
 
 
 
 
 

 
 

Chapter 2 
 Background  

 
 
Our aim for Tyne and Wear is to empower and enable residents to more easily take 
part in the activities and opportunities available.  
 

 

Our vision for accessibility planning in Tyne and W ear 

We aim to improve the quality of life for Tyne and Wear residents by ensuring 
good access to a wide range of services, including education, employment, 
health and leisure and recreation opportunities.  

 
 
This accessibility plan sets out:  
 

·  Evidence of levels of accessibility in Tyne and Wear, 
·  What sort of barriers exist to accessing key services, 
·  Details of the partnership working that is taking place with other agencies to 

overcome accessibility problems, 
·  Examples of good practice in each district, 
·  Proposals for improving accessibility across the conurbation, 
 and 
·  Risk management issues.  

 
By developing schemes and initiatives which improve accessibility, significant 
contributions can be made to:  
 

·  Reducing unemployment by enabling people of working age to more easily 
reach employment sites,  

·  Improving participation, attendance and attainment in education,  
·  Improving health and tackling health inequalities,  
 and 
·  Encouraging healthier diets by improving the take-up of fresh, healthy food.  

 
Delivery of these goals is crucial to achieving a better quality of life in Tyne and 
Wear, a region which, for much of the last century, has suffered from a decreasing 
population, long-term economic weakness and the prolonged decline of historic 
industries, including mining, heavy engineering and manufacturing industries.   
 



As recently as 1975, nearly one-quarter of the working population was employed in 
mining, shipbuilding and steel engineering. Those employers were typically based on 
large industrial sites, close to urban centres, working fixed hours – an ideal customer 
base for public transport.  Likewise, shopping and leisure facilities were mainly found 
in town or city centres, or in neighbourhood centres with high levels of public 
transport accessibility.  
 
Today in Tyne and Wear, as in other urban areas of the UK, manufacturing industry 
has been supplanted by a major expansion in retailing, leisure, recreation and 
heritage activities.  Economic and retail growth sites are much more dispersed than 
in the past, with 88% of North-East businesses employing less than four staff.  The 
evening economy and new technology industries are now major employers.   
 
Today’s employment and shopping patterns are thus much harder to serve 
effectively by public transport.  Out of town business or retail parks are often 
designed around the motorist with a layout that is hard for public transport to access 
and which is sometimes inimical to pedestrians.  National policies outside the control 
of local authorities – for example, the current Post Office closure programme – can 
also impair accessibility.  In South Tyneside, one-third of local Post Offices have 
closed since 2003. 
 
2.1 Accessibility objectives for Tyne and Wear 
 
Poor accessibility to key services contributes to social exclusion. In the report, 
‘Making the Connections: Transport and Social Exclusion’, the Social Exclusion Unit 
called for action to enable individuals and communities suffering social exclusion to 
achieve better access to jobs and services.  
 
For example, of the poorest 29% of UK residents, 59% do not have access to a car.  
Without attractive and affordable alternatives, such people may be unable to 
participate fully in society.  Both individuals and communities can enter a spiral of 
decline, in which poor transport provision makes it difficult to attract investment or 
services, and the lack of natural journey destination points (shops, businesses, 
healthcare facilities) leads to further cutbacks in transport provision.  
 
The accessibility strategy for Tyne and Wear in the period 2006-2011 is detailed in 
the current Local Transport Plan, and focuses on five key objectives, which are: 
  

·  Maintaining and improving public transport accessibility to key services and 
opportunities; 

·  Providing appropriate transport resources to combat social exclusion; 
·  Providing high levels of public transport to key urban centres, regeneration 

areas and employment sites; 
·  Working with service providers to locate new service provision in areas of low 

accessibility;  

 and 

·  Promoting public transport, cycling and walking as a viable alternative to the 
car. 

 



2.2 The key services 
 
Access to four key services is used in the measurement of accessibility. These are 
health, employment, education and healthy affordable food. There are, of course, 
several other key services. ‘Making the Connections’ cites research by the Joseph 
Rowntree Foundation which identified the following key facilities (excluding public 
transport itself): Post Office, chemist, supermarket, bank/building society, dentist, 
optician, corner shop, petrol station, pub, cinema/theatre, public/community hall, 
place of worship, and youth clubs. 
 
It is also important to recognise that many of these facilities are places where people 
come together – if they are closed or if users are unable to reach them, this can 
exacerbate social isolation.  A neighbourhood shop is more than just a place to buy 
groceries, it is a community meeting-point. 
 
Health 
 
The Department of Health’s National Standards, Local Action – Health and Social 
Care Standards and Planning Framework 2005/06 – 2007/08 identifies access to 
health services as a core standard: 
 

C18: Health care organisations enable all members of the population to 
access services equally and offer choice in access to services and treatment 
equitably. 

 
This embraces not just physical access to services and facilities but also people who 
miss appointments or who are deterred from seeking medical advice because of 
transport problems. 
 
In addition, improved access to fresh foods, leisure facilities and alternative transport 
modes can encourage healthier lifestyle choices and contribute to key health 
outcomes contained in Choosing Health: making healthier choices easier.  Better 
cycling and walking links to a local hospital do not just assist people in accessing the 
hospital; they also contribute to improved physical and mental health.  This is of 
particular importance given the current concern about rising levels of obesity and 
heart disease – as the chart below shows, the UK’s record of mortality due to 
coronary heart disease compares poorly with many other countries.  
 



 
Figure 2: Death rates from CHD men and women 35-74 1996 (source: WHO) 

 

  
 
Tyne and Wear scores poorly on many health indicators. Male and female life 
expectancy are below the national average and there are growing levels of childhood 
obesity – a 2005 report by the Office of National Statistics found that the North-East 
of England had the highest levels in the UK (18.3%) amongst children aged between 
2 and 10 years.  It is clearly crucial that patients can easily access healthcare 
facilities and that the local environment is one that promotes healthy living.   
 
The government’s “Choose and Book” system is intended to enable more patient 
choice of secondary healthcare providers.  At the same time, the need for efficiency 
savings is leading to the closure of some local hospital units and an increasing 
centralisation of specialist facilities which, in most cases, are not well-located for 
region-wide accessibility, having been originally sited to meet the health needs of 
their local district.   
 
Without careful management, the danger is that these changes could increase 
inequality in access to healthcare.  A well-educated, IT-literate section of the 
population with car access will be able to choose from, and reach, a variety of 
healthcare facilities while other groups may find it increasingly hard to reach newly-
centralised facilities, sometimes designed without due consideration for access by 
non-drivers. 

 



Employment 
 
Employment rates across Tyne and Wear are lower than the Great Britain average, 
with particularly low rates in parts of Newcastle, Sunderland and South Tyneside.  In 
some areas, around 30% of the workforce are inactive. 1 This compares to 21.7% in 
Great Britain as a whole.  
 
The availability and cost of transport are regularly identified as reasons for people 
failing to take up employment opportunities. In some areas limited travel horizons 
reduce the number of opportunities available. There is also a mismatch between 
traditional skills, particularly those that were required for the heavy industries which 
used to dominate Tyne and Wear, and the present-day needs of employers.  
 
Plan Partners are setting targets to increase accessibility to the main employment 
sites in Tyne and Wear although the growth in out-of-town retail and office parks 
makes this a challenging task.  In the days when many thousands of people worked 
in factories along Scotswood Road (the Armstrong munitions plant alone employed 
78,000 workers during World War One), most of them working fixed hours, it was 
relatively straightforward to provide regular public transport.  Today’s more dispersed 
employment sites, with a great deal of flexible working, are much harder to service 
by public transport.  
 
Education and Training 
 
Educational attainment in Tyne and Wear is generally lower than the national 
average, as is take-up of further education opportunities. Young people often identify 
the cost and availability of travel as key deterrents to accessing further education; for 
example, the Youth Parliament in South Tyneside saw the existing costs of public 
transport fares as representing a barrier to young people. 
 
The growth in the number of children being driven to school or college (or, in the 
latter case, sometimes driving themselves) has the potential to create a negative 
spiral of increased car use.  As more school trips are made by car, roads become 
busier and walking or cycling to school becomes less attractive.  More parents 
therefore drive their children to school on grounds of ‘safety’, thus compounding the 
problem.  There are also associated disbenefits for children’s health as they are 
discouraged from travel options that would provide healthy exercise.  This is a good 
example of the way that lack of accessibility to one service can have consequences 
for another service. 
 
Access to healthy affordable food 
 
Convenient access to healthy affordable food is another important aspect of 
accessibility and one that overlaps with the health agenda.  Over the last 30 years, 
there has been an increasing trend towards the development of large supermarkets 
on the urban fringes, close to key road links, and a corresponding reduction in the 
number of small local shops (30% of all shops have closed in that time). 
 

                                                 
1 Source: Northern Way Growth Strategy Report, September 2004 



We now have fewer, but bigger, food shops, offering a wider choice of goods for 
those who can access them.  A car-owning family can carry out a large weekly shop, 
taking advantage of an enormously wide range of products.  Some goods (such as 
out-of-season fruit) are flown in from far across the world, adding to the 
environmental costs of global air transit. The food choice on offer is thus greater than 
ever before (provided it can be accessed), but some residents in inner cities can 
experience ‘food deserts’, due to the closure of local shops and limited public 
transport links to new supermarkets. 
 
There is a trend towards a two-tier retail economy, with larger centres (such as 
Newcastle, Sunderland and the MetroCentre) continuing to expand, whilst other 
traditional shopping centres (such as Shields Road or Gateshead town centre) 
experience decline.  

 
The problem is particularly acute in suburban council estates which, when first 
planned between the 1930s and the 1960s, were intended to have local parades of 
shops, with about 4 to 8 units in each parade, comprising a variety of retail uses.  
 
Today many of these parades have become very rundown and many shops have 
closed.  A spiral of decline sets in, with the closure of one store reducing footfall, 
which makes the remaining stores less viable, leading to another shop closing, which 
reduces visitors still further, and so on.  Fewer shoppers leads to increasing 
problems with anti-social behaviour and vandalism, making the environment even 
less attractive.   
 
 
 
 
For example, Cruddas Park shopping centre in the West End of Newcastle now 
contains only 6 actual ‘shops’.  Most of the units are occupied by various council or 
community facilities, including a Library, Housing Office, Health Centre, Citizens’ 
Advice Bureau and Credit Union.  Without these tenants, much of the centre would 
be empty.  This is despite significant recent investment in refurbishing the shopping 
centre, as the photographs below demonstrate.   
 



 
 

     
 

A report by Your Homes Newcastle, who manage the Council’s housing stock, 2 
describes the centre as “currently failing, with few commercial successes”. 
 
2.3 The five components of accessibility 
 
The availability of a public transport service, or a walking / cycling route, does not 
necessarily mean that it is useable.  Other factors may make the service difficult to 
access, either for all or some journeys.  We may refer to this as ‘actual accessibility’. 
The following five components determine how good the level of ‘actual accessibility’ 
is from the point of view of transport users. 
 

                                                 
2 Cruddas Park: Taking Regeneration Forward, 8th March 2006 



Accessibility 
 
This refers to the physical accessibility of the service.  Tyne and Wear is fortunate in 
that the Metro system was designed from its inception to be a fully-accessible 
system, with step-free access to trains and ramps or lifts at all stations.  Although by 
today’s stricter standards the Metro does not meet Disability Discrimination Act 
criteria (only 31% of stations are DDA-compliant), part of the planned Metro re-
invigoration programme involves bringing the system fully in line with the Act. To 
benchmark what this would entail, a pilot project has been carried out to bring Percy 
Main Metro station up to full compliance with DDA standards. The refurbished bus 
station at the MetroCentre (shown below) has also been designed in accordance 
with national good practice guidance on accessibility, and provides waiting facilities 
on a central island rather than at separate stands as previously. 
  

 
 

An ever-higher proportion of Tyne and Wear’s bus fleet is now composed of low-floor 
vehicles.  Approximately 62% of bus services, and 100% of light rail services, are 
operated by Easy Access vehicles.  An increasing number of taxis are now 
wheelchair-accessible and, in Newcastle, all new taxi drivers participate in disability 
awareness training. 
 
Physical accessibility and facilities at bus stops vary widely throughout Tyne and 
Wear.  As a preliminary step towards securing improvements, a detailed audit of 
Superoute services is being carried out. Early findings suggest that much work 
needs to be done to improve the quality of bus shelters and access for pedestrians 
and to enforce bus stop clearways.  Heights at bus stops also need to be compatible 
with low-floor operation. 
 
Tyne and Wear has seen an encouraging 8% growth in cycle trips during 2006-07, 
reflecting the spending of £4,665,000 on cycling schemes during LTP1 (with even 
higher spending planned for LTP2).  However, more work still needs to be done to 
ensure that cycling is a viable option for those wishing to access key destinations 
such as town and city centres, retail parks and employment sites.   
 



 
The task of threading routes through heavily-trafficked built-up areas is a challenging 
one and although experienced cyclists may be confident about riding on congested 
city streets, many others are not. Narrow cycle lanes at the edge of busy roads are 
not always perceived as safe and, in some locations, are blocked by parked cars. 
 

 
 

At-grade crossing in Gateshead, which replaced an u npopular subway 
 
Walking is the most basic form of travel and the region’s towns and cities are much 
more pedestrian-friendly than they were 20 years ago.  In Gateshead, for example, 
subways linking the suburbs to the town centre, which were unpopular with users, 
have been replaced by at-grade pedestrian crossings.  Dropped kerbs, widely 
introduced in recent years, have been one of the most unheralded yet successful 
measures to improve accessibility, especially for the disabled and parents with 
pushchairs.  Nevertheless, more still needs to be done to improve pavements, to 
ensure that walking routes conform to pedestrian desire lines, to reduce street clutter 
and to remove obstructions (such as illegally-parked cars) which pose a particular 
hazard for the partially-sighted. 
 
Although a predominantly urban area, Tyne and Wear also includes many attractive 
opportunities for family walks, especially along the North Sea coast and in Western 
Gateshead. An Access Development Officer is funded through the LTP and every 
opportunity is taken to encourage sustainable access to the countryside, not only for 
transport reasons but as a means of promoting good health.  As a statutory part of 
the LTP process, a Local Access Forum is organised, bringing together a wide range 
of interested parties, including walking, cycling, equestrian and canoeing groups, 
together with more urban-based bodies, such as the Shopmobility scheme.   
 



 
 
Following extensive consultation, Tyne and Wear’s first-ever Rights of Way 
Improvement Plan will be published in spring 2008.  This recognises that the region’s 
Rights of Way network brings widespread benefits addressing transport, tourism, the 
rural economy, social integration, health and the environment.  The Plan considers 
current provision, current user needs and aspirations and methods of encouraging 
non-users to access the network.  
 

 
   

Availability 
 
Whilst public transport patronage in Tyne and Wear rose during 2006/07, this is 
against the backdrop of a shrinking commercial network. The extent of the core 
public transport network in Tyne and Wear has been in long-term decline, putting 
growing pressure onto the Passenger Transport Authority which funds socially-
necessary bus services. 
 



Funding can be used to provide an entire service, to serve parts of the route, or to 
retain services at specific times of day, such as early mornings, late evenings and on 
Sundays. In addition, nearly all dedicated scholars services are arranged and 
financed by the Plan Partners. There has been an overall decline in commercial bus 
mileage – from 72.46m in 2000/01 to 63.70m in 2005/06 3.   
 
This decline is not uniform and, in some areas, bus miles have increased, whilst in 
others they have decreased significantly. In general, operators are focusing 
resources on profitable routes.   
 
As the commercial network shrinks into a profitable core, the task of maintaining 
socially-necessary services becomes increasingly challenging and costly. The 
Regional Spatial Strategy states that: 
 

 
“It is also important that the (bus route) network is maintained and improved 
for the benefit of those without a car, to promote opportunities for training and 
further education, and widening access to the job market to reduce social 
exclusion, especially in regeneration areas.”  
 

 
To further this goal, the Passenger Transport Authority spent £10.1m on bus 
services in 2006/07. These resources are under constant pressure and a number of 
secured services had to be withdrawn in 2006 due to the financial shortfall in the 
Concessionary Travel budget.   
 
As an example of the challenges posed by this trend, in July 2007, Nexus had to 
step in to secure a regular bus service for the village of Clara Vale in Gateshead, 
when the commercial operator withdrew its daytime service.  As Nexus already 
secured evening buses to Clara Vale, this means that the entire bus service to the 
village is now funded by Nexus.  Such decisions often need to be taken at very short 
notice (bus operators need only give 40 days notice of route changes) which adds to 
the difficulty in planning and budgeting.   
 
Affordability 
 
The ability to pay public transport fares is a key element of accessibility. Typically, 
incomes in Tyne and Wear are low compared to the rest of the country and a high 
proportion of the local population are retired, disabled/long term sick or on income 
support. Whilst retired people now enjoy free bus travel, the other groups may be 
excluded from access to public transport on grounds of affordability.  
 
The cost of using public transport in Tyne and Wear has risen substantially faster 
than inflation. Table 1 on Page 23 compares the actual bus fare levels between 1987 
and 2007 against the rise in the Retail Price Index, showing that, in real terms, fares 
are 52% higher than in 1987. 4    

                                                 
3 Source: Nexus statistics 
4 Source: Nexus annual report 2006-07 



Table 1: Bus fares compared against RPI 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 
Concessionary fare schemes can reduce the financial burden on those considered 
least able to afford full fares. However, whilst senior citizens now enjoy free travel, 
the schemes on offer to young people are less generous.  The Teen Travelticket 
scheme, available to 16-18 year olds in full-time higher education, offers a discount 
of 25% compared to adult fares.  Under 16 year olds with an under-16 card can 
travel for only 40p before 7pm on weekdays; however prices are higher after 7 pm 
and at weekends and the level of child ares offered varies between operators.  
Surveys of young people show dissatisfaction with fare levels and the feeling that 
this can be a disincentive to those seeking further education or training opportunities. 
 
Help for job seekers with travel expenses is sometimes available from JobCentre 
Plus and local authorities, although arrangements vary between areas.  The 
relatively small sums involved and the need for cash payments can make such 
schemes difficult to administer and sometimes complicated from the applicant’s 
viewpoint.  It is also recognised that the requirement for financial support may not 
end when the applicant finds a job but needs to continue until they receive their first 
wage. 

  
Fares 

Indexed RPI 

April-87 100.00 
         

100.00 

April-88 105.26 103.30 

April-89 115.79 111.00 

April-90 126.32 119.50 

April-91 142.11 130.20 

April-92 152.63 135.60 

April-93 157.89 137.90 

April-94 165.79 141.30 

April-95 173.68 146.00 

April-96 181.58 150.20 

April-97 189.47 154.40 

April-98 197.37 159.50 

April-99 207.89 163.40 

April-00 210.53 166.60 

April-01 215.79 171.10 

April-02 218.42 173.30 

April-03 231.58 178.40 

April-04 247.37 183.10 

April-05 263.16 188.90 

April-06 286.84 197.02 

April-07 297.84 204.90 



 
There are a large number of travel passes available in Tyne and Wear, valid for 
periods ranging from one day to a year.  Some passes are operator-specific and 
some cover the whole network. The PTA’s Best Value review of integration revealed 
that the number of ticket products available in Tyne and Wear was found to be 
confusing by the public and there was insufficient publicity about existing tickets 
available for inter-operator journeys.  
 
Another factor is that fares structures act as a disincentive for single trips.  This 
particularly disadvantages the poorest passengers who, because they are reluctant 
to pre-pay and thus buy single tickets, find themselves paying the highest fares.  
More affluent casual users, who might be willing to use public transport on a regular 
but infrequent basis (such as once a week) are also deterred.  Attracting such users 
would increase patronage, supporting the present network of services and thus 
enhancig accessibility. 
 
Finally, the review found that the journey to work area of Tyne and Wear extends 
significantly beyond the administrative boundaries of the former county.   There is a 
need for more cross-boundary travel passes to assist people who travel into Tyne 
and Wear from Durham or Northumberland, or vice-versa.  
 
Awareness 
 
Limited travel horizons are a key factor in curtailing access to employment in Tyne 
and Wear. Research by the PTE Group 5 indicates that the average distance to work 
for people on low incomes is 3 miles compared with 8 miles for the general 
population.  If job seekers can widen their search area, they will have a much better 
chance of finding work. 
 
Experience in the Department for Transport’s Sustainable Travel demonstration 
towns suggests that, in the towns chosen (Darlington, Worcester and Peterborough), 
high levels of modal shift can be achieved without significant infrastructural 
investment, but simply by better publicising the alternatives available.  In Darlington, 
for example, public transport use has increased by 14%, walking trips by 29% and 
cycling by 79%.  A “Smarter Choices” team is now being established in Tyne and 
Wear to promote similar measures.   
 
Generally public transport information in Tyne and Wear compares well with other 
areas. Printed timetables are available from commercial operators and Nexus 
publish a series of route maps covering the whole of Tyne and Wear.  Most bus 
stops in Tyne and Wear now have a timetable and Nexus’s target is to achieve 100% 
coverage by 2009/10.  
 
It is hoped to complement this with real-time information in some locations. As with 
other parts of the UK, ensuring that the real-time data is robust and consistently 
accurate has proved challenging; however, good progress has been made and the 
regional real-time system is already the largest single wireless-based system in the 
UK.  

                                                 
5 PTEG – Transport and Social Inclusion 



All bus timetables can be downloaded from the Internet and changes are updated 
weekly.  However, the short timeframe within which bus operators can alter services 
(only 40 days notice is required) will always make it difficult to keep printed 
information accurate. 
It is hoped that the extra powers for local authorities contained in the new Local 
Transport Bill might enable them to work with operators to procure a more stable 
network.   
 
The Plan Partners have developed site specific travel guides in partnership with 
employers giving detailed information on how to travel to their sites using sustainable 
modes of transport to help encourage modal shift from single car use. The free 
Tyneside and Wearside cycling maps, funded and distributed by local authorities and 
produced by CycleCity Guides, have proved very successful and a Tyne and Wear 
Local Access Map has been developed with LTP funding.  
 
Acceptability 
 
Research carried out for Nexus’s Best Value review of accessibility revealed that a 
number of factors affected the perceived acceptability of public transport services in 
Tyne and Wear. Those factors included the walking distance to stops, the physical 
accessibility of vehicles and infrastructure, concerns about personal security, and 
infrequent service. Some of the main findings are summarised below.  
 



Figure 3: Barriers to use of public transport 
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Additional consultation suggests that, in certain situations, fears about personal 
safety and security are a major deterrent to the use of public transport.  This applies 
particularly when travelling in the dark and amongst women.  Nexus have responded 
to these concerns with extra investment in ticket inspection staff and security patrols 
on the Metro, contributing towards the rise in passenger numbers during 2006/07. A 
Safety and Security Co-ordinator for the bus industry has been appointed and 
hotspot mapping is being carried out to identify areas with the worst problems.  Many 
buses are now fitted with CCTV, including all of the Go-Ahead and Arriva bus fleets. 
 
It needs to be recognised, however, that the public transport journey may actually be 
perceived by users as the least hazardous part of the trip - the deterrent is often the 
walk to or from the bus stop or Metro station and this is an area where effective 
partnership working between transport operators, local authorities and the police is 
crucial.  As the former DETR 6 pointed out in 1999: 

                                                 
6 Department of Environment, Transport and the Regions 



 
 

 
The best priority is holistic treatment.  If one link in the journey 
is wrong the whole journey may be cancelled or replaced by a 
car trip. 
 

 
Statistics for crime on (or off) public transport must be treated with a degree of 
caution.  The British Crime Survey suggests that only 44% of crime incidents are 
reported to the police.  And some forms of anti-social behaviour may not, in 
themselves, be against the law but nevertheless deter people from using public 
transport.  Studies show that the presence of drunks is one factor that makes people 
feel unsafe waiting for public transport, and alcohol consumption is now prohibited 
on the whole of the Metro system. 
 
 

 
 
There are over 6,000 bus stops in Tyne and Wear.  Currently only 2,500 of these 
have passenger shelters but this number is being steadily increased. All stops on 
Superoute corridors should have a shelter and the current series of Superoute audits 
is assessing the condition of these facilities.   
 
During 2008/09, it is hoped to commence work on a bus corridor improvement 
programme across Tyne and Wear that, in a co-ordinated way, will address the 
various issues that can impair service quality. 
 
Although the current regulatory environment precludes the PTA from mandating the 
use of environmentally friendly buses with Euro IV or Euro V engines, partners are 
nevertheless working closely with operators to encourage more environmentally 
friendly vehicles.  By improving air quality, walking and cycling modes become more 
attractive. 
 



2.4 Strategic assessment of accessibility 
 
The Plan Partners have carried out assessments to help to identify areas which have 
the lowest accessibility ratings to each of the core services (listed earlier) and the 
Local Transport Plan includes maps that show the accessibility profile for these core 
services in Tyne and Wear.   
 
Mapping suggests accessibility is relatively good across Tyne and Wear.  The map 
below, for example, overlays census data for ill-health onto the accessibility map and 
it can be seen that the areas where ill-health is most common (generally inner-city 
wards on Tyneside and Wearside) score quite well for accessibility.  The 
“accessibility score” referred to represents the average of a person’s journey times 
from a given point on the map to any other destination. 
 

Figure 4: Areas of ill-health compared to accessibi lity levels 

 
 
Such mapping, however, may not tell the whole story.  Nexus’s research, community 
consultation (such as Sunderland’s Community Spirit panel) and stakeholder 
workshops organised for the development of the current LTP indicate that, especially 
in deprived wards, the perceived levels of accessibility may be less than the figures 
suggest.  Factors impairing accessibility include: 



 
·  Safety and security deters some people from use of public transport; 7 
·  Fare levels are relatively unaffordable for some groups and poor people often 

pay the highest fares; 
·  Some public transport users find difficulty in walking to bus stops; 
·  Closure of services (e.g. Post Offices and local shops) worsens accessibility 

and undermines the viability of those services that remain; 
·  Withdrawal of bus services outside the core network affects users away from 

the main corridors; 
·  People are not always aware of the options on offer; there is a need for better 

information and integration, including more real time information and a 
simplified ticketing system; 

·  The accessibility model assumes that passengers are willing to change 
services during their journey but many people prefer a direct journey; a trip 
that requires interchange is viewed as less attractive; 

·  Walking and cycling are not always seen as attractive options due to high 
vehicle speeds and the poor quality of pavements (in LTP consultation, 35% 
of respondents rated pavements as poor). 

                                                 
7 “Delegates’ definition of security covers a wider area than purely the vehicle itself – they were also 
worried about street lighting in the vicinity of the Metro station or bus stop”. – LTP Appendix J 
(Executive Summary of Consultation). 


