
DIGITALE TRANSFORMATIONEN  
Zwischen grenzenloser Offenheit und offener Ausgrenzung

Leonhard Dobusch 
Institut für Organisation und Lernen

„Sozial Egal: Sorgt unsere Wirtschaft für Wohlstand?“ 
Vortragsreihe der studentischen Initiative Plurale Ökonomik der Friedrich-Schiller-Universität Jena,  

27.06.2018



 #1 DIGITALISIERUNG



“[E]rst heute, wo  
die Faszination für die 
Technologie abgeflaut ist 
und ihre Versprechungen 
hohl klingen, wird die 
Kultur und Gesellschaft in 
einem umfassenden Sinne 
durch Digitalität geprägt.

Felix Stalder, (2016),  
"Kultur der Digitalität", S. 20



1996



“   Wir erschaffen eine Welt, in der jeder Einzelne 
an jedem Ort seine oder ihre Überzeugungen 
ausdrücken darf, wie individuell sie auch sind, 
ohne Angst davor, im Schweigen der Konformität 
aufgehen zu müssen.



“   Bei freier Software geht es um Redefreiheit, 
nicht um Freibier.

Richard Stallman



Freiheit 0: Das Programm zu jedem Zweck auszuführen. 
Freiheit 1: Das Programm zu studieren und zu verändern. 
Freiheit 2: Das Programm zu verbreiten. 
Freiheit 3: Das Programm zu verbessern und diese 
Verbesserungen zu verbreiten, um damit einen Nutzen für 
die Gemeinschaft zu erzeugen.



„Universelles 
Band des 

Teilens, das alles 
Menschliche 
verbindet“ 











“Das Internet darf kein 
rechtsfreier Raum sein.

Lieblingsmotto von Politikerinnen  
und Politikern aller Parteien



Datenkraken



Hacker, Fishing, Spam, 
Piraten, Botnetze..







the popular claim that negative word-of-mouth in social media is mainly caused by commen-
ters’ anonymity. In contrast, the results support the idea that non-anonymous aggressive sanc-
tions are more effective. Non-anonymity helps to gain recognition [78], increases one’s
persuasive power [74], and mobilizes followers [85]. The result is also in line with public voices
that observe an increasing social acceptance of non-anonymous digital hate speeches [99].

This study also has practical implications. First, it can be expected that in the future, digital
norm enforcement will intensify. The growing digital civil society adapts to the digital environ-
ment that transforms interactions. Social media offer great opportunities for individuals who
have the intrinsic desire to enforce norms and contribute to the formation of latent interest
groups. Second, the regularly demanded abolition of online anonymity and the introduction of
real-name policies do not necessarily prevent online aggression in social media. Our view is in
line with findings from a natural experiment in South Korea where the enacting of a Real
Name Verification Law in 2007 only reduced aggressive comments for a particular user groups,
but not for others [73]. There is, however, no doubt that the battle over online anonymity will
intensify over time, particularly when aggressive norm enforcement by the civil society not
only addresses low status, but increasingly high status, actors such as states or corporations.

This study has several limitations that should be kept in mind when interpreting the results.
First, the findings are only generalizable to direct, explicitly abusive online aggression but not
to indirectly formulated aggression such as cynicism. Also, while we qualitatively checked com-
ments in our large dataset, it was not feasible to identify all comments. The amount of aggres-
sion in some comments may be therefore wrongly classified.

Fig 6. Online aggression dependent on anonymity of commenters (random-effects). Predictions of
Table 1, Model 1.

doi:10.1371/journal.pone.0155923.g006

Digital Norm Enforcement in Online Firestorms

PLOSONE | DOI:10.1371/journal.pone.0155923 June 17, 2016 18 / 26

“Nicht-anonym 
Beitragende waren 
aggressiver als 
anonym Beitragenden

Rost et al. (2016): Digital Social Norm 
Enforcement: Online Firestorms in Social 
Media, http://dx.doi.org/10.1371/
journal.pone.0155923, Übersetzung L.D.



Bild: http://www.snopes.com/2016/01/14/fake-news-sites/

http://www.snopes.com/2016/01/14/fake-news-sites/


 #2 OFFENHEIT



privat-kommerzielle 
Medien

öffentlich-
rechtliche  
Medien

nicht-
kommerzielle 

Medien

nieder-
schwellige 

publizistische 
Aktivitäten 

(Blogs & Co)
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MANAGEMENT VON OFFENHEIT



“Wenn HP nur wüsste, 
was HP weiß.

John S. Brown & Paul Duguid



Entkopplung von 
Kommunikation  
und Hierarchie



WISSEN IST MACHT.

OFFENES WISSEN IST ERMÄCHTIGUNG.



11 EIRMA SIG III, 2005-10-20

Closed innovation

Our current 
market

Our new  
market

Other firm´s 
market

Open innovation

External technology 
insourcing 

Internal 
technology base

External technology base 

Stolen with pride from Prof Henry Chesbrough UC Berkeley, Open Innovation: Renewing Growth from 
Industrial R&D, 10th Annual  Innovation Convergence, Minneapolis Sept 27, 2004

Internal/external 
venture handling

Licence, spin 
out, divest





“Offene Formen der Strategiefindung 
mit mehr                       nach innen 
und Außen sowie mehr                  von 
internen und externen AkteurInnen.

Whittington et al. (2011, S. 
531, Übersetzung L.D.)

Transparenz
Inklusion



Umfrage Dialog WertungInformation

Transparenz Inklusion



Visitenkarte

Digitale Offenheit: Unternehmen

Beispiel: Buffer



Visitenkarte

Werkzeug

Digitale Offenheit: Unternehmen



Bild: Chris Potter, CC-BY 2.0, https://www.flickr.com/photos/86530412@N02/8334443952

Visitenkarte

Werkzeug

Haltung

Digitale Offenheit: Unternehmen

https://www.flickr.com/photos/86530412@N02/8334443952


GRENZENLOSE OFFENHEIT?





Bomis



Markenrechte 
Serverinfrastruktur 
Softwareentwicklung

Erstellung von Inhalten 
Löschung von Inhalten 

Arbeitsteilung Foundation/Community



Nutzungsrechte in 
der deutschen 

Wikipedia

keine

alle

keine



Quelle: http://www.taz.de/!5127514/

http://www.taz.de/!5127514/


Quelle: http://derstandard.at/2000022296889/Studie-Wikipedia-wird-vom-reichen-Westen-dominiert

http://derstandard.at/2000022296889/Studie-Wikipedia-wird-vom-reichen-Westen-dominiert


Quelle: http://www.tagesanzeiger.ch/leben/gesellschaft/Der-Schwarm-bei-Wikipedia-schrumpft/story/11486176

http://www.tagesanzeiger.ch/leben/gesellschaft/Der-Schwarm-bei-Wikipedia-schrumpft/story/11486176


Fehlende Vielfalt trotz radikaler Offenheit?
wegen



   Wenn Deine Gruppe aus 
neun hilfreichen und 
höflichen Mitgliedern und 
einem unhöflichen, 
sexistischen und lauten 
Mitglied besteht, dann 
werden die meisten Frauen 
wegen dieses einen 
Mitglieds fernbleiben.

“
Valeria Aurora (2002), http://tldp.org/
HOWTO/Encourage-Women-Linux-
HOWTO/, Übersetzung L.D.

http://tldp.org/HOWTO/Encourage-Women-Linux-HOWTO/
http://tldp.org/HOWTO/Encourage-Women-Linux-HOWTO/
http://tldp.org/HOWTO/Encourage-Women-Linux-HOWTO/
http://tldp.org/HOWTO/Encourage-Women-Linux-HOWTO/


DIGITALISIERUNG ERLAUBT 
OFFENHEIT.

OFFENHEIT WILL ORGANISIERT WERDEN.



 #3 TRANSFORMATION



Arbeitsplatzverluste



2016



20161978



20161964 1978



»ZERO BILLION DOLLAR COMPANY«







Umsatz

Reichweite, Breite,  
Qualität (?)



SHARING ECONOMY



PLATTFORM

Verbindet NutzerInnen  
>> Netzwerkeffekte



Plattformgovernance 
reguliert Verhalten  



SHARING ECONOMY:  
ZWEI GESCHICHTEN



SHARING ECONOMY:  
ZWEI GESICHTER



 Imagine a world in     which every single  
 human being can          freely share in the  
           sum of all              knowledge. “



Plattform als 
COMMONS

Kein unmittelbar reziproker  
Austausch von Gegenleistungen



   hospitality on Couchsurfing is free. A host 
should never ask a guest to pay for their 
lodging, and a guest should not offer.“



   Ferner ist es Fahrer gesetzlich untersagt, 
durch das Mitnehmen von anderen Personen 
einen gewerbsmäßigen Gewinn zu 
erwirtschaften. 

“





Plattform als 
MARKTPLATZ

Austausch von Gegenleistungen







SHARING ECONOMY:  
EXTERNALITÄTEN?



AirBnB  
vs. Berlin

Quelle: http://www.airbnbvsberlin.de/, CC-BY

http://www.airbnbvsberlin.de/


AirBnB  
vs. Berlin

Quelle: http://www.airbnbvsberlin.de/, CC-BY

http://www.airbnbvsberlin.de/


Geschätzter Verzicht auf Autokauf

Source: Firnkorn, J., Müller, M. (2011): What will be the environmental effects of new free-floating car-sharing systems? The case of car2go in Ulm. Ecological Economics, 70, 
1519-1528.

4.2. Car2go's Impact on Local CO2-Emissions

With the survey data and external variables (Table 1), three
scenarioswere calculated (Table 2) by simultaneously varyingmult_c2g
and FUELCONS_c2g. The best case represents the direct survey answers
using themanufacturer's official fuel consumption for car2go vehicles of
3.4 l/100 km. The most likely case uses a fuel consumption of 3.6 l/
100 km and simultaneously assumes a total of 15% more car2go-
kilometres driven by settingmult_c2g=1.15. Theworst case assumes a
car2go fuel consumption of 3.9 l/100 km and 30% more car2go-
kilometres driven. Table 4 shows the results for each of these three
cases.

The first row of Table 4 shows the total CO2-emissions from all
transportation modes in 2009. The values between the three cases
differ as a result of the varied fuel consumption for car2go. The next
four rows show the single CO2-changes per mode of transportation
between 2009 and 2014. For car2go, the CO2-emissions vary as a
result of the simultaneous increase of mult_c2g and FUELCONS_c2g,
which does not affect the emission values of the other modes of
transportation. The net change is calculated in the final row, which
shows that even in the worst case the result is a CO2-reduction as a
consequence of the launch of car2go. All figures are weighted average
values for the 256 respondents of the cleaned sample who stated they
will use car2go, whereas the 52 respondents saying that they will not
use car2go (Table 3) have a zero emission change and are therefore
excluded in this calculation.

Of the 256 respondents who stated they will use car2go (Table 4),
227 individuals or 89% have an individual CO2-reduction in the best
case, 83% in the most likely case and 77% in the worst case. However,
the unweighted percentages of individual positive and negative CO2-
changes are not relevant for the weighted overall effect, as for
example one large individual change can outweigh the sum of several
small reversed changes of other users (Martin and Shaheen, 2010).

To test the results for sensitivity toa potentially induced traffic, a goal
seekanalysiswas carried out in order todetermine thebreak-evenvalue
of mult_c2g which would lead to a weighted average emission-change
of zero. These are the values mult_c2g=1.90 in the best case,
mult_c2g=1.80 in the most likely case and mult_c2g=1.67 in the
worst case. Thismeans that evenwhenassuming the highest car2go fuel
consumption of FUELCONS_c2g=3.9 l/100 km, all respondents could
drive up to 167% of their total car2go-kilometres forecasted by the
survey to maintain an overall CO2-reduction.

4.3. Car2go's Impact on the Total Number of Cars

While the results of the previous section only refer to car2go's effect
regarding one single specific gaseous emission and only from the
operation of the collective mobility systems, in this section car2go's
impact on static land consumption is discussed (Fig. 1). The impact on
the area required by public transportation could be considered (Section
3.1), but as this effect is unlikely to be significant in Ulm in the period
under review until 2014, vehicles other than cars are excluded from the
analysis.

As a further step to reduce complexity, the assumption ismade that
the change in the total number of cars in operation in Ulm is linear to
the overall impact on static land consumption. This is a simplification,
as the averageweight of newcars inGermany has increased by roughly
10% between 2000 and 2007 (Federal Motor Transport Authority,
2007), and while the two-seater car2go has a kerb weight of 770 kg
(Smart, 2010), the average new German car has a kerb weight of
1445 kg (FederalMotor Transport Authority, 2007). In terms of vehicle
length, a car2go is 2.7 m long (Smart, 2010) as opposed to the German
average car of approximately 4.7 m (Dunker et al., 2005), thus roughly
three car2go-vehicles can be parked in the space of two average cars,
depending on the distances between the parked cars and their
alignment. However, it is assumed that all private and car-sharing
vehicles require an identical ground area to park.

With the launch of car2go, 200 cars were added to the municipal
area, and this fleet will be increased to 300 vehicles in 2011. In order
to estimate the opposite effect of a private vehicle reduction, two
questions were included in the survey, which are indicated in Table 5.

Table 5 shows that 29% of the respondents (strongly) agreed with
the first statement, adding up the percentages of columns 1 and 2.
Regarding the second statement, the corresponding number is 19%.
Due to an intention-behaviour gap, it is assumed that only one third of
the respondents (strongly) agreeing with the first statement will
reduce their car ownership by selling or not acquiring a car, which
equals 9.7% of the total respondents. As the decision to dispensewith a
borrowed car does not directly depend on the respondents and might
in addition have referred to cars already covered by the first statement
attributed to a second person, it is assumed that only one fifth of the
respondents (strongly) agreeing to the second statement will
represent an additional realised car reduction, which equals another
3.8% of the total respondents. In total, the authors expect 13.5% of the
17,000 car2go-members to reduce their car ownership, equalling
2295 cars to be dispensed with between 2009 and 2014 as a
consequence of car2go, which corresponds to a net reduction of
1995 cars realised up to 2014.

5. Discussion

5.1. Leverage on Local CO2-Emissions

The results indicate that theweighted average car2go-user will emit
less CO2 by starting to use car2go, whereby the applied model in this
article forecasts an average reduction of −312 to −146 kg CO2/year
(Table 4). Studies on traditional car-sharing systems have indicated
reductions in a comparable range, for example −200 kg CO2/year
(Haefeli et al., 2006) or −142 kg CO2-equivalents/year (Wilke et al.,
2007) per weighted average car-sharing user. A study calculating the
effect on a household level resulted in an observed impact of −580 kg
CO2-equivalents/year, which when divided by the average household
size of 2.5 in the considered area corresponds to−232 kg CO2/year per
person (Martin and Shaheen, 2010). However, even though the results

Table 4
Forecast of changing emission effects per average car2go user [kg CO2/year] (N=256).

Best case Most likely
case

Worst
case

Total emissions in 2009 (EM_total_2009) 2786 2787 2790
CO2 car2go +318 +392 +484
CO2 public transportation −16 −16 −16
CO2 borrowed car −149 −149 −149
CO2 private car −466 −466 −466
Total emissions in 2014 (EM_total_2014)a 2474 2549 2644
Net change (EM_delta_abs) −312 −238 −146
a Calculated on exact figures without rounding.

Table 5
Potential to reduce private vehicle ownership.

Applies strongly Does not
apply at all

1 2 3 4 5

If car2go proves itself in the next 5 years in
Ulm, I could image forgoing the purchase
of a car or of a replacement car in the
future. (n=307)

14% 15% 14% 11% 46%

If car2go proves itself in the next 5 years in
Ulm, a car which I currently borrow is
likely to be dispensed with, for example
by a friend or family member. (n=294)

8% 11% 14% 12% 55%

1525J. Firnkorn, M. Müller / Ecological Economics 70 (2011) 1519–1528

~50%



Schätzung von Emissionseffekten durch Car2Go 
in der Stadt Ulm

4.2. Car2go's Impact on Local CO2-Emissions

With the survey data and external variables (Table 1), three
scenarioswere calculated (Table 2) by simultaneously varyingmult_c2g
and FUELCONS_c2g. The best case represents the direct survey answers
using themanufacturer's official fuel consumption for car2go vehicles of
3.4 l/100 km. The most likely case uses a fuel consumption of 3.6 l/
100 km and simultaneously assumes a total of 15% more car2go-
kilometres driven by settingmult_c2g=1.15. Theworst case assumes a
car2go fuel consumption of 3.9 l/100 km and 30% more car2go-
kilometres driven. Table 4 shows the results for each of these three
cases.

The first row of Table 4 shows the total CO2-emissions from all
transportation modes in 2009. The values between the three cases
differ as a result of the varied fuel consumption for car2go. The next
four rows show the single CO2-changes per mode of transportation
between 2009 and 2014. For car2go, the CO2-emissions vary as a
result of the simultaneous increase of mult_c2g and FUELCONS_c2g,
which does not affect the emission values of the other modes of
transportation. The net change is calculated in the final row, which
shows that even in the worst case the result is a CO2-reduction as a
consequence of the launch of car2go. All figures are weighted average
values for the 256 respondents of the cleaned sample who stated they
will use car2go, whereas the 52 respondents saying that they will not
use car2go (Table 3) have a zero emission change and are therefore
excluded in this calculation.

Of the 256 respondents who stated they will use car2go (Table 4),
227 individuals or 89% have an individual CO2-reduction in the best
case, 83% in the most likely case and 77% in the worst case. However,
the unweighted percentages of individual positive and negative CO2-
changes are not relevant for the weighted overall effect, as for
example one large individual change can outweigh the sum of several
small reversed changes of other users (Martin and Shaheen, 2010).

To test the results for sensitivity toa potentially induced traffic, a goal
seekanalysiswas carried out in order todetermine thebreak-evenvalue
of mult_c2g which would lead to a weighted average emission-change
of zero. These are the values mult_c2g=1.90 in the best case,
mult_c2g=1.80 in the most likely case and mult_c2g=1.67 in the
worst case. Thismeans that evenwhenassuming the highest car2go fuel
consumption of FUELCONS_c2g=3.9 l/100 km, all respondents could
drive up to 167% of their total car2go-kilometres forecasted by the
survey to maintain an overall CO2-reduction.

4.3. Car2go's Impact on the Total Number of Cars

While the results of the previous section only refer to car2go's effect
regarding one single specific gaseous emission and only from the
operation of the collective mobility systems, in this section car2go's
impact on static land consumption is discussed (Fig. 1). The impact on
the area required by public transportation could be considered (Section
3.1), but as this effect is unlikely to be significant in Ulm in the period
under review until 2014, vehicles other than cars are excluded from the
analysis.

As a further step to reduce complexity, the assumption ismade that
the change in the total number of cars in operation in Ulm is linear to
the overall impact on static land consumption. This is a simplification,
as the averageweight of newcars inGermany has increased by roughly
10% between 2000 and 2007 (Federal Motor Transport Authority,
2007), and while the two-seater car2go has a kerb weight of 770 kg
(Smart, 2010), the average new German car has a kerb weight of
1445 kg (FederalMotor Transport Authority, 2007). In terms of vehicle
length, a car2go is 2.7 m long (Smart, 2010) as opposed to the German
average car of approximately 4.7 m (Dunker et al., 2005), thus roughly
three car2go-vehicles can be parked in the space of two average cars,
depending on the distances between the parked cars and their
alignment. However, it is assumed that all private and car-sharing
vehicles require an identical ground area to park.

With the launch of car2go, 200 cars were added to the municipal
area, and this fleet will be increased to 300 vehicles in 2011. In order
to estimate the opposite effect of a private vehicle reduction, two
questions were included in the survey, which are indicated in Table 5.

Table 5 shows that 29% of the respondents (strongly) agreed with
the first statement, adding up the percentages of columns 1 and 2.
Regarding the second statement, the corresponding number is 19%.
Due to an intention-behaviour gap, it is assumed that only one third of
the respondents (strongly) agreeing with the first statement will
reduce their car ownership by selling or not acquiring a car, which
equals 9.7% of the total respondents. As the decision to dispensewith a
borrowed car does not directly depend on the respondents and might
in addition have referred to cars already covered by the first statement
attributed to a second person, it is assumed that only one fifth of the
respondents (strongly) agreeing to the second statement will
represent an additional realised car reduction, which equals another
3.8% of the total respondents. In total, the authors expect 13.5% of the
17,000 car2go-members to reduce their car ownership, equalling
2295 cars to be dispensed with between 2009 and 2014 as a
consequence of car2go, which corresponds to a net reduction of
1995 cars realised up to 2014.

5. Discussion

5.1. Leverage on Local CO2-Emissions

The results indicate that theweighted average car2go-user will emit
less CO2 by starting to use car2go, whereby the applied model in this
article forecasts an average reduction of −312 to −146 kg CO2/year
(Table 4). Studies on traditional car-sharing systems have indicated
reductions in a comparable range, for example −200 kg CO2/year
(Haefeli et al., 2006) or −142 kg CO2-equivalents/year (Wilke et al.,
2007) per weighted average car-sharing user. A study calculating the
effect on a household level resulted in an observed impact of −580 kg
CO2-equivalents/year, which when divided by the average household
size of 2.5 in the considered area corresponds to−232 kg CO2/year per
person (Martin and Shaheen, 2010). However, even though the results

Table 4
Forecast of changing emission effects per average car2go user [kg CO2/year] (N=256).

Best case Most likely
case

Worst
case

Total emissions in 2009 (EM_total_2009) 2786 2787 2790
CO2 car2go +318 +392 +484
CO2 public transportation −16 −16 −16
CO2 borrowed car −149 −149 −149
CO2 private car −466 −466 −466
Total emissions in 2014 (EM_total_2014)a 2474 2549 2644
Net change (EM_delta_abs) −312 −238 −146
a Calculated on exact figures without rounding.

Table 5
Potential to reduce private vehicle ownership.

Applies strongly Does not
apply at all

1 2 3 4 5

If car2go proves itself in the next 5 years in
Ulm, I could image forgoing the purchase
of a car or of a replacement car in the
future. (n=307)

14% 15% 14% 11% 46%

If car2go proves itself in the next 5 years in
Ulm, a car which I currently borrow is
likely to be dispensed with, for example
by a friend or family member. (n=294)

8% 11% 14% 12% 55%

1525J. Firnkorn, M. Müller / Ecological Economics 70 (2011) 1519–1528

Source: Firnkorn, J., Müller, M. (2011): What will be the environmental effects of new free-floating car-sharing systems? The case of car2go in Ulm. Ecological Economics, 70, 
1519-1528.
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