Draft version 2
IMPLEMENTATION OF MET AND ASSOCIATED DATA TYPES

Proposals to introduce the MET data type of Metro, Tram and Underground rail-based systems have been notified to the traveline regions and their suppliers.  A number of responses to the original proposals have been received and this note seeks to provide a definitive stance on the implementation arrangements.

Stations

All stops on a Metro, Tram or Underground system will be considered to take place at “Stations”.  These may be clearly defined buildings in the case of Underground and Metro systems, but for many tram systems these “stations” are simply one or more slightly raised platforms at which passengers board and alight.  The concept should be one of whether the public would recognise two or more platforms as forming one “stop” on the system, even if they might be separated by a road junction; the MET in such a situation would logically be a point between the two or more Platforms.
The MET data element represents any such station.  For journey planning it is likely that the enquiry would ask for travel to or from the MET element of the station.
Platforms

It is possible to model the platforms of any station either by individual stop points (and accompanying code) representing each continuous surface, or with individual stop points representing each platform edge. In either case each stop point has its own unique code and is of type PLT.
If the “surface” option is used, then an island platform is a single stop point with just one code and it is not possible to differentiate between “trains” using one side or the other of that platform.  If the “edge” option is used, then a more granular definition is created for platforms which can be used to give the most clearly defined instructions to passengers where relevant data is available; for example the code can be associated with a real time departure board for that platform.   Whilst there is no immediate requirement within traveline or Transport Direct to prefer one of these approaches over the other, it is recommended (in the interests of the longer-term future) that a system which does not already have platform codes should be modelled with separately identifiable and separately usable stop points for each platform EDGE and accompanying distinct PLT codes.  If a single edge, however, can be used as two or more identifiable operational platforms, then additional codes should be allocated, so there is one PLT stop point for each operational platform edge.  

In the fullness of time, journey planning responses may describe passenger movements using the PLT elements; in the short term it is probable that many systems will only describe journeys (at least on Metro and Underground systems) using the single MET element (as RLY is used for main line rail stations).

Entrances

Whilst buildings have clearly defined entrances to which the TMU data type is clearly appropriate, the same principle would apply to an on-street tram stop.  This may simply be the ramp at one or both ends of each platform – one entrance should represent each physical point of access to the “station”.

Creating the codes

Coding the station

A national stop point set for all MET stations, using the code format 9400ZZxxxxx (11 characters), has been established by DfT and is managed by Thales.  These are associated with stop area (i.e. group) records having the code format 940GZZxxxxx, also maintained by Thales.

Coding the platforms

Platforms at MET stations will have the code 9400ZZxxxxxM.  The code is the same as the code for the MET itself, with the addition of an alphameric character at the end. This should be populated sequentially with numbers 1 … 9 for each platform, and continue if necessary to use the alpha values A ….Z.   This database will be maintained by Thales, and each Platform normally will be a member of the relevant MET station group.
Thales do not know the detail of each station, however, and therefore they will be looking to local editors to supply the initial coding for PLT elements of these stations, and for these to be updated from time to time in the rare circumstances where any relevant details of a PLT record change.

Coding the entrances

Entrances to MET stations ideally will have the code NNN0ZZxxxxxM, but an alternative of NNN0anananaM is also acceptable. In both cases the code begins with the Local area prefix code (e.g.: 490 for London), with 0 as the fourth character. The ZZxxxxx is the same as the MET code itself, whilst the ananana option is any alphameric code that is not otherwise used within that Local area.  The final character M is a single alphameric.  For the main entrance to a station, if there is one, M should be set to “0”, with each other entrance being numbered in turn 1 … 9.  If there are more than 9 other entrances, then the suffix continues as an alpha sequence, A …Z.  If there is no main entrance then the “0” suffix remains unused.

Local editors creating entrance codes will be able to point these to be members of the relevant MET station group.

NOTE : It is important to note the distinction between platforms, which have a 9400 prefix, and entrances, which have a local-area code prefix.  This ensures uniqueness of code between these two data types.  Some earlier presentations of these codes did not show this distinction.

Other related points

Bus stops, taxi ranks etc in the vicinity of a MET station may logically form part of the MET station stop area group.  Accordingly any relevant individual NaPTAN point or local group of NaPTAN points can be pointed by the local data manager to be a member of the MET station group.

Alternative coding options

Some regions have asked whether they can retain existing NaPTAN codes for any stop point elements of their stations.  The two nationally managed datasets (MET and PLT) need to be coded consistently and therefore the codes as noted above MUST be used for these elements.  However there is no absolute need for consistent coding of TMU entrances, so alternative codes can be accepted for these (within the relevant local series) – as noted above.  So if TMU elements already have a locally created code, then this can remain unchanged, notwithstanding it would not then be consistent in appearance from the codes for the MET and PLT elements.
Many tram systems already have BCT records in NaPTAN.  The details attached to these records will become the details of the replacement PLT record, albeit referenced using the new 9400ZZxxxxxM code for the PLT.  The use of BCT stop types for roadside tram stops will be deprecated once the migration to these proposals has been completed; such points thereafter will be coded as PLT stop types.
SMS codes
Provision exists in NaPTAN for SMS codes to be attached to either PLT or MET elements and it will be a matter for local determination whether one or other, or both, of these options is followed.  This decision should be based on the capability of the host information system to provide stop-event information at either station or platform level for these locations.
MET stations within larger complexes

NaPTAN v2 guidance explains that there is a hierarchy of NAPTAN stop area (group) types, following the sequence: airports, ferry ports, rail stations, metro stations, bus and coach stations. This dictates the types of stop (and so codes) that can be part of each different type of group – so a metro station can be part of a rail station group or an airport group, because they are higher-order elements; but a Metro station would itself own the main group to which an adjacent bus station stop point (or bus station group) would be subsidiary.
Some Metro stations, however, can be very closely integrated with a main-line rail station – in the extreme this involves them sharing all of the same entrances, and all of the platforms.  This needs careful consideration in NaPTAN in order to avoid the creation of unnecessary (and potentially confusing) entries which will appear in Gazetteers.
For a station which is completely shared between main line rail and a Metro system (such as Amersham), then the station, entrances and platforms will be coded as the main line station.  Such stations, therefore, would not normally have MET, TMU or PLT elements.  These could be added if there is a demonstrable operational need in traveline or Transport Direct for any of these elements to exist.

For a station where only some of the infrastructure is shared, such as Wimbledon, then the national rail station will form the main element; only those elements which are separate (such as Platforms) would be coded separately, and they would be pointed to be members of the main rail station group.  Again, other codes can be added if there is a demonstrable operational need for them in traveline or Transport Direct.

For a station which happens to co-exist with the same name and location (typically the situation with a main line terminus station and its associated Underground station or Metro station), then each station would be coded as a separate entity, but the MET element (and MET-based group) would be pointed to be a member of the RLY-based group for the main line station.

Migration

Because these changes in coding are being applied to operational information systems it is essential that agreements are reached between local data managers, regional traveline systems and Transport Direct to achieve a carefully planned migration – probably involving a period where two different codes are recognised for certain elements of the local MET system – to ensure that the transition do not temporarily block traveline’s and Transport Direct’s abilities to plan journeys whilst this work is under way.
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