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Access is the core product of public transport systems. It drives produc-
tivity and produces efficiencies, cuts household costs, strengthens lo-
cal economies, and delivers environmental and social benefits. We must 
shift from viewing public transport as a cost centre – and recognise that 
it drives long-term wealth creation as a smart investment in our local 
economies. Explore global case studies that demonstrate this value and 
the tools that authorities can deploy to reinject the value-created back 
into our local networks.

 Berlin, Germany  
© ESB Professional
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Public transport generates value through access. And public 
transport authorities have the tools at their disposal to capture 
that value to fund operational expenses, as well as to help advo-
cate for and advance public transport in a wider landscape of con-
strained public budgets. 

 �Operational expenses should be con-
sidered as an investment in local econ-
omies especially when focusing on the 
proper running and maintenance of 
cities’ systems as well as capital ex-
penses when used to renew and re-
furbish current assets to ensure the 
affordability of the system.

 �Transport authorities and public trans-
port operators should collect, measure 
and provide up-to-date information 
on the value/wealth created through 
mapping accessibility/connectivity to 
have a clear understanding of the value 
generated within local territories.

 �Public transport operators should invest in capacity building 
and competences in appraisal and evaluation to make the 
case for adequate quantifying and communication of value 
generation.

 �The sector should actively communicate to all its stakeholders 
on the value generated by public transport, providing ground 
towards a dream to achieve or a nightmare to avoid.

 �Public transport authorities and operators should assess how to 
recapture the value generated through the deployment of tools 
and instruments required (e.g. betterment taxes, TOD, etc).

Recommendations

 Oslo, Norway  
© Ruter
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Introduction
National budgets must deal with competing demands on resources, be it so-
cial obligations and/or infrastructure investments or defence requirements. 
Reduction in budgets for public transport, however, must be viewed not as 
just reduction of budgetary support towards public transport but also from 
the perspective of regional development, inducing economic growth and 
bringing communities together. It is one of the smartest and most impactful 
investments that governments can make. Yet, despite strong political con-
sensus around inclusive and sustainable mobility, funding for day-to-day 
operations and asset renewal often falls short, 
disconnected from the real economic and so-
cial value public transport delivers.

This underinvestment arises not due to the failure of public transport to 
generate social and economic returns on investment, but from the failure 
to clearly measure and demonstrate such value generated by public trans-
port. Access, the combination of accessibility and connectivity that tran-
sit systems provide, is its core product. It drives productivity and produces 
efficiencies, reduces household costs, strengthens local economies, and 
delivers environmental and social benefits. Yet, these positive impacts are 
rarely captured in fiscal or pricing policies deployed by competent local 
entities1.

At a time of growing demand, rising costs and 
budget constraints, this disconnect between 
perception and the reality of value and access 
can be challenging. Without adequate invest-
ment, systems risk decline triggering a vicious 
cycle of sub-optimal quality and consequen-
tial declining ridership.

 Los Angeles  
© LA Metro

Public transport is a strategic 
investment, not a cost.

Access, the combination of 
accessibility and connectivity 
that transit systems provide, is 
its core product.



5

This UITP Position outlines the following points:

 �Highlighting public transport funding trends based on the 2024 UITP Global Economic 
Outlook.

 �Demonstrating how public transport generates value through creating access.

 �Deploying tools that allow public transport authorities (PTAs) to capture the value created 
by enhancing access within a local territory through the delivery of public transport.

The case is clear, investing in public transport is investing in individual well-being, social/ter-
ritorial cohesion and sustainable development. However, above all, it is about unlocking real 
economic opportunities for households, companies and communities that can be traced and 
recaptured to sustain the industry. This Position aims to provide arguments to support our 
case, providing insights and data from worldwide literature reviews.

 Warsaw, Poland  
© Mateusz
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A landscape of constrained resources
Public transport funding is facing considerable challenges such as a rise in 
costs, and climate and social targets demand more investment. The UITP 
Global Economic Outlook 2024 shows that traditional revenue streams, 
such as fares and subsidies, are stagnant, while operating costs are rising, 
thus threatening sustainable mobility and a modal shift2.

The five key trends that set the tone to understand the current funding context:

 �Slow ridership recovery post-COVID-19: 57% of survey respondents 
report passenger volumes remain below pre-pandemic levels.

 �Fare stagnation: Average farebox recovery is just 46%, deepening reli-
ance on subsidies.

 �Costs outpace revenues: 41% of respondents reported a moderate in-
crease in revenue (between 2% and 5%) while 23% reported a stagnation 
(<2%). All respondents reported cost increases between 2%-10%.

 �Budgets depend on public funds: As pandemic-era support declines 
while demand grows, budget will increase between 2%-5% for 33% of 
respondents, between 6%-10% for 13% and more than 10% for 21%.

 �Short-term focus on capital programmes for mobility infrastructure: 
Around 70% of transit agencies responding to the survey declare having 
capital programmes under a five-year window, with only 42% consider-
ing investments beyond, limiting long-term mass transit developments.

The role of fiscal constraints is a common feature worldwide. These are due 
to limits set on public sector borrowing, high existing tax levels and slow eco-
nomic growth. Therefore, the more important trends can be summarised 
as follows: firstly, financing day-to-day op-
erations has become difficult for some public 
transport operators (PTO) as farebox revenue 
fails to keep pace with costs (often due to po-
litical considerations to keep fares low) and frequent delays in compensation 
paid to PTOs. Secondly, investment levels are below the necessary capital 
requirements to attain Green Deal goals.

Changing trends in geopolitical conditions and international trade are not 
making these challenges any easier. If anything, they will make the situation 
worse. The impact of the recent US tariff measures is inducing a new order 
with deep implications on national budgets. Considering these challenges, 
there is an urgent need for everyone involved in public transport to under-
stand how it generates value to society and how this can be clearly evidenced.

46%
average farebox 
recovery, deepe-
ning reliance on 
subsidies

Disinvestment in public trans-
port is still a major risk today.
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Public transport creates access
Public transport’s daily operations generate access, which in turn creates real 
monetary value for households, companies and communities. These are vis-
ible to households through lower mobility budgets, enabling increased con-
sumption for other purposes, including leisure, education or health. For com-
panies, this takes the shape of lower transaction costs, matching to customers 
and higher sales, which directly impacts activity and margins. For communi-
ties, this appears through better social and environmental outcomes such as 
cleaner air, more space, etc. This value propels equitable, inclusive and sustain-
able growth, thus fulfilling larger public policy goals3.

The notion of inclusiveness and a universal system is embedded in the Four 
A’s framework which highlight the concepts of Accessibility, Availability, Af-
fordability, and Acceptability4 Trying to find an equilibrium between all four 
concepts can be tricky in terms of ensuring that all decisions remain faithful to 
the ‘Avoid, Shift, Improve framework’ for net zero transport5.

To simplify the discussion, the scope of this Position will exclusively focus on 
the notion of ‘access’6. This concept is defined as ‘the measure of the capacity of 
a location to be reached from, or to be reached by, different locations’ 7. With this 
concept, the capacity and arrangement of transport infrastructure are key el-
ements in determining access. In the public transport sector, the concept of 
accessibility means how easy it is for individuals to physically access a public 
transport network, and in turn, the places it connects, through connectivity. 
Hence, measuring how accessible a public transport system is should be con-
sidered as a priority for local authorities, because it enables the identification 
of under- and over-served areas, the design of effective transport policies and 
the unlocking of new sources of revenue.

 Groningen, 
Netherlands  
© UITP

Avoid
Shift
Improve
A key framework 
for net zero 
transport
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Access generates value
To generate access, PTOs incur expenditure on labour, energy, asset/
component construction, supply and replacements, wages and poten-
tially other purchases. In turn, public transport passengers, companies 
and communities consume the access generated by the PTO, reaping 
direct economic outputs, as well as other extra-financial outcomes. The 
following chart maps these economic effects.

Establishing a connectivity assessment
Transport for London has opted to assess the notion of connectiv-
ity which aims to describe how well different places are connected 
to each other using the transport system. Three types of assess-
ment are carried out when assessing connectivity in London:

 �Public Transport access level measure: rating a selected place 
based on how close it is to PT and the frequency of service.

 �Travel time mapping: how far can you travel in a given amount 
of time.

 �Catchment analysis: describing the type and number of places 
available within a range of travel time.

Each of these methodologies have additional sub-components 
which provide a complete picture for the city of London. These 
assessments can either be carried out for London’s current con-
text or using future scenarios.

 London, UK  
© tilialucida



9

Public transport impacts can be massive if we consider multiplier effects
Public transport is a major economic engine. To deliver access, operators purchase labour, energy, 
vehicles and services, thus injecting billions of monetary values into local economies through wages, 
supplier contracts and taxes. These flows create multiplier effects across sectors.

 �In Barcelona, the total estimated economic impact of the local operator to its suppliers is equiva-
lent to €849.8 million and €1.7 billion when indirect and induced effects are included8.

 �In 2023, Milan’s operator (ATM)9 distributed more than €457.6 million to suppliers, €480.8 
million in payroll, and major fleet investments (€330 million for e-buses, €368 million for rail)10.

 �In 2023-24, the Victoria department of Transit and Planning engaged 89 consultancies with a 
total expenditure of 23,6 million AUS11, hence sustaining local and national intellectual services. 

 �Transport for London (TfL) consumes 1.5 TWh of energy annually with costs amounting to £341.8 
million in the year 2024/2512, feeding local utilities. 

 �In Berlin, Deutsche Bahn, including its subsidiary S-Bahn Berlin, is the largest employer in the 
transport sector with around 27,400 employees, while Berliner Verkehrsbetriebe (BVG) the local 
public transport operator employs about 16,500 people13.

 �Ancillary revenues typically account for 5–10% of operator income, supporting local advertising & 
retail activities.

Thanks to this structure, direct and indirect economic spillovers are typically five times higher than 
the initial money invested in the industry14. Despite a projected growth of $295.09 billion by 2025, 
current expenditure in the industry is insufficient to reach sustainable development goals. Nonethe-
less, this allows us to imagine the massive impact that our industry has in the societies it serves.

Distribution effects Market effects

Labour Energy

Vehicles Rents

Multiplier effect through  
wages and expenditures

PTO

Lower mobility budget

Larger job and consumption  
markets + real estate premiums

Health + welfare benefits  
+ education & amenities

Community

Users

Economic agents

Figure 1: The value generation framework
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Households benefitting from access are wealthier
Households that consume access created by public transport spend less 
money on mobility than households who depend on other, more expen-
sive mobility modes. A key component in the planning of a city can be 
deeply rooted in the distribution of different types of households across 
the city based on their socio-economic backgrounds.

Moreover, macroeconomic conditions have a major impact on transport 
demand. In Spain’s 2008 crisis, dense urban areas were more resilient 
because residents spent less on transport. 
Between 2007 and 2013, transport spend-
ing halved for the richest quintile but stayed 
constant for the poorest, even as welfare 
budgets, GDP and tax revenues declined15. 
Time savings are also a major benefit of efficient transit. Metro Bahia, 
Brazil, cut commuting times by up to two hours daily, saving 18 days/
year. Meanwhile in the UK, data shows a 1% faster link reduces on aver-
age employment deprivation by 0.91%. Similarly, better access to jobs 
and health services especially lifts peri-rural areas, reducing inequality 
and boosting workforce participation16.

UITP estimated household mobility budgets to be 9-15% of total house-
hold expenditure17 but the gap between car and transit is stark. In the 
United States, households with an income lower than $25,000 who 
owned at least one vehicle spent 38% of their after-tax income on trans-
port, while households in the same income tier who used transit spent only 
5%18 Similar contrasts exist in the Netherlands (€400 vs. €17/month)19 
and South Africa (16% of the household budgets)20, proving that afforda-
ble transit is a key lever for equity and economic resilience.

 Johannesburg, 
South Africa  
© Jacques Nel

Metro Bahia, Brazil, cut com-
muting times by up to two hours 
daily, saving 18 days/year.

38% vs 5%
USA

€400 vs  
€17/month
Netherlands

Spending on mo-
bility for primarily 
car users vs public 
transport users 
as percentage of 
total household 
expenditure

16%
South Africa
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Companies benefitting from access are more successful
Proximity to public transport boosts business performance by reducing 
transaction costs, improving talent recruitment and expanding custom-
er reach, thus driving higher sales. These direct impacts can positively 
influence a country’s GDP. This, in turn, has spillover effects to the local 
and regional level, as well as the national level in some cases.

The catchment area close to stations is a key point to focus on, along-
side land-use policies and instruments. A key policy which has been 
gaining traction is Transit Oriented Development. The city of Chicago 
saw station areas outperform the region, adding 11,000 jobs, resulting 
in a 1.36% growth despite the 2008–09 recession22, while other sub-
urban areas witnessed a loss up to 5.25%23. Interviews with Chicago’s 
key companies demonstrated that proximity to transit stations provided 
better talent access, hence better company results, which explains lo-
cation choices. The city of Washington hosts 65% of new office space, 

50% of new multifamily rental hous-
ing and 25% of affordable housing 
close to metro stations. Over half of 
the region’s 240,000 businesses and 
more than 70% of its 2.5 million jobs 
lie within 0.5 miles of transit24.

Finally, urban value depends heavily on public transport service levels, 
not just infrastructure investment. The city of Cincinnati, United States, 
showed a drop in land price along the light rail line when service levels 
dropped below a train every 15 minutes25. Some companies monetise 
this access by offering bonuses or premiums for locations near transit, 
especially in real estate close to the rail modes, but not exclusively. Bus 
Rapid Transit systems also boost property values, by 13–14% in Bogotá 
and 5–10% in Seoul. In Kolkata, India, metro proximity increased property 
prices by 16.5%, showing similar effects in developing country contexts26.

Public Transit increases companies’ sales and margins. According to the 
American Public Transportation Association, every $10 million in oper-
ating expenditures in public transportation in the United States yields 
$32 million in increased business sales27.

In Dublin, it was estimated 10,000 
new jobs emerged along Luas corridors, 
with catchment population rising from 
21% to 26% (2011–2022)21.

13-14%
Bogotá

5-10%
Seoul

Percentage in-
crease in property 
prices close to 
metros

16.5%
Kolkata

$10 million in operating expenditures in pub-
lic transportation in the United States yields 
$32 million in increased business sales27.
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New York demonstrates the value of public 
transport through Congestion Charging
Since January 2025, New York City implemented congestion 
charging in Manhattan South by deploying a Congestion Relief 
Zone, with tolls of $9 during peak hours and $2.25 overnight.

Already the benefits are being assessed with over 3 million entries 
avoided in the first two months, and creating positive feedback effects 
in the areas outside the CBD. Traffic speeds, especially on the bridges 
were between 5-30% faster. These changes have also impacted travel 
times, saving estimated between $500 million to $1.3 billion annually.

Furthermore, positive impacts are being quantified with attend-
ance to Broadway shows increasing up to 20%, restaurants res-
ervation is up to 5%, retail sales were up 1.5%.

Importantly, $15 billion in revenue will be allocated to public 
transport improvements.

Congestion Relief is working

60,000
fewer vehicles  
entering the Congestion 
Relief Zone every day

4%
more pedestrians 
walking in the Congestion 
Relief Zone

70%
drop in excessive 
honking reports  
to 311 from the Congestion 
Relief Zone

$48
million generated  
during the programme’s  
first month

 New York, USA 
© Marc A. Hermann/
MTA 
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Implementation of Transit Oriented Development (TOD) and Value 
Capture Financing (VCF) are mandates under India’s National Met-
ro Rail Policy of 2017. The National Capital Region Transport Corpo-
ration (NCRTC) is working on operationalising these aspects for the 
Namo Bharat Regional Corridors in India’s National Capital Region. 
Significant increase in value of land and assets due to implementation 
of the Delhi-Meerut corridor (82km) has been established with gov-
ernment notified ‘Circle Rates’ of lands increasing up to 25% in the 
project catchment.

To capture a portion of this value, the State 
Government has notified ‘Special Amenity 
Fees’ which would be levied on upcoming 
developments throughout the beneficiary 
cities of Ghaziabad and Meerut. Revenues 
from ‘Special Amenity Fees’ would be uti-
lised solely for the financial sustainability 
of the ‘Special Amenity’ – Namo Bharat 
Regional Transit project. Further, leverag-
ing improved transit accessibility, the local 
authorities have also allowed for the sale of 
additional development rights (F.A.R.) in 
the TOD Zones. 50% of the revenue from 
the sale of these development rights would 
be shared with NCRTC towards transit fi-
nancial sustainability.

Accessibility as a concept is also guiding urban planning around the 
Namo Bharat project. The ‘TOD Zones’ of the project have been in-
dicated as part of the statutory city Masterplans – where additional 
development rights and mixed land use would be permissible. Ac-
cordingly, Zonal Development Plans are currently under preparation 
for the entire influence zone of the transit corridor. Further, two new 
Greenfield cities are now being developed within/close to the influ-
ence zone of the corridor. Such an approach would enable planned 
densification in proximity to transit stations and contribute towards 
transit accessibility and enhance ridership of the transit network.

 New Delhi, India 
© National Capital 
Region Transport 
Corporation 

Transit Oriented Development in India’s 
National Capital Region
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Communities benefitting from access can generate revenues
Communities benefit from better transport through avoided costs and 
generated revenues, creating major positive externalities for individuals, 
local economies and the wider national economy, especially at a time of 
tight budgets and labour markets.

In terms of indirect benefits, the savings produced have long been rec-
ognised and quantified28. Barcelona’s operator estimates savings of 
€706.5 million between external social and environmental costs, in 
which social savings are €559.7 million (79% of the total), public health 
savings are €116.1 million (16% of the total) 
and environmental savings are €30.7 million 
(4% of the total)29. In Washington DC, public 
transport is considered to be 20 times safer 
than driving, saving the region $950 million 
a year in collision costs and avoiding nearly 
30 deaths and over 2,500 injuries30. Similar results were drawn from 
the deployment of the T5 tram line in Paris, France which remarkably 
reduced road-related heavy injuries (-66% vs -34%) and deaths (-72% 
vs -48%) in its corridor. Additional savings include a carbon balance of 
-1,200 to -2,200 tCO2eq/year31.

The emission reduction study identified that in eight years of operation, 
Metro Bahia helped to reduce the following amount of other pollut-
ants (in tonnes): 62.9 tonnes CO₂ (linked to nausea and fainting), 106 
tonnes CH₄ (causes irritation, headaches, organ damage), 4.2 tonnes 
NOx (affects airways and oxygenation), 0.7 tonnes particulate matter 
(triggers respiratory and cardiovascular diseases), and 3.2 tonnes N₂O 
(can cause mood swings, memory issues and heart problems)32.

New mechanisms can translate the external-
ities produced into revenues, for instance ac-
cess to carbon credit markets can be tapped 
by providing low-carbon access to cities.

In Washington DC, public 
transport is considered to be 
20 times safer than driving.

Today, public transport saves 
around 170 million tonnes of oil 
and around 550 million tonnes 
of CO2e at its €77/tonne price 
of January 2025, this would 
equate to €42.3 billion of po-
tential additional revenue for 
the industry33.
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Shenzhen’s Carbon Market and its mechanisms
Shenzhen’s approach illustrates how public transport can participate in carbon markets 
through a city-level carbon inclusive mechanism embedded in broader climate and ur-
ban governance frameworks. Rather than treating public transport as a standalone off-
set project, Shenzhen integrates low-carbon travel behaviours into its carbon inclusive 
system. Within this framework, Shenzhen Bus Group contributed to the development 
of the city’s first low-carbon public transport carbon inclusive methodology, officially 
released by the municipal environmental authority. The methodology provides a stand-
ardised and regulator-approved approach to quantifying emission reductions from bus 
and metro travel at the individual level. Carbon accounting is operationalized through a 
dedicated digital platform linking travel behaviour, emission reduction calculation, credit 
issuance and exchange, enabling public transport–related reductions to be recognised 
within the local carbon market mechanism.

From Shenzhen Bus Group’s perspective, the key impact lies in establishing a clear and 
compliant pathway for a public transport operator to engage with carbon market instru-
ments. The mechanism enables the climate value generated by daily public transport 
operations to be formally recognised within an official framework, without relying on 
project-based offset schemes. It also supports the integration of carbon considerations 
into routine service management and user engagement, reinforcing low-carbon travel 
choices while maintaining regulatory and data governance discipline. Overall, the expe-
rience shows how carbon market participation can complement electrification and ser-
vice improvement efforts, strengthening the sustainability narrative of public transport 
from an operator’s standpoint.

Shenzhen, China  
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Translating metrics into storytelling
Operators and public transport authorities have a long history of collecting data to guide projects and 
policies. The dependence on relevant and timely data was traditionally covered through the use and 
deployment of surveys. There is a myriad of different approaches and data collection ranging from the 
sophisticated ones (O/D matrices, household, mobility surveys, etc) carried out every 5 to 10 years, 
to more generic ones like annual satisfaction surveys. The main challenge today is the processing of 
vast data to ensure relevance for demonstrating value creation. 

The key challenge for PTAs and PTOs can 
be summarised in three main aspects; first-
ly, identifying the suitable data to build the 
narrative required. Secondly, shifting to-
wards a data-oriented approach to monitor 
developments and finally, ensuring the use 
of appropriate KPIs to provide evidence for 
value creation.

Building on the work carried by UITP 
through the assessment of multiple ex-post 
analysis, academic research or consulting 
reports, a range of 35-40 indicators were 
identified showcasing the different areas of 
where value produced was quantified34. 

The range of methodologies utilised included 
appraisals, modelling and mapping assess-
ments, using popular tools such as Input-Out-
put tables (I/O), Benefit to Cost Ratio (BCR) 
and Wider Economic Benefits (WEB). From 
the review carried out by UITP, in most cases 
those tools were used in combination with sur-
vey and institutional sources. These KPIs were 
ranked based on different objectives: 

 �Significance for budgeting. 

 �Importance in quantifying value. 

 �Sensitivity for building advocacy messaging. 

The outcome shows a different solution based on the audience and purposes identified, as seen in 
the table below. Public opinion, elected officials and experts were highlighted as the three main in-
fluencers in decision-making. While the list is not exhaustive, anyone explaining the value of public 
transport will need to consider the specific concerns.

 Singapore, Singapore  
© PTC
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Public Opinion Elected Officials Experts

Access to daily life. PT has direct impact to society. Better use of public space.

Travel time savings. PT has direct impact to eco-
nomy. Reduce congestion.

Allows social inclusion. Add value to properties and 
businesses. Reduce emissions.

Affordability. Reduce accidents.

Public contribution to PT. Improve health.

Channelling the value created towards funding 
operational expenses
This Position has demonstrated that public transport operations gener-
ate economic value for consumers, businesses, and communities, thus 
sustaining local economies. Given this substantial value, it is sensible 
that a part of this value is captured and recycled into public transport to 
enable the society of the future to experience these benefits.

As of today, many users pay flat, regressive fares that ignore their will-
ingness to pay, leaving heavy users undercharged and light users over-
burdened. Companies and real estate actors gain from higher land val-
ues, sales and productivity, but taxation, aside from cases like France’s 

Versement Mobilité or the UK’s May-
oral Levy, remains the only recapture 
tool, and fiscal policies are general 
and ineffective in getting back what is 
ascribable to public transport access. 

The case for communities is even more complex, as positive externali-
ties, such as reduced congestion, emissions and improved accessibility, 
are rarely monetised and green finance remains underused despite its 
vast potential. Overall, mechanisms to measure this value for reinvest-
ment into the system remain inadequate.

The following tools enable this value to be recaptured in ways that are 
fair and in line with the pursuit of public policy results:

The status quo is characterised by gov-
ernments with limited tools to capture 
the value created by public transport.

Table 1: Stakeholder perspectives on the value of public transport
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Stakeholder Tool Definition

Users Revenue-Based Fares Higher-income households pay more for transport 
passes, while lower-income households pay less.

Non-Users

Congestion pricing Public transport non-users pay for less traffic and 
pollution on roads through congestion charging.

Parking fares Non-users pay for the use of parking spaces. Reve-
nues are collected by the municipality.

Tourist levies Tourists are charged a small percentage on the hotel 
room which is collected by the municipality.

Companies

Progressive earmarked
taxation

Companies benefitting from public transport pay 
higher taxes than those without access. This extra 
revenue funds operations.

Land value capture:
Business rate supplement

Flat contribution levied on companies that benefit 
from infrastructure developments in their vicinity.

Land value capture:
Infrastructure levy

Tax on landowners whose property development in-
creases demands from public services.

Land value capture:
Land readjustment

Pooling fragmented land for joint development, with 
owners transferring a portion for public use35.

Working parking levy
Employer charge per workplace parking space in areas 
serviced by public transit to encourage sustainable 
commuting and fund public transport.

Community

Carbon pricing Economic strategy to internalise the environmental 
cost of carbon emissions by assigning them a price.

Green bonds Fixed-income instruments funding eco-friendly pro-
jects, attracting investors seeking returns and impact.

 Berlin, Germany 
© 360b

Table 2: Categorisation of value defined by stakeholder, tool, and definition
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As a general trend, the reliance on general taxation and fare users is the most used tool for 
funding a public transport operation. Trends at macro level show a shift towards progressive, 
access-based models that internalise the value created by transit infrastructure. Locally, exam-
ples like Bogotá’s infrastructure levy demonstrate a growing political will to adopt these tools, 
although farebox revenues remain dominant despite their volatility and regressiveness. The UITP 
Global Economic Outlook 2024 identifies as its main priorities the stabilisation of costs, fol-
lowed by the need to identify new market possibilities, and increase fare revenues. However, the 
development of non-fare revenues did not foresee many changes, except for advertising and 
retail/in-stations revenues which were expected to grow36.

Access is a powerful argument in justifying the deployment of funding instruments, as it is a 
measure of the unearned benefits generated by public transport. A key bottleneck lies in the po-
litical appetite of leadership and citizens. For instance, the deployment of land value tools would 
require local entities to have access to decentralised competences and fiscal powers, including 
an updated cadastre or such type of land registry, an ability to cover real estate risk or price 
fluctuations, etc. The ability to absorb such additional costs is also a key prerequisite, requiring 
calibration, trial and error, and political savviness.

Recommendations 
 �Operational expenses should be considered as an investment in local economies 
especially when focusing on the proper running and maintenance of cities’ systems 
as well as capital expenses when used to renew and refurbish current assets to en-
sure the affordability of the system.

 �Transport authorities and public transport operators should collect, measure and 
provide up-to-date information on the value/wealth created through mapping ac-
cessibility/connectivity to have a clear understanding of the value generated within 
local territories.

 �Public transport operators should invest in capacity building and competences in 
appraisal and evaluation to make the case for adequate quantifying and communi-
cate the value generation.

 �The sector should actively communicate to all its stakeholders on the value gener-
ated by public transport, providing ground towards a dream to achieve or a night-
mare to avoid.

 �Public transport authorities and operators should assess how to recapture the value 
generated through the deployment of tools and instruments required (e.g. better-
ment taxes, TOD, etc).
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