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Organization and management of deregulated and regulated public transport…

Abstract

In urban transport, two basic models of organization and management of its 
functioning are used, i.e. a model of deregulated and regulated transport. The article 
presents the main assumptions and principles of both models, based on the literature 
review and the results of research on similarities and discrepancies that take place 
in practice on the example of two metropolises: West Yorkshire in the United King-
dom and the metropolis of the Gulf of Gdańsk in Poland. When making comparisons, 
organizational structures appearing on the market, organizers’ and operators’ tasks, 
ownership forms of organizers and operators, operators’ shares in the transport 
services market, tariff and ticket solutions as well as the scope of concessions for 
free and reduced journeys were taken into account. Particular attention was paid 
to the integration of transport services of individual organizers, focusing on the influ-
ence of the level of integration on the quality of transport services. In the further 
part of the article, issues requiring discussion in the light of the presented research 
results were pointed out and a summary of the substantive considerations was 
carried out within its framework. It was also stated that the research hypothesis 
was proved, according to which the deregulated and regulated transport models 
show in practice more similarities than discrepancies.
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Introduction

In public transport functioning in servicing metropolitan areas, two basic mod-
els of organization and management are applied: deregulated and regulated. In 
principle, these are fundamentally separate systems. In practice, however, there are 
far-reaching similarities between them, which are the result of the public authorities’ 
striving to provide the residents of these areas with a high standard of transport 
services. As a result, the extent of the discrepancy between these systems became 
very limited. This issue may be examined on the example of a particular metropolis 
in Great Britain where apart from London a deregulated system is used, and Poland 
where a regulated system is generally in force. The authors of this article, due 
to their professional involvement, are the closest to the systems of organization 
and management of public transport in the West Yorkshire metropolis in Great 
Britain and the metropolis of the Gulf of Gdańsk in Poland.

The aim of the article is to present the principles of functioning in practice 
of a deregulated and regulated system of organization and management of public 
transport in a metropolitan area. According to the research hypothesis adopted 
in the article, these models show in practice more similarities than discrepancies.

1. Literature review

Many publications have been devoted to the organization and management 
of public transport in metropolitan areas.

Organizational forms of local public transport can be brought to two opposite 
solutions: one based on public intervention and the other using a market mechanism 
(van de Welde, 1999). In case of public interference, public authorities managing 
public transport services have a legally guaranteed monopoly on the provision 
of these services and decide in a more or less detailed manner what services must 
be provided. This means that independent entry into the market is formally pro-
hibited and that entities belonging to public authorities directly provide services or 
commission contracted entities to provide transport services. However, in the case 
of using the market mechanism, independent entry onto the market is possible. 
Competent authorities act as a licensor mainly verifying that the potential producer 
of services meets legal requirements as well as technical and operational standards. 
They also assess the compliance of the market initiative with the strategic objectives 
and strategy of the area (Zatti, 2011).

The main problem of public authorities deciding to commission transport 
services is the choice of a particular contracting method. The provision of these 
services is associated with two types of risks: costs and revenues. The first one 
concerns the possibility of exceeding a certain level of costs, the second – failure 
to achieve a certain level of revenues. In the situation where the operator bears 
only the cost risk, a gross cost contract is concluded, whereas if the operator also 
incurs income risk, the net cost contract is concluded (Zhang et al., 2016).
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The provision of local public transport services in Europe has undergone 
significant changes in the last few decades. These changes, which were the result 
of regulatory reforms, both at the European and national level led to institutional 
changes in the organization and management of public transport. EU Regulation 
1370/2007 completed the nearly 40-year validity period of the previous regulation. 
The current regulation leaves the local transport authorities free to choose to pro-
vide transport services directly on their own or to delegate the role of providing 
services to external operators, selected on the basis of tenders (Florio et al., 2013).

The biggest step towards deregulation in Europe was made in the UK by resolv-
ing the Transport Act in 1985. This law introduced deregulation of bus services 
in the United Kingdom, except for Northern Ireland and the metropolitan area 
of London. The Transport Act abolished quantitative licenses and forced local 
authorities to sell their municipally owned public transport companies. Public 
owned enterprises were privatized in small enough sections to prevent any private 
market dominance by the operator (Florio et al., 2013).

In the UK, general responsibility for transport policy is placed under the Depart-
ment for Transport (DfT). There are two types of structures at the local level:
• single-tier or “unitary” authorities, located in Wales and Scotland, and in some 

parts of England, having responsibility for all functions below national 
and regional level,

• two-tier authorities, occurring in most parts of England. Placed under country 
councils.
Both structures are road and transport management. They bear direct 

responsibility for the maintenance and construction of local roads. They support 
non-commercial bus services, usually by organizing tenders for their provision. 
They also play a specific role in the promotion of public transport, providing con-
sistent information on timetables. They also allocate large public funds for school 
transport, fulfilling their statutory duties in this area. What’s more, they stimulate 
the use of rail transport. They also provide financing for certain concessions in fares, 
including children, the elderly and people with disabilities (White, 2017).

As part of the deregulation of local public transport in the United Kingdom, 
the Passenger Transport Authorities (PTAs) operating until then, became bodies 
consisting of elected members from district councils in their areas. In 2008, under 
the Local Transport Act, they were granted wider powers, changing their name 
to Integrated Transport Authorities (ITAs). As part of these structures, the current 
responsibility for the operation of local transport has been placed upon the Pas-
senger Transport Executive (PTE). These units employ professional managers. 
The creation of Combined Authorities (CAs) has become possible in the largest 
metropolises. These structures have a wide range of local authorities in the field 
of transport and planning on a metropolitan scale (White, 2017).

In Poland, after the end of World War II, the organization and management 
of public transport in cities was carried out by voivodeship and municipal transport 
companies with the status of state-owned enterprises. Thanks to this, public trans-
port services in cities within the voivodeship were internally integrated. However, 
the socialist economic system did not allow the proper implementation of individual 
management following the example of solutions used in the market economy. 
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As a result, local public transport was unable to provide the level of service desired 
by passengers. Nevertheless, it played a dominant role in satisfying transport needs, 
due to the marginal share in the transport of individual motorisation (Wyszomirski, 
2002).

The major change in the conditions of the functioning of cities followed 
the adoption in 1990 of the Act on municipal self-government. This Act initiated 
the process of restructuring urban transport in Poland (ustawa o samorządzie 
gminnym, 1990) Under this law, municipal authorities, instead of state-owned ones, 
have become responsible for providing local public transport services. They had 
to decide on the choice of specific solutions for the organization and management 
of urban transport. Municipalities gained the possibility of deregulation and market 
liberalization. Some municipalities decided to take advantage of this possibility 
and began to use the competition mechanism in order to market the verification 
of the efficiency of transport enterprises and to create high-quality transport 
services. In these cases, there has been a change in the orientation in shaping 
the transport service from production to marketing. The basis of the marketing 
approach to customers has become the results of market research (Rucińska, 2015).

A characteristic feature of the initial period of the 1990s was the possibility 
of flexible shaping of market organization rules and the way of contracting 
transport services. As a result, some municipalities started implementing new 
market organization models, admitting that the current manner of its organization 
consisting in the monopoly of a municipal enterprise combining the organization 
and implementation functions did not provide the benefits of a market economy. 
There were attempts to deregulate the market, but in practice a solution known 
as regulated competition found its application. As part of this solution, the organi-
zation and implementation of transports were separated in metropolises and large 
cities and public transport management was entrusted to specialized units that 
could employ competitive operators. The first city in Poland where it was made was 
Białystok in 1991, followed by Gdynia, part of the metropolis of the Gulf of Gdańsk 
and the Polish capital – Warsaw in 1992 (Dydkowski, 2009).

With time, urban transport, as a field of management, began to be subject 
to an increasing number of regulations. None of these regulations was prepared 
specifically for this transport. Their number grew rapidly, making it possible to talk 
about administration and not about managing public transport in metropolises 
and cities. A strong lobby of opponents of competition in road transport initiated 
the beginning of works aimed at regulating the functioning of public transport, pri-
marily with a view to adapting Polish law to Regulation 1370/2007 of the European 
Parliament and of the Council of 23 October 2007 enabling the direct administration 
of services to an internal entity in under the so-called entrusting (Grzelec, 2011).

In 2011, the Act on public mass transport entered into force (ustawa o publicz-
nym transporcie zbiorowym, 2010). The Act sets out the rules for the organization 
and functioning of regular passenger transport in public transport. It introduced 
many uniform and relatively precise regulations. They have a universal character, 
which is why they are not always tailored to the specifics of individual branches 
and types of transport. The new law worsens the conditions for free and adapted 
to the needs of individual local government units of the urban transport organization. 
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It also increases the level of regulation by rejecting the possibility of using attributes 
of competition, which weakens the competitive position of collective transport 
against individual transport (Chaberko, Kretowicz, 2011).

2. Organization and management of public transport in the West 
Yorkshire metropolitan county

The West Yorkshire metropolitan county is located in the north of England 
in the Yorkshire and the Humber region. The area of the count is 2,029 km2, 
and the population – 2.3 million (2016). The largest city of West Yorkshire 
is Leeds, inhabited in 2016 by 781,743 inhabitants (Population Estimates for UK, 
www.ons.gov.uk). Other major cities in the county are Wakefield, Bradford, Hud-
dersfield and Halifax.

The West Yorkshire metropolitan county covers 5 districts: Kalderdale, Kirklees, 
the city of Bradford, the city of Leeds and the city of Wakefield. In 1974–1986 
West Yorkshire was an administrative unit. In 1986 the metropolitan county lost 
its administrative powers and its constituent boroughs, called districts, became 
autonomous administrative units, or unitary authorities (Encyclopedia Britannica, 
www.britannica.com).

The public transport regulatory activity in the West Yorkshire metropolitan 
area is dealt with by the West Yorkshire Combined Authority (WYCA). In 2014, this 
entity absorbed the West Yorkshire Integrated Transport Authority as the successor 
of the West Yorkshire Passenger Transport Authority. The latter entity was estab-
lished in 1986 as a result of the deregulation of public transport in Great Britain. 
WYCA has responsibility for transport, economic development and regeneration 
in five West Yorkshire districts.

The current management of public transport in the Leeds metropolitan area 
is handled by West Yorkshire Passenger Transport Executive. This entity is based 
in Leeds and was established in 1974. It plays the role of a metropolitan public 
transport board. Currently, as the West Yorkshire Integrated Transport Authority, 
it is a part of the West Yorkshire Combined Authority (www.wymetro.com).

The West Yorkshire Combined Authority develops a transport strategy for 
the entire West Yorkshire area. This entity was created to bring together the economic 
development and transport functions in a more strategic way. The latest strategy 
covers the period up to 2040. It is based on the conviction that an appropriate 
transport system is needed to develop this area in a way that benefits everyone 
living and working there. The strategy adopted the following transport develop-
ment objectives:
• create a more reliable, less congested and better connected transport network,
• have a positive impact our built and natural environment,
• put people first to create a strong sense of place.

In accordance with the strategy, the condition of achieving its goals is the func-
tioning of a single public transport system (transport-strategy-2040.pdf; www.
westyorks-ca.gov.uk).
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West Yorkshire Bus Strategy 2040 is part of the overall transport strategy. 
The bus strategy was developed because of the role of bus transport in the county 
and was widely consulted in 2016. The vision of the strategy is “To create a modern, 
integrated and innovative bus system, which puts customers first and contributes 
to the delivery of the economic, environmental and quality of life ambitious as set out 
in the Strategic Economic Plan and the West Yorkshire Transport Strategy”. The Bus 
Strategy sets the target to grow the number of bus passengers by up to 25% over 
the next ten years (West Yorkshire Bus Strategy 2040, www.westyorks-ca.gov.uk).

Public transport in the West Yorkshire area has one Metro brand, introduced 
in 1988. This brand is owned by WYCA. The use of a single common brand for all 
public transport in the county area is intended to make it easier for passengers 
to use transport services.

Private operators deal with provision of transport services in the West Yorkshire 
area. The essence of the model of deregulated public transport results in their 
large share in shaping the transport offer. The operators purchase rolling stock 
themselves, make decisions regarding the routes and the frequency of running 
vehicles on lines, and they themselves decide about the level of basic prices for 
transport services (Wyszomirski, 2001a).

However, the transport offer developed by the operators does not sufficiently 
achieve the strategic objectives adopted by the WYCA. This situation is the reason 
for interference in the transport offer by this entity. In carrying out its tasks, it under-
takes certain actions aimed at improving the standard of transport services, using 
public funds for this purpose. These activities in particular include:
• maintaining stations and stops,
• providing information on the functioning of public transport,
• offering integrated tickets and financial support for concessionary journeys,
• ordering specific services that require funding from public funds.

Bus operators play a key role in the deregulated transport in West Yorkshire. 
These are only private enterprises, both small and international corporations such 
as Arriva, First Bus and Transdev. Each week, they carry over 3.5 million passengers. 
In total, the services are provided by around 40 operators, who decide on majorities 
of routes and timetables and set fares for them. The share of the three largest 
operators listed is around 90%. WYCA doesn’t run any of the buses but it contracts 
bus companies to run around 15% of the county bus services – those which are 
important to people, but they are not profitable (West Yorkshire Bus Strategy 2040, 
www.westyorks-ca.gov.uk).

Arriva on its website offers Journey Planner covering not only the West Yorkshire 
area, but also all other UK bus connections offered by this operator. Using this site 
you can choose the right ticket and make a purchase (www.arrivabus.co.uk). First 
Bus, however, provides a website addressed to passengers traveling on a local 
scale in Leeds, where there are 60 bus lines of this operator and one from Leeds 
to Bradford. According to the offer, these are lines with a high rolling frequency 
of the rolling stock, e.g. every 10 min. Via the website you can plan your trip and buy 
a ticket. You can also get current information (www.firstgroup.com/leeds).

WYCA together with bus companies and district councils introduced a number 
of bus initiatives, including:
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• YourNextBus – the live mobile timetable information via apps, SMS and mobile 
internet,

• two new park&ride sites,
• Mcard – the smart multi-operator ticket scheme, used for about a third of all 

West Yorkshire bus trips,
• smart phone technology to provide real time information at all West Yorkshire 

bus stops,
• continued investment into vehicles by bus companies to make them attractive 

and accessible – the majority of them have low floors and 97% are fitted with smart 
ticketing machines (West Yorkshire Bus Strategy 2040, www.westyorks-ca.gov.uk).
In addition to bus transport in the West Yorkshire transport service integrated 

by WYCA, under the Metro brand, there is also railway transport, partly financed 
from public funds by this entity. The routes of some lines extend beyond the West 
Yorkshire area, including neighboring cities such as Blackpool, Doncaster, Liverpool, 
Manchester, Nottingham, Preston, Sheffield and York. Most lines offer a high fre-
quency. In the period from the deregulation of public transport in the West Yorkshire 
area, transport organizers launched almost 20 railway stations, previously closed 
or new, including 3 during the WYCA functioning period in 2015–2017. In 2018, 
this entity with key stakeholders secured funding for the redevelopment of one 
more station (www.wyetro.com).

As part of the effort to ensure integrated mobility in West Yorkshire, bus stations 
and parking lots at railway stations are being built. In addition, since 2015 the WYCA 
project has been implemented under the name Transport Hubs. Hubs are places 
where interchanges take place and where are adjacent services and facilities which 
make them destinations in their own right. Hubs provide easy access to the whole 
transport network. They are envisaged as locations on the core public transport net-
work easily accessible by bus, rail, cycle, walking, taxi and car (www.wymetro.com).

In Leeds transport service since 1959, trams have not been functioning. From 
the beginning of the 90s of the previous century, transport authorities in Leeds have 
a new tramway system. The Leeds tramway project includes 3 lines with 50 stops 
and 4 large parking lots, including 4,500 parking spaces. The lines, according 
to the design, would be served by 40 articulated 200 local trams. The condition 
for the project implementation is obtaining external financing (Leeds Supertram, 
www.railway-technolgy.com).

A characteristic feature of deregulated public transport is the determination 
of types and levels of charges by operators on their own. However, this solution 
does not meet the requirements of passengers. As a result, transport authorities 
introduce, in cooperation with operators:
• entitlements to reduced fares,
• network tickets valid in all means of transport, regardless of the operator 

(Wyszomirski, 2001b).
In the West Yorkshire area, single tickets are sold by individual operators. How-

ever, via Metro you can get tickets with travel subsidies for young people, senior, 
blind and disabled persons. Children up to 5 years old travel free of charge, while 
between 5 and 10 years old at half the price. The 50% discount also covers older 
children and young people up to 19 years of age, provided they are residents of West 
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Yorkshire. In addition, students aged 19 to 25 years have some price reduction. 
The carrier of the discount is smartcard, smartcard, which enables to pre-load 
discounted bus or bus and rail weekly, monthly or termly tickets giving unlimited 
travel throughout West Yorkshire. The reduced senior card is available to people 
who have reached retirement age and are permanent residents of West Yorkshire. 
Metro also offers publicly available tickets with price reductions, except for one-time 
tickets: DaySaver, MetroDay, Weekender, DayRovers. The DaySaver ticket is valid 
for 1, 3, 5 or 10 days only on buses. Similarly to bus transport there is a limited by 
its validity Weekender ticket, which can be used from Friday from 6 p.m. until 
midnight on Sunday, except holidays. The DayRover ticket is intended for groups 
of passengers up to 5 people, including a maximum of two adults or only two adults. 
It can be used on buses and trains outside the transport peak (www.wymetro.com).

West Yorkshire Metro also organizes free town and city buses connecting key 
locations around town and city centers. There is no charge to travel on that buses. 
They are fully accessible. The following services are free to use:
• freetownbus in Dewsbury,
• freetownbus in Huddersfield
• freecitybus inWakefield.

Freecitybus in Wakefield is characterized by the most frequent and longest oper-
ating period. Its route is round and includes 14 stops. Buses run every 10–12 minutes 
from 7.30 a.m. to 6.40 p.m. Monday to Friday and between 8.30 a.m. and 5.00 p.m. 
on Saturday (www.wymetro.com).

Freecitybus was operated under the Metro organization, also in Leeds 
in the years 2006–2011. Now it is called Leeds City Bus. Its route is also round 
and includes 19 stops. Buses run at high frequency from Monday to Saturday 
with high frequency during the day and in the evenings and on Sundays every 
30–60 minutes. Services are provided with a small payment of ė1 per journey. They 
are free for persons having a concessionary or season ticket. Routes of Freecitybus 
in Leeds are designed to connect bus and rail stations with shopping centers, 
hospitals, colleges, universities and key business and leisure locations. It has 
contributed to the reduction of city and town center congestion by encouraging 
people to leave their cars at home and use connecting trains and buses instead 
(www.wymetro.com).

3. Organization and management of public transport 
in the metropolis of the Gulf of Gdańsk

The metropolitan area of the Gulf of Gdańsk is located in the north of Poland 
on the Gulf of Gdańsk. The central part is created by the Tri-City, i.e. a polycentric 
urban area: Gdańsk (570,000 residents), Gdynia (250,000 residents) and Sopot 
(35,000 residents). The outer parts are the remaining towns from Tczew in the south 
and Wejherowo in the north. The area of the metropolitan area is 2,162 km² 
and is inhabited by over 1 million people (Plan zagospodarowania przestrzennego 
województwa pomorskiego, 2009).
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Even before the resolution of the Act of 8 March 1990 on municipal government 
(ustawa o publicznym transporcie zbiorowym, 2010) which delegated competences 
related to the operation of local public transport to municipalities, Wojewódzkie 
Przedsiębiorstwo Komunikacyjne in Gdańsk, was divided into four municipal 
transport companies: in Gdańsk, Gdynia, Wejherowo and Tczew. As a result, 
in the metropolitan area of the Gulf of Gdańsk, one enterprise providing collec-
tive public transport services, was replaced by four new transport companies. 
A process of disintegration of public transport was also initiated, especially visible 
for passengers in the tariff and ticket sector.

The first, specialized organizer of public transport in the metropolitan area 
of the Gulf of Gdańsk is the Public Transport Authority in Gdynia (ZKM in Gdynia), 
which was established in 1992. It is responsible for the organization of municipal 
public transport in Gdynia and 6 neighboring municipalities. The statutory tasks 
of this organizer of urban transport include:
• examining of the urban transport market;
• designing the development of urban transport;
• development of timetables;
• concluding contracts with operators for the provision of transport services;
• control of contract performance in terms of quantity and quality;
• payment for transport services provided;
• influencing the policy of reproducing urban transport fleet;
• preparation of tariff projects;
• sale of tickets for urban transport services;
• ticket control;
• determining the necessary level of budget subsidies for urban transport services;
• maintaining stations and stops;
• current supervision of traffic and regulation of urban transport vehicles;
• preparation and provision of information on the functioning of urban transport;
• promotion of urban transport services.

Transport services for ZKM in Gdynia are carried out by three municipal compa-
nies, owned by the municipality of Gdynia: one operating exclusively trolleybuses 
and two – buses. In addition, private transport companies take part in transport 
services. Municipal operators provide services on the basis of entrustment, 
while private operators are selected through unlimited tenders. Gross contracts 
were concluded both with one and the other. The share of municipal operators 
in the operational operation of urban transport organized by ZKM in Gdynia in 2018 
amounted to 79.9%. The remaining part, i.e. 20.1%, was carried out by private 
carriers, including the largest number of Pomeranian Transport Vehicles – 9.3% 
and Bus Transport – “Gryf” – 5.1%.

In Gdańsk, which is the largest city in the metropolitan area of the Gulf 
of Gdańsk, a separate public transport organizer was set up in 2005. Until then, 
the function of organization and implementation of transports was carried out by 
a municipal operator that operates trams and buses. The organizer – the Municipal 
Transport Authority in Gdańsk, just like the ZKM in Gdynia, is a budget entity. 
At the beginning of its operation, it did not perform all the tasks typical of the trans-
port organizer, because it was still carried out by the municipal operator. This 
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operator, owned by the municipality of Gdańsk, plays the main role in Gdańsk city 
transport. Currently, it provides transport services under the name of Gdańsk Buses 
and Trams, using both of these means of transport. In 2009, private operators started 
operating in Gdańsk city transport, who won for the first time announced tenders 
for eight years of service of lines crossing the administrative borders of Gdańsk. 
These lines, in accordance with inter-municipal agreements, are organized by 
ZTM in Gdańsk and thus serve 6 communes neighboring with Gdańsk. Partic-
ipation in the operation of the municipal operator is 88% and the private 12% 
(www.ztm.gda.pl). Gdańsk trams are also used for transporting Gdańsk. Small units 
make it possible to transport by internal waterways and above all are an attractive 
form of public transport for tourists. It entered into gross contracts with all ZTM 
operators in Gdańsk.

In two smaller cities included in the Tri-City metropolis: Tczew and Wejherowo, 
the role of the organizer of municipal transport, in their areas and areas of neighbor-
ing municipalities, is carried out by the departments of municipal offices. In Tczew, 
a private operator selected in an unlimited tender deals with bus transport and ticket 
sales and control. The operator bears the commercial risk associated with the sale 
of tickets, which is the result of a net contract concluded with it by the city. A sim-
ilar organizational solution occurs in Wejherowo. However, the implementation 
of transport, the control and sale of tickets, as well as the scheduling of timetables 
is handled by a municipal company owned by the municipality of Wejherowo – 
Miejski Zakład Komunikacji Wejherowo. This operator has the status of an internal 
operator and operates on the basis of a contract of entrustment. This contract is also 
a net contract. The buses of the Wejherowo operator support the city of Wejherowo 
and neighboring municipalities, which concluded inter-municipal agreements 
regarding the organization of transport services with this city. Part of the operating 
work is outsourced to private operators. Currently, there are three private operators, 
whose share is around 20% (www.mzkwejherowo.pl).

Summing up, in the polycentric area of the Tri-City metropolis, the organiza-
tion of public transport is carried out by two specialized budget units of the cities 
constituting the core of the metropolis, i.e. Gdańsk and Gdynia. These units 
are respectively the Public Transport Authority in Gdańsk (ZTM in Gdańsk) 
and the Public Transport Authority in Gdynia (ZKM in Gdynia). In the remaining 
area of the metropolis, the municipal transport organizer functions as two municipal 
departments, i.e. in Tczew and Wejherowo. While the transport boards perform all 
the organizing functions, the departments of the offices have ceded some of their 
tasks to the operators who owned the communes, who deal with distribution 
and ticket control.

Restructured by separating the organizing activities from transport municipal 
public transport systems in the metropolis of the Gulf of Gdańsk, they provided 
tangible benefits to passengers, consisting in improving the quality and economic 
efficiency of transport services. As part of these systems, in particular Gdynia, 
the marketing opportunities for shaping the service offer were used based 
on the results of systematically conducted research on the urban transport market. 
This resulted in a better adaptation of the offer to the transport needs of residents. 
In addition, the competition mechanism in the sphere of supply of transport 
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services was used to stimulate the behavior of operators that support the increase 
in the quality of services offered.

In the area of the metropolis of the Gulf of Gdańsk, an important role 
in transport service is played by Szybka Kolej Miejska (SKM – Suburban Train), 
launched in the 1950s from Gdańsk via Sopot and Gdynia to Wejherowo. Since 
2001, the company PKP Szybka Kolej Miejska w Trójmieście Sp. z o.o. has been 
organizing and implementing railway agglomeration services. z o.o. (SKM), which 
was created as a result of the restructuring of the state-owned PKP. The SKM 
line is treated as a ground subway, connecting the centers of the most important 
cities forming the metropolis, enabling efficient movement of passengers traveling 
through more than one municipality. SKM operates independently from public 
transport organized by ZTM in Gdańsk, ZKM in Gdynia and city offices in Tczew 
and Wejherowo, which results in the lack of integration of services provided by this 
transport, both in terms of organization and operation, as well as tariff and ticket. 
This situation reduces the quality of public transport services in metropolitan 
journeys.

The disintegration of municipal and railway transport entails incomplete use 
of all SKM’s capabilities as a transport operator. Such attributes as: high commercial 
speed, reliability, favorable location of stops, relatively high frequency, are levelled 
by the lack of integration of SKM with municipal transport. Both types of public 
transport compete with each other and do not cooperate. SKM is a company with 
a state-controlled capital of the State Treasury, which in its action must take into 
account the need to achieve social and political goals only to the extent resulting 
from the subsidies of the budget of the local government to its functioning.

In 2007, the process of integrating public transport in the area of the metropolis 
of the Gulf of Gdańsk began. 13 cities and municipalities decided to cooperate with 
the aim of jointly shaping transport policy and managing local public transport. 
The Metropolitan Union of Communication of the Gulf of Gdańsk (MZKZG) 
was established, in whose statute, the implementation of individual tasks aimed 
at the full integration of public transport in the metropolitan area was assumed. 
MZKZG consists of 14 municipalities, 4 of which joined accession to this organiza-
tion, including Tczew, which is one of the four organizers of municipal transport 
services, currently it is not a member of the union.

The entry into force of the Act on public transport caused the obligation 
to separate the organization from the transport. The act ordered to organize 
the market in the form of regulated competition, in which the public transport 
organizer plays a key role. The organizer ’s task is to plan, organize and man-
age public transport. The Act introduced new obligations, related to planning 
and contracting services. In practice, they reduce the possibility of fast adaptation 
of public transport to the changing expectations of passengers, because they 
require a procedure related to the change of plan adopted by local governments, 
as a source of local law and prevent quick contracting of external operators for 
transport services. For this reason, among others the importance of entrusting, 
as a form of commissioning to own, internal transport service entity grows. This 
has a negative impact on the course and development of competitive processes 
on the transport services market. In addition, the creativity of public transport 
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organizers is limited due to meeting the needs of passengers and the possibility 
of effectively competing public transport with private transport. The Act also treats 
issues related to the integration of public transport in a marginal manner. There 
were no important provisions introduced to facilitate the real integration of public 
transport, in particular in highly urbanized areas.

In practice, the Act on public collective transport did not bring about any 
significant changes in the way public transport is managed in the metropolis 
of the Gulf of Gdańsk. In the two largest cities of this polycentric metropolis – 
Gdańsk and Gdynia, changes have already been made involving the creation 
of municipal units performing the functions of municipal transport management 
boards and municipal agreements regarding the organization of public transport 
services in neighboring municipalities not having their own management. However, 
in two smaller cities Tczew and Wejherowo and neighboring municipalities, most 
of the tasks of the organizer are carried out by operators, in the first case private, 
in the second – municipal. Partial integration in the entire metropolitan area 
of the Gulf of Gdańsk is provided by MZKZG in the tariff-ticket aspect.

In 2008, MZKZG introduced integrated metropolitan tickets in the metropolitan 
area. They constitute an additional offer in relation to the currently applicable tariffs 
of individual urban transport organizers and railway carriers – Szybka Kolej Miejska 
in Trójmiasto (SKM) and Przewozy Regionalne (PR). Tickets issued by MZKZG 
enable journeys on the basis of one ticket using:
• only municipal transport including the services of ZTM in Gdańsk, ZKM 

in Gdynia and MZK Wejherowo,
• both municipal and rail transport including SKM and PR services.

Metropolitan 24-hour and 72-hour, 30-day and monthly tickets are available, 
as well as, only in municipal transport, single and single-hour tickets. The prices 
of tickets in municipal transport are passed by public authorities: the commune 
council in relation to the tickets of individual local organizers and the assembly 
of the union, in the case of integrated metropolitan tickets. The railway tariffs are 
approved by the local government of the Pomeranian Voivodeship.

There are different formal and legal conditions concerning the dimension 
and rules of reimbursement of concessions granted during transport of municipal 
and railway transport. These concessions in municipal transport (all in the amount 
of 50%), as well as the right to free travel are granted by both central and local 
authorities. No compensation is granted due to their use, which means that they 
cause a reduction in revenues from ticket sales. In the case of railway transport, 
the reductions are defined by the central (national) authorities and lost revenues 
due to their use are compensated to rail operators from the state budget. The list 
of groups of people entitled to reduced and free journeys in municipal transport 
is very extensive, and the number of people entitled to these journeys is slowly but 
steadily increasing. In rail transport, the list of people entitled to reduced journeys 
is about half as much as in municipal transport. Public authorities do not finance 
any lines that are free for all passengers.
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4. Discussion

In the light of the comparison of organization and management of public trans-
port presented in this study in the metropolitan areas of West Yorkshire and the Gulf 
of Gdańsk, specific issues require discussion.

First of all, the issue of the scope and degree of integration of the functioning 
of public transport in both systems requires discussion. It turns out that the deregu-
lated system managed to achieve a greater level of integration than in the regulated 
system. This is related to the role of public authorities in shaping integrated public 
transport. It can be assumed that a regulated system does not impose a high level 
of integration, nor does it create a better condition for its introduction and func-
tioning.

Secondly, in the context of the quality of services that can be achieved in both 
systems and their economic efficiency, it is necessary to consider how much 
the contracting of gross operators is necessary in a regulated system and whether 
it is appropriate for the public authorities to maintain operators who own them. 
The functioning of such operators reduces the economic efficiency of public trans-
port and in certain conditions may also reduce the level of service quality. This 
is related to the politicization of the management of such entities and the large role 
of trade unions in the management process in these enterprises.

Conclusions

In the light of the presented considerations, the research hypothesis that 
the models of regulated and deregulated transport show in practice more similarities 
than the discrepancies can be considered proven. In both cases, there is a relatively 
wide range of regulations on the part of public authorities, despite the fact that 
from the point of view of the assumptions regarding the degree of regulation 
of their functioning by public authorities they should differ significantly. In practice, 
however, the model of deregulated public transport departed from its assumptions 
in pursuit of ensuring a high standard of transport services.

The public transport organizer plays a key role both in the one and the other 
system, which implements the strategies adopted by public authorities. These 
strategies are subordinated to obtaining a high standard of services and minimizing 
the negative impact of the entire mobility system in a given area on the natural 
environment. Both systems strive to integrate public transport throughout the met-
ropolitan area. Integration concerns in particular transfer conditions, timetables, 
information and fares. There are also a number of innovations to increase the attrac-
tiveness of the services provided.

Both systems have operators employed by the organizer, although in a dereg-
ulated system this solution has a complementary importance. However, the scope 
of the organizer’s interference in the transport offer is similar. Courses are main-
tained for social reasons and for the same reasons a certain range of entitlements 
to concession and free travel is applied. However, the examples presented show 
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a different approach to free travel. In the regulated system, the most important are 
the social dimension, while in the deregulated transport, subordinated to obtaining 
a favorable urban travel structure from the point of view of achieving the goals 
of sustainable mobility policy. However, it can be assumed that this is not due 
to the specifics of both systems.

Both in the regulated and deregulated systems, operators are contracted to pro-
vide specific transport services. However, the scope and ground of contracting are 
different. But it is possible that the two systems are much more similar in terms 
of contracting.
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