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1 Introduction 
 
1.1 Cormac Solution’s Engineering Design Group was commissioned by Cornwall 

Council to produce an outline business case report for the proposed junction 
improvement on the A3075 at Cubert Crossroads.  
 

1.2 The business case will be used by the Council to justify the need for the new 
junction and to attract external funding. 
 

1.3 A 2D design for a single lane dualling option was produced and costed as part 
of the Options Appraisal Report (document reference EDG0884 Rev 01, 
November 2015).  This information has been used for the production of the 
Outline Business Case. 
 

1.4 A previous business case for the junction (document reference 
EDG0884_OBC_01, January 2017) was produced for two separate design 
options – an online roundabout, predominantly constructed within the public 
highway; and an offline roundabout, constructed within third part land. 

 
1.5 The following report highlights the key issues arising from the Preliminary 

Business Case Assessment. WSP Parsons Brinckerhoff has undertaken an 
analytical study of traffic flows which have been used to support the Benefit-
Cost Ratio (BCR) calculation for the scheme. 
 

1.6 Two separate assessments of the scheme have been undertaken. These were to 
include and exclude the construction of a scheme on the A30 between Carland 
Cross and Chiverton Cross, which is named as a committed scheme in the 
governments Road Investment Strategy (2015 to 2020). 

 
 

2 Report Structure 
 
2.1 The preliminary design drawing for the scheme can be found in Appendix A, 

while the Preliminary Business Case Assessments can be found in Appendices B 
and C. 
 
2.1.1 Appendix A contains a 2D general arrangement drawing of the single 

lane dualling layout at the location of the existing crossroads. 
 
2.1.2 Appendix B contains a Preliminary Business Case Assessment for the 

junction excluding the impact of the dualling of the A30 between 
Carland Cross and Chiverton Cross. 

 
2.1.3 Appendix C contains a Preliminary Business Case Assessment for the 

junction including the impact of the dualling of the A30 between 
Carland Cross and Chiverton Cross. 
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3 Summary of Business Case Assessments 
 

3.1 The following table summarises and compares the results of the two business 
cases for the single lane dualling design option. 
 

 Excluding A30 
Scheme 

Including A30 
Scheme 

Scheme Construction Cost £3.5m £3.5m 
TUBA Benefits -£2.349 £0.574m 
TUBA Social Benefit-Cost Ratio (BCR) -0.828 0.205 
COBA-LT Benefits £0.0435m -£0.004m 
COBA-LT Safety Benefit-Cost Ratio (BCR) 0.012 -0.0011 
Combined Economic Assessment Cost -£2.3055m £0.570m 
Combined Economic Assessment BCR -0.812 0.201 

Table 3.1 – Summary of Business Case Assessments 
 

4 Key Issues Arising from the Assessments 
 
4.1 From reviewing the business cases, the following key issues have been 

identified:- 
 

4.1.1 Traffic modelling was undertaken from 2015 to 2030 in accordance 
with the Local Plan. 
 

4.1.2 The traffic modelling has been undertaken using the neutral month AM 
and PM peak hour matrices, hence the appraisal does not include 
interpeak, off-peak or seasonal time periods. This therefore covers 
only 506 hours out of a total 8,760 per year, which does not fully 
reflect the off-peak dis-benefits which would reduce the BCRs further 
and complete the study in a similar way to that carried out for major 
schemes. 

 
4.1.3 Assuming the A30 dualling scheme between Chiverton Cross and 

Carland Cross does not get built, the anticipated traffic flows on the 
A3075 will be higher when compared to a scenario where the A30 
dualling scheme is built. 
 

4.1.4 There are benefits associated with the scheme, but they are limited 
and mainly for vehicles coming out of the side roads since there is now 
a two stage procedure for vehicles making a right turn or straight 
across manoeuvre. The number of vehicles benefiting from this is 
relatively limited. 

 
4.1.5 Single lane dualling introduces a new give way for vehicles turning 

right that is currently not there, also giving way to those turning right 
out of the side roads. With a busier mainline coupled with having to 
give way to vehicles turning right out of the side roads, the 
opportunities to make right turns are extremely limited, and more 
difficult than under the current junction arrangements. 
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4.1.6 The junction is ranked 146th in Cornwall on the 2016-2017 accident 
site listing. Current accident statistics do not present a compelling case 
for prioritising this junction over other sites within Cornwall. 
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5 Discussion 
 

5.1 The future A30 Carland Cross to Chiverton Cross improvement has a significant 
impact on the BCR for the scheme, with 1.013 separating the 2 separate 
assessments of with and without the scheme being constructed. 
 

5.2 If the A30 dualling scheme is not constructed, then flows on the A3075 are 
higher, making it more difficult for vehicles to turn right into the side roads.   
 

5.3 The additional give way for right turning vehicles coupled with the busier 
mainline limits the opportunities to make right turns into the side roads, with 
the St Newlyn East arm worst affected.   
 

5.4 This inability to right turn was reflected in the traffic modelling where the right 
turn lanes regularly became full, blocking back into the main line through lanes. 
This will have contributed to the negative BCR. 
 

5.5 In order to keep the mainline traffic flowing, an additional length of central 
reservation stacking would be required to accommodate the number of vehicles 
wanting to turn right. However, this would increase the cost of the scheme, and 
given the location at the crest of the hill, may lead to forward visibility issues. 
 

5.6 The additional length of central reservation may help to improve the BCR for 
the scheme, but not to the degree that it may attract external funding sources. 
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6 Conclusion 
 
6.1 The provision of a single lane dualling at Cubert Crossroads does not provide a 

strategic case for the scheme as it does not unlock any significant levels of 
economic growth, with only limited contributions towards the Council’s strategic 
transport aims. 
 

6.2 The low and negative BCRs for the scheme, both with and without the A30 
scheme represents poor value for money and unlikely to attract external 
funding. 
 

6.3 In the future, it may be beneficial if the Economics case was re-run once the 
final A30 Carland Cross to Chiverton Cross modelling has been completed over 
the next couple of months. This is due to the fact that CC has requested 
changes to the model coverage, which will probably impact on this section of 
the road network. In addition the route of the road and the junction forms are 
still being assessed and WSP | PB has undertaken some refinement of the 
modelling in advance of the Development Consent Order submission. 
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Appendix A – Single Lane Dualling Design Drawing 
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Appendix B – Preliminary Business Case Assessment 1 

(Excluding A30 Carland Cross to Chiverton Cross Scheme) 
  



MEMO
TO: Nigel Higgins – Cormac Solutions Ltd.

FROM: Daniel Purkis – WSP | Parsons Brinckerhoff

SUBJECT: A3075 Cubert Cross Roads – Preliminary Business Case
Assessment (without Chiverton to Carland Cross)

DATE: 19 January 2017

Executive Summary

OVERALL SUMMARY AND CONCLUSIONS

This preliminary note considers the business case for the potential single lane dualling of the existing
A3075 Cubert cross priority junction, similar to Chybucca on the A30.  The rationale for the scheme is
that it is anticipated that it would make it easier for traffic from Cubert and St Newlyn East to access
the A3075.  In addition, there is a public perception that this is a dangerous junction and single lane
dualling of the junction would help to alleviate these concerns.

The construction cost for the scheme is estimated at £3.5m, with the overall delivery costs likely to be
higher. For this assessment the overall cost is assumed to be £3.5m.

In order to avoid potential abortive work, this note does not provide a full business case, but provides
a preliminary review of the two fundamental chapters of the Treasury’s five-case business case
model, strategic and economic.

The work carried out indicates that the single lane dualling scheme has limited strategic
benefit and has a -0.812 benefit cost ratio (BCR).  There are some potential road safety
benefits, but in financial terms they do not justify the cost of the scheme. It therefore
represents poor value for money and is unlikely to attract external funding.

If there remains a desire to carry out works at the junction then a potential solution would be to
increase the size of the right turn lanes to prevent blocking back from occuring. However, this would
increase the cost of the scheme, and given the location at the crest of the hill, may lead to forward
visibility issues.  These increased lane lengths may result in a positive BCR, but it is still likely to be
significantly less than 1.

STRATEGIC EXECUTIVE SUMMARY

The proposed junction upgrade may help the delivery of the relatively limited number of local
dwellings allocated in the Local Plan.  The scheme makes only a slight contribution towards the goals
of Connecting Cornwall (which are largely based around sustainable transport), in line with central
government policies.

If the A30 dualling scheme is not constructed, then flows on the A3075 are higher than if it were.  This
makes it more difficult for vehicles to turn right into the side roads.  Single lane dualling introduces an
additional give way for these right turners that is not currently there (i.e. they would also have to give
way to those turning right out of the side roads, see Error! Reference source not found.).  With the
busier mainline and also having to give way to those turning right out of the side roads, the
opportunities to make right turns are extremely limited.  This results in with queues of right
turners.  These occasionally fill up the right turn lanes, blocking back into the main line through
movements, causing delays and hence giving a negative BCR.
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Figure 1: Right Turn Movements

Existing arrangement – gives way to one movement Proposed arrangement – gives way to two movements

There are minor safety benefits associated with the scheme, but these are limited.  It is not likely that
these benefits would justify the cost of the scheme.

ECONOMIC EXECUTIVE SUMMARY

The proposed single lane dualling results in economic disbenefits if the Chiverton to Carland Cross
dualling scheme is not constructed, with negative BCR of -0.812. This is due to blocking back on the
A3075 caused by right-turning vehicles exceeding the length of the right turn lanes provided.  As a
result the scheme is unlikely to attract external funding in the absence of a compelling strategic case.

Since the introduction of a safety scheme in 2013 the recorded accident history of the junction is low
(3 ‘slight’ accidents in 3 years).  Whilst there is a public perception that the junction is dangerous, the
accident statistics do not currently support this.  Although (non site-specific) analysis indicates that
there are minor potential accident savings associated with the single lane dualling of the junction, they
do not justify its cost in financial terms.  There are other locations within Cornwall with higher accident
rates and severities and it is likely that these would be prioritised for safety improvements ahead of
any further work at Cubert Cross. Cubert Cross is currently ranked 146th in Cornwall on the
2016-2017 accident site listing.

The assessment assumes that the A30 dualling between Chiverton Cross and Carland Cross does
not take place.

The TUBA (economic) and COBALT (road safety) BCRs where:

Table 1: TUBA & COBALT BCR

TUBA COBALT OVERALL

BCR -0.828 0.012 -0.812
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Note Content and Structure

WSP | Parsons Brinckerhoff have been commissioned by Cormac Solutions Ltd. to prepare a
business case for the  single lane dualling of the existing A3075 Cubert Cross junction. In order to
minimise abortive costs, this note presents a preliminary business case in order to determine if there
is likely to be any benefit in pursuing a full business case.

The Treasury’s five-case business case model requires the development of five discrete chapters:

· Strategic Case – the key case that sets out the project objectives (aligning with LEP Strategic
Economic Plan and Government objectives) and outcomes (houses and jobs)

· Economic Case – the proposed intervention represents best value for money
· Financial Case – the proposed spend is affordable
· Commercial Case – the proposed deal is attractive to the market place
· Management Case – the proposed programme is deliverable

Of the above, the financial, commercial and management cases have not been examined in detail at
this time, as they are of little relevance if the scheme does not satisfy the strategic and economic
cases. Similarly, risks in terms of delivery (i.e. difficulties in construction, etc.) and outcomes (i.e.
scheme not delivering its anticipated benefits) have not been examined at this stage, meaning that
the assessment is likely to be slightly optimistic. Use is made of the Cornwall Assessment Tool to
carry out the assessment.

The cases are assessed as follows:

· Strategic Case – does the scheme help to deliver growth (i.e. houses and jobs) and how does
it contribute towards the objectives of Connecting Cornwall?

· Economic Case – the performance of the scheme in terms of potential time savings to
travellers. Potential accident reductions are also taken into account.

The remainder of this note is divided into 5 sections:

· Existing Situation
· Proposed Scheme
· Strategic Case
· Economic Case
· Summary and Conclusions

Existing Situation
The full background to the scheme is set out in CSL’s report A3075 Cubert Crossroads Junction
Improvement Feasibility Study Options Appraisal Report. A brief summary is provided here for ease of
reference.

Cubert Cross lies on the A3075 Atlantic Highway, approximately 2 miles south of Newquay and 7.7
miles northeast of the A30 Chiverton Cross junction. The A3075 is a well-used route to and from
Newquay, providing an alternative to using the A30 strategic route. The A3075 has the characteristics
of a rural S2 A road, being of varying standard along its route. It is largely national speed limit, but
with some speed reductions as it passes through villages and areas with tight bends, etc. There is a
double mini-roundabout at Goonhavern, but, with this exception, the A3075 forms the priority arm of
all junctions along its route between Chiverton Cross and the Trevemper Roundabout at Newquay.

Cubert Cross itself is the junction of the A3075 with the two roads serving St Newlyn East (to the east
of the A3075) and Cubert and Hollywell (to the west). Both of these roads are of a lower standard.
Due to local geography, through traffic along these routes is likely to be minimal (i.e. the majority of
vehicles using these routes would have specific origins or destinations along them rather than using
them as part of a journey to elsewhere). Although other routes to these villages are available, they are
generally convoluted and narrow county lanes meaning that Cubert Crossroads is effectively the only
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realistic route to these villages. It should however be noted that this is typical of many villages within
Cornwall.  The junction has ghost island right turn facilities into both arms.

The junction lies at the top of a large hill close to Rejerrah, known locally as ‘The Big Dipper’. This
results in visibility splays that do not meet the standards set out in The Design Manual for Roads and
Bridges (DMRB) for roads with a 60mph limit. It is however worth noting that this standards are not
mandatory for roads that do not form part of the strategic road network managed by Highways
England. Vehicle speeds on the A3075 at Cubert Crossroads were measured in February 2014. For
vehicles heading northeast, the mean speed was 39.5mph with an 85th percentile speed of 51mph.
For those heading southwest, the mean speed was 40.9mph with an 85th percentile speed of 50mph.

Traffic volumes on the A3075 are relatively high and increase during the tourist season. Vehicles
turning into and out of Cubert and St Newlyn East do therefore experience delays. Anecdotal
evidence suggests that this leads to driver frustration and results in some dangerous manoeuvres and
overtaking occurring.

A safety improvement scheme was implemented at the Cubert Crossroads junction in 2013. This
reduced the size of the side roads and removed deceleration lanes. Since the scheme was introduced
there have been no KSI (killed or seriously injured) accidents at the junction, although there have
been 3 slight accidents. Whilst local concerns regarding safety remain, the number of reported
accidents is below that which would normally be predicted for expected for a rural crossroads with the
flows experienced at this junction.

In statistical terms, the junction could therefore be considered to have an above average safety
performance. Whilst it may have deficiencies in terms of layout, it may be that driver familiarity or
caution (possibly due to restricted sightlines) results in a better than expected safety performance.

Due to significant planned growth within the Newquay area within the local plan period (i.e. up to
2030) and beyond, travel demand to and from the town will increase. This will be partially mitigated by
the wider sustainable transport improvements under the One Public Transport System for Cornwall
(OPTSC) project. However, traffic levels on the A3075 are likely to increase relative to their current
levels.
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Proposed Scheme

DESCRIPTION AND COST

The potential scheme being examined is the single lane dualling of the existing junction.  The Options
Appraisal Report indicates that this would include road widening at the crossroads to provide right
turn lanes off the A3075 into the side roads.

This scheme provides a kerbed island between the opposing traffic lanes along with deceleration and
waiting lanes for right turning traffic on the A3075 (drawing reference EDG0884/F/004 - Appendix 1).
Two waiting areas are provided in the centre of the road for users making the right turn or straight
across manoeuvre. To accommodate these, the stagger between the side road approaches has been
increased and a large single island provided between the waiting areas to prevent conflict. The exit
from the Cubert road has room for two lanes, one for the left turn and one for vehicles going into the
central waiting area.

This option only requires a minimal land take of 0.2ha of third party land and this is at the margins of
the fields to the south of the St Newlyn East road. According to Cormac’s Cubert Crossroads Options
Appraisal Report, vehicle tracking has been completed to ensure that HGVs and emergency vehicles
can make the turns. The size of the central waiting area is large enough to accommodate HGVs
waiting to complete a right turn.

The estimated construction cost of the single lane dualling would be £3.5m, (including optimism bias
at 44%).  It is understood that risk, land costs, traffic management, and design and project fees have
not been accounted for at this stage.  These would be likely to increase the total delivery cost.  The
basic £3.5m construction cost has been used for the purposes of this assessment.

SCHEME PERFORMANCE

Performance of the proposed scheme has been modelled using VISSIM.  This is a microsimulation
modelling package that simulates driver behaviour in terms of their responses to highway geometry,
other users, speeds, gap acceptance, merging, etc.

The baseline VISSIM models were prepared by Cormac Solutions Ltd. as outlined in the OAR.  Flows
for use in the junction model have been extracted from the strategic model prepared to support the
Local Plan.  This strategic model (carried out using SATURN software) includes the A3075, and
predicts how traffic will distribute over the local highway network.  New development allocated in the
Local Plan is included within the model, as is background traffic growth.  Committed highways
schemes are also incorporated, excluding the dualling of the A30 between Carland Cross and
Chiverton Cross at the request of Cormac Solutions Ltd.  The strategic model does not allow for
modal shift away from the private car associated with the OPTSC project.

Modelling has been prepared for the base year (2015) and a future assessment year of 2037 (i.e.
covering the Local Plan period).  In order to allow a comparison of performance, models have been
prepared for both the existing priority junction and proposed single lane dualling.  The models cover
the AM and PM peak periods for a neutral month.  The results have been prepared in terms of journey
times through the model (i.e. not just time giving way, but full time taken to arrive at, negotiate and
leave the junction).  Details of the modelled traffic flows, journey times and distances are included as
Appendix 2.  The predicted journey times are summarised in the following tables:
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Table 2: AM Peak 2015 – Average Journey Times (seconds)
2015 AM EXISTING LAYOUT PROPOSED SINGLE LANE DUALLING

           To
From

A3075 N St Newlyn E A3075 S High Lanes W A3075 N St Newlyn E A3075 S High Lanes W

A3075 N 0 77 80 73 0 78 79 79
St Newlyn E 87 0 58 62 88 0 57 64
A3075 S 80 60 0 52 81 77 0 53
High Lane W 69 58 63 0 70 54 55 0

Table 3: AM Peak 2037 – Average Journey Times (seconds)
2037AM EXISTING LAYOUT PROPOSED SINGLE LANE DUALLING

           To
From

A3075 N St Newlyn E A3075 S High Lanes W A3075 N St Newlyn E A3075 S High Lanes W

A3075 N 0 90 98 89 0 119 139 212
St Newlyn E 1863 0 1667 1701 868 0 837 826
A3075 S 88 104 0 55 169 2245 0 208
High Lane W 103 155 193 0 78 83 102 0

Table 4: PM Peak 2015 – Average Journey Times (seconds)
2015PM EXISTING LAYOUT PROPOSED SINGLE LANE DUALLING

           To
From

A3075 N St Newlyn E A3075 S High Lanes W A3075 N St Newlyn E A3075 S High Lanes W

A3075 N 0 76 76 73 0 78 76 85
St Newlyn E 96 0 59 67 93 0 58 67
A3075 S 88 59 0 54 88 71 0 55
High Lane W 73 63 65 0 74 53 52 0

Table 5: PM Peak 2037 – Average Journey Times (seconds)
2037PM EXISTING LAYOUT PROPOSED SINGLE LANE DUALLING

           To
From

A3075 N St Newlyn E A3075 S High Lanes W A3075 N St Newlyn E A3075 S High Lanes W

A3075 N 0 80 84 88 0 109 110 173
St Newlyn E 178 0 114 157 127 0 72 106
A3075 S 94 65 0 57 94 183 0 58
High Lane W 79 104 103 0 81 56 60 0

The above tables indicate that there is a reduction in journey times for trips coming out of the
side roads, however they also show that it would have an adverse impact on journey times
from the A3075 onto the smaller roads and for through traffic on the A3075. Overall, the
scheme has an adverse impact journey times.

If the A30 dualling scheme is not constructed, then flows on the A3075 are higher than if it were
not.  This makes it more difficult for vehicles to turn right into the side roads. The new junction layout
introduces give ways for those turning right into the side roads from the A3075.  These movements
must give way to traffic both on the main road and exiting the side road.  During times of heavy flow,
traffic waiting to turn right is delayed for long periods of time.  This is particularly bad when turning
right from the A3075 south as this movement is almost constantly opposed by traffic travelling south
on the main road or exiting the side road.  When the queuing on the right turn movements is at its
peak this can block the main road through movements.

In design terms, the result of these right-turning queues would be a requirement to increase the size
of the right turn lanes. To meet standards set out in TD42/95, right turning lanes should accommodate
a turning length (plus queuing length if required) and a deceleration length.
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Minimum turning length should be 10m. The modelling indicates queues of 10 vehicles area a regular
occurrence, leading to a queuing length of 60m. For the recorded speeds at this location, the
deceleration length would be 55m in both directions. This gives a total lane length of 125m. This is
likely to affect the cost of the scheme, and hence also the BCR. Provision of this length would
however prevent blocking back, removing any adverse impact on the A3075. This has not been
examined in this note.

Strategic Case

The strategic case has been examined against the three key criteria that would be the most likely to
attract funding:

· Road safety
· Unlocking growth
· Contribution towards Cornwall Council’s strategic transport goals

ROAD SAFETY

Road safety is discussed in more detail within the economic case section of this route.

As set out above, there is a public perception that Cubert Cross is a dangerous junction.  However,
the recorded accident statistics do not support this.  The proposals would therefore have little
quantifiable impact in terms of road safety.  It is therefore highly unlikely that a strategic case for the
proposals could be based on a road safety argument.

UNLOCKING GROWTH

According to the OAR, there is a commitment in the local plan for some 50 dwellings to be added
annually within the Cubert, St Newlyn East and Crantock parishes. The review of planning
applications and pre-application queries for the 3 parishes shows that some 200 or so dwellings have
been put forward for consideration over the past 2 years.  There are further plans for development at
the former Penhale army camp (including 134 dwellings and 5 commercial buildings) and
approximately 380 dwellings on a site in the north of St Newlyn East parish.

It is not known at this stage what the access arrangements would be for these developments.  In view
of the nature of Cubert Cross, it is strongly recommended that the prospective developers are
required to consider impacts at this junction when the planning applications are made.

It is unlikely that Cornwall Council would be able to sustain a refusal of all housing development
accessed from Cubert Cross, and it is likely that at least some of the above would be permitted
without improvements at the junction.  However, the junction is likely to require some improvement in
order to unlock full delivery of the above dwellings.  Whether the improvement would need to be the
proposed single lane dualling scheme cannot be determined without a full review.  The significant cost
of the scheme (£3.5m construction costs) would be borderline in terms of viability in order to deliver a
relatively small number of dwellings, equating to approximately  £4.5-7k per dwelling on the highway
improvements alone.

As a result, it is unlikely that a strategic case could be made for the single lane dualling scheme in
terms of delivery of growth.  A higher number of dwellings could be considered, but this would bring
other issues (e.g. school places) and is unlikely to receive local support.
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CONTRIBUTION TO STRATEGIC TRANSPORT GOALS

Cornwall Council’s 3rd Local Transport Plan (LTP), ‘Connecting Cornwall: 2030’, sets out the county’s
vision for transport to 2030:

“Transport in Cornwall will be excellent. Our transport system will connect people, communities,
businesses and services in a way that is reliable, efficient, safe, inclusive and enjoyable.”

Published in 2011, the Plan details a number of key objectives for the transport system in Cornwall to
be achieved by 2030, covering all modes of transport and identifying areas for improvement which
would enable the achievement of the overarching objective of an improved transport network.

In order to assess the merit of the various transport schemes being considered within the county,
Cornwall Council developed the Cornwall Assessment Tool (CAT). The CAT is intended to provide a
mechanism for assessing and prioritising schemes submitted to the Cornwall and Isles of Scilly Local
Transport Board (CISLTB) for major scheme funding, in accordance with the Assurance Framework.
The methodology has been approved CISLTB.

The CAT assessment methodology provides a mechanism to assess candidate schemes against a
range of criteria. The criteria are aligned to the key cases that need to be demonstrated as part of a
Business Case submission, as detailed in the DfT guidance on Transport Business Cases[1].

The CAT consists of a number of stages, as follows:

· Gateway
· Costs summary (which informs the Commercial and Financial Cases)
· Risks (which informs the Management Case)
· Strategic assessment  (which informs the Strategic Case)
· Assessment against Connecting Cornwall goals (which informs the Economics Case and

development of the AST)
· Benefits assessment (which informs the Economics Case)

The scoring methodology includes assessment of the scheme against the objectives of Cornwall
Council (as detailed in Connecting Cornwall: 2030) and national transport objectives (as set out in the
Appraisal Summary Table that forms part of WebTAG).

The CAT produces an appraisal summary table (AST) using information provided within both the flow
charts and other elements of the CAT.  Where possible quantitative information is provided.  In all
cases, a qualitative assessment is carried out against the AST criteria, using the seven point scale set
out in WebTAG, ranging from a large beneficial impact to a large adverse impact.

The information collected through the CAT process is collated in an output ‘Summary Sheet’. This
highlights the key elements of the assessment against the 5 business cases that form part of the
Transport Business Case.  The methodology is set out in the following diagram:

[1] https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/85930/dft-transport-
business-case.pdf
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Figure 2: CAT Methodology
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The full CAT output and AST are included as Appendix 3, with the performance against the
Connecting Cornwall goals summarised in the following table:

CONNECTING CORNWALL: 2030 GOALS AND OBJECTIVES

Goal Objective Scheme
contribution

Tackling climate
change

1. Reduce reliance on fossil fuels and support the introduction of
low carbon technologies

Neutral

2. Support communities to live locally and reduce the need to travel Slight Beneficial

3. Adapt and improve the transport network to ensure resilience to
climate change

Slight Beneficial

Supporting
economic
prosperity

4. Improve connectivity of Cornwall to the rest of the world Neutral

5. Ensure a resilient and reliable transport system for people,
goods and services

Neutral

6. Support the vitality and integrity of our town centres and rural
communities

Large Beneficial

Respecting and
enhancing the
environment

7. Make the most of opportunities to protect and enhance the
environment

Neutral

8. Minimise the use of natural resources and minimise waste Neutral

9. Provide sustainable access to Cornwall’s environment Neutral

Encouraging
healthy active
lifestyles

10. Improve the health of our communities through provision for
active travel

Neutral

11. Increase awareness and an understanding of the health
benefits of walking and cycling

Neutral

Supporting
community safety
and individual
wellbeing

12. Improve road safety Slight Beneficial

13. Increase public confidence in a safer transport network Slight Beneficial

14. Reduce noise and air quality impacts Neutral

Supporting equality
of opportunity

15. Improve access to employment, education, healthcare and
leisure

Neutral

16. Improve access to public transport Neutral

17. Encourage community participation in shaping and delivering
transport services

Slight Beneficial

Table 6: Connecting Cornwall: 2030 Objectives

STRATEGIC SUMMARY
The strategic case for the proposed single lane dualling scheme is not strong.  There are benefits
associated with the scheme, but they are limited.  It is not likely that these benefits would justify the
cost of the scheme.
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Economic Case

An economic assessment of a transport scheme involves identifying all of the costs and all of the
benefits for a scheme, and determining a cost-benefit ratio.

In terms of values of time, vehicle operating costs, etc., the economic case has been assessed based
on VISSIM modelling of the proposed single lane dualling versus the existing crossroads
arrangement.  The modelling outputs have been entered into TUBA (Transport Users Benefits
Appraisal), the Department for Transport's software for assessing the economic case for a scheme.

TUBA assesses the social cost-benefit ratio of a transport intervention over a 60 year time horizon,
drawing in both the monetary and social costs and benefits and discounting them to current values. It
will provide a social cost-benefit ratio.  Outputs are given at 2010 prices.

Potential accident benefits have been assessed using COBA-LT (COst and Benefit to Accidents –
Light Touch) software, developed by the DfT.  The assessment is based on a comparison of accidents
by severity and associated costs across an identified network in ‘Without-Scheme’ and ‘With-Scheme’
forecasts, using details of link and junction characteristics, relevant accident rates and costs and
forecast traffic volumes by link and junction.  Again outputs are given in 2010 prices.

TUBA

As set out previously, the operation of the junction has been modelled using VISSIM.  This note does
not discuss the modelling work in detail, but presents the results and TUBA outputs.  This appraisal
only uses the neutral month AM and PM peak hour matrices, hence the appraisal does not include
interpeak, off-peak or seasonal time periods.  The economic appraisal shows that the scheme has a
disbenefit of -£2.349m (2010 prices, discounted to 2010) over a standard 60 year appraisal period.  It
should be noted that this covers the AM and PM Peaks only (covering 506 hours out of 8,760 per
year) and does not fully reflect the off-peak impacts of the scheme.

Based on the 2015 estimated construction cost of £3.5m, the 2010 construction cost of the scheme
would be £2.839m. As a result, the social cost-benefit ratio is -0.828 (-£2.349m / £2.839m).

COBA-LT

COBA-LT assesses the safety aspects of road schemes using detailed inputs of the road(s) and
junction(s) affected by the proposals.  The assessment is based on a comparison of accidents by
severity and associated costs across an identified network in ‘Without-Scheme’ and ‘With-Scheme’
forecasts, using details of link and junction characteristics, relevant accident rates and costs and
forecast traffic volumes by link and junction. It must be noted that the assessment is not site-
specific, but based on generalised accident rates categorised by junction type, road
characteristics and traffic flows.  It should not be regarded as an accurate prediction of future
safety performance, but is more intended to inform the choice of junction type at design stage.

Traffic flows used in calculation of accident benefits are Annual Average Daily Traffic (AADT) flows
based on outputs from the SATURN traffic model. Using interpolation of the flow data for the Base
Year and the future year, COBA-LT derives the flows and number of accidents for each year over a
60 year appraisal period.  The results from COBA-LT are summarised below.

Total Without Scheme accidents 68.2
Total With Scheme accidents 67.4
Reduction in number of accidents 0.8
Total Casualties Saved by Scheme

Fatal 0.0
Serious 0.1
Slight 1.2

Table 7: COBA-LT Summary – 60 year appraisal period
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The monetary value of this overall benefit would be £0.0435m (2010 prices, discounted to 2010).   As
a result, the safety cost-benefit ratio is 0.012 (£0.0435m / £3.5m).

As set out previously, the single lane dualling scheme would generally be expected to result in a very
slight reduction in accident risk when compared to a priority junction.  However, the proposed cost
saving is unlikely to justify the cost of the scheme.  The above assessment is not site-specific and
should not be taken as reliable estimate of the future safety performance of this site.  It is a general
indication based on similar junctions and does not account for local factors (e.g. location of junction at
a hill crest, etc.).

As previously discussed, whilst there is a public perception that the junction is dangerous, the existing
layout does currently perform well in terms of recorded accident rates since the introduction of the
safety scheme in 2013.  The recorded accident rates do not present a compelling case for prioritising
improvements at this junction over other sites within Cornwall with higher accident frequencies and
severities.

Within Cornwall, the basic criteria for prioritising accident sites are three or more injury accidents in a
three-year period over a length of 100m or less. Sites where the accident level does not fall below this
level over a distance greater than 100m are merged into one continuous extent.

The sites are ordered progressively by the following factors:

1. Number of Personal Injury Accidents (PIA);
2. Number of Fatal & Serious accidents (KSI);
3. Number of injury accidents in the most recent complete single year, plus whatever exists in

the record for the current year;
4. Route number (priority in descending order from A-class roads).

These factors are applied in decreasing order of priority, i.e. all sites with an equal number of injury
accidents are then rated by the next criterion of ‘KSI’; the sites that are equal under those two factors
are then rated by ‘single year accidents’, and so forth. This ensures that the more serious and recent
accident sites are higher in the list, while the principal criterion remains the total number of injury
accidents.

It should be noted that the inclusion of a site on this list is not confirmation of investigation or works in
the coming year; the list is designed to identify potential sites from which a limited programme of work
is drawn annually. Other selection criteria are also used to identify and prioritise routes and areas for
safety works.  For example, sites may be selected on the basis of how responsive they are likely to be
to remedial measures, rather than purely the number of accidents. For example, sites where a very
consistent accident pattern could be treated at relatively little cost may be prioritised over sites with a
larger but more diverse accident record, or where problems could only be addressed at greater
expense.

Based on the above criteria, Cubert Cross is currently ranked 146th in Cornwall on the 2016-
2017 accident site listing.

COMBINED ECONOMIC ASSESSMENT

In terms of vehicle operating and time costs (assessed using TUBA), the scheme has a disbenefit of
-£2.349m (2010 prices, discounted to 2010).  However, there is a slight cost saving associated with
accidents of £0.0435m (2010 prices, discounted to 2010).

Combining these figures, gives an overall disbenefit of -£2.3055 (-£2.349 + £0.0435m).

The overall BCR of the scheme is therefore -0.812 (-£2.3055 /£2.839m).
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ECONOMIC SUMMARY

The proposed single lane dualling results in economic disbenefits if the Chiverton to Carland Cross
dualling scheme is not constructed. This is due to additional traffic on the A3075, which causes
additional delay to vehicles turning right into the side roads, these vehicles occasionally fill up the right
turn lanes, blocking back into the main line through movements.

The BCR is therefore negative (-0.812). As a result the scheme is unlikely to attract external funding
in the absence of a compelling strategic case.

There is limited potential accident savings associated with the scheme (although these are not site-
specific).  In financial terms these would not justify the single lane dualling scheme.  The current
layout of the junction is performing well in terms of recorded accident rates, and, whilst further
improvement is always desirable, there is no clear case for prioritising improvements at this junction
over other sites within Cornwall with higher accident frequencies and severities.

There may be some increases in traffic on the A3075 during construction of the A30 dualling.  These
would take place over a limited period of time and there have no significant impact on the economic
case for the scheme.  However, consideration should be given to monitoring A3075 traffic levels
during construction, and possibly introducing temporary traffic management at Cubert Cross if
required.

Summary and Conclusions
This note considers the business case for the potential single lane dualling of the existing A3075
Cubert Cross priority junction.  The rationale for the scheme is that it would make it easier for traffic
from Cubert and St Newlyn East to access the A3075.  In addition, there is a public perception that
this is a dangerous junction and the scheme would alleviate these concerns.  The initial construction
cost for the scheme is estimated at £3.5m.

In order to avoid abortive work, this note does not provide a full business case, but provides a
preliminary review of the two fundamental chapters of the Treasury’s five-case business case model,
namely the Strategic and Economic cases.  If these two cases are not satisfied then the Financial,
Commercial and Management cases are of little to no benefit.

STRATEGIC SUMMARY

The strategic case for the proposed single lane dualling scheme is not strong.  It would contribute
towards the delivery of the relatively limited number of dwellings allocated in the Local Plan.  As a
local highways scheme, its contribution towards the goals of Connecting Cornwall (which are largely
based around sustainable transport, in line with central government policies) is also marginal.

There are some strategic benefits associated with the scheme, but they are very limited.  It is not
likely that these benefits would justify the cost of the scheme.  Similar strategic benefits could be
achieved from a lower cost scheme, providing better value for money.

ECONOMIC SUMMARY
The proposed single lane dualling has a negative BCR of -2.18 as a result of the additional delay
introduced by the scheme.

The potential accident savings associated with the scheme are very limited.  In financial terms these
would not justify the cost of the single lane dualling scheme.  The current layout of the junction is
performing well in terms of recorded accident rates.  Without financial constraints, it may well be
desirable to provide further layout improvements at the junction.  However, there is only limited
funding available for safety-related improvements, and the accident history since the 2013 safety
scheme provides no clear case for prioritising Cubert Cross over other sites within Cornwall with
higher accident frequencies and severities. Cubert Cross is ranked 146th in Cornwall on the 2016-
2017 accident site listing.
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CONCLUSION

At present, there is no apparent strategic case for the scheme.  Despite its cost, it does not unlock
any significant levels economic growth, and provides only limited contributions towards Cornwall
Council’s strategic transport aims.

Due to the resulting delays for through traffic on the A3075, the economic case for the proposals is
also poor, with a negative BCR.  The low recorded accident rates at the junction mean that there is no
strong case for a further road safety related improvement at the current time.

As a result of the above, the single lane dualling scheme provides poor value for money and is
unlikely to attract external funding.

RECOMMENDATIONS

The proposed scheme has some limited benefits, but these are largely outweighed by the additional
delays to vehicles turning right into the side roads, these vehicles occasionally fill up the right turn
lanes, blocking back into the main line through movements and causing further delays.

One potential way to prevent the blocking back would be to increase the size of the right turn lanes,
this would be required in order to meet design standards set out in TD45/95. However, this would
increase the cost of the scheme (and therefore adversely affect BCR), and given the location at the
crest of the hill, may lead to forward visibility issues.  These increased lane lengths may potentially
result in a positive BCR. Unfortunately the benefits only accrue to those coming out of the side roads,
which is a relatively small number of vehicles. Whilst the time saving to those individuals is significant,
the fact that they are experience by relatively few people means that the BCR is still likely to be
significantly less than 1.

Daniel Purkis
Assistant Transportation Planner, Truro Office
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PEAK HOUR FLOWS PEAK HOUR JOURNEY TIMES (S) PEAK HOUR JOURNEY TIME DISTANCE (m)
2015 Existing Layout 2015 Existing Layout 2015 Existing Layout

8 6 10 4

A3075 N St Newlyn
E A3075 S High

Lanes W A3075 N St Newlyn
E A3075 S High

Lanes W A3075 N St Newlyn
E A3075 S High

Lanes W
11 A3075 N 0 22 591 76 A3075 N 0 77 80 73 A3075 N 0 1199 1225 1098

5
St Newlyn
E 80 0 9 92 St Newlyn

E 87 0 58 62 St Newlyn
E 1212 0 833 747

9 A3075 S 289 54 0 33 A3075 S 80 60 0 52 A3075 S 1227 844 0 762

2
High Lane
W 21 9 67 0 High Lane

W 69 58 63 0 High Lane
W 1082 751 777 0

2037 Existing Layout 2037 Existing Layout 2037 Existing Layout

A3075 N St Newlyn
E A3075 S High

Lanes W A3075 N St Newlyn
E A3075 S High

Lanes W A3075 N St Newlyn
E A3075 S High

Lanes W
A3075 N 0 47 1253 162 A3075 N 0 90 98 89 A3075 N 0 1199 1225 1098
St Newlyn
E 41 0 8 67 St Newlyn

E 1863 0 1667 1701 St Newlyn
E 1212 0 833 747

A3075 S 550 111 0 57 A3075 S 88 104 0 55 A3075 S 1227 844 0 762
High Lane
W 26 14 83 0 High Lane

W 103 155 193 0 High Lane
W 1082 751 777 0

2015 Cormac Option 2 Layout 2015 Cormac Option 2 Layout 2015 Cormac Option 2 Layout
8 6 10 4

A3075 N St Newlyn
E A3075 S High

Lanes W A3075 N St Newlyn
E A3075 S High

Lanes W A3075 N St Newlyn
E A3075 S High

Lanes W
11 A3075 N 0 22 592 76 A3075 N 0 78 79 79 A3075 N 0 1198 1216 1071

5
St Newlyn
E 80 0 9 92 St Newlyn

E 88 0 57 64 St Newlyn
E 1212 0 806 740

9 A3075 S 327 6 0 42 A3075 S 81 77 0 53 A3075 S 1219 830 0 747

2
High Lane
W 21 9 67 0 High Lane

W 70 54 55 0 High Lane
W 1051 745 763 0

2037 Cormac Option 2 Layout 2037 Cormac Option 2 Layout 2037 Cormac Option 2 Layout
8 6 10 4

A3075 N St Newlyn
E A3075 S High

Lanes W A3075 N St Newlyn
E A3075 S High

Lanes W A3075 N St Newlyn
E A3075 S High

Lanes W
11 A3075 N 0 47 1222 159 A3075 N 0 119 139 212 A3075 N 0 1198 1216 1071

5
St Newlyn
E 76 0 11 103 St Newlyn

E 868 0 837 826 St Newlyn
E 1212 0 806 740

9 A3075 S 507 7 0 69 A3075 S 169 2245 0 208 A3075 S 1219 830 0 747

2
High Lane
W 26 14 83 0 High Lane

W 78 83 102 0 High Lane
W 1051 745 763 0

AM



PEAK HOUR FLOWS PEAK HOUR JOURNEY TIMES (S) PEAK HOUR JOURNEY TIME DISTANCE (m)
2015 Existing Layout 2015 Existing Layout 2015 Existing Layout

8 6 10 4

A3075 N St Newlyn
E A3075 S High

Lanes W A3075 N St Newlyn
E A3075 S High

Lanes W A3075 N St Newlyn
E A3075 S High

Lanes W
11 A3075 N 0 35 416 100 A3075 N 0 76 76 73 A3075 N 0 1199 1225 1098

5
St Newlyn
E 69 0 9 65 St Newlyn

E 96 0 59 67 St Newlyn
E 1215 0 833 746

9 A3075 S 615 13 0 88 A3075 S 88 59 0 54 A3075 S 1230 844 0 761

2
High Lane
W 11 7 47 0 High Lane

W 73 63 65 0 High Lane
W 1084 751 777 0

2037 Existing Layout 2037 Existing Layout 2037 Existing Layout

A3075 N St Newlyn
E A3075 S High

Lanes W A3075 N St Newlyn
E A3075 S High

Lanes W A3075 N St Newlyn
E A3075 S High

Lanes W
A3075 N 0 66 756 191 A3075 N 0 80 84 88 A3075 N 0 1199 1225 1098
St Newlyn
E 78 0 10 72 St Newlyn

E 178 0 114 157 St Newlyn
E 1215 0 833 746

A3075 S 864 16 0 123 A3075 S 94 65 0 57 A3075 S 1230 844 0 761
High Lane
W 10 8 55 0 High Lane

W 79 104 103 0 High Lane
W 1084 751 777 0

2015 Cormac Option 2 Layout 2015 Cormac Option 2 Layout 2015 Cormac Option 2 Layout
8 6 10 4

A3075 N St Newlyn
E A3075 S High

Lanes W A3075 N St Newlyn
E A3075 S High

Lanes W A3075 N St Newlyn
E A3075 S High

Lanes W
11 A3075 N 0 35 416 99 A3075 N 0 78 76 85 A3075 N 0 1198 1216 1071

5
St Newlyn
E 69 0 9 65 St Newlyn

E 93 0 58 67 St Newlyn
E 1212 0 806 740

9 A3075 S 615 13 0 88 A3075 S 88 71 0 55 A3075 S 1219 830 0 747

2
High Lane
W 11 7 47 0 High Lane

W 74 53 52 0 High Lane
W 1051 745 763 0

2037 Cormac Option 2 Layout 2037 Cormac Option 2 Layout 2037 Cormac Option 2 Layout

A3075 N St Newlyn
E A3075 S High

Lanes W A3075 N St Newlyn
E A3075 S High

Lanes W A3075 N St Newlyn
E A3075 S High

Lanes W
A3075 N 0 66 739 182 A3075 N 0 109 110 173 A3075 N 0 1198 1216 1071
St Newlyn
E 78 0 10 72 St Newlyn

E 127 0 72 106 St Newlyn
E 1212 0 806 740

A3075 S 864 15 0 123 A3075 S 94 183 0 58 A3075 S 1219 830 0 747
High Lane
W 10 7 55 0 High Lane

W 81 56 60 0 High Lane
W 1051 745 763 0

PM
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Why is the Project Needed?

What are the Positive and Negative Impacts of the Project?

What is the Scale of the Impact?

Degree of Consensus Over Outcomes

Does the Project Align with National Policy Objectives?

Scheme Prioritisation Summary

Scheme Summary
Project name Cubert Crossroads

Project Type Highways
Promoter Reviewer Chris Hill

Brief Scheme Description
Upgrade of existing A3075 Cubert Crossroads to
a single lane dualling priority junction.

Project Time Scale Construction Start Year
Opening Year

Strategic Case

Cubert Crossroads has sub-standard sightlines for a natioal speed limit priority junction. A significant uplift in
vehicle movements during the summer months as a result of tourism leads to long queues on side roads,

resulting in driver frustration and rash moanoeuvres. There is a locally perveived frequency of near misses.
Local residential and commercial growth (particularly in Newquay) may lead to an increase in traffic on the

A3075 exacerbating these issues.

Reduced queues on side roads, possible accident reduction (althought rates already low).

Neighbourhood

Strong Public Support

Yes
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No of New Houses Facilitated by Project
No of New Jobs Facilitated by Project ## ## 51
Gross Value Added (GVA)

-3

0

3

0
0
0
0
0
0
0

0
3
1
1
6

Monetised Benefit (PVB) BCR 17
##

Scheme Prioritisation Summary

Economic Case
LTP Goals Score

1 Reducing Reliance on Fossil Fuels 1.0 3.0
Objective Actual Risk

2 Local Living 4.0 3.0
3 Resilience to Climate Change 4.0 3.0

Resilient and Reliable Transport System 1.0 3.0

7
8 Minimising Natural Resources and Waste 0.0 3.0

3.0

4 Impact of Journey Times 1.0 3.0
5
6 Integrity of Town Centres and Rural Communities 6.0 3.0

Protecting the Environment 0.0 3.0

10 Improving the Health of Communities through Active Travel 0.0 3.0
11 Increases Awareness of Health Benefits through Active Travel 0.0 3.0
12 Improving Road Safety 3.5 3.0
13 Public Confidence in a Safe Transport Network 1.3

9 Providing Sustainable Access to the Environment 0.0 3.0

15 Improving Access to Facilities 0.0 3.0
14 Reduce Noise and Air Quality Impacts 0.0 3.0

16 Improving Access to Public Transport 0.0 3.0
17 Encouraging Community Participation 2.0 3.0

CAT Rating 24 510
0

0.0
Summary of AST

Economic
Strategic Transport benefits

Moderate Adverse Impact
Reliability impact

Slight Beneficial
Regeneration and Wider Economic Effect

Moderate Beneficial Impact

Noise Neutral Impact
Environmental

Air Quality Neutral Impact
Greenhouse gases Slight Beneficial
Landscape and Townscape Neutral Impact
Heritage of Historic resources Slight Adverse Impact
Biodiversity Neutral Impact
Water Environment Neutral Impact

Social
Physical activity Neutral Impact
Accidents Slight Beneficial Impact
Security Slight Beneficial Impact
Access to services Slight Beneficial Impact

Measures of Economic Benefit
Low
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Consultation Undertaken/Required with the following

Scheme Prioritisation Summary

Management Case
Statutory Approvals Required and/or Completed Unknown

Have Utilities Been Considered? Yes
3rd Party Land Yes

Level of Utility Consideration C2
How will the Project be Procured and Constructed?

What are the Key Risks to Delivery of the Project?

 ( )

Likely to be via Cormac

 ( )
 ( )
 ( )

Not assessed at this stage

Overall Risk Score #N/A

See Cormac public engagement report 17/02/16 - ref: EDG0884

Project Stage Status Implementation Timescale

Project Initiation Complete

Feasibility Underway

Option Selection Underway

Statutory Powers Not Started
Preliminary/Outline Design Underway

Detailed Design Not Started
Contractor Procurement and Mobilisation Not Started
Construction and Commissioning Not Started
Project Close Not Started
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Cost Profile - Annual Spend

Funding Source Status
Central Governm't Funding
Cornwall Council Funding
ERDF Funding
Section 106 Funding
Other Funding
LTB Funding Requested
Capital Cost (PVC) Capital Cost inc.Opt.Bias
Revenue Cost Optimism Bias
Funding Deadline

%age of Scheme funded by LTB
LTB Contribution as % of total LGF

Type

Capital (Works) Cost
On-going revenue costs
Non-Direct Costs
Compensation Costs
Land Costs
Design Costs
Other Costs (Specify)
Other Costs (Specify)
Total

Strategic Case (Subjective) 1
Economic Case 1
Management Case ##

1
      *Strategic, Commercial and Financial Cases Subjectively Rated by Reviewer 1

##

Scheme Prioritisation Summary

Commercial and Financial Case

Likely Funding Sources and Earliest Funding Deadline

Unknown
Unknown

-£ Unknown
-£ Unknown
-£ Unknown

£3.5m
-£ #N/A
-£

#DIV/0!
0%

Is the Project Affordable and Financially Sustainable?

Spend Profile Excluding Optimism Bias
Pre Apr 2015 Apr 2015 -

Mar 2016
Apr 2016 -
Mar 2017

Apr 2017 -
Mar 2018

Apr 2018 -
Mar 2019

Total

£0 £0 £0 £0 £0
£0

£0 £0 £0 £0 £0
£0 £0 £0 £0

£0 £0 £0 £0 £0
£0 £0 £0 £0 £0
£0 £0 £0 £0 £0
£0 £0 £0 £0 £0
£0 £0 £0 £0 £0
£0 £0 £0 £0 £3.5m

Overall

Amber
Red

Commercial and Financial Case (Subjective)
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Framework Appraisal Summary Table

Name Chris Hill
OrganisationFrom

Gateway

Role From
Gateway

0

Does the
scheme
provide
sustainable
access:

Noise Impact on
absolute
disturbance
from noise:

Neutral Magnitude of effect: Slight Scheme in
DEFRA Noise
Action Plan
Area?

1

Air Quality Impact on
Air Quality:

Neutral Magnitude of effect: Slight Scheme in
AQMA?

No

Landscape
and
Townscape
Heritage of
Historic
resources
Biodiversity

Water
Environment

0

51mph
Security

Employment
Access

Slight
Beneficial

Impact

Education
Access

Slight
Beneficial

Impact

Leisure
Access

Slight
Beneficial

Impact

Healthcare
Access

Slight
Beneficial

Impact
Affordability Project Cost Secured Funds None Acceptability Evidenced

Public Support
Severance Project

effect on
supporting
communities
to live
locally:

Beneficial Magnitude of effect: Moderate

Access to
services

Improve access to/from Cubert and St Newlyn East.

N/A

N/A

N/A

N/A

Change in overall
traffic/distance
travelled:

No Change
or
Insignificant

Increase in net
CO2 emissions:

Unknown

N/A

Greenhouse
gases

N/A

Neutral Impact

So
ci

al Physical
Activity

Does the
project
improve

Not
Applicable

Will the project
provide information to
encourage walking

Not
Applicable N/A Neutral Impact

Accidents Impact of
project on
numbers of

Reduce Effect of project on
risk of travel:

Reduce No KSI accidents since safety
scheme introduced in 2013.

Annecdotal evidence suggest

No of KSI accidents in scheme area within last 5 years
Slight Beneficial Impact

85th %ile Speeds

En
vi

ro
nm

en
ta

l

N/A Neutral Impact

N/A Neutral Impact

Ec
on

om
y Transport

benefits
Impact of
the project
on journey
time on the
SRN /
Mainline

Increase Impact on the
monetary cost of
travel:

No Impact

DfT Carbon Calculator Result
Slight Adverse Impact

Embodied Carbon Rating

Regeneratio
n and Wider
Economic
Effect

Reliability
impact

Net effect on
overall cost of
travel:

Increase
Value of journey time benefits (£) £-2.349

Moderate Adverse Impact

Project
Purpose:

Network
Improvement
or Expansion

Project effect on
access to town
centres / rural
communities:

Better Effect on
project's ability
to access key
services:

Effect of
project on
day to day
variability in
journey

Improved for
residents of
Cubert and St
Newlyn East

Impact of project on
number of incidents
(affecting journey
time):

Moderate Beneficial
Impact

Number of new indirect jobs from housing

Number of new jobs facilitated

N/A

BCR -8.28

Better
Number of new houses facilitated

N/A N/A

Improves access for Cubert and
St Newlyn East residents

N/A N/A

No change anticipated N/A Neutral Impact

Neutral Impact

N/A Neutral Impact

N/A Neutral Impact

Expected
impact on
CO2

No Change or
Insignificant

Increase May reduce number of accidents,
although already

low N/A Neutral Impact

Impacts Summary of key impacts Assessment
Quantitative Qualitative Monetary

£(NPV)

Date produced: 06/01/2017 Contact:

Name of scheme: Cubert Crossroads
Description of

scheme:
Astaggered crossroads with high traffic vilumes on the A3075, the Cubert Crossroads has sub-standard sightlines for a junction on a road with the National Speed Limit. The Junction has
to cope with a significant uplift in vehicle movements during the summer months as a result of tourism in the area. Currently long queues are experienced for road users, resulting in driver
frustration and rash moanoeuvres undertaken by some road uers. A high number of accidents at the junction with a locally perveived frequency of near misses. An increase in traffic flows

to be expected as a result of approved developments of housing, holiday accommodation and business facilities in the vicinity. Potential impact from the future dualling of the A30 vbetween
Carland Cross and Chiverton Cross. Local residents formed Cubert Crossroads Action Starts Here (CCRASH) action group lobbying for a junction improvement to improve traffic flow,

enhance capacity and augment safety.
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Appendix C – Preliminary Business Case Assessment 2 

(Including A30 Carland Cross to Chiverton Cross Scheme) 

 
 
 



MEMO
TO: Nigel Higgins – Cormac Solutions Ltd.

FROM: Niall Parkinson – WSP | Parsons Brinckerhoff

SUBJECT: A3075 Cubert Cross Roads – Preliminary Business Case
Assessment (with Chiverton to Carland Cross)

DATE: 03 March 2017

Executive Summary

OVERALL SUMMARY AND CONCLUSIONS

This preliminary note considers the business case for the potential single lane dualling of the existing
A3075 Cubert Cross priority junction, similar to Chybucca on the A30. The rationale for the scheme is
that it is anticipated that it would make it easier for traffic from Cubert and St Newlyn East to access
the A3075. In addition, there is a public perception that this is a dangerous junction and single lane
dualling of the junction would help to alleviate these concerns.

The construction cost for the scheme is estimated at £3.5m, with the overall delivery costs likely to be
higher. For this assessment the overall cost is assumed to be £3.5m.

In order to avoid potential abortive work, this note does not provide a full business case, but provides
a preliminary review of the two fundamental chapters of the Treasury’s five-case business case
model, strategic and economic.

The work carried out indicates that the single lane dualling scheme has limited strategic
benefit and has a +0.201 benefit cost ratio (BCR). There are some negligible potential road
safety benefits, but in financial terms they do not justify the cost of the scheme. It therefore
represents poor value for money and is unlikely to attract external funding.

STRATEGIC EXECUTIVE SUMMARY

The proposed junction upgrade may help the delivery of the relatively limited number of local
dwellings allocated in the Local Plan.  The scheme makes only a slight contribution towards the goals
of Connecting Cornwall (which are largely based around sustainable transport), in line with central
government policies.

There are benefits associated with the scheme, but they are limited. There are benefits for vehicles
coming out of the side roads since there is now a two stage procedure for vehicles making a right turn
or straight across manoeuvre. The number of vehicles benefiting from this is relatively limited.

Single lane dualling introduces a new give way for vehicles turning right that is not currently there (i.e.
they would also have to give way to those turning right out of the side roads, as shown in Figure 1
below).  With a busier mainline coupled with having to give way to vehicles turning right out of the side
roads, the opportunities to make right turns are extremely limited, and more difficult than under the
current junction arrangements.

There are no material economically quantifiable road safety benefits associated with the scheme.



Figure 1: Right Turn Movements

Existing arrangement – gives way to one movement Proposed arrangement – gives way to two movements

ECONOMIC EXECUTIVE SUMMARY
The proposed single lane dualling has a BCR of 0.201; with the benefits for vehicles coming out of
the side roads nearly cancelled out by the additional delay caused for the vehicles turning right from
the A3075.

Since the introduction of a safety scheme in 2013 the recorded accident history of the junction is low
(3 ‘slight’ accidents in 3 years).  Whilst there is a public perception that the junction is dangerous, the
accident statistics do not currently support this.  Accident (non site-specific) analysis indicates that
there are no economically quantifiable savings associated with the single lane dualling of the junction;
they do not justify its cost in financial terms.  There are other locations within Cornwall with higher
accident rates and severities and it is likely that these would be prioritised for safety improvements
ahead of any further work at Cubert Cross. Cubert Cross is currently ranked 146th in Cornwall on
the 2016-2017 accident site listing.

There may be some increases in traffic on the A3075 during construction of the A30 dualling between
Chiverton Cross and Carland Cross.  These would take place over an overall limited period of time
and therefore have no significant impact on the economic case for the scheme.  If necessary they
could be addressed through temporary traffic management.

The TUBA (economic) and COBALT (road safety) BCRs where:

Table 1: TUBA & COBALT BCR

TUBA COBALT OVERALL

BCR 0.205 -0.0011 0.201



Note Content and Structure

WSP | Parsons Brinckerhoff have been commissioned by Cormac Solutions Ltd. to prepare a
business case for the  single lane dualling of the existing A3075 Cubert Cross junction. In order to
minimise abortive costs, this note presents a preliminary business case in order to determine if there
is likely to be any benefit in pursuing a full business case.

The Treasury’s five-case business case model requires the development of five discrete chapters:

· Strategic Case – the key case that sets out the project objectives (aligning with LEP Strategic
Economic Plan and Government objectives) and outcomes (houses and jobs)

· Economic Case – the proposed intervention represents best value for money
· Financial Case – the proposed spend is affordable
· Commercial Case – the proposed deal is attractive to the market place
· Management Case – the proposed programme is deliverable

Of the above, the financial, commercial and management cases have not been examined in detail at
this time, as they are of little relevance if the scheme does not satisfy the strategic and economic
cases. Similarly, risks in terms of delivery (i.e. difficulties in construction, etc.) and outcomes (i.e.
scheme not delivering its anticipated benefits) have not been examined at this stage, meaning that
the assessment is likely to be slightly optimistic. Use is made of the Cornwall Assessment Tool to
carry out the assessment.

The cases are assessed as follows:

· Strategic Case – does the scheme help to deliver growth (i.e. houses and jobs) and how does
it contribute towards the objectives of Connecting Cornwall?

· Economic Case – the performance of the scheme in terms of potential time savings to
travellers. Potential accident reductions are also taken into account.

The remainder of this note is divided into 5 sections:

· Existing Situation
· Proposed Scheme
· Strategic Case
· Economic Case
· Summary and Conclusions



Existing Situation
The full background to the scheme is set out in CSL’s report A3075 Cubert Crossroads Junction
Improvement Feasibility Study Options Appraisal Report. A brief summary is provided here for ease of
reference.

Cubert Cross lies on the A3075 Atlantic Highway, approximately 2 miles south of Newquay and 7.7
miles northeast of the A30 Chiverton Cross junction. The A3075 is a well-used route to and from
Newquay, providing an alternative to using the A30 strategic route. The A3075 has the characteristics
of a rural S2 A road, being of varying standard along its route. It is largely national speed limit, but
with some speed reductions as it passes through villages and areas with tight bends, etc. There is a
double mini-roundabout at Goonhavern, but, with this exception, the A3075 forms the priority arm of
all junctions along its route between Chiverton Cross and the Trevemper Roundabout at Newquay.

Cubert Cross itself is the junction of the A3075 with the two roads serving St Newlyn East (to the east
of the A3075) and Cubert and Hollywell (to the west). Both of these roads are of a lower standard.
Due to local geography, through traffic along these routes is likely to be minimal (i.e. the majority of
vehicles using these routes would have specific origins or destinations along them rather than using
them as part of a journey to elsewhere). Although other routes to these villages are available, they are
generally convoluted and narrow county lanes meaning that Cubert Crossroads is effectively the only
realistic route to these villages. It should however be noted that this is typical of many villages within
Cornwall.  The junction has ghost island right turn facilities into both arms.

The junction lies at the top of a large hill close to Rejerrah, known locally as ‘The Big Dipper’. This
results in visibility splays that do not meet the standards set out in The Design Manual for Roads and
Bridges (DMRB) for roads with a 60mph limit. It is however worth noting that these standards are not
mandatory for roads that do not form part of the strategic road network managed by Highways
England. Vehicle speeds on the A3075 at Cubert Crossroads were measured in February 2014. For
vehicles heading northeast, the mean speed was 39.5mph with an 85th percentile speed of 51mph.
For those heading southwest, the mean speed was 40.9mph with an 85th percentile speed of 50mph.

Traffic volumes on the A3075 are relatively high and increase during the tourist season. Vehicles
turning into and out of Cubert and St Newlyn East do therefore experience delays. Anecdotal
evidence suggests that this leads to driver frustration and results in some dangerous manoeuvres and
overtaking occurring.

A safety improvement scheme was implemented at the Cubert Crossroads junction in 2013. This
reduced the size of the side roads and removed deceleration lanes. Since the scheme was introduced
there have been no KSI (killed or seriously injured) accidents at the junction, although there have
been 3 slight accidents. Whilst local concerns regarding safety remain, the number of reported
accidents is below that which would normally be predicted for expected for a rural crossroads with the
flows experienced at this junction.

In statistical terms, the junction could therefore be considered to have an above average safety
performance. Whilst it may have deficiencies in terms of layout, it may be that driver familiarity or
caution (possibly due to restricted sightlines) results in a better than expected safety performance.

Due to significant planned growth within the Newquay area within the local plan period (i.e. up to
2030) and beyond, travel demand to and from the town will increase. This will be partially mitigated by
the dualling of the A30 between the Carland Cross and Chiverton Cross junctions (making the
strategic route faster and more reliable and therefore a more attractive route) and wider sustainable
transport improvements under the One Public Transport System for Cornwall (OPTSC) project.
However, traffic levels on the A3075 are likely to increase relative to their current levels.



Proposed Scheme

DESCRIPTION AND COST

The potential scheme being examined is the single lane dualling of the existing junction.  The Options
Appraisal Report indicates that this would include road widening at the crossroads to provide right
turn lanes off the A3075 into the side roads.

This scheme provides a kerbed island between the opposing traffic lanes along with deceleration and
waiting lanes for right turning traffic on the A3075.(drawing reference EDG0884/F/004 - Appendix 1).
Two waiting areas are provided in the centre of the road for users making the right turn or straight
across manoeuvre. To accommodate these, the stagger between the side road approaches has been
increased and a large single island provided between the waiting areas to prevent conflict. The exit
from the Cubert road has room for two lanes, one for the left turn and one for vehicles going into the
central waiting area.

This option requires a minimal land take of 0.2ha of third party land; this is at the margins of the fields
to the south of the St Newlyn East road. Vehicle tracking has been completed to ensure that HGVs
and emergency vehicles can make the turns. The size of the central waiting area is large enough to
accommodate HGVs waiting to complete a right turn as per CSL’s report A3075 Cubert Crossroads
Junction Improvement Feasibility Study Options Appraisal Report.

The estimated construction cost of the single lane dualling would be £3.5m (including optimism bias at
44%).  It is understood that risk, land costs, traffic management, and design and project fees have not
been accounted for at this stage.  These would be likely to increase the total delivery cost.  The basic
£3.5m construction cost has been used for the purposes of this assessment.

SCHEME PERFORMANCE

Performance of the proposed scheme has been modelled using VISSIM.  This is a micro simulation
modelling package that simulates driver behaviour in terms of their responses to highway geometry,
other users, speeds, gap acceptance, merging, etc.

The baseline VISSIM models were prepared by Cormac Solutions Ltd. as outlined in the OAR.  Flows
for use in the junction model have been extracted from the strategic model prepared to support the
Local Plan.  This strategic model (carried out using SATURN software) includes the A3075, and
predicts how traffic will distribute over the local highway network.  New development allocated in the
Local Plan is included within the model, as is background traffic growth.  Committed highways
schemes are also incorporated, including the dualling of the A30 between Carland Cross and
Chiverton Cross. With the dualling in place, the A30 becomes a higher speed, more attractive route,
partially mitigating the impact of development-related traffic growth.  The strategic model does not
allow for modal shift away from the private car associated with the OPTSC project.

Modelling has been prepared for the base year (2015) and a future assessment year of 2037 (i.e.
covering the Local Plan period).  In order to allow a comparison of performance, models have been
prepared for both the existing priority junction and proposed single lane dualling.  The models cover
the AM and PM peak periods for a neutral month.  The results have been prepared in terms of journey
times through the model (i.e. not just time giving way, but full time taken to arrive at, negotiate and
leave the junction).  Details of the modelled traffic flows, journey times and distances are included as
Appendix 2.  The predicted journey times are summarised in the following tables:



Table 2: AM Peak 2015 – Average Journey Times (seconds)
2037 AM EXISTING LAYOUT PROPOSED SINGLE LANE DUALLING

              To
From

A3075 N St Newlyn E A3075 S High Lanes W A3075 N St Newlyn E A3075 S High Lanes W

A3075 N 0 77 80 73 0 78 79 79

St Newlyn E 87 0 58 62 88 0 57 64

A3075 S 80 60 0 52 81 77 0 53

High Lane W 69 58 63 0 70 54 55 0

Table 3: AM Peak 2037 – Average Journey Times (seconds)
2037 AM EXISTING LAYOUT PROPOSED SINGLE LANE DUALLING

              To
From

A3075 N St Newlyn E A3075 S High Lanes W A3075 N St Newlyn E A3075 S High Lanes W

A3075 N 0 91 99 86 0 100 106 123
St Newlyn E 727 0 658 718 416 0 352 413
A3075 S 78 88 0 51 78 956 0 52
High Lane W 79 110 131 0 78 74 93 0

Table 4: PM Peak 2015 – Average Journey Times (seconds)
2015 PM EXISTING LAYOUT PROPOSED SINGLE LANE DUALLING

              To
From

A3075 N St Newlyn E A3075 S High Lanes W A3075 N St Newlyn E A3075 S High Lanes W

A3075 N 0 76 76 73 0 50 76 85
St Newlyn E 96 0 59 67 93 0 58 67
A3075 S 88 59 0 54 88 71 0 55
High Lane W 73 63 65 0 74 53 52 0

Table 5: PM Peak 2037 – Average Journey Times (seconds)
2037PM EXISTING LAYOUT PROPOSED SINGLE LANE DUALLING

              To
From

A3075 N St Newlyn E A3075 S High Lanes W A3075 N St Newlyn E A3075 S High Lanes W

A3075 N 0 81 85 80 0 85 86 97
St Newlyn E 117 0 75 92 102 0 63 79
A3075 S 86 64 0 54 86 106 0 55
High Lane W 68 83 80 0 69 62 60 0

The above tables indicate that the proposed single lane dualling would have negligible impact
on journey times for through traffic on the A3075. There is a reduction in journey times for
trips coming out of the side roads, however they also show that it would also have an adverse
impact on journey times from the A3075 onto the smaller roads. Overall, the scheme has a
slight beneficial impact to journey times.

There are benefits for vehicles coming out of the side roads since this becomes a two stage
movement for vehicles making a right turn or straight across manoeuvre.

The new junction layout introduces a give way line from the A3075 for vehicles turning right into the
side roads in each direction.  These movements must give way to traffic both on the main road and
exiting the side road.  The modelling indicates that during times of heavy flow traffic waiting to turn
right has limited turning opportunities and is therefore delayed for long periods of time.  This is
particularly bad when turning right from the A3075 south as this movement is almost constantly
opposed by traffic travelling south on the main road or exiting the side road.



In design terms, the result of these right-turning queues would be a requirement to increase the size
of the right turn lanes. To meet standards set out in TD42/95, right turning lanes should accommodate
a turning length (plus queuing length if required) and a deceleration length.

Minimum turning length should be 10m. The modelling indicates an average queue length of 5-6
vehicles during AM peak, which equates to 30 - 36m. For the recorded speeds at this location, the
deceleration length would be 55m in both directions. This gives a total lane length of 101m. The
current design does not provide a right turning lane of this length. This has not been examined in this
note.



Strategic Case

The strategic case has been examined against the three key criteria that would be the most likely to
attract funding:

· Road safety
· Unlocking growth
· Contribution towards Cornwall Council’s strategic transport goals

ROAD SAFETY

As set out above, there is a public perception that Cubert Cross is a dangerous junction.  However,
the recorded accident statistics do not support this.  The proposals would therefore have little
economically quantifiable impact in terms of road safety.  It is therefore highly unlikely that a strategic
case for the proposals could be based on a road safety argument.

UNLOCKING GROWTH

According to the OAR, there is a commitment in the local plan for some 50 dwellings to be added
annually within the Cubert, St Newlyn East and Crantock parishes. The review of planning
applications and pre-application queries for the 3 parishes shows that some 200 or so dwellings have
been put forward for consideration over the past 2 years.  There are further plans for development at
the former Penhale army camp (including 134 dwellings and 5 commercial buildings) and
approximately 380 dwellings on a site in the north of St Newlyn East parish.

It is not known at this stage what the access arrangements would be for these developments.  In view
of the nature of Cubert Cross, it is strongly recommended that the prospective developers are
required to consider impacts at this junction when the planning applications are made.

It is unlikely that Cornwall Council would be able to sustain a refusal of all housing development
accessed from Cubert Cross, and it is likely that at least some of the above would be permitted
without improvements at the junction.  However, the junction is likely to require some improvement in
order to unlock full delivery of the above dwellings.  Whether the improvement would need to be the
single lane dualling scheme cannot be determined without a full review.  The significant cost of the
scheme (£3.5m construction costs) is borderline in terms of viability in order to deliver a relatively
small number of dwellings, equating to approximately £4.5-7k per dwelling on the highway
improvements alone.

As a result, it is unlikely that a strategic case could be made for the single lane dualling scheme in
terms of delivery of growth.  Alternatively, a higher number of dwellings could be considered, but this
would bring other issues (e.g. school places) and is unlikely to receive local support.



CONTRIBUTION TO STRATEGIC TRANSPORT GOALS

Cornwall Council’s 3rd Local Transport Plan (LTP), ‘Connecting Cornwall: 2030’, sets out the county’s
vision for transport to 2030:

“Transport in Cornwall will be excellent. Our transport system will connect people, communities,
businesses and services in a way that is reliable, efficient, safe, inclusive and enjoyable.”

Published in 2011, the Plan details a number of key objectives for the transport system in Cornwall to
be achieved by 2030, covering all modes of transport and identifying areas for improvement which
would enable the achievement of the overarching objective of an improved transport network.

In order to assess the merit of the various transport schemes being considered within the county,
Cornwall Council developed the Cornwall Assessment Tool (CAT). The CAT is intended to provide a
mechanism for assessing and prioritising schemes submitted to the Cornwall and Isles of Scilly Local
Transport Board (CISLTB) for major scheme funding, in accordance with the Assurance Framework.
The methodology has been approved CISLTB.

The CAT assessment methodology provides a mechanism to assess candidate schemes against a
range of criteria. The criteria are aligned to the key cases that need to be demonstrated as part of a
Business Case submission, as detailed in the DfT guidance on Transport Business Cases.

The CAT consists of a number of stages, as follows:

· Gateway
· Costs summary (which informs the Commercial and Financial Cases)
· Risks (which informs the Management Case)
· Strategic assessment  (which informs the Strategic Case)
· Assessment against Connecting Cornwall goals (which informs the Economics Case and

development of the AST)
· Benefits assessment (which informs the Economics Case)

The scoring methodology includes assessment of the scheme against the objectives of Cornwall
Council (as detailed in Connecting Cornwall: 2030) and national transport objectives (as set out in the
Appraisal Summary Table that forms part of WebTAG).

The CAT produces an appraisal summary table (AST) using information provided within both the flow
charts and other elements of the CAT.  Where possible quantitative information is provided.  In all
cases, a qualitative assessment is carried out against the AST criteria, using the seven point scale set
out in WebTAG, ranging from a large beneficial impact to a large adverse impact.

The information collected through the CAT process is collated in an output ‘Summary Sheet’. This
highlights the key elements of the assessment against the 5 business cases that form part of the
Transport Business Case.  The methodology is set out in the following diagram:



Figure 2: CAT Methodology



The full CAT output and AST are included as Appendix 3, with the performance against the
Connecting Cornwall goals summarised in the following table:

CONNECTING CORNWALL: 2030 GOALS AND OBJECTIVES

Goal Objective Scheme
contribution

Tackling climate
change

1. Reduce reliance on fossil fuels and support the introduction of
low carbon technologies

Neutral

2. Support communities to live locally and reduce the need to travel Slight Beneficial

3. Adapt and improve the transport network to ensure resilience to
climate change

Slight Beneficial

Supporting
economic
prosperity

4. Improve connectivity of Cornwall to the rest of the world Neutral

5. Ensure a resilient and reliable transport system for people,
goods and services

Neutral

6. Support the vitality and integrity of our town centres and rural
communities

Large Beneficial

Respecting and
enhancing the
environment

7. Make the most of opportunities to protect and enhance the
environment

Neutral

8. Minimise the use of natural resources and minimise waste Neutral

9. Provide sustainable access to Cornwall’s environment Neutral

Encouraging
healthy active
lifestyles

10. Improve the health of our communities through provision for
active travel

Neutral

11. Increase awareness and an understanding of the health
benefits of walking and cycling

Neutral

Supporting
community safety
and individual
wellbeing

12. Improve road safety Neutral

13. Increase public confidence in a safer transport network Slight Beneficial

14. Reduce noise and air quality impacts Neutral

Supporting equality
of opportunity

15. Improve access to employment, education, healthcare and
leisure

Neutral

16. Improve access to public transport Neutral

17. Encourage community participation in shaping and delivering
transport services

Slight Beneficial

Table 6: Connecting Cornwall: 2030 Objectives

STRATEGIC SUMMARY
The strategic case for the proposed single lane dualling scheme is not strong.  There are benefits
associated with the scheme, but they are limited.  It is not likely that these benefits would justify the
cost of the scheme.



Economic Case

An economic assessment of a transport scheme involves identifying all of the costs and all of the
benefits for a scheme, and determining a cost-benefit ratio.

In terms of values of time, vehicle operating costs, etc., the economic case has been assessed based
on VISSIM modelling of the proposed single lane dualling versus the existing crossroads
arrangement.  The modelling outputs have been entered into TUBA (Transport Users Benefits
Appraisal), the Department for Transport's software for assessing the economic case for a scheme.

TUBA assesses the social cost-benefit ratio of a transport intervention over a 60 year time horizon,
drawing in both the monetary and social costs and benefits and discounting them to current values. It
will provide a social cost-benefit ratio.  Outputs are given at 2010 prices.

Potential accident benefits have been assessed using COBA-LT (COst and Benefit to Accidents –
Light Touch) software, developed by the DfT.  The assessment is based on a comparison of accidents
by severity and associated costs across an identified network in ‘Without-Scheme’ and ‘With-Scheme’
forecasts, using details of link and junction characteristics, relevant accident rates and costs and
forecast traffic volumes by link and junction.  Again outputs are given in 2010 prices.

TUBA
As set out previously, the operation of the junction has been modelled using VISSIM.  This note does
not discuss the modelling work in detail, but presents the results and TUBA outputs.  This appraisal
only uses the neutral month AM and PM peak hour matrices; hence the appraisal does not include
interpeak, off-peak or seasonal time periods.  The economic appraisal shows that the scheme has a
benefit of 0.574m (2010 prices, discounted to 2010) over a standard 60 year appraisal period.  It
should be noted that this covers the AM and PM Peaks only (covering 506 hours out of 8,760 per
year) and does not fully reflect the off-peak impacts of the scheme.

Based on the 2015 estimated construction cost of £3.5m, the 2010 construction cost of the scheme
would be £2.8m. As a result, the social cost-benefit ratio is +0.205 (£0.574m / £2.8m).

COBA-LT
COBA-LT assesses the safety aspects of road schemes using detailed inputs of the road(s) and
junction(s) affected by the proposals.  The assessment is based on a comparison of accidents by
severity and associated costs across an identified network in ‘Without-Scheme’ and ‘With-Scheme’
forecasts, using details of link and junction characteristics, relevant accident rates and costs and
forecast traffic volumes by link and junction. It must be noted that the assessment is not site-
specific, but based on generalised accident rates categorised by junction type, road
characteristics and traffic flows.  It should not be regarded as an accurate prediction of future
safety performance, but is more intended to inform the choice of junction type at design stage.

Traffic flows used in calculation of accident benefits are Annual Average Daily Traffic (AADT) flows
based on outputs from the SATURN traffic model. Using interpolation of the flow data for the Base
Year and the future year, COBA-LT derives the flows and number of accidents for each year over a
60 year appraisal period.  The results from COBA-LT are summarised below.

Total Without Scheme accidents 64.5
Total With Scheme accidents 64.5
Reduction in number of accidents 0
Total Casualties Saved by Scheme

Fatal 0
Serious 0
Slight 0

Table 7: COBA-LT Summary – 60 year appraisal period



The impacts generated by COB-LT are negligible; Table 7 shows that the scheme generates no
material changes in safety performance. There is a slight negative economic value generated of -
£0.004m (2010 prices, discounted to 2010).   As a result, the safety cost-benefit ratio is -0.0011 (-
£0.004m / £3.5m).

The above assessment is not site-specific and should not be taken as reliable estimate of the future
safety performance of this site.  It is a general indication based on similar junctions and does not
account for local factors (e.g. location of junction at a hill crest, etc.).

As previously discussed, whilst there is a public perception that the junction is dangerous, the existing
layout does currently perform well in terms of recorded accident rates since the introduction of the
safety scheme in 2013.  The recorded accident rates do not present a compelling case for prioritising
improvements at this junction over other sites within Cornwall with higher accident frequencies and
severities.

Within Cornwall, the basic criteria for prioritising accident sites are three or more injury accidents in a
three-year period over a length of 100m or less. Sites where the accident level does not fall below this
level over a distance greater than 100m are merged into one continuous extent.

The sites are ordered progressively by the following factors:

1. Number of Personal Injury Accidents (PIA);
2. Number of Fatal & Serious accidents (KSI);
3. Number of injury accidents in the most recent complete single year, plus whatever exists in

the record for the current year;
4. Route number (priority in descending order from A-class roads).

These factors are applied in decreasing order of priority, i.e. all sites with an equal number of injury
accidents are then rated by the next criterion of ‘KSI’; the sites that are equal under those two factors
are then rated by ‘single year accidents’, and so forth. This ensures that the more serious and recent
accident sites are higher in the list, while the principal criterion remains the total number of injury
accidents.

It should be noted that the inclusion of a site on this list is not confirmation of investigation or works in
the coming year; the list is designed to identify potential sites from which a limited programme of work
is drawn annually. Other selection criteria are also used to identify and prioritise routes and areas for
safety works.  For example, sites may be selected on the basis of how responsive they are likely to be
to remedial measures, rather than purely the number of accidents. For example, sites where a very
consistent accident pattern could be treated at relatively little cost may be prioritised over sites with a
larger but more diverse accident record, or where problems could only be addressed at greater
expense.

Based on the above criteria, Cubert Cross is currently ranked 146th in Cornwall on the 2016-
2017 accident site listing.

COMBINED ECONOMIC ASSESSMENT

In terms of vehicle operating and time costs (assessed using TUBA); the scheme has a benefit of
£0.574m (2010 prices, discounted to 2010).  There are no benefits or negatives associated with
accidents; COBA-LT produces a figure of negative £0.004m (2010 prices, discounted to 2010).

Combining these figures, an overall benefit of £0.570m (£0.574m - £0.004m) is created

The overall BCR of the scheme is therefore positive 0.201 (£0.570m /£2.839m).



IMPACT DURING A30 CONSTRUCTION

One specific issue raised during public engagement is that traffic may divert onto the A3075 during
the construction of the A30 dualling works.  At present, the anticipated construction period is 2 years 9
months starting in April 2020, with the new road open for traffic by December 2022.

The majority of the 13km of new dual carriageway will be constructed off line (i.e. away from the
existing road). The existing A30 will continue to carry trunk road traffic through the construction period
and afterwards it will be retained as a local route connecting Carland Cross, Penny-come-quick,
Zelah, Marazanvose, Little Tresawsen and Chiverton with other local communities.  During the
construction of the off-line sections, the impact on traffic diversions is likely to be minimal, as the A30
will continue in its current form.

Tie in sections, although limited in number (Chiverton, Chybucca, Carland Cross), will take a
considerable period of time to complete due to limit working space and likely phased construction to
ensure a serviceable route for A30 traffic is maintained. A key priority will be to minimise impacts on
the local area and for the travelling public using the A30, whilst still delivering the improvement in a
timely manner.  Effectively maintaining continuity of operation of the A30 is more important than the
overall construction programme.

Following feedback from public consultation in October, a number of alternatives have been
developed. Most of these will be consulted upon at a 2nd round of public consultation events at the
end of January 2017, with preferred route announcement now expected summer 2017. Ongoing
buildability reviews of all alternative options, particularly at Chiverton, are ongoing in order to identify
the most efficient and least disruptive layout to construct.  Until a decision has been made on the
mainline route alignment and the layout of the terminal junctions and link roads, it is not possible to
consider in detail how the works will be phased at this stage.

Notwithstanding this, the overall A30 construction period (2 years 9 months) is short when considered
against the 60 year economic appraisal period for the Cubert Cross roundabout scheme.  As a result,
even if lengthier side arm delays were experienced during some of the construction period, there is
unlikely to be any significant impact on the results of the economic appraisal.  It should also be noted
that any construction of the new A3075 junction would introduce its own temporary delays.
Consideration should be given to monitoring A3075 traffic levels during construction, and possibly
introducing temporary traffic management at Cubert Cross if required.

ECONOMIC SUMMARY

The proposed single lane dualling results in limited economic benefits. The BCR is marginally positive
(0.201). As a result the scheme is unlikely to attract external funding in the absence of a compelling
strategic case.

There are no economically quantifiable accident savings associated with the scheme (although these
are not site-specific).  In financial terms there is no justification for the single lane dualling scheme.
The current layout of the junction is performing well in terms of recorded accident rates, and, whilst
further improvement is always desirable, there is no clear case for prioritising improvements at this
junction over other sites within Cornwall with higher accident frequencies and severities.

There may be some increases in traffic on the A3075 during construction of the A30 dualling.  These
would take place over a limited period of time and there have no significant impact on the economic
case for the scheme.  However, consideration should be given to monitoring A3075 traffic levels
during construction, and possible introducing temporary traffic management at Cubert Cross if
required.



Summary and Conclusions
This note considers the business case for the potential single lane dualling of the existing A3075
Cubert Cross priority junction.  The rationale for the scheme is that it would make it easier for traffic
from Cubert and St Newlyn East to access the A3075.  In addition, there is a public perception that
this is a dangerous junction and the scheme would alleviate these concerns.  The initial construction
cost for the scheme is estimated at £3.5m.

In order to avoid abortive work, this note does not provide a full business case, but provides a
preliminary review of the two fundamental chapters of the Treasury’s five-case business case model,
namely the Strategic and Economic cases.  If these two cases are not satisfied then the Financial,
Commercial and Management cases are of little to no benefit.

STRATEGIC SUMMARY

The strategic case for the proposed single lane dualling scheme is not strong.  It would contribute
towards the delivery of the relatively limited number of dwellings allocated in the Local Plan.  As a
local highways scheme, its contribution towards the goals of Connecting Cornwall (which are largely
based around sustainable transport, in line with central government policies) is also marginal.

There are strategic benefits associated with the scheme, but they are limited.  It is not likely that these
benefits would justify the cost of the scheme.  Similar strategic benefits could be achieved from a
lower cost scheme, providing better value for money.

ECONOMIC SUMMARY
The proposed single lane dualling has a slight positive BCR of 0.201, considered poor value for
money.

There are negligible accident savings associated with the scheme.  In financial terms these would not
justify the cost of the single lane dualling scheme.  The current layout of the junction is performing well
in terms of recorded accident rates.  Without financial constraints, it may well be desirable to provide
further layout improvements at the junction.  However, there is only limited funding available for
safety-related improvements, and the accident history since the 2013 safety scheme provides no clear
case for prioritising Cubert Cross over other sites within Cornwall with higher accident frequencies
and severities. Cubert Cross is ranked 146th in Cornwall on the 2016-2017 accident site listing.

There may be some increases in traffic on the A3075 during construction of the A30 dualling.  These
would take place overall limited period of time and there have no significant impact on the economic
case for the scheme.

CONCLUSION

At present, there is no apparent strategic case for the scheme.  Despite its cost, it does not unlock
any significant levels economic growth, and provides only limited contributions towards Cornwall
Council’s strategic transport aims.

Due to the resulting delays for right turning traffic from the A3075, the economic case for the
proposals is also poor, with a BCR considerably below 1.  The negligible change in accident rates at
the junction, mean that there is no strong case for a further road safety related improvement at the
current time.

As a result of the above, the single lane dualling scheme provides poor value for money and is
unlikely to attract external funding.



RECOMMENDATIONS

The proposed scheme does have some benefits; turns made from the side roads onto the A3075
have been made easier. However these benefits are not substantial enough to ensure that benefits
from the proposal outweigh the costs.

The proposed scheme does not have material economic benefits in terms of reducing accidents.  And
there are additional delays created with traffic turning right and subsequent potential delays with traffic
backing onto the A3075 if flows increase more than predicted.

It should be noted that the queues indicated by the modelling suggest that the length of the right turn
lanes would need to be increased in order to operate safely.  This may increase the cost of the
scheme, and given the location on top of a hill, may lead to forward visibility issues.   This is likely to
increase the £3.5m cost estimate doe the scheme, which would adversely affect the BCR.

Traffic flows on the A3075 should be monitored during the A30 Carland to Chiverton construction
period.  If side arm delays at Cubert Cross become unacceptable temporary traffic management
measures could be introduced in mitigation.

Niall Parkinson
Transport Planning Technician, Truro Office
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Appendix 2: Modelling Outputs Summary



PEAK HOUR FLOWS PEAK HOUR JOURNEY TIMES (S) PEAK HOUR JOURNEY TIME DISTANCE (m)
2015 Existing Layout 2015 Existing Layout 2015 Existing Layout

8 6 10 4

A3075 N St Newlyn
E A3075 S High

Lanes W A3075 N St Newlyn
E A3075 S High

Lanes W A3075 N St Newlyn
E A3075 S High

Lanes W
11 A3075 N 0 22 591 76 A3075 N 0 77 80 73 A3075 N 0 1199 1225 1098

5
St Newlyn
E 80 0 9 92 St Newlyn

E 87 0 58 62 St Newlyn
E 1212 0 833 747

9 A3075 S 289 54 0 33 A3075 S 80 60 0 52 A3075 S 1227 844 0 762

2
High Lane
W 21 9 67 0 High Lane

W 69 58 63 0 High Lane
W 1082 751 777 0

2037 Existing Layout 2037 Existing Layout 2037 Existing Layout

A3075 N St Newlyn
E A3075 S High

Lanes W A3075 N St Newlyn
E A3075 S High

Lanes W A3075 N St Newlyn
E A3075 S High

Lanes W
A3075 N 0 47 1294 170 A3075 N 0 91 99 86 A3075 N 0 1199 1225 1098
St Newlyn
E 85 0 12 113 St Newlyn

E 727 0 658 718 St Newlyn
E 1212 0 833 747

A3075 S 224 40 0 22 A3075 S 78 88 0 51 A3075 S 1227 844 0 762
High Lane
W 23 11 74 0 High Lane

W 79 110 131 0 High Lane
W 1082 751 777 0

2015 Cormac Option 2 Layout 2015 Cormac Option 2 Layout 2015 Cormac Option 2 Layout
8 6 10 4

A3075 N St Newlyn
E A3075 S High

Lanes W A3075 N St Newlyn
E A3075 S High

Lanes W A3075 N St Newlyn
E A3075 S High

Lanes W
11 A3075 N 0 22 592 76 A3075 N 0 78 79 79 A3075 N 0 1198 1216 1071

5
St Newlyn
E 80 0 9 92 St Newlyn

E 88 0 57 64 St Newlyn
E 1212 0 806 740

9 A3075 S 327 6 0 42 A3075 S 81 77 0 53 A3075 S 1219 830 0 747

2
High Lane
W 21 9 67 0 High Lane

W 70 54 55 0 High Lane
W 1051 745 763 0

2037 Cormac Option 2 Layout 2037 Cormac Option 2 Layout 2037 Cormac Option 2 Layout

A3075 N St Newlyn
E A3075 S High

Lanes W A3075 N St Newlyn
E A3075 S High

Lanes W A3075 N St Newlyn
E A3075 S High

Lanes W
A3075 N 0 47 1297 171 A3075 N 0 100 106 123 A3075 N 0 1198 1216 1071
St Newlyn
E 88 0 13 111 St Newlyn

E 416 0 352 413 St Newlyn
E 1212 0 806 740

A3075 S 250 5 0 32 A3075 S 78 956 0 52 A3075 S 1219 830 0 747
High Lane
W 23 11 74 0 High Lane

W 78 74 93 0 High Lane
W 1051 745 763 0

AM



PEAK HOUR FLOWS PEAK HOUR JOURNEY TIMES (S) PEAK HOUR JOURNEY TIME DISTANCE (m)
2015 Existing Layout 2015 Existing Layout 2015 Existing Layout

8 6 10 4

A3075 N St Newlyn
E A3075 S High

Lanes W A3075 N St Newlyn
E A3075 S High

Lanes W A3075 N St Newlyn
E A3075 S High

Lanes W
11 A3075 N 0 35 416 100 A3075 N 0 76 76 73 A3075 N 0 1199 1225 1098

5
St Newlyn
E 69 0 9 65 St Newlyn

E 96 0 59 67 St Newlyn
E 1215 0 833 746

9 A3075 S 615 13 0 88 A3075 S 88 59 0 54 A3075 S 1230 844 0 761

2
High Lane
W 11 7 47 0 High Lane

W 73 63 65 0 High Lane
W 1084 751 777 0

2037 Existing Layout 2037 Existing Layout 2037 Existing Layout

A3075 N St Newlyn
E A3075 S High

Lanes W A3075 N St Newlyn
E A3075 S High

Lanes W A3075 N St Newlyn
E A3075 S High

Lanes W
A3075 N 0 73 813 208 A3075 N 0 81 85 80 A3075 N 0 1199 1225 1098
St Newlyn
E 70 0 9 67 St Newlyn

E 117 0 75 92 St Newlyn
E 1215 0 833 746

A3075 S 555 11 0 82 A3075 S 86 64 0 54 A3075 S 1230 844 0 761
High Lane
W 11 7 48 0 High Lane

W 68 83 80 0 High Lane
W 1084 751 777 0

2015 Cormac Option 2 Layout 2015 Cormac Option 2 Layout 2015 Cormac Option 2 Layout
8 6 10 4

A3075 N St Newlyn
E A3075 S High

Lanes W A3075 N St Newlyn
E A3075 S High

Lanes W A3075 N St Newlyn
E A3075 S High

Lanes W
11 A3075 N 0 35 416 99 A3075 N 0 50 76 85 A3075 N 0 1198 1216 1071

5
St Newlyn
E 69 0 9 65 St Newlyn

E 93 0 58 67 St Newlyn
E 1212 0 806 740

9 A3075 S 615 13 0 88 A3075 S 88 71 0 55 A3075 S 1219 830 0 747

2
High Lane
W 11 7 47 0 High Lane

W 74 53 52 0 High Lane
W 1051 745 763 0

2037 Cormac Option 2 Layout 2037 Cormac Option 2 Layout 2037 Cormac Option 2 Layout
8 6 10 4

A3075 N St Newlyn
E A3075 S High

Lanes W A3075 N St Newlyn
E A3075 S High

Lanes W A3075 N St Newlyn
E A3075 S High

Lanes W
11 A3075 N 0 72 810 203 A3075 N 0 85 86 97 A3075 N 0 1198 1216 1071

5
St Newlyn
E 71 0 9 68 St Newlyn

E 102 0 63 79 St Newlyn
E 1212 0 806 740

9 A3075 S 555 11 0 82 A3075 S 86 106 0 55 A3075 S 1219 830 0 747

2
High Lane
W 11 7 49 0 High Lane

W 69 62 60 0 High Lane
W 1051 745 763 0

PM



Appendix 3: CAT Output and AST



Why is the Project Needed?

What are the Positive and Negative Impacts of the Project?

What is the Scale of the Impact?

Degree of Consensus Over Outcomes

Does the Project Align with National Policy Objectives?
Yes

Strong Public Support

Neighbourhood

Reduced queues on side roads, possible accident reduction (althought rates already low).

Cubert Crossroads has sub-standard sightlines for a natioal speed limit priority junction. A significant uplift in
vehicle movements during the summer months as a result of tourism leads to long queues on side roads,

resulting in driver frustration and rash moanoeuvres. There is a locally perveived frequency of near misses.
Local residential and commercial growth (particularly in Newquay) may lead to an increase in traffic on the

A3075 exacerbating these issues.

Strategic Case

Project Time Scale Construction Start Year
Opening Year

Brief Scheme Description
Upgrade of existing A3075 Cubert Crossroads to a
single lane dualling priority junction.

Project Type Highways
Promoter Reviewer Chris Hill

Scheme Prioritisation Summary

Scheme Summary
Project name Cubert Crossroads
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No of New Houses Facilitated by Project
No of New Jobs Facilitated by Project ## ## 51
Gross Value Added (GVA)

-3

0

3

0
0
0
0
0
0
0

0
3
1
1
6

Monetised Benefit (PVB) BCR 17
##

Access to services Slight Beneficial Impact

Measures of Economic Benefit
Low

Social
Physical activity Neutral Impact
Accidents Neutral Impact
Security Slight Beneficial Impact

Biodiversity Neutral Impact
Water Environment Neutral Impact

Heritage of Historic resources Slight Adverse Impact

Air Quality Neutral Impact
Greenhouse gases Slight Beneficial
Landscape and Townscape Neutral Impact

Noise Neutral Impact
Environmental

Reliability impact
Slight Beneficial

Regeneration and Wider Economic Effect
Moderate Beneficial Impact

Strategic Transport benefits
Moderate Adverse Impact

0
0

0.0
Summary of AST

Economic

16 Improving Access to Public Transport 0.0 3.0
17 Encouraging Community Participation 2.0 3.0

CAT Rating 24 51

15 Improving Access to Facilities 0.0 3.0
14 Reduce Noise and Air Quality Impacts 0.0 3.0

12 Improving Road Safety 3.5 3.0
13 Public Confidence in a Safe Transport Network 1.3

9 Providing Sustainable Access to the Environment 0.0 3.0
10 Improving the Health of Communities through Active Travel 0.0 3.0
11 Increases Awareness of Health Benefits through Active Travel 0.0 3.0

4 Impact of Journey Times 1.0 3.0
5
6 Integrity of Town Centres and Rural Communities 6.0 3.0

Protecting the Environment 0.0 3.0

2 Local Living 4.0 3.0
3 Resilience to Climate Change 4.0 3.0

Resilient and Reliable Transport System 1.0 3.0

7
8 Minimising Natural Resources and Waste 0.0 3.0

3.0

1 Reducing Reliance on Fossil Fuels 1.0 3.0
Objective Actual Risk

Scheme Prioritisation Summary

Economic Case
LTP Goals Score
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Consultation Undertaken/Required with the following

Project Close Not Started

Detailed Design Not Started
Contractor Procurement and Mobilisation Not Started
Construction and Commissioning Not Started

Statutory Powers Not Started
Preliminary/Outline Design Underway

Feasibility Underway

Option Selection Underway

Project Initiation Complete

Project Stage Status Implementation Timescale

See Cormac public engagement report 17/02/16 - ref: EDG0884

Overall Risk Score #N/A

 ( )

Not assessed at this stage
 ( )
 ( )

Likely to be via Cormac

Level of Utility Consideration C2
How will the Project be Procured and Constructed?

What are the Key Risks to Delivery of the Project?

 ( )

Have Utilities Been Considered? Yes
3rd Party Land Yes

Scheme Prioritisation Summary

Management Case
Statutory Approvals Required and/or Completed Unknown
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Cost Profile - Annual Spend

Funding Source Status
Central Governm't Funding
Cornwall Council Funding
ERDF Funding
Section 106 Funding
Other Funding
LTB Funding Requested
Capital Cost (PVC) Capital Cost inc.Opt.Bias
Revenue Cost Optimism Bias
Funding Deadline

%age of Scheme funded by LTB
LTB Contribution as % of total LGF

Type

Capital (Works) Cost
On-going revenue costs
Non-Direct Costs
Compensation Costs
Land Costs
Design Costs
Other Costs (Specify)
Other Costs (Specify)
Total

Strategic Case (Subjective) 1
Economic Case 1
Management Case ##

1
      *Strategic, Commercial and Financial Cases Subjectively Rated by Reviewer 1

##

Amber
Red

Commercial and Financial Case (Subjective)

Overall

£0 £0 £0 £0 £0
£0 £0 £0 £0 £3.5m

£0 £0 £0 £0 £0
£0 £0 £0 £0 £0

£0 £0 £0 £0 £0
£0 £0 £0 £0 £0

£0
£0 £0 £0 £0 £0
£0 £0 £0 £0

Apr 2017 - Mar
2018

Apr 2018 - Mar
2019

Total

£0 £0 £0 £0 £0

Pre Apr 2015 Apr 2015 - Mar
2016

Apr 2016 - Mar
2017

Is the Project Affordable and Financially Sustainable?

Spend Profile Excluding Optimism Bias

#DIV/0!
0%

-£ £3.5m
-£ #N/A

Unknown
Unknown

-£ Unknown
-£ Unknown
-£ Unknown

Likely Funding Sources and Earliest Funding Deadline

Scheme Prioritisation Summary

Commercial and Financial Case
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Framework Appraisal Summary Table

Name Chris Hill
OrganisationFrom

Gateway

Role From
Gateway

0

Does the
scheme
provide
sustainable
access:

Noise Impact on
absolute
disturbance
from noise:

Neutral Magnitude of effect: Slight Scheme in
DEFRA Noise
Action Plan
Area?

1

Air Quality Impact on
Air Quality:

Neutral Magnitude of effect: Slight Scheme in
AQMA?

No

Landscape
and
Townscape
Heritage of
Historic
resources
Biodiversity

Water
Environment

0

51mph
Security

Employment
Access

Slight
Beneficial

Impact

Education
Access

Slight
Beneficial

Impact

Leisure
Access

Slight
Beneficial

Impact

Healthcare
Access

Slight
Beneficial

Impact
Affordability Project Cost Secured Funds None Acceptability Evidenced

Public Support
Severance Project

effect on
supporting
communities
to live
locally:

Beneficial Magnitude of effect: Moderate

Date produced: 06/01/2017 Contact:

Name of scheme: Cubert Crossroads
Description of

scheme:
Astaggered crossroads with high traffic vilumes on the A3075, the Cubert Crossroads has sub-standard sightlines for a junction on a road with the National Speed Limit. The Junction has
to cope with a significant uplift in vehicle movements during the summer months as a result of tourism in the area. Currently long queues are experienced for road users, resulting in driver
frustration and rash moanoeuvres undertaken by some road uers. A high number of accidents at the junction with a locally perveived frequency of near misses. An increase in traffic flows

to be expected as a result of approved developments of housing, holiday accommodation and business facilities in the vicinity. Potential impact from the future dualling of the A30 vbetween
Carland Cross and Chiverton Cross. Local residents formed Cubert Crossroads Action Starts Here (CCRASH) action group lobbying for a junction improvement to improve traffic flow,

enhance capacity and augment safety.

Increase May reduce number of accidents,
although already

low N/A Neutral Impact

Impacts Summary of key impacts Assessment
Quantitative Qualitative Monetary

£(NPV)

Moderate Beneficial
Impact

Number of new indirect jobs from housing

Number of new jobs facilitated

N/A

BCR 0.202

Better
Number of new houses facilitated

N/A N/A

Improves access for Cubert and
St Newlyn East residents

N/A N/A

No change anticipated N/A Neutral Impact

Neutral Impact

N/A Neutral Impact

N/A Neutral Impact

Expected
impact on
CO2

No Change or
Insignificant

Ec
on

om
y Transport

benefits
Impact of
the project
on journey
time on the
SRN /
Mainline

Increase Impact on the
monetary cost of
travel:

No Impact

DfT Carbon Calculator Result
Slight Adverse Impact

Embodied Carbon Rating

Regeneratio
n and Wider
Economic
Effect

Reliability
impact

Net effect on
overall cost of
travel:

Increase
Value of journey time benefits (£) £0.574m

Moderate Adverse Impact

Project
Purpose:

Network
Improvement
or Expansion

Project effect on
access to town
centres / rural
communities:

Better Effect on
project's ability
to access key
services:

Effect of
project on
day to day
variability in
journey

Improved for
residents of
Cubert and St
Newlyn East

Impact of project on
number of incidents
(affecting journey
time):

Neutral Impact

So
ci

al Physical
Activity

Does the
project
improve

Not
Applicable

Will the project
provide information to
encourage walking

Not
Applicable N/A Neutral Impact

Accidents Impact of
project on
numbers of

Reduce Effect of project on
risk of travel:

Reduce No KSI accidents since safety
scheme introduced in 2013.

Annecdotal evidence suggest

No of KSI accidents in scheme area within last 5 years
Slight Beneficial Impact

85th %ile Speeds

En
vi

ro
nm

en
ta

l

N/A Neutral Impact

N/A Neutral Impact

Access to
services

Improve access to/from Cubert and St Newlyn East.

N/A

N/A

N/A

N/A

Change in overall
traffic/distance
travelled:

No Change
or
Insignificant

Increase in net
CO2 emissions:

Unknown

N/A

Greenhouse
gases

N/A
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