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Simple, integrated, 
ready for  
the future.

Our Vision for 
Smart Ticketing  
in the City Regions

What we can 
achieve together  
– a smart vision
We have a vision of smart simple and 
competitive ticketing that is easy to use 
across all providers and across all modes. 
Something that looks and feels more like  
London’s Oyster.

It should never be the case that a passenger  
in one of our cities needs to carry more than one 
smartcard in their pocket to be sure of getting the 
best deal. We also want to shape and be part of  
a future of ‘total mobility’ where smart devices will 
access information about all the options for a 
journey and the means of payment for them  
– be it by bike, electric car or public transport. 

With the right legislative framework, funding and 
coordination this is a future that is within our grasp 
and we look forward to working with both national 
government and the private sector to bring it about.
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What Government 
can do
• Change the legislative framework to make  

it easier to introduce the franchising of bus 
networks so that smart and simple ticketing 
can be specified as it is in London. 

• Where services remain deregulated give 
transport authorities more powers to ensure 
that the premia on tickets that can be used on 
the services of more than one operator are 
reasonable and that those tickets are properly 
promoted and retailed.

• Ensure that national smart policies and 
initiatives on bus and rail are coordinated to 
achieve single outcomes in the city regions.

• Provide the funding support necessary to roll  
out smart ticketing in the city regions in the 
same way that Government has funded smart 
ticketing in London and the South East.

What should 
happen next…
What we will do next: 
• Continue to press ahead with the introduction 

of smart ticketing and promoting the 
simplification of ticketing structures.

• Work with each other, with Government, and 
with the private sector, to reduce the costs  
and time involved through knowledge transfer, 
collaboration and cooperation.

• Seek to introduce smart tickets and products 
that can be used across our cities.

Effective 
Collaboration
The city regions are working collaboratively 
together to cut costs and speed up the pace 
of implementation.

For example, through sharing the back office 
systems that sit behind smart ticketing systems; 
through joint procurement (for example with the 
‘payzone’ retail network); and by sharing good 
practice via the pteg network.

We are also working with the private sector bus 
industry, and the Government, through initiatives  
like the Smart Cities Partnership, as well as bodies 
like ITSO. ITSO ensures that the IT specification  
for smart ticketing speaks the same language.

Examples of our roll out of smart  
ticketing include: 

• One million public transport journeys a 
week now being made in West Yorkshire 
by ‘M-card’.

• 60 million concessionary journeys a 
year in the West Midlands.

• 1.3 million smartcard transactions are 
now being made on the Tyne and Wear 
Metro every month. 

What we have 
achieved so far
Our members are committed  
to introducing smarter, simpler 
ticketing in the city regions – 
which is why they have taken  
a leading role in its planning  
and implementation. 

Here are some of the things  
we have done so far…

One or more of our members  
have already introduced: 
• Young persons’ concessionary 

travel passes on smartcards.

• Bus and rail multi-modal products.

• Carnets of day tickets.

One or more of our members have already: 

• Provided technical and other support for small 
bus operators in going smart.

• Installed smart enabled gate-lines at stations.

• Made it easy to buy smartcards and ticketing 
products at local shops.



pteg represents the six 
strategic public sector 
transport bodies that serve 
eleven million people in the 
six largest city regions 
outside London. We are also 
a wider professional network 
for Britain’s largest urban 
transport authorities.

Who we are
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Where responsibility for local rail services has been
devolved, those services have become more reliable, 
seen passenger satisfaction rates rise, and benefited from
higher levels of investment. Merseyrail Electrics is a good
example. What was known as ‘Miseryrail’ when run from
London has now been transformed under local control 
by Merseytravel into a network which regularly tops the
tables for performance and customer satisfaction. 

Now there are proposals to extend the benefits of rail
devolution to the railways of the North of England and
the West Midlands, initially through a partnership
approach with the Department for Transport. A key
factor in making these arrangements work will be the
funding deal for the future of these services. 

The case for investment in rail networks in the North of
England the West Midlands is strong. Regional railways
are a good fit with the way in which regional economies
are developing – with more people commuting further to
access high value city centre jobs; increasing numbers
wanting to avoid the hassles of driving and parking to
visit reinvigorated city centre attractions, National Parks

and tourist hotspots; and greater synergies between the
way urban and local economies interact with each other.
Indeed, it’s difficult to see how aspirations for a more
balanced national economy, in which major regional
cities perform their full part, can be achieved without
those cities having both modern commuter rail networks
and good rail links between them. 

As well as the right deal on funding, a new report
from pteg shows that there is a need for a better
deal for regional rail on cost allocation. The report
(‘A Heavy Load to Bear – towards a fairer allocation
of industry costs’) found that the way in which the 
rail network’s overall costs are allocated unfairly
penalises regional rail services. For example, the
allocation of maintenance and renewal costs largely
treats every passenger train in the same way even
though inter-city trains are estimated to produce
twenty times the amount of track damage as the
most basic regional train. Overall it found that a
fairer system of cost allocation would reduce regional
rail’s share of government support by around 50%.

HS2 will be the biggest re-writing of the inter-city rail
network yet. HS2 will increase capacity on the network 
at a time when the railways are seeing unprecedented
growth in demand; it will bring England’s largest cities
closer together, expanding markets and inviting
investment; and it will create a major urban renewal
opportunity around key stations. 

But the opportunity doesn’t stop there – the 
potential benefits from HS2 could be further
enhanced by complementary investment in local
transport networks. There are three key reasons 
for this. Firstly, HS2 stations will become major local
destinations in themselves, and could risk becoming
congestion hotspots. Secondly, improved local
networks will expand the catchment of HS2 stations
several-fold, increasing the scale of economic gains
and the number of people who will feel the benefits.
Finally, released capacity as a result of HS2 could 
be used to significantly improve the connectivity of
places not directly served by HS2 stations.

It is easy to overlook the role of station accessibility 
when thinking about major inter-city transport links.
However, local networks will play a key role in the
success of HS2. By the mid-2030s, HS2 could almost
halve the rail journey time between Manchester Piccadilly
and London Euston, from 2h08m today to 1h08m. 
This means that, without good local transport connectivity,
passengers could spend longer getting to and from the
HS2 stations than on board high speed trains themselves. 

Improving local accessibility can be achieved at a
comparatively low cost. Investment in new bus or light rail
schemes can be done very cost-effectively if integrated
with urban renewal interventions around HS2 stations
and with existing local transport plans. In many cases,
simply greater integration of physical networks, fares and
ticketing could make a big difference. And the capacity
released on the conventional network creates the perfect
opportunity to introduce direct, fast and more frequent
commuter and regional rail services linking into HS2 hubs.

Our major cities are benefiting from a wave of investment
in new transit systems that will transform journeys and
support growth. From modern trams and trolleybuses to
bus rapid transit networks, our cities will have some of the
largest and most innovative schemes in the country. 

In Leeds a public inquiry is currently underway into the
New Generation Transport (NGT) that will bring back the
trolleybus to the streets of a British city for the first time
since 1972. The 14.8km system will run between the
northern and southern edges of Leeds through the city
centre. Powered by overhead cables, modern trolleybuses
can carry up to 160 standing and seated passengers 
  in comfort. NGT combines dedicated lanes with junction
and traffic signal priority to ensure improved journey
times, with over two thirds of the route being segregated
from regular traffic. 

Another first will the introduction of tram-trains in
South Yorkshire. Used widely elsewhere in Europe,
tram-trains have the flexibility to operate both as
street running trams, and as trains on mainline
railway lines. The trailblazing scheme will see 
tram-trains operating between the cities of
Rotherham and Sheffield from 2015. The vehicles
will run on Sheffield’s Supertram network and on
part of the adjoining national rail network, which
will be adapted to allow seamless travel from one 
to the other. Passengers will be able to travel from
Parkgate Retail Park in Rotherham, through
Rotherham Central Station and on to Meadowhall 
(a major shopping centre just outside Sheffield). 
At Meadowhall, the tram-train will transfer onto 
the Supertram network, allowing direct access to 
the heart of Sheffield city centre. 

Transit revolution
Bus rapid transit schemes will also become common in
the city regions with more bus-only roadways being built,
including in Leigh in Greater Manchester and in the Don
Valley in South Yorkshire. 

Tram systems too are being expanded. Manchester
Metrolink is growing rapidly with a new fleet of trams
and new routes across the conurbations. The next route
to open will be to Manchester Airport via Wythenshawe
and the network is now so busy that a second route
across the city centre is also being constructed. 

The Midland Metro in the West Midlands is also
expanding. Currently the one line from Wolverhampton
terminates at the edge of Birmingham city centre at
Snow Hill. Construction is underway to extend the route
across the city centre to the transformed Birmingham
New Street station. The go-ahead has also been given
for further extensions to Five Ways and Edgbaston;

Digbeth and the planned High Speed 2 station at
Curzon Street; and connecting Wolverhampton’s bus
station to the railway station. 

Meanwhile work to refurbish Britain’s first modern light
rapid transit system – the Tyne and Wear Metro – continues.
Metro is benefiting from a £389m, 11 year modernisation
programme, which will overhaul track, technology,
stations, ticketing and rolling stock right across the system.
The programme is well underway and includes
replacement of 60kms of track, power lines,
communications systems and infrastructure; refurbishment
of 45 stations and 86 Metrocars; and upgraded ticketing
systems able to handle ‘Pop’ smartcards. Nexus, (who 
own and manage the system) has also been consulting 
on possible extensions to the system which could expand 
its coverage to parts of Tyne and Wear that have not yet
benefited from the Metro (like Washington), as well as 
the potential for on-street running.
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Time for rail
devolution?

Merseyrail has been
transformed thanks
to local control by
Merseytravel.

HS2
ready

Local transport connectivity,
like this planned Midland
Metro stop at the proposed
Curzon Street HS2 station
in Birmingham, will be vital
to the success of HS2.
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rail network’s overall costs are allocated unfairly
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allocation of maintenance and renewal costs largely
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Tram systems too are being expanded. Manchester
Metrolink is growing rapidly with a new fleet of trams
and new routes across the conurbations. The next route
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places not directly served by HS2 stations.

It is easy to overlook the role of station accessibility 
when thinking about major inter-city transport links.
However, local networks will play a key role in the
success of HS2. By the mid-2030s, HS2 could almost
halve the rail journey time between Manchester Piccadilly
and London Euston, from 2h08m today to 1h08m. 
This means that, without good local transport connectivity,
passengers could spend longer getting to and from the
HS2 stations than on board high speed trains themselves. 

Improving local accessibility can be achieved at a
comparatively low cost. Investment in new bus or light rail
schemes can be done very cost-effectively if integrated
with urban renewal interventions around HS2 stations
and with existing local transport plans. In many cases,
simply greater integration of physical networks, fares and
ticketing could make a big difference. And the capacity
released on the conventional network creates the perfect
opportunity to introduce direct, fast and more frequent
commuter and regional rail services linking into HS2 hubs.
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and traffic signal priority to ensure improved journey
times, with over two thirds of the route being segregated
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tram-trains have the flexibility to operate both as
street running trams, and as trains on mainline
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tram-trains operating between the cities of
Rotherham and Sheffield from 2015. The vehicles
will run on Sheffield’s Supertram network and on
part of the adjoining national rail network, which
will be adapted to allow seamless travel from one 
to the other. Passengers will be able to travel from
Parkgate Retail Park in Rotherham, through
Rotherham Central Station and on to Meadowhall 
(a major shopping centre just outside Sheffield). 
At Meadowhall, the tram-train will transfer onto 
the Supertram network, allowing direct access to 
the heart of Sheffield city centre. 

Transit revolution
Bus rapid transit schemes will also become common in
the city regions with more bus-only roadways being built,
including in Leigh in Greater Manchester and in the Don
Valley in South Yorkshire. 

Tram systems too are being expanded. Manchester
Metrolink is growing rapidly with a new fleet of trams
and new routes across the conurbations. The next route
to open will be to Manchester Airport via Wythenshawe
and the network is now so busy that a second route
across the city centre is also being constructed. 
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Snow Hill. Construction is underway to extend the route
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New Street station. The go-ahead has also been given
for further extensions to Five Ways and Edgbaston;
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rapid transit system – the Tyne and Wear Metro – continues.
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programme, which will overhaul track, technology,
stations, ticketing and rolling stock right across the system.
The programme is well underway and includes
replacement of 60kms of track, power lines,
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Rotherham Central Station and on to Meadowhall 
(a major shopping centre just outside Sheffield). 
At Meadowhall, the tram-train will transfer onto 
the Supertram network, allowing direct access to 
the heart of Sheffield city centre. 

Transit revolution
Bus rapid transit schemes will also become common in
the city regions with more bus-only roadways being built,
including in Leigh in Greater Manchester and in the Don
Valley in South Yorkshire. 

Tram systems too are being expanded. Manchester
Metrolink is growing rapidly with a new fleet of trams
and new routes across the conurbations. The next route
to open will be to Manchester Airport via Wythenshawe
and the network is now so busy that a second route
across the city centre is also being constructed. 

The Midland Metro in the West Midlands is also
expanding. Currently the one line from Wolverhampton
terminates at the edge of Birmingham city centre at
Snow Hill. Construction is underway to extend the route
across the city centre to the transformed Birmingham
New Street station. The go-ahead has also been given
for further extensions to Five Ways and Edgbaston;

Digbeth and the planned High Speed 2 station at
Curzon Street; and connecting Wolverhampton’s bus
station to the railway station. 

Meanwhile work to refurbish Britain’s first modern light
rapid transit system – the Tyne and Wear Metro – continues.
Metro is benefiting from a £389m, 11 year modernisation
programme, which will overhaul track, technology,
stations, ticketing and rolling stock right across the system.
The programme is well underway and includes
replacement of 60kms of track, power lines,
communications systems and infrastructure; refurbishment
of 45 stations and 86 Metrocars; and upgraded ticketing
systems able to handle ‘Pop’ smartcards. Nexus, (who 
own and manage the system) has also been consulting 
on possible extensions to the system which could expand 
its coverage to parts of Tyne and Wear that have not yet
benefited from the Metro (like Washington), as well as 
the potential for on-street running.
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Where responsibility for local rail services has been
devolved, those services have become more reliable, 
seen passenger satisfaction rates rise, and benefited from
higher levels of investment. Merseyrail Electrics is a good
example. What was known as ‘Miseryrail’ when run from
London has now been transformed under local control 
by Merseytravel into a network which regularly tops the
tables for performance and customer satisfaction. 

Now there are proposals to extend the benefits of rail
devolution to the railways of the North of England and
the West Midlands, initially through a partnership
approach with the Department for Transport. A key
factor in making these arrangements work will be the
funding deal for the future of these services. 

The case for investment in rail networks in the North of
England the West Midlands is strong. Regional railways
are a good fit with the way in which regional economies
are developing – with more people commuting further to
access high value city centre jobs; increasing numbers
wanting to avoid the hassles of driving and parking to
visit reinvigorated city centre attractions, National Parks

and tourist hotspots; and greater synergies between the
way urban and local economies interact with each other.
Indeed, it’s difficult to see how aspirations for a more
balanced national economy, in which major regional
cities perform their full part, can be achieved without
those cities having both modern commuter rail networks
and good rail links between them. 

As well as the right deal on funding, a new report
from pteg shows that there is a need for a better
deal for regional rail on cost allocation. The report
(‘A Heavy Load to Bear – towards a fairer allocation
of industry costs’) found that the way in which the 
rail network’s overall costs are allocated unfairly
penalises regional rail services. For example, the
allocation of maintenance and renewal costs largely
treats every passenger train in the same way even
though inter-city trains are estimated to produce
twenty times the amount of track damage as the
most basic regional train. Overall it found that a
fairer system of cost allocation would reduce regional
rail’s share of government support by around 50%.

HS2 will be the biggest re-writing of the inter-city rail
network yet. HS2 will increase capacity on the network 
at a time when the railways are seeing unprecedented
growth in demand; it will bring England’s largest cities
closer together, expanding markets and inviting
investment; and it will create a major urban renewal
opportunity around key stations. 

But the opportunity doesn’t stop there – the 
potential benefits from HS2 could be further
enhanced by complementary investment in local
transport networks. There are three key reasons 
for this. Firstly, HS2 stations will become major local
destinations in themselves, and could risk becoming
congestion hotspots. Secondly, improved local
networks will expand the catchment of HS2 stations
several-fold, increasing the scale of economic gains
and the number of people who will feel the benefits.
Finally, released capacity as a result of HS2 could 
be used to significantly improve the connectivity of
places not directly served by HS2 stations.

It is easy to overlook the role of station accessibility 
when thinking about major inter-city transport links.
However, local networks will play a key role in the
success of HS2. By the mid-2030s, HS2 could almost
halve the rail journey time between Manchester Piccadilly
and London Euston, from 2h08m today to 1h08m. 
This means that, without good local transport connectivity,
passengers could spend longer getting to and from the
HS2 stations than on board high speed trains themselves. 

Improving local accessibility can be achieved at a
comparatively low cost. Investment in new bus or light rail
schemes can be done very cost-effectively if integrated
with urban renewal interventions around HS2 stations
and with existing local transport plans. In many cases,
simply greater integration of physical networks, fares and
ticketing could make a big difference. And the capacity
released on the conventional network creates the perfect
opportunity to introduce direct, fast and more frequent
commuter and regional rail services linking into HS2 hubs.

Our major cities are benefiting from a wave of investment
in new transit systems that will transform journeys and
support growth. From modern trams and trolleybuses to
bus rapid transit networks, our cities will have some of the
largest and most innovative schemes in the country. 

In Leeds a public inquiry is currently underway into the
New Generation Transport (NGT) that will bring back the
trolleybus to the streets of a British city for the first time
since 1972. The 14.8km system will run between the
northern and southern edges of Leeds through the city
centre. Powered by overhead cables, modern trolleybuses
can carry up to 160 standing and seated passengers 
  in comfort. NGT combines dedicated lanes with junction
and traffic signal priority to ensure improved journey
times, with over two thirds of the route being segregated
from regular traffic. 

Another first will the introduction of tram-trains in
South Yorkshire. Used widely elsewhere in Europe,
tram-trains have the flexibility to operate both as
street running trams, and as trains on mainline
railway lines. The trailblazing scheme will see 
tram-trains operating between the cities of
Rotherham and Sheffield from 2015. The vehicles
will run on Sheffield’s Supertram network and on
part of the adjoining national rail network, which
will be adapted to allow seamless travel from one 
to the other. Passengers will be able to travel from
Parkgate Retail Park in Rotherham, through
Rotherham Central Station and on to Meadowhall 
(a major shopping centre just outside Sheffield). 
At Meadowhall, the tram-train will transfer onto 
the Supertram network, allowing direct access to 
the heart of Sheffield city centre. 

Transit revolution
Bus rapid transit schemes will also become common in
the city regions with more bus-only roadways being built,
including in Leigh in Greater Manchester and in the Don
Valley in South Yorkshire. 

Tram systems too are being expanded. Manchester
Metrolink is growing rapidly with a new fleet of trams
and new routes across the conurbations. The next route
to open will be to Manchester Airport via Wythenshawe
and the network is now so busy that a second route
across the city centre is also being constructed. 

The Midland Metro in the West Midlands is also
expanding. Currently the one line from Wolverhampton
terminates at the edge of Birmingham city centre at
Snow Hill. Construction is underway to extend the route
across the city centre to the transformed Birmingham
New Street station. The go-ahead has also been given
for further extensions to Five Ways and Edgbaston;

Digbeth and the planned High Speed 2 station at
Curzon Street; and connecting Wolverhampton’s bus
station to the railway station. 

Meanwhile work to refurbish Britain’s first modern light
rapid transit system – the Tyne and Wear Metro – continues.
Metro is benefiting from a £389m, 11 year modernisation
programme, which will overhaul track, technology,
stations, ticketing and rolling stock right across the system.
The programme is well underway and includes
replacement of 60kms of track, power lines,
communications systems and infrastructure; refurbishment
of 45 stations and 86 Metrocars; and upgraded ticketing
systems able to handle ‘Pop’ smartcards. Nexus, (who 
own and manage the system) has also been consulting 
on possible extensions to the system which could expand 
its coverage to parts of Tyne and Wear that have not yet
benefited from the Metro (like Washington), as well as 
the potential for on-street running.
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 Makes public transport easier and 
more convenient for users and 
promotes greater use of public 
transport networks.

 Improves journey times through 
speeding up boarding times on 
buses and access to stations. 

 Reduces fraud and administrative 
costs as it is harder to cheat a 
smartcard system than a 
paper-based system, and  
automation of the administration  
is easier to achieve.
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 Provides more – and more reliable 
and timely – data about the journeys 
people are making. This in turn 
informs better decision making about 
the planning of services and revenue 
apportionment.

 Opens up further options to target 
concessions in a more sophisticated, 
non-stigmatising way at a wider variety 
of excluded and low income groups.

 Facilitates new products, such  
as ’pay as you go’ and capped  
daily tickets.

 Creates the potential for commercial 
add-on applications that can help 
support public transport investment 
or civic add-ons like local authority 
libraries and leisure centres.

Greater 
Convenience

Opens up
Concessions

Facilitates New 
Products

Commercial 
Add-on Apps

Imroves 
Journey Times 

Reduces 
Fraud

Provides 
More Data

Greater 
Convenience

Opens up
Concessions

Facilitates New 
Products

Commercial 
Add-on Apps

Imroves 
Journey Times 

Reduces 
Fraud

Provides 
More Data

Greater 
Convenience

Opens up
Concessions

Facilitates New 
Products

Commercial 
Add-on Apps

Imroves 
Journey Times 

Reduces 
Fraud

Provides 
More Data

Why go smart?
Ticketing by smart media – like smartcards, 
mobile phones and bankcards – has many 
advantages over traditional paper ticketing.

What we want smart 
ticketing to achieve
The full benefits of smart 
ticketing are only achieved  
if the ticketing products that 
are carried on smart media 
are attractive, readily 
available and competitively 
priced. Particularly in large 
urban areas this means 
ticketing products that  
can be used across all  
service providers and all 
modes of public transport. 

Ticketing options that are simple to use and 
understand are key to making complex urban public 
transport networks attractive and accessible to users. 
The international evidence is clear – when public 
transport ticketing gets simpler, more people use it.  
It is also key to the success of Oyster in London. 
Something that looks and feels like Oyster – in 
terms of simplicity of use – is what customers aspire 
to for their own local urban transport networks.

Smart, simple and integrated ticketing will also  
help promote growth through making it easier for 
the jobless to access jobs and by reducing traffic 
congestion, through making public transport faster 
and more reliable.

We are also looking to the future where 
increasingly people will want to use smart devices 
both for information about how best to get from  
A to B by all modes of travel, but also to pay for 
access to those modes, as well as being informed 
of any disruption to their journeys. As well as public 
transport, customers will want access to a range  
of options including bike and car rental, car clubs 
and taxis. This emerging market in ‘total mobility’ 
offers exciting opportunities for ‘tickets in the cloud’ 
to make travel more convenient, but also to promote 
awareness of the more sustainable travel options 
and reduce reliance on car ownership.

Simple, integrated, 
ready for  
the future.

Elsewhere, where bus services remain deregulated, 
there is a need for additional powers for transport 
authorities to ensure the premia that is charged for 
tickets that can be used on services run by more 
than one operator is reasonable, and also that those 
tickets are properly promoted, retailed and accepted 
by all operators.

The Government too has a role to play in ensuring  
that there is read across from smart ticketing initiatives 
on local and inter-urban rail services with those for 
local bus networks. Otherwise there is a danger that 
both the use of smart media and ticketing structures 
on local rail and bus services will be different and 
incompatible. Some progress has been made in this 
direction through initiatives like Transport for the 
North and Rail North, where transport authorities  
are being given a greater say over the planning and 
development of their transport networks.

The Government has also used the London and the 
South East as a testbed and pioneer for the benefits 
of smart ticketing and has invested significant 
amounts in Oyster and the roll out of smart ticketing 
to the wider South East rail network. Now that the 
concept has been proven in London and the South 
East these benefits should be rapidly rolled out to the 
rest of the country – starting with the major city regions 
– with a similar commitment from Government to 
provide the funding support necessary.

Two futures
With the right regulatory framework, 
coordination and funding support the  
public and private sector can work  
together to give the city regions the  
single, simple, integrated and smart 
ticketing that people want and which  
has proved to be such a success  
in London. 

However, without these changes the danger  
is that in many places ticketing will be smart  
– but it will not be simple. It will be disintegrated 
rather than integrated. Indeed a resident of an 
urban area may still need more than one  
smartcard in their pocket to get the best deal  
on their local bus network as different operators 
continue to promote and price their own ticketing 
products and cards at the expense of cards and 
ticketing products that can be used across the 
wider network. 

Rail and bus networks may also be operating 
separate smart media and ticketing structures.  
All of which will discourage public transport use,  
increase the costs of providing it and slow  
down journey times as passengers struggle to 
understand and use the network. Opportunities  
to develop public transport smart products into 
wider ‘total mobility’ offers will also be lost.

What barriers  
stand in the way?

Outside London there are not the same controls 
on ticketing and fare structures that allow Transport 
for London to ensure a single integrated ticketing 
system. As a result in too many of our areas 
fares structures can be complex and opaque 
with tickets that can be used across more than  
one operator or mode, priced too high, and far  
less available, when compared with single operator 
tickets. Customers, and potential customers, also 
find it hard or impossible to acquire fare information 
as part of journey planning and are not confident in 
purchasing the best value product for their journeys. 

To tackle this problem some of our areas are looking 
to introduce the franchising of their bus networks 
which would allow the transport authority to specify 
smart and simple ticketing in the same way that 
London does. 

There are of course considerable 
detailed technological and 
planning challenges in 
transforming ticketing for large 
urban areas. However bigger 
challenges can arise from the 
fragmented way in which public 
transport is provided in the major 
city regions outside London.  
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pteg represents the six 
strategic public sector 
transport bodies that serve 
eleven million people in the 
six largest city regions 
outside London. We are also 
a wider professional network 
for Britain’s largest urban 
transport authorities.

Who we are
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Where responsibility for local rail services has been
devolved, those services have become more reliable, 
seen passenger satisfaction rates rise, and benefited from
higher levels of investment. Merseyrail Electrics is a good
example. What was known as ‘Miseryrail’ when run from
London has now been transformed under local control 
by Merseytravel into a network which regularly tops the
tables for performance and customer satisfaction. 

Now there are proposals to extend the benefits of rail
devolution to the railways of the North of England and
the West Midlands, initially through a partnership
approach with the Department for Transport. A key
factor in making these arrangements work will be the
funding deal for the future of these services. 

The case for investment in rail networks in the North of
England the West Midlands is strong. Regional railways
are a good fit with the way in which regional economies
are developing – with more people commuting further to
access high value city centre jobs; increasing numbers
wanting to avoid the hassles of driving and parking to
visit reinvigorated city centre attractions, National Parks

and tourist hotspots; and greater synergies between the
way urban and local economies interact with each other.
Indeed, it’s difficult to see how aspirations for a more
balanced national economy, in which major regional
cities perform their full part, can be achieved without
those cities having both modern commuter rail networks
and good rail links between them. 

As well as the right deal on funding, a new report
from pteg shows that there is a need for a better
deal for regional rail on cost allocation. The report
(‘A Heavy Load to Bear – towards a fairer allocation
of industry costs’) found that the way in which the 
rail network’s overall costs are allocated unfairly
penalises regional rail services. For example, the
allocation of maintenance and renewal costs largely
treats every passenger train in the same way even
though inter-city trains are estimated to produce
twenty times the amount of track damage as the
most basic regional train. Overall it found that a
fairer system of cost allocation would reduce regional
rail’s share of government support by around 50%.

HS2 will be the biggest re-writing of the inter-city rail
network yet. HS2 will increase capacity on the network 
at a time when the railways are seeing unprecedented
growth in demand; it will bring England’s largest cities
closer together, expanding markets and inviting
investment; and it will create a major urban renewal
opportunity around key stations. 

But the opportunity doesn’t stop there – the 
potential benefits from HS2 could be further
enhanced by complementary investment in local
transport networks. There are three key reasons 
for this. Firstly, HS2 stations will become major local
destinations in themselves, and could risk becoming
congestion hotspots. Secondly, improved local
networks will expand the catchment of HS2 stations
several-fold, increasing the scale of economic gains
and the number of people who will feel the benefits.
Finally, released capacity as a result of HS2 could 
be used to significantly improve the connectivity of
places not directly served by HS2 stations.

It is easy to overlook the role of station accessibility 
when thinking about major inter-city transport links.
However, local networks will play a key role in the
success of HS2. By the mid-2030s, HS2 could almost
halve the rail journey time between Manchester Piccadilly
and London Euston, from 2h08m today to 1h08m. 
This means that, without good local transport connectivity,
passengers could spend longer getting to and from the
HS2 stations than on board high speed trains themselves. 

Improving local accessibility can be achieved at a
comparatively low cost. Investment in new bus or light rail
schemes can be done very cost-effectively if integrated
with urban renewal interventions around HS2 stations
and with existing local transport plans. In many cases,
simply greater integration of physical networks, fares and
ticketing could make a big difference. And the capacity
released on the conventional network creates the perfect
opportunity to introduce direct, fast and more frequent
commuter and regional rail services linking into HS2 hubs.

Our major cities are benefiting from a wave of investment
in new transit systems that will transform journeys and
support growth. From modern trams and trolleybuses to
bus rapid transit networks, our cities will have some of the
largest and most innovative schemes in the country. 

In Leeds a public inquiry is currently underway into the
New Generation Transport (NGT) that will bring back the
trolleybus to the streets of a British city for the first time
since 1972. The 14.8km system will run between the
northern and southern edges of Leeds through the city
centre. Powered by overhead cables, modern trolleybuses
can carry up to 160 standing and seated passengers 
  in comfort. NGT combines dedicated lanes with junction
and traffic signal priority to ensure improved journey
times, with over two thirds of the route being segregated
from regular traffic. 

Another first will the introduction of tram-trains in
South Yorkshire. Used widely elsewhere in Europe,
tram-trains have the flexibility to operate both as
street running trams, and as trains on mainline
railway lines. The trailblazing scheme will see 
tram-trains operating between the cities of
Rotherham and Sheffield from 2015. The vehicles
will run on Sheffield’s Supertram network and on
part of the adjoining national rail network, which
will be adapted to allow seamless travel from one 
to the other. Passengers will be able to travel from
Parkgate Retail Park in Rotherham, through
Rotherham Central Station and on to Meadowhall 
(a major shopping centre just outside Sheffield). 
At Meadowhall, the tram-train will transfer onto 
the Supertram network, allowing direct access to 
the heart of Sheffield city centre. 

Transit revolution
Bus rapid transit schemes will also become common in
the city regions with more bus-only roadways being built,
including in Leigh in Greater Manchester and in the Don
Valley in South Yorkshire. 

Tram systems too are being expanded. Manchester
Metrolink is growing rapidly with a new fleet of trams
and new routes across the conurbations. The next route
to open will be to Manchester Airport via Wythenshawe
and the network is now so busy that a second route
across the city centre is also being constructed. 

The Midland Metro in the West Midlands is also
expanding. Currently the one line from Wolverhampton
terminates at the edge of Birmingham city centre at
Snow Hill. Construction is underway to extend the route
across the city centre to the transformed Birmingham
New Street station. The go-ahead has also been given
for further extensions to Five Ways and Edgbaston;

Digbeth and the planned High Speed 2 station at
Curzon Street; and connecting Wolverhampton’s bus
station to the railway station. 

Meanwhile work to refurbish Britain’s first modern light
rapid transit system – the Tyne and Wear Metro – continues.
Metro is benefiting from a £389m, 11 year modernisation
programme, which will overhaul track, technology,
stations, ticketing and rolling stock right across the system.
The programme is well underway and includes
replacement of 60kms of track, power lines,
communications systems and infrastructure; refurbishment
of 45 stations and 86 Metrocars; and upgraded ticketing
systems able to handle ‘Pop’ smartcards. Nexus, (who 
own and manage the system) has also been consulting 
on possible extensions to the system which could expand 
its coverage to parts of Tyne and Wear that have not yet
benefited from the Metro (like Washington), as well as 
the potential for on-street running.
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Where responsibility for local rail services has been
devolved, those services have become more reliable, 
seen passenger satisfaction rates rise, and benefited from
higher levels of investment. Merseyrail Electrics is a good
example. What was known as ‘Miseryrail’ when run from
London has now been transformed under local control 
by Merseytravel into a network which regularly tops the
tables for performance and customer satisfaction. 

Now there are proposals to extend the benefits of rail
devolution to the railways of the North of England and
the West Midlands, initially through a partnership
approach with the Department for Transport. A key
factor in making these arrangements work will be the
funding deal for the future of these services. 

The case for investment in rail networks in the North of
England the West Midlands is strong. Regional railways
are a good fit with the way in which regional economies
are developing – with more people commuting further to
access high value city centre jobs; increasing numbers
wanting to avoid the hassles of driving and parking to
visit reinvigorated city centre attractions, National Parks

and tourist hotspots; and greater synergies between the
way urban and local economies interact with each other.
Indeed, it’s difficult to see how aspirations for a more
balanced national economy, in which major regional
cities perform their full part, can be achieved without
those cities having both modern commuter rail networks
and good rail links between them. 

As well as the right deal on funding, a new report
from pteg shows that there is a need for a better
deal for regional rail on cost allocation. The report
(‘A Heavy Load to Bear – towards a fairer allocation
of industry costs’) found that the way in which the 
rail network’s overall costs are allocated unfairly
penalises regional rail services. For example, the
allocation of maintenance and renewal costs largely
treats every passenger train in the same way even
though inter-city trains are estimated to produce
twenty times the amount of track damage as the
most basic regional train. Overall it found that a
fairer system of cost allocation would reduce regional
rail’s share of government support by around 50%.

HS2 will be the biggest re-writing of the inter-city rail
network yet. HS2 will increase capacity on the network 
at a time when the railways are seeing unprecedented
growth in demand; it will bring England’s largest cities
closer together, expanding markets and inviting
investment; and it will create a major urban renewal
opportunity around key stations. 

But the opportunity doesn’t stop there – the 
potential benefits from HS2 could be further
enhanced by complementary investment in local
transport networks. There are three key reasons 
for this. Firstly, HS2 stations will become major local
destinations in themselves, and could risk becoming
congestion hotspots. Secondly, improved local
networks will expand the catchment of HS2 stations
several-fold, increasing the scale of economic gains
and the number of people who will feel the benefits.
Finally, released capacity as a result of HS2 could 
be used to significantly improve the connectivity of
places not directly served by HS2 stations.

It is easy to overlook the role of station accessibility 
when thinking about major inter-city transport links.
However, local networks will play a key role in the
success of HS2. By the mid-2030s, HS2 could almost
halve the rail journey time between Manchester Piccadilly
and London Euston, from 2h08m today to 1h08m. 
This means that, without good local transport connectivity,
passengers could spend longer getting to and from the
HS2 stations than on board high speed trains themselves. 

Improving local accessibility can be achieved at a
comparatively low cost. Investment in new bus or light rail
schemes can be done very cost-effectively if integrated
with urban renewal interventions around HS2 stations
and with existing local transport plans. In many cases,
simply greater integration of physical networks, fares and
ticketing could make a big difference. And the capacity
released on the conventional network creates the perfect
opportunity to introduce direct, fast and more frequent
commuter and regional rail services linking into HS2 hubs.

Our major cities are benefiting from a wave of investment
in new transit systems that will transform journeys and
support growth. From modern trams and trolleybuses to
bus rapid transit networks, our cities will have some of the
largest and most innovative schemes in the country. 

In Leeds a public inquiry is currently underway into the
New Generation Transport (NGT) that will bring back the
trolleybus to the streets of a British city for the first time
since 1972. The 14.8km system will run between the
northern and southern edges of Leeds through the city
centre. Powered by overhead cables, modern trolleybuses
can carry up to 160 standing and seated passengers 
  in comfort. NGT combines dedicated lanes with junction
and traffic signal priority to ensure improved journey
times, with over two thirds of the route being segregated
from regular traffic. 

Another first will the introduction of tram-trains in
South Yorkshire. Used widely elsewhere in Europe,
tram-trains have the flexibility to operate both as
street running trams, and as trains on mainline
railway lines. The trailblazing scheme will see 
tram-trains operating between the cities of
Rotherham and Sheffield from 2015. The vehicles
will run on Sheffield’s Supertram network and on
part of the adjoining national rail network, which
will be adapted to allow seamless travel from one 
to the other. Passengers will be able to travel from
Parkgate Retail Park in Rotherham, through
Rotherham Central Station and on to Meadowhall 
(a major shopping centre just outside Sheffield). 
At Meadowhall, the tram-train will transfer onto 
the Supertram network, allowing direct access to 
the heart of Sheffield city centre. 

Transit revolution
Bus rapid transit schemes will also become common in
the city regions with more bus-only roadways being built,
including in Leigh in Greater Manchester and in the Don
Valley in South Yorkshire. 

Tram systems too are being expanded. Manchester
Metrolink is growing rapidly with a new fleet of trams
and new routes across the conurbations. The next route
to open will be to Manchester Airport via Wythenshawe
and the network is now so busy that a second route
across the city centre is also being constructed. 

The Midland Metro in the West Midlands is also
expanding. Currently the one line from Wolverhampton
terminates at the edge of Birmingham city centre at
Snow Hill. Construction is underway to extend the route
across the city centre to the transformed Birmingham
New Street station. The go-ahead has also been given
for further extensions to Five Ways and Edgbaston;

Digbeth and the planned High Speed 2 station at
Curzon Street; and connecting Wolverhampton’s bus
station to the railway station. 

Meanwhile work to refurbish Britain’s first modern light
rapid transit system – the Tyne and Wear Metro – continues.
Metro is benefiting from a £389m, 11 year modernisation
programme, which will overhaul track, technology,
stations, ticketing and rolling stock right across the system.
The programme is well underway and includes
replacement of 60kms of track, power lines,
communications systems and infrastructure; refurbishment
of 45 stations and 86 Metrocars; and upgraded ticketing
systems able to handle ‘Pop’ smartcards. Nexus, (who 
own and manage the system) has also been consulting 
on possible extensions to the system which could expand 
its coverage to parts of Tyne and Wear that have not yet
benefited from the Metro (like Washington), as well as 
the potential for on-street running.
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Where responsibility for local rail services has been
devolved, those services have become more reliable, 
seen passenger satisfaction rates rise, and benefited from
higher levels of investment. Merseyrail Electrics is a good
example. What was known as ‘Miseryrail’ when run from
London has now been transformed under local control 
by Merseytravel into a network which regularly tops the
tables for performance and customer satisfaction. 

Now there are proposals to extend the benefits of rail
devolution to the railways of the North of England and
the West Midlands, initially through a partnership
approach with the Department for Transport. A key
factor in making these arrangements work will be the
funding deal for the future of these services. 

The case for investment in rail networks in the North of
England the West Midlands is strong. Regional railways
are a good fit with the way in which regional economies
are developing – with more people commuting further to
access high value city centre jobs; increasing numbers
wanting to avoid the hassles of driving and parking to
visit reinvigorated city centre attractions, National Parks

and tourist hotspots; and greater synergies between the
way urban and local economies interact with each other.
Indeed, it’s difficult to see how aspirations for a more
balanced national economy, in which major regional
cities perform their full part, can be achieved without
those cities having both modern commuter rail networks
and good rail links between them. 

As well as the right deal on funding, a new report
from pteg shows that there is a need for a better
deal for regional rail on cost allocation. The report
(‘A Heavy Load to Bear – towards a fairer allocation
of industry costs’) found that the way in which the 
rail network’s overall costs are allocated unfairly
penalises regional rail services. For example, the
allocation of maintenance and renewal costs largely
treats every passenger train in the same way even
though inter-city trains are estimated to produce
twenty times the amount of track damage as the
most basic regional train. Overall it found that a
fairer system of cost allocation would reduce regional
rail’s share of government support by around 50%.

HS2 will be the biggest re-writing of the inter-city rail
network yet. HS2 will increase capacity on the network 
at a time when the railways are seeing unprecedented
growth in demand; it will bring England’s largest cities
closer together, expanding markets and inviting
investment; and it will create a major urban renewal
opportunity around key stations. 

But the opportunity doesn’t stop there – the 
potential benefits from HS2 could be further
enhanced by complementary investment in local
transport networks. There are three key reasons 
for this. Firstly, HS2 stations will become major local
destinations in themselves, and could risk becoming
congestion hotspots. Secondly, improved local
networks will expand the catchment of HS2 stations
several-fold, increasing the scale of economic gains
and the number of people who will feel the benefits.
Finally, released capacity as a result of HS2 could 
be used to significantly improve the connectivity of
places not directly served by HS2 stations.

It is easy to overlook the role of station accessibility 
when thinking about major inter-city transport links.
However, local networks will play a key role in the
success of HS2. By the mid-2030s, HS2 could almost
halve the rail journey time between Manchester Piccadilly
and London Euston, from 2h08m today to 1h08m. 
This means that, without good local transport connectivity,
passengers could spend longer getting to and from the
HS2 stations than on board high speed trains themselves. 

Improving local accessibility can be achieved at a
comparatively low cost. Investment in new bus or light rail
schemes can be done very cost-effectively if integrated
with urban renewal interventions around HS2 stations
and with existing local transport plans. In many cases,
simply greater integration of physical networks, fares and
ticketing could make a big difference. And the capacity
released on the conventional network creates the perfect
opportunity to introduce direct, fast and more frequent
commuter and regional rail services linking into HS2 hubs.

Our major cities are benefiting from a wave of investment
in new transit systems that will transform journeys and
support growth. From modern trams and trolleybuses to
bus rapid transit networks, our cities will have some of the
largest and most innovative schemes in the country. 

In Leeds a public inquiry is currently underway into the
New Generation Transport (NGT) that will bring back the
trolleybus to the streets of a British city for the first time
since 1972. The 14.8km system will run between the
northern and southern edges of Leeds through the city
centre. Powered by overhead cables, modern trolleybuses
can carry up to 160 standing and seated passengers 
  in comfort. NGT combines dedicated lanes with junction
and traffic signal priority to ensure improved journey
times, with over two thirds of the route being segregated
from regular traffic. 

Another first will the introduction of tram-trains in
South Yorkshire. Used widely elsewhere in Europe,
tram-trains have the flexibility to operate both as
street running trams, and as trains on mainline
railway lines. The trailblazing scheme will see 
tram-trains operating between the cities of
Rotherham and Sheffield from 2015. The vehicles
will run on Sheffield’s Supertram network and on
part of the adjoining national rail network, which
will be adapted to allow seamless travel from one 
to the other. Passengers will be able to travel from
Parkgate Retail Park in Rotherham, through
Rotherham Central Station and on to Meadowhall 
(a major shopping centre just outside Sheffield). 
At Meadowhall, the tram-train will transfer onto 
the Supertram network, allowing direct access to 
the heart of Sheffield city centre. 

Transit revolution
Bus rapid transit schemes will also become common in
the city regions with more bus-only roadways being built,
including in Leigh in Greater Manchester and in the Don
Valley in South Yorkshire. 

Tram systems too are being expanded. Manchester
Metrolink is growing rapidly with a new fleet of trams
and new routes across the conurbations. The next route
to open will be to Manchester Airport via Wythenshawe
and the network is now so busy that a second route
across the city centre is also being constructed. 

The Midland Metro in the West Midlands is also
expanding. Currently the one line from Wolverhampton
terminates at the edge of Birmingham city centre at
Snow Hill. Construction is underway to extend the route
across the city centre to the transformed Birmingham
New Street station. The go-ahead has also been given
for further extensions to Five Ways and Edgbaston;

Digbeth and the planned High Speed 2 station at
Curzon Street; and connecting Wolverhampton’s bus
station to the railway station. 

Meanwhile work to refurbish Britain’s first modern light
rapid transit system – the Tyne and Wear Metro – continues.
Metro is benefiting from a £389m, 11 year modernisation
programme, which will overhaul track, technology,
stations, ticketing and rolling stock right across the system.
The programme is well underway and includes
replacement of 60kms of track, power lines,
communications systems and infrastructure; refurbishment
of 45 stations and 86 Metrocars; and upgraded ticketing
systems able to handle ‘Pop’ smartcards. Nexus, (who 
own and manage the system) has also been consulting 
on possible extensions to the system which could expand 
its coverage to parts of Tyne and Wear that have not yet
benefited from the Metro (like Washington), as well as 
the potential for on-street running.
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Where responsibility for local rail services has been
devolved, those services have become more reliable, 
seen passenger satisfaction rates rise, and benefited from
higher levels of investment. Merseyrail Electrics is a good
example. What was known as ‘Miseryrail’ when run from
London has now been transformed under local control 
by Merseytravel into a network which regularly tops the
tables for performance and customer satisfaction. 

Now there are proposals to extend the benefits of rail
devolution to the railways of the North of England and
the West Midlands, initially through a partnership
approach with the Department for Transport. A key
factor in making these arrangements work will be the
funding deal for the future of these services. 

The case for investment in rail networks in the North of
England the West Midlands is strong. Regional railways
are a good fit with the way in which regional economies
are developing – with more people commuting further to
access high value city centre jobs; increasing numbers
wanting to avoid the hassles of driving and parking to
visit reinvigorated city centre attractions, National Parks

and tourist hotspots; and greater synergies between the
way urban and local economies interact with each other.
Indeed, it’s difficult to see how aspirations for a more
balanced national economy, in which major regional
cities perform their full part, can be achieved without
those cities having both modern commuter rail networks
and good rail links between them. 

As well as the right deal on funding, a new report
from pteg shows that there is a need for a better
deal for regional rail on cost allocation. The report
(‘A Heavy Load to Bear – towards a fairer allocation
of industry costs’) found that the way in which the 
rail network’s overall costs are allocated unfairly
penalises regional rail services. For example, the
allocation of maintenance and renewal costs largely
treats every passenger train in the same way even
though inter-city trains are estimated to produce
twenty times the amount of track damage as the
most basic regional train. Overall it found that a
fairer system of cost allocation would reduce regional
rail’s share of government support by around 50%.

HS2 will be the biggest re-writing of the inter-city rail
network yet. HS2 will increase capacity on the network 
at a time when the railways are seeing unprecedented
growth in demand; it will bring England’s largest cities
closer together, expanding markets and inviting
investment; and it will create a major urban renewal
opportunity around key stations. 

But the opportunity doesn’t stop there – the 
potential benefits from HS2 could be further
enhanced by complementary investment in local
transport networks. There are three key reasons 
for this. Firstly, HS2 stations will become major local
destinations in themselves, and could risk becoming
congestion hotspots. Secondly, improved local
networks will expand the catchment of HS2 stations
several-fold, increasing the scale of economic gains
and the number of people who will feel the benefits.
Finally, released capacity as a result of HS2 could 
be used to significantly improve the connectivity of
places not directly served by HS2 stations.

It is easy to overlook the role of station accessibility 
when thinking about major inter-city transport links.
However, local networks will play a key role in the
success of HS2. By the mid-2030s, HS2 could almost
halve the rail journey time between Manchester Piccadilly
and London Euston, from 2h08m today to 1h08m. 
This means that, without good local transport connectivity,
passengers could spend longer getting to and from the
HS2 stations than on board high speed trains themselves. 

Improving local accessibility can be achieved at a
comparatively low cost. Investment in new bus or light rail
schemes can be done very cost-effectively if integrated
with urban renewal interventions around HS2 stations
and with existing local transport plans. In many cases,
simply greater integration of physical networks, fares and
ticketing could make a big difference. And the capacity
released on the conventional network creates the perfect
opportunity to introduce direct, fast and more frequent
commuter and regional rail services linking into HS2 hubs.

Our major cities are benefiting from a wave of investment
in new transit systems that will transform journeys and
support growth. From modern trams and trolleybuses to
bus rapid transit networks, our cities will have some of the
largest and most innovative schemes in the country. 

In Leeds a public inquiry is currently underway into the
New Generation Transport (NGT) that will bring back the
trolleybus to the streets of a British city for the first time
since 1972. The 14.8km system will run between the
northern and southern edges of Leeds through the city
centre. Powered by overhead cables, modern trolleybuses
can carry up to 160 standing and seated passengers 
  in comfort. NGT combines dedicated lanes with junction
and traffic signal priority to ensure improved journey
times, with over two thirds of the route being segregated
from regular traffic. 

Another first will the introduction of tram-trains in
South Yorkshire. Used widely elsewhere in Europe,
tram-trains have the flexibility to operate both as
street running trams, and as trains on mainline
railway lines. The trailblazing scheme will see 
tram-trains operating between the cities of
Rotherham and Sheffield from 2015. The vehicles
will run on Sheffield’s Supertram network and on
part of the adjoining national rail network, which
will be adapted to allow seamless travel from one 
to the other. Passengers will be able to travel from
Parkgate Retail Park in Rotherham, through
Rotherham Central Station and on to Meadowhall 
(a major shopping centre just outside Sheffield). 
At Meadowhall, the tram-train will transfer onto 
the Supertram network, allowing direct access to 
the heart of Sheffield city centre. 

Transit revolution
Bus rapid transit schemes will also become common in
the city regions with more bus-only roadways being built,
including in Leigh in Greater Manchester and in the Don
Valley in South Yorkshire. 

Tram systems too are being expanded. Manchester
Metrolink is growing rapidly with a new fleet of trams
and new routes across the conurbations. The next route
to open will be to Manchester Airport via Wythenshawe
and the network is now so busy that a second route
across the city centre is also being constructed. 

The Midland Metro in the West Midlands is also
expanding. Currently the one line from Wolverhampton
terminates at the edge of Birmingham city centre at
Snow Hill. Construction is underway to extend the route
across the city centre to the transformed Birmingham
New Street station. The go-ahead has also been given
for further extensions to Five Ways and Edgbaston;

Digbeth and the planned High Speed 2 station at
Curzon Street; and connecting Wolverhampton’s bus
station to the railway station. 

Meanwhile work to refurbish Britain’s first modern light
rapid transit system – the Tyne and Wear Metro – continues.
Metro is benefiting from a £389m, 11 year modernisation
programme, which will overhaul track, technology,
stations, ticketing and rolling stock right across the system.
The programme is well underway and includes
replacement of 60kms of track, power lines,
communications systems and infrastructure; refurbishment
of 45 stations and 86 Metrocars; and upgraded ticketing
systems able to handle ‘Pop’ smartcards. Nexus, (who 
own and manage the system) has also been consulting 
on possible extensions to the system which could expand 
its coverage to parts of Tyne and Wear that have not yet
benefited from the Metro (like Washington), as well as 
the potential for on-street running.
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Where responsibility for local rail services has been
devolved, those services have become more reliable, 
seen passenger satisfaction rates rise, and benefited from
higher levels of investment. Merseyrail Electrics is a good
example. What was known as ‘Miseryrail’ when run from
London has now been transformed under local control 
by Merseytravel into a network which regularly tops the
tables for performance and customer satisfaction. 

Now there are proposals to extend the benefits of rail
devolution to the railways of the North of England and
the West Midlands, initially through a partnership
approach with the Department for Transport. A key
factor in making these arrangements work will be the
funding deal for the future of these services. 

The case for investment in rail networks in the North of
England the West Midlands is strong. Regional railways
are a good fit with the way in which regional economies
are developing – with more people commuting further to
access high value city centre jobs; increasing numbers
wanting to avoid the hassles of driving and parking to
visit reinvigorated city centre attractions, National Parks

and tourist hotspots; and greater synergies between the
way urban and local economies interact with each other.
Indeed, it’s difficult to see how aspirations for a more
balanced national economy, in which major regional
cities perform their full part, can be achieved without
those cities having both modern commuter rail networks
and good rail links between them. 

As well as the right deal on funding, a new report
from pteg shows that there is a need for a better
deal for regional rail on cost allocation. The report
(‘A Heavy Load to Bear – towards a fairer allocation
of industry costs’) found that the way in which the 
rail network’s overall costs are allocated unfairly
penalises regional rail services. For example, the
allocation of maintenance and renewal costs largely
treats every passenger train in the same way even
though inter-city trains are estimated to produce
twenty times the amount of track damage as the
most basic regional train. Overall it found that a
fairer system of cost allocation would reduce regional
rail’s share of government support by around 50%.

HS2 will be the biggest re-writing of the inter-city rail
network yet. HS2 will increase capacity on the network 
at a time when the railways are seeing unprecedented
growth in demand; it will bring England’s largest cities
closer together, expanding markets and inviting
investment; and it will create a major urban renewal
opportunity around key stations. 

But the opportunity doesn’t stop there – the 
potential benefits from HS2 could be further
enhanced by complementary investment in local
transport networks. There are three key reasons 
for this. Firstly, HS2 stations will become major local
destinations in themselves, and could risk becoming
congestion hotspots. Secondly, improved local
networks will expand the catchment of HS2 stations
several-fold, increasing the scale of economic gains
and the number of people who will feel the benefits.
Finally, released capacity as a result of HS2 could 
be used to significantly improve the connectivity of
places not directly served by HS2 stations.

It is easy to overlook the role of station accessibility 
when thinking about major inter-city transport links.
However, local networks will play a key role in the
success of HS2. By the mid-2030s, HS2 could almost
halve the rail journey time between Manchester Piccadilly
and London Euston, from 2h08m today to 1h08m. 
This means that, without good local transport connectivity,
passengers could spend longer getting to and from the
HS2 stations than on board high speed trains themselves. 

Improving local accessibility can be achieved at a
comparatively low cost. Investment in new bus or light rail
schemes can be done very cost-effectively if integrated
with urban renewal interventions around HS2 stations
and with existing local transport plans. In many cases,
simply greater integration of physical networks, fares and
ticketing could make a big difference. And the capacity
released on the conventional network creates the perfect
opportunity to introduce direct, fast and more frequent
commuter and regional rail services linking into HS2 hubs.

Our major cities are benefiting from a wave of investment
in new transit systems that will transform journeys and
support growth. From modern trams and trolleybuses to
bus rapid transit networks, our cities will have some of the
largest and most innovative schemes in the country. 

In Leeds a public inquiry is currently underway into the
New Generation Transport (NGT) that will bring back the
trolleybus to the streets of a British city for the first time
since 1972. The 14.8km system will run between the
northern and southern edges of Leeds through the city
centre. Powered by overhead cables, modern trolleybuses
can carry up to 160 standing and seated passengers 
  in comfort. NGT combines dedicated lanes with junction
and traffic signal priority to ensure improved journey
times, with over two thirds of the route being segregated
from regular traffic. 

Another first will the introduction of tram-trains in
South Yorkshire. Used widely elsewhere in Europe,
tram-trains have the flexibility to operate both as
street running trams, and as trains on mainline
railway lines. The trailblazing scheme will see 
tram-trains operating between the cities of
Rotherham and Sheffield from 2015. The vehicles
will run on Sheffield’s Supertram network and on
part of the adjoining national rail network, which
will be adapted to allow seamless travel from one 
to the other. Passengers will be able to travel from
Parkgate Retail Park in Rotherham, through
Rotherham Central Station and on to Meadowhall 
(a major shopping centre just outside Sheffield). 
At Meadowhall, the tram-train will transfer onto 
the Supertram network, allowing direct access to 
the heart of Sheffield city centre. 

Transit revolution
Bus rapid transit schemes will also become common in
the city regions with more bus-only roadways being built,
including in Leigh in Greater Manchester and in the Don
Valley in South Yorkshire. 

Tram systems too are being expanded. Manchester
Metrolink is growing rapidly with a new fleet of trams
and new routes across the conurbations. The next route
to open will be to Manchester Airport via Wythenshawe
and the network is now so busy that a second route
across the city centre is also being constructed. 

The Midland Metro in the West Midlands is also
expanding. Currently the one line from Wolverhampton
terminates at the edge of Birmingham city centre at
Snow Hill. Construction is underway to extend the route
across the city centre to the transformed Birmingham
New Street station. The go-ahead has also been given
for further extensions to Five Ways and Edgbaston;

Digbeth and the planned High Speed 2 station at
Curzon Street; and connecting Wolverhampton’s bus
station to the railway station. 

Meanwhile work to refurbish Britain’s first modern light
rapid transit system – the Tyne and Wear Metro – continues.
Metro is benefiting from a £389m, 11 year modernisation
programme, which will overhaul track, technology,
stations, ticketing and rolling stock right across the system.
The programme is well underway and includes
replacement of 60kms of track, power lines,
communications systems and infrastructure; refurbishment
of 45 stations and 86 Metrocars; and upgraded ticketing
systems able to handle ‘Pop’ smartcards. Nexus, (who 
own and manage the system) has also been consulting 
on possible extensions to the system which could expand 
its coverage to parts of Tyne and Wear that have not yet
benefited from the Metro (like Washington), as well as 
the potential for on-street running.
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 Makes public transport easier and 
more convenient for users and 
promotes greater use of public 
transport networks.

 Improves journey times through 
speeding up boarding times on 
buses and access to stations. 

 Reduces fraud and administrative 
costs as it is harder to cheat a 
smartcard system than a 
paper-based system, and  
automation of the administration  
is easier to achieve.
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 Provides more – and more reliable 
and timely – data about the journeys 
people are making. This in turn 
informs better decision making about 
the planning of services and revenue 
apportionment.

 Opens up further options to target 
concessions in a more sophisticated, 
non-stigmatising way at a wider variety 
of excluded and low income groups.

 Facilitates new products, such  
as ’pay as you go’ and capped  
daily tickets.

 Creates the potential for commercial 
add-on applications that can help 
support public transport investment 
or civic add-ons like local authority 
libraries and leisure centres.
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Why go smart?
Ticketing by smart media – like smartcards, 
mobile phones and bankcards – has many 
advantages over traditional paper ticketing.

What we want smart 
ticketing to achieve
The full benefits of smart 
ticketing are only achieved  
if the ticketing products that 
are carried on smart media 
are attractive, readily 
available and competitively 
priced. Particularly in large 
urban areas this means 
ticketing products that  
can be used across all  
service providers and all 
modes of public transport. 

Ticketing options that are simple to use and 
understand are key to making complex urban public 
transport networks attractive and accessible to users. 
The international evidence is clear – when public 
transport ticketing gets simpler, more people use it.  
It is also key to the success of Oyster in London. 
Something that looks and feels like Oyster – in 
terms of simplicity of use – is what customers aspire 
to for their own local urban transport networks.

Smart, simple and integrated ticketing will also  
help promote growth through making it easier for 
the jobless to access jobs and by reducing traffic 
congestion, through making public transport faster 
and more reliable.

We are also looking to the future where 
increasingly people will want to use smart devices 
both for information about how best to get from  
A to B by all modes of travel, but also to pay for 
access to those modes, as well as being informed 
of any disruption to their journeys. As well as public 
transport, customers will want access to a range  
of options including bike and car rental, car clubs 
and taxis. This emerging market in ‘total mobility’ 
offers exciting opportunities for ‘tickets in the cloud’ 
to make travel more convenient, but also to promote 
awareness of the more sustainable travel options 
and reduce reliance on car ownership.

Simple, integrated, 
ready for  
the future.

Elsewhere, where bus services remain deregulated, 
there is a need for additional powers for transport 
authorities to ensure the premia that is charged for 
tickets that can be used on services run by more 
than one operator is reasonable, and also that those 
tickets are properly promoted, retailed and accepted 
by all operators.

The Government too has a role to play in ensuring  
that there is read across from smart ticketing initiatives 
on local and inter-urban rail services with those for 
local bus networks. Otherwise there is a danger that 
both the use of smart media and ticketing structures 
on local rail and bus services will be different and 
incompatible. Some progress has been made in this 
direction through initiatives like Transport for the 
North and Rail North, where transport authorities  
are being given a greater say over the planning and 
development of their transport networks.

The Government has also used the London and the 
South East as a testbed and pioneer for the benefits 
of smart ticketing and has invested significant 
amounts in Oyster and the roll out of smart ticketing 
to the wider South East rail network. Now that the 
concept has been proven in London and the South 
East these benefits should be rapidly rolled out to the 
rest of the country – starting with the major city regions 
– with a similar commitment from Government to 
provide the funding support necessary.

Two futures
With the right regulatory framework, 
coordination and funding support the  
public and private sector can work  
together to give the city regions the  
single, simple, integrated and smart 
ticketing that people want and which  
has proved to be such a success  
in London. 

However, without these changes the danger  
is that in many places ticketing will be smart  
– but it will not be simple. It will be disintegrated 
rather than integrated. Indeed a resident of an 
urban area may still need more than one  
smartcard in their pocket to get the best deal  
on their local bus network as different operators 
continue to promote and price their own ticketing 
products and cards at the expense of cards and 
ticketing products that can be used across the 
wider network. 

Rail and bus networks may also be operating 
separate smart media and ticketing structures.  
All of which will discourage public transport use,  
increase the costs of providing it and slow  
down journey times as passengers struggle to 
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system. As a result in too many of our areas 
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as part of journey planning and are not confident in 
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London does. 

There are of course considerable 
detailed technological and 
planning challenges in 
transforming ticketing for large 
urban areas. However bigger 
challenges can arise from the 
fragmented way in which public 
transport is provided in the major 
city regions outside London.  

Greater 
Convenience

Opens up
Concessions

Facilitates New 
Products

Commercial 
Add-on Apps

Imroves 
Journey Times 

Reduces 
Fraud

Provides 
More Data

Greater 
Convenience

Opens up
Concessions

Facilitates New 
Products

Commercial 
Add-on Apps

Imroves 
Journey Times 

Reduces 
Fraud

Provides 
More Data



pteg represents the six 
strategic public sector 
transport bodies that serve 
eleven million people in the 
six largest city regions 
outside London. We are also 
a wider professional network 
for Britain’s largest urban 
transport authorities.

Who we are

p
te

g
n

e
w

s
le

tt
e

r

Where responsibility for local rail services has been
devolved, those services have become more reliable, 
seen passenger satisfaction rates rise, and benefited from
higher levels of investment. Merseyrail Electrics is a good
example. What was known as ‘Miseryrail’ when run from
London has now been transformed under local control 
by Merseytravel into a network which regularly tops the
tables for performance and customer satisfaction. 

Now there are proposals to extend the benefits of rail
devolution to the railways of the North of England and
the West Midlands, initially through a partnership
approach with the Department for Transport. A key
factor in making these arrangements work will be the
funding deal for the future of these services. 

The case for investment in rail networks in the North of
England the West Midlands is strong. Regional railways
are a good fit with the way in which regional economies
are developing – with more people commuting further to
access high value city centre jobs; increasing numbers
wanting to avoid the hassles of driving and parking to
visit reinvigorated city centre attractions, National Parks

and tourist hotspots; and greater synergies between the
way urban and local economies interact with each other.
Indeed, it’s difficult to see how aspirations for a more
balanced national economy, in which major regional
cities perform their full part, can be achieved without
those cities having both modern commuter rail networks
and good rail links between them. 

As well as the right deal on funding, a new report
from pteg shows that there is a need for a better
deal for regional rail on cost allocation. The report
(‘A Heavy Load to Bear – towards a fairer allocation
of industry costs’) found that the way in which the 
rail network’s overall costs are allocated unfairly
penalises regional rail services. For example, the
allocation of maintenance and renewal costs largely
treats every passenger train in the same way even
though inter-city trains are estimated to produce
twenty times the amount of track damage as the
most basic regional train. Overall it found that a
fairer system of cost allocation would reduce regional
rail’s share of government support by around 50%.

HS2 will be the biggest re-writing of the inter-city rail
network yet. HS2 will increase capacity on the network 
at a time when the railways are seeing unprecedented
growth in demand; it will bring England’s largest cities
closer together, expanding markets and inviting
investment; and it will create a major urban renewal
opportunity around key stations. 

But the opportunity doesn’t stop there – the 
potential benefits from HS2 could be further
enhanced by complementary investment in local
transport networks. There are three key reasons 
for this. Firstly, HS2 stations will become major local
destinations in themselves, and could risk becoming
congestion hotspots. Secondly, improved local
networks will expand the catchment of HS2 stations
several-fold, increasing the scale of economic gains
and the number of people who will feel the benefits.
Finally, released capacity as a result of HS2 could 
be used to significantly improve the connectivity of
places not directly served by HS2 stations.

It is easy to overlook the role of station accessibility 
when thinking about major inter-city transport links.
However, local networks will play a key role in the
success of HS2. By the mid-2030s, HS2 could almost
halve the rail journey time between Manchester Piccadilly
and London Euston, from 2h08m today to 1h08m. 
This means that, without good local transport connectivity,
passengers could spend longer getting to and from the
HS2 stations than on board high speed trains themselves. 

Improving local accessibility can be achieved at a
comparatively low cost. Investment in new bus or light rail
schemes can be done very cost-effectively if integrated
with urban renewal interventions around HS2 stations
and with existing local transport plans. In many cases,
simply greater integration of physical networks, fares and
ticketing could make a big difference. And the capacity
released on the conventional network creates the perfect
opportunity to introduce direct, fast and more frequent
commuter and regional rail services linking into HS2 hubs.

Our major cities are benefiting from a wave of investment
in new transit systems that will transform journeys and
support growth. From modern trams and trolleybuses to
bus rapid transit networks, our cities will have some of the
largest and most innovative schemes in the country. 

In Leeds a public inquiry is currently underway into the
New Generation Transport (NGT) that will bring back the
trolleybus to the streets of a British city for the first time
since 1972. The 14.8km system will run between the
northern and southern edges of Leeds through the city
centre. Powered by overhead cables, modern trolleybuses
can carry up to 160 standing and seated passengers 
  in comfort. NGT combines dedicated lanes with junction
and traffic signal priority to ensure improved journey
times, with over two thirds of the route being segregated
from regular traffic. 

Another first will the introduction of tram-trains in
South Yorkshire. Used widely elsewhere in Europe,
tram-trains have the flexibility to operate both as
street running trams, and as trains on mainline
railway lines. The trailblazing scheme will see 
tram-trains operating between the cities of
Rotherham and Sheffield from 2015. The vehicles
will run on Sheffield’s Supertram network and on
part of the adjoining national rail network, which
will be adapted to allow seamless travel from one 
to the other. Passengers will be able to travel from
Parkgate Retail Park in Rotherham, through
Rotherham Central Station and on to Meadowhall 
(a major shopping centre just outside Sheffield). 
At Meadowhall, the tram-train will transfer onto 
the Supertram network, allowing direct access to 
the heart of Sheffield city centre. 

Transit revolution
Bus rapid transit schemes will also become common in
the city regions with more bus-only roadways being built,
including in Leigh in Greater Manchester and in the Don
Valley in South Yorkshire. 

Tram systems too are being expanded. Manchester
Metrolink is growing rapidly with a new fleet of trams
and new routes across the conurbations. The next route
to open will be to Manchester Airport via Wythenshawe
and the network is now so busy that a second route
across the city centre is also being constructed. 

The Midland Metro in the West Midlands is also
expanding. Currently the one line from Wolverhampton
terminates at the edge of Birmingham city centre at
Snow Hill. Construction is underway to extend the route
across the city centre to the transformed Birmingham
New Street station. The go-ahead has also been given
for further extensions to Five Ways and Edgbaston;

Digbeth and the planned High Speed 2 station at
Curzon Street; and connecting Wolverhampton’s bus
station to the railway station. 

Meanwhile work to refurbish Britain’s first modern light
rapid transit system – the Tyne and Wear Metro – continues.
Metro is benefiting from a £389m, 11 year modernisation
programme, which will overhaul track, technology,
stations, ticketing and rolling stock right across the system.
The programme is well underway and includes
replacement of 60kms of track, power lines,
communications systems and infrastructure; refurbishment
of 45 stations and 86 Metrocars; and upgraded ticketing
systems able to handle ‘Pop’ smartcards. Nexus, (who 
own and manage the system) has also been consulting 
on possible extensions to the system which could expand 
its coverage to parts of Tyne and Wear that have not yet
benefited from the Metro (like Washington), as well as 
the potential for on-street running.
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Where responsibility for local rail services has been
devolved, those services have become more reliable, 
seen passenger satisfaction rates rise, and benefited from
higher levels of investment. Merseyrail Electrics is a good
example. What was known as ‘Miseryrail’ when run from
London has now been transformed under local control 
by Merseytravel into a network which regularly tops the
tables for performance and customer satisfaction. 

Now there are proposals to extend the benefits of rail
devolution to the railways of the North of England and
the West Midlands, initially through a partnership
approach with the Department for Transport. A key
factor in making these arrangements work will be the
funding deal for the future of these services. 

The case for investment in rail networks in the North of
England the West Midlands is strong. Regional railways
are a good fit with the way in which regional economies
are developing – with more people commuting further to
access high value city centre jobs; increasing numbers
wanting to avoid the hassles of driving and parking to
visit reinvigorated city centre attractions, National Parks

and tourist hotspots; and greater synergies between the
way urban and local economies interact with each other.
Indeed, it’s difficult to see how aspirations for a more
balanced national economy, in which major regional
cities perform their full part, can be achieved without
those cities having both modern commuter rail networks
and good rail links between them. 

As well as the right deal on funding, a new report
from pteg shows that there is a need for a better
deal for regional rail on cost allocation. The report
(‘A Heavy Load to Bear – towards a fairer allocation
of industry costs’) found that the way in which the 
rail network’s overall costs are allocated unfairly
penalises regional rail services. For example, the
allocation of maintenance and renewal costs largely
treats every passenger train in the same way even
though inter-city trains are estimated to produce
twenty times the amount of track damage as the
most basic regional train. Overall it found that a
fairer system of cost allocation would reduce regional
rail’s share of government support by around 50%.

HS2 will be the biggest re-writing of the inter-city rail
network yet. HS2 will increase capacity on the network 
at a time when the railways are seeing unprecedented
growth in demand; it will bring England’s largest cities
closer together, expanding markets and inviting
investment; and it will create a major urban renewal
opportunity around key stations. 

But the opportunity doesn’t stop there – the 
potential benefits from HS2 could be further
enhanced by complementary investment in local
transport networks. There are three key reasons 
for this. Firstly, HS2 stations will become major local
destinations in themselves, and could risk becoming
congestion hotspots. Secondly, improved local
networks will expand the catchment of HS2 stations
several-fold, increasing the scale of economic gains
and the number of people who will feel the benefits.
Finally, released capacity as a result of HS2 could 
be used to significantly improve the connectivity of
places not directly served by HS2 stations.

It is easy to overlook the role of station accessibility 
when thinking about major inter-city transport links.
However, local networks will play a key role in the
success of HS2. By the mid-2030s, HS2 could almost
halve the rail journey time between Manchester Piccadilly
and London Euston, from 2h08m today to 1h08m. 
This means that, without good local transport connectivity,
passengers could spend longer getting to and from the
HS2 stations than on board high speed trains themselves. 

Improving local accessibility can be achieved at a
comparatively low cost. Investment in new bus or light rail
schemes can be done very cost-effectively if integrated
with urban renewal interventions around HS2 stations
and with existing local transport plans. In many cases,
simply greater integration of physical networks, fares and
ticketing could make a big difference. And the capacity
released on the conventional network creates the perfect
opportunity to introduce direct, fast and more frequent
commuter and regional rail services linking into HS2 hubs.

Our major cities are benefiting from a wave of investment
in new transit systems that will transform journeys and
support growth. From modern trams and trolleybuses to
bus rapid transit networks, our cities will have some of the
largest and most innovative schemes in the country. 

In Leeds a public inquiry is currently underway into the
New Generation Transport (NGT) that will bring back the
trolleybus to the streets of a British city for the first time
since 1972. The 14.8km system will run between the
northern and southern edges of Leeds through the city
centre. Powered by overhead cables, modern trolleybuses
can carry up to 160 standing and seated passengers 
  in comfort. NGT combines dedicated lanes with junction
and traffic signal priority to ensure improved journey
times, with over two thirds of the route being segregated
from regular traffic. 

Another first will the introduction of tram-trains in
South Yorkshire. Used widely elsewhere in Europe,
tram-trains have the flexibility to operate both as
street running trams, and as trains on mainline
railway lines. The trailblazing scheme will see 
tram-trains operating between the cities of
Rotherham and Sheffield from 2015. The vehicles
will run on Sheffield’s Supertram network and on
part of the adjoining national rail network, which
will be adapted to allow seamless travel from one 
to the other. Passengers will be able to travel from
Parkgate Retail Park in Rotherham, through
Rotherham Central Station and on to Meadowhall 
(a major shopping centre just outside Sheffield). 
At Meadowhall, the tram-train will transfer onto 
the Supertram network, allowing direct access to 
the heart of Sheffield city centre. 

Transit revolution
Bus rapid transit schemes will also become common in
the city regions with more bus-only roadways being built,
including in Leigh in Greater Manchester and in the Don
Valley in South Yorkshire. 

Tram systems too are being expanded. Manchester
Metrolink is growing rapidly with a new fleet of trams
and new routes across the conurbations. The next route
to open will be to Manchester Airport via Wythenshawe
and the network is now so busy that a second route
across the city centre is also being constructed. 

The Midland Metro in the West Midlands is also
expanding. Currently the one line from Wolverhampton
terminates at the edge of Birmingham city centre at
Snow Hill. Construction is underway to extend the route
across the city centre to the transformed Birmingham
New Street station. The go-ahead has also been given
for further extensions to Five Ways and Edgbaston;

Digbeth and the planned High Speed 2 station at
Curzon Street; and connecting Wolverhampton’s bus
station to the railway station. 

Meanwhile work to refurbish Britain’s first modern light
rapid transit system – the Tyne and Wear Metro – continues.
Metro is benefiting from a £389m, 11 year modernisation
programme, which will overhaul track, technology,
stations, ticketing and rolling stock right across the system.
The programme is well underway and includes
replacement of 60kms of track, power lines,
communications systems and infrastructure; refurbishment
of 45 stations and 86 Metrocars; and upgraded ticketing
systems able to handle ‘Pop’ smartcards. Nexus, (who 
own and manage the system) has also been consulting 
on possible extensions to the system which could expand 
its coverage to parts of Tyne and Wear that have not yet
benefited from the Metro (like Washington), as well as 
the potential for on-street running.
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Where responsibility for local rail services has been
devolved, those services have become more reliable, 
seen passenger satisfaction rates rise, and benefited from
higher levels of investment. Merseyrail Electrics is a good
example. What was known as ‘Miseryrail’ when run from
London has now been transformed under local control 
by Merseytravel into a network which regularly tops the
tables for performance and customer satisfaction. 

Now there are proposals to extend the benefits of rail
devolution to the railways of the North of England and
the West Midlands, initially through a partnership
approach with the Department for Transport. A key
factor in making these arrangements work will be the
funding deal for the future of these services. 

The case for investment in rail networks in the North of
England the West Midlands is strong. Regional railways
are a good fit with the way in which regional economies
are developing – with more people commuting further to
access high value city centre jobs; increasing numbers
wanting to avoid the hassles of driving and parking to
visit reinvigorated city centre attractions, National Parks

and tourist hotspots; and greater synergies between the
way urban and local economies interact with each other.
Indeed, it’s difficult to see how aspirations for a more
balanced national economy, in which major regional
cities perform their full part, can be achieved without
those cities having both modern commuter rail networks
and good rail links between them. 

As well as the right deal on funding, a new report
from pteg shows that there is a need for a better
deal for regional rail on cost allocation. The report
(‘A Heavy Load to Bear – towards a fairer allocation
of industry costs’) found that the way in which the 
rail network’s overall costs are allocated unfairly
penalises regional rail services. For example, the
allocation of maintenance and renewal costs largely
treats every passenger train in the same way even
though inter-city trains are estimated to produce
twenty times the amount of track damage as the
most basic regional train. Overall it found that a
fairer system of cost allocation would reduce regional
rail’s share of government support by around 50%.

HS2 will be the biggest re-writing of the inter-city rail
network yet. HS2 will increase capacity on the network 
at a time when the railways are seeing unprecedented
growth in demand; it will bring England’s largest cities
closer together, expanding markets and inviting
investment; and it will create a major urban renewal
opportunity around key stations. 

But the opportunity doesn’t stop there – the 
potential benefits from HS2 could be further
enhanced by complementary investment in local
transport networks. There are three key reasons 
for this. Firstly, HS2 stations will become major local
destinations in themselves, and could risk becoming
congestion hotspots. Secondly, improved local
networks will expand the catchment of HS2 stations
several-fold, increasing the scale of economic gains
and the number of people who will feel the benefits.
Finally, released capacity as a result of HS2 could 
be used to significantly improve the connectivity of
places not directly served by HS2 stations.

It is easy to overlook the role of station accessibility 
when thinking about major inter-city transport links.
However, local networks will play a key role in the
success of HS2. By the mid-2030s, HS2 could almost
halve the rail journey time between Manchester Piccadilly
and London Euston, from 2h08m today to 1h08m. 
This means that, without good local transport connectivity,
passengers could spend longer getting to and from the
HS2 stations than on board high speed trains themselves. 

Improving local accessibility can be achieved at a
comparatively low cost. Investment in new bus or light rail
schemes can be done very cost-effectively if integrated
with urban renewal interventions around HS2 stations
and with existing local transport plans. In many cases,
simply greater integration of physical networks, fares and
ticketing could make a big difference. And the capacity
released on the conventional network creates the perfect
opportunity to introduce direct, fast and more frequent
commuter and regional rail services linking into HS2 hubs.

Our major cities are benefiting from a wave of investment
in new transit systems that will transform journeys and
support growth. From modern trams and trolleybuses to
bus rapid transit networks, our cities will have some of the
largest and most innovative schemes in the country. 

In Leeds a public inquiry is currently underway into the
New Generation Transport (NGT) that will bring back the
trolleybus to the streets of a British city for the first time
since 1972. The 14.8km system will run between the
northern and southern edges of Leeds through the city
centre. Powered by overhead cables, modern trolleybuses
can carry up to 160 standing and seated passengers 
  in comfort. NGT combines dedicated lanes with junction
and traffic signal priority to ensure improved journey
times, with over two thirds of the route being segregated
from regular traffic. 

Another first will the introduction of tram-trains in
South Yorkshire. Used widely elsewhere in Europe,
tram-trains have the flexibility to operate both as
street running trams, and as trains on mainline
railway lines. The trailblazing scheme will see 
tram-trains operating between the cities of
Rotherham and Sheffield from 2015. The vehicles
will run on Sheffield’s Supertram network and on
part of the adjoining national rail network, which
will be adapted to allow seamless travel from one 
to the other. Passengers will be able to travel from
Parkgate Retail Park in Rotherham, through
Rotherham Central Station and on to Meadowhall 
(a major shopping centre just outside Sheffield). 
At Meadowhall, the tram-train will transfer onto 
the Supertram network, allowing direct access to 
the heart of Sheffield city centre. 

Transit revolution
Bus rapid transit schemes will also become common in
the city regions with more bus-only roadways being built,
including in Leigh in Greater Manchester and in the Don
Valley in South Yorkshire. 

Tram systems too are being expanded. Manchester
Metrolink is growing rapidly with a new fleet of trams
and new routes across the conurbations. The next route
to open will be to Manchester Airport via Wythenshawe
and the network is now so busy that a second route
across the city centre is also being constructed. 

The Midland Metro in the West Midlands is also
expanding. Currently the one line from Wolverhampton
terminates at the edge of Birmingham city centre at
Snow Hill. Construction is underway to extend the route
across the city centre to the transformed Birmingham
New Street station. The go-ahead has also been given
for further extensions to Five Ways and Edgbaston;

Digbeth and the planned High Speed 2 station at
Curzon Street; and connecting Wolverhampton’s bus
station to the railway station. 

Meanwhile work to refurbish Britain’s first modern light
rapid transit system – the Tyne and Wear Metro – continues.
Metro is benefiting from a £389m, 11 year modernisation
programme, which will overhaul track, technology,
stations, ticketing and rolling stock right across the system.
The programme is well underway and includes
replacement of 60kms of track, power lines,
communications systems and infrastructure; refurbishment
of 45 stations and 86 Metrocars; and upgraded ticketing
systems able to handle ‘Pop’ smartcards. Nexus, (who 
own and manage the system) has also been consulting 
on possible extensions to the system which could expand 
its coverage to parts of Tyne and Wear that have not yet
benefited from the Metro (like Washington), as well as 
the potential for on-street running.
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Where responsibility for local rail services has been
devolved, those services have become more reliable, 
seen passenger satisfaction rates rise, and benefited from
higher levels of investment. Merseyrail Electrics is a good
example. What was known as ‘Miseryrail’ when run from
London has now been transformed under local control 
by Merseytravel into a network which regularly tops the
tables for performance and customer satisfaction. 

Now there are proposals to extend the benefits of rail
devolution to the railways of the North of England and
the West Midlands, initially through a partnership
approach with the Department for Transport. A key
factor in making these arrangements work will be the
funding deal for the future of these services. 

The case for investment in rail networks in the North of
England the West Midlands is strong. Regional railways
are a good fit with the way in which regional economies
are developing – with more people commuting further to
access high value city centre jobs; increasing numbers
wanting to avoid the hassles of driving and parking to
visit reinvigorated city centre attractions, National Parks

and tourist hotspots; and greater synergies between the
way urban and local economies interact with each other.
Indeed, it’s difficult to see how aspirations for a more
balanced national economy, in which major regional
cities perform their full part, can be achieved without
those cities having both modern commuter rail networks
and good rail links between them. 

As well as the right deal on funding, a new report
from pteg shows that there is a need for a better
deal for regional rail on cost allocation. The report
(‘A Heavy Load to Bear – towards a fairer allocation
of industry costs’) found that the way in which the 
rail network’s overall costs are allocated unfairly
penalises regional rail services. For example, the
allocation of maintenance and renewal costs largely
treats every passenger train in the same way even
though inter-city trains are estimated to produce
twenty times the amount of track damage as the
most basic regional train. Overall it found that a
fairer system of cost allocation would reduce regional
rail’s share of government support by around 50%.

HS2 will be the biggest re-writing of the inter-city rail
network yet. HS2 will increase capacity on the network 
at a time when the railways are seeing unprecedented
growth in demand; it will bring England’s largest cities
closer together, expanding markets and inviting
investment; and it will create a major urban renewal
opportunity around key stations. 

But the opportunity doesn’t stop there – the 
potential benefits from HS2 could be further
enhanced by complementary investment in local
transport networks. There are three key reasons 
for this. Firstly, HS2 stations will become major local
destinations in themselves, and could risk becoming
congestion hotspots. Secondly, improved local
networks will expand the catchment of HS2 stations
several-fold, increasing the scale of economic gains
and the number of people who will feel the benefits.
Finally, released capacity as a result of HS2 could 
be used to significantly improve the connectivity of
places not directly served by HS2 stations.

It is easy to overlook the role of station accessibility 
when thinking about major inter-city transport links.
However, local networks will play a key role in the
success of HS2. By the mid-2030s, HS2 could almost
halve the rail journey time between Manchester Piccadilly
and London Euston, from 2h08m today to 1h08m. 
This means that, without good local transport connectivity,
passengers could spend longer getting to and from the
HS2 stations than on board high speed trains themselves. 

Improving local accessibility can be achieved at a
comparatively low cost. Investment in new bus or light rail
schemes can be done very cost-effectively if integrated
with urban renewal interventions around HS2 stations
and with existing local transport plans. In many cases,
simply greater integration of physical networks, fares and
ticketing could make a big difference. And the capacity
released on the conventional network creates the perfect
opportunity to introduce direct, fast and more frequent
commuter and regional rail services linking into HS2 hubs.

Our major cities are benefiting from a wave of investment
in new transit systems that will transform journeys and
support growth. From modern trams and trolleybuses to
bus rapid transit networks, our cities will have some of the
largest and most innovative schemes in the country. 

In Leeds a public inquiry is currently underway into the
New Generation Transport (NGT) that will bring back the
trolleybus to the streets of a British city for the first time
since 1972. The 14.8km system will run between the
northern and southern edges of Leeds through the city
centre. Powered by overhead cables, modern trolleybuses
can carry up to 160 standing and seated passengers 
  in comfort. NGT combines dedicated lanes with junction
and traffic signal priority to ensure improved journey
times, with over two thirds of the route being segregated
from regular traffic. 

Another first will the introduction of tram-trains in
South Yorkshire. Used widely elsewhere in Europe,
tram-trains have the flexibility to operate both as
street running trams, and as trains on mainline
railway lines. The trailblazing scheme will see 
tram-trains operating between the cities of
Rotherham and Sheffield from 2015. The vehicles
will run on Sheffield’s Supertram network and on
part of the adjoining national rail network, which
will be adapted to allow seamless travel from one 
to the other. Passengers will be able to travel from
Parkgate Retail Park in Rotherham, through
Rotherham Central Station and on to Meadowhall 
(a major shopping centre just outside Sheffield). 
At Meadowhall, the tram-train will transfer onto 
the Supertram network, allowing direct access to 
the heart of Sheffield city centre. 

Transit revolution
Bus rapid transit schemes will also become common in
the city regions with more bus-only roadways being built,
including in Leigh in Greater Manchester and in the Don
Valley in South Yorkshire. 

Tram systems too are being expanded. Manchester
Metrolink is growing rapidly with a new fleet of trams
and new routes across the conurbations. The next route
to open will be to Manchester Airport via Wythenshawe
and the network is now so busy that a second route
across the city centre is also being constructed. 

The Midland Metro in the West Midlands is also
expanding. Currently the one line from Wolverhampton
terminates at the edge of Birmingham city centre at
Snow Hill. Construction is underway to extend the route
across the city centre to the transformed Birmingham
New Street station. The go-ahead has also been given
for further extensions to Five Ways and Edgbaston;

Digbeth and the planned High Speed 2 station at
Curzon Street; and connecting Wolverhampton’s bus
station to the railway station. 

Meanwhile work to refurbish Britain’s first modern light
rapid transit system – the Tyne and Wear Metro – continues.
Metro is benefiting from a £389m, 11 year modernisation
programme, which will overhaul track, technology,
stations, ticketing and rolling stock right across the system.
The programme is well underway and includes
replacement of 60kms of track, power lines,
communications systems and infrastructure; refurbishment
of 45 stations and 86 Metrocars; and upgraded ticketing
systems able to handle ‘Pop’ smartcards. Nexus, (who 
own and manage the system) has also been consulting 
on possible extensions to the system which could expand 
its coverage to parts of Tyne and Wear that have not yet
benefited from the Metro (like Washington), as well as 
the potential for on-street running.
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Time for rail
devolution?

Merseyrail has been
transformed thanks
to local control by
Merseytravel.

HS2
ready

Local transport connectivity,
like this planned Midland
Metro stop at the proposed
Curzon Street HS2 station
in Birmingham, will be vital
to the success of HS2.
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Where responsibility for local rail services has been
devolved, those services have become more reliable, 
seen passenger satisfaction rates rise, and benefited from
higher levels of investment. Merseyrail Electrics is a good
example. What was known as ‘Miseryrail’ when run from
London has now been transformed under local control 
by Merseytravel into a network which regularly tops the
tables for performance and customer satisfaction. 

Now there are proposals to extend the benefits of rail
devolution to the railways of the North of England and
the West Midlands, initially through a partnership
approach with the Department for Transport. A key
factor in making these arrangements work will be the
funding deal for the future of these services. 

The case for investment in rail networks in the North of
England the West Midlands is strong. Regional railways
are a good fit with the way in which regional economies
are developing – with more people commuting further to
access high value city centre jobs; increasing numbers
wanting to avoid the hassles of driving and parking to
visit reinvigorated city centre attractions, National Parks

and tourist hotspots; and greater synergies between the
way urban and local economies interact with each other.
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cities perform their full part, can be achieved without
those cities having both modern commuter rail networks
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of industry costs’) found that the way in which the 
rail network’s overall costs are allocated unfairly
penalises regional rail services. For example, the
allocation of maintenance and renewal costs largely
treats every passenger train in the same way even
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opportunity around key stations. 

But the opportunity doesn’t stop there – the 
potential benefits from HS2 could be further
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transport networks. There are three key reasons 
for this. Firstly, HS2 stations will become major local
destinations in themselves, and could risk becoming
congestion hotspots. Secondly, improved local
networks will expand the catchment of HS2 stations
several-fold, increasing the scale of economic gains
and the number of people who will feel the benefits.
Finally, released capacity as a result of HS2 could 
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places not directly served by HS2 stations.
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and with existing local transport plans. In many cases,
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ticketing could make a big difference. And the capacity
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opportunity to introduce direct, fast and more frequent
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Our major cities are benefiting from a wave of investment
in new transit systems that will transform journeys and
support growth. From modern trams and trolleybuses to
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largest and most innovative schemes in the country. 
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  in comfort. NGT combines dedicated lanes with junction
and traffic signal priority to ensure improved journey
times, with over two thirds of the route being segregated
from regular traffic. 

Another first will the introduction of tram-trains in
South Yorkshire. Used widely elsewhere in Europe,
tram-trains have the flexibility to operate both as
street running trams, and as trains on mainline
railway lines. The trailblazing scheme will see 
tram-trains operating between the cities of
Rotherham and Sheffield from 2015. The vehicles
will run on Sheffield’s Supertram network and on
part of the adjoining national rail network, which
will be adapted to allow seamless travel from one 
to the other. Passengers will be able to travel from
Parkgate Retail Park in Rotherham, through
Rotherham Central Station and on to Meadowhall 
(a major shopping centre just outside Sheffield). 
At Meadowhall, the tram-train will transfer onto 
the Supertram network, allowing direct access to 
the heart of Sheffield city centre. 

Transit revolution
Bus rapid transit schemes will also become common in
the city regions with more bus-only roadways being built,
including in Leigh in Greater Manchester and in the Don
Valley in South Yorkshire. 

Tram systems too are being expanded. Manchester
Metrolink is growing rapidly with a new fleet of trams
and new routes across the conurbations. The next route
to open will be to Manchester Airport via Wythenshawe
and the network is now so busy that a second route
across the city centre is also being constructed. 

The Midland Metro in the West Midlands is also
expanding. Currently the one line from Wolverhampton
terminates at the edge of Birmingham city centre at
Snow Hill. Construction is underway to extend the route
across the city centre to the transformed Birmingham
New Street station. The go-ahead has also been given
for further extensions to Five Ways and Edgbaston;

Digbeth and the planned High Speed 2 station at
Curzon Street; and connecting Wolverhampton’s bus
station to the railway station. 

Meanwhile work to refurbish Britain’s first modern light
rapid transit system – the Tyne and Wear Metro – continues.
Metro is benefiting from a £389m, 11 year modernisation
programme, which will overhaul track, technology,
stations, ticketing and rolling stock right across the system.
The programme is well underway and includes
replacement of 60kms of track, power lines,
communications systems and infrastructure; refurbishment
of 45 stations and 86 Metrocars; and upgraded ticketing
systems able to handle ‘Pop’ smartcards. Nexus, (who 
own and manage the system) has also been consulting 
on possible extensions to the system which could expand 
its coverage to parts of Tyne and Wear that have not yet
benefited from the Metro (like Washington), as well as 
the potential for on-street running.

p
te

g
n

e
w

s
le

tte
r

Time for rail
devolution?

Merseyrail has been
transformed thanks
to local control by
Merseytravel.

HS2
ready

Local transport connectivity,
like this planned Midland
Metro stop at the proposed
Curzon Street HS2 station
in Birmingham, will be vital
to the success of HS2.

 Makes public transport easier and 
more convenient for users and 
promotes greater use of public 
transport networks.

 Improves journey times through 
speeding up boarding times on 
buses and access to stations. 

 Reduces fraud and administrative 
costs as it is harder to cheat a 
smartcard system than a 
paper-based system, and  
automation of the administration  
is easier to achieve.
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 Provides more – and more reliable 
and timely – data about the journeys 
people are making. This in turn 
informs better decision making about 
the planning of services and revenue 
apportionment.

 Opens up further options to target 
concessions in a more sophisticated, 
non-stigmatising way at a wider variety 
of excluded and low income groups.

 Facilitates new products, such  
as ’pay as you go’ and capped  
daily tickets.

 Creates the potential for commercial 
add-on applications that can help 
support public transport investment 
or civic add-ons like local authority 
libraries and leisure centres.
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Why go smart?
Ticketing by smart media – like smartcards, 
mobile phones and bankcards – has many 
advantages over traditional paper ticketing.

What we want smart 
ticketing to achieve
The full benefits of smart 
ticketing are only achieved  
if the ticketing products that 
are carried on smart media 
are attractive, readily 
available and competitively 
priced. Particularly in large 
urban areas this means 
ticketing products that  
can be used across all  
service providers and all 
modes of public transport. 

Ticketing options that are simple to use and 
understand are key to making complex urban public 
transport networks attractive and accessible to users. 
The international evidence is clear – when public 
transport ticketing gets simpler, more people use it.  
It is also key to the success of Oyster in London. 
Something that looks and feels like Oyster – in 
terms of simplicity of use – is what customers aspire 
to for their own local urban transport networks.

Smart, simple and integrated ticketing will also  
help promote growth through making it easier for 
the jobless to access jobs and by reducing traffic 
congestion, through making public transport faster 
and more reliable.

We are also looking to the future where 
increasingly people will want to use smart devices 
both for information about how best to get from  
A to B by all modes of travel, but also to pay for 
access to those modes, as well as being informed 
of any disruption to their journeys. As well as public 
transport, customers will want access to a range  
of options including bike and car rental, car clubs 
and taxis. This emerging market in ‘total mobility’ 
offers exciting opportunities for ‘tickets in the cloud’ 
to make travel more convenient, but also to promote 
awareness of the more sustainable travel options 
and reduce reliance on car ownership.

Simple, integrated, 
ready for  
the future.

Elsewhere, where bus services remain deregulated, 
there is a need for additional powers for transport 
authorities to ensure the premia that is charged for 
tickets that can be used on services run by more 
than one operator is reasonable, and also that those 
tickets are properly promoted, retailed and accepted 
by all operators.

The Government too has a role to play in ensuring  
that there is read across from smart ticketing initiatives 
on local and inter-urban rail services with those for 
local bus networks. Otherwise there is a danger that 
both the use of smart media and ticketing structures 
on local rail and bus services will be different and 
incompatible. Some progress has been made in this 
direction through initiatives like Transport for the 
North and Rail North, where transport authorities  
are being given a greater say over the planning and 
development of their transport networks.

The Government has also used the London and the 
South East as a testbed and pioneer for the benefits 
of smart ticketing and has invested significant 
amounts in Oyster and the roll out of smart ticketing 
to the wider South East rail network. Now that the 
concept has been proven in London and the South 
East these benefits should be rapidly rolled out to the 
rest of the country – starting with the major city regions 
– with a similar commitment from Government to 
provide the funding support necessary.

Two futures
With the right regulatory framework, 
coordination and funding support the  
public and private sector can work  
together to give the city regions the  
single, simple, integrated and smart 
ticketing that people want and which  
has proved to be such a success  
in London. 

However, without these changes the danger  
is that in many places ticketing will be smart  
– but it will not be simple. It will be disintegrated 
rather than integrated. Indeed a resident of an 
urban area may still need more than one  
smartcard in their pocket to get the best deal  
on their local bus network as different operators 
continue to promote and price their own ticketing 
products and cards at the expense of cards and 
ticketing products that can be used across the 
wider network. 

Rail and bus networks may also be operating 
separate smart media and ticketing structures.  
All of which will discourage public transport use,  
increase the costs of providing it and slow  
down journey times as passengers struggle to 
understand and use the network. Opportunities  
to develop public transport smart products into 
wider ‘total mobility’ offers will also be lost.

What barriers  
stand in the way?

Outside London there are not the same controls 
on ticketing and fare structures that allow Transport 
for London to ensure a single integrated ticketing 
system. As a result in too many of our areas 
fares structures can be complex and opaque 
with tickets that can be used across more than  
one operator or mode, priced too high, and far  
less available, when compared with single operator 
tickets. Customers, and potential customers, also 
find it hard or impossible to acquire fare information 
as part of journey planning and are not confident in 
purchasing the best value product for their journeys. 

To tackle this problem some of our areas are looking 
to introduce the franchising of their bus networks 
which would allow the transport authority to specify 
smart and simple ticketing in the same way that 
London does. 

There are of course considerable 
detailed technological and 
planning challenges in 
transforming ticketing for large 
urban areas. However bigger 
challenges can arise from the 
fragmented way in which public 
transport is provided in the major 
city regions outside London.  
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ready for  
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Our Vision for 
Smart Ticketing  
in the City Regions

What we can 
achieve together  
– a smart vision
We have a vision of smart simple and 
competitive ticketing that is easy to use 
across all providers and across all modes. 
Something that looks and feels more like  
London’s Oyster.

It should never be the case that a passenger  
in one of our cities needs to carry more than one 
smartcard in their pocket to be sure of getting the 
best deal. We also want to shape and be part of  
a future of ‘total mobility’ where smart devices will 
access information about all the options for a 
journey and the means of payment for them  
– be it by bike, electric car or public transport. 

With the right legislative framework, funding and 
coordination this is a future that is within our grasp 
and we look forward to working with both national 
government and the private sector to bring it about.

pteg  
Wellington House  
40-50 Wellington 
Street  
Leeds LS1 2DE

T 0113 251 7204
E info@pteg.net 
W www.pteg.net the voice of urban transport

What Government 
can do
• Change the legislative framework to make  

it easier to introduce the franchising of bus 
networks so that smart and simple ticketing 
can be specified as it is in London. 

• Where services remain deregulated give 
transport authorities more powers to ensure 
that the premia on tickets that can be used on 
the services of more than one operator are 
reasonable and that those tickets are properly 
promoted and retailed.

• Ensure that national smart policies and 
initiatives on bus and rail are coordinated to 
achieve single outcomes in the city regions.

• Provide the funding support necessary to roll  
out smart ticketing in the city regions in the 
same way that Government has funded smart 
ticketing in London and the South East.

What should 
happen next…
What we will do next: 
• Continue to press ahead with the introduction 

of smart ticketing and promoting the 
simplification of ticketing structures.

• Work with each other, with Government, and 
with the private sector, to reduce the costs  
and time involved through knowledge transfer, 
collaboration and cooperation.

• Seek to introduce smart tickets and products 
that can be used across our cities.

Effective 
Collaboration
The city regions are working collaboratively 
together to cut costs and speed up the pace 
of implementation.

For example, through sharing the back office 
systems that sit behind smart ticketing systems; 
through joint procurement (for example with the 
‘payzone’ retail network); and by sharing good 
practice via the pteg network.

We are also working with the private sector bus 
industry, and the Government, through initiatives  
like the Smart Cities Partnership, as well as bodies 
like ITSO. ITSO ensures that the IT specification  
for smart ticketing speaks the same language.

Examples of our roll out of smart  
ticketing include: 

• One million public transport journeys a 
week now being made in West Yorkshire 
by ‘M-card’.

• 60 million concessionary journeys a 
year in the West Midlands.

• 1.3 million smartcard transactions are 
now being made on the Tyne and Wear 
Metro every month. 

What we have 
achieved so far
Our members are committed  
to introducing smarter, simpler 
ticketing in the city regions – 
which is why they have taken  
a leading role in its planning  
and implementation. 

Here are some of the things  
we have done so far…

One or more of our members  
have already introduced: 
• Young persons’ concessionary 

travel passes on smartcards.

• Bus and rail multi-modal products.

• Carnets of day tickets.

One or more of our members have already: 

• Provided technical and other support for small 
bus operators in going smart.

• Installed smart enabled gate-lines at stations.

• Made it easy to buy smartcards and ticketing 
products at local shops.
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