Appendix 4: Environmental Baseline
Validation of the baseline consulted on at the scoping stage has not been
undertaken, although changes recommended through consultation and
updates have been applied where appropriate. This text is highlighted in
red throughout the baseline data.
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4.1 Water
The key issues relating to water are: water supply, water quality and
flooding.
Legislation and Environmental Protection Objectives
The key pieces of water legislation of relevance to the LTP are:
 The Water Resources Act (1991)
 The Protection of Water against Agricultural Nitrate Pollution
(England and Wales) Regulations (1996)
 The Groundwater Regulations (1998)
 The Water Framework Directive (2000/60/EC)
 The Floods and Water Management Act 2010
Water supply: Water flow is important for water supply, wildlife, visual
amenity and recreation. In Cornwall, flows are generally good, but water
abstraction can affect the flow which in turn can affect the security of
public water supply, maintenance of river water quality and the protection
of important water dependent species and habitats.
The majority of usable water supplied in the County comes from surface
water sources. There are 19 sites operated by South West Water (SWW),
with a combined total capacity of 79,813 million litres of water and the
company has water abstraction licences for another additional site.
Coastal flooding: Winter flooding is a concern for coastal communities in
Cornwall. The sea level records for Newlyn show an increase of 161mm
between 1916 and 2006 with the mean wave height between 1962 and
2008 increasing from 1.8m to 2.3m. Areas of medium and high flood risk
in Cornwall are identified on the map in Figure 1 (respectively Flood Zones
2 and 3).

Figure 1: Medium and high flood risk in Cornwall (CC, 2010c)
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Fluvial flooding: Figure 2 identifies a number of Critical Drainage Areas
in Cornwall. In these areas surface water run-off poses a risk of flooding
and additional run-off from new development is restricted.

Figure 2: Critical drainage areas in Cornwall (CC, 2010c)

Water Quality: The Environment Agency (EA) has produced Figure 3 as a
representation of the ecological status of South West rivers. For surface
waters there are two, separate, classifications for water bodies; ecological
and chemical. For a water body to be in overall ‘good’ status both
ecological and chemical status must be at least ‘good’. In the South West
river basin district 23 per cent of waters meet good ecological status and
41 per cent do not meet good status (449 water bodies). The majority of
water bodies that fail to meet good status fail because of the phosphorus,
fish and diatom elements of classification. Phosphorus and diatoms assess
the impact of nutrient enrichment from various sources. Understanding
the status of fish populations helps to assess the impact of a range of
activities, primarily the impact of land use activities and physical
modification.
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Figure 3: South west ecological status or potential for rivers (EA, 2010)

Cornwall has coastal flood plains, making it susceptible to the sea’s
influence and pollution incidents. Chemical spills have mainly taken place
in the Western entrance to the English Channel, from Southern Cornwall
and Northern Brittany. Guidance and contingency plans have been put
into place by the Maritime Coastguard Agency and the port of Falmouth
has a specific oil pollution contingency plan (EMDI, 2007).
4.1.1

Future Baseline without the Plan

The SWW Water Resources Plan 2010 - 2035 (SWW, 2009) states that
demand for water is predicted to fall until about 2017/18 as a result of
increased use of water meters, water efficiency measures, new water
tariffs and a projected reduction in commercial demand. After this date,
other factors such as population increases in the region mean that
demand is set to rise again.
New development will increase ‘hard-surfaces’ at the expense of
permeable ground and increase surface water run-off rates. This coupled
with the increase in extreme weather events due to climate change is
likely to increase the risk of flooding. The rise in sea levels due to climate
change along with the unpredictable weather is likely to increase coastal
flooding incidences.
There are an increasing number of issues relating to water run off from
urban areas and highways. Inadequately designed or poorly operated
overflows can cause spillage into rivers, estuaries and inshore waters
causing pollution problems, ecological effects and localised flooding. In
rural locations, highway runoff often discharges to fields making the
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problems associated with agricultural runoff worse. Extreme runoff events
are likely to become more frequent as climate change continues.
Integration of Sustainable Urban Drainage Systems could mitigate some
of the effects of runoff such as eutrophication (the natural or artificial
process of nutrient enrichment whereby a water body becomes filled with
aquatic plants and low oxygen content which is detrimental to fish) (EA,
2006).
Despite the improvement in water quality, the impact of traffic on water
quality is a concern in the South West, as is all diffuse pollution (the result
of the accumulation of scattered, discrete or dispensed contaminants or
minor discharges which can have a significant effect in combination).
Some eutrophication areas have been identified throughout Cornwall, as a
result of high concentrations of nitrates and phosphates entering the
water. Diffuse pollution will impact on wildlife through eutrophication and
siltation of spawning grounds. This type of pollution, its causes and
effects, cuts across many of the other issues in the South West for
example tourism, agriculture and soil erosion.
The increased likelihood of flood events means that the LTP will need to
have policies and design transport networks which do not exacerbate
flooding and are also resilient to flooding.

4.2 Soil
Legislation and Environmental Protection Objectives
There are two key pieces of legislation related to soils:
 The European Soil Thematic Strategy (2006)
 Environmental Protection Act (1999)
Cornwall’s soils Cornwall’s unique and diverse landscape and
biodiversity can be largely attributed to its varied geology and soils. Its
soils can be classified into three distinct types. Soil derived from granite is
essentially poor due to high acidity, high organic matter, low phosphates
and it is highly mineralised. They are best suited for use as improved
grassland if free draining. Where rock is near the surface, as in large
areas of moorland, unimproved and rough grazing is possible.
Shillet is the most common soil type. It is a free draining sandy loam
derived from the Devonian period, ideally suited to grass production and a
range of crops. It tends to be low in phosphates and acidic. These soils
are often prone to drought conditions in May or June. The Culm Measures
of the Carboniferous period result in heavy clay with a high silt content
found in the Bude area. They tend to be low in phosphates with impeded
drainage, are difficult to manage in winter, but are highly productive, if
adequately drained, as summer grazing. Figure 4 demonstrates soils in
Cornwall that are vulnerable to erosion or run off events. The majority of
soil types in Cornwall are at medium to high risk.
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Figure 4: Cornwall soil vulnerability map (EA, 2010)

Agricultural land: Land is assessed using the agricultural land
classification system and one of the main factors in assessing the grade
relates to soil characteristics. Cornwall’s land classification is listed below
(Table 1).
Table 1: Land classification grading (MAGIC, 2010)

Grade
Grade 1 (excellent)
Grade 2 (very good)
Grade 3a (good)
Grade 3b (moderate)
Grade 4 (poor)
Grade 5 (very poor)
Non Agricultural
Urban

Hectares
326
28,317
216,517

%
0.1
8.0
61.2

67,599
23,367
11,299
6,250

19.1
6.6
3.2
1.8

Whilst it is not fully documented, the impact of soil erosion is widespread
and increases in line with agricultural intensification including as a result
of runoff into rivers due to, for example, ploughing down slopes instead of
across.
Contaminated land has largely arisen as a result of historic industrial
activities, mainly mining, and past waste disposal practices in addition to
naturally occurring heavy metals. DEFRA and the EA have evidence of
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soil quality and fertility, however it is recognised that much more detailed
evidence gathering is required.
Damage or loss of soil can also result in damage or loss of finite
archaeological resources.
Future Baseline without the Plan
An increase in population in Cornwall will increase demand for land for
development placing pressures on agricultural land resulting in soil loss
and damage.
Agricultural production is likely to intensify with increased demand for
food production and other crops, e.g. biofuels. This will lead to an
increased risk of erosion and pollution.
It is likely that there will be an increased loss of open spaces within the
built environment resulting from development pressures including
requirements for high density housing. At the same time it is likely that
there will be an increased demand for allotments and community growing
areas as a means for ensuring communities become more self sufficient in
food production.
Climatic change will have profound direct and indirect effects for soil. This
is likely to result in an enhanced rate of erosion and soil run off which will
affect both soil fertility and quality. Drier soils will lead to carbon loss and
wetter soils are more vulnerable to structural damage. Incidences of
subsidence may also increase due to soil compaction. Because soil is a
store for two major greenhouse gases, as land is damaged and lost to
development, greenhouse gas emissions will increase.

4.3 Material Assets
The EU Directive and other SEA guidance documents do not explicitly
define the term ‘material assets’. However, the following subjects all have
links to the theme: infrastructure, natural resources, housing, economy
and built heritage. There is clearly considerable overlap between some of
these subjects and other SEA themes namely: Landscape, townscape,
culture and heritage; economy and biodiversity. Therefore the theme of
material assets has focused on minerals and waste. Waste in itself is not
an asset but low waste production is an output of efficient use of
resources, so is being used as a proxy for this theme.
Legislation and Environmental Protection Objectives
The relevant legislation for the LTP in relation to waste are:




The EU landfill Directive 1999/31/EC
Waste Framework Directive 2006/12/EC
The Site Waste Management Plans Regulation 2008, N0.314
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There are no pieces of legislation relating to minerals which are pertinent
to the LTP.
Minerals
Cornwall has a complex and diverse geology which has allowed many
different rock types to be exploited as a resource for hundreds of years.
The main minerals currently exploited in the county are granite for
aggregates and building stones, china clay, slate and sandstone.
Approximately 1,208 hectares of the World Heritage Site (WHS) are
classed as Site of Special Scientific Interest (SSSI) and there are around
567 hectares of the Site which are also designated as County Geology
Sites. The Geodiversity Action Plan (GAP) has also been produced, along
similar lines to the Biodiversity Action Planning (BAP) process in Cornwall
providing an audit of the local resources of Cornwall, an action plan to
ensure conservation and sustainable use and to increase public awareness
and appreciation of the resource.
The extraction of minerals in the County makes an important and vital
contribution to the local economy and ensures that essential raw materials
are produced to meet building and manufacturing needs.
In 2009
production of primary aggregates in Cornwall was around 1.43 million
tonnes; this is principally from 12 quarries throughout the County. China
clay production contributes around £100 million to the UK balance of
payments and makes a significant contribution to Cornwall’s local
economy each year. In 2009 production of china clay was estimated to be
in the region of 1.6 million tonnes of which approximately 1.4 million
tonnes was exported. Raw materials are moved around Cornwall on
roads, rail and from the ports of Par and Fowey by sea.
A large area of the county is covered by designations such as Area of
Outstanding Natural Beauty (AONB), SSSI, WHS. The degree of overlap
between these designations and mineral operations means there is often a
conflict and potential constraint on the exploitation of mineral resources.
Environmental impacts such as dust, noise or vibration which can result
from mineral operations need to be considered alongside the need to
protect communities, thus the environmental impacts should be
minimised.
Waste
There are three main types of waste streams: Municipal waste;
Commercial and Industrial waste; and Construction and Demolition waste.
Construction and demolition waste is the largest waste stream
in
Cornwall comprising building materials, asphalt and road planings, topsoil
and subsoil, and arisings from building schemes, road construction and
demolition sites. Assessing real disposals and use of inert/construction
and demolition waste in land recovery is complicated by the fact that a
potentially significant proportion of this material is going to over 200 sites
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exempt from licensing for which there is no data from the EA on quantities
being disposed at these sites. Latest figures for the main waste streams in
Cornwall for are shown in the Figure 5 below.

Figure 5: Waste stream data (CC, Annual Minerals & Waste Monitoring Report
2008/09)

Municipal solid waste arises mainly from households and is currently
disposed of at two landfill sites in Cornwall. In Cornwall, waste recycling
and composting facilities are provided to satisfy statutory targets,
however the rate of increase in household waste recycling has been
largely matched by the increase of waste production.
Future Baseline without the Plan
Minerals: The projected housing figures contained in the draft Regional
Spatial Strategy for the South West would seem to indicate a level of
building which would require significant quantities of aggregates, building
and roofing stone. In the short-term due to the current economic climate
there may well be a downturn in house building and other development.
This could well result in less demand for minerals and thus a downturn in
the mining and quarrying industry.
Use of locally sourced primary materials may decline as mining industries
decline, however this may result in increased recycled aggregate use.
Waste: Increasing cost of landfill may result in an increase in recycling.
Increasing population and the tourist season will result in greater waste
production. The road construction industry may produce more waste as
the need to provide an increase in housing development in the County.
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There are two elements for considerations with regards to transport and
waste: the waste created through transport infrastructure and the
transportation of waste. As outlined by the Site Waste Management Plan
Regulations 2008, construction projects worth over £300,000 will have to
outline waste strategies in ‘Site Waste Management Plans’. With this in
mind, future monitoring will be available regarding the quantity of waste
produced from transport infrastructure.

4.4 Biodiversity, Flora and Fauna
Biodiversity is the term used to describe the variation of all living things
on earth. It includes all species of plants and animals, the genetic
variation amongst them, and the complex ecosystems in which they live.
Biodiversity can be used as a measure of the health of biological systems.
Legislation and Environmental Protection Objectives
The relevant legislation for biodiversity is:
 Ramsar Convention on Wetlands of International Importance, 1971
 Bern Convention on the Conservation of European Wildlife and
Natural Habitats 1979
 (Wild) Birds Directive 79/409/EEC, 1979
 Bonn Convention on the Conservation of Migratory Species of the
Wild Animals, 1979
 Habitats and Species Directive 92/43/EEC, as amended by
97/62/EC
 Conservation of Habitats and Species Regulations 2010
 Natural Environment and Rural Communities Act (NERC) 2006
 The Wildlife and Countryside Act, 1981 as amended
 The Countryside and Rights of Way (CRoW) Act, 2000
 The Hedgerow Regulations 1997
 The Protection of Badgers Act 1992
Cornwall’s biodiversity
Cornwall has a rich biodiversity, with a wide variety of habitats and
species set out in the Biodiversity Action Plan (BAP). The Cornwall BAP
contains a rich variation of habitats and species. Table 2 sets out the 41
BAP habitats found in Cornwall.
Natural England’s Natural Areas (based on the distribution of wildlife and
natural features) in the county are: Bodmin Moor, Cornish Killas and
Granites, Land’s End to Minehead, Start Point to Land’s End, the Culm, the
Lizard and West Penwith. The three National Nature Reserves in Cornwall
are: The Lizard (Goonhilly), Goss Moor and Golitha Falls.
Cornwall has 166 Sites of Special Scientific Interest (SSSIs), covering
some 19652 ha overall. There are currently 496 County Wildlife Sites in
Cornwall covering nearly 33,000 hectares or 10% of the county’s land
area, ranging from small copses to ancient woodlands, river valleys and
large moors and wetlands (Figure 6). Many sites fall within the BAP
habitats. Cornwall contains a significant number of Strategic Nature Areas
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(SNAs), incorporating woodland, purple moor grass and rush pasture,
lowland heath and coastal habitats. The coastal habitats SNA stretches
along the entire Cornish coast.
Table 2: Biodiversity action plan habitats in Cornwall

Coastal
Coastal and floodplain grazing
marsh
Coastal saltmarsh
Coastal sand dunes
Coastal vegetated shingle
Intertidal mudflats
Maritime cliff and slopes
Saline lagoons
Farmland
Arable field margins
Calaminarian grasslands
Hedgerows
Lowland calcareous grassland
Lowland dry acid grassland
Lowland heathland
Lowland meadows
Purple moor-grass and rush
pastures
Traditional orchards
Woodland
Lowland mixed deciduous
woodland
Upland mixed ashwoods
Upland oakwood
Wet woodland
Wood-pasture and parkland

Appendix 4: Page 11

Marine
Blue mussel beds
Estuarine rocky habitats
Fragile sponge and anthozoan
communities on subtidal rocky habitats
Intertidal boulder communities
Maërl beds
Sabellaria alveolata reefs
Sabellaria spinulosa reefs
Seagrass beds
Sheltered muddy gravels
Subtidal sands and gravels
Tide-swept channels
Urban and Brownfield
Open mosaic habitats on previously
developed land
Water and Wetlands
Blanket bog
Eutrophic standing waters
Lowland fens
Mesotrophic lakes
Oligotrophic and dystrophic lakes
Ponds
Reedbeds
Rivers

Figure 6: Designations of sites in Cornwall (CC, 2010)

Habitats and Species
The State of the Cornish Environment Report (2002) notes that most
habitats were in decline between 1988 and 1995. Wildlife habitats in
mainland Cornwall have been lost at a rate of approximately 3% over the
last decade (to 2002). Greatest real losses seem to be in neutral
grassland and fen, marsh and swamp. There have also been regional
trends of habitat and species decline. Examples include:
 Reedbeds: Estimates of habitat loss suggest typically 5-10% by
area over the last 15-20 years;
 Hedgerows: no exact data but are thought to be declining in quality
and quantity;
 Lowland heathland: Loss of habitat has occurred on most of the
main heathland blocks in the South West over the last 200 years,
particularly to agricultural improvement and afforestation.
Habitats that are well connected to each other stand a better chance of
adapting to climate change; biodiversity within well connected habitats
will be more resilient to change. The following map (Figure 7) provides an
initial assessment of opportunities for providing improved connectivity of
habitats across Cornwall. It shows that river valleys provide potential
corridors, linking and buffering existing semi-natural habitat. In addition,
the A30 corridor which runs down the spine of Cornwall could provide a
focus for an innovative connectivity corridor across Cornwall’s interior
linking up the river valleys that generally flow north-south. A ‘green
corridor’ mirroring the route of the A30 has the potential to improve
Cornwall’s climate change resilience through improved habitat
connectivity. The green corridor also has the potential to secure
ecosystem service benefits, such as flood defence.
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Figure 7: Habitat connectivity in Cornwall (Natural England, 2010

Future Baseline without the Plan
Climate change, population growth and the continuing pressure from new
development and activities such as tourism and farming will result in a
decline of biodiversity, unless existing biodiversity is protected. Protection
alone will however still result in a decline in condition and extent of
biodiversity and habitats and without restoration, enhancement and the
opportunity to adapt to climate change this decline is inevitable.
Transport has various effects on biodiversity including;
 Loss of Cornish hedges and other semi-natural habitats;
 The techniques used for maintenance of existing Cornish hedges
affecting wildlife
 Extraction of road stone;
 Run off of surface water can cause changes in water tables or
pollution;
 Air pollution from vehicles particularly affecting lichens of which
Cornwall has a rich resource. Nutrient enrichment from nitrogen
deposition on nutrient poor heathland could also lead to the decline
or loss of this habitat;
 Infrastructure such as bridges can form an integral part of the
landscape and habitat for wildlife.
Road development may
encroach on sensitive habitats and cause road deaths of species
such as otter;
 Road development or encouraging a reduction of traffic on some
routes could ultimately benefit wildlife.
 Impact on species through habitat loss, fragmentation and collisions
with road traffic.
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There is a strong link between biodiversity and geodiversity,
therefore those issues which threaten geological resources and
landscapes may also have an impact on biodiversity.

Relevant data
 Mortality by road is one of the greatest causes of violent deaths in
otters. In the South West this is considerably higher than the
national 60%, accounting for some 83% of otter mortality.
Disproportionately high numbers of otter road traffic accidents have
occurred along the A30 in Cornwall where it runs along watersheds;
 Hedges form one of the most prominent features in the Cornish
landscape and indirectly are a major contribution to tourism
income. The county resource of hedges is estimated at about
50,000km (approx. 30,000 miles) (CC, 1994). The proportion of
this which is ancient and/or species-rich is not known. The effects
of the Hedgerows Regulations are not as great as in other areas of
the country as many Cornish hedges continue to fall outside the
scope of the Regulations and appear to be undervalued nationally.
Road widening and re-alignment, and the installation of utility
pipelines and services has led to the local loss of ancient and
species-rich hedges. A greater acceptance to reinstate, and better
work practices are reducing this impact and are creating lengths of
new hedges;
 Lichens such as Ciliate strap lichen are in decline in Cornwall and
are under threat from nitrogen deposition;
 Cornwall has a large amount of lowland heathland and this is at risk
from nitrogen deposition.
Habitats Regulation Assessment – Directives 79/409/EEC and
92/43/EEC
What the SEA Directive says:
‘All plans and programmes which are prepared for a number of sectors
and which set a framework for future development consent of projects
listed in Annexes I and II to Council Directive 85/337/EEC of 27 June 1985
on the assessment of the effects of certain public and private projects on
the environment(7), and all plans and programmes which have been
determined to require assessment pursuant to Council Directive
92/43/EEC of 21 May 1992 on the conservation of natural habitats and of
wild flora and fauna(8), are likely to have significant effects on the
environment, and should as a rule be made subject to systematic
environmental assessment.’ (Article 5 (1)).
As stated in the SEA guidance, if the effects of the Local Transport Plan
are likely to have an effect on sites designated as a Special Area of
Conservation, an assessment will be required in line with the Council
Directive 92/43/EEC of 21 May 1992 on the conservation of natural
habitats and of wild fauna and flora.
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Currently, Natura 2000 is the centrepiece of EU nature and biodiversity
policy. It is an EU wide network of nature protection areas established
under the 1992 Habitats Directive. The aim of the network is to assure
the long-term survival of Europe's most valuable and threatened species
and habitats. It is comprised of Special Areas of Conservation (SAC)
designated by Member States under the Habitats Directive, and also
incorporates Special Protection Areas (SPAs) which they designate under
the 1979 Birds Directive.
Special Areas of Conservation (SACs) are strictly protected sites
designated under the EC Habitats Directive. Article 3 of the Habitats
Directive requires the establishment of a European network of important
high-quality conservation sites that will make a significant contribution to
conserving the 189 habitat types and 788 species identified in Annexes I
and II of the Directive (as amended). Table 3 lists habitat types and
species which are considered to be most in need of conservation at a
European level (excluding birds) in Cornwall.
The Birds Directive is a comprehensive scheme of protection for all wild
bird species naturally occurring in the Union. It was adopted as a
response to increasing concern about the declines in Europe's wild bird
populations resulting from pollution, loss of habitats as well as
unsustainable use. Special Protection Areas (SPAs) are strictly protected
sites classified in accordance with Article 4 of the EC Directive on the
conservation of wild birds (79/409/EEC). They are classified for rare and
vulnerable birds, listed in Annex I to the Birds Directive, and for regularly
occurring migratory species. Sites, or Areas, of Special Scientific Interest
(SSSI or ASSI) underpin most SPAs. Table 4 lists SPAs in Cornwall.
The SPA and SAC sites in Cornwall are mapped Figure 8.
Table 3: SACs in Cornwall

EU Code
Name
UK0030098 Breney Common and Goss and
Tregoss Moors
UK0012795 Carrine Common
UK0030329 Crowdy Marsh
UK0013112 Fal and Helford
UK0012549 Godrevy Head to St Agnes
UK0013694 Isles of Scilly Complex
UK0030064
UK0030065
UK0012559
UK0030238
UK0013111
UK0030241
UK0030056
UK0030282
UK0012799
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Lower Bostraze and Leswidden
Newlyn Downs
Penhale Dunes
Phoenix United Mine and Crow`s Nest
Plymouth Sound and Estuaries
Polruan to Polperro
River Camel
St Austell Clay Pits
The Lizard

Area (ha)
816. 01
45. 86
92. 65
6387. 8
128. 07
26850.
95
2. 33
115. 71
621. 34
48. 72
6402. 03
213. 39
621. 17
0. 61
3257. 11

EU Code
Name
UK0013047 Tintagel–Marsland–Clovelly Coast
UK0012604 Tregonning Hill

Area (ha)
2429. 84
5. 21

Table 4: SPAs in Cornwall

EU Code
UK9010141
UK9020288

UK9020288

Name
Tamar
Estuaries
Complex
Isles of Scilly

Marazion
Marsh

Component SSSI/ASSIs
Lynher Estuary
St John's Lake
Tamar-Tavy Estuary
Annet
Big Pool and Browarth Point (St
Agnes)
Castle Down (Tresco)
Chapel Down (St Martin's)
Eastern Isles
Gugh
Norrad Rocks
Pentle Bay, Merrick and Round
Islands
Samson (with Green, White, Puffin
and Stony Islands)
Shipman Head and Shipman Down
(Bryher)
St Helen's (with Northwethel and
Men-a-vaur)
Tean
Western Rocks
White Island (off St Martin's)
Marazion Marsh

(JNCC, 2009)
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Figure 8: SPA and SAC sites in Cornwall (CC, 2010)

4.5 Air Quality
Good air quality is vitally important for both human health and for flora
and fauna.
Legislation and Environmental Protection Objectives
The main piece of legislation relating to air quality is the Air Quality
Framework Directive (96/62/EC) and its daughter Directives (1999/30/EC,
2000/69/EC, 2002/3/EC, 2004/107/EC)
Air Quality in Cornwall
Work carried out for the Cornwall Air Quality Strategy has highlighted that
air quality in the county is generally good due to:
 Atlantic / south west winds
 Pro active local authorities / Cornwall Air Quality Forum
 Use of renewable energy
 Only one border so fewer external effects and greater impacts of
local initiatives
 Relatively low population density
 Plenty of open space
 Less pollution from heating due to new fuels
 Insulation to houses
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Carbon sink (biomass 'v' population)
Low level of industrial emissions
Less traffic than other parts of the country

Air pollution can be a problem in some parts of the county, particularly in
relation to:
 Low level ozone
 Particulates (from natural and industrial sources such as china clay
dust)
 Light pollution
 Greenhouse gases
 Transboundary ozone
 Radon (especially in West Cornwall)
 Airborne arsenic, cadmium and other toxic heavy materials (West
Cornwall)
 Traffic related emissions / fumes such as CO2, NOx and PM10.
(South West Observatory, 2010)
To date air quality in Cornwall has been monitored for the following
pollutants at the following sites:
Bodmin (NO2)
Callington (NO2, CO2,
PM10)
Carkeel (NO2)
CPR Regeneration Area
(NO2)
Crowlas (NO2)
Dobwalls (NO2)
Doublebois (NO2)
East Taphouse (NO2)
Falmouth (NO2, PM10,
PAH) Fowey (NO2)

Gunnislake (NO2)
Hayle (NO2)
Landrake (NO2, PM10)
Liskeard (NO2)
Looe (NO2)
Millbrook (NO2)
Newquay (NO2)
Penzance (NO2, PM10,
SO2)
Polperro (NO2)

Saltash (NO2, O3
(ground level ozone),
SO2, PM10)
St Austell (NO2)
St Ives (NO2)
St Mellion (NO2)
St Stephen (PM10)
Tideford (NO2)
Torpoint (NO2)
Truro (NO2)
Wheal Maid (PM10)

There are currently two Air Quality Management Areas (AQMAs) in
Cornwall; Kerrier, which includes the Camborne, Pool, and Redruth area
(Figure 9) and Bodmin (Figure 10).
The pollutants of most concern in Kerrier are traffic-related fine airborne
particulate matter below 10 microns in diameter (PM10) and nitrogen
dioxide (NO2). The National Air Quality Objective for NO2 is 40 µg m-3 and
the 2007 average for Kerrier was 47µg m-3 which resulted in its
declaration as an AQMA. (Kerrier DC, 2007). As set out in the Kerrier
AQMA Action Plan, the target for 2010 is a 14% average reduction in
levels of NO2.
The elevated concentrations of nitrogen dioxide are a result of congested
traffic; a source of nitrogen dioxide. These high concentrations of
nitrogen dioxide are also indicative of the presence of elevated
concentrations of other pollutants including respirable particulate matter,
benzene and, sulphur dioxide. Nitrogen deposits affect the surrounding
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land and the most “at risk” vegetation includes heaths, moors and seminatural grasslands all of which exist in Cornwall.

Figure 9: The location of Kerrier AQMA (CC, 2010)

Figure 10: The location of Bodmin AQMA (CC, 2010)

Nitrogen, when reacted with hydrocarbons and sunlight leads to the
These pollutants are
secondary pollutant ground-level ozone (O3).
typically associated with human health impacts (NAQA, 2008). Cornwall
and in particular the Lizard peninsula suffers from high concentrations of
ozone during the summer months as pollutants from the continent react
over the English Channel before hitting the mainland. High concentrations
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of ozone will reduce crop yield resulting in economic losses and potentially
higher food prices on the high-street. Whilst air pollution can often be
locally sourced, as in the case of the Kerrier AQMA, its effects are often
experienced beyond its area of creation. In an easterly wind or by simple
diffusion these effects may be experienced across the whole of Cornwall in
areas such as Caradon and North Cornwall. There is little that can be
done about these situations other than to recognise and minimise the
County’s own contribution towards ozone concentrations beyond its
political boundaries (Ledbrooke, 2008).
As can be seen in Figure 11, concentrations of ground-level ozone are
high in the South West. This is due to the fact that concentrations tend to
be highest in the southern regions of the UK, near the coast and at high
altitudes due to the aforementioned continental pollutants, high
temperatures and sunshine levels which promote the photochemical
reactions that generate ground level ozone. Urban areas tend to have
lower levels of ground level ozone due to higher levels of nitric oxide
which can destroy ozone, than rural areas.
Looking forward, the design of Cornwall’s towns when coupled with the
pressure for development and increasing tourism will have a negative
impact on the quality of the air, particularly those pollutants associated
with transport sources. Traffic is likely to continue to be a major source of
air pollution across the county.

Figure 11: Concentrations of ground level
ozone(Air Quality Archive cited South West
Observatory, 2010)
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Future Baseline without Plan
The traditional design of Cornwall’s towns and villages, coupled with the
continued pressure for development and increasing popularity as a tourist
destination will have a negative impact on the quality of the air,
particularly those pollutants associated with transport sources.
Traffic is likely to continue to be a major source of air pollution across the
County. Traffic levels are forecast to continue to increase, and although
vehicle technology is improving, increased traffic is likely to result in
increased congestion, which will contribute to poor air quality.

4.6 Climate-energy factors
In recent years, it has become widely accepted amongst the scientific
community that the world’s temperatures are rising and this is as a result
of human activity.
The impacts of climate change in Cornwall are
expected to result in hotter, drier summers and warmer, wetter winters.
Sea levels are predicted to rise and extreme weather events are likely to
become more frequent.
Legislation and Environmental Protection Objectives
The most pertinent legislation relating to climate change is:
 The Kyoto Protocol to the UN Convention on Climate Change
(United Nations, 1999)
 The Climate Change Act (2009)
Much of the information that forms this baseline section has been taken
from DEFRA data. The statistics were gathered at a time when Cornwall
operated at a district level and this data is the most comprehensive that
was available at the time of producing this scoping report. Cornwall
Council is working with other authorities in the region to develop a
common approach to forming a consistent baseline and monitoring
procedures.
Contributors to Climate Change
Work commissioned by the South West Councils to interpret what the
‘Delivering a Sustainable Transport System (DaSTS) 5 National Transport
Goals’ would mean to the South West has identified a series of emerging
gaps; namely a consistent baseline for measuring transport emissions and
procedures for monitoring.
Road transport accounts for 92% of emissions from domestic transport in
the UK (excluding aviation and shipping). The DfT’s Carbon Pathways
report 2008 shows that:

The relative concentration of transport emissions is on major routes
and in large urban conurbations as against rural locations.
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Although short car driver trips (less than 5 miles) account for a
large proportion of total trips by household car (57%), they produce
a smaller share of CO2 emissions – 20%. Longer trips account for a
smaller share of total trips made but produce a higher proportion of
emissions (e.g. 7% of trips are over 25 miles but account for 38%
of CO2 emissions from cars).
Certain journey purposes are associated with a greater proportion
of CO2 emissions than the proportion of passenger distance
travelled – commuting trips account for 19% of passenger distance
travelled but 23% of CO2 emissions from household cars. Business
trips account for 10% of total car mileage but 14% of total
emissions. This is because trip lengths, journey speeds, type of
vehicle and vehicle occupancy rate are also taken into account.
CO2 emissions from freight movements are also dominated by the
road sector. Nationally LGV traffic is forecast to increase most
rapidly, with expected growth of 67% by 2025, partly due to the
trend in home deliveries.

4.6.1 The average number of trips made per person and distance
travelled by car in the South West is higher than national averages.
This is clearly shown by Regional Transport Statistics; the average
distance travelled (all modes) per person was 8,073 miles 2005-6
compared to a GB average of 6,923 miles per person. Of this 4,385
were car driver miles (compared to an average of 3,893 in GB as a
whole excluding London).
In 2006 Cornwall had the lowest proportion of total Carbon Dioxide (CO2)
emissions, with 10% (4,296 kt) of the regional total. From 2005 to 2006
emissions rose 1.5%. As shown in Figure 12 road transport accounted for
29% of CO2 emissions in Cornwall for 2006. Forecasts suggest that
national CO2 transport emissions will fall by 1% from 2005-2020.

Figure 12: CO2 emissions by source (South West Observatory, 2008b)
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As shown below, in 2006, total emissions were highest in Restormel,
which accounted for 24% of all end user CO2 emissions in Cornwall,
and were lowest in the Isles of Scilly, with 0.3% (12 kt) of the county
total. Emissions in all local authorities showed little change in total
emissions between 2005 and 2006 as shown in Figure 13.

Figure 13: Total end user CO2 emissions in Cornwall 2005-2006 (South West
Observatory, 2008b)

A total of 8.16 tonnes of CO2 were released per capita in Cornwall in 2006,
a slight increase on the 8.15 kt for 2005 but still below the South West
average of 8.27 tonnes. With 10.88 tonnes per capita, emissions were
highest in North Cornwall - 33% (2.72 tonnes) higher than the county
average. The lowest per capita emissions were found in the Isles of Scilly,
with 5.73 tonnes - 30% (2.43 tonnes) lower than the county average
(Figure 14). (South West Observatory 2008b).

Figure 14: Per capita emissions (South West Observatory, 2008b)
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Future Baseline without the Plan
If the carbon savings as listed in the ‘White Paper on Energy’ (reducing
the carbon content of fuel; reducing the carbon emissions of vehicles;
encouraging moves towards more environmentally friendly transport and,
where appropriate, using emissions trading) were to be implemented
10.2% of emissions could be saved by 2020. Two thirds of Cornish road
transport carbon emissions are from private cars. In Cornwall the number
of commuters driving to work by car will increase between 2006/7 –
2010/11 by 3.1% due to the expected increase in population by 3.4% in
the same period.
Reducing the number of car journeys to all Cornish
Schools by 5% is estimated to save 240 tC (Winkler 2008).
Effect of Climate Change – current and future conditions
Climate change will affect Cornwall in terms of temperature fluctuations,
extreme weather events and rising sea level.
This vulnerability is
illustrated in Figure 15 which is a graph showing rising sea level in key
locations across Cornwall.
Data from DEFRA and the Environment Agency has identified which
coastal sites and features are most at risk within the next 20 years of sea
level change. Mullion Harbour and Godrevy feature in the high risk
category and Boscastle Harbour falls into the medium risk category.

Figure 15: Selected extreme tidal levels for sites considered by the Environment
Agency (CC,2008b)
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With regards to the road network over the next 100 years around 15-30
km of additional roads in Cornwall are liable to become inundated by
extreme tide levels. 3-5km of these are A roads, 2-4km are B roads, 59km C roads and 6-11km are unclassified roads, as represented in Table
5. These figures represent approximately double the lengths of roads that
are presently at risk of tidal flooding (CC, 2008b). A and B roads
particularly at risk of flooding are mapped in Figure 16.
A roads currently at risk include:
o Branwell Lane Roundabout and Eastern Green on the A30 at
Penzance
o Crowlas and Loggans Moor roundabout, Hayle on the A30
o A3075 at Trevemper Bridge, Newquay
o A387 between Looe and Sandplace
o A389 at Sladesbridge
o A374 Ferry Street, between Kellow Park and Anthony Road at
Torpoint and Polbathic
o A390 at Truro, Tresillian, Grampound and through Par Moor
o A3083 Station Road and St Blazey Road at St Blazey
o Moorland Road at Par
o A39 Morlaix Avenue in Truro
o A39 Camelford
o A39 at Perranworthal
In 100 years time, mainly the same roads are at risk but with longer
stretches being vulnerable. Additions are the A3078 Kings Road and
Marine Parade in St Mawes, the A3082 at Par Green and Polmear. Of the
B roads, the most vulnerable are the B3247, Bridge Road at Seaton and
Downderry, B3292 Commercial Road in Penryn, B3301 including the
Causeway at Hayle, B3273 at Pentewan and the B3314 at Trewornan near
Wadebridge.
Local roads to and through smaller settlements are at risk of both flooding
and future erosion at Portmellon, Portwrinkle, Crackington Haven,
Coverack, Wherrytown, and between Newlyn and Mousehole. With flood
risks threatening roads in Porthallow and Bude.
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Table 5: Length of road submerged (CC, 2008b)

The Rail network is prone to flood and erosion risks before it reaches
Cornwall, notably at Dawlish, Teignmouth, and at Plymouth and are issues
that Network Rail will need to resolve in the future. Once inside Cornwall,
flood risks threaten the mainline at Par and St Blazey, as well as at
Penzance. Branch lines are at risk of flooding at Par/St Blazey and along
the Looe river, with the freight line at risk down the River Fowey.
At Penzance, both the mainline railway and the A30 are protected from
erosion by current coast protection measures, but both remain at risk of
flooding. These risks are set to increase in the future with increased sea
levels associated with climate change. The Shoreline Management Plan is
being reviewed at the moment and will inform on the future approach to
defending the coast at this location
Estuarine ferry crossings are vulnerable to flooding and include ferries on
the Rivers Fal and its creeks, Fowey, Camel and Tamar.
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Figure 16: A and B roads particularly at risk of flooding (CC, 2008b)

Over the next 100 years, between 95-135ha of additional town area in
Cornwall are liable to become submerged during extreme tide events.
This represents an increase of 2 to 3 times the present day values (CC,
2008b). Table 6 represents the ten most vulnerable towns inundated by
extreme tides over the next thousand years.
Table 6: Ranking of Cornish towns in terms of increased areas lost to sea
level rise over the next 1000 years (CC, 2008b)
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Figure 17: Tide inundation maps for St Blazery / Par
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Figure 17 shows the most vulnerable area in Cornwall to sea level rise: St
Blazey / Par. Each map shows the depth of flooding for a 1 year return
period event with graded shading and also the extent of inundation for the
200 year (0.5% annual probability) and 1000 year return period (0.1%
annual probability) events. The maps are also categorised by (a) the
situation as in the year 2002, (b) the year 2108, representing 100 years
into the future, and (c) with an additional 7 metres of sea level rise
reflecting catastrophic melting of the Greenland ice sheet.
Shifts in temperature, sea level and flood risk will potentially impact on
historic landscape, traditional buildings and archaeological sites. This will
dramatically reduce the economic, social and cultural contribution made
by the historic environment in Cornwall. Because many of the historic
centres are already fully developed there will be few opportunities for
flood protection through the modification of ground levels. Raising of
streets or pavements will often be inappropriate because of the significant
affect on the character and appearance of the area and there may be
instances where it is necessary to take difficult decisions: A balance must
be struck between the level of risk and hazard and the aspiration to
preserve the distinctive qualities of the Cornwall’s historic towns and
villages.
In the future increasing fuel prices may result in a modal shift and
reduction in fuel consumption. The introduction of electric vehicles may
reduce the reliance upon petrol and diesel, however their existence will
still require energy. Changes in work practices with an increase in
homeworking and use of IT may reduce car use to some degree. The
infrastructure and highways network are at increasing risk of damage due
to flooding and temperature fluctuations associated with climate change.
The SW Climate Change Impact Scoping Study (Warming to the
idea…Meeting the challenge of climate change in the South West) sets out
in detail what the likely effects of climate change on the region are likely
to be. The report indicates that:
 Much of the transport sector has not yet significantly responded to
climate change;
 The sector is more aware of the need to mitigate carbon emissions
than of the need to adapt to climate change impacts;
 Some towns and cities are susceptible to periodic flooding and its
frequency could increase, causing major disruption to road
transport;
 Severe flooding may again sever the rail link near Exeter where
flooding cut off the South West from the national rail network in
autumn 2000;
 Railways along the coast are vulnerable to storm surges, high tides
and cliff instability while tunnels are vulnerable to flooding; and
 Motorway congestion could worsen if tourism increases with warmer
summers.

Appendix 4: Page 29

4.7 Noise
Transport related noise issues are complex. The key elements that could
affect transport related noise are: traffic volume and speed, road surface,
nature of road use, topography, and the built environment.
Legislation and Environmental Protection Objectives
The key legislation related to transport noise is covered by:
 EU Environmental Noise Directive (2002/49/EC) (EU Council, 2002)
 The Aeroplane Noise Regulations (HMSO, 2002)
 Highways Act 1980 (HMSO, 1980)
 Civil Aviation Act (OPSI, 2006)
The 2007 Cornwall Quality of Life Survey indicated that 18.3% of
respondents, in their opinion, thought vehicle noise was a ‘very big’ or
‘fairly big’ problem when considering contributors to neighbourhood and
environmental problems. Over 40% felt it was ‘not a very big problem’
and fewer than 40% felt it was ‘not a problem at all’. This is represented
in Figure 18.

Vehicle Noise
50%
45%
40%
35%
30%
25%
20%
15%
10%
5%
0%
A very big problem

A fairly big problem

Not a very big
problem

Not a problem at all

Figure 18: Vehicle noise as a contributor to neighbourhood and
environmental problems

(LINC, 2007a)
Nationally, in 2004/5 complaints regarding road traffic noise were 22%
lower than in 1984/5. (DfT, 2007). Currently, Newquay Airport receives
very few noise complaints and those that are received, on investigation,
usually turn out to be associated with aircraft over-flying or using other
airfields. Nevertheless, the Airport recognises that as its traffic grows,
this position could change and therefore it will also introduce a range of
noise management measures to ensure that any noise impacts on local
communities or those on key flight-paths are minimised (Newquay
Airport, 2008).
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Environmental noise (road, rail, aircraft, construction and noise releases
from products, e.g. tyres, cars) causes annoyance and sleep disturbance
to many people. There is evidence of a causal relationship between noise
and hypertension and heart disease. The problems are worse in areas of
high density housing, rented accommodation, areas of deprivation and
areas of urban density (DoH, 2007).
Defra have mapped the sources of noise with regards to first round major
roads. Figure 19 and Figure 20 show the major roads generating the
most noise. These are A30, A39 and the A390. Day noise levels <75dB
and night noise levels = <65dB (Defra, 2008).

Figure 19: Day/Evening/Night average time environmental noise
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Figure 20: Night time environmental noise

(Defra, 2008)
Future Baseline without the Plan
Traffic noise is related to traffic volume, so future traffic increases in rural
areas may result an increase in the number of complaints; however traffic
calming measures in villages may alleviate some issues. The growth of
Newquay Airport may result in associate noise increases and noise
management needs to be considered and addressed as the airport
expands.

4.8 Landscape & townscape and culture & heritage
Legislation and Environmental Protection Objectives
The pertinent legislation for this theme is:
 UNESCO World Heritage Convention (UNESCO, 1972)
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European Convention on the Protection of the Archaeological
Heritage (EU, 1992)
European Spatial Development Perspective (EU, 1999)
The European Landscape Convention (EU Council, 2000)
Countryside and Rights of Way Act (CRoW) (UK Parliament, 2000)

Cornwall’s Landscape & townscape and culture & heritage
Landscape is about the relationship between people and land, a
combination of distinctive and valued natural cultural elements, which
extend to seascape and the urban environment. Landscape, townscape
and seascape have economic value, providing the setting for economic
activity and often become a central factor in attracting business and
tourism. It also has social and community value as an important part of
people's lives, contributing to the Cornish sense of identity, well-being and
health, and bringing enjoyment and inspiration. Both landscape and
seascape are directly linked with green infrastructure, recreation and
leisure. The landscape, townscape and seascape also have environmental
value; the landscape supports an intricate ecosystem, can protect and
enhance nationally, regionally and locally important environments and
habitats, and is a cultural record of society's use of the land. A holistic
approach to the landscape should be adopted where possible as the
Cornish landscape is the integrating framework which holds the distinct
individual elements which make up local distinctiveness and sense of
place.
Figure 21 is taken from the Cornwall and Isles of Scilly Landscape
Character Study 2005-2007 and illustrates the variety of landscapes that
have been identified through this study. The Study is the first stage in
developing an evidence base for future landscape policy and landscape
strategies in Cornwall and the Isles of Scilly. It will be used to develop
planning policies in the emerging Local Development Frameworks, and
Developer Guidance for planning applications.
The environmental quality of Cornwall is reflected by the land protected
by various designations (almost one third of the total) as shown in Figure
22 and Table 7.

Appendix 4: Page 33

Table 7: Land designations in Cornwall (Ledbrooke, 2008)

Figure 21: Cornwall landscape character areas
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Figure 22: Location of land designations in Cornwall and the Isles of Scilly (CC,2009)

The maritime location and rich mineral wealth have given a unique historic
character to the county and it has one of the greatest numbers of
designated heritage assets of any county, from the Cornish Mining World
Heritage Site, covering 5.5% of Cornwall, to individually designated
buildings, milestones or roadside crosses.
The great wealth of historic areas, buildings and features (the largest
number of statutorily protected Heritage Assets in a Unitary Council area)
includes:
o 12,490 Listed Buildings
o 1,872 Scheduled Monuments
o 145 Conservation Areas (4070 ha)
o 36 Registered Parks and Gardens (3720 ha)
o 2 Registered Battle Fields (115 ha)
o Cornish Mining World Heritage Site18, 222 ha; 5. 5% of
Cornwall
o 145 Conservation Areas covering 4070ha and a number of
proposed Conservation Areas
Statutorily protected Heritage Assets in the ownership and or care of a
local authority:
o Nearly 50 Scheduled Monuments including 5 major
prehistoric hill forts (Lescudjack, Warbstow, Castle Canyke,
Carn Brea, Trevelgue) the whole of Pendennis headland, and
many engine houses and mine sites such as Geevor Mine.
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o

o

over 800 Listed Buildings (including 358 Milestones, 308
Bridges and 125 Guide posts, Libraries, Schools, Portreath
Harbour and both Old and New County Hall and King Edward
Mine and Robinson’s Shaft)
2 Registered Parks and Gardens (Mt Edgcumbe, Falmouth
General Cemetery)

5.5% of Cornwall is covering by the Cornish Mining World Heritage Site
(18,222ha) which includes the following areas:
o St. Just mining district (2672 ha)
o Port of Hayle (207 ha)
o Tregonning and Trewavas mining district (4483 ha)
o Gwennap mining district, Kennall Vale and Perran Foundry
(3045 ha)
o St Agnes mining district (1225 ha)
o Luxulyan Valley and Charlestown (274 ha)
The historic environment is a finite and non-renewable environmental
resource in its own right; not only in terms of the inherent aesthetic
beauty but also in terms of local identity and sense of place. The impact
of the landscape on settlement form is significant and the influence of the
built environment on the landscape can be considerable. The quality of
development varies greatly; many settlements have a historic core but
development over the last five decades has not always respected the
traditional character or local distinctiveness of settlements.
The Cornwall and Isles of Scilly Urban Survey (CSUS) is a comprehensive
source of information for the understanding and characterisation of the
rich and diverse historic environment of the county. CSUS is currently
working with 19 selected towns across Cornwall and the Isles of Scilly to
enforce character led regeneration (Historic Environment Service, 2008a).
Traditional design details, materials and local distinctiveness vary across
the county. The influence of the landscape on settlement form is
significant and the impact of the built environment on the landscape can
be considerable. This distinctiveness has developed in response to the
specific conditions that prevail. The built environment should reflect the
inherent character and strengths of the setting.
Future Baseline without the Plan
The draft Regional Spatial Strategy identified 45,000 new dwellings for
Cornwall until 2026.
It is very difficult to estimate the potential
environmental impacts and pressure on land otherwise used for food
production. The Valuation Office Agency forecast a 30% national rise in
the price of agricultural land (unequipped) between July 2007 and July
2012 (VOA, 2007).
Given the uncertainties associated with the
agricultural industry and the unpredictable impacts of climate change the
option to sell agricultural land may become more financially attractive and
could result in higher food prices.
Further loss of habitat will be
unavoidable (Ledbrooke 2008).
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The additional dwellings required in Cornwall may also result in the special
character of many historic settlements and conservation areas being
severely compromised by the volume of traffic and the schemes
implemented to manage it.
Furthermore, the diverse landscapes of Cornwall will be dramatically
altered by increased urbanisation of the County.
In the future the non-availability or the higher costs associated with the
use of traditional building materials, combined with locally depressed
economies may result in the widespread use of inappropriate materials,
finishes and detailing in works undertaken to many private dwellings. This
in turn may lead to a significant loss of historic character.
The special character of many historic settlements and conservation areas
may be severely compromised by (and therefore need to considered
through the development of LTP3):
 Inappropriate alterations to historic buildings, poor public realm
schemes and inappropriate traffic management schemes which may
lead to an incremental erosion of detail, loss of character and
authenticity and have a negative impact on local cultural
distinctiveness and civic pride.
 The link between place, materials and design has increasingly been
lost. The promotion of high quality design in new buildings and in
the landscape will help address the loss of local distinctiveness and
will enhance the historic environment.
 Poor quality and inappropriate development resulting from pressure
for new housing, industrial and commercial space and leisure facilities
diluting historic character, local distinctiveness and the character of
conservation areas.
 Neglect/lack of maintenance of buildings and streets leading to
demolition, vandalism and low self esteem for communities.
 The loss of local distinctiveness and authenticity through poor
understanding, globalisation and homogenisation is growing in
evidence in many historic settlements and town centres e. g.
through surfacing, signs, roundabouts and street markings.
(Alyson Cooper, Cornwall County Council, 2009)
Other issues to consider:
 Increased development often results in reduced tranquillity and
increased light pollution
 Landscape is an essential component and contributor to quality of
life and health.
 Promoting access to the historic and cultural environment and the
countryside.

4.9 Safety and crime
Living in a safe environment is a key component of a good quality of life.
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Legislation and Environmental Protection Objectives
The key piece of legislation related to road safety is the Road Safety Act
(DfT, 2006).
Road Safety statistics
Compared to other counties, Cornwall has a lower than average total for
the number of people Killed or Seriously Injured (KSI). For Cornwall in
2006/7 the KSI total was 15% below the national baseline. Cornwall
Council targets suggest a reduction of 30% by 2010/11 in KSI incidents.
Cornwall does not perform well with regards to slight causalities. In
2006/7 the total was above the national average and 7% below the
county set target.
Currently, rural fatalities outnumber urban fatalities. This may be due to
the predominantly rural nature of the county. Additionally, the number of
rural fatalities is decreasing whereas the number of urban fatalities is
increasing. The trend for car occupant fatalities is decreasing; however
there is an increasing trend for motorcycle deaths. Cornwall Council
recently found that there is more potential to reduce KSI’s/fatalities on
rural roads as there are more of them. Trends show rural fatalities and
rural KSI’s are decreasing.
Therefore current programmes may be
having a positive effect (Chloe Dale, Cornwall Council, 2009). Figure 23
demonstrates the trends experienced at camera sites, this is not
representative of the whole county. The convergence of the casualty line
towards the collisions line within the trend, gives an indication that the
number of casualties involved in the collisions at the camera sites appear
to be decreasing, which may be consistent with reducing severity as well.
Ten routes have been identified in Cornwall where road users are at the
greatest risk of collision. These routes are A3058, A3059, A3073, A388,
A3047, A30 (between Land's End and Long Rock), B3254, A392 and the
B3312 (CC, 2008a).
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Figure 23: Road Safety in Cornwall - collisions/causalities/enforcements (Devon
and Cornwall Safety Camera Partnership, 2009)

Transport related crime
Transport related criminal offences have been divided into four sections:
traffic crime, taken without consent, terrorism and disruption. There has
been little data regarding the perceptions of crime in relation to public
transport and private vehicles.
1. Traffic Crime
Traffic crime in Cornwall is generally centred on speeding offences, drink
driving offences and mobile phone use. Whilst the Police enforce criminal
activity associated with the aforementioned, the data is unrepresentative
due to economical constraints in Policing and enforcing zero tolerance
policies. Devon and Cornwall Safety Camera Partnership have data
regarding speeding offences. There is a clear trend that the number of
speeding offences in Cornwall are decreasing, in 2005 there were 11,964
offences compared to 6,289 in 2008. The 2005 data does not include
details of speed awareness courses and warning letters issued, however,
even with these included in the 2008 data, the total number of offences is
below that of the 2005 total.
Figure 24 shows the variation in levels of ‘interventions’ delivered between
2002 and 2008. Although the absolute level of ‘prosecutions’ (court and
fixed penalty offences) has declined since a peak in 2004, in more recent
years the number of operational camera locations has remained static or
declined, and long established sites have shown a reduced level of
prosecution rates. Since 2006 the Devon and Cornwall Safety Camera
Partnership has offered both speed awareness courses and warning letters
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as part of its ‘education’ programme for marginal offenders, which has
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Figure 24: Levels of prosecutions, education and interventions delivered

(Devon and Cornwall Safety Camera Partnership, 2009)
2. Taken Without Consent (TWOC)
The following information has been taken from Amethyst (2008) (a GISbased information sharing system developed to map and share
partnership information across Cornwall).
The category of vehicle crime within serious acquisitive crime includes the
offences of theft or unauthorised taking (TWOC) of a motor vehicle and
theft from vehicles. The wider category of vehicle crime also includes
vehicle interference which is very low in Cornwall (less than 1% of all
recorded crime).





The majority of crime comes from theft from vehicles at 77%. A
total of £1.5 million was recorded by the police as stolen and / or
damaged in vehicle crimes in Cornwall in 2007/08. As would be
expected, the value stolen and / or damaged in thefts of vehicles is
much higher than for thefts from vehicles at an average of £2,008
per crime compared with £236.
More than half (51%) of all vehicle crime happens on the street
with a further 17% occurring on a private driveway or garden.
14% of vehicle crime takes place in public car parks. Newquay is
the main hotspot for car park crime but the number of crimes
dropped by 25% in 2007/08 compared with the previous year.
Vehicle crime occurring in the car parks of most of the main towns
reduced in 2007/08 except in St Ives and Penryn – the rise in both
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cases relates to irregular clusters of crimes at various points in the
year so doesn’t indicate a strong pattern of regular targeting
Rates of vehicle crime in Cornwall were substantially lower in 2008/09
than in similar areas nationally along with a stronger crime reduction
performance. However, there were 1,927 thefts from vehicles and 578
thefts of vehicles in 2008/09, an overall increase of 2.6% compared to the
previous year. Crime maps and statistics effectively inform members of
the community the number, rate and geographical location of defined
crime types within Cornwall at a ward level (Figure 25). By sharing
information, patterns of crime will be identified along with the underlying
causes; leading to more informative decision making, effective targeting
of resources and cohesive partnership working. These maps also empower
communities to hold local police and partners to account for what is
happening and encourage active citizenship through enabling informed
involvement at a local level.

Figure 25: Recorded vehicle crime in Cornwall (Amethyst, 2008)

3. Terrorism
Cornwall has, and will continue to have, terrorism strategies. There are
measures for major infrastructure, in particular, Newquay Airport and the
Tamar Bridge.
4. Disruption
Disruption to the transport network can occur as planned or spontaneous
events. Planned events, with high profile publicity attached to them are
often targeted to specific sites such as the Tamar Bridge and are more
able to be controlled. Unpredicted events are obviously harder to control.
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Devon and Cornwall Police are primarily responsible for road closures and
Cornwall Council have specific road closure strategies in place to aid the
Police.
Future Baseline without the plan
Whilst a number of road safety issues have been resolved through
engineering and education, there will continue to be barriers to reducing
KSI incidences such as society’s behaviour – e.g. binge drinking.
Reducing road traffic accidents will need to remain a key policy for LTP3.
Collaborative working across organisations will be required to address the
causes of road casualties.

4.10 Health
Health issues in Cornwall
The evidence of health issues in Cornwall shows a county where people
enjoy a good quality of life with plenty of opportunities for countryside
recreation, good air quality and where on average people live longer and
suffer less from cancer, heart disease and strokes. This does hide however
problem areas perhaps associated with pockets of rural deprivation such
as higher levels of mental health related issues, alcohol related problems
and hip fractures among older people. Access to health facilities can
involve long journeys which can be onerous for the less able.
Cornwall has already identified healthier travel choices as a key
preference for future priorities. Making informed decisions on travel
options could increase exercise and influence coronary heart disease,
respiratory disease, obesity, stress and mental illness.
Health Profile of Cornwall 2009 key findings:


The health of people in Cornwall is generally better than the
England average. The rates of women who smoke during pregnancy
and incapacity benefits for mental illness appear higher than the
England average.



Both male and female life expectancies are higher than the England
average. However health inequalities are evident: women from the
least deprived areas can expect to live nine years longer and men
over five years longer than those living in the most deprived areas.



Over the last ten years early death rates from heart disease and
stroke as well as early death rates from cancer have been declining
and remain below the England average.
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Although early death rates from heart disease and stroke are lower
in Cornwall than the rate for England as a whole, nearly 500 people
die early from heart disease and stroke each year.



While hospital stays for alcohol related harm appear lower than the
England average, this accounts for over 9,500 hospital admissions.



GCSE achievement is below the England average.

Nationally, in 2005 the proportion of obese children had risen by over
50%, in men 40% and in women 35%. The 2009 Health Profile for
Cornwall illustrates that obesity in children is slightly above the regional
and England average. National Child Measurement Programme figures
found that child obesity rates in Cornwall are rising and the percentage of
reception aged obese children is 9.9%. Obesity in adults is higher than
the regional average and not significantly different from the England
average.
The number of physically active children and adults is significantly better
than the England and regional average. However, more than 60% of men
and 70% of women are not active enough to benefit their health.
Physically active people have 20-30% reduced risk of premature death
and up to 50% reduced risk of major chronic disease.
The Cornwall Quality of Life Survey (2007) found that:

60.8% of respondents felt the natural environment was important
to them for active recreation and outdoor pursuits.

39.2% of respondents did not feel it was easy to access sports and
leisure facilities.

48.2% felt the same about cultural or recreational facilities.
The percentage of people living in Cornwall who smoke (28.5%) is higher
than the England average (26%). 50% of the difference in life expectancy
between the most and the least income deprived is caused by smoking.
Hospital admissions related to heart disease are the most costly of all
admissions – and these are strongly associated with smoking and obesity.
The number of early deaths from heart disease, strokes and cancer is
significantly better than the England average, but worse than the regional
average (Association of Public Health Observatories 2008).
Research has identified a link between congestion and stress levels in
drivers: the more congested the traffic the higher the stress (Hennessy,
1999). This could lead to increased accidents, a reduced quality of life,
and perhaps even reduced economic activity as a workers performance
suffers after congested commuting, a possible consequence of increased
traffic for Cornwall. Figure 26 shows the potential effects of traffic volume
and speed on physical and mental health.
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Figure 26: Potential effects of traffic volume and speed on physical and mental
health

(West Midlands Public Health Observatory, 2006 cited in DoH, 2007)
Future Baseline without the Plan
The current trend towards unhealthy lifestyles including lack of exercise
and overeating will increase health issues such as obesity.
Climate change is expected to bring an increased risk of heat related
illnesses and deaths. However it is also expected to lead to lifestyle
changes with potential for greater use of outdoor areas and activities.
Demands on health care are likely to increase due to the projected
population increases. People are also living longer which will place an
additional pressure on health care facilities and transport to those
facilities.
Sustainability issues for the LTP
Cornwall’s natural environment is an important part of its creative,
cultural and physical activity. There are strong links between quality,
open and green space and the health agenda, for example good open
space provision and management can help reduce stress levels, provide
formal and informal recreational and sporting facilities and offer
alternative networks for walking and cycling. Providing good access to the
natural environment is essential.
A modal shift away from private cars to public transport, walking or
cycling can only have positive effects on the health of people in Cornwall.
Ensuring an aging population has good access to health care must be
considered.
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Co-location of health and other community facilities will help reduce the
need to travel and have other positive effects such as reducing pollution
and supporting economic vitality.

4.11 Accessibility
Being able to access key services and activities is vital to a good quality of
life.
Accessibility in Cornwall
Accessibility planning aims to address social exclusion, encouraging all
groups of society to enjoy the opportunities that living in Cornwall
presents. Accessibility has a vast array of cumulative effects such as:
health, economy, education, employment, and quality of life. Access to
essential services is vital to communities that encounter isolation, either
geographically or for social reasons. Cornwall Council has a resource of
over 45 accessibility maps which demonstrate specific issues of accessibly
throughout the county. Issues relating to accessibility are countywide.
The worst affected areas were identified in LTP2 and became ‘priority
areas’ on the basis of the requirements and best value for money. Figure
27 highlights the areas of Cornwall with poor access. Previous research
carried out in Cornwall by the Joseph Rowntree Foundation has
highlighted the importance of accessibility schemes. The findings have
enabled new employment opportunities through reliable bus services.
Through key accessibility partnerships (such as the Rural Transport
Partnership) and core functions a number of schemes have been
implemented such as the introduction of the subsidised transport network
and Accessibility Action Plan initiatives.
Causes related to poor accessibility are varied and complex. The main
causes are as follows:
 Loss of services in rural communities.
 Poor availability of transport provision to access services.
 Isolated communities stemming from historic settlement
patterns.
 Centralisation of public services.
 Higher expectations of mobility and car ownership; this means
easier access to services for those who can afford it, but reduces
viability of alternative transport provision to the detriment of
those who cannot (the young, the elderly).
 Decision making on the economic viability of providing key
services in rural communities has tended to place insufficient
emphasis on their social and environmental value.
 Service design has often failed to be sufficiently inclusive of the
communities served, for example the requirements of people with
disabilities are not given due regard.
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Figure 27: Priority areas with poor access (CCC, 2005a)

Effects of the above are extremely wide reaching:
 Poor accessibility leads to vulnerable people becoming isolated
and lonely; lessens community cohesion and leads to a sense of
disenfranchisement from service providers and weakens
governance.
 Poor accessibility can seriously affect people’s life chances, for
example opportunities to access training and work opportunities.
 Poor accessibility can result in problems for local businesses in
being able to recruit.
 Poor accessibility can seriously affect people’s well being, for
example they cannot access health, welfare and key retail
services at the times or in the places that they need them.
 The dispersed nature of settlements and the location of housing
in isolated areas place a burden on rural authorities particularly
with respect to meeting statutory requirements e.g. education
and health related transport.
 Dispersed settlement patterns have led to increased use of
motorised transport with an adverse effect on the environment.
 Poor access to services can reinforce social exclusion, for example
for people with disabilities.
As shown in Figure 28, the 2007 Quality of Life Survey found:

it was considered very or fairly easy to get to:
o The post office (90%);
o The natural environment (90%);
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o A shop with fruit and vegetables (88%)
The least accessible services were considered to be childcare, local
employment, and education and training;
Older people find it less easy to access services;
Residents in some areas of the County find it less easy to access
services, and these tend to be the more rural areas such as
Camelford Fowey/Lostwithiel;
The majority of people use a car to access services.

Geographical barriers to services sub-domain include four indicators,
namely the road distances to: GP premises, supermarkets or convenience
stores, primary schools and post offices. These are all key services that
are important for people’s day to day life. The further that people have to
travel to such places the more deprived they are in terms of access.
Access to services is accepted as a major issue across Cornwall. In 2007,
there were 157 LSOAs in the most deprived quintile compared to 160 in
2004. The highest concentrations occur in the former North Cornwall
district (69%) and Caradon district (57%). Conversely, there were 30
LSOAs in the least deprived quartile, largely in the town centres.
In line with National Indicator 175 (access to services and facilities by
public transport, walking and cycling) there were 246 Super Output Areas
indentified in 2005 as priority areas with poor access in Cornwall. In
2007/8 access had been improved in 54% of those areas, and Cornwall
Council is currently on target to reach 80% access by 2010/11 (CC,
2008a). It is unlikely that 100% access will be achieved due to rurality,
dispersed and aging population, car ownership and low wages in Cornwall.

Figure 28: "From your home, how easy is it to get to the following destination
using your normal form of transport?" (LINC, 2007a)
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Future Baseline without the Plan
In the future an ageing population will place additional demands on public
transport as well as community transport services and will make access to
services an even more important consideration. The growth directed at
Cornwall (through the Regional Spatial Strategy) could bring opportunities
to locate new development near existing services and provide
opportunities to improve the range and increase the viability of local
services, thus reducing the need to travel. Increasing opportunities for
home and flexible working through developments in IT may improve
access to work for some.

4.12 Economy
In recent years the Cornish economy has experienced growth which has
resulted in greater diversity and wealth; however earnings in Cornwall
remain lower than the UK average. The economy is a critically important
issue for Cornwall having shaped its settlement pattern.
European funding programmes have recognised the structural weakness
of the Cornish economy and have developed potential solutions to address
this issue. The role of EU Objective One and Convergence has strived
towards achieving the development of an informed economy, improved
transport connectivity and communication technologies, community
enterprise initiatives and quality employment space.
The growing
popularity of the Tremough Campus and the Combined Universities in
Cornwall (CUC) has added not only to the general economy but the
‘knowledge economy’ of the county (Objective One, 2006). Projected
spending is said to amount to over £20m a year in the local area and over
£33m in Cornwall; and institutional spend rising to over £2m in the local
area and over £8m in Cornwall (CUC, 2008). Skills levels in education in
Cornwall are higher than the national average, but this is not maintained
in the workforce. Skills shortages are apparent in specialist areas and
recruitment can be difficult because of the attractiveness of wages and
employment conditions elsewhere in the country (CCC, 2004).
Overall business creation and growth numbers in Cornwall are comparable
with the national average, but the issue is how competitive Cornwall is in
terms of productivity rather than just business creation. Gross Value
Added (GVA) per head full time worker has consistently lagged behind
over the last decade and is significantly lower than the British average (in
2005 Cornwall GVA per head full time worker was £30,200 compared to a
British average of £44,700). Almost 85% of businesses in Cornwall
employ less than ten people, with a total of 98% employing under 50
(2006).
Cornwall has experienced a good supply of ‘employment land’ in the
recent past. The issue has been one of quality and ‘fitness of purpose’. As
of October 2006 there was almost 60,000 sq m of vacant employment
space available, yet only a quarter of this could be classified as ‘very
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good’ or ‘good’ quality. There is a particular demand for smaller space
(under 2500 sq m) and the ability to locate appropriate business in town
centres has been constrained by market and access issues (with the
exception of Truro).
The structure of the economy can also be monitored through both
unemployment and vacancy rates. The numbers claiming job seekers
allowance has declined from a pre-Objective One high of almost 14,800
(February 1998) to just over 5,500 in September 2006. Following a low
seasonal point in August 2008, the number of ‘job seekers’ has started to
climb again.
There are a number of priorities for regeneration within Cornwall. These
include the urban regeneration area of Camborne/Pool/Redruth (CPR) and
its relationship within the regionally Strategically Significant Cities or
Towns (SSCT's) as designated in the Draft South West Regional Spatial
Strategy; alongside Truro and Falmouth/Penryn. 40% of all businesses are
located in Truro, CPR and Falmouth/Penryn which obviously affects travel
to work flows, especially as many people do not live in the town in which
they work (as discussed above). This is illustrated in Figure 29 by the
main commuter trips. These patterns were identified in LTP2 but are
considered to be broadly similar and will be updated appropriately for the
LTP3 Environmental Report.

Figure 29: Travel to work trips between the main 7 towns (CC,2006)

Indicators such as population growth, economic activity levels, climate
change and peak oil are likely to drive the future shape and demand for
activity in the Cornish economy. It is important not only in Cornwall’s
principle settlements to reduce the need and demand for travel, but also
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in other main towns which are not realising their economic potential and
in rural communities where diversification and inward investment could
support accessibility to services. Traffic growth is not distributed evenly
over the County’s road network. It is strongest on the trunk roads (up
28% over the last ten years) and weakest on the classified un-numbered
roads (up 9%). This is in line with the national trend of traffic volumes
becoming increasingly concentrated on the more major roads. With this
in mind UK congestion costs, as a percentage of GDP, amount to as much
as 3. 1% and the recent cost for UK congestion is estimated at £20 billion
per year (Carisma and Lowder).
Likely future conditions and sustainability issues
In the future particular (and immediate) importance is the ‘credit
crunch’/recession which could affect regeneration initiatives. Major
projects, such as the development of Newquay airport, may create a
demand for business space and labour close to them and require ‘grow on’
space for businesses as they increase in size or as new market
opportunities arise. Therefore transport infrastructure will have to respond
to these challenges. Improvements in transport interchange will be crucial
to encourage more people to use sustainable travel modes. The economy
would benefit from this.
Lessons can be learnt from previous successful heritage-led regeneration
schemes which include a number of transport elements. Such schemes
have demonstrated good returns on investment.
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