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Table 1 : Basic  Data

	City
	Newcastle

	Area
	Tyne and Wear

	Country
	England, UK

	Transport Authority
	Tyne and Wear Passenger Transport Authority

	Agency Name
	Nexus

	URL
	www.nexus.org.uk 

	Area of coverage
	County of Tyne and Wear, including city of Newcastle-upon-Tyne, the Districts of North and South Tyneside, the District of Gateshead and the City of Sunderland.

	Population

(urban)

(suburban)
	Tyne & Wear population 1,076,300 (mid 2001)

Comprising of:

Sunderland           280,800

Newcastle             259,600

North Tyneside    192,000

Gateshead            191,200

South Tyneside    152,800



	Area 

(urban)

(suburban)
	1,382 sq. km

	Procurement basis
	Open competitive tendering on route or route lot basis for variable length contracts on gross-cost or net-cost basis

	Transport modes
	Bus, metro, ferry, commuter rail


Table 2 : Political Framework and History of Reform

	City
	Newcastle

	General Political contest
	

	Nature of national political system
	

	Hierarchy of Authorities
	Central Government establishes national Transport policy and establishes the legal framework. 

Local authorities at county level are the next layer in the hierarchy, and are the level with the main power and influence on the implementation. 

The next layer is the District. The District has its own elected representatives and administration.

	Allocation of powers among jurisdictions
	Transport authorities have no power over commercial services. They are the authority for services which, under limited circumstances, they procure under contract. Authorities of adjoining jurisdictions must co-operate for cross-border services. The major Metropolitan areas have legacy authorities which cover multiple jurisdictions, and this overcomes many of the cross-jurisdiction issues in the UK. 

	Primary level of transport authority
	Tyne and Wear Passenger Transport Authority (PTA) is the authority is responsible for ensuring that an effective public transport service is available, maintained and developed throughout the Tyne and Wear area. The Districts do not have a transportation authority function, but are represented on the Authority. There are 15 Board Members, drawn from the 5 Districts as follows :  Newcastle (4), North Tyneside (2), South Tyneside (2), Gateshead (3) and Sunderland (4).

	Structure of the Transport Authority
	Tyne and Wear Passenger Transport Executive is a ‘body corporate’ under the Transport Act of 1968 and operates under the name of Nexus. The directors are appointed by the Passenger Transport Executive. At March 2004 there were 4 executive directors and 4 non-executive directors. The Board meets routinely 10 times per years and is supported by an Audit and Remuneration Committee. Terms of reference for the Board and its Committees are embedded in the Nexus standing orders. 

	Participating entities
	The 5 constituent District Councils of Newcastle, North Tyneside, South Tyneside, Gateshead and Sunderland.

	Funding sources
	The PTA is funded by a levy on the five district councils of Tyne and Wear. The amount each council gives is in proportion to its population.

The budget for Nexus for 2003/2004 is:

2003/04
£m 
PTA
  4.713
Nexus
 58.914
 
 63.627
Rail and other grants
(15.469)
 
 48.158
Nexus reserves (Revenue)
 (1.858)
Amount levied from councils
 46.300

The people of Tyne and Wear's contribution for the year 2003/04 is as follows:

 
2003/04
£m 
Newcastle
11.409
North Tyneside
 8.063
South Tyneside
 6.411
Gateshead
 8.275
Sunderland
12.142
Total 
46.300 


	History of Reform
	

	Previous systems
	Tyne and Wear was one of the Metropolitan Counties formed in the UK in 1968 as part of a reorganisation of local Government. A fundamental element of the Metropolitan Counties was the creation of Passenger Transport Authorities. These were political level bodies, with representation from the constituent areas of the Metropolitan County.

During this period Tyne and Wear PTA was the transport authority, and Tyne and Wear PTE  was the planning executive for local road passenger transport service in the Tyne and Wear area. It was the owner and operator of the Metro which was implemented in the early 1980’s.  It was also the main public sector transport operator for the bus services in Newcastle City and North Tyneside. Two other public sector operators also provide significant levels of service in the Tyne and Wear area. Go Ahead Northern was one of the NBC subsidiaries, and was the main operator for South Tyneside, Sunderland and Gateshead, as well as services from south of the Tyne to Newcastle City. Northumbria was the operator owned by Northumberland County Council, and provided service both in North West Newcastle, and from Northumberland hinterland into Newcastle.



	Phasing of replacement
	The Local Government Act 1985 established a new Passenger Transport Authority for Tyne and Wear following the abolition of Tyne and Wear Council. The transport Act 1985 amended the functions to take into account bus deregulation and the privatisation of bus operations. The designated area remained that of Tyne and Wear. 

The PTEs were required to change the form of their bus operations to Public Transport Companies (PTCs) and to place them at arms-length so that they could participate in competition in a transparent manner. Tyne and Wear PTE bus operations was so changed. Go Ahead Northern was sold, as were all the NBC subsidiaries in the period 1985-87. 

From 1987, the bus market was fully deregulated. Operators of all forms (including Busways) registered all services that they wished to operate on a commercial basis. Tyne and Wear PTE then identified the services which justified public funding support and launched the first rounds of competitive tendering. During the period 1987-1990 there was strong competition in the commercial sector, including many new entrants and fares competition. By the early 1990’s, most of this competition had receded, and the industry entered a phase of consolidation, acquisition and mergers so that by 1994 there was a small number of dominant operators in each area of the UK. 



	Key motivations
	Compliance with national legislation

Maximising services within available (declining) budget for transport services

It should be noted that the reform was imposed by Central Government, and was not the chosen mode of the UK PTEs However, they had no choice in the matter. 

	Main changes in original reform
	Deregulation of the bus market

Right of initiative on routes, service characteristics and fares given entirely to the private sector

Role of the transport authority and executive limited to interventions that do not interfere with the market

Restructuring of the Metropolitan Counties and their institutions

Competitive tendering of services receiving public fund support

	Subsequent changes
	Busways and Northumbria were privatised in the early-1990's, and were acquired by Stagecoach and Arriva respectively. Such privatisations were strongly encouraged as central government policy, and all PTCs in the UK had been privatised by 1994. 

There have not been significant changes in the original reform itself. The 2000 Transport Act provides for the establishment of ‘Quality Partnerships’, whereby the transport authority could take over a corridor and the associated routes where it was deemed that the public intervention was the only way of achieving desired quality, and put the services out to tender. This would require both that the authority could demonstrate that the private operators were unwilling or unable to achieve the quality voluntarily, and that the local authority could achieve it. To date, this has not been invoked by Nexus.

	Any major problems that stimulated changes
	Lack of integration of services

Lack of mechanisms to define or assure quality on commercial routes

Legal requirements to achieve “Best Value”

Contradictory central government policies which promote strong shift to public transport, but effectively reduce available support funding for bus services.

	Issues or problems with the system
	The market is totally dominated by the three companies that are the privatised forms of the three former public-sector companies that operated prior to the industry reform of the mid-1980’s. While Go-Ahead did increase its market share somewhat, there has never really been any competition among these three companies. They individually – and on a few occasions collectively – saw off all competitors, both existing and new entrants, within the first years of deregulation. They have very clearly defined ‘territories’ and it is little secret that none of the three will disturb the equilibrium. Apart from the unwillingness to compete on-the-road with each other, it also means that there is no real pressure on the operators to innovate. It is considered that Go-Ahead are reasonably willing to innovative in terms of routes and network structure, aiming to make it more customer-friendly. For the other, it appears that the services are ‘operator-friendly’ – i.e. minimises the cost of production and management effort, and allows a modest-yield harvesting of a network which does not face any real threat. For any or both of the other two operators to make inroads into the business of the third, they would have to be willing to take on a lengthy battle since all three companies are part of larger groups with deep resources. 

As things stand, Nexus have no basis to force or even persuade the operators to improve their network or carry out any customer-oriented innovations. They are not entitled to specify the service characteristics, except for the services that they contract in. Using the provisions of the 2000 Transport Act, Nexus could seek to take more control, probably beginning with some key corridors. However, it also would have to be willing to take on the operators, and could have a strong battle on its hands since the operators would view it as a very dangerous precedent. 




Table 3 : Legal and Institutional Framework

	City
	Newcastle

	Legal Framework

Applicable legislation for :

· Transportation

· Market Entry

· Competition 

· Route licencing

· Institutional framework

· Funding

· Operator licencing

· Vehicle/driver licencing


	The basic regulation for passenger transport is the UK Transport Act 1985, although a number of other instruments also are influential. The Transport Act of 2000 makes some amendments, but is not material to the fundamental practice.

Local Government Acts of 1985 and 1999 

The Public Passenger Vehicles Act 1981

	Legal basis and right of initiative to :

Open a route

Assign operators

Change routes

Change operator

Close a route
	An operator is required to have a formal operator’s licence. This certifies that the operator is fit to carry out the function of providing passenger transport services. Subject to being so licenced, it is entirely their own decision :

· to enter or exit the passenger transport market

· to commence, modify or withdraw from any route

· the level of service offered

· the type, quality and quantity of vehicles (subject to general vehicle requirements)

· the tariffs charged, and any promotions offered

· to operate in direct or indirect competition with any other operator or service

Operators are required to register routes with the Traffic Commissioner. They are required to do this when they commence a route, alter it, or withdraw from it. There is a standard form which the operator fills in and sends to the Traffic Commissioner. Licences are not issued, the registration is sufficient. 

Registration must be done not less than 42 days (6 weeks) before the change takes effect. This minimum period allows for some stability in the market place, and gives some warning to customers, authorities and other operators. Minor changes do not need to be notified, and where there are extreme circumstances (e.g. road closures, disaster, response to school term unexpected demand) then the 42 day period may be waived.

It is the responsibility of the operator to carry out the registration for tendered services.

	Institutional Framework
	

	Listing of all relevant agencies
	Tyne and Wear Passenger Transport Authority

Nexus

	Primary functions of each agency
	Tyne and Wear PTA has the following primary functions : 

· policy formation

· budget and financing approvals

· fare setting

· governance of Nexus

Nexus has the following main functions : 

· Plan and procure bus services under contract

· Own and operate the Tyne and Wear Metro

· Own and operate the Shields Ferry service

· Plan, operate and procure services for the UCall flexible transport

· Manage the season and other prepaid ticketing, including the sales and distribution network

· Manage the traveller information services

· Administer the concessionary travel scheme for disabled, elderly and schoolchildren in Tyne and Wear area

· Promote public transport

· Outreach, consultative and other community actions

· Manage and maintain bus stations, interchanges, bus stops and bus shelters

· Work with Government and non-Government organisations to improve the transport infrastructure and operating environment



	Relationships among agencies
	The PTA is the Board of Nexus and provides it with policy and oversight, and with support funding.

	Fund flows among actors
	Tyne and Wear PTA levies public support funding from the 5 constituent Districts,  and receives Rail Grant and other grant funding from Central Government, and makes it available to Nexus. Nexus compensates operators for the provision of transport services within the terms of the gross-cost contracts.

	Schematic
	

	Who plans routes
	Unlike in other countries, the presumption is that the market will provide services for which there is customer demand. On that basis, the normal route planning is carried out by the operators for service which they are willing to run on a commercial basis, at their own risk, and without any public support funding.

The authority can only intervene where there is an identified need, but no operator has been willing to provide such a service on a commercial basis. 

The job of Nexus is to constantly monitor all commercial services supplied by operators and to fill any gaps in the network by seeking supported bus service contracts. When any gaps are identified, either from an existing need or due to deregistration of commercial services (i.e. an operator stops operating part or all of a commercial service), then an assessment is carried out by Nexus. This examines whether there are sufficient other commercial services available, or if operators can be persuaded to fill the gaps left by others. Nexus can also try to persuade an operator to vary an existing service for a small payment that would be below the threshold for a tender.

If the only solution is to seek a contract, then Nexus specifies the service they consider to be needed, and prepare tender documents for a contract. 

The reality, however, is that there is not enough funding available for the needed services. Nexus needs to choose among the various funding demands, so they have developed a ‘Contract prioritisation system’.  This stems from the premise that crude methods of prioritisation, such as passengers per mile or subsidy per passenger, do not adequately reflect the value of a contract or part contract in terms of meeting PTA policy.  A contract carrying low numbers of passengers, where there are no alternatives, is likely to be meeting the objectives far more than a contract with high passenger numbers but where there are alternatives.  The following factors are used : 

· Service function - what is the service for?

· The contribution to the network- does it add value to the network?

· Social factors - does the service aid the more deprived areas of Tyne and Wear?

· Passenger demand - how much is the service used?

· Cost - how much does the service cost?

Each of these factors has a set of associated scores for sub-factors, so that each proposed service is given an overall score, which can then be ranked and use to select the services that will be supported. 



	Who operates the competitive process
	Contracts Section of Nexus

	Who signs the contract
	Nexus

	Who monitors performance
	Contracts Section of Nexus

	Who administers the contract
	Contracts Section of Nexus

	Who is responsible for bus operations management
	Contracted transport operators

In the specific case of the flexible transport services, these managed and dispatched by the Nexus UCall call centre.

	Who is responsible for bus operating environment ?
	Local authorities 

	Procurement of transport services
	

	Basis of procurement
	Route or part of route on gross-cost or net-cost contract, procured through open competitive tender. 

	Nature of competitive mechanism
	The Tyne and Wear Passenger Transport Executive (PTE) has responsibility for passenger transport service in the Cities of Newcastle-upon-Tyne and Sunderland and the surrounding areas. This is a deregulated market, and the PTE offers contracts for necessary services which operators are not willing to operate commercially. The basic offer is for a gross-cost contract.

Bidders must submit a conforming main tender, but Tyne and Wear PTE is willing to also accept and evaluate “non-conforming tenders”. The two main variations permitted are : 

a) alternative proposals for the services offered

b) Minimum Subsidy – i.e. net-cost offer where all revenue is kept by the operator

This second variation type allows the operator to propose a total transfer of the revenue risk from the Transport Authority to the operator. Among other things, this would mean that the operator would be working on a different payment basis to other contractors. The important point is that the Transport Authority keeps open the possibility that the operator is willing to accept the risk, on terms more favourable than through gross-cost contracting.   

	Unit of procurement
	Route or part of route. As of mid-2004, there was a total of 249 contracts. 

	Is there a pre-qualification stage ?
	No.

	If so, how does this work ?
	Not applicable

	What are the pre-selection critieria
	Not applicable

	What are the selection criteria ?
	Bids are evaluated with regard to :

a) a combination of economy, efficiency and effectiveness

b) the implementation of the policies set out in the appropriate bus strategy

c) the reduction or limitation of traffic congestion, noise or air pollution.

Normal practice, however, is that the lowest price offering the required specifications determines who is awarded the contract.

	What is the relative weighting 
	Not applicable.

	Describe the selection process
	Bids are opened and evaluated according to the selection criteria. Failure to submit a conformant bid will lead to exclusion from the process. Normally the lowest priced bid will be preferred. It is then assessed on the basis of whether it is a realistic bid, whether the operator has the capability to operate it  in a satisfactory manner (available resources, track record on other routes, financial standing), and whether the bidder satisfies the administrative conditions.

Nonetheless, the authority has the right to pass over a lowest price offer for a number of reasons other than the credibility of the operator or the bid. This can include :

a) Where an operator puts in a group bid for several routes and offers an overall cost savings across the set which is better than the individual best route offers

b) Where an operator bids for several contracts but stipulates that it can only operate a certain number. Once that number is reached, the other bids of that operator must be ignored

Where a non-conformant bid has been offered which offers cost or quality benefits which are deemed to be a better value-for-money proposition for the authority

	Contract for services
	

	Duration of contract
	Contracts are normally offered for a period of 1 to 3 years. A  maximum of 5 years is imposed by the Transport Act.

	Is there a bonus/ penalty regime
	There is no bonus regime evident from the contracts or other available documentation.

The standard contract makes provision for penalties on the following basis : 

a) The normal payment for services not operated, operated more than 5 minutes late, or which operate more than 1 minute early are deducted on the pro-rata mileage rate

b) Where any items is discovered to have not been reported by the operator, the penalty is 5 times the pro-rata mileage rate

c) Nexus may, at its own discretion, choose not to implement penalties for early or late running where there are justifiable circumstances beyond the operator’s control

d) Where any fare collection irregularity that could reasonably have been avoided by the operator’s staff  is discovered by Nexus’ revenue protection inspectors, £20 will be deducted for each occurrence.

e) If the wrong vehicle type is used, or the vehicle is not capable of showing the correct destination, or does not have functioning 2-way radio communication, then an amount equivalent of 25% of that vehicle’s day cost will be deducted. A £10 penalty is applied for not showing the right destination.

The Contractor is required to provide information on a weekly basis on the performance of the Service, and access for surveys, audit and revenue protection.

	What are the key performance criteria ?
	The Contract identifies the following specific targets : 

· Lost mileage will be regarded as excessive if it exceeds 1% in any four weekly accounting period or 10% on any one day or involve a repeated failure to operate a particular journey.

· Buses should not run early. Any bus leaving a terminus early or passing an intermediate timing point more than 1 minute early will be classified  as “running early”.

· Buses should not run late. Any bus running more than 5 minutes late will be classified as “running late”, except where there is a justified reason for the delay.

	Describe any performance-based mechanism that leads to warnings and termination
	Clause 13(3) states : “The Executive shall have the right to determine this Agreement if the Contractor fails to observe the terms and conditions of this Agreement provided that the Executive gives to the Contractor 14 days notice of the breach and the Contractor fails within such reasonable time as may be stated by the Executive to take steps to remedy such breach.”

Clause 13(8) states : “Any interruption or distortion of the Services of more than 24 hours will entitle the Executive without notice to enter into an agreement with any other party or parties for the restoration of the Services during the period of such interruption or distortion and during the first 24 hours of any such interruption or distortion, or, if the interruption or distortion shall be of 24 hours or less, for the duration of that interruption or distortion, the Contractor may enter into an agreement or agreements with any other party or parties for the restoration of the Services without the need to inform or seek the consent of the Executive.”

Clause 15 states : “This Agreement may be determined by the Executive at any time without notice for any substantial or persistent financial irregularity committed by the Contractor concerning revenue due to the Executive, such determined to be effective from the date of receipt by the Contractor of a statement by the Executive of the details of the irregularity.”

Schedule VI of the Contract (Service Performance and Monitoring) defines the service requirements and penalties. It provides for meetings with the Nexus Transport Operations Manager to discuss performance, a system of formal warnings, if more than three warnings are given in any six months period, the Executive will have the right to terminate the Agreement.



	Is there an option for contract extension
	Yes, provided that the total contract duration does not exceed 5 years (restricted by the Transport Act). Contracts are typically for 1-3 years. 
It is also possible to terminate the Contract early. Clause 14 states that : “This Agreement may be determined before its expiry date either by mutual consent or by one party serving on the other notice that it wishes to determine the Agreement 56 days after serving the notice in writing on one of the grounds specified in Schedule VIII.” The ground include change in transportation needs, introduction of a commercial service on the route, or insufficiency of finance made available to Nexus by the PTA for services.

	Is there an option for automatic contract renewal? 
	No

	If so, what criteria must be achieved ?
	Not applicable

	Oversight
	

	What is the main governance mechanism ?
	Tyne and Wear PTA provides governance for Nexus.

The commercial operations are regulated by the Traffic Commissioners, the Office of Fair Trading and the Mergers and Monopolies Commission :

· The Traffic Commissioner has extensive powers over the commercial operators in relation to their performance of the services that they register. If they deviate from what they have registered, or perform poorly, the Traffic Commissioner can place restrictions on the operator, include upper limits on the number of vehicles they are allowed to operate or can even suspend the operator’s licence.

· The OFT monitors the commercial behaviour of the operators. It can investigate any overt or covert practices which are deemed to be unfair, anti-competitive, collusive, intimidatory etc and has extensive powers of redress. However, as seen in many cases in the period 1987-1991, by the time the OFT had stepped in and required corrective measures, the damage was often irreparably done to the aggrieved party. Nonetheless, the OFT still has a significant supervisory role to play.

· The Mergers and Monopolies Commission concerns itself with whether any mergers, acquisitions etc. within the sector would create a monopoly or dominant situation within the sector. It appears that it is less concerned with any individual location than within the industry sector generally.

	Is there an oversight or probity body for the tendering ?
	

	Is there an oversight body for contract performance ?
	

	Is there a ‘value-for-money’ oversight function ?
	Yes. Tyne and Wear PTA must produce annual Best Value Performance Plans


Table 4 : System Performance Measures

	City
	Newcastle

	Total annual passenger trips, all modes
	Bus

139.4 million (2002-3)

Metro

 36.7 million

Local rail
  0.8 million

Ferry

  0.5 million

Total

177.3 million

	Bus mode share
	78.6%

	Annual bus km. Operated
	7.9 million km on contracted services (2002-3)

77 million on all bus services

	Annual bus capacity-km
	

	Annual bus ridership

- urban 

- suburban
	7.1 million passengers on contracted services (2003-4)

136 million on all bus services (2003-4)

	Annual bus passenger km.
	

	Average bus trip length
	

	Average load factor
	

	Average boardings per trip
	

	Bus fleet size

- city bus

- articulated

- minibus
	

	Total fleet capacity
	

	%  air-con
	

	% of area of city within 500m of bus stop
	

	% popn within 500m of bus stop
	

	Km of road with bus service
	

	% of total suitable roads with bus service
	

	Annual revenue
	GBP 4.45 million from contracted services (2004)

	Average revenue per trip
	GBP 0.63 (2003-4)

	Average single fare per trip
	Price for a single, full adult fare for journey of 10 km  : 

Bus       £1.25

Metro   £1.50



	Bus Cost recovery ratio
	47.8% on contracted services (2004)

Cost of contracted services in 2004 was GBP 9.323 million

>100% on commercial services 

	Bus Annual operating subsidy

- total

- service support

- fare support

- concessionary
	GBP 4.87 million (2004)

GBP 21.5 million for concessionary travel, all modes

	Bus Annual capital expenditure

- infrastructure

- buses

- other
	

	Public transport subsidy as % of city budget
	

	Bus subsidy as % of total PT subsidy
	32%

	Subsidy per bus passenger boarding
	GBP 0.68 per passenger boarding on contracted services (2004)


Table 5 : Public Sector Performance Measures

	City
	Newcastle

	Number of different operators providing services
	There are three main operators who have virtually 100% of the market among them : 

Go-Ahead
40%
Former NBC subsidiary Go-Ahead Northern

Stagecoach
35%
Formerly Busways, the PTE bus company

Arriva

25%
Formerly Northumbria

These three companies are the privatised forms of the three former public-sector companies that operated prior to the industry reform of the mid-1980’s. While Go-Ahead did increase its market share somewhat, there has never really been any competition among these three companies. They individually – and on a few occasions collectively – saw off all competitors, both existing and new entrants, within the first years of deregulation. They have very clearly defined ‘territories’ and it is little secret that none of the three will disturb the equilibrium.

	Number of routes bid in open tender
	By mid-2004, there were 249 different contracts for services. This includes school services and flexible transport services. 

	Tendered routes as % of total routes 

- by routes

- by annual kms.
	About 90% of the services in 2004 were operated commercially. The balance 10% are contracted by Nexus.

10% by bus kilometres (2004)

	No. tender rounds per year
	

	Average tender unit size : 

- buses

- routes

- annual kms.
	Tenders are usually small, consisting of part of a route or a school services. At mid-2004, there was a total of 249 contracts. The total contracted bus kms. is 7.9 million, meaning that average contract size is about 32,000 km per year.

Note that the contracted services includes the flexible transport services (Ucall) and vehicle brokerage.

	Average bids per tender unit
	3.97 average bids for a set of 63 contracts, of which only 1 tender had a single bidder, and none had no bids (2001) 

	Frequency of surveys to check for reliable service
	

	% of checks below acceptable standard
	

	Frequency of Boarding / alighting survey
	

	% passengers checked for fare payment
	

	% checked passengers found with fare irregularities
	

	Number of formal meetings with public
	

	Market research 

- surveys of passenger demand

- surveys of passenger satisfaction

- surveys of passenger preferences

- surveys of fare affordability
	

	Weighted peak hour, peak direction occupancy rate at peak load point
	

	% routes by peak occupancy rate 

>100%

85-100%

< 85%
	

	Weighted average scheduled peak hour bus speed

- latest year

- change on previous year
	

	Monthly tickets sold, by type
	

	Estimated monthly trips by monthly ticket type
	

	Number of bus shelters

% stops with bus shelters
	

	Number of bus interchange points
	There are 5 major bus stations  : Eldon Square and Haymarket in Newcastle; Gateshead Interchange in Gateshead; Park Lane in Sunderland; and Wallsend on North Tyneside. 

There are also smaller bus stations such as Jarrow and Blaydon. 

	Number of bus terminal points
	


Table 6 : Operator Performance Measures

	City
	Newcastle

	% Achievement of minimum scheduled km. 
	

	Number of routes operating at or above Reliable Service minimum
	77.5% of bus services operated within punctuality limits (2003-4)

	Breakdowns in service per million bus km.
	

	Average age of buses in fleet
	

	% availability of total fleet at peak
	

	% of buses parked off-street overnight
	

	Serious accidents per million bus km

- fatal

- serious injury
	

	% services one-person operation
	

	Staff per PVR

- drivers

- engineering

- administrative
	

	Average operating cost per km., by bus category, by operating group
	For financial year 2002/3:

Annual net cost per passenger journey on local bus services subsidised by Nexus = £0.66

Annual net cost per passenger journey on Metro = £0.45




Table 7 : Key documents

	City
	Newcastle

	Applicable transport law
	

	Public transport regulations
	

	Invitation to tender documents
	

	Contract documents
	


