, perceived as a necessity for the 

actors involved to remain in the business, led to a very specific form of contemporary 

marshrutka companies, characterised by its fluid form of labour structure, due to applied 

franchise techniques. Furthermore, contemporary marshrutka enterprises may facilitate quite a 

range of services. Besides their major function as licensed operator, which obliges them to 

organise, record and report the services of a certain route, marshrutka enterprises may 

additionally include the renting out of vehicles, reparation services as well as certain obligatory 

self-inspection services. However, the multidimensional nature as well as the high degree of 

adaptability of marshrutka enterprises makes it difficult to come up with a prototype style of 

enterprise structure and requires further consideration, as in the following. 

4.2.2 Between continuity and adaptation - The design of contemporary marshrutka enterprises 

When conducting my fieldwork in Russia from 2015 to 2017, I observed two rather distinct 

descriptions of marshrutka enterprise structures applied at the same time, however for different 

purposes and contexts: On the one hand, my respondents categorised marshrutka enterprises 

through their structure and design, the official legacy, the employment relations, the size and 

number of routes as well as underlying infrastructure facilities, which certain operators may 

supply while others do not. On the other hand, they were described as individually negotiated 

relation networks, where the actors involved built up social ties and dependencies in order to 

implement reliable relations and trustworthy structures, which are mostly unwritten or 

unspoken, but nevertheless of high influence for the everyday conduct of mobility services. In 

this sense, besides the bookkeeping and officially applied hierarchies and rules, a second layer 

of order can be estimated, an individually and group-wide accepted canon of social incentives 

and techniques of control and supervision, a sort of social embedment of the everyday mobility 

practice. Observed separately, these two outlines tell very different things about the nature of 

local transport enterprises, however they bring together a way of ‘entreprendre’, of taking 

action in continuously negotiable marshrutka networks. In the following, both experiences will 

be outlined, simultaneously adding information about the structure and design of contemporary 

marshrutka operations: 

As I have mentioned above, a majority of marshrutka enterprises in Rostov on Don and 

Volgograd do not consist of more than three positions: the operator, accountant and dispatcher. 



149 
 

Some marshrutka operators also supply IT-personnel, due to new regulations concerning 

implemented GPS-systems. That said, it must be admitted that there are also marshrutka service 

providers, which have thousands of employees under official contracts because they hire drivers 

as employees, however, this is not the case in Volgograd or Rostov on Don49. Evgenij Vvodin 

describes the common set-up of marshrutka enterprises as follows: 

“The usual pattern of building a marshrutka business works like this: the driver owns a minibus, 

a certain operator kicks off a route, and puts buses on it. For this service, the driver has to submit 

half of his daily income to the operator. Everything else, the driver has to care of on his own, 

reparations for instance. The operator spends the money to bribe officials so that they open 

routes, as well as the traffic police in the hope that they will not check the drivers50” (Vvodin, 

2016 p.4). 

 

This underlines the fact that most marshrutka drivers are not official employees of the registered 

companies but subcontracted ‘independent entrepreneurs’, i.e. freelancers, who perform the 

mobility services conducted through the nominated operator.  

The main task of marshrutka enterprises is to ensure a coherent number of vehicles on the route 

while following the regulation catalogue of the local administration. For instance, the working 

condition act of the Russian Federation states that drivers are not allowed to work more than 

two days in a row and have to comply with strict break times (Federal Law of the Russian 

Federation 12/30/2001). Therefore, a widely accepted working interval is two by two, which 

means two days of work and two days of rest (Semynin 2018). Factually, drivers generally neglect 

to count their working days and hours and, as long as bookkeeping remains in line with the legal 

norms, operators willingly turn a blind eye (Weicker 2016, 2017).  

Depending on the distances and interval, one route is usually served by 10 to 40 vehicles at the 

same time (Samat, 67 years, marshrutka driver 5/24/2016; Timofej 6/16/2016). Marshrutka 

operators have two possible strategies to meet the requirements of the route plan. They either 

own or rent out the 40 vehicles and hire 80 additional drivers or they have subcontractors 

 
49 Exemplarily, I refer here to PiterAvto, a major marshrutka provider in Saint Petersburg. The transport 
company recently expanded its services to different Russian cities and districts among the European 
part of the country. According to the company’s own information, they employ more than 8000 people 
and offer mobility services to around 900 000 passengers daily. Furthermore they own a vehicle park of 
3000 buses on 13 depots, serving Saint Petersburg and the surroundings (PiterAvto 2018). 
50 «Обычная схема построения бизнеса в маршрутках такова: водитель владеет микроавтобусом, 
некая контора выбивает себе маршрут, и ставит на него автобусы. За это водитель половину 
выручки отдает этой конторе в виде дани, на остальное чинится и живет сам. Контора отстегивает 
деньги чиновникам, чтобы они открывали маршруты, ГИБДД и УГАДНу, чтобы они никак их не 
проверяли». 
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serving the route. Subcontractors are often more experienced marshrutka drivers, who can 

provide their own vehicle and hire other drivers to work on their routes during the obligatory 

resting periods. Timofej, a marshrutka operator from Volgograd summarises his personal 

experiences: 

“It is divided fifty-fifty. Some drivers get hired by us and some drivers are small operators on their 

own. […] It is easier, of course, if you drive your own minibus. It simply means more income. On 

the other hand, the work can annoy you at some point. Then, you only provide your drivers with 

a schedule, you may sit at home and relax, the car is driving for you. However, if the car is new, 

then it's better to drive it yourself, because the hired drivers will destroy it in six months […] Two 

friends of mine, who are working for me, they bought a new car together. They are father and 

son, riding the car together. It works out pretty well51” (Timofej 6/16/2016).  

Looking at the outcome of my empirical observations, I can state that most of the enterprises 

consist of mixed employees, meaning that they hire a few drivers to drive the operator’s or third-

party vehicles and supply an additional number of subcontractors to fill the remaining routes. 

This leads to a branched network of responsibilities and funding legislations, which are, from a 

holistic point of view, very complex but mostly interpersonally grown and hold together via trust 

networks.  

Apart from this observation, the official design, structure and legislation of marshrutka 

enterprises follows long-implemented institutionalisation attempts, which can be traced back 

to Soviet enterprise structures. Although the mode of mobility, the quantity of service providers 

and the coverage of marshrutka performances have undergone fundamental changes in the last 

two or three decades, the inherent framework of marshrutka operations, enterprise structures 

and state inspection institutions have remained rather constant. This becomes particularly 

obvious when having a look at the legislation framework of marshrutka mobility in late Soviet 

times. For instance, law number 200 from December 31st, 1981 called “Approving the Rules of 

Automobile Passenger Transportation Organisation”, enacted by the Ministry for Transport 

Automobility of the Russian Soviet Republic, processes marshrutka mobility frameworks, 

stating: 

 
51 «50 на 50 где-то получается. Водитель работает наёмный, и водитель, который сам перевозчик. 
Проще, конечно, самому. Больше доход. С другой стороны, ты устаёшь. План тебе привезли, ты 
дома сидишь, ничего не делаешь, только сам рулишь. Если машина свежая, то лучше самому 
ездить, потому что водитель её убьёт, развалит её, через полгода она у тебя умрёт. […] У меня 
знакомые работают. Купили новую иномарку. Сами гоняют вдвоём, отец с сыном. Получается 
неплохо». 
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“§162: To improve the quality of passenger services in cities, suburban areas and intercity 

connections, special minibus services (car-type RAF) or passenger car services (car-type GAZ-24-

02 "Volga") are established on approved routes – called marshrutnye taksomotornye 

operators52” (Ministry of Transport 12/31/1981). 

The law text describes in detail what characterises marshrutka mobility and how they differ from 

other means of public transport.53 Furthermore, the law regulates the condition of new routes, 

the requirements for regular marshrutka mobility as well as the responsibilities of operators and 

inspection cases. Most of the demands and stated orders are still valid and provide the 

framework to current mobility operations. In part, the set of regulations were just carried over 

into the new legal texts of the successor state, while other instructions were only further applied 

as a routine on an everyday basis without questioning the organisation scheme (Malachov 

2018).  

Therefore, marshrutka enterprises are a striking example for the contemporaneousness of the 

non-contemporaneousness (Bloch 1962), as different legislation and organisation schemes of 

antagonistic political and economic systems merge in practice and institutionalisation of the 

post-socialist marshrutka operations. For instance, according to the above cited, law 200, from 

1981 a new marshrutka route has to fulfil a number of parameters in order to appear, applied 

until present times:  

“§ 16: Before new routes are opened, the following should be provided: (1) The location of the 

initial and final stopping points, which build a route with expected large passenger-volumes […]; 

(2) The provision of interconnection points to other transport means, enabling the shortest 

routes for the largest number of passengers between crucial points of the city; (3) The provision 

of bus-types corresponding to the legacy of automobility transportation; (4) The provision of 

monitoring tools to regulate the mobility service; and, (5) The assurance of the coordinated 

movement of buses on the newly opened route54“ (Ministry of Transport 12/31/1981). 

 
52 «Для повышения качества обслуживания пассажиров в городах, пригородном и 
междугородном сообщениях организуются специальные перевозки на микроавтобусах (типа 
РАФ), легковых автомобилях (типа ГАЗ-24-02 "Волга") по установленным маршрутам - маршрутные 
таксомоторные перевозки». 
53 The law also mentions the main difference between major buses and marshrutkas in $167, stating 
that entry and exit of passengers is coordinated flexibly on behalf of the passenger wishes and in 
accordance to the traffic rules. The flexible mode of entering and stopping a marshrutka is here rightly 
acknowledged as one of the major differences and advantages of marshrutka mobility compared to 
other modes of transport. This stands in antagonistic contrast to contemporary estimations, seeing the 
main disadvantages of marshrutka mobility in this flexibility as a safety hazard, unpredictability and a 
cause for increasing traffic congestion.  
54 «При открытии маршрутов должны предусматриваться: (1) расположение начальных и 
конечных остановочных пунктов маршрутов в достаточно крупных пассажирообразующих и 
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When analysing the former regulations, it is striking that marshrutka operators fulfilled a double 

function – they were transport providers and monitors at the same time. Particularly the 

institutions of technical and health inspection, but also the organisation of work distribution and 

records were to a large extent carried out by the responsible operators. This format for 

organisation has not significantly changed since its establishment. In an analysis from 1977, 

Mogilev et al. were engaged in increasing the safety standards of public transport services 

(Mogilev et al. 1977). They clearly emphasise, who should be responsible for effective control 

mechanisms in the transport sector, stating that “at each motor transport enterprise, the 

highest ranked manager (director) has official powers and is responsible for resolving all current 

and prospective problems of the enterprise, including the problems of ensuring road safety55” 

(Mogilev et al. 1977, §16). In this sense, all transport operators became obliged to initiate daily 

health inspections and technical inspections in the following way: 

“Since 1969, all motor transport enterprises have provided special medical spots for pre-trip 

medical examination of drivers. The main task of these inspections is to check the physical and 

psychophysiological state of the drivers to ensure to a high degree their capability and reliability 

to drive the vehicles during the working hours. Medical workers systematically examine each 

driver before starting their work shift. The purpose of this control is to prevent drivers from 

working in a morbid state, after insufficient rest or with a temporary disturbance of the 

neuropsychic balance56” (Mogilev et al. 1977, §19). 

It must be noted that the observation, record and health inspection procedures apply to all 

professional drivers – they are not specifically formulated for marshrutka drivers. However, the 

point is that responsibilities that might have worked in a centralized top-down organization 

 
пассажиропоглощающих местах; (2) обеспечение транспортной связи для наибольшего числа 
пассажиров по кратчайшим направлениям между основными пунктами города; (3) использование 
типа автобусов, соответствующего виду перевозок; (4) средства контроля за регулярностью 
движения; (5) обеспечение координированного движения автобусов на вновь открываемом 
маршруте с движением автобусов на существующих маршрутах, а также с работой других видов 
пассажирского транспорта». 
55 «Таким образом, на каждом автотранспортном предприятии руководитель высшего уровня 
(директор) обладает первичными полномочиями и отвечает за разрешение всех текущих и 
перспективных проблем предприятия, в том числе и проблемы обеспечения безопасности 
дорожного движения». 
56 «Учитывая это, на автотранспортных предприятиях начиная с 1969 г. стали организовывать 
специализированные медицинские пункты для предрейсового медицинского осмотра водителей. 
Основной задачей этих осмотров является проверка физического и психофизиологического 
состояния водителей автотранспортного предприятия для обеспечения высокой степени 
надежности управления ими транспортными средствами при выполнении производственных 
заданий. Медицинские работники систематически обследуют каждого водителя перед началом 
их рабочей смены. Цель этого контроля заключается в том, чтобы не допустить к работе 
водителей в болезненном состоянии, после недостаточного отдыха или с временным 
нарушением нервно-психического равновесия». 
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beyond market-competition were taken one to one into a setting of decentralized organizations 

lacking any form of superstructural supervision but imminently exposed to harsh market 

competition. From this perspective, it is not really a surprise that the currently implemented 

control mechanisms are widely abused for their own profits.  

What has changed are special guidelines of drivers’ resting periods and vacation. In the transport 

regulations, it is stated that drivers should not be allowed to work more than seven hours a day, 

including several breaks. An increase of working hours would directly lead to exponentially 

higher risks of accidents (ibid, §18). Additionally, the text mentions the right of drivers to special 

vacations and days of rest. However, the regulations are generally ignored in force. Since the 

main supervision is still conducted by the enterprises while an independent and well-functioning 

inspection agencyis missing - one can see here how the endurance of Soviet institutions in newly 

established markets under very different circumstances may lead to conflicts and malfunction. 

Figure 9 Scheme of cooperation management at motor transport enterprises to ensure road safety (Mogilev et al 

1977б § 6) 

 

Similar to the health inspections of drivers, the daily maintenance inspections were introduced 

to transport enterprises long before marshrutkas became a means of mass public transport in 

the 1990s. As marshrutka mobility was integrated into the municipal transport network of the 

Soviet Union, the institutional outlook, was conceptualised for rather big transport enterprises, 

providing huge vehicle parks, which had to be constantly reviewed. Therefore, the Soviet 

transport enterprises followed an elaborated system of responsibilities in order to guarantee 

the faultless process of urban mobility provision. The organisation structure of each transport 
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provider in charge included four different sections: operator services, traffic safety services, 

maintenance services and the personnel department (see Figure 9).  

According to Mogilev et al., all sections had to contribute to their field of expertise to make 

public transport services as safe as possible. The section for traffic safety was especially intended 

to increase the safety standards on the road and among all enterprise actions: 

“This unit is responsible for the classification and evaluation of traffic safety problems, and the 

transfer of the estimated problems in the process of routing, scheduling and timing. Furthermore, 

the unit has to monitor the implementation process of decisions taken, develop proposals and 

appointments concerning the distribution, and has to report about the problem solving process. 

In general, the section for traffic safety is responsible to synchronize, coordinate and monitor all 

preventions of accidents in the enterprise57” (Ibid, §6). 

The basic shape of self-regulatory mechanisms in state-run transport enterprises, which shift 

the responsibilities to the transport operators has not been changed since the 70s and are still 

in use today. This is to some extent surprising because the overall structure of competences and 

responsibilities has changed in many ways, shifting from a centralised system managed in 

Moscow to a federal model based on district supervision. In this sense, the transport department 

lost their main tool to conduct transport services in the Soviet Union, namely the redistribution 

of funds in case of poor performance (Vorobyev et al. 2016; Zyusin 2010). However, both the 

inner-organisation structure of state-run transport enterprises and the legal regulations 

remained untouched after the fall of the Soviet Union.  

Therefore, when marshrutkas appeared as a mode of mass mobility, this was similarly an 

outbreak and circumvention from structurally deadlocked state-run transport enterprises. As a 

bottom up development, marshrutka providers used the existing organisation framework and 

enterprise infrastructure for marshrutka mobility but renounced to establish an elaborated 

system of supervision. Indeed, some marshrutka enterprises took over the general structure of 

Soviet transport enterprises, including maintenance, personnel and operating services, but 

missed the traffic safety services. This caused a number of problems for the commercialised 

transport sector, which will be outlined in the following chapter. 

 
57 «Это подразделение должно отвечать за передачу, классификацию и отображение проблем 
обеспечения безопасности дорожного движения, их маршрутизацию, составление графика и 
сроков их решения, контроль выполнения принятых решений, пред¬ложения по распределению 
или назначению исполнителей, выяснение состояния решения проблем, а также синхронизацию, 
координацию и слежение за всеми проблемами предприятия по предупреждению ДТП». 
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4.2.3 System-immanent defects of supervision in the private public transport sector 

Generally, the continuity of enterprise structures is not limited to checks and control processes. 

As a matter of fact, the entire field of responsibilities in the marshrutka network finds its roots 

in former Soviet transport legislations. Returning to the 1981 law text, it can be shown that 

transport enterprises were the main institution of response and ensured a coordinated and rule-

guided transport offer: 

“After the opening of the route, the transport operator organises systematic monitoring of the 

transport schedule and passenger services. The operator publishes the exact route layout, 

including the location of stopping points and the frequency of movement. Furthermore, the 

operator controls the passenger flow in separate sections in order to increase the efficiency of 

rolling stock use58” (Ministry of Transport 12/31/1981). 

Obviously, the described distribution of tasks and supervision was developed for a significantly 

different institutional framework in the transport service organisation of the Soviet Union. 

Therefore, the developed measurements and task management made sense in a highly 

centralised transport system, where all local transport means were coordinated from the 

Transport Ministry in Moscow. Besides that, the economic circumstances of transport provision 

in the Soviet Union offered less incentives to exploit, for instance, driver’s working conditions - 

at least not in a capitalist profit-seeking way - which allowed for self-supervision, to coordinate 

the transport services and conduct the labour division and supply within one company. 

Figure 10, 11 and 12 illustrate the continuity and shifts of enterprise organisation structures 

since Soviet era. The organisational charts name all important services provided by operators 

today and in the past. However, current commercial transport enterprises do not provide all the 

departments but rely mainly on outsourced services. 

  

 
58 «После открытия маршрута автотранспортное предприятие организует систематический 
контроль за организацией перевозок и обслуживанием пассажиров на нем, уточняет направление 
маршрута, расположение остановочных пунктов, частоту движения, контролирует наполнение 
автобусов на отдельных участках и эффективность использования подвижного состава». 
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Figure 10 Organisational chart of a prototypical transport enterprise in the Soviet Union (based on Epifanov 1965) 

 

 

 

 

Figure 11 Prototypical organigram of a contemporary municipal transport enterprise (Bychkov 2006, p.118) 
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Figure 12 Prototypical organigram of a contemporary private transport enterprise 
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For instance, all transport enterprises are obliged, due to Soviet laws that are still in use, to 

ensure maintenance services. However, they do not have to provide these services on their own. 

Many operators have contracts with independent repair services, which are paid-for daily 

inspections. The marshrutka operator Valerie Skiba, for instance, is not only providing transport 

services to his clients but offers repair services, medical inspection as well as car leasing 

contracts to other operators and drivers in the city. He advertises his services on his website as 

follows: 

“The company of the entrepreneur Valerij Skiba is offering private transport services since 

January 1997. Over the years, the company has established itself as a reliable, conscientious 

transport provider, successfully carrying out its activities in a difficult and competitive 

environment, paying special attention to the safety and quality of passenger services […] 

Investing all profits in the development of the enterprise, today it has: spacious office premises, 

qualified and experienced personnel, equipped workshops for maintenance and repair of rolling 

stock, a licensed medical office, and 2 vehicle inspection posts at the last stops of the line59” 

(Skiba 2018, p.1). 

While a few private transport enterprises have grown, such as in Skiba’s case, the majority of 

marshrutka entrepreneurs externalize these costs to drivers or outsource the supply to other 

providers. In this way, ordinary marshrutka enterprises have generally grown smaller in 

comparison to former transport enterprises. From three individual departments for human 

resources, accounting and commercial outreach, many marshrutka enterprises now consist of 

only one official employee - the accountant. Moreover, sometimes all of these tasks are the 

responsibility of only one person, e.g. the director/operator of the enterprise (Plechov 2018). 

The leasing contracts, which have especially become popular since the private public transport 

reforms in the early 2000s, shape the contemporary design and relations between operator, 

dispatchers and drivers. Leasing contracts were made necessary, when the legislators obliged 

private transport enterprises to provide certain quality standards of the vehicles of the 

enterprise. Individual drivers and car owners were not able to afford new buses and had to agree 

to leasing contracts. In most cases, the operators are only distributing the lease contracts from 

 
59 «Предприятие ИП Скиба В.С. работает на обслуживании городских маршрутов с января 1997 
года. За время работы предприятие зарекомендовало себя как надежный, добросовестный 
перевозчик, успешно осуществляющий свою деятельность в сложной конкурентной обстановке, 
постоянно уделяя особое внимание организации Безопасности перевозок и качеству 
обслуживания пассажиров. […] Вкладывая всю прибыль в развитие предприятия, сегодня в нем 
имеется: просторные офисные помещения, квалифицированный и опытный персонал, 
оборудованные цеха для обслуживания и ремонта подвижного состава, класс БД, 
лицензированный медицинский кабинет, 2 поста осмотра транспортных средств при выезде на 
линию и возвращению с нее»- 
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their providers, however, some entrepreneurs are leading huge vehicle parks and therefore 

additionally act as local leasers for other transport enterprises. 

Thus, it is first and foremost the role and hierarchical rank of drivers, which has undergone the 

most significant changes in the current marshrutka enterprises. The main difference among 

marshrutka drivers can be observed along their vehicle-ownership status. In this sense, vehicle-

owning drivers may act more independently as service providers on the route. These drivers pay 

their monthly fee to the operator and act almost autonomously on the line, with flexible working 

hours which they coordinate with the local dispatchers. They profoundly differ from drivers who 

rent out the leased operator’s vehicles. These drivers work in closer relation to the enterprise 

and behave in accordance to the organisational scheme in Figures 10 and 11. However, they are 

not officially employed as transport workers but are conducted through financial dependencies 

in the leasing structure (see Figure 13). In this sense, the current hierarchy of employee status 

marks the most striking difference to former Soviet enterprise structures, which entirely missed 

the ownership structure of vehicles. 

Figure 13 Structure of Leasing relations within the transport enterprises (Bychkov 2006, p.148) 

 

To sum this up, in the current framework, where marshrutka enterprises gain their income 

mainly via an unacceptable saturation of both material (e.g. vehicles) and labourers, bounded 

to the sector because of financial dependencies and lacking alternatives, it appears inconsistent 

that of all the actors the main profiteers in the business, namely the infrastructure and vehicle 

providing operators, are at the same time responsible for the evaluation and supervision. This is 

a clear flaw in the enterprise structure, which is unsolved for the very reason that no actor-group 
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(except the daily endangered passengers) is actually interested in an independent evaluation. 

As a matter of fact, the drivers suffer the most under these non-regulated working conditions 

and ubiquitous job insecurity. Nevertheless, they seem to be unable to counteract the 

development for two reasons: Firstly, they appear to be incapable of building solidarity as a 

collective , at least during the period of my fieldwork, which could stand up as a union for their 

rights in labour disputes60. Instead, they find themselves as outsourced franchisers with 

enormous financial risks and dependencies eliminating any scope for protests or solidarity. 

Secondly, drivers themselves consider the ‘flexible’ working hours and low operating costs as 

the main competitive advantage of marshrutkas as compared to state-run public transport 

enterprises (Danil, 25 years old, marshrutka driver 3/26/2017; Aleksej 3/10/2017). Indeed, some 

drivers consciously change from the municipal public transport companies to private providers 

because they can independently decide to work overtime and generate more income.61 To quote 

a marshrutka driver in Volgograd: 

“Why I work as a marshrutka driver? Well, my wife has a chronic illness. That’s why I appreciate 

flexible working hours and a constant money flow62” (Anton, 45 years, marshrutka driver 

04/31/2017).  

Considering, the official legislation of transport workers in Russia, there should be no difference 

between municipal drivers and their private counterparts. However, it is obvious that the control 

mechanisms in charge are still maybe even successfully applied in the municipal transport 

companies but fail to take effect in the private companies. This is no surprise, considering the 

fact that until today, operators are responsible for the supervision of their self-facilitated 

mobility services. It is, thus, important that the local municipalities start to react to the changing 

interest of private transport entrepreneurs in a capitalist setting, which is obviously different 

from a state-run transport operator in the Soviet legacy.  

4.2.4 The (im)possible collection of passenger volumes  

As most legacy regulations concerning the provision of marshrutka routes in Russian cities have 

remained untouched, it might be interesting to have a look at some major changes in marshrutka 

 
60 Another significant layer of post socialist development is the abrogation of trade unions throughout 
the newly emerged job sectors. The marshrutka market as an important employment sector of the post-
socialist period is no exception from this rule and impressively mirrors the wide disempowerment of 
employees dependent on selling their labor (see Chen and Sil 2006).  
61 Comparing the hourly wage of private and municipal drivers, marshrutka drivers earn less than their 
municipally hired counterparts and suffer from social welfare losses. However, in contrast to municipal 
bus drivers, marshrutka drivers can decide on their own how many hours they work daily and are, 
therefore, able to increase their income (see Danil, 25 years old, marshrutka driver 3/26/2017). 
62 «Короче говоря, ну у меня жена болна.. мне рядом как бы съехать.. чтобы в любое время рядом 
быть». 
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regulation frameworks in this chapter. But for a start, in order to comprehend the design of 

Soviet transport enterprises, the outcomes of applied transport research in late Soviet times 

might provide for an interesting start. In particular, the work of Eduard Mun and Aleksej Rubetz 

about the “Organisation of Passenger Transport in the Sphere of Marshrutnoe Taksi”, which was 

published in 1986 and gives rich insights about the continuity on the one hand but also about 

major shifts within the organisational structures, planning attempts and control institutions 

since that time. In sharp contrast to the majority opinion among contemporary experts in the 

Russian transport system, Mun and Rubetz estimate a great potential towards the marshrutka 

mobility and argue for a further flexibilisation of marshrutka modes in Soviet cities. In an in-

depth analysis of marshrutka practices during that time, they describe the implemented 

inspection mechanisms regarding this particular means of transport. Like Mogilev et al., they 

also call for more responsibility of the marshrutka operators as control institutions in order to 

enforce the local knowledge more efficiently and to avoid circuitous bureaucracy: 

“According to many experts of road transport and traffic police, the main challenge now is to 

significantly strengthen the organisational and management tasks […] in every motor transport 

enterprise […] It has been proven, that the absence of special engineering and technical traffic 

safety officers at motor transport enterprises has not contributed towards increasing the 

effectiveness of accident preventions, and this is why this situation was revised63” (Mogilev et al. 

1977, §6) . 

It is important to clarify the perspective of the Soviet transport researchers in the 80s to 

comprehend their arguments. As Pertzev has pointed out, many Soviet cities experienced a 

significant increase of urbanisation in size and population due to the short economic upswing 

following the oil crisis in the 70s (Pertzev 2011). As the economic growth did not last into the 

80s, major transport reforms or expansion were no longer financeable. Accordingly, this marked 

the background to review the Soviet transport infrastructure of this time, which shifted the 

attention to the cheap and convenient marshrutka services.  

Against this background, Mun and Rubetz argue, after an in-depth analysis of the inner-cities 

public transport, that the control mechanisms should be located and implemented directly at 

the enterprises as they could react more quickly to obstacles, thus increasing the safety 

 
63 «По мнению многих специалистов автомобильного транспорта и работников ГАИ, главная 
задача в настоящее время заключается в том, чтобы значительно усилить организационную и 
управленческую работу по предупреждению ДТП в каждом автотранспортном предприятии. Как 
свидетельствуют материалы служебного расследования и разбора ДТП, большинство 
предпосылок к дорожно-транспортным происшествиям возникает непосредственно в ор-
ганизационной системе, т. е. на автотранспортном предприятии». 
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standards during this time by establishing permanent inspection measures. Mun and Rubetz 

write against a highly inflexible transport system, which do not give any competences to the 

local actors but channel all knowledge resources and decision-making processes through the 

central ministries in Moscow (see also Zyusin and Ryzhkov 2016).  

The big advantage of marshrutka mobility in the Soviet setting and afterwards was the flexibility 

found in utilizing the mode of transport on different occasions and throughout the city; it was a 

saviour of the overloaded public transport system already in place.  

„Since the late 70s, the minibus service has been actively developing in various cities of the 

country. Moreover, depending on the local specifics, route taxis performed different tasks. For 

example, in Moscow and Kiev taxis carried people from the subway to the large industrial 

facilities, in Leningrad – marshrutkas allowed tourists to comfortably reach parks and 

attractions64” (Karakum 2018, p.11). 

What I further want to point out is that although working lists, route schemes, and registration 

documents have been applied continually in the past fifty years or so, the purpose of these 

documents has changed significantly.  

According to Mun and Rubetz, for instance, one vitally important matter of concern of the Soviet 

transport management was the estimation of passenger use and volumes. As public transport 

institutions were highly centralised, and the money flow of subsidisation was regulated from the 

transport ministry in Moscow (Zyusin 2010), the positive evaluation of local transport services 

played an important role for the municipal transport enterprises.  

However, as the number of passengers was crucial for the vital financial donations from 

Moscow, it was not-surprisingly a lot easier to evaluate passenger volumes as all staff members 

(drivers, conductors, technical staff, management) would profit from it. Indeed, this evaluation 

system caused its own problems as the obligation of plan fulfilment in the Soviet transport sector 

incited, opposite to today’s framework, rather excessive amounts of passenger rides (Vorobyev 

et al. 2016). Nevertheless, a methodologically solid evaluation system of passenger rides was 

implemented and conducted on a regular basis in order to estimate the volume of passengers 

with the aim of arranging transport routes according to citizen needs.  

 
64 «С конца 70-х, Служба маршруток активно развивалась и в других городах страны. Причем, в 
зависимости от местной специфики, маршрутные такси выполняли разные задачи. Например, в 
Москве и Киеве маршрутки довозили людей от метро до крупных торговых и промышленных 
объектов, в Ленинграде — позволяли туристам с комфортом добраться до парков и фонтанов в 
Пушкине, Павловске и Петродворце». 
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“The checkman receives instructions concerning the supervision of regular marshutnoe taksi 

rides in which the purpose, the procedure for carrying out the survey, as well as the rights and 

duties are explained […] Data collection is conducted in all simultaneously riding minibuses on 

one particular line. The checkman, who counts all entering and exiting passengers on the route, 

is present in the minibus from the moment of starting the ride until the end of the working day65” 

(Mun and Rubetz 1986, p.18).  

The authors show that collecting passenger data was not a major issue in any means of public 

transportation in the Soviet Union, including marshrutka services. What is crucial to mention 

from a contemporary perspective is that although most instruments for organization and 

supervision used in the Soviet Union were taken over by post-Soviet transport enterprises, this 

is not true for the evaluation of passenger volumes. Indeed, one of the main distinctions of the 

newly emerged commercial bus services in the late nineties was the absence of a ticket system 

as well as any other method to control passenger estimations. 

In a law from 02.12.2000, the Russian legislator even confirmed that all transport enterprises 

are obliged to provide an electronic payment system except commercial marshrutka services: 

“All organizations, enterprises and institutions, as well as their branches and other separate 

subdivisions (including individuals who carry out business activities without forming a legal 

entity), which provide transport services to the public, are strictly obliged to issue tickets as 

accountable documents equivalent to checks, […] excluded from this rule are all sorts of taxi 

services (including the marsrhutnoe taxi)66” (Pravitel'stvo Rossijskoj Federatzii 12/2/2000).  

This juridical special status of marshrutkas, non-comprehensively protected by the state, led to 

a further increase of minibus mobility in Russian cities in the years after the millennium. Before 

the above cited law was implemented, there were two different types of minibuses in Russian 

cities. On the one side there were the municipal minibuses, which provided ticketing, and filled 

the gap of the missing large size buses, while on the other side, new commercial minibuses 

 
65 «Учетчику выдается инструкция по проведению обследования работы маршрутных такси, в 
которой разъясняются цель, порядок проведения обследования, права и обязанности […] 
Обследования проводят во всех работаюших автомобилях-такси на конкретном маршруте 
(маршрутах). Учет перевезенных пассажиров осуществляется с момента выезда автомобиля на 
линию и до окончания его работы на маршруте». 
66 «Организации, предприятия, учреждения, их филиалы и другие обособленные подразделения (в 
том числе физические лица, осуществляющие предпринимательскую деятельность без 
образования юридического лица) в части оказания услуг населению при условии выдачи ими 
документов строгой отчетности, приравниваемых к чекам, по формам, утвержденным 
Министерством финансов Российской Федерации по согласованию с Государственной 
межведомственной экспертной комиссией по контрольно - кассовым машинам, за исключением 
услуг по перевозке пассажиров такси (в том числе маршрутными)». 
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appeared, which did not sell tickets and provided new transport services on different routes 

(Rostovskij Gorodskij Transport 2006).  

In this specific setting, the newly established law triggered former municipal minibus drivers to 

switch their status and to register as a private commercial transport service, after which less 

control and greater income margins would follow. This is an often-overlooked political decision, 

which created the basis for today’s marshrutka markets in Russian cities. This should be kept in 

mind, when politicians complain today about the non-transparent accounting of marshrutka 

modes of transport. Their respective predecessors were not only willing to establish and accept 

but moreover ready to push through an uncontrollable billing system.  

Since the establishment of law Nr. 917, still in effect today, marshrutka operators, drivers and 

dispatchers attempt to resist any evaluation efforts by the respective local administrations, 

which has inter alia been shown in the recent case of e-ticket introduction in Rostov on Don (see 

chapter 5.1). Marshrutka entrepreneurs have been successful so far, as the local governments 

have implemented a taxation and registration system, which turns a blind eye towards actual 

passenger amounts, minibus distributions on the road and everyday working hours of the driver 

(Mayburov and Leontyeva 2016).  

In this sense, the legal support of the Russian government in 2000, turns out to be one of the 

main arguments of contemporary local municipalities against marshrutka mobility, delineating 

marshrutka enterprises as anti-social economy practices. Notwithstanding, the Soviet and early 

post-Soviet case proves that evaluation mechanisms could easily be implemented a fortiori, 

given the progress and availability of technological surveillance tools. Nevertheless, most 

municipalities continue to renounce further attempts at reformation.  

Recently, there has been a number of cases where city mayors have stated the impossibility of 

controlling and containing marshrutka practices in their city, which is why they have voted to 

abolish them entirely. Examined in more detail, those statements declare an implausible 

admission of state powerlessness. More likely, local administrations were happily 

accommodated by the newly established private transport sector, being widely unaccountable 

for the deficits of the local marshrutka practices, while profiting from a subsidized transport 

system and additional private income sources as silent shareholders (Zolotuchina 2016; Vvodin 

2016).  

Obviously, the loss or in this case the independence of public subsidies after the collapse of the 

Soviet public transport scheme eliminated the incentives of private transport operators to 
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provide data with regards to passenger numbers and more generally the amount of offered 

services. Furthermore, the state legislator supported the emergence of unregulated and 

unsupervised passenger transport in a time when marshrutka services were growing 

everywhere in the country. Therefore, it appears rather hypercritical, when present city 

administrations blame private transport enterprises for anti-social structures, which they 

themselves developed. Nevertheless, it is right that functioning supervision institutions for 

controlling operator practices are widely absent, which leave drivers and passengers with the 

real safety hazard of obsolescent vehicles and over-worked transport labourers. Failures in 

private Russian transport operations are therefore not only estimated in the antisocial 

behaviour of profit seeking transport companies but foremost in the ongoing absence of state 

intervention, which would have the responsibility and the duty to impose order in this sphere. 

As Mun and Rubetz showed, marshrutka mobility was highly profitable for municipal transport 

enterprises during the Soviet Union. In this sense, it remains to be questioned why no 

municipality included marshrutka mobility into their transport services, which would have 

supported the underfinanced public transport providers, established a legal framework for 

transport workers and ensured a working institution for tax collection67. Indeed, the only 

convenient answer to this question is the short-term profit rate of stakeholders involved in the 

privatised business.  

In conclusion, marshrutka mobility services, although retaining in the enterprise structure many 

parts of the organisational scheme and inspection institutions of the Soviet legislative 

frameworks, fundamentally shifted the general mode of operation from an additional service of 

state-run transport providers into a privately organised company structure, acknowledged by 

the state as small or middle-sized enterprises in a transitioning economy. Without question, the 

rearrangement of urban mobility organisations led to a more flexible transport offer, which, 

firstly, showed a high degree of adaptation in various locations and under different 

preconditions. Secondly, it proved itself capable to serve and fulfil the urgent everyday mobility 

in nearly all major Russian cities. Therefore, the unfair distribution of profit accumulation in the 

marshrutka business is mainly explained through the absence of effective control institutions, 

which were overtaken from former Soviet institutions without considering the new 

requirements established by a widely unfair competition in unleashed markets. In turn, the lack 

 
67 In the last years, there were two reasonably positive examples of successful public transport 
reformations in Moscow and Kazan. Both city administrations integrated major parts of marshrutka 
mobility into the municipal transport companies instead of eliminating it as such (Ischmuratov 2016).  



166 
 

of rules led to a relentless exploitation of the weakest in the network – namely the marshrutka 

drivers and passengers. 
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4.3 Changing the perspective – Marshrutka enterprises from an inter-individual 

tangle 

As institutionalised and durable the marshrutka enterprise structure seems, the empirical 

observation of individual enterprise practices in the business is as astonishing. While relics of a 

former Soviet-planning culture are partially still in use, institutionally required and habitually 

fulfilled, the everyday practice but also the cognitive organisational set of marshrutka 

enterprises is significantly distinguishable. Therefore, a pure holistic perspective on marshrutka 

enterprises, provided so far, would largely fail to describe the negotiations, hierarchies and 

affiliation processes, which would make the everyday mobility services even more 

comprehensible. 

This is why, this subchapter approaches marshrutka enterprises from another perspective, 

bringing the individual perceptions of marshrutka enterprises into the study. The aim of such a 

change of perspective is to follow the interindividual narratives of crucial stakeholders in the 

marshrutka enterprise and analyse their unique description of enterprise design and 

performances. Simultaneously, opening a multi-perspective frame, it might be easier to point 

out shortcomings and ominous developments in the enterprises which directly led to a number 

of conflicts within concurrent marshrutka mobility practices in Volgograd and Rostov on Don.  

I will concentrate on the three major positions in each marshrutka enterprise, namely the 

drivers, the dispatchers and the operators as such. Applying this strategy, this chapter shows 

that formal and written enterprise structures can only serve very limitedly as balanced 

description formats. The individually negotiated working conditions, tasks and hierarchies, 

applied through trust networks of different types to stabilise the everyday mobility practice, 

constitute a second significant layer in marshrutka enterprises and are therefore of crucial 

importance for this study. 

4.3.1 Being a marshrutka driver 

“When marshrutka mobility emerged, drivers were able to generate a respectable income. Back 

then, many wanted to work in this area, so there was a certain selection at stake. Today, this 

situation has radically changed. There is a wide lack of staff, so [operators] take almost everyone. 

It is of course difficult to combat rule violation, but it is still possible. Therefore, we have to act 

as a united front: the consumer, the carrier, control agencies, the administration and so on. It is 
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important to raise the prestige of the profession. After all, this is a dangerous, but socially 

important and very responsible work68” (Belousov 2014, p.2) .  

In the above statement, the chairman of the ‘Association for Passenger Automobility Transport” 

in Volgograd, Jurij Belousov, points to the huge shifts in perception of marshrutka services and 

their drivers during the last decades. And indeed, many of my interlocutors also suffer from the 

changes of their profession’s image: switching from formerly privileged drivers in the Soviet 

Union, to respected self-made entrepreneurs, to a widely scorned profession, demanding 

overtime hours and underpayment. However, it should be stated that the individual conditions 

of contemporary marshrutka drivers are as diverse as the enterprise structures and the ways in 

which one becomes a marshrutka driver.  

Generally speaking, there are two elementary requirements a job seeker must fulfil in order to 

start working as a marshrutka driver: obtain a certain certificated health status and an advanced, 

category D driver license. All drivers must prove their state of health in regular medical 

examinations and provide health certificates before starting their job as marshrutka drivers. 

Medical examinations to prove the occupational aptitude from a physical and psychological 

point of view have a long history and are a widespread and common phenomenon in the public 

transport sector of the Russian Federation. Therefore, every driver of a public transport 

apparatus has to pass a daily medical-inspection before starting his work. The Russian scholar 

Darja Gladysheva comments: “at present, the daily medical examination mainly aims to 

determine the presence of alcohol and other psychotropic substances in the exhaled air69” 

(Gladysheva 2014, p.154). Furthermore, the blood pressure and circulation as well as the 

physical fitness of the drivers are estimated. Indeed, one should keep in mind the manifold 

cognitive challenges a marshrutka driver has to answer during his often long working hours, 

which definitely demands an ability for multitasking and increased concentration skills. The 

psychologist Elena Morkovkina argues in this perspective for an improved psychological training 

of marshrutka drivers, mentioning the stress load of the drivers: 

 
68 «Многие хотели работать в этой сфере, поэтому был определенный отбор. Сейчас ситуация 
кардинально поменялась. Наблюдается недостаток кадров, поэтому берут практически всех. 
Бороться с хамами тяжело, но возможно. Но тут надо выступать единым фронтом: потребитель, 
перевозчик, контролирующие органы, администрация и так далее. Нужно поднять престиж 
профессии. Ведь это опасный, социально-значимый и ответственный вид деятельности». 
69 «В настоящее время, с целью определения наличия алкоголя и других психотропних веществ в 
выдыхаемом воздухе, используя определенние методы, проводятся предрейсовые медицинские 
осмотры». 



169 
 

“Marshrutka drivers perform their work in a difficult system, consisting out of four cognitive links, 

which are permanently influencing each other mutually: The driver – the marshrutka – the road 

– the passengers70” (Morkovkina 2012, p.201).  

It is therefore a special feature of the profession that the driver must continuously deal with 

several tasks at the same time. Morkovkina distinguishes between the common cognitive 

challenges of traffic participants and the special tasks of the marshrutka driver as a passenger 

service provider. Some of the tasks include: driving the minibus, performing in traffic, 

overviewing the technical instruments, reacting to continuously changing traffic situations, and 

following traffic signposts. Simultaneously, the driver has to respond to passenger expectations, 

which include a continuous task for communicative interaction, the procedure of fare payment 

and the practice of flexible stopping points (ibid). It is a widespread common practice that 

marshrutkas do not only stop at designated bus stops but follow the passengers’ stop requests. 

This, of course, requires further communication practices. Because marshrutkas do not generally 

supply tickets, passengers have to pay for the ride after entering or before leaving the minibus. 

Therefore, the driver is obliged to count the number of passengers, to receive the fare and to 

refund the difference to the cabin. At this point, passengers and drivers additionally have to 

negotiate the price for a certain destination. Lastly, the driver must permanently watch out for 

new passengers at the roadside, while concurrently answering the stop requests of the 

passengers inside the cabin. To sum it up, one can easily imagine how challenging the long 

working hours of marshrutka drivers can be, considering the constantly required attention on 

very different cognitive tasks and challenges. Therefore, Darja Gladysheva calls for a better 

preparation of the drivers in order to reduce the number of accidents caused by marshrutka 

drivers:  

“We have to open classes for drivers to increase their knowledge about psychophysiology and 

train them to react quickly and correctly in states of emergency. [Furthermore,] we have to […] 

increase the qualification of the drivers, which would also lead to a higher self-esteem for the 

driver and their responsibility71” (Gladysheva 2014, p.154).  

 
70 «Водител маршрутного такси осушествляет свою деятельность в сложной системе, состоящей из 
четырех взаимодействующих звеньев «Водител – маршрутное такси – дорога – пассажири»  
71 «Количество ДТП по вине водителей можно уменьшить, если наконец-то начать учитывать 
психофизиологические особенности водителей, а для этого периодичного проводить 
психофизиологические экспертизы среды водителей […]Обеспечить безопасность дорожного 
движения необходимо не только мерами, ужесточавшие наказание за нарушение правил 
дорожног движения, но и использованием механизмов, поощрявших хорошую работу и 
повышающих престижность профессии «водителей»». 
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As reasonable and preferable Gladysheva’s open call may be, her claims couldn’t be more far 

away from the realities of daily life in Volgograd and Rostov on Don. In fact, the reputation of 

the profession is continuously decreasing, which is being mirrored by continuously falling wages. 

Actually, there is a completely antagonistic development to state when marshrutka operators 

unsuccessfully search country-wide for proper drivers and try in turn to lower the recruitment 

criteria.  

Therefore, it could be said that the proper driver license is often the only real barrier for job 

seekers to enter into the business. It must be said that the driving lessons for a bus license, which 

enables working in the public transport sector, costs between 30 to 40 000 roubles7273. This may 

constitute a high burden for some drivers, which also explains why most of my interview 

respondents told me in detail the various ways in which they received their driver licenses.  

For instance, a majority of the more experienced drivers were specifically educated as 

professional drivers in the former USSR, when education was free or at least much more 

affordable. Others gained the advanced driver license during their military service. Sergej, for 

instance, was trained to become a bus driver in Volgograd during Soviet times. From the early 

80s he worked for the municipal transport in the city and after the collapse of the public 

transport in post-socialist Volgograd, Sergej lost his job at the newly founded local transport 

company PATP-7. In order to escape unemployment, Sergej switched to the marshrutka 

business in 2001:  

“They opened up new lines in the city. Back then, I just went to them [the operators] and started 

working. At the beginning, I was hired as a driver. Afterwards, when I saved some money, I bought 

my own minibus74” (Sergej, 52 years, marshrutka driver 04/31/2017).  

The more experienced drivers, which often work as self-employed entrepreneurs [individual’nij 

predprinimatel’], often explain with pride how they entered into the marshrutka business and 

what they have gained from it. Simultaneously, many of the experienced drivers, such as Igor 

 
72 The monthly average income in 2017 was about 30 800 roubles (Ivanov 2017b). However, one has to 
admit that the income gap between the urban and rural regions are huge. In this sense, 30 - 40 000 roubles 
may constitute an insurmountable obstacle for future drivers depending on their financial background.  
73 The value of the Russian currency has been subject to wide fluctuations during the last years since the 
inflation crisis in 2014. Currently the exchange rate is relatively stable about 70 RUB/EUR. However, the 
statistical value of a currency says little about the value concepts within a country, working segment or 
social class (Deutschmann 1995, p.377). That is why I do not convert certain price information in this text 
into international comparison currencies, unless my informants switch by themselves between certain 
currencies. Therefore, I will carryover the amounts of money my interview respondents refer to, trying to 
comprehend the socially constructed and produced values of money in a certain situational setting. 
74 «там линии открились, я пошел туда, работал в начале водителем, и потом деньги появились, 
себе машину взял». 
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for instance, who has been working as a driver in the public transport of Rostov on Don for 

twenty years, observe a continuous decrease in the working conditions as well as income: 

“To tell the truth, previously the profession as a driver was highly reputed […]. For instance, the 

income was exclusive and drivers enjoyed certain privileges, orderly working hours for example 

and paid recreational leave. […] However, today it is not prestigious anymore to work as a 

marshrutka driver. You can hardly make a living from it. This profession doesn’t have any 

future75” (Igor 10/15/2017).  

Nevertheless, a certain number of young drivers continue to invest all their savings into a driver’s 

license or even take credit from relatives or friends. Those drivers claim promotion prospects in 

the business in terms of varying credit responsibilities within the years. One marshrutka driver 

explained to me the career opportunities as follows:  

“When you start to work, you have to pay the debts occurred to obtain the driver’s license. After 

the debt repayment, you start to save money to take a bank credit for a self-owned vehicle. 

Afterwards, when you pay back the debts of the first car, you already have to invest into a new 

one. With a bit of luck, which means no serious damages of the car, you can even get a second 

car and hire drivers to work for you. However, only very few of us manage this” (Weicker 2016, 

2017).  

It is very hard to estimate the real income of marshrutka drivers because the amount depends 

highly on the route, the operator structure, the employment format, the local regulations and 

competitors etc. Additionally, every company has a unique plan. For instance, a marshrutka 

driver explains: 

“During the week, you must earn more than 3,500 roubles per day. If you work diligently, on 

time, etc., then this is not a big deal. During the weekend, the plan is reduced by 1500 roubles, 

which means you have to pay 2000 roubles per day. In addition to the charges, you need to fill 

the minibus. The cost of fuel per day is about 1500 roubles. This means, during the day you need 

to earn 5000 roubles and only then you start working for yourself. […] In total, you can make 

7000-7500 roubles a day. This means, 2000-2500 roubles cash in hand76” (Albert 2016, p.2).  

 
75 «Если честно сказать, раньше профессия водителем было престижная работа […] Во первых, 

раньше заплата была официальна, привилегие какие то были.. если например план выполнял, там 

премии давали […] а сейчась, это уже все.. даже маршрутки уже не престижные, раньше молодые 

люди стали водителем, но это уже все, работа без будщего». 
76 «В будний день надо сдать план 3500 рублей. В принципе если ты работаешь грамотно, по 
времени и т. д. то ничего сложного нет. В выходные план снижают на полторы тысячи, то есть до 
2000 рублей. Помимо плана нужно заправить маршрутку. На топливо в день уходит примерно 
1500 рублей. То есть в день нужно заработать 5000 рублей и только потом машина начнет 
работать на тебя. У нас в городе не так давно подняли стоимость проезда с 17 до 20 рублей и 
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Notably, during the last years, with a significant deterioration in income and of the conditions 

of the profession, many drivers see their duty more as an occasional job. Anton is one such 

example. Anton is in his mid-forties and holds a university degree in economics. After the 

outbreak of the financial crisis in 2008, Anton experienced increasing difficulties with his small 

company dealing in sporting goods. Five years later he had to declare insolvency and searched 

for a new job. Since 2013, Anton works as a driver for a local operator, renting out his car from 

a third person owner, on marshrutka line 6a in Volgograd (Anton, 45 years, marshrutka driver 

04/31/2017).  

Therefore, the biographies tell a lot about the development of the marshrutka business and the 

role of the drivers in the operation and enterprise as such. Depending on financial capital, 

personal networks or work experience, the marshrutka business may seem very different from 

driver to driver. An empirical example of shareholder drivers I observed the approach of Tolik 

and Vladimir from Rostov. I met them in the spring of 2016 at the university. They sat in their 

brand new GazelNext and waited for a group of university teachers, who had booked a group 

travel to the Caucasus region. Normally, they would share the Rostov marshrutka line 36. But, 

since Vladimir and Tolik invested together in their new “GazelNext” car, they additionally offered 

private group travels in order to increase the output of their capital investment. They explained 

to me: 

“In the end, it’s all about the car. We depend on it. The car should be on its wheels as much as 

possible […] According to the law, we should have a work interval of two days. Two days driving, 

two days recovery. Vladimir and I take turns in order to get as much profit as possible out of the 

car” (Tolik and Vladimir, Marshrutka Drivers 5/13/2016). 

However, only a minority of my driver respondents were encouraged by such entrepreneurial 

thinking. Having spent two hours with Tolik and Vladimir, I drew a sketch of Tolik’s social 

worldview of marshrutka driving, inspired by Adele Clark’s concept of mapping the social (Clarke 

2003).  

Figure 14 below shows that marshrutka drivers are on the one hand embedded in a broader 

scheme of institutional control and dependencies. On the other hand, it was striking that Tolik 

pointed out several times during our encounter that he has no personal contacts to other 

marshrutka drivers besides Vladimir. He also could not say much about the operator or upper 

 
сразу убили двух зайцев. Во-первых, отсчитывать сдачу стало легче. Во-вторых, заработок 
немного, но поднялся. Итого, в день грязными выходит около 7000-7500 рублей. На руках остается 
2-2,5 тысячи рублей». 
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hierarchies of his transport company, one of the biggest marshrutka operators in Rostov on Don. 

Together with his close friend Vladimir, he drew the picture of two lone wolves against the rest 

without differentiating between other drivers, operators or the credit institutes. An exception is 

the workshop, they trust in, where Tolik and Vladimir go, not only in times of emergency, but 

also to meet friends and colleagues, even though they work for different enterprises.  

Figure 14 Tolik's social worldview of marshrutka driving (Weicker, 2016) 

 

During my fieldwork and especially in Rostov I received the impression that the employment 

relationships tend towards low solidarity among the drivers. Indeed, a large majority of current 

marshrutka drivers work their jobs as a last opportunity in order to make a living. Like Vanja, for 

instance, who fled with his family from a village near Lugansk to Rostov on Don in 2015 and was 

hired by one of the big minibus operators in the city (Vanja 10/18/2017) or Mkhitar, a 25 year 

old marshrutka driver from Armenia, who settled in Rostov on Don with an uncertain residential 

permit in order to send some remittances home (see chapter 4.4.2).  

I illustrate in Figure 15 the range of employee statuses that I observed in the marshrutka 

network. Despite the very different employee statuses of certain drivers, they also differ in the 

payment mode, hierarchy and network affiliations. Certainly, drivers who hire a number of sub-

drivers earn more than the renting drivers but furthermore and maybe more importantly the 

‘mini-operators’ have greater influence in the enterprise and have a valued say in business 

decisions. In between, I ranked the shareholder/self-dependent drivers, who are excluded from 

the inner circles of the enterprise but stay through their own capital investments independent 

from the operator’s principles. 
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Figure 15 Range of employee statuses among drivers 

Variety of drivers Description Payment mode 

Sub-subcontractors Substitute drivers, who jump in on 
different buses on a daily basis.  

Employed by other car-
owning drivers 

Ordinary Drivers Work for an operator and rent out 
the vehicle from them. 

Monthly fees to the operator 
for the route license and the 
car rent 

Fictional-Self-
dependent-Drivers 

Drivers are registered as Individual 
Entrepreneurs, but rent a vehicle 
from a third person 

Monthly fees to the operator 
& monthly fees to the car 
owner 

Shareholder Drivers Drivers who share the credit for a 
self-owned car 

Monthly fees to the operator 
& loan instalments 

Self-dependent 
Drivers 

Drivers who own their own car Monthly fees to the operator 
& Savings to invest in a new 
car & maintenance 

Mini-Operators 
without licenses 

Drivers who own a little vehicle fleet 
(2-10 vehicles) and hire drivers to 
work for them 

Monthly fees to the licensed 
operator 

 

Therefore, the ordered range of the employee status from lowest to highest is congruent with 

the level of income as well as the enterprise’s internal hierarchy. While sub-subcontractors 

hardly know the operator, they work for but rather stay in contact to the vehicle hosts, mini-

operators normally stay in close relation to the operators they provide their services to. 

Considering the historical development of marshrutka enterprise, one can observe a 

redistribution of driver’s employee status over time. While in the nineties most drivers belonged 

to the higher categories of self-owning drivers (shareholders and self-dependent), the employee 

structure changed significantly after the reformation of the marshrutka services. Depending on 

local policies, we observe since then a continuing downward movement of marshrutka driver’s 

employee status. In this sense, in Rostov on Don a huge majority of the marshrutka drivers 

belong to the three lowest groups as big transport enterprises tend to reduce the number of -

self-dependent drivers. Meanwhile there is a higher number of mini-operators to state, which 

logically explains the rise of the lowest group. In Volgograd, the situation is more diverse as 

many little operators rely on different forms of self-owning drivers. Nevertheless, also in 

Volgograd, most of my interview participants stated that they hardly, if at all, know the operator 

they work for. Therefore, an increasing atomization of marshrutka business organisations can 

be subsumed at this point. 

Lastly, Figure 15 illustrates that the description of marshrutka drivers as independent micro-

entrepreneurs falls far short and misses empirical evidence in a very complex structure of 

employment relations and social hierarchies. Although, there are the mini-operators in the local 
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settings of my case studies to observe, they do not serve as representatives of the driver’s 

working realities but create a little subsection within the driver’s networks on its own. The 

everyday working challenges of a large majority of the drivers has little or nothing to do with 

entrepreneurial action or spirit but could rather be described as highly precarious employment 

relations in multifaceted hierarchy networks with daily risks and possible payment defaults to 

the individual drivers. 

To sum up the above, it should be noted that a majority of marshrutka drivers are hardly 

perceived as members of the marshrutka enterprise. Although, they are the main actors who 

perform the service, they find themselves excluded from the enterprise on both a structural and 

a personal level. From a structural perspective, they are mostly registered as free-lance sub-

contractors, who sell their services either by using their own car or as a subtenant of a vehicle 

owned by a third party. Therefore, drivers also do not need to engage personally with the 

operators or leaders of the companies. Many only fulfil their work plans and meet the required 

inspections, which are both separated from the operator’s location. However, this does not 

mean that drivers do not engage in the marshrutka network. In fact, there is a scope of 

participation in many forms of work distribution, for instance, when drivers distribute their work 

shifts, search for favourable credits and subcontract second and third drivers to work on their 

behalf. In this sense, marshrutka practices appear as a marketplace, where different forms of 

capital are invested, and value systems of interpersonal validity are applied while various forms 

of service provision and ownership are traded and dealt with. But these practices of 

redistribution are decoupled at the operator level, although they are crucial for the build-up of 

marshrutka institutions in my case studies and primarily responsible for conducting the 

precondition of everyday mobility. Detecting this gap in marshrutka networks, operators supply 

dispatchers who play an important role as an interconnecting point among drivers but also 

between drivers and operators, gathering knowledge and building trust – two of the main 

currencies in the everyday marshrutka enterprise. 

4.3.2 Being a marshrutka dispatcher 

At first glance, it is astonishing that dispatchers still exist and that they are to be found on every 

end of a marshrutka line. As alienated observers, it seems that their only duty is to coordinate 

the row and time schedule of leaving marshrutkas – a very simple task. This was also the 

conclusion of Mun and Rubetz, proposing already in 1986 the replacement of dispatchers with 

technical signals in order to make the marshrutka system more efficient. According to their 

plans, a technology based dispatcher of marshrutnoe taksi schedules would fulfil three major 
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consecutive tasks, namely the collection of information, the exertion of inspection, and 

regulation (see Mun and Rubetz 1986, p.94).  

Minibuses, which arrive in the waiting zones receive their orders, while standing in a line, by a 

light signal on a scoreboard. The scoreboard ought to be conducted by the dispatcher office, 

depending on traffic congestions and the amount of passengers at the bus stops of the route. 

The technology was based on an inductive communication system between a central dispatcher 

office and declared points along the route (Mun and Rubetz 1986). 

As comprehensible as these plans are, they never materialised, and human-facilitated 

dispatchers continue to fulfil the task and seem to be appreciated by other actors in the field. 

Therefore, it should be assumed that, although the job description of dispatchers appears 

conceivably simple, dispatchers are a key element in the proper functioning of the everyday 

transport practices. As a matter of fact, I observed a couple of situations where dispatchers 

emerged as the only actor in the field, capable of dealing with a problem or to come up with 

different solutions. However, as enterprise structures and driver’s working environments vary 

significantly, this is surprisingly not the case for dispatchers, as will be explained in the following: 

Certainly, at least one dispatcher is always present at the final stops of each marshrutka line and 

from there organise the order of marshrutka departures. Ivan, a dispatcher of a number of lines 

from one operator, having their last stop at GPS-10, a bearing plant in Rostov on Don, described 

his job to me as follows: “I am a dispatcher. You see my clock? I have to follow the predicted 

time interval of the line. Every ten minutes, I have to send off one driver77” (Ivan 10/18/2017). 

Despite the relatively low personnel costs in the marshrutka business –dispatchers earn even 

less then marshrutka drivers, which is why most of the employed dispatchers are additionally 

employed in a second job – it is unlikely, that dispatchers would have survived until now, if their 

only task had been to supervise the internal travel.  

Indeed, the role of dispatchers changed significantly after the re-structuring of the public 

transport following the fall of the Soviet Union. While formerly, the main task of dispatchers 

was, in fact, solely the supervision of marshrutka organisation schemes (Mun and Rubetz 1986), 

the situation changed when marshrutka services fell out of the state-run companies and re-

emerged as private operator enterprises. The new, individualised organisation of transport 

labour paired with an enormous increase of marshrutka mobility in general quickly led to a 

destructive competition among drivers, both within and across enterprises and collectives. To 

 
77 «Я диспетчер. Вот часы. Есть временной интервал движение. Отпустим, значит, если надо ему 
уехать, через десять минут, он уедет например». 



177 
 

some extent, the already mentioned penny-wars were a direct consequence of unregulated 

driving plans and successions. A marshrutka driver from Volgograd explains: 

“Previously we followed strict travel plans. Each vehicle had its own schedule, and no one could 

intervene into my working plan. However, today this is different. Contemporary travel plans are 

just fictitious schedules. For instance, due to the schedule, one line is estimated for 20 vehicles. 

But in reality, there work 30 or even 40 drivers at the same time. In order to receive some interval 

structure, they installed dispatchers at the last stop. If there are only a few vehicles, the 

dispatcher increases the time interval between the trips78” (In: Kuznetsov 2014, p.59). 

Therefore, the main task of ‘post-Soviet’ dispatchers is to counterbalance newly-emerged 

disloyalties and unfairness, while mediating the disputes between drivers. According to my 

operator interlocutors, a good dispatcher should be able to establish a neutral order on which 

all participants can agree on.79 To understand and feel the competitive frame of marshrutka 

drivers on the street, Samat underlines: 

“Of course, we are competing! We always try to overtake each other, to drive first, yes, we are 

breaking the rules, this may happen. But we do it to make money, I mean it is really a hopeless 

situation. If you want to do everything according to the laws, you will not earn anything, you will 

end up in the garbage80” (Samat, 67 years, marshrutka driver 5/24/2016). 

Samat impressively shows that the main damage during the penny wars was incurred by the 

drivers’ solidarity networks, which were and are, although, for different reasons to a lesser 

extent, crucial in the field. This means, that drivers need some modus of cooperation to build 

system-immanent insurance systems, which prevent them from fees or unpredictable damages. 

For instance, I observed several times marshrutka drivers informing each other about police 

controls in the city. Occasionally, they collect money for maintaining or jump in for colleagues 

in cases of emergency. Even Samat refers to certain cooperation practices: 

 
78 «Тогда было расписание. У каждой машины был свой выход. И никто на мой выход залезть не 

мог. Потому что это мое время было. А сейчас уже такого нету. Это все фиктивно расписание 

составляется. Допустим, на маршруте должно быть по расписанию 20 машин. А работает 30–40. И 

чтобы следить за интервалом, поставили диспетчеров. Мало машин – она [диспетчер] больше 

интервал между машинами дает. Меньше машин вышло в день – она больше между ними делает 

интервал». 
79 Of course, one could argue that a technology-based surveillance system would solve the conflict 
among competing drivers even more efficiently, but this argument overlooks the consequences of a de-
humanised control organ especially from the driver’s perspective. 
80 «И мы соревнуемся, стараемся друг друга обогнать, первым подъехать, нарушаем правила, 
всякое бывает. Чтобы заработать, мы это делаем, это безвыходное положение. Если хочешь все 
делать на законах, ты ничего не заработаешь, пойдешь в мусор». 
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“Yes, we notify each other in case of emergencies: traffic jams, accidents. Whatever may happen. 

Well, of course, I'm starting to call the driver behind me and say: “I am standing somewhere here. 

There is a traffic jam. I'm falling behind schedule”81” (Samat, 67 years, marshrutka driver 

5/24/2016). 

However, all these protection strategies, vital for each and every driver are based on 

interindividual networks of trust and reliability. A driver, who takes the passengers away from 

another, will no longer count as a reliable source, subsequently destroying in the long run 

important solidary resources. In this sense, human dispatchers re-emerged out of the bottom-

up development of marshrutka mobility networks as a socially embedded regulatory tool against 

distrust and betrayal caused by the obstacles of unleashed rivalry in the market. Somehow, 

dispatchers illustrate the antithesis of Tolik’s and other’s self-description of lone wolves in an 

inhospitable world, stating, the need for cooperation, mutual support and a realised form of 

social embeddedness. However, both cases provide empirical evidence as not all operators, e.g. 

dispatchers are interested in cooperative communities among the drivers, which will be 

discussed in more detail later in this chapter. 

In fact, the assumption that contemporary dispatchers do more than just supervise the 

departure of marshrutka rides becomes immediately obvious when looking at the collected 

empirical material from my case studies. An operator from Volgograd explained the function of 

dispatchers as follows: 

“[Dispatchers] stand in the line in order to prevent conflicts among the drivers. For example, one 

driver starts 10 minutes after the other driving in front and the second one 15 minutes later. In 

order to prevent disputes and scandals, we have a look on it and take care that all drivers start 

in equal intervals. Imagine, one driver follows the 10 minute interval, the next one starts after 15 

minutes and the third has to start after 5 minutes – that’s already the beginning of a war82” 

(Timofej 6/16/2016). 

As in the case of the drivers, the role of the dispatcher highly depends on the size and structure 

of the enterprise. Furthermore, their exists among dispatchers hierarchies amidst the social 

capital of personal relations and trust networks. It even used to happen that operators 

 
81 «Да, мы друг друга оповещаем. Бывают экстренные случаи: пробки, аварии. Всякое бывает. Ну, 
конечно, я начинаю звонить заднему. Говорю: «Я стою там-то там-то. Здесь пробка». Я от графика 
выбиваюсь». 
82 «Они проверяют: когда машина на линии, они отмечают, чтобы не было у них простоев по 
времени. Допустим, одна машина постояла десять минут, другая – 15. Чтобы они между собой не 
ругались, не скандалили, они отпускают. Чтобы было расстояние одинаковое для всех. Если 
постои́т один десять минут, другой постои́т 15, народу он себе больше хапнет. Задний будет ехать, 
у него пять минут останется – будет война.». 
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themselves, served as dispatchers on one end of the route. However, this is more likely to 

happen in very small companies, which provide only one or two routes in a city. That is why 

operators generally put persons of confidence in the position of dispatchers. Vardan explains: 

“I have been working on the line for six years already. [...] I have always worked as a dispatcher. 

Well, the operator of this line is an old friend of mine. He sends me here to inspect the daily 

matters. Yes, this is our friend's business83” (Vardan 10/16/2017) 

Some dispatchers additionally fill the role of a foreperson. They organise the working plan of the 

week, supervise the health and maintenance inspection and collect fees from drivers for working 

on a line. Generally, the dispatcher knows all the drivers personally and maintains daily contact. 

They often seem to function as the only link between the drivers and the operator of an 

enterprise and at the same time of all the drivers working in the same line. Therefore, the 

dispatcher presides over a significant knowledge bank, which makes them very crucial actors 

within the enterprises and the primary intermediary between the structural hierarchies. 

Furthermore, it occurs that dispatchers are responsible for the public relations of the service. In 

this position, they answer passenger complaints or maintain the correspondence with the local 

transport committee. Irina, another dispatcher from Rostov on Don, recounts:  

“Well, we instruct the drivers on the line, check their appearances, and in the evening when the 

drivers finish the work, they handover the vehicle.  

But in the afternoon, no one checks their work?  

Why? The main controller stands here right in front of you, all complaints will be sent to me [...] 

See, they call me on this number to complain (shows the complaint number on the backside of a 

marshrutka vehicle). Then it’s my job to make peace again84 " (Irina 10/16/2017). 

Sometimes, as in Irina’s case, it may happen that a dispatcher is simultaneously in charge of the 

bookkeeping of the company. In those cases, operators supply little sheds, sometimes camper 

vans or previous kiosks, which are re-arranged as dispatcher’s offices.  

However, not only the job description but also the practical exercise of the dispatcher’s function 

is very diverse. Some have very friendly or even family-like ties to their drivers, serve tea and 

baked goods during their breaks and share in the daily sorrows. Dispatchers may organise 

 
83 «Я уже шесть лет работаю здезь на линии. […] я всегда работал диспетчером. Вот, перевозчик 
этой линии, это мой давний друг. Он мне поставит чтобы поверить дело. Да, это бизнес нашего 
друга». 
84 «Ну поставим водителей на линию, провераем, и вечером когда водители закончат работу, мы 
его принимаем. Ну днем, никто не проверяет? Почему? Самый главный контролер, это я, вот, вас 
ко мне отправит […] Мне звонит по этому номеру – чтобы пожаловаться. И тогда мы принимаем 
мире» 
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solidarity actions - for instance, they may collect money for a broken clutch or short term-

replacement of a driver’s car in cases of contemporary malfunction. In this sense, dispatchers 

fulfil a second supervision of drivers, which often is, as they are based on social embeddedness, 

more effective than regular surveillance practices: 

“Of course, we do inspect the drivers. We inspect each and every driver on our route to ensure 

that they are on time. We control every day how the drivers and the vehicles look like […] We 

keep an eye on the condition of the car. When we mention here that a driver is drunk or just in 

poor condition, we will not allow him on the street. We send him home or to the doctor85” 

(Evgenij 10/18/2017).  

It must be noted again that the scope of responsibility may vary fundamentally from operator 

to operator. There are cases, where dispatchers are solely employees who coordinate the order 

of marshrutka rides. Generally, this happens on routes owned by larger operators which have 

twenty or more bus lines in a city. In such cases the dispatcher’s role is to sit most of the time in 

their private car and follow a list of orders. The communication is mainly based on horn signals, 

which tells the first driver in the row to start his journey. In most of these instances, there is 

rarely a personal relationship observed between the drivers and dispatchers nor among the 

drivers themselves. In this case, it is indeed questionable why dispatcher services were never 

replaced by technological devices in times of obligatory GPS-surveillance of all marshrutka rides. 

The answer lies once more in the overall structure of the marshrutka mobility organisations, in 

a system where both marshrutka drivers and operators are not interested in recording working 

hours or number of passengers. 

Thus, dispatchers are of crucial importance for contemporary marshrutka enterprises as the only 

actor in the field who stays in daily contact with all important position-holders in the marshrutka 

enterprise. Although, not all operators support the cooperative structure among drivers, so far, 

I am not aware of any case, where dispatchers were replaced by technology-based supervision 

instruments. This shows, despite the widespread social importance of dispatchers, the collective 

interest of all marshrutka enterprise participants (e.g. operators, dispatchers and drivers) to 

avoid evaluation mechanisms, which would produce too exact information about working hours, 

passenger volumes and the operation of the marshrutka market. 

 
85 «Конечно же, мы контролируем. Мы линейние диспетчеры и мы контролируем что машина 
выглядит в порядке, что машина приехала утром чиста и промытим, водител должен быть 
трезвым. Если видим, что водител был бы даже пьяным или просто не ясном выгладить, мы его на 
линию не пускаем и отправим ему домой или к врачу». 
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Lastly, I want to focus on a special form of dispatcher services, which occurs in one of my case 

studies. Despite the socially important role of dispatchers at the final stop, in some cities there 

exists additional, so-called line dispatchers on the route, who have a different job profile. Line 

dispatchers are a local phenomenon, which are only known in some cities of the Russian 

Federation. For example, I never encountered line dispatchers in Volgograd but they were very 

common in Rostov on Don. Much to the regret of local authorities – these informal, non-

registered dispatchers spend their days on strategically important bus stops, often on the edge 

of the city centre, where many bus routes merge and enter into competition with each other 

(Gopalo 2015).  

The fact that line dispatchers occur only in some locations shows that the spatial circumstances 

of an urban agglomeration significantly influences the organisation of marshrutka mobility. The 

distribution of roads, the share of public transport competitors, the existence of bridges or other 

infrastructural bottlenecks - all of these entities are significant determinants for all traffic 

participants in a city, but of special importance for marshrutka workers. In this sense, different 

locations and environments produce a different need of information and differing courses of 

actions. This also explains the appearance and absence of line dispatchers in Rostov on Don and 

Volgograd, because the city centre in Volgograd is much smaller and of less economic 

importance than its equivalent in Rostov on Don. This means that marshrutka drivers in Rostov 

depends to a very high degree on short-term passengers within the centre, which are at the 

same time the most unpredictable but also the most profitable ones. In contrast, the marshrutka 

network in Volgograd is less entangled, which calms the competition among drivers. 

Line-dispatchers, called svistki - which in a direct translation means whistler86 - usually have an 

unclear status of employment and do not generally have a contractual relationship with a 

transport enterprise. Usually, line dispatchers offer their service to all drivers who serve the 

particular bus stop. Their task is to count the distances between competitor buses driving in 

front of the driver. Competitors are all bus drivers, who follow a common route for a certain 

distance regardless of operator affiliations. In the city centre, it is especially profitable for drivers 

to spend longer times at the stops in order to pick up more passengers. If a driver wants 

information about competing minibuses driving in front of them, he/she gives a hand signal to 

the line dispatcher, who will then come to the driver’s window and give the current distances. 

Line dispatchers are paid immediately at the bus stop from the drivers. A marshrutka driver in 

 
86 The term refers back to station keepers working in the transport sector during the Soviet Union that 
were colloquially called svistki – as they used to whistle to signal the departure of buses. In the Soviet 
Union svistkis were common on central bus stations all over the country (see Vesti Don 2016). 
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Rostov on Don has to calculate approximately one thousand roubles per week for dispatcher 

services. This money remains of course undeclared and untaxed as the whole service structure 

is not formalised (Weicker 2016, 2017).  

The phenomenon of svistki is particularly interesting because they are perceived negatively by 

both the local administration as well as by the drivers. In contrast to final-stop dispatchers, line 

dispatchers are no longer employed by the operators nor do they have personal relationships to 

driver collectives. Previously, line dispatcher were employees of certain minibus lines, which 

offered exclusive services to the drivers of one line (Gasparjan 2017a). However, within a short 

period of time they started to sell their information to competing drivers as well. This, of course, 

led to occasionally violent clashes between different line dispatchers defending their bus stops. 

Therefore, svistki were often publicly described as informal blue-collar workers on the street, 

who have to be stopped from working in public (Panfilovskaja 2016). In 2016 the transport 

department introduced plans to replace non-authorised svistki by officially acknowledged staff 

of the traffic police (Novaja Gazeta 2016). Indeed, in some places, the local government 

implemented officially hired line dispatchers on the routes (Vesti Don 6/18/2016). However, 

after the introduction of a common GPS-system, the line dispatchers were officially removed. 

Nevertheless, drivers still depend on the information of the dispatchers, which explains their 

reappearance only weeks after they have been banned from the bus stops. Although the local 

government denies their existence, svitski continue to be a common actor in the public transport 

of Rostov on Don because drivers rely on informal dispatchers as their services are still crucially 

needed (Aleksej 2018). 

Line dispatchers, as informal service providers, contribute a lot to the bad image of the 

marshrutka practice in the city of Rostov on Don. Nevertheless, they could also be interpreted 

as an attempt at a temporary solution to increasing the rule-governed management of inner-

urban marshrutka practices. Once again, the marshrutka mobility network proves its high 

adaptivity, which quickly reacts to estimated deficits out in the field and produces new 

institutions and actionable alternatives in the absence of proper state-run solutions. However, 

this does not mean that the highly exploitative practice of svistki should be justified or allowed 

to remain in the mobility sphere, because it is costly to the drivers, who have to pay for the 

services on their own. Nevertheless, the presently common practice by local authorities to 

ignore the existence of this service, will not solve anything, but rather increase the scepticism 

about marshrutka mobility as a whole. Furthermore, informal, but crucial marshrutka transport 

workers remain stigmatised as criminal and anti-social, while they fulfil crucial needs for the 

daily maintenance of the current urban transport network in Rostov on Don. 
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4.3.3 Being a marshrutka operator 

Finally, I will turn to the fulfilment of operator practices in the marshrutka enterprise. As can be 

noted above, operators have widely acquired a bad reputation in the public but occasionally also 

among drivers. Particularly those politicians, who aim to free their cities from marshrutka 

mobility, often blaming marshrutka operators for the demise in transport services, criminal 

activities or tax evasion. Not-surprisingly, operators disagree with this picture of urban transport 

organisations and blame the local framework and legal conditions, which creates an 

environment of uncertainty. Liudmila Grigorenko, the former head of the transport enterprise 

“Auto Alliance” states: 

“The most important issue is that nobody wants to talk to us. From their perspective, we are 

simple, small carriers, and they are the principals. We should just execute their will. The problem 

is that we have no certainty in the future. As a result, no one even tries to modernise the vehicle 

park. The incomes of the carriers are already today very small, and no one will voluntarily take a 

credit now. This is what we try to explain to the authorities, but, unfortunately, they do not hear 

us87” (in Viktorov 2016, p.2). 

However, such an interplay of finger pointing between local authorities and operators is very 

common in the public discourse on urban mobility transformations, but remains rather 

superficial. From an empirical perspective, marshrutka operators fulfil very different tasks as the 

size, the structure and the local environment of enterprises leads to very different modes of 

operating. Particularly the size of private transport companies influences the task of marshrutka 

operators. Small operators often have very close relations to the drivers and have 

multifunctional tasks; they serve as representatives of the company, but also as patrons, who 

organise short-term help or material replacements in case of emergency.  

However, as mentioned before, there are also many operators who do not know the drivers and 

simply deal with the finances and legal permissions, e.g. with the administrative 

correspondences of the enterprise. Regardless of the enterprise size, the main task of operators 

is organisation and coordination: they hire drivers and develop work plans, they organise the 

control institutions and take care that all drivers as well as their cars meet, at least on paper, the 

agreed upon requirements.  

 
87 «Но самое главное заключается в том, что с нами никто не хочет говорить. Мол, вы простые 
перевозчики, а мы начальники. Как мы скажем, так и будет. Нет никакой уверенности в 
завтрашнем дне. Как следствие – никто даже не пытается обновить парк. Ибо доходы у 
перевозчиков и так небольшие, и никто не захочет добровольно лезть в кредит. Это мы и 
пытались объяснить власти, но власть, к сожалению, нас не слышит». 
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“Some operators run their own vehicle park. That means they have to organise the leases. Other 

operators, like me, only facilitate the line to independent drivers. Still, we have to deal with the 

accounting and all kind of documents. That’s already enough work88” (Timofej 6/16/2016). 

Figure 16 Exemplary money flow in the marshrutka network (Weicker, 2016) 

 

This quotation shows that the enterprise structures of transport services are often rather 

complex and include a whole slew of the different actors and investors involved. Figure 16 gives 

an overview of general money flows and dependencies in the marshrutka network. However, it 

would be a mistake to take the schematic as a prototype because the reality is much more 

complex. The vehicle ownership is a good example for this evidence. In most cases, there are 

two systems, which are applied within or across the enterprises. Either the vehicle park is owned 

by the company or by the drivers themselves. 

However, in both cases, it happens that micro- (or macro-) investors support the supply of new 

transport fleets, which makes them shareholders of the mobility company. On a small scale, as 

in Tolik and Vladimir’s case, a number of private persons, often related through family or socially 

embedded through friendship or interpersonal trust networks invest in one new minibus and in 

return receive repayments with interest. Sometimes, they also get little shares of the driver’s 

income in return. The same works on a bigger scale with vehicle fleet owners. It is rather rare, 

that operators take credits on their own to buy an entire vehicle fleet. Usually, they search for 

car providers, who are willing to supply the needed amount of buses for rent or profit shares. 

 
88 «Кто в аренду сдаёт, тот в аренду сдаёт. Кто, как мы, выпускает на линию. Мы выпускаем на 
линию, ведём все бухгалтерские учёты, кадровые учёты. Они же официально все оформлены. Там 
тоже немало работы.». 
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Another fast and easy but risky option to modernise vehicle fleets is the leasing of vehicles. In 

this case, operators take the responsibility as leasers but distribute the costs to the drivers. For 

instance, Sergej Gridjushko, today, a successful marshrutka entrepreneur in Minsk remembers 

the huge risks he took when starting as an operator:  

“At the end of 2004, an accident happened. It was caused by one of our drivers. No one was 

killed, but there were people injured. The case received public resonance, because the minibus 

capsized directly under the windows of the city hall. This marked the beginning of a streak of bad 

luck for the company. Two of our co-founders left, they took away the technical equipment and 

left me alone with another companion. At this time, we had a debt burden on our shoulders - 

about USD 420 000. We had no idea, how to pay this money back89” (Gridjushko 2015, p.4).  

In reality, all the different modes of investment flows are normally applied at the same time, 

which enables operators to cross-subsidise in cases of emergency. And indeed, Sergej was able 

to pay back his debts after a couple of years because he introduced a franchise model on his 

route, which delegates the risk to the drivers. The incentive for the drivers is the opportunity to 

buy out the leased car for a discount after the leasing contract ended (ibid.). In this way, Sergej 

and his companion managed to stay in the market, by outsourcing the risk with little to no profit 

loss. 

This means that besides the supervision of the work schedule and the running of the transport 

services, operators have the key position of coordinating the provision and investments, 

facilitating the vehicle fleets and bringing willing drivers with different forms of equity capital 

together and into a fitting structure of vehicle ownership. In this sense, the most important 

source of a successful operator is his social capital.  

“How do you find the drivers? Well, this is actually secret information. Because, generally, it is 

very difficult to find drivers here. Therefore, we publish ads for positions (laughter). Okay, in the 

end we find them in Armenia. In Armenia, the open positions are announced and then the drivers 

come from there to work here90» (Aram 10/16/2017). 

Operators, as crucial hubs of money flows in the network, do, in this sense, mainly negotiate 

between different interests of ownership investors and often very loosely connected drivers, 

 
89 «А в конце 2004 случилась авария. По вине водителя. Никто не погиб, но были пострадавшие. 
Случай получил резонанс – маршрутка опрокинулась прямо под окнами мэра Минска. В компании 
началась черная полоса. Двое учредителей вышли, забрали технику, оставили меня с 
компаньоном. «За спиной» у нас был лизинг – около $420 000. Платить было нечем». 
90 «Как мы находим водители? Это секретная информация. В принципе, здесь очень сложно 
найдти водителей. Поэтому мы ищем по объявлении (смех) да нет, находим в Армении. В 
Армении запрос объявляется и затем оттуда приезжает». 
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better described as exploited one man franchisers. The great challenge of operators is therefore 

to successfully juggle between the newly implemented rules, norms and regulations in 

accordance with the different needs and expectations of the actors involved in the marshrutka 

enterprise network. These tasks often have to be managed in a way that operators expand the 

scope of legal action without losing the route licenses. 

In Rostov on Don and Volgograd, the Transport Committee enforces tendering procedures every 

five years in order to ensure the quality of marshrutka services. Furthermore, there are 

additional inspections announced every year. Operators are responsible for handing in all 

documents on time for the validity of their services.  

“Each official line possesses a route license. You receive a whole bunch of documents, which 

exactly describes the line of the route, the official bus stops, because due to the law marshrutkas 

can only stop at official bus stops. […] In order to receive such a license the local administration 

organises regular competitions: they proceed with the inspection, one has to get several 

certificates from the traffic police, from the city and the district administration. It is of course not 

so easy to get all of these documents91” (Timofej 6/16/2016). 

According to the usual enterprise organograms of marshrutka companies, operators are 

considered as the head of the enterprise. Although operators are financially dependent on 

private investors, which often bring in a second valuable resource in the marshrutka business, 

namely reliable relations with the local Transport Committee or other leading figures in the city, 

they are officially registered as representatives, which means that they can be held accountable 

in case of legal offences.  

According to my interview respondents, there are essentially two effective ways that legal 

agencies in the cities control marshrutka enterprises: “Firstly, the traffic police conduct 

extraordinary car inspections of our vehicle parks and secondly they sometimes carry out 

detailed labour inspections92” (Timofej 6/16/2016). Although marshrutka operators do not 

usually pay for car maintenance, insurances or other services, they can be made responsible if a 

driver does not meet the requirements. Therefore, a further important task of marshrutka 

 
91 «Лицензию не на маршрут, а даётся карта маршрута – это пачка документов прошитых. Там 
нарисованы все остановки, все опасные участки, все путепроводы, схемы движения, остановки 
все прописаны. По закону должна машина стоять только на остановке: высаживать и собирать. Это 
все нарушают, где ему махнули, там он и остановил. Чтоб её получить, надо пройти кучу 
согласований, начиная от жилищной инспекции, заканчивая ГИБДД, администрацией города, 
области. Непросто это сделать.». 
92 «Там есть еще два методов проверки нашего малого бизнеса: по авторемонту. У нас на 

районе прокуратура проверяла и трудовая инспекция». 
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operators is the provision of everyday trouble-free marshrutka practices, because poorly 

evaluated operators or marshrutka routes must fear additional unheralded inspections and 

controls. From this point of view, drivers and operators have similar interests, namely to avoid 

fines and penalties. This is also a valuable measurement from a driver’s perspective, because it 

may be of advantage to work for an operator who guarantees a safe job, with only rare 

inspections and minor penalties.  

Figure 17 Interdependencies in the marshrutka transport sector 

 

In fact, certain marshrutka lines are, although they have been adjusted profit-wise during the 

last years, of much worse/ better quality than others. A local newspaper headline from June 

2017 in Volgograd reads:  

„33 detected defects in one week - these are the results of a joint raid by employees of the state 

traffic inspectorate and specialists of the transport, industry and communications committee of 

the city administration. It is noteworthy that 90 percent of the warning acts were handed to 

drivers on routes 10a and 15c93” (Sabadash 2017, p.1).  

However, one should question whether marshrutka drivers really have a choice to choose the 

best operator in the city. In principle, drivers can and do change the routes if they come to expect 

certain advantages from it. But this is only true for more independent drivers who possess their 

own car and might switch the routes as subcontractors. Many drivers have, as mentioned 

before, to agree to financial dependencies, which bind them to a certain operator for years. The 

manifold ownership structures, as well as established personal networks among colleagues, 

 
93 «33 протокола за неделю — таковы итоги совместного рейда сотрудников госавтоинспекции и 
специалистов комитета транспорта, промышленности и связи городской администрации. 
Примечательно, что 90 percent предупредительных актов вручено водителям маршрутных такси 
№№ 10а и 15с». 
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therefore, act like a glue, which hold the working assemblage together, despite the theoretical 

free employment choices. This dynamic has the consequence that relatively weak operators 

with older vehicles and often comparatively poorer service often supply the relatively ‘better’ 

working conditions, while huge private transport companies may supply very modern vehicle 

fleets through leasing contracts, however, outsourcing the risk and competition of the drivers, 

who are scurrying through the cities like a hamster on a wheel following the mostly illusory idea 

of a better future. Needless to say, the government opts for the second mode of transport 

enterprises, gradually crowding out the alternatives. 

Meanwhile, nearly all operators are united in the complaint of the declining conditions of the 

driver profession, which makes it harder to find qualified employees. According to Timofej, an 

operator of a marshrutka line in Volgograd, it is even more difficult to find solvent 

subcontractors in the form of self-dependent driver-entrepreneurs, who supply, besides their 

driving services, also their own car. He describes his current situation as such: 

„From formerly 30 Buses, there are today only 20 buses left. Some of the drivers disappeared. 

This happens because the competition is very strong – so, some drivers just fade out94”(Timofej 

6/16/2016). 

According to Timofej, there are too many marshrutkas on the street and some of the self-

dependent drivers just go bankrupt, especially because the requirements are getting higher and 

higher. Every year his drivers have to prove that their car is still meeting the requirements. This 

means that they must continuously invest in their minibuses.  

This is of course a twofold argument because the operators may determine the fees for 

subcontractors. Indeed, Timofej is well aware that most drivers are simply not able to afford the 

investments required to maintain their minibuses. However, he is pushing the responsibility 

from himself, stating that his hands are tied between state regulations, taxes, requirements and 

the driver’s claims and complaints. The price structure, for instance, could regulate a better 

income for drivers, but ticket prices are, while in principle free to negotiate, capped by the city 

departments and mostly politically charged (Federal Law of the Russian Federation 7/13/2015; 

Serebjakov 2019). Remarkably, many of my interview respondents working in marshrutka 

enterprises perceive the ticket price as artificially excessive and accuse the Transport Committee 

of indirectly supporting the state-run public transport services. Thus, marshrutka drivers would 

lose receipts on a daily basis because of less passengers. However, it should be added that this 

hardly makes a difference for drivers, because their monthly fee to work on a line is based on 

 
94 «Из 30-ти машин осталось 20. Люди уходят, конкуренция огромная, машин много. Это умирает». 
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the estimated income of a route and is, therefore, directly adjusted to price variations and gross 

incomes. Nevertheless, Timofej insists on his argument that he has so many obligations to fulfil, 

which leaves little or no scope for cheaper rentals on the route. He explains: 

“For one car, which means two employees, we have to pay around 20000 roubles in taxes per 

month - the problem is, we do not earn enough to pay this amount of money. Our car mechanic 

does not even earn so much money. 26 thousand a month just to pay for the workers. I say: “How 

will I collect from them?” This, he (civil servant) says, is your problem. This is one thousand 

roubles a day just for the state, we have to pay the loans, we have to pay the rent, we have to 

pay for material, and the security guard and so on. Well, I tell them: “Maybe it is easier for me to 

close the enterprise and start working illegal”. And they say: ‘Well, if you cannot afford it, then 

you get a fine now and next time we will close down your company’. This is the way it works if 

you follow the laws, if you do it the official way, you have to close your enterprise!95” (Timofej 

6/16/2016). 

The historical development of marshrutka services in post-Soviet Russia proves that operators 

are not necessarily needed for the provision of everyday marshrutka mobility services. Indeed, 

they emerge as a contact point for the state and as a responsible entity in the entreprendre of 

marshrutka practices. Therefore, a deeper consideration of marshrutka operators unveils the 

artificial nature of operator services, also mirrored in the enterprise practices as such. 

Nevertheless, operators fulfil crucial roles in the contemporary marshrutka practice, as they 

uphold the correspondence with the state bodies. A good operator, as a driver once told me, is 

an operator you do not have to deal with (Weicker 2016, 2017). Nevertheless, the observations 

show how enterprise structures and responsibilities are widely decoupled from everyday 

practices and the everyday tasks of mobility provision. This conditions the great flexibility 

required but also explains the weak-recognition of marshrutka operators from a state 

perspective.  

Therefore, the outlook of marshrutka enterprises and especially the disintegrated function of 

operators explains the long-term survival of marshrutka mobility despite the increasing struggle 

of all marshrutka practitioners with the state bodies and a poor reputation amidst the 

 
95 «По 26 тысяч в месяц надо отдать только за троих работников на шиномонтажке. Они столько не 
зарабатывают даже. Монтажка столько не зарабатывает, чтобы что хотели, они получали. “Что же 
вы хотите? Они у вас оформленные”. 26 тысяч в месяц отдать просто за работников. Я говорю: 
“Как я буду с них собирать?” - Это, говорит, ваши проблемы. Это тысячу рублей в день просто 
отдай государству за работников. Плюс им зарплату отдай, плюс аренду отдай, плюс материал 
купи, свет купи, охрану купи. Я говорю: “Может, нам закрыться, проще или нелегально работать?”. 
“Три тысячи штраф отдашь один раз, всё окей”. Надо закрывать тогда. Чтобы всё по закону, всё 
официально». 
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population; as well as the current demise of marshrutka services in some cities and especially 

the rather unsuccessful organisation of protest within the marshrutka network. All of this will 

be of further importance in the second part of this analysis. 

4.3.4 Being a marshrutka vehicle 

Lastly, as I consider marshrutkas as a sociotechnical arrangement, the hardware of this mode of 

mobility – the vehicles, cabins, doors and engines – play a crucial role in the development of 

marshrutka services and for the contemporary design of marshrutka enterprises. Indeed, it is 

especially the shape of the minibuses, that characterises the perception of inner urban mobility 

services. Particularly all the different types of minibuses; the various brands and shapes, 

different colours and model year, characterized the marshrutka practise of the last few decades 

as well as its continuous evolution: 

“You said that you have been working in the route business for 16 years already. What has 

changed during that time?  

Cars. The minibuses have changed but that’s all. The outline remained absolutely the same. For 

example, there are much more minibuses and cars on the roads nowadays. Previously, we all had 

these small-sized gazelles, then we got these (shows a Hyundai-Minibus). But these ones are 

already going to be removed too. Soon, the vehicles will change again. There will be only big ones 

(shows a foreign brand minibus). Well, a small car simply earns less money96" (Aram 10/16/2017).  

Recently, there have been noticeable attempts from both entrepreneurs and local authorities 

to bring order and standardisation to the vehicle parks. Some municipalities have contracts with 

a special vehicle manufacturer while others force the marshrutka-enterprises to modernise the 

vehicle fleet through a higher criteria in the tender processes. Simultaneously, there are still 

many municipalities and enterprise leaders that do not even require a common colour, 

renouncing the idea of applying instruction on emission values, safety precautions and etc. 

Therefore, marshrutka devices continue to be diverse not only from a diachronic perspective 

but also from a synchronic point of view as well. This study follows the findings of STS research 

and is therefore sensitive to processes of mutual attribution between human and non-human 

actors in sociotechnical arrangements. From this perspective a marshrutka study cannot be 

conducted without a detailed analysis of the genesis of these specific ‘marshrutka vehicles’. 

 
96 «А вы сказали что уже 16 лет работаете в маршрутном бизнесе. Что изменилось? Машины. 
Машины поменялись и все. Схема тоже самая. Машин больше стало к примеру. Раньше, там были 
газелы маленькие, потом вот такие (Хиундай), ну, и эти тоже уберают. Сново будут менят. Они 
будут вот такими большими (покажет иномарку). Маленькая машина, мало денег зарабатывает». 
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4.3.4.1 A digression to the vehicle changes as paradigm shifts for marshrutka-practices 

As mentioned, marshrutkas appeared as a minibus service only in the 1960s. Previously, the 

marshrutnoe taksi was widely known as a luxurious shared taxi mobility offer in the 

metropolises. The limousine ZIS-101 produced by the Stalin-Car-Manufacturer (Zavod Imeni 

Stalina), served as the luxury brand of the early Soviet Union for representative issues and 

allowed for a maximum of three passengers. After Stalin’s death, the car factory was renamed 

to ZIL (Zavod Imeni Likhachova) but continued alongside others to produce these high-end 

limousines, though in low quantities.  

The first major shift in the marshrutka mobility happened after the introduction of a new vehicle 

brand, the RAF-977 in 1958. Marshrutkas were from then on hardly known as a luxury niche 

mobility offer but as a mobility offer supplementing the generally overburdened public transport 

supply. Certainly the marshrutkas were now being produced and used by a much larger public. 

The RAF-977 was a success story of the Soviet car manufacturers. This vehicle was developed 

for multifunctional purposes in the care and health sector. Indeed the RAF-977 appeared as a 

minibus for passenger transport but also in a second version as an emergency ambulance (Iones 

2007). After its introduction in Riga, the RAF 977 and its successors were built in Yerevan, 

Armenia, and Lugansk, Ukraine, as well. In the 70s, the car manufacturers constructed up to 

12000 units a year (Thompson 2008). As the RAF-977 had space for 10 persons and the design 

of a minibus, the widespread appearance of RAF vehicles quickly shifted the perception of 

marshrutkas from a taxi ride towards a bus mobility offer. However, marshrutkas still remained 

an exceptional experience for most Soviet citizens due to the relatively low distribution and the 

out-of-the-way destinations serviced, such as suburban areas or connecting dacha districts with 

the cities.  

In conclusion, it is to some extent surprising that the term marshrutka survived over the 

decades, despite the fundamental changes in shape, function and perception. As such, searching 

for an answer to this astonishment leads to a broader semantic perception of marshrutka 

mobility. In this sense, the historical endurance of the term marshrutka might be explained 

through the ongoing distinction of marshrutka mobility from more common public transport 

offers. For instance, the invention, assembling and reassembling of marshrutka services were 

always described in its demarcation from other transport means and less as a matter of 

continuous technological artefacts, forms of economic organisation, or passenger groups. All the 

mentioned patterns changed several times during the ninety year history of marshrutka 

mobility. In fact, the continuation of marshrutka-mobility lies much more in the clear 

delimitation of the state-run buses, trolleys, tramways and subways on the one hand and the 
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individual transport practices of taxis or private cars on the other hand. Marshrutkas always 

marked the difference to usual modes of local transport in terms of vehicles, habits and 

economic or institutional frameworks – always pointing to the deficits of the inferior 

competitors.  

Following this argument, the development of marshrutka mobility in the Russian Soviet 

Federative Socialist Republic and afterwards in the Russian Federation can be described as a 

conflicted process between marshrutka and the common public transport services. In this sense, 

the first pre-war limousines fundamentally differed in their mode of mobility from ordinary bus 

rides as an extraordinary experience, as a touristic attraction by itself. The RAF-977 was surely 

distinguishable from other modes of public transport in a spatial sense as it serviced special 

routes, which were otherwise not serviced at all. Therefore, although the marshrutka from the 

60s-80s was organised together with the public transport system in state-run transport 

enterprises and embedded in the centralised structure of public transport provision in the Soviet 

Union, they offered a unique service and fulfilled the shortcomings and deficiencies of the 

standard service. That is also what they were appreciated for among traffic planers as well as 

among the passengers. In this sense, marshrutkas nevertheless remained exceptional for two 

reasons: Firstly, they served only very specific routes and secondly, they were the only transport 

on offer in the enterprise, which gained profits out of their services and worked widely without 

subsidies.  

What happened after the fall of the Soviet Union? Marshrutkas again changed their shape and 

organisational structure but remained in opposition to the state-run public transport. The 

technological hardware is a good example for underlining this ongoing controversy of proximity 

and distinction within the development of public transport in post-Soviet cities. For instance, 

the astonishing success and rapid dissemination of marshrutkas in post-Soviet times in the 

Russian Federation is closely connected to the emergence of a new vehicle brand, namely the 

GAZ-22171 from the car manufacturer ‘Gorskovskij Avtomobilnyj Zavod’ based in Nizhny-

Novgorod.  

While in the early nineties, the majority of marshrutka drivers were still equipped with Soviet 

minibuses, the onset of the fondly named ‘GAZelle’ started to revolutionise the minibus-sector. 

These light commercial minibuses were by far the most successful product of the manufacturer. 

During the late nineties in Russia, GAZ controlled “almost two thirds of sales for the national 

commercial vehicle market” (Sintserov 2000). In 1996, after GAZ started the serial production of 

the GAZ-22171 as a mini-van, which was formerly constructed as a truck, the sale figures rose 
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dramatically by 92 percent in 1997. The factors of success were most probably the robust 

surface, the relatively low price and the workable interior trim that allowed for self-

maintenance. Therefore, the outlook and design of the ‘Gazelle’ vehicles are inseparably 

connected to the development of post-socialist marshrutka mobility. Only the low purchase 

costs made a widespread and partly unregulated bottom-up development of minibus drivers 

possible because foreign car brands were way too expensive, considering both the purchase and 

maintenance, and Soviet vehicles would rather not serve the image of a new elitist transport 

offer. The small, flexible and relatively cheap minibus solutions illustrate in this sense, also from 

a material perspective, the sharp contrast to the overstrained and mostly bankrupt state-run 

public transport providers, with their heavy equipment and outdated vehicle fleets.  

Due to these advantages of the private transport offers, the yellow ‘GAZelles’ shaped the post-

socialist marshrutka practices in Russia within a very short time and became an everyday 

experience for the urban population of Russian citizens. Furthermore, they represent a very 

flexible transport mode that make use of the former public transport infrastructure, however, 

without reproducing the former mobility habitus. Flexible stopping patterns as well as fluid 

routes or creative practices of detouring and shifting the last stops are preconditioned by the 

material assemblage of marshrutka mobility. Most of these traffic behaviour patterns are simply 

not possible in a big-sized bus, let alone tramways or trolleybuses. In this sense, the materiality 

and especially the rise of the Gazelle minibuses in the 90s significantly shaped the later 

development of everyday marshrutka practices as well as the enterprise organisations. 

Although, the number of marshrutka-Gazelles has been noticeably decreasing and is being 

increasingly replaced by foreign car brands, they are still a common sight in contemporary 

Russian cities. Indeed, many of my interlocutors swear on their functionality and the easy 

maintenance. Again, one can observe here the negative relation to the other common means of 

transport. The appearance of ‘Gazelles’ as something prestigious, something you are ready to 

wait for (Sanina 2011) stays of course in sharp contrast to current public discussions about 

Gazelles as a safety hazard, as uncomfortable and inefficient (Kuznetsov et al. 2015). However, 

both narratives work in a silent comparison to other means of public transport. Here it is 

furthermore interesting to note, that although, the state-run public transport has remained 

problematic since the early nineties, the former success of the Gazelle minibus practices turned 

into its opposite, banned to the unfavourable image of a backward and dangerous means of 

transport. So, what happened to the sociotechnical arrangement that changed its perception in 

such a definitive way? 
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4.3.4.2 The marshrutka vehicle as a crucial concern of contemporary marshrutka enterprises 

Even today, the share of car brands in a city tells us a lot about the marshrutka market as such. 

For instance, a city with huge volumes of Gazelle vehicles will most likely consist of a transport 

department which allows for relatively large numbers of operators, where self-ownership of the 

vehicle is more common than in big enterprises, which provide their own vehicle fleets.  

I already mentioned the different distribution of marshrutka brands in Rostov on Don and 

Volgograd. As both cities are primarily dependent on marshrutka services in the public transport 

services, it is interesting to note that Volgograd’s marshrutka services were provided by 

approximately 80 operators until 2017, while the transport department of Rostov employs only 

13 operators in the city. The diversity of operators is mirrored here in the vehicle supply of 

Volgograd’s everyday marshrutka appearances. As the Transport Committee does not opt for 

one car brand, the decision for a minibus brand is up to the owners and therefore diverse. In 

this sense, the vehicle park in Volgograd consists of foreign brands as Peugeot, Mercedes or 

Volkswagen but also of national brands such as the Gazelle and its successors or even the Soviet 

brand PAZ. Furthermore, in Volgograd, an attentive passenger can distinguish different 

operators by their vehicle policy. This means that a couple of operators apply special 

requirements on their drivers, for instance a minimum year of manufacture, the presence of air 

conditioners or certain safety equipment . The strategy of the operators is mostly two-folded: 

On the one hand, they aim to receive good results in the tendering process and hope to expand 

their network, filling the gap left by less successful providers who drop out of the market. On 

the other hand, they advertise their strategy among the drivers, pointing to customer 

appreciation, to attract more customers and put the company at an advantageous position. 

However, from a driver’s perspective, the purchase of a foreign brand with all the required 

extras has a number of noteworthy consequences. For instance, if drivers are not able to afford 

the costs of a car on their own, they might fall into long-term financial dependencies, which 

takes away their scope of action. Often, such operators also apply rotational renewals of the 

fleet, which oblige drivers to ongoing leasing contracts.  

Therefore, as the case study in Volgograd shows, most marshrutka drivers prefer to keep their 

own Gazelle and work a more precarious position for a smaller operator but remain in a more 

independent position. Most drivers who own their own car are able to collect only the sum of 

savings, which enables them to invest into a ‘new’ Gazelle, but not in a foreign car brand. 

Consequently, a high degree of self-owning drivers slows down the modernisation of the applied 

vehicle fleet in a city, which is comprehensible from the driver’s perspective, but simultaneously 

causes inconvenience among passengers and local authorities.  
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However, the contrasted case in Rostov on Don doesn’t seem to prove that new vehicles bring 

higher passenger acceptance rates. Already in 2001, the local authorities aimed to minimise the 

number of urban marshrutka operators and to contain the marshrutka practices. This becomes 

obvious, when looking at the transport fleet of marshrutkas in Rostov on Don. Since the 

reformation at the beginning of the millennium, almost 90percent of all marshrutkas have been 

populated by the Hyundai vehicle manufacturer. Solely from a visual perspective, this changes 

the everyday impression of marshrutka mobilities as they appear more homogenous and 

somehow rule-governed, which nevertheless turns out to be an optical illusion.  

From a political perspective, the former reformation of the transport vehicles in Rostov was 

successful for two reasons: First, the government was able to support the crisis-ridden, local car 

manufacturer on the outskirts of the city through extensive leasing contracts (Redkina 2012) and 

secondly, the bankruptcy of smaller operators, who could not afford the modernisation, led to 

a restructuring of the market and to a clear arrangement among a small number of operators in 

the transport sector with separated areas of competences (Rostovskij Gorodskij Transport 

2006). Nonetheless, the current developments prove that the established system is not able to 

satisfy passenger needs. Indeed, the condition of rented out marshrutka buses is often worse 

than in Volgograd. This appears logical, because drivers in Rostov have no incentives to worry 

about the condition of the car without ownership. This leads on the one hand to very non-

personalised interiors and on the other hand to often dirty cabins, a poor state of the seats and 

doors, which is another important difference in comparison to car-owning drivers, which often 

lovingly care for a nice ambience in the form of decoration, music or seat cushions. This is far 

from the status quo in Rostov, as operators and drivers equally want to save time and money 

and are, therefore, only willing to fulfil the most urgently needed repairs (Pogrebnjak 2018). 

Finally, this leads to a similar inconvenient situation as in Volgograd, however, with significant 

differences for the drivers. Indeed, the mobility operators in Rostov face increasing problems in 

provisioning their transport obligations as they are not able to find willing drivers to work for 

them anymore (Gromovich 2013). This alone underlines once again the precarity of 

contemporary transport workers in contemporary Russian cities. 

In conclusion, it could be said that the sociotechnical outlook of the marshrutka service tells a 

lot about the inner-city structure of the mobility and the enterprise organisation as such. The 

sociotechnical arrangement of transport services is no longer represented as ambassadors of a 

free choice in the urban transport market with increasing service qualities due to fair market 

competition, but illustrate quite the opposite, namely the build-up of transport monopolies, 
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which gain their profit out of the exploitation of daily transport workers and the outsourcing of 

most risks and obligations of the latter.  

Although widely unmentioned, the car brand, the condition of cars and the technological design 

of the researched mode of mobility may tell a lot about ownership structures, financial 

hierarchies, institutional control frameworks and labour conditions, because they determine 

and materialise a number of structure immanent conflicts and inequalities.  
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4.4 Concluding remarks 

The preceding chapter aimed to unpack the black box marshrutka enterprise in the everyday 

actor-network of marshrutka mobility realisations. The empirical observations of enterprise 

development over the last years made clear that marshrutka enterprises are, on the one hand, 

to be interpreted as a historical continuation of Soviet and Post-Soviet transport enterprises of 

different kinds, and on the other hand, to prove a number of important changes and 

demarcations from their state-run counterparts. Indeed, the above explanations suggest that 

marshrutka mobility as such and marshrutka enterprises especially, can be interpreted best in 

its mutual interplay of delimitation towards its competitors on the road and in the urban 

transport market. 

In a second part of the first analytical considerations, I introduced a multi-sited perspective on 

the enterprise participants, namely on the operators, the drivers and the dispatchers as well as 

on the non-human actor - the minibuses themselves. This analysis explicitly shows that 

marshrutka enterprises have very different modes of production and may be described in rather 

varied, partly antagonistic forms. The second part of this chapter especially illustrates that daily 

driver hierarchies, working operations and interpersonal relations have little to no connection 

to the more descriptive official structure of marshrutka companies. Indeed, it is an important 

observation of this study that the daily production of transport services and the organisational 

structure of supervision and leadership are widely decoupled from each other. This is due to the 

fact, as the considerations above may prove, that the marshrutka enterprise as such is a rather 

artificial design, forced from third party interests, namely the government, but not initially 

needed for the supply of everyday mobility.  

Therefore, to some extent, the marshrutka network splits up into parallel worlds of negotiation: 

on the one side is the operator, who deals with the local transport committee as well as with 

the investors of the vehicle fleets, but primarily supervises the repetitive tendering processes in 

negotiation with the city authorities. On the other side, there are the drivers, who often do not 

even know the operators that they work for. Building a widely independent network of work 

distributions as well as of distinct money flows, there is a minority of drivers who might fulfil the 

concept of a self-dependent entrepreneur. However, the research also shows that a general 

description of drivers as transport entrepreneurs misleads, as it is a far too euphemistic term for 

a majority of the transport workers who suffer from very exploitative working conditions. In 

general, the empirical evidence shows that drivers have very different access to enterprise-

resources (financial aid, loan conditions, maintenance service, profit participation etc.); those 

distributions are especially dependent on the internal hierarchies of the enterprises as well as 
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the minibus-ownership structure. Finally, this analysis discusses the attempt at bringing order 

to the marshrutka enterprises. Introduced by local municipalities, the major function of proper 

working enterprise structures has shown better control of and responsibility in the field. 

Although this reformation attempt was to a significant extent successful from a regulatory 

perspective, the empirical evidence also indicates that further development in the enterprise 

lays the background for a number of systemic conflicts and inequalities as well as to an ongoing 

decrease in services. Therefore, the so-far addressed discussion leads directly into my further 

research interest of inner urban public negotiations with regards to transport reformations and 

marshrutka abolishment in the cities of my case studies.  
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5 Narrating marshrutka conflicts – Negotiations in crisis-ridden 

mobility networks 

Before focusing on the current conflicts in the discourses of urban transport transformation, I 

will introduce in detail the outlook of marshrutka markets in my case studies. This chapter aims 

to clarify how different marshrutka practices are fulfilled in various forms, distinguishable from 

city to city. Of particular importance is the ongoing negotiation between marshrutka operators 

and local authorities, having the task to conduct a proper working framework for the everyday 

provision of mobility. In contrast to the previous chapter, this part of the analysis will be divided 

in accordance to local circumstances; i.e., it will separately discuss the unique developments in 

the two cities of Volgograd and Rostov on Don. In doing so, I will describe the major challenges 

faced by the city administrations and the transport users and point out inter-individual strategies 

and legitimization narratives of the actors involved. In this sense, the following consideration 

lays the backdrop for a later interpretation and discussion of contemporary developments in the 

respective transport networks. 

Following the assemblage approach and in accordance with Michel Foucault (Foucault 2007b), 

it is during times of crises, transformation or upheavals that re-imaginations take place and 

boundaries of thinking are reconsidered. The marshrutka appears from this perspective as a 

conflicting object of concern. It assembles the ongoing interplay of individual interventions and 

structuring commitments, habituated action programs and slight deviations. In this setting of 

harsh complaining, surrounded by creative performances and influential exclusion attempts, all 

participating actors are affected and involved in the everyday task for negotiations (Latour 

2004a). In this sense, I will try to trace the different argumentation lines in the field by describing 

complex negotiation constellations around the marshrutka struggles in a comprehensible way:  

To start with, the general attitude of local authorities towards the marshrutka practises is easily 

understood through the statements of contemporary municipal politicians. As an example, I 

refer here to the head of the urban transport committee in Moscow, Maksim Liksutov, 

announcing proudly after the final shut-down of privately organised city marshrutkas in August 

2016: 
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"This reform primarily aims to reach a new quality of passenger traffic. In all civilised cities around 

the world, minibuses are nowadays a relic of the past. Now it is also time for Moscow to no longer 

stay in the past97" (Meduza 2016, p.2). 

Shady business strategies, the absence/inability of executive bodies to act in the early nineties, 

as well as strange enterprise structures have led many to believe that marshrutka services are 

in general an informal, criminal somehow dirty economic and transport practice (Vvodin 2016; 

Avdeev 2016; MTV Volgograd 5/30/2016). And it is exactly this picture that is reproduced within 

the public debate about the future of transport within the urban agglomerations of the Russian 

Federation by several actors including politicians, journalists, passengers, entrepreneurs or even 

drivers:  

“Now, as the championship is approaching, they want to remove the minibuses. Please, go 

ahead. If minibuses are removed, we will finally get a normal human salary. I will switch to work 

as a bus driver. […] to work on normal buses, and they will not be like these ones – well, who 

knows. But these buses, you see, (points to a marshrutka) - they should have been scrapped a 

long time ago - but they are still in use. This is just frivolous98” (Igor 10/15/2017). 

The evidence of this analysis may also prove that marshrutka services are indeed highly 

institutionalised and well-organised, as they establish both a long-term reproducible mobility 

practice and service, guaranteeing reliability for passengers as well as operators, and answering, 

at least on the surface, to the requests of the given state legacies. Another driver comments: 

“I was 10 years old, when I used a marshrutka the first time. Back then we had these RAF-vehicles. 

Well, these marshrutkas were very convenient, back then there were new cars, the travel was 

very satisfying, it was so comfortable to have a seat during the ride. Why minibus became the 

mass mode of transport? Because the city began to burst. Today, there is a great reorganization 

going on. The city has taken a large number of marshrutkas from the line. But I think they will still 

remain! They will continue to drive through the city. It is still the most convenient and cheap and 

practical mode of transport - today and in the future99” (Andrej, 29 years, marshrutka driver 

3/24/2017). 

 
97 «Реформа эта направлена прежде всего на то, чтобы шагнуть на качественно новый уровень 
пассажирских перевозок. В цивилизованных городах всего мира маршрутки — это пережиток 
прошлого, которому и в Москве пришла пора остаться в прошлом». 
98 «Сейчас хотят, чемпионат, чтобы убрать маршрутки. Да пожалуйста. Если уберут маршрутки, 
зарплату нормальную человеческую сделают. Я пересяду на автобус. Понимаете? Нормальные 
автобусы, а они такие бывают, что смотришь – я не знаю. Да и маршрутки, согласитесь, вы 
смотрите – они давно должны быть в чермете – в металлоломе, а всё равно катаются. Это 
несерьёзно просто». 
99 «Первый раз я на маршрутке прокатился мне было 10 лет. Первыми маршрутками были 
РАФики. Ну, можно сказат, мы были довольны с такими хорошими маршрутками, тогда они 
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Considering these antagonistic statements by marshrutka drivers, it remains interesting to 

explore how the multi-layered narratives of marshrutka services are discursively filled with 

reason and legitimation. During my fieldwork period, I found four major areas of conflict, which 

significantly shape the public discourse and the development of marshrutka mobility as all actors 

involved in the network have to relate to these issues in one way or another. Although the 

topical focus differs from city to city, all attitudes are present in the public negotiations in both 

of my case studies. Therefore, it will be interesting to discuss not only the local circumstances, 

which cause common deficits and similar lines of accusatory argumentation but also the slight 

differences, which contribute to significant distinguishable policy strategies due to the unique 

preconditions in the respective sociotechnical assemblages. All these conflict areas will be 

outlined and discussed in depth in the following.  

Figure 18 Major accusations in the public 'marshrutka' discourse 

  
Empirical evidence  

from Rostov on Don 

 
Empirical evidence  

from Volgograd 

 
Analytical 
discourse 

 
Unfair competition between private 
and state-led transport means 
 

 
In what kind of city do we want to 
live in?  
(modernisation and future discourse)  
 

 
Applied 
discourse 

 
Widespread decrease of services 
and working conditions 
 

 
Strategies to abolish marshrutka 
mobility / deficits in the public 
transport network 
 

 

The first area of conflict was already discussed in the previous chapter but causes consequences 

in broader discourses of urban development beyond varying enterprise structures, namely the 

grinding opposition of marshrutka mobility against its state-run counterparts. From this stance, 

marshrutkas are accused of cannibalising state-resources without taking on any social 

responsibility, as a proper public transport provider does. In response, marshrutka proponents 

 
новыми были, мы ездили довольны такие, комфортно было мне сидеть. Почему маршрутких 
стали массовым вид транспорта, ну потому что город стал разришаться. На данный момент 
происходит реорганизация. Ушегодно город потаеться снять с линии большое количество 
маршруток. Но также они останутся, будут они ездить, это самый удобный и дешевый и 
практичный вид транспорта на сегодня и в будущем». 
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argue that they provide cheap and convenient transport services without charging the tax payer 

(Belousov 2010; Atarshtshikova 2016; Karasev and Sudarčikov 2016). 

A second major area of concern is a public dispute about who is responsible for the continuous 

deterioration of the transport services. In the local newspapers, the drivers are repeatedly 

blamed for accidents and poor performances, widely ignoring the impact of wrong incentives in 

the established competition frameworks and the consequences of an exploitative enterprise 

network. Unfortunately, this issue is regularly connected to the origin of drivers, which partly 

adds a xenophobic layer to the public negotiation (Gavriehlova 2012; Kitov 2017). Therefore, 

there are many sad examples were the low quality service is directly related to the number of 

migrants working in the transport sector, while silencing the outrageous working conditions only 

marginalised groups may be forced to agree on (Grebenkova 2017; Kislov 2018).  

The third area of conflict is in the public discourse about marshrutka mobility and concerns its 

abolishment and the strategies applied by local authorities in order to overcome marshrutka 

services as well as to replace their system-immanent transport network in a somehow sufficient 

way (Atopov and Balakin 2007; Administration of the Volgograd District 2015; City 

Administration of Volgograd 2016; Ivanov 2017a). 

Lastly, a fourth area of discussion on marshrutka mobility asks about the challenges of the urban 

future, negotiates concepts of modernity100, and considers the possible positive and negative 

consequences of the abolition of marshrutka practices. This future-oriented discourse is by far 

not solely expert-driven, but is a line of argument of major importance in the first three areas of 

conflict as well. For instance, a publicly claimed challenge has been the modernisation of city 

infrastructures in light of the upcoming World Soccer Championship in 2018 (Schereva 2015; 

Pravitel'stvo Rossijskoj Federatzii 12/27/2016; Volga-Kaspij 2018). Unequivocally, the biggest 

public transport reform in Volgograd since the collapse of the Soviet Union, announced in 2016, 

stayed close to the football tournament for two reasons: First, because of the generous federal 

funding that enabled the purchase of new buses; and secondly, because of a publicly generated 

expectation to serve as a exemplarily host in light of an international mega-event. Apparently, 

marshrutka services did not fit into the showcase of a contemporary Russian city as they were 

one of the main targets for urban modernisation in both of my case studies (Kruglikov and 

 
100 The use of ‚modernity‘ in this study follows in a Latourian sense the deconstruction of perceptions of 
modernity in recent and contemporary debates as a power-inheriting category of attribution in social 
negotiations (Latour 2012). In this sense, the term is not to be interpreted in its use as a historical era or 
as a development model partially applied in sociology or political science (Beck 2016; Berger 1988).  
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Negodaev 2015; Markov 2017). In Rostov on Don, for instance, the local authorities banned 

marshrutkas completely on the days when the tournament took place in the city (Stus 2017).  

Besides discursive negotiations of modernity along the urban marshrutka question, there are 

further developments taking place on Russian streets that will affect future mobility 

assemblages in my case studies. While some of the main streets in Rostov and Volgograd are 

today marshrutka free, their services have been replaced by various on-demand taxi providers. 

Particularly Yandex Taxi, the Russian equivalent to Uber, which has been growing at a breath-

taking speed in the Russian Federation and beyond during the last five years. The most striking 

difference to marshrutka discourses is again the perception of Yandex Taxi as a modern saviour 

of urban mobility assemblages, as a tool to develop the future of urban transport networks. In 

this sense, the unequal competition between the marshrutka, as a determinate relic of the past, 

against the newly arisen on-demand service Yandex Taxi, will be of further relevance in the 

analytical chapter about discursive evaluation narratives with regards to ‘what it means to be 

modern’ (Latour 2012) as a transport service in our time. 

In conclusion, as the development of marshrutka services and markets are highly diverse in my 

case studies, the circumstances of a local setting make a certain discussion about marshrutka 

mobility more likely than others. That is why the upcoming explanations will follow local 

obstacles and developments by describing the respective situation of transport transformation 

in Rostov on Don and Volgograd distinctively. The examples of accusation as well as the multi-

sited involvements of different social groups with varying interests and coalitions, held together 

by the transforming conflict, will be described by considering Bruno Latour’s concept of public 

negotiations developed on the background of a pragmatist’s conceptions of public debates 

(Dewey 1919; Latour 2004a). Therefore, the marshrutka case serves simultaneously as an 

empirical example of gathered and consciously established publics, which build their minds, 

arguments and propositions in the intensity of a political dispute. While shifting, sometimes 

confusingly, the hierarchy or the opinion of the leadership in the debate; actors also articulate 

attempts of order, proposals of consensus, or reformation and closure, which certainly trigger 

new debates but also influences a significant status quo of being and developing in a collective 

debate of the perceived everyday common world.  
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5.1 Same, but different - Long-term strategies for the transport system in Rostov 

Certainly, the municipality of Rostov on Don does not lack an awareness of the increasingly 

difficult traffic situation in the city. In the development program of the road-based traffic 

management designed for the years 2014-18, the local transport department announces: 

“In the last years, the level of motorization has increased almost five times and is currently 

(excluding transport coming from regions and satellite cities) at about 391 autos/1000 

inhabitants. The share of transport devices entering the city including transit, adds about 30 

percent to this value, which means in effect 508 cars/1000 inhabitants. The central business 

district of the city is most demanded in terms of traffic volumes. In this sense, the traffic volume 

during the peak hours reaches 18-20000 vehicles per hour at the main entrance roads of the city, 

while this value is two times higher in the central district at the same time101” (City Administration 

of Rostov on Don 11/29/2013). 

In contrast to other Russian city councils, which are facing similar traffic challenges, the local 

decision-makers introduced a relatively active urban transport policy with the self-postulated 

aim to significantly improve the public transport network (Ryzhkov 2013; Negodaev 2018c). For 

older citizens, however, this postulate appeared not without a slight irony, remembering the 

closure of major tramway and trolleybus lines in the late nineties (Zyryanov et al. 2000). 

However, today, the city council of Rostov on Don does not weary of emphasising the estimated 

city’s potential, as an increasingly growing urban centre and the main economic hub in Russia’s 

southern regions, which has to rely in the medium term on a more effective, regulated and 

modern transport network (Klejmenov 2011).  

These overall objectives in the local transport policy have direct impact on the local marshrutka 

service regulations of the transport department. After the demise of huge parts of the state-run 

public transport infrastructure, the local authorities included, from early-on, marshrutka 

mobility as a significant module in the public transport supply, which can inter alia be 

understood by the simultaneous introduction of bus priority lanes in the city (Zyusin and 

Ryzhkov 2016). In contrast to Volgograd, marshrutka services were for a long time perceived as 

 
101 «Транспортная ситуация в городе с каждым годом усложняется. Темпы роста численности 
автотранспорта опережают темпы развития улично-дорожной сети города Ростова-на-Дону. За 
последнее время уровень автомобилизации вырос практически в 5 раз и составляет в настоящее 
время (без учета транспорта, прибывающего из регионов и городов-спутников) порядка 391 
авт./1000 жителей. Доля транспорта, въезжающего в город Ростов-на-Дону, включая транзитный, 
добавляет к этому значению еще около 30 percent и составляет 508 авт./час. Центральный 
деловой район города Ростова-на-Дону является наиболее востребованным для транспортных 
корреспонденций. Так, если уровень пиковой транспортной нагрузки на основных въездах в город 
Ростов-на-Дону составляет 18 - 20 тыс. авт./час, то значение этого показателя для центральной 
части города Ростова-на-Дону в 2 раза выше». 
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an important pillar in the transport network, leading to a policy, which aimed to include widely 

informal mobility practices into a regulatory framework (Zyryanov et al. 2000; Zyryanov and 

Sanamov 2009; Kruglikov and Negodaev 2015). Therefore, in order to contain and channel 

informality and to increase the state-influence in the transport market, the transport 

department enforced local actors to organise marshrutka mobility into relatively large 

marshrutka enterprises. Through tendering and the adoption of criteria rankings, the city council 

reduced the number of transport providers to less than 15, a supposedly easy to control amount 

(City Administration of Rostov on Don 11/29/2013; Kushnarev, V.V. 11/27/2015).  

The legislation applied to marshrutka services by the municipalities in Rostov can be explained 

by the fact that marshrutka mobility or to be more precise commercial bottom-up transport 

practices appeared earlier than in many other Russian cities, e.g. Volgograd. Already in the early 

nineties, right after the fall of the Soviet Union, first commercialised private transport offers 

appeared in the city to duplicate the state-authorised transport routes. Particularly noteworthy 

is the fact that these grassroots-bus-services consisted of equal parts minibuses and large buses 

each of Soviet manufacturers102. A contemporary witness recounts: 

“At the beginning of 1995 the first commercial buses began to appear on the routes, primarily 

PAZ and LAZ minibuses. Later, two large commercial buses by the Setra brand were introduced 

on the routes […]. Although, there were officially eight buses registered on the route, more than 

five never worked at the same time. This was due to the fact that the vehicles working on the 

route were actually a reserve for the suburban routes No. 158 and 158a. That is why, in case of a 

short-term emergency, the dispatcher took the buses from our route, No. 6, regardless of how 

many passengers were waiting on the route103” (Rostovskij Gorodskij Transport 2006, p.2f). 

While in Volgograd, marshrutka services fulfilled mainly empty gaps in the urban transport 

assemblage, cannibalising for instance closed down bus or trolleybus lines, the development in 

 
102 This is actually a very common phenomenon in urban settings were marshrutka mobility emerges. 
The mobility services are not reduced to minibus offers but rather fulfilled by very different kinds of 
vehicles (e.g. large buses, adapted lorries, or even motorcycles). In most cases, the increasing 
establishment of commercial transport practices leads to a homogenization and standardization of 
mobility offers. However, occasionally there are exceptions (commercial operators in Rostov who 
conduct large and small buses) or counter-developments (the split up of vehicle devices after the re-
appearance of illegal marshrutka modes in Volgograd) to observe. 
103 «В начале 95 на маршруте начали появляться первые коммерческие автобусы, по началу это 
были ПАЗы и ЛАЗы. Затем на маршруте появились два коммерческих автобуса особо большой 
вместимости марки Сетра […] Не смотря на то, что за маршрутом числилось 8 автобусов более 5 
графиков на маршруте не работало. Одной из основных причин было то, что автобусы маршрута 
числились резервом для пригородных маршрутов №158,158а. То есть в случае схода автобусов на 
эти маршруты диспетчер снимал автобус маршрута №6, не смотря на то, сколько их всего на 
маршруте». 
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Rostov emerged out of the inner-network attempt to close the gap on underserved routes 

(Rostovskij Gorodskij Transport 2006; Zhajtanova and Kuznetzov 2014; Zyusin and Ryzhkov 

2016).  

Therefore, the first commercial marshrutka services complemented the state-run public 

transport, duplicating the routes of more or less functioning bus services. In retrospect, these 

different initial triggers of marshrutka practices led to diverse perceptions of the newly emerged 

modes of mobility in Volgograd and Rostov. While in Volgograd, marshrutka mobility was seen 

for a long time as a saviour of urban mobility facilities, enabling the population to move more 

affordably and conveniently through their city. In Rostov, marshrutkas were quickly recognised 

as a substitute service, which trumped its predecessor and established an often criticised 

competition. Comprehensively, this led to very different urban transport policies towards the 

rise of marshrutka services. For instance, returning to the empirical example above, already in 

1999 the city council of Rostov on Don reformulated a couple of state-led route lines - which 

were de facto already serviced by non-regulated marshrutkas - into an officially registered 

commercial marshrutka line (Rostovskij Gorodskij Transport 2006, p.4). This is evidence that the 

transport department of Rostov on Don already tried to reframe their urban mobility 

assemblage, even though marshrutkas had not yet appeared in the neighbouring city of 

Volgograd (Zyryanov et al. 2000). Simultaneously, the transport policy focused for a long time 

on a merger of state-run and private transport providers with the aim to ease the burden on the 

city’s budget (Agafonov 2011; Kruglikov and Negodaev 2015). 

Figure 19 Bus operators in Volgograd and Rostov on Don (see Zyusin& Ryzhkov 2016, p.92) 

City Population Number of operators Number of routes 

Public Private Public Private 

Rostov on Don 1 118 000 1 13 31 75 

Volgograd 1 018 000 1 80 40 99 

 

Today, the Yantar-1 transport company is one of the leading mobility providers in Rostov. At first 

glance, the outlook of the enterprise illustrates the strategy of local transport policy in the city 

to facilitate the scaling-up of big transport operators, offering different transport services on 

many routes. Yantar-1 has been led since its foundation in 1999 as a limited company by Andrey 

Michajlovich Kosov and today employs approximately 350 transport workers (Osipov 2018). The 

huge depot in the suburbs of the city provides a well-equipped workshop for buses, which inter 
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alia serves as the official dealer of MAZ-vehicles, a large-size bus brand from Belarus, which 

provides a major part of the company owned vehicle park (Vestnik Dona 2015). Typical for 

Rostov’s transport enterprises is the mixture of small and large-size buses, serving the public 

transport routes in the city. This is mainly due to the fact, that the city council decided in the 

early 2000s that road-based local public transport tender processes are open to municipal as 

well as commercial operators. In turn, this also means that the only municipally-run bus 

transport company, Rostovskaja Transportnaja Kompanija, services a number of major bus 

routes in the central districts as well as three additional marshrutka lines in the city (Sidorov 

2018). Overall, there are only two rather small operators of thirteen marshrutka transport 

enterprises which solely provide marshrutka services. All other operators provide both the 

burdensome but seminal bus services and the profitable but uncertain marshrutka provision.  

In summary, the post-Soviet transportation policy of Rostov can roughly be divided into three 

major periods. Beginning with the decrease of Soviet infrastructure and institutions, marshrutka 

emerged during a time that the municipalities were unable to act. Due to strong financial deficits 

in the late nineties, the local government decided to shutdown huge parts of the former urban 

transport park (Agafonov 2011). This drastic shutdown was accompanied by a turn in the 

transport policy towards road-based public transport offers, which acknowledged marshrutka 

as one of the major mobility services (Zyryanov and Sanamov 2009). Therefore, during the 

second period of transport policy, the local authorities of Rostov tried to include small scale 

private operators into larger mobility providers of the formal public transport network. The aim 

of this strategy is to implement operators into the legal framework and tax net, but also to 

decrease the competition between the large and small-size buses, as operators conduct both 

transport services on the road, and to incentivize a regular competition among a manageable 

number of well-equipped transport providers in the city (Klejmenov 2011). Although the 

reformation attempts in the late nineties proved some success, marshrutkas are presently, in 

the third period of local transport policy, primarily received as a largely deficient interim 

solution. Therefore, at the latest since 2013, the local municipality repeatedly announced the 

long-term aim to improve municipal and private transport operators which should also include 

the replacement of city marshrutka services in the long run (Ryzhkov 2013; Stus 2017). 

5.1.1 Success and failure of the transport policy in Rostov on Don 

However, the present-day obstacles and increasing complaints about marshrutka services in the 

city show that the transport policy in Rostov on Don must be at least partially described as a 

failure (Regnum 2017c; Larina 2019). Nonetheless, in contrast to Volgograd, it can be stated that 

the transport policy in the 2000s led to more transparency and a higher degree of political 
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influence in the market. In contrast to other cities, the service quality is, although decreasing, at 

least homogeneously distributed and the outlook of marshrutka services in the city is rather 

standardised. Meanwhile, the competition among drivers on the streets rather increased 

through the monopolisation process in the transport sector (Pogrebnjak 2018).  

As I showed in chapter IV, marshrutka enterprises may be characterised by the loose connection 

between operators and transport workers. This means that the franchise system of marshrutka 

operations allocates the responsibility and daily risks of marshrutka services on the shoulders of 

the individual drivers, who are embedded in self-constructed networks and mutual 

dependencies. This system remained untouched as it ensures a regular income with little risks 

for the operators. Therefore, although marshrutka services are included in a framework of big 

transport enterprises their micro-managed operation is hardly distinguishable from their 

colleagues in Volgograd. In this sense, transport providers in Rostov on Don and Volgograd are 

organized in very different enterprise structures. However, both supply the whole range of 

employment relationships, employing mini-operators and sub-contractors alike. In this sense, a 

driver of a big size bus at Yantar-1 may profit from the status as a permanent worker, while 

marshrutka drivers sometimes appear on the same route, however as an outsourced and sub-

contracted transport worker (Osipov 2018). 

In consequence, the reformation of transport enterprises in the late nineties and afterwards was 

not intended to increase the labour conditions of transport workers, which underlies the daily 

competition on the streets (Zyryanov and Sanamov 2009; Agafonov 2011; Ryzhkov 2013). 

Therefore, it is of no wonder that the transport reforms did not increase the quality of 

marshrutka services. As long as marshrutka drivers are excluded from the enterprise framework 

and not paid on a regular basis independent from the daily number of carried passengers, it is 

unlikely that driving patterns and competition among drivers will be changed and solved. 

From this perspective, it is easily comprehensible that the restructuration of top-down 

enterprise structures had no or only little effect on the everyday practices on the road. While 

the operators simply lack the social and economic resources to change the driver’s behaviour, it 

was mainly a failure of the transport policy in Rostov on Don not to regulate the marshrutka 

competition on the city roads.  

As a result, it can be stated, that it is not the macro-organisational framework of the local 

transport enterprises, that causes the insufficiency of marshrutka mobility but the untouched 

operation networks as such, which demonstrates the inability to apply control mechanisms and 

a framework for negotiation that includes or ideally solves antagonistic interests. Instead, the 
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applied franchise system stabilises a maximal incapacity to collaboration within the sector, 

which can partially be compensated through solidary networks in small, locally grown 

marshrutka operations but increases extremely exploitative working conditions in correlation 

with the growing size of marshrutka enterprises. 

In the public discussion, the internal constraints and dependencies in marshrutka enterprises 

are rarely a subject of discussion. Nevertheless, the decrease of marshrutka service quality 

during the last years, which is especially understood from the poor conditions of outdated 

vehicle parks and overworked drivers, put the transport situation back on the agenda of political 

negotiation. Sadly, the inner-systemic deficits of transport enterprise as well as the failure of 

rule enforcements, which widely explains the aforementioned decrease in services, are hardly 

ever criticized. Despite this, the municipalities try to find other tools to control the regular 

procedure of marshrutka mobility in their city. The introduction of an inclusive mobility card for 

all public transport services in Rostov is a fitting example to show the contradictions of local 

transport policy at this point.  

5.1.2 Excursus: The introduction, failure and re-introduction of a mobility card in Rostov on Don 

In the last two decades the implementation of mobility cards to increase the quality of transport 

services has been widely applied in various cities around the world, and have produced, 

depending upon the implementation process and social environmental obstacles, very different 

impacts. The general idea of most electronically based mobility-cards is to merge different 

customer services into one application in order to increase consumer orientation. However, the 

empirical evidence shows that mobility cards are implemented for very different reasons 

besides customer satisfaction, such as an incentive for cooperative frameworks among 

competitors or as a smart attempt to retain clients to a product or service, for instance.  

The sociologist Christian Scherf investigates in detail the successful but mostly the relative 

failure of different mobility cards in Germany (Scherf 2017). Scherf conceptualises mobility cards 

as boundary objects in Anselm Strauss’ sense, which means that they materialise the 

intermediary position and within the antagonisms, which led to its emergence (ibid, p. 548). 

Therefore, a number of mobility-cards-initiatives face contradictory expectations from different 

actors, such as providers, politicians, sponsors and passengers. Lacking a common goal and 

interest most transport cards lack significant user amounts or fail due to a rapid obsolescence 

and uncertain responsibilities. Nevertheless, Scherf points out, referring to his rich empirical 

evidence from various case studies, that “if anything, mobility cards may contribute to problems 

and challenges, which lay internally on the provider site” (Scherf 2017, p. 549). From this 
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perspective, an introduction of a mobility card in Rostov on Don appears promising as the main 

goal of the initiators is to integrate all transport providers under one common framework of 

service. However, the case of Rostov also proves that antagonistic interests are not easily 

covered by an ad-hoc and non-voluntary top down implementation of a unified mobility card.  

But one thing at a time: In October 2009, the transport department in Rostov on Don instructed 

the private company OOO “NTZ Izmeritel104” to provide and install validators on all public 

transport facilities in the cities. According to the contract, the validator should be partially 

compensated by the city treasury and by a share of the transport companies’ profit. According 

to the transport department in Rostov, the transport providers should deliver 6.9 percent of the 

asset to the validators. Non-surprisingly, this caused immediate protest from the transport 

operator’s site: 

“For the last 27 months, I have to pay 6.9 percent of my revenue to this parasite of a company 

[NTZ Izmeritel]. That is about six million roubles. I am wondering, what are the advantages of the 

system then?105" (Bech in Dunaeva 2012b, p.2). 

As the director of the local transport company “Trans-Express”, Nikolaj Bech, noted many 

operators refused to implement the obligatory validators and brought the case to the city court. 

At this point, the operators had already received considerable support by the UFAS, the Federal 

Antimonopoly Service of the Russian Federation. Furthermore, the transport operators invoked 

on the decision of the Commercial court in 2011, clarifying that the provision of third-person 

services to facilitate validating practices can only be implemented on a voluntary basis (ibid.). 

The UFAS maintains that the municipalities should attempt to oblige the operators into 

implementing the validator services, as follows:  

“The antimonopoly service requests to exclude transport operators from the long-term target 

program, which provides the possibility to reimburse the investor's costs associated with the 

implementation and use of a validator system, at the expense of the operators and the 

passengers. Considering law No. 81, we come to the conclusion that the decision to contract the 

accession to the validation system cannot be made mandatory106” (Dunaeva 2012a, p.3). 

 
104 Russian for „Measuring instrument“. 
105 «За 27 месяцев я должен заплатить 6,9 % выручки, шесть миллионов рублей, паразиту этому, 
оператору. В чем тогда плюсы системы?». 
106 «Также антимонопольный орган предписал исключить из долгосрочной целевой программы 
положения, предусматривающие возможность возмещения затрат инвестора, связанных с 
внедрением и использованием системы, за счет средств пассажирских транспортных предприятий 
и граждан, отменить распоряжение №81 и уведомить пассажирские АТП Ростова-на-Дону о том, 
что заключение договоров присоединения к системе не является обязательным». 
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In conclusion, only five operators (three municipal and two commercial transport providers) out 

of twelve were obliged or willing to establish the validators for the new mobility card. This led 

in turn to complaints of the validator operator ‘Izmeritel’, who tried unsuccessfully to sue the 

city to compensate the estimated expenses amounting to RUB 86 million (Arbitrazhnij sud 

Rostovskoj oblasti 10/4/2012). In a second step, after the city refused to compensate the losses 

voluntary, Izmeritel turned off the validators’ software, which led to a collapse of the transport 

paying system in the city (Derkachev 2018). As many citizens had already purchased the mobility 

card, the city government was in the end forced to buy the equipment from the company. It is 

no wonder that the scandal about the introduction and responsibility of the mobility card in 

Rostov on Don led to a great scepticism among the clients. Although local transport politicians 

promised benefits for card holders, the sales figures of the mobility card remained unprofitably 

low. In conclusion, the introduction of the controversial mobility card turned out to be a financial 

disaster for the municipalities in the first years. Other constrains from the passenger sides were 

the too few selling points in the city and the missing incentives to convince transport users to 

switch their method of payment (Kostyrev 2015).  

However, if commercial transport operators expected the elimination of validators and the local 

mobility card after the catastrophic start of the reformation attempt, they were proven wrong. 

In contrast, the municipalities intensified their engagement to make the mobility card more 

popular (ibid.). In 2015, the city government entered into a new agreement with the local e-

ticket provider ARPS107 (Agency for Payment Systems Development) to develop and provide a 

second mobility card with more functions and partners included for the citizens of Rostov on 

Don (Negodaev 2018b). In the meantime, the city government forced all persons entitled to 

concessionary fares to purchase the former mobility card. Soon, reduced ticket fares were only 

accepted, when using the validators. Another incentive is the slightly lower fare for bus rides, 

one rouble less per ride, which made more citizens purchase the mobility card. Nevertheless, 

the distribution of the mobility card remained relatively low among the non-subsidized 

passenger groups (Kovalenko 2018).The city government developed a de facto two staged public 

transport. A highly subsidized, however highly restricted in frequency and coverage, public 

transport scheme, which accepts reduced ticket fees only through e-ticketing as well as the 

standard cash-based mobility offers, which suffered from significant price increases.  

Nevertheless, the introduction of the new ‘Prostor’ mobility card in the autumn of 2017 benefits 

from the preceding restrictions, which is mirrored by the significant increase of sale numbers 

 
107 Агенство Развития Платежных Систем. 
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(Negodaev 2018b). Today, the city council spreads out the validators and tries to include more 

private enterprises into the mobility card in order to increase the popularity of the card. In the 

meantime, the government intensifies the pressure on private transport operators when 

adjusting the price difference between cash and non-cash payers (24 to 20 roubles per ride). 

Apparently, the increase of fares had an immediate effect of the usage of the mobility card. In 

this sense, the transport department stated that in September 2017 the usage of validators 

increased by about 37 percent and in October 2017 again by about 51 percent (News-R 2017b). 

However, the real number of purchased mobility cards are safeguarded (ibid.). 

It is interesting to have a look at the self-formulated advantages of the mobility card, which tells 

a lot about the profound motivation to stick with a mobility card system, despite the immense 

expenses. On the online city portal Rostov-Transport, the service providers name five reasons 

for a cash-free mobility card:  

“1. Control and accounting: "Cashless" leads first of all to transparent financial flows. Dishonest 

carriers (if they exist) can no longer hide a single rouble of revenue - everything is done through 

the bank, everything is strictly accounted. All subsidized passengers will be accounted for 

(accordingly, this will end the incomprehensible payments to carriers from the city budget), and 

passenger traffic can be easily explored. 2. Security: The driver is not distracted by dealing with 

money issues. 3. Fast and convenient: It will no longer be necessary to seek money when entering 

the transport vehicle. This decreases the waiting time, which means that the travel time will be 

shortened. 4. Additional functions: Cards of non-cash payment can be given additional 

opportunities – e.g. payment of tickets in electric trains, parking lots, etc. 5. The ability to save 

money: Tariffs when paying by card should be lower than for cash108” (Negodaev 2018a). 

As can easily be read out, the main argument for the implementation is the expected 

transparency of passenger services in the city. Citizen initiatives as well as local authorities hope 

to improve the tax income, when establishing clear structured and evaluation-based accounting 

models. This, however, only functions when marshrutka operators are included into the 

 
108 «1. Контроль и учёт. «Безнал» — это, в первую очередь, прозрачные финансовые потоки. 
Недобросовестным перевозчикам (если вдруг такие есть) уже не удастся скрыть ни одного рубля 
выручки — всё проводится через банк, на всё есть строгая отчетность. Все льготные пассажиры 
также будут учтены (соответственно, никаких необоснованных выплат перевозчикам из 
бюджетов), а пассажиропоток можно будет легко исследовать. 2. Безопасность. Водитель не 
отвлекается на прием денег, выдачу сдачи и билетов. 3. Быстрота и удобство. Больше не 
потребуется искать деньги при входе в транспорт, ждать сдачу и задерживать этим других 
пассажиров. Посадка будет происходить быстрее, а значит время поездки сократится. 4. 
Дополнительные функции. Карты безналичной оплаты можно наделять дополнительными 
возможностями — оплата билетов в электричках, парковок и т.п. 5. Возможность экономить. 
Тариф при оплате картой должен быть ниже, чем за наличный расчет. Это заработает в Ростове в 
октябре 2017 года». 
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validator network, which has not been the case so far (Dunaeva 2017). Although there are a 

number of marshrutka lines, mainly the municipally run marshrutka routes providing validators, 

citizens frequently complain that validators are constantly out of order or that drivers turn off 

the validators after 7pm (News-R 2017a; Chajka 2017).  

Figure 20 Ordering attempt through technology - A ticket validator in a marshrutka in Rostov (currently out of use) 

 

Those counter-strategies prove that top-down attempts to regulate passenger services in the 

city are most likely to fail as long as they do not involve the interests of the crucial actor-group 

of drivers, which so far continue to depend on cash flows and overtime hours. Because, although 

the transport department has learnt from former mistakes and negotiated compensation fees 

with the operators in advance, the drivers are still excluded from the new arrangement 

(Stepanov 2017). In this sense, everyone profits from the new mobility card: the municipality 

gains taxes, the passengers profit from cash-free payment modes, and the operators are 

generously compensated – only the drivers lose a significant amount of their daily income. 

Therefore, it is unlikely that drivers will accept the new conditions as they do not profit out of 

the rearrangement in the public transport network. It is more probable, that drivers will invent 

further strategies to bypass certain supervision instruments as long as their crucial interests are 

not taken into account on a structural level.  

5.1.3 Concluding remark 

This part of the analysis deals with communication processes and political strategies to solve 

conflicts in the urban sphere of Rostov on Don. The troublesome introduction of a technological 

tool, e.g. mobility cards and validators, as a game changer and a hypothetical impetus to change 

both the enterprise structure in the private transport network as well as the daily commuting 
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practices of passengers, unveils systemic deficits in the urban transport network and points to a 

missing consideration of the other actors involved. A powerful actor, in Latour’s sense, possesses 

the ability to enact certain behaviour through processes of association and delegation (Latour 

1996b). The mobility card can be interpreted as a classical attempt to delegate the state’s claim 

of transparent passenger numbers and tax obligations. Indeed, the perception of a smart 

mobility card, which integrates and democratises a hierarchical and non-transparent system 

appeared promising. Only the result demonstrates that it needs more than a plastic card to re-

negotiate transport enterprises and networks.  

Following the long history of marshrutka reformation attempts allows one to draw the 

conclusion that decision-makers fail to include crucial actors and interests into their frame of 

negotiation, which subsequently leads to counterstrategies and a consolidated status quo of 

liminality and transition. In consequence, Latour would propose, that action enacting actors 

have to either rearrange the material semiotic of the technological tool or try to renegotiate the 

relation within the network as such (Kuznetsov 2015). In the marshrutka network, both the 

reformation of transport enterprise structures as well as the forced implementation of 

technological supervisory tools demonstrate the attempt to mediate in the network, which 

means to wield power. In this sense, the described failure of those political strategies unveils a 

deeper, underlying struggle of the state’s powerlessness to administer, which is then cynically 

answered by particularly authoritarian policy attempts.  
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5.2 Mobilising Migrants – Central Asian minibus drivers as saviours of 

contemporary Russian cities?  

It is precisely this struggle of government’s incapability to mediate a plan of action which can be 

applied on the Russian Federal migration policy in general as well as on the particular case of 

labour migrants working increasingly in the transport market of Russian cities. Therefore, I will 

stick in the following on the developments in the transport enterprises and mobility services in 

Rostov on Don, focussing on the repeatedly publicly discussed matter of origin, which again 

primarily concerns the everyday negotiations and performances of marshrutka drivers and 

operators but proves embeddedness in broader public discourses as well as discrimination 

strategies, demanding further societal and political relevance beyond the marshrutka example 

as such. 

To start with, it remains a mystery of the marshrutka practices that increasing consolidation 

attempts of the marshrutka market subsequently led to the deterioration of the working 

conditions in the sector. This is in contrast to the majority of the Russian population, which 

experienced an increase, albeit slow, to their life and working conditions within the last decade 

(interrupted by the far-reaching impacts of the financial crisis in 2007 and the inflation crisis in 

2014); this is especially true for the marshrutka drivers, formerly praised as forerunners of a new 

entrepreneurial generation, who tell about a continuous decrease to their working conditions 

(Rosstat 2018). Moreover, as public figures continue to articulate their critique on everyday 

marshrutka practices and an increasing number of local politicians state their will to replace 

current transport services, the future prospectus of the marshrutka services have become 

extremely uncertain, which additionally decreased the profession’s attractiveness.  

Although by far, not all reformation attempts have proven successful in eliminating marshrutka 

practices from their cities, they do push transport workers in a semi-legal sphere, which again 

leads to a further precarity of the affected employees. In general, one can observe a mutually 

conditioned downward spiral in the commercial transport enterprises of contemporary Russian 

cities, where low working conditions lead to public complaints, which make investors shrink 

from the market and leads to even worse working conditions and mobility services. In this period 

of uncertainty, the enterprises face major problems in finding drivers for their provided services. 

This widespread gap has for some time been increasingly filled by labour migrants, who are 

forced to agree to unacceptable working conditions. Olga Parschina comments on the aftermath 

of the marshrutka reforms in Krasnoyarsk as follows:  
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“In the transport sector of Krasnoyarsk the private companies try to minimize the expenditure 

and maximize the gains which negatively affects the quality of the service. This particularly 

applies to commercial transport companies. They use obsolete vehicle fleets and hire unqualified 

cheap labour forces mostly from Central Asia, some of whom cannot communicate with the 

passengers109” (Parzhina 2012, p.656). 

As can be read between the lines, Central Asian marshrutka drivers are often perceived critically 

and suspiciously by the broader public. This is particularly true, as passengers do not mention 

the shifts in the enterprise structure behind the everyday mobility service but do mention the 

decrease in quality and the simultaneous increase of labour migrants working in the sector. 

Apparently, this leads partially to the wrong but populistic conclusion that the migrant drivers 

themselves should be held responsible for the decreasing quality of the marshrutka business.  

5.2.1 Excursus: Labour migration from former Soviet states in the Russian Federation 

As a matter of fact, the phenomenon of Central Asian migrant labour pertaining to special 

segments of the Russian labour market has to be embedded in the broader context of historical, 

socioeconomic and political development over the last decades.  

According to the Federal Migration Service of the Russian Federation, 8 842 239 people from 

the CIS-states resided in Russian territory in October 2016 (Florinskaja and Mkrtchjan 2016). 

Although a large majority moved to Russia to find work in order to be able to send remittances 

home, only a fraction receive official work and residence permits. For instance, in 2014 only 1.5 

million citizens from the CIS-states residing in Russia, had a work permit (Semenenko 2015, 

p.313). The Tajik migration researcher Rachmon Ulmasov further explains:  

“A significant part of Tajik migrants work in the transport sector - as drivers of marshrutka, city 

buses or trolleybuses, for instance. International experts note that most of the current Tajik 

labour migrants are young people, who do not have a completed education or any professional 

skills. That is why many of them perform low-paid and often dangerous work in private 

enterprises, and those who do not have a work and residence permit are in an illegal situation in 

even worse conditions110” (Ulmasov 11/24/2017, p.5).  

 
109 «В структуре красноярского транспорта зачастую перевозчик стремится сократить издержки до 
минимума и выручить прибыль в ущерб качеству перевозки. Особенно это касается коммерческих 
транспортных компанний, которые используют дешевую рабочую силу из стран Ближнего 
Востока,которые зачастую не могут проконсултировать пассажиров» 
110 «Значительная часть таджикских мигрантов работает в сфере транспорта — водителями 
маршрутных такси, городских автобусов, троллейбусов. Что же касается профессионального 
уровня, международные эксперты отмечают, что в своем большинстве таджикские трудовые 
мигранты — молодые люди, не имеющие специальности и навыков. Многие из них выполняют 
низкооплачиваемую и зачастую опасную работу на частных предприятиях, а те, кто не имеет 



217 
 

Figure 21 Labour Migrants in the Russian Federation (see Pluim et al, 2014) 

 

Despite these substantial numbers, the official policy of the federal government remains rather 

ambivalent concerning labour migration from CIS states. On the one hand, the federal 

government as well as local governors recognize the high demand for relatively cheap labour in 

certain sectors of the economy and therefore support or at least tolerate status quo practices. 

On the other hand, several politicians simultaneously argue in favour of the introduction of strict 

quotas “that do not meet labour demand [but serve as] a populist response to xenophobia, 

creating the perception that the government is clamping down on immigration” (Schenk 2013, 

p.1445). This has led to a situation, where many affected people live and work in a sphere of 

grey transition, without social welfare and lacking an official legal status (Mukomel 2013; Pluim 

et al. 2014). Therefore, non-registered labour migrants mostly work in specific semi-public 

economic sectors, the most common being “construction, primarily in house and road building, 

followed by small-scale wholesale trade and public transport” (Malakhov 2014, p.1064).  

In contrast to the above-cited two-dimensional statistics of detected migration movements, a 

closer consideration of migration worlds reveals a more complex picture of motion and 

belonging in transnational and translocal contexts. On the contrary, beyond the structural 

reasons for labour migration there are other individual reasons to discover which cannot be 

reduced to statistical trends. For instance, in November 2017, I met Mykola, a father of two 

children, who fled from his hometown near Lugansk in the spring of 2014, after the escalation 

of violence in Eastern Ukraine. For three years he has lived just a few kilometres from his 

 
разрешения на работу и проживание, находятся на нелегальном положении в еще худших 
условиях». 
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hometown, but remains totally removed from his former life. Mykola took on a military career 

and was educated in the Soviet Union, but serves for the later established independent 

Ukrainian state. After leaving the military, he opened a small business, built a house and lived in 

modest prosperity. The armed conflict changed his life conditions over night completely.  

“Of course, I could return now to my village, but the whole economy crashed. Actually, the whole 

money system doesn’t work over there. Therefore, it is just not possible to make a living like 

here. I also have some financial difficulties to solve. Before the war started, I took a loan to buy 

a new car, but then the war started and I left for a couple of days to bring my family to our 

relatives. When I came back, my house was dispelled, and the car was stolen – all this was done 

by our own people. The Ukrainian Army never reached our village. Why did they do this? I have 

no idea111“ (Mykola, 53 years old, Ukrainian marshrutka driver 10/17/2017). 

Without any property and financial reserves, Mykola fled to the uncle of his wife who lives in 

the Rostov region. As the small accommodation of the uncle did not provide enough space for 

the whole family, Mykola’s family later moved to a dormitory, which was converted to a refugee 

camp. After some months of uncertain status and a complicated bureaucracy procedure, Mykola 

finally received his work permission: 

“However, in the meanwhile life was pretty tough. We had only 6000 roubles for the whole family 

to live on. When I finally got the work permission, I quickly wanted to earn some money. I came 

to the city and met the people from our company – very nice people. They offered me this 

opportunity to drive one of their vehicles. That’s how I started to work as a marshrutka driver 

[…]. Now my wife and I can afford a little apartment in Rostov and provide the basic needs for 

our children112” (ibid.). 

Mykola describes his situation very calmly and peaceably. He is well connected to both sides of 

the continuing conflict. He just hopes that he can return one day, although he is increasingly 

doubting this opportunity. The decision to flee to the Russian Federation instead of to Ukrainian 

territory was, following his explanations, purely rational. Kiev is geographically very far away 

from his hometown and his current status gives him the opportunity to enter the occupied 

 
111 «Можно вообще вернуться. Но во-первых, там сейчась платят до 5000 рублей, но цены в любом 
магазине, точно как здесь, в Ростове. Жизнь там просто нереальна. Машина у меня была там в 
кредит, я взял новую машину, оставил платить, и война началась и я пошел в гости три дня, сразу 
они подняли машину, полностью опустошили все из дома, что было оценено – и дома выбрались. 
И все это сделало свое – свою армию. Там не была Украинской армии – Почему, не понятно».  
112 «Все было не легко здесь. Всего мы получили 6000 рублей. Я поехал в город чтобы получить 
документы и чтобы зарабатывать. Здесь я встретил очень хороших людей- и они дали мне 
возможность работать как водителем. Они помогли получит все документы и я поехал. Но, до 
этого было сложно. Конечно все новое и ничто не знакомо. И время идет. Сейчась мы даже 
снимаем небольшую квартиру с женой и детьми». 



219 
 

region whenever he wants. However, he still appeared in disbelief when describing the ruins of 

his former life.  

Indeed, Mykola’s example shows that the individual motivation to immigrate to the Russian 

Federation unveils a very complex mesh of relations, which are not so different from other 

individual experiences in the unique historical setting that binds together the CIS-countries in 

multi-layered ways. In this sense, cross-border migration is a difficult term without taking into 

consideration the close interindividual relations that have resulted from shared experiences in 

a common historical heritage of the former Soviet Union. Hence, even though some citizens of 

the CIS-countries are officially registered as foreigners, they have been living and working in 

today’s Russia rather than their newly established home states for most of their lives. In this 

sense, Cordula Gdaniec depicts the metropolises in Russia as examples of post-colonial or rather 

“post-imperial cities” (Gdaniec 2010, p.10). She reflects on an encounter with labour migrants 

during one of her fieldwork trips to a central marketplace in Moscow - concerning the attitude 

towards Central Asians:  

“I noticed a feeling of normality rather than marginality, reminiscent of the Soviet situation when 

people from Central Asia were, just like Russians, Soviet citizens […] Since the break-up of the 

USSR citizens of the other republics become de facto foreigners in Russia, even if they feel 

completely at home there, and are framed as migrants, thus becoming marginal not only 

discursively” (ibid., p.11).  

It must be added, that as Jeff Sahadeo has argued, the Soviet ideology of a ‘friendship of the 

peoples’ (Sahadeo 2007) functioned only superficially, covering underlying practices of 

marginalization and ethnic violence under the rule of the superior Russian Soviet Federative 

Socialist Republic. With this in mind, it is all the more interesting to note that the collective 

identification pattern of a Homo Sovieticus continues to be widely reproduced. One of my 

interview respondents, Samat, a sixty-seven-year old marshrutka driver in retirement, moved to 

Moscow in 2009 to work in the public transport sector of the city. He explains the relation to his 

country of residence by referring to Soviet times: 

“I have basically two professions: I am actually a railway worker! I worked 39 years in the railway 

sector. But as it happens in life! We are people of Soviet manufacture, we lived together in the 

Soviet Union. In Soviet era, there was only one railway provider, MPS, in the whole country. One 

railway network for the whole Soviet Union. Due to my work, I had the chance to build railways 

everywhere in the country: in Vladivostok and on the Transsiberian Magistrale. I worked all over 
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Russia and also in Moscow. However, fate had willed that we fall apart113” (Samat, 67 years, 

marshrutka driver 5/24/2016).  

The metaphorical meaning of Samat’s lifework to build a unified railway system for a formerly 

united country underlines his multidimensional nature of origin and affiliation at this point. This 

is not to say, that the attribution of origin is not accompanied by discursive devaluation 

strategies, which have been historically settled and continuously reproduced in Russian history, 

predating the breakdown of the Soviet Union (Khalid 2000; Tolz 2005). Quite to the contrary, it 

is important to consider the latest historical developments in order to ascertain that despite the 

still actively reproduced common narrative of a Soviet community and despite the current 

multicultural and multinational canonization of the Russian Federation (Semenenko 2015), 

there are strong anti-immigrant sentiments and xenophobic attitudes in parts of the Russian 

society as well as discriminating policies both on a local and federal level (Gorodzeisky et al. 

2015). 

Indeed, the nationalist rhetoric and policies have significantly increased after the fall of the 

Soviet Union. Meanwhile, the relatively well-off Russian Federation developed quickly into an 

immigration country as the pre-conditions due to historical synchronisation attempts 

encouraged many to choose the neighbouring country as destination. In this sense, the entry 

requirements were easy to hold, the former Soviet education system was recognized by Russian 

employers and many Central Asians, as Samat, already had work experience in Russia and a 

considerable language proficiency (Pilkington 1998). Furthermore, certain labour sectors in the 

Russian economy rely heavily on cheap labour forces, which are increasingly difficult to find 

among Russian citizens. In this sense, the Russian Federation built up widely separate working 

spheres and labour markets, which can best be seen in the construction business (Viner and 

Tavrovskij 2009). Despite that, many labour migrants entered the Russian labour market as small 

traders or self-dependent entrepreneurs of different kinds (Rjazanev 2000). This is also why the 

marshrutka business is appealing for many labour migrants as they find a niche of self-

dependent work without needing official registry or permanent contracts (Brednikova and 

Pachenkov 2000; O'Loughlin et al. 2007). To some extent, it is exactly the widely described 

 
113 «Я сам по себе, у меня два высших образования. Я железнодорожник. Тридцать девять лет 
проработал на железной дороге. Но жизнь так поступила. Мы люди советского производства, 
жили при Советском союзе, учились при Советском Союзе. […] У нас железная дорога была по 
всей, МПС назывался. Министерство путей сообщения. Она была единая. Весь Советский Союз, 
единая железная дорога была. […] по сути своей деятельности работы мне пришлось и БАМ 
строить, на Дальнем Востоке работать, транш-магистраль строить. Помотался я по России. И в 
Москве работал […] Но жизнь так сделала, что мы распались». 
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fluidity of everyday marshrutka practices, which provides a useful connection point to the 

everyday obstacles of labour migrants in contemporary Russian cities. 

By entering the microcosm of marshrutka practices in a random Russian city, it becomes quickly 

evident that marshrutkas are simultaneously omnipresent in the urban space and at the same 

time non-locatable. The fluid embeddedness of the mode of mobility reflects the uncertainty of 

migrant marshrutka drivers, who cannot assure whether they will be able to work and live at the 

same place in the coming year, months or weeks. The real economic precariousness of transport 

workers in contemporary cities emerges out of the uncertainty of future developments in the 

sector, which describes a frightening parallel to the residence permit of the migrant drivers.  

In urban study literature it is widely accepted that social inequality and processes of 

marginalization are mirrored and literally cemented in urban space, infrastructure and dwelling 

(Graham 2010; Brenner et al. 2012; Pi and Zhou 2012). However, it is rarely stated that the 

fluidity of marginalized groups is equally perceived via the way they conduct mobility capital 

across urban space. As in many societies, confronted with migration developments, one conflict-

coping strategy mutually applied by majority groups as well as by the marginalized groups 

affected is to become ‘invisible’ in urban space, excluded to peripheral parts of the urban 

agglomeration or even quartered in temporary accommodations near their working place. This 

is also a very common strategy in Russian cities. A well-known case of this is found in the 

construction sector, where entire crews live on the respective construction site, fully isolated 

from the remaining urban sphere and often beyond any legal foundation. Similar practices are 

observed, for instance, in the small trade sector, where marketplaces serve as accommodation 

for marginalized groups, which, for different reasons, are not able to access proper housing 

(Levitt and Schiller 2004; Glick Schiller and Caglar 2010; Mosse 2016).  

In the marshrutka business, we can observe an ambivalent picture of migrant visibility in urban 

space. At first sight, marshrutka mobility appears as an exception from the examples above due 

to the intimate everyday intersection of drivers and passengers, including rudimentary forms of 

communication and the basic demand for mutual acceptance. Thus, it could be argued that 

marshrutka vehicles are, to some extent, comparable to the small-trade marketplace, some of 

the very few everyday encounters between members of the societal majority and the 

marginalized minority groups (Gdaniec 2010). Nevertheless, Central Asian marshrutka drivers 

appear solely in their institutionalized role as drivers and remain widely anonymous. It is 

therefore an interesting observation, that the above described aloofness and intangibility of 

marshrutka mobility appears as metaphorically reflected in the perception of migrant workers 
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in the urban sphere. The everyday encounter, in this sense, stabilizes the intangibility of the 

urban-wide established ‘marshrutka-mobility’ black box, from a passenger’s point of view. 

Therefore, it seems to be this very fluid interplay of appearing and vanishing, which strengthens 

a continuously publicly reproduced picture of both the insufficient mode of mobility and the 

migration-worker as something transient, a phenomenon, passing by. 

5.2.2 Labour migrants in marshrutka enterprises 

However, a closer consideration of enterprise development in the transport sector unveils a 

more detailed picture about the actual employee relations of migrant drivers in the companies. 

Actually, there are two different operation modes in the marshrutka sphere, which hire labour 

migrants in high numbers. On the one hand, there are marshrutka operators of Central Asian or 

Caucasian origin, which supply work opportunities to their peer group and on the other hand, 

there are especially big-size operators, which hire drivers to work as drivers on third-person 

vehicles - which marks the lowest level of marshrutka driving in terms of income and job security.  

Concerning the first type of migrant marshrutka collectives, it is interesting to note that a 

number of marshrutka enterprise characteristics are contradicted at this point. Generally, those 

marshrutka operators belong to the group of small sized enterprises, which do not serve more 

than three lines in a city. I already introduced Aram, who works as a marshrutka operator in 

Rostov since 16 years (Weicker 2016, 2017). The half Armenian/ half Georgian operator provides 

a couple of marshrutka lines in the suburbs of the city and employs almost entirely Armenians 

in his company. As I spend a couple of days with the dispatchers and the drivers on a busy final 

stop at a huge shopping centre outside the city, it was obvious how close the drivers, dispatchers 

and the operator were to one another. Many of them are recruited from the same towns or 

villages (Aram 10/16/2017), therefore they know each other’s families at home and work in a 

very friendly relationship to one another. The Armenian dispatcher Vardan, for instance, 

continuously invited the resting drivers to a cosy, fondly furnished little shed, where he switched 

into the hybrid role of a caring patron, serving tea and cake to the drivers while chatting in their 

mother tongue about daily incidents on the road. One young Armenian driver, told me one 

afternoon that:  

“Of course, we have to work many hours in order to save some money. But I am new here in 

town. I don’t know anyone in the city. That’s why I appreciate spending time with my fellows in 

my work place” (Weicker 2016, 2017). 

The community building of drivers with a common origin is noteworthy because it also 

contradicts the general trend of cooperation within the marshrutka business. Most of my 
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interview respondents of different backgrounds stated that contemporary drivers normally do 

not have a close relation to their colleagues (Samat, 67 years, marshrutka driver 5/24/2016; 

Danil, 25 years old, marshrutka driver 3/26/2017). Although they usually know each other and 

cooperate with each other during the work hours, some drivers do not know other companions 

at all – while most of the drivers do not express any loyalty to the company or solidarity with 

their fellow drivers (Weicker 2016, 2017). Similarly, marshrutka operators or line owners as well 

as local politicians do not generally show any effort to build up trust networks or community 

patterns around their place of work as they probably fear the potency of united driver unions114. 

In contrast, many drivers see themselves in direct competition, especially with foreign 

colleagues that share certain route sections. On the second day I spent with the Armenian 

marshrutka drivers, I even witnessed a physical fight between the drivers of a second operator, 

both working on the same route. The conflict was sparked by the driver who was driving behind, 

who accused the driver in front of him of intentionally driving slowly to ‘steal’ his passengers 

(Weicker 2016, 2017; Timofej 6/16/2016).  

Therefore, it seems comprehensible that cooperative networks among drivers are built in an 

environment where the affected actors are in need of additional support structures due to 

everyday challenges. Obviously, the support institutions among the small Armenian marshrutka 

enterprise extended beyond the everyday organisation of mobility services (Urinboyev and 

Polese 2016). For instance, the drivers supported each other along the lines of residence permit, 

they provided sleeping places for newly arrived drivers, organised language support and took 

care of their remittances, which drivers usually send home in regular intervals (Vardan 

10/16/2017; Aram 10/16/2017). This solidarity structure is of course twofold, as it demands a 

lot from the often young and rather inexperienced drivers, which live in total dependency on 

the good deeds of operator and dispatchers. Furthermore, the internal hierarchies are also 

reflected among the drivers. As illustrated in Figure 15, experienced in-group drivers often 

possessed one or two cars and rent the driver seat out to new arrivals. When I asked Aram how 

much his drivers earn, he said: 

 
114 Indeed, many cases from the late nineties show that marshrutka collectives were able to mobilize 
strong communities, which were able to cripple the whole urban traffic system. In this sense, it was one 
successful outcome from an administrative perspective to break up these solidarity networks, which 
makes marshrutka services more reliable.  
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“Well, I don’t know. They will not tell you. They always complain, that they have no money. But 

this one over there (pointing to a driver in a dress shirt), he just recently built a house115” (Aram 

10/16/2017). 

Once again, this shall underline the heterogeneities among drivers depending on status, 

experience and resources. On the other end, it is also common that certain marshrutka drivers 

come only for short periods of time (a couple of months up to a year) to Rostov on Don to save 

some money, before leaving the country again. One marshrutka driver of Aram’s enterprise, 

who arrived in Rostov just four weeks ago, told me about his motivation to leave his family 

behind and work temporarily in Russia: 

“I am from Armenia. I worked here and there as a driver. However, the business structure is very 

different. In Armenia you receive a determined monthly income and here your income depends 

on the number of passengers you carry daily […] That means, if you work longer you also earn 

more money. […] See, on the one hand in my hometown the system is much better, everything 

is regulated and civilized, but the salary is just too low – they have a mobility card as well. You 

can see it on the car brands as well. Have a look, they are all different some only provide EUR-2 

norms. These ones already have a EUR-4 certificate. This depends on the vehicle park of the 

operator and his wealth116” (Hurik, 19 years old, marshrutka driver 10/13/2017). 

Conclusively, it is of little surprise that marginalized groups such as labour migrants working in 

the private public transport sector tend towards communitarisation practices, which are the 

result of a multiple intersection between mobility and migration patterns in the revealed setting 

of urban transport. In this community, marshrutka practices still include representations of 

collectivism as a strategy of demarcation as well as affiliation. It does not come as a surprise 

then that the location where drivers spend most of their time becomes a place of belonging, of 

cosiness and of retreat. Therefore, the final stops of the line become important places of 

gathering and community, especially for migrant-drivers. 

However, it should be stated that the case described above is quantitatively (and spatially) a 

peripheral phenomenon. The second type of marshrutka enterprises, which employs mostly 

labour migrants, is much more common in the public transport operations of Rostov on Don. As 

 
115 «Ну, я не знаю сколько. Они не когда не признаются. Они всегда жалются что денег нету. Денег 
нету, ну вот он,он только недавно дом построил. Ну денег нету (cмех)». 
116 «Я работаю здесь в Ростове и работал в Армении. Я могу вам сказать, это совсем другое. 
Заплата напрмер, Там есть заплата, а здесь сколько раьотаешь, столько зарабатываешь. Конечно, 
это завесит от пассажиров- количества пасажиров […] Значет если долго работаешь ты больше 
зарабатываешь, а там заплату, там все аккуратно. Там заплата нише, но систем в принципе лучше, 
там все цивилизованно, даже есть мобильная карточка. И посмотрите, какие здесь машины, все 
разные, у некоторых есть только Евро2, вот они уже имеет Еуро 4. Завесит от гараж и богатсво». 
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I described in the previous chapter, the social and financial resources of drivers may vary 

significantly from each other. Occasionally, drivers may themselves employ substitute drivers as 

an independent micro mobility provider, while some of his colleagues work on the same route, 

carrying the same passengers, but under much worse conditions with additional expenses for 

leasing rates and daily cleaning/maintenance costs, just to name a few. Furthermore, I pointed 

on the fact that the format of enterprise structures favours certain positions in the operating 

system of marshrutka mobility. In this sense, the large-size operators in Rostov tend to employ 

drivers on worse conditions than the small operators, which rather conduct a working collective 

of self-dependent transport providers. Samat gives insights about his work experiences in a 

large-scale company: 

“Well, at four o'clock you get up, at five o'clock you should already be at the depot to get the car, 

to go through different check-ups. And at 05:30-6:00 o’clock, you should already be at the final 

stop. Well, depending on your schedule. [..] you end at 12 pm. Well, at 1 am we got home. 

Sometimes, we used to sleep for only three hours a day. You sleep three hours and go back to 

work. And we worked five - two117. Five days, all day, imagine, three or four hours of sleep. Five 

days. Sometimes it happened that you had to work on the sixth day, when they did not have 

enough people, they asked for volunteers. In these weeks, I had only one day off. It was real slave 

labour118” (Samat, 67 years, marshrutka driver 5/24/2016). 

Moreover, it is not only the degree of exploitative working conditions but also the internal 

hierarchy that are congruent to the respective origin of drivers. For instance, Babur, born in 1959 

in Dushanbe, who has been driving marshrutkas in Saint Petersburg for seven years, claims that 

there is a hierarchy between the different lines which reflect the origin of the drivers. According 

to him, “Russian drivers work on the better lines with more passengers” (Gavriehlova 2012, p.2), 

which also means a higher income for the drivers. This can inter alia be explained, when having 

a look on the historical development of the marshrutka enterprises. Before the formalisation 

attempts by local legislators, most marshrutka drivers were hired through personal or relative 

networks. However, the enforcement of the government to build up large-scale transport 

enterprises had the effect that greater numbers of drivers were needed, however, for different, 

 
117 A five-day-work-week and two days to rest. Due to the long daily working hours, this marks a clear 
violation of the Working Condition Act in the transport sector. 
118 «Ну в четыре часа встаешь, в пять часов уже должен быть на автобазе, пока машину примешь, 
пока туда-сюда. И пять тридцать-шесть ты уже должен быть на конечной остановке. Ну, в 
зависимости от твоего графика. До двенадцати. Ну, где-то в час, во втором часу мы попадали 
домой. Иногда, бывало, мы по три часа в день спали. Три часа спишь, и обратно выходишь на 
работу. […] И работал пять – два. Пять дней, каждый день, ну три-четыре часа я спал. Пять дней. 
Иногда бывало и шестой день работал, когда у них людей не хватало, они просили. Один день у 
меня был выходной. Это был настоящий рабский труд». 
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inferior conditions. Therefore, the newly emerged enterprises were soon divided into so called 

core and peripheral members. This hierarchy settled the trend that privileged members 

normally own their own or even a couple of vehicles, which created best take-off conditions, 

while newly hired substitute drivers were hardly able to save money to afford a self-owned 

vehicle.  

In consequence, especially a majority of the “vehicle fleet owners rely on immigrant workers 

more than on Russian Drivers. Russians must be paid legally, but guest workers agree to ‘grey’ 

wages and bonded labour” (Sanina 2011, p.215). In Saint Petersburg, for example, many 

marshrutka lines tend to be served either by teams consisting of solely Russian drivers or of 

labour-migrants of different origin. Mirobid, a fifty-five-year-old marshrutka driver, explains: 

“We have fourteen drivers in our brigade. They come from Uzbekistan, Tadzhikistan or Kirgizstan. 

Previously, we also had two Russians, but they disappeared: one was always drunken and the 

other one had health problems. However, with the arrivals its easier: they take the work serious 

because they do not have any alternatives119” (Gavriehlova 2012, p.2). 

Of course, there are further reasons for the locally different share of labour migrants in the 

commercial Russian transport sector. Generally, the number of migrant drivers correlates with 

the average degree of income in a certain city. In this sense, relatively rich cities like Saint 

Petersburg show a much higher supply of labour migrants working in the public transport sector 

than cities like Volgograd, for instance, with a significant lower income level (Grizjuk and Il'ina 

2013; Antonov 2018; Polkova 2019). In this sense, according to Anna Sanina, at least 60 percent 

of all marshrutka drivers in St. Petersburg have a migration background (Sanina 2011). An 

equivalent amount is estimated for Rostov on Don, while the number of migrant drivers in 

Volgograd, although not evaluated, is significantly lower about 25 percent (Vestnik Dona 2015).  

Sadly, the public discussion in the cities of my case studies hardly ever mentions the ulterior 

formalisation process during the last years and the accompanying decrease of the transport 

workers’ labour conditions but discuss exclusively the partial increase of labour migrants 

working in the field. Unfortunately, the majority of passengers also ascribe the structural 

deficiencies to the often contemptuously called “Samarkand squad’ (Sanina 2011). In this sense, 

the publicly criticised bad road manners, lack of communication, and the absence of safety 

arrangements are often connected to the ‘origin’ and ‘cultural background’ of the driver and not 

 
119 «У меня в бригаде 14 водителей: узбеки, таджики, киргизы. Были двое русских, но ушли: один 
выпивал, другой ушел по здоровью. С приезжими проще: они более обязательные, у них выхода 
другого нет». 
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to the unaccomplishable working-conditions imposed by the, mostly Russian, employers and 

local authorities.  

5.2.3 Discursive marginalisation by example of foreign driver license acceptance 

The temptation to exploit the populist discussion among migrant drivers as an alleged safety 

hazard instead of dealing with the mismanagement of the urban public transport network can 

be further determined in the ongoing public negotiations with regards to foreign driver licenses. 

A brief glance of the newspapers gives a disturbing impression on language usage, when talking 

about labour migrants in the urban transport sector of contemporary Russian cities. Under 

headlines such as “Searching for illegal migrants in Tver, the police starts haunting marshrutka 

drivers120” (Kislov 2018) or “Deficit of drivers in Saint Petersburg: Russians do not want to work, 

but migrants- we do not want121” (Gavriehlova 2012) as well as “In a marshrutka without Asians. 

St. Petersburg remains without foreign drivers?122” (Prudnikov 2017), one can easily read out 

the cynical and partially racist attitude of some commentators.  

Besides the newspaper discussions, these prejudices also found their way into the political 

discourse and a legislative proposal concerning the urban transport organization. As a 

consequence of the public tension summarized above, the Russian administration started to 

question the so far accepted Soviet driver license for minibuses as well as national driver licenses 

issued by a Soviet successor state in the marshrutka business. In this concern, the Russian Duma 

passed a federal law in May 2013 with regards to the ‘safety of road traffic’, which was finally 

implemented only in June 2017, stating in article one, paragraph thirteen that: 

“It is not allowed to drive vehicles on the basis of foreign national or international driving permits 

when carrying out entrepreneurial or labour activities directly related to the transport sector123” 

(Federal Law of the Russian Federation 5/7/2013).  

This would have caused huge consequences for the private transport sector in Russian cities in 

2013. In Saint Petersburg, for instance, only 8 percent of the approximately 3600 marshrutka 

drivers with migration background actually possess a Russian driver license. The Russian 

newspaper “argumenty i fakty” suggested that, if the new regulation is put into practice, 

 
120 «В Твери силовики в поисках нелегальных мигрантов устроили охоту на водителей маршруток». 
121 «Дефицит водителей в Петербурге : русские не хотят, мигрантов мы не хотим». 
122 «На маршрутке без Азиза. Останется ли Петербург без иностранных водителей?» 
123 «Юридическим лицам и индивидуальным предпринимателям запрещается: допускать к 
управлению транспортными средствами водителей, не имеющих российских национальных 
водительских удостоверений, подтверждающих право на управление транспортными средствами 
соответствующих категорий и подкатегорий; в какой бы то ни было форме понуждать водителей 
транспортных средств к нарушению ими требований безопасности дорожного движения или 
поощрять за такое нарушение». 
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approximately 100 000 drivers should expect to lose the right to proceed with their everyday 

work in the whole country (Grebenkova 2017). Due to the high costs of the Russian driver 

license, the operators expected a significant shortage of already rare drivers, especially in big 

cities. The director of the Passenger Transport Operator’s Association, Vacilij Kiselev, 

additionally referred to the point that the legislator doesn’t provide the infrastructure for 

driver’s education. According to him the traffic registry office issued less than 10 000 category 

D driver licenses in the last decade. This, however, is only a small percentage of the drivers 

needed in a metropolis like Saint Petersburg. In this sense, the deficit of Russian drivers is self-

generated by the Russian authorities, argues Kiselev in his statement (Kiselev 2017).  

And indeed, when the law was finally implemented, in June 2017 in Rostov on Don, the number 

of vehicles immediately decreased significantly, which brought forth strong complaints from 

passengers and operators alike (Grebenkova 2017). The route operators feared the announced 

fines of up to 50 000 RUB in case of violation. Some routes were suddenly served only once or 

twice an hour, others weren’t able to respond to the demand during the rush hours and the 

transport situation at night had gotten particularly poor. A young woman comments on the 

situation in a local newspaper: 

“This is simply nonsense! […] are we still living in the Stone Age? Who comes up with such laws, 

because of which, people have to suffer? I'm a young girl who comes late from training […]. I am 

not able to afford a taxi every day. Why do I have to worry constantly for my life on my way home 

in the dark and by foot? Who is responsible for this?124”(Kitov 2017, p.3). 

Although, the city government denied a significant decrease of marshrutka services after the 

establishment of the law, many citizens continued to complain about non-sufficient marshrutka 

supply in the suburbs. However, the fundamental problem that operators cannot find any 

drivers with a proper Russian license, who are willing to work under the given conditions for a 

gross of 2000 roubles per day, remain unchallenged. The restrictions were then eased and 

offences were tolerated for a transition period. Recently, there were cases discovered whereby 

drivers provided false documents and driver licenses in order to work in the Russian market 

(Emelina 2018). In any case, this example demonstrates the fragility of marshrutka mobility 

networks in an uncertain and fluid environment. 

 
124 «Просто нонсенс! […] Мы что живем в каменном веке? Кто придумывает такие законы, из-за 
которых люди страдают? Я молодая девушка, которая ездит с тренировки, - не с гулянок, замечу. 
На такси ездить каждый день возможности нет. Почему я должна переживать за свою жизнь по 
пути домой, добираясь в темноте, пешком? Кто за это отвечать будет?» 
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Even until today the law has not spread to most other Russian districts because the local 

administrations fear the collapse of city transportation systems. For instance in Krasnoyarsk, 

more than 80 percent of the marshrutka drivers are without a Russian driver license (Parzhina 

2012). Some of the drivers have little knowledge of Russian and are therefore not able to pass 

the written tests to get the Russian driver license. Other drivers had troubles with the police 

before, a common job hazard for marshrutka drivers, and fear to be thrown out of the country 

if they officially register as drivers. As mentioned, the operators also oppose the new law, 

arguing that they cannot find drivers with a Russian license because of the harsh working 

condition and the comparatively low salary. Lastly, the claim that migrant drivers are more often 

involved in car accidents than other traffic participants is not proved empirically, as Sergej 

Prudnikov rightly points out:  

“In Uzbekistan and in Tajikistan, the rules for driver licenses are as strict as in Russia, and the 

drivers themselves are not inferior to their local colleagues as far as their skills are concerned. 

Another misconception is connected to the fact that migrants are often involved in accidents. In 

the last seventeen years in Russia, 500 thousand people were killed by road accidents. Of these, 

only 5000 were caused by migrants125” (Prudnikov 2017, p.2).  

Indeed, the discussed law tells more about predominant stereotypes rather than about 

contemporary challenges in traffic planning and administration. By only superficially analysing 

the circumstances of the private transport sector in Russia, it becomes obvious that the harsh 

labour conditions such as long unofficial working hours of the drivers - required to be able to 

earn enough to survive - the low quality of the vehicle parks and the congestion of the existing 

urban road infrastructures are largely responsible for the insufficiency of the currently applied 

urban mobilityscenario. Consequently, the common pejorative description of marshrutka modes 

and their migrant drivers leads to a reinforcing process of discursive marginalization. In 

response, migrant-drivers have to accumulate huge sources of flexibility in order to arrange in 

the often contradictory and pre-conditioned situational contexts and to respond to very 

different structural determinants, expectations and rules in a systemically precarious 

environment. 

In summing this up, the provided examples have shown that ‘ethnic origin’ is partially related 

and unfortunately often deployed in a derogative way to the discursive formation of marshrutka 

 
125 «Но и в Узбекистане, и в Таджикистане правила получения прав столь же строгие, как и в 
России, а сами приезжие водители совсем не уступают по навыкам петербургским коллегам. Ещё 
одно заблуждение связано с тем, что мигранты чаще попадают в ДТП. За 17 лет в России на 
дорогах погибли 500 тысяч человек. Из них по вине мигрантов - 5 тысяч». 
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business narratives. Therefore, it is one aim of this study to describe the causalities beyond the 

superficial, stereotypical attribution processes and to analyse both the reason and development 

of heterogeneous employment relations in the private transport sector in different settings and 

the function of a continuously reproduced, marginalising public discourse in order to carefully 

describe the reasons for increasingly emerged transnational labour-networks within the 

marshrutka-business. 

5.2.4 Concluding remarks  

The increasing numbers of labour migrants working in the transport sector of contemporary 

Russian cities indicate a major, one-sited reformation process of the marshrutka market in the 

last two decades. As stated previously, transport politicians first aimed to gain back a certain 

degree of control over the transport network of their city. This implied a certain increase of car 

quality, operator’s regulations as well as a predictable amount of tax incomes. However, as my 

ethnographies show, this transformation was almost exclusively planned by transport politicians 

and operators, excluding largely the entitled interests of transport workers. Therefore, the 

increase of labour migrants in the transport sector is directly related to the decrease of working 

conditions and the phasing out of Russian drivers, who were no longer accepting the declining 

incomes following the restructuring of marshrutka markets as governed by the local transport 

departments. Actually, it is exactly the transport department, which profit from the cheaper 

working conditions in the marshrutka market, as labour migrants with current work permits are 

easier to control than collectively organised marshrutka providers, which possess the ability to 

paralyse the entire urban network, when going on strike. Furthermore, the dubious employment 

structures of certain operators establish a power hierarchy not only within the enterprise but 

also between the state and the operators. From this perspective the transport departments 

succeed in taking back control of their transport networks without actively engaging in the 

supply of the public transport, forms of regulations, or major investments. Nevertheless, it 

should also be noted that this strategy only functions as transport politicians and local journalists 

reproduce the image of reckless, illegal and criminal marshrutka drivers, who should be blamed 

for the shortcomings of the system, while ignoring the main responsibilities of local officials in 

these settings. 

And indeed, engaging more deeply into the everyday life challenges of migrant transport 

workers in the marshrutka sector clarifies how the negative image of marginalised migrant 

groups is intensified when discursively related to the shortcomings of marshrutka mobility. This 

effect can be described as mutually interdependent as both the mobility offer as well as the 

labour group suffer from the bad image of the significant other in their context.  
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This is worth mentioning because it is obviously a diversionary tactic of local transport officials 

to conceal the underlying deficits of regulation, instead of intervening in the processes of labour 

exploitation. Although certain individual transport workers appreciate the marshrutka market 

as a relatively barrier-free work opportunity for otherwise marginalised population groups, this 

underestimates the fatal consequences for both mobility services and transport workers, when 

accepting the downward spiral in quality and labour exploitation, due to the mass instalment of 

disenfranchised workers, which are a direct consequence of the formalisation policy in my case 

studies.  
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5.3 The abolishment of marshrutka mobility in Volgograd 

Discussions about the partial or entire shutdown of marshrutka practices have a long history in 

the public debate of post-Soviet cities. However, they seldom achieve noticeable success 

(Kalinina 2015; Nikolaeva 2018; Larina 2019). To some extent, the marshrutka phenomenon 

might be better defined through its constant exceedances and rule evasions than through its 

basic mode of operation. However, the very condition of this ambiguity allows for a certain 

leeway opportunity scope of the actors involved in the marshrutka assemblage. Moreover, the 

main fascination of the here researched phenomenon seems to lay in this unforeseeable agency 

of marshrutka networks. 

This agency of multiple actors in the field, however, is quite surprisingly widely reduced in the 

following case study. In contrast to the first two conflict lines, which included daily controversies 

and individual actor’s strategies in conflicting marshrutka networks, it was an astonishing 

observation during my fieldwork that marshrutka drivers particularly showed little capability to 

make themselves a subject of discussion. Even days before the announced shutdown of 

widespread marshrutka services in the city, the protest voices in the marshrutka cabins on the 

road were rare and barely perceptible. 

Somehow, the main agency of marshrutka drivers in Volgograd, conducting their services for 

decades, shifted away and was translated into a public discourse about marshrutka, mainly led 

by the local municipality and dedicated experts of the topic. In this sense, marshrutkas appeared 

all of a sudden only as a political issue. As a discursively excluded entity, marshrutkas soon lost 

their ability to articulate themselves in the ongoing conflict and remained only as a frequent 

headliner in the local newspapers, as a session in the City Duma of Volgograd, as a factor in an 

expert analysis, which proves the inability and non-sustainability of the city’s transport patterns.  

The question to answer remains: how was this possible? How was the intervention of a few 

politicians able to silence a so far well-integrated proposition and to discredit a whole network 

of participants among the marshrutka enterprise? How did the public negotiation process 

proceed and what can be learned from the success and failure of certain actor-groups, when 

trying to convince various stakeholders involved to become their proponents? This chapter tries 

to answer these questions by following the abolishment of marshrutka discussions in Volgograd 

from different angles through the different sets of negotiation. Furthermore, I will utilise Bruno 

Latour’s framework the ‘parliament of things’ in order to explain publicly discussed processes of 

change in mutual dependent actor-networks (Latour 2004a). The marshrutka case in Volgograd 
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stands, in this sense, for a crisis-ridden mesh of multiple articulations and association building 

processes tied together within the call to re-assemble the social (Latour 2005).  

Applying this concept, I aim to point out the heterogeneity of articulations and levels of meaning 

within every negotiation. Allowing antagonistic narratives counteracts the strategies of the 

actors involved and enables a more complex view on everyday encounter, calling for the quest 

to find a common language where all propositions are involved. Using Bruno Latour’s 

methodological framework should help me to reconstruct the emergence of compromise as well 

as exclusion attempts, the performance of power exercises as well as opposition formations, 

ready to counteract the status quo. 

5.3.1 Perplexity – When friends become enemies (marshrutka market development in Volgograd) 

“First requirement: You shall not simplify the number of propositions  

to be taken into account in the discussion” (Latour 2004a, p.109). 

Marshrutkas first appeared in Volgograd already in the late eighties, about the same time as in 

Rostov in state-run public transport enterprises. In the early nineties, marshrutkas were still part 

of the municipal transport providers and didn’t play a major role in the city-wide transport 

network. The situation changed, when, in the years around the millennium, new transport 

entrepreneurs conquered significant shares of passenger volumes. The great success of 

marshrutka offers in Volgograd may be explained by the establishment of new routes, which 

covered underservice areas in the city. One of my interview partners remembers the rise of 

marshrutkas in Volgograd as follows: 

“And then, overnight, marshrutkas appeared and revolutionised the public transport. I was a 

student back then and starting my second year at university. With the ordinary public transport, 

it took me two hours to reach the university from my parents’ apartment in Dzerzhinskiy Rajon. 

I first had to take a bus to the city centre and then the tramway to the university. From the last 

tramway stop, it was still a 20 minute walk to the main campus. When marshrutkas appeared, I 

just sat down in a minibus next to our neighbourhood and 45 minutes later jumped off at the 

university. This was like a miracle for me!” (Weicker 2016, 2017). 

The huge distances passengers of public transport have to cover in Volgograd explains the rapid 

spreading of marshrutka mobility as they were soon able to provide an almost interchange free 

service from any point of the city. In 2012, 4000 marshrutkas serviced 190 different routes in 

the Volgograd district. This was about four times the number of municipal transport vehicles, 

which counted together (trolleybuses, tramways and buses) only 1019 vehicles (Zhajtanova and 

Kuznetzov 2014). The quick increase of marshrutka services was inter alia initiated by a 
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marshrutka supportive policy of the local administration, which allowed for ticket-free 

passenger rides in the year 2000 (Pravitel'stvo Rossijskoj Federatzii 12/2/2000). However, one 

has to add that the economic crisis in 1998, which ultimately finished off the already 

underfunded municipal transport providers, had indeed led to a situation where various actors 

could simply appear on the transport market without any serious inspection and offer transport 

services. Another contemporary witness from Volgograd recounts: 

“There was a time, when on many city bus routes the number of transport units was not 

sufficient. In consequence, the urban authorities provided operators with a carte blanche and 

the transport department just randomly distributed licenses. Everything happened in the hope 

that private operators will solve all problems in the sphere of transport services126” 

(Tschernjavskaja 1998, p.2). 

Municipal minibuses, commercial marshrutka services as well as individual local transport offers 

in undersupplied areas were willingly replacing the gap of municipal public transport offers as 

the mobility services provided a generous income due to the absence of any tax, price or safety 

regulation structures. Therefore, at latest since 2000, the municipality’s strategy in Volgograd 

was on the one hand to formalise different types of marshrutka services into one legislation 

frame, while they provided on the other hand incentives for the new established role of 

marshrutka operators. In this sense, the transport department in Volgograd acted as elsewhere, 

when forcing marshrutka drivers and working collectives to re-organise in officially registered 

companies: 

"Somewhere in 1998-2000, the city administration told us that they would no longer sign 

contracts separately. They said: ‘You either create your own enterprise or you sign in someone 

else’s firm’. Therefore, we started to create our own enterprise and one of our members became 

the owner of the route127” (Zhajtanova and Kuznetzov 2014). 

While, from today’s perspective it is hardly comprehensible that marshrutkas were perceived as 

the saviour of Russian cities, the newly founded marshrutka enterprises were indeed praised as 

a smart transport solution of the modern capitalist age, which allows the state to step back, 

concentrating their forces to reconquer the discretionary power over law and order in an 

 
126 «Было время, когда на многих городских автобусных маршрутах количество транспортных 
единиц было недостаточным. Городские власти, давая частникам карт-бланш, а 
Гострансинспекция – лицензии, надеялись тем самым разом снять все проблемы в сфере 
транспортных услуг». 
127 «Где-то в 1998–2000 годах городская администрация сказала нам, что с частными 
предпринимателями по отдельности не будут заключать договора: “Или создавайте организацию, 
или под кого-то уходите, под какую-то фирму”. Поэтому стали создаваться организации и один 
частник стал владельцем маршрута». 
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otherwise ‘laissez faire’-economy128 (Sanina 2006; Breslavskij 2006). In combination, the local 

government’s inability to act, the promises of a new economic framework and the decay and 

newly built-up infrastructures, which created new urban facts and materialities, laid the 

backdrop of a newly emerging marshrutka business and a widely independent mobility offer in 

the city of Volgograd and beyond. Evaluating the success of the formalisation attempt in the 

2000s from today’s perspective allows for a twofold conclusion. On the one hand, the local 

municipality succeeded in re-implementing a certain structure and order into the private 

mobility market, while they, on the other hand, also founded the groundwork for future 

marshrutka deficiencies, which are still of public concern until the present day. Certainly, the 

formalisation of commercial modes of transport in the years around the millennium did not aim 

to reduce marshrutka mobility in the city, nor attempt to abolish grey business structures in and 

around the marshrutka market, but rather forced the actors involved to re-channel significant 

parts of the profit margins through official institutions, which allowed for taxation and gaining 

back control of the market. 

5.3.2 Marshrutkas vs. City buses – It’s no contest! 

In contrast to Rostov on Don, the local authorities never tried to significantly reduce the number 

of once officially registered operators. Therefore, the large number of private transport 

operators, 80 different operators providing 99 commercial minibus routes in 2016, remained a 

characteristic pattern of the urban transport network in Volgograd (City Administration of 

Volgograd 2016). Generally, although marshrutkas are leading the transport markets of both 

cities in my case studies, the dominance of marshrutkas is even more ubiquitous in Volgograd. 

Until spring 2017, marshrutkas provided 64 percent of the local transport routes. Although the 

number of marshrutka vehicles decreased since 2010, 81 percent of all public transport vehicles 

in Volgograd were marshrutkas. Therefore, marshrutka mobility remained by far the most 

utilised transport service in the city, which shape and dominate the urban transport network as 

such. In consequence of the dominance in vehicle supply, marshrutka services also generate the 

most income with passenger charges.  

 
128 In this sense, the increasing public critique on marshrutka services can partially and with certain 
evidence be interpreted as a societal call for state interventions into ‘neoliberal’ and highly exploitative 
markets. Particularly in the discursive figure of comparing current transport issues with Soviet urban 
mobility frameworks, a big majority of citizens, journalists as well as politicians, have committed 
themselves to the social responsibility of the legislator to provide convenient and affordable public 
transport offers in the country (Kolesnikov 2013; Koltashov 2015; Ischmuratov 2016). 
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Figure 22 Share of Paying Passengers in Volgograd (City Administration of Volgograd 2016) 

 

In the Volgograd district, private marshrutka modes carry between 165-185 million passengers 

yearly. In contrast the number of municipal bus rides in the Volgograd district has continuously 

decreased during the last years from about 75 million passengers in 2009 to only 50 million 

passengers in 2014. Therefore, it is no surprise that marshrutka services generate significantly 

higher amounts of income in contrast to state-run bus services. Indeed, municipal bus services 

are highly unprofitable until today. Generating an income of 830 000 000 RUB in 2014, they 

faced financial liabilities in the amount of more than 2 billion roubles, which had to be paid for 

by the city budget. However, it is also true that marshrutka enterprises do contribute 

significantly less to the tax revenues of the city. All marshrutka providers of the Volgograd 

district spend together only 70 000 000 RUB for taxes in contrast to the 400 000 000 RUB spent 

by all municipal transport enterprises. This appears especially wrong, when compared with the 

estimated income of the respective transport enterprises. 

Figure 23 Annual Tax Revenue (Administration of the Volgograd District 2015) 
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Furthermore, a deeper look into the statistical data of the city and district administrations 

provides insightful information. In this sense, it is remarkable that the average age of the 

marshrutka vehicle park is estimated at 5.5 years, which is significantly younger than the average 

age of municipal buses, which are estimated at around 9.5 years. This stands in contrast to the 

widely accepted perceptions that marshrutka vehicles are outdated and therefore a safety 

hazard. In fact, they are in significantly better conditions than municipal city buses129. 

Concerning this issue, it is a frequently used strategy of the transport department to blame the 

private mobility sector for deficits in the municipal transport enterprises. The city administration 

considers: 

“Due to a sharp increase in the number of marshrutkas, there is an outflow of passengers to 

state, which does not allow [municipal operators] to compete [which leads to a] reduction of 

urban electric transport (MUE "Metroelectrotrans") [and] low rates of high-speed transport 

construction, such as a subway130” (City Adminstration of Volgograd 2015, p.75). 

On a second view, this unveils a presumably intended mix-up of cause and consequence, as 

marshrutka mobility emerged out of already existing deficiencies in the public transport. 

Furthermore, the public transport network gained its current outlook, enterprise structure and 

tax law provision through the support of the Russian government and local municipalities. 

Instead of taking up responsibility for these deficits, local politicians successfully exploit the 

manifold complaints about the daily marshrutka appearances not only to distance themselves 

from any obligation but also to explain the lack of alternatives in the city. The fundamental 

problem and similarly the only possible solution, as the argument goes, would therefore lay in 

the ultimate elimination of all marshrutka services from the urban centres.  

Accordingly, in mid-June 2016, the mayor of Volgograd, Andrey Kosolapov, announced that 85 

percent of the marshrutka fleet will be shut down by the end of the year (Avdeev 2016). The 

plan was to replace marshrutka-minibuses by state owned buses and a smaller number of 

municipal minibuses. Although most of the marshrutka drivers, citizens and entrepreneurs 

didn’t take the announcement seriously in the beginning, the local administrations forced the 

 
129 Nevertheless, it is also true that the speed of marshrutka buses is significantly higher, which should 
demand higher safety standards that are often missing. 
130 «В связи с резким увеличением количества маршрутных такси происходит отток 
платежеспособных пассажиров, что не позволяет конкурировать с предприятиями, 
осуществляющими перевозки пассажиров в режиме маршрутного такси; сокращение городского 
электрического транспорта (МУП «Метроэлектротранс); несоответствие по техническим 
нормативам автовокзальных комплексов количеству обслуживаемых междугородных и 
пригородных пассажиров; низкие темпы строительства скоростного транспорта, в первую очередь 
метрополитена». 
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reformation plans and worked out a new transport schedule for Volgograd, however, in a fast 

track procedure. It was only some weeks after the announcement that the transport committee 

published a black list of marshrutkas, naming 72 marshrutka lines out of 102 that had to close 

down their business. In addition, the government pronounced to abolish 14 municipal bus and 

two more trolleybus lines. The public announcement of marshrutka eliminations led to 

perplexity across all actor-groups involved.  

The first reactions on the social networks clarify the scope of the administrative decision as well 

as the importance of individual but manifold reasons. The daily commuters especially 

complained: 

“I use marshrutkas on a daily basis. It was shocking for me to hear that marshrutka services will 

soon not function anymore. How will I be able to move? It is already now very hard in the evening 

to find a direct connection but what happens now? Do I have to order a taxi to reach my 

home?131” (Bloknot 2016b, p.2). 

In the first days, the viral news of the marshrutka eliminations caused mainly passenger and 

citizen complaints but also general support among the population. In this sense, the public 

discussion in June 2016 was mainly characterised by an exchange between the administration 

and politicians on the one hand and the articulated worries and frets of the citizens on the other 

hand. Whereas, directly affected actors such as operators or even drivers were widely excluded 

from the public negotiation process. The operators especially remained vague in official 

statements as long as they didn’t perceive a direct approach from the transport departments. 

Indeed, it was difficult to evaluate the sincerity of the political announcement as reform efforts 

had been already rhetorically stated for years. For instance, the mayor of Volgograd promised 

already in 2014 during his election campaign: 

“The organization of passenger traffic should be carried out in a new way. Next year, new routes 

with modern minibuses should appear in the city132"(Kosolapov 2014, p.1). 

One year later, the routes did not change and new vehicles did not appear, but the former 

director of the transport department in Volgograd, Igor Novikov, stated:  

“We do not want the drivers to burst into the city centre anymore. We are aware, that our 

proposal leads to a higher transfer rate. But in the first place we care about the safety and 

 
131 «Новость о том, что эти маршрутные такси перестанут функционировать, повергла меня в шок. 
Как я должна добираться? Мало того, что вечером и так проблематично доехать из пункта А в 
пункт Б, теперь мне придется ездить на такси?». 
132 «Организацию пассажирских перевозок следует проводить по-новому. Уже в следующем году в 
городе должны появиться новые маршруты с современными микроавтобусами». 
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comfort of the passengers. We are not against private transport enterprises, but we want to 

restore order in this sphere133” (Burmenko 2015, p.2). 

Furthermore, the first reactions among scientific experts were rather sceptical concerning the 

somewhat surprising announcement of a radical transport reform in 2017. Professor Jurij 

Karamov, head of the transport department at the local Technical University stated in a 

comment on the ongoing reformation plans in June 2016: 

“In the documents open for the public, there are a few links to a group of experts and specialists 

who are considered to have developed the transport reform. But who are these people? 

Normally, such things should be officially discussed and reviewed. But for now, nothing is known 

about what is going on there. As soon as I have some competent information, it will be a pleasure 

for me to comment on the plans134” (Karamov in Soroka 2016, p.2). 

In this sense, as long as operators were mainly informed through the news, most of them 

referred to the legitimacy of their mobility services and the valid licenses of their routes. Even if 

they were listed on the already published black operator list, many operators did not believe in 

the reformation plans of the city council. An important line operator in the city, Nikolaj Avdeev, 

stated in June 2016: 

“I manage three routes in the city: 160, 174 and 7a. In total, I administer 100 vehicles and 100 

drivers daily. My drivers are decent, every day they undergo a medical examination, for this we 

have a doctor at the depot, who we pay every month. Everything goes in accordance to the law 

- I have nothing to fear135” (Avdeev 2016, p.3). 

Although the first reactions of official stakeholders were rather cautious, the situation changed 

when operators received the preliminary expiry date of their licenses. Affected operators and 

car owners especially organised themselves quickly to articulate their opposition. For instance, 

Tatjana Michajlenko, the operator of marshrutka line 10 and 10a, faced the shutdown of her 

company and argued against it as incomprehensible by the city administration. She explained in 

September 2016: 

 
133 «Не нужно всем «ГАЗелям» рваться в центр города. Да, без пересадок в этом случае не 
обойтись. Но мы заботимся в первую очередь о пассажирах, их безопасности и комфорте. Мы не 
против частных перевозчиков, просто хотим навести в этой сфере порядок». 
134 «В открытых источниках есть ссылки на группу экспертов и специалистов, её разработавших. Но 
кто эти люди? В обычной практике такие вещи обсуждаются и даже рецензируются. Но сейчас не 
известно ничего. Как только у меня появится какая-то компетентная информация, с 
удовольствием вам её прокомментирую». 
135 «У меня три маршрута: 160, 174 и 7а, это около 100 машин и 100 водителей. Водители у нас 
порядочные, каждый день проходят медицинский осмотр, для этого приходит медик, которому 
мы выплачиваем зарплату каждый месяц. Все по закону – мне бояться нечего». 
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“Just a year ago, the city administration recommended us to update the vehicle fleets. Therefore, 

we modernised our fleet by 88 percent, out of our 105 vehicles we have only fifteen older 

minibuses left. Today, our vehicle fleet is the only one in the city with such a high percentage of 

new cars. We have repeatedly received prizes from the city administration as ‘The best carrier in 

the city’, since a couple of years we are also conducting charity activities. However, this year it 

turns out that we are handed a diploma with one hand while the other hand is ‘killing’ our 

business. Apparently, we will be liquidated in April or May. It will take several months and the 

route will be restored. As a carrier, we will be destroyed, but at the same time, we are already 

receiving proposals from the city administration to re-buy our routes. Maybe the services will 

reappear later under a different number - and in ‘reliable’ hands. Actually, they just want to 

destroy us in order to install new carriers, which will be completely under the control of the 

authorities136” (Ivanov 2016a, p.5). 

Therefore, the marshrutka market in Volgograd faced a typical period of perplexity in Latour’s 

sense of the term. After the announcement of the city mayor and the publication of 88 

marshrutka routes, which should be eliminated within a couple of months, the urban 

assemblage faced major insecurities and mobilised a far-reaching number of actors and actor-

groups to ‘re-assemble the social’ (Latour 2005). In this sense, it is particularly the uncertainty 

of the established network, which initiates wider negotiations of the status quo and which opens 

the scope of actions as well as the willingness to include thoughts beyond established circles. 

Therefore, the phase of perplexity is characterised by a high number of observers and attendees 

who are trying to engage, to influence and to be included into the future setting (Latour 2004a). 

When the world can never be the same as before, this also means that there is now the space 

for new actors and ideas to emerge, to settle and to re-assemble the so far established and often 

taken for granted environment around us.  

5.3.3 Consultation – A brave new common world of public transport 

 

“You shall make sure that the number of voices that participate  

 
136 «Ещё в прошлом году администрация предлагала нам обновить транспорт. Мы обновили 
автопарк на 88 percent, из 105 единиц транспорта у нас осталось не более пятнадцати старых 
микроавтобусов. Наши маршруты – единственные в городе, где такой высокий процент новых 
машин. Мы неоднократно получали от городской администрации диплом «Лучший перевозчик 
города», ведём благотворительную деятельность. И получается, что в этом году нам одной рукой 
вручают диплом, а другой – «убивают». Я думаю, что в апреле-мае нас ликвидируют. Пройдёт 
несколько месяцев, и маршрут начнут восстанавливать. Как перевозчик мы будем уничтожены, но 
уже сейчас нам поступают предложения от администрации города о покупке наших маршрутов. 
Может быть, они возродятся под другим номером – и в «надёжных» чужих руках. Нас хотят 
уничтожить, чтобы заменить другими перевозчиками, которые будут полностью подконтрольны 
властям». 
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in the articulation of propositions is not arbitrarily short-circuited” (Latour 2004a, p.109). 

Taken this for granted, the period of consultation answers on two major concerns of the 

negotiating public. At first, the set of consultation allows all the actors involved to build up allies 

and reasonable propositions, which may describe a future solution of the so far unsolved and 

problematized network. Supporters and those in opposition may articulate their argument and 

initiate strategies to speak for the wider public, e.g. actors who are either not willing or unable 

to articulate themselves in the setting. From a methodological standpoint, the set of 

consultation allows the researcher to describe how certain convictions and political beliefs have 

their roots in the pragmatic reasons of coalition and the attempt to form a majority or at least a 

common narrative many can agree on. However, the consultation of actors is also fraught with 

the risk of forgetting or to artificially eliminate crucial actors form the field, which however, are 

influential enough to boycott the entire new system. This is, what Latour means when proposing 

not to short-circuit the articulation of propositions.  

Coming back to the marshrutka example in Volgograd, the dispute about the shutdown of 

marshrutka services intensified in the second half of 2016. While the first statements concerning 

a postulated urban transport crisis in the local newspapers and social networks were rather 

diverse and individually shaped, one could observe the emergence of essentially two different 

lines of argumentation, which were pushed forward from increasingly distinct actor-groups 

mobilising their various advocates.  

For instance, as the city administration oversees the legislation apparatus and the legal status 

of marshrutka services in the city, their main argument laid in the frequently supposed principle 

of legality. In this sense, the major strategy of all state propositions aimed to accentuate the 

illegal status of marshrutka providers. The Chairman of the Committee of Transport of the 

Volgograd administration argues:  

“We all perfectly understand how the marshrutka business work. An IP137 emerges, registers the 

route and sells the right to use it to private drivers – for about 200 roubles a day. In this non-

transparent scheme in Volgograd 2,500 minibuses are used of which 92 percent are old 

"gazelles”138” (Atarshtshikova 2016, p.2). 

 
137 Individual Entrepreneur (Individual’nye Predprinimatel‘) 
138 «Мы все прекрасно понимаем, как работают маршрутки. Создается ИП, который регистрирует 
маршрут и продает частникам право его – пользования примерно 200 рублей ежесуточно. В этой 
непрозрачной схеме в Волгограде используется 2,5 тыс. маршруток, из которых 92 percent – 
старые «газели». 



242 
 

Publicly, as can be seen, the decision for the abolishment of marshrutka transport offers was 

justified with the anti-social behaviour of marshrutka operators concerning inter alia the non-

acceptance of reduced ticket fees and tax evasion. Local politicians applied the described 

persuasive efforts to conceal the major conflict that a subsidy-free working and widely 

established and acknowledged system had to be replaced by a fundamentally new transport 

network, which would need huge short- and long term investments in vehicle fleets, supply and 

supervision. Therefore, the main critique against the administrative decision-makers was to 

introduce a very expensive, municipally supported transport system, which is in the end not 

competitive against the private carriers in terms of price-performance. Therefore, the success 

of a new transport scheme was since its announcement closely connected to the best possible 

push back of marshrutka mobility from major parts of the city (Timoshenko 2016; Sergeev 2017).  

In this sense, the announcement of a new transport network in Volgograd was not coincidently 

encircled by a number of gradual marshrutka - domestication attempts of different types 

(control of tax revenues, driving manners, as well as route licenses and an increase of ticket 

fees). Suddenly, the government strictly contained stopping patterns of marshrutka modes. 

Draconian punishments for drivers and operators changed the driving manners of drivers 

overnight and even standing places disappeared for a couple of weeks in the late summer of 

2016, when the police underwent immense traffic inspections. The strategy behind this was to 

show that a rule-guided marshrutka is nothing more than a municipal bus, however, avoiding 

legal tax revenues due to the lack of accounting. Igor Novikov comments: 

“Private carriers avoid tax revenues that is no secret. Passengers pay their tickets in cash, which 

means that they cannot be taken into account! Sitting in the minibus, how often did you receive 

a ticket? Yes, almost never. And due to the absence of a ticket, it is impossible to get an insurance 

or to defend your rights in court. But most importantly, the introduction of a unified information 

system will allow us to calculate the travel costs depending on the distance139” (Burmenko 2015, 

p.2). 

However, the main problem of local administrations was to ensure the financial liability to fulfil 

the announced reformation attempts. As the political leaders of former municipal governments 

failed in providing sufficient funding in order to implement a new transport scheme in the city, 

 
139 «Частные перевозчики уходят от налогов, это ни для кого не секрет. Пассажиры 

расплачиваются наличными деньгами, их невозможно учесть, - говорит Игорь Новиков. – Садясь в 

маршрутку, как часто вы отрываете билет? Да практически никогда. А при отсутствии билета, 

случись что, невозможно получить страховку или отстоять свои права в суде. Но главное, 

внедрение единой информационной системы позволит рассчитывать стоимость проезда в 

зависимости от расстояния». 
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the ability of the city administration to successfully carry out a major reform in the public 

transport sector was widely questioned (Soroka 2016; Soboleva 2017a).  

Indeed, the lack of money in the municipal fund prevented earlier reformation attempts. 

Therefore, it was the selection of Volgograd to be one of the host cities of the World Soccer 

Championship in Russia, which equipped the city government with unprecedented financial 

resources and enabled the municipality to modernise the public transport vehicle fleet 

(Pravitel'stvo Rossijskoj Federatzii 12/27/2016). Nevertheless, many opponents doubted that 

the temporarily limited extra-funding will consolidate the public transport institution in the long 

run. The marshrutka operator Timofej, for instance, unambiguously expressed his doubts about 

the great reformation plans of the public transport system in Volgograd: 

“I read that they will establish those mobility cards, so that interchanges will not be too 

expensive. Fair enough, but the question is, when will they be capable to do so? Maybe they can 

do it for the championship. But right now, they are not needed. Then, the championship will run 

out and all the same everything will change again. I tell you, by and by these validators will break 

apart because Volgograd is not Moscow! [...] For goodness sake, if the championship will actually 

take place, let’s hope it will bring some improvements. However, I doubt it. Once again, I tell you 

the championship will run out and the streets will start to lapse again140” (Timofej 6/16/2016). 

Timofej’s doubts illustrates a great level of distrust concerning the inability of the city 

government to really change the public transport for good. As public complaining and the 

announcement of public transport reforms have a long history in the transport development of 

Volgograd, most of my interlocutors didn’t believe neither in the will nor in the ability of local 

politicians to increase the local public transport quality. Therefore, Igor Kuzjutkin, did not forget 

to point out that the new transport reformation plans and especially how the needed expenses 

are distributed among reliable new partners, which also proves the required financial liquidity: 

“Currently, the city government still misses considerable resources to implement all the 

provisions of the planned transport reforms. So, we are now considering the opportunity to 

attract federal funds and are furthermore looking for a private investor, ready to work on the 

 
140 «Буквально сегодня прочитал, что хотят единые проездные билеты делать, чтобы пересадки 
людям по карману не бились. Когда захотят? К чемпионату, может, и сделают. Сейчас она не 
нужна. Чемпионат пройдёт, я думаю, всё это отменится. Все турникеты сломают, потому что 
Волгоград это не Москва. […] Дай бог, если будет чемпионат, может быть, что-то лучше будет. Но 
вряд ли. Может, если чемпионат пройдёт, опять всё так же будет. Дороги так же разваливаться 
будут». 
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terms of public-private partnership. While the final decisions are not made, we received already 

a number of applications from potential investors141” (Atarshtshikova 2016, p.3). 

In this sense, the financial schedule of the new transport scheme co-creates a new emerging 

actor-group forming a community of interest but also of hierarchies and mutual elaborated 

dependencies to dispel the manifold doubts among the city population and local experts alike. 

At this stage in the public negotiation process, they can be considered as first coalition partners 

bound together by the will to re-assemble the public transport network in the city; competing 

against the mighty routine of everyday marshrutka mobility services, well-established 

institutions and a mobilised network of marshrutka drivers and operators; trying to oppose the 

new emerging threat of daily performed marshrutka lifeworlds (Chodunova 2016; Filimonova 

2016; Viktorov 2016).  

In consequence, there is also a second interest group to mention, consisting of stakeholders 

directly involved in the everyday marshrutka business. Although the pejoratively ascribed 

‘marshrutka lobby’ certainly lost significant influence in the last years, the private mobility 

providers still presided over vital power resources and various protest potential as crucial 

players and significant information hub in the everyday urban life of the city. It is therefore no 

surprise that the operators tried early on to mobilise the marshrutka drivers and in a second 

step all transport workers of the private mobility sector to speak up in their name. The 

marshrutka operator Aleksej Pastuchov, for example, emphasized the far-reaching social 

consequences of an abrupt marshrutka shutdown referring especially to the fading out of 

thousands of transport workers in the city: 

“We speak here about 3000 jobs of individual drivers. In addition, we speak about accountants, 

about mechanics and also about inspectors. All together they take away the livelihood of 5000 

households – and this happens in a city, where during the last couple of years no investing took 

place142” (Pastuchov 7/4/2016, p.1). 

Although marshrutka operators generally received support from the driver’s community and 

were widely accepted as supporters of the marshrutka services in the city, the entrepreneurs 

 
141 «Реализация каждого из положений документа планирования требует немалых средств, 
которых у города сегодня просто нет. Поэтому сейчас рассматривается возможность привлечения 
федеральных средств и идет поиск инвестора, готового работать на условиях 
государственночастного партнерства. Пока окончательного решения не принято, но заявки от 
потенциальных инвесторов уже поступают». 
142 «Мы говорим не только о 3000 водителом, подставьте туда еще Бухалтером, приставьте туда 
работников в кабинете предрейсового досмотра, механики механиков, автослезары и где то 
набегает 5000. Представьте себя что 5000 человек останется без работы- и это в городе где через 
последних лет нет инвестициях, нет развития». 
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failed to mobilise significant human capital in the form of disruptive protest actions, for instance. 

The two attempts on June 2nd and September 14th to organise a protest march in the city did not 

receive noteworthy status. Although the local newspapers reported heavily on the 

demonstrations either meeting did not assemble more than 150 protesters (Ivanov 2016a; 

Evgenij 7/4/2016; Viktorov 2016). Nevertheless, the numerous engaged marshrutka operators 

used the opportunity to strengthen their position in the public negotiation process. Anna 

Razgildjaeva, an owner of 4 minibuses, complained about the financial bankruptcy most 

stakeholders in the business are going to face: 

“All the buses I own are still on credit. Furthermore, we have no chance to return the money of 

the investors because no one will buy a minibus now, because for what do you need them? This 

means, we have to pay for them another three years. We are going to go bankrupt143” 

(Razgildjaeva 7/4/2016, p.1). 

Indeed, it is one of the obvious shortcomings of the operator’s protest that they did not succeed 

in mobilising the mass of marshrutka drivers and declare solidarity, which concurrently 

illustrates the weak ties of marshrutka entrepreneurs in everyday business. In this sense, the 

marshrutka reformation attempt in Volgograd is really exceptional as former reformation 

attempts in Volgograd and beyond were successfully defeated by marshrutka driver’s solidarity 

and protest networks (Pollavskaja 2015; Mamchur 2017; Regnum 2018). This leads to the 

question of why marshrutka worker networks were able to mobilise significant resources in 

former conflicts but did not successfully manage to do so again in the current reformation 

process? 

In accordance with the findings of my fieldwork research I argue that the change in the 

enterprise structure of marshrutka mobility services led to a gradual but significant decrease of 

solidarity among the drivers and the driving collectives/enterprises. While operators certainly 

benefited from an increasing fragmentation of the enterprise structures in the last years, as it 

allowed for different employment structures and a high degree of exploitation, the destroyed 

solidarity now turned against the operators and car owners as they lost their main advocates 

against the local administration. In this sense, it is no surprise then that among the protesting 

drivers there were mainly the better off self-owning marshrutka hosts and mini-operators (see 

4.3.1), which could identify with the common narrative of investment losses and the accusation 

 
143 “Кредит на машине забрали, но сейчась известним что машины не куда не прожаж не продам 
потому что кому ли будто они интересный, эти автобуси. А кредит до сих пор же надо заплатит за 
три года. Мы ближимся в банкротсву». 
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of breaching the trust. Artur and Evgenij, for instance, two marshrutka drivers who are still 

paying back the credit of his new minibus complain on the protest meetings: 

“We just recently made the decision to take credit for a new car. Many of us were not able to 

pay off the loans yet. So tell me, what am I going to do with my family?144” (Artur 9/14/2016). 

“Were you already able to pay back your debts? No, by far. I keep going to pay for the credit. If I 

lose my job, I have to sell the car and find another job to pay off the credit. Probably, we have to 

send back our children to the village, to our relatives for one or one and a half years, as long as 

we will not be able to look after them145” (Evgenij 7/4/2016). 

However, as pitiful as the situation of Artur and Evgenij appears, their narrative differs 

significantly from the majority of marshrutka drivers of the lower employee status. For instance, 

besides the protest meetings I received very different comments from marshrutka drivers who 

did not participate in the official demonstrations. For instance, Anton, one of the few lucky 

drivers, who works on a line that is planned to stay open. Nevertheless, due to the 

restructuration process, he still has to quit his job because he cannot afford the new vehicle 

standards: 

“Are you satisfied with your work? Yes, I am! Sadly, they are going to shut us down. Yes, they 

forbid all cars built before 2012… all others, even if only a little older, get prohibited. And getting 

a new one requires about 1 700 000 RUB. I am not gonna buy a new one… I’ll probably end my 

career as a marshrutka driver... on the 15th… it will be over146“ (Anton, 45 years, marshrutka 

driver 04/31/2017). 

Another example is Danil, a 25-years old marshrutka driver, who is renting both the car and the 

route license, comments on my question in March 2017, literally four weeks before his line was 

closed down in a surprising manner: 

“What do you think, people say that marshrutkas are going to be shut down soon, how will this 

change the lives of drivers? Where will they find new work? What are they going to do with all 

the Gazelles? 

 
144 «Мы брали эти кредити и еще не которые не отработали они. И скажите мне, что мне делать с 
моей семьей?». 
145 «Вы выплатили уже ваш кредит? Нет, вы что, если потеряю работу, мне надо продавать 
машину, платит кредит, искать работу. И нада отправлят ребенок к родсвенникам в деревне на 
год на полтора, пока здесь не устроимся». 
146 «Довольны ли Вы своей работой? Довольно, но, их скоро убирает. да они будут отменят до 
2012 года (Год постройки) с ней несколько вышее вот они сейчас отменяют. А брать новую 
отходиться около 1 700 000р Я не хочу ничего не брать.. Я буду совершать наверное карьеру 
маршрутчика... 15ого числа.. уже конец». 
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Well, The Gazelles are already on Avito147! Honestly, I looked it up recently. 

But many people say that in the end they will not succeed to abolish the minibuses from the city, 

do you believe they will eliminate marshrutkas? 

For God’s sake, they are going to abolish them. To be honest, I am very much in favour of it. It 

will empty out the roads, finally. Thank God148” (Danil, 25 years old, marshrutka driver 

3/26/2017). 

There are two interesting observations to be made from Danil’s statement. At first, Danil seemed 

not to worry about his soon to be shutdown workplace and secondly, he did not identify at all 

with other drivers or any kind of transport workers not mentioning the operators or car owners 

(see also chapter IV). Indeed, Danil’s example illustrates how marshrutka drivers of the lowest 

hierarchy have to struggle in an enterprise structure without a social network but in harsh 

competition to one another. Although Danil is describing himself as a driver, he does not show 

any solidarity towards other drivers but rather expresses his relation to his colleagues as 

competitive. He elaborates in the interview: “To be honest, I don’t know if I like my everyday 

work or not. However, I know what I do not like! See, these guys over there, I do not like! 

Competitors, I do not like them149” (Danil, 25 years old, marshrutka driver 3/26/2017). Generally, 

many transport workers showed a rather fatalistic attitude towards the forthcoming shutdown 

of marshrutka services in the city.  

Of course, there are many reasons why people might not want to engage publicly into protest 

actions (McCarthy and Zald 1977), however, it remains noteworthy that the transport workers 

in Volgograd did not mobilise to a significant degree in the forefront of marshrutka abolition. 

Another vivid example is a conversation, I recorded in the shed of a dispatcher. Natascha, a 

dispatcher – already working in the marshrutka business for more than one decade - was very 

emotional about her future prospectus, although she didn’t take active part in the organised 

protest actions.  

 “What do you think about the upcoming reformation plans in the public transport network? 

Dispatcher: I have a very bad opinion about the marshrutka reforms. See, in a couple of weeks 

we will all lose our jobs (A marshrutka driver, sitting in the background is laughing and screaming 

 
147 Avito is the leading online-marketplace for second hand and retail sales in Russia and serves as an 
equivalent to the American Amazon or eBay, or the Chinese AliBaba platforms. 
148 «И: А как вы считаете, что маршрутки собирается отменит, как это изменится жизн водителей? 
куда поидут работат? куда вообще все газелы? Д: Ну газелы уже на авито стоят, я смотрел честно.  
И: Но многие говорят что все таки не отменить, это вы все таки верите что отменить? 
Д: Дай Бог, отмнеять. Я только за если честно. Дороги будет прочим. Слава богу». 
149 «мм, не знаю нравится мне работа.. вот, вот они мне не нравится (another minibus is crossing by) 
конкуренты не нравится». 
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Hurray!). Well, that’s actually not funny at all. Take myself for example, I work as a dispatcher 

and my sister also works as a dispatcher. We will both lose our jobs very soon. And moreover, 

what a stupid idea, how are people going to reach their working places afterwards. To say the 

truth, this reform is just non-sense. 

And where are you and the drivers going to work afterwards?  

Dispatcher: Well, apparently, we are to end up on the streets. 

Second driver: Non-sense. We will go on strike. We will stay and do our work. We will not break 

apart! 

Dispatcher: I mean, how are we going to feed our families? Explain to me, how am I going to live 

on? 

[…] What do you think, how will the transport scheme change within the next ten years? 

Dispatcher: Within ten years? You know, I know it is not reasonable, but somehow I have the 

feeling that marshrutkas will nevertheless serve in our city. I still believe that there are some 

reasonable people left150” (Natascha, 46 years, dispatcher 4/5/2017). 

In contrast to Danil’s statements, Natascha is very aware of the far-reaching consequences for 

herself and her colleagues that an imminent marshrutka reform in the city would bring. 

However, she does not mention the role of the operators neither as a possible mediator 

between the interest groups, nor as an advocate for the marshrutka workers, nor as an 

opponent of their daily business. It is worthwhile to mention that the operators just didn’t play 

a noteworthy role in the perception of the transport workers affected. Seemingly, they were not 

perceived as capable to oppose the local administration but generally also not accused as 

opportunists or collaborators. However, for the opposition movement in the local discourse of 

marshrutka re-negotiations, the gap between operators and transport workers plays an 

 
150 I: То, что отменяют маршрутки, какое у вас мнение по этому поводу есть? 
C: Моё мнение ужасное.  
I: То есть их всё-таки отменят? 
C: Да, их отменят. С 15-ого числа последний день, 16-ого всё, на маршрут, например, 10-ый уже́ не 
выходят.  
D: Ура! […] 
C: Y меня здесь работают диспетчер, племянница, и ещё работает сестра диспетчером. Вот там 
тоже работает диспетчером. Смотрите. Они работают диспетчерами. Здесь до полвосьмого ни 
одного автобуса нет. Как людям добираться до работы? Я не знаю. Я считаю, это бред самый 
настоящий.  
I: Куда пойдут работать тогда водители, которые остались без работы? 
C: Под мосты на трассу.  
D: Бастовать будем. 
I: Бастовать будете? 
E: Конечно. Если работы не будет, будем бастовать.  
C: Чем кормить семью, объясните. Вот они с 15-ого числа стали дома сидеть.  
I: Как вы считаете, как будет выглядеть транспортная система через десять лет в Волгограде? 
C: Вы знаете, я почему-то думаю, что маршрутки всё-таки останутся. Я думаю, люди разумные 
есть.  
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existential role and explains to a large extent the failure of a formerly strong and impactful 

marshrutka lobby to mobilise its proponents.  

There is one more interesting statement to comment on from the interview extract cited above. 

The second driver sitting in the shed during the interview with Natascha already stated in early 

April 2017, three weeks before he will officially lose the license to work on his marshrutka line, 

that he will just continue to ride his minibus. An interesting forecast of later developments, 

which will be discussed further, but lead already at this point to the presumption that, although 

marshrutka drivers of a lower status –did not articulate themselves in the public discussion, they 

did nevertheless develop strategies to re-arrange themselves in a changing system beyond the 

lights of a greater public. A process and strategy, I will refer to in more detail later in this text. 

At this point, it can be concluded that the two protest meetings, organised by marshrutka 

entrepreneurs failed to mobilise a larger involved crowd, neither passengers nor drivers were 

successfully mobilised. In consequence of this failure, many marshrutka operators changed their 

strategy and tried to influence the public discourse about marshrutka reforms in Volgograd from 

a more individual perspective - representing themselves as proponents of the greater economic 

policy of the Russian Federation.  

In this sense, marshrutka operators opposed the narrative of local politicians about marshrutka 

entrepreneurs as grey-area businessmen who are contributing to criminal schemes in the city. 

Partially with some success, they constructed a counter-narrative drawing the picture of 

righteous and honest small- and middle-scale entrepreneurs, which should be protected by the 

Federal government. In this sense, they pronounced their contribution to the city economy 

performance as they guarantee working places and economic prosperity in the urban 

agglomeration (Bloknot 4/10/2017). Applying this strategy, marshrutka operators turned the 

accusation of corruption and grey-area criminal schemes against their opponents and blamed 

the local city government for impeding local entrepreneurs to contribute to a free and federally 

protected market economy as well as to a prosperous future development. And indeed, they 

got support - most famously by the Federal Antimonopoly Service, which rather proactively 

stated in March 2017: 

“To improve the conditions of healthy market competition, passengers should be able to choose 

on their own between different transport modes in the city. If marshrutkas, as the administration 
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of Volgograd asserts, are no longer needed by the population, then it is not necessary to 

eliminate them, because they will naturally leave the market151” (Regnum 2017a). 

It was an unexpected success of the marshrutka operators that the head of the Federal 

Antimonopoly Service supported the demands of the association of transport operators in 

Volgograd. Indeed, they echoed the position of marshrutka entrepreneurs. In comparison, Jurij 

Belousov, representative of the marshrutka proponents, postulated already in 2014:  

“The main and only thing the city government has to do is not to divide the municipal transport, 

which receives all the subsidies and benefits, and the commercial providers that have to survive 

on their own. They should just fulfil their function to provide transport services for Volgograd 

residents, so that people can peacefully move around the city. And for this it is necessary not to 

oppress someone, but simply to enable a complex transport scheme that helps everyone to 

develop. Then everything will be fine. Right now, commercial operators in passenger transport 

struggle to survive. And within the struggle are drivers, and owners, and carriers152” (Belousov 

2014, p.4). 

To some extent, the private transport carriers succeeded in turning the argument of the city 

council against them and argued that commercial transport solutions have for decades faced 

unfair market conditions. The systemic discrimination through state institutions appears here as 

the ‘real’ trigger of certain marshrutka deficits, while marshrutka entrepreneurs describe 

themselves as modern self-made businessman, which suffer under the outdated structures and 

preferences of the city administration. As the call for protection of the entrepreneur fits very 

well in a broader discourse in Russian society, which is demanding an increase in free markets 

and entrepreneurial spirit, the strategy of marshrutka operators appeared comprehensible. Still 

more, the support of the Federal Antimonopoly service strengthened this position. Meanwhile, 

it is also true, that this discursive strategy further increased the gap between marshrutka 

operators and transport workers.  

 
151 В условиях здоровой конкуренции пассажиры должны иметь возможность самостоятельно 
выбирать на каком транспорте им добираться в то или иное место. Если маршрутки, как 
утверждает администрация Волгограда, населению не нужны, то отменять их не требуется, они 
естественным образом уйдут с рынка 
152 «Главное и единственное, что они должны сделать, – это не разделять муниципальный 
транспорт, который получает все блага, и коммерческий, который выживает сам по себе. Они 
должны просто исполнить свою функцию по обеспечению транспортным обслуживанием жителей 
Волгограда, чтобы люди у нас нормально передвигались по городу. А для этого нужно не угнетать 
кого-то, а просто сделать транспортный комплекс единым и помогать развиваться всем. Тогда все 
будет нормально. А сейчас представители коммерческого пассажирского транспорта просто 
выживает. И водители, и собственники, и перевозчики». 
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To conclude the set of consultation, it can be stated that two major actor-groups have 

implemented their arguments and searched for proponents and advocates in the public 

negotiation process. Although the announcement of marshrutka eliminations had some 

significant but minor impacts on the marshrutka framework in the city, for instance the 

immediate and strict implementation of the rule to stop only at designated bus stops, the long 

institutionalised everyday practice and assemblage didn’t change, the everyday institutions left 

untouched and the hierarchies among the established stakeholder groups remained for the time 

being the same. However, this changed dramatically when the city government published during 

the turn of the year 2016/17, the build-up of a new public transport provider, highly subsidized 

and equipped with large dispositions to make the transport reform possible. This was the 

introduction of a new transport company “Volgogradskij Avtobusniy Park”. 

5.3.4 Hierarchy – Implementing the myth of a “New Urban Public Transport Network”  

“You shall discuss the compatibility of new propositions with those which are already instituted,  

in such a way as to maintain them all in the same common world  

that will give them their legitimate place” (Latour 2004a, p.109). 

While the set of consultation is characterized through a rather conflictual confrontation of 

opposing developmental strategies, identity narratives and legitimation arguments, a promising 

proposition must, following Latour, also include consensual elements, which rather re-arrange 

the so far common world into a new setting of well-known features than revolutionise the whole 

collective at once. Therefore, it is the challenge of a superior actor-group to re-place former 

actors in the new setting on a legitimate place they may agree on. This is, in Latour’s terms, the 

requirement of publicity in the set of hierarchy, which demands “the ranking of entities” (Latour 

2004a, p.110).  

Applying this concept to the case study, the local authorities of the transport department in 

Volgograd were eager to push marshrutka services out of the market in order to realise their 

pretentiously announced new transport network in the city. At the same time, a potential failing 

of the new transport scheme had to be taken into account, when acknowledging the difficulties 

of transport reforms in various Russian cities in the last years. This entailed a somehow paradox 

but also very prototypical approach of harsh words and populist manners beside conciliatory 

strategies and the upholding of obvious loopholes in the legal framework for transitional scopes 

of action of all stakeholders involved.  

In this sense, shortly after the introduction of Volgogradskij Avtobusnij Park, the reform attempt 

in Volgograd entered into a new phase of conflictual negotiation and consolidation. Already in 
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November 2016, the transport ministry had published a call for tenders concerning the 

establishment of a new transport scheme in the city. In the meantime, the city council 

announced at regular intervals new purchases of large-size buses, which were publicly presented 

and delivered in a ceremonial handover (Gasparjan 2017b; VolgaMedia 2016; MTV Volgograd 

5/30/2016). Overall, the city purchased around 360 new buses and implemented them into the 

new established bus lines of the city. 

Initially, the municipal transport providers celebrated the new vehicles and proudly announced 

the rise of passenger volumes after the introduction of the new buses. Artem Lemezhkin, the 

director of the municipal transport provider PATP-7 proudly proclaims in 2016: 

“Already in May of this year we carried 918 000 passengers. In June, the passenger numbers 

exceeded 1 million users. This is due to the increase of buses and the establishment of more 

efficient routes. As a result, the monthly income of the enterprise increased in June by 2 000 000 

RUB153” (Lemezhkin 2016, p.1) . 

Should Lemezhkin have tried to promote their own state-run transport provider for better 

prospects in the ongoing call for tenders by the Transport Committee, he would soon be put 

right. Indeed, it was a shock for all urban transport providers, when the local government 

announced in January 2017 that the newly founded and widely unknown OAO Volgogradskij 

Avtobusnij Park won the competition and would be subsidised with 324 000 000 RUB to establish 

a modern bus fleet. The decision by the city government surprised many and some barely 

withheld their anger, especially the municipal competitors, such as PATP-7, which came away 

almost empty-handed. This decision was considered a big loss for the municipal transport 

providers and, as stated from the ‘Transport Initiative for Volgograd’ citizen initiative, a large 

setback towards the implementation of electric transport such as trolleybuses and tramways in 

the city: 

“The priority should be the development of electric transport services, such as trolley buses or 

tramways. Buses should remain only in those areas where electric transport is impossible or 

economically impractical. Smaller passenger traffic should be served by buses of medium or low 

 
153 «За май этого года мы перевезли 918 тысяч человек, в июне пассажирооборот превысил 1 
миллион человек в связи с увеличением количества автобусов на эффективных маршрутах. В 
результате ежемесячная прибыль в июне увеличилась на два миллиона рублей». 
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capacity. In general, a large share of transport in the city should be served by municipal 

enterprises with the potential to attract private investments154” (Smirnov 6/9/2016, p.1). 

Moreover, a manifest scandal emerged in the days following, when local newspapers published 

the broader links and machinations around the newly founded transport company. Journalists 

reported, that the new transport enterprise is a daughter company 100 percent owned by 

PiterAvto one of the biggest transport providers in the Russian Federation and market leader in 

the urban transport sector of Saint Petersburg155. The company is known for not sticking to 

contracts at the expense of local city budgets. The case of Velikij Novgorod especially produced 

indignation among local stakeholders and observers alike (Regnum 2016; Vaganova 2016). 

Actually, the transport reformation in Velikij Novgorod is closely related to the developments in 

Volgograd for two reasons: First, the reformation policy of the local transport department can 

be read as a blueprint for the policy strategy in Volgograd although the urban agglomeration of 

Volgograd is much bigger in size and more populated than Velikij Novgorod. Second, there is a 

more than remarkable connection to make between the head of the Transport Department in 

Volgograd from 2016-17, Dimitri Verkin, who formerly also worked as a director of another 

daughter company of PiterAvto in Velikij Novgorod (Procurator of the Novgorod District 

6/30/2015). Verkin became director of the transport provider “PAT-2” in 2011 and led the 

company until 2015. In 2012 the city government signed a contract with PiterAvto to rent out 

92 buses of the company, which were provided through the subsidiary. Lena Vaganova describes 

the contract conditions in detail as follows:  

“According to the agreement, the Novgorod enterprises had to pay about 5 million roubles 

monthly for buses of Piteravto, without taking into account the deterioration of the equipment. 

Furthermore, the contract did not provide any right or opportunity to buy the buses. The 

expected savings from switching to gas fuel did not occur. In total, the report of the Trade 

Chamber on the economic activities of MUP "PAT-2" states that the leasing agreements with 

 
154 «В приоритете должно стоять развитие электротранспорта, такого, как троллейбусы и трамваи. 
Автобусы должны оставаться лишь на тех направлениях, где линии электротранспорта провести 
невозможно или экономически нецелесообразно. Более малые пассажиропотоки должны 
обслуживаться автобусами средней или малой вместимости. Обслуживать большую долю 
транспорта в городе должны государственные и муниципальные предприятия с возможным 
привлечением частных инвестиций». 
155 In Saint Petersburg and elsewhere, PiterAvto is not solely providing big size buses but also huge 
marshrutka parks, which constitute the major share of the companies service provisions (PiterAvto 
2018). 
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"Piteravto" led to an increase in the company's total costs in 2012 by almost 50 million roubles. 

The carrier finished the year with a loss of 105 million roubles156” (Vaganova 2016, p.2). 

Moreover, Dimitri Verkin was accused of having misused the funds of the public company. 

According to Vaganova, the renamed successor company “Avtovbusnij Park” paid, until late 

2016, the instalments for four luxury limousines purchased under the leadership of Dimitri 

Verkin. This comes on top of the annual millions of roubles, the state had to compensate in order 

to save the transport provider from bankruptcy (Poplavskaja 2015; Varvara 2017). After Verkin 

left his position in the company, his successor tried to dissolve the agreement with PiterAvto, as 

the contract conditions were perceived as highly unequal. As the city suspended its payments 

for the vehicle rents, PiterAvto demanded debt repayments amounting to a 100 million roubles. 

As the city refused to pay this amount of money, PiterAvto withdrew the city buses from Velikij 

Novgorod, which caused a temporary collapse of the public transport network (Regnum 2016). 

In the meanwhile, Dimitri Verkin temporarily took over a position in the transport department 

of Velikij Novgorod before he switched in late 2015 to the position as General Director of the 

Volgograd transport department. At the same time, precisely in July 2015, the procurator of 

Velikij Novgorod opened a legal case against Dimitrij Verkin accusing him for tax evasion:  

“According to the investigators, the former general director of OAO "Avtobusnij Park" during the 

period from 01/01/2014 to 31/03/2015 did not transfer the amount of personal income tax, 

withheld from income of the employees of the company, in the amount of more than 11 500 000 

RUB […] In addition, Verkin was paid monthly premiums totalling 264 000 RUB and financial 

assistance for treatment in the amount of 113 000 RUB, despite the fact that according to his 

employment contract no cash payments were made and no tax nor mandatory payments were 

declared157” (Procurator of the Novgorod District 6/30/2015, p.1). 

 
156 «Согласно договору, новгородский перевозчик должен был ежемесячно платить за питерские 
автобусы около 5 млн рублей, при этом не учитывался износ техники. Также документ не 
предусматривал право выкупа автобусов. Ожидаемой экономии от перехода на газовое топливо 
не произошло. В отчёте Контрольно-счётной палаты о хозяйственной деятельности МУП «ПАТ-2» 
говорится, что заключение договоров аренды с «Питеравто» привело к увеличению общих затрат 
предприятия в 2012 году почти на 50 млн рублей. Перевозчик закончил год с убытком в 105 млн 
рублей». 
157 «По версии следствия, генеральным директором ОАО «Автобусный парк» в период времени с 
01.01.2014 по 31.03.2015 не была перечислена в бюджет Российской Федерации сумма налога на 
доходы физических лиц, удержанного с дохода, выплаченного работникам ОАО «Автобусный 
парк» в размере более 11,5 миллионов рублей […]Кроме того, Веркину выплачены ежемесячные 
премии на общую сумму 264 тысяч рублей и материальная помощь на лечение в размере 113 
тысяч рублей, при том, что согласно трудовому договору никакие денежные выплаты не 
осуществляются при наличии задолженности по налоговым и обязательным платежам». 
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Nevertheless, the city council of Volgograd supported Dimitrij Verkin in his new position as head 

of the Transport Committee. Verkin’s task was to conduct the transport reform in 2017 and to 

negotiate the contracts with new leasing partners for a new public transport scheme in the city. 

Only months later, in October 2017, when the regional court of Velikij Novgorod refused to 

accept a settlement payment in the amount of 597 000 RUB, the city administration in Volgograd 

released Dimitri Verkin from his director position. At this point, the new public transport scheme 

operated already for six months under the leadership of Verkin’s former employer - PiterAvto 

(Lanskij 2017; Soboleva 2017b).  

Comprehensibly, the announcement of the Transport department to collaborate with PiterAvto 

caused major disagreement and opposition especially among the marshrutka operators and 

drivers, who felt discriminated and excluded from the reformation plans (Krylov 2017). Several 

further demonstrations and protest actions followed and were intensified when it became 

public that the municipal operators, who were with the understanding that they would profit 

from the transport reforms, will receive four times less amounts of money in the case of 

‘MetroElektroTrans’ and even ten times less subsidiaries in the case of PATP-7 in comparison to 

the previous years (ibid). The local deputy Dimitry Krylov criticises the reformation plans in a 

harsh manner: 

“Just have a short look online, type ‘PiterAvto’ and you will see the results: you will see that the 

vehicle depot of "PiterAvto" in St. Petersburg is completely collapsed: there are workshops 

without people, abandoned buses, huge areas are idle. Roughly speaking, "PiterAvto" is a real 

enemy of the economy [...] It really appears ridiculous, what the government says. They want to 

cut budget expenses, but instead of this, this one enterprise has won the lottery. This means, 

that the administration will subsidize this enterprise in the amount of 28 RUB per kilometre. This 

means, we will continue to subsidize municipal enterprises, but on top we will also spend 350 

000 000 USD annually to this company. Listen, if this is not a crime against the budget, against 

the inhabitants, then come up with a different name158” (Krylov 2017, p.2). 

 
158 «Можете зайти в Интернет, набрать «ПитерАвто» – и увидите, с одной стороны, как депо 
«ПитерАвто» в Питере полностью развалено: стоят токарные станки без людей, брошенные 
автобусы, огромные площади бездействуют. Грубо говоря, этот «ПитерАвто» – реальный враг 
экономики [...] В чём, как говорится, прикол. Мы хотели снизить расходы бюджета, но вместо 
этого по конкурсу вот это предприятие выиграло лоты, при которых администрация будет 
дотировать это предприятие стоимостью в размере 28 рублей за километр. То есть мы будем 
дотировать и муниципальные предприятия, и 350 миллионов мы будем тратить ежегодно на эту 
компанию. Послушайте, если это не преступление против бюджета, против жителей, тогда 
придумайте другое название». 
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The sudden critical turn in the media with regards to the transport reformations was indeed of 

great support for the local marshrutka operators, who could from now on refer to the immense 

costs the public administration and thus the tax payers will have to face. Moreover, the city 

government had to announce a gradual increase of public transport tickets to finance the new 

transport scheme (Jureva 2016; Ivanov 2016b). Following the widely replicated line of argument 

“For what reason? All these expenses, just to abolish a number of local and honest small 

entrepreneurs by a ‘foreign’ ‘transport monster’” (Ivanov 2017a) as one local newspaper 

drastically put it, the marshrutka proponents gained new hope to defeat the impending 

elimination.  

Nevertheless, PiterAvto remained in charge of modernising the transport infrastructure, 

combining the establishment of an e-ticketing system and the implementation of a functioning 

GloNass-control infrastructure in all large-size buses (Soboleva 2017a). Meanwhile the transport 

department created new facts in the marshrutka sphere. In autumn 2016, all marshrutka 

operators affected received a revised marshrutka license for their specified routes stating the 

closing date of the transport services. The transport department published a plan to abolish the 

87 marshrutka lines in three consecutive steps on the 15th and the 30th of April as well as on the 

15th of May 2017 (Belozerov 2017). The deadlines increased the pressure on marshrutka 

operators and investors to articulate their protest while trying to unroll their business and 

enterprises.  

In the first months of 2017, the protest meetings became rarer in Volgograd and transport 

workers continued to provide their services as usual on the streets of Volgograd. Only in early 

spring 2017, after the first unsuccessful court hearing of marshrutka entrepreneurs, the 

stakeholders tried once more to mobilise a wider public for their interests. While the Federal 

Antimonopoly Service continued to support the marshrutka business (Varvara 2017), operators, 

investors and vehicle-owning drivers tried to convince the local population to vote for their 

further existence. Encouraged by the scandals in the transport department and the rather poor 

reputation of ‘PiterAvto’ among the citizens, the operators no longer tried to fight for their legal 

rights at the court or to appeal in official hearings at the local administration but rather accused 

the city government of corrupt behaviour. Aleksej Ulyanov, an activist of the marshrutka 

proponents, writes in his blog: 

“Thus, there are multiple facts showing that the head of transport of Volgograd openly lobbies 

for the interests of a private company (‘Piteravto’) accepting law violation and acting to the 

detriment of the interests of the city budget […] Therefore, we need to interference immediately 
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and enact the appropriate bodies of control and law enforcement. Otherwise the city will face 

catastrophic consequences and the already in process disintegration of the urban transport 

system will become irreversible159” (Ulianov 2016, p.2). 

In order to change the public perception, the protest organisers performed two major events in 

the early spring of 2017: at first, they organised a motorcade with marshrutka minibuses through 

the city and then they collected 18 000 signatures against the shutdown of marshrutka services 

in their city and publicly carried them in a marshrutka from Volgograd to Moscow in order to 

hand the signatures personally over to President Putin (Antonova 2017; Chodunova 2016). 

Aleksej Ulyanov, the main organizer of the campaign, comments again: 

“Yes, it is true. We went to Moscow. This is a serious project in fact. More important than the 

campaign itself is the public response. I am leading a citizen rights organization. I am an advocate 

by profession. Here, I defend the rights of citizens, in this case the marshrutka operators, as 

representatives of the small business segment in society. They are small entrepreneurs all located 

here in Volgograd. They approached me, because the city issued a decree, which immediately 

stops the work of about 90 entrepreneurs at once. Due to the decree, all operators got mail 

stating that ‘after April 15th your route is closed’. This is how they inform the parties concerned 

about the closure of their routes. All in all, they closed 87 routes. This is a huge amount. […] And 

what will happen with us? With this resolution, they remove all the minibuses, and it turns out 

that people in some places have to walk, even five to six kilometres, in order to reach the next 

bus stop160” (Aleksej 3/10/2017). 

The campaign created an unusual alliance between proponents of the marshrutka services as 

well as the advocates of five closed down municipally provided trolleybus lines and eleven 

municipal bus lines. Andrej Serenko, a local civil rights activist, comments:  

 
159 «Таким образом, имеются множественные факты, показывающие, что руководитель комитета 
по транспорту Волгограда откровенно лоббирует интересы частной компании («Питеравто») с 
нарушением закона и в ущерб интересам города и бюджета […] Требуется незамедлительное 
 Вмешательство контролирующих и правоохранительных органов, иначе последствия будут 
катастрофическими, а запущенные процессы по развалу системы городского транспорта станут 
необратимыми». 
160 «Конечно. Мы ездили в Москву. Это серьёзный проект на самом деле. Не то, что проект – это 
ответная реакция. У меня правозащитная организация. Я правозащитник. Я защищаю права 
граждан, в том числе маршрутчики, как сегмент малого бизнеса. Это малый бизнес, который в 
Волгограде представлен. Они обратились ко мне, потому что в городе выпустили постановление, 
которое сразу порядка 90 предпринимателей в один день прекращают свою работу. Они 
написали, что ввиду того, что выпущено такое постановление “с 15-го апреля ваш маршрут 
закрывается”. Соответственно оповестили людей о закрытии маршрутов. Получается всего 87 
маршрутов. Это огромное количество. […] У нас что получалось? У нас этим постановлением 
убирают все маршрутки, и получается, людям в некоторых местах даже по пять-шесть километров 
надо будет идти для того, чтобы сесть на автобус». 
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“After the liquidation of most marshrutka lines in Volgograd, the elimination of almost the entire 

trolleybus fleet will begin (this marks the second stage to liquidate the competitors of the St. 

Petersburg Company, making profit with their bus project)161” (Nikitenko 2017, p.2). 

The protest committee even tried to reach the president personally in one of the popular TV-

shows, called “Direct Line”, where citizens can complain and ask questions about the grievances 

in their regional environment (Pervyj Kanal 6/15/2017). However, the activists weren’t selected 

to propose their concerns (Aleksej 3/10/2017). Nevertheless, their strategy remained inside the 

lines of blaming the local state representatives for unfair competition, while asking for help from 

higher levels in the Federal State. Whether they really did believe in the will of Russia’s president 

to intervene into the transport reform of Volgograd or whether they just used national press to 

discredit the local governance, remains unsolved but does not affect the broader narrative that 

marshrutka entrepreneurs tried to settle.  

However, in retrospect, one has to see that the operator’s complaints, although articulated 

loudly and widely recognized, did not further influence the policy of the local transport decision-

makers. Indeed, their dismal failure of mobilising alliances in the enterprises, especially among 

the drivers, as well as among the local population, proves the point that they had to some degree 

outlived themselves as operators without authority and disposition among their employees on 

the one hand but also as representatives, who previously negotiated on behalf of the transport 

worker’s collective, as an advocate in local redistribution circles of concern. Within, it was the 

operators who left the public stage of negotiation rather silently and unnoticed, when April 15th 

came around in Volgograd. 

5.3.5 Closure – How the transport reform failed to answer the institution requirement 

“Once the propositions have been instituted, you shall no longer question  

their legitimate presence at the heart of collective life” (Latour 2004a, p.109). 

 

"I'm standing, waiting for a marshrutka. But there are no marshrutkas. A bus arrives at the 

station. I read the name of the final stops, but the intermediate ones are not written. Before I 

can open my mouth to ask, if I can go wherever I need, the doors are closing and the bus leaves. 

Well, I have to wait for the next one. When the next bus arrives, I just enter and ask the conductor 

 
161 «после ликвидации большинства маршрутных такси в Волгограде начнется ликвидация 
практически всего троллейбусного парка (второй этап ликвидации конкурентов питерской 
компании, зарабатывающей на автобусном проекте)». 
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for directions, it turns out that I still have to transfer! Great! In the end, I was traveling with two 

transfers to reach my destination162” (Regnum 2017b, p.1). 

Despite all the concern, the local government persisted with the strategy of abolishing a huge 

majority of marshrutka services from the city. A couple of days before the licenses of the 

marshrutka operators would expire, the transport department published the penalty amount in 

case of contravention. Accordingly, drivers will be fined 5000 roubles and the entrepreneurs 

would have to pay 30 000 roubles for operating without a license (Inter 2017). And indeed, on 

April 15th, 2017, a Saturday, citizens witnessed streets almost empty of marshrutka in their city. 

While the first reactions by the population were rather positive, due to smoother traffic flow, 

especially in the centre and major infrastructure hubs, the situation changed on Monday, when 

the new transport scheme had to prove its ability to respond to rush hour passenger volumes: 

“’They wanted to abolish minibuses for a convenient, comfortable and safe transport. Now, see 

what we got. We will have to leave for work 2-3 hours earlier to get there on time163’ (Vitalij 

Moronov). 

‘I can tell you what I experienced today in these wrecked buses. The bus broke the door. It opened 

automatically during the ride. So, everyone had to get off. They didn’t even give the money back 

for the fare. So, I had to wait for a trolleybus. In total, the trip cost two times more than normal164’ 

(Anonym)” (Chodunova 2017, p.2). 

Even weeks and months after the transport reform introduction, the new buses were still unable 

to cope with the flux of passengers (Soroka 2017; Sokolova 2018).  

However, it should be stated that the transport situation in the first days after the abolishment 

of the marshrutka was not uniform across the different districts. Thus, it is interesting to note 

that the supply of the new transport was unevenly redistributed, which means that certain 

districts experienced a much better public transport infrastructure shift than others. Non-

surprisingly, the central districts even experienced a significant improvement of their transport 

 
162 «Стою, жду маршрутку.нет.подъезжат автобус. читаю название конечных остановок, а 
промежуточных не написано. пока открываю рот, чтоб спросить, едит ли туда, куда мне 
надо,.двери закрываются и автобус уезжает. нормально)) жду следующего. теперь уже 
спрашиваю в салоне у кондуктора, оказывается, что надо еще пересадку делать! Класс!!! Так и 
ехала с двумя пересадками». 
163 «Хотели отмены маршруток на удобный, комфортный и безопасный транспорт -получайте. 
Теперь на работу за 2-3 часа выходить будете, чтобы добраться вовремя!» 
164 «Вот это я сегодня прокатилась на этих развалюхах-автобусах. У автобуса сломались двери. 
Открылись прямо на ходу. Всех высадили. Деньги за проезд не отдали. Пришлось ждать 
троллейбус. Проезд обошелся в 2 раза дороже». 
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situation, as the eliminated marshrutkas were not jamming the traffic anymore. But beyond the 

city centre and especially in the poorer southern and western living areas, people literally 

experienced a temporary cut off from the public transport supply (Bloknot 2017). This is indeed 

highly problematic from a social policy perspective as the dependence on public transport 

infrastructure is much higher in the suburbs than in the central district. Anna Nesterenko, a daily 

commuter in the city complains on April 17th 2017: 

“Your public transport does not reach the outskirts of our city, and the minibus has been 

cancelled – Kirovsky, Otrada, Khokhly, Stalinsky, Kapustnaja Balka. From the last stop "Lavrovaya" 

I have to walk three kilometres on foot with my bags, with my children, on a street without 

sidewalks, and if there are, they are in such a condition that you will break your leg, and in spring 

and autumn you will drown165" (Nesterenko in Chodunova 2017, p.3). 

Although the transport department reacted quickly and introduced information hotlines, where 

passengers could receive information about the new transport scheme, they were not able to 

compensate the numerous deficiencies that the abrupt abolishment of marshrutka services left 

behind. Due to persistent complaining, the local transport department decided shortly after the 

introduction of the new transport network that a number of marshrutka lines will get a further 

preliminary license to continue their work (Inter 2017).  

Undeniable, the transport reform turned out to be a very selectively focused attempt to 

eliminate marshrutka services from the representative areas in the city centre but not from the 

city as such. In this sense, the reform implemented a new bus system only on the major roads, 

leaving behind significant gaps to maintain the daily flow of mobility. Having a look at daily 

commuter volumes in Volgograd, it becomes obvious that the main passenger flows have to be 

mediated from the southern parts of the city to the central region. This is even more important 

as these districts are already disadvantaged in terms of economic prosperity166.  

 
165 «Ваш общественный транспорт не доходит до самых окраин нашего города, а маршрутки 
отменили – Кировский район: Отрада, Хохлы, Сталинский, Капустная балка. От остановки 
«Лавровая» 3 километра пешком с пакетами, с детьми, без тротуаров, а если есть, они в таком 
состоянии, что ноги переломаешь, а весной и осенью утонешь». 
166 The southern rayon districts of Kirovskij and Sovetskij were classical working districts in Soviet times. 
Therefore, the main focus of the Soviet traffic planners was to establish a well-functioning connection 
between the microrayons and the major industrial plants near the river bank. As most of these industrial 
sites became insolvent or continue with only a fraction of the workers, these districts were particularly 
affected by the transition period of the last years. In consequence, a majority of the citizens have to find 
work in the surrounding or central districts of the city, which also explains their dependency on reliable 
and elaborated public transport offers.  
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In this sense, while Dzerzhinsky and Krasnooktyarbskij district are well connected to the centre 

through light rails and tramways, there is only one almost inactive suburban train connection, 

which serves only a handful of rides per day, connecting the southern districts with the main city 

hubs. This historically cemented injustice concerning the accessibility of mobility resources 

within the urban agglomeration was for decades balanced out through the accessibility of direct 

marshrutka rides. Intentionally or not, the new transport network in Volgograd does not 

counteract the uneven distribution of mobility flows in the city but, on the contrary, further 

enforces both the increase of quality and accessibility of the central and northern living districts 

as well as the structural deprivation of citizens living in the southern districts (Filimonova 2018; 

Panina 2018).  

In this sense, the transport reform in Volgograd is a prime example for triggered urban injustice 

conducted through the re-arrangement of mobility and transport flows. An anonymous blogger 

from the satellite town Volzhskij comments on the imminent abolishment of marshrutkas:  

“If the marshrutkas to Volgograd are cancelled, we will have to drop out of school and work. 

People from Volzhskij use them every day. If they are cancelled, people simply do not know how 

to get to work or school. People will have to experience physical and financial inconvenience with 

the introduction of a new transport system167” (Bloknot 2016b, p.1). 

Two years later, after the complete restructuring of the public transport network the fears have 

become reality for many places around the city. Natalja, who lives in a village on the left side of 

the river, is today cut off from the transport network since the former marshrutka Nr. 164 was 

abolished. She complains: 

“In the administration they tell us that they cannot do anything. Once they told me off the record: 

‘You do not like the situation? Then do not live there!’ We even contacted the mayor's office of 

Volgograd, but they did not know anything about our problem. In the transport committee they 

said: ‘So, everything seems to be resolved from our side’. They do not possess the information, 

and local officials do not consider it necessary to report. Supposedly, everything is thriving! Take 

our local newspaper and read how we are doing well. But in my opinion, nothing has changed in 

15 years. As the roads were in a miserable state, so they are today. The same goes for public 

 
167 «Если отменят маршрутки до Волгограда, нам придется бросать учебу и работу. волжане 
пользуются их каждый день. Если их отменят люди просто не знают, как добираться до работы 
или учебы. Людям же придется испытать физическое и финансовое неудобства с введением 
новой транспортной системы». 
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transport: there was no normal transport, so there is none today168” (Natalija in Sokolova 2019, 

p.2). 

But it was not only village dwellers who were suddenly cut off from access to daily mobility 

networks. Even workers, employed in some of the major factories of the city were temporarily 

forced to walk because of a missing connection to their working place (Sergeeva 2017). In 

October 2018, a representative of the communist party states during a demonstration in one of 

the affected suburbs: 

“The trolleybuses were cancelled only for the World Cup, in order to free the right lane for their 

new buses. Now the championship has passed, the infrastructure is still in place, the depot is 

complete. Even the old trolleybuses may still be reutilised, while it would be better to buy new 

ones, which can manage intervals of five minutes. Then, finally, there would be no people at the 

bus stops ... But today, marshrutkas are rare, because they were also reduced. I travel every day 

by public transport and can state – at Kirovsky district the public transport collapses. Bus intervals 

are about every 15 minutes. In this regard, I am convinced that the transport system - now, after 

the championship - needs to be changed!169” (Shevchenko in Filimonova 2018, p.2). 

Nonetheless, it has to be admitted that the transport department reacted to some shortcomings 

within the next couples of months on several stages (City Administration of Volgograd 

7/13/2017). For instance, to reduce the ticket fares, the city government introduced the first 

integrated mobility card ‘Volna’ to its citizens. Comparable to Rostov on Don, the city 

administration in Volgograd introduced the card mainly to strengthen the services of the 

participating stakeholders, e.g. tramway, bus and trolleybus services, and to exclude commercial 

transport rides from this setting. The citizens were encouraged to buy the card for 100 RUB, as 

they can save 10 percent on each trip (City Administration of Volgograd 1/10/2017). The card is 

obligatory for recipients of social benefits as students, pensioners or veterans. Furthermore, the 

 
168 «В администрации нам говорят, что ничего сделать не могут. А однажды лично мне ответили: 
«Не нравится? Не живите здесь!». В мэрию Волгограда тоже обращались, но там о нашей 
проблеме ничего не знают вообще. В комитете транспорта сказали: «Так у вас же там вроде бы 
все разрешилось». Не владеют информацией, а местные чиновники не считают нужным сообщать. 
Мы же якобы процветаем! Возьмите нашу местную газету и почитайте, как у нас все хорошо. А по 
моему мнению, ничего за 15 лет не поменялось. Как были убитыми дороги, так и есть. Как не 
было транспорта нормального, так и нету». 
169 «Троллейбус отменили только для того, чтобы провести чемпионат мира по футболу, 
освободить правую полосу для общественного транспорта. Теперь чемпионат прошел, провода на 
месте, депо стоит. Троллейбусы, возможно, утилизировали, но можно же закупить новые, 
которые ходили бы с интервалом в пять минут, тогда бы людей на остановках не было... 
Маршруток тоже нехватка, потому что их тоже сократили. Я каждый день езжу и вижу, что в 
Кировском (районе) с транспортом коллапс. Интервал автобуса - 15 минут. В связи с этим думаю, 
что транспортную систему после чемпионата нужно менять». 
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city administration implemented an update - six months after the reforms took place - reacting 

on the complaints of citizens, which enabled a one-hour-ride with free transfers between the 

participating transport providers (Volna 2017). In summer 2018, some of the remaining 

marshrutka operators were obliged to install e-validators in their minibuses, which allows the 

citizens to use the mobility card (Novikov 2018). 

Another reaction in the Spring of 2017 caused by the defective transport network 

transformation was the reconsideration of bus routes and the implementation of further feed-

in services. The new transport network distinguishes between main bus routes (green lines), 

which provide services on the main infrastructural arteries of the city and additional feed-in 

routes (red lines), which serve as a shuttle service from less populated areas. In 2017, up to 72 

new small and medium sized buses were introduced to the transport scheme on different routes 

(Korobov 2018; City Administration of Volgograd 3/7/2018). From outside, they appeared as a 

marshrutka, however, they served on newly established routes and were implemented in the 

new provision network.  

Nevertheless, the provided transport solutions were simply non-sufficient in some places 

(Panina 2018; Filimonova 2018). Although the transport department tried to justify the chaotic 

situation as an adaptation period during the first days after the abolition of the marshrutka , the 

shortcomings of the formerly proudly announced reform were so obvious that even pro-

governmental newspapers reported critically on the development of public transport services in 

the city (Regnum 2017b; Chodunova 2017; Novosti Volgograda 2017). The question of social 

reallocation and injustice was especially raised, as the local governance promoted their 

transport reformation as socially fair balanced due to a regulated tax frame and the provision of 

concessionary fares. However, how would poorer citizens, living in the suburbs of the city, 

participate in the new, social public transport scheme if the new network did not reach them? 

5.3.6 Zakaznych marshrutka modes 

“The collective is defined only by its movement: the entities thrown out by the power of rank ordering 

return as appellants, in the next iteration, to ‘trouble’ the power of taking into account” (Latour 2004a, 

p.122).  

Marshrutka practices would not have been such an inspiring research topic, if they had just 

disappeared in the spring of 2017. Indeed, it did not take long for the first marshrutka services 

to resume their business after only a few days of being shutdown. A closer look at the re-

appearance of marshrutka transport modes in Volgograd shows a very diverse picture of 

different modes of operation in the aftermath of the transport reform. In this sense, some 
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marshrutka lines re-appeared with an official permission and on often slightly different routes, 

others came back non-registered and started illegal forms of urban transport services. The 

marshrutka operator, Tatjana Michajlenko, described the transition period in spring 2017 as 

follows: 

“My business stopped on May 15th when they closed my last route 10a, as I did not manage to 

declare it as a ‘zakaznych’, a private customer route. First, they closed down my route number 

10 on April 15th. Back then, we tried to put cars on the line and declared them as ‘zakaznych’ 

[privately booked], but soon six inspectors of the state traffic safety inspectorate and three 

inspectors of the city street police came to us, and issued a lot of warnings and threatened a fine 

of 250 000 RUB. At the same time, we had already worked out contracts for customized 

transportation workers, for about a thousand people - in the end we had to send them all 

away170” (Novosti Volgograda 2017, p.2). 

Tatjana Michajlenko describes a legal loophole that many marshrutka operators tried to use to 

continue their work. As the operators lost the official license for a bus route, they re-claimed 

their enterprise as customer mobility services, where people can order private minibus rides. To 

distinguish the buses from officially registered marshrutkas, most minibuses installed a signpost 

stating that this is a ‘pre-booked’, a ‘zakaznych’ bus trip. While first attempts of the former 

official transport operators were sanctioned, the actual mobility practice on the streets was hard 

to forbid. Soon, the drivers established the practice that passenger entering the minibuses had 

to first sign a note, stating that they had booked the minibus (Babanova 2017).  

Overnight, many forbidden marshrutka lines re-appeared. While at the beginning, marshrutka 

drivers tried to hide the bus number and their affiliation, after a couple of months, they provided 

business as usual, however with a little signpost in the window, stating that they serve on a 

‘booked’ line. While the local newspapers and a number of politicians took issue with the illegal 

status of these newly emerged marshrutka services and tried to convince citizens to avoid those 

‘traffic parasites’ (Borisov 2017), the number of ‘zakaznych’ marshrutkas has been continuously 

increasing since spring 2017 and almost equalled the number of abolished marshrutka vehicles. 

In September 2017, the police department estimated already up to 1000 minibuses working in 

the ‘zakaznych’ marshrutka mode on the streets of Volgograd (AiF 2017). In this sense, 

‘zakaznych’ marshrutkas are no longer a niche gap-filler but become more and more a public 

 
170 «Мой бизнес, маршрут 10а, закрыли 15 мая, и на заказной маршрут я его не выводила. Когда 15 
апреля закрыли «десятку», мы попытались выпустить машины на линию как заказные, но на нас 
сразу же налетели шесть инспекторов ГИБДД и три инспектора УГАДН, которые выдали массу 
предупреждений и грозили штрафом в 250 тысяч. При этом договоры на заказные перевозки у нас 
были, примерно на тысячу человек — в итоге пришлось их просто выбросить». 
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issue as the re-emerged marshrutka practices lack any kind of legal control institution (Rias 

2017). 

At first glance, it appears strange that the local police widely tolerated the newly emerged semi-

legal marshrutka practices after they proved the ability and clout to abolish the official 

marshrutka providers. However, in fact, the illegal marshrutkas did a favourable job for the 

transport department, searching very fast for the weak points of the new transport scheme and 

compensating the deficits their transport reform left behind. It is therefore not surprising that 

the local government turned a blind eye to the re-emerging informal mobility practices because 

they highly profited from these cost-free gap-fillers. Indeed, it is not too much to say that they 

prevented the city from an intermediary transport collapse. Therefore, the semi-legal 

reappearance of marshrutka mobility gave the local administration some extra time to enable 

the urgently needed success of the otherwise very poorly prepared public transport 

reformation. 

Figure 24 Signpost in a 'zakaznych' marshrutka to agree to the new terms of ridership (Weicker 2016, 2017)171 

 

However, there is one more interesting observation to make when looking at the re-emerged 

marshrutka practices. Most of the minibuses re-appeared as an institutionalised practice on 

 
171 “Dear Passengers, the operator is obliged to register your full name on the passenger list. 

Please note that only if you fill in your name and surname on the list, you may claim 

compensation from the health insurance in case of emergency”. 
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prior-implemented routes for formerly negotiated fares; however, they are no-longer organised 

in their former enterprise structure anymore. As Tatjana Michajlenko, many operators just lost 

their influence and responsibility without an ordinary route license. They suddenly appeared as 

superfluous actors. Michajlenko comments: 

“After such a bad experience with our former route, the idea to revive route number 10a as a 

‘zakaznych’ route was pointless. However, suddenly, instead of the ‘real’ 10a minibuses, there 

appeared forty ‘grey’ minibuses from another entrepreneur and served on the line. Obviously, 

they didn’t have any documents at all. These minibuses were of course regularly stopped by the 

traffic police. So, the civil servants kept calling me and commanded that I have to pull out my 

minibuses from the street. Well, I just tried to explain them that I have nothing to do with this 

new ‘zakaznych’ 10а172” (Novosti Volgograda 2017, p.3). 

Therefore, the ‘zakaznych’ marshrutka modes of Volgograd soon turned out to be a step back 

from a state formalisation perspective. Indeed, the current business model of marshrutka 

operations create a reminiscence of the marshrutka business in the nineties, as they do not 

provide a formalised framework anymore. Although, the marshrutka vehicles claim to work for 

a registered company, these companies are rather obscure enterprises with questionable 

background. One major enterprise is the OOO AvtoKor which provides ‘zakaznych’ mobility 

services to the city. The company was founded in 2011 by local businessman, Aleksej Koronov, 

who left the city in 2014 after declaring bankruptcy with a number of further companies. Until 

today, no representative of the company is traceable by the local authorities (Gretshuchina and 

Pleshakov 2017). Nevertheless, the enterprise continues to provide the semi-legal transport 

services in the city. A local journalist complains: 

“This summer, the marshrutka market was taken over by drivers and self-dependent owners of 

minibuses that did not meet the requirements of official carriers. After tightening the controls on 

the official marshrutka lines, many vehicles were sifted out due to technical malfunctions. 

Moreover, some of the drivers lost their employment due to negative medical examinations. 

Some were diagnosed with diseases, prohibiting to work as a driver, others appeared drunk at 

work. However, all these deficiencies do not prevent the drivers from starting their services on 

sixteen ‘non-existent’ marshrutka routes173” (Zheltov 2017, p.2). 

 
172 «После такого печального опыта возрождать 10а как заказной маршрут было бессмысленно. 
Поэтому вместо «настоящих» 10а на линию вышли сорок «серых» машин от другого 
предпринимателя. Естественно, никаких документов у него нет. Эти маршрутки регулярно 
останавливают сотрудники ГИБДД, люди звонят мне и ругаются, что их вытаскивают из машин, а 
мне приходится им объяснять, что к «заказному» 10а я не имею отношения». 
173 «Этим летом рынок переполнили водители – владельцы микроавтобусов, которые не отвечали 
требованиям официальных перевозчиков. После ужесточения контроля на официальных линиях 
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Indeed, the first thing the citizen can notice is the immense decrease in car quality of the re-

emerged buses. As the bus providers established individual contracts with their passengers, they 

do not have to meet the quality standards of officially recognised transport operators. 

Moreover, as all participants in the new marshrutka business are aware that they are acting 

against the legal framework, no one cares about the quality of the services or the safety 

standards of the vehicles. Within, very old and self-repaired minibus vehicles re-appeared on 

the streets of Volgograd instead of the former officially leased cars - which disappeared together 

with the license contract. To sum it up, the gap that prohibiting marshrutka providers and drivers 

left behind, was filled with shady, short-term profit seekers and drivers, which are neither afraid 

of possible sanctions, nor have an interest in long term investments as they expect an 

intermediate shutdown of their transport services. Anna Rjabova admits in an article about the 

public transport situation concerning the ‘zakaznych’ marshrutka modes: 

“The equipment of the vehicles is often self-made with provisional devices by persons who do 

not have proper qualifications to fix cars. Poor performances of maintenance or equipment 

occasionally leads to fuel leakage during the minibus rides or to the breakdown of the electronics 

while driving174” (Rjabova 2017, p.3). 

Retrospectively, it is somewhat ironic to admit that the formalised city marshrutka providers 

were sanctioned and abolished due to accusations of tax evasion, but are now replaced, as many 

local observers confirm, by zakaznych marshrutkas, which are indeed entirely disassociated from 

the tax net, as transport services are not registered or licensed, and drivers work illegally without 

contracts and therefore on undeclared terms. Julia Gretshuchina calculates: 

“The drivers hired by these transport providers receive a ‘grey’ salary, and the operator himself 

pays no more than a penny to the budget. Applying the most modest estimation, the amount of 

income unaccounted for reaches 40 000 000 RUB per month. Taking into account effective tax 

rates, the city budget loses about 62 000 000 RUB of tax income per year - these funds would be 

sufficient to equip three city parks or to renovate two kindergartens175” (Gretshuchina 2017, p.2). 

 
вспомогательных маршрутов большая часть транспорта просто отсеивалась из-за бесконечных 
технических неисправностей. Более того, часто водителей не допускали к работе после 
ежедневных медицинских осмотров. У них находили заболевания, с которыми запрещено 
садиться за руль, а некоторые и вовсе приходили на работу в нетрезвом состоянии. Все эти 
проблемы не мешают выходить на линию на несуществующие 16 маршрутов» 
174 «Оснащение транспорта приспособлениями кустарного производства зачастую производится 
лицами, не имеющими должной квалификации. Некачественные выполнение работ или 
оборудование могут приводить к утечке топлива во время движения микроавтобуса или 
поломкам электропривода в пути». 
175 «Занятые в этих перевозках водители получают «серую» зарплату, а сам ИП платит в бюджет 
копейки. По самым скромным подсчетам, объем его неучтенного дохода может достичь 40 млн 
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In conclusion, the transport department in Volgograd failed to conduct a reliable reformation of 

the local transport network in the city. The attempt to close down major parts of marshrutka 

practices turned out to be a forced push back to informality of a still urgently needed urban 

mobility service. Despite the powerful instruments of legal banning and prohibition, the 

shutdown of marshrutka services shows that the reconfiguration of actor-networks needs more 

than an authoritarian approach towards re-organisation. Power is in charge when networks 

work silently, if actors provide services the way an authority wants them to perform (Callon and 

Latour 1981; Latour 1986; Callon 2006) .  

This is obviously not the case in the aftermath of the transport reform in contemporary 

Volgograd. According to Latour, a collective negotiation of conflicting social worlds is always 

defined by movement. The return of marshrutkas, interpreted from this perspective, unmasks 

the deficits of the collective negotiation, conditioning the status quo. They further reveal the 

power deficit of the leading actor-network group, trying to claim a proposition of a modern 

marshrutka free transport scheme.  

Nonetheless, while local politicians were so far not able to eliminate marshrutka performance 

from the streets of Volgograd, it is remarkable that another actor-group indeed disappeared 

from the setting. These are the former, officially equipped and financially sound marshrutka 

carriers, who were supposed to be the solution to the urban marshrutka networks.  

One mistake of the local transport policy was therefore an overestimation of marshrutka 

operators’ influence on the everyday administration of marshrutka rides. The set of consultation 

headed towards a conflict between operators and the state legislator, while the actual aim was 

the abolishment of marshrutka vehicles from the local streets of Volgograd. In this sense, the 

local government succeeded to push out his counter-part, namely the marshrutka operators - 

only marshrutka services remained because they dispose over essential resources and support 

on different layers in the urban assemblage.  

On an individual level, it remains questionable whether certain actors, such as the head of the 

Transport Department, Dimitri Verkin, were actually ever interested in shutting down 

marshrutka services or whether they were searching for an opportunity to re-distribute the 

 
рублей в месяц. С учетом действующих налоговых ставок потери городского бюджета за год могут 
составить около 62 млн рублей в год – этих средств достаточно, чтобы благоустроить три парка и 
провести ремонт в двух детских садах». 
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major and significant federal funds related to the Fifa World Championship in 2018. The former 

marshrutka operator, Olga Buzhak, claims in an interview: 

“Seriously, if [the transport department] would give us the subsidies, they provide to OOO 

Volgogradskij Avtobusnij Park - if we would receive for each and every bus on the road 

approximately 6000 Roubles per day, we would be able to carry passengers for free176” (Kozhelev 

2017, p.1)  

Assuming this, the transport policy of Dimitri Verkin helped his former employer to provide 

highly profitable transport services in the city. Nevertheless, the subsumed consequences of the 

current development also raise major concerns on different levels. It remains unlikely that the 

state government of the Volgograd district will be capable of undergoing further reformation 

steps, when losing the Federal support funds after the World Cup. Therefore, it also remains 

questionable whether the local administration will enforce further resources to fight against 

‘zakaznych’ marshrutka modes after July 2018. In this scenario, the public transport network re-

implements a well-known competition between a municipally funded public transport provided 

by PiterAvto, however funded by the tax payer, and a non-registered, dissociated and uncoupled 

marshrutka mode cannibalising the resources of the municipality as well as all kinds of transport 

workers’ or passenger rights. In this regard, it is certainly possible that the public transport 

network in Volgograd is heading back towards the early post-socialist years, with a city 

governments’ hands tied due to long-term contracts with PiterAvto and a widely independent 

marshrutka service in the city working beyond any state-regulation. 

  

 
176 «Если нам сделают такие же дотации как ООО «Волгоградский автобусный парк», когда за 
выход на линию один автобус получает около 6 тыс. рулей в день, мы готовы возить пассажиров 
бесплатно». 
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5.4 In what kind of city do we want to live in? Discourses on modernity and 

future in the urban mobility sphere 

“The city becomes the mirror through which a population confronts its modernity” (Blum 2003, p.76) 

As a matter of fact, local public transport services as well as applied policy strategies are not 

sufficiently described through the sole observation of its structure developments and daily 

routines. Rather the design, future prospectus and reformation plans are embedded in a larger 

nation-wide and global context of urban utopias, historical narratives, development dispositives 

as well as heteronormative perceptions of progress, modernity and fashion. All implemented in 

an interrelated framework, where cities compete against each other on different markets, 

knowledge resources, living standards and fashion styles; in a setting, where every single urban 

appearance can be traced to its preceding templates; in an endless cycle of performance and 

reiteration, which creates worldwide an urban visage of an at the same time unbounded 

individuality and a perception of yawning emptiness as well as similarity on a global scale. Ash 

Amin and Nigel Thrift detect an ongoing attribution of urban moral judgements as a key trigger 

for urban economy development, which obliges city authorities and citizens to circulate, define 

and compare themselves in global rankings: 

“Rankings of cities or parts of cities based on measures of safety, crime, quality of life, amenities, 

employment opportunities, and so on, are always measures of worth that include ethical 

valuation of what makes the economic good life. These rankings – a lucrative industry in its own 

right – are increasingly becoming the drivers of locational choice in a globalizing economy 

characterized by fast and dense international flows of capital, information, professional and 

creative people. They can make or break a city, and urban managers are increasingly organizing 

to respond to their evaluative tyranny” (Amin and Thrift 2007, p.155). 

Obviously, the issue of the supply of public transport can be considered as one significant layer 

in the valuation process of moral judgements, which determine the value-laden perception of a 

liveable city. While those reflections in the urban studies are mostly referred to global 

metropolises, the mechanisms of comparison and economical struggle for survival through 

innovation and ‘creative performances’ are similarly to observe in relatively small hubs of goods, 

people, and ideas. Indeed, they are significantly guiding the circumstances of the transport 

reforms in my two Russian case studies. This bigger picture of urban performativity in a global 

context is the topic of this subchapter. 
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Therefore, it is no coincidence that the transport departments of Rostov and Volgograd 

underwent major reformation attempts of the public transport supply in the run-up to the 

World-Soccer Championship. Both city administrations tried to use the publicity of the mega-

event to attract both economic capital, investors but also to increase the reputation among their 

own population for future prosperity.  

Indeed, the message to Russians in the nationwide discourse is probably even more important 

than the rather short-termed attention of international visitors during the tournament (Müller 

2014). In this sense, Rostov on Don especially succeeded in establishing a reputation of a 

welcoming and open lifestyle, associated with a southern mentality standard for hospitality and 

open minds (Budnizkij 3/2/2018; Ignatenko 2018). In comparison, the city administration of its 

nearby neighbour in Volgograd had undeniable concerns to advertise their city in the 

countrywide public discourse. Indeed, Volgograd attracted major attention, rather as a doubtful 

case, obviously overstrained with the challenges during the preparation period of the 

tournament (Volga-Kaspij 2018; Schereva 2015). A major scandal about Volgograd was 

published shortly after the announcement of the Russian venues, stating that Volgograd was 

evaluated as not sufficiently prepared to host the championship in their city. Although other 

applicants were verifiably much better prepared, for instance Krasnodar, the Committee 

decided to choose Volgograd as one of the venues (Jugopolis 2012). Of course, there are also 

reasonable arguments to choose Volgograd as a host of the football event. For instance, in 

contrast to Krasnodar, Volgograd - formerly Stalingrad - is renowned worldwide for its tragic 

history and as a nation-wide patriotic symbol that might have attracted considerable amounts 

of tourists. Nevertheless, the countrywide image of the city has probably suffered due to the 

scandals among their hostage of the championship (Jakoreva 2014). The previously discussed 

failure to reform the public transport system is one significant example for this predominant 

picture (Schereva 2015; Zavjalova 2017). 

At this point, public transport, here considered as a heterotopic ideology177 (Foucault 1986), 

which determines what is to be perceived as modern and desirable, encloses itself as one of the 

major arenas for future prospectus and development, where local politicians try to face both 

 
177 Foucault defines heterotopias in contrast to utopias as manifest places, which assemble the different 
discursive arguments and counterarguments in one setting: “There are also real places—places that do 
exist and that are formed in the very founding of society— which are something like counter-sites, a 
kind of effectively enacted utopia in which the real sites, all the other real sites that can be found within 
the culture, are simultaneously represented, contested, and inverted. Places of this kind are outside of 
all places, even though it may be possible to indicate their location in reality. Because these places are 
absolutely different from all the sites that they reflect and speak about, I shall call them, by way of 
contrast to utopias, heterotopias” (Foucault 1986, p.25). 
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the creation of an interregional positive image of their cities and the proposition of their 

inhabitants as subsumed profiteers of a self-declared modernisation process. Therefore, the 

manner of public transport investments in the forefront of the mega-event allows, to some 

extent, for conclusions to be drawn about the socially constructed portfolio of what is meant to 

be a modern city per se. Kate Manzo persuasively summarises the concern that the interrelation 

of modernity demands and mega-event performances: 

 

“The very concept of modernization implies movement along a path to modernity. As a model of 

development, modernization theory contains elements that are both visual and strategic. That 

is, it defines modernity by identifying the features of the already modern (so-called First World 

or high-income countries) while looking for ways to foster the progress of the rest. […] As already 

discussed, mega-events are defined by the grandiosity of both spectacle and infrastructure – 

which together signify such modern traits as technological progress. […] The question of whether 

icons of modernity are an end in themselves or a means to development remains a matter of 

perspective” (Manzo 2012, p.180). 

This is confirmed when having a look at the major infrastructure investments in the forefront of 

the football tournament. Both cities invested most of their funds in transport infrastructure as 

signifiers of technological progress: Rostov had built an entirely new airport while Volgograd 

added a newly constructed international terminal in a separate building. Both cities built broad 

highways for fast transit and implemented brand new buses on the major city routes 

(Pravitel'stvo Rossijskoj Federatzii 12/27/2016). The various marshrutka services, in contrast, 

were tackled by almost all hosts of the football championship and declared as an intolerable 

threat and embarrassment that should better be hidden from the international guests. A 

German journalist describes his arrival at the airport in Volgograd during the tournament: 

“In front of the airport of Volgograd stands a brand new low-floor bus. If one is to believe the 

signs at the bus stop, the bus should drive into the city centre. However, apparently, it is not 

recommended to take the bus. At least, when listening to the World Cup volunteer standing next 

to the airport’s exit door, warning all foreigners not to use the public transport in Volgograd. 

Instead, she is offering to call an official taxi: ‘Do not be afraid, she says, it will cost less than 

driving with these robbers, who try to intercept the tourists178” (Rüttenauer 2018, p.1). 

 
178 „Vor dem Flughafen von Wolgograd steht ein nagelneuer Niederflurbus. Mit dem kann man in die 
Stadt fahren. So steht es auf dem Schild an der Haltestelle. Man soll es aber nicht. Vor der Tür steht eine 
WM-Freiwillige und warnt alle Ausländer vor dem öffentlichen Nahverkehr in der Millionenstadt an der 
Wolga. Sie rufe gerne ein offizielles Taxi, man solle keine Angst haben, das koste dann nicht so viel wie 
bei den Räubern, die […] die Ankommenden abzufangen versuchen“. 
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Apparently, marshrutkas do not belong in the repertoire of modernity – which are inherently 

inscribed to the tournament performances of host cities. Even though it seems not self-evident 

that marshrutkas are made a subject of backwardness that cannot be expected from foreign 

guests. Quite the contrary, flexible shuttle busses that connect arrivals with the main spots in 

the city could certainly be interpreted as a trajectory of modern urban mobility imaginations 

worldwide. Calling an UberPool minibus in New York, Shanghai (or Moscow) would most 

probably be classified as a smart solution to individual travel needs through shared mobility 

means. So why is this not the case in Volgograd or Rostov? What is the reason for, that 

marshrutkas cannot be seen as the smart answer to future transport challenges, like fancy car 

sharing, carpooling, and on-demand bus services in the centres of the Global North? 

Indeed, neither the local population, nor the city administrations in my case studies drew a 

comparison between new shared taxi modes such as Yandex Taxi, which is the Russian 

counterpart to Uber, and marshrutka mobility in their city. The interindividual experience, the 

local appearance as a non-sufficient transport offer as well as the historical heritage of a 

transitional, gap-filling transport service seems to obscure the present similarities in the 

profound mode of transport operation.  

This is even more surprising when replicating the historical roots of marshrutkas as a luxurious, 

on-demand taxi service between the major city hubs in the Soviet Union (see Figure 25). 

Considering one more time Eduard Mun and Aleksey Rubetz’s book about marshrutka mobility 

in the late 1980s, one of their main arguments was that the centralised organisation of 

marshrutka mobility limits the potential of this particular means of transport (Mun and Rubetz 

1986). Therefore, they argue for a back then quite revolutionary ridesharing design, which 

should be able to answer short-term passenger needs by pooling common destination points of 

various passengers. Their desire to match mobility demands in order to provide more efficient 

transport services remains up-to-date and is of crucial importance in increasingly traffic-stocked 

cities all over the world. Mun and Rubetz were not able to follow their plans due to the fall of 

the Soviet Union, although the conditions with comparable low motorisation rate and an already 

institutionalised flexible mode of minibus mobility in several cities were, in abstract, very good. 

From today’s perspective, the striking argument of Mun and Rubetz is that they wanted to 

implement a highly flexible and demand-responsive public transport mode into the structure of 

state-run transport enterprises. Carpooling devices via radio communication should have served 

as an addition to the common public transport apparatus in order to disburden the regular urban 

transport network and to increase the quality of passenger carriage services (ibid). 



274 
 

Of course, the international history of passenger pooling also goes back long before the internet 

made matching mobility wishes far easier to organize. In the United States, car-pooling practices 

were a common sight during the years of the energy crisis (late 1960s-1980) and experienced in 

the second part of the 20th century, although decreasing in number, an institutionalisation of 

different ridesharing systems (Chan and Shaheen 2012). In Germany, the first ride sharing 

service was established already in 1956 (Kittel et al. 2006). The first ride sharing companies were 

largely politically motivated and tried to promote car-sharing practices as a program of 

individual mobility reduction. New commercial car-pooling practices emerged relatively late in 

the last decade, which consider and advertise themselves as part of the euphemistically named 

‘sharing economy’ (Dienel 2017). In contrast to the aim of former car-sharing providers to 

downsize car mobility especially in the cities, new emerged shared taxi enterprises rely on digital 

on-demand services and try to counteract the self-efficacy of former ride-sharing practices while 

incensing to increase the usage of individual car mobility (Franke 2001).  

Since the initial breakthrough of Uber taxi services on the Northern American market, pooled 

taxi services are increasingly growing all over the world and conduct new frames of mobility 

provision in the urban transport sphere. In doing so, they distinguish themselves from former 

taxi services mainly through the avoidance of labour protection rights, setting up a marshrutka-

network-like enterprise organisation of subordinated independent mobility service providers, 

which are not able to claim any social security or protection from the operator. In this sense, it 

is in particular a degree of labour exploitation, which suggests a comparison between the two 

ride-sharing modes (Rekhviashvili and Sgibnev 2018b). This, however, is not anymore an artificial 

comparison between new and unconventional shared-taxi modes and outdated marshrutka 

practices but an actual juxtaposition, as both services in the form of urban city marshrutkas and 

Yandex Taxi have been competing already since a couple of years on an everyday basis for the 

favour of its users in contemporary Russian cities. 

5.4.1 New competitors in the field – How ride-sharing taxis re-define the urban mobility sphere 

In June 2017 the on-demand ride sharing companies Uber and Yandex Taxi announced their 

decision to merge the two companies into one taxi provider under the leadership of Yandex Taxi 

in Russia and five additional neighbouring markets (Georgia, Azerbaijan, Kazakhstan, Armenia, 

and Belarus). With 35 million rides per day the formerly –rival companies took over the primary 

position within the Post-Soviet taxi market and further transformed the targeted urban mobility 

settings of interest. Following the announcement, Tigran Khuaverdyan, CEO of Yandex Taxi 

formulated their future vision as follows: 
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“Together, we will continue to build a ride-sharing service that offers a viable alternative to 

automobile ownership or public transportation […] many of us who work at Yandex feel that 

everyone has already switched to ridesharing, but in reality, we are just at the beginning of this 

journey. Our goal is to create a platform that rival’s car ownership or public transportation in 

accessibility and convenience.” (Khudaverdyan 2017, p.1). 

Indeed, the patterns of urban mobility are, as has been discussed, currently changing 

dramatically in the CIS states. This is also true for the taxi market. While marshrutka services 

were widely tackled manually, the transformation process in the taxi market is mainly conducted 

through new taxi providers in the market using the opportunities provided by digital 

infrastructures. In this sense, the formerly informal and loosely regulated riding practices 

dispersed almost completely into numerous digital based on-demand providers that succeeded 

to attract large quantities of clients. 

In this context, it is interesting to notify the temporal coexistence of the widespread decay of 

marshrutka services and the concurrent increase of Uber-like taxi practices. This is remarkable, 

because marshrutka and Uber-like practices seem to have a lot in common at first glance, 

especially from a business management perspective: they are both privately organized and are 

able to operate proficiently without subsidiaries, the providers similarly rely on an atomistic 

enterprise structure, which also leads in both cases to self-dependent, often exploited drivers 

bearing the daily risk alone. Finally, both mobility offers generate their major selling point by 

introducing a highly flexible mode of transport in comparison to their competitors. In this sense, 

it is interesting to explore why Yandex Taxi practices are, although similar to the unpopular 

marshrutka mobility, politically supported and regarded positively by a majority of the 

population?  

5.4.2 The heterogeneous development of taxi services since the fall of the Soviet Union 

The widely positive opinion about the newly shared-taxi providers, like Yandex Taxi, among 

others, is presumably closely linked to the enormous growth and formalisation that followed 

after the introduction of mobile ridesharing offers within the taxi market of the CIS states. 

Analytically, it is important to note that at this point that, eventhough the ‘Marshrutnoe Taxi’ 

and ‘Yandex Taxi’ both include the term taxi in their name, marshrutkas have already been for 

the last 50 years perceived and treated as a special kind of public transport, while Yandex Taxi 

is clearly advertised as a special kind of taxi service. Therefore, in contrast to marshrutka 

mobility, the current consideration of shared taxi modes needs to be distinctively contextualised 

in the development of the taxi market during the last decades. 
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The Soviet taxi market was centralised like all urban transport offers. Because of the deficit of 

private car distribution, the taxi market established itself as a reasonable sector in the Soviet 

urban transport scheme, mostly serving civil servants and party leaders. In the early nineties 

around 60 000 taxi drivers worked in Moscow, generating a revenue of 500-600 million Roubles 

per year. This situation changed completely after the state institutions broke apart. In 1992, the 

taxi parks were privatised overnight, which meant that the underlying infrastructure and 

regulating institutions as depots, vehicle parks, maintenance areas but also supervisory bodies 

fell apart and into private property (Vojnich and Shipilova 2010). Vorobyev et al. describes the 

state of affairs at that time as follows: 

“Consequently the taxi transport as a centralised city service practically went out of existence as 

the subject of the urban reality. At the same time, this developed an almost non-regulated 

market of private carting. Among its participants there were not only the former employees of 

the taxi parks, but numerous motorists of different specialisations” (Vorobyev et al. 2016, p.179).  

In consequence, this was the beginning of a widely unregulated service market, which produced 

harsh competition among the drivers. During the first years, there was an increasing number of 

taxi drivers but also a decline of solvent customers. Simultaneously, taxi drivers were themselves 

victims of robbery or bribery because they had to carry the daily earnings with them 

(AutoNewsWeek 2011). Later, local markets were often accused for being conducted by mafia-

like structures, which regulated the amount of taxi cars on the street. Only in 2010, did the 

federal government introduce a new legal framework for taxi services, which established formal 

dispatcher services in the market (Adamovich 2016). Big companies like TaksiSaturn, Maksim or 

Veset formed “large taxi parks […] in a new quality: without any extra land, without their own 

service base, without any constant staff, besides, concerning the technological formats, they 

were compatible in frameworks of the ‘Gett’, ‘Lyft’ and ‘Uber’ century” (Vorobyev et al. 2016, 

p.180).  

The government’s strategy is somehow comparable to the formalisation process of the 

marshrutka business a decade earlier, where market participants were obliged to organise 

themselves in registered companies and to assemble themselves under several operators. 

However, this process was from the government’s point of view much more successful. Within 

months several providers developed convincing advertisement strategies and customer 

communication services (call centres, discount cards, reliability programs), which quickly 

brought them to a leading position in the market. After a short period of time, the drivers were 

quasi dependent on the new taxi offers because the customer expectations had changed. While 

it was a common practice to hold a taxi on the street in Russian cities until a couple of years ago, 
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this process simply disappeared. Analogous to the minibus sector, this had terrible 

consequences for drivers, as they lost their entrepreneurial ability to act independently and 

were forced to work longer hours and to accept lower taxi fares, while bearing any work risks 

on their own as self-dependent entrepreneurs (Sokolova 2016).  

These harsh working conditions and small profit margins are probably the main reason why 

there is still a significant informal taxi market to be observed in almost all of the CIS states. In 

Russia the share of ‘illegal’ taxi rides is estimated around 26 percent with an approximate 

income of 116 billion Roubles (Analitičeskij tzentr pri Pravitel'stve Rossiskoj Federatzij 

3/22/2016). However, the new players in the field especially look forward to a promising future, 

convinced that the newly introduced digital on-demand services from Uber or Yandex Taxi will 

increase the pressure on taxi drivers and accelerate the process of ‘formalisation’ in the very 

near future. 

5.4.3 How Yandex Taxi changes urban mobility practices in Russia 

Although the entry of Yandex Taxi, Uber and Gett into the CIS market marked a fundamental 

change within the taxi business of post-Soviet cities, online agency platforms have already 

existed in the taxi market before. In this sense, the foundation of Yandex Taxi in 2011 served as 

a significant accelerator of recent developments. Between 2015-2017, the official taxi market 

grew about 14.2 percent and earned revenue rates of around 575 billion RUB. There are 

currently 584 000 official taxi-cars registered within the Russian Federation (Analitičeskij tzentr 

pri Pravitel'stve Rossiskoj Federatzij 2018).  

This exorbitant growth is not only explained by the introduction of application based on-demand 

software but also by the pulling effect of Yandex Taxi, which shifted the so far non-declared 

income of drivers in the formal and licensed market (ibid). Considering this, it becomes evident 

that from a government’s point of view the actual benefit of new ridesharing players in the field 

is neither the technological revolution nor the utopia of potentially reduced private car mobility. 

In fact, it is the efficient formalisation of a formerly non-controlled business sector, which at 

once brings tax revenues to the state budget. The implemented software of Yandex Taxi, which 

on the surface solely connects clients and service providers serves, because of its supremacy in 

the market, on a second layer as an extremely successful reformer of the formerly vague market 

structure (Zhidkova 2016; Zajtseva and Mitrjasova 2018). 

Nevertheless, it seems ironic that big national and international taxi enterprises are even praised 

for “the benefits from ‘Uberisation’” (Safiullin et al. 2016) and applauded as reformers or even 

democratisers (Sokolova 2016), while introducing a highly exploitative commercial model with 
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widely unacceptable working conditions. Similarly, to the marshrutka case, the drivers are hired 

as self-employed entrepreneurs, responsible for their own vehicle, insurances and health. 

Additionally, and this is probably more important, although not unique to the CIS scenario, the 

new established framework doesn’t allow for collaboration within collective driver unions. All 

the more interesting is the fact that Yandex Taxi drivers showed an ability in manifesting protests 

in recent time (Pastushin et al. 2016). For instance, in spring 2018, thousands of taxi drivers 

united for boycott actions in Russian metropolises in order to protest against increased charges 

of the platform (Raspopova 2018). Furthermore, since Yandex Taxi gets a predominant position 

in the taxi market, many clients report about subversive tactics of individual drivers to increase 

the fares (Zhkumatov 2019). 

5.4.4 Yandex Taxi as a solution or burden for traffic developments in the Russian Federation? 

Nevertheless, the question remains why Yandex Taxi practices are so much more supported and 

popular by both local municipalities and customers than the seemingly old-fashioned and 

constantly criticised marshrutka mobility. This is all the more irritating, as Yandex Taxi is, similar 

to marshrutka services, continuously accused of rule evasions and unfair competition 

(Jamshtshikov 2018; Zajtseva and Mitrjasova 2018). Among others, Ksenja Volkova criticizes the 

legal framework in the Russian Federation for allowing the new Taxi services to use legal 

loopholes: 

“The aggregators use the gaps in the legislation to obtain advantages in the Russian taxi 

market. From a legal standpoint, YandexTaxi and GetTaxi are not active in the taxi 

market. Therefore, their responsibility for the quality and safety of the service is not 

guaranteed by anything. In fact, they are engaged in dumping the prices against the 

backdrop of rising costs for car maintenance179” (Volkova 2016, p.87).  

For the local municipalities the answer is pretty easy to give: they appreciate the easy 

reformation of the taxi-market, the increasing number of officially registered taxi drivers, which 

is additionally accompanied by higher tax revenues. Concerning the clients, it is at first important 

to state that marshrutka and Yandex Taxi users are most likely not or at least not yet the same 

customers. According to the Research Centre of Advanced Economic Studies in Kazan, a majority 

of Russian Uber clients actually have access to a private car. Therefore the main reasons for 

 
179 «агрегаторы пользуются пробелами в законодательстве для получения преимуществ на 
российском рынке такси. Юридически деятельность «Яндекс. Такси» и GetTaxi в сфере 
таксомоторных перевозок не выстроена, ответственность за качество и безопасность услуги ничем 
не гарантируется, при этом по факту занимаются демпингом цен на перевозки на фоне роста цен 
на содержание автомобилей». 



279 
 

choosing Uber is to save time when travelling back and forth to work and to avoid the situation 

of insufficient parking in the city centres, to mention but a few issues (Safiullin et al. 2016).  

Marshrutka users in contrast are generally reliant on this mode of transport because better 

alternatives are lacking. Although due to the aggressive pricing, Yandex Taxi mobility is likely to 

become more and more affordable for wider shares among the population, it remains one of 

the crucial points that Yandex Taxi mobility offers do not fulfil a social function, as marshrutka 

modes did, at least partially (Breslavskij 2006), which besides all the disadvantages enabled 

access to urban mobility networks for most of the inhabitants. Yandex Taxi is, as Uber, designed 

for an upper-middle class with solid financial resources that appreciates the newly emerged 

urban mobility provider for its convenient prices and better riding conditions (Analitičeskij tzentr 

pri Pravitel'stve Rossiskoj Federatzij 2018).  

However, the satisfaction of customers does not sufficiently answer the question, whether 

Yandex Taxi can actually contribute to better transport conditions within the cities of the CIS-

states. Arguably, it is rather unlikely, that Yandex Taxi will be able to reduce the number of 

automobiles in the urban traffic rate in the short and medium term. The cheap fare conditions 

tend rather to lead to an increasing number of cars in the cities because they successfully 

compete against other public transport services, first and foremost the marshrutka.  

From a STS-perspective, it is impressive to observe how a small technological and on-demand 

tool fundamentally changes a whole business sector and implements successful reforms and 

legacies, which the government was unable to impose for decades. However, the fact that a 

large amount of formerly unregistered taxi drivers is now included in the Yandex framework 

does not ultimately have a beneficial impact on the contemporary challenges in the urban 

transport networks of Russian cities. In contrast, it appears rather dystopian to imagine the 

current marshrutka passengers switching after the elimination of on-demand shared taxi 

mobility offers. Whereas in the other way around, a well-considered fusion of ride sharing 

software with a re-established mode of minibus mobility could actually have great potential in 

terms of a significant reduction of traffic participants. This, nevertheless, would necessarily also 

require a development of driver unions in order to establish and protect fair working conditions 

at least for a medium-termed future, as long as human drivers are still needed for the urban 

mobility networks of our time (Fiscutean 2018)180. 

  

 
180 Indeed, it is Yandex Taxi, which rolled out the first regularly autonomous-driving taxi in Europe in 
August 2018. 
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5.5 Conclusion 

Analysing urban change through the lenses of marshrutka mobility patterns entails a broad 

number of societal struggles on very different levels in the urban agglomerations of my case 

studies. The previous chapter approached the ‘entreprendre’ of marshrutka services as a multi-

sited institution, which is deeply embedded in their local contexts and influence various urban 

configurations, starting from transport policies to the inter-individual everyday lives of 

passenger, operators and drivers alike. While marshrutka performances appear fluid and hardly 

regulated in the urban infrastructural setting, a deeper consideration reveals clear and 

significant enterprise structures and hierarchies, which enable a reliant mobility praxis in the 

two cities of over one million inhabitants each – Volgograd and Rostov on Don.  

This analysis shows that marshrutka enterprises may be described in two very different and 

largely independent ways: On the one hand, marshrutka enterprises simply appear as an 

organogram, rather top-down structure, from an operator’s point of view. However, the 

empirical data and interview excerpts also indicate that everyday enterprise structures from a 

driver’s perspective are widely decoupled from the descriptive organisation structure of the 

enterprise. Although marshrutka drivers find themselves in highly hierarchical and strictly 

organised institutional frameworks, they do not necessarily follow the operator’s will. Of greater 

importance for the drivers is therefore the individual relation to dispatchers and car owners, 

which are the main relating points for the increase of individual working shifts and often 

collectively detached driver environment.  

My analysis shows that current enterprises cannot sufficiently be described without historical 

context and consist mainly of a still prevalent Soviet transport enterprise structure (health and 

technic inspections, depot organisation, dispatcher structure and accountants), while the staff, 

services, environment and the interindividual relations within the company have changed 

dramatically. Furthermore, marshrutka enterprises went through a significant transition from a 

former, hardly regulated urban marshrutka mode in the late nineties through a step by step 

intervention of municipal transport policies, which tried to gain back the administrative power 

over the marshrutka market in their cities. While the reformation attempts partially increased 

the service quality and also the influence of local transport departments, the marshrutka drivers 

especially lost crucial financial resources, reputation and a voice in an increasingly deteriorating 

business structure. In consequence, the marshrutka enterprise appears as an extensive network 

of relations constructed of mutual interdependencies that are hard to control or determine. 

Nevertheless, it is one important observation that marshrutka practices are, to an extent, 
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socially as well as spatially embedded, which guarantees the reproduction of the network even 

against major difficulties from different sides. In this sense, the recent development of 

marshrutka practices prove that they are able to maintain as a means of urban mobility in very 

different environments and under various political and social conditions. 

As the marshrutka mode turns out to be a surprisingly resistant social actor-network, my analysis 

focused in a second step on the different attempts of transport politicians to domesticate, 

reform or even to eliminate marshrutka modes in their cities. In particular, I followed the 

strategy of the Rostov transport department, which tried to formalise the marshrutka setting 

through the implementation of technological tools. In this sense the application of e-ticketing 

marked a major effort in Rostov, which nonetheless failed at least in their first attempt to 

reassemble marshrutka mobility in a desired manner. The attempt to overcome conflicts with 

technological help represents at the same time an interesting non-verbal but manifest and 

semiotic struggle of intervention and counter-strategies, which might to some degree serve as 

a characteristic case in the marshrutka development of several Russian cities.  

Further destructive consequences of short sighted transport reformation policies can be 

observed in the widespread decrease of employment conditions in the marshrutka business 

model during the last years. As a consequence, the profession as a marshrutka driver lost its 

good reputation. In turn, the number of labour migrants, working as marshrutka drivers, has 

been increasing since a couple of years. Although state officials on federal and local levels try to 

contain the number of labour migrants working in this transport market, they are not willing to 

change the frightening working conditions, which leads in a downward circle to a further 

deterioration for migrant marshrutka drivers, which are concurrently discriminated by the 

legislator and forced to unacceptable workplace conditions alike. Quite the contrary, local 

politicians rather successfully exploit the negative image of both the deficient mode of mobility 

and the marginalised employment group of labour migrants, which are regularly played off 

against each other in the public discourse of my case studies.  

Indeed, a deeper consideration of the marshrutka mobility market indicates that it is exactly the 

reformation policy of local transport politicians during the last two decades, which provided an 

advantage to the operators and the local administrations - at the expense of the driver’s income 

- as well as social capital to act. While a majority of the local stakeholders as well as a 

considerable part of international observers and consultants claim the marshrutka sector as 

non-reformable, there was hardly ever a policy attempt, at least in the post-Soviet context, 

which tried to approach the reformation from a driver’s point of view. Even though the failing 
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attempt to implement a new transport network in Volgograd shows that a reformation without 

consideration of the driver’s demands is doomed to fail - even as the local administration 

continues to blame and criminalise the drivers for their own deficient reforms. 

Therefore, it appears as a dishonest discourse in the local marshrutka settings, when accusing 

transport workers for systemic deficiencies in the marshrutka business, which are actually 

caused by a non-regulating state-administration in widely unprotected market conditions. At 

the same time, it remains mostly unmentioned that local administrations profited a lot from 

marshrutka services as they got a public transport network for free and even benefited from the 

redistribution of financial income resources in the business (Gross 2014; Vvodin 2016; Volgin 

2016; Zacharkin 2016).  

In this sense, it is also hardly surprising that the initiators of the new transport scheme in 

Volgograd were in the first place interested in an even more profitable redistribution of money 

flows then in a successful reform of the urban public transport network in Volgograd (Vaganova 

2016; Krylov 2017; Regnum 2017b). In conclusion, I strongly oppose the argument that the 

subsumed high degree of informality makes it hard or even impossible to reform or modernise 

local marshrutka business structures, but rather state that an empirical consideration of 

reformation attempts in several post-Soviet contexts and beyond prove a priority setting of 

neoliberal reformation agendas often fully reckless about the transport workers conditions and 

perspectives (Vaganova 2016; Zolotuchina 2016). This was also the case in Volgograd, which 

proves a further interesting point, as the local administration rather arrogantly neglected the 

embeddedness of drivers and negotiated solely with the operators of the local enterprises, 

which turned out to be a powerless contract partner as the mobility service continued on an 

illegal level simply excluding the operator’s stage. 

Lastly, as the state administrations show little effort to sustainably reform the municipal public 

transport settings, major developments in the Russian urban transport networks arise from the 

private business sector. While the marshrutka business has widely conducted urban mobility 

services all over the Russian Federation in the last two decades, they have been increasingly 

tackled by reformation attempts and lost their initial reputation among the daily users. Instead, 

the fast growth of Yandex Taxi as a significant game changer on contemporary Russian roads 

takes over as a self-declared saviour of urban mobility patterns. Nonetheless, the Uber-like 

shared taxi service follows, as elsewhere, a very aggressive pricing policy, which is directly 

transferred to the income patterns of the drivers. In this sense, the employment structure of 

Yandex Taxi subcontractors shows major similarities to the marshrutka enterprise conditions.  
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The main difference of the two urban modes of mobility is - despite the application-based design 

and fancy advertisement strategy of Yandex Taxi - that marshrutkas still contribute to traffic 

reduction, while Yandex Taxi is indeed increasing the traffic volumes and congestions (Safiullin 

et al. 2016; Hall et al. 2018). Nevertheless, it is the re-structuration of the taxi market that is 

widely praised within the public discourse in sharp contrast to the far more sustainable and in 

comparison socially fair yet widely despised marshrutka practices. From this standpoint, it is 

unlikely that a private business-triggered urban transport transition will support the labour 

demands and economically disadvantaged population groups, which again would need the 

intervention of state regulations in this sphere. 
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6 Compendium and Implication 

Having finished the empirical examination and provided an in-depth analysis of marshrutka 

mobility assemblages in my case studies of Volgograd and Rostov on Don, the aim of this last 

chapter is twofold: Firstly, I will critically reflect on my research, especially on my methodological 

procedure, and underline strengths and further research necessities, which would also require 

additional fieldwork and questions. Secondly, I am going to relate the empirical findings and 

outcomes to the theoretical debate on everyday mobility and political economy in order to 

increase the value of my empirical observations and to discuss critically and constructively the 

applied theoretical framework. 

Concerning the first section, special attention will be given to the relation and distinction of the 

two case studies provided. I will critically discuss a strict comparative approach and provide 

arguments as to why I have chosen an open framework of comparative trajectories and 

situational challenges, which invites for comparative arguments without reducing its semantic 

value to a superficial alignment. Furthermore, I relate these methodological considerations to 

the very basic obstacles of my field and give reason for a complex and multi-locational 

qualitative research setting, which nevertheless allows for singularities and self-contained 

interdependencies. As my methodological approach occurred in direct interaction with applied 

theories, a further aim is to lay out the significance of certain events in accordance to the 

theoretical perspective of this research. This, obviously, also gives space for a critical 

observation, which highlights the blind spots and omissions of the approach chosen.  

In the second and main section of this chapter, I will elaborate on the concept of marshrutka 

practices as a deficient actor-network, which was crucial for the framework of this study. 

Furthermore, I try to show how Latour’s modes of being political as well as his application of a 

parliament of things may help to better understand the fundamental deficits in the marshrutka 

assemblage beyond populist and superficial ascription narratives, which are predominantly 

represented in the public debate. Indeed, I argue that marshrutka narratives remain an 

additional and extremely valuable resource for investigation, which may contribute to a better 

understanding of currently ongoing transformation processes in the urban societies of my 

southern Russian case studies. Layers of migration, post-Soviet  lifeworlds as well as urban 

transformation, modernisation and digitalisation discourses have been made a subject of 

discussion in the analytical part of this thesis and will at this point be picked up and analysed 

through the lenses of asymmetrical power relations, which determine and mutually reproduce 

the societal status quo as well as the future of marshrutka mobility.  
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Concretely, this second part of the discussion is structured in three major points: firstly, I will 

paraphrase the major conflicts in the marshrutka assemblage through a Latourian sense, 

secondly, I try to critically discuss the question whether marshrutka enterprises may be 

described as a successful economy pattern by bringing in a political-economy perspective and, 

thirdly, I broaden up the perspective and point to the many socially significant layers of meaning 

in the marshrutka microcosm beyond their sole mobility practice and business model, and 

ultimately point to the possible contribution of this work towards non-mobility related issues 

and tensions within contemporary Russian society.  

Conclusively, this chapter summarizes the empirical outcomes of my study and brings them in a 

fruitful interaction with my methodological and theoretical considerations. In doing so, I try to 

underline the main arguments as well as the value of qualitative research studies in urban and 

mobile fieldwork settings in general and the possible expansion of knowledge resources, when 

applied on marshrutka enterprises and  lifeworlds. 
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6.1. Marshrutka mobility: The value of microanalysis to research societal 

obstacles 

I started this study, estimating that there is a growing worldwide literature on minibus mobility 

and their myriad social performances in their respective local settings (Gwilliam 2000; Cervero 

and Golub 2007; Finn and Mulley 2011). However, a majority of those publications chose a 

rather descriptive and deductive approach, laying out similarities of the institutional frameworks 

in very different public transport settings from South America via Africa to Asia and estimating 

some general conditions as weak legal norms and informal enterprise structures as 

characteristic for shared minibus practices on a global scale.  

In sharp contrast to this perspective, my study does not aim to evaluate a simple best-case 

scenario report about ‘How to deal with marshrutka mobility, which everyone seems to be sick 

and tired of’. Quite the opposite, this research tries to face the heterogeneity of everyday 

mobility performances and the uniqueness of different local marshrutka genesis. Nonetheless, 

this study fundamentally needs a comparison case, not for a simple juxtaposition, but in order 

to enrich the empirical insights and to reflect on the manifold nature of very fluid and seldom 

standardised practices and developments. Besides, there is a further reason to contradict a 

deductive research perspective, as they eliminate the individual fates and action scopes, which 

in the end give sense to the mobility practices as such and bring life to an otherwise seemingly 

neutral table of deficiencies or a declining graph. Convinced from the anthropologic axiom to 

distrust simplicity (Whitehead and Russell 1912) and to broaden up the horizon through rich 

empirical multiplicities, I followed George Marcus in my research setting, who stated: 

“Single projects must traverse and work through systems and lifeworlds in the very same frame, 

needing to keep eyes on both institutions and everyday worlds in transcultural space” (Marcus 

1998, p.240). 

In this sense, the present work contributes to the academic debate through an expansion of the 

common research perspective in transport studies. Although considering the institutional 

setting, the research rather asks how the affected individuals react and create something new, 

when confronted with structural pressure and determination. In this sense, this research lays 

out how sociotechnical arrangements reflect the daily controversies within the enterprise and 

beyond. It followed the question, how personal hierarchies among the drivers shape the daily 

mode of mobility and to what extant local politicians or operators are able to influence the 

mobility assemblage in a preferred direction. Through such a perspective, the investigation gives 

shades to a commonly reduced picture of being an informally employed marshrutka driver, 
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besides a number of non-issued documents, and unveils how the marshrutka market shifted and 

developed within the last years on both an individually perceived and on a structural level. 

I attempted to answer these issues during my research fieldwork because they question the 

already seemingly well-known, I tried to tackle the superficial story about deficient shared 

modes of mobility and pointed to a two-pronged development of formalisation and increasing 

precarity during the last couple of years. All in all, it is an attempt to stop the undermining of 

minibus transport solutions as an informal, criminal, and otherwise poor service, not in order to 

cover up the obvious disadvantages of everyday marshrutka mobility but rather to provide 

distance from the predominant, poorly perceived narrative of the marshrutka mode of 

transport. During my conversations and meetings, it sometimes seemed to me that there is an 

essential discursive desire to state that marshrutka buses must be replaced by certain formalised 

transport offers, no matter how inefficient, expensive and short-termed they may be. Indeed, it 

is astonishing how much effort not only the local transport departments but also the 

international urban planners, advisors and certain researchers put into banning these informal 

mobility offers - into the discursive exclusion of marshrutkas as something outside the rational 

(Atopov and Balakin 2007; Gwilliam 2002; Ischmuratov 2016).  

One reason why the marshrutka is most likely never made at least a part of the solution of 

current traffic congestion challenges lays in the fact that the voice of marshrutka proponents is 

almost entirely missing in collective negotiation processes. If this were not the case, the clear 

outstanding advantage of shared mobility offers would not be missing in most of the transport 

reports about paratransit developments in Russia and elsewhere during the last decades – 

namely the potential social embeddedness of service, offer and demand, which remains 

fascinating and worthwhile to think about. Cynically, it needs a trendy but similarly exploitative 

perpetuation in the form of Yandex-Taxi, which could not be less similar to a marshrutka mode 

of transport that is embedded in its neighbourhood, to demonstrate the certainly existing 

attractiveness of shared mobilities – sadly, the convenience of this service is exclusively reserved 

for the better off middle and upper-middle class in the country (Safiullin et al. 2016). 

However, all these obvious entanglements, overlapping discourses and re-performed 

interferences are not properly traceable through a deductive comparison scheme. That is why 

the proposed approach for this research fundamentally provides an in-depth analysis of the 

intersubjective encounters in the marshrutka assemblage. Without leaving aside the structural 

deficits, for instance the substandard working and vehicle conditions or the insufficient billing 

system, this thesis votes for a broader and more vividly complex description of the ongoing 
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developments in the Russian marshrutka sector. Therefore, only a qualitative approach towards 

the field of interest provides the estimated data based on experience and everyday strategies, 

on observation and personal opinions, which were collected through guided but rather open 

interviews with the actors involved.  

Only then, in a second step, does the approach allow one to engage critically on different layers 

in the theoretical and public discussion applied: Does it seem useful to speak about ‘self-

dependent entrepreneurs’, as claimed by proponents of a further privatisation of urban 

transport services (Enoch 2005; Cervero 2001; Golub et al. 2009; Kumar et al. 2016), when the 

enterprise structures exploit the driver’s status of freelancers to shift the daily and intermediate 

income risks to the drivers? How much do we speak about a little-institutionalised and non-

regulated mode of mobility, when the empirical data proves that drivers are indeed organised 

in highly institutionalised hierarchies and interdependencies, which control and organise the 

money flow and the vehicle distribution as two major categories in the market? How much can 

legal texts and enterprise organigrams hold as representative stakeholders, if their significance 

is reduced to their superficial existence but only marginally influencing the course of actions? 

Can we speak about a conscious public in a Deweyan sense, when drivers pretend to work for 

an operator they do not need and listen to and when local politicians pretend to trigger a new 

transport scheme for good but are rather seeking for ways to reallocate federal funding 

schemes? To what extent is the powerful redistribution of urban transport networks an 

enactment of governmobilities in a Foucauldian sense, when citizens from segregated 

neighbourhoods vote for their own cut off but still cheer for the air-conditioned proper buses 

‘like in Europe’, which sadly never reach their district? And can we still consider such a power-

play and forced transformation process in both settings as a session in Latour’s parliament of 

things?  

All of these questions are derived out of the given and outlined research perspective and 

empirical analysis and will be discussed in detail later in this chapter. Beforehand, I will shortly 

elaborate on the strengths and shortcomings of my methodological approach and estimate 

worthwhile future follow-up projects. 

6.1.1 Critical consideration of the research approach 

“Mont Aguille, which I am going around on my hike, stubbornly continues not to resemble in the 

slightest the map that I unfold from time to time. It continuous to bear down with its full weight, to veil 

itself in the scattered mist, to gleam intermittently with colours that the map does not register, and, 
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especially, it continues to exist at scale 1: there is no way I can fold it up or make it change scale” (Latour 

2013, p.114) .  

Picking up on Bruno Latour’s allegory helps to clarify at this point how scientific research, similar 

to all cognitive practices, is dependent on complex processes of translation and format 

variations in order to end up at something powerful like a research result – somehow 

comparable to a map - and should therefore never be mistaken as an easy representation of 

truth or consistent operation schedules. In the third chapter of this text, I discussed the 

subjective approach towards my field as well as the selective perception of contexts through a 

self-created theoretical priming and my own introduced methodological toolbox. Within it is no 

surprise that the results of this study are determined and pre-structured by the way I tackled my 

field of research, by the questions I asked as well as by the operationalisation of the empirical 

evidence I collected. This makes a conscious analysis of the impact of my chosen methodological 

instruments necessary in order to allow a more fruitful and substantial discussion of the results 

of this study in the following. 

As the research is embedded in a science and technology studies approach, given that it 

contributes to urban mobility studies and discusses marshrutkas also as an ambivalent economic 

sector through the lens of political economy, it is a major challenge to bring these three very 

different layers into one research setting without denying their unique modes of existence, 

coexisting in the multiplex marshrutka phenomenon. Therefore, the methodological process 

followed the idea to develop rather distinct ethnographies of marshrutka operandi in order to 

give an in-depth insight of different conceptual connections of marshrutka constructions as 

such. Because, like the Mount Aiguille in Bruno Latour’s example, the marshrutka appears as 

something entirely different in the private enterprise organigram than in the public discourse of 

local newspapers. Interestingly enough, marshrutkas prove a certain, distinct significance in 

both appearances determined by its translated materiality. In this sense, marshrutkas build 

symbiosis within the mobility networks of concern but mean something different for drivers, 

passengers, dispatchers and operators alike because they encounter marshrutkas in different 

formats on paper, as a technology, as a regulated object or as the subjectified daily working 

place or instrument. Even on a smaller scale each and every driver as well as each and every 

marshrutka vehicle may build a very unique relationship in different settings, determined by 

ownership and regulation structures, road infrastructure or passenger volumes.  

As my research report is not evident with marshrutka performances as such, this is also true for 

official marshrutka descriptions, in the form of legal texts or time schemes for instance. Each of 
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the actors involved tells their own story about marshrutka appearances, meaning and 

realisation, which assembles a continuing sense-making of everyday marshrutka performances 

and are both the only essence of marshrutkas as such and the target of my ethnographic 

approximations. The aim is therefore to describe and comprehend the different layers of 

existence and operation forms in their characteristic consistency and inherent logic, which make 

at best a better understanding of complex chains of action possible but at least raise a couple of 

issues, which can be made an intellectual challenge left to discussion. 

In accordance to my research framework, the marshrutka enterprise as the major place of 

encounter, guided me through my empirical analysis. This makes sense because the enterprise 

structure is prone to very different attempts of insiders and outsiders in order to make the 

marshrutka assemblage to what they think, the marshrutka is or should be about. State 

restrictions intervene into the enterprise in order to domesticate the wild minibuses and 

transform them into a proper public transport apparatus. Drivers appear in a close relationship 

to the marshrutka and realise the niche-mobility offer of flexible stopping and starting patterns, 

which brings the transport mode to life. Operators conduct their employment relations through 

dependency structures of loan contracts in close relation to marshrutka vehicles and install 

dispatchers as intermediaries to negotiate between opposing internal interest groups. The 

vehicle itself directly influences the reputation of an enterprise, marks the route and serves as 

a public advertisement for the enterprise purpose. Indeed, it is the marshrutka enterprise, as 

the major black box in the setting, which unveils manifold connections and struggles about non-

confirmed interpretation, which is the reason to intervene here as a researcher and to start the 

description from there.  

In this sense, the first part of my analysis aimed at comprehending how the marshrutka 

enterprise is influenced on the one hand by technology, infrastructure and objectified 

institutions as organisation schemes or legal texts and how it is narrated and published in its 

historical development on the other. At the same time, my analysis asked how the enterprise as 

an entity determines the mobility offer as such, or the other way around, is contained by the 

mobility practice. Moreover, the transport enterprise is also considered beyond the sole 

mobility provision in a broader context of political economy as a majorly exploitative power-

instrument in an implemented market. Lastly, the enterprise structure is part of a public dispute 

led by local politicians and journalists, which equally determine the mobility practice and the 

enterprise structure alike and round up the struggling assemblage of marshrutka negotiations.  
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In the second part of my analysis, I introduced the major social conflicts raised over the last 

couple of years in the settings of my case studies in order to get a better understanding of 

marshrutka operation in different social spheres. While the first part of the empirical 

examination remained on a synchronistic analysis, the narration of marshrutka conflicts 

essentially needs a diachronic perspective on the occurrences and therefore provides a 

development analysis in the second part of the study. However, besides adding an additional 

temporary layer, I tried to show at this point how it is exactly the different and partly decoupled 

perception of marshrutka in different modes of operation, which evoked the conflicts described 

and even more importantly, prevented the actors involved from finding a common compromise. 

This, of course, has a couple of interesting empirical consequences, which were observed in the 

pejorative transformation of marshrutka enterprises, various failing urban transport policies or 

even in the disaster of a broad but imprudent marshrutka elimination attempt. 

6.1.2 Theoretical limits and extensibility 

The socially enrolled marshrutka conflicts especially provided potential to raise a number of 

theoretical questions, which need a deeper consideration at this point. As I assume - inspired by 

my empirical observations - that the marshrutka is best to describe as a sociotechnical 

materiality, which cooperates, struggles and interacts in complex assemblages, this analysis is 

fundamentally built upon a conflicting actor-network analysis (Law 1986; Latour 1986; Callon 

1992; Callon 2006).  

In contrast to this perspective stands a well-established theoretical approach considering 

power-mechanisms as pre-structured, which are applied on marshrutka mobility in discursive 

negotiation and determination attempts. Practically, this would suggest searching for varying 

forms of a wider sense of governing the state of human and technical beings. Concretely, there 

is an emotional theoretical dispute to state going on for a couple of years already, when 

structuralist theorists criticise the naive neutrality of the actor-network approach (White 2013; 

Kneer 2008; Bloor 1999) while their proponents accuse the structuralist and post-structuralist 

proponents for deductive moralism and superficial arrogance (Latour 2004b; Felski 2015; Keane 

2007). Bringing these two mind-sets together is not obvious and may provoke opposition at first 

sight, as important representatives of each school of thought are fundamentally opposing each 

other. Bruno Latour, for instance, hardly criticises the approach of critical theory research, 

assuming social arrogance towards the field and a lack of self-reflexivity: 
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“You are always right! When naive believers are clinging forcefully to their objects, claiming that 

they are made to do things because of their gods, their poetry, their cherished objects, you can 

turn all of those attachments into many fetishes and humiliate all the believers by showing that 

it is nothing but their own projection, that you, yes, you alone, can see. But as soon as naïve 

believers are thus inflated by some belief in their own importance, in their own projective 

capacity, you strike them by a second uppercut and humiliate them again, this time by showing 

that whatever they think, their behaviour is entirely determined by the action of powerful 

causalities coming from objective reality they don’t see, but rather you, yes, you, the never 

sleeping critic, alone can see. Isn’t this fabulous? Isn’t it really worth going to graduate school to 

study critique?” (Latour 2004b, p.239). 

In a sweeping blow, Latour criticises the attitude, approach and fundamental conviction of 

Marxists and Critical Theorists, Structuralists and even Post-Structuralists as altogether 

insensitive towards the intersubjectivity of sociotechnical encounters. Introducing his own 

concept of power, based on translation and mediation, Latour contradicts quite fundamentally 

the perception of prescribed uneven structure relations, which - according to Latour - do not 

explain the execution of power potentials of all actors involved (Holifield 2009). In contrast, 

Latour calls for an ontological turn, which acknowledges a broader realm of actors of human and 

non-human kinds, sharing a common space through mutual association and operation, 

continuously relating to each other – leaving behind a priori approved interpretation patterns 

of power hierarchies tacking place in a mysterious background of the situational setting (Laux 

2018, p.186).  

On the other hand, Latour’s opponents from the indicated fields refer to the lack of explanatory 

power, which results out of the axiom of symmetrical equality of all actors involved. An actor-

network analysis is therefore nothing else than a retrospective view of proceeded developments 

and cross-linking reactions, which does not allow for any projections or forecast and denies any 

sort of fixed explanations (Kneer 2008, p.270). Hylton White deplores: 

“Latour’s example of these convergences or translations never move beyond a repetitive back-

and-forth narrative in which mind is joined to matter and matter subsequently relays, exceeds, 

or displaces mind […] much more than critical theory, it is ANT that traps the object in a 

relationship with mind, instead of placing it carefully in the world of all its historically particular 

connections. Restricted by this intellectual framework, Latour cannot see the world of objects 

sitting right in front of him in his own historical setting: commodities that associate human 

activity in a non-subjective mode” (White 2013, p.679). 
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Indeed, both arguments unveil weak points of the respectively tackled school of thought. 

Unfortunately, none of the discussions are approaching the dispute productively in order to 

improve shortcomings of one’s own approach but rather remain in their respectively right 

position of critique. Latour’s attempts to distance himself from post-structuralist thinking 

through a polemic critique of commodity fetishism appear, at this stake, of little substance and 

in contrast undermine the rich scope of opportunity to bring the at least loosely related and 

resonating concepts of Foucault and Latour together in an applied research setting. White adds 

up in this direction: 

“Latour’s account of so-called anti-fetishism confuses Marxist theory with the forms of criticism 

that begin from fundamentally different, ultimately incompatible premises. Most proximately, 

these include Michel Foucault’s works and other forms of poststructuralism (from which Latour 

unsuccessfully strives to extricate his own thinking)” (White 2013, p.673). 

In this sense, this research tries to seek for the connection points of the last two mentioned 

theoretical approaches as their evidence appears out of the empirical findings of my research, 

leaving aside animosities between the trenches of thought, but searching for a fruitful 

stimulation of each framework by means of a specific marshrutka case. This is far from 

desperate, as for instance Martin Müller points out that the connection between Latour and 

Foucault are obvious, however, underexplored (Müller 2015a, p.36). According to him, certain 

actor-networks can thoroughly be related to Foucault’s epistemes and discourses. Another 

researcher who explored the potential to merge a Foucauldian analysis with assemblage 

thinking is Stephen Legg, who estimates in Foucault’s lectures at the College de France a 

pioneering formulation, which directly relate to the approach of grasping the social in 

assemblages, when describing the police as a prototypical technical assemblage of the modern 

art of government (Legg 2011): 

“For it is precisely the whole set of procedures set up to increase, combine, and develop forces, 

it is this whole administrative assemblage, in short, that will make it possible to identify what 

each state's forces comprise and their possibilities of development” (Foucault 2007a, p.315).  

Moreover, Thomas Lemke mentioned the extraordinary importance of Foucault’s work for the 

new materialism (Bennett et al. 2010), estimating a ‘government of things’ in one of his in-depth 

analyses, which obviously give hints to the conceptual similarity of Latour’s ‘parliament of things’ 

(Lemke 2015). This encourages a deeper discussion and interaction of both approaches. Of 

particular importance are Latour’s and Foucault’s conceptual consensuses of power, which 

might act on humans as if they were things or the other way around. Foucault exemplifies again 

in one of his lectures: 
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“The things, government must be concerned about, La Perrière says, are men in their 

relationships, bonds, and complex involvements with things like wealth, resources, means of 

subsistence, and, of course, the territory with its borders, qualities, climate, dryness, fertility, and 

so on. ‘Things’ are men in their relationships with things like customs, habits, ways of acting and 

thinking. Finally, they are men in their relationships with things like accidents, misfortunes, 

famine, epidemics, and death” (Foucault 2007a, p.96). 

Although Foucault and Latour have very different approaches with which to define or enter into 

the field and to approach a certain thematic focus, they provide clear overlaps in their concept 

of power and their emphasis on materialistic orders, which contain power potentials. That is 

why, although there are profound differences in the theoretical frameworks, an anthropologist’s 

view on complex empirical settings should not fear the merging of seemingly antagonistic 

schools of thought in the process of analysis and interpretation, if it leads to a better 

understanding of the field. The legal sociologist Marianna Valverde argues in the same direction, 

when stating in a reference to Pierre Bourdieu: 

„If one attempts to capture the dynamics of knowledge processes, rather than categorizing 

knowledges statically, one sees new things. But of course, every act of seeing also renders other 

things invisible. Along these lines, Bourdieu would no doubt say that Latour’s methodology 

renders systematic power relations invisible, and he would have a point. We who are neither 

Latour nor Bourdieu, however, do not have to take sides in this hypothetical debate. Given that, 

especially in Latour’s usage, concepts such as actor and network are merely tools, not parts of a 

general theory, it should be possible for sociolegal scholars concerned about systemic inequality 

to borrow some tools from actor-network analysis to analyze the workings of a knowledge 

network while complementing such an analysis with a substantive study of power relations” 

(Valverde 2005, p.421).  

Turning back to the context of this research study, the Foucauldian perspective on 

governmobility has indeed its strengths in explaining the genealogy of collective perceptions of 

reality, moral and truth, which deploy a number of political techniques as power instruments to 

conduct societal rationalisations and interindividual action programs. However, Foucault and 

the later developed discourse analysis lack a concrete situational analysis, which describe how 

certain power patterns and governmental programs empirically clash with individual 

perceptions and attitudes in social settings of being181. Considering the historical empirical 

 
181 This should not neglect the great contributions of researchers developing various methodological 
tools and frameworks to grasp diverse forms of bio-politics and governmentality in contemporary 
societies. However, the emphasis lays in the combination of structural power deconstructions and a 
strictly ethnographic research perspective that is necessarily provided in any kind of ANT-study (see, 
inter alia, Bourgois 2000; Packer 2003; Moran et al. 2012).  
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examples, Foucault provides in his work, it is no surprise that he didn’t put too much effort in 

the description of micro-sociological encounters, as his main interest addressed the question of 

how either through or within discourses a certain efficacious truth is constituted (Foucault 

1970). Moreover, he shows how language and knowledge systems evoke power relations, which 

may inter alia be read out from different tools of governmentality (Foucault and Burchell 2011). 

Although Foucault mentions certain situational settings, as the procedure of confession, 

prisoning or disciplining, he never provides an ethnographic description on how those powerful 

intermediations are committed, perceived or negotiated in various contexts (Jäger 2001, p.91). 

This is, where the major strength of the actor-network theory comes in, where ethnographic 

observations try to comprehend the concrete relationship between knowledge and power, 

program and reality may be traced in unique arrangement of sociotechnical life (Dölemeyer and 

Rodatz 2010). Indeed, a convergence of these two research perspectives seems comprehensible 

at this point as they fill the weaknesses of each other, while not losing their respective strengths:  

"An ANT perspective might prevent to mistake empirical materializations for a discursive 

determination result. Indeed, it draws particular attention to the high cost of translating to 

transfer government ideas preferably lossless [...] Thus, such an analysis would have less the aim 

to show that (certain) discourses exercise power (always in a certain way). Rather, it would be 

necessary to examine how programs materialize (again and again differently), how they exercise 

power (again and again differently) and, above all, which transformations they go through182. " 

(Dölemeyer and Rodatz 2010, p.6). 

Thus, a certain diagnostic capability as well as a designation of power inequalities remain 

ensured without alienating oneself from the potentialities of individual influence and 

unpredictable counteractions in situational actor-network assemblages. The interpretation of 

the empirical analysis will therefore apply a processual concept of power, which necessarily 

perceives the marshrutka enterprise as an arrangement of attempts at translation, mediations 

and representation, which is negotiated in different modes of operandi, and which brings in 

certain pre-structural perceptions of hierarchy determining the status quo and development of 

southern Russian transport practices. Within, the study enables a clear focus on techniques of 

governing the social and the technical in hierarchically organized settings by tracing their 

itineraries, their modes of existence and self-claimed logics of operation as well as the potential 

 
182 “Denn die Perspektive der ANT verhindert es, Materialisierungen mit einem diskursiven 
Determinationsverhältnis zu verwechseln. Sie macht gerade auf die hohen Übersetzungskosten eines 
verlustfreien Transports von Regierungsideen aufmerksam […] Somit hätte eine solche Analyse weniger 
das Ziel zu zeigen, dass (bestimmte) Diskurse (immer auf bestimmte Weise) Macht ausüben. Vielmehr 
wäre zu untersuchen wie Programme sich (immer wieder anders) materialisieren, wie sie (immer wieder 
anders) Macht ausüben und vor allem welche Transformationen sie dabei durchlaufen“ 
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and realized attempts of transformation, while remaining close to the action scopes of the 

respective actors involved.  

6.1.3 Learning about marshrutka diversity: How to broaden an entangled field in various 

settings? 

Before finally entering into the discussion of my research results, I will shortly reflect on the 

comparative setting of this research. As stated above, this research does not apply a strict 

comparison framework but rather grasps the two different case studies as a clear selective 

multiplicity, which provides a couple of common trajectories in certain questions and 

developments while staying unique or even distinct from each other in further ones. The adverse 

inconsistency of this research framework may reflect at this point the internal struggles of the 

methodological and theoretical approach, laid out on the last pages, when searching for broader 

valuable explanation attempts without denying the immense social complexity of situational 

encounters and micro-societal arrangement processes. However, more importantly, it mirrors 

the heterogeneous empirical landscape of urban traffic development and policies within the 

Russian Federation, which may be characterised as a fluid and widely opaque interplay of 

resources, decision making power and ideas relating more or less to each other in the various 

setting of distributed competences and abilities. 

From the methodological point of view applied in this research, it does not make much sense to 

apply a strict comparison framework between the two cities as I approach both as independent 

actor-networks, which developed their own modes of operation. Furthermore, the respective 

actor-networks in the two urban assemblages are complex enough to provide empirical 

evidence of urban tension struggles for an autonomous study, which then, a posteriori, could 

provide certain entanglements and points of interconnection to other different settings within 

and beyond the Russian Federation.  

Nevertheless, there are a couple of arguments to provide for the chosen open comparison 

scheme of two Russian case studies. First of all, the empirical pre-study, which took place before 

I chose the two case-studies Volgograd and Rostov on Don, unveiled a fascinating heterogeneity 

of organisation forms in different marshrutka spheres as, just to name a few, legal conditions, 

enterprise appearances, political involvement, transport worker’s labour conditions and supply. 

Not least, various marshrutka services in cities all over the country consist out of very different 

material realisation and differ in their modes of operation in the respective urban setting.  
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It was therefore an initial challenge to transfer the multiplicity of performances in different 

settings into a research framework, which nevertheless allows for a conceptual contingency. In 

this sense, the study deconstructs a superficial discursive notion of a ‘marshrutka per se’, which 

explains the necessity of two opposite case studies as Rostov on Don and Volgograd, providing 

major differences in marshrutka emergence, organisation and policy strategies. The differences 

between marshrutka modes in Rostov and Volgograd become especially apparent in the major 

objects of investigations, namely the inherent marshrutka tension struggles and the transport 

policy reforms of the respective city government. Therefore, it quickly becomes evident that 

local marshrutka operations appear in reaction to very different spatial, political and historical 

circumstances. Despite that, this study brings the very different challenges and application 

strategies of the actors involved into one framework and discusses them separately. But at the 

same time, it recognizes the unique development of certain tensions or conflict in the space, 

developing out of situated circumstances but in a significant interdependence to each other 

through the common framework in national discourses and policy attempts. 

Moreover, a comparative framework helps to evaluate the arranged narratives of common 

historical development steps. In this sense, a comparison between Rostov on Don and Volgograd 

shows that the indication of marshrutkas as a post-socialist/soviet transport offer may have 

different meaning and importance as an explanation tool. In this sense, the persistence of Soviet 

infrastructure in Volgograd is due to its entire reconstruction in the 1940s and 50s is, per se, 

more significant and formative for everyday life than in Rostov, which provides different 

infrastructural determinants from various historical patterns183. Furthermore, the material 

appearances of marshrutka vehicles may be interpreted as post-Soviet in Volgograd, whereas 

the supply of Gazelles as a symbol of the Russian economic transition in the nineties was 

characteristic for a long time. Post-soviet market transitions also took place in Rostov, where 

the South-Korean Hyundai vehicles represent the shifts in global value chains leading to 

production outsourcing and short-termed labour force as well as resource exploitation during 

that time.  

Thus, a comparative setting is justified through the complexity of the thematic entanglements 

as it prevents from superficial generalisations. At the same time, the research setting is aware 

 
183 Besides, one would fall short to describe consistent Soviet infrastructure determinants. Indeed, 
Rostov on Don and Volgograd are good examples for different infrastructural influences during the 
Soviet period. As Volgograd is deeply influenced by Stalinist architecture and urban planning measures 
(Samojlova 2016), Rostov grew significantly in the 70s and 80s and provides architecture-wise a number 
of constructivist buildings as well as entirely new-built neighbourhoods of the Brezhnev Era (Belenkij 
2005).  



298 
 

of the arbitrariness of the selection but deals with it as a pragmatic necessity in the hope of 

increasing the substance of the content discussed and to broaden up the spectrum of concerns 

in the field.  

That is why the analytical part started with a broad approximation of marshrutka enterprise 

perceptions, following chronologically the knowledge growth of ‘the researcher’ during the 

fieldwork, when bringing in descriptions and characteristics of marshrutka enterprises from 

different perspectives and standpoints. At this point, I renounced a separation of the two case 

studies as the determinants of the spatially unique arrangements are carved out at a later point.  

In the sense of a multi-sited ethnography, the idea of this analysis was to deconstruct and to 

enrich at the same time the very different layers of meaning co-evolving the sense of marshrutka 

appearances. Accordingly, the local particularity of both settings became a major line of 

interpretation in the second part, when different reactions such as transport policies or protest 

actions by the drivers were the focus of attention. To sum it up, this analysis tried to implement 

different perception levels of the various black box marshrutka in different local assemblages, 

while simultaneously making transparent the researcher’s way of comprehension during the 

fieldwork. 
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6.2 A Second Aramis184: Who killed the marshrutka? 

In one of his earliest books “Aramis or the love of technology” (Latour 1996a), Latour describes 

in style a crime story of how the plan for an autonomous rapid personal transit system in France 

almost turned into an object in the 70s but then instead, turned back into the archives, “into a 

text, a technological fiction” (Woolgar 1991, p.24). Inspired by this very unique approach 

towards sociotechnical arrangements, this chapter is dedicated to the question of the rise and 

decay of marshrutka mobility in Russia.  

However, it is also important to accentuate the main difference to Latour’s interest in Aramis. 

In contrast to his inquiry, this investigation is not primarily interested in how a technology does 

not appear instead of its feasibility, but asks quite the other way around why a technology/ 

mobility device is collectively condemned to death (but resurrects), although its feasibility is 

proven, successfully institutionalised and elsewhere even proposed as a promising future 

prospect. In short, this chapter tries to examine the research results through a Latourian lense 

and asks for the added value, when interpreting marshrutka developments through an ANT 

perspective. In this sense, marshrutkas appear firstly as a deficient actor-network, secondly as a 

problematized actor causing a session in the ‘parliament of things’ and thirdly as a deficient 

power arrangement, where translation costs are wrongly invested and intermediaries turn out 

to be proponents of particular sites – remaining in isolated and widely distinct marshrutka sub-

networks, which have lost their ability to interact.  

6.2.1 Marshrutka practices as deficient Actor-Networks 

The deficient status of marshrutka networks is rather obvious from a Latourian perspective as 

non-conflicting actor-networks are characterised as widely unquestioned and without public 

consideration (Callon and Latour 1981). In this sense, as long as an established actor-network 

works properly in its purpose and interrelations – it will never be made a subject of further 

discussion (Murdoch 1998). This said, one characteristic of marshrutka networks is that they 

appear as a conflicting assemblage already since a considerable amount of time, although, as 

has been stated, they deprived originally as an innovative solution of another defective actor-

network – e.g. the broken public transport supply of bankrupt municipalities. Only when 

marshrutkas became the major public transport service itself and within a target of transport 

reforms due to newly detected deficiencies, the public image of marshrutka mobility turned 

adverse.  

 
184 Latour, Bruno. Aramis, or, The love of technology. Vol. 1996. Cambridge, MA: Harvard University 
Press, 1996. 
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From this perspective it appears thrilling to explore how the marshrutka network failed to retain 

the former status as saviour of the urban mobility supply in a time of substantial service decrease 

in the early nineties. Concerning this shift in perception, it appears as a strength of the ANT-

perspective to analyse the transformation of actor-networks from proper working modes of 

existences into crises-ridden settings of negotiation due to unexpected arrivals of new actors, 

shifting circumstances or missing legitimacy in changing sociotechnical spheres (Latour 1999, 

2001, 2005).  

However, the first question should be, do we actually speak about the same network, when 

considering marshrutka mobility nowadays and relate them to the situation in the early 

nineties? This is not as easy to answer as it may at first appear. Obviously, the logic of mobility 

service, the organisation of transport provision as well as major habitus patterns remained 

superficially similar, but the general condition as well as scope of the network changed quite 

fundamentally in a relatively short amount of time. In this sense, the marshrutka, which 

appeared as an additional mode of mobility for exceptional services (fast ride, peripheral 

destinations for significantly higher fares) very quickly developed into the main transport 

provision service in post-Soviet Russian cities, which had a number of impactful consequences.  

To start with, the marshrutka was never created as a mass-mobility service, especially not in the 

city centres of former Soviet metropolises (Mun and Rubetz 1986). The enduring complaints 

about marshrutkas as initiators of traffic congestion are therefore a justifiable consequence of 

an uncontrolled perceived increase of deregulated mobility offers. Moreover, the deficient 

transport planning capabilities in the late nineties caused the seemingly evolutionary inscribed 

difficulty to perceive marshrutka modes as quasi-natural opponents and competitors to their 

state-run counterparts. This remains articulated until today, although the Soviet example proves 

the converse that marshrutkas could be thought of as cooperatives and part of the municipal 

transport in general (Mun and Rubetz 1986; Kuznetsov and Zhajtanova 2012; Vozyanov 2018). 

Furthermore, current deficit accusations conceal that marshrutka settings were implemented in 

a time of very low motorisation rates but gained a systemic transport mode in a time of 

continuously increasing car ownership, which significantly changed the urban road network 

conditions. Obviously, one could argue that the insufficiency of marshrutka mobility raised the 

desire for private individual automobility among the Russian population, but this would 

downplay the fact that marshrutkas have offered a much better service alternative for their 

clients than their municipal competitors.  
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A further point is the current assessment of shifts in the economic distribution and framing. As 

marshrutka modes were formerly part of the transport enterprises they could compensate the 

deficiencies of other state-run transport offers both, practically, on the road, and financially, for 

the accounting. This changed dramatically and disadvantageously when marshrutka modes 

separated from the broken state transport enterprises, which accelerated the decrease of 

subsidized bus and tram services. However, it appears hardly convincing to accuse bottom-up 

initiatives, built to rescue the collapsing urban mobility framework and to fill in the gaps that the 

state-run transport left behind, for the accelerated decay of an anyways underfunded municipal 

transport network.  

Therefore, these inconsistencies in the valuation of current and former marshrutka services may 

point to a rather loose connection of former and current marshrutka assemblages. As a matter 

of fact, a rather historicising line of argumentation to explain the current deficits of the transport 

mode remains very popular in current discourses, however, it appears hardly helpful to explain 

current and former deficits in the system. The public discussion about reduced fare categories 

may serve as an example at this point. As marshrutkas were a privileged transport offer already 

in Soviet era, the acceptance to pay higher fares was widely established in the late 80s and 90s 

(Sanina 2011; Vorobyev et al. 2016). Only the paradigmatic shift of marshrutkas as something 

additional, gap filling, and transitional passing by into a permanent transport institution and 

urban service, changed the public demands and brought the conditions of marshrutka provisions 

into local circumstances and onto the agenda of political negotiation (Vozyanov 2018).  

This shows that the marshrutka network as such already underwent major transformations 

before it even became the major mobility offer in urban transport networks all over the country. 

While the surface and operation mode remained recognizably the same, which was important 

to obtain the Soviet privileges in the transport mode, the entire environment and preconditions 

as well as the requirements changed fundamentally in a short period of time. The ANT 

perspective helps here to grasp these shifting preconditions in an analytical rather than an 

emotionally overwhelmed way, which is so present in the ongoing negotiations about current 

marshrutka policies.  
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Figure 25 Shifting network conditions in three chronological ordered marshrutka assemblages 

 

Certainly, the historical genesis of marshrutka networks is an important tool to comprehend the 

major conflicts as well as the surprising adaptability of current mobility performances in Russian 

cities. The figure above illustrates that marshrutka networks continuously changed their mode 

of existence on a business-organisational, spatial, as well as on a social policy level. The only - 

not less astonishing - continuity that can be traced back is the separated payment system that 

was left untouched, although the financial and economic environment as well as the enterprise 

frames fundamentally changed a couple of times in this particular period of time.  

Indeed, the marketwise special economic status of marshrutka services as a profitable transport 

service in Soviet transport enterprises was suggesting itself to continue the services in a separate 

format, moreover in a neoliberal economic setting of restructuration and privatisation. In this 

sense, the independent bookkeeping is one of the key developments of further marshrutka 

developments. Only due to the institutional division and special treatment, echoed in the public 

recognition of independent marshrutka fares, the later development of separation and 

competition against state-run transport offers was made possible. The shift from marshrutka 

network one to two therefore gives an explanation as to why marshrutka proponents often refer 

themselves towards a free-market discourse of progress through growth and expansion, in a 

liberal economic setting, with preferably little state interference (Aleksej 3/10/2017; Timofej 

6/16/2016). Marshrutka operators themselves created this myth of entrepreneurial 

enlightenment as they were profiting from the state absence on both sides; the social policy 

demands of passengers and the labour rights of transport workers. Exemplarily, the operator’s 

1
 S

o
vi

et
 M

ar
sh

ru
tk

a 
N

et
w

o
rk Additional Service (for 

elites)

Unique fare system

Spatially segregated (urban 
periphery) to special 
locations

Embedded in state transport 
enterprises

2
 E

ar
ly

 P
o

st
-S

o
vi

et
 

M
ar

sh
ru

tk
a 

N
et

w
o

rk Competing Service (for 
more wealthy people)

Unique fare system

Quickly growing route 
network

Bottom-up initiatives and 
cooperatives; separated from 
state-led transport 
enterprises

3
 In

st
it

u
ti

o
n

al
is

ed
 P

o
st

-S
o

vi
et

 
M

ar
sh

ru
tk

a 
N

et
w

o
rk Dominating Service (for 

lower-middle class)

Unique fare system, but 
significant approximations

Extended route network, 
partially restricted

Private Transport Enterprises 
conducted through state 
tendering



303 
 

association contributes to this narrative in the public call for demonstration against the 

abolishment of marshrutkas in Volgograd: 

“At the most difficult time for the transport system of the city, private carriers took responsibility 

for transporting most of the population of Volgograd and prevented a social collapse that could 

have arisen from the difficult economic conditions of municipal passenger enterprises. At the 

same time, private carriers that have not been receiving a penny from the city budget and have 

been in a fierce competition with municipal transport enterprises were able to form an extensive 

network of routes that is convenient for the population of the city, stretching 80 kilometres long 

through the narrow settlements along the Volga185” (Filimonova 2016, p.1). 

Drawing a picture of responsible-minded entrepreneurialism correspondents with the declared 

promotion prospects of marshrutka workers starting as substituting drivers with the hope of 

becoming a self-made marshrutka entrepreneur186. Indeed, this shows great similarities to the 

long ago written off but nevertheless impactful American-dream-like promise from rags to 

riches, however unlikely such an outcome may be in reality. The free marshrutka market 

narrative, utilised mainly by operators and investors, enjoys to draw a picture of state 

independent actors, which produce hands-on solutions and prospects for the citizens rather 

than problems and conflicts (Belousov 2014).  

As a matter of fact, this - as has been shown - hardly holds validity upon a closer analysis. 

Nevertheless, it appears as the major argument in the public transport for current marshrutka 

structures to remain, simply denying the obvious deficiencies in their own enterprises. That is 

interesting as the obstacles of marshrutka services and operations have fundamentally changed 

since the respective transport reforms in Russian cities. The transport workers could not be more 

removed from individual prospects of promotion in the current setting of exploitation. Already 

for a long time marshrutkas are no longer the smart solution for state deficiencies, but are the 

leading transport offer in Russian cities that millions of people have to rely on, and a still 

profitable business model, that refuses social responsibility.  

 
185 «В самое сложное время для транспортной системы города частные перевозчики взяли на себя 
ответственность за перевозку большей части населения Волгограда и предотвратили социальный 
коллапс, который мог возникнуть из за сложного экономического состояния муниципальных 
пассажирских предприятий. При этом частные перевозчики, не получающие ни копейки из 
бюджета и находящиеся в жесткой конкуренции с муниципальными транспортными 
предприятиями сформировали разветвленную сеть маршрутов, которая удобна населению 
города, вытянувшегося узкой застройкой вдоль Волги на 80 километров». 
186 See in detail chapter 4.3.1 Being a marshrutka driver 



304 
 

In referring to the historical schematic, marshrutka proponents continue to argue in the frame 

of marshrutka network two, although they are providing services, already for a couple of years, 

in marshrutka network three. The social policy dimension gained another shape and further 

importance, as marshrutkas are no longer the privileged urban mobility offer for faster and more 

reliable services but started to constitute the only reliable and useable public transport system 

in a city. Although many marshrutka opponents argue that the marshrutka sphere proves a 

systemic inability to reforms and modernisation (Koltashov 2015), the major difference between 

marshrutka network two and three is indeed a successfully implemented reformation process 

that changed the entire network attributions especially among the enterprise participants. 

A notable example is the change in car ownership within the private transport enterprises. 

Publicly, the modernisation of marshrutka fleets was perceived as taking over social 

responsibility from the operator’s site. Widely unmentioned, remained the restructuration of 

enterprise hierarchies that followed the shift in car ownership. Indeed, in accordance to my 

analysis, the major structuring order in the marshrutka enterprise is the administration of 

financial capital along the question of car ownership. It unveils a hierarchy among drivers and 

operators alike, which is never made a subject of discussion in the public discourse but 

determines the daily performances as well as the quality of service decisively. Jurij Belousov 

from the operator’s union comments: 

“The marshrutka operators themselves are mostly not the owners of the vehicles they supply. 

They actually function more as a manager. Actually, almost the whole marshrutka network is 

built on car leasing contracts”187 (Belousov 2014, p.3). 

This shows that local politicians do indeed have a second powerful tool against local marshrutka 

entrepreneurs, besides the tendering practice, when scaring off investors while triggering a 

discussion about marshrutka elimination. In marshrutka network three, the state bodies are no 

longer the weak observer of self-empowered business men and women but a significant and 

impactful actor-group that lays the clear and major priority on the retention of influence 

through, for instance, re-channelled capital flows rather than reforming and modernising the 

established and elaborated marshrutka sector, let alone that they would use their impact to 

supervise employment rights. It is indeed often the case that operators have no major scope of 

action due to financial dependencies primarily caused by the transport policy setting (Pastuchov 

 
187 «Перевозчики сами, как правило, собственниками не являются, они больше выполняют работу 

менеджера. Практически вся маршрутная сеть построена на аренде транспортных средств» 
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7/4/2016; Timofej 6/16/2016; Aram 10/16/2017), although this can differ substantially from 

operator to operator and their individual connection to local officials or involvement to other 

businesses. However, local transport departments are indeed to blame for neglecting their 

responsibility as regulatory agencies leaving alone passengers and transport workers alike to an 

increasingly deficient service.  

Unfortunately, this argument has seldom shown up in the public discourse about marshrutka 

elimination in Volgograd and Rostov. Instead, the contradictory dispute remained widely in an 

imaginative environment of marshrutka network two. In this sense, the state officials 

successfully blamed marshrutka carriers for anti-social behaviour suggesting their ability to do 

it better (Burmenko 2015; Larina 2019), while operators remained to produce their image of 

self-dependent entrepreneurs, a liberal state should rather protect and support than try to 

destroy (Bloknot 4/10/2017). However, both narratives are widely decoupled from the problems 

and challenges that the urban agglomerations actually face, while silencing at the same time 

proponents of passenger’s or transport worker’s interest. 

This gains evidence, when comparing marshrutka services in Russian cities with other post-

Soviet or even global settings of minibus services (Muñoz et al. 2009; Regnum 2018). In contrast 

to many other settings, the marshrutka mobility services in Volgograd and Rostov have been 

relatively well maintained due to at least partially successful reforms in the sphere. Despite this, 

there are still major deficits to state, especially the build-up of juridical responsibility structures 

which have increased the service quality. Even the modernisation of vehicle fleets has been 

successfully established as long as the local transport politicians supported the business. This is 

nevertheless hardly noticed by marshrutka opponents in the public negotiation about transport 

reforms (Kolesnikov 2013).  

In a Latourian sense, the collective has been failing, for reasons of contradicting interests and 

misleading representation practices of influential actor-groups in the field, to conduct an 

expedient debate according to the conditions of marshrutka network 3. Instead, the public 

discourse remains almost entirely in network 2, ignoring the shifts and developments of the last 

ten years in the sphere.  

In this sense, a marshrutka network 3 discussion would demand a critical dispute about the 

social role of marshrutka performances including both passenger rights and transport workers. 

This appears possible as the pre-conditions enable political influence on urban marshrutka 

networks through price setting, tendering or investor incentives. Therefore, in contrast to 
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network 2 obstacles, a current public negotiation would substantially need a critique of the local 

transport policy as the main structuring authority, which would have the opportunity to conduct 

changes in the sector. This bounds back to the discussion earlier in this text about the 

politicisation of transport issues in the Russian Federation. This analysis of my case studies 

unveils two folded assumptions in this respect: on the one hand, the marshrutka discourses 

indicate that public transport issues are able to mobilise significant parts of the urban population 

to articulate their protest, which is - depending on the voice - moreover generally accepted by 

the political class (Zyusin 2010). As stated, the Russian political leadership overall acknowledges 

their responsibility of providing a sufficient public transport infrastructure, which leads back to 

the Soviet standards and builds a contrast to other states, as for instance in the United States of 

America (Zyusin and Ryzhkov 2016). However, on the other hand, the observed forms of protest 

hardly appeared successful in terms of outcomes and did not allow for a constructive dispute 

and analysis about the major challenges due to a high degree of populism and a somehow 

breathlessness of character of the public discussion (Pastuchov 7/4/2016; MTV Volgograd 

5/30/2016; Nikitenko 2017). 

For instance, a profound improvement of the current transport situation could be reached 

through a sustainable build-up of driver unions, organised in recognised enterprise structures. 

One could assume those unions, when having a side look on other minibus mobility services 

(Sopranzetti 2013; Behrens and Ferro 2015; Rizzo 2017), for instance in Tanzania, where labour 

unions play an important, although not always one-sited role in the minibus mobility market 

development (Rizzo 2017). Furthermore, this would demand a negotiation about passenger 

demands and traffic developments in the city from both a sustainable and a social policy 

perspective. 

However, both actor-groups are widely absent. While passengers are randomly popping up in 

the discussions, for instance through interviews in the media, they remain a highly 

instrumentalised garnish for arguments on both sides – actively skipping the multiplicity of 

interests among the city inhabitants. According to transport workers, it remains to be stated 

that while drivers in the 90s and 2000s were able to organise major protest actions, they never 

did institutionalise forms of driver’s labour unions in the Russian Federation and therefore 

showed no ability to influence the public discourse in a constant manner.  

To sum it up at this point, marshrutka performances survived in the network transformation 

from one to two due to the superiority of a flexible transport mode, able to adapt to quickly 

changing obstacles in the urban sphere. In contrast to their municipal counterparts, marshrutka 
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services required low organisational skills and entry costs, which invited atomised collective 

structures to refer to each other only through loosely interconnected and interpersonal 

relations, a minimum of common guidelines and reciprocal acceptance. Connected to a 

neoliberal discourse of economic prosperity without state intervention, marshrutka actors 

switched the role from innovative gap fillers to rather self-aware competitors against public 

interests. Therefore, the anti-social character of an otherwise, indeed, efficacious and growing 

service caused the major reformation attempts, which mark the passage to marshrutka network 

three. Accelerated by the increased social importance due to shifted passenger supplies, the 

major conditions and requirements of marshrutka services were revised step-by-step in very 

heterogeneous forms and different speeds depending on the federal district. Today, the 

anatomy of assembled marshrutka networks proves a characteristic struggle between state 

intervention and mobility provision, at latest since the first attempts of local transport politicians 

to regain order in the market since the late nineties. What can be defined as characteristic at 

this point is that marshrutka assemblages have shown great ability to integrate transformative 

translation processes, including partly contradictory demands in daily practice, without evoking 

a collapse of the transport service. In contrast to that, it seems that the current 

problematisations and attempts at administration prove that defective translation and 

representation practices, which silence major interest groups in the negotiation process and 

lead to empty descriptions and proponent’s articulations, explain the decay of marshrutka 

practices from a theoretical perspective. 

Empirically, the respective third marshrutka network got divided into different translations of 

operation and description, which have been the major signifiers of power negotiations going on 

until the present. The deficiency of current marshrutka performances lays therefore less in the 

change of service but rather in a battle of sovereignty, understood as a process of claiming and 

re-claiming the procedure and norms as well as hierarchical relations in certain marshrutka 

assemblages. Concretely, my analysis shows how different - partly distinct - from the status quo, 

the descriptions of marshrutka operations may look like. Despite the ongoing tension within the 

marshrutka networks, the sole mobility practices continue to exist, reacting rather ad hoc and 

inconsistently to the different proposals of regulation frameworks, as a power instrument, as an 

attempt to subordinate the other actors involved into their own preferred arrangement. The 

major question that I follow in the next two subchapters is therefore: why are the possible 

development scenarios of marshrutka network three never made a subject of discussion and 

why do actors choose to remain with their argument in marshrutka network 2, even though the 
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current conflicts of marshrutka mobility would require focusing on another dispute and 

rearrangement? 

6.2.2 Conflicts as communication deficits in the “Parliament of Things” 

In the analytical part of my thesis, I utilised a rather pragmatic and methodological oriented 

interpretation of the parliament of things in order to show conflicting accusations, differing 

arguments as well as collective solution attempts in the negotiation process of marshrutka 

abolishment policies in Volgograd, 2016-17 (Schön et al. 2004; Lorenz 2008). At this point, I will 

rather apply the concept on a theoretical level, interpreted as a merge of political theories, 

assembling analytical tools to describe and comprehend processes of development in 

sociotechnical arrangements and decision making in political negotiation (Kneer 2008; Latour 

2004a, 2007; Laux 2011, 2018).  

Content wise, I pick up the question of various articulation strategies in the re-arranging process 

of marshrutka networks proposed by certain influential actor groups of different types 

concerning the formation and restructuration of marshrutka enterprises in the late nineties. 

Latour’s concept of the parliament of things operationalizes development in otherwise rather 

static network descriptions. In this sense, the politics of nature may illustrate how actors are 

brought together through common alliances, translation processes or demarcation attempts 

despite various interests and differing perspectives in the network. Conflicts appear, when 

certain actors step out of the common narrative and start to question the so far naturalised 

assemblage. In this case, a network needs a re-organisation of the social to make the inner-

network logic invisible again, and in this sense properly working. No one questions the 

functioning of a Gazelle-marshrutka until the engine is broken or until an unpleasant smell from 

the ventilation ducts scares the passengers off. The labour conditions in the marshrutka business 

remain unquestioned until an overworked driver causes a cruel accident or until the drivers 

voice up and paralyse the urban traffic through their protests. Therefore, this study about 

sociotechnical marshrutka conflicts may illustrate the different layers of being political in the 

parliament of things, which might help to comprehend the transformation of marshrutka 

networks at this point in a more elaborated format. 
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Figure 26 Calling for Marshrutka Reforms 

 

 

In order to trace reasons for the decay of the marshrutka reputation in the last couple of years, 

I apply the given concept on the network transformation from constellation two to three (Figure 

25). Reconsidering the arguments above, marshrutka services have been growing very fast in all 

of the cities of the Russian Federation but remained widely uncontrolled from the political 

authorities at least through officially legitimised instruments of supervision. Therefore, the 

conflict of marshrutka network two emerges out of appellant entities such as increasing price 

inequalities, low service quality and safety hazards, putting the common world into question 

and calling for re-negotiation. Indeed, the combination of increasing complaints by passengers 

and citizens with regards to the marshrutka service quality as well as political consolidation to 

gain back control constitutes the initial point of perplexity in the negotiation process of 

marshrutka networks at this time. The perplexity in this phase can be read out from the 

sociotechnical contradictions marshrutka performances coproduced. To say it with Latour: 

“Let’s call that ‘political-1’ and let’s accept that this is one of the new meanings of the term that 

science studies has brought to the attention of the various political theorists […] Every non-

human entity brought into connection with humans modifies the collective and forces everyone 

to redefine all the various cosmograms” (Latour 2007, p.816). 

 

Formerly well-considered and elaborate as well as widely accepted forms of mobility practices 

are suddenly made a subject of discussion. In a sense, the conflict arises as passengers, 

politicians and drivers suddenly recognise that marshrutkas have changed the entire material 

assemblage of urban mobility supply. Old categorisations and organisation forms are suddenly 

obsolete, control institutions fail and the newly emerged sociotechnical arrangement has 
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already created a new frame of organising its own mode of operation, which, however, remains 

widely unofficial. The formerly praised gap-filling assemblage is suddenly under critique without 

changing much of its proper action program, despite growing. Topics as traffic congestions, 

outdated vehicle supply and price policy are caused by materialised conflicts because new 

associations are built between the actors involved, while the institutionalised framework did not 

adapt at any point. But more than that, the new sociotechnical tensions are representing the 

powerful game change that evolved out of the very productive connection between drivers and 

minibuses, shifting at once the spatial conception, the value frame of transport and the temporal 

interrelations; in short: they were shifting the urban assemblage as such into something new, 

calling for re-negotiation.  

When calling for a collective consultation, the issue switches the mode from political into a 

pragmatist dimension, arguing that “the public is always a problem”188 (Latour 2007, p.816). As 

the issue of marshrutka services creates a conscious public that formulates their own opinion 

and finds alliances and common arguments among interest groups for and against each other, 

the sense of political here is connected to the strategies of argumentation, interpreted as an 

attempt to speak in the name of as many actors as possible. 

Empirically, the major negotiation was elicited between a powerful but little organised 

marshrutka lobby and a re-enforced political administration claiming to represent the interests 

of their citizens. I showed in chapter IV how powerful proponents try to speak in the name of 

silenced actors, e.g. the passengers, the vehicles or the drivers. Organograms, ticket machines, 

licenses – all conceal how certain actor groups try to re-arrange the sphere according to their 

preferences. This process of illusive consultation can evoke major consequences for the later 

developments. For instance, this analysis has interestingly shown that operators quite 

successfully present themselves as representatives of the drivers, which turned out to be a 

crucial erroneous assessment when establishing new hierarchies and settings as compromised 

solutions in the marshrutka assemblage.  

Again, the raised lines of conflict empirically unveil how different actor-groups position 

themselves in the public dispute. In this sense, marshrutka drivers as naturally closely 

interwoven with the technical arrangement in and around the marshrutka fought immensely 

against fare reductions as the implemented loan system distributes the whole financial loss to 

 
188 Latour refers in this paraphrase to the American pragmatic philosophers Walter Lippmann and John 
Dewey, which are of crucial importance for his own work beyond the here cited remarks (Dewey, 
Lippmann 2017 [1927]). 
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them, while transport politicians try to convince or force operators, passengers and technology 

to speak up in their interest, when implementing electronic cards and accepting ticket 

reductions, for instance.  

Figure 27 Emergence of Private Transport Enterprises 
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However, as the arguments of different proponent groups face indissoluble counterparts, the 

phase of hierarchy splits in a power-distributing decision attempt in the form of legalese and re-

organisation schemes as well as in blatant protest actions as the major counterargument of 

immediate standstill (being political-3) (Pollavskaja 2015; Regnum 2018). Latour’s definition fits 

strikingly well at this point in the marshrutka issue when stating: “This is when the machinery of 

government tries to turn the problem of the public into a clearly articulated question of common 

good and general will, and fails to do so” (Latour 2007, p.816).  

Let’s take the invention of marshrutka enterprises as an example here. The increased complaints 

about marshrutka mobility as well as the recognition of marshrutka as something not 

transitionally passing by but as surprisingly stable and crucial in the everyday urban life turned 

the marshrutka into a political problem in the classical sense, calling for administration and 

governmental decisions. The set of hierarchy in the parliament of things or the marshrutka 

issue’s third dimension of being political is of particular interest as it unveils both considerably 

successful hierarchisations as well as failing attempts of reforming the public sphere. The 

invention of marshrutka enterprises, for instance, could be interpreted as a successful 

implementation of a new common world. Following the narrative of enterprise proponents, 

marshrutka services remain the leading service in the urban sphere but under a regulated 

framework contained in the tax net. The promise was that marshrutkas stay the same: a flexible, 
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cheap, non-bureaucratic mode of mobility but lose their anti-social reputation. Obviously, this 

caused suspicion among the drivers and operators alike. Within, the major challenge was to 

reform a ‘functioning’ system and to convince crucial actor’s involved to re-channel the 

prevalent assemblage along the lines of state officials. A former driver remembers: 

“Someone shouted along the route: ‘Let's all come together urgently!’ That is what happened 

and suddenly - helter-skelter - the whole route gathered, and began to talk about how to do it 

properly, how to work, how to live further189" (Zhajtanova and Kuznetzov 2014, p.57). 

Indeed, the formalisation process and the build-up of institutionalised enterprise structures 

demonstrate different hierarchisation attempts, including participative discussion incentives 

trying to bring prevalent driver collectives together but also forceful withdrawals of individual 

licenses (Zacharkin 2016), which in the long run forced the participants to organise respectively. 

But, and this is an interesting proof of Latour’s conception of power, although the local 

administration showed the ability to create enterprises, they were not able to change the habits 

of the transport workers. As a matter of fact, the invention of an enterprise structure already 

changed the daily working habit through bureaucratic demands, however, drivers remained for 

the time being in their former independent position as self-dependent service providers. In the 

end, the reformation of marshrutka mobility in the late nineties consisted of the compromise 

that transport workers remain widely uncontrolled in their everyday work but superficially arrive 

in accordance to the new organisation structure. For this, the drivers had to accept that the 

transport policy recognised a number of private transport enterprises and started to establish a 

division between representatives and transport workers through an otherwise meaningless 

enterprise structure.  

In the long run one has to admit that this turned out to be a very bad agreement for the transport 

workers, as the local transport officials increased the requirements step-by-step putting 

pressure on the operators, which in turn were delegated to the drivers without a vote. Of course, 

drivers could choose to quit their job and many did. But if they decided to stay, or for those who 

entered the business after the reform, there was hardly space for inner participation or protest. 

In the end, the transport workers were forced to accept the new and disadvantageous rules in 

the sphere.  

 
189 «…Кто-то “крик” дал по маршруту: “Давайте, все собираемся срочно”, и так – раз-раз – маршрут 
весь собрался, и начали переговаривать, как правильно сделать, как работать, как дальше жить». 
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In this sense, the reformation attempts materialised in a vague agreement, where transport 

politicians could refer to the legitimate interest of representations and sovereignty while 

transport workers at first sight didn’t have to change much in their daily routine. Crucial for this 

study and the following argumentation is furthermore the appearance of the operator, 

introduced as a mediating power between the irreconcilable propositions between driver’s 

collectives and political will. Here we detect the tempting chance of an unanimously accepted 

solution, which Latour detects as one possible end of a sociotechnical issue: 

“This Habermasian moment is not an absurd way of dealing with issues; it is simply what happens 

when issues […] can be absorbed by the normal tradition of deliberative democracy. But to be 

sure, [it] is right to resist the temptation of so many administrators to believe that all issues 

should be dealt with as puzzles to be solved” (Latour 2007, p.817). 

In this sense, the sole fact that all actors of the social conflict between local politicians and 

marshrutka drivers could be calmed down through the introduction of operators, did not mean 

that the actual problems in the distribution networks were solved. However, similar to the 

Habermasian moment, the operators concealed the inner enterprise conflicts as well as the 

political intervention attempts from the respective opponent group and managed to artificially 

restore peace without solving any problems. 

 Therefore, it is the major role of marshrutka operators as an artificial fabrication of 

contradicting interests to respond to the different articulations in the field and to bring together 

the respective modes of operation. As I showed in the analytical part, the operator provides the 

crucial responsibility to hold the different challenges and organisational schemes together 

without bringing in a particular self-competence. As the empirical evidence shows, marshrutka 

services were provided before the introduction of operators and in the case of Volgograd even 

after the demolishing of official enterprise representatives. Therefore, the existence of 

operators did not emerge out of a practical necessity from a bottom up development but rather 

out of a strategic position for structural intervention in a top-down approach from the respective 

transport departments. Let’s refer again to this point to the experience of a marshrutka driver 

from Volgograd describing strikingly how randomly drivers built up pseudo-companies in order 

to continue their business as usual, which underlines the low relevance and need for drivers to 

organise into enterprises: 

"Somewhere in 1998-2000, the city administration told us that they would no longer sign 

contracts separately. They said: ‘You either create your own enterprise or you sign in someone 
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else’s firm’. Therefore, we started to create our own enterprise and one of our members became 

the owner of the route"190” (Zhajtanova and Kuznetzov 2014, p.58). 

What started as a superfluous man/woman, soon became a crucial hybrid hub in the network, 

responsible to solve or at least to negotiate the following developments and interventions in the 

marshrutka market. Many operators attach value to the fact that they worked as marshrutka 

drivers, however, their main task lays in the role of an intermediary mainly directed towards the 

expectations of the respective transport politicians. Therefore, the establishment of marshrutka 

enterprises clearly changed the negotiation in the network as new connection points and 

frameworks were built, re-channelling the communication and interaction and therefore 

significantly influencing the following development of marshrutka performances.  

Consequently, the last detected negotiation step, describing the transformation from network 

two to three in the set of institution is realised through political normalisation. As stated above, 

the establishment of private transport enterprises initiated a divide among the transport drivers 

between core members and newcomers (Ibid.). As core members by and by phased out from 

the daily driving services, the employee structure and interdependencies profoundly changed 

due to the organisational shift, though in an insidious manner rather than all of a sudden. 

Furthermore, the described development marks a further turning point in the marshrutka 

assemblage of my case studies: as the political administration successively gained back 

dominance over the public discourse, they were enabled to state what is normal and what is not 

(being political-5). To cite Latour a final time: 

“This is the stage that fascinated Michel Foucault as suggested by this much abused expression 

of governmentality: all those institutions appear on the surface to be absolutely apolitical, and 

yet in their silent, ordinary, fully routinized ways they are perversely the most important aspects 

of what we mean by living together” (Latour 2007, p.817). 

In this sense, this is the first part of the answer to why transport politicians tend to stay in their 

narrative about deficient marshrutka modes: it guarantees discursive power over the 

interpretations of marshrutka practices. Local politicians in Volgograd and Rostov successfully 

play with the determining power of discourses about state weaknesses, to shift the 

responsibility to the marshrutka performing actors, releasing oneself from any obligations and 

 
190 «Где-то в 1998–2000 годах городская администрация сказала нам, что с частными 
предпринимателями по отдельности не будут заключать договора: “Или создавайте организацию, 
или под кого-то уходите, под какую-то фирму”. Поэтому стали создаваться организации и один 
частник стал владельцем маршрута» 
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connecting the claimed accusations with a widespread notion of anti-social entrepreneurship 

that actually does not fit at any point to the social practices in the sociotechnical arrangement 

of the marshrutka. 

My analysis gives plenty of empirical examples to this argument, considering for instance the 

denigrating connection of labour migrants with deficient marshrutka mobility or the strategy to 

blame marshrutkas for the increase of traffic congestions without taking into account the 

increase of motorisation rates as well as the very low quality of road infrastructure supply in the 

cities. The power to shift away the justifiable demands of state responsibilities appears as more 

important than the actual reformation of deficient public transport networks. The only 

difference in the former and current discourse by state officials is that they formerly pretended 

not to be able to change the marshrutka sector for good, while profiting from the money flow 

for decades (Gross 2014; Vvodin 2016; Zacharkin 2016). In contrast, as the contemporary 

argument goes, is that only an entirely new transport scheme, open for federal funding schemes 

in the run-up to the World Soccer Championship (Müller 2014), is the only way to gain back 

control over a market - which they have already administered for almost two decades. 

More challenging yet is to explain why neither transport workers, passengers nor operators 

show an ability to reformulate the area of responsibility but accept the given discourse 

decoupled from the detected challenges in the network. According to transport workers, one 

has to consider the major replacement of employees accompanied by restricted participation 

following the introduction of recognised commercial transport enterprises. This is especially true 

in big companies, where the voice of drivers has been systematically suppressed. In smaller 

enterprises, in turn, it is the leading representative who is increasingly coming under pressure, 

delegating the financial dependencies on the employees. It is therefore no surprise that the 

institutionalised structure of a few big operators in Rostov proves greater resistance and 

coordination abilities than the small-scale operator landscape in Volgograd. Because it is simply 

the dependent relationship of operators towards the local transport departments which made 

them agree to play along with their rules, even in the process of abolishment. In this sense, there 

is a certain irony to state, when operators reproduced in an act of anticipatory obedience the 

self-image of a proper independent labour market and business. Obviously, the performance of 

Marshrutka operators as righteous and honest entrepreneurs in a free market appeared hardly 

credible and was too easy to unmask by journalists and local transport politicians. However, the 

strategically foolish behaviour of marshrutka operators during the abolition attempt in 

Volgograd in 2017 demonstrates the very weak position of the operators in the actor-network. 
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Therefore, it is no surprise that the only long-term consequence of the transport policy efforts 

to reform the commercial public transport in Volgograd was the elimination of operators, while 

marshrutka mobility provisions just decoupled from the official enterprise framework and 

continued to exist until present. 

6.2.3 The operator as a hollowed mediator 

Previously, I described the emergence of operators as a solution attempt to reorganise the 

marshrutka business and to create an entry point for political stakeholders to conduct future 

prospects of marshrutka development in their cities. Within it seems worthwhile to reflect on 

the empirical function, influence and mediating power, operators can actually apply. As 

discussed in chapter 4.3.3, the operators indeed mark a crucial position in the provision of 

service as they reflect on all expectations from very different angles, reacting to outside stimuli 

of all types, trying to bring together different concerns into a major hub of marshrutka network 

negotiations.  

In ANT-terms the invention of operators in the enterprise structure can be interpreted as a 

process of punctualization, defined by Michel Callon as an operation, where entire actor-

networks are subsumed and reduced to a single spot or function. “The process of 

punctualization thus converts an entire network into a single point or node in another network” 

(Callon 1990, p.153). Although Michel Callon and Bruno Latour used the term punctualization 

mainly to illustrate the multiplicity of seemingly neutral technologies, e.g. a marshrutka minibus 

that consists of complex interaction between technological systems. Related to the marshrutka 

enterprise assemblage, one could refer this, for instance, to the time scheduling of dispatchers, 

which are seemingly replaceable by an automatic stopwatch. Indeed, time schedules are taken 

for granted in the marshrutka assemblage and only become an urgent issue, if dispatchers are 

missing and drivers decide individually to detour around the dispatcher’s orders. Latour and 

Callon would state here that passengers or even operators do not have to know how dispatchers 

balance a difficult social network among the drivers as long as the marshrutka departs on time 

(Callon 1980; Latour 1990).  

This example shows, an adaption of this concept to analyse sociotechnical arrangements 

towards organisational roles, introduced to make an action chain more predictable, seems 

worthwhile in this empirical case of discussion. Callon states further that punctualization is 

mainly a process of reduction, applied to increase efficiency or to safe resources. While 

punctualizations are a common and necessary practice in all societal settings, the loss of 

consciousness about underlying translation practices may invoke dangerous or risky 
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consequences (Callon 2006). Social science research is therefore, in a sense, the finding of 

complexity behind practical simplifications (Callon 1987). John Law considers: 

“Punctualization is always precarious, it faces resistance, and may degenerate into a failing 

network. On the other hand, punctualized resources offer a way of drawing quickly on the 

networks of the social without having to deal with endless complexity” (Law 1992, p.385). 

The invention of the marshrutka operator actor may in this sense be described as the attempt 

to punctualize conflicts in the mobility provision between state and transport workers, while 

delegating the expectation to translate the perception of diverging perspectives into a common 

and mutually accepted setting and operation mode. Major conflicts between the expectations 

of transport politicians and transport workers as well as passenger complaints are simply 

reduced to a new position in the enterprise. The problem seemed to be solved as it is delegated 

to the operators. If new or common problems reappear a clear actor of response can be 

identified, the conflicts are successfully outsourced, invisible and thus, at least preliminarily, not 

existing.  

And indeed, at first sight the operators succeeded in appeasing the transport politician’s wish to 

conduct mobility services in their city in a more structured way. Operators started to create 

reports, applications and information sheets, ensuring the significance of reliability, control and 

predictability to calm the suspicions of politicians. At the same time the transport workers 

demanded for a safe working place, consistent or rising fares, as well as proper insurances. These 

claims or complaints are not new at all, however, they have been re-channelled to the concerns 

of the operator. Not least, the passengers also gain a new representative to address their 

complaints to. In short, a seemingly superfluous actor-spot gains suddenly manifold projection 

facets of different actor groups and through various perspectives. Latour introduced at this stake 

the difference between intermediaries and mediators, relating inter alia to Deleuze and Guattari 

stating: 

“It’s not easy to see things in the middle, rather than looking down on them from above or up at 

them from below, or from left to right or right to left: try it, you’ll see that everything changes. 

It’s not easy to see the grass in things and in words” (Deleuze and Guattari 1987, p.25). 

Various perceptions and behavioural expectations all projected at the same actor, is obviously a 

call for more complex descriptions of interrelating things and subjects but also for the necessity 

to look out for multiple realities in one setting. Nevertheless, it appears rational in certain 
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situations to approach actors as intermediaries, precisely in order to reduce the complexity, 

however acknowledging at least the potential of mediating power.  

For Latour the major difference between the terms mediator and intermediary is the active 

translation process of mediators who significantly change the sociotechnical arrangement in 

scale, perception and content (Latour 1996b). In contrast to this, intermediaries translate with 

negligible costs a certain content into another network. A major characteristic of modern 

societies is, following Latour and Callon, the widespread acceptation of intermediaries, which 

on closer inspection, turn out as significant mediators changing continuously the preconditions 

of our social being (Callon 2006).  

Therefore, the operator appears as the crucial translation point between financial reports, 

enterprise organograms, the realities of drivers and official tax declarations. The operator 

stepped up as the lowest common denominator, but soon developed into a mirroring mediator 

that only pretended to follow the rules of the respective interest group as an intermediary call 

for re-arrangement. Indeed, the operator’s strategy to solve conflicts was the perpetuation of 

entirely distinct operation modes. In this sense, the reports and control mechanisms analysed 

at the beginning of chapter IV make sense out of the intervention interest of transport 

politicians, which are therefore mirrored in the operator’s action. Meanwhile, the official rider’s 

list has nothing to do with the rank order dispatchers deploy to arrange the daily mobility 

service. The historian Yanna Yannakakis poignantly describes the position of intermediating 

actors in social negotiations: 

“[Their] position in multiple networks and coalitions meant that they were both varyingly 

situated and not situated at all; they occupied an ‘intermediate position’, one step removed from 

the final responsibility in decision making […] Participating in social networks from an 

intermediate position required not only considerable communicative skills but also a ‘tactical’ 

sensibility” (Yannakakis 2008, p.10). 

Retrospectively, the appointments of operators and officially recognised enterprises were 

incapable to solve the contradictory positions between drivers, politicians and passengers in the 

sphere but rather became an initial point of further conflicts between the actor-groups involved. 

However, this does not mean that operators necessarily did a bad job but rather that the 

mediating translation performances assured an illusionary perception of stability, preventing at 

the same time mutual exchange and possible change in service and practice. Within, although 

the established institution of legal marshrutka enterprises solved a couple of questions in the 
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negotiation process, the new structure raised by and by new issues of concern due to an 

exclusion of crucial actor voices involved.  

The discussion underlines a clear argument of miscommunication between the major actors 

involved, explaining the abrupt abolishment and clumsy reaction of the parties concerned. This 

chapter also shows why marshrutka networks are widely perceived as non-reformable: at first, 

because the dispositive of deficient marshrutka services may be instrumentalised in justifying 

the shortcomings of the local authorities, and secondly because the process of 

institutionalisation as well as the build-up of enterprise structures did not appear out of a 

bottom-up necessity or a top-down will to communication but rather as a strategy to impose 

marshrutka stakeholders as representatives.  

However, as has been shown, this was done without providing any instruments of influence, 

creating a hollowed mediator that is payed for by mirroring the behavioural expectation of its 

opponents. Therefore, a deeper consideration of the role of operators approximates the 

existence of pseudo-structures, which were already detected in the empirical observations of 

my study and discussed in the analytical part of this thesis. Nevertheless, the function of 

operators in the marshrutka networks also gives reason to think about Latour’s and Callon’s 

concept of mediators and intermediaries, which could be enlarged at this point with the concept 

of a hollowed out mediator, mirroring the expectations of each actor-articulation, though 

lacking conveyance of the messages from one network to another, which leads theoretically and 

empirically in the long run to an implosion of the assemblage as such. 

6.2.4 Conclusion 

This chapter tried to summarise some of the major evidences from the analytical part of this 

study. At the same time, I engaged deeper with the theoretical framework of this research and 

reviewed the applicability of Bruno Latour’s concept of an actor-network theory concerning the 

outcomes of this study. At this point, it could be demonstrated that the model of thoughts, 

introduced by the ANT may serve as a beneficial tool for interpretation to comprehend the 

transformation processes going on in the struggling marshrutka assemblage. This chapter shows 

that the ANT is not only productively applicable as a methodological perspective but also proved 

particularly important for the discussion of the research results. 

Therefore, the analytical frame of the ANT may help to better understand how the marshrutka 

network transformed a couple of times since its development into a mass public transport 

apparatus in the nineties, although widely unnoticed by the public discourse and negotiation 
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process. In Figure 25, the development of marshrutka networks is illustrated in three historical 

steps, zooming into the synchronic conflicts of marshrutka practices at the respective time. In 

order to avoid the methodological biased perception of static actor-networks, I furthermore 

applied Latour’s ‘parliament of things’ and discussed the marshrutka development as a 

continuing negotiation in the urban societies of my case studies. 

Interpreting the negotiations about the future of marshrutka mobility as a parliament of things 

was helpful to elaborate that local politicians have especially tried to maintain a narrative about 

marshrutka businesses as unpredictable and out of control, although the empirical evidence 

shows that the legislators did actually intervene and successfully reform the marshrutka 

enterprises in my case studies over the last decade. To blame marshrutkas for the slow 

modernisation of the transport network turns out to be a powerful strategy to conceal 

responsibility from a political point of view.  

In general, the manner in how marshrutka practices were institutionalised and brought under a 

legal framework unveils a strategy that only superficially implemented new responsibilities and 

control mechanisms without an actual interest in reforms and a sustainable modernisation of 

the transport mode or labour conditions. This has been discussed in detail through the example 

of the upcoming actions of operators in the marshrutka enterprise. Originating from the 

observation that operators were not needed in the nineties to provide marshrutka services, it is 

of little surprise then that they are also not needed today when marshrutka drivers organise 

informal marshrutka services in Volgograd largely independently. It has been further discussed 

how the role of the operator is mainly to mediate the different interests between workforce and 

ordering administrations. However, empirically, this turns out to be without any substance as 

the operator is neither in the position to enforce orders nor to influence political decisions. 

Analysed through an ANT-perspective, this phenomenon is interpreted as a hollowed mediator, 

which is seemingly appeasing a conflicting network, but not solving any existing struggles 

between the opposing actor-groups.  
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6.3 Marshrutka enterprises as a successful economy pattern? 

Major parts of this study dealt with the question of how the marshrutka enterprise is constituted 

and structured as well as how the current outlook of marshrutka enterprises developed during 

the last decades. In the introduction, I reviewed the academic literature on Russian 

entrepreneurship and the unique position of small and middle size entrepreneurs in the post-

Soviet Russian economy (Boutillier 2008; Kuznetsov et al. 2000; Peng 2001; Rutland 2013). The 

literature shows that although the terminology binds to similarities, a comparison between 

Western concepts of entrepreneurship and, especially the early post-Soviet Russian way of 

organising economic activity in a time of systemic transition and uncertainty, shows major 

differences that need further attention. Nevertheless, the image of liberal entrepreneurship 

remains significant in the discourse on economic policy and among marshrutka providers - 

equally as an orientation point and as a conceptual delineation. Many of my interlocutors 

referred to their perception of entrepreneurship in the West and underlined the differences or 

similarities to their own regulation frameworks (Aleksej 2018; Aram 10/16/2017). In this sense, 

the projection of a Western enterprise culture serves more as a discursive argumentation that 

can be picked up or struggled against depending on one’s own position in the discourse (Carrier 

1995; Pilkington 2002).  

For instance, marshrutka operators in Volgograd were depicting the narrative of the marshrutka 

business as one of the first free markets in the Russian Federation, where righteous business 

men/women could provide convenient services to the people against the interventions of state-

led anti-marshrutka campaigns (Belousov 2014; Viktorov 2016), while at the same time my 

interview partners in Rostov on Don referred to the inhibited conditions in the marshrutka 

market due to corruption offences and monopoly building (Ivan 10/18/2017). Therefore, the 

empirical collected self-constituted comparison to foreign contexts remains significant to 

comprehend the inner transformation processes in the cities and enterprises and are 

interpreted as a discursive instrument of power, assigning something or someone as forward-

looking or modern but also as backwards and underdeveloped. 

While I referred in the second chapter to the particular characteristics of small- and middle-sized 

enterprises in post-Soviet Russia concerning the concepts of fuzzy ownership as well as 

informality, I will pick this discussion up on the following pages and bring the concepts in relation 

to the outcomes of my research concerning the marshrutka enterprise. Therefore, the aim of 

this chapter is twofold. On the one hand, I want to underline the regulatory impact of certain 

economic characteristics in the marshrutka business as fuzzy ownership, money and debt 

circulations as well as employment relationships in everyday marshrutka practices. While, on 
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the other hand, I will broaden the perspective by reviewing major theoretical concepts of 

informal economies and bring them into a fruitful discussion with the empirical evidence of this 

study in a specified sociohistorical context.  

Moreover, I will comment on current public discussion in Volgograd and Rostov determining 

marshrutka enterprises as anti-social, criminal and economically unfair in order to analyse how 

informality is applied as an articulation strategy to exclude the proponent narratives from the 

negotiation. Lastly, I will also refer to the indeed substantial deficits of contemporary 

marshrutka enterprises but relate them to very similar business models in the sharing economy 

on a global scale. 

6.3.1 Multiple valuations of economic marshrutka performances 

“Instead of the economic system being embedded in social relationships, these relationships 

were now embedded in the economic system” (Polanyi 1947, p.77). 

To start with, the outcomes of this study show unequivocally, that marshrutka practices would 

be insufficiently described as a solely economic sphere. As discussed, post-Soviet marshrutka 

services arose in many cases as a primary social practice, negotiated as a basic need of an 

otherwise remote community in the suburbs or rural areas of the country. While fare dodging 

was due to the small size of the marshrutka interior not as widespread as in other public 

transport means, marshrutka fares were always up for negotiation (Wondra 2010; Breslavskij 

2006). Until today, it may happen that a passenger asks for a free ride – explaining her or his 

situation and might get approved by the driver (Weicker 2016, 2017). Furthermore, the 

interindividual practices to pay the transport fee for someone else as part of a reciprocal 

recognition in exchange relations, that is often described as part of blat-networks191 (Ledeneva 

1998), show the profound social character of marshrutka services that is distinctive to soley 

profit oriented considerations in capitalist markets (Tichomorov 2011).  

Nevertheless, marshrutka services obviously have a commercial character since the very 

beginning, however, they aroused out of a social embeddedness that laid the basis for their 

everyday work. Rural marshrutka services were especially organised in accordance to the 

demands of the community, but also urban marshrutka lines consisted of indicated solidarity 

patterns (Sanina 2011; Kuznetsov and Zhajtanova 2012). So, the questions to answer at this 

point are: why are marshrutka enterprises today considered as harshly capitalist in its worst 

sense and how did the marshrutka service became a practice dedicated to a free-market regime 

 
191 Network of favours (see Ledeneva 1998) 
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in an almost entirely economic system? Or, to put it in Michel Foucault’s term, how has the 

mixed societal sphere of everyday marshrutka encounters become a discursive objective of “a 

kind of permanent economic tribunal192”(Foucault et al. 2008)? And lastly, are marshrutka 

practices best described through a market lens as an economic practice or, if not, how can this 

study contribute to a better elaborated and multifaceted consideration of marshrutka services? 

Again, one has to consider the paradigmatic force of determining the ‘marshrutka ride’ social 

practice as anti-social or economically unfair, when establishing a predominant perspective in 

the analytical framework. Thomas Lemke considers, in reference to Foucault, those ascription 

processes as characteristic for the establishment of neoliberal regimes in a society: 

“In the process of eliding any difference between the economy and the social, they transpose 

economic analytical schemata and criteria for economic decision making onto spheres which are 

not, or certainly not exclusively, economic areas, or indeed stand out for differing from any 

economic rationality” (Lemke 2001, p.198). 

In the public discussion about marshrutka mobility the paradigmatic shift is often drawn by 

means of the drivers’ behaviour and responsibility (Gavriehlova 2012; Privet-Rostov 2017; 

Sorokina 2008). The story of marshrutka decay is a story of formerly honoured self-made drivers 

that lost their moral compass in times of neoliberal transition. Against one’s better judgement, 

the drivers are made responsible for the loss in quality, successfully concealing the 

transformations in the organisational structure of the business. Largely unnoticed by customers, 

the hybrid practice of marshrutka riding shifted the operational mode towards market affiliation 

and into an economic system of freelanced services. Certainly, the development would be better 

described the other way around stating that: marshrutka services became an economic system 

despite the ambivalent social behaviour of their drivers, remaining as the only human factor that 

can still make the difference in a business model based on considerations of short-term profit. 

To sum this up in a somewhat cynical conclusion – it is the drivers’ role that is tackled the most 

for the unfair conditions in the system, although they are the first victims of the ongoing 

marketization. 

What can be understood from this example is the influence of a successful liberal-market 

approach towards public marshrutka evaluations that wrongly assumes marshrutka practices as 

a solely economic practice. This opinion is not only widely represented among the local 

municipalities, but indeed a widespread opinion in the transport literature about paratransit 

 
192 ‘Une sorte de tribunal économique permanent’, Lecture on March 21, 1979 
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services (Finn 2012; Schalekamp 2015). Cevero and Golub refer to informal transport as 

generally reducible to transport services that are filling the gap of market niches:  

“Mainly due to a lack of fiscal and institutional capacity, regular (i.e., formal) public transport 

services fail to meet the demands of the marketplace. Consequently, small-scale operators, 

legally or illegally, enter the market to fill these gaps, complementing regular transit services, 

entering neighbourhoods poorly served by formal operators, and responding promptly to shifting 

market demands” (Cervero and Golub 2007, p.445). 

Obviously, this remains an improper but effective reduction of social networks among the 

mobility provision that reach out far beyond economic reasons. Due to the 

simplification/punctualization of the network around marshrutka services, transport planners 

and informal transport researchers too easily ignore the social aspect of marshrutka provisions 

and focus solely on the market potentials that paratransit services would be able to provide. The 

argument mostly goes as follows: local authorities are unable or unwilling to reform the 

paratransit service of their city into a fair market, which leads to the unpleasant side effects like 

traffic congestions, rude driving manners, uneducated drivers and increasing accident numbers 

(Cervero 2001; Finn 2008; Gwilliam 2002). However, let it be supposed, that the state would 

introduce minimal regulatory standards: 

“Proponents of deregulation and free competition argue that it leads to reduced fares, reduced 

overall public expenditure, improved service levels, greater innovation, and a greater 

responsiveness to the needs of passengers […] The urban passenger transport market benefits 

from an array of service and price options (i.e. an economy of scope) rather than an economy of 

scale” (Schalekamp and Behrens 2010, p.789). 

This is the major narrative behind the modernisation attempts of local authorities worldwide, 

synchronized through interchangeable world bank reports (Gwilliam 2002, 2013; Oh et al. 2012), 

following the neoliberal agenda of deregulated markets that needs just a bit of night-watchman 

state control to release the potential of free competition. Learning from the ‘developing world’ 

(Cervero 2000, 2001; Cervero and Golub 2007) means here to bypass welfare standards and 

state regulations in order to provide cheap and profitable transport services on a global scale. 

Representing informal paratransit services as an alternative to outdated and inefficient formal 

public transport institutions can be traced back to a special section of new-institutionalist 

approaches towards informality led by neoliberalists calling for an alternative approach to 

informality (Soto 1989; Maloney 2004; Schneider 2005). 
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Indeed, the paratransit markets seem to be prototypical for this alternative approach to 

informality, blaming the formal institutions as outdated and inefficient, while perceiving the 

informal actors as micro-entrepreneurs and self-made employment procurers, producing value 

and livelihoods (Enoch 2005; Enoch and Potter 2016; Harding 2017; Canitez 2018). However, 

presupposing that people are acting only economically rationalist in a market economy sense, 

the approach shows convenience and influence, when triggered through a neoliberal lens in 

foreign development plans but loses its significance when applied to the everyday realities of 

drivers, operators or passengers alike.  

“Firstly, as new-institutionalists assume the existence of economic man and economic society, 

they fail to recognise that informal practices can represent modes of integration qualitatively 

different from and incompatible with the market economy […] Secondly, new-institutionalists 

majorly focus on the institutions that support functioning of the markets and deny the costs that 

the market economy imposes on society” (Rekhviashvili 2014, p.16).  

This should be brought into discussion with the empirical outcomes of this study at this point. 

As have been shown, the self-description of marshrutka drivers as self-made micro-

entrepreneurs is indeed present in the field. Many of my interview partners described 

themselves and their services as the better alternative to state-led offers (Timofej 6/16/2016; 

Natascha, 46 years, dispatcher 4/5/2017; Aleksej 2018). The first years of marshrutka 

enterprises, e.g. the years of lowest control, are especially often glorified as times of 

entrepreneurial spirit, when lateral entrants could easily become car owners and with a bit of 

luck act as a mini-operator over the services of a couple of vehicles (Sergej, 52 years, marshrutka 

driver 04/31/2017).  

However, the system of marshrutka supply and service was clearly not one-dimensionally 

market-oriented. Obviously, drivers wanted to make a living out of their work, however neither 

the drivers nor the marshrutka collectives of the nineties acted in a rationalist economic sense 

(Zhajtanova and Kuznetzov 2014). Anatol Breslavskij describes the multifaceted metamorphosis 

of jobless drivers to self-made marshrutka entrepreneurs in Barguzin, Siberia: 

“On the one hand, they were highly respected members of the local community; each of them 

embodied the personification of a successful, business-oriented entrepreneur, who has good 

earnings and high prestige. Most of them were not seen as drivers […] but as free entrepreneurs 

who have nothing to do with drivers of other organizations. On the other hand, their wealth and 

independence, the ability to impose their rules and act on the basis of personal interests, 

determined a different perspective on their activities. Some conversations of passengers were 
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full of enviousness and even detestation: ‘They only take advantage of the situation, profiting 

from other people's life needs’”193 (Breslavskij 2006, p.66).  

The arbitrariness of driver’s behaviour concerning price, route and passenger volumes shows 

that marshrutka practices cannot sufficiently be described through an economic perspective. 

The fond design of certain marshrutka salons, decorated as living rooms, may illustrate the 

different modes of operation that may take place in marshrutka rides (Sorokina 2008; 

Tichomorov 2011). What indeed happened, was the marketization of the business after its 

acknowledgement through the formal institutions. Because it was only after the introduction of 

officially recognised marshrutka enterprises that drivers lost their personal relationship to the 

driver’s collective as well as to the neighbourhood, they provided their services to. Both were 

important sources of knowledge and power that secured mutual recognition and solidarity 

patterns (Bridger and Pine 1998).  

This fundamentally counteracts the beliefs of new-institutionalist’s alternative thinking, 

interpreting development through the application of informal practices. Marshrutka practices 

gained their success and reputation through market-oriented actions but embedded in a 

network of social recognition, solidarity, and value-based rituals that were not implemented into 

market exchange (Breslavskij 2006). Therefore, informal marshrutka markets were clearly not a 

capitalistic endeavour. It was only at a later point, when marshrutkas became formally organised 

along newly implemented enterprises that were governed through opaque tendering and the 

introduction of new ownership structures that the competitive framework did indeed create a 

highly capitalist market - interpenetrated with formal and informal habits and relationship 

networks and oriented solely on the short-term maximisation of profit. 

The evidences of these case studies and many conducted empirical examples worldwide show 

that a reductionist view on transport networks - perceived as healthy informal markets - leads 

to widely failing transport policies, when trying to reform paratransit practices only through an 

acknowledgement of market conditions (Schalekamp and Behrens 2010; Mutongi 2006; Graeff 

2009; Muñoz et al. 2009). Empirically, as the consequences of marshrutka reformation practices 

in the early 2000s show in Rostov on Don and Volgograd alike, the market formalisation as well 

 
193 «С одной стороны, они стали весьма уважаемыми членами местного сообщества; ведь каждый 
из них — олицетворение успешного, деловитого, предприимчивого человека, имеющего хорошие 
заработки и высокий престиж. Большинство видит в них не водителей […] не имеющих ничего 
общего с водителями других организаций. С другой стороны, их материальная обеспеченность и 
независимость, возможность навязывать свою политику и действовать, исходя из личных 
интересов, определили иной взгляд на их деятельность. Разговоры пассажиров полны морального 
негодования, даже ненависти: «Они лишь пользуются сложившейся ситуацией, наживаясь на 
чужих жизненных потребностях и нуждах» 
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as the introduction of official economic actors rather worsened the situation of public transport 

supply, at least from a passenger’s and transport worker’s perspective. This, however, is rather 

the rule than the exception as Kenneth Gwilliam argues in one of his contributions: 

Figure 28 A regulatory circle in the post-colonial bus sector (Gwilliam 2008, p.1188) 

 

Referring to case studies from two African states, Kenneth Gwilliam describes comprehensively 

how the bus sector in Cameroon and Ethiopia developed, disintegrated and re-formalised again 

in different stages (Gwilliam 2005, 2008). In fact, this model is almost one to one transferable to 

the post-Soviet, respectively the Russian development of bus operation regulatory reforms. 

Deriving from a state regulated monopoly, the successor lands of the Russian Federation 

founded municipally owned transport companies. Due to underfunding, the formal suppliers 

declined, and fragmented informal providers appeared. As the first informal supply missed to 

acknowledge formal/external inspection instances, informal transport collectives found their 

own areas to provide supervision and rules, which partially ended up in informal cartels but at 

least in collusive local arrangements. As the state was entirely left out from this organisation 

scheme, the local authorities tried to re-establish formal companies in two ways: first, by 

consolidating the existing operations and bringing them back into the tax net and under a certain 

control mechanism and secondly, when establishing a privately regulated monopoly transport 

provider. This, however, may again lead to withdrawal (mostly due to financial shortcomings), 

which bears the risk of a re-appearance of the informal mobility providers, as seen dramatically 

in the transport reformation plan in Volgograd or Velikij Novgorod (Vaganova 2016; Zheltov 

2017).  
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Thus, Gwilliam’s table shows a certain significance for global transport reforms guided by World 

Bank vision of public transport modernisation (Oh et al. 2012; Oh and Gwilliam 2013; Polyakova 

and Vasilyeva 2016). However, the ‘regulatory cycle’ lacks any explanatory approaches and 

remains fully on a descriptive analysis comparing rather superficially many empirical examples 

from all over the world (Latin America, FSU countries, South-Asia and Africa). Thus, Gwilliam’s 

concept falls short of explaining why bus operating reforms are more or less successful in 

different settings, although they follow – often under duress - the same strategies for 

modernisation and market regulation. Following for instance Laurel Paget Seekins et al., one can 

see that the success and failure of bus reforms is highly complex and an almost unpredictable 

undertaking due to a whole bunch of unknowns and uncertainties, primarily in the social aspects 

of the sector organisation and practices that may react diversely on regulatory reform strategies 

of bus operators. Her team of authors summarises after an in-depth analysis of bus-reforms in 

Bogota, Santiago de Chile and Mexico City: 

“We contend that despite undeniable progress, governments in our three case cities have not 

yet created a regulatory structure that addresses the problems […] They have placed excess 

energy and resources into promoting a transition in the private companies that supply services 

and too little effort into considering the changes that will be required from government planning 

and regulatory bodies to ensure that the market remains contestable. The stated goal of 

regulatory consolidation is to transition from ‘competition in the market’ to ‘competition to the 

market’, but our examination of these three cases raises the concern that they have transitioned 

to ‘no competition’. […] When this is combined with the increased costs, expressed as higher 

fares and public subsidies, it opens the door for the return of informal service” (Paget-Seekins et 

al. 2015, p.437). 

Once again, this might descriptively prove the reliability of Gwilliam’s regulatory circle, at this 

point, but it does not explain why a certain reform attempt is more successful than another one, 

simply because the parameters of formality and informality applied in these concepts are by far 

oversimplified. 

In this sense, although the researchers quoted above, may have contributed productively to the 

discussion about public transport reformation strategies, they remain working with a rather 

implicit or at least not specified notion of informality – seemingly understood as self-regulating 

markets, characterised by state absence at this point. Both Gwilliam and Oh constitute their 

concept along a formal/informal divide that seems to be prescribed to the setting, stating: 

“Many cities currently have a two-tier public transport system. Social services are provided by 

municipal unitary enterprises under sole source contracts and offer concessionary fare while 
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commercial services are competitively tendered and provided by private operators under term 

contracts. This arrangement undermines market efficiency, a status in which the most qualified 

cost-competitive operators provide services on particular routes under clearly defined 

contractual obligations. The current contracting system needs to be reformed to eliminate the 

two-tier system, to strengthen the competition for the market, and to improve monitoring of 

operators’ performance in terms of service quality and vehicle standards. (Oh et al. 2012, p.18).  

In doing this, they follow a rather obsolete concept in the informal economy studies known as 

the dualistic approach towards an informal/formal dichotomy. Originating from the idea that 

economic advancement in the formal sector will make the informal economy superfluous and 

disappear, the dualistic approach, prominent in the academic debates of the 70s, conceptualises 

the formal and informal economy as widely distinct sectors while the formal economy proves 

superiority over the subordinated compensation practices in the informal economy (Moser 

1977; Williams and Round 2008; Hart 1973). 

However, both assumptions of the dualistic approach may easily be proved as incorrect as 

informal economy patterns did obviously not disappear despite partial economic progress and 

show a far more intertwined relation to the formal sector than expected. Similarly, the circle 

story of Gwilliam’s ups and downs in bus service (in)formalities is far more complex than 

described. For instance, where does Gwilliam draw the line between formal and informal 

services? Is a driver, hired but not paid by the municipal bus company but serving with the state-

run transport enterprise owned minibus marshrutka services in Rostov of the early nineties, 

formally or informally working? (Rostovskij Gorodskij Transport 2006) Did the marshrutka 

market formalise, when local authorities enforced the build-up of marshrutka enterprises and 

operators but left the drivers untouched of any new supervision or only afterwards, when the 

municipalities established, for instance in Rostov on Don, private transport monopolies with the 

effect that operators hired mostly labour-migrants in order to increase the profit rates? Are the 

re-appeared and non-registered marshrutka services in Volgograd informal or rather an 

intended effect of transport network re-structuration and actually easier to control for the local 

municipality than the official, formal marshrutka providers? 

The suggestive questions clarify that an artificial distinction between formal and informal 

economy practices or organisational schemes falls widely short, when engaged with empirical 

observations. Indeed, both theoretical approaches (alternative / dualist approach) discussed so 

far in this chapter, show despite their apparent differences a significant commonality in the 

perspective to perceive the formal economy relatively distinct from the informal economy. 

Although the ‘alternative’ approach inverts the “normative portrayal of economic development 
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as a process of formalisation [into] an alternative view of development as a process of 

informality” (Onoshchenko 2012, p.27), both concepts mislead the multifaceted nature of 

informal activities and formal labour, while also undermining the harsh and exploitative 

conditions of idealist deregulated markets, especially among neoliberal representations. 

6.3.2 Towards an operational definition of formal and informal economy patterns in the 

marshrutka business 

Certainly, there is a substantial theoretical debate about the interconnection of formal and 

informal economies that allows to grasp the marshrutka phenomenon in a different approach. 

In this sense, the structuralist approach on informality unveils the close interaction of informal 

and formal economies, when showing how formal enterprises are engaged in informal labour 

employment and economic production. Alejandro Portes summarises this concern: 

“This approach is labelled ‘structuralist’ because it focuses on the structure of formal-informal 

relationship in the economic system. The approach recognizes that the condition of excess labour 

supply created by rural-urban migration has had more complex consequences than the simple 

survival of the poor at the margins of the urban economy. Two such consequences are 

particularly important: the functions that informal enterprise plays in support of modern 

capitalist accumulation; and the creation of new niches in the labour market, corresponding to 

new positions in the class structure” (Portes 1996, p.150). 

From this perspective, informal labour is widespread because formal enterprises force their 

employees to accept highly exploitative and more and more deregulated working conditions in 

order to compete on a global market. Therefore, informal employment can be interpreted as a 

by-product of capitalist profit-orientation in eroding welfare systems. By detecting the close 

interaction between formal economies and informal economic activities at the lowest level in 

global supply chains, but clearly integrated into the system of capital accumulation, structuralist 

informal researchers formulate a strong point in explaining why the informal economy is not 

disappearing but growing in times of formal economic progress. Furthermore, the approach 

comprehensively analyses how subcontracting and outsourcing becomes a major mode of profit 

gaining in capitalist markets.  

Concurrently, the structuralist perspective developed primarily by Portes and Castells (Castells 

and Portes 1989) falls short of grasping informal activities as subsistence economies or various 

forms of non-market labour outside the formal sector. This appears as a major shortcoming as 

increasing amounts of informal work especially in the Global South is characterised as detached 

from market accumulations and organised as self-employment activities of a different kind. The 
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structuralist argument of a close interplay between the formal and informal sector has partly 

been implemented into a second interpretation of new-institutionalists most prominently 

formulated in the legalist argument. Supriya Routh refers to the similarities of the legalist and 

structuralist perspective as follows: 

“Structuralists argue that because of structural changes introduced in the capitalist mode of 

production and the market, formal enterprises diversify their operation to reduce their cost of 

production. Formal enterprises subcontract to reduce costs. The legalist thesis also argues that 

because of the high cost and cumbersome nature of formal operation, largely induced by law, 

individual entrepreneurs choose to operate informally to avoid such regulation” (Routh 2011, 

p.209). 

Despite the similarity between the legalist and structuralist perspective to interpret informality 

in close relation and interdependence to the institutional framework of formal enterprises, the 

approaches differ blatantly, when it comes to conclusions as the legalist perspective votes for a 

further dismantling of social welfare and legal control institutions, while structuralists call for 

the opposite, namely a strong labour market policy of states in order to protect and enforce 

wide-ranging rights and securities for their people. The legalist approach interprets informal and 

formal economies as rather complementary growing or decreasing. This can also be observed 

on the practitioner side, as John Round, et al. show in a couple of studies in Ukraine. In this 

sense, he argues that actors involved in the formal economy are even more engaged in the 

informal economy due to the access of social and financial resources (Round et al. 2008). Due to 

their estimation the informal economy unveils a somehow positive countenance in contrast to 

the formal economy, as the informal activities allow for a broader scope of action and 

negotiation based on paid mutual aid (Marcelli et al. 2009). In this sense, the complementary 

approach represents a rather indecisive position concerning applied policy conclusions, as both 

neo-institutionalist as well as welfare state protective arguments are quoted as possible 

solutions. Therefore, this approach rather seeks to point out the “mutually iterative relationship 

rather than one arising as a consequence of the other” (Williams and Round 2008, p.371). They 

continue: 

“Moreover, although inclusion into formal employment is retained as a ‘path to progress’, 

Informal employment is viewed more positively than in the residue [dualist] and by-product 

[structuralist] approaches. Either it is read as potentially positive if it can be harnessed and moved 

into the formal economy or as possessing positive attributes in its own right and something to be 

developed alongside the formal economy” (ibid.). 
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To sum this up, informal economy research can operationally be subdivided into four major lines 

of argumentation, namely the dualist, structuralist, legalist and alternative approach towards 

informality. Despite the various theoretical arguments, the different approaches unveil 

antagonistic schools of thought that have been influential for international development policies 

over the last decades. Therefore, it is important to analyse the outcomes of an applied policy 

together with the theoretical concept behind it. In an attempt to summarise the common 

interpretation schemes in their interrelated opposites, Williams, et al. refer to the informal 

economy theories as mainly subdivided in the way that they fundamentally perceive informal 

economies (rather beneficial or destructive) and respectively whether informal and formal 

economies appear as intertwined or separated from each other.  

Figure 29 The Relationship between Formal and Informal Employment (Williams and Round 2008, p.384) 

 

 

So far, this study has proved that formal and informal economic activities can only insufficiently 

be thought as separate and, if done so, lack to provide explanatory sources. In this sense, the 

dualist approach is not able to explain the increase of informal relationships despite the 

concurrent growth of the formal sector (Routh 2011). At the same time, the perspective on 

informal labour as opportunity-driven informal self-employment ignores the various 

interdependencies between market and non-market activities in both the formal and informal 

economy (Gibson-Graham 1997) and undermines - ideology-driven - the adverse consequences 

of insecure, non-regulated and highly exploitative forms of informal markets that enforce 

negative impacts on the entire social environment involved and the society as such (Polanyi 

1944). 
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Besides it appears fitting to apply the different concepts on the empirical evidence of this case 

study, which is the task of the next subchapter.  

6.3.3 Informality in the marshrutka business 

Bringing together the context specific preconditions from the first chapters, the empirical 

considerations of the analytical part and the previous theoretical discussion about informal 

economies, it quickly becomes obvious that distribution, conflict and personal experiences of 

informality are not freely transferable to the cluster above (Figure 29). Indeed, one could gain 

the impression that all four approaches, although partly diametrically opposed, find their 

empirical evidence or at least show significant influence as a school of thought. However, taking 

this as a starting point, this chapter will elaborate on the interesting interplay and connection of 

these different concepts in the marshrutka business of my case studies.  

Therefore, I will try to relate the respective research perspectives on the marshrutka empirics 

of my case study at this stage. Here again, I want to highlight the simultaneity of the non-

simultaneous that is present in the continuously interplay of different forms of formal and 

informal activities, which rather lay out a mixed scope of opportunities in different registers of 

action than distinguishing themselves from each other through clear boundaries. As the public 

transport development in my case studies and elsewhere is continuously characterised by 

coexisting practices of formality and informality developing out of the circumstances of the local 

environment, informality should rather be put: 

“as a myriad of (economic, social and cultural) practices spread on a spectrum between the legal, 

the extra-legal and illegal, some of which cause direct harm to fellow citizens while others 

undermine the state as institution or its symbolic power and others may be regarded not only as 

non-harmful but even as positive, allowing an organisation or a state to perform its function more 

effectively and efficiently […] We shall argue here that informality may be seen as transitional in 

its form but not in its meaning. An informal practice may be liquidated in its form but informality 

will stay” (Polese et al. 2016, p.16). 

Indeed, instead of thinking formal and informal economies as separated, it would make sense 

to re-consider the concept of economy as such, namely per se as a continuous interaction 

between community and market. Thus, the simultaneous performance of different 

informal/formal activities that could be ordered by means of the table above (Figure 29) are 

actually the ordinary case rather than an exception. Stephen Gudeman developed an interesting 

approach that goes beyond only market translations predominant in the economic sphere: 
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“The market realm revolves about short-term material relationships that are undertaken for the 

sake of achieving a project or securing a good. In the communal realm, material goods are 

exchanged through relationships kept for their own sake […] The two realms of market and 

community complement one another, conjoin, and are separated in acts, institutions, and 

sectors. No trade or market system exists without the support of communal agreements, such as 

shared languages, mutual ways of interacting, and implicit understandings. Communities also are 

inside markets, as households, corporations, unions, guilds, and oligopolies, and contain them as 

nation-states that provide legal structure for contracts and material infrastructure” (Gudeman 

2001, p.10). 

In this sense, the negative-ascribing power, inherited in the term informality, could be bypassed 

and replaced by an empirical in-depth analysis of conflicts within and among the two realms of 

economic scopes. Informality stays as a signifier of power hierarchies at stake, not at least as a 

narrative of Western superiority that is implicitly claimed and partly re-performed by the actors 

involved in a process of de-othering (Mitra et al. 2017). However, the analytical scheme has to 

distance oneself from a-priori ascriptions of informality as something deficient, transitional and 

destructive, although this can, obviously be observed in particular settings. Therefore, 

informality should be interpreted for this study as a situationally bounded translation between 

the two realms of market and community that is dealing with arbitrary demands of action. This, 

as all social and economic practices, can take the format of highly brutal and exploitative as well 

as criminal, but equally bears the potential for conciliating solidarity and a productive 

redistribution of goods and access to resources that may take a crucial role in the stability of 

threatened communities. With Gudeman’s concept, this analysis of marshrutka success and 

denial becomes much more explanatory in value as will be showed in the following.  

From an empirical point of view, many layers of informality seem to negotiate the daily practice 

of marshrutka economies. Following the governor of Volgograd, it is easy to pick the disparaging 

attitude towards marshrutka informality that reproduces a discourse of marshrutka services as 

something residual, a backwards mobility practice that will disappear, when the city of 

Volgograd makes the next step to modernism. Marshrutka enterprises do not pay taxes, they do 

not apply reliable bookkeeping, and they do not provide proper supervision but allow for 

outdated vehicles – in short, they are parasites of anarchical times and will disappear, when real 

progress in the country will start (Burmenko 2015; Stus 2017). Kirill Yankov, a former 

representative of a local passenger association, commented on the shutdown of private 

marshrutka practices:  
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“Of course, there are still problems in some areas. In any case, a step has been taken towards 

civilized transportation and it is impossible to go back194” (Yankov in Degot’kova 2016, p.3). 

In contrast to that, marshrutka entrepreneurs follow the argumentation of an alternative 

informality perspective, when claiming their professional ethics as self-made entrepreneurs that 

supply labour and economic progress despite an unreliable municipality and the unpredictable 

circumstances of their business due to the lack of state reliance. The self-description of righteous 

business men in prosperous competition with each other that are unlawfully tackled by the 

transport department due to their own interest of municipal corruption offences that can be 

traced out in the reformation process of the cities transport network can serve as an example 

at this point. Juriy Belousov states: 

“Marshrutkas have been, they are and they will remain in the city. Everything that the authorities 

do, did and plan to do until today is absolutely illegal. At first, they violate our countries 

constitution. At second, they have broken the federal law No. 220 – However, all sides of this 

work, the administrative part, and the work of carriers, they will continue anyway. You will see it 

on April 15th, there will be no clear abolition. They will not close us in a million person city like 

ours195” (Belousov in Bloknot 4/10/2017, p.1).  

As argued before, the main strategy of marshrutka operators in Volgograd when confronted 

with the abolition of marshrutka services in their city, was to blame the municipality for violating 

the laws for their own sake, while claiming their own business model as within the law and as 

morally respectable. Not all proponents articulated their distrust against the government as 

polite as Jurij Belousov. The local politician Dmitrij Krylov, for instance, blamed the newcomer 

‘PiterAvto’ as well as the transport politicians in Volgograd for being criminal and anti-social, 

claiming: 

“PiterAvto is the real enemy of the economy. Not only that, the man who today is the CEO of 

PiterAvto is the general director of a huge number of further enterprises. That means, he does 

not manage a specific enterprise. Moreover, in the list of those 25 enterprises that are 

interconnected and associated with those people who allegedly head the ‘Volgogradskij 

 
194 «Конечно, в некоторых районах остались проблемы. В любом случае сделан шаг к 
цивилизованным перевозкам и назад идти нельзя» 
195 „Маршрутки были, есть и будет. Все что власть делает, делали и планировать делать до 
сегодняшных момент явлается абсолутно незаконна. Впервый, незаконна вся стране конститутция. 
Втворой, нарушение федерального закона №220 - всех сторон этого процесса, админиистративная 
часть так и работа перевозчиковб они все равно будет продолжается. Получается 15ого апреля не 
будет четкая определение. Они не закроют нас в милионных город“ 
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Avtobusnij Park’, there are plenty of enterprises that are registered in the British Virgin Islands, 

that is, in the offshore zone196” (Krylov 2017, p.2). 

How much value is found in the small losses of tax incomes from a reliable and elaborate 

transport system compared to the millions of Roubles that are illegitimately transferred to third 

parties, as the argument goes. The small-scale marshrutka entrepreneurs may bribe to continue 

and establish their own work and business, but they do not betray the citizens in as large of a 

scale as the municipal transport department does. Obviously, this argument prevails double-

standards, however, it refers to the major conflict lines in the public discussion about 

marshrutka closures, namely the sovereignty over the interpretation of informality as something 

to fight against from an administrative point of view or as something that appeared in 

consequence of corrupt civil services and state failure.  

This can also be observed at a second example from Rostov. I discussed the role of Svistki, as 

informal dispatchers on the routes, in the analytical part of this text. The interesting point of 

dispatchers in the marshrutka business as actors bridging between the operator and drivers lays 

in the fact that their role unveils the major antagonisms of the operation modes that contradict 

the interests of the drivers. In contrast to the operators, the dispatchers have always been a 

crucial institution in the marshrutka business even before the municipal transport reforms re-

shaped the enterprise structures. In this sense, the dispatcher appears in itself as a balancing 

entity that ideally succeeds to calm down a destructive competition between the drivers. They 

fulfil their work at best, when they gain their recognition outside the market and business 

structure (see chapter 5.2.2). Many dispatchers have a friendly relationship to the drivers and 

they make sure that they take the side of the driver, although their official enrolment requires 

loyalty towards the operators.  

A further example is Irina (see Irina 10/16/2017 in chapter 4.3.2, p. 169), a dispatcher from a small 

private transport company in Rostov. When appeasing complaints of passenger on the phone, 

she is intentionally protecting the drivers from fees or suspensions as she is dependent on a 

trustworthy relationship. Furthermore, she knows all drivers by name and declared her solidarity 

with her colleagues. Nevertheless, Irina is aware that the company is struggling with the 

 
196 „ПитерАвто – реальный враг экономики. Мало того, человек, который сегодня является 
генеральным директором, находясь в Питере, является генеральным директором ещё у 
огромного количества предприятий, то есть он не занимается руководством конкретным 
предприятием. Мало того, в перечне тех 25 предприятий, которые между собой связаны (и 
связаны с теми людьми, которыеякобы возглавляют «Волгоградский автобусный парк»), есть 
предприятия, которые зарегистрированы на Виргинских и Британских островах, то есть в 
оффшорной зоне“. 
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transport committee and that an increasing number of complaints can harm the future of the 

entire enterprise (Irina 10/16/2017). This stands in sharp contrast to Evgenij, another dispatcher 

of a marshrutka line in Rostov, however, employed by a much bigger private transport enterprise 

in the city, who states that his major task is to fulfil the requirements of the operator through 

control and order (Evgenij 10/18/2017). 

When applying the role of dispatchers to the marshrutka business on the theoretical framework, 

dispatchers appear as an informal institution outside the transport market that fulfils the major 

task to create a social connection between the drivers. Socially embedded dispatchers represent 

the attempt to redistribute inequalities and competitive advantages among a bounded working 

collective. They appeared as a reaction on shortcomings in the market system that provoked 

penny wars and cartel buildings. In Gudeman’s words the dispatcher bridged the two realms 

between community and market to enable a viable economic scope and mobility service. While 

they continue to fulfil this function in contemporary enterprise structures, it is noteworthy that 

their official responsibility has significantly decreased to a supervising inspector of time intervals 

and working shifts. Particularly in large scale transport enterprises, the danger of autarkic 

functioning working collectives from an operator’s perspective, has led to an atomisation of the 

enterprise structure that primarily aim to deprive the influence of drivers but not at least reaches 

out on the importance of dispatchers. The example shows that the elimination of a community 

bounded ‘complementary’ informal solution can generate a formalised, however, by far more 

exploitative and precarious employment sector. This is obviously true for the marshrutka 

business in Rostov, that deploys widely alienated drivers as self-dependent subcontractors of 

huge transport companies, that bundle the capital and ownership of route licenses and vehicles 

in their hands, and that degrades the dispatchers to a human stopwatch at the last stops of the 

routes. 

Slightly different, but of further interest, lays the case of Svistki-dispatchers, which appear – 

somehow ironically - as an informal reaction of the formalisation of formerly informal dispatcher 

services (Panfilovskaja 2016; 1Rnd 3/29/2017; Gasparjan 2017a). As the collaboration between 

drivers is downsized to a minimum in the contemporary transport companies and as the income 

margins decreased significantly over the last years, drivers do perceive one another rather as 

competitors than as colleagues. One could imagine that informal Svistki-dispatchers 

compensate the social gap formalised dispatchers left behind, but this is not exactly the case. In 

fact, svistki dispatchers do not fulfil a social function in the marshrutka business but increase the 

rivalry among drivers. Aleksej, a bus driver in a private transport company of Rostov, explains: 
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“A Svistki will tell you - your minibus is a couple of minutes in front, do not rush, drive slowly. And 

you start to slow down at stops. Because it makes no sense to go just behind the next minibus – 

this is not about earning less money, this is about not fulfilling your daily working plan197” (Aleksej 

2018, p.2). 

As Svistki-dispatchers do not work for one operator but offer their service to all kind of drivers 

at one bus stop, they obviously do not show solidarity with the drivers and are conversely 

perceived suspiciously by the drivers. For small fees drivers buy the information about other 

marshrutka competitors driving in front. Svistkis enact a system of competition, where each 

individual driver tries to get the maximum amount of passengers during one ride. This causes 

conflicts among the drivers and wild pursuits on the streets. In this sense, they counteract the 

former idea of dispatchers as they increase the competitive framework on the roads that overall 

leads to a decrease in the quality of the transport services. Therefore, it is no surprise that 

Svistki-dispatchers are widely disliked among drivers, operators and the passengers and mostly 

seen as the informal by-product of the formalisation policy in the transport sector of the last 

years. Marshrutka driver Sergej complains:  

“Some unknown godfathers, roughly speaking, arrange such exactions. These are not 

independent people; they are just little henchmen who simply collect money. And the payment 

itself goes somewhere far away198” (Vesti Don 6/18/2016). 

In an unaccustomed agreement, the city administration recognises the far-reaching negative 

consequences of ‘illegal’ line dispatchers. In a devoted statement the director of the transport 

department in Rostov on Don, Alla Loskutnikova, claimed in 2016:  

“We do not have the capability to hamstring all people who walk around the city and collect 

money from someone, so we try to enact these dispatchers in an official form199” (Vesti Don 

6/18/2016).  

However, it remains widely unmentioned that Svistkis are the direct consequence of the 

simultaneous deprivation of working collectives, while increasing the competitive forces in the 

market. From a neoliberal lens on informal Svistkis, one could argue that they fulfil the function 

that marshrutka mobility is effectively adapted to the passenger volumes in the city centres 

 
197 „Вот скажет тебе свисток — твоя маршрутка в паре минут, ты не спеши, оттенись немного. И 
начинаешь на остановках притормаживать. Потому что за маршруткой впритык идти — тут не то 
что не заработаешь, тут план не сдашь“. 
198 „Какие-то крестные отцы, грубо говоря, устраивают такие поборы. Это не самостоятельные 
люди, они просто маленькие пешки, которые просто собирают деньги. А сама оплата идет куда-то 
далеко” 
199 «Отвечать за людей, которые ходят по городу и собирают с кого-либо деньги, мы не можем, 
поэтому официально сделали для этих линейных диспетчеров форму» 
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through the marketised redistribution of knowledge. In fact, however, no one inside the 

business appreciates the contemporary arrangement as it accelerates the destructive forces of 

marshrutka mobility and leads therefore in the long- or middle-term to its demise.   

In summary, the empirical examples prove at first the simultaneous presence and absence of 

different layers of formal and informal practices in the marshrutka setting. It further provides 

evidence that informal redistribution arrangements may work much more effectively and 

subjectively fair than formalised but ostracising organisational frameworks. The described 

examples further suggest that the notion of formality/informality is primarily applied as an 

instrument of power to disvalue the proponent side of argumentation, e.g. the operators or the 

municipality. Nevertheless, the proposed interpretation of informal practices allows discussion 

of the emergence, development and transformation of certain informal practices in reaction to 

significant circumstances in the respective transport setting.  

On this occasion, it is especially the development of private transport enterprises that changed 

due to political reforms, which turned out to be a transformative force in the sector. In this 

sense, the reforms formalised certain functions and roles (e.g. the operator) but also created 

new informalities as a direct outcome of these interventions (e.g. Svistki). The complexity and 

simultaneity of hybrid practices of formal and informal action repertoires are not mirrored in 

the ideal definition claims cited above. In fact, it seems “that formalised systems are always 

intervened by informal actions, while informal transport is formalised by certain rules. Thus the 

concept of formal-informal dichotomy in the literature on urban mobilities […] does not shed 

light on the complexity of urban rhythms” (Xiao 2018, p.15). 

Nonetheless, it seems fruitful to describe the development of marshrutka practices in post-

Soviet cities along the parameters of marketization and community or to put it in the words of 

Rekhviashvili and Sgibnev of market and social embeddedness (Rekhviashvili and Sgibnev 

2018a). While the borders of formality and informality are obviously blurred and less consistent 

than could be suspected on the table (Figure 30), the diachronical perspective may serve 

important insights about major changes and disruptions within the marshrutka business since 

the breakdown of the Soviet Union.  

As the Figure below shows, there is a clear tendency towards formalisation concerning the 

market conditions in the public transport sector, while this is accompanied by a clear shift 

towards the fragmentation of employees in the enterprises. 
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Figure 30 Ideal-type raster of marshrutka marketization (Rekhviashvili and Sgibnev 2018a, p.16) 
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This does not mean that subversive tactics of individuals fall apart, but illustrate the shift within 

the institutional framework of marshrutka enterprises. A logical consequence of increasing 

monopoly buildings and extremely unequal income redistributions should either be the build-

up of driver unions or the interventions of state institutions, however, as largely described – the 

build-up of officially recognised interest groups is prevented through individual subcontracts 

and the increasing employment of labour migrants, who mostly refuse official recognition. State 

interventions concerning the monopoly buildings in the private transport sectors have 

occasionally been raised, however, as seen during the transport reforms in Volgograd, they were 

either ignored or legally contested by the city councils.  

 

6.3.4 Summary 

 

„In comparison to other modes of transport – the marshrutka is still by far the best200“ (Evgenij 

10/18/2017) 

 

Are marshrutkas a successful economy pattern in contemporary Russia? This question has rather 

generally been neglected. Having a summarised look at urban marshrutka practices all over the 

country, one has to admit that marshrutka services today provide awful employment to the 

weakest members of society. The circulation of money and income is distributed in an extremely 

non-transparent and exploitative manner, which produces an advancing deterioration of service 

quality. From this perspective, one can easily comprehend that marshrutka practices are 

 
200 «По сравнению с другими видами транспорта, маршрутка пока самая лучшая» 
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perceived as a cradle of informal and criminal activities, as a sector of notorious tax avoidance 

and an ongoing safety hazard for the citizens. However, this is an under-complex judgement 

concealing the fact that the current shortcomings are in multi-layered ways a direct 

consequence of the reformation policies of local municipalities in the last decades. The 

interesting question about the marshrutka business in contemporary Russia is therefore not to 

evaluate the current success of marshrutka business but rather, whether marshrutka enterprises 

could potentially provide a productive contribution to future transport assemblages and enable 

at the same time satisfying labour conditions?  

The present marshrutka study cannot unambiguously provide answers on that question. 

Nevertheless, the marshrutka case may provide a couple of cautions and references about how 

a fairly balanced out but still flexible on-demand transport in contemporary urban 

agglomerations in Russia and beyond could look like. First of all, one has to remember that 

marshrutka mobility practices are installed and laid out entirely without financial state support. 

Indeed, it seems that this is what makes paratransit transport in the Global North so attractive 

to various scholars, in trying to transfer an equally ‘cheap’, subsidy-free system to the Global 

North (Enoch 2005; Enoch and Potter 2016; Cervero 2000). This research however clearly shows 

that the total absence of any state support and regulation leads either to a certain unreliability 

of the transport mode, as the working collectives tend to build cartels, or to extremely 

precarious working conditions and a decrease in service and vehicle quality. 

When comparing these two scenarios, which have been described in the marshrutka market of 

the nineties and the current development since the transport reforms in the early 2000s, one 

has to admit that the early post-Soviet marshrutka regime showed a larger extent of flexibility 

and demand responsiveness as the build-up of institutions to regulate an informal emerging 

transport market were organised in communities and socially embedded concerning the spatial 

scope, e.g. in the neighbourhood, as well as in the inner working collective through mutual 

solidarity and informal support institutions (e.g. dispatchers, maintenance, etc.). This is not to 

romanticise the transport situation in the early nineties but to explain the shift in perception of 

marshrutka mobility in the population as well as around business stakeholders. Nonetheless, the 

local municipalities had good reasons to force transport reforms in the late nineties, when 

claiming public transport provision as a public good that should be accessible to the greatest 

possible share of the population. However, the forced transport reforms did not aim to create 

the best possible solutions for the citizens in Volgograd or Rostov but tried first to gain back a 
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share of the profits within the marshrutka business through tax income and to slow down the 

as unequally perceived competition between private and state-run transport enterprises.  

It is up to speculation whether local politicians saw marshrutkas as evil and parasitic or whether 

their main interest was to be involved in the shares of a profitable business, however, both city 

administrations never tried to bring marshrutka providers and state-run transport offers in a 

collaborative relation and if they did, as in Rostov through the implementation of e-ticketing, 

they ignored the major interests of private operators and drivers and forced the escalation of 

conflicts, which led to a preliminary breakdown of the system. Indeed, when having a look on 

the rather successful transport reforms in Russian cities, e.g. in Moscow in 2016 and in Kazan in 

2012, it is easy to admit that the major strengths of the local approach was that private transport 

operators and drivers benefited from the transport reform and were consequently willing to 

cooperate in a shared tariff system (Ischmuratov 2016). The transport reforms in the early 2000s 

in Volgograd and Rostov only re-structured the organisational framework and forced new 

hierarchies in the business through the shift of vehicle ownership. The reforms totally missed, 

and that is probably the major accusation to make, the incorporation of drivers and other 

stakeholders in the private enterprises. Thus, it appears hypocritical when local politicians 

accuse the private transport enterprises for anti-social behaviour in conditions they decisively 

created for their own sake.  

To sum this up, a proficient marshrutka mobility system would require a clear employee status 

that could be provided through strong employee-representative organisations or through an 

inclusion of drivers into the companies with permanent positions detached from daily passenger 

numbers. This is necessary in order to ensure a certain passenger safety and reliability and would 

immediately open up the opportunity to collaborate with other municipal transport means in 

the city. What seems to be worthwhile to obtain is the flexible mode of operation, especially in 

suburban neighbourhoods as well as a subsumed social embeddedness of drivers and 

passengers that can be facilitated through mobile applications but may even work, as the 

marshrutka example intriguingly shows, in a widely analogue setting. Because the success and 

attractiveness of marshrutka services lays in its social involvement, the build-up of ad hoc 

communities and its demand responsiveness. There is no sound reason why it should not be 

worthwhile to further think about an adaptive development of marshrutka mobility in various 

urban settings on a global scale.  
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6.4 Urban Future, Technological Progress, Shared Economy – On a rendezvous 

with the marshrutka 2.0?  

After all, one might wonder whether a profound analysis of marshrutka practices actually needs 

the notion of mobility as an additional gain in knowledge or whether the described conflicts 

within and around the marshrutka operation practices could sufficiently and maybe even with 

more focus be described without a further emphasis of knowledge constituting mobility patterns 

and fluid performances? Indeed, this text does not provide a classical mobility study in a sense, 

as it provides the arguments in this analysis through rather stable social antagonisms in the 

enterprise structure, the public discourse and urban supply. While the focus on organisational 

schemes and internal hierarchies in the marshrutka business represents a fluid assemblage in 

itself, it is true that the chosen emphasis neglects to a certain point the mobile and spatial 

dimension of the phenomenon. Nevertheless, although the major focus laid in the description 

and interpretation of myriad conflicting actor-networks, this research was obviously triggered 

by the prevailing view on marshrutkas as a space- and community-constituting practice, 

determined through movement and continuous change. This leads to the question, what can 

the scientific debate about mobility phenomena in contemporary societies contribute to this 

study at this point, besides a general background orientation and the constitution of broader 

societal relevance?  

Before reviewing the topic-related literature of the mobility paradigm, it should be mentioned 

here that there is a discursive overlap in the mobility studies to state, e.g. the semantic notion 

of ‘mobility’ as political programs and as a scientific field of interest, within the mobility turn, to 

state, which has to be treated with caution. In this sense, contemporary mobility discourses are 

obviously not restricted to scientific debates but have their theatres in economic, political as 

well as civil-societal discourses, which mutually relate and interdepend on each other, 

constructing at the same time very different notions and narratives that follow various agendas 

and underlying convictions or schools of thought. Therefore, it would fall short to analyse the 

social science debate about mobility as isolated from an even broader mobility turn, especially 

in the prosperous centres of the Global North. Obviously, the social significance of being mobile 

for privileged contemporary human beings founds the necessity for sociological research in this 

field, however, it also requires a careful approach that is aware of the power symmetries, which 

are reproduced through the daily practices, policy interventions and scientific discourse alike 

(Franquesa 2011; Faist 2013). Henry Levebvre states in this concern: 
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“Certain sociologists have tried to define modernity more positively; for example, by mobility: 

mobility in terms of technology, social mobility (constant change in the relations of individuals to 

one another, and between individuals, places and labour), intellectual mobility (the assimilation 

of changes in knowledge and practice), moral mobility (the need for extreme flexibility and 

adaptability in interpersonal activities and relations, made necessary by the factors of change). 

These sociological analyses emphasize several genuine traits of modernity. However, in terms of 

the dialectical analysis we are undertaking here, they remain one-sided” (Lefebvre 1995, p.190). 

Thus, a one-sited interpretation of mobility discourses would fall short to grasp the social dispute 

observed in this study. Moreover, the provided empirical analysis may even contribute at this 

point, showing that macrosocial negotiations about mobility issues, here marshrutka discourses, 

provide heteronormative statements and prescribed interpretation schemes that have to be 

followed or denied, but can’t be ignored. Thus, mobility discourses are, as all societal negotiation 

processes, not value-free and follow an inscribed logic of perception enabling a connection to 

very different social fields of interest.  

One major dispositive in contemporary mobility discourses of the Global North is for instance 

the overall positive connotation of being mobile that, despite criticism and counterprograms, 

remains the dominating interpretation in social negotiations and action programs. Noel Salazar 

states: 

“Notwithstanding the many kinds of involuntary or forced movements (mostly linked to 

situations of conflict, persecution, or environmental threat), the currently dominant discourse 

across the globe links mobility to three positively valued characteristics: (1) the ability to move; 

(2) the ease or freedom of movement; and (3) the tendency to change easily or quickly. This 

translates into three assumptions, partly influenced by capitalist ideologies, which have been 

widely spread via public discourses and images about globalization: (1) there is (increasing) 

mobility; (2) mobility is a self-evident phenomenon; and (3) movement generates positive 

change, often conceived of as an improvement” (Salazar 2017, p.2).  

At this point, the question is not to tackle or criticize the mobility studies boom in the last two 

decades calling for a new mobility paradigm in the sociology (Urry 2007; Sheller 2014), but to 

emphasize the high integrability of a mobility research paradigm to various strands in the public 

examination and debate, utilising the mobility paradigm for various political programs but also 

for a wide range of innovative business opportunities. In this sense, the vast application of 

profound empirical research in the field of mobilities may hold as an evidence for the striking 

relevance to research the organisation, public consideration and politics of mobility patterns in 

contemporary societies. However, the fact that the noteworthy growth and popularity of the 
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mobility turn in the social sciences, is accompanied by an always increasing imperative of ‘being 

mobile’ in society, which is entangled with daily social encounters via public discourses to major 

challenges for policy and economic systems alike, does not necessarily suggest that the scientific 

investigations contribute to a problem-solving process. Rather it indicates that a majority of the 

current research actually contributes to the major social, political and economic assumption that 

govern mobility performances discursively and in practice. Within, it could be assumed that the 

entire contemporary discourse stabilises the current regime of mobility supplies, which can be 

detected as problematic when deconstructing underlying power ascription on various scales 

(Mincke 2016; Korstanje 2018).  

A conscious study about mobility patterns requires therefore a critical approach to the powerful 

effects of mobility attributions (Cresswell 2014). This gives reason to grasp social phenomena 

and fields of research in the mobility studies not exclusively through the self-constituting 

performance, but fundamentally through an analysis of the manifold social conditions in the 

direct environment. As all mobility performances are determined and governed by certain 

power regimes, following for instance certain market logics or a state-political agenda based on 

discriminatory epistemology, this focus must not vanish in the otherwise gratified empathic and 

comprehensive descriptions of mobile experiences. For instance, this study has pointed out 

several times that the urban mobility marshrutka is similarly including and excluding certain 

citizens from the right to travel, which is a problematic assessment for applied research, when 

focussing in the analysis solely on a part of the society that is selected by the object of 

investigation (Franquesa 2011). In this sense, a sole focus on mobility can be detected as 

potentially biased, when neglecting supra-structural determinants that are influencing the 

perception of informants and researchers alike. Maximiliano Korstanje argued in this sense, that 

a non-conscious research on mobility runs into danger to conceal social and labour inequalities 

of economic exploitation mechanisms: 

“There are serious problems with thinking of mobilities as a universal fashioned trend as Urry 

said, when only 20 percent of humanity has legally the right to travel. As Marxists observed, this 

suggests that the theory of mobility emerged as an ideological mechanism of indoctrination that 

is used by the elite to mask the state of exploitation the workforce faces these grim days” 

(Korstanje 2018, p.36). 

Thus, Korstanje indicates a problematic confusion of lifestyles, heteronormative values, 

economic incentives and the social scientific paradigm of mobilities, which reproduces even if 

critical the profound conditions and modes of operations in a seemingly a priori mobile world. 

Korstanje continues his critic on John Urry as follows:  
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“We assume that this world is hyper-mobile or should be understood in that way simply because 

we observe that vehicles are sold, or further tourist packages are demanded each year while in 

confirming our beliefs we are far from understanding the real causes of mobilities” (ibid., p.29).  

Mobility research therefore has the task of marking off from the often fuzzy boundaries of a 

publicly present mobility paradigm reaching into the social scientist research. In this sense, there 

is indeed a need for further mobility studies in the field, re-defining the line of how people, 

goods and values are channelled and governed through the application of mobility means in 

contemporary societies. Noel Salazar concludes: “Mobility studies, with its emphasis on agency, 

capital, regimes, and stratification, enriches current understandings of globalization, 

transnationalism, political economy, the role of cities, and circulation” (Salazar 2017, p.6). 

Therefore, this study needs a more detailed discussion about mobility as a multi-layered 

ideology in itself, determining the everyday work of marshrutka workers in its polymorphous 

discourse, varieties or the perception of passengers embedded in local and global discourses on 

modernisation and future technologies.  

6.4.1 Mobility as an ideological discourse 

Notwithstanding, the theory within mobility studies substantially contributed to a better 

understanding of meaning-constructions related to mobility practices of various kinds in the last 

two decades. Fundamentally, the mobility turn acknowledges the importance of movement as 

a signifier for social organisation, distribution and ideologies of human kind, which brings 

movement on the agenda of social research. Tim Cresswell concludes at this point: 

“The bare fact of movement – the observation that things like blood and sperm, city traffic, and 

spacecraft move – is rarely just about getting from A to B. The line that connects them, despite 

its apparent immateriality, is both meaningful and laden with power” (Cresswell 2006, p.9).  

Urban transport, as a particularly strictly defined and value-laden form of movement that 

connects a whole bunch of cultural associations, expectations and behaviour codes, appears 

therefore as extraordinarily determined by social discourses. Thus, there is an interesting 

interplay to observe and research, which mutually conditions the development of urban 

transport infrastructure and performances as well as public discourses about urban affiliation 

and accessibility, social (in)equality and welfare as well as changing perceptions of design and 

aesthetics. The far-reaching consequences of a collective knowledge about transport patterns 

are today significantly influencing the way how we perceive our environment as well as our 

individual freedom to act in widespread rule-guided, however, mostly unconscious containment 
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of urban movement. Jennifer Bonham describes in detail the momentous development of an 

urban regime that requires following the logic of transport supply: 

“The production of transport knowledge has involved separating out, classifying, and ordering 

travel practices in relation to their efficiency. This ordering of travel establishes a hierarchy which 

not only values some travel practices (rapid, direct, uninterrupted) and some travellers (fast, 

orderly, single purpose) over others but also enables their prioritization in public space […] Travel 

has been made manageable as it has been anchored between an origin and destination. 

‘Freedom of movement’ has been re-conceptualized through traffic and transport discourses into 

‘freedom to access destinations’. Thinking about urban travel in terms of transport has made it 

possible to govern the movement of urban populations, to maximize choice and to secure the 

economical operation of the urban environment (Bonham 2006, p.58). 

Following Bonham’s argumentation, the transformation of urban space and behavioural 

patterns is a powerful and to a certain point authoritarian process that shapes the fundamental 

perception of an individual but creates at the same time predictable orders of social encounter 

that ensure the differentiated processes of everyday urban life.  

Considering Foucault at this point, leads us back to the already introduced concept of 

governmobility (Bærenholdt 2013), employed through established disciplines that treat “the 

body as a machine, optimizing its capabilities, increasing its usefulness and docility, integrating 

it into systems of efficient and economic controls” (Foucault 1978). Indeed, Foucault’s 

theoretical insights and perspectives, although widely absent in the early mobility studies, can 

contribute a lot, when focussing on the stabilisation of insufficient and non-equally distributed 

transport patterns or on the associated pronouncements of particular modes of mobility in 

operation. The entanglements of mobility regimes especially in larger geopolitical systems call 

for a Foucauldian approach towards mobility, demonstrating: 

“the irreducibility of power and an inseparable ‘dark side’ to any emergence of a new productive 

social system [that] can offer useful conceptual resources to go beyond what several scholars 

have identified as an overly systemic and/or autopoietic analysis of mobility systems as well as a 

‘flavour of technophilia and the love of the new’ that is often in evidence in mobilities work” 

(Manderscheid et al. 2017, p.8). 

But how does this relate to the outcomes of this marshrutka research? Recalling the marshrutka 

case, one of the most fascinating observations is the overlap of two widely distinct utopian 

transport ideologies that clash and naturally provoke struggles within the daily mobility 

performance. Therefore, the determination of certain behavioural norms, organisational 

schemes and expectations trace back to a bizarre mixture of Soviet legitimisation narratives 
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implemented into a neoliberal setting of commercialised services that seek to answer 

individualistic passenger demands through the pressure of individually applied market pressures 

on workers and passengers alike. Entering a marshrutka cabin demands implicit knowledge 

about public behaviour norms like solidarity patterns combined with the reciprocal recognition 

of individual market-needs orchestrated in a well-elaborated marshrutka code of conduct, which 

illustrates the significance of applied collective knowledge registers soaked with ideology 

patterns determining the social everyday encounter. The inner-conflict of the transport mode 

that has to answer the expectations of antagonistic legitimation regimes is therefore key to 

comprehend marshrutka mobility  lifeworlds, as well as their macro-societal perception that 

determines the everyday action scopes.  

When the mayor of Moscow refers to marshrutka mobility as a signifier of the Third World and 

underlines the city’s progress through the abolishment of minibuses, he follows a certain regime 

of evaluation (Meduza 2016). When passengers complain about the fare policy of marshrutka 

operators, when drivers destroy automatic ticket machines to retain the manual mode of 

payment, they enact and counteract an order of transport operation that has to be dealt with 

(News-R 2017a; Nikolaev 2017). The fight for and against fare concessions is particularly 

symbolic for the clash of antagonistic operation modes that function through different 

legitimation narratives. The moral reputation of Soviet heroes in Russian society is moved into 

position against the operational mode of exploited drivers unable to allow for concession due 

to necessity (Bakunin 2016). Of course, this could be solved through active engagement of the 

municipal legislator, however, an analysis of the public discussion rather leads to the impression 

that official statements rather encourage and instrumentalise the antagonistic narratives to 

conceal their own responsibility (Tomilin 2017; Ulianov 2016; Regnum 2017b).  

The examples show how the seeming neutrality of transport as well as the positive connotation 

towards movement in contemporary societies is politically biased in itself but may be 

deconstructed through the analysis of inner conflicts, which unveil the limits of speaking and 

perceiving a certain mode of mobility. Thus, it is the critique and continuous public complaining 

that discloses - otherwise taken for granted - requests as well as the instruments applied to 

govern the way citizens behave and perceive themselves in urban transport environments. 

Birgitta Frello stresses this point in one of her articles: 

“‘Not just ‘mobility’ but also ‘movement’ is discursively constituted. […] Certain conventions 

govern the conditions of possibility for speaking about mobility but neither materiality nor 
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convention determine exactly what, whether and how an activity is given meaning in terms of 

‘mobility’ (Frello 2008, 31).  

Again, the spatial and cognitive prolonging of Soviet mobility ideologies next to an order of 

worth that interprets mobility in a capitalist sense in post-Soviet urban settings indicates how 

mobility trajectories are places of projection for various kinds of value and conventions at the 

same time.  

For instance, as I have shown in the analytical part, the architectural ensemble of a soviet urban 

reality continues to claim a certain mobility ideology based on an urban fabric built around major 

enterprise buildings, planned as a collective action pattern and form of social encounters, while 

strictly regulated in its individual application scopes (Miliutin 1974). The marshrutka 

incorporates these narratives, when following formerly soviet planned routes and reproducing 

the significance of the soviet urban through collective experiences in the minibus. At the same 

time, marshrutka patterns add layers of a market-driven individualistic mobility ideology that 

pre-requires the omnipresent opportunity and demand to be mobile and reachable in the urban 

assemblage. Individually applied stopping patterns, time-saving detours, penny wars as well as 

the continuous adaption of urban marshrutka routes to new emerging capitalist hubs of 

economic growth or social encounter (shopping malls, trade centre etc.) may underline the 

incorporation of market-oriented operational modes into marshrutka  lifeworlds at this point. 

Presskorn-Thygesen writes: 

“the concept of mobility seems itself to have become a ‘concept of movement’ 

[Bewegungsbegriffe]; that is, a concept which offers an attractive promise to actors, thus moving 

and motivating them in certain ways despite their awareness that this promise might continually 

fail its unproblematic fulfilment” (Presskorn-Thygesen 2015, p.746). 

This is certainly the case, when observing marshrutka discourses in contemporary Russia, in a 

sense that the complaining about marshrutka mobility is as diverse and manifold as the 

expectations. In this sense, marshrutkas are criticised for being anti-social but also for not being 

sufficiently liberal and market oriented, for being an informal means of transport but also for 

having become like a clumsy non-flexible bus service - since certain regulations were 

implemented, for overworked minibus drivers but also for every price increase.  

To sum this up, the main strengths and reasons for the somehow unexpected long duration of 

marshrutka services, namely the fluid nature of services and organisation, seems to turn against 

the mode of mobility on a discursive dimension. To underline this, it is true that marshrutka 

modes are flexible and fluid enough to adapt to all kind of urban challenges, infrastructural 
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threats and policy orders as well as to the very different passenger expectations, which found 

the basis for the further existence of this mobility offer. At the same time, keeping the complex 

inner marshrutka conflicts in mind, it is no surprise that marshrutka mobility continuously 

disappoints the expectations from all sides, simply because the actors involved never succeeded 

or intended to create a narrative of marshrutka as something valuable and worth preserving. 

This, finally, leads to a further layer in the perception of marshrutka mobility, present in both 

soviet and capitalist legacies but differently interpreted and performed; namely the submission 

towards a highly ideologised modernisation paradigm. 

6.4.2 The modernisation paradigm in Russian public transport provision discourses 

Public transport provision and policy is worldwide closely connected to discourses of modernity 

implicating social and economic growth through an increase of spatial mobility (Lash and Urry 

1993). John Urry rightly points out: 

“Movement became significant in the contemporary world – indeed the freedom of movement, 

as represented in popular media, politics and the public sphere, is the ideology and utopia of the 

twenty-first century […] More than knowledge, more than celebrity, more than economic success 

itself, it is the infinity of promised and assumed consumption possibilities arising from multiple 

movements that characterises the neo-liberal dream” (Urry 2016, p.4). 

Although the direct correlation of increasing physical mobility and economic growth is recently 

more and more questioned for contemporary societies of the Global North and expanded to 

digital/virtual means of mobility and motility patterns (Kesselring and Vogl 2008), the manual 

urban transport policies remain under the paradigm of modernisation, competing for best 

practices and innovation on a global scale for the favour of audience, investors and passengers. 

Within, especially Western patterns of thinking about modern urban mobility networks 

determine a dispositive in the local discourses about public transport provision that are hard to 

ignore but shape the horizon of valuation, self-perception and objectives on a global scale. And 

this of course also applies to my case studies.  

However, similar to the ideological tension lines within the marshrutka operation mode, the 

value and design of modernisation patterns in Russian society is obviously characterised by a 

further strife between historical self-proclaimed conceptions of modernisation and the de-facto 

ruling narrative of economic progress through modernisation. Historically, it is sufficiently well 

known that not only the capitalist Western block submitted to a self-described modernisation 

paradigm but also the governments of the Soviet Union propagated themselves as dedicated 

towards technological and societal progress through modernisation (Collier 2011; Gestwa 2010). 
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Within, the public transport supply of the former Soviet Union as well as its capitalist successors 

have always been serving as a suitable theatre to illustrate the citizens’ ideological patterns and 

encounters of collective consciousness through infrastructural modernisation. The metro as 

well-perceived palaces for the people and highly ideologised public places may be named 

exemplary at this point (Vujosevic 2012). Besides party political propaganda, the provision of 

public transport infrastructure in Soviet cities also incorporated an understanding of widespread 

access to all social groups, representing a state-image that cares about its citizens and provides 

the common goods for Soviet living. That this picture and ideology implemented in the 

infrastructural design never met the reality (Pucher 1990), should not conceal the fact that 

society was erected on the fundament that promised the provision of social goods through 

modernisation, transcending the ideological fulfilment of common needs into the future. Andrey 

Vozyanov states in this sense:  

“Trams and trolleybuses under state socialism were important signs of urbanity and progress 

despite that it required years and years of construction. This permanent construction usually 

lagged behind city growth, but managed to maintain hope for the proper infrastructure. Thus, in 

socialist cities inconveniences of ‘now’ were effectively justified by the anticipated good” 

(Vozyanov 2018, p.28). 

While the fulfilment of a well-articulated social welfare disappeared together with the 

announcing regime, some of the basic social assumptions have continued to exist among the 

citizens and merge into a promise of modernity via the capitalist approach, partly manifested in 

the negative public discourses regarding marshrutka mobility in contemporary times. In this 

sense, it is interesting to note that marshrutkas are neither perceived as modern in a capitalist 

nor in a Soviet sense, which lays the core argument for the unconditional abolishment from the 

perspective of their opponents.  

Indeed, the public discourse about marshrutka abolishment in Russia is realised along 

antagonistic statements allowing to abstract rather distinct concepts of modernity, discussed 

already in the analytical part above: predominant worth mentioning is, as an example, the 

articulated disadvantageous perception about current urban transport conditions that cannot 

compete with self-experienced or imagined Soviet transport standards in the past. For instance, 

many marshrutka drivers refer in their description to a Soviet layer of order and emphasize the 

insufficiency of marshrutka modes of transport in comparison to former Soviet transport 

organisational schemes (Sorokina 2008; Tichomorov 2011). Many decorate their vehicles with 

soviet nostalgic emblems or slogans in order to relate to this implicit set of values.  
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Figure 31 Soviet nostalgic marshrutka decorations (Weicker 2016) 

 

Picture 1: “I want the USSR back” 

At the same time, not necessarily separately treated by the interlocutors, there is a common 

argument in the public discourse to state that refers to the imagined outlook of a proper, 

modern transport supply ‘like in the west’ that would belong to a civilised and modern way of 

contemporary urban life (Karasev and Sudarčikov 2016; Meduza 2016). A local blogger 

comments on this: 

“Nowhere in the developed countries will you find marshrutkas in the streets of a city. And I think 

this is not because Europeans and Americans are too stupid to think of such a super 

technologically advanced kind of transport! Those countries, we have lost touch with long ago, 

began to invest in the development of trams, trolleybuses, subways, as well as in the construction 

of bicycle paths. Whoever has been to Europe once, knows how their transport network 

works201” (Anonymous Blogger 2010, p.1). 

Thus, marshrutka practices are somewhat contradictorily accused for antisocial behaviour, for 

not accepting reduced fares, for cannibalising road infrastructure and for tax avoidance, but also 

for decreasing the urban traffic flow, for an unreasonable performance and low predictability. 

Concerning this observation, it is surprising that both arguments gained importance only 

recently and were majorly present during the public discussion about marshrutka abolishment 

(Degot’kova 2016). Previously, the marshrutka practice in the nineties actually received 

recognition for being a non-Soviet means of transport that could indeed connect to the myth of 

a new time of self-made entrepreneurs, developing the country through the establishment of 

free markets (Breslavskij 2006). However, this changed, when marshrutkas were introduced as 

a permanent solution for public transport and was supported by the local municipalities in the 

late nineties.  

 
201 «Нигде в развитых странах вы не увидите на улицах города маршрутное такси. И я думаю, это 

не потому, что глупые европейцы и американцы не додумались до такого сверх технологического 

вида транспорта! Страны, на которые мы равняемся давно прошли такой тупиковый этап, и 

начали вкладывать деньги в развитие трамвая, троллейбуса, метро, в постройку велосипедных 

дорожек. Кто бывал в Европе, тот знает, как работает их транспортная сеть». 
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It is interesting to note at this point that marshrutka modernities in a Soviet sense would mainly 

refer to greater access from the passenger side and to socially apt working conditions from the 

driver’s side. A proper marshrutka modernity in a capitalist sense, in turn, would mainly refer to 

the increasing use of contemporary technologies (e-ticketing, reliable time schedules etc.) or the 

introduction of new vehicle fleets. The major critique against marshrutkas for not being 

appropriate as a (capitalist) modern means of transport, could be summarised that the new 

requirements of a capitalist life do not meet with the available resources and services from the 

state. This means, while major parts of daily marshrutka/traffic users have under duress 

implemented the mobilisation demands of a market-driven economy, they remain hindered by 

the incapacities of the local transport supply to provide ordinary conditions for a proper 

capitalist life: 

“The telephone line of the city transport is always busy; it seems that this is on purpose. Why are 

there no deputies that travel at rush hour by bus number 6 from 7 to 8 am? On a smelly, dirty 

bus like this, without a conductor, when the bus is totally overfilled? Despite this, they get their 

clean and warm ride on the new bus 21 in the central district. Why don’t they come here and try 

this one out?202” (Simochinae et al. 2017, p.2). 

Thousands of complaints from the passenger side, comparable to the one cited here, were 

argued during the transport reform in Volgograd in the direction that the high requirements 

towards the citizens in economically difficult times do not meet any support of the municipalities 

avoiding responsibility of their own acts (Artur 9/14/2016; Chodunova 2016). Accepting that the 

utopias of the Soviet past are gone and adapting to a capitalist way of life, the marshrutka turns 

out as a symbol of fundamental government failure, denying to serve neither the social welfare 

nor the liberal needs of the anyways acting citizens.  

This is interesting to look at, because it explains the non-adaptability to ridesharing discourses 

in Western trajectories of urban transport futures. When marshrutkas appeared as a mass 

transport in the late nineties they were absolutely perceived as a privileged form of urban 

mobility supply due to fee demarcations (Sanina 2011). However, as I have explained before, 

the price difference and exclusivity of marshrutka mobility is not a development of capitalist 

markets but a social distinction practice that roots back to the early Soviet Union, when the 

marshrutnoe taxi first appeared. In fact, the exposure of marshrutkas to free-market forces were 

 
202 «Телефон городской линии по транспорту всегда занят, это видимо специально так. Пусть 
депутаты проедут в час пик на автобусе № 6 с 7 до 8 часов утра. На вонючем, грязном автобусе № 
6, без кондуктора, где автобус забит вплотную до дверей. Катаются на новом 21 автобусе по 
центральным направлениям и им чисто и тепло. Что же по этому маршруту не поедете?» 
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not key to the success and fast spread of marshrutka mobility in Russia but rather led to the 

widespread concerns about the transport offer due to an unacceptable decrease in service 

quality that blurred away the exclusivity of the former perception of the mode of transport. This 

means, marshrutkas were successful in the nineties despite their low performance due to non-

controlled market competitions and exploitation practices, rather than because of a predatory 

free market environment. Therefore, marshrutkas are not perceived, as a Western-proned 

proponent could assume, as a saviour and forerunner of the brave new capitalist world that 

rescued people from the urban collapse (Kuznetsov and Shaitanova 2014). Quite the opposite, 

marshrutkas were at its best, when implemented into state-run transport enterprises, 

combining the flexibility of the sociotechnical assemblage with the social security of 

institutionalised employee structures. Therefore, the decline of the reputation of the 

marshrutka is deeply connected to the commercialisation of its operation in the late nineties, 

despite that it constituted the only functioning mobility on offer and kept the daily urban life 

awake (Sanina 2011).  

To sum this up, the key to the marshrutka development and social perception is the 

implementation of Soviet and capitalist action patterns that serve the antagonistic challenges of 

post-Soviet urban realities. Just as marshrutka operators, drivers, routes, vehicles or policies do 

appear as not consistently soviet or capitalist, they ironically lost their social advocates in the 

public discussions for being a deficient mode of transport through both lenses. Today, the 

marshrutka is widely regarded as an alienated parasite that prevents other traffic participants 

from acting ‘social’ or ‘modern’ in the respective sense. The marshrutka is despite all daily 

insufficiencies mainly criticised for ‘not being modern’, neither in a Soviet-planned nor in a 

liberal market-economist Western sense.  

This profound scepticism against shared mobility that did not occur out of labour or passenger 

rights concerns but out of the collective experience of a widely decentralised and infinitely 

flexible operation stands in contrast to the ride-sharing discourse in the Global North, where 

further flexibilisation appears as a key slogan for future transport ideologies. Within, this marks 

the opportunity to learn a lesson from the post-Soviet developments and criticisms, when 

applied on current ongoing discussions and mobility utopias in the West.  

6.4.3 Same, same but different – Western ideologies about future transport assemblages  

But, to start with, isn’t it still astonishing that no one articulates the more than obvious parallels 

between the outdated marshrutka vehicle rides and the hip ridesharing services from Uber, 
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Lyft203 and Yandex Taxi? Why does no one combine the elsewhere long implemented carpooling 

practices to a marshrutka 2.0 in the post-Soviet setting (Fehrenbacher 2018)? How does it come 

about, that in a country that is kept mobile through shared mobility services for more than two 

decades, that the major legal forces try to abolish one established shared mobility practices 

while applauding and supporting another one at the same time? Why are Uber and Yandex Taxi 

the future of urban transport supply and marshrutkas a relic of the past, if they consist of almost 

similar enterprise structures and the same business model? Or, more importantly, why is almost 

no one criticising the employment contracts and ownership dependencies applied on Yandex 

Taxi-drivers, learning a lesson from the dreadful situation in the marshrutka business? 

One part of the answer is already given in the last chapter and refers to the inner-societal 

perception of marshrutka modes as something essentially transitional, a bridging solution in 

times of lacking alternatives, connected to the traumatic experiences of economic decline 

following the regime change in the early nineties. But a second part of the answer lies in the 

strong ideological orientation of Yandex Taxi and its competitors as part of a future-oriented, 

silicon-valley-style economy. Within, the current ride-hailing operators follow a business model 

that leans on the perception of technological progress and propagates the strong belief in 

progress through a digital realignment of the social world (Feigon and Murphy 2016). This is an 

interesting perspective for comparison of the two major ride-sharing services in Russia, the 

narrative behind them, the story of success, failure and future prospects, that marks the major 

difference between a Yandex Taxi and a marshrutka.  

For instance, while Yandex Taxi may justify the great precarity among their drivers with 

increasing demands of labour flexibilisation in a digital on-demand economy distribution, 

marshrutka driver’s labour rights are just the literal expression of an insufficient transport mode 

in general. Despite that, on an empirical basis, there are only marginal differences in the labour 

provision between marshrutka and Yandex Taxi drivers to state (Pastushin et al. 2016). This is of 

further interest as the marshrutka case may serve as a role model of long-term labour rights 

development in the shared economy, at this point (Zajtseva and Mitrjasova 2018). Within, it 

helps to expose the often articulated and naïve statement that the shared economy is solely 

“matching providers who have specific assets or skills with the people who need them” 

(Sundararajan 2012) and will therefore show an ability to regulate itself, which speaks volumes 

about the implicit value of labour rights at this point. Nevertheless, overlooking the fact that 

 
203 Lyft, the second biggest ride-hailing provider in the US was founded in 2012 under the name Zimride 
– hinting to paratransit minibuses in Zimbabwe (Dienel and Bayen 2019).  
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most of the innovative business ideas in the shared or “gig” economy are based on 

“outmanoeuvring governments, regulators and competitors” (Dudley et al. 2017, p.1) through 

digital encounter, the fascination at least around investors but also among significant parts of 

the global population remains unbroken. Most recently this could be read out from the last 

valuation of the most successful ride-hailing company Uber, at 72 billion USD in February 2018 

(Schleifer 2018), despite a growing suspicion in the media followed by a couple of major scandals 

among the company as well as increasing concerns against the major ‘innovative’ selling points 

of Uber as a sustainable or at least traffic reducing mode of transport in the scientific debate 

(Ware 2018; Taylor 2017; Rassman 2014; Schneider 2017).  

Of interest to note about the Uber example is the self-created promise to be a mobility provider 

for the future. What is it that makes the company a bright innovator of future technologies 

rather than a disruptive exploiter of human labour through precarious service provisions? The 

company’s vision is, in this sense, the actual value of the enterprise, considering the actual loss-

making in everyday revenue as well as the manifold law enforcements due to significant rule 

violations. The strategy, within, can be summarised in three steps: 

“First, Uber will monopolize cities’ ride-sharing market through an expensive battle to eliminate 

competitors and change cities’ regulations, allowing its business model to flourish. Second, it can 

begin to raise prices for consumers based on its market dominance. Third, it can invest the 

resulting profits in autonomous and flying vehicles, thus promising investors a ground-floor buy-

in to the future of transportation. This vision has proved irresistible to many investors” (Cullen et 

al. 2018, p.3). 

Thus, the success of Uber practices worldwide are not reducible to its sole services, which quite 

the opposite are more and more actively criticised by journalists and politicians alike, but are 

grounded in the promise of innovative capital accumulation that is projected into newly 

developing markets of the future. The well described projection of a bright future in Soviet 

society (Collier 2011; Vujosevic 2012; Vozyanov 2018), reappears at this stake as a Silicon Valley 

dream that many want to believe in. The providers of certain shared economy services enjoy the 

investor’s trust as they manage to overcome former barriers that prevented ‘unused’ private 

space and practices (cars, apartments, neighbourly support) from marketization and to convince 

major parts of society that their business model as well as their visions are constitutive for future 

economy developments and, moreover, profitable growth (Hamari et al. 2016).  

So far, this is transferable to the Russian ridesharing service Yandex Taxi, which engages in a 

similar way into future technology development, while demolishing former taxi markets all over 
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the country for its own sake. As part of the Yandex Group, the largest technology company in 

Russia and provider of the leading search engine in the Russian-language, Yandex Taxi disposes 

of sufficient capital to start off innovative technologies such as the first regularly in-service and 

autonomous taxi vehicle in Europe that began operations in August 2018 in Russia (Fiscutean 

2018). But there is one major difference to state between the perception of Yandex Taxi in post-

Soviet cities and its North American competitor Uber in its market domain. While Uber is widely 

seen as a disruptive force that avoids regulation from the government, Yandex Taxi is quite 

oppositely perceived as an ordering force of the beforehand widely unregulated taxi market in 

the country (Vorobyev et al. 2016; Vorob'eva 2006; Sokolova 2016). This, as a matter of fact, 

increases the reputation of Yandex Taxi in its home country but also explains why Yandex Taxi is 

generally not compared to marshrutka mobility, although this would be a beneficial trajectory 

to draw for future labour conflicts to come. 

6.4.4 Marshrutkas as part of the sharing economy? 

From this point of view, a comparison between Uber in its dominant market, the USA, and 

marshrutka services in the Russian Federation seems promising as both transport services are 

widely interpreted as a disruptive technology that has been fundamentally changing 

sociotechnical assemblages. Still, it appears strange to call marshrutkas part of the self-claimed 

future focused sharing economy community. However, following for instance, Christopher 

Koopman, and his colleagues, it is interesting to compare to what extent both modes, i.e. 

marshrutkas and Uber, could be actually defined as prototypical for a business model within the 

sharing economy. As proponents of new investments and development scopes in the sharing 

economy, they state in one of their contributions: 

“the central benefit of the sharing economy thus far: it has overcome market imperfections 

without recourse to regulatory bodies prone to capture by entrenched firms” (Koopman et al. 

2014, p.1). 

Obviously, the authors of the text quoted, do have Uber-like companies in mind, when defining 

what makes a player part of the community. But apparently, the alleged benefits made by the 

authors of the sharing economy can also be applied to the marshrutka business. Although my 

interlocutors would never describe marshrutka operations as overcoming “market 

imperfections without recourse to regulatory bodies” (ibid.), it is indeed true that marshrutka 

enterprises make their major income out of the flexible handling and ignorance of regulatory 

regimes applied in the municipal Russian transport system. 
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Therefore, the irritation in perception of marshrutka businesses as part of the sharing economy 

lies mainly in the branding of most providers in the Western sharing economy as part of the 

future technological progress. The layer of digital mediation and communication seems central 

to the concept of sharing economies, at least from a superficial outside perspective. However, 

the value added within the sharing economy is not necessary related to online tools but rather 

emerges out of re-organisation schemes that discover formerly unexploited market potentials. 

Again following Koopman et al., the sharing economy creates further value through five 

characteristic features: 

“By giving people an opportunity to use others’ […] property, it allows underutilized assets or 

“dead capital” to be put to more productive use (1). By bringing together multiple buyers and 

sellers, it makes both the supply and demand sides of its markets more competitive and allows 

greater specialization (2). By lowering the cost of finding willing traders, […] it cuts transaction 

costs and expands the scope of trade (3). By aggregating the reviews of past consumers and 

producers […] it can significantly diminish the problem of asymmetric information between 

producers and consumers (4). By offering “end-run” around regulators who are captured by 

existing producers it allows suppliers to create value for customers long underserved by those 

incumbents that have become inefficient and unresponsive because of their regulatory 

protections (5)” (Koopman et al. 2014, p.531). 

This unilaterally positive description of the sharing economy allows a number of comparisons to 

the empirical evidence from Uber and marshrutka realities that might be beneficial to state at 

this point. But, moreover, the quotation needs a critical confrontation with empirical evidence 

that counteract the proclaimed benefits of a business model, while coproducing inevitably 

detrimental effects for customers and workers alike.  

Indeed, it appears appealing at first sight and belongs to the major marketing slogans of sharing 

economy enterprises, that their business ideas increase the use of “underutilized assets”. This 

refers, for instance, to a car that is normally used by a single driver, commuting to work, leaving 

the potential profit margin for up to three further passengers largely unused. Within, a formerly 

non- or voluntarily, e.g. hitchhiking practices, used and offered service becomes marketised and 

creates unexpected opportunities for profit and exchange. This is indeed comparable to the 

early emergence of marshrutka services, which similarly did appear out of a collective 

knowledge of shared commuting practices to work, recreational areas or to the urban centres. 

This, almost free service, was exposed to market forces with well-known consequences. Soon, 

marshrutka drivers reutilised the blind spots, a declining public transport left behind, and the 

investment of a driver or a driver collective into one minibus could reconnect a whole village or 
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suburban district to the central hubs of the city. Thus, marshrutkas fit very well into the 

description of sharing economy business models, however, the benefits of this operation remain 

more than questionable. 

Because in fact, as shown before in this research, the myth of self-dependent marshrutka drivers 

that acknowledge “dead capital” and utilise their property to increase their income is a non-

applicable description of the actual working precariousness in marshrutka enterprises 

(Zhajtanova and Kuznetzov 2014; Breslavskij 2006; Rekhviashvili and Sgibnev 2018b). Although 

it is true that the narration of self-dependent and self-made marshrutka entrepreneurs still hold 

a certain discursive relevance along the drivers and public perception alike (see chapter IV), the 

dependencies within the marshrutka enterprises are clearly indicating a power imbalance 

towards the vehicle and route owners. A similar situation can be observed among Uber services, 

where drivers seem to appear free and independent but indeed are governed by the regulatory 

regime of the power-deploying algorithms behind the ride-hailing application, such as for 

instance, flexible price schemes, answering to demand and supply in real time, rating 

competition or e-payment services (Dudley 2018). As the political economist, Vincent Ostrom 

has put it: 

“We need not think of ‘government’ or ‘governance’ as something provided by states alone. 

Families, voluntary associations, villages, and other forms of human association all involve some 

form of self-government. Rather than looking only to states, we need to give much more 

attention to building the kinds of basic institutional structures that enable people to find ways of 

relating constructively to one another and of resolving problems in their daily lives” (Ostrom in 

Boettke and Aligica 2009, p.146). 

Within, it marks a superficial reduction of social organisational patterns, when subsuming a 

beneficial contribution of Uber-like services to the economy due to regulation and avoidance of 

rights and other protections. Uber and marshrutka operators both provide strict forms of 

governance and sanction mechanisms towards their contractors and customers. However, they 

refuse to accept regulation forces on their own profit scopes. This is a double-standard that 

provokes scandals in the marshrutka market as well as in the Uber sphere, but equally unmasks 

the one-sited view of Koopmans considerations about the sharing economy at this point.  

Furthermore, it is obviously right that both service providers, marshrutka and Uber operators, 

increase the competition in the market through a better distinguished service offer (2). But at 

the same time, both operations tend clearly towards monopolies, which neither increase the 

service quality nor the competition in the long run, but rather implements a new regime of 
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governance and regulation that is self-deployed and adaptable to self-serving needs. 

Marshrutka services may also be characterised as a sharing economy, as they initially provide 

decreased transaction costs, which incurred due to obsolete intermediaries as taxi offices or 

highly institutionalised transport enterprises (3). Seemingly, the sharing economy is 

characterised by bringing the producer and consumer together without detours. This is, 

however, a dangerous misjudgement as obviously both the marshrutka/Uber clients and drivers 

are governed through the regulations issued by the largely invisible operators. I showed in 

chapter 4, how significantly drivers fold under pressure through poor labour conditions and 

externalised risks concerning the vehicle, personal health issues, passenger supply and many 

more. These forcible oppressions of labour, voice and security are easily transferable one by one 

to the Uber setting, where drivers are equally euphemistically classified as “registered partners” 

(Dudley et al. 2017) instead of employees, shifting the responsibility to the driver. Within it is 

true that marshrutka and Uber clients engage in direct contact with the producers. However, 

their judgement opportunities in the form of ratings (Uber) or complaint platforms (marshrutka) 

suggest an inadmissible equal encounter that is not achieved as long as the predominant 

influence of the service provider remains unexpressed (4).  

Lastly, Koopman et al. indicate that the sharing economy succeeds through effective regulatory 

bypasses that enable new, attractive offers to the clients, while pointing out major deficits of 

former incumbents due to overregulation and protection. At this point, the marshrutka example 

proves again that it fits, on the one hand, into the definition of the sharing economy but, on the 

other hand, contradicts the positive assessment of the authors towards shared economy 

enterprises. To underline this, marshrutkas did indeed appear out of a great crash of regulation 

schemes in the nineties. The major success of marshrutka services emerged out of their easy 

implementation that did not follow an overloaded and ineffective bureaucracy but answered 

immediate mobility demands within the city. Even before the urgent need of marshrutka 

mobility due to missing alternatives, Mun and Rubetz, referred already in Soviet times to the 

more flexible application of marshrutka services in state-run transport enterprises as a master 

plan for future traffic planning development (Mun and Rubetz 1986).  

In summary, this study has shown that the many shortcomings and deficits root back to the fact 

that marshrutka operations developed as a detour of existing regulation schemes at the edge of 

two economic regimes, using the advantages of both orders of worth for the own sake and profit 

margin. Within, the sole fact that a business is profitable does not obviously mean that their 

service is good or their operation mode is durable. The marshrutka case, for instance, caused in 
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the middle or long term, fundamental shortcomings, articulated in the protest of drivers, 

passengers and even legislators as all participants felt abused by the established transport 

provision structure and business.  

6.4.5 Consuming mobility as alleged freedom 

A further apparent difference to Uber is that marshrutkas compete primarily against the public 

transport, while Uber normally replaces the former taxi services. However, as the respective 

transport modes became established as a leading means of mobility in their urban settings, 

these attributions began to blur. Faiz Siddiqui, for instance, contradicts the perception that Uber 

is primarily replacing taxi services, when writing about the effect of UberPool in US-cities: 

“Shared rides add to traffic because most users switch from non-auto modes […] It’s people 

getting out of the bus and metro getting into sedans. Based on a profile of the average ride-hail 

user, [Bruce Schaller204] concludes that the more services such as Uber Express Pool resemble 

transit, the more they will draw riders away from urban rail and bus systems, resulting in an 

increasing number of transit users turning to private cars to get around. But sedans don’t have 

the capacity to match the modes they are pulling from” (Siddiqui 2018, p.2). 

Marshrutkas, on the other side, are recently more and more tackled by ride-hailing services such 

as Yandex Taxi because they may increasingly compete with the price policies of marshrutka 

service providers. This is particularly visible in the fight for employees or so called ‘registered 

partners’, which are neither for Yandex Taxi nor the marshrutka operators easy to find (see 

chapter IV). In this sense, as Uber and marshrutka practices are converging, it is interesting to 

note that the arguments against the increasing use of both modes of transport become more 

and more similar, too. Jason Koebler comments in his article “Why everyone hates UberPool – 

Shared ridesharing is bad, in part, because people are unreliable and unpredictable” (Koebler 

2016, p.1), that UberPool and LyftLine, the most successful minibus-pooling ridesharing services 

in the USA, represent an unreasonable demand for drivers and passengers, although it is usually 

cheaper than a normal ride. Shared ridesharing is from Koebler’s point of view unpredictable 

and uncomfortable (first of all because of annoying passengers and because of the multiple 

pickups and drop-offs) from a passenger’s perspective. Furthermore, Koebler argues that the 

real imposition is on the driver’s side as they are blamed for non-convenient rides due to late 

passengers or misbehaviour, although he is not responsible for that (ibid.). This could be a useful 

remark for a hardly existing marshrutka driver’s lobby, however, it also shows how transport 

services in American cities are just on the brink of becoming a marshrutka based mobility 

 
204 Bruce Schaller: The new automobility – Lyft, Uber and the Future of American Cities (Schaller 2018) 
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network, including all their significant shortcomings, through the further increase and 

predominance of Uber transport practices. 

However, there is still one main feature left that distinguishes marshrutkas from their American 

counterparts, because UberPool and LyftLine are still considered to be, to say it with Koebler’s 

words, “the future of transportation. […] These services create a new category of transportation. 

If ridesharing companies are going to achieve their goal of replacing public transit, Lyft Line and 

UberPooL are the first steps toward that future” (Koebler 2016). From this perspective, UberPool 

is not like a marshrutka, an annoying and deficient gap filler that seeks informality to cannibalise 

given state infrastructure and tax money, but  

“[…] a way to train us for our robotaxi future. Robot taxis will spend all day picking up and 

dropping people off on demand, and they will be cheaper and more effective if the cars are as 

full as possible. Right now, UberPOOL and Lyft Line are not hyper efficient because of the human 

element, but all the interpersonal problems with UberPOOL and Lyft Line go away if the car has 

no driver. Uber and Lyft are training us so we're used to these services when they get rid of drivers 

altogether” (Koebler 2016, p.9). 

Although it remains a problematic and wrong argument to shift the responsibility for the 

shortcomings of present ridesharing practices towards the ‘human element’, this style of 

argumentation is very common to the marshrutka environment, too. In this sense, it cannot be 

emphasised enough that the transport workers are not the ones producing the deficient 

environment and obstacles of the offered service but rather the operation site that is actively 

exploiting the labour and technological resources to a non-acceptable degree across both shared 

mobility means. Within, it is quite the opposite of Koebler’s argument, that ridesharing without 

the ‘human factor’ loses the opportunity of intervening drivers and passengers, showing 

hundreds and thousands solidarity and efforts towards social cooperation within the micro 

encounter.  

The efficiency and particularity of marshrutka services did not appear out of a smart pooling 

technology but rather out of the local knowledge and embeddedness of their drivers, which 

were able to create a highly adaptive service to their passengers. Within, it appears more than 

unlikely that a driverless car will follow a more convenient or efficient service, when following 

the logic of sharing economy markets. A driverless UberPOOL will not be programmed to make 

detours on a pedestrian sidewalk, it will not negotiate the price and certainly will not allow for 

fare dodgers. But it will further show the inflexibility of an authoritarian on-demand platform 

technology that is already in charge. This means that, as long as Uber-like service providers are 
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managing the future of transport, it is doubtful that this future will have space for social 

encounters and interaction that is at the very heart of a successful marshrutka ride. From this 

point of view, the Russian marshrutka in its ambiguity indeed appears as utterly incomparable 

to its UberPOOL counterparts in the United States. 

6.4.6 What to learn from the marshrutka phenomenon? 

In conclusion, one could state that the current position and major challenges in urban 

assemblages of the Global North and South are to some point similar, although the opportunity 

scopes as well as the access to alternatives is of course making a big difference. Nevertheless, it 

could be interesting to think about the marshrutka example not only as a warning but also as an 

interesting case study that should influence the further development of public transport supply 

in manifold settings. Within there are a couple of lessons to learn from the post-Soviet 

marshrutka scenario that can be abused but also productively turned and translated into future 

designs of urban transport networks.  

As I have shown in the last subchapter, the main negative points of current marshrutka services 

already apply to current ride-hailing employee-structures that indeed might be able to produce 

profitable mobility markets at some point but profoundly relies on the exploitation of labour 

forces and passenger’s safety. The disruptive power of Uber and marshrutkas alike is based on 

bypassing formerly obligatory rules and worker’s security. Therefore, it is indeed 

comprehensible when taxi markets in Europe, for instance in Germany, try to lobby against 

Uber-like practices in their protected markets of concern.  

Nevertheless, this is not the only important part of the story. Marshrutka mobility, as I have 

shown in detail above, is not only a liminal offer of decline and insufficient service, but provided 

a highly appreciated transport service in late Soviet times and the early years after the state’s 

breakdown. As I have shown, marshrutkas were appreciated in highly institutionalised state-run 

transport enterprises for their flexible usability. For a long time, marshrutkas were the only 

means of transport writing black values in the subsidies-depending transport enterprises of 

Soviet cities despite providing the same social welfare rights to all drivers of the state-run 

companies. This is a remarkable scenario for public transport services owned by the public 

sector. Because it is indeed primarily the municipality that can profit from the flexibility of the 

transportation mode but still guarantee decent employment relationships.  

Of course, this is followed by reasonable doubts, as a flexibilisation of schedules and services is 

prone to a long-term reduction of the transport network and transport offer. Justifiably, 



364 
 

transport worker unions, for instance in Germany, remain very suspicious towards all kind of 

flexibilisation and restructuration of their services as they fear outsourcing strategies from the 

employer’s side (Behle 2018). Nevertheless, subject to the condition that regulation frameworks 

and elaborated inspection mechanisms remain implemented and established, this risk could be 

contained to a minimum. Offering on-demand services through municipally owned enterprises 

that enable tools of engagement, the build-up of labour unions and an institutional inspection 

service. Of course, this is double-edged as many observers fear despite the outsourcing of 

services to third private providers, also the slow erosion of state duties of care, when municipal 

transport providers open their services to private transport offers. This is not unfounded, when 

having a look at the current development in European cities.  

For instance, the tech-start-up ViaVan is currently one of the most successful providers for 

shared transit services in Europe. Different to Uber, ViaVan is providing their services in close 

cooperation with Mercedes-Benz to different transport companies in Europe, partly as private 

but also as municipal mobility providers (ViaVan 2018). A particular role is played by the car 

manufacturers, as they are generally the main investors in various pilot projects across European 

cities. In Germany, the automobile-producer Volkswagen offers ride-sharing practices in 

Hannover and Hamburg on the Moia platform. In Berlin, the car manufacturer Mercedes-Benz 

cooperating with ViaVan and the local municipal transport provider BVG, introduced the ride-

hailing service Berlkönig in close coordination with the municipal partner. Although both 

services Moia and Berlkönig assure that they provide generous working conditions and even 

open-ended employment contracts as well as regular hourly wages (Moia 10/16/2018), it is 

doubtless that the entrance of new transport enterprises in the market leads to separation of 

drivers with different rights and status depending on their respective operators. While the 

connection of municipal transport schedules and on-demand services appear very convenient 

for the customers, so far, the main counterargument against the new mobility offer is articulated 

from the local passenger rights association in Berlin. Jens Wiseke, spokesmen of IGEB205, 

formulates his critique in a local newspaper as follows: 

“We are very critical of the BVG's commitment to on-demand ride sharing. The BVG has enough 

problems to solve, above all they must set up a reliable timetable for the subway, which is based 

on the vehicles actually available. In addition, we wonder why the municipal transport provider 

 
205 Interessensgemeinschaft Eisenbahn Berlin e.V. 
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creates itself competition. It is also unclear to us why the BVG is trying to help the car industry to 

advertise new products206” (Neumann 2017, p.3). 

Indeed, Mercedes Benz and Volkswagen use, comparable to their public campaigns in the car 

sharing market (Car2Go, WeShare, DriveNow) , the positive image effects as a middle term 

marketing strategy for their younger audience (Kurth 2017). Therefore, it is no incident that 

Berlkönig and Moia services are both located in the urban centres of the cities, although these 

areas already provide a rather decent public transport infrastructure. The Berlkönig brand – 

associated with Goethe’s poem about the Erlkönig, who is knowingly ‘riding so late where winds 

blow wild’ – is hinting to the targeted audience, namely the nightlife scene in the city, e.g. a 

public with high affinity towards smart mobility solutions as well as on-demand practices. 

Although Wiseke complains about the new minibuses, that they would rather be needed in the 

capital suburbs where public transport is rare at night (Neumann 2017), the providers decided 

to prioritise the matching between expected audience and service. This, however, will obviously 

not reduce automobility in the cities but rather increase the presence of vehicles as an additional 

service.  

The profound conflict in the German public transport development lays in the current change to 

the provider-structure from municipal towards private companies that are politically enforced 

especially by market liberal parties. On-demand services like Moia and the Berlkönig 

complement the picture of new profit interests in the market and let rather protectionist 

political forces fear the further liberalisation (Behle 2018). Although Germany has rather 

convenient experience with municipal owned and administered transport services, the trend 

leads unequivocally towards privatisation in the organisation of public transport means all over 

the country (Sauer 2017). That is why the cautious and so far little prominent attempts of on-

demand ride-pooling services are already made a subject of discussion in the transport 

committees of the country. Although on-demand mobility services in German cities are so far 

not more than a testing ground of legislators and enterprises alike to explore the opportunity 

scopes in this market, the particular situation in Germany, where Uber practices are considered 

very superstitious from the legislator’s side, creates a public dispute concerning this question. 

On the one hand the current development shows that the strong restrictions towards Uber 

reveal interests among other entrepreneurs to fill in the expected market. On the other hand, 

 
206 „Wir sehen das Engagement der BVG beim On-Demand-Ride-Sharing sehr kritisch. Die BVG hat genug 
eigene Baustellen, allen voran muss sie einen verlässlichen Fahrplan für die U-Bahn aufstellen, der auf 
den tatsächlich verfügbaren Fahrzeugen beruht. Zudem macht sie sich selber Konkurrenz. Uns ist auch 
unklar, wieso sich die BVG dazu hergibt, der Autoindustrie bei neuen Produkten zu helfen“. 
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this enables an action scope for local decision-makers to interlock the advantages of a fluid on-

demand system for individual passenger mobility demands with the institutional framework and 

monitoring procedures of municipal stakeholders. Therefore, it needs a careful consideration of 

institutional frameworks, where drivers appear in secure and stable employment relationships 

to guarantee a convenient quality of the services. To achieve and supervise this it needs a 

continuous presence of the municipalities to ensure the lawfulness of the service provisions. 

To sum this up, without exaggerating the comparison scope between widely different urban 

assemblages and various conditions concerning the legacy as well as the investment scopes, 

there are a couple of lessons to learn from the marshrutka example. At first, the marshrutka 

market shows that a non-regulated competition, blissfully declared as self-regulating, is not 

working and leads to downturns in quality and security for all actors involved. While marshrutka 

services prove the ability to provide a self-reliant economy, it lacks the needed supervision and 

opportunity for labour unions in a non-regulated market. Under those circumstances a 

competition between municipal and private transport offers is destroying the stronger regulated 

municipal services in the long term. This is a process also known to Uber-like practices, which 

must be prevented for the public good. By implication, innovative forms of transport provisions 

have to be separated from shared economy ideologies of neoliberal exploitation and state 

absence, but rather thought together with strong institutional inspection instances and regular 

employment structures to gain an overall social profit out of the socio-technological progress. 

The implementation of ride-pooling services by municipal transport providers seems, therefore, 

promising as it suggests cooperation rather than competition between the transport modes and 

guarantees the intervention opportunity in case of neglected reliability. This is the great 

difference to a private transport provider, as the municipal providers can be blamed and legally 

obliged to improve the working conditions as well as the coverage area, while private providers, 

especially in the shared mobility sphere, have the tendency to avoid social responsibility beyond 

its own commercial interests (Fleisher 2014; Pastushin et al. 2016; Dudley et al. 2017; Dudley 

2018). 

6.4.7 Conclusion 

This chapter started with a critical consideration of largely non-problematized intersections 

between a commoditized fashion of being mobile, which laid the groundwork for an enormous 

market that invests into the future of mobility patterns, and an applied scientific debate, which 

at least contributes to the discursive revaluation of mobility related issues, topics and markets. 

In consequence, it gives reason for this study to be conceptualised on a multi-perspective 
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methodological as well as theoretical framework, which attempts to grasp the given 

entanglements to everyday discourses critically and with caution. Furthermore, the marshrutka 

case was discussed in relation to predominant modernisation paradigms in Russian society and 

beyond. Firstly, it is noteworthy in this regard that marshrutka mobility is perceived as 

insufficient to two different perceptions of modernity, namely a Soviet and a Capitalist notion 

of what it means to be modern. This is interesting, because both valuation assessments are 

applied and partly entangled within the public discussion, which marks a big difference to 

transport discourses beyond a Soviet interpretation scheme. 

Subsequently, priority was given to a comparison between underlying modernity concepts 

towards ridesharing practices in Western contexts, similarly present in Russia for instance 

through the presence of the very successful ride-hailing operator Yandex Taxi, and the influence 

of modernity conceptions on marshrutka practices and evaluation. Based on the interesting 

observation that Yandex Taxi operations and all other Uber-like providers show a stunning 

similarity to marshrutka organisation schemes, the explanations show that the reason to define 

something as modern or promising are not made on rationalist decisions but rather depend on 

a convincing narrative for future prospects that is totally missing in marshrutka environments.  

Moreover, the previous chapter turns the perspective against the great promises of a sharing 

economy in the transport market and engages critically with current developments of 

ridesharing services based on the findings about marshrutka mobility and enterprise designs. As 

a summary one may say at this point that the disruptive innovation by pioneers of the sharing 

economy lays mainly in bypassing control mechanisms. This, however, may fall short in the long 

term to provide efficient and convenient transport services, as the marshrutka case can teach 

us. Inversely, a productive application of flexible mobility offers should include cooperation with 

municipal providers in order to maintain a functioning supervision as well as responsibility 

structure that passengers and transport workers alike can call upon. 
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7 Conclusion 
Profoundly, this study accrued interest in marshrutkas as a unique place of social encounter in 

Russian society. The multiplicity of this phenomenon as a simultaneously determined space and 

space-producing entity in urban assemblages opens up a variety of possible approaches towards 

valuable marshrutka research. Besides many other feasible subjects, this study mainly focused 

on the marshrutka as a sociotechnical arrangement, implemented in a complex enterprise 

structure and an urban transport policy of concern. Furthermore, the marshrutka microcosm 

entails a significant trajectory of the abrupt and rather chaotic transformations in the labour 

organisation of the post-soviet Russian Federation. In this sense, the marshrutka as an 

enterprise is one of the few country-wide significant actor networks that responded to the 

asynchrony of the major transitions of the last three decades, bringing together until present 

the divergent demands of newly emerged and later consolidated market cycles with longer 

established systems of value and behaviour-expectation. However, the marshrutka is more than 

a mirror of societal change and economic transition; it is a venue of negotiation, a place where 

political preconditions are confirmed and questioned at the same time, an encounter of identity 

reassurance in myriad realities of a continuously but randomly re-selected community body.  

The study investigated the emergence, development and closure attempts of marshrutka 

services in Volgograd and Rostov on Don. The main emphasis was located in the attempt to 

understand the current deficits in the marshrutka enterprise and in the broader organisation of 

transport provision in order to contextualise these findings in contemporary conflicting 

discourses in the local settings of my case studies. In this respect, the study started at a point 

where many holistic paratransit research projects would end, namely at the moment, where a 

system is acknowledged as shortcoming but seemingly resistant to reform or rejection. At this 

point, it provides an in-depth analysis of urban struggles about major transport reforms against 

the implemented service of marshrutkas and interprets the different arguments and decision 

processes that led to a gradual transformation of the transport assemblage in the last years 

(2015-2018).  

In the first part of the analysis, the thesis attempted to establish the complex interrelation at 

stake in daily marshrutka performances. Thus, it was important to engage closer with the 

phenomenon of the marshrutka enterprise as a governing and governed entity in the urban 

transport assemblage of Volgograd and Rostov. The empirical evidence provided may suggest 

here the existence of two widely distinct enterprise descriptions that require very different 

forms of behaviour, negotiation and supervision. On the one hand, marshrutka enterprises 

appear as regulated companies that conforms to legal rules, political requirements as well as 
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self-declared enterprise organisations mirrored by work-plans, employment structures and 

supply networks. On the other hand, a short inside view of the everyday life of transport workers 

proves that drivers, dispatchers and minibus owners provide a widely independent business 

hierarchy that works distinctly from state-run requirements and work plans on paper but 

provides a reliable yet extremely exploitative organisational structure into concern (see chapter 

IV.II). Through the methodological application of Marcus’ multi-sited approximation of research 

objects, the marshrutka enterprise could be unveiled as vivid institutions that consist of very 

different shades when approached as a dispatcher, minibus owner, driver or transport operator. 

The complexity of daily interactions and negotiation was illustrated from the different tangles 

in the network and helped to get a profound understanding of function and shortcomings in the 

daily supplied mobility service (see chapter IV.III).  

After the general outlook of the marshrutka actor-network was established, the second part of 

the analysis engaged in the political and public discussions about the marshrutka and described 

how local actors in different settings apply different strategies to eliminate, resist or transform 

an established praxis. In a first step, the study followed the attempt to introduce e-mobility cards 

in order to bring the marshrutka business into a framework of supervision and accountability in 

Rostov on Don. In a large-scale public campaign the local administration already introduced the 

first mobility card in 2009 but failed to settle effective incentives to both public transport users 

and operators alike. While passengers were gradually convinced through subsidised fare 

reduction, the commercial operators and marshrutka drivers successfully boycotted the 

initiative. Only a second attempt in autumn 2017 seemed to serve the interest of operators and 

passengers alike. Nevertheless, although more and more commercial operators install ticket-

validators in the minibuses, drivers continue to protest against the technological surveillance of 

their work through different approaches of sabotage, for instance. The case stands as 

representative for the variety of sociotechnical shifts in marshrutka networks that profoundly 

call for a profound re-negotiation of social agreements and interaction forms on a broader scale 

(see chapter V.I). 

A second case study in Rostov on Don dealt with the public discourse of an increasing number 

of labour migrants working in the marshrutka business for the last couple of years. The analysis 

showed that labour migrants work in very different settings and for very different reasons in 

Rostov’s public transport sector. In this sense, some marshrutka operators provide community 

bounded solidarity networks that offer transport services in Rostov provided by a network of 

acquaintances united through provenance, while other often large-scale minibus operators 

search for individual migrant drivers, who are forced to agree to minimal charges and harsh 
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labour conditions in their company. However, the investigation further suggests that the major 

reason for their recent increase in number lays in the marshrutka reforms of the early 2000s, 

which established an enterprise framework that provided route licenses and minibus vehicles 

on the basis of rental rates, to drivers treated as freelancers, independent from the transport 

company. The former capital of drivers, e.g. their minibuses, which gave them the opportunity 

to switch from one route to another and to put pressure on operators and local authorities alike, 

disappeared, while the income of the daily business further decreased. Therefore, it is largely 

the decrease of working conditions and a decrease of the profession’s reputation that leads to 

a deficit of drivers -positions that are then filled with labour migrants. Again, the study may 

prove that it is the invisible enterprise structure causing the current threats of the urban 

transport service, which is entirely absent in the populist and partially xenophobic public 

discourse about traffic safety, quality standards and decreasing reliability in the marshrutka 

sphere (see chapter V.II). 

The main emphasis in the analytical part is places on the failed attempt at abolishing marshrutka 

services from the city of Volgograd in 2017. After the announcement to phase out the licenses 

of 85 percent of the city marshrutkas, Volgograd underwent a year of major tension in the public 

discussion about the transformation of their urban transport network, including protest actions, 

subversive defence tactics by the transport workers, proposals by the Antimonopoly Committee, 

besides the vivid discussions among citizens and in the local newspapers. To grasp the complex 

negotiation process, I provided a discourse analysis based on Latour’s concept of a parliament 

of things, following the urban tension through different phases and re-articulation attempts. 

The methodological approach helped to detect the major deficits in the local discussion and 

political decisions, which showed an inability to involve all important stakeholders in the 

marshrutka network. In this sense, transport politicians recognised marshrutka operators as 

negotiation partners and the main actors in the field to administer the respective transport 

network. Indeed, the entire public campaign focused on the attempt to discredit the marshrutka 

operators as anti-social entrepreneurs and tax-evading parasites on the streets. The transport 

worker’s collective, however, was left aside and actively excluded from the negotiation 

procedure. In retrospect, it is easy to claim that this turned out to be the major mistake because 

the transport department showed an ability to push the marshrutka operators out of the 

market, but they failed to dismiss marshrutka services on the street. Therefore, only days after 

the shutdown of official marshrutka lines, non-registered, pre-booked (zakaznij) minibuses 

appeared to fill the gaps in the urban mobility network. In the discussion of the research 

outcomes, the operator’s position is proposed to be described as a hollowed mediator, which 
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played a crucial part in two highly distinct marshrutka worlds – suggesting a major hub for 

different points of contact without significant influence on the daily operations in the fields. 

However, the development in Volgograd clearly suggests that the transport politicians 

overestimated the influence of operators in their own enterprises. This is to some extent 

surprising as it was the transport department itself, which forced the formerly independent 

marshrutka network to re-organise in officially registered marshrutka enterprises – creating the 

artificial position of operators, which were of no further significance before and after the period 

of officially licensed marshrutka service provisions in Volgograd. At the same time, the transport 

department succeeded in establishing a new transport provider in Volgograd, operating on new 

bus routes with new large-size buses purchased in the run-up to the soccer championship in 

2018. As has been shown, this transport reformation had an enormous effect on spatial 

inequality in the city, as formerly established transport networks were shifted to the central 

districts to the disadvantage of suburban neighbourhoods that experienced a partial or almost 

complete cut off from their transport networks as a consequence of the reforms. In this sense, 

somehow ironically, the marshrutka returned as a saviour to Volgograd’s streets, informally 

balancing out the major inequalities pushed through by the local administration under the 

slogan of infrastructure modernisation on the eve of the FIFA-mega-event(see chapter V.III). 

This connects directly to the last point of the analysis bringing in comparison two contemporarily 

competing modes of shared mobility as the backdrop on implicit narratives of modernity and 

progress. Of particular importance is the quick growth of Yandex Taxi, the Russian equivalent to 

Uber, which is offering very cheap taxi services in Russian cities and prepares to install on-

demand carpooling services based on minibus operations. The apparent tension during my 

fieldwork was the persistent fight of transport politicians against marshrutka services, while 

welcoming and supporting all kinds of Yandex Taxi services in their cities as part of a future 

technology for urban mobility networks. All this appears odd, considering that Yandex Taxi 

establishes the same employment structure that leads to similar exploitative working 

conditions, while advertising an innovative mobility mode that will turn out at best as a digitally 

supported marshrutka, however, aimed towards the upper-middle class rather than the 

working-class in suburban areas. Trying to understand these different views on very similar 

operation modes, the analysis showed that Yandex Taxi is highly praised as a reforming force in 

the formerly grey taxi market. In contrast to other countries of the Global North, where local 

politicians try to protect the established taxi lobby, the Russian legislator welcomed the great 

success of the digital platform for bringing order to the market. Marshrutkas, on the contrary, 

were perceived for a long time as cannibals on the street – providing a business model on the 
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shoulders of the common good. Lastly, it should be stated that the discussion recently shifted, 

since major protests by Yandex Taxi drivers, raised the issue of the working conditions of drivers 

– primarily affecting the quality of services and passenger convenience (Kulikov 2018; Supreme 

Court of the Russian Federation 6/26/2018). It thus remains to be seen, how things will further 

develop in the urban transport network of Russian streets (see chapter V.IV). 

On a broader level and in an attempt to summarise the major outcomes of this study, a 

differentiation between the phenomenological insights and their application on theoretical 

debates appears reasonable. In this sense, this study enables singular insights into the 

development and policy strategies concerning the marshrutka mobility in Volgograd and Rostov. 

In contrast to many other contributions in the paratransit literature, this study contributes with 

an in-depth analysis of the applied enterprise structures in the marshrutka business. The 

investigation is therefore able to answer the question of how marshrutka networks were able 

to appear and be considered a socially accepted institution and framework of urban life, which 

showed great flexibility and adaptability towards changing circumstances. As the research 

underlines, the fact that marshrutka structures are fluid and non-consistent, does not mean that 

the marshrutka business is free of hierarchies but rather points to a number of dependencies 

consisting of financial obligations and sociotechnical supervision, that drivers especially have to 

reply to. In this sense, the myth of self-dependent freelancers, which conduct the individual 

power to sell their working force and resources, (e.g. the vehicle), turned out as a highly 

exploitative employment model.  

Furthermore, the empirical findings of the investigation generally suggest that the structure of 

marshrutka enterprises are significantly different in Volgograd and Rostov and specifically that 

the role and power resources of marshrutka operators negatively correlates with the driver’s 

working conditions. In this sense, marshrutka drivers in Volgograd had significantly more 

influence on their working environment than their colleagues in Rostov due to the standing of 

marshrutka enterprises in the respective city council. This is further manifested in the size and 

number of private transport enterprises in the cities. In Rostov, the established enterprise 

environment, where very few operators provide marshrutka services, are relatively easy to 

supervise by the local government but deprive the drivers’ influence. In contrast to Rostov, the 

transport department in Volgograd allowed for a bigger number of smaller marshrutka 

operators, which are difficult to control but allow for individual interventions of the drivers 

within the working collectives. A consideration of long-term strategies in the two cities also gave 

further evidence to explain the motivation for an abrupt all-at-once method - when announcing 
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a transport reform in Volgograd - versus the rather gradual approach by the transport 

department in Rostov.  

Nevertheless, it remains difficult to estimate a best-case scenario of the two case studies for 

future transport reformations. Obviously, the reformation attempt in Volgograd can be 

described as a failure of local politics if not as a case of conscious misappropriation of local taxes, 

that would call for legal consequences. In this sense, the procedure in Rostov seems more 

oriented towards the public welfare. But on a second view, the study shows that the daily 

conditions for passengers are even worse than in Volgograd as the working conditions as well as 

the alienation of drivers from their vehicle establishes a substantial decrease in service 

standards.  

As a coincidence worth questioning, the decline of marshrutka mobility in the Russian 

Federation occurred simultaneously with the rise of on-demand taxi mobility in the form of 

Yandex Taxi. While these developments are rather distinctly observed and commented on in the 

public discourse, an analytical relation of the two mobility modes appears evident and 

promising. This study indicates the profound similarity of both operations and discusses the 

current developments as a social opportunity. Certainly, the marshrutka case may contribute to 

a better understanding of shared taxis on a global scale and enables an anticipating handling of 

future developments in this sphere.  

Besides the practical and applied insights of the present marshrutka research, the study further 

engaged with theoretical debates and tried to contribute to theory building against the backdrop 

of the empirical case. In this respect, the work engaged into discussions in the science and 

technology studies with a special application of Bruno Latour’s actor-network-theory, in the 

sociological grounded mobility studies as well as in a political economy discussion about 

informality and work. Besides, this study contributed to the cross-field discussion in academia 

about a recently increasingly questioned terminology of post-soviet ascription processes.  

As marshrutkas are deeply embedded in discursive attributes of post-Soviet/ post-socialist 

understandings, a deeper discussion of this terminology has necessarily been provided in the 

beginning of this work. In conclusion, despite acknowledging the difficulties of the terminology, 

the use of the concept was inevitable as it has been a major signifier to circumscribe the 

phenomenon in the field for almost all of my interlocutors. However, this does not mean that a 

profound interpretation of the term used variously as a territorial, a cultural or a temporal 

trajectory needs to be applied in the respective research contexts. For the marshrutka context, 

it is worthwhile to notice that post-soviet attributes are majorly used as a temporary category 
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and, in this respect more problematic, as a cultural, socio-political signifier of backwardness. The 

efficacy of this concept has inter alia been laid out in the non-rational and highly divergent 

assessment of Yandex Taxi as something modern and progressive in contrast to the marshrutka 

as a relic of the backwards post-Soviet past – reproducing a post-colonial discourse of 

modernity.  

This is moreover a significant observation concerning the valuation and use of informality in 

practice and as an ascription term in marshrutka discourses. Referring to the latter, it is 

indispensable to state that the potency alone of labelling marshrutkas as informal and criminal 

establishes a major power hierarchy among the participants beyond any empirical proof. The 

ascription of informality should therefore substantially be seen as a mirror of power-

asymmetries in the network. This, of course, does not deny the empirical existence of practices 

beyond the formal but challenges their one-sited interpretation. As the analysis of enterprises 

has shown, the formal organisational structure of the marshrutka business is profoundly 

obsolete, which contradicts an interpretation scheme along the lines of formality and informality 

and invites for an interrelated view on practices in the marshrutka institution. Nevertheless, the 

study clearly proves a couple of arguments in the formal/informal labour debate: for instance, 

marshrutka enterprises show that the absence of state settled regulatory frameworks does not 

enable an economic opportunity for good but runs the risk of establishing highly exploitative 

market conditions. It further proves that marshrutka informality is indeed used as a 

supplementary compensation practice that can, however, only be established under certain 

circumstances of a conscious labour collective.  

A further point of discussion considered marshrutka services as a political issue. The analysis 

suggests that urban marshrutka issues are determined by a multi-layered mobility paradigm in 

Russian society. In this sense, public transport infrastructure is one of the most significant relics 

of Soviet modernity. Besides the enduring soviet emblems – decorating contemporary tram 

stops in the city centres, the value of a viable and extended public transport system that should 

be provided by the state is enduring as a concept and expectation among the population as well 

as among decision-makers. At the same time, public transport means worldwide are currently a 

theatre of future technology supply that are mainly based on sharing-economy utopias in 

digitally conveyed markets (e.g. autonomous cars, on-demand carpools, car-, bike-, scooter-

sharing). Similarly, these technologies and services are not provided by the state in Russia or 

elsewhere but by the leading internet search engine company of the country (Yandex). These 

concurrent, but rather distinct perceptions of modernity in Russian society result in a two-pace 

development: while most cities continue to struggle with implementing a functioning municipal 
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transport system, there emerges on-demand mobility services, which re-shape the traffic 

assemblage in a hitherto unknown speed. The marshrutka as a bridging technology between 

both concepts and sociotechnical assemblages would have the potential to counteract the 

unfortunate consequences of an ever increasing use of Yandex Taxi, as a flexible, desirably state-

led pool-service with clear regulations, proper working conditions and implemented social 

welfare. However, the historical context, as well as the discussed local policy strategies of the 

last decades have generated a widely inefficient organisational framework that decreased 

service quality and working conditions to the benefit of only a few stakeholders in the business 

and promoted a negative image of marshrutka means among the citizens.  

The major contribution to theoretical debates lies in the reflection of an applied actor-network 

approach to the empirics of marshrutka negotiations in the urban public. Fundamentally, this 

work was based on merging the perspectives of Bruno Latour and Michel Foucault into an actor-

network thinking that further allows for substantial elaborations on long-term or middle-term 

established power hierarchies that define an ongoing social negotiation process. The major 

research interest of this study was to comprehend the changes and development processes of 

marshrutka institutions as a complex network of enterprise structures, laws and policy 

regulations on the one hand but also individual defence strategies, interpersonal relations or 

money commitments on a micro-level that together produce the daily interaction of mobility 

patterns. Starting from this research interest, the application of Bruno Latour’s actor-network 

theory turned out to be beneficial for a deeper understanding of marshrutka assemblages. 

Latour’s concept, at this point was applied as a methodological tool and a heightened research 

perspective proved to explain how marshrutka actors show ability to adapt and flexibly react to 

powerful interventions and proposals from different stakeholders in the field. Furthermore, the 

concept showed an ability to detect major conflicts and tipping points in the earlier development 

of marshrutka mobility beyond the daily controversies that the continuously challenged 

sociotechnical arrangement marshrutka has to deal with. Thus, the rise of marshrutka mobility 

as a mass phenomenon, the substantial reformation of urban marshrutka mobility in the late 

nineties as well as the contemporary attempts to close down marshrutka services have been 

analysed as a struggling negotiation in a circumscribed parliament of things. As the particular 

focus of this study laid on the multiplicitous shape of marshrutka enterprises, the study could 

show how marshrutka operators appeared as an artificial concept of political will, that were 

never provided with social importance for the working collective but only with recognition by 

the local government. While this strategy had some substantial success from the transport 

politician’s point of view, as they were able to stabilise the private mobility service in their 



376 
 

interest and make the assemblage speak in their name, the operator as a hollowed actor, as a 

sole placeholder of public interests, turned against the city council in the process of marshrutka 

abolishment. In this sense, it is indeed a profound look on the marshrutka work organisation, 

which gives key to the failure of local politicians in the transport policy of Volgograd in 2016/17. 

As the public negotiation was mediated through the operators, while driver’s interests and 

power potentials remained unnoticed, the social negotiation patterns did not face the actual 

challenges in the network. In this sense, the transport department was able to cut down the 

private transport operators, but the marshrutkas remained on the street, however, in a less 

controlled way and under even more precarious working conditions for the drivers. 

While the study may prove the exceptional benefit of an actor-network perspective as an 

ethnography based methodological approach to describe social shifts in contemporary social 

constellations, the actor-network approach misses the capability to designate power 

inequalities in a certain historical process of stabilisation. As Latour turns out as a radical 

empiricist at this point, where statements can only take place about particular constellations in 

time and space, an additional layer of discourse analysis may increase the awareness of 

continuously established hierarchies and power ascriptions that allow for more substantial and 

essential arguments in this research. Exactly the combination of seemingly contradictory 

research perspectives enables a comprehensive picture of marshrutka struggles in Volgograd 

and Rostov, including on the one hand historical prolonging power perspectives and discipling 

technologies of governmentality while focussing, on the other hand, on the myriad 

interdependencies in the various settings of marshrutka network constellations.  

7.1 Scope and limits 

The political issue of marshrutka mobility in contemporary Russian cities remains a significant 

indicator for urban development in the foreseeable future. While one could argue that 

marshrutkas are sooner or later becoming a historical relic of the past in the entire Russian 

Federation, the development and political strategy applied on how to modernise and reform 

urban transport assemblages remains of profound importance in the middle- and long-term. 

Nevertheless, it is also true that a qualitative research like this, which was at least initially, 

investigating an implemented and system-immanent public transport mode consisting of 

privately conducted minibus services, will not be repeatable in the near future as the dominance 

of urban marshrutka mobility is apparently declining in all Russian cities. This does not mean 

that marshrutka mobility will disappear in the foreseeable future but that the status of 
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marshrutka transport as a widely unquestioned operation standard has changed quite 

fundamentally. 

As the thesis started with the question of what a marshrutka actually is and what marshrutka 

research could be about, one profound answer lies in the very dynamic nature of the 

phenomenon that does not allow for a one-sided ascription. In a four-years research of 

marshrutka practices, the outlines and characteristics of marshrutka issues in my case studies 

developed very fast and diverse in a way that would not allow for a clear-cut definition. When I 

started my research in Volgograd in 2015, marshrutka mobility was the long-established, highly 

elaborate and only reliable mode of public transportation in the city. I remember sitting in a 

marshrutka in Summer 2016, listening to a conversation of two students about the news of the 

day that marshrutka will be abolished within the next year. Both students considered the idea 

as inconceivable and claimed the article as fake news. What happened afterwards proved them 

right and wrong at the same time.  

When flying over the interview manuscripts, the mega-event in 2018, the World Soccer 

Championship, was an ever-returning point of relation that, however, had surprisingly little 

impact despite a substantial shift in the city’s public discussions against the backdrop of an, in 

retrospect overestimated, expected international attention during the tournament. This 

underlines that research periods are highly arbitrary time selections that unfortunately very 

rarely commit to the chronology of developments in social negotiation processes. For this 

investigation, it was a non-foreseeable coincidence that marshrutka mobility in Volgograd will 

be tackled in a large-scale reformation policy of the urban transport department in 2016-2017. 

Contrary to this, the city department in Rostov on Don adopted major measures to reform the 

marshrutka market only in November 2018, which unfortunately had to be excluded from, at 

this point, too advanced research study.  

Nevertheless, it should be mentioned here, that the city administration in Rostov on Don chose 

a very distinct strategy from the Volgograd case and collaborated with the majority of the 

operators in the city. While in Volgograd, operators and drivers simply lost their licenses and 

were left to the labour market without any state support, the traffic department in Rostov 

developed a reformation plan, that includes former marshrutka operators into the new 

transport schemes, if they show the ability to incorporate large buses on their routes. With this 

strategy, replacing the vehicles within the existing operator structure, the city prevented the 

oncoming of illegal marshrutka services as they have appeared in Volgograd since 2017. 

However, the reforms similarly were accompanied by protests among the inhabitants in Rostov 
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as the re-formulated operators do not show enough capability to establish the promised number 

of vehicles (Stepanov 2018; Lanskij 2018). Non-surprisingly, the major problem of the operators 

is that they cannot find enough drivers to work on the new buses (Larina 2019). This said, it 

should also be admitted that the current framework does not increase the working conditions 

of drivers in any manner. Quite the opposite, as large size buses also have the obligation to 

accept e-ticketing, the city government found a proficient way to reduce the scope of individual 

actions of the drivers and operators alike. While the structural and infrastructural preconditions 

have been changed rather successfully as of December 2018, this is not the case for the 

competition on the road as well as the endurance of Svistki, as the drivers are still reliant on 

short-term fare maximisations (Rasskasov 2018).  

The scope of research and the methodological approach of an investigation are clearly 

interdependent parameters. Accordingly, the scope of this research is at the same time spatially 

as well as temporarily limited to the expressions and represented complex entanglements in a 

certain period of time and context. Moreover, the study explored individual action patterns and 

articulations in a publicly problematised setting of conflict. In this sense, the methodological 

procedure allows insights about the public discourse, legal enforcements as well as structuring 

regulation attempts of manifold actors such as local politicians, entrepreneurs, drivers or 

passengers alike. While the findings are obviously not transferable to broader problem 

constellations in settings all over the world, the empirical data contributes to a better 

understanding of local struggles in the transport system of Rostov and Volgograd. Such a 

deliberate limitation of the research allows for a constructive analysis of the specific actor-

networks in charge, that have been rolled out in the private transport enterprises, the driver’s 

lifeworlds as well as in the broader transport networks of an urban assemblage.  

In a further step, this study extracted major findings of the particular settings and tried to bring 

them in a fruitful discussion with contemporary theoretical debates and secondary literature of 

various academic fields. Thus, a legitimate basis is provided to abstract situational and individual 

problem constellations into broader contexts and to engage into academic, political and public 

discussions of a broader scale. In this sense, the research provides a rather unique catalogue of 

methodological perspectives that were extensively discussed in its theoretical embeddedness 

of this text. Furthermore, it provides a basis upon which further empirical research could rely on 

in order to sharpen the view on actor-network intertanglements in processes of social 

negotiation. Of particular strength here is a further fusion of the actor-network-theory and an 

applied discourse analysis that have laid the foundation for this study.  
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The scope of this research is clearly bounded to the transport assemblage of Volgograd and 

Rostov on Don in the last decades. Nonetheless, this research contributes to a profound 

understanding of post-Soviet/capitalist hybridities, which has been productively discussed along 

the ambivalent development and societal perception of marshrutkas in the early past and 

present. Moreover, the provided insights of the two case studies do certainly allow for 

worldwide comparison trajectories on a qualitative level. As the juxtaposition of marshrutka 

services in Rostov and Volgograd show, qualitative research allows, despite its interest in 

complex entanglements, for a fruitful discussion through a contrasting as well as a comparative 

interpretation scheme of observed practices and power regimes at stake.  

7.2 Future research requirements 

The field of shared and informal mobilities provides a huge scope of further research 

opportunities in the territory of post-Soviet states and beyond. The present study may point on 

a couple of further research topics that would need a deeper consideration in the future. 

Starting again with the marshrutka phenomenon as a label of post-soviet realities, further 

investigations could aim to unveil complex repercussions of post-colonialist discourse 

ascriptions. This is an observation that could be made far beyond the post-Soviet territory, 

however, it is less obvious to speak about post-colonial realities in a former colonial regime of 

its own, which, however, only strengthens the research interest at this point. The 

implementation of capitalist legacies, narratives and dreams in Russian society are, while 

partially criticised, undeniably on the rise in all segments of the country and produce an 

interesting friction to analyse between different modernities that have exemplarily been laid 

out in this study, using here the example of public transport supply but reaching far beyond this 

sector. The implementation and acquisition of post-colonialist discourses gains further 

importance, when focusing on the former peripheries of the formerly Russian Tsarist and later 

Soviet empire, that would allow for a multi-layered analysis of colonial prolongment in the 

respective contexts. The field of mobility and transport unveils here a rich selection of entry 

points in their historical and contemporary meaning of determining power through technology 

and infrastructures of different types.  

In this sense, the phenomenon of Yandex Taxi, as a clone of the American Uber, providing their 

services as a market leader especially in the countries of the former Eastern Bloc, provides a very 

interesting phenomenon that would require further research in order to grasp its multifaceted, 

socio-political angles. This study gives a good entry point to comprehend the status quo of urban 

traffic constellations in the last decade, which mark the entry point for the disruptive success of 
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Yandex Taxi in Russia since beginning in 2011. Therefore, the phenomenon of Yandex Taxi as a 

major reformer of the urban transport assemblage, as a disruptive force of the long-time, widely 

independent and little controlled taxi market in the Russian Federation, and as a powerful force 

in shaping the transformation in contemporary CIS-countries seems a promising topic for a 

regional follow-up research.  

This would also include a further view on informality as a subversive strategy in powerful 

hierarchical settings as are public transport institutions. A major difference between marshrutka 

practices and Yandex Taxi services could indeed be understood by the drivers use of subversive 

tactics for defence and solidarity. Instead, despite an almost total surveillance through 

technological applications of the Yandex Taxi drivers, certain defence strategies – use of dead 

mobile spots, decline of offers, simultaneous use of competing applications - remain at stake 

(Pastushin et al. 2016; Noskov 2019).  

Besides, a possible and promising intensification of the regional focus of transitional mobility 

patterns in contemporary Russian cities, the marshrutka example could further serve as a 

comparison scheme to international developments of very different local settings and 

preconditions. Of particular interest is the proceeding implementation of on-demand pooling 

services based on minibus transport facilities in varying global settings. While the paratransit 

literature has already contributed to the emergence of new business models in the sharing 

economy for the Global North, underlining the great flexibility and small administrative expense, 

a further elaborated critical stance on transport reforms in urban agglomerations are the deficits 

in regulations that needs to be established. This would require in the first place a 

problematisation of the labour conditions in the shared transport sector, prominently 

demonstrated by the global protests against Uber, but will further need a reflection on the 

protection of passengers as well as on spatial accessibility and structural organisational schemes. 

All these aspects call for a substantial debate in contemporary societies that should not be 

outsourced to questions of technological feasibilities and economic potentials as currently often 

seems to be the case (Kębłowski and Bassens 2018).  

Lastly, the research findings invite for a further theoretical engagement aiming to unite Michel 

Foucault’s theoretical concepts of governmobility and epistemological development with Bruno 

Latour’s ontological terms of modes of existence into a pragmatic sense of publicity and 

negotiation. This study attempted to underline a promising increase of knowledge, when 

merging together different theoretical perspectives on a social phenomenon such as the 

marshrutka. Furthermore, this work developed a unique methodological framework mainly 
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based on an approach of a multi-sited ethnography as an output of the theoretical 

considerations. In particular, the approach of ethnographic research seems sensible as it allows 

for flexible adaptation on unique constellations in very different research settings without losing 

an analytic perspective on prevailing power dispositions and their interactively reproduced 

erosion and friction phenomena.  

The present thesis is part of a cross-cutting research project that investigated marshrutka 

mobility in five different countries from very different angles in an interdisciplinary collaboration 

by an international team of researchers. Therefore, an important research requirement that 

would call for an embeddedness of the local findings in regional contexts but also for a fruitful 

discussion beyond disciplines and overlapping research interests has already been finished 

during the three years of the research project from 2015-2018. The myriad discussions and 

insights have profoundly shaped the design and content of this study. Moreover, the individual 

studies have already reached out to the research group at an early stage and established the 

basis for an insightful work in progress among the team members that productively reflected 

back to the individual work of this case study. Besides the not to be underestimated fact of an 

intellectually high-spirited working environment, the research group was concurrently 

producing major contributions in the field of critical informal and shared mobility studies 

including farther-reaching publication projects concerning inter alia material semiotics, gender-

or migration aspects as well as social-networks of marshrutka mobility (Sgibnev and Vozyanov 

2016; Turdalieva and Edling 2017; Abdunazarov 2017; Rekhviashvili and Sgibnev 2018a, 2018b). 

In this sense, the present study hopes to contribute to a broader consideration of the complex 

and diverse social phenomenon of the ‘marshrutka’ that reaches out in different regions and 

socio-political contexts and invites for multiple analyses in the humanities.  

The empirical particularity of the provided case study lies in the in-depth observation of 

marshrutka services in decay, that continues to be tackled by the local governments. While 

marshrutka mobilities are, depending on the local context in the different settings of the post-

Soviet territory, on the rise, abandoned, or systematically established, it is in the regions of the 

Russian Federation, where the end of marshrutka is currently enforced, discussed and 

negotiated. Nevertheless, it would be premature to proclaim the end of marshrutka practices 

per se, as the study has proven that nothing is more characteristic for a marshrutka ride than 

the specifically constructed notion of unpredictability as a mode of operation – Let’s wait and 

watch out for the next one to come! 
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9.2 Interview Transcriptions (selection) 
 

Interviews in Volgograd207  

Smirnov, Activist  09.06.2016 

Timofej, Operator  16.06.2016 

Aleksej, Activist and Lawyer 10.03.2017 

Sascha, Marshrutka Driver 23.03.2017 

Fedor, Marshrutka Driver 23.03.2017 

Anatol, Marshrutka Driver 23.03.2017 

Andrej, Marshrutka Driver 24.03.2017 

Danil, Marshrutka Driver 26.03.2017 

Natascha, Dispatcher 05.04.2017 

Ivan, Marshrutka Driver 05.04.2017 

Mischa, Marshrutka Driver 05.04.2017 

Anton, Marshrutka Driver 31.04.2017 

Sergej, Marshrutka Driver 31.04.2017 

 

Interview in Moscow  

Samat, Marshrutka Driver 25.04.2016 

 

Interviews in Rostov on Don  

Tolik and Vladimir, Marshrutka Driver  

(not recorded) 

13.05.2016 

Hurik, Marshrutka Driver 13.10.2017 

Vanja, Marshrutka Driver 15.10.2017 

Ivan, Dispatcher 15.10.2017 

Areg, Marshrutka Driver 15.10.2017 

Evgenij, Dispatcher 15.10.2017 

Vardan, Dispatcher 16.10.2017 

Irina, Dispatcher 16.10.2017 

Aram, Operator 16.10.2017 

Mykola, Marshrutka Driver 17.10.2017 

Igor, Marshrutka Driver 18.10.2017 

Vladimir, Marshrutka Driver 18.10.2017 

Narek, Marshrutka Driver 22.10.2017 

 

  

 
207 The listed interviews are available from the author’s archive. They have been recorded, (except when 
stated) and transcribed. All interviews have been conducted by myself or in my presence, in close 
cooperation with a native speaker. All interlocutors have been informed about their data protection 
rights and expressed their explicit consent to process the statements in an anonymised manner. In this 
sense, all names, companies, and route lines are changed in order to secure the personal privacy. The 
here mentioned interviews are only a short selection of the empirical data selected. During the research 
period, many further interviews have been conducted without record upon request of the interlocutors. 
All of these interviews have written minutes.  
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9.2.1 Interview with Timofej (marshrutka operator in Volgograd), 16.06.2016 

 

A: Уже́ бизнес сам убыточный у нас сейчас немножко. Налоги большие, топливо дорогое, 

запчасти дорогие. Машины сами по себе дорогие. Я даже видел сейчас по три миллиона 

два автобуса. Наше государство сделало, что отменить маршрутки. Куда их теперь 

девать? Кредит платить надо за них лизинговый. Теперь думаем, что будет с нового года. 

В лизинг их взяли, а платить же нам пото́м. Поэтому если запретят их, каждый месяц надо 

будет платить.  

I: У вас какой маршрут?  

A: […]  

B: Расстояние скажи. 

A: Расстояние – это 50 километров, получается. Это считай, что через весь город он идёт. 

Идёт по 1-ой Продольной до Елецкой, на Елецкой выходит на 2-ую Продольную и пошёл 

на ВолГУ до Кардиоцентра. Из 30-ти машин осталось 20. Люди уходят, конкуренция 

огромная, машин много. Это умирает.  

I: Они не хотят больше ездить, потому что не сто́ит? 

A: Пока маршрут не соответствует документам. Он чисто локальный. Не ездил никогда и 

не поедет, потому что у него есть своя программа-карта маршрутов, которую нельзя ему 

нарушать. Он нарисован, и так надо ездить. Если менять, это надо будет согласовывать 

на высшем уровне, а никто соглашение не подпишет. Да и то #00:01:36#. Сейчас переезд 

открыли. 

I: Вы сам владелец маршрутки? Вы сам маршрутчик? 

A: Совладелец маршрутов. 

I: У вас один только маршрут? 

A: У нас много маршрутов, но наш именно 39-ый. Остальные все поднаёмно идут. Они у 

нас получают путёвки, врача проходят, механика проходят в нашей организации. 

Соответственные все наименования там.  

I: Какие машины у вас? 

A: Самые массовые сейчас – Газели, Форды, Мерседесы. Мерседеса два новых сейчас 

купили Спринтера. Основная масса – свежий транспорт. Газелей старых нет. 

I: Что вы считаете, они сейчас хотят заменить маршрутки, да? 

A: Заменить на автобусы, но это очень бредовая идея. Сейчас они хотят убрать все 

маршрутные такси в городе поголовно и запустить автобусы. Автобусов всего 70 

получили, а маршруток только у нас 20 выходило по нашим маршрутам. По другим 

маршрутам – до 100 машин доходило. Заменить всё это автобусами – это нереально. Во-

первых, надо водителей найти, само собой, купить эти автобусы. Их обслуживать же надо 

ещё – что в любой гараж заехал и сделал. Сарай большой. Ладно, Газель заехала, в 

любой мастерской её сделают. Автобус куда заедет? Непонятно, что они хотят сделать.  
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I: Они думали, что успеют к чемпионату мира, наверное. Поэтому у них тут такая 

ситуация. 

A: Они же хотят с этого года уже́ отменить. Чемпионат мира, понятно, через два года 

будет. Транспорт меняли к этому делу, чтоб соответствовать для туристов, кто приедет. 

Потому что на старую Газель он сядет, потом будет по всей загранице показывать, на 

рухляди какой я ехал – с квадратными фарами ещё Газель. Седушка, которая не седушка, 

а стои́т коробок из-под колонки, чтоб сидеть на нём. Меняться, может быть, и хорошо, но 

сейчас они показуху сделали по телевизору, что 72 автобуса дали. Из них 50 уже́ стои́т – 

нет водителей. Указ уже́ издали, что маршрутки закрывают. С нового года их не должно 

быть уже́, по идее. 

I: Почему сложно найти водителей? 

A: Потому что кто пойдёт работать за 16 тысяч? 

I: 16 тысяч? 

A: 15-16 тысяч у них зарплата. 

I: Это в месяц получают, и не зависит, сколько пассажиров? 

A: Не зависит у них. Это очень мало. Если маршрутчик пойдёт туда работать, если он 

получает, грубо говоря, 25-30 у него выходит, а там 16, и на этой большой машине 

ездить… Опять же, придерживаться расписания, придерживаться норм, требований. 

Маршрутка – это одно: захотел сошёл, захотел – не сошёл, а автобус должен ездить. Там 

Глонасы стоя́т, вся ерунда стои́т. В маршрутке он сам себе хозяин. Захотел на круг поехать 

– он поехал, не захотел – не поехал.  

I: Значит, маршрутчики более свободны, да? 

A: Конечно, потому что они не подчиняются, у них свободный режим. Они должны план в 

конце дня отдать. Что он там делает? Либо он целый день проспит, дома пролежит либо 

на дачу поедет дрова повозит. Никто это не проверят. Кому это надо? 

I: Я смотрю, что есть такие диспетчеры сейчас на конечной линии.  

A: Они проверяют: когда машина на линии, они отмечают, чтобы не было у них простоев 

по времени. Допустим, одна машина постояла десять минут, другая – 15. Чтобы они 

между собой не ругались, не скандалили, они отпускают. Чтобы было расстояние 

одинаковое для всех. Если постои́т один десять минут, другой постои́т 15, народу он себе 

больше хапнет. Задний будет ехать, у него пять минут останется – будет война. Были 

такие моменты, когда и дрались и стрелялись. Из-за этого временно диспетчеров 

поставили. Они что проверяют? Они проверяют просто, чтоб путёвка у тебя была, ты 

выехал и в рейс пошёл, и временное расстояние. Что ты целый день делаешь, никого не 

интересует здесь. Ты хоть можешь поехать в баню, посидеть там, покупаться. Ты план 

отдай в конце дня – и всё. 

I: Надо, конечно, зарабатывать. Ещё вопрос: кто регулирует цену? 

A: Государство. Комитет по тарифам Волгоградской области, который непонятно как 

считает. То есть даже если сравнить цену с Москвой, где проезд 50-70 рублей на 
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маршрутке стоит три-четыре остановки проехать. И у нас: от одного конца города в 

другой конец города – 28 рублей был проезд. Это же смешно? Смешно. Чем они 

руководствуются, никто этого не знает. Поднимали этот вопрос на уровне транспортного 

министерства. Сказали, что “ваш город нищий – этому радуйтесь. До Москвы вам ещё 

далеко”. Я в Москву часто езжу и вижу, какой там проезд на маршрутках и там метро 

сколько сто́ит. У нас таких цен нет. Сам перевозчик может цену поднять, но после 20-ти 

часов, как сверхурочная работа. Там ты можешь цену любую ставить, какую ты хочешь.  

I: Я помню, что есть лицензии, которые администрация выдаёт. Как можно взять такие 

лицензии на маршрут? 

A: Лицензию не на маршрут, а даётся карта маршрута – это пачка документов прошитых. 

Там нарисованы все остановки, все опасные участки, все путепроводы, схемы движения, 

остановки все прописаны. По закону должна машина стоять только на остановке: 

высаживать и собирать. Это все нарушают, где ему махнули, там он и остановил. Чтоб её 

получить, надо пройти кучу согласований, начиная от жилищной инспекции, заканчивая 

ГИБДД, администрацией города, области. Непросто это сделать. Одно время, когда ещё в 

те года, в 90-ые, начинали мы работы, мы работали по новой схеме уже́, если маршрут 

перекрывал 70% другого маршрута (допустим, 1С, 2С, 3С – они же почти по одному и 

тому же маршруту ездят все), раньше такого не допускали. То есть 70% есть у тебя 

маршрут – всё. Остальное – не пускается машина. “Вокзал-Юбилейная” маршрут ходил. 

Мы открывали “Вокзал-Лавровая”. Мы еле подписали его – перекрывает 70%. Сейчас 

одни и те же маршрутки ходят, рисуют и рисуют.  

I: Интересно вообще, как это всё началось.  

A: В 2000-ом году всё это началось. Они работали в три смены, круглосуточно. Раньше 

была фирма ООО “Сити Такс” #00:07:58#. Они туда из Москвы хлам свезли, ещё живые 

более ли менее Газели. Вот они пошли с 2000-ых годов. В то время водители 

зарабатывали хорошо, нормально зарабатывали. И машины ремонтировались, потому 

что была большая организация “Сити Такс”, которая где кладбище на Октябрьской 

находится. Сейчас до сих пор они работают, но они уже занимаются только рекламой. В 

то время с кем мы работаем, с руководителем ООО нашего, было своих 47 Газелей. В то 

время, в 2000-ых годах, это было круто. Был большой парк, было обслуживание, а потом 

всё это похерелось (ушло в запущение), мелкие конторки открывались. Дошло до того, 

что сейчас почти каждый ИП-шник сам на себя работает. Фирма своя, и у них несколько 

машин. Обычно один маршрут – одно ИП открыто. На ИП и налоги поменьше, отчётности 

поменьше. На ООО побольше и чуть геморроя побольше.  

I: В 90-ых годах какой транспорт был? 

A: Автобусы. 

I: Автобусы. 

A: Ходили с таксопарков раньше “раки”. Страшные, одиннадцатиместные “рачки” – 

маршрутки-такси. Они ходили с конца 90-ых, а так автобусы всё время были. Глобальный 

бум где-то в 2000-ых годах пошёл – 2001-ый, 2000-ый год – на маршрутки.  

I: Конкуренция между собой: между предпринимателями или между водителями, – это 

ещё есть? Это раньше были сильнее или как? Как сейчас? 
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A: Сейчас то же самое. Маршрут он же везёт, едет по одному маршруту. Начинают друг 

друга подрезать, на красный проезжать, чтоб урвать пассажиров. Есть конкуренция. Кто 

успел, тот первый, тот и поехал, людей собрал. Антимонопольщики тоже ничего не 

сделают, потому что маршруты все выданы, они официальные. Раньше 70% перекрывал, 

можно было обжаловать решение на выдачу маршрута. Сейчас такого уже́ нет, отменено 

всё.  

I: Как можно стать водителем, если я хочу водить? 

A: Пять лет стаж водительский по правам, категория D, обязательно. D раньше было с 21 

года. Сейчас ввели новую ерунду, что три года должно быть B с 21 года, и пять лет 

должно быть D у тебя. Некоторые умудряются сделать побыстрее “D-шечку” и ехать в 

маршрут. Проходят курсы ПДД, обучение это. Есть специальная организация, которая 

рядом с нами находится, именно по подготовке водителей. Как курсы? Номинально всё. 

Пришли, посидели, почитали два часа и ушли, и всё.  

I: Сдают экзамен или что там потом? Есть, наверное, хорошие маршруты и не очень. 

A: Они сейчас все одинаковые. Такого, чтобы он был модный, хороший, уже не осталось, 

потому что они все перекрываются. Единственный вариант – это 159-ый маршрут. Он до 

сих пор держится. Это #00:11:04# ходит. Из всех старых он более ли менее нормальный. 

То, что он берёт с Дзержинского района в Волжске. Там, в принципе, конкурентов мало. 

За счёт того он и выезжает, он хороший. Так, они почти что все одинаковые. Планы везде 

стандарт почти, стандартная цифра идёт у всех, плюс/минус 100-200 рублей. В 

зависимости, какая машина, на чём она ездит.  

I: Понятно. Ещё мне интересно: я был в Ростове-на -Дону, там тоже мы устроили 

интервью. Мне там было очевидно, что там очень много мигрантов работает: армяне или 

киргизы. Здесь этого мало бывает, мне кажется.  

A: Здесь тоже так же хватает.  

I: Да? Там, мне кажется, 80% вообще.  

A: У нас здесь ездят, но основная масса русских ездит. В Москве все такие работают, 

потому что это нереально. Эта работа тяжёлая. Здесь тоже встречаются. По процентам не 

скажу. И здесь их хватает.  

I: Почему это так? Потому что зарплата меньше там? Вы это знаете? 

A: Оно, может быть, проще. Там как бы юг, более развито это ближе туда к Сочи. Они же 

все оттуда едут сюда. Абхазы, азербайджанцы. 

I: Там только больше живут, наверное.  

A: Там, да. В Сочи, в Адлере все нерусские работают. Там русских вообще не встретишь 

ни на маршрутках, ни на автобусах. Я отдыхать езжу в Сочи, там постоянно все приезжие. 

Они оформляются официально. Они патент берут на работу, потому что для маршрутки 

патент обязательно. По новому закону с этого года должны быть права русские. Пока ещё 

в городе нас не щемят, а в других городах – не знаю. У нас такси свои ходят, у нас два 

азербайджанца работают – с нового года “права меняйте”. Если поймают с вашими 
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правами, будет "ай-ай-ай потом, и мне и вам”. Всё, конечно, решается, но лучше 

поменять. 

I: Как с проверкой, например, здоровья или техники #00:13:12#? 

A: Доктор следит каждое утро. 

I: Каждое утро? 

A: Каждое утро. 

I: Каждое утро контроль, да? 

A: Да, по идее, да. Которого водителя мы знаем, что он адекватный, здоровый, не пьёт, 

не курит и машина у него своя, новая, чего его гонять каждый раз? Раз в неделю он 

приезжает, смотрим на него, и всё. А кто не внушает доверия, тот, конечно, каждое утро 

приезжает, и через яму проезжает, и через доктора проходит. После праздников все 

через доктора. Было 1-ое января, 2-ое января, все выходили на линию. Я сам сидел там, 

смотрел. Врач со стаканчиком, с прибором, давление – всё, как положено. Мало ли. 

Праздники. Не дай бог, что нибудь случится. 

I: Да, конечно. 

A: Так, проверки – всё это чисто формально. Ты пришёл, врача прошёл. Грубо говоря, 

сейчас за ворота вышел, чекушку достал с коньячком, упорол – всё, ты поехал. Печать 

есть, что ты прошёл. Мы же не будем с ним целый день с ним ездить. Здесь уже́ ничего 

не сделаешь. В законе есть такое, чтоб он прошёл, чтоб был трезвый, а что он делает 

потом в течение дня – это уже его личное дело, не наше. Мы его обследовали утром – он 

здоровый, всё хорошо с ним. Через 15 минут он вышел, хлопнул бутылочку и поехал.  

I: В это никто не поверит, да? Техника тоже? Как там в машине? 

A: Техника? Зависит от того, какая машина. Если старый хлам, механик проверяет её. Если 

она новая, свежая и сам хозяин за рулём – ты же не будешь ездить на плохой машине 

сам. По-любому, сам хозяин не будет ездить. Он старается смотреть. Яма для этого есть, 

там подъёмники. Если сильно, допустим, тяжёлый транспорт, то в яме смотрится. Если 

Газель, то на подъёмник поднимается, смотрится. Они раз в месяц проходят ТО 

обязательно, которое они должны проходить каждый месяц у нас. Предусматривается 

один день обязательно ремонтная работа. Кто-то ездит, кто-то не ездит. Факт, что он 

прошёл, документально – это есть тут соответственно. Всё нормально. 

I: Понятно.  

A: Были когда-то случаи, когда не выпускали машину. Карданчики были неисправные на 

Газелях рулевые. Это головная боль. С завода уже́ приходят машины с неисправными 

карданчиками. Это русская машина, что с ней сделаешь? По нашим дорогам тем более. 

Он выехал – яма на яме. 

I: Да. Понятно. Кто владелец машин? Это всегда водитель, или это предприниматель, или 

это ещё кто-то? 

A: Есть обычный человек, есть предприниматель сам, есть водитель наёмный – от 

хозяина он ездит. 
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I: По проценту невозможно сказать, да? Как там? 

A: 50 на 50 где-то получается. Водитель работает наёмный, и водитель, который сам 

перевозчик.  

I: Что лучше? 

A: Проще, конечно, самому. Больше доход. С другой стороны, ты устаёшь. План тебе 

привезли, ты дома сидишь, ничего не делаешь, только сам рулишь. Если машина свежая, 

то лучше самому ездить, потому что водитель её убьёт, развалит её, через полгода она у 

тебя умрёт. Будет у тебя то, что ты принёс план, ты всё отдашь на ремонт. Пока она новая, 

можно самому поработать. У меня знакомые работают. Купили новую иномарку. Сами 

гоняют вдвоём, отец с сыном. Получается неплохо.  

I: Арендовать сколько сто́ит в месяц? 

A: От 1200 в сутки, 1200 и выше. За эту – 1200, большие микроавтобусы – до 2 тысяч-3 

тысяч в сутки. Смотря какое топливо. Если бензин, то дешёвое. Если метан, Газель, то 

хорошая цена, аренда дорогая. Если бензин, тоже около 2,5 тысяч. Обычно всё зависит от 

хозяевов маршруток. Мы не лезем в это. Мы только берём за свои путёвки, за 

восстановление. Остальное они сами между собой решают. 

I: У них есть страховка? 

A: Пассажиров, да, обязательно страхуют. 

I: Тоже машину, да? Если у них авария? 

A: Сейчас ввели, с 2014 года, страхование пассажиров. То есть раньше этого не было. 

Была обычная ОСАГО и всё. Сейчас ввели обязательный полис страхования пассажиров в 

маршрутке. Это для каждой машины. Если её нет, то на линию машина не выпускается. 

Она делается раз в год. Делается на перевозчика, то есть на нас, и на эту машину. То есть 

если он захотел от нас уйти, страховка эта аннулируется.  

I: Это водитель платит или предприниматель? 

A: Водитель. Всё платится водителем.  

I: Предприниматели чем занимаются? 

A: Кто в аренду сдаёт, тот в аренду сдаёт. Кто, как мы, выпускает на линию. Мы 

выпускаем на линию, ведём все бухгалтерские учёты, кадровые учёты. Они же 

официально все оформлены. Там тоже немало работы.  

I: Невозможно, чтобы они самостоятельно работали? Они только скажут: “У меня такой 

маршрут”, – и больше ничего?  

A: Если он открыл на себя ИП, открыл на себя маршрут, сделал все документы, то он 

может работать сам на себя, один, но такого нет в городе. Такие есть люди, которые 

ходят на дальние маршруты, внутри России. Пятигорск, длинные. Там большие автобусы. 

Там у каждого свой маршрут, свой выход, своё ИП, свой автобус. Они сами на себя все 

ходят, и то, они подчиняются автовокзалу. То есть они какой-то процент за билеты платят 

автовокзалу. Врача они проходят, где хотят, механика проходят, где хотят. Сами путевые 
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листы автовокзал у них проверят, и всё оплачивается за билеты. Всё автовокзал делает. 

По городу такого нет. То есть присоединяются к большому перевозчику все.  

I: Билеты. Я смотрел, в принципе, там есть всегда такая роль, где билеты стоя́т. Там 

написано, что пассажиру надо самому взять. 

A: По закону билеты никто не обязан давать. У нас все маршрутные такси идут на ЕДН – 

Единый доходовый налог. Билеты висят чисто для того пассажира, если нужно какие-то 

отчётности для него. То есть где-то предприятие оплачивает, командировочный он где-то 

находится. Ему надо за проезд отчитаться – он оторвал сколько тебе надо билетов. Мне-

то не жалко. Потом он приколол в отчёт финансовый или командировочный – и всё. По 

закону никто сейчас не обязывает это делать, билет давать. По пригородным автобусам – 

да, там билет на учёт идёт. Внутри города этого уже нет.  

I: Мне ещё было интересно: мне кажется, раньше они были более индивидуальные. Если 

ты входишь, там было много рекламы и всё внутри что-то. Сейчас всё чисто.  

A: По рекламе: это занимается рекламное агентство “Медиа-Стар”. Они рекламируют 

маршрутку свою, кидают рекламу. Мы с ними не работаем. Они одно время нас 

“кинули”, как говорится. То есть они пообещали золотые горы водителям. Водители все 

для рекламы предоставили свои машины, и оклеили изнутри и снаружи, и на седушки 

чехлы сделали с их рекламой – боулинга “Диамант”. Прошло два месяца – никто ничего 

не заплатил. Водители все к нам с претензиями: “Что за ерунда? Вы же все дела 

решаете”. А что мы решаем? В его рейс денег нет. Юристу отдали судиться. Что толку с 

ними судиться? Себе дороже выйдет. Смысла нет. За это они сейчас все #00:20:07#. Тут 

если ездят, допустим, старые Газели, если наружно оклеены, это просто прячет её 

страшный внешний вид, потому что она уже́ гнилая, ржавая и страшная. Рекламкой 

заклеивают – ужé посвежее стала.  

I: Понятно.  

A: Буквально вчера такую машину видел. Колпаки даже при мне одевали. Её к продаже 

готовили. Видно, что только наклеена реклама, чуть подкрашены кое-где борта для 

внешнего вида у неё и колпачки надевают.  

- Да, говорит, сейчас лох приедет, купить её.  

Обычная тяжёлая работа. Водители с пяти утра работают и допоздна: это и до часу и до 

двух ночи, и до 11 ночи работают.  

I: Каждый день? 

A: Каждый день.  

I: Это правильно? Это возможно? 

A: Это запрещается, но как ты его отследишь? Он же сам себе хозяин. Путёвку он 

получает – нормальный, здоровый. Если у него какие-то проблемы со здоровьем, ты 

видишь. Врач не выпустит, а так они катаются сами себе. В такую жару сам хозяин ездить 

не будет. Он дома посидит, поспит. Сейчас вечером час пик начнётся, он поедет кататься 

до 12 ночи, потому что самый заработок. Транспорт уже́ не ходит общественный. 

Трамваи, троллейбусы уже́ с передышками ходят. Самая работа маршруткам. Он катается 
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допоздна. Кто такой, что не понимает, что надо днём посидеть (потому что днём жарко 

да и народу меньше: все учатся, работают – чего ездить, солярку жечь?), они пашут пото́м 

и разбиваются. Выйдёт, время – конец дня, у него денег нет в кармане. Всё на солярку 

ушло. Начинают допоздна работать. Соответственно, аварии и тому подобное 

начинается. Кто поумнее, тот днём спит, отдыхает. 

I: Есть ли у вас, чтобы они не более пяти дней работали и потом два дня отдыхали? 

A: По закону есть, конечно, но никто этого не придерживается. То есть их не 

проконтролируешь. Он скажет тебе: “Я вышел сегодня, сломался. Поехал на ремонт”. На 

самом деле он работает, и ты не увидишь никак. Он скажет: “Я на ремонте стоял, я не 

работал там. День мне спишите этот”, – а он был на линии. Его не проверишь.  

I: Как, если машина сломалась? У вас всё вместе: гараж есть большой для маршруток, 

если #00:22:21#? 

A: Три бокса, да. Они обычно обслуживают сами за себя. Кто-то приезжает к нам 

ремонтироваться. Так, они сами себе делают машины все. Официально три бокса. Один 

бокс, где механик сидит, выпускает на линию, и два бокса – мастерские по ремонту. Там 

запчасти есть на какие-то машины. 

I: Это дешевле, чем у других, если запчасти #00:22:41#? 

A: Дешевле, не дешевле. Кто-то, может быть, сам делает. Допустим, водитель сам всё 

умеет, он сам будет делать. То же самое масло поменяет, колодки поменяет. Зачем 

платить ему нам, если он сам это сделает? Пусть он грязный будет, но он сам себе 

сделает, сэкономит себе. 

I: С бензином то же самое? Вы покупаете много сразу?  

A: Нет. Бензин они заправляют сами. Основная масса, конечно, на газу. Бензин – это 

очень дорого, невыгодно вообще работать. Основная масса – это пропан, метан газ, и 

солярка. Новые машины все на солярке. Пытались мы как-то внедрить, чтоб по карточкам 

заправляться. С Лукойлом договор заключали. Это всё осталось на корню. Карточки мы 

раздали, и началось: то один не заплатил, то другой не заплатил. Другой начал ныть, ему 

далеко до заправки, ему это неудобно. В итоге всё это похерелось (ушло в запущение). 

Пять машин осталось. Лукойлу это невыгодно, потому что мы говорили 200 машин будет, 

а доехало 30 машин.  

I: Сколько маршрутка ест в Волгограде вообще? 

A: Что?  

I: Сколько маршрутка ест в Волгограде вообще? Вы знаете? 

A: Расход? В день по газу где-то литров 100 она съедает. По солярке – где-то литров 70. 

По газу больше кушает. Как кто работает. Если он шесть кругов делает, у него больше 

расход. Если семь кругов, у него меньше расход. Не всё хорошо.  

I: Как вы сами думаете, через пять лет будут ещё маршрутки?  

A: Будут. Может быть, просто комфортнее будут. Будут как #00:24:11# Honda County. Вот 

эти ездят автобусики. Газелей уже́ нет, там Каунты гоняют. Типа такого. Почему бы и нет? 
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У него 24 посадочных места. Можно его один купить, две Газели заменить. Опять же, это 

кто будет покупать? У крупных перевозчиков есть деньги, а у мелких… Идти кредит 

брать? Мы взяли два Мерседеса по три миллиона в лизинг – такие новости пошли. Что с 

ними делать? Теперь на дай бог отменят – и всё. Куда его? Таджиков возить на поля? 

Больше вариантов нет. Продавать? Его никто не купит, потому что он никому не нужен 

будет. Тем более за такие деньги. Как было в Москве? Им дали неделю сроку от всех 

маршруток избавиться. В Подмосковье: Дмитров город, Подольск город. Им дали 

неделю или месяц избавиться от всех маршруток в городе. Там за 50, за 30 тысяч 

машины продавали, Газели. По всей России туда ездили, скупали. Мы тоже туда 

приезжали, забирали. Так и у нас, может быть, будет скоро. Скажут: “Всё. Через два-три 

дня чтоб ни одной маршрутки не было в городе”.  

I: Это, конечно, трудно.  

A: Конечно, трудно. Мы когда приезжали в Дмитров, там стои́т 50 машин, выбирай, 

какую хочешь по полтиннику себе. Как по полтиннику? Они тут по 200 (тысяч)у нас в 

городе. Начинают из Москвы звонить на телефон сюда: “Вези деньги. Переводи 

карточкой. Тут куча машин хороших”.  

I: Понятно. Кажется, всё. 

A: Основная масса водителей, очень много ездит, с неадекватной психикой. Стараешься 

#00:25:44#. Я сам много езжу, вижу, как он себя на дороге ведёт. На заметочку беру. Если 

это наша машина, на заметочку. Потом своим вышестоящим говорю, что нам его надо от 

нас избавить, иначе он нам беду принесёт. Любая авария, любое ДТП отражается на 

перевозчике. Трясут сначала его, когда он совершил. Потом начинаются прокурорские 

проверки. Путёвок, сколько раз он выезжал в этом месяце. Что он не выезжал, а ремонты 

не ремонты. Это нехорошо же для нас. 

I: Да. 

A: Из-за его дурости, что он слева вправо перестраивается и едет, спешит. От таких 

стараемся избавиться сразу.  

I: Это вообще очень интересно общаться с людьми, с пассажирами. Половина скажет: “Не 

надо. Надо отводить такие маршрутки”. Другие скажут: “Это хорошо. Это прямо. Это 

очень быстро”.  

A: Да. Может быть, с одной стороны, и надо бы от них избавиться, от хлама. Реально 

который уже́ свою жизнь изжил, маршрутка. Уже́ 20 лет она ездит. 2000-ого года видел 

машины, которые с квадратными фарами, Газели. Они 2000-ых годов, а уже́ 2016-ый. 

Пусть они 2003-его, 2002-ого года. Всё равно 13 лет маршрутке. Если она за два года 

умирает, за 15 лет что с ней будет? Это “дрова”, реальные “дрова”. Что делай, что ни 

делай – это “дрова” уже́. Комфортно, конечно, транспорт поменять. Опять же, какой 

комфорт? У нас город с таким проездом с 10-15 рублями брать за 3 миллиона маршрутку, 

чтоб её тут угробили за два года? Даже себя не оправдает.  

I: Я не могу представить, как это без маршрутки.  

A: Тем более, бабушки с вёдрами, с тяпками. Как залезет. Салон мягкий у этих автобусов. 

Она сейчас тележку будет тащить за собой, седушки все подерёт, и ничего ты ей не 
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скажешь. Что скажешь, она тебя ещё и обложит и будет звонить жаловаться, что ты 

замечание ей сделал. Менталитет такой у людей. Залазит и в грязном во всём лезет. Я в 

столицу езжу, такого не вижу, чтобы бомж сел в маршрутку и ехал весь грязный. Такого 

нет там, а здесь лезут.  

I: Льгот нет на маршрутках? 

A: Льгот? Никаких нет.  

I: Никаких. 

A: Есть льготы: 1-ая группа и участники ВОВ. Они в основном не ездят, потому что первая 

группа неходячая. Кто его поведёт? Участники – у всех машины. Единственное, что было: 

9 Мая откатали. И то, выделяла администрация именно машины под них Для того, чтобы 

они ездили. Сколько мы занимаемся, может, раза два всего водители говорили, что кого-

то возили бесплатно – и всё. Оно просто не востребовано всё. Инвалид первой группы 

неходячий, по-любому. Первая группа неходячая. Кто поедет на маршрутке с ним? Никто.  

I: С детьми: они бесплатно ездят? 

A: Дети до семи лет, если не занимают отдельное место. Если сел на седушку, любой 

возраст оплачивается, потому что места ограничены. Это же не автобус. Даже в автобусе, 

по-моему, такое ввели, что до семи лет, если не занимает одно место.  

I: В Москве есть сейчас такое, что они тоже в тройке? У них есть карта единая. 

A: Сейчас у них да. Метро, автобусы. Во-первых, у них и маршрутки убрали, в Москве. Я 

сейчас слышу, что “Волга-Лайн” продаёт все свои маршрутки, даже новые. Автобусы 

хотят запустить. У них карточки. У нас в городе тоже хотят карточки. Буквально сегодня 

прочитал, что хотят единые проездные билеты делать, чтобы пересадки людям по 

карману не бились. Когда захотят? К чемпионату, может, и сделают. Сейчас она не нужна.  

C: К 2018-ому году. Чемпионат-то в 2018-ом году.  

A: Чемпионат пройдёт, я думаю, всё это отменится. Все турникеты сломают, потому что 

Волгоград это не Москва. Я впервый раз когда в Москве был, в трамвай зашёл – впереди 

стои́т ерундовина. Что с ней делать? Ни билета с собой, ничего не купил. Как лохи стои́м. 

2005-ый, 2006-ой год был. Мы с пацаном приехали. Она советует проходить вперёд, а у 

нас ни билетов, ничего нет. Она не продаёт, кассирша-трамвайщица. На нас посмотрят, 

скажут: “Колхозники приехали”. Так же и здесь, в городе. Какая-нибудь бабка зайдёт с 

тележкой, скажет: “Какой тебе билет электронный?” И всё. Начнёт турникет этот ломать. 

Хотя кондукторов поубирают всех с автобусов, с троллейбусов. Это их заменит. Поставят 

турникеты. Давно уже́ этот разговор шёл. У меня родственники работают там. Лет, 

наверное, пять, как заводили такую тему: сократить расходы на кондукторов, а сделать 

турникет. У города денег не было. Непонятно, что будет. Дай бог, если будет чемпионат, 

может быть, что-то лучше будет. Но вряд ли. Может, если чемпионат пройдёт, опять всё 

так же будет. Дороги так же разваливаться будут.  

I: Наверное, они много строят сейчас, да? Это видно как раз: дороги, везде. 

A: Здесь будет дорога. Через нас хотят сделать. С Красноармейской до #00:31:01# 

делают. Весь город не затрагивают. Вдоль Волги прокатная дорога будет идти прямо, с 
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Красноармейской до этого. На “Красном Октябре” какие-то у них тёрки с заводом. Хотят 

завод немножко подвинуть, потому что он немножко не влазит в схему. Когда схему 

рисовали архитекторы, завода не было. Они же не знали, что завод стои́т. Теперь завод 

появился, который там больше ста лет стои́т. Теперь хотят цех оснастить, а завод 

частному лицу уже́ принадлежит. Кто же захочет просто так подарить цеха эти? Сейчас 

все эти тёрки идут. Если сделают, будет хорошо. Весь город можно проехать за полчаса 

времени, без светофоров почти, без ничего. Нулевая продольная будет нормальная.  

C: Бери конфетки. Ты не стесняйся. 

I: Спасибо большое. 

C: Пока не съешь, не уйдёшь. Я шучу.  

A: Надо куда-то положить, а то сильно заварится сейчас. На бумажку. 

C: Что “сильно заварится”? Пей, “сильно заварится”. 

A: Пей, конечно. Там ребёночек у меня сидит обосравшийся. Сейчас бабушка пишет. Она 

говорит: “Накакал. Я не могу выйти с ним”. Он тяжёлый. Надо домой уже́ лететь.  

C: Сейчас парень съест. 

I: #00:32:17#. 

C: Мы и так сколько? Минут 30 болтаем.  

A: 17 минут наболтали.  

I: Нет. 30 минут.  

A: 30? А, это время 16:17. Убили бизнес маршрутный. Я сам сотрудник ГИБДД, ГАИ 

бывшее. Я до ГАИ занимался маршрутками. Потом в ГАИ пошёл. По своей работе их 

касался. Раньше были заработки, а сейчас – существование. Мы микроавтобусы купили – 

70 тысяч в месяц надо отдать за них. Независимо, работает он, не работает. 70 рублей в 

месяц принеси. Это 2,5 тысячи в день план только отдай. Плюс его надо страховать, его 

надо поставить на учёт, сделать КАСКО, потому что без страхования КАСКО не идёт 

лизинг. В итоге, #00:32:58#, что принести. Водила больше 2,5 тысяч не даёт. Приходится 

со своего кармана доплачивать каждый месяц какую-то сумму n-ную. Всё это делается, 

не знаю для чего. То есть они либо давят именно бизнес малый, не хотят, чтоб он 

развивался, либо что-то ещё. Реально идёт все к тому, чтобы закрыть бизнес малый весь. 

Налоги нереально какие жмут. Всё жмут. Что будет дальше, непонятно. 

I: Автобусы ходят, троллейбусы, трамваи. Это муниципальная компания? Это не частная? 

A: Местная муниципальная.  

С: Они государственные.  

A: Датируются перевозки эти. Инвалиды, пенсионеры. Они убыточные все, потому что 

#00:34:02#. На что сядешь? На маршрутку, конечно. А этот будет каждому на углу 

кланяться и ехать #00:34:13#. Каждому будет пятому на остановке кланяться. За счёт того, 

что цен нет, #00:34:21#. Почему в Москве? Там я сколько лет езжу? Я с 2005-ого года 
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езжу. 35 была маршрутка, 50 рублей, 70 рублей маршрутка была. Троллейбус столько же 

стоил, и метро столько же стоило. Только там проехать две остановки, три остановки на 

этом транспорте, а здесь можно весь город проехать за эти деньги. Не то, что это столица. 

Понятно, что это столица. Запчасти-то одинаково сто́ят. Солярка одинаково сто́ит, что 

здесь, что там. Уровень жизни там чуть покруче. Продукты там дешевле сто́ят. Жильё 

дорогое и проезд дорогой. Остальное всё одинаковое. Как они это всё думают, наше 

правительство? 50 рублей можно поставить на маршрутку, а тут десять хватит. “Будете 

ездить и за десять, и за восемь рублей”, одно время когда-то было.  

I: В сравнении с муниципальными, государственными? 

A: Сейчас трамвай сто́ит 20 рублей #00:35:15#. 

I: Тоже дешевле. Им выгодно работать или в минус? 

A: Убытки, они в минус работают.  

I: Да. У нас, например, в Берлине, билет сто́ит сейчас более трёх евро. Сколько сейчас 

курс? Это 200 рублей один билет. Они тоже в минус работают, но государство всё равно 

даёт деньги.  

A: В Берлине, и дорог, наверное, таких, как здесь, нет. 

I: Конечно. 

A: Я помню, было ещё в те годы, в 90-ые, знакомые ездили в Германию. Оттуда машины 

привозили, которые выкидывали на улицу. Bentley гонял знакомый. Говорит: “На 

помойке валяется. Забери её”. Там нереальные деньги, чтобы утилизировать всё и 

платить штрафы. Здесь доро́г, ничего нет. Здесь вообще надо делать. Такие дотации. Они 

специально ждут, наверное, потому что малый бизнес #00:36:20#. Ещё два направления 

там есть: по авторемонту. У нас на районе прокуратура проверяла и трудовая инспекция. 

Зарядили такие налоги за работников! По 26 тысяч в месяц надо отдать только за троих 

работников на шиномонтажке. Они столько не зарабатывают даже. Монтажка столько не 

зарабатывает, чтобы что хотели, они получали. “Что же вы хотите? Они у вас 

оформленные”. 26 тысяч в месяц отдать просто за работников. Я говорю: “Как я буду с 

них собирать?” - Это, говорит, ваши проблемы. Это тысячу рублей в день просто отдай 

государству за работников. Плюс им зарплату отдай, плюс аренду отдай, плюс материал 

купи, свет купи, охрану купи. Я говорю: “Может, нам закрыться, проще или нелегально 

работать?” #00:37:01#. “Три тысячи штраф отдашь один раз, всё окей”. Надо закрывать 

тогда. Чтобы всё по закону, всё официально. Три рубля (три тысячи) штраф, если за 

большую проверку, если у тебя ИП нет. Три тысячи. Автобусы хорошо, что выпускают. Их 

надо обслуживать. Они все иногородние. То есть их даже не в Волгограде делают. У нас 

Волгожанин автобусы есть, парк. Туда их купили. Они начали ломаться все. Это 2007-ой, 

2008-ой год. Они до сих пор ходят. Два или три автобуса всего осталось жёлтых. Старых 

ещё, квадратных даже. Они начали ломаться. Двигатели им ставят от Ивеки; Ивеко если 

ставится, сидит в городе Санкт-Петербург. 

С: Ивеко из Германии. 

A: Германская контора. Им моторы Ивековские ставят. Представительство одно на 

Россию – в Питере. Мотор у них сломался, они его грузят. Транспортная компания 
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отправляет в Питер. Пока туда дошла, пока оттуда пришла – у него цены выше даже 

одного автобуса. Здесь базы нет, но они не соображают. С автобусами: они дизельные, 

сейчас стоя́т на метане все. Как они переделают в дизельный метан, я не представляю. 

Как это возможно? Дизельные – это дизель надо. Метан – это бензин #00:38:35#. Как 

кулибины опять что-то мутили, чтоб дизели перевести на метан. Сейчас начнут сыпаться. 

Кто их будет делать? Они по нашим дорогам. Полгода Вовка ездит. Вот же один автобус 

стоял. Мотор дымился у него, где-то читал я в новостях. Он здесь на чистке стоял – мотор 

задымился уже́, у нового автобуса.  

I: Я читал в газетах, что здесь будет “Питер-Авто” компания.  

A: “Питеравто”, да. Они поставляют сюда. Вот Ивековские моторы стоя́т. Они 

Волгабусами называются, по принципу Волжанина сделаны. Сделаны в “Питеравто”, и 

моторов Ивеко обслуживание только там. Здесь-то у них нет представителей.  

I: Понятно.  

A: Ладно, мотор, а электрика, техника? Наши-то ничего не знают. Если там мотор стои́т 

импортный.  

С: Надо его снимать. Упакуй туда, в Питер. Здесь целая эпопея сейчас будет.  

A: Отмывка, очередная отмывка денег. Кто-то купил, наверное, себе завод. Типа 

Медведева купила. Скажет: “ Давай по всей стране запустим. Нам мало денег ещё”.  

I: Понятно. 

С: Вся страна там будет. #00:39:58#. Пластмассовые стаканчики там. #00:40:02#. 

Миллиард дали, миллиарда нет.  

A: Что у нас монополисты ещё сделали? 

I: Что это за закон антимонопольный? Что это значит вообще? 

A: Это чтобы не было сговоров между перевозчиками, между потребителями. 

Антимонопольный комитет следит. Какой сговор, если цены смешные? Боимся 

повышать, а они ещё заставляют понижать. Соответственно, чтобы люди не возбухали (не 

возмущались), придумали Антимонопольный комитет. Чтобы не было сговоров. А на 

самом деле, сейчас всё дорожает. Реально сейчас дорожает всё. Запчасть подорожала в 

два раза после повышения доллара.  

I: Если билеты подорожают, это хорошо для водителей или плохо? 

A: Оно особо не отразится. Говорят, что чуть побольше будет прибыль, но она же 

съедается. Меньше для хозяина будет убытков. 

I: Например, в Волжске год назад или два года назад они в два раза подорожали.  

A: Они пригородными считаются. То, что они пригородные, у них своя эпопея идёт. По 

городу нельзя повышать. То, что они причисляются к междугородним, потому что два 

города разных, и они не являются друг с другом совмещённых, два города разных, там 

уже́ другая тема. Там можно повышать. Идут свои критерии – какие можно, а какие 
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нельзя. Люди рубаются (массово пользуюся), глядишь – тариф подняли. Так же ездят, так 

же и будут ездить.  

I: Надо. 

A: Кроме как это, электричка. Ездят на электричке. Она один раз в день, утром идёт. Один 

раз выезжает, в два часа. 

I: Это, конечно, тоже выгодная возможность для города быстрые электрички? Это в 

Волгограде очень хорошо #00:42:06#. 

A: Ходила же электричка в советские времена каждые 15 минут или полчаса.  

I: Куда ходили? 

A: С Красноармейского до Тракторного они курсировали. Потом до прихода маршруток 

всех, до автобусов даже ходили. Видишь как, да? Я ещё в школе был, жил в 

Красноармейском, брал с Кижеватова #00:42:22# на Красном. Ездили в то время. 

“Зайцем” ездили, платили ездили. Всё было, школьное детство было. Потом маршрутки 

появились. Жди, пока она придёт, 2005-ый год. Там, конечно, комфортно. Сел спокойно, 

форточку открыл и сидишь. Мародёры ночью приставали к нам всякие. Ерундой маются, 

стреляют по окнам, кирпичами бросаются. Даже трамваи #00:42:48#. У них коллектив 

какой-то странный. Тихонько всё умирает. Что будет дальше, неизвестно. Что вообще в 

стране будет.  

I: Да. Нам невозможно представить, что такие маршрутки ездят.  

A: Я тебе сфотографирую, какие ездят. Антиквариат.  

[…] 

I: Да. Спасибо вам большое!  
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9.2.2 Interview with Samat, 67 years old (Marshrutka driver), 24.05.2016 

 

I: Ну, я жил два года здесь, в России. Я раньше в Волгограде, меня обучили как 
преподаватель немецкого языка. Немецкий язык для иностранных, как иностранный язык. 
И я преподавал в государственном университете в Волгограде. Русские студенты.  

B1: В Волгограде, да? 

I: Да. И там я учил немножко русский, поэтому сейчас вам понимаю. Да и в Волгограде как 
раз это там маршрутки играют очень важную роль.  

B1: Да, да. 

I: Да, потому что там общественный транспорт еще очень плохо работает.  

B1: В Волгограде? 

I: Да, и маршрутки играют самую важную роль. Без маршрутки ничего не возможно, в 
принципе.  

B1: В том-то и дело.  

B2: У нас в Омске такая же ситуация. У нас вообще вымер общественный транспорт, 
практически его нет. Одни маршрутки остались. А раньше было наоборот. Были только 
автобусы, сейчас они практически вообще не ходят, автобусы. Одни маршрутки.  

I: Здесь или в Омске? 

B2: В Омске, в Омске. Здесь то очень хорошо все развито. И маршрутки, и такой транспорт. 
И все по расписанию, все отлаженное. Во всех направлениях, и в Подмосковье там, и по 
Москве #00:01:27# очень хорошо работает. Даже маршрутки сей час дешевле, чем 
общественный транспорт стал.  

I: Дешевле даже? 

B2: Стали дешевле. Парадокс. Да, потому что на общественный они поднимают и 
поднимают, уже несколько за этот год подняли #00:01:41#. 

I: А как это, например, работает? Это у общественный транспорт наверное зарплата есть 
стабильная, да? Ты водитель, да? Ты сотрудник там в компании? И у тебя будет там я не 
знаю сколько, скажем…  

B2: Нет, это как-то утверждается, администрацией, по-моему. Да? Утверждается же, да 
плата по маршруткам, по общественному? Административно как-то.  

B1: Конечно. Это же регулируется. Но в зависимости от общественного, ну, как повышение 
– деньги. Это же все коммерческое, да. На коммерческой основе. Повышают. Повышают. 
Повышают постоянно. Да.  

B3: Ну, расходы то повышаются у компании тоже.  

B1: В месяц несколько раз, в год несколько раз повышают. Каждый год. Сколько я здесь 
работаю, постоянно повышают. 

B2: Каждый год обещают, что не будут повышать, и каждый год повышают.  

I: Понятно, да. Ну у водителей есть конкуренция еще или уже нет?  

B1: Конечно, есть.  
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I: Ну почему это так?  

B1: Конкуренция есть у коммерческих водителей. Вот я работаю. Я работал «Авторегион» 
называется, это в Химках. Там где-то семьдесят автобусов. Маршруток, наверное, больше 
десятка. Это двенадцать – тринадцать маршруток. Мы работаем, определенную сумму 
получаем белой зарплатой, а остальное сверх плана то что мы, остается нам. Уже мы сами 
себе зарабатываем деньги.  

I: Понятно.  

B1: Ну, определенную сумму плана мы сдаем, которую нам зарезают. Лишняя сумма 
остается на карте. Конечно, мы заинтересованы взять больше пассажиров. Но там таких, 
как мы, еще несколько фирм. «Регион», там еще другая фирма. Там «Автолайн», 
«Северный Трак», разные, разные фирмы.  

B2: Это, наверное, гранты, да. 

B1: И вот они тоже, они тоже сидят на коммерческой основе. То есть точно так же деньги. 
И мы соревнуемся, стараемся друг друга обогнать, первым подъехать, нарушаем правила, 
всякое бывает. Чтобы заработать, мы это делаем, это безвыходное положение. Если 
хочешь все делать на законах, ты ничего не заработаешь, пойдешь в мусор. Но сейчас, в 
данное время, в Москве уже я насколько знаю, коммерческие автобусы убрали. Там 
осталось до сентября, по-моему, в сентябре последние #00:04:3# уберут. Все перевели на 
вот этот, как, турникет. По карточкам. Там уже водитель сидит сто процентов на зарплате. 
Ему есть определенная сумма зарплаты, у него уже, он уже конкурировать не будет, гонки 
устраивать не будет, у него есть положение. Заезд на автобус, надо специально заезжать 
как на остановку там, правильно заезжать, фиксировать остановку, открывать дверь, 
производить посадку-высадку. Он уже…  

I: Он спокойно… 

B1: Он спокойно едет, выполняет только свои функции водителя. А тут мы раньше 
выполняли функции водителя, функции кондуктора. И вот голова на триста шестьдесят 
градусов. И здесь все надо успеть: и деньги забрать, и дать билетик, и так, и так… Конечно, 
это очень, поэтому из-за этого происходит много аварий.  

I: Да, конечно. А вы сам уже долго работаете как в этот, так #00:06:05# 

B1: Я сам по себе, у меня два высших образования. Я железнодорожник. Тридцать девять 
лет проработал на железной дороге. Но жизнь так поступила. Мы люди советского 
производства, жили при Советском союзе, учились при Советском Союзе. Мне уже скоро 
семьдесят будет.  

I: Да.. 

B1: А я до сих пор работаю. #00:06:07# Так что я железнодорожник, я на автобус перешел, 
потому что были заработки большие.  

I: Ага, понятно.  

B1: Я здесь, в Москве, работал на железой дороге, получал, у меня оклад был семнадцать 
тысяч. Вы подумайте, семнадцать тысяч на что хватит? 

I: Ну это ничего.  

B1: Потом зарплатами где-то двадцать пять получал, вот так. Ни на что не хватало. Поэтому 
я хотя в жизни не ездил автобусах, пришлось.  
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I: Понятно. А когда вы, значит, вы уже в Советском Союзе жили здесь, в Москве, да?  

B1: Нет. Я жил во Фрунзе, это в Киргизии.  

I: И после распада вы сюда приехали? 

B1: В девятом году я приехал. В две тысячи девятом году.  

I: А, понятно.  

B1: Ну я российский гражданин, мне пришлось в советское время. У нас железная дорога 
была по всей, МПС назывался. Министерство путей сообщения. Она была единая. Весь 
Советский Союз, единая железная дорога была. Мы подчинялись #00:08:04# И по сути 
своей деятельности работы мне пришлось и БАМ строить, на Дальнем Востоке работать, 
транш-магистраль строить. Помотался я по России. И в Москве работал. Еще на Олимпиаде 
в восьмидесятом году.  

I: И в БАМе, да?  

B1: И БАМ строил.  

I: Да, понятно. 

B1: Но жизнь так сделала, что мы распались.  

I: Но значит, что вы работали, как водитель в Киргизии вначале или только здесь? 

B1: Здесь. 

I: Здесь… Но там, наверное, тоже есть маршрутки, да?  

B1: Там полно маршруток. И все германские.  

I: Германские…  

B1: Сто процентов германские.  

I: Да, да, понятно.  

B1: Там галереи нет.  

I: Удобство эксплуатации, наверное, гораздо лучше, да? Наверное.  

B1: Ну, да, конечно. Мерседес он и в Африке Мерседес.  

B3: Я помню, здесь когда-то были газели, быстро все исчезло, только вот Фольксвагены, 
Мерседесы. Вот мы на Левом берегу, и метро, и Форд… 

B2: Да, сейчас гораздо удобнее, а то те были низкие, нагибаться… А тут удобно. Вообще 
классно.  

I: Этот тоже интересно. В Волгограде еще есть такие газели, но в Ростове-на-Дону, там я 
был сейчас тоже сделал интервью там ездить.. И иундай, тоже такие японские машины, 
тоже такие выше, удобнее. Они там везде. Там, наверное, есть закон, или что-то, чтобы 
там только иундай, или контракт с городом. 

B1: Где, где? В каком городе? 

I: Ростов-на-Дону. Там газели я вообще не видел.  

B1: Хюндай – это южнокорейские машины? 



449 
 

I: Да. 

B1: Они неплохие, неплохие. И в эксплуатации тоже хорошие машины, их я хаять не буду. 
Очень удобные и работают нормально. Японские, южнокорейские машины они работают 
хорошо, германские. Ну, конечно, российским далеко. Далековато.  

I: Да, да, конечно.  

B1: Ломаются, ненадежные.  

I: А у вас какая машина сейчас, какая маршрутка?  

B1: Я сейчас на такси работаю. Я пенсионер. Возраст. Уже автобус тяжело мне водить. 
Зрение не то. Реакция не та. Ну, доживете до моих лет, потом узнаете. И я где-то после 
Нового года перешел на такси. Сейчас работаю на такси.  

I: Понятно. Ну да, это, конечно, намного легче, наверное, работать на такси.  

B1: Ну да, потому что на автобусе я работал по пятнадцать-семнадцать часов в день. 

I: Пятнадцать-семнадцать? Ужас. Когда вы начинали работу? 

B1: Ну в четыре часа встаешь, в пять часов уже должен быть на автобазе, пока машину 
примешь, пока туда-сюда. И пять тридцать-шесть ты уже должен быть на конечной 
остановке. Ну, в зависимости от твоего графика. 

I: И до скольки?  

B1: До двенадцати. Ну, где-то в час, во втором часу мы попадали домой. Иногда, бывало, 
мы по три часа в день спали. Три часа спишь, и обратно выходишь на работу. 

I: Это также опасно?  

B1: Нет, сейчас уже, три года тому назад, когда я стал работать, я работал в Одинцово, на 
фирма такая «Ауто» есть. Работал на экспрессе Одинцово – Киевский вокзал. И работал 
пять – два. Пять дней, каждый день, ну три-четыре часа я спал. Пять дней. Иногда бывало 
и шестой день работал, когда у них людей не хватало, они просили. Один день у меня был 
выходной. Это был настоящий рабский труд. 

I: Это, конечно, ужас. А у вас какой, вы сотрудник в этой компании или вы, в принципе, 
самостоятельный водитель и они только, ну, скажем, нас надо такой столько водителей, 
приходите. И вы можете там ехать… Как это там организовано… Они вас платят, например, 
не знаю, в Германии, они, например, платят в пенсионный фонд или страховка или то там… 
Как это, как это у вас? 

B1: Ну, не во всех. Сейчас уже начали порядок наводить. Сейчас начали с прошлого года, 
более-менее законность пошла. По закону. Но те годы не было закона. Все черное было. 
Все черным налом шло.  

I: Ну все равно были какие-то… 

B1: Водитель зарплату не получал. Ему была там фиксированная зарплата восемь – семь 
тысяч просто так. Скажем, да, у тебя зарплата восемь тысяч. Но он их никогда не получал. 
Он то, что себе зарабатывал, это его было.  

B3: Сколько заработаешь, столько и зарплата, да получается.  

B1: Да, да, сам себе зарабатывал. Ну а машина была компании.  

I: Ну ты арендуешь, можно так сказать?  
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B1: Ну как бы сказать, в аренду берешь. Ну, в аренду не берешь, просто числится за 
компанией. Все, как положено, ты регистрируешься, они тебя берут по заявлению. Как 
положено там. Некоторые компании были без трудовой книжки, без ничего брали.  

I: Была бы возможность сами купить машину и ездить сами свою машину? 

B1: Есть, да. Есть такая возможность. Ну, это очень тяжело. Дорого стоит машина… 

I: Дорого…  

B1: Есть такая возможность, но тоже платишь фирме или определенную сумму за то, что 
они тебе выдают лицензию, допуск, все прочее… 

I: А что получится если у вас авария, например?  

B1: Авария? 

I: Если что там с машиной на дороге, это вы там виноваты или как это так, что… 

B1: Если аварии происходят, ну как, правила дорожного движения. Если я нарушил, значит 
я буду виноват. Если бывают меня стукнули – я не виноват. Ну, есть страховка.  

I: Есть страховка.  

B1: Оплачивает страховая компания. Ну на это время надо и так далее.  

I: Ну мне было только интересно, если это не ваша машина, а машина от компания, как это 
тогда? Ну, все равно ваша страховая… 

B1: Ну, например, в «Регионе», если ты виноват, ударился, компания с тебя высчитывает. 
Хотя есть страховка, все равно высчитывают.  

I: Понятно. 

B1: Сумму вот этого ремонта. Некоторые фирмы не высчитывают, а некоторые 
высчитывают. Я работал в Красногорске в Автолайне, там они не высчитывают. Числится 
страховка, машину разбил, определяется, что они сами все это за счет страховки 
ремонтируют. Водителя не заставляют платить. А здесь, в Химках, ну, все высчитают, до 
копейки.  

I: Еще интересно, как это. Ну, есть разные маршруты, да. Кто решает, как этот маршрут 
выглядит, какая на какой схема? Кто это подумал или? 

B1: Ну, есть вышестоящие организации, которые контролируют вот эти все маршруты и 
составляют эти маршруты. Оно испокон веков как бы пошло, еще из советских времен. Что 
когда-то здесь ходил, например, девятый маршрут. Он столько лет ходил. Просто они по 
этому же маршруту пускают такой такой-то. Ну и сейчас в данное время населенных 
пунктов становится больше, учитывая это, если есть дорога, они туда начинают пускать 
маршруты. Но чтобы взять разрешение на это, лицензию, они #00:17:43# 

I: А лицензию от государства? 

B1: Да, да, это уже дает мэрия города. Специальная есть такая, ну, отдел по автомобилям. 
Они дают. Дают разрешение на этот маршрут. Просто так не выдают. 

I: Да, понятно. А как это тогда для водителей? Потому что есть, наверное, маршрутки, берет 
очень много люди, много пассажиров, наверное. Есть маршруты, где не так много. У 
которых нет шансов… 

B1: Есть, неравномерно.  
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I: Как можно попасть на лучший маршрут?  

B1: А, водителям? 

I: Да, водителям.  

B1: Ну, это, как вам сказать. Как повезет.  

I: Это просто случайно, или если вы там уже долго работаете…  

B1: Ну, если там, например, по маршруту ходит десять автобусов, значит там двадцать 
водителей. На одну машину два водителя. Вот двадцать водителей. Они работают, 
работают. Если там кто-то уволился, место освобождается, ты попадаешь случайно туда. А 
так… Как попадет. Тут уже везение.  

I: Значит, вначале, наверное, у вас плохой маршрут, а потом лучший, лучший, лучший.  

B1: Это не имеет значения.  

I: Нет, не имеет значения.  

B1: Как повезет.  

I: Хорошо, понятно. Значит, между водителей там иерархии нет. Они как коллеги или как… 

B1: Нет, иерархии.  

I: Нет, а там не есть начальник или что-то…  

B1: Так а мы друг друга то не видим. Утром пришел, сел в машину. Кого ты видишь? Только 
если пассажира видишь. Ночью приехал, машину поставил и ушел. Мы же друг друга не 
видим.  

I: Ну, если там на конечной пункт или что-то там из этого перерыв, или вы там #00:19:34# 

B1: Есть интервал движения.  

I: Да.  

B1: Интервал движения между каждым автобусом. И от если я отсюда тронулся, этот 
подъезжает, стоит там двадцать минут. Я уже там не стою. Я уехал. Я на том конце уезжаю, 
он туда приезжает. Двадцать-пятнадцать минут уже у нас интервал. Ну, есть такие 
маршруты, где водители между собой разговаривают, конечно, бывает там, когда… Есть 
такие маршруты. Встречаются там во время перерыва или еще чего-нибудь. Есть такое.  

I: Тоже интересно, как это с интервалом? Как вы это регулируете, что интервал всегда тоже 
самое? Да, ну если там… 

B1: Ну, интервал должен быть обязательно. Зачем пускать две машины, если там пять 
пассажиров всего? 

I: Ну, да, это, конечно, плохо.  

B1: Ну, пошел… 

I: Вы звоните туда, если там у кого-то пробка стоит? Или не знаю, какие там, он медленно… 

B1: Да, мы друг друга оповещаем. Бывают экстренные случаи: пробки, аварии. Всякое 
бывает. Ну, конечно, я начинаю звонить заднему. Говорю: «Я стою там-то там-то. Здесь 
пробка». Я от графика выбиваюсь, из графика. Если ты стоишь, значит ты из графика 
выбился. А график это уже очень тяжело, потом нагнать его. Это ж надо время. Я говорю: 
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«Я из графика выбился». Тот задний, если пробка есть, он тоже попадает же в пробку, 
правильно. Мы все попадаем. В одно и тоже время там едем, какой-то промежуток. Он 
тоже опаздывает. И мы потихонечку договариваемся, что переходим на следующий 
график. Значит, не утрешний график, в который мы изначально выехали. Например, я 
первый был, ты – второй, она – третий. Я уже становлюсь вторым, тот, который, третьим, 
передвигаемся.  

I: Ага, понятно.  

B1: Приходится так делать.  

I: Да, понятно, да. Ну, конкуренция, значит, это не между вас, да, в компания. Это не 
конкуренция, потому что вы не видите друг друга, да. Но другие компании, у них тот же 
самый маршрут… 

B1: Да, другие да. Даже с одной же компании, только другой маршрут, но он какое-то 
время едет по одной дороге рядом с тобой.  

I: И вы тогда попробуете быстрее, чем он? 

B: Надо стараться как-то, шустрить надо. 

I: Понятно. Ну, что вы вообще считаете, это хороший вид транспорта? Полезный? Или в 
будущем не нужен такой? Опасный?  

B1: В будущем я думаю, конечно, другие виды транспорта будут. Сейчас такое время, что 
каждый день новшества.  

I: Ну, например, в Москве… 

B1: Сейчас, в данное время, конечно, нужен.  

I: Нужен, да.  

B1: Без него это будет тяжело. Без него как? 

I: Ну, у нас в Германии хороший транспорт, в принципе. Ну и маршрутки не бывают.  

B1: У вас в Германии в каждой семье есть собственный автомобиль. Правильно? 

I: Ну да, да, почти.  

B1: Потом.  

I: Ну это здесь, в Москве, тоже так, в принципе. Ну вот вы же имеет свой машина Сколько 
там машин надо…  

B1: А Москве, здесь, хаотичное движение, и вот люди берут квартиры, например, живет 
где-то за городом, а работает в городе. И чтобы ему доехать утром в час-пик на работу, 
ему два часа надо. Это выгодно для него или нет? Во-первых, бензин расход, во-вторых, 
время. В-третьих, парковка. Где он припаркуется там возле работы в центре где-нибудь?  

I: Ну, конечно.  

B1: У него нет даже места для парковки. И поэтому народ в основном ездит на 
общественном транспорте. На электричках, на метро, на маршрутках.  

I: Ну люди говорят, что маршрутки, в принципе, даже плохо для пробки, да? Потому что 
они быстрые и они так много, что они для движения транспорта нехорошо. Да, что такие 
большие автобусы, они, конечно, медленные, но как-то больше.  
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B1: Народу в них влезет. Ну, как вам сказать. И то, и то надо. Маршрутки то, что хорошо… 
Вот вы если ездили, они быстро ездят. Правильно? Как на такси.  

I: Да.  

B1: Как на такси. Сел, сразу рванул, десять-пятнадцать минут, ты уже возле метро или еще 
где-то. Правильно? 

I: Ну да. Ну правильно.  

B1: Автобус, он на каждой остановке по две, по три минуты стоит, по одной минуте. 
Обязательно стоит. Есть пассажиры, нет пассажиров. И пока он доедет, время уходит, во-
первых. На общественных транспортах в основном ездят социальные, у кого есть 
социальный, бесплатный проезд. Бабушки, пенсионеры, дедушки разные. У кого 
бесплатный проезд, они стараются ездить на общественном транспорте. Им торопиться 
некуда, зато бесплатно. А на маршрутках, вот она когда на работу торопится, ей надо 
срочно в метро, и идет она на определенное время. Ей надо быть к девяти на работе. Ну 
вот она что, будет в автобусе телепаться? Конечно, она сядет в маршрутку. Пускай там 
сорок рублей будет, пятьдесят рублей, доберется до метро, а от метро туда, и она уже 
вовремя будет на работе.  

I: Да, да. Да, ну в маршрутке льготы да, льготы или как это называется?  

B1: Сейчас есть.  

I: Сейчас есть? В Москве или где?  

B1: И в Москве есть, в других городах не знаю, но в Москве есть, и в Подмосковье.  

I: На всех, да, и для пенсионеров, и для ветеранов?  

B1: Все, сейчас в Москве уже вообще платить деньги не будете. Вот #00:26:32# в 
Московском. Московский округ, вот это, любой московский округ, сейчас по всему городу 
будут ходить, уже ходят, до сентября месяца все старые маршрутки убираются, все старые 
маршрутки убираются, будут ходить только #00:26:51# все синего цвета. Евро пять. 
Машины синие евро пять. Вот наши водители уже многие перешли туда работать. Уже 
перешли. На зарплату. Я сам ездил, посмотрел, посмотрел автобазу, поговорил с 
руководством. Зарплата, в принципе, конечно, это в зависимости от автомобиля. Если на 
форд транзите, и там девятнадцать посадочных мест. Девятнадцать посадочных мест. На 
него один час – двести пять рублей заработная плата. Невека, она побольше размером, 
двести восемьдесят рублей один час. Вот мне вчера позвонили, приглашает на работу 
«Северный Трак», триста тридцать рублей один час. Вот так. И они перешли, вот то, что я 
здесь в «Регионе» там в Одинцово, наверное, до сих пор эти делигионовские работают по 
пятнадцать-семнадцать часов. Они, это же у человека износ идет. Это рабский труд, это 
опасно. Человек, у которого #00:28:15#, он не выдержит. Это, я таким работникам в 
советское время Героя соцтруда давали. Гарантию даю. За такую работу если кто-то 
работал в советское время так, у нас восьмичасовый рабочий день был. В совесткое время 
восемь часов работали. Все, ушел домой.  

I: Да. Ну так надо.  

B1: А здесь по пятнадцать часов пахать. Это вот я читал, когда в школе учился, там во 
времена капитализма в Англии там, в той же Германии, во Франции, в Испании 
эксплуатировали детский труд, женский труд, по двенадцать часов работали, по 
тринадцать. Мы удивлялись, как они эксплуатируют, как? А мы сейчас сами дошли до 
такого времени, что мы сами стали этими же рабами и вот этого времени. Я сейчас 
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вспоминаю, как я учился в это время, в истории. Мы сейчас такие же стали. Работаем, 
чтобы что-то заработать. Но вот я сходил туда, там в Москве сейчас у них десятичасовой 
рабочий день. Два часа перерыв. Десять-двенадцать часов. Но два часа обязательно будет 
перерыв. И перерыв на конечных станциях там интервал десять-двадцать минут отдых.  

I: А как они это контролируют, что у вас будут перерыв?  

B1: У них у всех в машине евро пять машина. Все есть. Навигатор, индексатор, фиксатор 
остановки, фиксатор билетов. Я посмотрел, очень отлично, прекрасно. На такой машине 
работать – одно удовольствие, честно говоря. Так быстро не устанешь.  

I: Ну, вы все равно можете работать двенадцать часов. Потому что это… 

B1: Двенадцать часов работаешь, но они не дают двенадцать работать. Из них ты два 
должен отдохнуть. Вот пять часов отработал, две часа тебе дается перерыв, ты должен 
покушать, пообедать, и немножко полежать, отдохнуть. Вот так. Вот это сейчас они ввели. 
Я думаю, это прекрасно.  

I: Да, это важно. Даже опасно, если нет такой перерыв.  

B1: То что мы там, у коммерческих работали – это ужасно, конечно. Вы сможете 
пятнадцать-семнадцать часов за рулем сидеть? Ну, вот. А мы могли. Еще послали, еще 
отчет сдавали. Один раз даже было время, пять дней отработал, но я начальника попросил 
шестой день отработать. Это было зимой. В час ночи где-то я приехал, в автобазу, дверь 
открыл, и упал. Упал, в смысле. До того у меня износ организма прошел, что если приехал 
на автобазу.  

I: Опасно.  

B1: Это опасно, конечно. Я это все понимаю, но а что сделаешь? 

B2: Ну, да. Деньги то надо для семьи зарабатывать. 

B1: Нет, не то, что уйдешь. А этот что-нибудь скажешь начальству, ну, не нравится – иди. 
Мы тебя не держим. 

B2: Другого найдем. 

I: Да, а что я хотел спросить? Забыл вопрос.  

B1: Местное население не работает. Вот так вот. Сто, девяносто восемь процентов 
работают приезжие. Девяносто восемь – девяносто семь процентов.  

I: Ага, а почему это так?  

B1: Ну, как вам сказать Не выдерживают. Вот даже было, я в Одинцово работал, пришел 
работать к нам Паша. Он был местный, одинцовский. Ну лет тридцать ему. И поставили его 
ко мне обучать его. Я ему показал все, он начал работать. Парень неплохой. Неделю 
выдержал, через неделю ушел. А я ему звоню, говорю: «Паш, ты чё? Почему ушел?» А он, 
как вы там работаете, говорит. Это же невозможно так работать. Понимаете? Они не 
выдерживают. Хотят работать, но может быть, месяц выдержат и уходят. Не может.  

I: Ну, значит, ситуация такая трудная, что они решают другая работа. Это вам сложно найти 
водителей сейчас или раньше было сложно?  

B1: Да по-разному. 

I: Можно найти, да? 
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B1: По-разному. #00:33:36#  

I: Ну я все равно еще не так понял, как это сколько получает, или не сколько, ну в 
процентах, да сколько получает компания от …? 

B1: Прибыль?  

I: Да, прибыль.  

B1: О, я думаю, как, ну многие люди знают, но я все таки экономику проходил и сам 
руководителем работал, у них прибыль огромная.  

I: Огромная, да? Значит это стоит для них это ваши....  

B1: Вот с машины #00:34:12# Мерседес. Они его взяли по лизинговой программе. 
Правильно? За пол цены. Сейчас эти Мерседесы автобусы выпускают они немного. Из 
грузовых Мерседесов делают пассажирские. Вот эти то, что здесь все ходят, это все 
грузовые. Пассажирских таких не бывает. Которые приходят из Германии, они совсем 
другие пассажирские. Они очень дорогие машины. Намного дороже. А то, что выпускается 
в Нижнем Новгороде на базе грузового переделанные на пассажирские.  

I: А, понятно.  

B1: Там нет ни каматики, ничего. Например, жара, жара. Летом духотища. Не такие 
удобства, как в пассажирском. По лизинговой программе они берут эти автобусы. Ну 
может быть, миллион получают прибыль. Ну, вот, представьте, он работает каждый день. 
Каждый день он приносит, ну, примерно, в среднем, если возьмем, пятнадцать тысяч 
рублей. Из пятнадцати тысяч рублей, ну, пускай, на солярку уходит там полторы тысячи. На 
солярку. Горючее. Н на зарплату там две тысячи. Три с половиной тысячи выходит. Ну, еще 
ремонт, ремонт. Ну, в общем, пять тысяч выходит расход, идет. Я так, примерно беру. 
Десять тысяч прибыль. И вот триста шестьдесят дней в году. Умножьте на десять. Ну, 
пускай, он шестьдесят дней не работает. Триста дней если работает. Триста дней работает. 
Посчитайте. Три миллиона. Это считается за год он его у себя в два раза оправдывает.  

B2: Это с одной машины три миллиона? 

B1: В год. А может он его взял за миллион. #00:36:37#  

B2: Ну, то есть, он, получается, ее за год уже окупил эту машину, да.  

B1: Окупают ее уже. 

B2: Ничего себе. 

B1: Они ж поэтому их не жалеют. Сдают потом в эксплуатацию. Умный хозяин вот он 
автобус держит три года, три года держит. После трех лет он ее продает. Он уже продает 
другим там. Куда-нибудь в регионы там, в Среднюю Азию или на Кавказ. Все, он берет уже 
новую.  

B1: После чего летом её продают, позже продают другим там куда нить в регионы там, в 
среднюю Азию, на Кавказ, всё, он берёт уже новую. 

I: Эм, а кто они в принципе они бывшие водители? Или как они организировали если вы 
сказали, что в начале водители только решили уехать да и устроили такое в девяностых, в 
начале девяностых годах потом, наверное, формализация такая. 

B1: Да, такая компания все на базе АвтоВаз советский, ихние руководители приватизацию 
тогда делали, миллион делали в начале девяностых, вот тогда они хапнули свою долю и 
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начали заниматься кто чем, кто грузовыми перевозками, кто дальнобойщики, кто 
пассажирские перевозки, кто в России в основном. Но есть и процент новых водителей 
современных, которые вникли в эти дела, есть, ну в основном, ну в Москве насколько я 
знаю, пятьдесят процентов в Армении держат. Все тракторные предприятия ходят под 
Арменией. Владельцы #00:38:25#. 

I: А как это только? 

B1: Ну у них вот своя мафия, вот они поддерживают друг друга, все со моторные базы, вот 
эти маршрутные базы, в основном они.  

B3: Ну, у них, наверное, еще в советское время сильно был, ну. 

B1: Вывозно, вывозно. 

B3: Потому что я вот слышал где-то такую тематику, что самое большое число людей вот 
которые держали магазины и так далее, в основном азейрбаджане, армяне в советское 
время. Ну да, по инерции.  

B1: Мелкие магазины азербайджанцы, а более такие массивные – армяне. 

B2: А они городу с этой прибыли что то дают? 

B1: Конечно, дают. 

B2: Какую-то часть да? 

B1: Да, конечно. 

B2: Тогда они вообще миллионерами стали. 

B1: Просто это такая нация, что они умеют это делать. Они умеют добывать, умеют. Вот 
меня туда посади и я не смогу ничего продать, ну, не умею. 

B2: Не обманешь, не продашь. 

I: Ну почему вы скажите что это мафия, ну они конечно много зарабатывают, да я это 
помню, но как это, почему это не легально?  

B1: Почему не легально? Всё легально. 

I: Легально да? Если вы мафия. 

B1: Да нет, это просто такое слово. Ты буквально, ты не понимаешь. 

B2: Не в буквальном смысле. 

I: Значит они вместе работают, они поддерживают. 

B1: Да они вместе, они просто друг друга поддерживают. 

I: Не, ну я только думаю. 

B2: Связи, с кем договориться и так далее, всё решают связи. 

B1: Нет, ты не правильно меня, ну у нас такой разговор. 

I: Понятно, да хорошо, ну понятно. 

B1: Других они не подпускают. 

I: Да. Ну это, наверное, ну это, наверное, часто бывает, что они сюда приедут, да им надо 
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найти работу, если есть уже связи или что там. 

B1: Да конечно, это везде так.  

I: Это у нас тоже самое, турецкие тоже там есть такие профессиональные гиды много у нас 
много турков живет, вот и они тоже в одной профессии работают. 

B1: Турков много, я знаю. 

I: Да да. 

B1: Сейчас и русских у вас много. 

I: Да русских тоже, да, в девяностых годах много русских пришли сюда да, да, да. 

B1: Около десяти миллионов русских живет в Европе. 

I: В Европе? Десять миллионов, ну это тогда в Балтике тогда, ну там уже много живет. 

B1: Особенно в Германии у вас много. 

I: Да ну, у нас наверное два миллиона или что-то. 

B1: Русских, да.  

I: Да, да, да.  

B1: А так в основном около десяти миллионов русских живет. 

I: Ну русские немцы, ну у них такая проблема да, что, мы считаем, что они русские, русские 
считают, что они немцы, для них это как-то сложно.  

B1: Так. #00:41:55-00:42:03# 

B3: Наоборот компанию составили мне. 

I: Я тогда тоже с вами. 

F: До, в этом городе было огромное количество предприятий. Очень много. И в пригороде, 
и в самом городе, где полмиллиона жителей – каждый проработал на этих предприятиях. 
Где я начинал работать, у нас было 15 тысяч человек на железной дороге. Участок 
киргизской дороги обслуживало 15 тысяч человек. Представьте. Огромное количество 
людей. Были заводы, и там по 30 тысяч человек. Было три завода. Средних заводов, 
фабрик и так далее было очень много. Сейчас, в данное время, после 1990-ых годов как 
началась эта приватизация, рыночная экономика, продукция наших заводов никому стала 
не нужна. То, что они выпускали #00:01:10# на рынок не выпустишь. Себестоимость 
продукции очень большая, и они стали умирать. Люди стали приватизировать. Станки 
продаваться. Станки, которые на заводах были, на металлолом пустили. В данное время 
один шиферный завод работает. Цементно-шиферный завод. Я не смогу тебе сказать, 
сколько было всего предприятий, но огромное количество. Около 200-300, может быть 
даже. Из них сейчас остался один шиферный завод. Остальное всё вымерло, нет.  

I: Что они сделали? Они ушли оттуда, или они остались без работы, или они нашли другую 
работу? 

F: Сейчас, в данное время около миллиона киргизов работает в России, в Европе, в 
Америке, в Канаде. Слушай меня, около миллиона! В основном этот миллион примерно 
от 20 до 40 лет. В поисках лучшей доли они разъехались. Я, старик, проработавший 40 лет, 
здесь работаю. Если я там буду жить, я не выживу.  
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I: Вы иногда ездите домой? 

F: Да, езжу. Два раза в год езжу. 

I: Два раза в год, и потом обратно, чтобы работать здесь? Сейчас тоже ситуация сложная, 
да? 

F: Сейчас ещё хуже стало. 

I: Хуже даже? 

F: Когда они сделали кризис, стало только хуже.  

I: Значит, молодые стараются сюда приехать или в Европу? 

F: До санкций 700 тысяч работало за границей. Сейчас – больше миллиона. Как ввели 
санкции, сейчас, в данное время больше миллиона работает. Каждый день, домой еду, 
взлетает около десяти рейсов самолётов. #00:03:44#. В основном кто прилетает? Ребята 
такие. Девчата, ребята в поисках лучшей доли. Кому удалось найти работу, кто дворником 
пошёл. Кто на что горазд. Кто нянькой, кто строителем, кто шофёром. На данной автобазе, 
где я работаю в регионе сейчас, в данное время, почти 80% киргизов. Из Киргизии. 80%. 
Где-то процентов десять с Кавказа – из Дагестана #00:04:23# Узбекистан, по-моему, есть 
ещё немножко. Так, 80% из Киргизии.  

I: Понятно. Вы никогда не думали, что можно в Бишкеке, например, тоже ездить на 
маршрутке? 

F: Маршрутки? Как вам сказать... У нас есть специальная организация по маршрутным 
пассажирским перевозкам. Там в основном частники все. Каждый на своей машине.  

I: Понятно.  

F: У них организовано так, что хаотично. Не как в Москве. В Москве порядок, нормально. 
Там нет такого. 

I: Понятно. Значит, ещё труднее, чем здесь. 

F: Пока ещё там не научились.  

I: Ещё вопрос. Как контролируют здесь, в Москве, например? Есть ли проверка здоровья? 
Как это у водителей?  

F: Справка. Когда на права сдаёшь, ты должен пройти медосмотр. Даётся она на два года.  

I: На два года.  

F: Да. К допуску медосмотр проходишь и начинаешь. Два года работаешь. При устройстве 
на работу, если, например, серьёзная организация, то они обязательно дают пройти 
медосмотр заново. Сами принимают экзамены по правилам безопасности.  

I: Чтобы получить права, какая категория вам нужна? 

F: Это категория D. 

I: D. 

F: Первый класс называется. В советское время это первый класс.  
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I: Понятно. У вас есть такие права? 

F: Есть.  

I: Уже́ тогда, наверное, да? 

F: У меня были права ещё в советское время. Они старые, 1978-ого года. Я просто пересдал 
здесь ещё. Здесь, в Москве. Я был гражданином Киргизии, а потом, когда взял 
гражданство Российской Федерации, мне пришлось пересдать на права ещё.  

I: Сложно было? Эти экзамены сложные? 

F: Да. Я подготовился. Где-то около месяца готовился.  

I: Какие вопросы там? Надо учить дороги или как? 

F: Нет, всё.  

I: Правила, да? Или как экзамен? 

F: Всё-всё. Да, на компьютере.  

I: Только надо больше знать, чем водителям, которые возят? 

F: Ясно. 

I: У меня тоже есть права, конечно, обычные.  

F: Например, на легковой автомобиль – категория B. На автобус – категория D. На грузовик 
– категория С. Почему D ценится выше? Потому что мы людей возим. Не картошку, не 
кирпичи. Тут у тебя ответственность огромная. В автобус село 30-40-50 пассажиров. В 
междугородние автобусы 100 пассажиров может сесть, и ты же их везёшь! Если у тебя 
авария сделается, ещё что-нибудь? Ты же сядешь.  

I: Понятно.  

F: Туда отбор должен быть очень серьёзный. Туда нельзя допускать наркомана, например, 
пьяницу. После пьянки он пошёл сел за руль – реакция не та.  

I: Конечно. Такого, наверное, не бывает, да? Раньше была проблеме, я считаю.  

F: Сейчас порядок наводят. Собянин наводит. Этот мэр города, сейчас его убрали. Я как 
взрослый человек, мне виднее. Работает он. То, что он обещал, он всё делает. Он сейчас 
весь пассажирский парк почти поменял в Москве. #00:09:07#. 

I: Есть ли технический досмотр, что с машиной всё в порядке? Есть такой контроль у 
компаний? 

F: Есть такое. 

I: Он тоже есть, да? Как часто это происходит? 

F: Утром, например, выходишь в рейс. Там иногда человек стои́т, который контролирует 
состояние машины.  

I: Каждый день? 



460 
 

F: Чтобы всё у тебя работало. Каждая лампочка горела. Всё должно нормально быть. Если 
у тебя с утра #00:09:47#, ты сразу рулишь с диспетчеру, к механику, что “у меня такая 
поломка. Так вот, так”. Если возможность есть устранить её своими силами, мелкая 
поломка, мы устраняем. Если нет, то едем в гараж. Там устраняем. Если уж совсем настало, 
то присылают тягач, её завезут #00:10:16#. 

I: Не вам надо платить? Платит компания? 

F: Компания оплачивает.  

I: Компания оплачивает.  

F: Полностью ремонт – всё компания. Как же я буду платить? Всё будет платить. 

I: Окей.  

F: У вас в Германии нет общественного транспорта даже, да? Или есть? 

I: Общественный транспорт есть. Частного нет.  

F: На чём же вы передвигаетесь? 

I: Есть некоторые районы в Германии, в которых только вопрос о деньгах всегда. Они хотят 
экономику. Я против. Они думают, что это, может быть, лучше, если есть рынок. В 
транспорте есть разные компании, которые дают эту возможность. Они сами покупают 
себе машины, и потом будут на улице разные системы, цена. Есть такие эксперименты 
сейчас. Я считаю, что это плохо. Мне кажется, для пассажиров это не так уютно, не так 
комфортно. Мне кажется, должна на государстве лежать ответственность за транспорт. 
Сейчас это как, наверное, у вас в Советском Союзе. Все поезда, все электрички, метро, 
автобусы государственные, общественные. 

G: Так и должно быть, мне кажется. Москва же сейчас к этому идёт, получается – чтобы всё 
было государственное.  

F: Нет. Не получится.  

G: Не получится ужé так. Обратного хода нет.  

I: Очень дорого в Германии. 

F: Путин хочет национализировать обратно. Как он это сделает? Тут уже никак. Тут всё 
подсчитано. Частная собственность. Она неприкасаема.  

I: Это очень дорого. Здесь транспорт очень дешёвый, мне кажется. В сравнении. У нас один 
билет сто́ит три евро. Только один проезд.  

F: Вы не зарабатываете “три евро”. У нас зарплата: в месяц я 500 евро получаю. В месяц. А 
вы за неделю три тысячи получаете.  

I: Никто не зарабатывает три тысячи! Было бы хорошо, если бы так. Да, наверное, зарплата 
выше. В Москве, мне кажется, жизнь очень дорогая, да? Даже дороже, чем в Берлине.  

G: Кто зарабатывает, на автобусах не ездит.  

H: Москва самым дорогим городом признана во всём мире.  

I: Да. Так кажется иногда.  
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G: Сейчас уже не дорого́й, да? 

F: Он входил в тройку.  

H: Если сейчас в долларах считать. В рублях сейчас дорого́й. #00:14:10#. 

H: Критерий был простой. Почему самый дорого́й город? По количеству миллионеров и 
миллиардеров на первом месте. Единственная столица, где такое количество 
миллионеров и миллиардеров проживает. В этом плане считают, что самый дорого́й 
город.  

F: Таксистом работаю сейчас, часто вожу в Подмосковье в основном. Столько закоулков 
уже́ проездил, много-много мест. Что меня удивляет? Маленькие микрорайоны, 
таунхаусы там, коттеджи – очень много. Там такие дома! Он прав, что богатых много. В 
Москве очень много богатых людей, которые могут себе позволить себе коттеджи, 
таунхаусы. Всё под охраной, что туда не заедешь. Живут. Очень много богатых людей.  

I: Это видно в городе. Я только в воскресенье приехал, но богатство видно. Показывают, 
что у них есть хорошая машина. 

F: И бедных много.  

I: Да, конечно.  

F: Разница большая.  

H: Богатые за счёт бедных богатые.  

F: Да. Здесь я с тобой согласен. 

H: Здесь, к сожалению, сложилось именно так.  

[…] 

I: Именно так, да.  

H: Так и есть.  

G: Подождите, ещё сейчас чайку́.  

F: Нет. Домой поеду, спать хочу.  

G: Очень интересно рассказали.  

I: Да. Мне кажется, всё. 

F: Чай наливай.  

I: Да, спасибо.  
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9.2.3 Interview with Aleksej (Civil Activists and Marshrutka Proponent), 10.03.2017 

 

F: До, в этом городе было огромное количество предприятий. Очень много. И в пригороде, 
и в самом городе, где полмиллиона жителей – каждый проработал на этих предприятиях. 
Где я начинал работать, у нас было 15 тысяч человек на железной дороге. Участок 
киргизской дороги обслуживало 15 тысяч человек. Представьте. Огромное количество 
людей. Были заводы, и там по 30 тысяч человек. Было три завода. Средних заводов, 
фабрик и так далее было очень много. Сейчас, в данное время, после 1990-ых годов как 
началась эта приватизация, рыночная экономика, продукция наших заводов никому стала 
не нужна. То, что они выпускали #00:01:10# на рынок не выпустишь. Себестоимость 
продукции очень большая, и они стали умирать. Люди стали приватизировать. Станки 
продаваться. Станки, которые на заводах были, на металлолом пустили. В данное время 
один шиферный завод работает. Цементно-шиферный завод. Я не смогу тебе сказать, 
сколько было всего предприятий, но огромное количество. Около 200-300, может быть 
даже. Из них сейчас остался один шиферный завод. Остальное всё вымерло, нет.  

I: Что они сделали? Они ушли оттуда, или они остались без работы, или они нашли другую 
работу? 

F: Сейчас, в данное время около миллиона киргизов работает в России, в Европе, в 
Америке, в Канаде. Слушай меня, около миллиона! В основном этот миллион примерно 
от 20 до 40 лет. В поисках лучшей доли они разъехались. Я, старик, проработавший 40 лет, 
здесь работаю. Если я там буду жить, я не выживу.  

I: Вы иногда ездите домой? 

F: Да, езжу. Два раза в год езжу. 

I: Два раза в год, и потом обратно, чтобы работать здесь? Сейчас тоже ситуация сложная, 
да? 

F: Сейчас ещё хуже стало. 

I: Хуже даже? 

F: Когда они сделали кризис, стало только хуже.  

I: Значит, молодые стараются сюда приехать или в Европу? 

F: До санкций 700 тысяч работало за границей. Сейчас – больше миллиона. Как ввели 
санкции, сейчас, в данное время больше миллиона работает. Каждый день, домой еду, 
взлетает около десяти рейсов самолётов. #00:03:44#. В основном кто прилетает? Ребята 
такие. Девчата, ребята в поисках лучшей доли. Кому удалось найти работу, кто дворником 
пошёл. Кто на что горазд. Кто нянькой, кто строителем, кто шофёром. На данной автобазе, 
где я работаю в регионе сейчас, в данное время, почти 80% киргизов. Из Киргизии. 80%. 
Где-то процентов десять с Кавказа – из Дагестана #00:04:23# Узбекистан, по-моему, есть 
ещё немножко. Так, 80% из Киргизии.  

I: Понятно. Вы никогда не думали, что можно в Бишкеке, например, тоже ездить на 
маршрутке? 

F: Маршрутки? Как вам сказать... У нас есть специальная организация по маршрутным 
пассажирским перевозкам. Там в основном частники все. Каждый на своей машине.  
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I: Понятно.  

F: У них организовано так, что хаотично. Не как в Москве. В Москве порядок, нормально. 
Там нет такого. 

I: Понятно. Значит, ещё труднее, чем здесь. 

F: Пока ещё там не научились.  

I: Ещё вопрос. Как контролируют здесь, в Москве, например? Есть ли проверка здоровья? 
Как это у водителей?  

F: Справка. Когда на права сдаёшь, ты должен пройти медосмотр. Даётся она на два года.  

I: На два года.  

F: Да. К допуску медосмотр проходишь и начинаешь. Два года работаешь. При устройстве 
на работу, если, например, серьёзная организация, то они обязательно дают пройти 
медосмотр заново. Сами принимают экзамены по правилам безопасности.  

I: Чтобы получить права, какая категория вам нужна? 

F: Это категория D. 

I: D. 

F: Первый класс называется. В советское время это первый класс.  

I: Понятно. У вас есть такие права? 

F: Есть.  

I: Уже́ тогда, наверное, да? 

F: У меня были права ещё в советское время. Они старые, 1978-ого года. Я просто пересдал 
здесь ещё. Здесь, в Москве. Я был гражданином Киргизии, а потом, когда взял 
гражданство Российской Федерации, мне пришлось пересдать на права ещё.  

I: Сложно было? Эти экзамены сложные? 

F: Да. Я подготовился. Где-то около месяца готовился.  

I: Какие вопросы там? Надо учить дороги или как? 

F: Нет, всё.  

I: Правила, да? Или как экзамен? 

F: Всё-всё. Да, на компьютере.  

I: Только надо больше знать, чем водителям, которые возят? 

F: Ясно. 

I: У меня тоже есть права, конечно, обычные.  

F: Например, на легковой автомобиль – категория B. На автобус – категория D. На грузовик 
– категория С. Почему D ценится выше? Потому что мы людей возим. Не картошку, не 
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кирпичи. Тут у тебя ответственность огромная. В автобус село 30-40-50 пассажиров. В 
междугородние автобусы 100 пассажиров может сесть, и ты же их везёшь! Если у тебя 
авария сделается, ещё что-нибудь? Ты же сядешь.  

I: Понятно.  

F: Туда отбор должен быть очень серьёзный. Туда нельзя допускать наркомана, например, 
пьяницу. После пьянки он пошёл сел за руль – реакция не та.  

I: Конечно. Такого, наверное, не бывает, да? Раньше была проблеме, я считаю.  

F: Сейчас порядок наводят. Собянин наводит. Этот мэр города, сейчас его убрали. Я как 
взрослый человек, мне виднее. Работает он. То, что он обещал, он всё делает. Он сейчас 
весь пассажирский парк почти поменял в Москве. #00:09:07#. 

I: Есть ли технический досмотр, что с машиной всё в порядке? Есть такой контроль у 
компаний? 

F: Есть такое. 

I: Он тоже есть, да? Как часто это происходит? 

F: Утром, например, выходишь в рейс. Там иногда человек стои́т, который контролирует 
состояние машины.  

I: Каждый день? 

F: Чтобы всё у тебя работало. Каждая лампочка горела. Всё должно нормально быть. Если 
у тебя с утра #00:09:47#, ты сразу рулишь с диспетчеру, к механику, что “у меня такая 
поломка. Так вот, так”. Если возможность есть устранить её своими силами, мелкая 
поломка, мы устраняем. Если нет, то едем в гараж. Там устраняем. Если уж совсем настало, 
то присылают тягач, её завезут #00:10:16#. 

I: Не вам надо платить? Платит компания? 

F: Компания оплачивает.  

I: Компания оплачивает.  

F: Полностью ремонт – всё компания. Как же я буду платить? Всё будет платить. 

I: Окей.  

F: У вас в Германии нет общественного транспорта даже, да? Или есть? 

I: Общественный транспорт есть. Частного нет.  

F: На чём же вы передвигаетесь? 

I: Есть некоторые районы в Германии, в которых только вопрос о деньгах всегда. Они хотят 
экономику. Я против. Они думают, что это, может быть, лучше, если есть рынок. В 
транспорте есть разные компании, которые дают эту возможность. Они сами покупают 
себе машины, и потом будут на улице разные системы, цена. Есть такие эксперименты 
сейчас. Я считаю, что это плохо. Мне кажется, для пассажиров это не так уютно, не так 
комфортно. Мне кажется, должна на государстве лежать ответственность за транспорт. 
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Сейчас это как, наверное, у вас в Советском Союзе. Все поезда, все электрички, метро, 
автобусы государственные, общественные. 

G: Так и должно быть, мне кажется. Москва же сейчас к этому идёт, получается – чтобы всё 
было государственное.  

F: Нет. Не получится.  

G: Не получится ужé так. Обратного хода нет.  

I: Очень дорого в Германии. 

F: Путин хочет национализировать обратно. Как он это сделает? Тут уже никак. Тут всё 
подсчитано. Частная собственность. Она неприкасаема.  

I: Это очень дорого. Здесь транспорт очень дешёвый, мне кажется. В сравнении. У нас один 
билет сто́ит три евро. Только один проезд.  

F: Вы не зарабатываете “три евро”. У нас зарплата: в месяц я 500 евро получаю. В месяц. А 
вы за неделю три тысячи получаете.  

I: Никто не зарабатывает три тысячи! Было бы хорошо, если бы так. Да, наверное, зарплата 
выше. В Москве, мне кажется, жизнь очень дорогая, да? Даже дороже, чем в Берлине.  

G: Кто зарабатывает, на автобусах не ездит.  

H: Москва самым дорогим городом признана во всём мире.  

I: Да. Так кажется иногда.  

G: Сейчас уже не дорого́й, да? 

F: Он входил в тройку.  

H: Если сейчас в долларах считать. В рублях сейчас дорого́й. #00:14:10#. 

H: Критерий был простой. Почему самый дорого́й город? По количеству миллионеров и 
миллиардеров на первом месте. Единственная столица, где такое количество 
миллионеров и миллиардеров проживает. В этом плане считают, что самый дорого́й 
город.  

F: Таксистом работаю сейчас, часто вожу в Подмосковье в основном. Столько закоулков 
уже́ проездил, много-много мест. Что меня удивляет? Маленькие микрорайоны, 
таунхаусы там, коттеджи – очень много. Там такие дома! Он прав, что богатых много. В 
Москве очень много богатых людей, которые могут себе позволить себе коттеджи, 
таунхаусы. Всё под охраной, что туда не заедешь. Живут. Очень много богатых людей.  

I: Это видно в городе. Я только в воскресенье приехал, но богатство видно. Показывают, 
что у них есть хорошая машина. 

F: И бедных много.  

I: Да, конечно.  

F: Разница большая.  

H: Богатые за счёт бедных богатые.  
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F: Да. Здесь я с тобой согласен. 

H: Здесь, к сожалению, сложилось именно так.  

F: Тенденция такая. 

H: В регионах работают, а в Москве за них все плоды их собирают. Ведь да? Коттеджи 
строят. Обычная практика. Я беседовал с соседом, когда ездили к жене домой. Сколько у 
дяди Вити в месяц? 

G: Около 70 (тысяч), может побольше. 

H: Человек проработал всю жизнь в космической оборонной промышленности на заводе. 
Он рассказывает весь процесс. С людьми в его возрасте общаться мне нравится, потому 
что они источники знания. В них столько! Не познавать, но сам факт осознавать очень 
печально. На сегодняшний день у всех промышленников, люди трудятся, зарплаты в 
регионах от Москвы отличаются раза в три. Переведу в такую систему: завод производит, 
продаёт, а деньги поступают не туда, в регион, а в Москву. Из Москвы уже́ сколько сочтут. 
Отправляется в регионы для тех, кто там работает. Ваши ровесники, ваши коллеги, которые 
при великой Советской власти трудились и трудятся до сих пор. О людях на пенсии вот так 
заботятся, несмотря на это. Печально осознавать всё это.  

F: Что поделаешь? Ладно, выживем. Лишь бы войны не было, а то сейчас как грохнет. 
Пото́м что богатый, что бедный – все одинаковые будут. Я думаю, войны не будет. Не 
должно быть.  

G: Богатый уедет куда-нибудь на Мальдивы, где войны нет.  

F: Нет, дочка. Сейчас такое вооружение, что бежать некуда.  

G: Понятно.  

H: Достанут. 

F: Просто не будет.  

G: Ничего не будет.  

F: Ничего не будет. Бежать некуда будет. Столько его накопилось, этого вооружения.  

H: Они-то особо откровенно друг друга убивать не будут. Массово если совокупить все 
войны, которые сейчас происходят по всей планете, мне кажется, это имеет масштаб очень 
большой. Вроде, кажется, маленькие стычки.  

F: То, что стреляют из автоматов и бросают друг в друга бомбы – это ерунда. 

H: Нет. Я имею в виду, в сумме люди погибают.  

F: Я имею в виду ядерное оружие. Ты сам представь: В 1946-ом году американцы на 
Хиросиму и Нагасаки сбросили маленькие бомбы, вот такие, небольшие – и сколько людей 
погибло за одну секунду! Разрушения. Это маленькая бомба. А сейчас какие? 

H: Сколько там мегатонн, вы сказали? Сейчас вооружение межконтинентальное новое, 
которое имеется – сотни мегатонн. В сто раз больше.  

F: В одной ракете – десятки боеголовок. Ты представь: она летит, разошлась – всё. 
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H: Ладно. О войне не будем. Давайте! 

F: Да, давай! То, что друг в друга стреляют из автоматов, – это ерунда.  

H: Я имею в виду, сейчас рейхские войны не делают. Маленько-помаленьку уничтожают 
людей гораздо большее количество. #00:21:08#. 

F: Мамаев Курган стои́т-то, в Волгограде.  

H: Это в Германии, Волгоград? 

I: Памятник. #00:21:53#. 

F: На берегу Волги Мамаев Курган.  

I: Да, конечно. Я был там на 9 Мая. Кое-что, конечно, посмотрел. Впечатляющее место.  

H: Достопримечательность.  

F: Родители живы? 

I: Живы, да.  

G: Чем занимаются родители? 

I: Тоже учителя. 

G: Тоже учителя? У вас династия, да? 

I: Можно и так сказать. 

G: Тоже немецкий язык, да? 

I: Нет. Мой отец вначале был учителем, потом стал директором.  

G: Директором? 

I: Да, директором. Математик.  

G: О-о! Понятно, а мама? 

I: Мама в школе для маленьких.  

G: Начальная? 

I: В начальной школе немецкую музыку. 

G: Музыка? 

I: Да. 

G: Я тоже музыкант. Фортепиано. Для начинающих. Можно сказать, начальная школа.  

I: Классно! Мне, конечно, тоже надо учиться. Я тоже чуть-чуть играю на фортепиано.  

G: Мама научила? 

I: Да.  
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G: Или у другого учились преподавателя?  

I: Сначала у неё, потом у другого.  

G: У мамы сложней, мне кажется, учиться.  

I: Да.  

F: Футболом увлекаешься? 

I: Да. Сам играю и болею. 

F: Мне понравился (матч): сборная Германия-Бразилия. 

I: Да. Это была игра, конечно! 

H: Это трагедия была! Это был ответ Германии. Там Германия отомстила за Оливера Кана. 
По судейству.  

I: За 2002-ой, да? 

F: Все ноют: “Ну куда он?!” Я помню Аргентина-Ямайка 5:0. #00:24:50#. 

G: 7:0 было, да? 

H: Нет, один героический забили. Один в конце. 7:1, по-моему, было, да? 

I: 7:1.  

F: #00:25:00#. 

H: Или 8:1. 

G: Как так Бразилия могла, да? 

I: Бразилия была не у себя дома.  

G: Расслабились что-то ребята.  

I: Да, после трёх голов у них вообще нервы уже́. 

H: Растерялись.  

I: Растерялись, да.  

H: Немецкий футбол очень сильный был ещё когда в Европе показали подряд: 4:0, 4:1, 4:0. 
Вот как они двигались.  

H: Испания, конечно. Удивительно, что одним голом чемпионом стала. У Германии школа 
футбола основательная шла в то время. 

F: Гладкий футбол. Он стабильный был.  

H: Да. Клуб не шатается. То есть он развивается, прогрессирует. В 2002-ом бразильцы были 
сильные. У них тогда кого только не было!  

I: Они намного сильнее были.  
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H: Роналдо, и Ривалдо. У них одни звёзды были.  

I: Да. В тот период немецкая команда была слабая, мне кажется. В 2004-ом они вообще 
ничего. Они даже не квалифицировались вначале. Потом было новое поколение – в 2006-
ом тогда в Германии.  

H: В 2002-ом, мне кажется, они не выиграли бы Бразилии. Если бы Оливеру Кану не дали 
травму. В игре помните момент? Бразильский игрок катится под Кало, а он на лету ловит 
мяч и вместе с мячом уходит лицом вниз. Нога остаётся на игроке. У него спина погнулась. 
Тем не менее, это влияет. Такого великого вратаря, мне кажется, современный футбол не 
знал и ещё не знает. Он реально был сильный вратарь. После этого как раз и забили 
решающие голы.  

I: Да. Через два года здесь, в России? 

F: В том году будут играть во Франции, да, чемпионат Европы? 

I: Да. Скоро начнётся. Через месяц. 

F: Ваши прогнозы: кто будет чемпионом?  

G: Германия? 

I: Вряд ли Германия. Мне кажется, нет. Испания, конечно, до сих пор – самая строгая 
компания. Только такие люди так хорошо играют. Мне кажется, они фавориты.  

F: Нет. Сейчас испанские клубы их, а сборная не так уж. Просто они собрали самых сильных 
игроков мира, и сейчас они доминируют.  

I: Да, но всё равно. Германия не такая сборная. Там не так хорошо играют.  

F: Тех игроков нет, которые играли? Чемпионов? 

I: Да, но всё равно, мне кажется, они будут хорошо играть. Намного лучше. Они устали два 
года назад, мне кажется. Они всё выиграли. У них нет такой “жажды победы”. 

H: Подряд чемпион три раза, да? 

F: Кто? 

H: Испанцы. Три раза чемпион подряд или два? 

F: Два они раза. 

H: Нет, почему? Еврочемпионат и чемпионат мира. 

I: Да, Еврочемпионат, чемпионат мира.  

F: Они выиграли чемпионат мира и чемпионами Европы стали. Разные.  

H: Да. В обоих этих.  

F: У них очень сильные клубы. 

H: Да. У них дорогие игроки играют, очень дорогие.  

I: Как Россия играет в этом году? #00:29:02#. 
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H: Таблицы не смотрел, попала ли Россия на Европу? 

F: Да. 

H: Они выходят, да? 

I: Да. 

F: У россиян шансов нет.  

G: Это понятно.  

H: Пеле или Марадоны, чья это фраза: “Россия станет чемпионом мира по футболу, когда 
Бразилия выиграет чемпионат мира по хоккею”.  

F: Сейчас и те проигрывают. 

H: Эти слова пока оправдываются. Оба они стали чемпионами.  

I: Раньше они хорошо играли, да? Тогда ещё в СССР? Они были сильнее.  

F: Намного сильнее. Сборная СССР была олимпийскими чемпионами, чемпионами Европы 
стали, серебряными призёрами чемпионата Европы, бронзовыми призёрами чемпионата 
мира стали.  

H: Советский Союз брал чемпионат мира в #00:30:13#? 

I: В каком? 

F: Сейчас скажу: в 1966-ом. 

H: Я даже не знал. Я думал #00:30:23#.  

F: Сборная Англии стала чемпионами мира. Это в Лондоне был чемпионат мира. На втором 
месте ФРГ была тогда, Германия. На третьем месте – Португалия. Тогда за третье и 
четвёртое место давали бронзовую медаль. Португальцы с Советским Союзом. 
Португальцы – третье место, эти – четвёртое место заняли.  

H: Первое место брали? 

F: Чемпионата мира?  

H: Да. 

F: Нет.  

H: Я и говорю.  

F: Бронзу чемпионата мира. 

H: Бронзу я помню. Тогда вратарь хороший был.  

F: Чемпионами Европы стали.  

H: Европу брали.  

F: Олимпийские игры тоже мы брали.  
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H: На Олимпийских играх равных не было практически, потому что лёгкая атлетика и 
золотые #00:31:15#.  

F: Олимпийские чемпионы. В те годы сборная СССР была очень сильная.  

I: Да. Надеемся, что будет спокойно. Во Франции у них уже́ жизнь другая. Они боятся 
терроризма. Сейчас летали самолётом. Вы слышали, наверное, да? 

G: Что там с этим самолётом? 

F: Что такое? 

I: Три или четыре дня назад был самолёт из Парижа в Тунис.  

F: Да, конечно.  

I: Это был тоже, наверное, терроризм. 

G: Терракт там, да? 

I: Терракт, да. Сегодня считают что. У меня там много друзей, в Париже. Я учил 
французский язык в школе. Был у нас обмен. Они сказали, вообще ты не можешь никуда 
ездить нормально. Везде контроль. Вы, наверное, знаете. В Москве тоже так бывает. 
Страшно, конечно.  

H: Реально страшно, во всех смыслах. С одной стороны, сам факт гибели людей. С другой 
стороны – то, что население становится напряжённым. Страх постоянный. Это больше 
страшно.  

I: Да, именно так.  

G: Вкусно? 

H: Соли мало ты насыпала.  

G: Да, наверное, мало. Добавки положить кому? 

H: Конечно.  

G: Картошка хорошо получилась. Давайте я вам ещё добавлю. 

F: Нет, всё. Спасибо, дочка. Очень вкусно всё.  

I: Очень вкусно.  

G: Я старалась.  

I: Спасибо вам.  

F: Вот хорошо. Я уже́ давно домашнюю пищу не ем. Один живу здесь.  

G: Жена не с вами? 

F: Нет. Жена дома.  

G: Понятно.  

F: У меня внуков куча. Ещё два правнука есть.  
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G: Ух ты! Классно! 

I: Что у тебя там? Ложка или что? 

G: Сколько им, правнукам? 

F: Пять, по-моему, что ли. Три.  

G: Зашибись, большие! Вы счастливый человек! 

F: Счастья много! Денег мало.  

G: Вы на всю семью зарабатываете, получается? 

F: Нет. У меня дети же #00:34:41#. 

G: Тоже работают? 

F: Да. Все работают. 

G: Всё равно.  

F: Здесь, в России работаем все.  

G: Дети тоже здесь работают? 

F: Да, конечно.  

G: С вами? 

F: Один только у меня дома, самый младший.  

G: Дома же тоже кто-то должен быть. Оставаться.  

F: Да. Не заставишь его. Не хочет.  

G: И правильно.  

I: Вы откуда из Киргизии? 

F: Я из столицы. 

I: Из столицы. Бишкека?  

F: Да, из Бишкека. Там всю жизнь прожил.  

H: У вас в Бишкеке в этом году? 

I: Да, в этом году. В августе. 

H: Что изучаете в Киргизском университете? 

I: Жена работает в Киргизии. Там есть американский университет. 

F: Есть американский.  

I: Есть, вот. Она там работает. Она уже́ опытная.  

G: Добавить вам ещё ложечку? 
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I: Нет, спасибо. Очень вкусно. 

G: Чуть-чуть? 

I: Нет. 

G: Нормально? 

I: Да. Спасибо вам. Она исследует как раз там, в Киргизии. Она сейчас там открывает 
конференцию. Мы туда тоже поедем.  

F: В августе? 

I: В августе, да. В этом году. Интересно, первый раз, что я так далеко от дома буду.  

F: В августе как раз сезон. Там озеро есть Иссык-Куль.  

I: Там очень сильно жарко, наверное? 

F: В городе жарко. 40, на солнце и 50 может быть.  

H: И 60. 

F: 30-40 – это нормально.  

H: Стабильно.  

G: Тяжело в жару там ездить по пескам. Июль-август. Очень тяжело.  

H: 60 градусов.  

G: #00:37:11#, иначе с ума сходила от такой жары.  

F: Там Иссык-Куль есть, озеро горное.  

I: Да, я слышал.  

F: Как раз в августе.  

I: Хорошо там? 

F: Хороший сезон.  

H: #00:37:26#. 

I: Там можно купаться? 

F: В озере? Это же семейный курорт. Съедь посмотри. На высоте 1200 метров. Глубина 
около километра озера. В длину – 214 километров, в ширину – 60 километров.  

I: Оно очень холодное, наверное? 

F: Вода зимой не замерзает. Солёная. Озеро солёное где-нибудь видел? Вдалеке от 
океана, в центре Азии – солёное озеро.  

G: Классно!  

I: Интересно.  
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F: Свойства все – лечебные. Вода: метров 30-40 смотришь, – дно видно. Как в водопроводе, 
чистая вода.  

I: Классно! 

F: Чистая причём.  

H: Аральское море прилегает к территории Кыргызстана? 

F: Нет.  

H: Раньше было Аральское море дальше там.  

I: Нет. Это в Узбекистане.  

F: Западный Казахстан. 

I: Казахстан и Узбекистан, да? 

F: Его уже́ нет давно.  

H: Его нет, да. Я и говорю.  

F: Чуть-чуть. Туда, #00:38:42# оно удаляется и удаляется. Всё, пропало. 

H: Канал сельскохозяйственный обустроили.  

F: #00:38:53#. Удаляться начинает от Киргизии и #00:38:58#. 

H: Вот и моря нет. 

F: Море высохло.  

H: Мне кажется, это более естественный процесс. Человеческий фактор, конечно, есть. В 
большей части.  

F: С него вода шла в Узбекистане на полив полей.  

H: Поля, да. 

F: Там понастроили водохранилища. Гоп! – стоя́т. Вода перестала поступать в море. В море 
должна поступать вода. Две большие реки впадало в одно море. Обе не стали поступать. 
Конечно, высохнет.  

H: С другой стороны, соленоватость повысилась. Поля когда поливают каналы, в реках 
питьевая вода, пресная течёт. Поля когда поливают, химикаты смываются в море. Вода 
будет солёная и быстрее испаряется. Такой теории тоже придерживаются. Тем не менее, 
удивительно было, когда я подробней прочитал. Реально огромное, можно было назвать 
“море”. 

F: Это само по себе озеро.  

H: Да. Реальное озеро, но по масштабам море. 

F: Я его видел, когда мне было семь. Ещё молодой был. Очень много было там рыбы. 

H: Рыбная промышленность. 
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F: Очень много. Глубина всего 24 метра была. Мелко. Поэтому быстро высохло.  

H: Да, испарения.  

F: Там было очень много рыбы. Огромное количество. Ещё какие вопросы? Задавайте, а то 
я поеду домой.  

I: Наверное, всё. Я ещё посмотрю, у меня есть здесь. Наверное, всё.  

F: Что-нибудь полезное сказал вам? 

I: Да. Я вам очень благодарен.  

H: Ценно.  

I: Спасибо вам! 

F: Может быть, “старик что-то наболтал”, скажете, “мы ничего не поняли”.  

H: Я же говорю, у стариков такая ценная информация. Когда с ними беседуешь, это 
заметно. Особенно когда молодые учёные беседуют, кажется, что два учёных беседует. 
Только один с жизненным опытом, другой – с теоретическим.  

I: Именно так, да.  

H: Так и есть.  

G: Подождите, ещё сейчас чайку́.  

F: Нет. Домой поеду, спать хочу.  

H: #00:41:44#. 

G: Очень интересно рассказали.  

I: Да. Мне кажется, всё. 

F: Чай наливай.  

I: Да, спасибо.  
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9.2.4 Interview with Igor, marshrutka driver and Wladimir, Dispatcher in Rostov on Don, 

18.10.2017 

 

I: Вы давно работаете водителем? 

A: Да, конечно. 

I: Сколько лет примерно? 

A: Водителем вы имеете в виду?  

I: Ага. По вашему? 

A: Лет 20, наверное.  

I: На маршрутном такси? 

A: Нет. На маршрутном такси лет десять, наверное.  

I: А раньше на автобусе? 

A: Нет. Я на большой раньше машине работал.  

I: Понятно. Почему на маршрутке, а не на автобусе? 

A: Сначала Газелька была своя. Потому Газельки убрали, маленькие только #00:01:01# 

Просто если честно сказать, раньше водитель автобуса была престижная работа. 

Понимаете? Заработок нормальный, приличный. Сейчас уже всё, у нас в России это 

считается не очень хорошей работой. Понимаете? 

I: Как отличается? Как это раньше было и как это сейчас? 

A: Во-первых, раньше зарплата была официальная, привилегии какие-то были. Если, 

например, план сдаёшь, премию давали. А сейчас, понимаете, ситуация какая. Сейчас 

даже если по плану идёшь, всё равно зарплата по сравнению, пускай даже она 50 тысяч. 

В наше время 50 тысяч, если семью прокормить, – это мало. Во-первых, здесь на 

маршрутке, у тебя ты день отработал – твои деньги #00:02:11# ты видишь их, понимаете? 

Не ждать месяц наперёд. Правильно? Вот просто работаю на маршрутке. 

I: Смотрите, сейчас это не ваша маршрутка, да? 

A: Нет. Я просто работаю #00:02:28# У него пять машин. Деньги были в своё время, он 

находил. Сейчас это уже всё. Даже маршрутка не престижная работа, а просто из-за того, 

что в своё время специальность не получил. Правильно? Вот вы, например, студенты, 

думаете о будущем. Да? Вот родители говорят: "Учитесь". Правильно? "Учитесь". Так же? 

I: Конечно. Да.  

A: Говорили раньше родители. "Да ладно, успеем. Какие наши годы! Молодой". А сейчас 

уже всё. Правильно? 

I: Сколько компаний есть в Ростове-на-Дону сейчас? 
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A: Автобусных? 

I: Да. Или маршрутных. 

A: Я вам сейчас скажу. Где-то десять. В числах – самых серьёзных три где-то. Серьёзных, 

что много автобусов. АТП-3, Автоколонна 1559 – там много больших автобусов. Мелких, 

что чисто одни маршрутки – ещё штук семь, наверное.  

I: Маршрутки более популярны, чем автобусы?  

A: Я не знаю по сравнению сейчас. Сейчас хотят, чемпионат, чтобы убрать маршрутки. Да 

пожалуйста. Если уберут маршрутки, зарплату нормальную человеческую сделают. Я 

пересяду на автобус. Понимаете? Нормальные автобусы, а они такие бывают, что 

смотришь – я не знаю. Да и маршрутки, согласитесь, вы смотрите – они давно должны 

быть в чермете – в металлоломе, а всё равно катаются. Это несерьёзно просто.  

I: Значит, вы не верите, что они будут отменены? 

A: Нет. Просто люди как-то привыкли уже к автобусам. Но во-первых, по времени долго 

идёт, правильно? 

I: Да. 

A: А маршрутное такси, есть маршрутное. Я, например, спросил, где они выходят на 

остановке, правильно? У людей, которые хотят ехать. Я, например, быстрее еду, чем 

автобус. Тоже, на работу, да? Я спросил, например. “Тебе три остановочки”, сейчас не 

выходят. На следующей – всё, я проезжаю до остановки, а автобус на каждой остановке 

останавливается. Просто люди привыкли к маршрутке. 

I: Да, понятно. 

A: Согласны?  

I: Да, согласен.  

A: Так же?  

I: Как это работает, если у вас например, авария, и это вы виноваты? Вы сами должны 

заплатить? 

A: Если я виноват, конечно. Если, например, фару разбил, моя вина, то правильно, я буду 

в этом виноват. Если кто-то виноват... Конечно, страховая есть.  

I: Есть, страховая? 

A: Есть страховая, конечно, да. Так же есть страховка пассажиров. Но просто #00:05:39#, 

понимаете, и от гаража зависит. Гараж страхует пассажиров.  

I: Как там с другими водителями? Вы работаете вместе? Вы помогаете друг другу или это 

больше как конкурентность? 

A: Нет. Ну вот, например, у нас есть график. Мы постоянно сами составляем график: за 

кем я еду, за кем он едет. Я знаю о всех водителях, кто быстрее едет, кто медленнее, 

понимаете? 
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I: Да. 

A: Как-то так. Потому что здесь коллектив, мы все друг друга знаем. Вы, если не секрет, 

сами откуда? 

I: Я сам из Берлина.  

A: Вот видите как. У вас, наверное, в Берлине престижно – водитель автобуса. Согласны? 

I: Ну да.  

A: Да?  

I: Сейчас тоже меньше там зарабатывают.  

(A: Но всё равно). 

I: Сейчас у нас как раз государство думает, можно ли открывать такси с маршрутками. 

Счастливы предприниматели или нет.  

A: Почему? Во-первых, там тоже есть у вас маленькие автобусы, правильно? 

I: Нет.  

A: Почему нет? 

I: Только большие. Не знаю почему. Я думаю, есть хорошие маленькие автобусы. 

A: Есть, конечно. Я не знаю. Я бы тоже, например, поехал в Берлин. Сделал бы маленький 

нормальный приличный автобус, а не такие – смотрят и удивляются: как они ездят, такие 

автобусы. Согласны? 

I: Да.  

A: Так же? Есть такие. Вон мой автомобиль стоит. Я сам смотрю – там салон чистенький, 

правильно? Просто самому приятно, что порядок там. Понимаете, люди воспитаны у нас 

в России так. Например, я знаю, что в Берлине с малых лет учат, что сигарету бросить, 

бычок, например, как у нас, – это некрасиво. А ну нас, например: "Да ну".  

I: Мне кажется, здесь тоже люди всё убирают. У нас есть такая инфраструктура, у нас есть 

каждый день такая служба, которая убирает очень много.  

A: Понятно. Чисто не там, где часто убирают. Правильно? А там, где не мусорят. 

I: Да, это тоже правильно. Есть такой вариант, я согласен.  

B: Коля, ты сейчас едешь? 

A: Да. Я уже еду.  

I: Хорошо. До свидания. Очень приятно было.  

 

I: Нам только интересно, как это работает – маршрутка. Мы студенты, из Берлина.  
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C: Я думаю. Вам это зачем знать? Что, вы хотите приобрести машину? 

I: Я могу вам сказать, потому что в Берлине как раз сейчас думают открывать такой вид 

транспорта, как здесь.  

D: Где-где? 

I: В Берлине, в Германии.  

D: В Германии? 

I: Да.  

D: Да ну! Бросьте! 

I: Да. Сейчас нет маршруток. 

D: Лучше Мерседеса нет машины. Это реальный трактор.  

I: Да, понятно.  

D: Вот ГАЗ-53. Всё то же самое.  

I: Это, наверное, не будут такие. Это будут, наверное, Мерседесы. Но всё равно, как вид 

транспорта нам интересно, как это – это хороший вид, и как это для города #00:09:32#. 

Это хорошо, это лучше? 

C: Конечно, в сравнении с другими. Я понял суть вашего вопроса. В сравнении с другими 

типами транспорта, это самый лучший.  

I: Да. Потому что быстрее, да? 

D: Не то, что быстрее.  

C: Да, и быстрее, и водители лёгкие.  

D: Качество. Почему трактор? Вот у нас, к примеру, трактор "Беларус", который пашет, и 

пашет, и пашет, работает и работает. То же самое – взять маршрутку Форда – у него 

слабый двигатель. Он на межгороде, он скоростная, она сюда не идёт, она быстрая. А 

этому – шесть лет, семь лет. 

C: Эта маршрутка самая лучшая в мире.  

D: Идёт рама. Тут просто сделано. 

I: Ваш водитель сам собственник машины или арендует? 

C: Я сам собственник. Я арендую в гараже, у меня договор аренды есть, что я эту машину 

свою ставлю в гараж. 

I: Сколько километров можно ездить на такой машине? Когда надо продавать такие 

машины? Понятно? Сколько километров можно ездить? 

C: В день? 
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I: Нет. Вообще. 

C: Вообще? Сколько километров хочешь, столько едь. Хоть 10 тысяч километров. Хоть до 

Германии едь.  

D: Стоп, подождите.  

C: Вы имеете в виду ограничения? 

I: Вот-вот.  

C: Я суть вопроса понял. Вы не так подошли. Я вам отвечу. Вы спросите, я вам отвечу. У 

него километраж от 250 до 300 километров. Всё, он больше не едет. Он уже едет в гараж, 

сдаётся путёвка, всё.  

D: Или сколько двигатель пройдёт? 

I: Нет. Вот этот был вопрос.  

C: Я понял, о чём вы. Я отвечу. Я сам иностранец. 

I: Мне интересно, сколько лет можно работать на одной машине.  

D: Зависит от водителя.  

C: Всё зависит, да, какой водитель будет.  

D: Как он будет ездить – убивать, не убивать маршрутку.  

C: Как он будет ездить, какой маршрут будет. Эксплуатация средняя в день, эксплуатация, 

понимаешь, что это такое? 

I: Да.  

C: В среднем в день он проходит от 250 километров до 300 километров. Больше не 

проходит эта машина. 

I: Понятно.  

C: Понятно? 

I: Почему здесь в городе везде Hyundai, курганские машины?  

D: Какие? 

I: Из Кургана. 

C: Не, это не курганские, это ростовские машины.  

D: Это ростовские. Это в Таганроге сделаны. 

C: Это сделано в Ростовской области.  

D: Вот эта – 2007 года. Вот эта – 2009 года. Есть 2014 года – это последняя. В Таганроге 

закрылся завод. 
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I: Понятно. 

D: Когда корейцы приехали и глянули, что они сделали... То есть лицензия в Таганроге 

была. Они глянули, что сделали первые машины, они за голову схватились: "Вы чего?" 

I: Я не знал этого.  

D: Есть ещё чисто корейские машины – Hyundai, у которых плавно сделана морда лица, 

всё сделано аккуратно, по-другому абсолютно. Две разные вещи.  

I: Они отсюда, да? Они из России? 

D: Это из Ростова, из Таганрога, да. 

C: Лицензия на него выпущена в Корее, а собирается в Ростове. 

I: Вот здесь, да. Понятно. Почему Газелей здесь мало? 

C: Газелей? Потому что у Газелей эксплуатация гораздо меньше. 

D: Газель какую ты имеешь в виду, NEXT? 

I: Да, NEXT C-6. В принципе, есть много, да? 

D: Я вам сразу скажу. Для одного года хватит.  

I: Это плохая машина, да? 

D: Потом ломаются двери, коробка летит. Если на третий год двигатель #00:14:11# – всё. 

Это даже не зависит от водителя. Она слабая.  

C: В плане перевозки пассажиров, это машина, конечно, в первую очередь Mercedes. 

D: Подожди. 

С: Даже Mercedes не годится.  

D: По городу Mercedes не годится. Он слабый.  

C: Вот самая лучшая машина – это Hyundai #00:14:36#. 

I: Понятно. 

C: Это самая выносливая машина.  

I: Это только здесь? Я таких никогда не видел.  

C: Нет. Они и в Москве есть. 

(I: В Москве тоже есть, да?) 

C: В Петербурге есть, везде есть – по всей России.  

I: Понятно. 
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C: Просто где-то в малых количествах. В Ростове почему их больше? Потому что 

производитель был Ростов.  

I: Понятно.  

C: По лицензии Кореи, но производилось в Ростове – поэтому.  

D: В Таганроге. 

I: Они закрыли завод сейчас? 

С: Нет. Там выпускают другие машины, но не такие.  

I: Понятно.  

С: Завод не закрыли. Завод процветает. Работают люди, другие только машины 

выпускают.  

I: Стоит ли водителям иметь свою машину? Это лучше? Ты больше зарабатываешь? 

С: Если сам хозяин работает, конечно, лучше.  

D: Он смотрит за машиной. Он знает #00:15:43#. Посмотри. Вот я работаю, своя машина. 

Она чистенькая, она не ржавая. Вся резина нормальная, есть запаска. Всё, что нужно есть. 

Здесь есть инструменты. В салоне чисто.  

С: Всё зависит, кто водителем будет. Каждый человек же думает по-своему, каждый 

человек относится по-своему. 

I: Кто ответственный, если это не ваша машина? 

D: Гараж. 

I: Гараж тогда, да? 

D: Да.  

I: Там есть механик или кто-то? 

C: Да. И здесь есть механики. Их каждый день проверяют, выпускают, бытовки выдают. 

Что там, что здесь – разницы нет. То, что это хозяин – это ничего не говорит. Он так же в 

гараже находится в аренде. 

I: Понятно. Вы сами решили, что вы хотите работать на линии 91? Это #00:16:39# или 

разницы нет? 

C: Средняя.  

D: Средняя.  

I: Понятно. Можно, в принципе, менять? Можно работать #00:16:49#. 

C: Можно, конечно. Если министра разрешение будет на этот маршрут, можно, конечно. 

Дело в том, что может на другие маршруты не быть разрешения. Если не будет 
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разрешения, кто бы ни был, машину не ставят на эксплуатацию. Без разрешения машина 

не идёт. Есть специальная карта разрешений.  

I: Как можно получить такую карту разрешений? 

С: Эта карта разрешений выдаётся Департаментом транспорта. Это выдаётся гаражу, а 

гараж выдаёт водителю для машины.  

I: Понятно. Это как лицензия? 

С: Да, типа лицензии.  

I: Понятно. Интересно. Вы не знаете, почему иногда есть очень много рекламы и 

картинок? И есть такие машины, где вообще ничего нет. Есть такой закон? 

D: Это ты объясняй сам.  

C: Я вам объясню так. Понимаете, реклама – это не везде, не в каждом маршруте 

разрешается. Есть определённые маршруты. Если администрация города разрешила, то 

могут заклеить рекламой. Если не разрешила администрация города, то они не могут 

кому попало наклеить.  

I: Значит, надо спросить, да? 

C: Конечно. Если глава города подписал указ, чтобы не было рекламы, её не будет.  

I: Вас часто контролируют? Будь-то милиция или кто-то? 

C: Конечно. Мы контролируем. Я линейный диспетчер. Я контролирую, чтоб машина 

вовремя поехала, чтоб машина утром приехала чистая, помытая. 

I: Чтобы было всё в порядке.  

C: Водитель чтоб был трезвый. Конечно. Чтоб у водителя была путёвка – всё, как 

полагается. Конечно.  

I: Понятно.  

C: У нас это строго, каждый день проверяют. Врач проверяет в гараже, потом мы здесь на 

линии проверяем. Конечно. Это обязательно. Если видим, что водитель даже не пьян, 

просто неважно выглядит, мы его на линию не пускаем. Мы его домой, к врачу, чтоб с 

водителем было всё нормально.  

I: Понятно.  

C: Живой, здоровый был. 

I: Водители сами решают, когда они хотят работать или у них есть план? 

C: У них в гараже есть график. Каждый водитель от двух до трёх дней работает, три дня 

отдыхает. Один и тот же человек всё время не работает на одном и том же маршруте. Он 

утром выходит, в 06:15 у него выезд, в 18:30 у него заезд – это самое позднее. 

I: Понятно. Ещё вопрос: цена, стоимость. 
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C: Стоимость проезда? 

I: Да, проезда.  

C: Это контролирует, к сожалению, Госдума Ростовской области. Не гараж, не водитель. 

Как правительство области скажет – будет стоить десять рублей, к примеру, или стоить  

50 – так и будет. Ни гараж, ни водитель от себя ничего не добавляют. У них нет прав. Это 

лишь только на правительстве лежит.  

I: Если бы они могли сами решать, это было бы больше или меньше? 

C: Конечно, больше.  

I: Больше. 

C: Больше было бы, потому что топливо стоит дороже, чем то количество, которое 

перевозят они. На мой взгляд, было бы рублей на пять больше. Каб бы это не в их 

полномочиях. Ты же понимаешь русский язык? 

I: Да.  

C: Это не находится в их юрисдикции. Они не имеют права определить цену. Им выдаётся 

определённая цена, и они обязаны возить по этой цене.  

I: Что со льготами? 

C: Льготно возят.  

I: Тоже, да? 

C: Не по всему городу, но есть определённые #00:21:57#. 

D: Ветеран войны, ветеран труда, ветеран 2-ой группы, ветеран 3-ей группы.  

C: Перечень специальный есть вон.  

D: Вывеска стои́т специальная.  

C: Специальная вывеска есть. Там написано, в каждом транспорте. Видите там? Перечень 

остановок. Видите вон? На стекле, видишь? 

I: Да. Стоимость. 

C: Нет. Пойдём, я тебе покажу. Вот видишь? Вот там – схема маршрутов.  

I: Да. 

C: Там – как остановки называются. Там общее. Там видишь написано, какой льготник 

имеет право ездить бесплатно. Вот я, допустим, сел. Видно, какое имеет право ездить в 

маршрутке этот пассажир. То есть я у водителя не спрашиваю, а читаю здесь и вполне 

могу воспользоваться своими правами.  

I: Понятно.  

C: Так и любой пассажир.  
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I: Можно сфотографировать маршрутку? 

C: Что она есть? Конечно, можно.  

I: Мы сейчас сфотографируем.  

C: Пойдём. Вот там чётко видно.  

I: Туда, да? 

C: Пожалуйста. Вот тут фотографируйте. Это всё имеет право пассажир ездить. Это льготы, 

что нельзя курить, нельзя собак перевозить тоже. Всё как полагается.  

I: Ага.  

C: Это есть в каждом... Вот ещё есть, чтоб пассажир бдительный был. По-русски читать 

умеешь? 

I: Да, конечно. 

C: Видишь, что написано? “В связи с террористическим актом”. Это тоже есть в каждой 

машине, мы следим всё время, чтоб люди знали. 

I: Это вы от компании? 

C: Нам даёт распоряжение директор гаража, а им даётся. Да, конечно.  

I: Понятно. 

C: Всё делается.  

I: Это водитель, да? 

C: Да. Водитель, фамилия водителя, всё. Это есть в каждой машине. Всё как полагается.  

I: Вы каждый день здесь, да?  

C: Да. Вот это перечень остановок тот же, видите? Вот, допустим, 2-ая Краснодарская, и 

далее пошло по очереди.  

I: Да, весь город.  

C: Да.  

I: Это длинная, да? 

C: Это карта маршрута. Вот видите, карта маршрута. То есть ты пассажир, не знаешь, ты 

сел. В скором времени, я так думаю, ещё будет #00:25:27#. 

I: Да. Понятно.  

C: Так что вот так. Всё написано. Вот тебе надо остановка, ты можешь обратиться к 

водителю: "Водитель, мне нужна эта остановка". Водитель говорит: "Это будет после этой 

остановки". То есть вы на карте читаете.  

D: Там перечень остановок есть.  
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C: Да. Суть вопроса ясна? 

I: Да, всё ясно.  

C: Что непонятно? 

D: Возьмите меня в Германию, я поеду.  

C: Что непонятно, обращайтесь. Мы вам поможем и расскажем. Мы вам устроим 

экскурсию. Надо будет, придёте – предприятие мы попросим, чтобы вам показали. 

Конечно, не Европа, но стараемся что-то поддерживать.  

I: Мне кажется, даже лучше, чем у нас. У нас такого вида не существует. И он быстро едет 

туда-сюда? 

С: По качеству, даже можете опрос сделать, для перевозки это самый лучший транспорт. 

Самый выносливый, самый безопасный. Из грузовой машины сделана пассажирская. То 

есть чтобы она не переворачивалась, чтоб безопасно было людей везти, понимаете? Это 

одна из лучших машин.  

I: Ну тогда счастливо вам! Спасибо большое! 

С: Вам тоже! Удачи! 

I: До свидания! 

С: Если что, обращайтесь. Всего доброго! 

I: До свидания! 
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9.2.5 Interview with Andrej, marshrutka driver in Volgograd, 24.03.2017 

 

I: Когда и где вы родились? Какое у вас образование? 

А: Волгоград. Среднее техническое образование. 

I: Кем вы работали до того, как стать водителем маршрутки?  

А: Всю жизнь водителем работал.  

I: Как долго вы работали в маршрутном бизнесе?  

А: Четыре с половиной года.  

I: Как вы стали водителем маршрутки?  

А: Не было нормальной работы, и стал водителем маршрутки.  

I: Почему вы не стали таксистом или водителем автобуса?  

А: Потому что там не платили нормально. 

I: Были ли вы довольны своей работой? Что вам в ней нравилось, и какие были недостатки? 

А: Всё было отлично. Был доволен. Всё хорошо.  

I: Недостатки?  

А: Не было никаких недостатков. Я счастливый человек, что я возил людей.  

I: Сколько маршрутных линий есть в Волгограде, сколько маршрутных компаний и сколько 

водителей? 

А: Очень много. Считать было некогда.  

I: Опишите отношения со своими коллегами: с кем вы работали, кто были ваши коллеги, 

какая иерархия существовала среди ваших коллег, как вы взаимодействовали с другими 

водителями. 

А: Всё отлично было. Работали дружно. Армянский коллектив, очень добрый, хороший. 

Что? 

I: Опишите структуру маршрутной компании, в которой вы работали: руководитель, 

количество сотрудников, контролирующие органы, кто владел автомобилями, как 

распределялась прибыль.  
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А: Структура очень большая. Владелец был не я. Существует план ежедневный. Его надо 

отдать хозяину маршрутки. Всё. Больше ничего не знаю. 

I: Каждый маршрут имеет лицензию. Кто несёт ответственность за оформление лицензии? 

Как можно получить лицензию?  

А: За всё отвечает транспортное предприятие, которое выпускает маршрутки на линию, 

отвечает за маршруты. Всё.  

I: Как связаны между собой работа водителя маршрутки, бизнес и правительство? Каким 

образом контролируется работа водителя маршрутки? Каким образом проверяется 

полученный доход, состояние автомобиля и так далее?  

А: Всё контролируется, всё под присмотром. Связано. Как связано? Всё связано: ГАИ 

связано, водитель связан, – всё под контролем.  

I: Как изменилась цена проезда на маршрутках за последние годы? Кто определяет размер 

платы за проезд, кто ведёт переговоры об изменении цен?  

А: Насчёт изменения цен не могу ответить. Цена изменилась незначительно. Всё влияние 

происходит горюче-смазочных материалов. Цена на них. Вот и всё.  

I: Сколько вы зарабатывали как водитель маршрутки? Сколько вы зарабатывали в 

прошлом на другой работе? Ваши коллеги зарабатывали столько же, сколько и вы? От чего 

зависят различия в заработной плате? 

А: Это корпоративная тайна.  

I: Всё? 

А: Всё.  

I: С какими группами водителей вы находились в особо острой конкуренции? Другие виды 

общественного транспорта, ваши коллеги, водители такси, водители автомобилей – что 

являлось самой большой угрозой для вашей работы? 

А: Все друзья-товарищи были. А угрозой работы – переходящие бабушки.  

I: Какие риски связаны с вашей работой? Что произойдёт, если вы попадёте в аварию? Кто 

платит за ущерб? Что произойдёт, если вы заболеете? 

А: Всё ложится на плечи водителя. Посадить могут. Полностью всё выплачивает водитель. 

Заболеет – никто его лечить не будет. Если он не ходит, что? 
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I: Сколько сто́ит купить собственную маршрутку? Как долго владельцы используют свою 

маршрутку в среднем? Что необходимо учитывать при покупке нового автомобиля? Кто 

несёт ответственность за ремонт и приобретение новых микроавтобусов в бизнесе? 

А: Стоимость маршрутки сейчас сказать не могу. Обслуживание дорого. Всё дорого. За всё 

отвечает хозяин водителя. Что там ещё было? 

I: Что необходимо учитывать при покупке нового автомобиля? 

А: Учитывать. Что учитывать? ГАЗель – и всё. Больше ничего ты не возьмёшь. Что ещё 

учитывать? 

I: Как долго владельцы используют свою маршрутку в среднем? 

А: Всю жизнь, пока не рассыпется. Потому что у людей денег нет на новые автомобили, и 

зарабатывать им не дают. Всё. 
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9.2.6 Interview with Natascha (Dispatcher in Volgograd), 05.04.17 

 

I: Вы работаете диспетчером, да, здесь? 

С: Вот диспетчер.  

I: А вы кем работаете? 

С: Мы их кормим.  

I: Сколько маршрутных линий есть в Волгограде? 

С: Что? 

I: Маршрутных линий. 

С: В Волгограде? По всему Волгограду? 

I: Да. 

С: Я думаю, штук 100. 

D: Если не больше.  

C: Если не больше.  

I: […] Скажите, как изменилась цена проезда на маршрутке за последние годы?  

C: По-моему, на […] она вообще не поменялась.  

D: Выросла согласно индексации.  

C: Потому что трамваи 20, а они всё по 12 нас возят. Почти до Елецкой, так у них и осталось. 
Я думаю, это выгодно.  

D: Раскупается за десяток.  

C: На 260-ом, по-моему, те же цены, как когда я ушла, диспетчером работала. Да? Те же. 

D: Те же.  

E: Самые хорошие цены у нас.  

C: Те же цены остались. Ничего не поднялось нигде.  

I: То, что отменяют маршрутки, какое у вас мнение по этому поводу есть? 

C: Моё мнение ужасное.  

I: То есть их всё-таки отменят? 

C: Да, их отменят. С 15-ого числа последний день, 16-ого всё, на маршрут, например, 10-
ый уже́ не выходят.  

D: Ура! 

C: Всё, он не выходит. Как к нам заедет сюда на новостройку, на Родниковую долину, на 
Янтарный автобус? Он сюда приедет к нам?  

I: Да, я тоже считаю, что это нелогично.  
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C: Он сюда к нам не приедет, и их ещё нет! Это раз. Во-вторых, у меня здесь работают 
диспетчер, племянница, и ещё работает сестра диспетчером. Вот там тоже работает 
диспетчером.  

D: И брат сестры.  

C: Смотрите. Они работают диспетчерами. Здесь до полвосьмого ни одного автобуса нет. 
Как людям добираться до работы? Я не знаю. Я считаю, это бред самый настоящий.  

I: Куда пойдут работать тогда водители, которые остались без работы? 

C: Под мосты на трассу.  

D: Бастовать будем. 

I: Бастовать будете? 

E: Конечно. Если работы не будет, будем бастовать.  

C: Чем кормить семью, объясните. Вот они с 15-ого числа стали дома сидеть.  

I: Есть вообще, как вы считаете, какое-то решение это проблемы? Бастовать можно, чтобы 
добиться? 

C: Я не знаю, будем пробовать. А что делать? Я не знаю.  

D: Чтоб нас не трогать.  

I: Сколько в среднем зарабатывает водитель маршрутки в день? 

C: Одну штуку, не больше.  

I: Тысячу рублей, да? 

D: За такой адский труд.  

I: То есть это не считая бензин? 

C: Нет, не считая. Водитель зарабатывает тысячу рублей. Ему план надо отдать.  

I: Если сравнить транспортную ситуацию в 1980-ых и 1990-ых годах: как она изменилась с 
тех пор? 

C: Я застала “двойку”, например, “гармошку”. Ездила на #00:03:19#, работала в 
поликлинике. Там возможно было ездить, но у нас, конечно, ещё не было даже, наверное 
вообще. Там невыносимо было. Мы стояли на остановке по 20, по 30 минут, например. 
Ещё туда попробуй влезь.  

I: То есть маршрутки существенно облегчили работу вам? 

C: Конечно, облегчили.  

I: Но сейчас их опять хотят отменить. Что мы будем дальше делать? Как вы считаете, как 
будет выглядеть транспортная система через десять лет в Волгограде? 

C: Через десять лет? 

I: Да.  

C: Вы знаете, я почему-то думаю, что маршрутки всё-таки останутся. Я думаю, люди 
разумные есть. Мы как ездили, так и будем ездить. Мы не будем ездить, как в 1980-ые, 
1990-ые годы на автобусах, которые перебитые.  
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D: Какое перебитые? Новые автобусы, а ты говоришь перебитые. Новые! 

C: Новые, да.  

I: Я слышала, что уже́ порядка 70-ти автобусов поломали.  

C: Не только поломали. Они и побились. Вон в интернете.  

D: Они их разбирают и продают на запчасти.  

I: Ладно. Спасибо вам большое! 
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9.2.7 Interview Guide 

 

Введение: 

Целью исследования является изучение общественного транспорта России в 

экономической, политической и в социологическом контексте. Частные види городского 

транспорта появляются c первого взгляда воллее гибкий чем другие види транспорта. Это 

исследование сравнивает другие види транспортных форм других городов и стран. 

Цель интервью является описание современного практики в маршрутком секторе и 

исторического развития маршруток. 

Результаты исследования будут опубликованы. Опрошенные являются анонимными. 

Согласны ли вы с магнитофонной записи? 

I. Контекст и самопозиционирование: 

1. Кратко опишите свою личную карьеру.  

a. Когда и где вы родились, какое обучение у вас есть?  

b. В каких профессий вы работали до сих пор?  

c. Долго вы работали в маршрутком бизнесе?  

d. Почему вы не стали таксистом или водителем автобусов? 

2. Вы довольны со своей работой? Что вам нравится в ее работе? Каковы основные 

недостатки? 

II. Частное предприятие в постсоциализме 

1. Сколько маршрутных линнии есть во Волгограде? Сколько компаний и сколько 

водителей? 

2. Как вы стали водителем маршрутки?  

3. Опишите отношения со своими коллегами: Объясните с кем вы работаете, с 

какими колегами, какие иерархий там? Как вы координируетесь с другими 

водителями? 

4. Опишите текущие рабочие структуры, в которых вы двигаетесь ...? (Структура 

компании, количество сотрудников, контрольных органов, структура 

собственности (кто владеет автомобилем, как раскол прибыли, водители имеет 

любой страховой ?)  

5. Какая типичная корпоративная структура в маршрутком бизнесе? 

6. Каждый маршрут имеет лисензию. Кто несет ответственность за лицензии? 

Изменяются ли они? Как можно получить лицензию?  

7. Какая связь между работой / бизнесом и правительством? Как была ваших 

деятельность контролируется? Как проверили доход, состояние автомобиля и так 

даллее? 

8. Каким образом структура цен изменилась за последние годы? Сколько надо 

заплатить за поездку, кто определяет плату за проезд, кто вел переговоры 

изменения цен? 

9. Сколько вы зарабатываете, как водитель? Сколько вы заработали в прошлом? 

Заработываете своих коллег столько, сколько вы? От чего зависит различий в 

заработной плате? 
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10. С какого группой вы особенно в конкурентной борьбе (другие види 

общественного транспортаб коллегами, машины)? Что является самой большой 

угрозой для их работы? 

11. Какие риски связенно с вашой работе ? Что произойдет, если вы попали в аварию, 

кто платит за ущерб? Что произойдет, если вы болеете? 

12. Сколько стоит покупать маршруткой? Как долго люди исползовают свою 

маршрутку в среднем? Какие процессы необходимо учитывать при покупке 

нового автомобиля? Кто несет ответственность за ремонт и приобретение новых 

микроавтобусов в бизнесе? 

III. Исторические развитие 

1. Какой вид транспорта вы использовали в детстве? На каком транспорте вы 

ездили в школу, университет, школы подготовки? Довольны были вы или их 

родители с общественном транспортом?  

2. Когда вы ездили в первый раз с маршруткой? Каково было ваше впечатление о 

маршрутках?  

3. По вашем мнение, почему Маршрутки ввели в действие массовый транспорт?  

4. Если сравнить транспортную ситуацию в 80-х и потом в 90-х годах с настоящим, 

что изменилось с тех пор?  

5. Как вы оцениваете маршрутки сегодня? Нужен ли они? Каковы преимущества и 

какие недостатки есть у маршруток? Являются ли маршрутки, решение проблем 

современного транспортного ситуации или задачи, которая должна быть решена? 

6. Считаете ли вы, что через десять лет Маршрутки еще пройдет через ваш город?  

7. Что такое современная транспортная система? Что бы вы хотели для вашого 

города?  

8. Какие проблемы имеет первостепенное значение для развитии города? 

Маршрутки для будущего развития городов играет большую роль 

(положительный / отрицательный)? 
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