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3

Evidence Base
1. Introduction
This document presents the comprehensive evidence base which has informed the
development of the Connecting Cornwall strategy and the first Implementation Plan.
Understanding the many challenges and changes both, now and over the next 20
years has been vital to the development of the Connecting Cornwall strategy, and
informing what should be delivered on the ground. A review of this evidence base will
be undertaken to inform the updates of the strategy which will, as a minimum, take
place with the development of a new Implementation Plan.
This document covers the following;
Key challenges – These challenges are both global and local and have been
fundamental in shaping the Connecting Cornwall strategy. They can be summarised
as:




Climate change.
The economy.
Demographic change.

Cornwall in context – this covers the following areas:








Geography.
Settlement pattern.
Economy.
Tourism.
Environment.
Travel and transport.
The impacts of travel.

Recognition of the ongoing needs of partners and the local communities is critical to
the development of Connecting Cornwall. The strategy needs to support our
communities and the services of education, social, health, business and leisure. A
separate report covering the consultation on the strategy has been produced; this
can be found at www.cornwall.gov.uk/connectingcornwall
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2. Key Challenges
Figure 2.1 summarises the key challenges. They are covered in more detail
throughout sections 2 and 3. The sections below focus on the key global challenges
impacting on Cornwall and section 3 covers the local challenges and opportunities.

Fig 2.1 Key challenges

2.1. Climate change and natural resources
Climate change is a global problem, with significant impacts on the local scale.
According to the Intergovernmental Panel on Climate Change, in order to prevent
catastrophic and irreversible climate change, we must limit the rise in temperature to
no more than 2ºC. It is widely acknowledged that in order to achieve this global
greenhouse gas emissions must be cut by 80% by 2050 (1990 baseline).
Nationally transport contributes 21% of domestic emissions to the UK total. Within
the transport sector, car associated emissions are by far the largest contributor to the
overall total, 58%1. Cumulatively, car trips of less than 10 miles account for 40% of
the United Kingdom’s domestic transport carbon emissions, with trips in the 2 to 5
mile category contributing 40% of these emissions2.
In Cornwall, the situation is
even worse with 27% of the total emissions by community sector attributed to
transportation3, of this 63% is attributed to car travel. Road based freight movement
is also a significant contributor to Cornwall’s transport emissions, combined diesel
LGV, HGV and petrol LGV account for 30% of total transport related emissions. A
breakdown of Cornwall’s transport emissions is shown in figure 2.2.

1

2

Department for Transport, ‘Low Carbon Transport: A Greener Future’ (2009).

Department for Transport, ‘Creating Growth, Cutting Carbon Making Sustainable Local
Transport Happen’ (2011).
3

CAMCO, ‘Cornwall Greenhouse Gas Emissions Assessment’ (2009).
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Fig 2.2 Breakdown of Cornwall’s transport emissions

By mode the private car is widely recognised as being a key contributor to climate
change as demonstrated in figure 2.3. In Cornwall the reliance on the private car as
the main form of transport is high; this is underlined by the fact that from 1999 – 2009
the number of cars and light goods vehicles registered in Cornwall has risen by 30%.

Fig 2.3 Contribution to climate change by mode

Transporting our food around the globe burns fossil fuels and contributes to climate
change. The move away from food shopping at small local shops to shopping at
supermarkets has added to the climate change impact of our food. These trends
have led to an increase in the distance that our food travels known as ‘food miles’
(illustrated by figure 2.4), and an increase in associated emissions.

6

Fig. 2.4 CO2 emissions associated with UK food transport (2002)
2.1.1 Network resilience
Cornwall, due to its coastal position, will become increasingly vulnerable to the
predicted impacts associated with climate change. Sea level rise is just one example;
predictions indicate a 9-16cm rise by the 2020s and 20-80cm by the 2080s4; such
rise would threaten many of our coastal communities and infrastructure.
Our current transport system was designed and built for local climate and weather
conditions using historical temperature and rainfall data. Predicted temperature and
weather variations due to climate change mean that our existing infrastructure will
become vulnerable. The potential impacts of climate change on the way in which we
travel are wide ranging and potentially catastrophic. Table 2.1 highlights some of the
potential impacts that climate change may have on the transport network.
Climate Change

Potential implications for transport

Increased temperature








Deformation of road and airport runway surfaces.
Rail tracks buckling.
Passenger discomfort.
Risk to passenger safety.
Changes in seasonal demand for transport.
Changes in travel patterns e.g. tourism.

Increased rainfall








Flood damage to roads, railways and airports.
Increased run off from adjacent land.
Standing water reducing safety e.g. on roads.
Reduced visibility.
Increased demand for car use.
Rising water tables flooding underground networks.

Rising sea level






Permanent asset loss at coastal sites.
Periodic flooding of coastal infrastructure.
Threat to port operation.
Restricted access to ports.

4

Climate South West, ‘Key impacts of climate change for the South West’ (2010).
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More frequent extreme
weather events






High winds blow down trees, rail power lines
blocking transport links.
Impede aircraft operations.
Infrastructure damage e.g. flood damage to bridges.
Increased expenditure on road grit.

Table 2.1 The potential impacts of climate change upon the transport network5
Cornwall's Shoreline Management Plan identifies 27 locations that are at significant
risk from flooding or coastal erosion. Many of these include important transport links.
Areas identified as being at 'very significant' risk (Figure 2.3) include Penzance and
Marazion and, in particular, the vital strategic links in the form of the mainline railway
and A30. Locally significant erosion risks exist on the B3247 which links Downderry
with both Seaton and Looe. Studies suggest that in total, over the next 100 years, 15
– 30km of Cornwall’s roads are liable to be frequently exposed to tidal flooding6.

Fig 2.5 Areas at very significant risk of coastal flooding
2.1.2 Peak oil
There are concerns that the global supply of oil may soon reach maximum, known as
‘peak oil’ which would significantly impact on future oil prices. The International
Energy Agency predicts the price of oil will rise in the region of 20% over the period
2015 – 20307 (based on 2007 prices). Rising oil prices will not only lead to higher
petrol prices and higher prices for all forms of transport, but higher prices for
everything we use that is reliant on oil for its transport, our food, our goods and our
services. Economically Cornwall has among the lowest GVA (Gross Value Added) in
the UK and the weekly average wage is low in comparison to the national average.
The impacts of climate change, such as rising fuel prices due to peak oil will
5

Department for Transport, ‘Climate Change Adaption Plan for Transport 2010 – 2012’ (2010).
Cornwall County Council, ‘Sea Level Rise Implications – Geographical analysis of future high tides’
(2009).
7
International Energy Agency, ‘World Energy Outlook 2008’ (2008).
6
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therefore have a significant impact on an area which already experiences high levels
of deprivation.

2.2 Global economic uncertainty
The economy of the UK has recently emerged from one of the worst periods of
economic recession in recent memory. The economic recovery remains fragile, and
a great deal of uncertainty remains regarding the impact of public spending cuts.
Fears remain that the economy may slip back into recession, known as a double dip
recession. Uncertainty of the future global markets coupled with severe spending
cuts pose a significant challenge.
In 2010 the Coalition Government announced a programme of comprehensive cross
departmental spending cuts in order to reduce the national budget deficit. The
Department for Transport’s budget will be cut by £683m, of which £309m will be cut
from local authority grants. Nationally local authorities will also be expected to make
a combined saving of £1.66bn. As a result, a great deal of uncertainty remains
regarding the amount of money available to fund schemes.

9

3. Cornwall in context
Our climate, our economy, our resources and our population are all changing. This
chapter summarises the fundamental challenges and opportunities that face
Cornwall.

3.1 Our geography

Fig 3.1 Cornwall in relation to south west England
Cornwall is located in the south west region of England (see figure 3.1). An area of
354,628 hectares make it the region’s second largest, however, it is the smallest in
terms of population density. Positioned on the extremity of the south west peninsula,
Cornwall is surrounded by approximately 697km of coastline. The River Tamar in the
east forms a natural barrier with neighbouring Devon and the rest of England,
allowing Cornwall to retain strong celtic roots and its own separate culture and
identity. Cornwall’s long peninsula form stretches 132km from Lands End in the south
west to the north eastern boundary at Morwenstow. The distance between the north
and south coasts varies greatly, from 72km in the east to as little as 8km in the west.
The Isles of Scilly lie 45km to the west of Lands End and rely on important ferry and
air links.
Historically, mining, fishing and agriculture were Cornwall’s primary industries; mining
in particular has left an important impact on the landscape. These traditional
industries have, in recent times declined and today’s economy is dominated by retail,
public services, tourism and manufacturing. Much of Cornwall can be described as
highly rural.
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3.1.1 Our towns
Cornwall’s settlement pattern has reflected the key primary industries, many towns
growing up around key mining or fishing locations. Cornwall lacks a major urban
centre and the main towns are small by national comparison. However, there are a
number of urban areas that have been recognised as strategically important, both
locally and on a regional level. The largest of these urban areas are Camborne, Pool
and Redruth (CPR) (56,000), Falmouth and Penryn (31,300) and St Austell (34,400)8.
Penzance and Newlyn (21,900), Truro and Threemilestone (23,000) and Newquay
(20,500) make up the remainder of Cornwall’s larger towns as seen in figure 3.2.

Fig 3.2 Cornwall’s settlement pattern
The majority of Cornwall’s towns have seen growth between 2001 and 2008; studies
undertaken by Cornwall Council looking at population changes in Community
Network Areas9 suggests average growth between 2001 and 2008 of 6.8%.

8

Cornwall Council, Community Intelligence (2009).
Cornwall Council, Community Intelligence (2009). Cornwall has 19 community networks, which are
based around groupings of parishes and electoral divisions. This allows for a more detailed examination
of geographical differences.
9
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3.1.2 Rural settlement pattern
Cornwall’s population is scattered, around 47% of Cornwall’s population live outside
the towns with populations greater than 3,000, a common cut off for market town
size. Figure 3.3 highlights Cornwall’s rural nature.

Fig 3.3 South west urban/rural areas (Defra)
There is also a clear urban/rural variation in the need for services. Evidence points to
higher deprivation, child poverty and crime in a number of Cornwall’s towns, children
are also more likely to be obese, more likely to live in benefit dependant households
and spend less time on physical education. While rural areas can hide small pockets
of deprivation suffer from isolation and economic disparity.
3.1.3 Peripherality
Cornwall’s peripheral position has allowed it to retain its unique sense of culture and
unspoilt landscape, but also puts it in a disadvantaged position economically and
socially. Strategically the nearest major urban centre outside Cornwall is Plymouth,
125km away from Penzance while the regional centre, Bristol is 290km and London
450km.
Lengthy travel times to major urban areas have been seen to act as a barrier to
attracting businesses to Cornwall, for example a rail journey from London to Truro
takes the same time as London to Glasgow, despite the distance being 50% shorter.
Figure 3.4 shows journey time by mode. Studies suggest that every additional 100
minutes travel time to London reduces productivity by around 6%; travel time to
London from Penzance is on average 5 hours 45 minutes10.

10

University of the West of England and the University of Bath joint report for South West Regional
Development Agency, ‘Meeting the Productivity Challenge’ (2005).
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Fig 3.4 Travel time by mode
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3.2. Our economy
Cornwall contributes around 0.6% to the overall UK economy, among the lowest in
the country. Gross Value Added (GVA) per head, a measure of productivity, is also
low at £13,256 compared to £18,682 in the south west and £20,072 nationally11.
Full-time weekly wages in 2009 were approximately 20% below the UK average at
£388 compared to £443 in the south west and £476 for the rest of the country12.
Below average earnings in Cornwall can be attributed to an over-dependence on low
paid jobs, a higher proportion of seasonal and part time jobs and lower earnings
across many sectors of the economy. Household income also tends to be low.
Businesses in Cornwall tend to be small with 89.2% classified as micro businesses
(business with 0-9 employees), while 14.4% of the working population is self
employed compared to 11% in the south west and 9.1% nationally. Cornwall has, in
the past, had some of the highest rates of unemployment in the south west. In
January 2009, unemployment was 3.3% in Cornwall compared to 3.1% in the south
west and 4.3% across the UK. Figure 4.1 shows a comparison of a number of
economic factors in relation to the rest of the country.

Fig 4.1 Cornwall economic comparison relative to other areas in England and Wales

11
12

Cornwall Council, Community Intelligence ‘Cornwall’s economy at a glance’ (2011).
Office for National Statistics, ‘Annual Survey of Hours and Earnings’ (2008).
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Around 21% of businesses and 28% of employees are located in the Truro, CPR and
the Falmouth-Penryn urban centres. Employment space allocation to 2026 is also
focussed on the larger towns in particular Truro, Redruth and Camborne and St
Austell. Significant job increases are expected in non-market services in Truro and
Falmouth, market services in St Ives and distribution and hotels in Falmouth,
Helston, Newquay and St Ives. The creative industries and health and educational
research sectors are also expected to expand.
Due to its low economic output, Cornwall qualified for European Union (EU) funding
(then known as Objective One) in 1999 and has qualified for the next round of
funding (known as Convergence) from 2007 to 2013. This has encouraged
economic growth, and Cornwall has seen recent GVA growth higher than the UK
average; 7.7% between 2001 and 2006 compared to national growth of 5.4% per
annum.
3.2.1 Economic disparity
Economic disparity within Cornwall is a major challenge which can lead to social
isolation and reduce opportunities. Within our communities a number of pockets of
deprivation exist, particularly in the far west of Cornwall. According to the 2007
Indices of Multiple Deprivation around 57,000 people live in areas ranked among the
most deprived nationally. Nationally Cornwall was ranked the 69th most deprived
area in England, and ranked within the most deprived 25 authorities for scale of
employment and scale of income deprivation. Deprivation manifests itself in low car
ownership, low wages, high unemployment and high crime rates

Fig 4.2 Areas of deprivation within the most deprived 20% in England
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3.2.2 Car ownership
As a region the south west has the highest proportion of households owning one car
at 47%, and the second highest proportion of households owning two cars at 37%;
this corresponds with the south west having distinctly higher average kilometres
travelled per head than the British average. Car ownership in Cornwall is slightly
higher that the south west average at 49% as shown in figure 4.3.

Fig 4.3 Breakdown of car ownership in Cornwall
According to a 2007 update of the 2001 census 20% of Cornish households had no
access to a car; this was slightly higher than the south west average of 19%. There
are significant variations across the Cornwall; the households with no car were
highest in the former Penwith area at 27% and lowest in North Cornwall at 17%. At
9.1 years, the average age of cars in Cornwall is two years higher than the national
average13. Figure 4.4 illustrates areas where households have no access to a car.

13

Driver and Vehicle Licensing Agency, ‘Vehicle licensing data’ (2010).
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Fig. 4.4 Percentage of households without access to a car
3.2.3 Tourism
In 2008, Cornwall attracted 4.4 million visitors spending approximately £1.2bn. The
resulting employment supported by staying visitor expenditure accounted for
approximately 17% of all employment, tourism as a whole accounts for around 21%
of employment.
According to the 2008/9 Cornwall visitor survey, 72% of visitors travelled by car, 3%
by public bus/coach, 6% by train and 5% by plane, as illustrated in figure 4.3.

Fig 4.3 Mode of travel to Cornwall by visitors 2008/9 (Cornwall visitor survey)

Tourist travel to and within Cornwall remains heavily car based. This is evident in
heavy seasonal congestion around key Cornish towns. However the trend is slowly
changing; 91% of visitors travelled by car in 1993 compared to 72% in 2008/09, both
bus and rail have also increased over this time.

17

Fig 4.6 Tourist travel to Cornwall by mode 1993 – 2008/9
According to the 2008/9 Cornwall visitor survey the majority of visitors were from the
UK (92%) and in particular the south west region (22%). However, the number of
overseas visitors is slowly rising, doubling from 4 – 8 % from 2006/7 to 2008/9. The
majority of visitors stayed in Newquay during their visit (19%) followed by St Ives
(13%), Looe (11%) and Falmouth (10%). Seasonal population in the more popular
towns such as Newquay is often several times higher than the resident population,
according to some predictions up to 31 times. According to the United Kingdom
Tourism survey 2008, Newquay ranks 12th among the top 20 towns nationally for
short stay holidays placing above traditional resorts such as Brighton and Hove. In
term of attractions, the Eden project remains the most popular tourist attraction, with
over one million visitors per year.
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3.3 Our demography
Cornwall has an estimated 531,100 residents14 living in 249,63415 households.
Cornwall’s population has been growing since the 1960s and is amongst the fastest
growing in the UK. Between 2001 and 2008, Cornwall has seen a 6% increase in
population compared to 5.4% in the south west and 4% nationally.
Recent migration trends suggest there has been a rise in age groups which
traditionally have been seen to leave Cornwall. Between 2001 and 2008 there has
been a 33% rise in the 20 – 24 age groups. It is likely that this is linked to an increase
in higher education opportunities within Cornwall. Another common misconception is
that people who move to Cornwall are predominately elderly or retired; in fact the
majority of net migration is in the people aged 30-44 and 45-5916.
According to the 2001 Census around 1% of Cornwall’s population described
themselves as being of Mixed, Asian/Asian British, Black/Black British, Chinese or
other ethnic group, compared to just over 2% across the south west and 9% across
England. It is expected that the overall pattern has remained essentially the same
since 2001. It is estimated that in 2008 12,112 people in Cornwall were living with
some form of learning disability. This is expected to increase to around 14,575 by
2025.
3.3.1 Future population growth
The Office of National Statistics (2008-based projections) forecast that Cornwall’s
population will increase at a rate of 0.8% per annum over the coming 15 years (4,700
additional people each year), which would result in the population of Cornwall rising
to around 630,000 by 2029. This increase is predicted to be driven by migration and
due to a decline in people leaving Cornwall.
This is a lower rate of growth than that predicted by the 2006 based population
predictions. The Council will be consulting early in 2011 on options for housing
growth for Cornwall. These options currently stand at additional 38, 48 or 57,000 new
homes over the next 20 years depending upon migration assumptions.
3.3.2 Ageing population
In line with national trends, Cornwall’s population is also getting older as life
expectancy increases. The 2008 Office of National Statistics mid year estimates
suggest approximately 15% of Cornwall’s population are in the 70 and above age
category compared to 12.7% for the south west and 11.7% for the UK. Across
Cornwall some areas have a larger population aged 60 and over than others as
demonstrated in figure 5.1. There are also geographic variations in the age and
characteristics of the population in Cornwall, for example higher proportions of young
people are found in town areas and the china clay villages, whilst higher proportions
of older people are often found on the south coast and in more affluent rural areas.
Average life expectancy continues to rise and people are remaining active for longer.
The age profile for Cornwall has a higher proportion of older people compared to the

14

Office for National Statistics, ‘Mid Year Estimates’ (2009).
Cornwall Council, ‘Council Tax Return’ (2009).
16
Cornwall Council, Community Intelligence ‘demographic evidence base’ (2009).
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south west and England averages. Approximately 30% of the Cornwall’s population
is aged 60 and over compared with 23% nationally17.

Fig 5.1 People of retirement age
Between 2008 and 2031 the number of people aged over 65 is projected to increase
by 70.8%, resulting in over one in four people being aged over 65. Extra pressure
will be put on services and healthcare as people tend to become less mobile with
age. Between 2007 and 2031 the number of residents in the 75+ age group is
expected to grow by 91% while the 80+ age group is expected to grow by 140% in
the same period as seen in figure 5.2.

17

Cornwall Council, ‘Local Investment Plan 2010’ (2010).
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Fig 5.2 Population percentage increase by age 2007 -2031
3.3.3 Health
It is clear that transport and health are inextricably linked. As well as obesity, the risk
of inactive lifestyles can mean twice the risk of coronary heart disease, higher blood
pressure, higher risk of colon cancer, a higher risk of developing type II diabetes,
strokes, mental health problems and lower bone density, leading to a higher risk of
osteoporosis and fractures. Economically and socially the costs attributed to obesity
and physical inactivity are significant. According to NHS estimates, illness as an
outcome of physical inactivity will cost around £1.08bn per annum in direct costs
alone (2007 prices). Indirect costs have been estimated as £8.2bn per annum (2002
prices). The costs attributable to overweight and obesity are projected to reach
£10bn per year by 2050. The wider costs to society and business are estimated to
reach £49.9bn per year (at today’s prices).
There is a wealth of evidence to show that increased physical activity has enormous
health benefits. According to a report published by the Welsh Assembly Government
in 2003 ‘A 10% increase in physical activity combined with a better diet could,
conservatively, prevent 300 premature deaths each year and save the health service
in Wales more than £25m annually, with wider economic benefits in excess of £100m
annually18’.
In Cornwall more than 60% of men and 70% of women are not active enough to
benefit their health.19 Cornwall has lower levels of participation in sport and active
recreation than the rest of the south west despite access to some of the most
beautiful natural environment in the country. This inactivity is linked to lower life
expectancies in some communities in Cornwall (up to eight years less than in other
parts of the UK) and high obesity levels amongst adults and children as seen in

18

Welsh Assembly Government, ‘Sport and Active Recreation in Wales Strategy for Consultation’
(2003).
19
Sport England, ‘Active People sport and active recreation survey’
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figure 5.3 approximately 24% of adults in Cornwall are classed as obese compared
to 23.6% for England with a rising trend in childhood obesity20.

Obese Adults
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Fig 5.3 Percentage of obese adults in Cornwall

According to the National Child Measurement Programme (NCMP) approximately
18% of all year 6 Cornish school children were classed as obese (figure 3.7) This
was marginally higher than the south west average of approximately 16% but lower
than the National average of 18.3%21. The number of obese adults in Cornwall in
comparable to the south west region, in 2008, 27% of males and 23% of females in
the south west were classed as obese compared and 24% and 25% nationally.

20

Association of Public Health Observatories and Department of Health, ‘Cornwall Health Profile’
(2009).
21
Department for Health, ‘National Child measurement programme’ (2009).
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Fig 5.4 Childhood obesity in year 6 children

3.4 Our Environment
Cornwall has a rich and varied environment. The mild climate in relation to the rest
of the country gives Cornwall a unique biodiversity. According to the Environment
Agency, ‘Cornwall contains some of Britain’s finest coastal scenery, geological
formations and estuaries’. Cornwall is surrounded by 697km of dramatic coastline
and has around 300 beaches. Cornwall’s rich environment is a major economic and
social asset, attracting visitors and helping to maintain a high quality of life.
Cornwall’s rich high valley landscape has led to over 30% of Cornwall being
designated as Areas of Outstanding Natural Beauty (AONB).

23

Fig 6.1 Areas identified as environmentally important
The Cornwall AONB currently covers an area of 958sq km, encompassing 12
separate geographical locations including 10 stretches of Cornish coastline, the
Camel Estuary and Bodmin Moor. As well as AONB status there are numerous other
protected sites covering approximately 224,714 hectares of land in total. This
includes 166 Sites of Special Scientific Interest (SSSI) and 496 protected wildlife
sites, covering nearly 33,000 hectares or 10% of Cornwall’s land area. Figure 6.1
outlines key landscape designations within Cornwall.
While Cornwall’s environment is rich and varied its ecological footprint, the measure
of the environmental sustainability of the population, is higher than both national and
global levels, as illustrated by figure 6.2.

24

Fig 6.2 Cornwall’s ecological footprint
3.4.1 Minerals
Cornwall has over 100 sites permitted for mineral working, including 12 operational
aggregate quarries and 13 building stone quarries, along with an extensive area of
china clay workings and some small scale specialist mineral extraction sites. In 2007
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.
Cornwall Council acquired a local granite quarry, Castle-an-dinas in Ludgvan,
Penzance in 2009 which provides a local source of stone.
3.4.2 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 arising from building schemes, road
construction and demolition sites. Municipal solid waste arises mainly from
households and is currently disposed of at two landfill sites in Cornwall, the United
Mines landfill in west Cornwall and the Connon Bridge landfill in the east. In 2007/08
approximately 65% of Cornwall's household waste was sent to landfill.
Landfill capacity in Cornwall is limited and there is a need to reduce the amount of
waste produced domestically and from commercial sources, which includes transport
construction waste. The current landfill tax rate (2010/11) for inactive waste, such as
rocks and soil is £2.50 per tonne. In addition to construction waste, cars and tyres
are disposed of each year. In 2009 10,283 tonnes of tyres were taken to household
recycling centres in Cornwall. Of the transport aggregate and planings Cornwall
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Council produce from transport schemes, it is estimated that around 4,469 tonnes
was land-filled (2009/10) while around 29,280 tonnes of aggregate will either be
reprocessed or reused (2010/11).
3.4.3 Heritage
Cornwall was at the forefront of the Industrial Revolution of the 18th and 19th centuries
transforming the landscape. The lasting legacy of Cornwall’s mining heritage can be
seen in numerous engine houses and mine workings. The importance of mining
heritage to Cornwall has been recognised by the United Nations Educational,
Scientific and Cultural Organisation (UNESCO), with World Heritage Status covering
around 5.5% of the Cornish landscape (figure 6.3). Cornwall has numerous other
sites of historic importance including 12,490 listed buildings 1,872 scheduled
monuments, 36 registered parks and gardens and two historic battlefields. In addition
to this, 135 of Cornwall’s historic towns and villages are Conservation Areas, in
recognition of their distinctive character, their important architecture and quality of
their streetscape.

Fig 6.3 Cornwall’s world heritage sites
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3.5 Travel and Transport
3.5.1.1 Our road network
Cornwall has an extensive highway network as shown in figure 7.1.
As of 2009 Cornwall comprises of 554km of Principle (A class, non trunk) road,
583km of B class and 2,645km of C class, added to this is some 3,556km of
unclassified road making a total of 7,526km of classified roads22. Cornwall also has a
total of 189km of trunk road, namely the A30 and A38 which provide the main spinal
route through Cornwall.

Fig 7.1 Cornwall’s road network
Cornwall also has a public rights of way network of 4,421km, and 257 car parks. The
road network is supported by 51km of retaining wall, many of them historic, with
reducing condition. In addition Cornwall has an inventory of 1,563 bridges.
The A30 is the main highway route connecting the major Cornish towns to the
regional and national road networks. The Highways Agency has responsibility for
operating, maintaining and improving both the A30 and the A38 in Cornwall.
Following the completion of the A30 Bodmin to Indian Queens improvement in 2007,
the A30 provides a dual carriageway standard route from the M5 at Exeter to
Camborne with the exception of two sections of single carriageway in Cornwall
between Carland Cross and Chiverton, north of Truro and between Temple and
Higher Carblake, east of Bodmin.
22

Cornwall Council, ‘Traffic statistics’ (2009).
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The A30 Temple to Higher Carblake section forms a constraint to the capacity of the
A30 route, and as such, often causes significant congestion and delays. This has a
detrimental impact on journey times, journey time reliability and the resilience of the
A30 route, with a subsequent adverse impact on the Cornish economy. The A30
Carland Cross to Chiverton section operates close to capacity during peak times and
is expected to be operating over capacity by 2026.
3.5.1.2 Our rail network

Fig 7.2 Cornwall’s railway network
Cornwall is fortunate to have an extensive rail network as seen in figure 7.2.
Mainline services run through the centre of Cornwall forming a link to the rest of the
country. Five branchlines link the settlements of Falmouth and Penryn, Newquay, St
Ives, Looe and Gunnislake to the mainline. Train services within Cornwall are run by
First Great Western and Arriva Cross Country. Network Rail own and maintain the
railway infrastructure. There are also a number of lines used exclusively for the
movement of freight, in particular China Clay and heritage lines such as the Bodmin
and Wenford railway which forms a popular tourist attraction.
The rail network is a crucial transport link for Cornwall. Generally, however, the rail
network west of Exeter has seen little investment in infrastructure improvements and
currently suffers from low line speeds and capacity limitations due to signalling and
gauge restrictions, which impact on both passenger services and freight movements.
Furthermore the rail links to London and Bristol are vulnerable to surface water and
tidal flooding across the Somerset Levels and at Dawlish Warren.
Cornwall’s rail network is extensive but there are currently gaps in basic provision
which mean that some direct trips between the main settlements in mid Cornwall e.g.
Newquay to Truro or St Austell, Falmouth to Newquay cannot be met. Services do
not run to a clockface timetable and the opportunities to deliver integrated transport
with the rest of the public transport network are limited.
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3.5.1.3 Our bus network

Fig 7.3 Cornwall’s bus network.
The bus plays a key role in terms of the public transport provision across the
Cornwall. The current bus network (figure 7.3) provides an important transport link for
those people without access to a car and the smaller settlements without access to
the railway. However, there are gaps in the provision of service, particularly in the
north and east. Cornwall has recently experienced a 19% increase in bus patronage.
Bus services are currently provided by two large operators (First Devon and Cornwall
and Western Greyhound with about 200 and 100 buses respectively), there are also
six to seven independent operators with a combined fleet of about 60 buses, 20
community buses, and about 250 school buses which are not used for other services.
There are a number of scheduled daily coach services running to and from the main
Cornish towns and holiday destinations. These are supplemented by summer only
services. A significant number of chartered coaches are also used to bring tourists to
and from Cornwall. In 2008/09 14% of visitors arrived by bus or coach.
The first permanent park and ride in Cornwall, ‘Park for Truro,’ was opened in August
2008 on the western side of Truro. Since its opening, the park and ride carried
268,000 passengers to the end of June 2009, compared to an expected 171,000.
This has resulted in an estimated reduction of 154,383 car trips into the city.
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3.5.1.4 Our ferries and airports

Fig 7.4 Local ports and Airports
Local ferry services can be found operating all year round; in various locations within
Cornwall whether providing services between coastal towns (e.g. Fowey –
Mevagissey) or on the many estuaries in Cornwall (e.g. Fal River). There are also a
number of strategically important ferry links such as the Torpoint ferry and Isles of
Scilly sea ferry. The Torpoint ferry is operated by the Tamar Bridge and Ferry Joint
Committee formed by Plymouth City and Cornwall Councils, and provides vital links
between south east Cornwall and Plymouth.
Cornwall has a range of medium and small sized ports. Of these the most important
ones are at Fowey (serving the china clay industry), Falmouth (largely ship repair and
cruise liners) and Truro (general cargo). Newlyn is the principle fishing port with
Looe, Padstow, Mevagissey, Newquay and St Ives also locally important.
The Council owns and operates Newquay Cornwall Airport, which is Cornwall’s only
major civilian airport, providing links with both domestic and European destinations
and to the Isles of Scilly.
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3.5.1.5 Our Walking and cycling network
Cornwall’s scenic landscape and coastline make it popular for walkers, cyclists and
equestrians alike. Access is provided by 4,352km (2006) of public rights of way and
491km of coastal path which form part of the South West Coast Path National Trail.
The ‘Cornish Way’ (which forms part of the National Cycle Network), encompasses
273 miles of routes connecting many of the major towns and provides a network of
multi use routes throughout Cornwall, which are both popular with tourists and local
people. This network saw an increase in use of 6% between 2009 and 2010. Figure
7.5 shows Cornwall’s multi use trail network.

Fig 7.5 Multi use trail network
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3.5.2 Travel behaviour
The 2001 census gave a complete picture of travel patterns within Cornwall. The
national census is carried out every 10 years, the next being 2011. Data from the
2001 census remains the most complete set of data we have. Where possible we
have compared this data with more recent data sets such as the Quality of Life
survey (2007) and other Council led surveys such as the Connecting Cornwall Travel
Behaviour survey (2010).
Currently travel patterns for all types of journey within Cornwall are predominantly car
based as demonstrated in figure 8.1.

Fig 8.1 Car - the usual mode of transport for specific journey types
3.5.2.1 Travel to work
Travel to work (TTW) in Cornwall remains predominately car based. According to the
2001 census there were around 219,000 TTW trips on an average weekday from
residences in Cornwall. Of these, 65% choose to travel to work by car (58% as a
driver and 7% as a passenger). This is supported by the Connecting Cornwall Travel
Behaviour survey (2010) where 57% of respondents identify car as their usual mode
of transport to work. Walking represents the next most popular mode with 13%
according to the 2001 census and 21% according to the Travel Behaviour survey.
Bus (7%) bicycle (3%) and train (2%) all featured significantly less as modes used to
travel to work.
Around 150,000 trips were within, to or from one of Cornwall’s 14 main towns23. Trips
between the 14 main urban areas account for 75% of all TTW trips.
The 2001 census identified a strong travel to work pattern between Cornwall’s main
towns of Penzance, Camborne/Pool/Redruth (CPR), Falmouth/Penryn, Truro,
23

The Cornwall towns study – Cornwall Council (2005) identified 14 key Cornish settlements and
examined the relationship between them. They were Bodmin, Bude, Camborne/Pool/Redruth (CPR),
Falmouth-Penryn, Hayle, Helston, Launceston, Liskeard, Newquay, Penzance, St Austell/Par, St. Ives,
Truro and Wadebridge.
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Newquay, St Austell and Bodmin. TTW movements between these settlements
accounted for 113,000 TTW trips, of particular significance is the relationship of CPR,
Truro and Falmouth/Penryn which between them account for approximately 49,000
TTW trips. Without a complete census it is difficult to test the 2001 travel patterns;
however data on peak traffic flows (7-9 am) collected at count sites on routes into the
main towns suggest on average there has been 17% growth of traffic flows into the
main towns.
In 2001 there were 19,000 TTW trips from Cornwall into Devon, in particular
Plymouth. 90% of these trips originated in south east Cornwall and in particular
Saltash and Torpoint, which accounted for nearly 50% of TTW trips into Plymouth.
There was a reverse flow of 9,000 TTW trips into Cornwall, the majority originating
from Plymouth and Devon.

Fig 8.2 Travel flows 200124
Figures 8.3 to 8.10 show the main travel to work flows between Cornwall’s key
settlements.

24

ONS/NLP Analysis – Cornwall Council: employment Land Review Draft 2010, based on
2001 ONS data. note the district breakdown Cornwall became a unitary authority 2009.
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Fig 8.3 Bodmin western corridor travel to work flows

Fig 8.4 Camborne/Pool/Redruth travel to work flows
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Fig 8.5 Falmouth travel to work flows

Fig 8.6 Newquay travel to work flows
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Fig 8.7 Penzance eastern corridor travel to work flows

Fig 8.8 St Austell western corridor travel to work flows
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Fig 8.9 Truro travel to work flows

Fig 8.10 Plymouth travel to work flows
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3.5.2.2 Travel to healthcare
According to the Quality of Life Survey, approximately 62% of respondents identified
the car as their main mode of travel to access healthcare, followed by walking with
approximately 26%. Health care is a significant generator of journeys within Cornwall.
In 2009 there were in total 567,658 appointments in Cornwall’s main hospitals. The
vast majority of these were at the Royal Cornwall Hospital (RCH) in Truro with
410,679 in total, and as a result the largest trip generator for travel to healthcare.
The next most significant is West Cornwall hospital in Penzance with 47,187 patients
in total. Figure 8.2.1 gives a breakdown of hospital appointments.

Fig 8.2.1 Total hospital appointments 2009
In terms of major operations Royal Cornwall Hospital (Treliske) in Truro is Cornwall’s
main healthcare centre; however Derriford hospital in Plymouth also serves some
parts of Cornwall particularly in the south east and north. Access to both the Royal
Cornwall hospital and Derriford hospitals for those without access to a private car is a
significant challenge, almost one in five households have no access to a major
hospital by public transport as shown in figure 8.2.2.
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Fig 8.2.2 Public transport access to Treliske and Derriford Hospitals
3.5.2.3 Travel to education
There are 31 secondary schools and 247 primary schools in Cornwall. In terms of
further education establishments there are six main colleges; Penzance, Camborne,
Falmouth, Truro, St Austell and Saltash. There is a higher education facility in the
form of the Combined University in Cornwall at Penryn with link sites at Truro, St
Austell and Falmouth.

Fig. 8.3.1 Post 16 education establishments
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According to the 2010 Schools Information Management System (SIMS) survey,
walking (42%) and private car use (35%) are the main modes used to travel to
primary and secondary education within Cornwall (figure 8.3.2). However, this is not
reflected in the west where the majority of students travel by either bus (53%) or walk
(46%). The number of primary and secondary school children walking to school has
increased continuously over the 2007 - 2010 period. Private car for access to
primary and secondary education has declined slightly in the 2007 - 2010 period.
Cycling and rail as modes are the least used.

Mode of Travel to Primary and Secondary School 2007 - 2010 (Countywide)
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Fig 8.3.2 Primary and secondary school travel by mode 2007 – 2010
The average distance travelled for all modes of travel to primary schools is 1.8km
and 4.4km to secondary schools (shown in figure 8.3.2). This is an increase from the
2007 data, when the average walking distance to primary schools was 0.6km and
1km to secondary schools.

Fig 8.3.3 Average distance travelled to school in Cornwall
There is potential for more children to walk and cycle to school, using thresholds for
walking of 805m for primary school users and 1.6km for secondary school users, and
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for cycling 1.6km for primary school users and 4.8km for secondary school users a
further 11% of children could potentially walk to school and a significant 68% could
cycle to school. Figure 8.3.3 shows the potential for walking and cycling to school in
Cornwall.

Fig 8.3.4 Potential for walking and cycling to school
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3.5.2.4 Travel to retail
Truro is the largest retail centre in Cornwall and as such the main centre of shopping
in terms of clothes, footwear and other fashion goods, furniture, personal/luxury
goods and other recreational goods. In terms of travel to retail, 52% of respondents
to the 2010 travel behaviour survey (figure 8.4.1) identified car as their usual mode of
travel, 18% walk, 11% bus 1% train and 1% bicycle.

Fig 8.4.1 Mode of transport to access retail
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3.5.3 The impacts of travel
3.5.3.1 Growth in road traffic
Between 1970 and 2009, traffic growth in Cornwall has reflected the national trend of
continuous growth, however growth levels nationally dropped in 2009 as shown in
figure 9.1. Traffic growth is not evenly distributed over Cornwall’s road network. It is
strongest on the trunk roads (up 26% over the last ten years) and weakest on the
classified un-numbered roads (up 5%). This is in line with the national trend of traffic
volumes becoming increasingly concentrated on the more major roads. Cumulative
growth on all classified roads has risen approximately 18% between 1999 and 2009.

Fig 9.1 Traffic growth Cornwall and national comparison 1970 - 2009
3.5.3.2 Traffic flows
Figure 9.2 Shows annual daily traffic flows on Cornwall’s road network, and gives an
indication of the traffic activity around Cornwall’s main towns. It also illustrates the
key importance of the A30 in its role as Cornwall’s spinal road.
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Fig 9.2 Annual average daily flows 2008
3.5.3.3 Current congestion patterns
Road congestion in Cornwall is not yet at a comparable level to that regularly
experienced in many other areas of the country. However increased population
levels and rapid economic and employment growth have led to an increased demand
to travel that is impacting on our traffic levels, in particular, on the approaches to the
main urban centres.
A higher rate of increase in traffic flows is becoming apparent and there is now:


an emerging pattern of congestion on key corridors serving Cornwall, with
increasing delays and journey times; and



an emerging pattern of congestion on the transport network within Cornwall,
with increasing seasonal congestion and peak period delays.
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Fig 9.3 Traffic congestion annual average daily flows
Figure 9.3 illustrates the current route corridors across Cornwall that have an
average annual daily traffic flow greater than the capacity of the link. The links
around Truro, Falmouth - Penryn and Camborne, Pool and Redruth are at or
approaching capacity, with further traffic problems around St Austell, Saltash and
sections of the A30. In late 2008 the Dobwalls bypass opened which is expected to
alleviate many to the traffic problems in the Liskeard area.
The increase in summer visitors to Cornwall can add significantly to congestion as
shown in figure 9.4 there are strong seasonal variations in traffic volumes within the
road network.
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Fig 9.4 Traffic congestion summer flows
3.5.3.4 The cost of congestion
Using current prediction models the Department for Transport predict that nationally
traffic will grow at a compound rate of 1.3% per annum between 2009 and 2035. The
same models suggest Cornwall will see a slightly high rate of 1.4% per annum over
the same period. This will increase pressures where demand frequently outweighs
the network capacity, particularly during specific times of the year such as the
summer, resulting in longer journey times and congestion.
The Eddington Transport Study25 states the performance of the UK’s transport
networks will be a crucial enabler of sustained productivity and competitiveness. The
study places a clear emphasis on improving transport links and places a focus on
improving ‘hotspots’ of congestion in order to enable efficient movements of goods
and people to support economic centres. Congestion and unreliability constrain
growth. As shown in figure 9.8 significant levels of congestion can be expected on
the inter-urban road links in Cornwall by 2026 if there is not investment in the
transport network and services. The annual GDP cost to the Cornish economy due
to lack of investment could be as much as £300m26.

25

Published December 2006.
Cornwall County Council, ‘Economic Growth in Cornwall and the role of the strategic road network’
(2007).
26
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There are a number of pinch points on the current Cornish road network which
impact upon journey time, reliability and resilience, particularly on some sections of
the A30 e.g. between Temple and Higher Carblake. As Cornwall’s population
continues to grow, the demand and strain put upon the capacity and key junctions of
the strategic trunk road network, continues to increase. Therefore it is important that
improvements on our road network consider the impacts of predicted population
increases and the associated movement of people.
3.5.3.5 Road safety
In 2009, 23 people died while undertaking a journey on Cornwall's roads. Many more
people suffered injury, in some cases life changing injuries. Casualty reduction in
Cornwall is on track to meet national targets for reducing the total number of killed or
seriously injured (KSI) casualties by 40% and the number of KSI child casualties by
50% by 2010 compared with the 1994 - 1998 average. Figure 9.5 shows how the
overall fatal, KSI and total casualties in Cornwall have fallen between 1980 and 2009
in comparison to the traffic growth over the same period.

Fig 9.5 Traffic growth and road collisions
However despite continuing to perform well in reducing pedestrian, cyclist and car
user KSI, the number of motorcycle casualties on our roads remains a problem as
seen is figure 9.6.
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Fig 9.6 KSI by proportion of total accidents 2009
For people who live in the most socially deprived areas, the chance of being in a fatal
traffic collision is much higher than for those who live in other areas27. This can be for
a variety of reasons, from driver to pedestrian error. There is a general trend for
people in socially deprived areas to take more risks.
According to the Department for Transport (DfT) the total value of prevention of
reported accidents in 2009 was estimated to £15.8bn. The DfT has estimated the
costs of collisions to the community to be approximately £1,585,510 for a fatality, a
serious casualty is £178,160 and a slight casualty is £13,740. For Cornwall this
means a total cost in 2009 of about £93.4m.
3.5.3.6 Speeding
Illegal and inappropriate speed was recorded as a contributory factor in 27% of road
fatalities in 2009. The proportion of fatal collisions on rural roads involving excessive
speeding or driving too fast for the road conditions remains higher than the average
for all roads28. The Police and Communities Together (PACTS) process has seen
speeding replace antisocial behaviour as the issue of greatest concern with over one
third of neighbourhoods now seeing speeding as the top priority that local
communities want the police and partners to address, as shown in figure 9.7.
Figure 8.2 shows the level of concern about speeding as expressed through PACT in
March 2010 which highlights central and east Cornwall service areas having the
highest proportion of neighbourhoods where speeding is the top priority. Telephone
survey results with the public conducted by the Devon and Cornwall Police Service
indicate that 39% of respondents say that speed is a problem in their local area.

27

Clark, Ward, Truman & Bartle, ‘A Poor Way to Die’ (2009).
Department for Transport, ‘A Safer Way: consulting on making Britain’s roads the safest in the world’
(2009).
28
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Fig 9.7 Areas where speeding was identified as a priority

3.5.3.7 Crime
Cornwall has a relatively low incidence of crime compared with the national picture
with consistently lower rates of crime across all the main recorded crime categories.
There were 26,000 recorded crimes in 2009/10 but this was reduced by 7%
compared with 2008/09 figures reflecting a continuing long term improving trend29.
The measure of “worry about crime in general” in police public surveys indicates that
public worries about crime year on year is dropping, but at around 21% in 2009/10
the level of worry about crime still far exceeds the likelihood of becoming a victim of
crime. For many people their perception of crime on public transport can have as
great an impact on travel habits as any actual experience. For many people in
Cornwall it can dissuade them from travelling by sustainable transport means
altogether despite 86% of passengers being satisfied with public transport in
Cornwall. Evidence from the DfT indicates that 11.5% more journeys would be made
nationally on public transport if passengers felt secure, despite the fact there are
actually very few incidents of crime on public transport.

29

Cornwall Community Safety Partnership, ‘Crime, Disorder and Substance Use in Cornwall Strategic
Assessment - Cornwall Community Safety Partnership’ (2009).
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Fig 9.8 Crime data for Cornwall 2009/10

3.5.3.8 Air pollution
Exposure to air pollution, caused by heavy traffic can have a long term effect on
health, in particular, leading to heart and lung problems. Air pollution is estimated to
reduce life expectancy of every person in the UK by an average of 7-8 months, with
estimated equivalent health costs of up to £20 billion each year30. The World Health
Organisation identified sulphur dioxide (combustion of fossil fuels), nitrogen oxide
(road traffic) and ozone (secondary pollution from road traffic) as having especially
significant adverse effects on vegetation and ecosystems in concentrations below
those known to have a direct impact on human health.
Road traffic was one of eight main causes of poor air quality in Cornwall identified by
the Cornwall Air Quality Strategy (CAQS) which was developed to identify specific
actions to address problems highlighted by the air quality monitoring.
There are two Air Quality Management Areas in Cornwall; one in Camborne, Pool,
Redruth that covers the identified urban regeneration area and one in Bodmin that
encompasses part of Bodmin town centre. Monitoring of the A38 at Tideford has

30

Environment Agency, ‘Corporate Strategy Evidence Air 2010 – 2015’ (2010).
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shown that National Air Quality Strategy limits have been exceeded and Tideford will
become an AQMA.
3.5.3.9 Noise pollution
Environmental noise, including traffic noise has been linked with disturbed sleep and
reduced cognitive performance. As well as the physical impacts of noise pollution it
is estimated that ‘based on the existing evidence, initial estimates of the cost of noise
pollution suggest that it is currently imposing a cost in excess of £7bn per annum.
This estimate is made up of between £3 - £5bn in annoyance costs, adverse health
cost of around £2 - £3bn and productivity losses of another £2bn. Therefore, even
where best practice is being observed this means the estimated cost of impacts
could be around half their true value’31.
Noise maps for some major roads in Cornwall have been produced identifying them
as 'first priority' locations, including A30, A3047, A390, A39 and A38. Most affect
sections of the trunk road network in Cornwall.
3.5.3.10 Light pollution
The Royal Commission on Environmental Pollution in their report ‘Artificial Light in
the Environment’ (2009) define light pollution as ‘the experience of light in the wrong
place or at the wrong time’ and identified a number of negative effects of light
pollution upon wildlife, including confusion to migrating birds, early breeding in some
species of bird and effects on the feeding behaviour of bats caused by insects
clustering around outdoor light sources. For humans, it can cause sleep disturbance,
stress and possibly increase the risk of cancer. The loss of truly dark night skies is
also commonly cited.
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Department for the Environment Food and Rural Affairs, ‘An economic valuation of noise pollution –
developing a tool for policy appraisal’ (2008).
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