
 

  

  

 

St Austell to A30 Link Road 

Outline Business Case 

March 2017 



A30 TO ST AUSTELL LINK ROAD 
OUTLINE BUSINESS CASE 
CORMAC/Cornwall Council 

Type of document (version) 
Confidential 

Project no: 70024617 
Date: March 2017 

– 
WSP | Parsons Brinckerhoff 
11 High Cross, 
Truro, 
TR1 2AJ 

Tel: +0 (0) 1872 245 860 
www.wsp-pb.com 

www.wsp-pb.com


           

Q U A L I T Y  M A N A G E M E N T  
ISSUE/REVISION FIRST ISSUE REVISION 1 REVISION 2 REVISION 3 

Remarks Draft 

Date 

Prepared by 

Thea Wattam 
Lydia Palmer 
Fintan Geraghty 
Rafael Morant 
Candel 
Ian Beavis 

Signature 

Checked by Lydia Palmer 

Signature 

Authorised by Ian Beavis 

Signature 

Project number 70024617 

Report number 001 

File reference 



ii 

P R O D U C T I O N  T E A M  
CLIENT 

CORMAC Project Manager Rick Clayton 

Cornwall Council Jeremy Edwards 

WSP | PARSONS BRINCKERHOFF 

Project Director Katherine Bright 

Project Manager Lydia Palmer 

Technical Review Ian Beavis 

Environmental Lead Clare Du’Heaume 

Wider Economics Lead Fintan Geraghty 

A30 to St Austell Link Cornwall Council 
March 2017 Confidential 



iii 

TABLE OF CONTENTS 
1 EXECUTIVE SUMMARY ..............................................................1 

1.1 STRATEGIC CASE .........................................................................................1 

1.2 ECONOMIC CASE ..........................................................................................2 

1.3 MANAGEMENT CASE....................................................................................3 

1.4 COMMERCIAL CASE .....................................................................................4 

1.5 FINANCIAL CASE ..........................................................................................4 

2 INTRODUCTION ...........................................................................5 

2.2 IDENTIFICATION OF THE PREFERRED OPTION .........................................5 

2.3 CONSULTATION ............................................................................................5 

2.4 OBC DOCUMENT STRUCTURE AND CONTENT ..........................................6 

3 SETTING THE SCENE .................................................................7 

3.1 INTRODUCTION .............................................................................................7 

3.2 ECONOMIC POTENTIAL ................................................................................8 

3.3 THE IMPACT OF DOING NOTHING ...............................................................8 

3.4 ST AUSTELL AND THE CHINA CLAY AREA - REGIONAL CONTEXT .......10 

3.5 THE POTENTIAL OF ST AUSTELL AND THE CHINA CLAY AREA ............12 

3.6 THE IMPORTANCE OF INVESTMENT IN THE AREA ..................................13 

4 STRATEGIC CASE ....................................................................14 

4.1 INTRODUCTION ...........................................................................................14 

4.2 BUSINESS STRATEGY ................................................................................14 

4.3 PROBLEMS IDENTIFIED .............................................................................15 

4.4 IMPACT OF NOT CHANGING ......................................................................35 

4.5 SUPPORT FOR CHANGE – INTERNAL DRIVERS ......................................36 

4.6 EXTERNAL DRIVERS FOR CHANGE ..........................................................41 

4.7 OBJECTIVES ...............................................................................................47 

A30 to St Austell Link CORMAC/Cornwall Council 
March 2017 Confidential 



iv 

4.8 MEASURES FOR SUCCESS ........................................................................49 

4.9 SCOPE - WHAT WE WILL DELIVER ............................................................50 

4.10 CONSTRAINTS ............................................................................................52 

4.11 INTERDEPENDENCIES................................................................................54 

4.12 STAKEHOLDERS .........................................................................................54 

4.13 OPTIONS ......................................................................................................55 

5 ECONOMIC CASE .....................................................................61 

5.1 INTRODUCTION ...........................................................................................61 

5.2 WIDER ECONOMIC IMPACTS .....................................................................63 

5.3 OPTIONS APPRAISED.................................................................................65 

5.4 ASSUMPTIONS ............................................................................................66 

5.5 ECONOMIC APPRAISAL RESULTS ............................................................68 

5.6 ADJUSTED BCR ..........................................................................................69 

5.7 ADDITIONAL WIDER ECONOMIC IMPACTS ...............................................70 

5.8 ASSESSMENT OF NON-MONETISED IMPACTS .........................................74 

5.9 NOISE...........................................................................................................74 

5.10 AIR QUALITY ...............................................................................................74 

5.11 GREENHOUSE GASES................................................................................75 

5.12 LANDSCAPE ................................................................................................75 

5.13 TOWNSCAPE ...............................................................................................75 

5.14 HISTORIC ENVIRONMENT ..........................................................................76 

5.15 BIODIVERSITY .............................................................................................76 

5.16 WATER ENVIRONMENT ..............................................................................77 

5.17 SOCIAL IMPACTS ........................................................................................77 

5.18 APPRAISAL SUMMARY TABLES (AST) .....................................................79 

5.19 SENSITIVITY ................................................................................................79 

5.20 VALUE FOR MONEY STATEMENT .............................................................80 

5.21 DISTRIBUTIONAL IMPACTS .......................................................................81 

A30 to St Austell Link Cornwall Council 
March 2017 Confidential 



v 

6 MANAGEMENT CASE ...............................................................82 

6.1 INTRODUCTION ...........................................................................................82 

6.2 EVIDENCE OF SIMILAR PROJECTS ...........................................................82 

6.3 PROGRAMME /PROJECT DEPENDENCIES ...............................................83 

6.4 GOVERNANCE, ORGANISATIONAL STRUCTURE & ROLES ....................83 

6.5 PROGRAMME / PROJECT PLAN ................................................................85 

6.6 ASSURANCE AND APPROVALS PLAN ......................................................86 

6.7 COMMUNICATIONS AND STAKEHOLDER MANAGEMENT .......................86 

6.8 PROGRAMME / PROJECT REPORTING .....................................................89 

6.9 IMPLEMENTATION OF WORK STREAMS ..................................................89 

6.10 CONTRACT MANAGEMENT ........................................................................90 

6.11 RISK MANAGEMENT STRATEGY ...............................................................90 

6.12 BENEFITS REALISATION ............................................................................92 

6.13 MONITORING AND EVALUATION PLAN ....................................................93 

6.14 CONTINGENCY PLAN .................................................................................93 

6.15 PROJECT MANAGEMENT SUMMARY ........................................................94 

7 COMMERCIAL CASE ................................................................96 

7.2 INTRODUCTION ...........................................................................................96 

7.3 OUTPUT BASED SPECIFICATION ..............................................................97 

7.4 PROCUREMENT STRATEGY ......................................................................98 

7.5 SOURCING OPTIONS ................................................................................102 

7.6 PAYMENT MECHANISMS ..........................................................................104 

7.7 PRICING FRAMEWORKS AND CHARGING MECHANISMS .....................104 

7.8 RISK ALLOCATION AND TRANSFER .......................................................104 

7.9 CONTRACT LENGTH .................................................................................105 

7.10 HUMAN RESOURCE ISSUES ....................................................................105 

7.11 CONTRACT MANAGEMENT ......................................................................106 

A30 to St Austell Link Cornwall Council 
March 2017 Confidential 



 

vi 

8 FINANCIAL CASE ....................................................................107 

8.2 COST ASSUMPTIONS ...............................................................................107 

T A B L E S  
TABLE 1-1: ANALYSIS OF MONETISED COSTS AND BENEFITS (£000) OF 

SCHEME........................................................................................2 
TABLE 1-2: ANALYSIS OF MONETISED COSTS AND BENEFITS (£000) OF 

SCHEME (ADJUSTED BCR). .........................................................3 
TABLE 4-1: ST AUSTELL TO A30 JOURNEY TIMES 1ST FEBRUARY - 31ST 

MAY 2015 (NEUTRAL WEEKDAYS - TERM TIME). .....................27 
TABLE 4-2: LANDOWNERS ALONG SCHEME ROUTE. ................................54 
TABLE 4-3: COMPARISON OF EACH OPTION AGAINST SCHEME 

OBJECTIVES ...............................................................................57 
TABLE 4-4: COMPARISON OF OPTIONS AGAINST STRATEGIC AIMS ........58 
TABLE 4-5: COMPARISON  OF OPTIONS AGAINST OBJECTIVES, 

STRATEGIC AIMS INCLUDING RISK ..........................................59 
TABLE 5-1 MONETISED AND UN-MONETISED BENEFITS. .........................62 
TABLE 5-2 MODELLED TIME PERIOD CLASSIFICATION ............................66 
TABLE 5-3: ANALYSIS OF MONETISED COSTS AND BENEFITS (£000) OF 

SCHEME...................................................................................... 68 
TABLE 5-4: WIDER IMPACT BENEFITS (£000) OF SCHEME. .......................69 
TABLE 5-5: ANALYSIS OF MONETISED COSTS AND BENEFITS (£000) OF 

SCHEME (ADJUSTED BCR). .......................................................70 
TABLE 5-6: SUMMARY OF ADDITIONALITY IMPACTS. ................................73 
TABLE 5-7: SENSITIVITY TEST RESULTS | HIGH AND LOW GROWTH 

SCENARIOS (£000S) (TUBA V1.9.7). ..........................................80 
TABLE 5-8: SENSITIVITY TEST RESULTS | HIGH AND LOW GROWTH 

SCENARIOS (£000S) (TUBA V1.9.8) ...........................................80 
TABLE 5-9: VALUE-FOR-MONEY STATEMENT. ............................................81 
TABLE 6-1: KEY TASKS AND DATES FOR THE SCHEME PROGRAMME. ... 85 
TABLE 6-2: GATEWAY REVIEWS. .................................................................86 

F I G U R E S  
FIGURE 3-1: THE STUDY AREA AND ITS ECONOMIC POTENTIAL. ................9 
FIGURE 3-2: MAIN HIGHWAY NETWORK. ......................................................11 
FIGURE 4-1: LOCATION OF 10 LARGEST TOWNS IN RELATION TO 

STRATEGIC ROAD NETWORK. ..................................................19 
FIGURE 4-2: MONTHLY FLOW PROFILE ON THE B3274 AT STENALEES. ....21 
FIGURE 4-3: WEEKLY FLOW PROFILE ON THE B3274 AT STENALEES. ......22 
FIGURE 4-4: MONTHLY FLOW PROFILE ON THE A391 AT LOCKENGATE. .22 

A30 to St Austell Link Cornwall Council 
March 2017 Confidential 



vii 

FIGURE 4-5: DAILY FLOW PROFILE ON THE A391 AT LOCKENGATE. ......... 23 
FIGURE 4-6:  IMAGE ILLUSTRATING EXISTING HGV ISSUES ON EXISTING 

ROUTES. ..................................................................................... 25 
FIGURE 4-7: VARIETY OF EXISTING TRAFFIC ISSUES ON EXISTING 

ROUTES. ..................................................................................... 25 
FIGURE 4-8: ATC TRAFFIC FLOWS FOR THE ST AUSTELL TO A30 STUDY 

AREA (JUNE 2016). ..................................................................... 26 
FIGURE 4-9: AVERAGE WEEKDAY SPEEDS AT SELECTED SITES WITHIN 

THE STUDY AREA. ..................................................................... 28 
FIGURE 4-10: PRODUCTIVITY OF CORNWALL AS PERCENTAGE OF UK. ..... 31 
FIGURE 4-11: ROADS AND THE ECONOMY. .................................................... 43 
FIGURE 4-12 NEW LINK ROAD ALIGNMENT.  ................................................. 51 
FIGURE 5-1: WEBTAG APPROACH ................................................................. 61 
FIGURE 5-2: SUMMARY OF ECONOMIC IMPACTS IN STRATEGIC AND 

ECONOMIC CASES..................................................................... 64 
FIGURE 6-1 PROJECT GOVERNANCE STRUCTURE. ................................... 84 
FIGURE 6-2: OVERALL MANAGEMENT STRUCTURE. ................................... 94 

A P P E N D I C E S  
A P P E N D I X  A  SCHEME PLANS 
APPENDIX A-1 SCHEME PLAN 

APPENDIX A-2 ENVIRONMENTAL CONSTRAINTS PLAN 

APPENDIX A-3 LANDOWNERS PLAN 

A  P P E N D I X  B  STRATEGIC CASE 
APPENDIX B-1 ECONOMIC NARRATIVE TECHNICAL NOTE 

APPENDIX B-2 CORMAC OPTIONS ASSESSMENT REPORT - REFRESH 

APPENDIX B-3 PREFERRED OPTIONS ASSESSMENT REPORT 

A P P E N D I X  C  ECONOMIC CASE 
APPENDIX C-1 TRAFFIC DATA COLLECTION REPORT 
APPENDIX C-2 LOCAL MODEL VALIDATION REPORT 

APPENDIX C-3 APPRAISAL SPECIFICATION REPORT 

APPENDIX C-4 TRAFFIC FORECASTING REPORT 

APPENDIX C-5 ECONOMIC ASSESSMENT REPORT 

APPENDIX C-6 PRELIMINARY ENVIRONMENTAL REPORT AND WORKSHEETS 

APPENDIX C-7 APPRAISAL SUMMARY TABLE 

APPENDIX C-8 SOCIAL IMPACTS REPORT 

APPENDIX C-9 DISTRIBUTIONAL IMPACTS REPORT 

A  P P E N D I X  D  MANAGEMENT CASE 
APPENDIX D-1 PROJECT PROGRAMME 

APPENDIX D-2 GOVERNANCE STRUCTURE 

APPENDIX D-3 PUBLIC ENGAGEMENT REPORT 

APPENDIX D-4 COMMUNICATION STRATEGY 

A30 to St Austell Link Cornwall Council 
March 2017 Confidential 



viii 

APPENDIX D-5 STAKEHOLDER MANAGEMENT PLAN 

APPENDIX D-6 BENEFITS REALISATION PLAN &  MONITORING AND EVALUATION PLAN 

APPENDIX D-7 QUALITY ASSURANCE PLAN 

A P P E N D I X  E  COMMERCIAL CASE 
APPENDIX E-1 RISK MANAGEMENT STRATEGY 

A P P E N D I X  F  FINANCIAL CASE 
APPENDIX F-1 QUANTIFIED RISK REGISTER 

APPENDIX F-2 RISK REGISTER 

APPENDIX F-3 COST REPORT 

A30 to St Austell Link Cornwall Council 
March 2017 Confidential 



 

1 

1 EXECUTIVE SUMMARY 
1.1 STRATEGIC CASE 

1.1.1 The Department for Transport (DfT) has funded an appraisal of a new link road linking St Austell 
with the A30. The Cornwall and Isles of Scilly Local Economic Partnership (CIOSLEP) and 
Cornwall Council are therefore submitting this compelling business case to Government for 
funding. 

1.1.2 Despite being the largest town in Cornwall and the centre of the China clay industry, St Austell 
does not have good connectivity with the strategically important A30 corridor. The A30 is the main 
transport artery in Cornwall and provides excellent connectivity both within the county and with 
the rest of the UK. Its importance is also emphasised by the fact that other parallel routes, 
specifically the A390, are of a low standard, are slow and unreliable. 

1.1.3 As well as congestion and a lack of capacity on current road links between St Austell and the 
A30, perceptions of inaccessibility mean that crucial investment and regeneration in the area is 
not reaching anywhere near full potential. Regeneration is essential given the decline in traditional 
industries, particularly the China clay industry, and the need to generate replacement employment 
opportunities in higher value sectors. 

1.1.4 The Strategic Case identifies two key problems that the new link road will address: 

à Transport problems:  the local road network experiences congestion through and around 
the town, especially during peak periods and along the A390.  Seasonal traffic also 
exacerbates this as traffic on the network increases by 15% during the summer. There is 
limited scope to increase capacity on the current local highway network as adjacent 
developments severely constrain this; and 

à Economic problems: in developing this Outline Business Case, a series of key economic 
problems have been identified, including an inability to replace employment lost as a result of 
the decline in traditional industry, a relatively ‘low wage, low skills’ local economy, with low 
levels of productivity and negative perceptions of the area’s accessibility on the part of 
investors – the latter means there is low take-up of land for development. 

1.1.5 To demonstrate the decline in the China clay industry, over 80% of its workforce has been lost in 
recent years whilst there is a reliance on part-time employment and little representation in higher 
value employment sectors within the area. Employment tends to be in lower skilled occupations 
and these make up 43% of all jobs in the St. Austell and China clay area (compared to 36% in 
England). 

1.1.6 These types of employment mean that productivity (GVA) per capita) is also low with the value in 
2014 (£17,278) being the second lowest of all LEP areas in England (e.g. this represents only 
70% of the average in England). 

1.1.7 As well as these indicators, the perceptions of poor accessibility to the area are also acting as a 
constraint to economic growth and regeneration. Based on the feedback from workshops and 
surveys of local land agents and businesses, there was unanimous agreement that enhanced 
accessibility would facilitate investment in the area. 
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1.1.9 The new link road also has a good national policy ‘fit’ as it aligns well with DfT’s “Action for 
Roads: A Network for the 21st Century”. This is because it is a good example of how new 
transport infrastructure can strengthen the economy. The new road’s ability to support additional 
housing development also aligns well with current national policies and the higher value jobs 
generated will provide a much-needed boost to productivity. 

1.1.10 The road will also contribute to the sponsoring organisations’ objectives. Taking Cornwall 
Council’s “Connecting Cornwall 2030”, for example, several of the objectives in this will be met by 
the new link to the A30. The scheme is also directly referenced in the county’s Local Plan as it will 
improve the road network and will facilitate economic growth, development and regeneration. 

1.1.11 The impact of not changing is therefore clear: 1) the problems identified will continue and 2) are 
likely to worsen over time and will effectively leave the area vulnerable to being left further behind. 

1.2 ECONOMIC CASE 

1.2.1 The Economic Case for the scheme comprises calculation of an Initial BCR (based on traffic 
modelling work), an Adjusted BCR (to reflect DfT WebTAG-compliant wider impacts) and an 
analysis of additional wider economic benefits. 

1.2.2 In the traffic modelling work, the base year model underpinned the forecast models used. 
Forecast models were built for 2022, the proposed opening year of the scheme, and 2037, a 
‘forecast year’ fifteen years from the opening year. The forecast models detailed in this report 
have been built in compliance with TAG Unit M4 (November 2016). 

1.2.3 Forecast models were developed for a ‘do minimum’ scenario (without the scheme) and the 
preferred option (the route via Roche). Based on TUBA analysis, the present value benefits 
(PVB), present value costs (PVC), and the benefit to cost ratio (BCR) are summarised in Table 
1-1 (expressed in present values discounted to 2010 prices). 

Table 1-1: Analysis of Monetised Costs and Benefits (£000) of scheme. 

Analysis of Monetised Costs and Benefits 
Noise 
Local Air Quality 
Greenhouse Gases 
Journey Quality 
Physical Activity 
Accidents 
Economic Efficiency: Consumer Users (Commuting) 
Economic Efficiency: Consumer Users (Other) 
Economic Efficiency: Business Users and Providers 
Wider Public Finances (Indirect Taxation Revenues) 
Present Value of Benefits (PVB) 

Broad Transport Budget 
Present Value of Costs (PVC) 

OVERALL IMPACTS 

 

 

 

Net Present Value (NPV) 
Initial Benefit to Cost Ratio (BCR) 

TUBA v1.9.7 
£2,789 

-
-£5,476 

-
£43 

-£14,002 
£6,121 

£67,413 
£151,400 
£11,251 

£219,539 

£72,810 
£72,810 

£146,729 
3.01 

TUBA v1.9.8 
£2,789 

-
-£5,476 

-
£43 

-£14,002 
£10,299 
£53,975 
£78,301 
£11,251 

£137,179 

£72,810 
£72,810 

£64,369 
1.88 
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1.2.4 The Initial BCRs show that the scheme provides significant benefits to transport users, resulting 
from the significant improvement in the performance of the new A391 in comparison to the 
existing route. 

1.2.5 Based on the guidance in WebTAG Unit A2.1 (Wider Impacts), proximity-based agglomeration 
improvements and ‘output change in imperfectly competitive markets’ impacts were calculated. 
These were added to the Initial BCRs to give the Adjusted BCRs. These are shown in Table 1-2. 

Table 1-2: Analysis of Monetised Costs and Benefits (£000) of scheme (Adjusted BCR). 

Analysis of Monetised Costs and Benefits TUBA v1.9.7 TUBA v1.9.8 
PVB from Initial BCR £219,539 £137,179 
Wider Impact Benefits £57,752 £50,442 
Reliability Benefits £0 £0 
OVERALL PVB (ADJUSTED) £277,291 £187,621 
Present Value of Costs (PVC) £72,810 £72,810 
Adjusted Benefit to Cost Ratio (BCR) 3.81 2.57 

1.2.6 Although not forming part of the BCR calculations, a series of other wider economic impacts were 
quantified. Dependent development-based land value gains from unlocked housing are 
considered a good proxy for the positive impact the scheme will have on demand for land use and 
these totalled £74 million. It is acknowledged that these cannot be added to the agglomeration-
based wider impacts reported in Table 1-2. 

1.2.7 Additionality analysis (the extent the scheme would support additional economic activity) indicated 
that the scheme would generate an additional 6,300 jobs in the area. The scheme would also 
generate additional GVA of £136 million during construction and further annual GVA benefits of 
£98 million per year. Other additional impacts include annual Council Tax receipts of £11.9 million 
per year and Business Rate income of £3.7 million per year. 

1.2.8 Based on the above and the assessment of non-monetised impacts, the final Value for Money 
(VfM) category is High. It is considered that the economic appraisal represents a conservative 
assessment of the actual benefits of the scheme; hence there is a low risk that the scheme will fall 
into a lower value for money category. 

1.3 MANAGEMENT CASE 

1.3.1 The essential roles and responsibilities included within the project governance structure are 
consistent with PRINCE2. The Senior Responsible Officer is the Service Director – Transport and 
Infrastructure for Cornwall Council. He is responsible for the overall delivery of the scheme. 
Senior suppliers and users, together with the Highway Authority, are included on the Project 
Board from the Design Organisation. The Project Manager is responsible for the day to day 
running of the project and will report to the Project Board monthly through a meeting as a 
‘Steering Group’. 

1.3.2 Project assurance will be undertaken by the relevant project board member with specific 
responsibilities identified in each role to ensure that the project’s direction, management and 
compliance are being conducted properly. For this, a number of gateway reviews have been 
programmed at key stage change points throughout the proposed scheme’s life. 

1.3.3 The Project Manager will identify the key target audiences and stakeholders with an interest in the 
project to ensure they are kept informed and have the opportunity to give their views during the 
consultation phases. 
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1.3.4 A Risk Management Plan sets out the process and responsibilities for undertaking risk 
management to deliver the scheme. Informal reviews of the risk register shall be undertaken on a 
monthly basis when high level risks will be reported to the Project Board. 

1.3.5 A Benefits Realisation Plan prepared for the scheme provides details of the key activities that will 
facilitate the success of the expected benefits arising from the scheme. This includes a Monitoring 
and Evaluation Plan that will identify how the actual scheme delivery, including wider scheme 
impacts, construction and budget management, are to be evaluated and monitored. 

1.4 COMMERCIAL CASE 

1.4.1 The procurement of the scheme will be based on the New Engineering Contract (NEC) suite of 
contracts. Due to the tight timescales involved, it is also recommended that use is made of early 
contractor involvement to help ionform the detailed design phase.. This approach allows the 
detailed design to remain within the control of Cornwall Council, but also allows early involvement 
from the contractor in the design process. 

1.4.2 The anticipated value of the works dictate that a European Union (EU)-compliant tender process 
must be followed. Council tendering processes will also be followed. Two main options have been 
identified through the EU’s OJEU tendering process: either 1) an Open or 2) a Restricted Tender. 
The final option to use will be determined during the project development.  With regard to 
payment mechanisms, it is recommended to use the Traditional Appointment – NEC (Target 
Price) as a specific payment mechanism, which consists of the contractor tendering a target price 
using an activity schedule. 

1.4.3 The contract length is currently estimated to be 40 months, which comprises a construction period 
and subsequent maintenance period. This will be developed into a more detailed programme as 
the design and planning constraints are better understood. 

1.5 FINANCIAL CASE 

1.5.1 Based on a quantified risk assessment, the total cost of the scheme is £84,861,230. This is based 
on a confidence level of 90% and is inclusive of inflation. The inflation assumptions are based on 
market forecasts over the life of the project. The scheme cost also reflects particular technical 
issues and characteristics that have affected other road schemes in the area. Construction prices 
have been indexed to Q1 in 2017. 

1.5.2 For the purpose of supporting this OBC, it is recommended that a P90 probability value is used 
and this totals £4,770,494. A project risk register has been produced in order to fully identify the 
risks, risk owner and mitigation measures. This is a live document, which will be regularly 
reviewed and updated, and when implemented will reduce the risk exposure, impacts and 
probability. 

1.5.3 Cornwall Council will seek to find other sources of local funding to contribute to the scheme which 
will include design and development costs, land acquisition and locally sourcing construction 
materials and waste disposal.  The Council, as the Accountable body, will cover any scheme 
costs over and above the level of DfT funding. 
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2 INTRODUCTION 
2.1.1 Although St Austell is Cornwall’s largest town, it suffers from poor accessibility (and perceptions 

of poor accessibility) as it does not have a high quality link to the strategically important A30 
corridor. The A30 is the principal transport artery into and out of Cornwall and also provides 
critical east to west connectivity within the county. Without this link, St Austell’s ability to 
regenerate its economy following the decline of traditional industries is likely to be severely 
constrained. 

2.1.2 The A30’s importance cannot be underestimated as it is the key route to and within Cornwall. Its 
strategic and economic importance is also increased by the fact that other parallel routes, such as 
the A390, are low standard roads with journey times that are both slow and unreliable. 

2.1.3 In the November 2015 Spending Review and Autumn Statement, Central Government announced 
a provision of £475 million over the next 5 years to fund ‘large local major transport projects’, 
enabling local areas to bid for funding for projects. The A391 in Cornwall was a named candidate 
for consideration.  Following a number of meetings with local Members, and Central Government, 
on 26 November 2015 the Department for Transport (DfT) confirmed that it would fund support of 
£1.5m to develop a business case for a St Austell to A30 transport link improvement. 

2.1.4 The wider background to the scheme and justification for proceeding with the business case 
development funded by DfT were reported to Cabinet at their meeting of 9 March 2016. At this 
meeting Cabinet granted approval to proceed with identification of preferred route for the St 
Austell to A30 Link Road, and preparation of the Outline Business Case to DfT by end of March 
2017. 

2.2 IDENTIFICATION OF THE PREFERRED OPTION 

2.2.1 The details of the subsequent work undertaken since March 2016 on identifying the preferred 
route are set out in the following documents: 

à St Austell to A30 Link Road Options Appraisal Report, CORMAC. Revision 01 published 
December 2015. Revision 2 published March 2017; and 

à St Austell to A30 Link Road Preferred Options Appraisal Report, WSP | Parsons Brinckerhoff. 
March 2017. 

2.3 CONSULTATION 

2.3.1 Public consultation was undertaken in2016 which supported the identification of the preferred 
route, and the subsequent development of the Outline Business Case (OBC). Business 
consultation was also completed in early 2017.  The consultation findings are set out in the 
following documents: 

à A30 to St Austell Link Road Public Engagement Report, CORMAC, January 2016.; and 

à A30 Link Road Research, Cornwall Development Company, February 2017. 
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2.4 OBC DOCUMENT STRUCTURE AND CONTENT 

2.4.1 This document has been prepared using the agreed standards and format for business cases, as 
set out in ‘The Transport Business Cases’, Department for Transport (DfT), January 2013. WSP | 
Parsons Brinckerhoff has prepared this business case on behalf the scheme promoters: 
CIOSLEP and Cornwall Council with input from a broad range of stakeholders. 

2.4.2 The next chapter sets the scene for the project and is followed by a chapter for each of the five 
cases in the five-case business case model: 

à The Strategic Case: setting out the strategic and policy context, the case for change, and the 
supporting investment objectives of the scheme; 

à The Economic Case: demonstrating that the scheme delivers optimal value for money as well 
as being the most economically advantageous investment option for achieving the supporting 
objectives; 

à The Management Case: confirming that the scheme is deliverable and can be achieved within 
the bounds of cost, time and quality constraints 

à The Commercial Case: confirming that the scheme is commercially viable, in terms of 
structure, content and nature of the proposed investment deal; 

à The Financial Case: outlining the scheme’s affordability and funding arrangements over the 
lifespan of the project; and 

2.4.3 The outcomes from this investment will be much wider than the ‘standard’ transport impacts 
associated with journey time savings and accident reductions. This OBC therefore identifies the 
substantial wider economic benefits of the Link Road and describes how these will be a 
transformative catalyst for regeneration in the St Austell, St Blazey and China clay area. 
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3 SETTING THE SCENE 
3.1 INTRODUCTION 

3.1.1 The preferred route will be 6.2 kilometres in length and will comprise a 10m wide single 
carriageway designed to a 60 mph design speed with climbing lanes on steeper gradient sections. 
The route requires 42.8 hectares of land for construction and total scheme cost is estimated at 
£84.8 million. 

3.1.2 For the reasons outlined in the Strategic Case (Chapter 4), the St Austell, St Blazey and China 
clay area is in need of greatly improved transport connectivity and economic regeneration. The 
Link Road will help achieve these objectives via the following: 

à It will create a better link between some of Cornwall's most important towns and 
developments; 

à It will make it easier to access Cornwall's new, large employment sites; 

à Crucially, it will improve the competiveness of St Austell as a location to do business 
(via enhancing the viability of commercial land development and the generation of new 
employment space); 

à It will support continued housing development, including the delivery of the West Carclaze 
Garden Village eco-community - this alone is estimated to create 1,500 new homes (and 500 
jobs); and 

à It will support the regeneration of Roche, Bugle and Stenalees (due to decongestion and 
the elimination of current bottlenecks). 

3.1.3 The St Austell to A30 study area is suffering from a progressively ageing population, with a 
significant increase in people who are over 65 years old within St Austell (over 5% higher than the 
national average) combined with a reduction of almost 3% in those aged under 16 (compared to 
1% observed nationally). This suggests that young people have been moving out of the area 
given the lack of employment prospects once they have finished school or college. This is 
exacerbating skills shortages which in turn are acting as a barrier to inward investment potential. 

3.1.4 In addition, house prices in the St Austell and China clay areas declined after the last recession 
and have stagnated since (by contrast, prices in Cornwall and England have recovered in the 
same period). Low land values in the area also mean that only relatively ‘low value’ housing is 
available. These types of housing tend to attract those in lower value occupations with the 
outcome being a ‘vicious circle’ of sub-optimal economic performance as the local workforce 
tends to have lower levels of skills and thus generate relatively low levels of Gross Value Added 
(GVA) per worker. 
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3.2 ECONOMIC POTENTIAL 

3.2.1 When setting the scene, it is important to understand the geography of the area and this is shown 
in Figure 3-1 overleaf. The figure clearly shows the strategic east to west A30 corridor with the 
proposed Link Road providing the much-needed connection between the A30 and the St Austell 
and China clay area. 

3.2.2 Figure 3-1  shows how the Link Road will form the crucial third and final phase of the new 
connection to the A30. It will follow on from the A391 Carluddon road improvement (“Phase 2”) 
which was completed in 2015 and the earlier “Phase 1” A391 project completed in 1997. 
Completion of Phase 2 gave an early indicator of the economic potential of these schemes as it 
facilitated plans for the new Carluddon technology park. This will provide industrial space for 
environmental technology manufacturing and create high value jobs. 

3.2.3 Figure 3-1  also shows the development sites, including those where consent has already been 
granted as well as “growth sites” planned for the post-2030 Local Plan period. With the decline in 
traditional industry in the area and perceptions that the area remains inaccessible, the role of the 
Link road to facilitate full development of these sites in the future is essential. 

3.2.4 Without this intervention, the area is unlikely to be able to attract the number and types of jobs 
that will be so important as it seeks to recover from the decline in traditional industry experienced 
in recent years. The characteristics of this decline and the reasons for it are set out in more detail 
in Chapter 4 (the Strategic Case). 

3.3 THE IMPACT OF DOING NOTHING 

3.3.1 If the Link Road is not built, the economic growth trajectory and potential shown in Figure 3-1  is 
unlikely to be achieved. This is based on the evidence collated for this Outline Business Case 
where the perceived inaccessibility of the area has resulted in lower levels of investment 
compared to what could have been realised had there been better connectivity. 

3.3.2 As an example of what could happen if no intervention is made, data covering employment land 
completions up to March 2016 shows that for crucial B2 office space in St Austell, the total 
amount of space (in square metres) actually went down between April 2010 and March 2016. As 
of March 2016, the decrease between 2010 and 2016 was 1,025 square metres, putting the 
planned growth trajectory significantly below target. This is in marked contrast to the target in the 
Local Plan to 2030 where 9,730 square metres of B2 office space was specified. 

3.3.3 Based on the surveys and workshops held with local businesses and land agents, this outcome is 
not surprising given that the area is perceived as offering ‘low value’ to potential investors. Based 
on the discussions with local land agents and developers (as well as local businesses such as the 
St Austell Print Company, for example), it emerged that the lack of commercial viability is 
constraining the area’s recovery from the decline in traditional industry. 

3.3.4 At a time when the area (and Cornwall generally) needs to generate higher value jobs and higher 
productivity, the absence of a good link to the A30 corridor will severely constrain the area’s 
economic potential with fewer jobs and GVA being generated over the longer term. 
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Figure 3-1: The Study Area and its Economic Potential. 
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3.4 ST AUSTELL AND THE CHINA CLAY AREA - REGIONAL CONTEXT 

BACKGROUND 

3.4.1 St Austell has a population of over 22,000. The town has a relatively high population due in large 
part to the historical success and profitability of the clay industry prior to its decline in recent 
years. The industry is located near St Austell as the deposits in this area are the largest in the 
world. 

3.4.2 Although the China clay industry still employs approximately 1,000 people, this is in marked 
contrast to the heyday of the industry in the early 1970s when 6,000 people were employed. With 
St Austell’s current employment total standing at 14,970 jobs, the extent the area relied on the 
China clay industry in the past is clear. As well as the decline in jobs in this sector, the perceived 
inaccessibility of the area has meant that little inward investment has taken place to help replace 
these jobs. 

CONNECTIVITY FACTORS 

3.4.3 St Austell town is remote from the A30 and therefore has poor access within and out of Cornwall. 
The current route between the A30 and St Austell is the A391, which is of variable standard, and 
passes through a number of villages where bottlenecks occur. Other settlements in the area 
generally access this network via a range of smaller roads and this can make congestion on these 
relatively narrow roads worse. 

3.4.4 The A391 and B3374 currently pass through the settlements of Stenalees, Bugle and Penwithick 
whilst the B3274 cuts through Roche and the B3279 through St Dennis and Nanpean. These 
cause some degree of severance in the towns and villages. In addition, there are no A or B roads 
through the centre of the China clay Area from east to west, as can be seen in Figure 3-2. 

3.4.5 The highest traffic flows within St Austell are on the A390 (to the south of St Austell). Around half 
of this is through traffic and the problems associated with relatively high flows on this road are 
exacerbated in the summer months by tourist traffic. The A3058 from Newquay to the west of St 
Austell also experiences congestion during the summer. Finally, some traffic flows still use the 
A391 and A390 instead of the A30 route, causing regular congestion through St Austell at peak 
times. 

3.4.6 This lack of connectivity is one of the major blocks to economic growth in the St Austell area and 
this is a theme that emerged from the consultation exercise where perceptions of poor 
accessibility are also holding back investment. As an example, it was agreed by all attendees at a 
workshop held in St Austell (in February 2017) that the county would have been worse off 
economically had it not been for the A30 upgrades, the Hayle bypass and the improvement works 
at Carland Cross. 

3.4.7 The East West Link Road in Camborne Pool Redruth was also cited at the workshop as a good 
example of how local infrastructure has enabled economic growth and regeneration. 
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Figure 3-2: Main Highway Network. 
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3.4.8 Although St Austell has the east to west main line rail link, services are infrequent and journey 
times are lengthy. In addition, rail services do not provide connectivity to areas of economic 
importance to St Austell, such as Newquay to the north-west. 

3.4.9 Despite St Austell having bus services to local population centres such as Truro, Bodmin and 
Newquay, access to public transport in more rural areas is not as good and this results in high 
dependency on private transport. 

ECONOMIC FACTORS 

3.4.10 The decline of the China clay industry has resulted in a major economic challenge in recent years 
and the location of St Austell away from the A30 has limited its attraction to businesses and 
inward investment. 

3.4.11 Large-scale house building has nevertheless continued in the area with working-age residents 
typically having to travel by car out of the area to find employment. This can add to traffic 
congestion on the roads in and out of St Austell. Although residential development has continued 
in recent years, industrial and office development targets have actually reduced due largely to the 
perceptions of poor access. 

3.4.12 Although St Austell is one of the largest towns in Cornwall and is a significant service centre, 
average weekly earnings have been depressed due to the large number of employees in the 
distribution, hotels and restaurant sector (these tend to be low-paid occupations). 

3.4.13 The decline in traditional industry has had knock-on impacts in the retailing and service sectors in 
the town. This means that there is now heavy reliance on employment in public services (such as 
in education, health and social work and public administration) with relatively little private sector 
investment. In terms of impacts on earnings, estimates of net weekly household income show, for 
example, that only one of the St. Austell Medium Super Output Areas (MSOAs) was within the top 
quartile for household earnings, with four in the second quartile and two in the third and two in the 
bottom quartile out of the 73 MSOAs in Cornwall. 

3.4.14 The China clay area is also different to other areas as it has fewer workers classified as 
managers, professionals or in technical occupations. The majority of workers are in skilled trades, 
process and machine positions or in elementary occupations. This conforms to a workforce more 
suited to traditional industries and who may not have the skills (as yet) to help attract and support 
higher value businesses to the area. 

3.4.15 Other socio-economic factors in St Austell (and discussed in more detail in Chapter 4) include 
social deprivation, a lack of employment opportunities and detrimental physical “leftovers” from 
former China clay workings. These leftovers present an unattractive image to potential investors 
in the area and is another reason why the area has not been able to recover from the decline in 
the traditional China clay industry. 

3.5 THE POTENTIAL OF ST AUSTELL AND THE CHINA CLAY AREA 

3.5.1 Data from Cornwall Council shows that the St Austell area produces about 8% of Cornwall’s 
Gross Value Added (GVA) and that the China clay area produces about 2.9% of Cornwall’s GVA. 
The area therefore has significant economic potential at a time when the Government is seeking 
to improve economic activity and productivity through better connectivity and improved transport 
accessibility. 

3.5.2 Examples of where economic regeneration initiatives have already been undertaken include the 
following: 
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à Delivery of Higher Education at the St Austell College campus and expanding its 
educational provision becoming Cornwall College; 

à On-going business development initiatives through the Eden Project, which is an 
attraction of international significance; 

à The Eco-Bos Employment Space for Advanced Manufacturing (ESAM) initiative, which 
will provide high quality workspace and business support to promote the growth of existing 
micro businesses and the creation of new enterprises; and 

à The eco-communities scheme across the area, which offer a major opportunity to 
regenerate the area with employment land being made available and developed as part of the 
proposal. The development of this eco-community is seen as a major economic driver for the 
area but requires good transport access to the area if this is to be realised in full. 

3.5.3 As examples of what can be achieved, the Carluddon A391 Road Improvement has been 
developed to create the conditions necessary to support a new high value economy and to unlock 
strategic development land. Additional European Regional Development Fund (ERDF) 
Convergence investment in workspace, land remediation and site infrastructure is proposed to 
create ‘oven ready’ development opportunities. 

3.5.4 There are a large number of undeveloped sites around St Austell that offer significant potential. 
These include office accommodation that could be developed in the short term within the Svedala 
site at Charlestown as well as the St Austell Enterprise Park. Schemes are also proposed for the 
regeneration of Fore Street in St Austell. 

3.6 THE IMPORTANCE OF INVESTMENT IN THE AREA 

3.6.1 The importance of public sector investment in the area in demonstrated by the skills and business 
development initiatives put in place for higher education at St Austell College. There is also 
supported investment in developments in the Eden Project and those made by EcoBos. Public 
support for these is committed through Local Plan objectives and European Funding programmes 
for ERDF and ESF. 

3.6.2 Since 1994, Cornwall has qualified for European structural funds (5 B, Objective One, 
Convergence and currently the Growth programmes). This is due to its economic performance 
being less than 75% of the European Union (EU) average and only 72% of the national average. 

3.6.3 It is worth noting that the Convergence Programme (2007 to 2013) highlighted the St Austell and 
China clay area as a high priority for investment, alongside Camborne Pool and Redruth (CPR). 
One of the priorities of the programme was to unlock economic potential by facilitating the 
development of physical regeneration programmes. At the commencement of the Convergence 
programme, both areas were allocated equal amounts of funds – despite this, St Austell failed to 
secure more than a third of the funds that CPR achieved. 

3.6.4 Cornwall and Isles of Scilly currently benefits from the European Structural Investment Funds 
(ESIF) Growth Programme (which runs until 2020). Due to Brexit, this will be the last programme 
of structural funds Cornwall will receive and given the design of the programme, there are no 
location-based investment priorities. This means that there is no preference given to proposals 
located in the St Austell area with the consequent result being that the area will urgently need 
other forms of public sector intervention to help the much-needed regeneration programme. 
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4 STRATEGIC CASE 
4.1 INTRODUCTION 

4.1.1 The Strategic Case presented here sets out why the investment is needed as well as the “case for 
change”. A clear rationale for making the investment is demonstrated together with the scheme’s 
‘strategic fit’ and how it will further the aims and objectives in the region. 

4.1.2 The Strategic Case developed here is based on DfT guidance and contributes towards the overall 
business case presented to Government. The Strategic Case is supported by robust evidence 
and has been supplemented by an extensive stakeholder consultation programme. 

4.1.3 From an economic perspective, the chapter sets out the main characteristics in both Cornwall and 
the study area as well as the rationale for the scheme and why it is so important as a means of 
regenerating economic activity in St Austell and the China clay area. 

4.2 BUSINESS STRATEGY 

4.2.1 The key organisations responsible for the scheme proposal, their strategic aims and their 
responsibilities are described below. 

4.2.2 The organisations are, the Cornwall and Isles of Scilly Local Enterprise Partnership (CIoS LEP), 
Cornwall Council and the DfT. These organisations have worked together to create this Outline 
Business Case. 

CORNWALL AND ISLES OF SCILLY LOCAL ENTERPRISE PARTNERSHIP 

4.2.3 The CIoS LEP was launched in May 2011. Private sector-led, it is a partnership between the 
private and public sectors and is driving the economic strategy for the area, determining local 
priorities and undertaking activities to drive growth and the creation of local jobs. 

4.2.4 The LEP’s strategic aims are set out in its Strategic Economic Plan and comprises three themes: 

à Future Economy – increasing productivity, more jobs and more housing; 

à Growth for Business – bespoke business hub growth and creative and digital industries; and 

à Conditions for Growth – transport infrastructure, digital connectivity, resilience, increased 
skills and new ways of living. 

CORNWALL COUNCIL 

4.2.5 Cornwall Council is the Local Highway Authority for Cornwall in which St Austell, St Blazey and 
the China clay area lies. It is responsible for the roads and highway infrastructure in the area and 
aims to create a more prosperous, resilient and resourceful Cornwall. 

4.2.6 The CIoS LEP and Cornwall Council have come together with a shared vision and aims to 
promote this Business Case. 

4.2.7 The Council’s strategic aims are based on these five long term priorities: 

à Sustainable economic growth; 

à Better environment; 
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à Improved health and wellbeing; 

à Resilient, safe communities with affordable housing to meet local needs; and 

à To become a high performing council through continual improvement - fix, prepare, transform 
and excel. 

DEPARTMENT FOR TRANSPORT (DFT) 

4.2.8 Central Government understands that there is a need for Public Sector investment in Cornwall to 
help achieve regional growth targets. The Department for Transport has provided the funding to 
investigate an improved link between the A30 and St Austell in recognition that the concept and 
aims of the scheme aligns with national policies. 

4.2.9 The Department for Transport’s strategic objectives are: 

à Boosting economic growth and opportunity; 

à Building a One Nation Britain; 

à Improving journeys; and 

à Safe, secure and sustainable transport. 

CORMAC AND WSP | PARSONS BRINCKERHOFF 

4.2.10 CORMAC and WSP | Parsons Brinkerhoff, as consultants to Cornwall Council, have undertaken 
the transport and economic technical work, design and professional services to support the 
business case. 

4.3 PROBLEMS IDENTIFIED 

4.3.1 The problems identified in the St Austell and China clay Area comprise two key themes: 
transport and economic activity. 

4.3.2 The transport problems are: 

à Poor connectivity, which continues to be seen as the major block to economic growth in the St 
Austell area; 

à Lack of appropriate access to the A30 (e.g. drivers currently have to negotiate the capacity 
constrained A391 where bottlenecks and delays are regular occurrences) – the perceived 
lack of access is a threat to business development and expansion; 

à The local road network experiences congestion through and around the town, especially 
during peak periods and along the A390; 

à Seasonal traffic flows, which can increase by up to 15% during the summer period; 

à Limited scope to increase capacity in the local highway network, which is constrained by 
adjacent development, including further investment in the Newquay Enterprise Zone at the 
Aerohub and regeneration improvements in the St Austell and the China clay areas, and puts 
increased pressure on the existing routes; 

à The existing route through Roche is the B3274 road which has many narrow sections along 
its length, coupled with sharp bends and steep gradients. This is a heavily trafficked road 
being used not only by cars but also HGVs generated by the nearby China Clay extraction 
and secondary aggregate industries with the generation of high levels of air and noise 
pollution and a significant number of collisions along the road. 
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4.3.3 The economic problems are: 

à An inability to replace the employment lost as a result of the decline in traditional industry 
(specifically the decline in the China clay industry); 

à A relatively ‘low wage, low skills’ local economy – largely the product of the lack of ‘high value’ 
sectors and jobs in the area; 

à Low levels of productivity (GVA per worker) – similar to the rest of Cornwall, the area suffers 
from very low productivity levels compared to the rest of the UK and the ‘productivity gap’ is in 
danger of increasing without interventions such as better transport connectivity; 

à There are negative perceptions of poor accessibility to the area – this manifests itself via sub-
optimal levels of inward investment as developers perceive poor access to the area (a 
perception that is keeping land values beneath ‘commercial viability’ thresholds in the area); 

à There are also perceptions that the availability and deliverability of key sites for development 
are not at the levels that the private sector typically seeks – this perception was made clear 
from the consultation; and 

à A general picture of a ‘cycle of economic decline’ as the area’s relative remoteness and lack 
of access means that it lags behind other areas in Cornwall in terms of its economic 
development – there is a real risk that without major intervention, the gap in economic 
performance will grow over time with key metrics such as productivity continuing to diverge 
from the national average. 

4.3.4 All of these are discussed in more detail in under Wider Economic Problems in paragraph 4.3.43 
onwards. 

4.3.5 Continued investment for development opportunities depend on accessibility and connectivity. 
The lack of access – and perceived lack of access - to the St Austell and the China clay area are 
impacting on competitive business development and investment via the following: 

à Product markets – the St Austell and Clay Country areas have a limited local market it can 
sell to and transportation costs and time add to a competitive disadvantage; 

à Supplier markets – the cost and range of suppliers and collaborators is diminished as is 
knowledge transfer; and. 

à Labour markets – employers have limited access to skilled workforce which is a key 
requirement for most major businesses and inward investors. 

TRANSPORT PROBLEMS 

POOR CONNECTIVITY 

4.3.6 St. Austell is the largest town in Cornwall, with a population of nearly 35,000 recorded in the 2011 
Census. Despite being the largest town in Cornwall, St. Austell is not well connected to the 
strategic road network by the current highway network.  The A30 through Cornwall provides the 
main link to the wider South West and beyond, including the M5 at Exeter; however, the 
connectivity to the A30 currently provided by the A391 and B3274 is poor due to the low standard 
of these routes.  This poor connectivity hinders economic growth in the area, as transport links 
are a major constraint to business location, expansion and development. 

4.3.7 The majority of the larger towns in Cornwall have much better connectivity to the strategic road 
network, as is shown in the table below: (those highlighted orange indicate poor connectivity with 
green showing those towns with good connectivity to the strategic road network): 
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City / Town 
Population 
from 2011 
Census 

Distance 
to SRN 

Journey 
Time to 

SRN 
Connectivity to Strategic Road 
Network 

1 St Austell 34,864 16km 18min 

Connectivity to A30 to north 
provided by A391 and B3274 

Both routes are low standard and 
are windy, narrow and slow with 
average speeds of 40mph at 
Lockengate and 46.7mph south 
of Scredda 
A391 is most direct route, but 
A30 is still more than 12km from 
St. Austell town centre 

2 Falmouth 27,660 18km 25min 

Connection to A30 either via 
A393 to Redruth or A39 through 
Truro 

Significant distance from A30 
(28km), but A39 route is 
generally good standard 

3 Camborne/Pool 26,212 1km 3min 

Excellent access to A30 dual 
carriageway provided by direct, 
local access at 2 grade 
separated junctions 

4 Newquay 22,189 11km 13min 

Good access from A30 dual 
carriageway via grade-separated 
Highgate Hill junction, A39 dual 
carriageway and A392 

5 Truro 19,732 8km 13min 

Good access to A30 at Chiverton 
Cross and Carland Cross.  A39 
and A390 are both good 
standard routes. 

6 Penzance 16,436 1km 3min A30 access direct to Penzance 

7 Redruth 16,102 2km 3min Direct access to A30 dual 
carriageway at grade-separated 
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Avers junction 

8 Saltash 15,566 2km 4min 
Direct access to A38 via two 
junctions leading to the A30 via 
the A388 

9 Bodmin 14,614 3km 6min Direct access to A30 dual 
carriageway via 2 junctions 

10 Helston 11,311 18km 25min Poor access to A30 via A394 to 
Penzance or B3297 to Redruth 
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Figure 4-1: Location of 10 largest towns in relation to strategic road network. 
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LACK OF APPROPRIATE ACCESS TO A30 

4.3.8 There are two key road links connecting the A30 with St Austell: 

à The A391 which connects the A30 at Innis Downs to St Austell via the villages of Bugle and 
Stenalees. This is the main and most direct route between the strategic road network and St 
Austell. 

à B3274 running south to St Austell. This route is single carriageway and provides access to St 
Austell from the A30 at Victoria via Roche. 

The sections below set out the characteristics of these routes, demonstrating that the current 
access to St. Austell and the surrounding area provided by the existing highway network is poor. 
This poor level of service acts as a constraint to the economic growth of the area and a threat to 
business expansion and development. 

St Austell to A30 – A391 

4.3.9 The topography of the route between St Austell and the A30 along the A391 fluctuates with some 
steep sections of road between the A390 Holmbush Road/A391 junction and the St Austell 
Enterprise Park. All junctions along the route are at grade, with several major-minor junctions and 
roundabouts provided. The single carriageway section of the route passes through several small 
villages and does not provide any overtaking opportunities due to the narrow nature of the route. 

4.3.10 There are a large number of minor accesses through the villages where dwelling frontages 
emerge onto the A391. This can lead to a large number of points of conflict between vehicles 
entering the network and vehicles already on the road. In addition, on street parking within the 
villages obstructs the flow of traffic. 

4.3.11 There is limited traffic management on the A391 as it passes through these villages with only 
reduced speed limits and parking restrictions in place. Speed limits are 60mph, except in 
Lockengate where there is a 40mph limit. On entry to Bugle from the north east there is 40mph 
buffer zones leading into the 30mph through the village, which stretches to the A391/B3274 
roundabout. 

St Austell to A30 – B3274 

4.3.12 The B3274 is a single carriageway section of road which contains several sharp bends and steep 
gradients which may prove challenging for some vehicle types. All junctions along the route are at 
grade, and predominantly made up of major-minor junctions with some roundabouts are also 
provided to link up to key routes such as the A391. 

4.3.13 There are a large number of minor accesses with vehicles entering the network from dwellings 
directly onto the B3274. This requires vehicles to accelerate and decelerate sharply along the 
route. The majority of the route has a 40mph speed limit which is reduced to 30mph when 
travelling through villages situated on the B3274, there are also sections of the route set at 
national speed limited but these are isolated sections of road. Traffic management measures are 
in place throughout villages located on the B3274 with speed humps and vehicle activated speed 
warning signs present to reduce vehicle speeds. 
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St Dennis 

4.3.14 In addition to the two key links between St Austell and the A30, access around Treviscoe and St 
Dennis to the A30 is also an important route, particularly for HGVs. 

4.3.15 The B3279 is a 9 km route between the A3058 to the west of St Austell, through St Dennis to the 
A30 at Highgate Hill. It is single carriageway, with a number of sharp bends and quarry access 
points adjoining it. The speed limit is set at the national speed limit, apart from through village 
where there are 30mph limits in place. 

4.3.16 Through St Dennis there are properties along the route, with on street car parking taking place 
and in some locations no pedestrian footway. In addition there are several priority narrowing 
traffic management measures and sharp bends. 

SEASONAL TRAFFIC ISSUES 

4.3.17 Traffic flows in the St Austell to A30 to A30 study area experience seasonal fluctuations, which 
can increase traffic flows by up to 15-20% during the summer period. Automatic traffic count 
(ATC) data from 2016 for B3274 at Stenalees and 2015 for the A391 at Lockengate to the north of 
Bugle, has been used to identify monthly and weekly flow profiles for the area. All graphs below 
show two way traffic flows. (Continued on next page).Figure 4-2 shows the monthly flow profile on 
the B3274 at Stenalees. 

4.3.18 The monthly flow profile shows a significant increase in flows during the summer months, with the 
peak occurring in August. This demonstrates the impact that tourism has on the levels of traffic on 
the network in the area. The graph also shows that traffic flows are lowest during January on the 
B3274. 

Figure 4-2: Monthly flow profile on the B3274 at Stenalees. 
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4.3.19 Figure 4-3 shows the weekly flow profile for two-way traffic on the B3274 in terms of neutral and 
summer months. 

4.3.20 The figure shows a significant increase in traffic flows experienced on all days during the summer 
months. Through the week flows appear to be highest on Wednesdays, with an average daily flow 
of just over 10,000 in the summer and just under 9,000 during the neutral months. Flows are at 
their lowest during the weekend in both the summer and neutral months. 
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Figure 4-3: Weekly flow profile on the B3274 at Stenalees. 
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4.3.21 Figure 4-4 shows the monthly flow profile for traffic flows on the A391 in 2015. 

4.3.22 The monthly flow profile shows a significant increase in flows during the summer months, with the 
peak occurring in August. This demonstrates the impact that tourism has on the levels of traffic on 
the network in the area. The graph also shows that traffic flows are lowest during January on the 
A391. 

Figure 4-4: Monthly flow profile on the A391 at Lockengate. 
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4.3.24 Figure 4-5 shows the daily two-way flow profile on the A391 for neutral and summer months. 

4.3.25 The figure shows a general increase in flows experienced on all days during the summer months. 
Through the week flows appear to be highest on Wednesdays during the summer months, with an 
average daily flow of just over 12,000. However, during neutral months two-way traffic flows 
appear to be highest on Fridays, with flows just over 10,000. Flows are at their lowest during the 
weekend in both the summer and neutral months. 

Figure 4-5: Daily flow profile on the A391 at Lockengate. 
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4.3.26 The graphs above demonstrate the impact of increased travel in summer periods on the road 
network.  These seasonal increases cause increased congestion and slower journey times on the 
A391 and B3274, reducing connectivity to the St. Austell area. 

ROUTE STANDARD 

4.3.27 Current 2-weay daily traffic flows on the A391 range from just under 10,000 vehicles per day 
during neutral periods, to over 12,000 vehicles per day during average summer periods.  The 
design standards for rural roads set out in the Design Manual for Roads and Bridges1 states that 
normal single carriageway standard routes are appropriate for average daily traffic flows up to 
13,000 vehicles per day (in the scheme opening year), with higher standard single carriageway 
routes appropriate for flows ranging from 6,000 to 21,00 vehicles per day.  With future traffic 
growth, traffic flows on the A391 will soon exceed the threshold for a higher standard single 
carriageway rote.  Given the current poor standard of the A391 which does not meet current 
DMRB standards for a single carriageway route, it is considered that the current standard of the 
route is not appropriate for current and future traffic  volumes for a strategic link of this type which 
connects the largest town in Cornwall to the strategic road network. 

1 DMRB Volume 5 Section 1 – TA46/97 
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CONGESTION AND HGV TRAFFIC 

4.3.28 The A391 through Bugle experiences high volumes of traffic (including HGV movements) as it 
remains the main link between St Austell and the A30, with an average weekday flow (AWF) of 
10,613 vehicle trips at Lockengate and 11,274 further south at Scredda. These high flows are 
present. Adverse environmental impacts and historically high levels of traffic accidents also result 
from high traffic volumes and the particular characteristics of the road. 

4.3.29 The B3274 through Roche has many narrow sections, sharp bends and steep gradients. Similar 
to the A391, the B3274 handles large volumes of traffic, with an AWF of 6,571 vehicle trips to the 
north of Roche and 8,885 to the north west of Stenalees. The route also supports HGV 
movements from the nearby China clay quarries. Again, these levels of traffic generate harmful 
emissions and poor air quality whilst incidences of road collisions remain high. 

4.3.30 The B3374 Treverbyn Road is a minor road that acts as an alternative to the more commonly 
used A391. The B3374 Treverbyn Road experiences an AWF of 3,609 vehicle trips. Traffic flows 
here could be considered to be excess traffic that avoids the A391 due to congestion issues. 

4.3.31 All June 2016 traffic flow data for the St Austell to A30 study area can be seen below in Figure 
4-8Figure 4-8. 

4.3.32 The proportion of HGVs on the B3274 to the north east of Roche is higher than the average found 
on roads across the South West and England respectively, with a value of 6.1%2. In addition, 
during peak hours, the number of HGVs can reach 45 per hour, which is particularly high 
considering the relatively narrow nature of this single carriageway road. 

4.3.33 The numbers of HGVs during peak hours are also high at other points in the north of the study 
area, for example on the B3274 North West of Roche and on the A391 at Lockengate where there 
are 18 and 23 HGVs per hour respectively. 

2 National Road Traffic Forecasts 2015 
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Figure 4-6: Image illustrating existing HGV issues on existing routes3. 

25 

Figure 4-7: Variety of existing traffic issues on existing routes4 . 

3 St Austell to A30 Link Road – Preferred Option: Transport Portfolio Advisory Committee (22 February 
2017) 

4 St Austell to A30 Link Road – Preferred Option: Transport Portfolio Advisory Committee (22 February 
2017) 

A30 to St Austell Link Cornwall Council 
March 2017 Confidential 



26 

Figure 4-8: ATC traffic flows for the St Austell to A30 study area (June 2016). 
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JOURNEY TIMES 

4.3.34 Journey times are shown to be the most variable on the A391 during the AM peak, with journey 
times 2 minutes longer travelling southbound from St Austell to the A30. This trend is not seen in 
the opposite direction during the PM peak with journey times similar in both directions. 

4.3.35 Table 4-1 below shows average journey times recorded on key routes within the study area 
between 1st February and the 31st May 2015. 

Table 4-1: 
time). 

St Austell to A30 Journey Times 1st February - 31st May 2015 (neutral weekdays - term 

ROUTE DIRECTION LENGTH (KM) 
TIME (MINS) 

AM IP PM 

1. A391 between A390 and A30 
NB 13.2 17.1 16.7 17.8 

SB 13.2 19.0 16.9 17.6 

2. B3274 between A390 and A30 
NB 13.0 18.2 17.4 18.0 

SB 13.0 18.4 17.6 18.1 

3. Penwithick between A391 and 
A391 

NB 3.7 5.9 5.4 5.5 

SB 3.7 5.0 5.2 5.1 

4.3.36 Figure 4-9 shows the average speeds during AM and PM peaks at selected sites within the study 
area, 

4.3.37 Peak period speeds at various points within the study area are shown to be below the set speed 
limits for the road. This can be seen on the B3274 at Stenalees where there is approximately a 
20mph difference between the speeds of vehicles (38.9mph during the AM peak and 40.1mph 
during the PM peak) and the B3274 speed limit (60mph). 
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Figure 4-9: Average weekday speeds at selected sites within the study area. 
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ACCIDENT DATA 

4.3.38 A total of 140 collisions were recorded by the police over the last 5 years within the St Austell to 
A30 study area. 

4.3.39 Collisions can be seen consistently along the A391 and B3274. Along the A391 there are clusters 
of collisions within the village of Bugle where there are a large number of house frontages and 
vehicles entering the network. Collisions on the B3274 are much more spaced out along the route 
with no specific clusters of collisions; this could be due to the high speed limit and a large number 
of concealed entrances. 

4.3.40 Within the whole study area 19% of casualties were reported as serious or fatal, also known as 
collisions involving those killed or seriously injured (KSIs). When compared against the national 
average for 2015 taken from the Reported Road Casualties Great Britain 2015 (RRCGB) this is 
above the national average for 30, 40 and 50mph roads. 

RAIL SERVICES 

4.3.41 From St Austell, destinations to the west down to Penzance and eastbound destinations such as 
Plymouth and Exeter St David’s can be accessed.  London and the north can also be reached, 
beyond Exeter. However, while there is a relatively good service connecting St Austell to 
Penzance and Plymouth with 1-2 services per hour, connectivity to destinations further afield such 
as Exeter, London and Birmingham are poor. The GWR mainline services towards London run at 
a reasonable frequency, especially during morning hours, however the journey time is very high. 
With regards to Crosscountry’s services to Birmingham, which continue to Manchester or 
Glasgow, there are only 3 of these services per day, all during the morning. 

4.3.42 The study area to the north of St Austell can also be accessed by rail; however it is necessary to 
do so via Par. Roche, Bugle and Luxulyan lie on the Par to Newquay branch line, which has 6 
services per day. On Saturdays during the summer, this branch line service does not run due to 
special intercity services running direct to Newquay from the east. The stations are therefore 
poorly used5, with an average of 7 passengers entering or exiting the station per day at Roche, 12 
at Bugle and 5 at Luxulyan. 

WIDER ECONOMIC PROBLEMS 

4.3.43 There are a series of economic issues that are adversely affecting activity and potential growth in 
the area. Without significant intervention, these are likely to not only remain but also to worsen 
over time and thus prevent the area from reaching its full potential. 

4.3.44 These issues and ‘market failures’ are set out below and when viewed together, demonstrate why 
interventions to improve accessibility and connectivity will play a major role in the regeneration of 
the area. 

INDUSTRIAL DECLINE 

4.3.45 There is powerful evidence showing that employment in the area has decreased significantly 
following the decline of the China clay industry. As an example of this, the China clay industry 
near St Austell has lost over 80% of its workforce in recent years. 

5 Estimates of Station Usage 2015-2016, Office of Rail and Road 
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4.3.46 According to the Cornwall Local Plan Strategic Policies 2010 – 2030, the China clay industry 
currently employs approximately 1,000 people directly and contributes significantly to the 
economy of mid-Cornwall. The industry has been centred near St Austell as the deposits there 
had emerged as the largest in the world.  Today, the St Austell deposits have largely been 
abandoned despite being good for at least another 50 years. Imerys, who had bought the English 
China clay company in 1999, moved most of their operations to Brazil in the early part of the 21st 
century. 

4.3.47 Despite the declines in employment in the China clay industry, the significant reserves left mean 
that it remains an important industry for the area. 

4.3.48 In the early 1970s, the industry directly employed approximately 6,000 people. With the dramatic 
decrease to 1,000 employees today, the impacts have been profound in the local area and 
particularly in the China clay Area. This decline has been due to global competition and the 
opening up of lower cost sources in Brazil for the volumes required for the paper industry. As a 
result the focus has shifted to lower volume production directed at higher value refined clays for 
the ceramics, pharmaceutical products etc. which has led to fewer higher skilled jobs and driven 
innovation towards complementary applications for the clay. As well as the direct employment 
impacts, jobs have been lost in the supply chain and associated services. 

4.3.49 Although the local communities and workforces have been adjusting to these changes, there have 
been few new employment opportunities to replace those lost in the traditional China clay 
industry. Despite the decline in traditional industry, large-scale house building has continued in 
the area with working-age residents typically having to travel by car out of the area to find 
employment. This can add to traffic congestion on the few roads out of St Austell. Villages close 
to the A30 have also recently experienced significant housing development, such as at Roche 
and Indian Queens. 

4.3.50 Other socio-economic factors related to what has happened in the China clay industry in St 
Austell include social deprivation, a lack of employment opportunities and detrimental physical 
“leftovers” from former China clay workings. These leftovers can present an unattractive image to 
potential investors in the area and may be one of the reasons why the area has not been able to 
recover from the decline in traditional industry. 

4.3.51 Although St Austell supports an estimated 14,970 jobs (including self-employment) and a total of 
31,300 jobs within the St Austell Travel to Work Area, the town has been reliant upon sectors that 
are in decline. As well as the loss in direct jobs in these sectors, there have been knock-on 
impacts in the retailing and service sectors in the town. 

4.3.52 This means that there is now heavy reliance on employment in public services (such as in 
education, health and social work, and public administration) with relatively little private sector 
investment. A significant proportion of the town’s employment and employee incomes therefore 
relies on the public sector. 

4.3.53 The China clay area is significantly different to other areas as there it has fewer workers who are 
likely to be classified as managers, professionals or in technical occupations. The majority of 
workers are more likely to be in skilled trades, process and machine positions or in elementary 
occupations. This conforms to a workforce more suited to traditional industries such as China clay 
and who may not have the skills – as yet – to help attract higher value businesses to the area. 

4.3.54 This is corroborated by the CIoS LEP “Employment and Skills Strategy”, which states that over 
80% of the surveyed workforce at the time of preparation of this report did not employ apprentices 
or trainees on the renewable construction sector, which is an emerging area with a demand for 
skilled jobs. 
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4.3.55 A large number of employees in the distribution, hotels and restaurant sector (similar to what is 
observed in the county as a whole) tends to depress average weekly earnings in the area as well 
given that these are historically low paid occupations. 

LOW PRODUCTIVITY 

4.3.56 Evidence shows that productivity rates are lower and severely lagging behind the national 
average in Cornwall and the St Austell area. 

4.3.57 The types of employment within Cornwall typically generate low Gross Value Added (GVA) per 
capita. The value for 2014 (£17,278) is the second lowest of all LEP areas in England (70.2% of 
the average in England). GVA per capita in Cornwall has also seen a reduction in real terms by 
4% since 2006. In terms of total GVA growth, this has also been at a lower rate than the UK 
average since 2008 (15.2% in Cornwall versus 18.1% in the UK). 

4.3.58 This is shown in Figure 4-10 below. 

Figure 4-10: Productivity of Cornwall as Percentage of UK. 

Source: State of the Economy February 2016 (Cornwall Council) 

4.3.59 Productivity per hour in Cornwall not only remains low but has declined relative to the UK 
average. A number of factors contribute to this: 

à A lack of investment in research and development; 

à A high level of part-time workers (including seasonal workers in the tourism sector); 

à A lower proportion of workers with National Vocational Qualifications (NVQ) 4+ skills; 

à Underemployment of people with skills sets; and 

à A low stock of capital. 
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LOW DEMAND FOR LAND USE 

4.3.60 Since the financial recession in 2007/8, property development in Cornwall has been relatively low 
with fewer national and regional developers wishing to invest in Cornwall. The financial legacy 
has been the lack of appetite from the ‘high street’ banks to lend into the real estate sector. This 
and the local commercial property market requiring grant funding has added to Cornwall’s lack of 
supply even for good locations next to the A30. St Austell being more remote and localised is 
doubly affected from lack of investment and therefore low demand. 

4.3.61 One of the key issues in the St Austell area is the low demand for land that becomes available for 
development. Based on recent evidence from the area, when ‘parcels’ of land become available 
for development, take-up from developers tends to be low. This means that the period when the 
land is available expires without interest being shown from the development sector. 

4.3.62 The low demand for employment land is highlighted by the Inspector in the Report on the 
Examination into the Cornwall Local Plan. In this report, it is stated that “even taking the combined 
overall provision in the area, provision has not been boosted as much as some other areas such 
as Newquay, Bodmin and Truro. But the Council see those areas as having much greater 
economic potential (e.g. Aero-hub and the Enterprise Zone at Newquay Airport and the A30 
Corridor for Bodmin) in comparison to which St Austell is considered less attractive for inward 
business investment. There is no substantial evidence to counteract that broad analysis”. 

4.3.63 The current demand for employment land in Cornwall is driven by two key factors: 

à Industrial demand in Cornwall is mainly driven by proximity to the A30; and 

à Office demand has traditionally been centred on Truro, the main urban area in Cornwall. 

4.3.64 Although the China clay Community Network Area (CNA)6 targets for completions of industrial 
and office employment spaces have been reached, the situation in the St Austell CNA is very 
different as completed and committed employment space only covered 1) 24% of the industrial 
employment land target and 2) 10% of the office employment land target up to 2015. 

4.3.65 This is significant and is indicative of how St Austell is not perceived as being a good location for 
employment land development and explains why the town has not been able to recover from the 
decline in traditional industries in recent years. Low commercial property values and high 
development costs have for many years rendered commercial property development in this area 
unviable in all but a few prime locations. As a result, many businesses have located in cheap but 
outdated accommodation, not suiting their requirements or their aspirations. 

4.3.66 This has several knock-on impacts: 

à Land values remain comparatively low as there is ‘market failure’ and development is not 
reaching its full potential; 

à Potential developments could cover several critical land uses, from residential development 
through to commercial and industrial developments (the latter uses providing employment 
opportunities); and 

6 There are 19 CNAs in Cornwall and their purpose is to identify, agree and drive forward local priorities for 
each area. This includes advice on local service delivery and on strategies that affect the communities. 
Collaboration across and within CNAs is another central theme. 
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à New development (whether residential and /or commercial) will also generate economic 
benefits ‘internally’ to the area through the impacts of increased spending and activity. 

LOW EMPLOYMENT LEVELS AND RELIANCE ON PART-TIME EMPLOYMENT 

4.3.67 There are various labour market issues currently affecting St Austell and the surrounding area. 
These include: 

à Youth unemployment issues; 

à The high dependence on the mining and quarrying sector (reflecting the continued importance 
of the China clay industry); 

à Low representation in other higher value employment sectors; 

à Higher grade occupations – these are much lower than the South West or England averages; 

à Occupational activity focused on skilled trades, caring, process and elementary trades, which 
together make up around 43% of all jobs in the St. Austell and Clay areas compared to 36% 
in England; and 

à A recognised need for diversification and higher value employment. 

4.3.68 The main outcomes resulting from the issues that affect the St Austell and China clay areas 
include: 

à Heavy reliance on employment in public services (such as in education, health and social 
work and public administration) with relatively little private sector investment; 

à Lower percentage of people working on highly qualified occupations with a gap that has been 
increasing between 1991 and 2011. In 1991 there was a 5% difference with the average in 
England and Cornwall that has since increased to 8% in England, and has remained as 5% 
when compared to Cornwall; 

à Fewer workers who are likely to be classified as managers, professionals or in technical 
occupations. Occupational activity focused on skilled trades, caring, process and elementary 
trades, which together make up around 43% of all jobs in the St. Austell and Clay area 
compared to 36% in England; 

à A large number of employees in the distribution, hotels and restaurant sector (similar to what 
is observed in the county as a whole) tends to depress average weekly earnings in the area 
as well given that these are historically low paid occupations; 

à Low proportion of people employed full time, with a reduction of 1.5%-2% in the study area 
and a reduction of over 5% in the China clay area, which was followed by a reduction in part-
time employment along with an increase in self-employed people, in unemployment rates and 
in the percentage of people economically inactive; 

à A much more pronounced seasonal effect, with unemployment rising over the winter period 
as a result of fewer tourism (and other) sector employees required during this period; 

à Based on claimant and jobseekers allowance (JSA) data from November 2016, in the China 
clay Community Network Area (CNA) the number of claimants has increased by over 27%, 
one of the highest rates of increase across Cornwall; 

à Workplace employee annual earnings in the St. Austell and Newquay Parliamentary 
Constituency area in 2014 were 70% of the UK level. This compares with the Cornish 
average of 79% and St Austell and Newquay are the second lowest area in Cornwall in terms 
of mean gross weekly pay; and 

à Low paid workers are likely to be employed in low-paying jobs for long periods due to the 
characteristics of the local market (and also the lack of mobility with people not being able to 
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take advantage of new job opportunities). This mainly affects women working part time in 
selected sectors; 

DEPRIVATION 

4.3.69 St Austell’s remoteness and lack of good access to the A30 corridor have played a part in the 
deprivation levels observed in the area. The decline of traditional industries has not been matched 
by increases in activity in new economic sectors and the fact that the area remains relatively 
remote from other areas and other transport corridors has tended to exacerbate these problems. 

4.3.70 As a result, the indices of multiple deprivation (IMD) have shown that compared to the national 
average, deprivation in St Austell remains high across a number of different measures. The China 
clay and St Austell CNAs have a greater proportion of their population in the most deprived areas 
than Cornwall as a whole and contain some of the most deprived areas in England. St Blazey 
West is in the worst 10% and St Austell Gover South East, Mount Charles North West and Poltair 
South East are all in the worst 20%. 

4.3.71 Furthermore, the average IMD ranking for the China clay and St Austell areas have worsened 
between 2010 and 2015 when compared to the other areas in England, in the case of China clay 
significantly. 

LOW SKILLS LEVELS 

4.3.72 The relatively low skills levels in the area also reflect historical shortages of skilled employment 
opportunities as well as the ‘barriers’ to opportunities elsewhere associated with poor connectivity. 
There have simply not been enough reasons for skills to be developed in the area and without the 
stimulus afforded by good transport links, the potential to develop skills levels has been limited. 

4.3.73 The economy in the study area has a strong economic input related to tourism and food services 
and with a focus on the provision of low value services, with the following key observations: 

à Employment growth on the health and social care sector, which has been higher in the St 
Austell and China clay areas than in Cornwall as an average; 

à Employment growth in the accommodation and food services sectors, with a rapid increase in 
the China clay and St Austell areas that have more than doubled the growth in Cornwall and 
England; 

à Reductions in manufacturing employment, with the manufacturing sector remaining higher in 
the China clay area than in Cornwall and England due to the importance of the China clay 
industry despite its decline in recent years; 

à Reductions in public sector employment, which are aggravated in the China clay area, and 
reversing the trends that have happened in England; 

à St Austell and China clay CNAs have a lower percentage of people working on highly 
qualified occupations when compared to Cornwall and England, and this gap has been 
increasing between 1991 and 2011. 

à The Census data shows a significant difference between the China clay and St Austell areas 
(20%) with Cornwall (27%) and England (30%) with regard to working age people with level 4 
of qualifications and above. 

à The China clay area also shows the largest proportion of people with no qualifications with 
18%. This is considerably lower than the St Austell area, with just over 15%, which is close to 
England and above Cornwall, with just over 13%. 

à The lower percentage of skilled employees is matched by a lower demand for skills across job 
opportunities in Cornwall. This includes the following: 
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< Employers were less likely to ask candidates for particular levels of achievement of 
academic qualifications (e.g. GCSEs, A levels or a degree) when recruiting (33% in 
Cornwall versus 49% nationally); and 

< Employers were less likely to provide external or internal training to employees (by a 
difference of at least 10%). 

à Low levels of qualification in the local workforce are followed by an underperformance of local 
students in their early stages which are likely to aggravate the lack of skills issue in the area. 

4.4 IMPACT OF NOT CHANGING 

4.4.1 The impact of not changing is clear: 1) the various problems identified in Section 4.3 will 
continue and 2) these are likely to worsen over time as economic indicators such as the 
‘productivity gap’ continue to widen. 

4.4.2 The study area is thus a strong candidate for intervention as it has been affected by a series of 
factors in recent years that have left it at risk of being left relatively isolated and unable to recover 
from a) the decline in traditional industry and b) investor perceptions that it is inaccessible. 

4.4.3 Given that St Austell is Cornwall’s largest town and is not currently served by an adequate route 
from the A30, the impact of not changing is considerable. The A391 will continue to be seen as 
the major block to economic development due to: 

à The local road network experiences congestion through and around the town, especially 
during peak periods and along the A390; 

à Limited scope to increase capacity in the local highway network, which is constrained by 
adjacent development, including further investment in the Newquay Enterprise Zone at the 
Aerohub and regeneration improvements in the St Austell and the China clay areas, and puts 
increased pressure on the existing routes; 

à The existing route through Roche is the B3274 road which has many narrow sections along 
its length, coupled with sharp bends and steep gradients. This is a heavily trafficked road 
being used not only by cars but also HGVs generated by the nearby China Clay extraction 
and secondary aggregate industries with the generation of high levels of air and noise 
pollution and a significant number of collisions along the road. 

à The local road network experiences congestion through and around the town, especially 
during peak periods and along the A390; 

4.4.4 Without inward investment and development, St Austell and the surrounding area will continue to 
under-perform economically with employment levels, productivity and skills levels remaining 
below what they could potentially be. 

4.4.5 With employment in traditional industries such as China clay declining (and little to replace it), the 
loss of incomes has reduced expenditure in the local economy as many people have opted for 
early retirement after losing their jobs, with consequent reductions in income levels. 

4.4.6 The lack of strategic transport links is constraining the potential for investment and business 
opportunities, which restrictions for new businesses to access pools of skilled labour and for 
businesses to have access to their suppliers and their markets. 

4.4.7 One of the key discussions centred on low land values in the study area and how these effectively 
act as a barrier by reducing wages and depressing economic growth potential. This forms a 
‘vicious circle’ whereby the low land values are making investments unattractive given that 
margins will be lower. 

4.4.8 The position in the CNAs shows the China clay area with a much lower percentage of people with 
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Level 4 and higher qualifications and also more people with no qualifications (a similar pattern 
emerges in the St Austell CNA). If higher value jobs can be generated in the area – an outcome 
the Link Road can help facilitate – the local skills base has the potential to improve if there is 
more incentive for the local workforce to develop skills and expertise through training and 
qualifications. 

4.4.9 The position of a significant percentage of local areas within St Austell and especially the China 
clay area has experienced a significant decline in their position in the Index of Multiple Deprivation 
ranking between 2010 and 2015 with these areas performing worse in 2015 than they did back in 
2010 on a national level. This would be expected to worsen over time and with an increase in 
pockets of high deprivation levels. 

4.5 SUPPORT FOR CHANGE – INTERNAL DRIVERS 

PUBLIC CONSULTATION 

4.5.1 Throughout May and June 2016 the Project team undertook extensive public and stakeholder 
consultation on the rationale behind the scheme and the two main route options under 
consideration at that time. The Project team also met with landowners and representatives from 
the statutory bodies including Natural England and the Environment Agency to discuss the 
proposals. 

4.5.2 Full details of the consultation approach and findings are included in the Public Engagement 
Report in Appendix D-3. A summary follows below. 

4.5.3 Letters were sent to over 30,000 properties in the St Austell and China Clay area. The public 
consultation ran from 11 May 2016 to 24 June 2016, and included 4 public exhibitions held at 
local venues.  Additionally there was a preview exhibition for the local Members and Parish 
Council representatives, and a stand at the Cornwall Business Fair at the Eden Project. 

4.5.4 Around 1,200 local people attended the events in May 2016 and June 2016 and 816 responses 
were received. There was broad recognition of the existing “Problems and Issues” and a high 
level of support for the “Aims and Objectives” of the scheme, in particular improving the 
connection between St Austell and the A30, in removing traffic from the Clay villages and 
returning them to village communities; as well as the concept of promoting the mid Cornwall 
Economic Growth Area to boost local business development and employment. 

4.5.5 The regeneration of the Clay villages and hence addressing endemic low earnings, low household 
incomes and poverty was something many respondents agreed with.  The feeling amongst many 
respondents and members of the public attending the exhibition events was that the new link road 
couldn’t happen quickly enough. 

4.5.6 Two common themes raised as concerns, were the amount of Heavy Goods Vehicles (HGVs) and 
vehicle traffic passing through the villages and the safety and congestion issues arising.  In 
addition, the need to achieve a balance when the new road is in place was raised in order to 
prevent ‘rat running’ through the villages whilst still allowing access for locals, deliveries and 
trade. 

4.5.7 Overall there was good support for the objectives presented, with broadly similar levels of support 
for reducing traffic through both Roche and Bugle. The consultation also identified issues in St 
Dennis and the Clay area to the west, particularly with HGV and Clay related traffic. 
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BUSINESS CONSULTATION 

4.5.8 Three different consultation programmes took place: 

à A telephone interview-based survey of 400 businesses; 

à A targeted programme of business ‘case studies’ covering 11 different companies and 
organisations; and 

à A property and land development workshop held in St Austell. 

4.5.9 The over-arching objective of the programme was to gain as much information and insight as 
possible whilst keeping the overall programme proportionate in relation to the likely impacts of the 
scheme. Five key themes were covered in the survey: 

à Business travel: time saved and journey predictability; 

à Staff: ability to attract suitable staff and commuting issues; 

à Customers: ability to attract new customers and serve existing customer base; 

à Business costs: employee travel costs / relationship with suppliers; and 

à Link road awareness and levels of support: to identify general business awareness of the 
scheme and role it can play. 

4.5.10 General themes emerging were that 1) almost half of businesses surveyed have aspirations to 
expand their activities in the next three years and 2) over one quarter perceive barriers or 
constraints standing in the way of these plans – although this is largely due to pressure on funds 
(31% of those who perceived constraints), a lack of suitable premises and poor infrastructure 
(17%) was also a significant factor. 

TELEPHONE INTERVIEW-BASED SURVEY 

4.5.11 Business travel: 

à A high proportion (81%) of responding businesses depend on being able to access the A30 
so good linkages to the corridor are important. When asked to express views about 
accessibility and key infrastructure from St Austell, only 7% stated that current infrastructure 
was adequate. 

à As an indicator of how businesses perceive current transport provision, 26% of St Austell 
businesses cite a lack of transport links as being a weakness of their present location. A 
similar proportion also state that their current location would be improved by better roads and 
infrastructure. 

à Of just under one half of surveyed businesses who plan to expand over the next three years, 
almost one quarter of these are in the immediate St Austell area stated that improved access 
to transport links would help them achieve these objectives. A similar proportion (27%) also 
foresee barriers and constraints impacting on their future investment plans. 

à Almost three quarters of responding businesses have, however, encountered problems when 
making business journeys: 

< 35% (42% in St Austell) have experienced delays; 

< Almost 65% have experienced delays that have affected their business in general; and 

< Over 34% responded that their business has been affected as a result of the missing link 
between St Austell and the A30. 

à The tourism sector is also important from a business perspective in the area. Only 14% of 
respondents from this sector felt that ‘ease of access’ was a strength of their location. When 

A30 to St Austell Link Cornwall Council 
March 2017 Confidential 



38 

asked about perceived weaknesses of their location, 10% stated that lack of good access was 
one factor whilst 27% stated a lack of good infrastructure generally. 

4.5.12 Attracting (and retaining) the right staff: 

à Reliance on car use is apparent as just under two-thirds of employees travel to work by car in 
the wider study area whilst for St Austell businesses who responded, the proportion is as high 
as three quarters (75%). 

à The survey also indicated that firms have been recruiting staff during the last year so the 
outlook remains broadly positive. Nevertheless, of the firms surveyed who are looking to 
recruit over the next 12 months, over half (53%) stated that they expect difficulties achieving 
this with 18% of these citing accessibility problems being a key factor. 

4.5.13 Attracting new custom / retaining existing custom: 

à A total of 60% of businesses have customers (or clients) either across Cornwall or across the 
whole of the UK. A similar picture emerges for supplier locations as again, almost 60% are 
located either across Cornwall or the UK (and will therefore be reliant on good access to / 
from the critical A30 corridor). 

4.5.14 Impact of reducing ‘business costs’: 

à When asked to rate a series of factors considered important for improving their current 
location, over half of businesses (54%) stated that improving road infrastructure between St 
Austell and the A30 will have an extremely positive impact on their overall business – this 
proportion was higher (62%) in the St Austell postcode area. 

à Although there were inevitably difficulties for businesses to estimate the level of cost savings 
they could expect from a Link Road, based on the businesses responding, the road would 
save approximately £2,000 per annum (with just under 10% of those responding indicating 
that over £5,000 could potentially be saved each year). 

4.5.15 Link road awareness and levels of support: 

à Support for road improvements between St Austell and the A30 was as high as 90% across 
all respondents. 

CASE STUDIES – KEY BUSINESSES 

4.5.16 The key findings from each of the sectors / businesses are summarised below: 

à Tourism in Cornwall: this was represented by Visit Cornwall who manage the tourism web 
portal for the majority of tourism businesses in Cornwall – the organisation indicated that the 
St Austell Bay Area has considerable potential as a tourist destination and the Link Road is 
seen by the tourism sector as being a key item of infrastructure to help unlock this – the 
encouragement of short breaks rather than just single day trips to the Eden Project is also 
important economically; 

à Visit Cornwall: as a business located in Victoria, Visit Cornwall noted that compared to other 
road corridors in Cornwall, the existing route from the St Austell to A30 is unreliable and time-
consuming given the congestion and delays that occur. It is possible that Visit Cornwall could 
relocate to Truro given these drawbacks – this would be another loss of employment in the St 
Austell area; 

à The Eden Project: one of the most important tourism centres in the region, the planned 
expansion of the Project has been severely constrained by the economic situation in St 
Austell. Plans to develop an Innovation Centre in St Austell were largely unsuccessful as 
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businesses did not view the area as being an attractive place to invest. The Eden Project 
therefore views the Link Road as being a key enabler of development, regeneration and 
economic growth in the area; 

à St Austell Brewery: based on the interview with this company (in total, it employs over 1,600 
people); they estimate that the potential cost saving to their business if the Link Road goes 
ahead is more than £100,000 per annum. In addition, the company estimates that the new 
road will generate a 25% journey time saving for staff and a 40% saving for delivery 
movements. The company also perceives that the Link Road will be a first step to 
regeneration in the area; 

à Eco-Bos – West Carclaze Garden Village Development: the full suite of Eco-Bos projects 
represents the most significant economic development in the St Austell area (e.g. 1,500 new 
sustainable homes, at least 450 to be affordable, potential for approximately 1,000 
employment opportunities and the potential to bring approximately £1 billion to the local 
economy over the next 20 years). In order to unlock this potential, Eco-Bos Ltd sees public 
sector support as being critical. One of the most important public sector projects is the 
proposed Link Road and if this is provided, the full potential of the new development is far 
more likely to be achieved; 

à Commercial Estates Group – Carlyon Bay Development: a development of over 500 new 
homes, this is currently on hold and there are concerns that without additional road capacity, 
the new development will simply exacerbate existing traffic problems. On this basis, the new 
Link Road and the connectivity it will provide to the A30 is seen as essential for this to go 
ahead. The economic benefits of the development have already been quantified and will 
support additional jobs and GVA; 

à Ellandi LLP – White River Place Shopping Centre: the Shopping Centre employs over 30 
people and views the new Link Road as a critical piece of infrastructure as it will effectively 
increase the Centre’s catchment area by making it easier for customers to travel there. 
Compared to today’s situation where access from the A30 (and surrounding area) to St 
Austell is comparatively poor, the Link Road will expand the Shopping Centre’s customer 
base; 

à St Ewe Eggs: located to the south west of St Austell, the nature of this business and its 
reliance on good transport connectivity means that it avoids St Austell as much as possible 
due to the traffic issues there; 

à St Austell Printing Company: the company has a major presence in the area with both a 
business park and conference centre (total funding exceeded £6.3 million with a 50:50 split 
between company funding and ERDF Convergence funding). Although not a significant 
contributor to local traffic, the Printing Park and Locals will continue to use the Bugle route, 
frustrated by new traffic calming measures, and some will move to more convenient locations. 

à Imerys Minerals: previously known as English China Clays PLC before being acquired by 
Imerys, its turnover in the UK is £400 million and it employs 900 people. The company 
continues to be a major employer in the area despite the decline in this industry in recent 
years. Although Imerys does not make use of the A30 for its products (the majority of these 
need transporting to nearby ports whilst the company has its own road network for some 
internal movements), it perceives the Link Road as playing a positive, strategic role in the 
longer term; 

à Mac’s BBQ Ltd: this is a small business employing 6 people with an annual turnover of 
£850,000 per annum. The company left the St Austell area due to the lack of suitable 
workspace – a theme raised elsewhere in the overall consultation programme. The responses 
from this company are instructive as they indicate the importance of the Link Road as an 
enabler of development in the area – in other words, the road will ‘kick start’ the process 
whereby land development becomes more viable from a developer’s perspective and this in 
turn will increase the stock of land available for employment space. 
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à The Cornwall College Group: Cornwall College operates across 10 sites in the south-west. 
The St Austell campus is a large, general educational site offering courses from special needs 
to degree level. When trying to attract students, the College regularly comes up against the 
problem of the perception of St Austell. The College Group would wholeheartedly support 
regeneration in the town given that students typically see the town as a ‘lesser entity’ 
compared to Truro. The College also stated that it has been proven over a long period of time 
that improved transport links tend to lead to growth in a town setting. 

PROPERTY AND DEVELOPMENT WORKSHOP 

4.5.17 This workshop was held on 6th February 2017 in St Austell. Attendees were from some of the key 
land and property developers in the county, including the following: 

à Alder King - based in Truro and are a regional firm of surveyors; 

à Vickery Holman - based in Truro and are a regional firm of surveyors; 

à Miller Commercial - based in Truro, they are a Cornwall and Devon firm of surveyors; 

à RJM Property and Development - based in St Austell, they undertake development in 
Cornwall and Devon; 

à Savills - based in Truro and are a national firm of surveyors; and 

à Savills Research – London. 

4.5.18 The primary objective was to seek the views and opinions of experienced property developers 
with respect to the potential economic impact of the new Link Road. There were five main themes 
covered and the discussions from each of these is summarised below. 

4.5.19 Lack of good connectivity: 

à The development potential for St Austell and the China clay area is being restricted by 
perceptions of poor transport connectivity, especially to key locations such as Newquay 
Airport. A good link between the area and the A30 will therefore go a long way to improve 
perceptions of access to the airport – and according to the attendees at the workshop, this will 
aid growth and sales. 

à Perceptions of poor access to St Austell from Truro and the west of Cornwall are also 
common, especially as there is no obvious route to take. This means that the area is seen as 
inaccessible with growth prospects reduced. 

à The A30 corridor is seen as being key to the development of Cornwall with small and 
medium-sized businesses relying on supplies and deliveries coming into the county. 

4.5.20 Perceived barriers: 

à The lack of development also means that there is insufficient workspace for new businesses 
to move into, thus reinforcing the ‘market failure’ in the area. The workshop attendees also 
observed that although there is demand for good quality workspace (with customers waiting 
for this), there is currently no appropriate space for them. 

à The low land values in the area also mean that only relatively ‘low value’ housing is available. 
These types of housing tend to attract those in lower value occupations with the outcome 
being another ‘vicious circle’ of sub-optimal economic performance as the local workforce 
tends to have lower levels of skills. 

à This means that just when the area is in urgent need of redevelopment and economic growth 
following declines in traditional industry, it is losing out and remaining under-developed 
compared to other areas. 

A30 to St Austell Link Cornwall Council 
March 2017 Confidential 



41 

4.5.21 General discussion on development: 

à Similar to the ‘low value housing’ issue, the area’s economic potential is not being realised as 
investors are staying away from the area due to perceptions of low land availability, 
deliverability and viability. 

à Where speculative employment space has been developed in St Austell – such as those at 
Krowji and the St Austell Print Company – these have performed well and demonstrate with 
improved connectivity and thus enhanced perceptions, development is far more likely to 
happen. 

4.5.22 Other benefits from improved infrastructure: 

à The attendees stated that another key benefit of improved road infrastructure is the positive 
impact on locations currently experiencing congestion and adverse environmental impacts. 
The new Link Road would bypass these areas and ‘bottlenecks’, thus making them more 
attractive to visitors and potential investors. 

à From a land use perspective, B1 office space development is currently affected by poor 
perceptions of the area whilst B2 to B8 development is based on ‘functionality’ characteristic – 
i.e. these types of developments (such as storage and distribution activities under ‘B8’) 
require close proximity to good transport corridors and this is why good connectivity to a 
major corridor such as the A30 is so important. 

4.6 EXTERNAL DRIVERS FOR CHANGE 

INTRODUCTION 

4.6.1 This section describes the main external drivers for change and summarises the local, regional 
and national policies affecting the study area. In addition to establishing the strategic policy 
context in the area, this understanding also helps to identify the local and strategic issues, and 
define the objectives of the scheme. 

CENTRAL GOVERNMENT POLICY CONTEXT 

NATIONAL PLANNING POLICY FRAMEWORK 

4.6.2 The National Planning Policy Framework (NPPF), released by the Department for Communities 
and Local Government in 2012, sets out the Government’s overarching planning policies for 
England. It states that the planning system should “deliver the homes, business and industrial 
units, infrastructure and thriving local places that the country needs”. 

4.6.3 It states that encouragement should be given to solutions which support reductions in greenhouse 
gas emissions and reduce road traffic and congestion and that development should seek to 
achieve safe and suitable access to the developments. 

DFT ACTION FOR ROADS – A NETWORK FOR THE 21ST CENTURY (JULY 2013) 

4.6.4 In 2013, the DfT published ‘Action for Roads: A Network for the 21st Century’. This document sets 
out the value of roads, and their importance in: 

à Getting us to work 

à Giving us access to goods and services 

à Connecting us with family and friends 

à Providing critical connections 
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à Supporting job creation and unlock economic development 

à Helping the UK compete internationally; and 

à Supporting business travel 

4.6.5 Figure 2-1 (extracted from the ‘Action for Roads’ document) describes how improved roads can 
strengthen the economy. Given the current economic constraints in St Austell; these 
demonstrated links are particularly important when considering potential scheme interventions. 

4.6.6 As well as setting a vision for the Strategic Road Network (SRN), ‘Action for Roads’ also 
highlights the importance of the Local Road Network, with emphasis on easing the funding 
process for major schemes. The document recognises that while the rest of the road network is 
not as intensively used as the strategic road network, it carries the majority of non-freight traffic 
and forms the start and end of almost every journey. Therefore, any plan for world-class roads 
has to include the local road network. New links, better junctions and improved access are all 
identified as being an integral part of supporting local development. 

4.6.7 Environmental issues such as the contribution of road traffic to climate change from carbon 
dioxide emissions, air quality and noise are identified as a major challenge. Road safety is also 
highlighted as a major economic cost to society, and there is an emphasis on encouraging greater 
safety. 
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Figure 4-11: Roads and the Economy. 
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DEFRA – TOWARDS A ONE NATION ECONOMY: A 10-POINT PLAN FOR 
BOOSTING PRODUCTIVITY IN RURAL AREAS (AUGUST 2015) 

4.6.8 As part of DEFRA’s 10 point plan, ensuring that rural areas are fully connected to the wider 
economy is one of the main key areas for focus.  As part of this theme it is detailed that there is a 
requirement to ensure there is a modern transport infrastructure, particularly road infrastructure, 
to enable rural businesses to supply goods to markets, including export markets, and for rural 
areas to attract workers and visitors. 

SUB-NATIONAL POLICY CONTEXT 

REGIONAL SPATIAL STRATEGY 

4.6.9 The draft Regional Spatial Strategy, produced in 2006, addressed the wider strategic needs of the 
South West. It included the Regional Transport Strategy which highlighted the importance of the 
corridor between Exeter and Penzance, including the A30, which connects the Strategically 
Significant Cities and Towns of Exeter, Truro and Camborne/Pool/Redruth. The reliability and 
resilience of the corridor was outlined as a vital part of the Strategy. 

CORNWALL & ISLES OF SCILLY LOCAL ENTERPRISE PARTNERSHIP -
STRATEGIC ECONOMIC PLAN 2014-2020 (DRAFT) 

4.6.10 The LEP has set the following thematic strategies: 

à Future Economy, 

à Growth for Business, and 

à Conditions for Growth. 

4.6.11 The ‘Conditions for Growth’ theme includes transport infrastructure as one of the intervention 
areas. It is highlighted that one of the challenges for transport infrastructure is transport demand. 
By 2026 in Cornwall it is predicted that transport demand will frequently outweigh the network 
capacity on inter-urban routes, resulting in congestion and longer journey times, which have direct 
costs on people and businesses and affecting the economic performance of the region. As well as 
managing transport demand it is also vital to ensure that towns in Cornwall are connected as poor 
connectivity is one of the biggest barriers to growth in the county. 

4.6.12 The development of transport infrastructure is seen as being important for achieving positive 
conditions for growth as it will provide improved internal and external links.  It is identified within 
the document that an efficient transport network results in better accessibility to economic 
markets, employment and investment and states that poor connectivity is one of the biggest 
barriers to growth.  In particular, investment in strategic transport proposals is considered to be 
essential in improving the region’s connectivity to both the rest of the UK and beyond. 

LOCAL GOVERNMENT POLICY CONTEXT 

CONNECTING CORNWALL: 2030 MOVING TOWARDS A GREEN PENINSULA 
(MARCH 2011) 

4.6.13 The vision of Connecting Cornwall 2030 is, ‘Transport in Cornwall will be excellent.  Our transport 
system will connect people, businesses and services in a way that is reliable, efficient, safe, 
inclusive and enjoyable.’ To reach this vision, there are six goals: 

à Tackling climate change 

à Supporting economic prosperity 
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à Respecting and enhancing the environment 

à Encouraging healthy active lifestyles 

à Supporting community safety and individual wellbeing 

à Supporting equality of opportunity 

4.6.14 Particularly relevant, is delivering and supporting economic prosperity.  This goal is further broken 
down to encapsulate the following objectives: 

à Improve connectivity of Cornwall to the rest of the world 

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

à Support the vitality and integrity of our town centres and rural communities 

4.6.15 In addition the goal supporting community safety and individual wellbeing is also important, with 
objectives around improving road safety, increasing public confidence in a safer transport network 
and reducing noise and air quality impacts. 

CORNWALL COUNCIL – ECONOMY AND CULTURE STRATEGY 2013-2020 
(SEPTEMBER 2013) 

4.6.16 The strategy’s vision is for “a confident, resilient Cornwall that is a leader in innovative business 
and low carbon technologies, increasing self-sufficiency for communities and individuals”. 

4.6.17 To achieve this vision, 6 issues have been identified.  These are: 

à Business Transformation 

à Cornwall Connectivity 

à Creativity and cultural heritage 

à Employment and skills 

à Leadership 

à Low Carbon economy 

4.6.18 As part of ‘Cornwall Connectivity’, one of the essential elements for delivery are to support 
strategic transport gateway opportunities which ‘unlock’ major employment land delivery , in 
particular along the A30.  Also to support improvements in internal transport networks. 

CORNWALL LOCAL PLAN: STRATEGIC POLICIES 2010-2030 (NOVEMBER 2016) 

4.6.19 The Plan is intended to help deliver the vision and objectives of ‘Future Cornwall’, the sustainable 
community strategy.  This vision is supported by four key themes: 

à To support the economy 

à To enable self-sufficient and resilient communities 

à To promote good health and wellbeing for everyone 

à To make the most of our environment 

4.6.20 These themes are broken down to include a number of objectives: 

à Removal of unnecessary barriers to jobs, business and investment 

à Enhancement of the tourist offering 
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à Provision of infrastructure to enable development to benefit the local community 

à Meeting of local needs to improve quality of life and reduce social exclusion 

4.6.21 The scheme is directly referenced within the Plan as a key factor in improving the road network 
and creating a more integrated and stronger transport network. 

4.6.22 More detail is provided for individual community network areas (CNAs) in addition to the overall 
local plan.  PP9 covers the St Austell and Mevagissey; China clay; St Blazey, Fowey and 
Lostwithiel CNAs.  Specific objectives for this CNA: 

à Objective AU3 Economy – Support the regeneration of the local economy and the town 
centre. 

à Objective AU4 Infrastructure – Enable the delivery of community infrastructure including new 
community facilities and in particular addressing transport congestion issues and links to the 
A30. 

à Objective CC3 Community Infrastructure – Enable the delivery of community infrastructure 
including new facilities, green space and key transport links to reduce the impact on 
communities. 

ST AUSTELL BAY ECONOMIC FORUM - AREA INVESTMENT PLAN FINAL REPORT 
(SEPTEMBER 2015) 

4.6.23 The aim of the plan is to provide a basis for joining up and driving forward the key economic 
investments needed to achieve positive and transformational economic change over a 10 to 15 
year period.  Five strategic themes are presented, which provide a framework to form the basis of 
the plan.  These are: 

à Connectivity and Infrastructure 

à Business and Investment 

à Places and communities 

à People and Skills, and 

à Environment and Sustainability 

CORNWALL COUNCIL – CORNWALL SITE ALLOCATIONS DEVELOPMENT PLAN 
DOCUMENT: PREFERRED OPTIONS CONSULTATION (SEPTEMBER 2016) 

4.6.24 This document supports the delivery of policies within the Cornwall Local Plan: Strategic Policies 
document, by allocating land for a range of uses to support the spatial vision and objectives of 
Cornwall and the communities that sit within it. 

4.6.25 Sites included for development relate to: 

à Housing growth 

à Commercial growth 

à Enabling infrastructure 

4.6.26 One of the developments identified by the document is the St Austell to A30 Link Road. This 
scheme is deemed to be essential in terms of delivering proposed growth in the St Austell area, 
and in particular, the West Carclaze Eco-Community, in addition to reducing congestion in the 
villages of Roche and Bugle, and improving the commercial attractiveness of St Austell. 
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ROCHE PARISH NEIGHBOURHOOD PLAN (2016-2030) 

4.6.27 The aim of the Plan is “to ensure that future growth and development in the Parish is shaped by 
local people to sustain and improve the quality of the community and its built and natural 
environment, in order to support sustainable development”.  More specifically it aims to protect 
the Parish’s unique character and ensure further development contributes to creating and 
maintaining a strong, sustainable community with high quality place-making. 

4.6.28 Traffic is identified as a key issue that needs addressing, with heavy traffic through Roche Village 
and Trezaise being residents’ greatest concern.  As such, the St Austell to A30 Link Road is 
deemed to be a priority. 

SUMMARY POLICY CONTEXT 

4.6.29 The above policy examples highlight that transport is key in strengthening the economy.  Factors 
such as improving connectivity, reducing travel times and improving reliability are identified as 
allowing business to operate more efficiently, to innovate, grow, compete, and increase the 
concentration of economic activity. The environment and safety are also highlighted as major 
issues. 

4.7 OBJECTIVES 

4.7.1 The overall aim of the project is to provide a high capacity, quicker route from St Austell to the 
A30, which will enable the economy of St Austell to prosper. Increased accessibility will achieve a 
wide range of benefits that will support business, investment and the economic restructuring 
required to regenerate the St Austell and China clay areas. 

4.7.2 Cornwall Council’s overarching aims for the mid-Cornwall area are to: 

à Create a better link between two of Cornwall’s largest towns – St Austell and Newquay, the 
airport and Aerohub Enterprise Zone 

à Make it easier to get to Cornwall’s new, large employment sites.  Therefore supporting the 
expanding employment sites Victoria Business Park, Indian Queens Industrial Estate and the 
Aerohub Enterprise Zone 

à Improve competiveness of St Austell as a location to do business via new employment space 
or interest in land that can be developed into employment space; creating 600 and 500 jobs 
respectively, within the St Austell and China clay areas. 

à Address congestion and support housing growth, including the delivery West Carclaze eco-
community; creating 1,500 new homes and 500 jobs. (by providing 15-18,000sqm of 
employment spaces) 

à Support the regeneration of Roche and Bugle; by addressing traffic issues there will be better 
opportunities for businesses. 

4.7.3 In order to ensure that the St Austell to A30 Link Road improvement is the most appropriate 
scheme it is necessary to ensure the scheme meets the following objectives: 

à Reduce journey times between Newquay, the A30 and St Austell 

à Improve journey reliability between Newquay, the A30 and St Austell 

à Reduce the impact of traffic congestion on local communities and businesses 

à Improve the safety of road users, pedestrians and cyclists 

à Support wider economic impacts and make St Austell a more attractive place for businesses 
to invest in while enabling the delivery of development sites. 
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4.7.4 The following table shows how the primary objectives align with the five keys aims. 

EASIER TO GET TO ADDRESS 
CREATE A BETTER CORNWALL’S NEW, IMPROVE CONGESTION AND REGENERATION OF 
LINK LARGE COMPETIVENESS SUPPORT HOUSING ROCHE AND BUGLE 

EMPLOYMENT SITES GROWTH 
Reducing journey 

Reduce 
journey times 

Reducing journey 
times between St 
Austell and the 
A30 will improve 
demand for 
employment 
space 

The Link Road 
will improve 
labour flexibility 
and the 
accessibility to a 
wider range and 
number of 
available jobs 

Reduced journey 
times will 
increase 
competition by 
opening up 
access to new 
markets 

The Link Road 
will provide 
support for new 
housing 
development that 
will expand labour 
market 
catchments 

times will 
increase business 
efficiency and 
time savings for 
businesses 
located in the 
area and will help 
address industrial 
decline in the 
area 

Improve 
journey 
reliability 

Improved 
reliability will 
strengthen the 
connectivity in the 
Mid Cornwall area 
for St Austell and 
the China clay 
area 

Better journey 
reliability will 
result in a positive 
impact to the 
functioning of the 
labour market, 
making it more 
efficient 

Better journey 
reliability will 
result in more 
businesses 
relocating to the 
area due to the 
provision of better 
connections 

The Link Road 
will facilitate the 
promotion of 
more affordable 
transport without 
dependence on 
the private car 

Improved 
reliability will 
ensure benefits 
for business 
travellers, freight 
and logistics 
operations 

Reduce the 
impact of 
traffic 
congestion 

An improved link 
will reduce 
congestion in the 
area, which is 
affecting the 
commercial 
viability of 
businesses. 

The Link Road 
will protect and 
improve the 
viability of the 
existing industry 
and current 
market position 

The Link Road 
will support 
employment 
training and 
education mobility 
in response to 
changes in 
economic activity 

The scheme will 
improve the 
environment and 
quality of life in 
the study area 
which will 
stimulate private 
sector investment 
in housing 

Employment and 
education will be 
more accessible 
whilst reducing 
travelling costs 

Improving 

Improve the 
safety of road 
users 

An improved link 
will reduce the 
number of KSI 
collisions 

Improving the 
safety of road 
users will result in 
the opportunity to 
achieve a modal 
shift away from 
the private car for 
commuters and 
business 
travellers 

A reduction in the 
number of road 
collisions will 
improve reliability 
for business 
travel and will 
improve 
competitiveness 

highway safety in 
the area will 
encourage the 
use of more 
sustainable 
modes of 
transport which 
will result in a 
reduced traffic 
impact on the 
local highway 

A reduction in the 
number of KSI 
collisions will 
promote the 
location of Roche 
and Bugle as safe 
destinations for 
commuters and 
business 
travellers 

network 

Support 
wider 
economic 
impacts 

Productivity rates 
in the area will 
increase due to 
the better access 
to employment 
land provided by 
the Link Road, 
and access to a 
more skilled 
labour market 

The Link Road 
will expand labour 
market 
catchments 
across mid 
Cornwall and will 
improve job 
matching. It will 
also facilitate 
market and 
supplier business 
interactions 

The benefits 
brought about by 
the scheme will 
provide a work 
and living 
environment that 
will support high 
value 
employment and 
will retain a higher 
skills and 
qualified 
workforce 

The Link Road 
will improve 
environmental 
conditions for 
residents and this 
will generate a 
higher demand 
for residential 
land use 

The Link Road 
will bring forward 
private sector 
investment in 
additional 
employment 
space and high 
quality business 
development 
which will help 
address 
deprivation levels 
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4.8 MEASURES FOR SUCCESS 

4.8.1 The Link Road will be a transformative catalyst for improved traffic conditions, regeneration and 
significant wider economic benefits. As measures of success, a series of key impacts are 
described below. 

4.8.2 The table below contains a listing of all ‘measures for success’ across all impact categories. 

KEY AIMS IMPACT MEASURES FOR SUCCESS 

Create a Better Link 

Positive impact on reliability 

The Link Road will help improve 
accessibility to St Austell, bringing 
interest from the private sector to 
invest in the area 

Improved highway safety levels 
Less disruption and collisions on 
the access to St Austell from the 
A30 

Improved air quality levels 

A positive impact on environment 
levels, especially at the towns 
currently located in the route to St 
Austell 

Better Connectivity 
Increase average earnings Increased average earnings for 

residents in the area 

Increase demand for housing Increased numbers of housing 
development and average price 

Improved Competitiveness 

Stimulate the creation of new start-
up companies 

Increased number of new start-up 
companies 

Increase high value jobs 
Increased skills levels required in 
new jobs created within the study 
area 

Stimulate uplift in tourism and 
shopping visits 

Increased number of visitors to St 
Austell 

Reduced Congestion Increased capacity in towns 
crossed by main roads 

Improved reliability to business 
services travelling between St 
Austell and the A30 

Promote Regeneration 

Increased inward investment The Link Road will help facilitate via 
enhanced perceptions 

Existing firms to expand Existing firms have more scope to 
expand if there is better access 

More employment opportunities 
A combination of the above will 
generate new – and better paid -
jobs 

Improved productivity levels 
Improved agglomeration via 
proximity-based productivity 
improvements 

Increased land values 

Land value gains are a good proxy 
impact measure of increased 
demand for land use development 
– this development will be 
‘unlocked’ by the transport 
intervention 

Development sites growing faster / 
reaching their full potential 

St Austell and the China clay Area 
has several important development 
plans that could significantly help 
regenerate the area – the Link 
Road will be a key facilitator of 
these 

Broad range of diversification in the 
labour market 

A series of measures: 1) lower 
youth unemployment, 2) less 
reliance on mining jobs, 3) more 
‘higher value’ jobs, 4) less reliance 
on ‘lower skills’ jobs, 5) more local 
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KEY AIMS IMPACT MEASURES FOR SUCCESS 
job opportunities for those with 
Level 4+ qualifications 

Reducing deprivation levels 

Through the IMD (Index of Multiple 
Deprivation), seek to achieve 
reductions in deprivation in the St 
Austell and the China clay area 
over a given timeframe 

Improving skills levels 
Via the ONS NOMIS skills 
measurements, seek to improve 
skills levels over a given timeframe 

4.9 SCOPE - WHAT WE WILL DELIVER 

4.9.1 The St Austell to A30 Link Road will be an important facilitator of economic activity, growth and 
development in St Austell and the surrounding area. This scheme comprises the following 
elements of work: 

à A 6.2 km long, 10m wide single carriageway to the west of Roche designed to 60mph 
standard, which links to the old A30 west of Victoria and utilises part of the existing B3274 
south of Trezaise. This route includes climbing lanes out of Stenalees and in Trezaise. 

à Complementary traffic management measures in Bugle, Roche and Stenalees to prevent 
through traffic and enhance the village centres. These measures include HGV restrictions, 
widening of footways and provision of on street parking bays, traffic calming and speed limit 
reductions to create a low speed environment in the village centres. 

à Downgrading and restriction of traffic on the current A391 through Bugle and Stenalees. 

4.9.2 A high level plan of the scheme is shown in Figure 4-12.  More detailed scheme plans are shown 
in Appendix A-1. 
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Figure 4-12 New link road alignment. 
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4.10 CONSTRAINTS 

4.10.1 This section reviews the constraints identified during the assessment process. 

ENVIRONMENTAL CONSTRAINTS 

4.10.2 An Environmental Constraints Plan has been included as Appendix A-2.   The constraints are 
summarised below. 

NOISE 

4.10.3 The Web TAG assessment procedure predicts an overall improvement in road traffic noise levels 
as traffic is removed from links through Roche onto the new bypass. Increase in noise level 
predicted at NIAs (3301 and 3302) in Victoria. Decrease in noise level predicted at NIA (13038) in 
Stenalees. No properties experiencing a noise level greater than 75 dB LAeq, 16 hour. Potential 
for properties to qualify under the NIR. NPV of impact on sleep disturbance is £1,569,825. There 
is predicted to be a decrease of 19 households that experience a night time noise level greater 
than 55dB Lnight in the forecast year with the scheme. 

AIR QUALITY 

4.10.4 The St Austell AQMA (Air Quality Management Area) is located approximately 4km from the Link 
Road route and traffic is likely to feed into this AQMA. The Link Road is likely to result in an 
increase in NO2 and PM10 concentrations along the length of the route when operational. The 
alignment of the proposed route is in its majority away from residential properties and villages 
however there are approximately 18 properties within 50m, and 50 properties within 200m of the 
Link Road. The Link Road is proposed to be located within 200m of the Goss and Tregoss 
SSSI/Breney Common and Goss and Tregoss Moor SAC designated for its heathland and 
moorland habitats, with these habitats being sensitive to nitrogen deposition. 

LANDSCAPE 

4.10.5 There are some potential landscape impacts on limited areas of pastoral farmland and loss of 
Cornish hedgerows. The route passes through an area of county wildlife site at  Hensbarrow 
Downs and will result in severance of three public rights of way. There are also potential impacts 
on visual amenity, including effects on views from properties, minor roads, and elevated points 
such as Caerloggas Downs, Hensbarrow Downs and Belowda Beacon. 

TOWNSCAPE 

4.10.6 There is a risk that the Link Road may sterilise land between the road and existing settlements, 
changing the character of this land and potentially extending the settlement boundary as far as 
the Link Road, resulting in coalescence and suburbanisation in the long term. Reduced through-
traffic at existing settlements on the A391 (mainly Stenalees and Bugle) and the B3274 (Roche) 
may see reduced footfall at local businesses. A small number of residential properties along 
Roche Road on the western edge of Stenalees would also be affected by views of the adjacent 
new road construction. 

HISTORIC ENVIRONMENT 

4.10.7 The Link Road has the potential to impact on one Grade II* listed asset, eleven Grade II listed 
assets, three scheduled monuments, several areas of non-designated mining remains and other 
non-designated buried archaeology and earthworks. 
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BIODIVERSITY 

4.10.8 The Link Road may result in a number of impacts on a number of designated sites and the loss of 
mature habitats with higher intrinsic ecological value and those of importance to notable/protected 
species. This will necessitate compensation through habitat replacement and potentially also 
enhancement and management of retained features. Fragmentation effects are likely to be 
significant due to cutting through fields/hedgerows as oppose to edge habitats. This may result in 
a widened distance between functionally linked habitats (for example woodland blocks or aquatic 
habitats occurring on either side of the road). 

WATER ENVIRONMENT 

4.10.9 The northern extent of the Link Road, crosses multiple ordinary watercourses and natural springs 
close to Terank Moor that form the upper tributaries of the River Fal. The route for the Link Road 
also crosses an ordinary watercourse close to Higher Trezaise that forms the upper reaches of 
the Par River. The ordinary watercourses to the north of the route within the River Fal catchment 
flow through the Goss Moor NNR and Goss and Tregoss Moors SSSI immediately downstream of 
the route. The route where the Link Road is proposed is not at risk of flooding. It may, however, 
increase local flood risk by restricting the flow of water within the channels that are crossed by the 
route. The Link Road will introduce new areas of hardstanding that are likely to be discharged to 
adjacent ordinary watercourses, and may result in a slight adverse impact on local water quality 
and aquatic ecology. 

DESIGN CONSTRAINTS 

4.10.10 There are potential issues with the ground conditions in the vicinity of Stenalees as a result of the 
China clay industry and the waste mining products.  As a result of this the route has been moved 
closer to the existing B3274 road route to increase certainty. 

4.10.11 At the northern end of the route there are also areas of mining archaeology. 

4.10.12 There is a current farm access along the proposed route.  Therefore, for the tenant farmer to 
continue to access this land, there is an option to provide an at grade access. 

4.10.13 Drainage investigations have highlighted that there are storage concerns near Stenalees due to 
restricted space in the area, this needs to be investigated further. 

LAND OWNERS 

4.10.14 Table 4-2 summarises the ownership of land required for the permanent land take (approx. 
42.8ha, comprising 37ha and existing highway 5.8ha). A plan showing the extent is in Appendix 
A-3. 
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Table 4-2: Landowners along scheme route. 

LANDOWNER/ NAME 

APPROX. AREA 
REQUIRED FOR 

PERMANENT LAND TAKE 
(HA) 

% OF LAND REQUIRED 
FOR PERMANENT 

LAND TAKE (42.8 HA) 
COMMENTS 

Imerys 16.2 37.8% Supportive 

Tregothnan 13.5 31.5% Supportive 

Cornwall Council (mainly 
highways) 7.5 17.5% Supportive 

Mr Morcom of Trerank 
Farm 2.0 4.6% 

Generally supportive, subject to 
property access and accommodation 
works 

Highways England (old 
A30 according to the 
Land Registry) 

0.9 2.2% Assumed to be supportive 

Small land owners 2.7 6.4% 

Contact has been established, some 
concerns raised. Further negotiation 
required on mitigation and 
compensation 

4.10.15 In summary there are two major landowners who own around 70% of the land required for the 
road, and through on-going liaison they are supportive of our proposals. The Council and 
Highways England hold another 20% of permanent land take required, mainly existing Highways 
and areas around the former trunk road. 

4.10.16 Consultation has taken place with all landowners, whilst some of the smaller landowners are 
understandably concerned, many of their issues will be addressed through detailed design and 
mitigation proposals, such as screening and boundary treatments and through adequate access 
arrangements and accommodation works being implemented. 

4.11 INTERDEPENDENCIES 

4.11.1 This project does not require the completion of any other scheme or deliverable outside of the 
projects control. It could begin as soon as funding is provided. 

4.12 STAKEHOLDERS 

4.12.1 A new Link Road connecting St Austell to the A30 would be hugely influential to the people of the 
St Austell and China clay areas. There are many people, businesses, groups and government 
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agencies with a vested interest and comprises a wide group of stakeholders with responsibility for 
the area, including: 

à Cornwall and Isles of Scilly Local Enterprise Partnership (CIoS LEP); 

à Cornwall Council, 

à Department for Transport; 

à St Austell Business Improvement District 

à Roche Parish Council 

à Luxulyan Parish Council 

à Treverbyn Parish Council 

à St. Blaise Parish Council 

à Carlyon Parish Council 

à The Cornwall College Group 

à St Austell Town Council; and 

à St Austell Bay Economic Forum (SABEF) 

4.12.2 If the project receives funding, the land owners and tenants in the area along with members of the 
public in general will become actively engaged. 

4.13 OPTIONS 

4.13.1 This section explores the options considered to solve the problems and then assesses the results 
of each option against the objectives and aims. 

4.13.2 In the OAR completed by CORMAC Solutions, 14 potential road routes were identified; two to the 
east of Bugle; 7 to the west of Roche; and 5 running between the two villages.  The OAR in 
Appendix B-2 explores how the options have been considered, analysed and compared against 
the objectives and criteria during the optioneering process.  The schemes were then sifted to a 
short-list of interventions that address the study objectives using the Early Assessment and Sifting 
Tool (EAST). 

4.13.3 Initial assessment work carried out in early 2016 on 8 route options identified 2 routes, Bugle 
Option 1 and Roche Option 2 to take forward for development and consultation. 

4.13.4 Following consultation in Summer 2016, it was identified that the Bugle Option 1 was no longer 
viable due to the imminent designation of the mid Cornwall moors sites of special scientific 
interest (SSSI). 

4.13.5 Therefore, the project team undertook another round of optioneering based on further technical 
work and feedback from consultation process which identified a further 6 routes to consider. 

4.13.6 From this further round of reassessment 3 options were progressed for further study, having 
either met each of the scheme objectives to an acceptable level, complied with strategy and 
policy, and passed key viability and acceptability criteria: 

à Bugle - Goonbarrow Option 1 - Alignment to west of Bugle, skirting the Goonbarrow pit and 
bypassing Lockengate, based on continuous 60mph design speed with extensive 
embankments and limited junctions; 

à Bugle – Goonbarrow Alternative Option 1a - Alternative, lower cost alignment to west of Bugle 
that avoids new housing development on Roche Road and utilises greater length of existing 
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A391 between Lockengate and Bugle, based on 60mph design speed but with additional 
junctions; 

à Roche Option 2  - Alignment to west of Roche, based on 60mph design speed, utilising 
improved section of the existing B3254 south of Trezaise; 

4.13.7 A Preferred Options Assessment Report (POAR) (Appendix B-3) has taken Roche Option 2 and 
the two Bugle Goonbarrow options for further assessment, as well as a proposed link road for St 
Dennis (CERC). 

4.13.8 In addition to the main options considered in the POAR, supplementary links were considered. 
However, these were considered to dilute the overall impacts of the main options and involved 
more of a packaged approach and therefore have not been considered here. 

COMPARISON OF OPTIONS AGAINST THE OBJECTIVES 

4.13.9 Table 4-3 shows how the two options compare when assessed against the objectives: 
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Table 4-3: Comparison of each option against scheme objectives 

OPTION 1 - BUGLE - OPTION 1A BUGLE - OPTION 2 ROCHE DO NOTHING GOONBARROW GOONBARROW 

Reduce journey Journey times Journey times remain Journey times remain Journey times times between the increase due to as they are as they are remain as they are A30 and St Austell congestion 

Vehicles continue to Improves journey encounter issues More junctions reliability between St Provides affecting reliability, therefore only slight Austell and the A30 Improve journey improvements to such as broken improvement to as well as to the reliability between reliability down vehicles reliability wider Mid Cornwall the A30 and St obstructing the Corridor Austell routes 

The villages Reduce the impact Removes traffic away Removes traffic away Removes traffic continue to of traffic from the villages of from the villages of away from the experience high congestion on Roche, Bugle and Roche, Bugle and villages of Roche, numbers of vehicles local communities Stenalees Stenalees Bugle and Stenalees having a negative and businesses impact on them 

Improve the safety Safety benefits are Provides safety No improvements to Removal of traffic fromof road users, slightly reduced due to improvements in the road safety are old routes improves pedestrians and more junctions and villages and old made between the safety in the villages cyclists potential risks here routes A30 and St Austell 

To support wider Provides more economic impacts direct, quicker link Businesses and make St between the A30 continue to be put Austell a more Provides more direct, Provides more direct, and St Austell but off by the current attractive place for quicker link between quicker link between also improves the perceived barriers businesses to the A30 and St Austell the A30 and St Austell link to St Austell and to setting up invest in while but but the Aerohub and the business in St enabling the Mid Cornwall Austell delivery of Corridor development sites. 

COMPARISON OF OPTIONS AGAINST THE STRATEGIC AIMS 

4.13.10 Table 4-4 demonstrates how the options meet the strategic aims of the LEP, Cornwall Council 
and the Department for Transport. 
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Table 4-4: Comparison of options against Strategic Aims 
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OPTION 1 - BUGLE -
GOONBARROW 

OPTION 1A BUGLE -
GOONBARROW OPTION 2 ROCHE 

DO NOTHING 

Future Economy ✔ ✔ ✔✔ X 

Growth for Business ✔✔ ✔ ✔✔ X 

Conditions for Growth ✔✔✔ ✔✔✔ ✔✔✔ X 

Sustainable economic 
growth ✔✔ ✔✔ ✔✔ X 

Better environment ✔✔✔ ✔✔✔ ✔✔✔ X 

Improved health and 
wellbeing ✔✔ ✔✔ ✔✔ X 

Resilient, safe 
communities with 
affordable housing to ✔✔✔ ✔✔✔ ✔✔✔ X 

meet local needs 

To become a high 
performing council 
through continual 
improvement - fix, ✔✔ ✔✔ ✔✔ X 

prepare, transform and 
excel 

Tackling Congestion ✔✔ ✔✔ ✔✔ X 

Improve Road Safety ✔✔ ✔✔ ✔✔ X 

Encourage sustainable 
local travel ✔ ✔ ✔ X 

Promote walking and 
cycling 

✔ 
✔ ✔ X 

✔✔✔: Objective highly achievable ✔: Objective slightly achievable 

✔✔: Objective partially achievable X:  Objective unachievable 
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SUMMARY OF COMPARISON OF OPTIONS OBJECTIVES AND STRATEGIC AIMS, 
INCLUDING RISK 

4.13.11 Summarising how each option meets the scheme objectives and the strategic aims is outlined in 
the table below and includes the risks associated with each option. 

Table 4-5: Comparison  of options against objectives, strategic aims including risk 

OPTION 
MEETS OBJECTIVES AND STRATEGIC 
AIMS 

RISKS 

Do Nothing 

No improvements to objectives but 
strategic aims may be met in other 
areas of Cornwall but not within St 
Austell and the Mid Cornwall 
Corridor. 

Journey times increase further and 
reliability decreases, this further adds to 
unwillingness to invest in the St Austell 
area by businesses resulting in further 
decline in the area. 

The health of residents in Bugle, 
Stenalees and Roche declines due to air 
quality and noise impacts. 

Option 1 Bugle to 
Goonbarrow 

Meets some of the scheme objectives 
and contributes to strategic aims. 

Multi land owners identified, which may 
impact delivery 

Requires a new road bridge over rail, 
requiring Network Rail input which could 
impact delivery timescales. 

Increases the distance for those travelling 
from Newquay and areas to the north 
west, impacting vehicle operating costs. 

Significant total construction costs. 

Option 1A Bugle to 
Goonbarrow 

Meets some of the scheme objectives 
but to a lesser degree due to more 
junctions.  Contributes to strategic 
aims. 

As above in option 1. 

Option 2 Roche 

Meets the scheme objectives and 
also provides benefits to the wider 
area, including the Mid –Cornwall 
Corridor.  Contributes to Strategic 
Aims 

The route is slightly further for people 
travelling from the east to St Austell, 
adding to vehicle operating costs 

A higher speed road, will increase 
accidents compared to the current 
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CONCLUSION 

4.13.12 Option 2 Roche, has been identified as meeting the objectives and being deliverable and is the 
preferred option. 

4.13.13 It would bring significant benefits to the residents of Roche, Bugle and Stenalees but also lead to 
overall traffic benefits to St Austell, providing a catalyst to economic regeneration in the St Austell 
and China clay region while also improving links with the Mid Cornwall corridor and Newquay. 

4.13.14 Options 1 and 1A, while also delivering similar benefits, do not provide some of the wider benefits 
towards Newquay and present more deliverability issues through land acquisition, rail bridge 
requirements and costs. 
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5 ECONOMIC CASE 
5.1 INTRODUCTION 

5.1.1 The Economic Case contains an assessment of all the impacts of the preferred option. This gives 
the Value for Money (VfM) outcome of the scheme and fulfils UK Treasury requirements for 
appraisal and the demonstration of ‘value for money’ in the use of taxpayers’ money. 

5.1.2 Also in line with Treasury appraisal requirements, the economic, environmental, social and 
distributional impacts of the preferred option are examined using qualitative, quantitative and 
monetised information where appropriate. In assessing value for money, all of these are brought 
together to determine the extent that scheme benefits outweigh costs. 

5.1.3 All impacts have been estimated using the Department’s appraisal guidance (the methods set out 
in the Department’s modelling and appraisal guidance, WebTAG). The impacts are also 
presented in an Appraisal Summary Table (AST). 

5.1.4 The Value for Money assessment has followed the process set out in DfT document ‘Value for 
Money Assessment: Advice Note for Local Transport Decision Makers’ (December 2013). The 
monetised impacts are summed to establish the ‘Initial’ BCR. This is then updated to establish an 
‘Adjusted’ BCR whereby WebTAG-compliant wider economic impacts and other monetisable 
benefits are included. The last step is to take account of other non-monetised economic, 
environmental and social impacts to determine the value-for-money category. These latter 
impacts are treated as sensitivities and are included to ensure that the VfM assessment considers 
all impacts, and not just those monetised in the Initial and Adjusted BCRs. 

5.1.5 The approach is shown in the diagram below: 

Figure 5-1: WebTAG approach 
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5.1.6 The monetised impacts that have been included in the initial and adjusted BCRs are set out in the 
table below, alongside the non-monetised assessments that form part of the value-for-money 
assessment. 

Table 5-1 Monetised and Un-Monetised Benefits. 

CATEGORY 

Economy 

Environment 

Social 

Public Accounts 

MONETISED 
(INCLUDED IN INITIAL 

BCR) 

Business Users 
and Transport 
Providers 

Greenhouse 
Gases 

Commuting and 
Other Uses 

Accidents 

Costs to Broad 
Transport Budget 

Indirect Tax 
Revenues 

MONETISED 
(INCLUDED IN 

ADJUSTED BCR) 

Reliability Impact 
on Business Users 

Some Wider 
Impacts  (see 
Section 5.2) 

Reliability Impact 
on Commuting and 
Other Users 

OTHER MONETISED UN-MONETISED 
(NOT INCLUDED IN (NOT INCLUDED IN 
ADJUSTED BCR) ADJUSTED BCR) 

Further Wider 
Impacts (see Regeneration 
Section 5.2) 

Noise 

Air Quality 

Landscape 

Townscape 

Historic 
Environment 

Biodiversity 

Water 
Environment 

Physical Activity 

Journey Quality 

Option and Non-
Use Values 

Security 

Access to Services 

Affordability 

Severance 

A30 to St Austell Link Cornwall Council 
March 2017 Confidential 



63 

5.2 WIDER ECONOMIC IMPACTS 

CONTEXT-SPECIFIC ECONOMIC NARRATIVE 

5.2.1 Based on guidance and feedback from DfT (reflecting the forthcoming updates to wider economic 
impacts guidance), a Context-Specific Economic Narrative has been developed to support the 
approach and methods used in the Economic Case. The Narrative defines the scope of the 
analysis and describes the technical aspects of the work so that the derivation of the results – and 
the factors driving these results – can be understood. 

5.2.2 There are two guiding principles to the Narrative: 

1) It ensures that the reported economic impacts within the OBC are integral and not an ‘add 
on’ at the end of the process; and 

2) It ensures that the approach taken is selective and proportionate - in other words, the 
approach is based on the expected economic impacts of the Link Road whilst the scope 
of the technical approach is proportionate to the scale of the scheme’s impacts. 

5.2.3 The Narrative builds on the context-specific approach described in the Appraisal Summary Report 
(ASR) and has been refined as the work has progressed and as more information has become 
available. 

5.2.4 This Narrative is therefore the main tool through which the scope of the analysis in the OBC is 
articulated and justified. The Narrative covers the following: 

à Identification and justification of the expected economic impacts and descriptions of how 
these achieve the economic objectives set out in the Strategic Case; 

à Identification of the welfare change associated with these impacts arising from “market 
failures” (such as employment impacts); and 

à Identification and justification of the methods to quantify and value the impacts. 

5.2.5 The St Austell to A30 scheme has significant regeneration objectives that underpin the case for 
intervention. As such, consideration of wider economic impacts is a vital part of the scheme 
appraisal, supported by a clear Context-Specific Narrative.  The narrative also ensures that the 
analysis is proportionate, thus justifying the efforts incurred to capture the wider economic 
impacts. 

5.2.6 Given the need to demonstrate additionality and displacement, the context-specific narrative 
reported here is also based on Additionality modelling guidance as set out by the Homes and 
Communities Agency (HCA). 

5.2.7 Additionality modelling is relevant as this forms part of DfT’s new ‘Level 3’ sensitivity testing 
process (currently being finalised after consultation) and covers the extent to which the wider 
economic impacts are subject to additionality, leakage, displacement and multiplier effects. 

5.2.8 To summarise the different methods in the Economic Case (both ‘conventional’ transport model-
based and wider impacts), Figure 5-2 covers the different levels of analysis and economic 
impacts. 
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Figure 5-2: Summary of Economic Impacts in Strategic and Economic Cases. 
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5.2.9 Based on the information in Figure 5-2, the following economic impacts are covered: 

à Level 1: user benefit-based conventional impacts (Initial BCR); 

à Level 2: agglomeration improvements (proximity benefits) plus labour supply impacts 
(Adjusted BCR); and 

à Level 3: dependent development impacts and adherence to additionality modelling guidance 
(Sensitivity Testing). 

5.2.10 The output metrics associated with each of these are reported in Section 5.3.1 of this chapter 
onwards. 

5.2.11 The following contains descriptions of why each type of economic impact method has been 
selected for the three ‘levels of analysis’: 

à Level 1 (Initial BCR): these user benefit-based ‘conventional’ impacts are derived from the 
traffic modelling work undertaken and cover the monetised journey time savings, accident 
reductions and other standard transport-related impacts typically associated with a scheme of 
this type 

à Level 2 (Adjusted BCR): 1) proximity (agglomeration)-based “Wider Impacts” are calculated 
as the Travel to Work survey undertaken in the St Austell area demonstrates significant 
amounts of commuting into and out of the area – this is to be expected given that employees 
living in the St Austell and China clay Area need to access places of employment in Newquay 
and elsewhere (the survey also indicates that there are those who in-commute to St Austell 
and 2) “Output Change in Imperfectly Competitive Markets” impacts – an add-on to Wider 
Impacts – typically representing 10% of business user benefits; and 

à Level 3 (Sensitivity Analysis): these include 1) dependent development impacts (the land 
value gain associated with ‘unlocked’ residential developments) and 2) additionality 
assessment. 

DfT feedback on these different types of impacts (and their incorporation in the Economic Case) 
was obtained at the Appraisal Specification Report (ASR) stage. 

The feedback has been incorporated in the appraisal with care taken to avoid any potential 
double-counting, for example. DfT commented that dependent development and Wider Impacts 
cannot be added together – this means that both Wider Impacts and dependent development 
have been calculated simultaneously (to demonstrate different potential values of a scheme) but 
are not added together. This is also discussed in Section 5.7.7. 

5.3 OPTIONS APPRAISED 

5.3.1 A full list of schemes appraised and the method to do so is detailed in the OAR in Appendix B-2. 
The POAR in Appendix B-3 details the further assessment undertaken on the preferred options. 
These included: 

à Option 1 - Bugle – Goonbarrow (High Spec) – Link road to the west of Bugle, Stenalees and 
Lockengate, designed to 60mph 

à Option 1A Bugle – Goonbarrow (Low Spec) - Link road to the west of Bugle, Stenalees and 
Lockengate, with additional junctions 

à Option 2 Roche – Link road to the west of Roche 

à Do Nothing 
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5.3.2 Option 2 Roche is the preferred route as this this is the most deliverable scheme to meet the aims 
and objectives identified in the Strategic Case. 

5.3.3 Do Nothing is not an option as it will none of the issues identified in the Strategic Case around 
transport and economic activity will continue and are likely to worsen over time as economic 
indicators such as the ‘productivity gap’ continue to widen. 

5.4 ASSUMPTIONS 

TRAFFIC MODELLING 

5.4.1 The base year model formed the basis for the forecast models used. Forecast models were built 
for 2022, the proposed opening year of the scheme, and 2037, a future case fifteen years from 
the opening year. The forecast models detailed in this report have been built in compliance with 
TAG Unit M4 (November 2016). 

5.4.2 The time periods that have been modelled are shown in Table 5-2. These time periods have been 
chosen to allow for the operation and economic benefits of the road to be fully understood and to 
ensure that the operation of any scheme is acceptable in the design year. 

Table 5-2 Modelled Time Period Classification 

TIME PERIOD MODELLED PERIOD 

Neutral Month AM Peak 08:00 – 09:00 

Neutral Month Interpeak Average hour 10:00 – 16:00 

Neutral Month PM Peak 17:00 – 18:00 

Overnight Period 19:00 – 06:00 

Average Weekend Hour 00:00 – 23:00 

5.4.3 The AM peak, interpeak and PM peak models have been calibrated and validated to link flows, 
turning movements and journey times in line with Transport Appraisal Guidance (TAG); the 
models accurately represents the existing traffic situation within the detailed study area. 

5.4.4 The Traffic Data Collection Report Appendix C-1details the traffic data that has been used to 
develop the traffic models to inform the appraisal of the scheme. The Scheme Local Model 
Validation Report Appendix C-2 details the development of the base year models. 

5.4.5 Forecasts were developed for the scheme opening year (2022) and the scheme design year 
(2037). Forecast models have been developed for a ‘do minimum’ scenario (that is, without an 
improvement scheme between the A30 and St Austell) and the proposed scheme. 
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5.4.6 The forecast demand matrices incorporate explicitly modelled development sites and background 
growth from the trip end model presentation program (TEMPRO). The growth in the number of 
‘light goods’ and ‘heavy goods’ vehicles has been applied by using growth factors derived from 
the national road traffic forecast (NRTF). The forecast networks include highway schemes that 
are deemed committed or have secured growth deal funding. 

5.4.7 Future year models have been produced for a core (central) growth scenario, as well as high and 
low growth forecasts, for both the 2022 and 2037 modelled future years. 

5.4.8 Variable demand modelling (VDM) has not been carried out as part of the forecasting procedures. 
The tests for the requirement for VDM set out in WebTAG have been completed, which 
determined that VDM would not be required.  Detailed of the methodology used and the results 
from the VDM tests are provided in the Forecasting Report. 

5.4.9 The scheme Traffic Forecasting Report (Appendix C-4) details the traffic forecasting methodology 
and results. 

ECONOMIC APPRAISAL APPROACH 

5.4.10 The economic appraisal undertaken for the proposed scheme includes monetisation of travel time 
benefits, vehicle operating costs, accident savings and greenhouse gases. The appraisal provides 
a comparison between the total benefits and total costs of each option over the 60 year period. 

5.4.11 The Economic Assessment Report (Appendix C-5) details the economic appraisal of the scheme. 

ECONOMIC EFFICIENCY 

5.4.12 The economic efficiency is the sum of the travel time, vehicle operating cost and construction and 
maintenance user benefits. The economic efficiency appraisal was undertaken using the DfT 
transport user benefit appraisal (TUBA) software. The appraisal uses outputs from the traffic 
model to calculate user benefits due to changes in travel time and vehicle operating costs, over a 
60 year appraisal period. 

ACCIDENTS 

5.4.13 The additional economic impact, arising from the effect the scheme would have on the number of 
accidents predicted to occur over the 60 year appraisal period, was calculated using the DfT cost 
benefit analysis (COBA-LT) spreadsheet. 

GREENHOUSE GASES 

5.4.14 The amount of greenhouse gas emissions in each scenario is calculated by TUBA using the trip 
information that has been extracted from the VISUM model. The TAG Workbook Greenhouse 
Gases Worksheet (December 2015) was used to assess the value of the impact arising from the 
change in carbon dioxide emissions. 

SCHEME COSTS 

5.4.15 Scheme costs estimates have been prepared by CORMAC. The cost estimates for the scheme 
include preparation, supervision, construction and land costs. An allowance for risk has also been 
included in the costs.  Further information on the scheme cost estimates is provided in the 
Financial Case section. 
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5.4.16 The scheme cost estimates detailed in the Financial Case do not include Optimism Bias, as 
advised by the DfT.  However, WebTAG requires that Optimism Bias (OB) is included in the cost 
estimates used for economic appraisal, and hence OB has been applied at 15%.  Using WebTAG 
guidance in A1.2, 15% is considered appropriate given the current level of scheme design and 
risk analysis. 

5.5 ECONOMIC APPRAISAL RESULTS 

5.5.1 Full results are provided in the Economic Assessment Report in Appendix C-5. 

5.5.2 The present value benefits (PVB), present value costs (PVC), and the benefit to cost ratio (BCR) 
are summarised in the analysis of monetised costs and benefits (AMCB) table in Table 5-3. All 
costs and benefits are present values discounted to 2010, in 2010 prices. 

5.5.3 WebTAG sets out TUBA v1.9.7 as the current version of the TUBA software to be used in scheme 
appraisal.  However, updated the DfT have recently carried out research work to update the 
values-of-time currently within WebTAG, which will become adopted guidance in the near future. 
A revised version of TUBA (v1.9.8) has been released including these new values.  BCRs have 
therefore been produced from both versions of TUBA. 

Table 5-3: Analysis of Monetised Costs and Benefits (£000) of scheme. 
ANALYSIS OF MONETISED COSTS AND BENEFITS TUBA V1.9.7 TUBA V1.9.8 
Noise £2789 £2789 
Local Air Quality - -
Greenhouse Gases -£5476 -£5476 
Journey Quality - -
Physical Activity £43 £43 
Accidents -£14002 -£14002 
Economic Efficiency: Consumer Users (Commuting) £6121 £10299 
Economic Efficiency: Consumer Users (Other) £67413 £53975 
Economic Efficiency: Business Users and Providers £151400 £78301 
Wider Public Finances (Indirect Taxation Revenues) £11251 £11251 
Present Value of Benefits (PVB) £219539 £137179 

Broad Transport Budget £72810 £72810 
Present Value of Costs (PVC) £72810 £72810 

OVERALL IMPACTS 
Net Present Value (NPV) £146729 £64369 
Benefit to Cost Ratio (BCR) 3.01 1.88 

5.5.4 The results show that the scheme provides significant benefits to transport users, resulting from 
the significant improvement in the performance of the new A391 in comparison to the existing 
route.  The scheme produces an Initial BCR equal to 1.88 using TUBA v1.9.8, and 3.01 using 
TUBA v1.9.7. 
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5.6 ADJUSTED BCR 

WIDER IMPACTS 

5.6.1 The Adjusted BCR includes ‘wider impacts’ based on WebTAG (current Unit A2.1). These 
primarily comprise proximity-based agglomeration improvements whereby productivity – 
measured by GDP per worker – is enhanced due to the reduced generalised costs associated 
with the scheme. 

5.6.2 These are appropriate to calculate as the St Austell Travel to Work Profile shows that there are 
significant volumes of movements by those making journeys to and from work in the study area. 
As described in 5.2.11, these journeys are made as workers have to travel outside the area to 
access jobs whilst there are also employees from outside the area who travel into St Austell and 
the China area to work. 

5.6.3 The method to calculate these wider impacts was as follows: 

à Process the outputs from the traffic model (‘Base Case’ and ‘Do Something’ generalised 
costs) so that the VISUM model zonal data is converted to Local Authority District (LAD) level 
– the DfT dataset is provided at LAD level (covering GDP per worker etc.); 

à An Excel-based agglomeration model was developed so that the traffic model outputs could 
be used in the WebTAG-based calculations (following the formulae set out in Unit A2.1 – 
Effective Density and Agglomeration Improvements); 

à The calculations were undertaken across the four different sectors in the DfT database 
(Construction, Consumer Services, Manufacturing and Producer Services); 

à The agglomeration improvement calculations were undertaken for the Preferred Option 
(Option 2 – Roche) with Core growth being the ‘central case’ scenario tested; and 

à Similar to the conventional benefits based on the TUBA outputs, the agglomeration 
improvement benefits were summed over 60 years subject to 3.5% discounting in the first 30 
years and 3.0% thereafter. 

5.6.4 Although the traffic modelling work (and zoning system) covers the whole of the UK (e.g. there is 
a granular zoning system in the study area with much larger zones to cover other counties and 
the rest of the UK), the agglomeration-based Wider Impacts were calculated on a much more 
localised basis to reflect realistic drive times for those making journeys to and from work. After a 
review process covering this, the agglomeration impacts are restricted to those within the 
Cornwall Local Authority District. 

5.6.5 Also calculated are the benefits associated with ‘Output Change in Imperfectly Competitive 
Markets’. These are based on current WebTAG Unit A2.1 and are calculated by applying a 10% 
uplift to business user benefits derived from the TUBA work. 

5.6.6 The results show that the scheme provides additional wider economic benefits and that these are 
primarily due to agglomeration-based productivity improvements.  The results for the 
agglomeration and output change  benefits are shown in the table below: 

Table 5-4: Wider Impact Benefits (£000) of scheme. 
ANALYSIS OF MONETISED COSTS AND BENEFITS TUBA V1.9.7 TUBA V1.9.8 
Agglomeration £42612 £42612 
Output change in imperfectly competitive markets £15140 £7830 
TOTAL £57752 £50442 
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RELIABILITY 

5.6.7 An assessment of the impact of the scheme on reliability has been carried out, using the stress-
based approach as set out in WebTAG Unit A1.3.  The assessment is detailed in the Economic 
Assessment Report. 

5.6.8 The assessment concludes that the reliability impact of the scheme is neutral; hence no further 
monetised benefits for reliability are included in the adjusted BCR. 

ADJUSTED BCR 

5.6.9 Based on the wider impacts and reliability assessments, the adjusted BCR for the scheme is set 
out below. 

Table 5-5: Analysis of Monetised Costs and Benefits (£000) of scheme (Adjusted BCR). 
ANALYSIS OF MONETISED COSTS AND BENEFITS TUBA V1.9.7 TUBA V1.9.8 
PVB from Initial BCR £219539 £137179 
Wider Impact Benefits £57752 £50442 
Reliability Benefits £0 £0 
OVERALL PVB (ADJUSTED) £277291 £187621 
Present Value of Costs (PVC) £72810 £72810 
Adjusted Benefit to Cost Ratio (BCR) 3.81 2.57 

5.6.10 The results show that the scheme provides significant benefits.  The scheme produces an 
adjusted BCR equal to 2.57 using TUBA v1.9.8, and 3.81 using TUBA v1.9.7. 

5.7 ADDITIONAL WIDER ECONOMIC IMPACTS 

5.7.1 As well as the impacts captured in the Initial and Adjusted BCRs, there are other economic 
impacts that can be assessed under DfT guidance. Although these are not calculated to the same 
degree of certainty as the traffic model-based impacts, as has been demonstrated in the Strategic 
Case (Chapter 4), there are several important wider economic objectives associated with the 
scheme and a series of indicators of these are presented here. 

5.7.2 These impacts cover the following: 

à Dependent development impacts (land value gains from ‘unlocked’ residential development); 
and; 

à Additionality assessment, including how the types of impacts given in Chapter 4 are specific 
to the study area and not simply displaced from elsewhere. 

DEPENDENT DEVELOPMENT 

5.7.3 Dependent development impacts are based on current WebTAG Unit A2.3 and focus on 
residential land value gain. The approach adopted is based on the first of the two scenarios 
described in Unit A2.3: It is possible that some transport schemes could 'unlock' housing 
development. That is, the housing development directly depends upon implementing the 
proposed transport investment. This might be due either to 1) a lack of access to the planned 
area of development, or 2) to planning constraints arising from an expectation that the 
surrounding transport network would be rendered over capacity during peak periods were the new 
development to proceed. 
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5.7.4 The impact based on lack of access is applicable here as this is one of the key factors holding 
back development in the St Austell area (as demonstrated in the Strategic Case and the feedback 
gained from the stakeholder consultation). 

5.7.5 The potential dependent development gains from residential land value uplift are £74 million. This 
is based on using DfT’s Valuing Housing Impacts workbook and takes account of the following: 

à The three key housing sites that are highly unlikely to go ahead without the better access 
provided by the Link Road are 1) the ECO M2 site near Par Docks, 2) the STA M1 site at 
Pentewan Road and 3) the STA M2 site at Edgecumbe; 

à These sites have been identified within a development plan and could go ahead if the Link 
Road is built (or are conditional on the Link Road proceeding); and 

à All three sites are large with respective sizes of 4.7, 0.94 and 0.24 hectares. 

5.7.6 The land values are based on locally derived data for agricultural and residential land with the 
externality land values (perpetuity) based on the data in the DfT dataset. There is a marked 
differential between the value of undeveloped agricultural land in the South West (as typically 
seen in the area around St Austell) and the values associated with residential land use in 
Cornwall. 

5.7.7 Based on feedback from DfT at the ASR stage, it was noted that the land value uplift of 
dependent development includes any impact which are capitalised into land values, such that 
double-counting of wider economic impacts can arise. For this reason, dependent development 
and other impacts such as agglomeration cannot be added together. 

5.7.8 Based on DfT’s feedback, however, both Wider Impacts (included in the Adjusted BCR) and 
Dependent Development have been undertaken simultaneously to demonstrate the different 
potential values of the scheme - but are not added together. 
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ADDITIONALITY 

5.7.9 Additionality refers to the extent to which the wider economic impacts will be retained within the 
study area and not subject to 'leakage' and 'displacement' to / from other areas. This is based on 
HCA’s current guidance7. 

5.7.10 Additionality modelling is relevant as it addresses the following: 

à Leakage: e.g. what proportion of wider economic impacts will benefit those outside the study 
area?; 

à Displacement: e.g. the proportion of impacts accounted for by reduced benefits / impacts 
elsewhere; 

à Substitution: e.g. instances where a firm “substitutes” one activity for a similar one (one type 
of worker could be substituted for another type of worker etc.); and 

à Economic multiplier effects: e.g. further economic impacts from knock-on effects in the 
local economy (such as impacts on supply industries and the impact of increased spending by 
new employees). 

5.7.11 As reported in Section 3.2 and shown in the data boxes in Figure 3-1, there is considerable long-
term economic potential in the study area and this covers the impacts of developments not likely 
to reach their full potential if the Link Road is not built. 

5.7.12 These impacts cover a range of metrics, including numbers of jobs (both construction and 
‘operational’), the GVA generated by the additional jobs, additional Council Taxation receipts and 
additional Business Rate income. A total of 30 sites were identified in the Local Plan and other 
development plans – these included a mixture of commercial sites and business parks, new 
residential developments and mixed-use sites. 

5.7.13 Each site has its own ‘development schedule’ in terms of size and build-out horizon. The 
assumption made for this appraisal was that full development of each site would take place by 
2037 (the modelled forecast year) with the Link Road implemented. 

5.7.14 To assess the extent of additionality to the study area, the following was assumed: 

à Reference Case: this is the likeliest outcome over time if no intervention takes place (e.g. no 
Link Road). For the Reference Case, of those sites already given planning permission or 
likely to go ahead, the assumption that they would only reach half their proposed build-out if 
the Link Road is not built. Of the 30 sites, there is uncertainty as to whether 8 of these will go 
ahead (and are therefore likely to need the Link Road to facilitate them) – these are assumed 
not to go ahead in the Reference Case; 

à Leakage: as the developments will be implemented solely within the study area (a relatively 
isolated, stand-alone community and surrounding area), there is very little likelihood of 
leakage of economic impacts to other locations and communities. Assumed leakage is 
therefore zero; 

à Displacement: the developments have been put forward for this area specifically and have 
been included in local plans for a considerable period of time – the likelihood that these have 
been displaced from other parts of Cornwall (or elsewhere) is thus very small and is 
considered to be zero here; 

7 Homes and Communities Agency (HCA): Additionality Guide (Fourth Edition), 2014 
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à Substitution: substitution impacts will also be zero as the new developments will not replace 
current workers with other types of workers (with different skillsets etc. – the new 
developments will generate new employment opportunities; and 

à Multiplier effects: the employment estimates include indirect and induced impacts so no 
further multiplier effects are considered here. 

5.7.15 Based on the above, the additionality of the economic impacts of the new developments are 
summarised in Table 5-6. 

Table 5-6: Summary of Additionality Impacts. 
IMPACT TYPE CASE 

Reference Case Intervention Additionality Comments 
Jobs (Construction) 1,796 5,448 3,652 
Jobs (Operational phase) 1,811 4,461 2,650 
GVA (Construction) £64.8m £201.5m £136.7m 
GVA (Operational phase) £66.9m £165m £98.1m Annual recurring 
Council Tax receipts £4.1m £16m £11.9m Annual recurring 
Business Rate income £2.4m £6.1m £3.7m Annual recurring 

5.7.16 Table 5-6 indicates the extent of potential additionality associated with the new developments. 
Without the new Link Road, the economic impacts would only be approximately one third of those 
that could be achieved. Although these impacts do not form part of the BCR calculations, they do 
give an indication of the economic potential that could be achieved in an area that has struggled 
to attract sufficient inward investment in recent years. 

5.7.17 Another indicator of potential additionality emerged from the business survey work where firms 
were asked to estimate the cost savings to them if the road was built. Although indicative and 
based on the firms’ estimates of these savings, by converting the sample size to cover all 
businesses in the area and by discounting the total annual cost saving over the 60 year appraisal 
period, a total of £15.1 million could potentially be saved by businesses. This windfall could be re-
invested in the businesses for expansion and taking on more local workers. 

SUMMARY 

5.7.18 The analysis of wider economic impacts shows that the scheme would result in an additional 
6,302 jobs in the area. 

5.7.19 The scheme would also result in additional GVA of £136.7m during construction, and further 
annual GVA benefits of £98.1m per year. 

5.7.20 In addition, the scheme would deliver additional annual Council Tax receipts of £11.9m per year, 
an additional Business Rate income of £3.7m per year. 
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5.8 ASSESSMENT OF NON-MONETISED IMPACTS 

ENVIRONMENTAL IMPACTS 

5.8.1 This section provides a preliminary overview of the environmental impacts identified for each of 
the following topics and describes the key aspects identified by the appraisal. The Preliminary 
Environmental report is contained in Appendix C-6. 

5.9 NOISE 

ROCHE 

5.9.1 The Web TAG assessment procedure predicts an overall improvement in road traffic noise levels 
as traffic is remove from links through Roche onto the new bypass. Increase in noise level 
predicted at NIAs (3301 and 3302) in Victoria. Decrease in noise level predicted at NIA (13038) in 
Stenalees. No properties experiencing a noise level greater than 75 dB LAeq, 16 hour. Potential 
for properties to qualify under the NIR. NPV of impact on sleep disturbance is £1,569,825. There 
is predicted to be a decrease of 19 households that experience a night time noise level greater 
than 55dB Lnight in the forecast year with the scheme. 

5.9.2 534 properties are predicted to experience an increase in the daytime and 490 properties are 
predicted to experience a decrease in daytime noise levels in the opening year. 

5.9.3 526 properties are predicted to experience an increase in the daytime and 500 properties 
predicted to experience a decrease in daytime noise levels in the forecast (design) year. 

Qualitative Result: Slight Adverse 

Monetary Value of benefits: £2,788,538 

ROCHE TO TREKENNING 

5.9.4 Not assessed further. 

5.10 AIR QUALITY 

ROCHE 

5.10.1 The proposed route is located in a rural setting with existing ambient air pollution concentrations 
within the air quality objectives for nitrogen dioxide (NO2) and particulate matter (PM10), the air 
pollutants mostly associated with traffic emissions. There are no Air Quality Management Areas 
(AQMAs) in the vicinity of the proposed route. Though the proposed route is approximately 4 km 
from the St Austell AQMA and traffic is likely to feed into this AQMA from the proposed route. 

5.10.2 The WebTag local air quality assessment procedure indicates an overall improvement in air 
quality within the study area along the proposed route when operational. The alignment of the 
proposed route is in its majority away from residential properties, with 18 properties within 50m. 
Overall there are 50 properties within 200m of the route. The proposed route will also result in a 
reduction in traffic related air emissions along B3274 as it will reduce the number of vehicles 
driving through Roche, Trezaise and Higher Trezaise. There are significantly higher numbers of 
properties along B3274, with over 180, within 50m from the road compared to the proposed route. 
Overall impacts on local air quality are considered neutral. Regional air quality impacts have been 
predicted to be neutral. Therefore impacts on regional air quality are also considered neutral. 
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5.10.3 The proposed route is within 200m of the Goss and Tregoss SSSI/Breney Common and Goss 
and Tregoss Moor SAC designated for its heathland and moorland habitats, which are sensitive to 
nitrogen deposition. A slight increase in NOx concentrations and nitrogen deposition rates is 
predicted at the SAC as a result of the scheme 

Result: Neutral. 

Total value of change in air quality: -£11,171 

ROCHE TO TREKENNING 

5.10.4 Comments as Roche paragraphs above. 

Result: Neutral. 

Total value of change in air quality: £9,253. 

5.11 GREENHOUSE GASES 

ROCHE 

5.11.1 As a result of vehicles having to travel along a slightly longer route between St Austell and the 
A30 than previously, greenhouse gas emissions are likely to increase. 

Monetary Value of benefits: -£5,443,094. 

5.12 LANDSCAPE 

ROCHE 

5.12.1 There is potential for impacts on limited areas of pastoral farmland and a loss of Cornish 
hedgerows.  The route also passes through an area of access land at Hensbarrow Downs and will 
result in severance of three public rights of ways.  Visual amenity could be impacted, including 
views from properties, minor roads and elevated points such as Caerloggas Downs, Hensbarrow 
Downs and Belowada Beacon. 

Result: Slight adverse. 

ROCHE TO TREKENNING 

5.12.2 The proposed route is online and landscape effects would be limited to the removal of up to 100m 
of Cornish hedgerow which is substitutable within 15 years. There may be views of the 
construction process from Castle an Dinas Iron Age hill fort. 

Result: Neutral. 

5.13 TOWNSCAPE 

ROCHE 

5.13.1 There is a risk that the Roche bypass will sterilise land between the new road and the existing 
settlements, changing the character of this land and potentially extending the settlement boundary 
as far as the new road, resulting in coalescence and suburbanisation in the long term. 
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5.13.2 Reduction in traffic through the settlements will increase tranquillity and, if accompanied by 
improvements to the public realm, has the potential to improve the overall appearance and 
likelihood of human interaction.  Reduced through-traffic may however reduce football at local 
businesses, leading to the “Tesco town” effect. 

5.13.3 Other townscape elements that would be affected by this option include the nucleating mining 
village of Penwithick. 

Result: Slight adverse. 

ROCHE TO TREKENNING 

5.13.4 Not assessed as located away from townscape. 

5.14 HISTORIC ENVIRONMENT 

ROCHE 

5.14.1 The proposed scheme has the potential to impact on one Grade II* listed asset, 11 Grade II listed 
assets, three scheduled monuments, several areas of non-designated mining remains and other 
non-designated buried archaeology and earthworks.  The cohesive group of designated assets 
surrounding the Grade II* listed Church of St Gomonda are likely to remain unaffected by the 
proposed option. 

5.14.2 However, the setting on the context of the scheduled barrow group at Tregress Moor may be as 
high as large adverse.  There are numerous impacts on known non-designated buried 
archaeology and earthworks and the effects range from slight to large adverse.  There is a high 
potential for previously unrecorded archaeology from the prehistoric to the modern period. 

Result: Moderate adverse. 

ROCHE TO TREKENNING 

5.14.3 Currently there is not sufficient design information to assess impacts on the Historic Environment. 
The link appears to re-use or adapt the current road network and impacts are only likely to arise 
where additional land take impacts on buried archaeology, or where changes, such as lighting, 
adversely alters the context of designated assets. 

Result: Not assessed. 

5.15 BIODIVERSITY 

ROCHE 

5.15.1 There are likely to be adverse impacts on a number of designated sites, with the loss of mature 
habitats of high intrinsic ecological value and those of importance to notable or protected species. 
This will necessitate compensation through habitat replacement and potentially also enhancement 
and management of retained features. 

5.15.2 Fragmentation effects are likely to be significant due to cutting through fields and hedgerows as 
oppose to edge habitats.  This may result in the widening of the distance between functionally 
linked habitats however structures could be provided to facilitate movement of species. 

5.15.3 With suitable scheme design and targeted mitigation and compensation it is considered likely that 
the majority of impacts could be negated in the long term and the project may be able to deliver 
enhancements via the creation of new or enhanced aquatic and terrestrial habitat. 
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Result: Moderate adverse. 

ROCHE TO TREKENNING 

5.15.4 This option will result in an overall large adverse impact due to the potential for indirect impacts, 
predominately, air quality to impact the integrity of the Goss and Tregoss Moors designations 
(SAC,SSSI, NNR). The route runs directly through the designations. The route will likely have a 
slight adverse impact on badger, dormice, birds,invertebrates, fish, otter and bats due to direct 
habitat loss and fragmentation or indirect habitat degradation. Loss of habitats, including 
hedgerow may be compensated for in the long-term with the provision of replacement habitat in 
the redline.. 

Result: Large adverse. 

5.16 WATER ENVIRONMENT 

ROCHE 

5.16.1 The route will introduce new areas of hardstanding that will most likely be discharged to the 
adjacent ordinary watercourses.  Whilst the runoff will be subject to treatment prior to discharge, 
the discharge of this water may have a slight adverse impact on local water quality and aquatic 
ecology. 

5.16.2 There is a risk of the proposed route increasing local flood risk by restricting the flow of water 
within the channels that are crossed by the route.  A moderate adverse impact is considered 
appropriate at this stage. 

Result: Negligible. 

ROCHE TO TREKENNING 

5.16.3 The discharge of water from the increased hardstanding may have a negligible to slight adverse 
impact on local water quality and aquatic ecology if appropriate treatment is not provided. 

5.16.4 The works are not located in a groundwater SPZ and there are no licensed groundwater 
abstraction points within the study area.  Bedrock and superficial deposits underneath the area 
are identified as Secondary A aquifer. The route is considered likely to have negligible impact on 
the quality of groundwater resources. 

5.16.5 The route is not indicated to be at risk of flooding and is not likely to decrease the size of existing 
watercourse crossings. Minor diversion of existing watercourses/drains may be required. A slight 
adverse impact is considered appropriate at this stage. 

Result: Slight adverse. 

5.17 SOCIAL IMPACTS 

5.17.1 This section covers the impacts of the transport system not considered as part of the economic or 
environmental appraisal. There are eight impacts that comprise the social impact appraisal, as set 
out by WebTag Unit A4.1. These are assessed in the following sections: 

PHYSICAL ACTIVITY 

5.17.2 Physical Activity refers to the consideration of the interrelation between transport and health and 
the economic benefits accruing through reduced journey times for pedestrians and cyclists. 
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5.17.3 It has been estimated, based on the Census data, that in 2011 4 cyclists and 28 pedestrians 
might have commuted through the area. The reduction in journey time might result in 1 additional 
cyclist but no additional pedestrians. Given the very low numbers it is considered unlikely that 
there will be a significant change in vehicle trips. 

5.17.4 The monetised benefits to commuters over a 60 year appraisal period, are estimated at £42,680. 

5.17.5 The health benefits are assumed to be negligible in economic terms due to the very low numbers 
of new commuters. 

Result: Negligible 

JOURNEY QUALITY 

5.17.6 Journey Quality refers to the real and perceived physical and social environment including 
information, crowding and perceptions (rather than the reality) of safety. 

5.17.7 The environment, particularly for bus users (in terms of smoothness of ride), will improve. 
Travellers will benefit from better views, and from reduced stress as the new Link Road will be 
built to modern standards reducing frustration and fear of potential accidents in comparison to the 
current situation. These improvements will benefit a large number of travellers using the route 
every day (AADT estimated at 15944 at opening based on Forecast VISUM modelling). 

Result: Moderate Beneficial 

ACCIDENTS 

5.17.8 The scheme results in traffic rerouting to the new scheme from the A391 and B3274 as well as 
other local routes. The introduction of the new road sees an increase in the number of casualties 
due to the increased length of the route. The introduction of the scheme also encourages people 
to reroute from the A390 to the A38/A30 with this leading to an increase in traffic levels on the 
new road and in turn an increase in the number of casualties.  Despite these disbenefits being 
shown due to the overall increase in casualties, the introduction of scheme will provide a safer 
route on average (per vehicle km 

Result: Slight Adverse 

PERSONAL SECURITY 

5.17.9 The proposed route will provide significantly improved security, especially after dark. However the 
number of users at such times is likely to be low and so the benefit is slight. 

5.17.10 Whilst buses may operate on the new Link Road, it is unlikely that any passengers will board or 
alight along the new road so this mode has not been assessed. 

5.17.11 Although the Link Road will be heavily used, little traffic is expected to stop at any point along the 
route. Given the small improvements in security that the scheme presents through its design the 
beneficial impact has been deemed as slight. 

Result: Slight Beneficial 

SEVERANCE 

5.17.12 Severance refers to the separation of residents from facilities and services due to transport routes 
such as roads. 
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5.17.13 The number of pedestrians crossing the proposed alignment at present is very low, as the 
scheme runs through rural areas. Despite the likely increase in traffic on the Link Road, it will 
divert large amounts of traffic away from Bugle, Stenalees and Roche where there is a much 
larger number of pedestrians crossing existing routes. 

5.17.14 Balancing the slight negative impacts on low volumes of pedestrians with the slight to moderate 
positive impacts on a much higher number of pedestrians the overall impact is considered to be 
Moderate Beneficial. 

Result: Moderate Beneficial 

OPTION VALUES AND NON-USE VALUES 

5.17.15 The Option Values and Non-Use Values refers to the willingness-to-pay to preserve a transport 
service for trips not yet made (at least by a given mode). 

5.17.16 The proposal does not include improvements linked directly to public transport, and therefore will 
not affect option values. No further assessment is considered appropriate or necessary. 

Result: Neutral 

ACCESSIBILITY 

5.17.17 Accessibility refers in the context of WebTAG to access to services via Public Transport. 

5.17.18 The Link Road does not include improvements linked to public transport, and therefore will not 
affect accessibility. No further assessment is considered appropriate or necessary. 

5.17.19 The scheme does not inherently provide for any Accessibility benefits or disbenefits, therefore the 
impacts is deemed as ‘Neutral’ It is noted that there may be wider accessibility benefits (e.g. 
enhanced walking/cycling routes to schools and within local villages) but these are outside the 
scope of a WebTAG appraisal. 

Result: Neutral 

PERSONAL AFFORDABILITY 

5.17.20 Personal Affordability refers to the impact on individual’s private finances of a transport 
intervention. For this scheme there is assumed to be no change in costs to modes other than by 
motor vehicle. 

5.17.21 Analysis across income groups shows an adverse impact on all groups apart from the least 
deprived. 

Result: Slight Adverse 

5.18 APPRAISAL SUMMARY TABLES (AST) 

5.18.1 The Appraisal Summary Table for the preferred option is shown in Appendix C-7. 

5.19 SENSITIVITY 

5.19.1 An economic appraisal has also been carried out for high and low forecast growth scenarios; 
these forecasts have been produced using guidance set out in WebTAG.  These scenarios allow 
an assessment of the sensitivity of scheme benefits to changes in demand. 
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5.19.2 Table 5-7 and 

5.19.3 Table 5-8 show the impact of these scenarios on the scheme benefits (using the outputs from 
TUBA only). 

Table 5-7: Sensitivity test results | High and low growth scenarios (£000s) (TUBA v1.9.7). 

SCENARIO PVB NPV BCR 
Low growth 207059 134249 2.844 

Core growth 230709 157899 3.169 

High growth 249010 176200 3.420 

Table 5-8: Sensitivity test results | High and low growth scenarios (£000s) (TUBA v1.9.8) 

SCENARIO PVB NPV BCR 
Low growth 133557 60747 1.834 
Core growth 148350 75540 2.037 
High growth 159956 87146 2.197 

5.19.4 The results show that whilst the benefits decrease in the low growth scenario and increase in the 
high growth scenario, the scheme produces significant economic benefits in all scenarios.  The 
future benefits from the scheme are therefore not dependent on the realisation of future traffic 
growth. 

5.20 VALUE FOR MONEY STATEMENT 

5.20.1 The Value for Money (VfM) has been assessed in accordance with ‘Value for Money Assessment 
Advice Note for Local Transport Decision Makers’ (December 2013).  The Value-For-Money 
Statement for the scheme is set out in the table below, based on the results from TUBA v1.9.8. 
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Table 5-9: Value-for-Money Statement. 
ASSESSMENT DETAIL 

Initial BCR 3.01 / 1.88 Calculated using WebTAG guidance 
Results presented for TUBA v1.9.7 and v1.9.8 

Adjusted BCR 3.81 / 2.57 Includes assessments of wider economic impacts 
and reliability benefits 

Qualitative Assessment Neutral 

Large Beneficial Impacts due to: 
· Regeneration 

Moderate Beneficial Impacts due to: 
· Severance 
· Journey Quality 

Slight Beneficial Impacts due to: 
· Personal Security 

Slight Adverse Impacts due to: 
· Noise 
· Landscape 
· Townscape 

Moderate Adverse Impacts due to: 
· Historic Environment 

Large Adverse Impacts due to: 
· Biodiversity 

Key Risks, Sensitivities 
Risks reflected in 

VfM conclusion 

· Growth constrained to TEMPRO v7.2 
forecasts; local growth forecasts set out in 
Cornwall Local Plan exceed TEMPRO levels, 
hence future demand may be higher than 
modelled; 

· Traffic demand significantly increases in 
summer periods which have not been 
included in the appraisal; 

· No construction or maintenance impacts 
included; 

· Optimism Bias included in scheme cost 
estimates at 15%. 

VfM Category High 

It is considered that the economic appraisal 
represents a conservative assessment of the 
actual benefits of the scheme, hence there is a low 
risk that the scheme will fall into a lower value for 
money category 

5.21 DISTRIBUTIONAL IMPACTS 

5.21.1 As analysis of the distributional impacts has been carried out, using guidance as set out in 
WebTAG Unit A4.2. 

5.21.2 The results of the assessment are documented in the Distributional Impacts Report, included as 
Appendix C-9. 
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6 MANAGEMENT CASE 
6.1 INTRODUCTION 

6.1.1 This chapter forms the management case for the scheme. It describes how the scheme will be 
delivered through project management best practice, confirming that the timescales are realistic 
and demonstrating that an appropriate governance structure is in place to oversee the project. 

6.1.2 An industry standard approach has been used but consideration has also been given to local 
variations. 

6.1.3 The Management Case comprises of the following components: 

à Evidence of similar projects; 

à Programme and project dependencies; 

à The governance structure (management framework); 

à The scheme / project scheduling; 

à The assurance and approvals plan; 

à The stakeholder management process; 

à The programme / project reporting; 

à Implementation of work streams; 

à Key issues for implementation; 

à Contract management; 

à The risk management process; 

à How the benefits set out in the economic case will be monitored and realised; and 

à Project Management Summary. 

6.2 EVIDENCE OF SIMILAR PROJECTS 

6.2.1 Cornwall Council (along with their Framework consultants and contractors) has extensive 
experience in delivering major transportation projects including: 

à A30 Temple to Higher Carblake (£60m) – Under construction. Due for completion summer 
2017. 

à Camborne-Pool-Redruth East/West link (£26m) - completed November 2015. 

à A391 Carluddon Road Improvement (£13m), completed 2015. 

à A38 Carkeel Roundabout improvements (£3.9m) – Under construction. Due for completion in 
2018. 

à Truro Western Corridor Improvements A38 Carkeel Roundabout improvements (£14m) – 
Under construction. Due for completion in 2018. 

à Redruth Strategic Employment Growth Package (£7.6m) – Under construction. Due for 
completion end of 2017. 

à Newquay Strategic Route Phase 1 (£2.9m) – Due for completion end of 2016. 

à A39 Trispen Renewal (£6.6m) – completed March 2016. 

A30 to St Austell Link Cornwall Council 
March 2017 Confidential 



83 

à A30 Chiverton Cross Junction improvement (£4m) – completed March 2011. 

6.2.2 Opportunities will be taken, wherever possible, to learn from positive experiences, and improve 
delivery processes, through acting upon lessons learnt. Of particular relevance to the design 
process is the recent experience gained on the A391 Carluddon scheme which is essentially an 
earlier phase of the St Austell to A30 route. Significant work on this scheme involved similar 
ground conditions and issues associated with a new road across an area of former clay mining 
operation. This includes dealing with loose tipped material, slope stability issues, made ground, 
and non-organic radioactive material in redundant pipework and plant. This scheme was delivered 
on time and to budget. 

6.2.3 The Camborne-Pool-Redruth east/west link road project also involved similar challenges 
associated with an area formerly heavily mined with variable standard of historical records and 
has developed methods for dealing with mine shafts and contaminated soil. Again this was 
delivered on time and to budget. 

6.2.4 The £60m A30 Temple to Higher Carblake dualling scheme currently under construction (and on 
target to be under budget) provides the template for project management and governance for 
major road construction project of similar scale and value. 

6.2.5 Work on these projects demonstrates the Council and its consultant team have the recent design 
experience and knowledge with mechanisms in place to deliver major road projects through areas 
of challenging topography and questionable ground conditions. 

6.3 PROGRAMME /PROJECT DEPENDENCIES 

6.3.1 The scheme is not reliant on any other schemes happening before or after for it to realise its 
benefits. No other future projects or schemes are dependent on it. It can be delivered, designed 
and costed independently and can progress in isolation. 

6.4 GOVERNANCE, ORGANISATIONAL STRUCTURE & ROLES 

6.4.1 Project governance structure, roles and responsibilities are provided in detail in Figure 6-1. 
Although some terms have been changed, the essential roles and responsibilities and the detailed 
processes for this level of project are consistent with PRINCE2. 

6.4.2 The Project Director is the Service Director – Transport and Infrastructure for Cornwall Council. 
He is responsible overall for the delivery of the scheme. 

6.4.3 Senior suppliers and senior users are included on the Project Board from the Design 
Organisation, and the Highway Authority. In due course a senior supplier (construction) will be 
added to the Project Board once a construction contractor is appointed. 

6.4.4 The Project Manager is responsible for the day to day running of the project within the tolerances 
set down by the Project Board. 

6.4.5 The Project Manager reports to the Project Board monthly through a slimmed down meeting of 
the board as a ‘Steering Group’. Issues can be escalated to the Project Board at any time and 
board members have delegated authority to make decisions, and authorise actions, within the 
constraints of the project mandate. 

6.4.6 The overall governance structure for the project is shown in Figure 6-1 below. 
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Figure 6-1 Project governance structure. 
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6.5 PROGRAMME / PROJECT PLAN 

6.5.1 A project programme has been developed for this Outline Business Case setting out all the key 
project tasks and their duration, the interdependencies between each of the tasks, and key 
milestones and gateways. Certain elements of the programme have built in tolerance / 
contingency to account for risks identified within the risk register (which could have an impact 
upon the programme). 

6.5.2 The programme will be a live document, with progress on planned task completion being 
monitored against actual progress on a weekly basis by the project manager. The Project 
Manager will report progress against plan to the Project Board. 

6.5.3 A greater level of detail will be introduced into the programme as detailed design of the scheme 
progresses and as risk quantification and impacts change. 

6.5.4 A Project Plan is provided in included as Appendix D-1. 

6.5.5 Key items from the Project Plan are listed in the table below: 

Table 6-1: Key tasks and dates for the scheme programme. 

TASK DURATION OF TASK START DATE 

Preliminary Design 490 days April 2017 

Ground investigations 225 days April 2017 

Environmental surveys and 
assessment 490 days April 2017 

Land negotiations 240 days April 2017 

Consultation 139 days August 2017 

Planning 310 days April 2017 

Detailed Design 460 days April 2018 

Tendering 227 days December 2018 

Construction 659 days October 2019 

Closure 545 days February 2022 
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6.6 ASSURANCE AND APPROVALS PLAN 

6.6.1 Project Assurance is about checking that the project is conducted properly and is the 
responsibility of the Project Board. This ensures continued viability in terms of costs and benefits 
(business assurance), checking the user requirements are being met (user assurance) and that 
the project is delivering a suitable solution (supplier assurance). Given that each of the three 
elements of project assurance reflects the interest of the specific project board members, project 
assurance is undertaken by the relevant project board member with specific responsibilities 
identified in each role. 

6.6.2 In line with PRINCE2 Theme on Quality, Assurance is split into Project and Quality Assurance: 
assessed inside and outside the project. The Project Governance document, project plan and 
Communications Strategy highlight the assurance processes established for the proposed 
scheme. 

6.6.3 Quality Assurance provides an independent view on whether the project’s direction, management 
and compliance are being conducted properly. Gateway Reviews have been programmed at key 
stage change points throughout the Scheme’s life. 

6.6.4 The following table shows the scheduled Gateway Reviews: 

Table 6-2: Gateway Reviews. 
GATEWAY STAGE STAGE DESCRIPTION EXPECTED 

1 2a end of Preliminary Design March 2018 
2 2b end of Detailed Design September 2018 
3 3 end of Stage 3 – Tendering January 2020 
4 4 end of Stage 4 – Construction April 2022 
5 5 end of Stage 5 - Delivery & Closure March 2024 

6.6.5 The Scheme will be subject to monitoring and evaluation in accordance with the DfT Guidance. 
An assurance and approvals plan is available in Appendix D-7 . 

6.7 COMMUNICATIONS AND STAKEHOLDER MANAGEMENT 

6.7.1 Over the life of the project, there will be many individuals or groups with an interest or involvement 
with it, or who are affected by its activities and outcomes, i.e. the project’s stakeholders. These 
stakeholders will all hold differing levels of interest and influence on the project. Understanding 
stakeholder’s interests in the project, and the impact that the project will have on them, and then 
implementing a strategy to address their issues and needs is of critical importance to the success 
with which a project is delivered. 

6.7.2 There are several main groups to consult with: 

à Council Officers and Members, MPs and Town / Parish Councils 

à Statutory Bodies e.g. Environment Agency, Highways England, Heritage England 

à Residents and landowners adjacent to the route within the Consultation area 

à Non Residential Stakeholders, including businesses adjacent to the A30(T) to St Austell Link 
Road within the Consultation area 

à Those living or based outside the Consultation area of the scheme but using the route or 
advising groups who do, including emergency services, public transport providers, road user 
groups and haulage associations 

à Emergency services e.g. police, fire and ambulance 
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6.7.3 The Project Manager will manage and maintain a database of affected landowners, stakeholders 
and groups of interest. They will identify and detail all key target audiences and stakeholders with 
an interest in the project to ensure they are kept informed and have the opportunity to give their 
views during the consultation phases. 

CONSULTATION METHODOLOGY 

6.7.4 To avoid legal challenge, consultation must be carried out properly in accordance with Cornwall 
Council’s policies. In order to achieve this, consultation must be undertaken at a time when 
proposals are still at a formative stage and must include sufficient reasons for particular proposals 
to allow those consulted to give intelligent consideration and an intelligent response. The 
consultation must allow adequate time to be given for this purpose. The feedback given during the 
consultation must also be conscientiously taken into account when the ultimate decision is taken. 

6.7.5 The Communications Objectives are: 

à To raise awareness and inform stakeholders, road users and residents about the A30(T) to St 
Austell Link Road; 

à Promote the public consultation to ensure everyone who wants to have their say has the 
opportunity to do so; 

à To engage all stakeholders, road users and residents with an interest on the proposed 
scheme; 

à To minimise and refute ill-informed, misleading and inaccurate, comments and complaints, 
achieving understanding and communicating the Councils’ position on the proposed scheme; 
and 

à Ensure consistency of the message. 

6.7.6 The Consultation Objectives are: 

à To ensure consultation activity complies with all relevant legislation to narrow down the 
planning issues; 

à Conduct meaningful consultation with all stakeholders and the public and ensure all 
audiences have an opportunity to have their say; 

à To demonstrate what the key issues are, and enable stakeholders to maintain an accurate 
understanding of the proposed scheme; 

à Demonstrate that the consultation can help inform decision making; and 

à Provide feedback to all taking part, evidencing impact of consultation outcomes on the revised 
scheme. 

6.7.7 With regard to Stakeholders and Interested Parties: 

à The Stakeholders and Interested Parties communication needs are diverse and will range 
from interest in the general project to specific concerns relating to their own position. A variety 
of methods will be used to ensure it is effective. 

à The communications and consultation manager will be responsible for the communication of 
the relevant project information to the stakeholders and interested parties. The 
communication and consultation manager will be responsible for establishing and maintaining 
a consultation database and for managing all external communications relating to the project. 
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6.7.8 A list of key stakeholders has been identified, briefly these are as follows: 

à Cornwall and Isles of Scilly Local Enterprise Partnership (LEP) 

à Department for Transport 

à Highways England 

à The Environment Agency 

à Natural England 

à Heritage England 

à Environmental Health 

à Other environmental bodies 

à Emergency Services 

à Parish Councils 

à Local Council Members 

à Traffic Vehicle Associations 

à Imerys 

à Landowners and Roadside Frontagers 

à St Austell Chamber of Commerce 

à St Austell Bay Economic Forum (SABEF) 

à Community Networks 

à Cycle Group Representatives 

à Ramblers Association 

à Bus Operators 

à One Stop Shops 

6.7.9 An internal steering group has met monthly, and the above stakeholders have been well informed 
and engaged with the progress of the project.  Further details of this engagement is included in 
the Stakeholder Management Plan found in Appendix D-5 

6.7.10 Furthermore, the scheme has been presented at Cornwall Council’s Transport Portfolio Advisory 
Committee (22 February 2017) and Cabinet (16 March 2017) and gained their support and 
approval. 

6.7.11 Throughout May and June 2016 the Project team undertook extensive public and stakeholder 
consultation on the rationale behind the scheme and the 2 main route options under consideration 
at that time. The Project team also met with landowners and representatives from the statutory 
bodies including Natural England and the Environment Agency to discuss the proposals. 

6.7.12 Full details of the consultation approach and findings are included in the Public Engagement 
Report at Appendix D-3of the report. A summary is included in Section  4.5. 

6.7.13 Three different business consultation programmes took place: 

à A telephone interview-based survey of 400 businesses; 

à A targeted programme of business ‘case studies’ covering 11 different companies and 
organisations; and 
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à A property and land development workshop held in St Austell. 

6.7.14 A full report of this process can be found in Appendix D-3. 

6.7.15 The consultation findings are set out in the following documents: 

à A30 to St Austell Link Road Public Engagement Report, CORMAC, January 2016.; and 

à A30 Link Road Research, Cornwall Development Company, February 2017. 

FUTURE STAKEHOLDER CONSULTATION 

6.7.16 This will include updates to the project website, information and helpline along with newsletters 
and public meetings as appropriate for the particular stage of the project. A further round of 
community consultation would be carried out on the detailed scheme in advance of planning 
processes. 

6.8 PROGRAMME / PROJECT REPORTING 

6.8.1 Cornwall Council already has effective programme and project reporting arrangements in place. 
The scheme will be delivered in line with the Council’s project management procedures which are 
based upon a PRINCE2 methodology. 

6.8.2 The Project Manager will be responsible for co-ordinating the delivery of the scheme elements, 
identifying key interdependencies and ensuring that the overall project is delivered to programme, 
quality and budget. The Project Manager will report directly to the Key Stakeholders and Project 
Director (Senior Responsible Owner). 

6.8.3 The Project Board will oversee the development and delivery of the scheme. 

6.9 IMPLEMENTATION OF WORK STREAMS 

6.9.1 The key work streams are; 

à Structures 

à Highways 

à Environment 

à Transport 

à Geotechnical 

à Legal 

à Procurement 

à Planning 

6.9.2 Project Management for the Scheme is to be undertaken by Cornwall Council’s in house services, 
CORMAC Solutions Limited. The Project Management team consists of a Project Manager and 
deputy Project Manager, responsible for the coordination of the project. 

6.9.3 Highway and structural design of the Scheme will also be completed by CORMAC Solutions 
Limited, with input from the ECI contractor. The team consists of a pool of highly skilled and 
qualified highway and structural designers, senior technicians and technicians with considerable 
experience in the delivery of strategic highway projects. A project Environmental Officer is also 
part of the delivery team, offering specialist advice to the design team and assisting with the 
management of the delivery of the Environmental Assessment. 
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6.9.4 Environmental Assessment, Traffic and Modelling Assessment and the Business Case will be 
completed by Framework consultants.  Relevant specialists have been already assigned to the 
assessment of each environmental sub-objective. A team of traffic modellers are in place for the 
Traffic Assessment and Modelling and have been liaising with DfT. A task manager has been 
identified for completion of the Final Approval Business Case, who will be able to draw on the 
relevant specialist within each discipline when required. 

6.10 CONTRACT MANAGEMENT 

6.10.1 The timescale for delivery is necessarily compressed to be on site in 2020 therefore the 
resourcing of the procurement and subsequent construction contract management will benefit 
from continuity of resources (personnel) who can carry forward many of the objectives and 
nuances of the scheme through all stages of delivery. This core team would be supplemented as 
necessary from Cornwall Council’s professional services supply chain, including, specialist 
procurement, legal and quantity surveying services. 

6.10.2 The use of BIM will also be central to our contract management strategy and provide a single 
source of data from project inception to close out and handover. A BIM strategy will be developed 
in full upon successful progress through the Outline Business Case stage. 

6.11 RISK MANAGEMENT STRATEGY 

6.11.1 The Risk Management Plan, in Appendix E-1 sets out the process and responsibilities for 
undertaking risk management to deliver the scheme. Implementation of a structured, forward 
looking and continuous risk and opportunity management process is intended to increase the 
certainty of cost-effective scheme delivery and operational success. 

6.11.2 The Risk Management Plan forms an integral part of planning and implementing a cost effective 
approach to improving certainty in scope, cost and time to deliver and operate the scheme. 

6.11.3 This Plan: 

à provides a basis for identifying, assessing and managing risks and issues to achieve the 
project’s cost, programme and performance objectives and meet with compliance 
requirements; 

à assists in making decisions on resourcing and funding priorities, including the scope of the 
project to support subsequent procurement and implementation activities; 

à supports development and evaluation of procurement strategy options; 

à provides risk information to support costing and schedule estimates; and 

à allows for monitoring of adverse forecast project trend 

ON-GOING RISK MANAGEMENT PROCESS 

6.11.4 QCRA is a method of analysing an organised collection of risk data in order to understand the 
effects of uncertainty. Data is collected through a series of activities which form part of the risk 
management process, such as; workshops and interviews, as well as inputs from estimators in 
order to create the required inputs. The data is then put through a statistical modelling algorithm 
(known as Monte Carlo) in order to simulate the project and understand the impact of the 
variables. 

6.11.5 The QCRA requires two key inputs: 

à Estimating uncertainty 

à Risk Events 
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6.11.6 Opportunities shall be recorded in the same manner as risks, however these will be recorded 
as opportunities in the Risk description column within the register. Cost, programme and 
quality savings shall be recorded using the same qualitative and quantitative assessments as 
for risks. 

6.11.7 A risk model has been built based on data from the cost estimate and risk register. This is shown 
in the Quantitative Cost Risk Assessment, which is shown as Appendix F-1. 

RISK IDENTIFICATION AND ASSESSMENT 

6.11.8 Potential issues that might go wrong with the project, known as project risks, will be identified. 
Risks may be identified by any member of the project team, at any time. However formal risk 
reviews and workshops will also be arranged throughout the life of the project to ensure a 
structured approach is maintained. 

6.11.9 Risk identification will be carried out in numerous ways such as: 

à Workshops 

à Reviews 

à Meetings 

à Day to day operation 

6.11.10 Identified risks are to be described under the following primary categorisations: 

à Commercial – an influence on the commercial aspects of the scheme such as funding, 
contractual issues or procurement 

à Construction – a potential issue that could occur during the construction phase 

à Design - something that may affect the progress, cost or delivery of design 

à Project Governance - something that affects the management or organisation of the project 

à Statutory / Planning - something that could affect the view taken by the local planning 
authority or statutory consultees in determining a planning application or something which 
generates significant opposition from members of the public 

6.11.11 When a risk is identified, the data is recorded within the Risk Register as described in Appendix 
F-2. 

MANAGING RISKS 

6.11.12 Risk management / treatment shall be performed to reduce the potential impact of the risks 
through implementing strategies and actions which will reduce the impact and or occurrence of 
the risk(s) if commercially viable to do so. 

6.11.13 When responding to risk, there are five basic options: 

à Treat – mitigation action to reduce the likelihood of a risk or the effect of the risk. 

à Transfer – where the ownership of the risk is transferred to another party. This can sometimes 
achieved by an insurance policy. 

à Tolerate – if the likelihood of a risk occurring is very low and/or the consequence are small, it 
may be appropriate to ignore the risk. 
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à Terminate – the project or activity – if the risks associated with a project or activity are beyond 
the risk appetite of the Project Board, or where the project is no longer viable due to potential 
risk costs. 

à Take the opportunity – it may be possible to exploit new opportunities resulting from mitigation 
or transfer of the risk. 

6.11.14 The action in response to a risk will be recorded on the risk register. With the project risks 
identified during the risk review workshops and meetings, the Risk Manager will work to identify 
the risk response and formally record this in the updated risk register. 

6.11.15 Risk response strategies or actions should only be carried out if commercially viable i.e. the level 
of probability or impact reduces more than the strategy or actions cost if they are not carried out 
and the risk occurs. 

IMPLEMENTATION AND REVIEW 

6.11.16 Risk workshops and dedicated risk review meetings will take place. These dedicated sessions will 
be repeated through the project life cycle at regular intervals. 

6.11.17 Informal reviews of the risk register shall be undertaken on a monthly basis when each work 
stream will be required to report on their activities for the month. Project Delivery Team managers 
will be requested to report any updates on the risks assigned to them through the compilation of 
the relevant information inputting to the monthly Progress Report. 

6.11.18 High level risks will be reported to the Project Board on a monthly basis. These risks will be 
considered with any change to the mitigation measures or probability, and this will be discussed 
and recorded. Key actions relating to project risk will be minuted and disseminated to the project 
team as appropriate by the Risk Manager. 

6.11.19 The key risks for implementation of the scheme are: 

à Ground conditions 

à Land acquisition and CPO (this has been allowed for in the project programme) 

à Planning 

à Environmental impacts 

à Staff resourcing 

6.12 BENEFITS REALISATION 

6.12.1 A Benefits Realisation Plan has been prepared for the scheme, see Appendix D-6.  The Benefits 
Realisation Plan allows benefits that are expected to be generated by the scheme implementation 
to be planned for, monitored and achieved. The Plan provides details of the key activities that will 
facilitate the success of the expected benefits arising from the scheme. 

6.12.2 Desired outputs are those tangible effects that are funded and produced directly as a result of the 
scheme. Desired outcomes are the final impacts brought about by the scheme in the short, 
medium and long term, and can be considered as the main benefits expected to be brought about 
by the implementation of the scheme 

6.12.3 The Benefits Realisation Plan also outlines the benefit measurement methods and baseline data 
requirements associated with the scheme; and highlights responsibilities and resources required 
to monitor and supervise the Plan. 

6.12.4 The Benefits Realisation Plan also provides the following information: 
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à Targets representing the efficacy of the implemented measures; 

à Type of measurement, which are classified as Quantitative, based on numerical values in 
absolute or percentage terms, or Qualitative, based on category or descriptive terms; 

à Data Requirements, which describe the specific data and/or information required to value the 
benefits achieved. 

6.12.5 The Benefits Realisation Plan is intrinsically linked to the Monitoring and Evaluation Plan which is 
also available in Appendix D-6. 

6.13 MONITORING AND EVALUATION PLAN 

6.13.1 The purpose of the Monitoring and Evaluation Plan (MEP) is to identify how the actual scheme 
delivery, including wider scheme impacts, construction and budget management, are to be 
evaluated. The Monitoring and Evaluation Plan will culminate with a Post Implementation Review 
one and five years after scheme opening. 

6.13.2 The Post Implementation Review can be viewed as being made up of two sections, the first 
focusing on scheme delivery, the second on the wider impacts. 

6.13.3 The first part focusing on scheme delivery, will cover the following aspects: 

à Construction – including the extent to which the construction programme was delivered within 
the estimated timescales and budget and the efficiency of the selected procurement route; 
and 

à Project Management – including the extent the scheme timescales were adhered to and the 
cost of project management resources. 

6.13.4 This review will be completed approximately one year following scheme opening. A key output of 
the review will be the lessons learnt log, which will assist in planning and delivering future 
schemes. 

6.13.5 The second part of the Post-Implementation Review will focus on the wider set of impacts, as a 
result of the scheme: 

à Scheme benefits – a summary of the formal benefits review, planned for one and five years 
after the scheme has opened. This includes: 

< Collection of pre-opening baseline data to assist with monitoring. 

< One year after study – data collection and report to assess each key benefit against the 
baseline. 

< Five Year After Study – Expands on the findings of the year one data collection and report 
to assess each key benefit against the baseline. 

à Unexpected (dis)benefits – identifying any additional impacts that were not planned for as part 
of the St Austell to A30 Link Road scheme. 

6.13.6 The monitoring and evaluation plan is in Appendix D-6. 

6.14 CONTINGENCY PLAN 

6.14.1 Delivery of the scheme is dependent on approval of the scheme to the Large Local Majors 
programme, with funding provided by the DfT.  If this funding is secured, the scheme would be 
delivered in a single phase.  Given the nature of the scheme and the objectives of providing a 
higher quality route from St. Austell to the A30, delivering the scheme in phases is not viable, as 
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the entire scheme is required in order to deliver the scheme objectives and maximise benefits. 
Any phased approach would not deliver the scheme objectives or outcomes, and the funding of 
any future phases would be uncertain. 

6.14.2 If the scheme is not delivered, the current level of service and poor connectivity provided by the 
existing highway infrastructure would continue to act as a barrier to the economic development of 
the area, restricting economic growth, business expansion and the delivery of employment 
opportunities in the area. 

6.15 PROJECT MANAGEMENT SUMMARY 

6.15.1 The Project Management structure addresses the scheme as a single project. The Management 
Structure has been agreed at Project Board level and developed in accordance with the Cornwall 
and Isles of Scilly Local Transport Board Assurance Framework. Upon the appointment of a 
Principal Contractor to deliver the scheme, the management structure will incorporate 
representatives from the successful contractor as a delivery partner. 

6.15.2 The proposed management structure is shown in Figure 6-2 below: 

Figure 6-2: Overall Management Structure. 

Project 
Board 

Project Delivery
Team 

Project Development and
Design Team 

6.15.3  The various tiers of the management structures are described below. 

6.15.4 Project Board: 

à Members of the Project Board hold senior executive functions within Cornwall Council and 
CORMAC Solutions Ltd (CSL). It will be chaired by the Senior Responsible Owner (SRO). 
The Project Board are responsible for setting the strategic direction of the project in line with 
the end-user requirements. The specific remit of the Project Board members is to assist the 
SRO in decision making and on-going progress of the project. 

6.15.5 Project Delivery Team: 

à The proposed Project Delivery Team will be responsible to the Project Board and specifically 
the Project Director for the consideration and resolution of detailed project issues. The Project 
Delivery Team will include members from Cornwall’s Strategic Transportation Team, and 
Cormac Solutions Ltd, who are all capable of making decisions of a technical and, where 
appropriate, strategic nature. 

A30 to St Austell Link Cornwall Council 
March 2017 Confidential 



95 

6.15.6 Project Manager: 

à The Project Manager will be responsible to the Project Delivery Team and specifically the 
Project Director for the delivery of the scheme in all respects. The Project Manager will 
lead the Project Development and Design Team. 

6.15.7 Project Development and Design Team: 

à The Project Development and Design Team will consist of a significant number of 
specialist skilled staff including consultants. The role of the Project Development and 
Design Team will be to deliver the scheme in line with instructions provided by the Project 
Manager. 

6.15.8 Future Scheme Development: 

à As the project progresses from the scheme development stage through the statutory 
process and powers to the construction preparation and construction stages, the 
management plan will be reviewed and revised as necessary to reflect changes in 
priorities etc. 
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7 COMMERCIAL CASE 
7.1.1 This chapter outlines the commercial viability of the scheme, and the procurement strategy which 

will be used to engage the market. It provides the intended approach to risk allocation and 
transfer, contract and implementation timescales, as well as how the capability and technical 
expertise of the team delivering the project will be secured. 

7.2 INTRODUCTION 

7.2.1 The main objective is to ensure the scheme is delivered within budget and in good time to 
maximise the development and economic objectives connected with the Scheme. 

7.2.2 More specifically, this section sets out how the procurement approach will: 

à Deliver a scheme that supports the economic prosperity of the St Austell, St Blazey and the 
China clay Area by making a transformational change that improves connectivity to Newquay 
and the A30. 

à Deliver a scheme that is affordable, demonstrates best value and provides good value for 
money for the investment 

à Deliver a scheme the meets the objectives set for the scheme 

à Deliver a scheme that meets the needs of all stakeholders 

à Minimise environmental impacts of the scheme. 

7.2.3 The following are the likely key objectives against which the method of procurement can be 
defined: 

à Price certainty 

à Secure optimised whole-life cost 

à Meeting funding timescales for delivery 

à To optimise the apportionment of risk 

à Meeting stakeholders’ requirements. 

7.2.4 The success criteria for the project will relate to the improvements in journey time, reliability and 
quality between St Austell and the A30, reduced congestion, improved safety in Bugle, Roche and 
other villages along the existing route, and supports development within the area. Outturn costs 
and delivery within the required timeframes will also be measurable outputs. 

7.2.5 SMART objectives for the scheme are defined in Chapter 4 of this OBC. 

7.2.6 The Benefits Realisation Plan and Monitoring and Evaluation Plan (attached in Append ix x) sets 
out the proposed approach to evaluation of the Scheme, in accordance with WebTAG guidance. 
This will comprise collection of pre-opening baseline data, and one year and five year after study. 
This report demonstrates how the success of the scheme in meeting the proposed outcomes will 
be measured. 
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7.2.7 Wider outcomes in relation to the release of redevelopment projects and business performance 
and improvement following completion of the scheme are expected to take place over a longer 
period so will not be explicitly assessed as part of the Monitoring and Evaluation Plan. Traffic 
growth patterns can be assessed and will provide a useful indicator of economic wellbeing. 
However this will also be subject to significant non-scheme factors so cannot be taken in isolation 
as a scheme success criterion. 

7.3 OUTPUT BASED SPECIFICATION 

7.3.1 The successful delivery of the project objectives at an outturn cost within the allocated budget will 
be determined by a wide range of factors which go beyond the chosen approach to the 
procurement strategy for the delivery of the project. For example, the form of contract on its own 
will not determine whether the project is successful. Factors which will contribute to a successful 
outcome of delivery within budget include: 

à Clarity of objectives and common understanding by all parties 

à Robustness of cost estimate, and achieving confidence that the scheme can be delivered 
within the funding package 

à Adequacy of the risk allowance including allowance for inflation 

à Effectiveness of project control processes including Gateways 

à Quality of the design, specification and contract documents 

à Engagement of the supply chain and timing of the procurement processes 

à Compliance with Procurement Regulations and avoidance of challenges 

à Appropriateness of the selection process and selection criteria 

à Robustness of the tender assessment process 

à Adequacy of the tender sum to deliver requirements 

à Clear understanding and allocation of contractual risks allied to a fair and transparent risk 
management process 

à Effectiveness of partnership and team working during construction 

à Quality of the project and contract management 

à Alignment of contractual performance incentives between the Employer and Contractor 

à Early Contractor Involvement in the project development, planning and design stages to 
encourage innovation and input into the assessment of buildability and delivery risks 

à Effectiveness of dispute avoidance and resolution procedures 

à Health and safety considerations during construction 

à Availability of the necessary resources 

7.3.2 These can be grouped into the following broad categories: 

à Project objectives 

à Cost estimating 

à Risk management 

à Project governance 

à Form of contract 

à Supplier selection 
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à Performance management 

à Resource capacity and capability 

7.4 PROCUREMENT STRATEGY 

7.4.1 Following on from output based specification the procurement strategy suggested in this section 
needs to be managed, developed and recorded in the dynamic context of the development of the 
project itself. 

7.4.2 This is based on the experience that assumptions made at a point in time may well change during 
future scheme development. Therefore continually reviewing the baseline and developed 
assumptions, and crucially being prepared to challenge and change when counterfactual 
evidence to the assumptions is identified, should result in the procurement being as closely 
aligned to the scheme objectives as possible. 

7.4.3 It is recognised that the form of procurement itself plays a considerable role in the behaviour and 
project culture that is likely to be manifest during the physical delivery of the scheme. This is 
based on experience that people and organisations will both take less risk and react negatively or 
cautiously to issues requiring change and negotiation; if procurement and particularly the 
contractual terms and conditions are alien to them. 

7.4.4 From this understanding we have taken the view that for a publically procured Civil Engineering 
scheme the New Engineering Contract (NEC) family of contracts and it is general procedures 
should be used in the procurement of this scheme for sourcing options. 

7.4.5 There are a number of key elements in the development of a successful procurement strategy: 

à Approval by CIOS LEP, Cornwall Council, and the Department for Transport, including the 
preferred strategy and financial analysis 

à Distillation of client and stakeholder objectives into tangible, measurable and achievable 
Employer’s Requirements 

à Timing and type of engagement with Contractors/Providers 

à Assessment of NEC contract options 

à Market engagement and market testing 

à Consideration, management and mitigation of the prevailing market conditions at the time of 
procurement and projected through the contract period 

CLIENT AND STAKEHOLDER PROCUREMENT OBJECTIVES 

7.4.6 The overarching objective of the CIOS LEP and Cornwall Council and is to ensure the scheme is 
delivered to a programme to maximise development and economic objectives connected with the 
Scheme and generate private sector investor confidence in the St Austell, St Blazey and China 
clay Area. This requires the programme for delivery to be followed. 

7.4.7 The following are the key objectives against which the method of procurement can be defined: 

à Price certainty 

à Optimise whole-life cost, including innovation to improve value and identify cost saving 
opportunities 

à To award a contract at an appropriate time to maintain the momentum necessary for scheme 
delivery within the planned timescale 

à To optimise the apportionment of risk 
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7.4.8 The main constraints to procurement of the scheme identified at a strategic level are: 

à Cost certainty or certainty that the scheme can be delivered within the available funding 
constraints 

à Certainty of delivery date 

à Zero defects 

à Fitness for purpose 

7.4.9 In addition to the above, some procurement methods may offer opportunities for: 

à Obtaining contractor experience and input to value engineering, construction programming, 
risk management and appraisal along with mitigation measures / actions in order to capitalise 
at an early stage on opportunities to reduce construction risk and thus improve out-turn cost 
certainty. 

7.4.10 Primary and secondary objectives have been identified for the scheme and are detailed below. 
The primary objectives are those where procurement options which will be considered must 
deliver and secondary objectives are those where it would be beneficial if a chosen solution 
delivered the preferred outcome. 

7.4.11 The primary objectives are to: 

à Enable the promoting authority to commit to the project in full 

à Comply with current legislation 

à Deliver the scheme within the available funding 

à Timely delivery 

à Ensure that Best Value is delivered 

à Ensure that appropriate quality is delivered 

à Offer an affordable cost solution 

à Reduce risks to a level that is As Low As Reasonably Practicable (ALARP) 

7.4.12 The secondary objectives are: 

à Potential opportunities to provide Contractor input to the design, risk assessment and delivery 
programme 

à A desire to work with a contractor with a proven record of minimising the impact on the 
environment and local communities leading up to and during the construction period 

à A desire to ensure the procurement strategy maximises the opportunities for local 
employment 

7.4.13 It is important that any consideration of procurement routes or options acknowledges that the 
procurement process itself is all about risk management and transfer. Perhaps more accurately it 
is about appropriate risk transfer at an affordable price. 

7.4.14 Frequently, expectations with respect to risk transfer are unrealistic at the planning stage and 
subsequently result in overly optimistic forecasts of construction costs. Risk management and 
transfer come with a cost. It is equally important to understand that the cost associated with a 
particular risk is not simply a function of the risk itself but the potential impact of that risk on other 
activities. 
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7.4.15 One of the biggest risks in construction projects is the interaction of the project design with the 
contractors working methods / buildability criteria. If this interaction is not properly dealt with then 
projects suffer delay and cost increases that could have been minimised if it was part of an earlier 
and more integrated solution.  The lack of coordination may also result in a lesser quality product 
that suffers from more defective elements. It is argued by many that the traditional approach does 
not obtain the best contributions of all parties; for example Mosey (2009), Constructing 
Excellence, Highways Agency, The housing forum, Emmerson (1962), The Banwell report (1964), 
Latham (1994), NEC3, etc. all recognise Early Contractor Involvement as a way to improve 
performance on construction projects. 

7.4.16 In the case of the scheme, project cost is clearly capped at the maximum level of available 
funding. In addition likely funding sources come with attached criteria such as spend completion 
dates, so it is therefore essential that these are understood and accounted for in the assessment 
of a suitable procurement route. 

7.4.17 The interests of the following stakeholders will be considered: 

à Cornwall and Isles of Scilly LEP (CIOS LEP) 

à Cornwall Council (CC) 

à Department for Transport (DfT) 

à Highways England 

à Environment Agency 

à Cormac 

à St Austell Business Improvement District 

à St Austell Bay Economic Forum (SABEF) 

à Roche Parish Council 

à Luxulyan Parish Council 

à Treverbyn Parish Council 

à St. Blaise Parish Council 

à Carlyon Parish Council 

à The Cornwall College Group; and 

à St Austell Town Council 

SECURING ENVIRONMENTAL, ECONOMIC AND SOCIAL OUTCOMES THROUGH 
PROCUREMENT 

7.4.18 At a strategic level the objectives and desired outcomes set in Strategic Case should be stated in 
the ITT (Instructions for Tenderers) and the OBC supplied as a reference document to Tenderers. 
The main objectives should be carried forward by the physical manifestation of the scheme i.e. in 
‘The Design’, and in the employer’s requirements if elements of the scheme are to be designed by 
the Contractor. 

7.4.19 The procurement assessment will consider delivery of the project throughout its life cycle, which 
in this case includes the following: 

à Development of the scheme prior to award of main contract; 

à Delivery of advanced works and mitigation measures; 

à Delivery of the main works. 
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7.4.20 However the method, management and culture of the construction can also contribute to, or 
detract from, the overall outcomes ultimately achieved by the scheme. Therefore the economic 
and social outcomes should be transposed into relevant contextual objectives for Tenderers to 
respond to in the Quality Submission and reflected in their proposals for the construction of the 
scheme. 

7.4.21 This could range from creating local employment, skills and training opportunities to suggesting 
design changes that maximise the schemes economic impact, usability and durability. 

7.4.22 Specific to Environmental outcomes; it is recommended that discrete quality criteria are set that 
reward environmental enhancement and betterment. This is in addition to the minimum 
requirements set to discharge planning conditions. Consultation during the design development 
with Environment Agency, MMO and Natural England should be leveraged to help set the 
evaluation of Tenderers proposals for enhancement and betterment. 

7.4.23 Given the considerations set out above, a number of options have been identified in respect of the 
general approach, level and timing for contractor involvement: 

à Design Only and Separate Build (Traditional) 

The traditional procurement method involves the employer employing his own design team or 
commissioning consultants to prepare a design and to issue this to a number of contractors to 
tender for the works. The employer remains responsible for the delivery of the design to the 
contractor through his consultants. Cornwall Council is experienced in this procurement 
method through a partnership approach with their design consultants (Cormac) and with the 
use of the New Engineering Contract (NEC) suite of contracts. This type of contract is 
applicable to the Scheme as it is tried and tested, and will allow flexibility. It will also allow CC 
to maintain control of the programme and Scheme costs up to the point of tender.  However 
this process does not allow for the early award of the contract and early involvement of the 
contractor. 

à Early Contractor Involvement (Design and Build) 

This type of contract involves bringing the contractor on board earlier in a project. It can cater 
for either a hands on (design and build) or hands off (build only) approach depending on 
where the employer wishes to place the risk. With the “hands off” approach the design risk is 
passed to the contractor as they select the design team but CC would lose some ability to 
influence the design without incurring additional costs and there is less cost certainty as the 
tender price is not known until after the contract is awarded.  This approach would allow CC 
the opportunity to award the contract early before the detailed design stage. 

à Early Contractor Involvement (Build Only) 

With the “hands on” approach the contractor would not select the designer and the design risk 
would not be transferred, with CC appointing the designer, but the contractor would be 
commissioned to work closely with the design team and provide expertise in terms of 
buildability, delivery and innovation. This would allow CC the opportunity to control quality and 
retain an influence in the design as it develops. It thus provides a more flexible and adaptable 
design process that can be undertaken by an integrated design team and the partnership 
approach. This approach would allow CC the opportunity to award the contract early before 
the detailed design stage. 

7.4.24 Operation and maintenance of the scheme has been considered in relation to the existing 
arrangements for highway maintenance and operation across the promoter’s area. It is 
recommended that following the completion of the construction contract, operation and 
maintenance would revert to Cornwall Council and its Highway Maintenance Contractor, 
CORMAC Solutions Ltd., which is a wholly owned arm’s length company of Cornwall Council. 
This is in line with the current maintenance contract and will secure continuity for delivery across 
the whole of Cornwall’s highway network. 
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7.4.25 Due to the tight timescales involved with the project it is recommended that the procurement route 
which is followed is ECI (Build Only) as set out above.  This approach would allow the detailed 
design to remain within the control of Cornwall Council, but would allow early involvement from 
the contractor in the design process to provide expertise in the construction method, innovation in 
delivery and value engineering opportunities.  This approach also allows flexibility, as it would be 
possible for separate contractors to be commissioned for the early contractor involvement stage 
(i.e. input into the detailed design undertaken by the designers appointed by the Council) and the 
construction phase. 

7.4.26 The procurement approach set out above will be regularly reviewed as the project develops. 

7.5 SOURCING OPTIONS 

7.5.1 A number of possible procurement routes are open to the project. The anticipated value of the 
works at £84.8m dictate a European Union (EU) compliant tender process and Council policies 
must also be followed. Two main options have been identified: 

à Option 1: Direct Award to Cormac Contracting 

An Internal Direct Award to CORMAC to construct this project, with the creation of a two 
stage Design and Build procurement process could be progressed in the following manner: 

à The initial Stage 1 is a cost to provide the full scheme design, with the design and contracting 
teams working together to reduce risk, challenge and test the design solution, ensuring the 
design can be delivered on site as intended with a minimum of risk to the Council of change 
or time and cost increases during the construction phase. 

à During Stage 1 the Contractor shall work to produce costed work packages, subcontracting 
where necessary until such time as a Stage Two Target Cost can be submitted by CORMAC 
to the Council to undergo a vigorous value for money assessment and eventual sign off as 
affordable within the funding identified, and acceptability on the grounds that it represents 
value for money. Once accepted CORMAC can proceed with Phase 2 (site works). 

à Such an approach has the advantage to both help maximise the amount of productive time 
the projects can utilise and enable greater cost certainty and risk appraisal at an earlier stage 
of the Projects. This option is only available within the Public Contract Regulations if an 
internal direct award to Cormac is decided to the preferred method. However the size and 
value of the project is likely to mean direct internal award is not favoured. 

à Option 2: Open Tender under the EU regulations (OJEU) 

Using this approach once a Notice is published in the OJEU, any suppliers who request 
tender documentation will be invited to submit a tender. There is no pre-qualification 
questionnaire or short-listing stage prior to invitation to tender. Whilst this usually generates a 
high level of interest and may assist with market testing the price, there is no control over the 
quality or suitability of the tenders submitted and if large numbers are received it makes the 
tender assessment and selection process very time consuming. The process normally takes 
circa 6 months and administration costs for the preparation and through the active tendering 
period can be high. The option is normally only used where the known market place is limited, 
which would not be the case for this scheme, and this option is therefore rejected. 

à Option 3: Restricted Tender under the EU regulations (OJEU) 

Under this option a Notice is published in the OJEU inviting expressions of interest. 
Prospective suppliers who respond to the advertisement are then required to complete a PQQ 
to show that they meet the contracting authority’s selection criteria. Only suppliers who are 
subsequently shortlisted can be invited to submit a tender. This allows the Employer to control 
the quality and number of tenderers who will submit full tender bids.  However, the process is 
lengthy; requiring as much as in excess of 9 months to complete and administration costs can 
be high. 
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7.5.2 The recommended approach is to tender through OJEU via either Option 2 or Option 3.  The final 
option to use will be determined during the project development with consideration to the scheme 
programme implications and market conditions at the time of tender. 

7.5.3 Under the ECI (Build Only) approach, the designers will be appointed by direct award by Cornwall 
Council.  This approach would also allow the direct award of the ECI contractors during the 
detailed design phase if separate contractors are appointed for the design and construction 
phases. 

DETAILS OF PREFERRED PROCUREMENT PROCEDURE 

7.5.4 Cornwall Council contract procedures will be followed in order to promote transparent and fair 
contract procedures. Design of the project will be undertaken by a dedicated project team drawn 
from the “in-house” design unit, CORMAC Consulting, and the Council’s strategic design partner, 
thus bringing together the skill sets from a range of local and national staff. Key staff have already 
been appointed to drive the project forward, including a Project Manager, and all the key 
members of the Programme and Project Boards are in place. 

7.5.5 Cornwall Council have considerable experience using this form of procurement, with the recent 
A30 Temple to Higher Carblake scheme being procured in this way which is due to be completed 
on budget. 

7.5.6 Currently it is envisaged that a detailed ‘reference design’ will be developed by CORMAC design 
team with Contractor input from the contracting arm of CORMAC.  This allows the early 
involvement of a contractor (Cormac Contracting) and fulfils the preferred ECI route as set out 
above. The main construction works would then be tendered through an OJEU process (Option 2 
or 3 as set out above), , where the Contractor would be responsible for any detailed design 
changes from the reference design that meet the overall tender specification and objectives. This 
approach will remain under review as the project progresses. 

The remaining tender process is as follows: 

à OJEU Notification 

à Form of Enquiry and Tender documents issued 

à Tender period 

à Contractors’ Bid Documents (CBD) are received and assessed. 

à The Assessment will be a split between quality (30%) and price (70%) using pre-established 
assessment criteria set when the original framework was tendered and weightings selected 
based on scheme specific determinants. 

à Contract will be awarded to the most economically advantageous offer based on the outcome 
of the quality and price proposals. 

7.5.7 The basic requirement of the Employer is to receive a compliant tender which demonstrates good 
value for money and is within the Scheme’s budget. 

7.5.8 The preferred supplier must demonstrate a sufficient understanding of the project and its 
constraints. 

7.5.9 Full details of the assessment will be reported in a Tender Assessment Report, which will set out 
the assessment approach, criteria, submissions received, results and recommendation for the 
preferred supplier. 
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7.6 PAYMENT MECHANISMS 

7.6.1 Options for specific payment mechanisms are: 

à Option 1 – NEC Option A (Activity Schedule) 

This is a lump sum priced contract with activity schedule. The contractor offers to provide the 
works described in the contract for a sum of money. It provides for some risks to be 
transferred to the contractor and give some degree of price certainty, with the contractor 
responsible for developing the activity schedule. The Employer’s requirements must be well 
defined so that the contractor can assess the activities required and estimate quantities, 
resources and pricing risks. The drawback is that quoted prices will necessarily be higher 
than those that can be achieved with other contract options as the contractor will look to cover 
the additional risks he is taking on. 

à Option 2 – NEC Option B (Bill of Quantities) 

This is a re-measurement priced contract with bill of quantities. The Employer provides a bill 
of quantities which is priced by the contractor. The price is the sum of all bill items. When the 
work is done any changes to the quantities found through the remeasure are corrected and 
the contractor reimbursed for the actual work carried out. Thus the risk of defining the 
quantities lies with the Employer. 

à Option 3 - Traditional Appointment – NEC Option C (Target Price) 

In this case the contractor tenders a target price using an activity schedule. Each activity is 
priced as a lump sum and a fee is also tendered as a percentage for the contractor’s / 
subcontractor’s work. The initial target price is the sum of the activities and the fee. During the 
course of the contract, the target price can be adjusted to allow for changes and 
compensation events. Payment is made on the basis of actual costs with an incentive 
mechanism for the contractor to minimise costs, thus savings or overruns are shared between 
the contractor and Employer. This brings benefits in reducing likely compensation events but 
requires considerable contract management throughout the life of the contract. As CC’s 
design team is well versed in the preparation of construction packages and the project will be 
sufficiently well defined prior to, the tender this risk is minimised. 

7.6.2 From the above, Option 3 best fits the anticipated procurement and Scheme conditions and as 
noted above the current Temple scheme has been run successfully and on budget. 

7.7 PRICING FRAMEWORKS AND CHARGING MECHANISMS 

7.7.1 At this stage of the development of the scheme the potential use of payment incentives is 
considered to be unnecessary. This may change if the form of contract used and payment option 
does not sufficiently reward or penalise contractors to achieve the client’s objectives. 

7.8 RISK ALLOCATION AND TRANSFER 

7.8.1 The project team and stakeholders have systematically reviewed the risks identified in during the 
scheme development by identifying both scheme specific risks and generic risks associated with 
the design, procurement and construction inherited in similar schemes. 

7.8.2 The Employer’s requirements contain risk mitigation measures to be retained by the Contractor, 
including delivery and programme risks, which will substantially rest with the Contractor. Other 
risks retained by the Contractor are: 

à ‘force majeure’ clause which covers events that either stop the Contractor completing the 
works or make it impossible for him to complete on time, whatever measures he might take 

à Exceptional weather 
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à Delay damages 

à Meeting the special requirements in relation to Statutory/Privatised bodies and other 
companies 

à Environmental constraints. 

à Ground conditions 

à Reference design 

à Final design beyond the reference design 

7.8.3 The approach adopted for the procurement of the works has been to seek to achieve a balanced 
risk transfer. With this approach a successful outcome depends on a combination of the 
adequacy of the tendered price, the robustness of the Employer’s requirements and both the 
Employer’s and Contractor’s ability to assess and manage the risk. 

7.8.4 The main risks retained by the Employer in following this approach are: 

à Failure by the Employer to deliver obligations such as land entry and timescales for 
contractual processes 

à The need for Employer’s changes 

à Unforeseen physical conditions 

à Inaccuracies or incompleteness of any of the data or information related to services 

à The Contractor reverting to claims and dispute procedures if they have not recovered their 
costs through the contract 

à Employer’s pre-contract advance works progress which might result in delivery and 
programme delays to the Contractor 

à Employer’s pre-contract arrangements with Others/third parties 

à Employer’s delay in procuring in advance the Statutory Undertakers’ diversions detailed in the 
Employer’s Requirements in accordance with the New Road and Street Works Act 1991 

à Change in the law 

7.9 CONTRACT LENGTH 

7.9.1 The contract length is currently estimated to be 40 months, which would consist of a construction 
period and subsequent maintenance period following scheme opening. This will be developed into 
a more detailed programme as the design and planning constraints are understood. The current 
programme is set out in in Appendix D-1. 

7.9.2 Key Contract clauses will flow from the NEC (ECC) Core Clauses and consideration will be given 
to the use of sectional completion and key dates within the Contract, as the design and planning 
progresses. Ideally as much flexibility will be given and the minimum amount of constraints 
imposed upon Tenderers to elicit the most innovative and cost effective construction solutions. 

7.10 HUMAN RESOURCE ISSUES 

7.10.1 It is not anticipated that there will be any Personnel or TUPE issues associated with this 
procurement. 

7.10.2 Technical resources, required to deliver the design, planning and contract management, will be 
drawn from Cornwall Council and its supply chain partners. 

A30 to St Austell Link Cornwall Council 
March 2017 Confidential 



106 

7.10.3 The management of the design and main design resources will also be drawn from Cornwall 
Council and its supply chain partners. 

7.11 CONTRACT MANAGEMENT 

7.11.1 All contracts will be supervised and managed by the Employer via a Project Board through the 
Project Manager and project team. Regular project and financial reports will be submitted and the 
contract progress will be monitored by the Programme Board. 

7.11.2 Below is a high level view of implementation timescales flowing from the current indicative 
programme: 

à Submission of Outline Business Case – March 2017 

à DfT Confirm Programme Entry – July 2017 

à Scheme Development - April 2017 to December 2017 

à Planning (HRO) - July 2017 to September 2019 

à Contract Procurement – January to October 2019 

à Submission of Full Business Case – September 2019 

à Award of Contract – September 2019 

à Mobilisation September 2019 to March 2020 

à Start on site January 2020 

à Construction Period – January 2020 to December 2022 

à Close out and Handover December 2022 

7.11.3 A detailed programme is available in Appendix D-1. 
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8 FINANCIAL CASE 
8.1 INTRODUCTION 

8.1.1 This chapter sets out the Financial Case for the St Austell to A30 Link. The funding and budget 
sources are broken down to show where the capital for the project has originated from. The risks 
associated with this investment are discussed and a quantified risk breakdown is provided. 

8.1.2 The scheme cost estimates were developed by WSP | Parsons Brinckerhoff as consultants to 
Cornwall Council.  The estimating procedures and presentation are compliant with WebTAG Unit 
A1.2. 

8.1.3 The Costing of the preferred option for the link road has been based upon a review of the 
feasibility study carried out as part of the Options Appraisal Report (OAR) done by CORMAC in 
2015. The costings in that report were used as part of the comparison process between the 
options considered. 

8.1.4 A costed risk value was developed and inflation rates established against market forecasts. 

8.2 COST ASSUMPTIONS 

8.2.1 At this stage the design of the Link Road has been developed to comply with the design guidance 
provided by the DMRB, to reduce the impact upon the local residents and the environment whilst 
minimising the required earthworks and by avoiding as much as possible the constraints imposed 
by poor ground conditions in this heavily mined area of Cornwall. The design and route alignment 
have been fixed for the purposes of costing, however, only limited value engineering (VE) has 
been carried out due to the tight time constraints. The next stage will undoubtedly show savings 
during the VE process and the costs produced herein should be considered as an upper bound. 
The costs are heavily influenced by the design assumptions used in the costing, for example, the 
amount of cut material that can be processed into allowable fill and the measures used to cross 
poor ground. Desk studies and walkovers of the routes along with research on the history of the 
clay mining and in particular the former pits that need to be crossed, have provided valuable 
information that has reduced the apparent risk and shown benefit in reducing the predicted cost. 
Further and more detailed future investigation will reduce that risk further. 

8.2.2 To get a more robust cost base a review of earlier relevant schemes within the china clay area 
carried out by the Engineering Design Group and Cormac Construction has been undertaken. 
This included the A391 Carluddon Bypass that lies to the south of the proposed Link Road.  This 
is directly applicable as it crosses the clay mining area and had some of the same issues. These 
base costs have been used in the costing presented herein.  All the construction prices have been 
indexed to the Q1 in 2017 as the starting point. Inflation predictions have been applied to the 
forward cost profile. 

8.2.3 The estimate has been based upon a 2.5 year design stage including CPO and public inquiry, 
followed by a 2 year delivery programme on site that starts in the winter of 2019/2020. 
Maintenance costs have been calculated and inflation applied over the life of the project. The 
price given is for a new 6.2km length of new wide single carriageway. It includes four roundabout 
junctions, one T junction along the proposed route, a cycle way running alongside the new route, 
some improvements along the C077 to Newquay, and some improvements through Victoria to the 
A30 interchange at the Victoria Services (a total of 8.1km). To encourage use of the new road and 
to reduce traffic through the villages of Roche, Stenalees and Bugle the cost of measures on the 
A30 (new signage) and restrictions within the villages and on their approaches has also been 
included.  A cost report is included in Appendix F-3. 
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Table 6-1: The estimated cost of the proposed Scheme in 2017 prices. 

TOTAL CAPITAL COST ESTIMATE LINK ROAD 

Base Costs £70,573,721 

Risk (based on 90% confidence level) £4,770,494 

Inflation £9,517,014 

Total Capital Cost Estimate £84,861,230 

8.3 BUDGETS/FUNDING COVER 

8.3.1 Advice from DfT is that bids from the Large Local Majors fund have a greater chance of 
succeeding if the promoting Local Authority provides a significant ‘local contribution.’ 

8.3.2 The A391 Carluddon road improvement comprising a 1.6km section of new road, a new 
roundabout, and two new bridges was completed by the Council in 2015 at a cost of 
approximately £13 million. This scheme extended the high quality section of the A391 to east of 
St Austell up to Stenalees, and essentially represents the second phase (of 3) of an improved 
road link to the A30. It is therefore considered to include the recent investment of £13 million on 
the A391 Carluddon improvement as a Local contribution. 

8.3.3 In addition the Council will seek to source other sources of local funding to contribute to the 
remainder of the scheme which will include design and development costs, land acquisition and 
locally sourcing construction materials and waste disposal.  The Council, as the Accountable body 
would be expected to cover any scheme costs over and above the level of DfT funding. 

8.4 RISK 

8.4.1 A project risk register, which details all identified risks to the scheme, is detailed in the Project 
Risk Workshop Report - Quantitative Cost Risk Assessment. 

8.4.2 The risk registers serve to fully identify the risk, risk owner and mitigation measures. Additional 
key information associated with each risk is populated in the risk register including: 

à Risk Type – Strategic or Project 

à Risk Category - used to identify which discipline of the project the risk will effect 

à Timing of Risk – used to identify at which project stage the risk is anticipated to occur 
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8.4.3 The risk register is concurrent with the quoted scheme costs and spend profile. However it should 
be noted that the risk register is a live document, which is regularly reviewed and updated. 

8.4.4 The risk register indicates mitigation strategies which if implemented will reduce the risk exposure 
and impacts and probability, this analysis does not take this into account in the analysis. 

8.4.5 Managing the risks identified within the Risk Register provides confidence that the scheme can be 
delivered within the budget. Using a quantified risk approach allows the high value risks to be 
identified and mitigated against. 

8.4.6 For the purpose of supporting the Outline Business Case it is recommended that the P90 value is 
used £4,770,494. These figures can be used to provide the contingency estimate (risk allowance). 

8.4.7 Following the completion of the next stage of the project a review should take place to assess the 
effectives of the risk management strategies post mitigation to determine revised probabilities and 
impacts, the risk model should then be re-run to see the effect with these updated inputs. 

8.4.8 It is recommended that the Risk Register produced is maintained moving forward in the 
development stage of the project i.e. implement key risk management strategies. 

8.4.9 The sensitivity analysis shows the key risks which are driving the risk analysis, and 
implementation of the defined mitigation’s against these key risks could significantly reduce the 
project risk exposure. 

8.4.10 Regular risk reviews of the implementation of these risk management strategies would help to 
build the ‘Risk Management’ culture and therefore the chance of delivering the Project 
successfully. 
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	EXECUTIVE SUMMARY 
	EXECUTIVE SUMMARY 
	1 

	1.1 STRATEGIC CASE 
	1.1 STRATEGIC CASE 
	1.1.1 The Department for Transport (DfT) has funded an appraisal of a new link road linking St Austell with the A30. The Cornwall and Isles of Scilly Local Economic Partnership (CIOSLEP) and Cornwall Council are therefore submitting this compelling business case to Government for funding. 
	1.1.2 Despite being the largest town in Cornwall and the centre of the China clay industry, St Austell does not have good connectivity with the strategically important A30 corridor. The A30 is the main transport artery in Cornwall and provides excellent connectivity both within the county and with the rest of the UK. Its importance is also emphasised by the fact that other parallel routes, specifically the A390, are of a low standard, are slow and unreliable. 
	1.1.3 As well as congestion and a lack of capacity on current road links between St Austell and the A30, perceptions of inaccessibility mean that crucial investment and regeneration in the area is not reaching anywhere near full potential. Regeneration is essential given the decline in traditional industries, particularly the China clay industry, and the need to generate replacement employment opportunities in higher value sectors. 
	1.1.4 The Strategic Case identifies two key problems that the new link road will address: 
	1.1.4 The Strategic Case identifies two key problems that the new link road will address: 
	à
	à
	à
	à

	Transport problems:  the local road network experiences congestion through and around the town, especially during peak periods and along the A390.  Seasonal traffic also exacerbates this as traffic on the network increases by 15% during the summer. There is limited scope to increase capacity on the current local highway network as adjacent developments severely constrain this; and 

	à
	à
	à

	Economic problems: in developing this Outline Business Case, a series of key economic problems have been identified, including an inability to replace employment lost as a result of the decline in traditional industry, a relatively ‘low wage, low skills’ local economy, with low levels of productivity and negative perceptions of the area’s accessibility on the part of investors – the latter means there is low take-up of land for development. 


	1.1.5 To demonstrate the decline in the China clay industry, over 80% of its workforce has been lost in recent years whilst there is a reliance on part-time employment and little representation in higher value employment sectors within the area. Employment tends to be in lower skilled occupations and these make up 43% of all jobs in the St. Austell and China clay area (compared to 36% in England). 
	1.1.6 These types of employment mean that productivity (GVA) per capita) is also low with the value in 2014 (£17,278) being the second lowest of all LEP areas in England (e.g. this represents only 70% of the average in England). 
	1.1.7 As well as these indicators, the perceptions of poor accessibility to the area are also acting as a constraint to economic growth and regeneration. Based on the feedback from workshops and surveys of local land agents and businesses, there was unanimous agreement that enhanced accessibility would facilitate investment in the area. 
	Artifact
	1.1.9 The new link road also has a good national policy ‘fit’ as it aligns well with DfT’s “Action for Roads: A Network for the 21st Century”. This is because it is a good example of how new transport infrastructure can strengthen the economy. The new road’s ability to support additional housing development also aligns well with current national policies and the higher value jobs generated will provide a much-needed boost to productivity. 
	1.1.10 The road will also contribute to the sponsoring organisations’ objectives. Taking Cornwall Council’s “Connecting Cornwall 2030”, for example, several of the objectives in this will be met by the new link to the A30. The scheme is also directly referenced in the county’s Local Plan as it will improve the road network and will facilitate economic growth, development and regeneration. 
	1.1.11 The impact of not changing is therefore clear: 1) the problems identified will continue and 2) are likely to worsen over time and will effectively leave the area vulnerable to being left further behind. 


	1.2 ECONOMIC CASE 
	1.2 ECONOMIC CASE 
	1.2.1 The Economic Case for the scheme comprises calculation of an Initial BCR (based on traffic modelling work), an Adjusted BCR (to reflect DfT WebTAG-compliant wider impacts) and an analysis of additional wider economic benefits. 
	1.2.2 In the traffic modelling work, the base year model underpinned the forecast models used. Forecast models were built for 2022, the proposed opening year of the scheme, and 2037, a ‘forecast year’ fifteen years from the opening year. The forecast models detailed in this report have been built in compliance with TAG Unit M4 (November 2016). 
	1.2.3 Forecast models were developed for a ‘do minimum’ scenario (without the scheme) and the preferred option (the route via Roche). Based on TUBA analysis, the present value benefits (PVB), present value costs (PVC), and the benefit to cost ratio (BCR) are summarised in Table 1-1 (expressed in present values discounted to 2010 prices). 
	Table 1-1: Analysis of Monetised Costs and Benefits (£000) of scheme. 
	Analysis of Monetised Costs and Benefits Noise 
	Local Air Quality 
	Greenhouse Gases 
	Journey Quality Physical Activity 
	Accidents 
	Economic Efficiency: Consumer Users (Commuting) 
	Economic Efficiency: Consumer Users (Other) Economic Efficiency: Business Users and Providers Wider Public Finances (Indirect Taxation Revenues) 
	Present Value of Benefits (PVB) Broad Transport Budget 
	Present Value of Costs (PVC) 
	OVERALL IMPACTS 
	Net Present Value (NPV) 
	Initial Benefit to Cost Ratio (BCR) 

	TUBA v1.9.7 
	£2,789 
	-
	-£5,476 
	-
	£43 
	-£14,002 
	£6,121 
	£67,413 
	£151,400 
	£11,251 
	£219,539 
	£72,810 
	£72,810 
	£146,729 
	3.01 
	3.01 

	TUBA v1.9.8 
	£2,789 
	-
	-£5,476 
	-
	£43 
	-£14,002 
	£10,299 
	£53,975 
	£78,301 
	£11,251 
	£137,179 
	£72,810 
	£72,810 
	£64,369 
	1.88 
	1.88 

	Artifact
	1.2.4 The Initial BCRs show that the scheme provides significant benefits to transport users, resulting from the significant improvement in the performance of the new A391 in comparison to the existing route. 
	1.2.5 Based on the guidance in WebTAG Unit A2.1 (Wider Impacts), proximity-based agglomeration improvements and ‘output change in imperfectly competitive markets’ impacts were calculated. These were added to the Initial BCRs to give the Adjusted BCRs. These are shown in Table 1-2. 
	Table 1-2: Analysis of Monetised Costs and Benefits (£000) of scheme (Adjusted BCR). 
	Table 1-2: Analysis of Monetised Costs and Benefits (£000) of scheme (Adjusted BCR). 
	Table 1-2: Analysis of Monetised Costs and Benefits (£000) of scheme (Adjusted BCR). 

	Analysis of Monetised Costs and Benefits 
	Analysis of Monetised Costs and Benefits 
	TUBA v1.9.7 
	TUBA v1.9.8 

	PVB from Initial BCR 
	PVB from Initial BCR 
	£219,539 
	£137,179 

	Wider Impact Benefits 
	Wider Impact Benefits 
	£57,752 
	£50,442 

	Reliability Benefits 
	Reliability Benefits 
	£0 
	£0 

	OVERALL PVB (ADJUSTED) 
	OVERALL PVB (ADJUSTED) 
	£277,291 
	£187,621 

	Present Value of Costs (PVC) 
	Present Value of Costs (PVC) 
	£72,810 
	£72,810 

	Adjusted Benefit to Cost Ratio (BCR) 
	Adjusted Benefit to Cost Ratio (BCR) 
	3.81 
	2.57 


	1.2.6 Although not forming part of the BCR calculations, a series of other wider economic impacts were quantified. Dependent development-based land value gains from unlocked housing are considered a good proxy for the positive impact the scheme will have on demand for land use and these totalled £74 million. It is acknowledged that these cannot be added to the agglomeration-based wider impacts reported in Table 1-2. 
	1.2.7 Additionality analysis (the extent the scheme would support additional economic activity) indicated that the scheme would generate an additional 6,300 jobs in the area. The scheme would also generate additional GVA of £136 million during construction and further annual GVA benefits of £98 million per year. Other additional impacts include annual Council Tax receipts of £11.9 million per year and Business Rate income of £3.7 million per year. 
	1.2.8 Based on the above and the assessment of non-monetised impacts, the final Value for Money (VfM) category is High. It is considered that the economic appraisal represents a conservative assessment of the actual benefits of the scheme; hence there is a low risk that the scheme will fall into a lower value for money category. 

	1.3 MANAGEMENT CASE 
	1.3 MANAGEMENT CASE 
	1.3.1 The essential roles and responsibilities included within the project governance structure are consistent with PRINCE2. The Senior Responsible Officer is the Service Director – Transport and Infrastructure for Cornwall Council. He is responsible for the overall delivery of the scheme. Senior suppliers and users, together with the Highway Authority, are included on the Project Board from the Design Organisation. The Project Manager is responsible for the day to day running of the project and will report
	1.3.2 Project assurance will be undertaken by the relevant project board member with specific responsibilities identified in each role to ensure that the project’s direction, management and compliance are being conducted properly. For this, a number of gateway reviews have been programmed at key stage change points throughout the proposed scheme’s life. 
	1.3.3 The Project Manager will identify the key target audiences and stakeholders with an interest in the project to ensure they are kept informed and have the opportunity to give their views during the consultation phases. 
	Artifact
	1.3.4 A Risk Management Plan sets out the process and responsibilities for undertaking risk management to deliver the scheme. Informal reviews of the risk register shall be undertaken on a monthly basis when high level risks will be reported to the Project Board. 
	1.3.5 A Benefits Realisation Plan prepared for the scheme provides details of the key activities that will facilitate the success of the expected benefits arising from the scheme. This includes a Monitoring and Evaluation Plan that will identify how the actual scheme delivery, including wider scheme impacts, construction and budget management, are to be evaluated and monitored. 

	1.4 COMMERCIAL CASE 
	1.4 COMMERCIAL CASE 
	1.4.1 The procurement of the scheme will be based on the New Engineering Contract (NEC) suite of contracts. Due to the tight timescales involved, it is also recommended that use is made of early contractor involvement to help ionform the detailed design phase.. This approach allows the detailed design to remain within the control of Cornwall Council, but also allows early involvement from the contractor in the design process. 
	1.4.2 The anticipated value of the works dictate that a European Union (EU)-compliant tender process must be followed. Council tendering processes will also be followed. Two main options have been identified through the EU’s OJEU tendering process: either 1) an Open or 2) a Restricted Tender. The final option to use will be determined during the project development.  With regard to payment mechanisms, it is recommended to use the Traditional Appointment – NEC (Target Price) as a specific payment mechanism, 
	1.4.3 The contract length is currently estimated to be 40 months, which comprises a construction period and subsequent maintenance period. This will be developed into a more detailed programme as the design and planning constraints are better understood. 

	1.5 FINANCIAL CASE 
	1.5 FINANCIAL CASE 
	1.5.1 Based on a quantified risk assessment, the total cost of the scheme is £84,861,230. This is based on a confidence level of 90% and is inclusive of inflation. The inflation assumptions are based on market forecasts over the life of the project. The scheme cost also reflects particular technical issues and characteristics that have affected other road schemes in the area. Construction prices have been indexed to Q1 in 2017. 
	1.5.2 For the purpose of supporting this OBC, it is recommended that a P90 probability value is used and this totals £4,770,494. A project risk register has been produced in order to fully identify the risks, risk owner and mitigation measures. This is a live document, which will be regularly reviewed and updated, and when implemented will reduce the risk exposure, impacts and probability. 
	1.5.3 Cornwall Council will seek to find other sources of local funding to contribute to the scheme which will include design and development costs, land acquisition and locally sourcing construction materials and waste disposal.  The Council, as the Accountable body, will cover any scheme costs over and above the level of DfT funding. 
	Artifact


	INTRODUCTION 
	INTRODUCTION 
	2 

	2.1.1 Although St Austell is Cornwall’s largest town, it suffers from poor accessibility (and perceptions of poor accessibility) as it does not have a high quality link to the strategically important A30 corridor. The A30 is the principal transport artery into and out of Cornwall and also provides critical east to west connectivity within the county. Without this link, St Austell’s ability to regenerate its economy following the decline of traditional industries is likely to be severely constrained. 
	2.1.2 The A30’s importance cannot be underestimated as it is the key route to and within Cornwall. Its strategic and economic importance is also increased by the fact that other parallel routes, such as the A390, are low standard roads with journey times that are both slow and unreliable. 
	2.1.3 In the November 2015 Spending Review and Autumn Statement, Central Government announced a provision of £475 million over the next 5 years to fund ‘large local major transport projects’, enabling local areas to bid for funding for projects. The A391 in Cornwall was a named candidate for consideration.  Following a number of meetings with local Members, and Central Government, on 26 November 2015 the Department for Transport (DfT) confirmed that it would fund support of £1.5m to develop a business case 
	2.1.4 The wider background to the scheme and justification for proceeding with the business case development funded by DfT were reported to Cabinet at their meeting of 9 March 2016. At this meeting Cabinet granted approval to proceed with identification of preferred route for the St Austell to A30 Link Road, and preparation of the Outline Business Case to DfT by end of March 2017. 
	2.2 IDENTIFICATION OF THE PREFERRED OPTION 
	2.2 IDENTIFICATION OF THE PREFERRED OPTION 
	2.2.1 The details of the subsequent work undertaken since March 2016 on identifying the preferred route are set out in the following documents: 
	à
	à
	à
	à

	St Austell to A30 Link Road Options Appraisal Report, CORMAC. Revision 01 published December 2015. Revision 2 published March 2017; and 

	à
	à
	à

	St Austell to A30 Link Road Preferred Options Appraisal Report, WSP | Parsons Brinckerhoff. March 2017. 



	2.3 CONSULTATION 
	2.3 CONSULTATION 
	2.3.1 Public consultation was undertaken in2016 which supported the identification of the preferred route, and the subsequent development of the Outline Business Case (OBC). Business consultation was also completed in early 2017.  The consultation findings are set out in the following documents: 
	à
	à
	à
	à

	A30 to St Austell Link Road Public Engagement Report, CORMAC, January 2016.; and 

	à
	à
	à

	A30 Link Road Research, Cornwall Development Company, February 2017. 


	Artifact

	2.4 OBC DOCUMENT STRUCTURE AND CONTENT 
	2.4 OBC DOCUMENT STRUCTURE AND CONTENT 
	2.4.1 This document has been prepared using the agreed standards and format for business cases, as set out in ‘The Transport Business Cases’, Department for Transport (DfT), January 2013. WSP | Parsons Brinckerhoff has prepared this business case on behalf the scheme promoters: CIOSLEP and Cornwall Council with input from a broad range of stakeholders. 
	2.4.2 The next chapter sets the scene for the project and is followed by a chapter for each of the five cases in the five-case business case model: 
	à
	à
	à
	à

	The Strategic Case: setting out the strategic and policy context, the case for change, and the supporting investment objectives of the scheme; 

	à
	à
	à

	The Economic Case: demonstrating that the scheme delivers optimal value for money as well as being the most economically advantageous investment option for achieving the supporting objectives; 

	à
	à
	à

	The Management Case: confirming that the scheme is deliverable and can be achieved within the bounds of cost, time and quality constraints 

	à
	à
	à

	The Commercial Case: confirming that the scheme is commercially viable, in terms of structure, content and nature of the proposed investment deal; 

	à
	à
	à

	The Financial Case: outlining the scheme’s affordability and funding arrangements over the lifespan of the project; and 


	2.4.3 The outcomes from this investment will be much wider than the ‘standard’ transport impacts associated with journey time savings and accident reductions. This OBC therefore identifies the substantial wider economic benefits of the Link Road and describes how these will be a transformative catalyst for regeneration in the St Austell, St Blazey and China clay area. 
	Artifact


	SETTING THE SCENE 
	SETTING THE SCENE 
	3 

	3.1 INTRODUCTION 
	3.1 INTRODUCTION 
	3.1.1 The preferred route will be 6.2 kilometres in length and will comprise a 10m wide single carriageway designed to a 60 mph design speed with climbing lanes on steeper gradient sections. The route requires 42.8 hectares of land for construction and total scheme cost is estimated at £84.8 million. 
	3.1.2 For the reasons outlined in the Strategic Case (Chapter 4), the St Austell, St Blazey and China clay area is in need of greatly improved transport connectivity and economic regeneration. The Link Road will help achieve these objectives via the following: 
	à
	à
	à
	à

	It will create a better link between some of Cornwall's most important towns and developments; 

	à
	à
	à

	It will make it easier to access Cornwall's new, large employment sites; 

	à
	à
	à

	Crucially, it will improve the competiveness of St Austell as a location to do business (via enhancing the viability of commercial land development and the generation of new employment space); 

	à
	à
	à

	It will support continued housing development, including the delivery of the West Carclaze Garden Village eco-community - this alone is estimated to create 1,500 new homes (and 500 jobs); and 

	à
	à
	à

	It will support the regeneration of Roche, Bugle and Stenalees (due to decongestion and the elimination of current bottlenecks). 


	3.1.3 The St Austell to A30 study area is suffering from a progressively ageing population, with a significant increase in people who are over 65 years old within St Austell (over 5% higher than the national average) combined with a reduction of almost 3% in those aged under 16 (compared to 1% observed nationally). This suggests that young people have been moving out of the area given the lack of employment prospects once they have finished school or college. This is exacerbating skills shortages which in t
	3.1.4 In addition, house prices in the St Austell and China clay areas declined after the last recession and have stagnated since (by contrast, prices in Cornwall and England have recovered in the same period). Low land values in the area also mean that only relatively ‘low value’ housing is available. These types of housing tend to attract those in lower value occupations with the outcome being a ‘vicious circle’ of sub-optimal economic performance as the local workforce tends to have lower levels of skill
	Artifact

	3.2 ECONOMIC POTENTIAL 
	3.2 ECONOMIC POTENTIAL 
	3.2.1 When setting the scene, it is important to understand the geography of the area and this is shown in Figure 3-1 overleaf. The figure clearly shows the strategic east to west A30 corridor with the proposed Link Road providing the much-needed connection between the A30 and the St Austell and China clay area. 
	3.2.2 Figure 3-1  shows how the Link Road will form the crucial third and final phase of the new connection to the A30. It will follow on from the A391 Carluddon road improvement (“Phase 2”) which was completed in 2015 and the earlier “Phase 1” A391 project completed in 1997. Completion of Phase 2 gave an early indicator of the economic potential of these schemes as it facilitated plans for the new Carluddon technology park. This will provide industrial space for environmental technology manufacturing and c
	3.2.3 Figure 3-1  also shows the development sites, including those where consent has already been granted as well as “growth sites” planned for the post-2030 Local Plan period. With the decline in traditional industry in the area and perceptions that the area remains inaccessible, the role of the Link road to facilitate full development of these sites in the future is essential. 
	3.2.4 Without this intervention, the area is unlikely to be able to attract the number and types of jobs that will be so important as it seeks to recover from the decline in traditional industry experienced in recent years. The characteristics of this decline and the reasons for it are set out in more detail in Chapter 4 (the Strategic Case). 

	3.3 THE IMPACT OF DOING NOTHING 
	3.3 THE IMPACT OF DOING NOTHING 
	3.3.1 If the Link Road is not built, the economic growth trajectory and potential shown in Figure 3-1  is unlikely to be achieved. This is based on the evidence collated for this Outline Business Case where the perceived inaccessibility of the area has resulted in lower levels of investment compared to what could have been realised had there been better connectivity. 
	3.3.2 As an example of what could happen if no intervention is made, data covering employment land completions up to March 2016 shows that for crucial B2 office space in St Austell, the total amount of space (in square metres) actually went down between April 2010 and March 2016. As of March 2016, the decrease between 2010 and 2016 was 1,025 square metres, putting the planned growth trajectory significantly below target. This is in marked contrast to the target in the Local Plan to 2030 where 9,730 square m
	3.3.3 Based on the surveys and workshops held with local businesses and land agents, this outcome is not surprising given that the area is perceived as offering ‘low value’ to potential investors. Based on the discussions with local land agents and developers (as well as local businesses such as the St Austell Print Company, for example), it emerged that the lack of commercial viability is constraining the area’s recovery from the decline in traditional industry. 
	3.3.4 At a time when the area (and Cornwall generally) needs to generate higher value jobs and higher productivity, the absence of a good link to the A30 corridor will severely constrain the area’s economic potential with fewer jobs and GVA being generated over the longer term. 
	Artifact
	9 
	Figure
	Figure 3-1: The Study Area and its Economic Potential. 
	Figure 3-1: The Study Area and its Economic Potential. 
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	3.4 ST AUSTELL AND THE CHINA CLAY AREA - REGIONAL CONTEXT 
	3.4 ST AUSTELL AND THE CHINA CLAY AREA - REGIONAL CONTEXT 
	BACKGROUND 
	3.4.1 St Austell has a population of over 22,000. The town has a relatively high population due in large part to the historical success and profitability of the clay industry prior to its decline in recent years. The industry is located near St Austell as the deposits in this area are the largest in the world. 
	3.4.2 Although the China clay industry still employs approximately 1,000 people, this is in marked contrast to the heyday of the industry in the early 1970s when 6,000 people were employed. With St Austell’s current employment total standing at 14,970 jobs, the extent the area relied on the China clay industry in the past is clear. As well as the decline in jobs in this sector, the perceived inaccessibility of the area has meant that little inward investment has taken place to help replace these jobs. 
	CONNECTIVITY FACTORS 
	3.4.3 St Austell town is remote from the A30 and therefore has poor access within and out of Cornwall. The current route between the A30 and St Austell is the A391, which is of variable standard, and passes through a number of villages where bottlenecks occur. Other settlements in the area generally access this network via a range of smaller roads and this can make congestion on these relatively narrow roads worse. 
	3.4.4 The A391 and B3374 currently pass through the settlements of Stenalees, Bugle and Penwithick whilst the B3274 cuts through Roche and the B3279 through St Dennis and Nanpean. These cause some degree of severance in the towns and villages. In addition, there are no A or B roads through the centre of the China clay Area from east to west, as can be seen in Figure 3-2. 
	3.4.5 The highest traffic flows within St Austell are on the A390 (to the south of St Austell). Around half of this is through traffic and the problems associated with relatively high flows on this road are exacerbated in the summer months by tourist traffic. The A3058 from Newquay to the west of St Austell also experiences congestion during the summer. Finally, some traffic flows still use the A391 and A390 instead of the A30 route, causing regular congestion through St Austell at peak times. 
	3.4.6 This lack of connectivity is one of the major blocks to economic growth in the St Austell area and this is a theme that emerged from the consultation exercise where perceptions of poor accessibility are also holding back investment. As an example, it was agreed by all attendees at a workshop held in St Austell (in February 2017) that the county would have been worse off economically had it not been for the A30 upgrades, the Hayle bypass and the improvement works at Carland Cross. 
	3.4.7 The East West Link Road in Camborne Pool Redruth was also cited at the workshop as a good example of how local infrastructure has enabled economic growth and regeneration. 
	Artifact
	11 
	Figure
	Figure 3-2: Main Highway Network. 
	Figure 3-2: Main Highway Network. 
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	3.4.8 Although St Austell has the east to west main line rail link, services are infrequent and journey times are lengthy. In addition, rail services do not provide connectivity to areas of economic importance to St Austell, such as Newquay to the north-west. 
	3.4.9 Despite St Austell having bus services to local population centres such as Truro, Bodmin and Newquay, access to public transport in more rural areas is not as good and this results in high dependency on private transport. 
	ECONOMIC FACTORS 
	3.4.10 The decline of the China clay industry has resulted in a major economic challenge in recent years and the location of St Austell away from the A30 has limited its attraction to businesses and inward investment. 
	3.4.11 Large-scale house building has nevertheless continued in the area with working-age residents typically having to travel by car out of the area to find employment. This can add to traffic congestion on the roads in and out of St Austell. Although residential development has continued in recent years, industrial and office development targets have actually reduced due largely to the perceptions of poor access. 
	3.4.12 Although St Austell is one of the largest towns in Cornwall and is a significant service centre, average weekly earnings have been depressed due to the large number of employees in the distribution, hotels and restaurant sector (these tend to be low-paid occupations). 
	3.4.13 The decline in traditional industry has had knock-on impacts in the retailing and service sectors in the town. This means that there is now heavy reliance on employment in public services (such as in education, health and social work and public administration) with relatively little private sector investment. In terms of impacts on earnings, estimates of net weekly household income show, for example, that only one of the St. Austell Medium Super Output Areas (MSOAs) was within the top quartile for ho
	3.4.14 The China clay area is also different to other areas as it has fewer workers classified as managers, professionals or in technical occupations. The majority of workers are in skilled trades, process and machine positions or in elementary occupations. This conforms to a workforce more suited to traditional industries and who may not have the skills (as yet) to help attract and support higher value businesses to the area. 
	3.4.15 Other socio-economic factors in St Austell (and discussed in more detail in Chapter 4) include social deprivation, a lack of employment opportunities and detrimental physical “leftovers” from former China clay workings. These leftovers present an unattractive image to potential investors in the area and is another reason why the area has not been able to recover from the decline in the traditional China clay industry. 

	3.5 THE POTENTIAL OF ST AUSTELL AND THE CHINA CLAY AREA 
	3.5 THE POTENTIAL OF ST AUSTELL AND THE CHINA CLAY AREA 
	3.5.1 Data from Cornwall Council shows that the St Austell area produces about 8% of Cornwall’s Gross Value Added (GVA) and that the China clay area produces about 2.9% of Cornwall’s GVA. The area therefore has significant economic potential at a time when the Government is seeking to improve economic activity and productivity through better connectivity and improved transport accessibility. 
	3.5.2 Examples of where economic regeneration initiatives have already been undertaken include the following: 
	Artifact
	à
	à
	à
	à

	Delivery of Higher Education at the St Austell College campus and expanding its educational provision becoming Cornwall College; 

	à
	à
	à

	On-going business development initiatives through the Eden Project, which is an attraction of international significance; 

	à
	à
	à

	The Eco-Bos Employment Space for Advanced Manufacturing (ESAM) initiative, which will provide high quality workspace and business support to promote the growth of existing micro businesses and the creation of new enterprises; and 

	à
	à
	à

	The eco-communities scheme across the area, which offer a major opportunity to regenerate the area with employment land being made available and developed as part of the proposal. The development of this eco-community is seen as a major economic driver for the area but requires good transport access to the area if this is to be realised in full. 


	3.5.3 As examples of what can be achieved, the Carluddon A391 Road Improvement has been developed to create the conditions necessary to support a new high value economy and to unlock strategic development land. Additional European Regional Development Fund (ERDF) Convergence investment in workspace, land remediation and site infrastructure is proposed to create ‘oven ready’ development opportunities. 
	3.5.4 There are a large number of undeveloped sites around St Austell that offer significant potential. These include office accommodation that could be developed in the short term within the Svedala site at Charlestown as well as the St Austell Enterprise Park. Schemes are also proposed for the regeneration of Fore Street in St Austell. 

	3.6 THE IMPORTANCE OF INVESTMENT IN THE AREA 
	3.6 THE IMPORTANCE OF INVESTMENT IN THE AREA 
	3.6.1 The importance of public sector investment in the area in demonstrated by the skills and business development initiatives put in place for higher education at St Austell College. There is also supported investment in developments in the Eden Project and those made by EcoBos. Public support for these is committed through Local Plan objectives and European Funding programmes for ERDF and ESF. 
	3.6.2 Since 1994, Cornwall has qualified for European structural funds (5 B, Objective One, Convergence and currently the Growth programmes). This is due to its economic performance being less than 75% of the European Union (EU) average and only 72% of the national average. 
	3.6.3 It is worth noting that the Convergence Programme (2007 to 2013) highlighted the St Austell and China clay area as a high priority for investment, alongside Camborne Pool and Redruth (CPR). One of the priorities of the programme was to unlock economic potential by facilitating the development of physical regeneration programmes. At the commencement of the Convergence programme, both areas were allocated equal amounts of funds – despite this, St Austell failed to secure more than a third of the funds t
	3.6.4 Cornwall and Isles of Scilly currently benefits from the European Structural Investment Funds (ESIF) Growth Programme (which runs until 2020). Due to Brexit, this will be the last programme of structural funds Cornwall will receive and given the design of the programme, there are no location-based investment priorities. This means that there is no preference given to proposals located in the St Austell area with the consequent result being that the area will urgently need other forms of public sector 
	Artifact


	STRATEGIC CASE 
	STRATEGIC CASE 
	4 

	4.1 INTRODUCTION 
	4.1 INTRODUCTION 
	4.1.1 The Strategic Case presented here sets out why the investment is needed as well as the “case for change”. A clear rationale for making the investment is demonstrated together with the scheme’s ‘strategic fit’ and how it will further the aims and objectives in the region. 
	4.1.2 The Strategic Case developed here is based on DfT guidance and contributes towards the overall business case presented to Government. The Strategic Case is supported by robust evidence and has been supplemented by an extensive stakeholder consultation programme. 
	4.1.3 From an economic perspective, the chapter sets out the main characteristics in both Cornwall and the study area as well as the rationale for the scheme and why it is so important as a means of regenerating economic activity in St Austell and the China clay area. 

	4.2 BUSINESS STRATEGY 
	4.2 BUSINESS STRATEGY 
	4.2.1 The key organisations responsible for the scheme proposal, their strategic aims and their responsibilities are described below. 
	4.2.2 The organisations are, the Cornwall and Isles of Scilly Local Enterprise Partnership (CIoS LEP), Cornwall Council and the DfT. These organisations have worked together to create this Outline Business Case. 
	CORNWALL AND ISLES OF SCILLY LOCAL ENTERPRISE PARTNERSHIP 
	4.2.3 The CIoS LEP was launched in May 2011. Private sector-led, it is a partnership between the private and public sectors and is driving the economic strategy for the area, determining local priorities and undertaking activities to drive growth and the creation of local jobs. 
	4.2.4 The LEP’s strategic aims are set out in its Strategic Economic Plan and comprises three themes: 
	4.2.4 The LEP’s strategic aims are set out in its Strategic Economic Plan and comprises three themes: 
	à
	à
	à
	à

	Future Economy – increasing productivity, more jobs and more housing; 

	à
	à
	à

	Growth for Business – bespoke business hub growth and creative and digital industries; and 

	à
	à
	à

	Conditions for Growth – transport infrastructure, digital connectivity, resilience, increased skills and new ways of living. 


	CORNWALL COUNCIL 
	4.2.5 Cornwall Council is the Local Highway Authority for Cornwall in which St Austell, St Blazey and the China clay area lies. It is responsible for the roads and highway infrastructure in the area and aims to create a more prosperous, resilient and resourceful Cornwall. 
	4.2.6 The CIoS LEP and Cornwall Council have come together with a shared vision and aims to promote this Business Case. 

	4.2.7 The Council’s strategic aims are based on these five long term priorities: 
	4.2.7 The Council’s strategic aims are based on these five long term priorities: 
	à
	à
	à
	à

	Sustainable economic growth; 

	à
	à
	à

	Better environment; 

	à
	à
	à

	Improved health and wellbeing; 

	à
	à
	à

	Resilient, safe communities with affordable housing to meet local needs; and 

	à
	à
	à

	To become a high performing council through continual improvement -fix, prepare, transform and excel. 


	Artifact
	DEPARTMENT FOR TRANSPORT (DFT) 
	4.2.8 Central Government understands that there is a need for Public Sector investment in Cornwall to help achieve regional growth targets. The Department for Transport has provided the funding to investigate an improved link between the A30 and St Austell in recognition that the concept and aims of the scheme aligns with national policies. 

	4.2.9 The Department for Transport’s strategic objectives are: 
	4.2.9 The Department for Transport’s strategic objectives are: 
	à
	à
	à
	à

	Boosting economic growth and opportunity; 

	à
	à
	à

	Building a One Nation Britain; 

	à
	à
	à

	Improving journeys; and 

	à
	à
	à

	Safe, secure and sustainable transport. 


	CORMAC AND WSP | PARSONS BRINCKERHOFF 
	4.2.10 CORMAC and WSP | Parsons Brinkerhoff, as consultants to Cornwall Council, have undertaken the transport and economic technical work, design and professional services to support the business case. 


	4.3 PROBLEMS IDENTIFIED 
	4.3 PROBLEMS IDENTIFIED 
	4.3.1 The problems identified in the St Austell and China clay Area comprise two key themes:  and . 
	transport
	economic activity

	4.3.2 The transport problems are: 
	4.3.2 The transport problems are: 
	à
	à
	à
	à

	Poor connectivity, which continues to be seen as the major block to economic growth in the St Austell area; 

	à
	à
	à

	Lack of appropriate access to the A30 (e.g. drivers currently have to negotiate the capacity constrained A391 where bottlenecks and delays are regular occurrences) – the perceived lack of access is a threat to business development and expansion; 

	à
	à
	à

	The local road network experiences congestion through and around the town, especially during peak periods and along the A390; 

	à
	à
	à

	Seasonal traffic flows, which can increase by up to 15% during the summer period; 

	à
	à
	à

	Limited scope to increase capacity in the local highway network, which is constrained by adjacent development, including further investment in the Newquay Enterprise Zone at the Aerohub and regeneration improvements in the St Austell and the China clay areas, and puts increased pressure on the existing routes; 

	à
	à
	à

	The existing route through Roche is the B3274 road which has many narrow sections along its length, coupled with sharp bends and steep gradients. This is a heavily trafficked road being used not only by cars but also HGVs generated by the nearby China Clay extraction and secondary aggregate industries with the generation of high levels of air and noise pollution and a significant number of collisions along the road. 


	Artifact

	4.3.3 The economic problems are: 
	4.3.3 The economic problems are: 
	à
	à
	à
	à

	An inability to replace the employment lost as a result of the decline in traditional industry (specifically the decline in the China clay industry); 

	à
	à
	à

	A relatively ‘low wage, low skills’ local economy – largely the product of the lack of ‘high value’ sectors and jobs in the area; 

	à
	à
	à

	Low levels of productivity (GVA per worker) – similar to the rest of Cornwall, the area suffers from very low productivity levels compared to the rest of the UK and the ‘productivity gap’ is in danger of increasing without interventions such as better transport connectivity; 

	à
	à
	à

	There are negative perceptions of poor accessibility to the area – this manifests itself via suboptimal levels of inward investment as developers perceive poor access to the area (a perception that is keeping land values beneath ‘commercial viability’ thresholds in the area); 
	-


	à
	à
	à

	There are also perceptions that the availability and deliverability of key sites for development are not at the levels that the private sector typically seeks – this perception was made clear from the consultation; and 

	à
	à
	à

	A general picture of a ‘cycle of economic decline’ as the area’s relative remoteness and lack of access means that it lags behind other areas in Cornwall in terms of its economic development – there is a real risk that without major intervention, the gap in economic performance will grow over time with key metrics such as productivity continuing to diverge from the national average. 


	4.3.4 All of these are discussed in more detail in under Wider Economic Problems in paragraph 4.3.43 onwards. 
	4.3.5 Continued investment for development opportunities depend on accessibility and connectivity. The lack of access – and perceived lack of access - to the St Austell and the China clay area are impacting on competitive business development and investment via the following: 
	à
	à
	à
	à

	 – the St Austell and Clay Country areas have a limited local market it can sell to and transportation costs and time add to a competitive disadvantage; 
	Product markets


	à
	à
	à

	 – the cost and range of suppliers and collaborators is diminished as is knowledge transfer; and. 
	Supplier markets


	à
	à
	à

	– employers have limited access to skilled workforce which is a key requirement for most major businesses and inward investors. 
	Labour markets 



	TRANSPORT PROBLEMS 
	POOR CONNECTIVITY 
	4.3.6 St. Austell is the largest town in Cornwall, with a population of nearly 35,000 recorded in the 2011 Census. Despite being the largest town in Cornwall, St. Austell is not well connected to the strategic road network by the current highway network.  The A30 through Cornwall provides the main link to the wider South West and beyond, including the M5 at Exeter; however, the connectivity to the A30 currently provided by the A391 and B3274 is poor due to the low standard of these routes.  This poor connec
	4.3.7 The majority of the larger towns in Cornwall have much better connectivity to the strategic road network, as is shown in the table below: (those highlighted orange indicate poor connectivity with green showing those towns with good connectivity to the strategic road network): 
	Artifact
	Table
	TR
	TH
	Artifact

	City / Town 
	Population from 2011 Census 
	Distance to SRN 
	Journey Time to SRN 
	Connectivity to Strategic Road Network 

	1 
	1 
	St Austell 
	34,864 
	16km 
	18min 
	Connectivity to A30 to north 

	provided by A391 and B3274 
	provided by A391 and B3274 

	Both routes are low standard and 
	Both routes are low standard and 

	are windy, narrow and slow with 
	are windy, narrow and slow with 

	average speeds of 40mph at 
	average speeds of 40mph at 

	Lockengate and 46.7mph south 
	Lockengate and 46.7mph south 

	of Scredda 
	of Scredda 

	A391 is most direct route, but 
	A391 is most direct route, but 

	A30 is still more than 12km from 
	A30 is still more than 12km from 

	St. Austell town centre 
	St. Austell town centre 

	2 
	2 
	Falmouth 
	27,660 
	18km 
	25min 
	Connection to A30 either via 

	A393 to Redruth or A39 through 
	A393 to Redruth or A39 through 

	Truro 
	Truro 

	Significant distance from A30 
	Significant distance from A30 

	(28km), but A39 route is 
	(28km), but A39 route is 

	generally good standard 
	generally good standard 

	3 
	3 
	Camborne/Pool 
	26,212 
	1km 
	3min 
	Excellent access to A30 dual carriageway provided by direct, local access at 2 grade separated junctions 

	4 
	4 
	Newquay 
	22,189 
	11km 
	13min 
	Good access from A30 dual carriageway via grade-separated Highgate Hill junction, A39 dual carriageway and A392 

	5 
	5 
	Truro 
	19,732 
	8km 
	13min 
	Good access to A30 at Chiverton Cross and Carland Cross.  A39 and A390 are both good standard routes. 

	6 
	6 
	Penzance 
	16,436 
	1km 
	3min 
	A30 access direct to Penzance 

	7 
	7 
	Redruth 
	16,102 
	2km 
	3min 
	Direct access to A30 dual carriageway at grade-separated 


	Artifact
	Table
	TR
	Avers junction 

	8 
	8 
	Saltash 
	15,566 
	2km 
	4min 
	Direct access to A38 via two junctions leading to the A30 via the A388 

	9 
	9 
	Bodmin 
	14,614 
	3km 
	6min 
	Direct access to A30 dual carriageway via 2 junctions 

	10 
	10 
	Helston 
	11,311 
	18km 
	25min 
	Poor access to A30 via A394 to Penzance or B3297 to Redruth 


	Artifact
	19 
	Figure
	Figure 4-1: Location of 10 largest towns in relation to strategic road network. 
	Figure 4-1: Location of 10 largest towns in relation to strategic road network. 


	A30 to St Austell Link Cornwall Council March 2017 Confidential 
	Artifact
	LACK OF APPROPRIATE ACCESS TO A30 

	4.3.8 There are two key road links connecting the A30 with St Austell: 
	4.3.8 There are two key road links connecting the A30 with St Austell: 
	à
	à
	à
	à

	The A391 which connects the A30 at Innis Downs to St Austell via the villages of Bugle and Stenalees. This is the main and most direct route between the strategic road network and St Austell. 

	à
	à
	à

	B3274 running south to St Austell. This route is single carriageway and provides access to St Austell from the A30 at Victoria via Roche. 


	The sections below set out the characteristics of these routes, demonstrating that the current access to St. Austell and the surrounding area provided by the existing highway network is poor. This poor level of service acts as a constraint to the economic growth of the area and a threat to business expansion and development. 
	St Austell to A30 – A391 
	4.3.9 The topography of the route between St Austell and the A30 along the A391 fluctuates with some steep sections of road between the A390 Holmbush Road/A391 junction and the St Austell Enterprise Park. All junctions along the route are at grade, with several major-minor junctions and roundabouts provided. The single carriageway section of the route passes through several small villages and does not provide any overtaking opportunities due to the narrow nature of the route. 
	4.3.10 There are a large number of minor accesses through the villages where dwelling frontages emerge onto the A391. This can lead to a large number of points of conflict between vehicles entering the network and vehicles already on the road. In addition, on street parking within the villages obstructs the flow of traffic. 
	4.3.11 There is limited traffic management on the A391 as it passes through these villages with only reduced speed limits and parking restrictions in place. Speed limits are 60mph, except in Lockengate where there is a 40mph limit. On entry to Bugle from the north east there is 40mph buffer zones leading into the 30mph through the village, which stretches to the A391/B3274 roundabout. 
	St Austell to A30 – B3274 
	4.3.12 The B3274 is a single carriageway section of road which contains several sharp bends and steep gradients which may prove challenging for some vehicle types. All junctions along the route are at grade, and predominantly made up of major-minor junctions with some roundabouts are also provided to link up to key routes such as the A391. 
	4.3.13 There are a large number of minor accesses with vehicles entering the network from dwellings directly onto the B3274. This requires vehicles to accelerate and decelerate sharply along the route. The majority of the route has a 40mph speed limit which is reduced to 30mph when travelling through villages situated on the B3274, there are also sections of the route set at national speed limited but these are isolated sections of road. Traffic management measures are in place throughout villages located o
	Artifact
	St Dennis 
	4.3.14 In addition to the two key links between St Austell and the A30, access around Treviscoe and St Dennis to the A30 is also an important route, particularly for HGVs. 
	4.3.15 The B3279 is a 9 km route between the A3058 to the west of St Austell, through St Dennis to the A30 at Highgate Hill. It is single carriageway, with a number of sharp bends and quarry access points adjoining it. The speed limit is set at the national speed limit, apart from through village where there are 30mph limits in place. 
	4.3.16 Through St Dennis there are properties along the route, with on street car parking taking place and in some locations no pedestrian footway. In addition there are several priority narrowing traffic management measures and sharp bends. 
	SEASONAL TRAFFIC ISSUES 
	4.3.17 Traffic flows in the St Austell to A30 to A30 study area experience seasonal fluctuations, which can increase traffic flows by up to 15-20% during the summer period. Automatic traffic count (ATC) data from 2016 for B3274 at Stenalees and 2015 for the A391 at Lockengate to the north of Bugle, has been used to identify monthly and weekly flow profiles for the area. All graphs below show two way traffic flows. (Continued on next page).Figure 4-2 shows the monthly flow profile on the B3274 at Stenalees. 
	4.3.18 The monthly flow profile shows a significant increase in flows during the summer months, with the peak occurring in August. This demonstrates the impact that tourism has on the levels of traffic on the network in the area. The graph also shows that traffic flows are lowest during January on the B3274. 
	0 1000 2000 3000 4000 5000 6000 7000 8000 9000 10000 Jan-16Feb-16Mar-16Apr-16May-16Jun-16Jul-16Aug-16Sep-16Oct-16Nov-16Dec-16 Monthly flow profile 2016: B3274 Stenalees 2-way AADT 
	Figure 4-2: Monthly flow profile on the B3274 at Stenalees. 
	Figure 4-2: Monthly flow profile on the B3274 at Stenalees. 


	4.3.19 Figure 4-3 shows the weekly flow profile for two-way traffic on the B3274 in terms of neutral and summer months. 
	4.3.20 The figure shows a significant increase in traffic flows experienced on all days during the summer months. Through the week flows appear to be highest on Wednesdays, with an average daily flow of just over 10,000 in the summer and just under 9,000 during the neutral months. Flows are at their lowest during the weekend in both the summer and neutral months. 
	Artifact
	0 2000 4000 6000 8000 10000 12000 Mon Tue Wed Thu Fri Sat Sun Weekly flow profile 2016: B3274 Stenalees Neutral Summer AADT 
	Figure 4-3: Weekly flow profile on the B3274 at Stenalees. 
	Figure 4-3: Weekly flow profile on the B3274 at Stenalees. 



	4.3.21 Figure 4-4 shows the monthly flow profile for traffic flows on the A391 in 2015. 
	4.3.21 Figure 4-4 shows the monthly flow profile for traffic flows on the A391 in 2015. 
	4.3.22 The monthly flow profile shows a significant increase in flows during the summer months, with the peak occurring in August. This demonstrates the impact that tourism has on the levels of traffic on the network in the area. The graph also shows that traffic flows are lowest during January on the A391. 
	0 2000 4000 6000 8000 10000 12000 Jan-15Feb-15Mar-15Apr-15May-15Jun-15Jul-15Aug-15Sep-15Oct-15Nov-15Dec-15 Monthly flow profile 2015: A391 Lockengate 2-way AADT 
	Figure 4-4: Monthly flow profile on the A391 at Lockengate. 
	Figure 4-4: Monthly flow profile on the A391 at Lockengate. 


	Artifact

	4.3.24 Figure 4-5 shows the daily two-way flow profile on the A391 for neutral and summer months. 
	4.3.24 Figure 4-5 shows the daily two-way flow profile on the A391 for neutral and summer months. 
	4.3.25 The figure shows a general increase in flows experienced on all days during the summer months. Through the week flows appear to be highest on Wednesdays during the summer months, with an average daily flow of just over 12,000. However, during neutral months two-way traffic flows appear to be highest on Fridays, with flows just over 10,000. Flows are at their lowest during the weekend in both the summer and neutral months. 
	0 2000 4000 6000 8000 10000 12000 14000 Mon Tue Wed Thu Fri Sat Sun Daily flow profile 2015: A391 Lockengate Neutral Summer AADT 
	Figure 4-5: Daily flow profile on the A391 at Lockengate. 
	Figure 4-5: Daily flow profile on the A391 at Lockengate. 


	4.3.26 The graphs above demonstrate the impact of increased travel in summer periods on the road network.  These seasonal increases cause increased congestion and slower journey times on the A391 and B3274, reducing connectivity to the St. Austell area. 
	ROUTE STANDARD 
	4.3.27 Current 2-weay daily traffic flows on the A391 range from just under 10,000 vehicles per day during neutral periods, to over 12,000 vehicles per day during average summer periods.  The design standards for rural roads set out in the Design Manual for Roads and Bridges states that normal single carriageway standard routes are appropriate for average daily traffic flows up to 13,000 vehicles per day (in the scheme opening year), with higher standard single carriageway routes appropriate for flows rangi
	1

	Artifact
	CONGESTION AND HGV TRAFFIC 
	4.3.28 The A391 through Bugle experiences high volumes of traffic (including HGV movements) as it remains the main link between St Austell and the A30, with an average weekday flow (AWF) of 10,613 vehicle trips at Lockengate and 11,274 further south at Scredda. These high flows are present. Adverse environmental impacts and historically high levels of traffic accidents also result from high traffic volumes and the particular characteristics of the road. 
	4.3.29 The B3274 through Roche has many narrow sections, sharp bends and steep gradients. Similar to the A391, the B3274 handles large volumes of traffic, with an AWF of 6,571 vehicle trips to the north of Roche and 8,885 to the north west of Stenalees. The route also supports HGV movements from the nearby China clay quarries. Again, these levels of traffic generate harmful emissions and poor air quality whilst incidences of road collisions remain high. 
	4.3.30 The B3374 Treverbyn Road is a minor road that acts as an alternative to the more commonly used A391. The B3374 Treverbyn Road experiences an AWF of 3,609 vehicle trips. Traffic flows here could be considered to be excess traffic that avoids the A391 due to congestion issues. 
	4.3.31 All June 2016 traffic flow data for the St Austell to A30 study area can be seen below in Figure 4-8Figure 4-8. 
	4.3.32 The proportion of HGVs on the B3274 to the north east of Roche is higher than the average found on roads across the South West and England respectively, with a value of 6.1%. In addition, during peak hours, the number of HGVs can reach 45 per hour, which is particularly high considering the relatively narrow nature of this single carriageway road. 
	2

	4.3.33 The numbers of HGVs during peak hours are also high at other points in the north of the study area, for example on the B3274 North West of Roche and on the A391 at Lockengate where there are 18 and 23 HGVs per hour respectively. 
	2 National Road Traffic Forecasts 2015 
	25 
	Figure 4-7: Variety of existing traffic issues on existing routes4 . 
	Figure 4-6: Image illustrating existing HGV issues on existing routes. 
	Figure 4-6: Image illustrating existing HGV issues on existing routes. 
	3



	3 St Austell to A30 Link Road – Preferred Option: Transport Portfolio Advisory Committee (22 February 2017) 
	4 St Austell to A30 Link Road – Preferred Option: Transport Portfolio Advisory Committee (22 February 2017) 
	Artifact
	26 
	Figure
	Figure 4-8: ATC traffic flows for the St Austell to A30 study area (June 2016). 
	Figure 4-8: ATC traffic flows for the St Austell to A30 study area (June 2016). 
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	Artifact
	JOURNEY TIMES 
	JOURNEY TIMES 
	JOURNEY TIMES 

	4.3.34 
	4.3.34 
	Journey times are shown to be the most variable on the A391 during the AM peak, with journey times 2 minutes longer travelling southbound from St Austell to the A30. This trend is not seen in the opposite direction during the PM peak with journey times similar in both directions. 

	4.3.35 
	4.3.35 
	Table 4-1 below shows average journey times recorded on key routes within the study area between 1st February and the 31st May 2015. 

	TR
	Table 4-1: time). 
	St Austell to A30 Journey Times 1st February -31st May 2015 (neutral weekdays -term 


	ROUTE 
	ROUTE 
	ROUTE 
	DIRECTION 
	LENGTH (KM) 
	TIME (MINS) 

	AM 
	AM 
	IP 
	PM 

	1. A391 between A390 and A30 
	1. A391 between A390 and A30 
	NB 
	13.2 
	17.1 
	16.7 
	17.8 

	SB 
	SB 
	13.2 
	19.0 
	16.9 
	17.6 

	2. B3274 between A390 and A30 
	2. B3274 between A390 and A30 
	NB 
	13.0 
	18.2 
	17.4 
	18.0 

	SB 
	SB 
	13.0 
	18.4 
	17.6 
	18.1 

	3. Penwithick between A391 and A391 
	3. Penwithick between A391 and A391 
	NB 
	3.7 
	5.9 
	5.4 
	5.5 

	SB 
	SB 
	3.7 
	5.0 
	5.2 
	5.1 


	4.3.36 
	4.3.36 
	4.3.36 
	Figure 4-9 shows the average speeds during AM and PM peaks at selected sites within the study area, 

	4.3.37 
	4.3.37 
	Peak period speeds at various points within the study area are shown to be below the set speed limits for the road. This can be seen on the B3274 at Stenalees where there is approximately a 20mph difference between the speeds of vehicles (38.9mph during the AM peak and 40.1mph during the PM peak) and the B3274 speed limit (60mph). 


	Artifact
	28 
	Figure
	Figure 4-9: Average weekday speeds at selected sites within the study area. 
	Figure 4-9: Average weekday speeds at selected sites within the study area. 
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	Artifact
	ACCIDENT DATA 
	4.3.38 A total of 140 collisions were recorded by the police over the last 5 years within the St Austell to A30 study area. 
	4.3.39 Collisions can be seen consistently along the A391 and B3274. Along the A391 there are clusters of collisions within the village of Bugle where there are a large number of house frontages and vehicles entering the network. Collisions on the B3274 are much more spaced out along the route with no specific clusters of collisions; this could be due to the high speed limit and a large number of concealed entrances. 
	4.3.40 Within the whole study area 19% of casualties were reported as serious or fatal, also known as collisions involving those killed or seriously injured (KSIs). When compared against the national average for 2015 taken from the Reported Road Casualties Great Britain 2015 (RRCGB) this is above the national average for 30, 40 and 50mph roads. 
	RAIL SERVICES 
	4.3.41 From St Austell, destinations to the west down to Penzance and eastbound destinations such as Plymouth and Exeter St David’s can be accessed.  London and the north can also be reached, beyond Exeter. However, while there is a relatively good service connecting St Austell to Penzance and Plymouth with 1-2 services per hour, connectivity to destinations further afield such as Exeter, London and Birmingham are poor. The GWR mainline services towards London run at a reasonable frequency, especially durin
	4.3.42 The study area to the north of St Austell can also be accessed by rail; however it is necessary to do so via Par. Roche, Bugle and Luxulyan lie on the Par to Newquay branch line, which has 6 services per day. On Saturdays during the summer, this branch line service does not run due to special intercity services running direct to Newquay from the east. The stations are therefore poorly used, with an average of 7 passengers entering or exiting the station per day at Roche, 12 at Bugle and 5 at Luxulyan
	5

	WIDER ECONOMIC PROBLEMS 
	4.3.43 There are a series of economic issues that are adversely affecting activity and potential growth in the area. Without significant intervention, these are likely to not only remain but also to worsen over time and thus prevent the area from reaching its full potential. 
	4.3.44 These issues and ‘market failures’ are set out below and when viewed together, demonstrate why interventions to improve accessibility and connectivity will play a major role in the regeneration of the area. 
	INDUSTRIAL DECLINE 
	4.3.45 There is powerful evidence showing that employment in the area has decreased significantly following the decline of the China clay industry. As an example of this, the China clay industry near St Austell has lost over 80% of its workforce in recent years. 
	Artifact
	4.3.46 According to the Cornwall Local Plan Strategic Policies 2010 – 2030, the China clay industry currently employs approximately 1,000 people directly and contributes significantly to the economy of mid-Cornwall. The industry has been centred near St Austell as the deposits there had emerged as the largest in the world.  Today, the St Austell deposits have largely been abandoned despite being good for at least another 50 years. Imerys, who had bought the English China clay company in 1999, moved most of 
	4.3.47 Despite the declines in employment in the China clay industry, the significant reserves left mean that it remains an important industry for the area. 
	4.3.48 In the early 1970s, the industry directly employed approximately 6,000 people. With the dramatic decrease to 1,000 employees today, the impacts have been profound in the local area and particularly in the China clay Area. This decline has been due to global competition and the opening up of lower cost sources in Brazil for the volumes required for the paper industry. As a result the focus has shifted to lower volume production directed at higher value refined clays for the ceramics, pharmaceutical pr
	4.3.49 Although the local communities and workforces have been adjusting to these changes, there have been few new employment opportunities to replace those lost in the traditional China clay industry. Despite the decline in traditional industry, large-scale house building has continued in the area with working-age residents typically having to travel by car out of the area to find employment. This can add to traffic congestion on the few roads out of St Austell. Villages close to the A30 have also recently
	4.3.50 Other socio-economic factors related to what has happened in the China clay industry in St Austell include social deprivation, a lack of employment opportunities and detrimental physical “leftovers” from former China clay workings. These leftovers can present an unattractive image to potential investors in the area and may be one of the reasons why the area has not been able to recover from the decline in traditional industry. 
	4.3.51 Although St Austell supports an estimated 14,970 jobs (including self-employment) and a total of 31,300 jobs within the St Austell Travel to Work Area, the town has been reliant upon sectors that are in decline. As well as the loss in direct jobs in these sectors, there have been knock-on impacts in the retailing and service sectors in the town. 
	4.3.52 This means that there is now heavy reliance on employment in public services (such as in education, health and social work, and public administration) with relatively little private sector investment. A significant proportion of the town’s employment and employee incomes therefore relies on the public sector. 
	4.3.53 The China clay area is significantly different to other areas as there it has fewer workers who are likely to be classified as managers, professionals or in technical occupations. The majority of workers are more likely to be in skilled trades, process and machine positions or in elementary occupations. This conforms to a workforce more suited to traditional industries such as China clay and who may not have the skills – as yet – to help attract higher value businesses to the area. 
	4.3.54 This is corroborated by the CIoS LEP “Employment and Skills Strategy”, which states that over 80% of the surveyed workforce at the time of preparation of this report did not employ apprentices or trainees on the renewable construction sector, which is an emerging area with a demand for skilled jobs. 
	Artifact
	4.3.55 A large number of employees in the distribution, hotels and restaurant sector (similar to what is observed in the county as a whole) tends to depress average weekly earnings in the area as well given that these are historically low paid occupations. 
	LOW PRODUCTIVITY 
	4.3.56 Evidence shows that productivity rates are lower and severely lagging behind the national average in Cornwall and the St Austell area. 
	4.3.57 The types of employment within Cornwall typically generate low Gross Value Added (GVA) per capita. The value for 2014 (£17,278) is the second lowest of all LEP areas in England (70.2% of the average in England). GVA per capita in Cornwall has also seen a reduction in real terms by 4% since 2006. In terms of total GVA growth, this has also been at a lower rate than the UK average since 2008 (15.2% in Cornwall versus 18.1% in the UK). 
	4.3.58 This is shown in Figure 4-10 below. 
	Figure
	Figure 4-10: Productivity of Cornwall as Percentage of UK. 
	Figure 4-10: Productivity of Cornwall as Percentage of UK. 


	Source: State of the Economy February 2016 (Cornwall Council) 
	4.3.59 Productivity per hour in Cornwall not only remains low but has declined relative to the UK average. A number of factors contribute to this: 
	à
	à
	à
	à

	A lack of investment in research and development; 

	à
	à
	à

	A high level of part-time workers (including seasonal workers in the tourism sector); 

	à
	à
	à

	A lower proportion of workers with National Vocational Qualifications (NVQ) 4+ skills; 

	à
	à
	à

	Underemployment of people with skills sets; and 

	à
	à
	à

	A low stock of capital. 


	Artifact
	LOW DEMAND FOR LAND USE 
	4.3.60 Since the financial recession in 2007/8, property development in Cornwall has been relatively low with fewer national and regional developers wishing to invest in Cornwall. The financial legacy has been the lack of appetite from the ‘high street’ banks to lend into the real estate sector. This and the local commercial property market requiring grant funding has added to Cornwall’s lack of supply even for good locations next to the A30. St Austell being more remote and localised is doubly affected fro
	4.3.61 One of the key issues in the St Austell area is the low demand for land that becomes available for development. Based on recent evidence from the area, when ‘parcels’ of land become available for development, take-up from developers tends to be low. This means that the period when the land is available expires without interest being shown from the development sector. 
	4.3.62 The low demand for employment land is highlighted by the Inspector in the Report on the Examination into the Cornwall Local Plan. In this report, it is stated that “even taking the combined overall provision in the area, provision has not been boosted as much as some other areas such as Newquay, Bodmin and Truro. But the Council see those areas as having much greater economic potential (e.g. Aero-hub and the Enterprise Zone at Newquay Airport and the A30 Corridor for Bodmin) in comparison to which St
	1 DMRB Volume 5 Section 1 – TA46/97 
	5 Estimates of Station Usage 2015-2016, Office of Rail and Road 

	4.3.63 The current demand for employment land in Cornwall is driven by two key factors: 
	4.3.63 The current demand for employment land in Cornwall is driven by two key factors: 
	à
	à
	à
	à

	Industrial demand in Cornwall is mainly driven by proximity to the A30; and 

	à
	à
	à

	Office demand has traditionally been centred on Truro, the main urban area in Cornwall. 


	4.3.64 Although the China clay Community Network Area (CNA) targets for completions of industrial and office employment spaces have been reached, the situation in the St Austell CNA is very different as completed and committed employment space only covered 1) 24% of the industrial employment land target and 2) 10% of the office employment land target up to 2015. 
	6

	4.3.65 This is significant and is indicative of how St Austell is not perceived as being a good location for employment land development and explains why the town has not been able to recover from the decline in traditional industries in recent years. Low commercial property values and high development costs have for many years rendered commercial property development in this area unviable in all but a few prime locations. As a result, many businesses have located in cheap but outdated accommodation, not su
	6 There are 19 CNAs in Cornwall and their purpose is to identify, agree and drive forward local priorities for each area. This includes advice on local service delivery and on strategies that affect the communities. Collaboration across and within CNAs is another central theme. 

	4.3.66 This has several knock-on impacts: 
	4.3.66 This has several knock-on impacts: 
	à
	à
	à
	à

	Land values remain comparatively low as there is ‘market failure’ and development is not reaching its full potential; 

	à
	à
	à

	Potential developments could cover several critical land uses, from residential development through to commercial and industrial developments (the latter uses providing employment opportunities); and 


	Artifact
	New development (whether residential and /or commercial) will also generate economic benefits ‘internally’ to the area through the impacts of increased spending and activity. 
	à

	LOW EMPLOYMENT LEVELS AND RELIANCE ON PART-TIME EMPLOYMENT 
	4.3.67 There are various labour market issues currently affecting St Austell and the surrounding area. These include: 
	à
	à
	à
	à

	Youth unemployment issues; 

	à
	à
	à

	The high dependence on the mining and quarrying sector (reflecting the continued importance of the China clay industry); 

	à
	à
	à

	Low representation in other higher value employment sectors; 

	à
	à
	à

	Higher grade occupations – these are much lower than the South West or England averages; 

	à
	à
	à

	Occupational activity focused on skilled trades, caring, process and elementary trades, which together make up around 43% of all jobs in the St. Austell and Clay areas compared to 36% in England; and 

	à
	à
	à

	A recognised need for diversification and higher value employment. 


	4.3.68 The main outcomes resulting from the issues that affect the St Austell and China clay areas include: 
	à
	à
	à
	à

	Heavy reliance on employment in public services (such as in education, health and social work and public administration) with relatively little private sector investment; 

	à
	à
	à

	Lower percentage of people working on highly qualified occupations with a gap that has been increasing between 1991 and 2011. In 1991 there was a 5% difference with the average in England and Cornwall that has since increased to 8% in England, and has remained as 5% when compared to Cornwall; 

	à
	à
	à

	Fewer workers who are likely to be classified as managers, professionals or in technical occupations. Occupational activity focused on skilled trades, caring, process and elementary trades, which together make up around 43% of all jobs in the St. Austell and Clay area compared to 36% in England; 

	à
	à
	à

	A large number of employees in the distribution, hotels and restaurant sector (similar to what is observed in the county as a whole) tends to depress average weekly earnings in the area as well given that these are historically low paid occupations; 

	à
	à
	à

	Low proportion of people employed full time, with a reduction of 1.5%-2% in the study area and a reduction of over 5% in the China clay area, which was followed by a reduction in part-time employment along with an increase in self-employed people, in unemployment rates and in the percentage of people economically inactive; 

	à
	à
	à

	A much more pronounced seasonal effect, with unemployment rising over the winter period as a result of fewer tourism (and other) sector employees required during this period; 

	à
	à
	à

	Based on claimant and jobseekers allowance (JSA) data from November 2016, in the China clay Community Network Area (CNA) the number of claimants has increased by over 27%, one of the highest rates of increase across Cornwall; 

	à
	à
	à

	Workplace employee annual earnings in the St. Austell and Newquay Parliamentary Constituency area in 2014 were 70% of the UK level. This compares with the Cornish average of 79% and St Austell and Newquay are the second lowest area in Cornwall in terms of mean gross weekly pay; and 

	à
	à
	à

	Low paid workers are likely to be employed in low-paying jobs for long periods due to the characteristics of the local market (and also the lack of mobility with people not being able to 


	Artifact
	take advantage of new job opportunities). This mainly affects women working part time in selected sectors; 
	DEPRIVATION 
	4.3.69 St Austell’s remoteness and lack of good access to the A30 corridor have played a part in the deprivation levels observed in the area. The decline of traditional industries has not been matched by increases in activity in new economic sectors and the fact that the area remains relatively remote from other areas and other transport corridors has tended to exacerbate these problems. 
	4.3.70 As a result, the indices of multiple deprivation (IMD) have shown that compared to the national average, deprivation in St Austell remains high across a number of different measures. The China clay and St Austell CNAs have a greater proportion of their population in the most deprived areas than Cornwall as a whole and contain some of the most deprived areas in England. St Blazey West is in the worst 10% and St Austell Gover South East, Mount Charles North West and Poltair South East are all in the wo
	4.3.71 Furthermore, the average IMD ranking for the China clay and St Austell areas have worsened between 2010 and 2015 when compared to the other areas in England, in the case of China clay significantly. 
	LOW SKILLS LEVELS 
	4.3.72 The relatively low skills levels in the area also reflect historical shortages of skilled employment opportunities as well as the ‘barriers’ to opportunities elsewhere associated with poor connectivity. There have simply not been enough reasons for skills to be developed in the area and without the stimulus afforded by good transport links, the potential to develop skills levels has been limited. 
	4.3.73 The economy in the study area has a strong economic input related to tourism and food services and with a focus on the provision of low value services, with the following key observations: 
	à
	à
	à
	à

	Employment growth on the health and social care sector, which has been higher in the St Austell and China clay areas than in Cornwall as an average; 

	à
	à
	à

	Employment growth in the accommodation and food services sectors, with a rapid increase in the China clay and St Austell areas that have more than doubled the growth in Cornwall and England; 

	à
	à
	à

	Reductions in manufacturing employment, with the manufacturing sector remaining higher in the China clay area than in Cornwall and England due to the importance of the China clay industry despite its decline in recent years; 

	à
	à
	à

	Reductions in public sector employment, which are aggravated in the China clay area, and reversing the trends that have happened in England; 

	à
	à
	à

	St Austell and China clay CNAs have a lower percentage of people working on highly qualified occupations when compared to Cornwall and England, and this gap has been increasing between 1991 and 2011. 

	à
	à
	à

	The Census data shows a significant difference between the China clay and St Austell areas (20%) with Cornwall (27%) and England (30%) with regard to working age people with level 4 of qualifications and above. 

	à
	à
	à

	The China clay area also shows the largest proportion of people with no qualifications with 18%. This is considerably lower than the St Austell area, with just over 15%, which is close to England and above Cornwall, with just over 13%. 

	à
	à
	à
	à

	The lower percentage of skilled employees is matched by a lower demand for skills across job opportunities in Cornwall. This includes the following: 

	<
	<
	<
	<

	Employers were less likely to ask candidates for particular levels of achievement of academic qualifications (e.g. GCSEs, A levels or a degree) when recruiting (33% in Cornwall versus 49% nationally); and 

	<
	<
	<

	Employers were less likely to provide external or internal training to employees (by a difference of at least 10%). 



	à
	à
	à

	Low levels of qualification in the local workforce are followed by an underperformance of local students in their early stages which are likely to aggravate the lack of skills issue in the area. 


	Artifact


	4.4 IMPACT OF NOT CHANGING 
	4.4 IMPACT OF NOT CHANGING 
	4.4.1 The impact of not changing is clear: 1) the various problems identified in Section 4.3 will continue and 2) these are likely to worsen over time as economic indicators such as the ‘productivity gap’ continue to widen. 
	4.4.2 The study area is thus a strong candidate for intervention as it has been affected by a series of factors in recent years that have left it at risk of being left relatively isolated and unable to recover from a) the decline in traditional industry and b) investor perceptions that it is inaccessible. 
	4.4.3 Given that St Austell is Cornwall’s largest town and is not currently served by an adequate route from the A30, the impact of not changing is considerable. The A391 will continue to be seen as the major block to economic development due to: 
	à
	à
	à
	à

	The local road network experiences congestion through and around the town, especially during peak periods and along the A390; 

	à
	à
	à

	Limited scope to increase capacity in the local highway network, which is constrained by adjacent development, including further investment in the Newquay Enterprise Zone at the Aerohub and regeneration improvements in the St Austell and the China clay areas, and puts increased pressure on the existing routes; 

	à
	à
	à

	The existing route through Roche is the B3274 road which has many narrow sections along its length, coupled with sharp bends and steep gradients. This is a heavily trafficked road being used not only by cars but also HGVs generated by the nearby China Clay extraction and secondary aggregate industries with the generation of high levels of air and noise pollution and a significant number of collisions along the road. 

	à
	à
	à

	The local road network experiences congestion through and around the town, especially during peak periods and along the A390; 


	4.4.4 Without inward investment and development, St Austell and the surrounding area will continue to under-perform economically with employment levels, productivity and skills levels remaining below what they could potentially be. 
	4.4.5 With employment in traditional industries such as China clay declining (and little to replace it), the loss of incomes has reduced expenditure in the local economy as many people have opted for early retirement after losing their jobs, with consequent reductions in income levels. 
	4.4.6 The lack of strategic transport links is constraining the potential for investment and business opportunities, which restrictions for new businesses to access pools of skilled labour and for businesses to have access to their suppliers and their markets. 
	4.4.7 One of the key discussions centred on low land values in the study area and how these effectively act as a barrier by reducing wages and depressing economic growth potential. This forms a ‘vicious circle’ whereby the low land values are making investments unattractive given that margins will be lower. 
	4.4.8 The position in the CNAs shows the China clay area with a much lower percentage of people with 
	4.4.8 The position in the CNAs shows the China clay area with a much lower percentage of people with 
	Artifact
	Level 4 and higher qualifications and also more people with no qualifications (a similar pattern emerges in the St Austell CNA). If higher value jobs can be generated in the area – an outcome the Link Road can help facilitate – the local skills base has the potential to improve if there is more incentive for the local workforce to develop skills and expertise through training and qualifications. 
	4.4.9 The position of a significant percentage of local areas within St Austell and especially the China clay area has experienced a significant decline in their position in the Index of Multiple Deprivation ranking between 2010 and 2015 with these areas performing worse in 2015 than they did back in 2010 on a national level. This would be expected to worsen over time and with an increase in pockets of high deprivation levels. 


	4.5 SUPPORT FOR CHANGE – INTERNAL DRIVERS 
	4.5 SUPPORT FOR CHANGE – INTERNAL DRIVERS 
	PUBLIC CONSULTATION 
	4.5.1 Throughout May and June 2016 the Project team undertook extensive public and stakeholder consultation on the rationale behind the scheme and the two main route options under consideration at that time. The Project team also met with landowners and representatives from the statutory bodies including Natural England and the Environment Agency to discuss the proposals. 
	4.5.2 Full details of the consultation approach and findings are included in the Public Engagement Report in Appendix D-3. A summary follows below. 
	4.5.3 Letters were sent to over 30,000 properties in the St Austell and China Clay area. The public consultation ran from 11 May 2016 to 24 June 2016, and included 4 public exhibitions held at local venues.  Additionally there was a preview exhibition for the local Members and Parish Council representatives, and a stand at the Cornwall Business Fair at the Eden Project. 
	4.5.4 Around 1,200 local people attended the events in May 2016 and June 2016 and 816 responses were received. There was broad recognition of the existing “Problems and Issues” and a high level of support for the “Aims and Objectives” of the scheme, in particular improving the connection between St Austell and the A30, in removing traffic from the Clay villages and returning them to village communities; as well as the concept of promoting the mid Cornwall Economic Growth Area to boost local business develop
	4.5.5 The regeneration of the Clay villages and hence addressing endemic low earnings, low household incomes and poverty was something many respondents agreed with.  The feeling amongst many respondents and members of the public attending the exhibition events was that the new link road couldn’t happen quickly enough. 
	4.5.6 Two common themes raised as concerns, were the amount of Heavy Goods Vehicles (HGVs) and vehicle traffic passing through the villages and the safety and congestion issues arising.  In addition, the need to achieve a balance when the new road is in place was raised in order to prevent ‘rat running’ through the villages whilst still allowing access for locals, deliveries and trade. 
	4.5.7 Overall there was good support for the objectives presented, with broadly similar levels of support for reducing traffic through both Roche and Bugle. The consultation also identified issues in St Dennis and the Clay area to the west, particularly with HGV and Clay related traffic. 
	Artifact
	BUSINESS CONSULTATION 
	4.5.8 Three different consultation programmes took place: 
	4.5.8 Three different consultation programmes took place: 
	à
	à
	à
	à

	A telephone interview-based survey of 400 businesses; 

	à
	à
	à

	A targeted programme of business ‘case studies’ covering 11 different companies and organisations; and 

	à
	à
	à

	A property and land development workshop held in St Austell. 


	4.5.9 The over-arching objective of the programme was to gain as much information and insight as possible whilst keeping the overall programme proportionate in relation to the likely impacts of the scheme. Five key themes were covered in the survey: 
	à
	à
	à
	à

	Business travel: time saved and journey predictability; 

	à
	à
	à

	Staff: ability to attract suitable staff and commuting issues; 

	à
	à
	à

	Customers: ability to attract new customers and serve existing customer base; 

	à
	à
	à

	Business costs: employee travel costs / relationship with suppliers; and 

	à
	à
	à

	Link road awareness and levels of support: to identify general business awareness of the scheme and role it can play. 


	4.5.10 General themes emerging were that 1) almost half of businesses surveyed have aspirations to expand their activities in the next three years and 2) over one quarter perceive barriers or constraints standing in the way of these plans – although this is largely due to pressure on funds (31% of those who perceived constraints), a lack of suitable premises and poor infrastructure (17%) was also a significant factor. 
	TELEPHONE INTERVIEW-BASED SURVEY 

	4.5.11 Business travel: 
	4.5.11 Business travel: 
	à
	à
	à
	à

	A high proportion (81%) of responding businesses depend on being able to access the A30 so good linkages to the corridor are important. When asked to express views about accessibility and key infrastructure from St Austell, only 7% stated that current infrastructure was adequate. 

	à
	à
	à

	As an indicator of how businesses perceive current transport provision, 26% of St Austell businesses cite a lack of transport links as being a weakness of their present location. A similar proportion also state that their current location would be improved by better roads and infrastructure. 

	à
	à
	à

	Of just under one half of surveyed businesses who plan to expand over the next three years, almost one quarter of these are in the immediate St Austell area stated that improved access to transport links would help them achieve these objectives. A similar proportion (27%) also foresee barriers and constraints impacting on their future investment plans. 

	à
	à
	à
	à

	Almost three quarters of responding businesses have, however, encountered problems when making business journeys: 

	<
	<
	<
	<

	35% (42% in St Austell) have experienced delays; 

	<
	<
	<

	Almost 65% have experienced delays that have affected their business in general; and 

	<
	<
	<

	. 
	Over 34% responded that their business has been affected as a result of the missing link between St Austell and the A30




	à
	à
	à

	The tourism sector is also important from a business perspective in the area. Only 14% of respondents from this sector felt that ‘ease of access’ was a strength of their location. When 


	Artifact
	asked about perceived weaknesses of their location, 10% stated that lack of good access was one factor whilst 27% stated a lack of good infrastructure generally. 

	4.5.12 Attracting (and retaining) the right staff: 
	4.5.12 Attracting (and retaining) the right staff: 
	à
	à
	à
	à

	Reliance on car use is apparent as just under two-thirds of employees travel to work by car in the wider study area whilst for St Austell businesses who responded, the proportion is as high as three quarters (75%). 

	à
	à
	à

	The survey also indicated that firms have been recruiting staff during the last year so the outlook remains broadly positive. Nevertheless, of the firms surveyed who are looking to recruit over the next 12 months, over half (53%) stated that they expect difficulties achieving this with 18% of these citing accessibility problems being a key factor. 



	4.5.13 Attracting new custom / retaining existing custom: 
	4.5.13 Attracting new custom / retaining existing custom: 
	A total of 60% of businesses have customers (or clients) either across Cornwall or across the whole of the UK. A similar picture emerges for supplier locations as again, almost 60% are located either across Cornwall or the UK (and will therefore be reliant on good access to / from the critical A30 corridor). 
	à


	4.5.14 Impact of reducing ‘business costs’: 
	4.5.14 Impact of reducing ‘business costs’: 
	à
	à
	à
	à

	When asked to rate a series of factors considered important for improving their current location, over half of businesses (54%) stated that improving road infrastructure between St Austell and the A30 will have an extremely positive impact on their overall business – this proportion was higher (62%) in the St Austell postcode area. 

	à
	à
	à

	Although there were inevitably difficulties for businesses to estimate the level of cost savings they could expect from a Link Road, based on the businesses responding, the road would save approximately £2,000 per annum (with just under 10% of those responding indicating that over £5,000 could potentially be saved each year). 



	4.5.15 Link road awareness and levels of support: 
	4.5.15 Link road awareness and levels of support: 
	Support for road improvements between St Austell and the A30 was as high as 90% across all respondents. 
	à

	CASE STUDIES – KEY BUSINESSES 

	4.5.16 The key findings from each of the sectors / businesses are summarised below: 
	4.5.16 The key findings from each of the sectors / businesses are summarised below: 
	à
	à
	à
	à

	: this was represented by Visit Cornwall who manage the tourism web portal for the majority of tourism businesses in Cornwall – the organisation indicated that the St Austell Bay Area has considerable potential as a tourist destination and the Link Road is seen by the tourism sector as being a key item of infrastructure to help unlock this – the encouragement of short breaks rather than just single day trips to the Eden Project is also important economically; 
	Tourism in Cornwall


	à
	à
	à

	: as a business located in Victoria, Visit Cornwall noted that compared to other road corridors in Cornwall, the existing route from the St Austell to A30 is unreliable and time-consuming given the congestion and delays that occur. It is possible that Visit Cornwall could relocate to Truro given these drawbacks – this would be another loss of employment in the St Austell area; 
	Visit Cornwall


	à
	à
	à
	à

	: one of the most important tourism centres in the region, the planned expansion of the Project has been severely constrained by the economic situation in St Austell. Plans to develop an Innovation Centre in St Austell were largely unsuccessful as 
	The Eden Project


	businesses did not view the area as being an attractive place to invest. The Eden Project therefore views the Link Road as being a key enabler of development, regeneration and economic growth in the area; 

	à
	à
	à

	: based on the interview with this company (in total, it employs over 1,600 people); they estimate that the potential cost saving to their business if the Link Road goes ahead is more than £100,000 per annum. In addition, the company estimates that the new road will generate a 25% journey time saving for staff and a 40% saving for delivery movements. The company also perceives that the Link Road will be a first step to regeneration in the area; 
	St Austell Brewery


	à
	à
	à

	: the full suite of Eco-Bos projects represents the most significant economic development in the St Austell area (e.g. 1,500 new sustainable homes, at least 450 to be affordable, potential for approximately 1,000 employment opportunities and the potential to bring approximately £1 billion to the local economy over the next 20 years). In order to unlock this potential, Eco-Bos Ltd sees public sector support as being critical. One of the most important public sector projects is the proposed Link Road and if t
	Eco-Bos – West Carclaze Garden Village Development


	à
	à
	à

	: a development of over 500 new homes, this is currently on hold and there are concerns that without additional road capacity, the new development will simply exacerbate existing traffic problems. On this basis, the new Link Road and the connectivity it will provide to the A30 is seen as essential for this to go ahead. The economic benefits of the development have already been quantified and will support additional jobs and GVA; 
	Commercial Estates Group – Carlyon Bay Development


	à
	à
	à

	: the Shopping Centre employs over 30 people and views the new Link Road as a critical piece of infrastructure as it will effectively increase the Centre’s catchment area by making it easier for customers to travel there. Compared to today’s situation where access from the A30 (and surrounding area) to St Austell is comparatively poor, the Link Road will expand the Shopping Centre’s customer base; 
	Ellandi LLP – White River Place Shopping Centre


	à
	à
	à

	: located to the south west of St Austell, the nature of this business and its reliance on good transport connectivity means that it avoids St Austell as much as possible due to the traffic issues there; 
	St Ewe Eggs


	à
	à
	à

	: the company has a major presence in the area with both a business park and conference centre (total funding exceeded £6.3 million with a 50:50 split between company funding and ERDF Convergence funding). Although not a significant contributor to local traffic, the Printing Park and Locals will continue to use the Bugle route, frustrated by new traffic calming measures, and some will move to more convenient locations. 
	St Austell Printing Company


	à
	à
	à

	: previously known as English China Clays PLC before being acquired by Imerys, its turnover in the UK is £400 million and it employs 900 people. The company continues to be a major employer in the area despite the decline in this industry in recent years. Although Imerys does not make use of the A30 for its products (the majority of these need transporting to nearby ports whilst the company has its own road network for some internal movements), it perceives the Link Road as playing a positive, strategic rol
	Imerys Minerals


	à
	à
	à

	: this is a small business employing 6 people with an annual turnover of £850,000 per annum. The company left the St Austell area due to the lack of suitable workspace – a theme raised elsewhere in the overall consultation programme. The responses from this company are instructive as they indicate the importance of the Link Road as an enabler of development in the area – in other words, the road will ‘kick start’ the process whereby land development becomes more viable from a developer’s perspective and thi
	Mac’s BBQ Ltd


	à
	à
	à

	: Cornwall College operates across 10 sites in the south-west. The St Austell campus is a large, general educational site offering courses from special needs to degree level. When trying to attract students, the College regularly comes up against the problem of the perception of St Austell. The College Group would wholeheartedly support regeneration in the town given that students typically see the town as a ‘lesser entity’ compared to Truro. The College also stated that it has been proven over a long perio
	The Cornwall College Group



	Artifact
	Artifact
	PROPERTY AND DEVELOPMENT WORKSHOP 
	4.5.17 This workshop was held on 6 February 2017 in St Austell. Attendees were from some of the key land and property developers in the county, including the following: 
	th

	à
	à
	à
	à

	Alder King - based in Truro and are a regional firm of surveyors; 

	à
	à
	à

	Vickery Holman - based in Truro and are a regional firm of surveyors; 

	à
	à
	à

	Miller Commercial - based in Truro, they are a Cornwall and Devon firm of surveyors; 

	à
	à
	à

	RJM Property and Development - based in St Austell, they undertake development in Cornwall and Devon; 

	à
	à
	à

	Savills - based in Truro and are a national firm of surveyors; and 

	à
	à
	à

	Savills Research – London. 


	4.5.18 The primary objective was to seek the views and opinions of experienced property developers with respect to the potential economic impact of the new Link Road. There were five main themes covered and the discussions from each of these is summarised below. 

	4.5.19 Lack of good connectivity: 
	4.5.19 Lack of good connectivity: 
	à
	à
	à
	à

	The development potential for St Austell and the China clay area is being restricted by perceptions of poor transport connectivity, especially to key locations such as Newquay Airport. A good link between the area and the A30 will therefore go a long way to improve perceptions of access to the airport – and according to the attendees at the workshop, this will aid growth and sales. 

	à
	à
	à

	Perceptions of poor access to St Austell from Truro and the west of Cornwall are also common, especially as there is no obvious route to take. This means that the area is seen as inaccessible with growth prospects reduced. 

	à
	à
	à

	The A30 corridor is seen as being key to the development of Cornwall with small and medium-sized businesses relying on supplies and deliveries coming into the county. 



	4.5.20 Perceived barriers: 
	4.5.20 Perceived barriers: 
	à
	à
	à
	à

	The lack of development also means that there is insufficient workspace for new businesses to move into, thus reinforcing the ‘market failure’ in the area. The workshop attendees also observed that although there is demand for good quality workspace (with customers waiting for this), there is currently no appropriate space for them. 

	à
	à
	à

	The low land values in the area also mean that only relatively ‘low value’ housing is available. These types of housing tend to attract those in lower value occupations with the outcome being another ‘vicious circle’ of sub-optimal economic performance as the local workforce tends to have lower levels of skills. 

	à
	à
	à

	This means that just when the area is in urgent need of redevelopment and economic growth following declines in traditional industry, it is losing out and remaining under-developed compared to other areas. 


	Artifact

	4.5.21 General discussion on development: 
	4.5.21 General discussion on development: 
	à
	à
	à
	à

	Similar to the ‘low value housing’ issue, the area’s economic potential is not being realised as investors are staying away from the area due to perceptions of low land availability, deliverability and viability. 

	à
	à
	à

	Where speculative employment space has been developed in St Austell – such as those at Krowji and the St Austell Print Company – these have performed well and demonstrate with improved connectivity and thus enhanced perceptions, development is far more likely to happen. 



	4.5.22 Other benefits from improved infrastructure: 
	4.5.22 Other benefits from improved infrastructure: 
	à
	à
	à
	à

	The attendees stated that another key benefit of improved road infrastructure is the positive impact on locations currently experiencing congestion and adverse environmental impacts. The new Link Road would bypass these areas and ‘bottlenecks’, thus making them more attractive to visitors and potential investors. 

	à
	à
	à

	From a land use perspective, B1 office space development is currently affected by poor perceptions of the area whilst B2 to B8 development is based on ‘functionality’ characteristic – 


	i.e. these types of developments (such as storage and distribution activities under ‘B8’) require close proximity to good transport corridors and this is why good connectivity to a major corridor such as the A30 is so important. 


	4.6 EXTERNAL DRIVERS FOR CHANGE 
	4.6 EXTERNAL DRIVERS FOR CHANGE 
	INTRODUCTION 
	4.6.1 This section describes the main external drivers for change and summarises the local, regional and national policies affecting the study area. In addition to establishing the strategic policy context in the area, this understanding also helps to identify the local and strategic issues, and define the objectives of the scheme. 
	CENTRAL GOVERNMENT POLICY CONTEXT 
	NATIONAL PLANNING POLICY FRAMEWORK 
	4.6.2 The National Planning Policy Framework (NPPF), released by the Department for Communities and Local Government in 2012, sets out the Government’s overarching planning policies for England. It states that the planning system should “deliver the homes, business and industrial units, infrastructure and thriving local places that the country needs”. 
	4.6.3 It states that encouragement should be given to solutions which support reductions in greenhouse gas emissions and reduce road traffic and congestion and that development should seek to achieve safe and suitable access to the developments. 
	DFT ACTION FOR ROADS – A NETWORK FOR THE 21 CENTURY (JULY 2013) 
	ST

	4.6.4 In 2013, the DfT published ‘Action for Roads: A Network for the 21st Century’. This document sets out the value of roads, and their importance in: 
	à
	à
	à
	à

	Getting us to work 

	à
	à
	à

	Giving us access to goods and services 

	à
	à
	à

	Connecting us with family and friends 

	à
	à
	à

	Providing critical connections 

	à
	à
	à

	Supporting job creation and unlock economic development 

	à
	à
	à

	Helping the UK compete internationally; and 

	à
	à
	à

	Supporting business travel 


	Artifact
	4.6.5 Figure 2-1 (extracted from the ‘Action for Roads’ document) describes how improved roads can strengthen the economy. Given the current economic constraints in St Austell; these demonstrated links are particularly important when considering potential scheme interventions. 
	4.6.6 As well as setting a vision for the Strategic Road Network (SRN), ‘Action for Roads’ also highlights the importance of the Local Road Network, with emphasis on easing the funding process for major schemes. The document recognises that while the rest of the road network is not as intensively used as the strategic road network, it carries the majority of non-freight traffic and forms the start and end of almost every journey. Therefore, any plan for world-class roads has to include the local road networ
	4.6.7 Environmental issues such as the contribution of road traffic to climate change from carbon dioxide emissions, air quality and noise are identified as a major challenge. Road safety is also highlighted as a major economic cost to society, and there is an emphasis on encouraging greater safety. 
	Artifact
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	Figure
	Figure 4-11: Roads and the Economy. 
	Figure 4-11: Roads and the Economy. 


	Artifact
	DEFRA – TOWARDS A ONE NATION ECONOMY: A 10-POINT PLAN FOR BOOSTING PRODUCTIVITY IN RURAL AREAS (AUGUST 2015) 
	4.6.8 As part of DEFRA’s 10 point plan, ensuring that rural areas are fully connected to the wider economy is one of the main key areas for focus.  As part of this theme it is detailed that there is a requirement to ensure there is a modern transport infrastructure, particularly road infrastructure, to enable rural businesses to supply goods to markets, including export markets, and for rural areas to attract workers and visitors. 
	SUB-NATIONAL POLICY CONTEXT 
	REGIONAL SPATIAL STRATEGY 
	4.6.9 The draft Regional Spatial Strategy, produced in 2006, addressed the wider strategic needs of the South West. It included the Regional Transport Strategy which highlighted the importance of the corridor between Exeter and Penzance, including the A30, which connects the Strategically Significant Cities and Towns of Exeter, Truro and Camborne/Pool/Redruth. The reliability and resilience of the corridor was outlined as a vital part of the Strategy. 
	CORNWALL & ISLES OF SCILLY LOCAL ENTERPRISE PARTNERSHIP STRATEGIC ECONOMIC PLAN 2014-2020 (DRAFT) 
	-

	4.6.10 The LEP has set the following thematic strategies: 
	4.6.10 The LEP has set the following thematic strategies: 
	à
	à
	à
	à

	Future Economy, 

	à
	à
	à

	Growth for Business, and 

	à
	à
	à

	Conditions for Growth. 


	4.6.11 The ‘Conditions for Growth’ theme includes transport infrastructure as one of the intervention areas. It is highlighted that one of the challenges for transport infrastructure is transport demand. By 2026 in Cornwall it is predicted that transport demand will frequently outweigh the network capacity on inter-urban routes, resulting in congestion and longer journey times, which have direct costs on people and businesses and affecting the economic performance of the region. As well as managing transpor
	4.6.12 The development of transport infrastructure is seen as being important for achieving positive conditions for growth as it will provide improved internal and external links.  It is identified within the document that an efficient transport network results in better accessibility to economic markets, employment and investment and states that poor connectivity is one of the biggest barriers to growth.  In particular, investment in strategic transport proposals is considered to be essential in improving 
	LOCAL GOVERNMENT POLICY CONTEXT 
	CONNECTING CORNWALL: 2030 MOVING TOWARDS A GREEN PENINSULA (MARCH 2011) 
	4.6.13 The vision of Connecting Cornwall 2030 is, ‘Transport in Cornwall will be excellent.  Our transport system will connect people, businesses and services in a way that is reliable, efficient, safe, inclusive and enjoyable.’ To reach this vision, there are six goals: 
	à
	à
	à
	à

	Tackling climate change 

	à
	à
	à

	Supporting economic prosperity 

	à
	à
	à

	Respecting and enhancing the environment 

	à
	à
	à

	Encouraging healthy active lifestyles 

	à
	à
	à

	Supporting community safety and individual wellbeing 

	à
	à
	à

	Supporting equality of opportunity 


	Artifact
	4.6.14 Particularly relevant, is delivering and supporting economic prosperity.  This goal is further broken down to encapsulate the following objectives: 
	à
	à
	à
	à

	Improve connectivity of Cornwall to the rest of the world 

	à
	à
	à

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

	à
	à
	à

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


	4.6.15 In addition the goal supporting community safety and individual wellbeing is also important, with objectives around improving road safety, increasing public confidence in a safer transport network and reducing noise and air quality impacts. 
	CORNWALL COUNCIL – ECONOMY AND CULTURE STRATEGY 2013-2020 (SEPTEMBER 2013) 
	4.6.16 The strategy’s vision is for “a confident, resilient Cornwall that is a leader in innovative business and low carbon technologies, increasing self-sufficiency for communities and individuals”. 

	4.6.17 To achieve this vision, 6 issues have been identified.  These are: 
	4.6.17 To achieve this vision, 6 issues have been identified.  These are: 
	à
	à
	à
	à

	Business Transformation 

	à
	à
	à

	Cornwall Connectivity 

	à
	à
	à

	Creativity and cultural heritage 

	à
	à
	à

	Employment and skills 

	à
	à
	à

	Leadership 

	à
	à
	à

	Low Carbon economy 


	4.6.18 As part of ‘Cornwall Connectivity’, one of the essential elements for delivery are to support strategic transport gateway opportunities which ‘unlock’ major employment land delivery , in particular along the A30.  Also to support improvements in internal transport networks. 
	CORNWALL LOCAL PLAN: STRATEGIC POLICIES 2010-2030 (NOVEMBER 2016) 
	4.6.19 The Plan is intended to help deliver the vision and objectives of ‘Future Cornwall’, the sustainable community strategy.  This vision is supported by four key themes: 
	à
	à
	à
	à

	To support the economy 

	à
	à
	à

	To enable self-sufficient and resilient communities 

	à
	à
	à

	To promote good health and wellbeing for everyone 

	à
	à
	à

	To make the most of our environment 



	4.6.20 These themes are broken down to include a number of objectives: 
	4.6.20 These themes are broken down to include a number of objectives: 
	à
	à
	à
	à

	Removal of unnecessary barriers to jobs, business and investment 

	à
	à
	à

	Enhancement of the tourist offering 

	à
	à
	à

	Provision of infrastructure to enable development to benefit the local community 

	à
	à
	à

	Meeting of local needs to improve quality of life and reduce social exclusion 


	Artifact
	4.6.21 The scheme is directly referenced within the Plan as a key factor in improving the road network and creating a more integrated and stronger transport network. 
	4.6.22 More detail is provided for individual community network areas (CNAs) in addition to the overall local plan.  PP9 covers the St Austell and Mevagissey; China clay; St Blazey, Fowey and Lostwithiel CNAs.  Specific objectives for this CNA: 
	à
	à
	à
	à

	Objective AU3 Economy – Support the regeneration of the local economy and the town centre. 

	à
	à
	à

	Objective AU4 Infrastructure – Enable the delivery of community infrastructure including new community facilities and in particular addressing transport congestion issues and links to the A30. 

	à
	à
	à

	Objective CC3 Community Infrastructure – Enable the delivery of community infrastructure including new facilities, green space and key transport links to reduce the impact on communities. 


	ST AUSTELL BAY ECONOMIC FORUM - AREA INVESTMENT PLAN FINAL REPORT (SEPTEMBER 2015) 
	4.6.23 The aim of the plan is to provide a basis for joining up and driving forward the key economic investments needed to achieve positive and transformational economic change over a 10 to 15 year period.  Five strategic themes are presented, which provide a framework to form the basis of the plan.  These are: 
	à
	à
	à
	à

	Connectivity and Infrastructure 

	à
	à
	à

	Business and Investment 

	à
	à
	à

	Places and communities 

	à
	à
	à

	People and Skills, and 

	à
	à
	à

	Environment and Sustainability 


	CORNWALL COUNCIL – CORNWALL SITE ALLOCATIONS DEVELOPMENT PLAN DOCUMENT: PREFERRED OPTIONS CONSULTATION (SEPTEMBER 2016) 
	4.6.24 This document supports the delivery of policies within the Cornwall Local Plan: Strategic Policies document, by allocating land for a range of uses to support the spatial vision and objectives of Cornwall and the communities that sit within it. 

	4.6.25 Sites included for development relate to: 
	4.6.25 Sites included for development relate to: 
	à
	à
	à
	à

	Housing growth 

	à
	à
	à

	Commercial growth 

	à
	à
	à

	Enabling infrastructure 


	4.6.26 One of the developments identified by the document is the St Austell to A30 Link Road. This scheme is deemed to be essential in terms of delivering proposed growth in the St Austell area, and in particular, the West Carclaze Eco-Community, in addition to reducing congestion in the villages of Roche and Bugle, and improving the commercial attractiveness of St Austell. 
	Artifact
	ROCHE PARISH NEIGHBOURHOOD PLAN (2016-2030) 
	4.6.27 The aim of the Plan is “to ensure that future growth and development in the Parish is shaped by local people to sustain and improve the quality of the community and its built and natural environment, in order to support sustainable development”.  More specifically it aims to protect the Parish’s unique character and ensure further development contributes to creating and maintaining a strong, sustainable community with high quality place-making. 
	4.6.28 Traffic is identified as a key issue that needs addressing, with heavy traffic through Roche Village and Trezaise being residents’ greatest concern.  As such, the St Austell to A30 Link Road is deemed to be a priority. 
	SUMMARY POLICY CONTEXT 
	4.6.29 The above policy examples highlight that transport is key in strengthening the economy.  Factors such as improving connectivity, reducing travel times and improving reliability are identified as allowing business to operate more efficiently, to innovate, grow, compete, and increase the concentration of economic activity. The environment and safety are also highlighted as major issues. 


	4.7 OBJECTIVES 
	4.7 OBJECTIVES 
	4.7.1 The overall aim of the project is to provide a high capacity, quicker route from St Austell to the A30, which will enable the economy of St Austell to prosper. Increased accessibility will achieve a wide range of benefits that will support business, investment and the economic restructuring required to regenerate the St Austell and China clay areas. 
	4.7.2 Cornwall Council’s overarching aims for the mid-Cornwall area are to: 
	4.7.2 Cornwall Council’s overarching aims for the mid-Cornwall area are to: 
	à
	à
	à
	à

	Create a better link between two of Cornwall’s largest towns – St Austell and Newquay, the airport and Aerohub Enterprise Zone 

	à
	à
	à

	Make it easier to get to Cornwall’s new, large employment sites.  Therefore supporting the expanding employment sites Victoria Business Park, Indian Queens Industrial Estate and the Aerohub Enterprise Zone 

	à
	à
	à

	Improve competiveness of St Austell as a location to do business via new employment space or interest in land that can be developed into employment space; creating 600 and 500 jobs respectively, within the St Austell and China clay areas. 

	à
	à
	à

	Address congestion and support housing growth, including the delivery West Carclaze ecocommunity; creating 1,500 new homes and 500 jobs. (by providing 15-18,000sqm of employment spaces) 
	-


	à
	à
	à

	Support the regeneration of Roche and Bugle; by addressing traffic issues there will be better opportunities for businesses. 


	4.7.3 In order to ensure that the St Austell to A30 Link Road improvement is the most appropriate scheme it is necessary to ensure the scheme meets the following objectives: 
	à
	à
	à
	à

	Reduce journey times between Newquay, the A30 and St Austell 

	à
	à
	à

	Improve journey reliability between Newquay, the A30 and St Austell 

	à
	à
	à

	Reduce the impact of traffic congestion on local communities and businesses 

	à
	à
	à

	Improve the safety of road users, pedestrians and cyclists 

	à
	à
	à

	Support wider economic impacts and make St Austell a more attractive place for businesses to invest in while enabling the delivery of development sites. 


	48 
	4.7.4 The following table shows how the primary objectives align with the five keys aims. 
	EASIER TO GET TO 
	EASIER TO GET TO 
	EASIER TO GET TO 
	ADDRESS 

	CREATE A BETTER 
	CREATE A BETTER 
	CORNWALL’S NEW, 
	IMPROVE 
	CONGESTION AND 
	REGENERATION OF 

	LINK 
	LINK 
	LARGE 
	COMPETIVENESS 
	SUPPORT HOUSING 
	ROCHE AND BUGLE 

	TR
	EMPLOYMENT SITES 
	GROWTH 

	TR
	Reducing journey 

	Reduce journey times 
	Reduce journey times 
	Reducing journey times between St Austell and the A30 will improve demand for employment space 
	The Link Road will improve labour flexibility and the accessibility to a wider range and number of available jobs 
	Reduced journey times will increase competition by opening up access to new markets 
	The Link Road will provide support for new housing development that will expand labour market catchments 
	times will increase business efficiency and time savings for businesses located in the area and will help address industrial decline in the 

	TR
	area 

	Improve journey reliability 
	Improve journey reliability 
	Improved reliability will strengthen the connectivity in the Mid Cornwall area for St Austell and the China clay area 
	Better journey reliability will result in a positive impact to the functioning of the labour market, making it more efficient 
	Better journey reliability will result in more businesses relocating to the area due to the provision of better connections 
	The Link Road will facilitate the promotion of more affordable transport without dependence on the private car 
	Improved reliability will ensure benefits for business travellers, freight and logistics operations 

	Reduce the impact of traffic congestion 
	Reduce the impact of traffic congestion 
	An improved link will reduce congestion in the area, which is affecting the commercial viability of businesses. 
	The Link Road will protect and improve the viability of the existing industry and current market position 
	The Link Road will support employment training and education mobility in response to changes in economic activity 
	The scheme will improve the environment and quality of life in the study area which will stimulate private sector investment in housing 
	Employment and education will be more accessible whilst reducing travelling costs 

	TR
	Improving 

	Improve the safety of road users 
	Improve the safety of road users 
	An improved link will reduce the number of KSI collisions 
	Improving the safety of road users will result in the opportunity to achieve a modal shift away from the private car for commuters and business travellers 
	A reduction in the number of road collisions will improve reliability for business travel and will improve competitiveness 
	highway safety in the area will encourage the use of more sustainable modes of transport which will result in a reduced traffic impact on the local highway 
	A reduction in the number of KSI collisions will promote the location of Roche and Bugle as safe destinations for commuters and business travellers 

	TR
	network 

	Support wider economic impacts 
	Support wider economic impacts 
	Productivity rates in the area will increase due to the better access to employment land provided by the Link Road, and access to a more skilled labour market 
	The Link Road will expand labour market catchments across mid Cornwall and will improve job matching. It will also facilitate market and supplier business interactions 
	The benefits brought about by the scheme will provide a work and living environment that will support high value employment and will retain a higher skills and qualified workforce 
	The Link Road will improve environmental conditions for residents and this will generate a higher demand for residential land use 
	The Link Road will bring forward private sector investment in additional employment space and high quality business development which will help address deprivation levels 
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	4.8 
	4.8 
	4.8 
	MEASURES FOR SUCCESS 

	4.8.1 
	4.8.1 
	The Link Road will be a transformative catalyst for improved traffic conditions, regeneration and significant wider economic benefits. As measures of success, a series of key impacts are described below. 

	4.8.2 
	4.8.2 
	The table below contains a listing of all ‘measures for success’ across all impact categories. 


	KEY AIMS 
	KEY AIMS 
	KEY AIMS 
	IMPACT 
	MEASURES FOR SUCCESS 

	Create a Better Link 
	Create a Better Link 
	Positive impact on reliability 
	The Link Road will help improve accessibility to St Austell, bringing interest from the private sector to invest in the area 

	Improved highway safety levels 
	Improved highway safety levels 
	Less disruption and collisions on the access to St Austell from the A30 

	Improved air quality levels 
	Improved air quality levels 
	A positive impact on environment levels, especially at the towns currently located in the route to St Austell 

	Better Connectivity 
	Better Connectivity 
	Increase average earnings 
	Increased average earnings for residents in the area 

	Increase demand for housing 
	Increase demand for housing 
	Increased numbers of housing development and average price 

	Improved Competitiveness 
	Improved Competitiveness 
	Stimulate the creation of new startup companies 
	-

	Increased number of new start-up companies 

	Increase high value jobs 
	Increase high value jobs 
	Increased skills levels required in new jobs created within the study area 

	Stimulate uplift in tourism and shopping visits 
	Stimulate uplift in tourism and shopping visits 
	Increased number of visitors to St Austell 

	Reduced Congestion 
	Reduced Congestion 
	Increased capacity in towns crossed by main roads 
	Improved reliability to business services travelling between St Austell and the A30 

	Promote Regeneration 
	Promote Regeneration 
	Increased inward investment 
	The Link Road will help facilitate via enhanced perceptions 

	Existing firms to expand 
	Existing firms to expand 
	Existing firms have more scope to expand if there is better access 

	More employment opportunities 
	More employment opportunities 
	A combination of the above will generate new – and better paid jobs 
	-


	Improved productivity levels 
	Improved productivity levels 
	Improved agglomeration via proximity-based productivity improvements 

	Increased land values 
	Increased land values 
	Land value gains are a good proxy impact measure of increased demand for land use development – this development will be ‘unlocked’ by the transport intervention 

	Development sites growing faster / reaching their full potential 
	Development sites growing faster / reaching their full potential 
	St Austell and the China clay Area has several important development plans that could significantly help regenerate the area – the Link Road will be a key facilitator of these 

	Broad range of diversification in the labour market 
	Broad range of diversification in the labour market 
	A series of measures: 1) lower youth unemployment, 2) less reliance on mining jobs, 3) more ‘higher value’ jobs, 4) less reliance on ‘lower skills’ jobs, 5) more local 


	Artifact
	KEY AIMS 
	KEY AIMS 
	KEY AIMS 
	IMPACT 
	MEASURES FOR SUCCESS 

	TR
	job opportunities for those with Level 4+ qualifications 

	Reducing deprivation levels 
	Reducing deprivation levels 
	Through the IMD (Index of Multiple Deprivation), seek to achieve reductions in deprivation in the St Austell and the China clay area over a given timeframe 

	Improving skills levels 
	Improving skills levels 
	Via the ONS NOMIS skills measurements, seek to improve skills levels over a given timeframe 




	4.9 SCOPE - WHAT WE WILL DELIVER 
	4.9 SCOPE - WHAT WE WILL DELIVER 
	4.9.1 The St Austell to A30 Link Road will be an important facilitator of economic activity, growth and development in St Austell and the surrounding area. This scheme comprises the following elements of work: 
	à
	à
	à
	à

	A 6.2 km long, 10m wide single carriageway to the west of Roche designed to 60mph standard, which links to the old A30 west of Victoria and utilises part of the existing B3274 south of Trezaise. This route includes climbing lanes out of Stenalees and in Trezaise. 

	à
	à
	à

	Complementary traffic management measures in Bugle, Roche and Stenalees to prevent through traffic and enhance the village centres. These measures include HGV restrictions, widening of footways and provision of on street parking bays, traffic calming and speed limit reductions to create a low speed environment in the village centres. 

	à
	à
	à

	Downgrading and restriction of traffic on the current A391 through Bugle and Stenalees. 


	4.9.2 A high level plan of the scheme is shown in Figure 4-12.  More detailed scheme plans are shown in Appendix A-1. 
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	Figure 4-12 New link road alignment. 
	A30 to St Austell Link Cornwall Council March 2017 Confidential 
	Artifact

	4.10 CONSTRAINTS 
	4.10 CONSTRAINTS 
	4.10.1 This section reviews the constraints identified during the assessment process. 
	4.10.1 This section reviews the constraints identified during the assessment process. 
	ENVIRONMENTAL CONSTRAINTS 
	4.10.2 An Environmental Constraints Plan has been included as Appendix A-2.   The constraints are summarised below. 
	NOISE 
	4.10.3 The Web TAG assessment procedure predicts an overall improvement in road traffic noise levels as traffic is removed from links through Roche onto the new bypass. Increase in noise level predicted at NIAs (3301 and 3302) in Victoria. Decrease in noise level predicted at NIA (13038) in Stenalees. No properties experiencing a noise level greater than 75 dB LAeq, 16 hour. Potential for properties to qualify under the NIR. NPV of impact on sleep disturbance is £1,569,825. There is predicted to be a decrea
	AIR QUALITY 
	4.10.4 The St Austell AQMA (Air Quality Management Area) is located approximately 4km from the Link Road route and traffic is likely to feed into this AQMA. The Link Road is likely to result in an  and PM concentrations along the length of the route when operational. The alignment of the proposed route is in its majority away from residential properties and villages however there are approximately 18 properties within 50m, and 50 properties within 200m of the Link Road. The Link Road is proposed to be locat
	increase in NO
	2
	10

	LANDSCAPE 
	4.10.5 There are some potential landscape impacts on limited areas of pastoral farmland and loss of Cornish hedgerows. The route passes through an area of county wildlife site at  Hensbarrow Downs and will result in severance of three public rights of way. There are also potential impacts on visual amenity, including effects on views from properties, minor roads, and elevated points such as Caerloggas Downs, Hensbarrow Downs and Belowda Beacon. 
	TOWNSCAPE 
	4.10.6 There is a risk that the Link Road may sterilise land between the road and existing settlements, changing the character of this land and potentially extending the settlement boundary as far as the Link Road, resulting in coalescence and suburbanisation in the long term. Reduced through-traffic at existing settlements on the A391 (mainly Stenalees and Bugle) and the B3274 (Roche) may see reduced footfall at local businesses. A small number of residential properties along Roche Road on the western edge
	HISTORIC ENVIRONMENT 
	4.10.7 The Link Road has the potential to impact on one Grade II* listed asset, eleven Grade II listed assets, three scheduled monuments, several areas of non-designated mining remains and other non-designated buried archaeology and earthworks. 
	Artifact
	BIODIVERSITY 
	4.10.8 The Link Road may result in a number of impacts on a number of designated sites and the loss of mature habitats with higher intrinsic ecological value and those of importance to notable/protected species. This will necessitate compensation through habitat replacement and potentially also enhancement and management of retained features. Fragmentation effects are likely to be significant due to cutting through fields/hedgerows as oppose to edge habitats. This may result in a widened distance between fu
	WATER ENVIRONMENT 
	4.10.9 The northern extent of the Link Road, crosses multiple ordinary watercourses and natural springs close to Terank Moor that form the upper tributaries of the River Fal. The route for the Link Road also crosses an ordinary watercourse close to Higher Trezaise that forms the upper reaches of the Par River. The ordinary watercourses to the north of the route within the River Fal catchment flow through the Goss Moor NNR and Goss and Tregoss Moors SSSI immediately downstream of the route. The route where t
	DESIGN CONSTRAINTS 
	4.10.10 There are potential issues with the ground conditions in the vicinity of Stenalees as a result of the China clay industry and the waste mining products.  As a result of this the route has been moved closer to the existing B3274 road route to increase certainty. 

	4.10.11 At the northern end of the route there are also areas of mining archaeology. 
	4.10.11 At the northern end of the route there are also areas of mining archaeology. 
	4.10.12 There is a current farm access along the proposed route.  Therefore, for the tenant farmer to continue to access this land, there is an option to provide an at grade access. 
	4.10.13 Drainage investigations have highlighted that there are storage concerns near Stenalees due to restricted space in the area, this needs to be investigated further. 
	LAND OWNERS 
	4.10.14 Table 4-2 summarises the ownership of land required for the permanent land take (approx. 42.8ha, comprising 37ha and existing highway 5.8ha). A plan showing the extent is in Appendix A-3. 
	Artifact
	Table 4-2: Landowners along scheme route. 
	Table 4-2: Landowners along scheme route. 
	Table 4-2: Landowners along scheme route. 

	LANDOWNER/ NAME 
	LANDOWNER/ NAME 
	APPROX. AREA REQUIRED FOR PERMANENT LAND TAKE (HA) 
	% OF LAND REQUIRED FOR PERMANENT LAND TAKE (42.8 HA) 
	COMMENTS 

	Imerys 
	Imerys 
	16.2 
	37.8% 
	Supportive 

	Tregothnan 
	Tregothnan 
	13.5 
	31.5% 
	Supportive 

	Cornwall Council (mainly highways) 
	Cornwall Council (mainly highways) 
	7.5 
	17.5% 
	Supportive 

	Mr Morcom of Trerank Farm 
	Mr Morcom of Trerank Farm 
	2.0 
	4.6% 
	Generally supportive, subject to property access and accommodation works 

	Highways England (old A30 according to the Land Registry) 
	Highways England (old A30 according to the Land Registry) 
	0.9 
	2.2% 
	Assumed to be supportive 

	Small land owners 
	Small land owners 
	2.7 
	6.4% 
	Contact has been established, some concerns raised. Further negotiation required on mitigation and compensation 


	4.10.15 In summary there are two major landowners who own around 70% of the land required for the road, and through on-going liaison they are supportive of our proposals. The Council and Highways England hold another 20% of permanent land take required, mainly existing Highways and areas around the former trunk road. 
	4.10.16 Consultation has taken place with all landowners, whilst some of the smaller landowners are understandably concerned, many of their issues will be addressed through detailed design and mitigation proposals, such as screening and boundary treatments and through adequate access arrangements and accommodation works being implemented. 


	4.11 INTERDEPENDENCIES 
	4.11 INTERDEPENDENCIES 
	4.11.1 This project does not require the completion of any other scheme or deliverable outside of the projects control. It could begin as soon as funding is provided. 

	4.12 STAKEHOLDERS 
	4.12 STAKEHOLDERS 
	4.12.1 A new Link Road connecting St Austell to the A30 would be hugely influential to the people of the St Austell and China clay areas. There are many people, businesses, groups and government 
	4.12.1 A new Link Road connecting St Austell to the A30 would be hugely influential to the people of the St Austell and China clay areas. There are many people, businesses, groups and government 
	agencies with a vested interest and comprises a wide group of stakeholders with responsibility for the area, including: 

	Artifact
	à
	à
	à
	à

	Cornwall and Isles of Scilly Local Enterprise Partnership (CIoS LEP); 

	à
	à
	à

	Cornwall Council, 

	à
	à
	à

	Department for Transport; 

	à
	à
	à

	St Austell Business Improvement District 

	à
	à
	à

	Roche Parish Council 

	à
	à
	à

	Luxulyan Parish Council 

	à
	à
	à

	Treverbyn Parish Council 

	à
	à
	à

	St. Blaise Parish Council 

	à
	à
	à

	Carlyon Parish Council 

	à
	à
	à

	The Cornwall College Group 

	à
	à
	à

	St Austell Town Council; and 

	à
	à
	à

	St Austell Bay Economic Forum (SABEF) 


	4.12.2 If the project receives funding, the land owners and tenants in the area along with members of the public in general will become actively engaged. 

	4.13 OPTIONS 
	4.13 OPTIONS 
	4.13.1 This section explores the options considered to solve the problems and then assesses the results of each option against the objectives and aims. 
	4.13.2 In the OAR completed by CORMAC Solutions, 14 potential road routes were identified; two to the east of Bugle; 7 to the west of Roche; and 5 running between the two villages.  The OAR in Appendix B-2 explores how the options have been considered, analysed and compared against the objectives and criteria during the optioneering process.  The schemes were then sifted to a short-list of interventions that address the study objectives using the Early Assessment and Sifting Tool (EAST). 
	4.13.3 Initial assessment work carried out in early 2016 on 8 route options identified 2 routes, Bugle Option 1 and Roche Option 2 to take forward for development and consultation. 
	4.13.4 Following consultation in Summer 2016, it was identified that the Bugle Option 1 was no longer viable due to the imminent designation of the mid Cornwall moors sites of special scientific interest (SSSI). 
	4.13.5 Therefore, the project team undertook another round of optioneering based on further technical work and feedback from consultation process which identified a further 6 routes to consider. 
	4.13.6 From this further round of reassessment 3 options were progressed for further study, having either met each of the scheme objectives to an acceptable level, complied with strategy and policy, and passed key viability and acceptability criteria: 
	à
	à
	à
	à

	Bugle - Goonbarrow Option 1 - Alignment to west of Bugle, skirting the Goonbarrow pit and bypassing Lockengate, based on continuous 60mph design speed with extensive embankments and limited junctions; 

	à
	à
	à
	à

	Bugle – Goonbarrow Alternative Option 1a - Alternative, lower cost alignment to west of Bugle that avoids new housing development on Roche Road and utilises greater length of existing 

	A391 between Lockengate and Bugle, based on 60mph design speed but with additional junctions; 

	à
	à
	à

	Roche Option 2  - Alignment to west of Roche, based on 60mph design speed, utilising improved section of the existing B3254 south of Trezaise; 


	Artifact
	4.13.7 A Preferred Options Assessment Report (POAR) (Appendix B-3) has taken Roche Option 2 and the two Bugle Goonbarrow options for further assessment, as well as a proposed link road for St Dennis (CERC). 
	4.13.8 In addition to the main options considered in the POAR, supplementary links were considered. However, these were considered to dilute the overall impacts of the main options and involved more of a packaged approach and therefore have not been considered here. 
	COMPARISON OF OPTIONS AGAINST THE OBJECTIVES 
	4.13.9 Table 4-3 shows how the two options compare when assessed against the objectives: 
	4.13.9 Table 4-3 shows how the two options compare when assessed against the objectives: 
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	Table 4-3: Comparison of each option against scheme objectives 
	OPTION 1 -BUGLE -OPTION 1A BUGLE 
	-

	OPTION 2 ROCHE DO NOTHING 
	GOONBARROW GOONBARROW 
	Reduce journey Journey times 
	Journey times remain Journey times remain Journey times 
	times between the increase due to 
	as they are as they are remain as they are 
	A30 and St Austell congestion 
	Vehicles continue to 
	Improves journey 
	encounter issues 
	More junctions reliability between St 
	Provides affecting reliability, 
	therefore only slight Austell and the A30 
	Improve journey improvements to such as broken 
	improvement to as well as to the 
	reliability between reliability down vehicles 
	reliability wider Mid Cornwall 
	the A30 and St obstructing the 
	Corridor 
	Austell routes 
	The villages 
	Reduce the impact 
	Removes traffic away Removes traffic away Removes traffic continue to 
	of traffic 
	from the villages of from the villages of away from the experience high 
	congestion on 
	Roche, Bugle and Roche, Bugle and villages of Roche, numbers of vehicles 
	local communities 
	Stenalees Stenalees Bugle and Stenalees having a negative 
	and businesses 
	impact on them 
	Improve the safety Safety benefits are Provides safety No improvements to 
	Removal of traffic from
	of road users, slightly reduced due to improvements in the road safety are 
	old routes improves 
	pedestrians and more junctions and villages and old made between the 
	safety in the villages 
	cyclists potential risks here routes A30 and St Austell 
	To support wider 
	Provides more 
	economic impacts 
	direct, quicker link Businesses 
	and make St 
	between the A30 continue to be put 
	Austell a more Provides more direct, Provides more direct, 
	and St Austell but off by the current 
	attractive place for quicker link between quicker link between 
	also improves the perceived barriers 
	businesses to the A30 and St Austell the A30 and St Austell 
	link to St Austell and to setting up 
	invest in while but but 
	the Aerohub and the business in St 
	enabling the 
	Mid Cornwall Austell 
	delivery of 
	Corridor 
	development sites. 
	COMPARISON OF OPTIONS AGAINST THE STRATEGIC AIMS 
	4.13.10 Table 4-4 demonstrates how the options meet the strategic aims of the LEP, Cornwall Council and the Department for Transport. 
	58 
	Department for Transport 
	Cornwall Council Strategic Aims 
	LEP 
	Table 4-4: Comparison of options against Strategic Aims 
	Table 4-4: Comparison of options against Strategic Aims 
	Table 4-4: Comparison of options against Strategic Aims 

	OPTION 1 -BUGLE GOONBARROW 
	OPTION 1 -BUGLE GOONBARROW 
	-

	OPTION 1A BUGLE GOONBARROW 
	-

	OPTION 2 ROCHE 
	DO NOTHING 

	Future Economy 
	Future Economy 
	✔ 
	✔ 
	✔✔ 
	X 

	Growth for Business 
	Growth for Business 
	✔✔ 
	✔ 
	✔✔ 
	X 

	Conditions for Growth 
	Conditions for Growth 
	✔✔✔ 
	✔✔✔ 
	✔✔✔ 
	X 

	Sustainable economic 
	Sustainable economic 

	growth 
	growth 
	✔✔ 
	✔✔ 
	✔✔ 
	X 

	Better environment 
	Better environment 
	✔✔✔ 
	✔✔✔ 
	✔✔✔ 
	X 

	Improved health and 
	Improved health and 

	wellbeing 
	wellbeing 
	✔✔ 
	✔✔ 
	✔✔ 
	X 

	Resilient, safe 
	Resilient, safe 

	communities with affordable housing to 
	communities with affordable housing to 
	✔✔✔ 
	✔✔✔ 
	✔✔✔ 
	X 

	meet local needs 
	meet local needs 

	To become a high 
	To become a high 

	performing council 
	performing council 

	through continual improvement - fix, 
	through continual improvement - fix, 
	✔✔ 
	✔✔ 
	✔✔ 
	X 

	prepare, transform and 
	prepare, transform and 

	excel 
	excel 

	Tackling Congestion 
	Tackling Congestion 
	✔✔ 
	✔✔ 
	✔✔ 
	X 

	Improve Road Safety 
	Improve Road Safety 
	✔✔ 
	✔✔ 
	✔✔ 
	X 

	Encourage sustainable local travel 
	Encourage sustainable local travel 
	✔ 
	✔ 
	✔ 
	X 

	Promote walking and cycling 
	Promote walking and cycling 
	✔ 
	✔ 
	✔ 
	X 


	✔✔✔: Objective highly achievable 
	✔: Objective slightly achievable ✔✔: Objective partially achievable X:  Objective unachievable 
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	SUMMARY OF COMPARISON OF OPTIONS OBJECTIVES AND STRATEGIC AIMS, INCLUDING RISK 
	4.13.11 Summarising how each option meets the scheme objectives and the strategic aims is outlined in the table below and includes the risks associated with each option. 
	Table 4-5: Comparison  of options against objectives, strategic aims including risk 
	Table 4-5: Comparison  of options against objectives, strategic aims including risk 
	Table 4-5: Comparison  of options against objectives, strategic aims including risk 

	OPTION 
	OPTION 
	MEETS OBJECTIVES AND STRATEGIC AIMS 
	RISKS 

	Do Nothing 
	Do Nothing 
	No improvements to objectives but strategic aims may be met in other areas of Cornwall but not within St Austell and the Mid Cornwall Corridor. 
	Journey times increase further and reliability decreases, this further adds to unwillingness to invest in the St Austell area by businesses resulting in further decline in the area. The health of residents in Bugle, Stenalees and Roche declines due to air quality and noise impacts. 

	Option 1 Bugle to Goonbarrow 
	Option 1 Bugle to Goonbarrow 
	Meets some of the scheme objectives and contributes to strategic aims. 
	Multi land owners identified, which may impact delivery Requires a new road bridge over rail, requiring Network Rail input which could impact delivery timescales. Increases the distance for those travelling from Newquay and areas to the north west, impacting vehicle operating costs. Significant total construction costs. 

	Option 1A Bugle to Goonbarrow 
	Option 1A Bugle to Goonbarrow 
	Meets some of the scheme objectives but to a lesser degree due to more junctions.  Contributes to strategic aims. 
	As above in option 1. 

	Option 2 Roche 
	Option 2 Roche 
	Meets the scheme objectives and also provides benefits to the wider area, including the Mid –Cornwall Corridor.  Contributes to Strategic Aims 
	The route is slightly further for people travelling from the east to St Austell, adding to vehicle operating costs A higher speed road, will increase accidents compared to the current 


	Artifact
	CONCLUSION 
	4.13.12 Option 2 Roche, has been identified as meeting the objectives and being deliverable and is the preferred option. 
	4.13.13 It would bring significant benefits to the residents of Roche, Bugle and Stenalees but also lead to overall traffic benefits to St Austell, providing a catalyst to economic regeneration in the St Austell and China clay region while also improving links with the Mid Cornwall corridor and Newquay. 
	4.13.14 Options 1 and 1A, while also delivering similar benefits, do not provide some of the wider benefits towards Newquay and present more deliverability issues through land acquisition, rail bridge requirements and costs. 
	Artifact



	ECONOMIC CASE 
	ECONOMIC CASE 
	5 

	5.1 INTRODUCTION 
	5.1 INTRODUCTION 
	5.1.1 The Economic Case contains an assessment of all the impacts of the preferred option. This gives the Value for Money (VfM) outcome of the scheme and fulfils UK Treasury requirements for appraisal and the demonstration of ‘value for money’ in the use of taxpayers’ money. 
	5.1.2 Also in line with Treasury appraisal requirements, the economic, environmental, social and distributional impacts of the preferred option are examined using qualitative, quantitative and monetised information where appropriate. In assessing value for money, all of these are brought together to determine the extent that scheme benefits outweigh costs. 
	5.1.3 All impacts have been estimated using the Department’s appraisal guidance (the methods set out in the Department’s modelling and appraisal guidance, WebTAG). The impacts are also presented in an Appraisal Summary Table (AST). 
	5.1.4 The Value for Money assessment has followed the process set out in DfT document ‘Value for Money Assessment: Advice Note for Local Transport Decision Makers’ (December 2013). The monetised impacts are summed to establish the ‘Initial’ BCR. This is then updated to establish an ‘Adjusted’ BCR whereby WebTAG-compliant wider economic impacts and other monetisable benefits are included. The last step is to take account of other non-monetised economic, environmental and social impacts to determine the value
	5.1.5 The approach is shown in the diagram below: 
	5.1.5 The approach is shown in the diagram below: 
	Figure
	Figure 5-1: WebTAG approach 
	Figure 5-1: WebTAG approach 


	5.1.6 The monetised impacts that have been included in the initial and adjusted BCRs are set out in the table below, alongside the non-monetised assessments that form part of the value-for-money 
	assessment. 
	Table 5-1 Monetised and Un-Monetised Benefits. 
	CATEGORY 
	Economy 
	Environment 
	Social 
	Public Accounts 
	MONETISED 
	(INCLUDED IN INITIAL BCR) 
	Business Users and Transport Providers 
	Greenhouse Gases 
	Commuting and Other Uses 
	Accidents 
	Costs to Broad Transport Budget 
	Indirect Tax Revenues 
	MONETISED 
	(INCLUDED IN ADJUSTED BCR) 
	Reliability Impact on Business Users 
	Some Wider Impacts  (see Section 5.2) 
	Reliability Impact on Commuting and Other Users 
	OTHER MONETISED UN-MONETISED 
	(NOT INCLUDED IN (NOT INCLUDED IN ADJUSTED BCR) ADJUSTED BCR) 
	Further Wider Impacts (see Regeneration Section 5.2) 
	Noise Air Quality Landscape Townscape Historic 
	Environment Biodiversity Water 
	Environment 
	Physical Activity Journey Quality Option and Non-
	Use Values Security Access to Services Affordability Severance 
	Artifact


	5.2 WIDER ECONOMIC IMPACTS 
	5.2 WIDER ECONOMIC IMPACTS 
	CONTEXT-SPECIFIC ECONOMIC NARRATIVE 
	5.2.1 Based on guidance and feedback from DfT (reflecting the forthcoming updates to wider economic impacts guidance), a Context-Specific Economic Narrative has been developed to support the approach and methods used in the Economic Case. The Narrative defines the scope of the analysis and describes the technical aspects of the work so that the derivation of the results – and the factors driving these results – can be understood. 
	5.2.2 There are two guiding principles to the Narrative: 
	5.2.2 There are two guiding principles to the Narrative: 
	1) It ensures that the reported economic impacts within the OBC are integral and not an ‘add on’ at the end of the process; and 
	2) It ensures that the approach taken is selective and proportionate -in other words, the approach is based on the expected economic impacts of the Link Road whilst the scope of the technical approach is proportionate to the scale of the scheme’s impacts. 
	5.2.3 The Narrative builds on the context-specific approach described in the Appraisal Summary Report (ASR) and has been refined as the work has progressed and as more information has become available. 
	5.2.4 This Narrative is therefore the main tool through which the scope of the analysis in the OBC is articulated and justified. The Narrative covers the following: 
	à
	à
	à
	à

	Identification and justification of the expected economic impacts and descriptions of how these achieve the economic objectives set out in the Strategic Case; 

	à
	à
	à

	Identification of the welfare change associated with these impacts arising from “market failures” (such as employment impacts); and 

	à
	à
	à

	Identification and justification of the methods to quantify and value the impacts. 


	5.2.5 The St Austell to A30 scheme has significant regeneration objectives that underpin the case for intervention. As such, consideration of wider economic impacts is a vital part of the scheme appraisal, supported by a clear Context-Specific Narrative.  The narrative also ensures that the analysis is proportionate, thus justifying the efforts incurred to capture the wider economic impacts. 
	5.2.6 Given the need to demonstrate additionality and displacement, the context-specific narrative reported here is also based on Additionality modelling guidance as set out by the Homes and Communities Agency (HCA). 
	5.2.7 Additionality modelling is relevant as this forms part of DfT’s new ‘Level 3’ sensitivity testing process (currently being finalised after consultation) and covers the extent to which the wider economic impacts are subject to additionality, leakage, displacement and multiplier effects. 
	5.2.8 To summarise the different methods in the Economic Case (both ‘conventional’ transport model-based and wider impacts), Figure 5-2 covers the different levels of analysis and economic impacts. 
	Artifact
	64 
	Figure
	Figure 5-2: Summary of Economic Impacts in Strategic and Economic Cases. 
	Figure 5-2: Summary of Economic Impacts in Strategic and Economic Cases. 


	A30 to St Austell Link Cornwall Council March 2017 Confidential 
	Artifact

	5.2.9 Based on the information in Figure 5-2, the following economic impacts are covered: 
	5.2.9 Based on the information in Figure 5-2, the following economic impacts are covered: 
	à
	à
	à
	à

	Level 1: user benefit-based conventional impacts (Initial BCR); 

	à
	à
	à

	Level 2: agglomeration improvements (proximity benefits) plus labour supply impacts (Adjusted BCR); and 

	à
	à
	à

	Level 3: dependent development impacts and adherence to additionality modelling guidance (Sensitivity Testing). 


	5.2.10 The output metrics associated with each of these are reported in Section 5.3.1 of this chapter onwards. 
	5.2.11 The following contains descriptions of why each type of economic impact method has been selected for the three ‘levels of analysis’: 
	à
	à
	à
	à

	Level 1 (Initial BCR): these user benefit-based ‘conventional’ impacts are derived from the traffic modelling work undertaken and cover the monetised journey time savings, accident reductions and other standard transport-related impacts typically associated with a scheme of this type 

	à
	à
	à

	Level 2 (Adjusted BCR): 1) proximity (agglomeration)-based “Wider Impacts” are calculated as the Travel to Work survey undertaken in the St Austell area demonstrates significant amounts of commuting into and out of the area – this is to be expected given that employees living in the St Austell and China clay Area need to access places of employment in Newquay and elsewhere (the survey also indicates that there are those who in-commute to St Austell and 2) “Output Change in Imperfectly Competitive Markets” i

	à
	à
	à

	Level 3 (Sensitivity Analysis): these include 1) dependent development impacts (the land value gain associated with ‘unlocked’ residential developments) and 2) additionality assessment. 


	DfT feedback on these different types of impacts (and their incorporation in the Economic Case) was obtained at the Appraisal Specification Report (ASR) stage. 
	The feedback has been incorporated in the appraisal with care taken to avoid any potential double-counting, for example. DfT commented that dependent development and Wider Impacts cannot be added together – this means that both Wider Impacts and dependent development have been calculated simultaneously (to demonstrate different potential values of a scheme) but are not added together. This is also discussed in Section 5.7.7. 


	5.3 OPTIONS APPRAISED 
	5.3 OPTIONS APPRAISED 
	5.3.1 A full list of schemes appraised and the method to do so is detailed in the OAR in Appendix B-2. The POAR in Appendix B-3 details the further assessment undertaken on the preferred options. These included: 
	à
	à
	à
	à

	Option 1 - Bugle – Goonbarrow (High Spec) – Link road to the west of Bugle, Stenalees and Lockengate, designed to 60mph 

	à
	à
	à

	Option 1A Bugle – Goonbarrow (Low Spec) - Link road to the west of Bugle, Stenalees and Lockengate, with additional junctions 

	à
	à
	à

	Option 2 Roche – Link road to the west of Roche 

	à
	à
	à

	Do Nothing 


	Artifact
	5.3.2 Option 2 Roche is the preferred route as this this is the most deliverable scheme to meet the aims and objectives identified in the Strategic Case. 
	5.3.3 Do Nothing is not an option as it will none of the issues identified in the Strategic Case around transport and economic activity will continue and are likely to worsen over time as economic indicators such as the ‘productivity gap’ continue to widen. 

	5.4 ASSUMPTIONS 
	5.4 ASSUMPTIONS 
	TRAFFIC MODELLING 
	5.4.1 The base year model formed the basis for the forecast models used. Forecast models were built for 2022, the proposed opening year of the scheme, and 2037, a future case fifteen years from the opening year. The forecast models detailed in this report have been built in compliance with TAG Unit M4 (November 2016). 
	5.4.2 The time periods that have been modelled are shown in Table 5-2. These time periods have been chosen to allow for the operation and economic benefits of the road to be fully understood and to ensure that the operation of any scheme is acceptable in the design year. 
	Table 5-2 Modelled Time Period Classification 
	Table 5-2 Modelled Time Period Classification 
	Table 5-2 Modelled Time Period Classification 

	TIME PERIOD 
	TIME PERIOD 
	MODELLED PERIOD 

	Neutral Month AM Peak 
	Neutral Month AM Peak 
	08:00 – 09:00 

	Neutral Month Interpeak 
	Neutral Month Interpeak 
	Average hour 10:00 – 16:00 

	Neutral Month PM Peak 
	Neutral Month PM Peak 
	17:00 – 18:00 

	Overnight Period 
	Overnight Period 
	19:00 – 06:00 

	Average Weekend Hour 
	Average Weekend Hour 
	00:00 – 23:00 


	5.4.3 The AM peak, interpeak and PM peak models have been calibrated and validated to link flows, turning movements and journey times in line with Transport Appraisal Guidance (TAG); the models accurately represents the existing traffic situation within the detailed study area. 
	5.4.4 The Traffic Data Collection Report Appendix C-1details the traffic data that has been used to develop the traffic models to inform the appraisal of the scheme. The Scheme Local Model Validation Report Appendix C-2 details the development of the base year models. 
	5.4.5 Forecasts were developed for the scheme opening year (2022) and the scheme design year (2037). Forecast models have been developed for a ‘do minimum’ scenario (that is, without an improvement scheme between the A30 and St Austell) and the proposed scheme. 
	Artifact
	5.4.6 The forecast demand matrices incorporate explicitly modelled development sites and background growth from the trip end model presentation program (TEMPRO). The growth in the number of ‘light goods’ and ‘heavy goods’ vehicles has been applied by using growth factors derived from the national road traffic forecast (NRTF). The forecast networks include highway schemes that are deemed committed or have secured growth deal funding. 
	5.4.7 Future year models have been produced for a core (central) growth scenario, as well as high and low growth forecasts, for both the 2022 and 2037 modelled future years. 
	5.4.8 Variable demand modelling (VDM) has not been carried out as part of the forecasting procedures. The tests for the requirement for VDM set out in WebTAG have been completed, which determined that VDM would not be required.  Detailed of the methodology used and the results from the VDM tests are provided in the Forecasting Report. 
	5.4.9 The scheme Traffic Forecasting Report (Appendix C-4) details the traffic forecasting methodology and results. 
	ECONOMIC APPRAISAL APPROACH 
	5.4.10 The economic appraisal undertaken for the proposed scheme includes monetisation of travel time benefits, vehicle operating costs, accident savings and greenhouse gases. The appraisal provides a comparison between the total benefits and total costs of each option over the 60 year period. 
	5.4.11 The Economic Assessment Report (Appendix C-5) details the economic appraisal of the scheme. 
	5.4.11 The Economic Assessment Report (Appendix C-5) details the economic appraisal of the scheme. 
	ECONOMIC EFFICIENCY 
	5.4.12 The economic efficiency is the sum of the travel time, vehicle operating cost and construction and maintenance user benefits. The economic efficiency appraisal was undertaken using the DfT transport user benefit appraisal (TUBA) software. The appraisal uses outputs from the traffic model to calculate user benefits due to changes in travel time and vehicle operating costs, over a 60 year appraisal period. 
	ACCIDENTS 
	5.4.13 The additional economic impact, arising from the effect the scheme would have on the number of accidents predicted to occur over the 60 year appraisal period, was calculated using the DfT cost benefit analysis (COBA-LT) spreadsheet. 
	GREENHOUSE GASES 
	5.4.14 The amount of greenhouse gas emissions in each scenario is calculated by TUBA using the trip information that has been extracted from the VISUM model. The TAG Workbook Greenhouse Gases Worksheet (December 2015) was used to assess the value of the impact arising from the change in carbon dioxide emissions. 
	SCHEME COSTS 
	5.4.15 Scheme costs estimates have been prepared by CORMAC. The cost estimates for the scheme include preparation, supervision, construction and land costs. An allowance for risk has also been included in the costs.  Further information on the scheme cost estimates is provided in the Financial Case section. 
	Artifact
	5.4.16 The scheme cost estimates detailed in the Financial Case do not include Optimism Bias, as advised by the DfT.  However, WebTAG requires that Optimism Bias (OB) is included in the cost estimates used for economic appraisal, and hence OB has been applied at 15%.  Using WebTAG guidance in A1.2, 15% is considered appropriate given the current level of scheme design and risk analysis. 


	5.5 ECONOMIC APPRAISAL RESULTS 
	5.5 ECONOMIC APPRAISAL RESULTS 
	5.5.1 Full results are provided in the Economic Assessment Report in Appendix C-5. 
	5.5.1 Full results are provided in the Economic Assessment Report in Appendix C-5. 
	5.5.2 The present value benefits (PVB), present value costs (PVC), and the benefit to cost ratio (BCR) are summarised in the analysis of monetised costs and benefits (AMCB) table in Table 5-3. All costs and benefits are present values discounted to 2010, in 2010 prices. 
	5.5.3 WebTAG sets out TUBA v1.9.7 as the current version of the TUBA software to be used in scheme appraisal.  However, updated the DfT have recently carried out research work to update the values-of-time currently within WebTAG, which will become adopted guidance in the near future. A revised version of TUBA (v1.9.8) has been released including these new values.  BCRs have therefore been produced from both versions of TUBA. 
	ANALYSIS OF MONETISED COSTS AND BENEFITS TUBA V1.9.7 TUBA V1.9.8 Noise £2789 £2789 Local Air Quality --Greenhouse Gases -£5476 -£5476 Journey Quality --Physical Activity £43 £43 Accidents -£14002 -£14002 Economic Efficiency: Consumer Users (Commuting) £6121 £10299 Economic Efficiency: Consumer Users (Other) £67413 £53975 Economic Efficiency: Business Users and Providers £151400 £78301 Wider Public Finances (Indirect Taxation Revenues) £11251 £11251 Present Value of Benefits (PVB) £219539 £137179 Broad Trans
	Table 5-3: Analysis of Monetised Costs and Benefits (£000) of scheme. 
	Table 5-3: Analysis of Monetised Costs and Benefits (£000) of scheme. 


	Artifact


	5.6 ADJUSTED BCR 
	5.6 ADJUSTED BCR 
	WIDER IMPACTS 
	5.6.1 The Adjusted BCR includes ‘wider impacts’ based on WebTAG (current Unit A2.1). These primarily comprise proximity-based agglomeration improvements whereby productivity – measured by GDP per worker – is enhanced due to the reduced generalised costs associated with the scheme. 
	5.6.2 These are appropriate to calculate as the St Austell Travel to Work Profile shows that there are significant volumes of movements by those making journeys to and from work in the study area. As described in 5.2.11, these journeys are made as workers have to travel outside the area to access jobs whilst there are also employees from outside the area who travel into St Austell and the China area to work. 
	5.6.3 The method to calculate these wider impacts was as follows: 
	5.6.3 The method to calculate these wider impacts was as follows: 
	à
	à
	à
	à
	à

	Process the outputs from the traffic model (‘Base Case’ and ‘Do Something’ generalised costs) so that the VISUM model zonal data is converted to Local Authority District (LAD) level 

	– the DfT dataset is provided at LAD level (covering GDP per worker etc.); 

	à
	à
	à

	An Excel-based agglomeration model was developed so that the traffic model outputs could be used in the WebTAG-based calculations (following the formulae set out in Unit A2.1 – Effective Density and Agglomeration Improvements); 

	à
	à
	à

	The calculations were undertaken across the four different sectors in the DfT database (Construction, Consumer Services, Manufacturing and Producer Services); 

	à
	à
	à

	The agglomeration improvement calculations were undertaken for the Preferred Option (Option 2 – Roche) with Core growth being the ‘central case’ scenario tested; and 

	à
	à
	à

	Similar to the conventional benefits based on the TUBA outputs, the agglomeration improvement benefits were summed over 60 years subject to 3.5% discounting in the first 30 years and 3.0% thereafter. 


	5.6.4 Although the traffic modelling work (and zoning system) covers the whole of the UK (e.g. there is a granular zoning system in the study area with much larger zones to cover other counties and the rest of the UK), the agglomeration-based Wider Impacts were calculated on a much more localised basis to reflect realistic drive times for those making journeys to and from work. After a review process covering this, the agglomeration impacts are restricted to those within the Cornwall Local Authority Distric
	5.6.5 Also calculated are the benefits associated with ‘Output Change in Imperfectly Competitive Markets’. These are based on current WebTAG Unit A2.1 and are calculated by applying a 10% uplift to business user benefits derived from the TUBA work. 
	5.6.6 The results show that the scheme provides additional wider economic benefits and that these are primarily due to agglomeration-based productivity improvements.  The results for the agglomeration and output change  benefits are shown in the table below: 
	Table 5-4: Wider Impact Benefits (£000) of scheme. 
	Table 5-4: Wider Impact Benefits (£000) of scheme. 
	Table 5-4: Wider Impact Benefits (£000) of scheme. 

	ANALYSIS OF MONETISED COSTS AND BENEFITS 
	ANALYSIS OF MONETISED COSTS AND BENEFITS 
	TUBA V1.9.7 
	TUBA V1.9.8 

	Agglomeration 
	Agglomeration 
	£42612 
	£42612 

	Output change in imperfectly competitive markets 
	Output change in imperfectly competitive markets 
	£15140 
	£7830 

	TOTAL 
	TOTAL 
	£57752 
	£50442 


	Artifact
	RELIABILITY 
	5.6.7 An assessment of the impact of the scheme on reliability has been carried out, using the stress-based approach as set out in WebTAG Unit A1.3.  The assessment is detailed in the Economic Assessment Report. 
	5.6.8 The assessment concludes that the reliability impact of the scheme is neutral; hence no further monetised benefits for reliability are included in the adjusted BCR. 
	ADJUSTED BCR 
	5.6.9 Based on the wider impacts and reliability assessments, the adjusted BCR for the scheme is set out below. 
	Table 5-5: Analysis of Monetised Costs and Benefits (£000) of scheme (Adjusted BCR). 
	Table 5-5: Analysis of Monetised Costs and Benefits (£000) of scheme (Adjusted BCR). 
	Table 5-5: Analysis of Monetised Costs and Benefits (£000) of scheme (Adjusted BCR). 

	ANALYSIS OF MONETISED COSTS AND BENEFITS 
	ANALYSIS OF MONETISED COSTS AND BENEFITS 
	TUBA V1.9.7 
	TUBA V1.9.8 

	PVB from Initial BCR 
	PVB from Initial BCR 
	£219539 
	£137179 

	Wider Impact Benefits 
	Wider Impact Benefits 
	£57752 
	£50442 

	Reliability Benefits 
	Reliability Benefits 
	£0 
	£0 

	OVERALL PVB (ADJUSTED) 
	OVERALL PVB (ADJUSTED) 
	£277291 
	£187621 

	Present Value of Costs (PVC) 
	Present Value of Costs (PVC) 
	£72810 
	£72810 

	Adjusted Benefit to Cost Ratio (BCR) 
	Adjusted Benefit to Cost Ratio (BCR) 
	3.81 
	2.57 


	5.6.10 The results show that the scheme provides significant benefits.  The scheme produces an adjusted BCR equal to 2.57 using TUBA v1.9.8, and 3.81 using TUBA v1.9.7. 


	5.7 ADDITIONAL WIDER ECONOMIC IMPACTS 
	5.7 ADDITIONAL WIDER ECONOMIC IMPACTS 
	5.7.1 As well as the impacts captured in the Initial and Adjusted BCRs, there are other economic impacts that can be assessed under DfT guidance. Although these are not calculated to the same degree of certainty as the traffic model-based impacts, as has been demonstrated in the Strategic Case (Chapter 4), there are several important wider economic objectives associated with the scheme and a series of indicators of these are presented here. 
	5.7.2 These impacts cover the following: 
	5.7.2 These impacts cover the following: 
	à
	à
	à
	à

	Dependent development impacts (land value gains from ‘unlocked’ residential development); and; 

	à
	à
	à

	Additionality assessment, including how the types of impacts given in Chapter 4 are specific to the study area and not simply displaced from elsewhere. 


	DEPENDENT DEVELOPMENT 
	5.7.3 Dependent development impacts are based on current WebTAG Unit A2.3 and focus on residential land value gain. The approach adopted is based on the first of the two scenarios described in Unit A2.3: It is possible that some transport schemes could 'unlock' housing development. That is, the housing development directly depends upon implementing the proposed transport investment. This might be due either to 1) a lack of access to the planned area of development, or 2) to planning constraints arising from
	Artifact
	5.7.4 The impact based on lack of access is applicable here as this is one of the key factors holding back development in the St Austell area (as demonstrated in the Strategic Case and the feedback gained from the stakeholder consultation). 
	5.7.5 The potential dependent development gains from residential land value uplift are £74 million. This is based on using DfT’s Valuing Housing Impacts workbook and takes account of the following: 
	à
	à
	à
	à

	The three key housing sites that are highly unlikely to go ahead without the better access provided by the Link Road are 1) the ECO M2 site near Par Docks, 2) the STA M1 site at Pentewan Road and 3) the STA M2 site at Edgecumbe; 

	à
	à
	à

	These sites have been identified within a development plan and could go ahead if the Link Road is built (or are conditional on the Link Road proceeding); and 

	à
	à
	à

	All three sites are large with respective sizes of 4.7, 0.94 and 0.24 hectares. 


	5.7.6 The land values are based on locally derived data for agricultural and residential land with the externality land values (perpetuity) based on the data in the DfT dataset. There is a marked differential between the value of undeveloped agricultural land in the South West (as typically seen in the area around St Austell) and the values associated with residential land use in Cornwall. 
	5.7.7 Based on feedback from DfT at the ASR stage, it was noted that the land value uplift of dependent development includes any impact which are capitalised into land values, such that double-counting of wider economic impacts can arise. For this reason, dependent development and other impacts such as agglomeration cannot be added together. 
	5.7.8 Based on DfT’s feedback, however, both Wider Impacts (included in the Adjusted BCR) and Dependent Development have been undertaken simultaneously to demonstrate the different potential values of the scheme - but are not added together. 
	Artifact
	ADDITIONALITY 
	5.7.9 Additionality refers to the extent to which the wider economic impacts will be retained within the study area and not subject to 'leakage' and 'displacement' to / from other areas. This is based on HCA’s current guidance7. 

	5.7.10 Additionality modelling is relevant as it addresses the following: 
	5.7.10 Additionality modelling is relevant as it addresses the following: 
	à
	à
	à
	à

	Leakage: e.g. what proportion of wider economic impacts will benefit those outside the study area?; 

	à
	à
	à

	Displacement: e.g. the proportion of impacts accounted for by reduced benefits / impacts elsewhere; 

	à
	à
	à

	Substitution: e.g. instances where a firm “substitutes” one activity for a similar one (one type of worker could be substituted for another type of worker etc.); and 

	à
	à
	à

	Economic multiplier effects: e.g. further economic impacts from knock-on effects in the local economy (such as impacts on supply industries and the impact of increased spending by new employees). 


	5.7.11 As reported in Section 3.2 and shown in the data boxes in Figure 3-1, there is considerable longterm economic potential in the study area and this covers the impacts of developments not likely to reach their full potential if the Link Road is not built. 
	-

	5.7.12 These impacts cover a range of metrics, including numbers of jobs (both construction and ‘operational’), the GVA generated by the additional jobs, additional Council Taxation receipts and additional Business Rate income. A total of 30 sites were identified in the Local Plan and other development plans – these included a mixture of commercial sites and business parks, new residential developments and mixed-use sites. 
	5.7.13 Each site has its own ‘development schedule’ in terms of size and build-out horizon. The assumption made for this appraisal was that full development of each site would take place by 2037 (the modelled forecast year) with the Link Road implemented. 

	5.7.14 To assess the extent of additionality to the study area, the following was assumed: 
	5.7.14 To assess the extent of additionality to the study area, the following was assumed: 
	à
	à
	à
	à

	Reference Case: this is the likeliest outcome over time if no intervention takes place (e.g. no Link Road). For the Reference Case, of those sites already given planning permission or likely to go ahead, the assumption that they would only reach half their proposed build-out if the Link Road is not built. Of the 30 sites, there is uncertainty as to whether 8 of these will go ahead (and are therefore likely to need the Link Road to facilitate them) – these are assumed not to go ahead in the Reference Case; 

	à
	à
	à

	Leakage: as the developments will be implemented solely within the study area (a relatively isolated, stand-alone community and surrounding area), there is very little likelihood of leakage of economic impacts to other locations and communities. Assumed leakage is therefore zero; 

	à
	à
	à

	Displacement: the developments have been put forward for this area specifically and have been included in local plans for a considerable period of time – the likelihood that these have been displaced from other parts of Cornwall (or elsewhere) is thus very small and is considered to be zero here; 


	7 Homes and Communities Agency (HCA): Additionality Guide (Fourth Edition), 2014 
	Artifact
	à
	à
	à
	à

	Substitution: substitution impacts will also be zero as the new developments will not replace current workers with other types of workers (with different skillsets etc. – the new developments will generate new employment opportunities; and 

	à
	à
	à

	Multiplier effects: the employment estimates include indirect and induced impacts so no further multiplier effects are considered here. 


	5.7.15 Based on the above, the additionality of the economic impacts of the new developments are summarised in Table 5-6. 
	Table 5-6: Summary of Additionality Impacts. 
	Table 5-6: Summary of Additionality Impacts. 
	Table 5-6: Summary of Additionality Impacts. 

	IMPACT TYPE 
	IMPACT TYPE 
	CASE 

	TR
	Reference Case 
	Intervention 
	Additionality 
	Comments 

	Jobs (Construction) 
	Jobs (Construction) 
	1,796 
	5,448 
	3,652 

	Jobs (Operational phase) 
	Jobs (Operational phase) 
	1,811 
	4,461 
	2,650 

	GVA (Construction) 
	GVA (Construction) 
	£64.8m 
	£201.5m 
	£136.7m 

	GVA (Operational phase) 
	GVA (Operational phase) 
	£66.9m 
	£165m 
	£98.1m 
	Annual recurring 

	Council Tax receipts 
	Council Tax receipts 
	£4.1m 
	£16m 
	£11.9m 
	Annual recurring 

	Business Rate income 
	Business Rate income 
	£2.4m 
	£6.1m 
	£3.7m 
	Annual recurring 


	5.7.16 Table 5-6 indicates the extent of potential additionality associated with the new developments. Without the new Link Road, the economic impacts would only be approximately one third of those that could be achieved. Although these impacts do not form part of the BCR calculations, they do give an indication of the economic potential that could be achieved in an area that has struggled to attract sufficient inward investment in recent years. 
	5.7.17 Another indicator of potential additionality emerged from the business survey work where firms were asked to estimate the cost savings to them if the road was built. Although indicative and based on the firms’ estimates of these savings, by converting the sample size to cover all businesses in the area and by discounting the total annual cost saving over the 60 year appraisal period, a total of £15.1 million could potentially be saved by businesses. This windfall could be reinvested in the businesses
	-

	SUMMARY 
	5.7.18 The analysis of wider economic impacts shows that the scheme would result in an additional 6,302 jobs in the area. 
	5.7.19 The scheme would also result in additional GVA of £136.7m during construction, and further annual GVA benefits of £98.1m per year. 
	5.7.20 In addition, the scheme would deliver additional annual Council Tax receipts of £11.9m per year, an additional Business Rate income of £3.7m per year. 
	Artifact


	5.8 ASSESSMENT OF NON-MONETISED IMPACTS 
	5.8 ASSESSMENT OF NON-MONETISED IMPACTS 
	ENVIRONMENTAL IMPACTS 
	5.8.1 This section provides a preliminary overview of the environmental impacts identified for each of the following topics and describes the key aspects identified by the appraisal. The Preliminary Environmental report is contained in Appendix C-6. 

	5.9 NOISE 
	5.9 NOISE 
	ROCHE 
	5.9.1 The Web TAG assessment procedure predicts an overall improvement in road traffic noise levels as traffic is remove from links through Roche onto the new bypass. Increase in noise level predicted at NIAs (3301 and 3302) in Victoria. Decrease in noise level predicted at NIA (13038) in Stenalees. No properties experiencing a noise level greater than 75 dB LAeq, 16 hour. Potential for properties to qualify under the NIR. NPV of impact on sleep disturbance is £1,569,825. There is predicted to be a decrease
	5.9.2 534 properties are predicted to experience an increase in the daytime and 490 properties are predicted to experience a decrease in daytime noise levels in the opening year. 
	5.9.3 526 properties are predicted to experience an increase in the daytime and 500 properties predicted to experience a decrease in daytime noise levels in the forecast (design) year. 
	Qualitative Result: Slight Adverse 
	Monetary Value of benefits: £2,788,538 
	ROCHE TO TREKENNING 
	5.9.4 Not assessed further. 
	5.9.4 Not assessed further. 


	5.10 AIR QUALITY 
	5.10 AIR QUALITY 
	ROCHE 
	5.10.1 The proposed route is located in a rural setting with existing ambient air pollution concentrations within the air quality objectives for nitrogen dioxide (NO2) and particulate matter (PM10), the air pollutants mostly associated with traffic emissions. There are no Air Quality Management Areas (AQMAs) in the vicinity of the proposed route. Though the proposed route is approximately 4 km from the St Austell AQMA and traffic is likely to feed into this AQMA from the proposed route. 
	5.10.2 The WebTag local air quality assessment procedure indicates an overall improvement in air quality within the study area along the proposed route when operational. The alignment of the proposed route is in its majority away from residential properties, with 18 properties within 50m. Overall there are 50 properties within 200m of the route. The proposed route will also result in a reduction in traffic related air emissions along B3274 as it will reduce the number of vehicles driving through Roche, Trez
	Artifact
	5.10.3 The proposed route is within 200m of the Goss and Tregoss SSSI/Breney Common and Goss and Tregoss Moor SAC designated for its heathland and moorland habitats, which are sensitive to nitrogen deposition. A slight increase in NOx concentrations and nitrogen deposition rates is predicted at the SAC as a result of the scheme 
	Result: Neutral. 
	Result: Neutral. 
	Total value of change in air quality: -£11,171 
	ROCHE TO TREKENNING 
	5.10.4 Comments as Roche paragraphs above. 
	5.10.4 Comments as Roche paragraphs above. 
	Result: Neutral. Total value of change in air quality: £9,253. 


	5.11 GREENHOUSE GASES ROCHE 
	5.11 GREENHOUSE GASES ROCHE 
	5.11.1 As a result of vehicles having to travel along a slightly longer route between St Austell and the A30 than previously, greenhouse gas emissions are likely to increase. 
	Monetary Value of benefits: -£5,443,094. 


	5.12 LANDSCAPE ROCHE 
	5.12 LANDSCAPE ROCHE 
	5.12.1 There is potential for impacts on limited areas of pastoral farmland and a loss of Cornish hedgerows.  The route also passes through an area of access land at Hensbarrow Downs and will result in severance of three public rights of ways.  Visual amenity could be impacted, including views from properties, minor roads and elevated points such as Caerloggas Downs, Hensbarrow Downs and Belowada Beacon. 
	Result: Slight adverse. 
	Result: Slight adverse. 
	ROCHE TO TREKENNING 
	5.12.2 The proposed route is online and landscape effects would be limited to the removal of up to 100m of Cornish hedgerow which is substitutable within 15 years. There may be views of the construction process from Castle an Dinas Iron Age hill fort. 
	Result: Neutral. 

	5.13 TOWNSCAPE ROCHE 
	5.13 TOWNSCAPE ROCHE 
	5.13.1 There is a risk that the Roche bypass will sterilise land between the new road and the existing settlements, changing the character of this land and potentially extending the settlement boundary as far as the new road, resulting in coalescence and suburbanisation in the long term. 
	Artifact
	5.13.2 Reduction in traffic through the settlements will increase tranquillity and, if accompanied by improvements to the public realm, has the potential to improve the overall appearance and likelihood of human interaction.  Reduced through-traffic may however reduce football at local businesses, leading to the “Tesco town” effect. 
	5.13.3 Other townscape elements that would be affected by this option include the nucleating mining village of Penwithick. 
	Result: Slight adverse. 
	Result: Slight adverse. 
	ROCHE TO TREKENNING 
	5.13.4 Not assessed as located away from townscape. 
	5.13.4 Not assessed as located away from townscape. 




	5.14 HISTORIC ENVIRONMENT 
	5.14 HISTORIC ENVIRONMENT 
	ROCHE 
	5.14.1 The proposed scheme has the potential to impact on one Grade II* listed asset, 11 Grade II listed assets, three scheduled monuments, several areas of non-designated mining remains and other non-designated buried archaeology and earthworks.  The cohesive group of designated assets surrounding the Grade II* listed Church of St Gomonda are likely to remain unaffected by the proposed option. 
	5.14.2 However, the setting on the context of the scheduled barrow group at Tregress Moor may be as high as large adverse.  There are numerous impacts on known non-designated buried archaeology and earthworks and the effects range from slight to large adverse.  There is a high potential for previously unrecorded archaeology from the prehistoric to the modern period. 
	Result: Moderate adverse. 
	ROCHE TO TREKENNING 
	5.14.3 Currently there is not sufficient design information to assess impacts on the Historic Environment. The link appears to re-use or adapt the current road network and impacts are only likely to arise where additional land take impacts on buried archaeology, or where changes, such as lighting, adversely alters the context of designated assets. 
	Result: Not assessed. 

	5.15 BIODIVERSITY 
	5.15 BIODIVERSITY 
	ROCHE 
	5.15.1 There are likely to be adverse impacts on a number of designated sites, with the loss of mature habitats of high intrinsic ecological value and those of importance to notable or protected species. This will necessitate compensation through habitat replacement and potentially also enhancement and management of retained features. 
	5.15.2 Fragmentation effects are likely to be significant due to cutting through fields and hedgerows as oppose to edge habitats.  This may result in the widening of the distance between functionally linked habitats however structures could be provided to facilitate movement of species. 
	5.15.3 With suitable scheme design and targeted mitigation and compensation it is considered likely that the majority of impacts could be negated in the long term and the project may be able to deliver enhancements via the creation of new or enhanced aquatic and terrestrial habitat. 
	Artifact
	Result: Moderate adverse. 
	Result: Moderate adverse. 
	ROCHE TO TREKENNING 
	5.15.4 This option will result in an overall large adverse impact due to the potential for indirect impacts, predominately, air quality to impact the integrity of the Goss and Tregoss Moors designations (SAC,SSSI, NNR). The route runs directly through the designations. The route will likely have a slight adverse impact on badger, dormice, birds,invertebrates, fish, otter and bats due to direct habitat loss and fragmentation or indirect habitat degradation. Loss of habitats, including hedgerow may be compens
	Result: Large adverse. 

	5.16 WATER ENVIRONMENT 
	5.16 WATER ENVIRONMENT 
	ROCHE 
	5.16.1 The route will introduce new areas of hardstanding that will most likely be discharged to the adjacent ordinary watercourses.  Whilst the runoff will be subject to treatment prior to discharge, the discharge of this water may have a slight adverse impact on local water quality and aquatic ecology. 
	5.16.2 There is a risk of the proposed route increasing local flood risk by restricting the flow of water within the channels that are crossed by the route.  A moderate adverse impact is considered appropriate at this stage. 
	Result: Negligible. 
	Result: Negligible. 
	ROCHE TO TREKENNING 
	5.16.3 The discharge of water from the increased hardstanding may have a negligible to slight adverse impact on local water quality and aquatic ecology if appropriate treatment is not provided. 
	5.16.4 The works are not located in a groundwater SPZ and there are no licensed groundwater abstraction points within the study area.  Bedrock and superficial deposits underneath the area are identified as Secondary A aquifer. The route is considered likely to have negligible impact on the quality of groundwater resources. 
	5.16.5 The route is not indicated to be at risk of flooding and is not likely to decrease the size of existing watercourse crossings. Minor diversion of existing watercourses/drains may be required. A slight adverse impact is considered appropriate at this stage. 
	Result: Slight adverse. 


	5.17 SOCIAL IMPACTS 
	5.17 SOCIAL IMPACTS 
	5.17.1 This section covers the impacts of the transport system not considered as part of the economic or environmental appraisal. There are eight impacts that comprise the social impact appraisal, as set out by WebTag Unit A4.1. These are assessed in the following sections: 
	PHYSICAL ACTIVITY 
	5.17.2 Physical Activity refers to the consideration of the interrelation between transport and health and the economic benefits accruing through reduced journey times for pedestrians and cyclists. 
	Artifact
	5.17.3 It has been estimated, based on the Census data, that in 2011 4 cyclists and 28 pedestrians might have commuted through the area. The reduction in journey time might result in 1 additional cyclist but no additional pedestrians. Given the very low numbers it is considered unlikely that there will be a significant change in vehicle trips. 
	5.17.4 The monetised benefits to commuters over a 60 year appraisal period, are estimated at £42,680. 
	5.17.4 The monetised benefits to commuters over a 60 year appraisal period, are estimated at £42,680. 
	5.17.5 The health benefits are assumed to be negligible in economic terms due to the very low numbers of new commuters. 

	Result: Negligible 
	Result: Negligible 
	JOURNEY QUALITY 
	5.17.6 Journey Quality refers to the real and perceived physical and social environment including information, crowding and perceptions (rather than the reality) of safety. 
	5.17.7 The environment, particularly for bus users (in terms of smoothness of ride), will improve. Travellers will benefit from better views, and from reduced stress as the new Link Road will be built to modern standards reducing frustration and fear of potential accidents in comparison to the current situation. These improvements will benefit a large number of travellers using the route every day (AADT estimated at 15944 at opening based on Forecast VISUM modelling). 

	Result: Moderate Beneficial 
	Result: Moderate Beneficial 
	ACCIDENTS 
	5.17.8 The scheme results in traffic rerouting to the new scheme from the A391 and B3274 as well as other local routes. The introduction of the new road sees an increase in the number of casualties due to the increased length of the route. The introduction of the scheme also encourages people to reroute from the A390 to the A38/A30 with this leading to an increase in traffic levels on the new road and in turn an increase in the number of casualties.  Despite these disbenefits being shown due to the overall 

	Result: Slight Adverse 
	Result: Slight Adverse 
	PERSONAL SECURITY 
	5.17.9 The proposed route will provide significantly improved security, especially after dark. However the number of users at such times is likely to be low and so the benefit is slight. 
	5.17.10 Whilst buses may operate on the new Link Road, it is unlikely that any passengers will board or alight along the new road so this mode has not been assessed. 
	5.17.11 Although the Link Road will be heavily used, little traffic is expected to stop at any point along the route. Given the small improvements in security that the scheme presents through its design the beneficial impact has been deemed as slight. 

	Result: Slight Beneficial 
	Result: Slight Beneficial 
	SEVERANCE 
	5.17.12 Severance refers to the separation of residents from facilities and services due to transport routes such as roads. 
	Artifact
	5.17.13 The number of pedestrians crossing the proposed alignment at present is very low, as the scheme runs through rural areas. Despite the likely increase in traffic on the Link Road, it will divert large amounts of traffic away from Bugle, Stenalees and Roche where there is a much larger number of pedestrians crossing existing routes. 
	5.17.14 Balancing the slight negative impacts on low volumes of pedestrians with the slight to moderate positive impacts on a much higher number of pedestrians the overall impact is considered to be Moderate Beneficial. 

	Result: Moderate Beneficial 
	Result: Moderate Beneficial 
	OPTION VALUES AND NON-USE VALUES 
	5.17.15 The Option Values and Non-Use Values refers to the willingness-to-pay to preserve a transport service for trips not yet made (at least by a given mode). 
	5.17.16 The proposal does not include improvements linked directly to public transport, and therefore will not affect option values. No further assessment is considered appropriate or necessary. 
	Result: Neutral 
	ACCESSIBILITY 

	5.17.17 Accessibility refers in the context of WebTAG to access to services via Public Transport. 
	5.17.17 Accessibility refers in the context of WebTAG to access to services via Public Transport. 
	5.17.18 The Link Road does not include improvements linked to public transport, and therefore will not affect accessibility. No further assessment is considered appropriate or necessary. 
	5.17.19 The scheme does not inherently provide for any Accessibility benefits or disbenefits, therefore the impacts is deemed as ‘Neutral’ It is noted that there may be wider accessibility benefits (e.g. enhanced walking/cycling routes to schools and within local villages) but these are outside the scope of a WebTAG appraisal. 
	Result: Neutral 
	PERSONAL AFFORDABILITY 
	5.17.20 Personal Affordability refers to the impact on individual’s private finances of a transport intervention. For this scheme there is assumed to be no change in costs to modes other than by motor vehicle. 
	5.17.21 Analysis across income groups shows an adverse impact on all groups apart from the least deprived. 
	Result: Slight Adverse 


	5.18 APPRAISAL SUMMARY TABLES (AST) 
	5.18 APPRAISAL SUMMARY TABLES (AST) 
	5.18.1 The Appraisal Summary Table for the preferred option is shown in Appendix C-7. 
	5.18.1 The Appraisal Summary Table for the preferred option is shown in Appendix C-7. 



	5.19 SENSITIVITY 
	5.19 SENSITIVITY 
	5.19.1 An economic appraisal has also been carried out for high and low forecast growth scenarios; these forecasts have been produced using guidance set out in WebTAG.  These scenarios allow an assessment of the sensitivity of scheme benefits to changes in demand. 
	80 
	5.19.2 Table 5-7 and 
	5.19.2 Table 5-7 and 
	5.19.3 Table 5-8 show the impact of these scenarios on the scheme benefits (using the outputs from TUBA only). 
	Table 5-7: Sensitivity test results | High and low growth scenarios (£000s) (TUBA v1.9.7). 
	Table 5-7: Sensitivity test results | High and low growth scenarios (£000s) (TUBA v1.9.7). 
	Table 5-7: Sensitivity test results | High and low growth scenarios (£000s) (TUBA v1.9.7). 

	SCENARIO 
	SCENARIO 
	PVB 
	NPV 
	BCR 

	Low growth 
	Low growth 
	207059 
	134249 
	2.844 

	Core growth 
	Core growth 
	230709 
	157899 
	3.169 

	High growth 
	High growth 
	249010 
	176200 
	3.420 


	Table 5-8: Sensitivity test results | High and low growth scenarios (£000s) (TUBA v1.9.8) 
	Table 5-8: Sensitivity test results | High and low growth scenarios (£000s) (TUBA v1.9.8) 
	Table 5-8: Sensitivity test results | High and low growth scenarios (£000s) (TUBA v1.9.8) 

	SCENARIO 
	SCENARIO 
	PVB 
	NPV 
	BCR 

	Low growth 
	Low growth 
	133557 
	60747 
	1.834 

	Core growth 
	Core growth 
	148350 
	75540 
	2.037 

	High growth 
	High growth 
	159956 
	87146 
	2.197 


	5.19.4 The results show that whilst the benefits decrease in the low growth scenario and increase in the high growth scenario, the scheme produces significant economic benefits in all scenarios.  The future benefits from the scheme are therefore not dependent on the realisation of future traffic growth. 


	5.20 VALUE FOR MONEY STATEMENT 
	5.20 VALUE FOR MONEY STATEMENT 
	5.20.1 The Value for Money (VfM) has been assessed in accordance with ‘Value for Money Assessment Advice Note for Local Transport Decision Makers’ (December 2013).  The Value-For-Money Statement for the scheme is set out in the table below, based on the results from TUBA v1.9.8. 
	Artifact
	81 
	Table 5-9: Value-for-Money Statement. 
	Table 5-9: Value-for-Money Statement. 
	Table 5-9: Value-for-Money Statement. 

	TR
	TH
	Artifact

	ASSESSMENT 
	DETAIL 

	Initial BCR 
	Initial BCR 
	3.01 / 1.88 
	Calculated using WebTAG guidance Results presented for TUBA v1.9.7 and v1.9.8 

	Adjusted BCR 
	Adjusted BCR 
	3.81 / 2.57 
	Includes assessments of wider economic impacts and reliability benefits 

	Qualitative Assessment 
	Qualitative Assessment 
	Neutral 
	Large Beneficial Impacts due to: · Regeneration Moderate Beneficial Impacts due to: · Severance · Journey Quality Slight Beneficial Impacts due to: · Personal Security Slight Adverse Impacts due to: · Noise · Landscape · Townscape Moderate Adverse Impacts due to: · Historic Environment Large Adverse Impacts due to: · Biodiversity 

	Key Risks, Sensitivities 
	Key Risks, Sensitivities 
	Risks reflected in VfM conclusion 
	· Growth constrained to TEMPRO v7.2 forecasts; local growth forecasts set out in Cornwall Local Plan exceed TEMPRO levels, hence future demand may be higher than modelled; · Traffic demand significantly increases in summer periods which have not been included in the appraisal; · No construction or maintenance impacts included; · Optimism Bias included in scheme cost estimates at 15%. 

	VfM Category 
	VfM Category 
	High 
	It is considered that the economic appraisal represents a conservative assessment of the actual benefits of the scheme, hence there is a low risk that the scheme will fall into a lower value for money category 


	5.21 
	5.21 
	5.21 
	DISTRIBUTIONAL IMPACTS 

	5.21.1 
	5.21.1 
	As analysis of the distributional impacts has been carried out, using guidance as set out in WebTAG Unit A4.2. 

	5.21.2 
	5.21.2 
	The results of the assessment are documented in the Distributional Impacts Report, included as Appendix C-9. 


	Artifact


	MANAGEMENT CASE 
	MANAGEMENT CASE 
	6 

	6.1 INTRODUCTION 
	6.1 INTRODUCTION 
	6.1.1 This chapter forms the management case for the scheme. It describes how the scheme will be delivered through project management best practice, confirming that the timescales are realistic and demonstrating that an appropriate governance structure is in place to oversee the project. 
	6.1.2 An industry standard approach has been used but consideration has also been given to local variations. 
	6.1.3 The Management Case comprises of the following components: 
	6.1.3 The Management Case comprises of the following components: 
	à
	à
	à
	à

	Evidence of similar projects; 

	à
	à
	à

	Programme and project dependencies; 

	à
	à
	à

	The governance structure (management framework); 

	à
	à
	à

	The scheme / project scheduling; 

	à
	à
	à

	The assurance and approvals plan; 

	à
	à
	à

	The stakeholder management process; 

	à
	à
	à

	The programme / project reporting; 

	à
	à
	à

	Implementation of work streams; 

	à
	à
	à

	Key issues for implementation; 

	à
	à
	à

	Contract management; 

	à
	à
	à

	The risk management process; 

	à
	à
	à

	How the benefits set out in the economic case will be monitored and realised; and 

	à
	à
	à

	Project Management Summary. 




	6.2 EVIDENCE OF SIMILAR PROJECTS 
	6.2 EVIDENCE OF SIMILAR PROJECTS 
	6.2.1 Cornwall Council (along with their Framework consultants and contractors) has extensive experience in delivering major transportation projects including: 
	à
	à
	à
	à

	A30 Temple to Higher Carblake (£60m) – Under construction. Due for completion summer 2017. 

	à
	à
	à

	Camborne-Pool-Redruth East/West link (£26m) - completed November 2015. 

	à
	à
	à

	A391 Carluddon Road Improvement (£13m), completed 2015. 

	à
	à
	à

	A38 Carkeel Roundabout improvements (£3.9m) – Under construction. Due for completion in 2018. 

	à
	à
	à

	Truro Western Corridor Improvements A38 Carkeel Roundabout improvements (£14m) – Under construction. Due for completion in 2018. 

	à
	à
	à

	Redruth Strategic Employment Growth Package (£7.6m) – Under construction. Due for completion end of 2017. 

	à
	à
	à

	Newquay Strategic Route Phase 1 (£2.9m) – Due for completion end of 2016. 

	à
	à
	à

	A39 Trispen Renewal (£6.6m) – completed March 2016. 

	à
	à
	à

	A30 Chiverton Cross Junction improvement (£4m) – completed March 2011. 


	Artifact
	6.2.2 Opportunities will be taken, wherever possible, to learn from positive experiences, and improve delivery processes, through acting upon lessons learnt. Of particular relevance to the design process is the recent experience gained on the A391 Carluddon scheme which is essentially an earlier phase of the St Austell to A30 route. Significant work on this scheme involved similar ground conditions and issues associated with a new road across an area of former clay mining operation. This includes dealing wi
	6.2.3 The Camborne-Pool-Redruth east/west link road project also involved similar challenges associated with an area formerly heavily mined with variable standard of historical records and has developed methods for dealing with mine shafts and contaminated soil. Again this was delivered on time and to budget. 
	6.2.4 The £60m A30 Temple to Higher Carblake dualling scheme currently under construction (and on target to be under budget) provides the template for project management and governance for major road construction project of similar scale and value. 
	6.2.5 Work on these projects demonstrates the Council and its consultant team have the recent design experience and knowledge with mechanisms in place to deliver major road projects through areas of challenging topography and questionable ground conditions. 

	6.3 PROGRAMME /PROJECT DEPENDENCIES 
	6.3 PROGRAMME /PROJECT DEPENDENCIES 
	6.3.1 The scheme is not reliant on any other schemes happening before or after for it to realise its benefits. No other future projects or schemes are dependent on it. It can be delivered, designed and costed independently and can progress in isolation. 

	6.4 GOVERNANCE, ORGANISATIONAL STRUCTURE & ROLES 
	6.4 GOVERNANCE, ORGANISATIONAL STRUCTURE & ROLES 
	6.4.1 Project governance structure, roles and responsibilities are provided in detail in Figure 6-1. Although some terms have been changed, the essential roles and responsibilities and the detailed processes for this level of project are consistent with PRINCE2. 
	6.4.2 The Project Director is the Service Director – Transport and Infrastructure for Cornwall Council. He is responsible overall for the delivery of the scheme. 
	6.4.3 Senior suppliers and senior users are included on the Project Board from the Design Organisation, and the Highway Authority. In due course a senior supplier (construction) will be added to the Project Board once a construction contractor is appointed. 
	6.4.4 The Project Manager is responsible for the day to day running of the project within the tolerances set down by the Project Board. 
	6.4.5 The Project Manager reports to the Project Board monthly through a slimmed down meeting of the board as a ‘Steering Group’. Issues can be escalated to the Project Board at any time and board members have delegated authority to make decisions, and authorise actions, within the constraints of the project mandate. 
	6.4.6 The overall governance structure for the project is shown in Figure 6-1 below. 
	6.4.6 The overall governance structure for the project is shown in Figure 6-1 below. 
	Artifact
	84 
	Figure
	Figure 6-1 Project governance structure. 
	Figure 6-1 Project governance structure. 


	Artifact


	6.5 PROGRAMME / PROJECT PLAN 
	6.5 PROGRAMME / PROJECT PLAN 
	6.5.1 A project programme has been developed for this Outline Business Case setting out all the key project tasks and their duration, the interdependencies between each of the tasks, and key milestones and gateways. Certain elements of the programme have built in tolerance / contingency to account for risks identified within the risk register (which could have an impact upon the programme). 
	6.5.2 The programme will be a live document, with progress on planned task completion being monitored against actual progress on a weekly basis by the project manager. The Project Manager will report progress against plan to the Project Board. 
	6.5.3 A greater level of detail will be introduced into the programme as detailed design of the scheme progresses and as risk quantification and impacts change. 
	6.5.4 A Project Plan is provided in included as Appendix D-1. 
	6.5.4 A Project Plan is provided in included as Appendix D-1. 
	6.5.5 Key items from the Project Plan are listed in the table below: 
	Table 6-1: Key tasks and dates for the scheme programme. 
	Table 6-1: Key tasks and dates for the scheme programme. 
	Table 6-1: Key tasks and dates for the scheme programme. 

	TASK 
	TASK 
	DURATION OF TASK 
	START DATE 

	Preliminary Design 
	Preliminary Design 
	490 days 
	April 2017 

	Ground investigations 
	Ground investigations 
	225 days 
	April 2017 

	Environmental surveys and assessment 
	Environmental surveys and assessment 
	490 days 
	April 2017 

	Land negotiations 
	Land negotiations 
	240 days 
	April 2017 

	Consultation 
	Consultation 
	139 days 
	August 2017 

	Planning 
	Planning 
	310 days 
	April 2017 

	Detailed Design 
	Detailed Design 
	460 days 
	April 2018 

	Tendering 
	Tendering 
	227 days 
	December 2018 

	Construction 
	Construction 
	659 days 
	October 2019 

	Closure 
	Closure 
	545 days 
	February 2022 


	Artifact


	6.6 ASSURANCE AND APPROVALS PLAN 
	6.6 ASSURANCE AND APPROVALS PLAN 
	6.6.1 Project Assurance is about checking that the project is conducted properly and is the responsibility of the Project Board. This ensures continued viability in terms of costs and benefits (business assurance), checking the user requirements are being met (user assurance) and that the project is delivering a suitable solution (supplier assurance). Given that each of the three elements of project assurance reflects the interest of the specific project board members, project assurance is undertaken by the
	6.6.2 In line with PRINCE2 Theme on Quality, Assurance is split into Project and Quality Assurance: assessed inside and outside the project. The Project Governance document, project plan and Communications Strategy highlight the assurance processes established for the proposed scheme. 
	6.6.3 Quality Assurance provides an independent view on whether the project’s direction, management and compliance are being conducted properly. Gateway Reviews have been programmed at key stage change points throughout the Scheme’s life. 
	6.6.4 The following table shows the scheduled Gateway Reviews: 
	Table 6-2: Gateway Reviews. 
	Table 6-2: Gateway Reviews. 
	Table 6-2: Gateway Reviews. 

	GATEWAY 
	GATEWAY 
	STAGE 
	STAGE DESCRIPTION 
	EXPECTED 

	1 
	1 
	2a 
	end of Preliminary Design 
	March 2018 

	2 
	2 
	2b 
	end of Detailed Design 
	September 2018 

	3 
	3 
	3 
	end of Stage 3 – Tendering 
	January 2020 

	4 
	4 
	4 
	end of Stage 4 – Construction 
	April 2022 

	5 
	5 
	5 
	end of Stage 5 -Delivery & Closure 
	March 2024 


	6.6.5 The Scheme will be subject to monitoring and evaluation in accordance with the DfT Guidance. An assurance and approvals plan is available in Appendix D-7 . 

	6.7 COMMUNICATIONS AND STAKEHOLDER MANAGEMENT 
	6.7 COMMUNICATIONS AND STAKEHOLDER MANAGEMENT 
	6.7.1 Over the life of the project, there will be many individuals or groups with an interest or involvement with it, or who are affected by its activities and outcomes, i.e. the project’s stakeholders. These stakeholders will all hold differing levels of interest and influence on the project. Understanding stakeholder’s interests in the project, and the impact that the project will have on them, and then implementing a strategy to address their issues and needs is of critical importance to the success with
	6.7.2 There are several main groups to consult with: 
	6.7.2 There are several main groups to consult with: 
	à
	à
	à
	à

	Council Officers and Members, MPs and Town / Parish Councils 

	à
	à
	à

	Statutory Bodies e.g. Environment Agency, Highways England, Heritage England 

	à
	à
	à

	Residents and landowners adjacent to the route within the Consultation area 

	à
	à
	à

	Non Residential Stakeholders, including businesses adjacent to the A30(T) to St Austell Link Road within the Consultation area 

	à
	à
	à

	Those living or based outside the Consultation area of the scheme but using the route or advising groups who do, including emergency services, public transport providers, road user groups and haulage associations 

	à
	à
	à

	Emergency services e.g. police, fire and ambulance 


	Artifact
	6.7.3 The Project Manager will manage and maintain a database of affected landowners, stakeholders and groups of interest. They will identify and detail all key target audiences and stakeholders with an interest in the project to ensure they are kept informed and have the opportunity to give their views during the consultation phases. 
	CONSULTATION METHODOLOGY 
	6.7.4 To avoid legal challenge, consultation must be carried out properly in accordance with Cornwall Council’s policies. In order to achieve this, consultation must be undertaken at a time when proposals are still at a formative stage and must include sufficient reasons for particular proposals to allow those consulted to give intelligent consideration and an intelligent response. The consultation must allow adequate time to be given for this purpose. The feedback given during the consultation must also be

	6.7.5 The Communications Objectives are: 
	6.7.5 The Communications Objectives are: 
	à
	à
	à
	à

	To raise awareness and inform stakeholders, road users and residents about the A30(T) to St Austell Link Road; 

	à
	à
	à

	Promote the public consultation to ensure everyone who wants to have their say has the opportunity to do so; 

	à
	à
	à

	To engage all stakeholders, road users and residents with an interest on the proposed scheme; 

	à
	à
	à

	To minimise and refute ill-informed, misleading and inaccurate, comments and complaints, achieving understanding and communicating the Councils’ position on the proposed scheme; and 

	à
	à
	à

	Ensure consistency of the message. 



	6.7.6 The Consultation Objectives are: 
	6.7.6 The Consultation Objectives are: 
	à
	à
	à
	à

	To ensure consultation activity complies with all relevant legislation to narrow down the planning issues; 

	à
	à
	à

	Conduct meaningful consultation with all stakeholders and the public and ensure all audiences have an opportunity to have their say; 

	à
	à
	à

	To demonstrate what the key issues are, and enable stakeholders to maintain an accurate understanding of the proposed scheme; 

	à
	à
	à

	Demonstrate that the consultation can help inform decision making; and 

	à
	à
	à

	Provide feedback to all taking part, evidencing impact of consultation outcomes on the revised scheme. 



	6.7.7 With regard to Stakeholders and Interested Parties: 
	6.7.7 With regard to Stakeholders and Interested Parties: 
	à
	à
	à
	à

	The Stakeholders and Interested Parties communication needs are diverse and will range from interest in the general project to specific concerns relating to their own position. A variety of methods will be used to ensure it is effective. 

	à
	à
	à

	The communications and consultation manager will be responsible for the communication of the relevant project information to the stakeholders and interested parties. The communication and consultation manager will be responsible for establishing and maintaining a consultation database and for managing all external communications relating to the project. 


	Artifact

	6.7.8 A list of key stakeholders has been identified, briefly these are as follows: 
	6.7.8 A list of key stakeholders has been identified, briefly these are as follows: 
	à
	à
	à
	à

	Cornwall and Isles of Scilly Local Enterprise Partnership (LEP) 

	à
	à
	à

	Department for Transport 

	à
	à
	à

	Highways England 

	à
	à
	à

	The Environment Agency 

	à
	à
	à

	Natural England 

	à
	à
	à

	Heritage England 

	à
	à
	à

	Environmental Health 

	à
	à
	à

	Other environmental bodies 

	à
	à
	à

	Emergency Services 

	à
	à
	à

	Parish Councils 

	à
	à
	à

	Local Council Members 

	à
	à
	à

	Traffic Vehicle Associations 

	à
	à
	à

	Imerys 

	à
	à
	à

	Landowners and Roadside Frontagers 

	à
	à
	à

	St Austell Chamber of Commerce 

	à
	à
	à

	St Austell Bay Economic Forum (SABEF) 

	à
	à
	à

	Community Networks 

	à
	à
	à

	Cycle Group Representatives 

	à
	à
	à

	Ramblers Association 

	à
	à
	à

	Bus Operators 

	à
	à
	à

	One Stop Shops 


	6.7.9 An internal steering group has met monthly, and the above stakeholders have been well informed and engaged with the progress of the project.  Further details of this engagement is included in the Stakeholder Management Plan found in Appendix D-5 
	6.7.10 Furthermore, the scheme has been presented at Cornwall Council’s Transport Portfolio Advisory Committee (22 February 2017) and Cabinet (16 March 2017) and gained their support and approval. 
	6.7.11 Throughout May and June 2016 the Project team undertook extensive public and stakeholder consultation on the rationale behind the scheme and the 2 main route options under consideration at that time. The Project team also met with landowners and representatives from the statutory bodies including Natural England and the Environment Agency to discuss the proposals. 
	6.7.12 Full details of the consultation approach and findings are included in the Public Engagement Report at Appendix D-3of the report. A summary is included in Section  4.5. 

	6.7.13 Three different business consultation programmes took place: 
	6.7.13 Three different business consultation programmes took place: 
	à
	à
	à
	à

	A telephone interview-based survey of 400 businesses; 

	à
	à
	à

	A targeted programme of business ‘case studies’ covering 11 different companies and organisations; and 

	à
	à
	à

	A property and land development workshop held in St Austell. 


	Artifact

	6.7.14 A full report of this process can be found in Appendix D-3. 
	6.7.14 A full report of this process can be found in Appendix D-3. 
	6.7.15 The consultation findings are set out in the following documents: 
	à
	à
	à
	à

	A30 to St Austell Link Road Public Engagement Report, CORMAC, January 2016.; and 

	à
	à
	à

	A30 Link Road Research, Cornwall Development Company, February 2017. 


	FUTURE STAKEHOLDER CONSULTATION 
	6.7.16 This will include updates to the project website, information and helpline along with newsletters and public meetings as appropriate for the particular stage of the project. A further round of community consultation would be carried out on the detailed scheme in advance of planning processes. 


	6.8 PROGRAMME / PROJECT REPORTING 
	6.8 PROGRAMME / PROJECT REPORTING 
	6.8.1 Cornwall Council already has effective programme and project reporting arrangements in place. The scheme will be delivered in line with the Council’s project management procedures which are based upon a PRINCE2 methodology. 
	6.8.2 The Project Manager will be responsible for co-ordinating the delivery of the scheme elements, identifying key interdependencies and ensuring that the overall project is delivered to programme, quality and budget. The Project Manager will report directly to the Key Stakeholders and Project Director (Senior Responsible Owner). 
	6.8.3 The Project Board will oversee the development and delivery of the scheme. 
	6.8.3 The Project Board will oversee the development and delivery of the scheme. 


	6.9 IMPLEMENTATION OF WORK STREAMS 
	6.9 IMPLEMENTATION OF WORK STREAMS 
	6.9.1 The key work streams are; 
	6.9.1 The key work streams are; 
	à
	à
	à
	à

	Structures 

	à
	à
	à

	Highways 

	à
	à
	à

	Environment 

	à
	à
	à

	Transport 

	à
	à
	à

	Geotechnical 

	à
	à
	à

	Legal 

	à
	à
	à

	Procurement 

	à
	à
	à

	Planning 


	6.9.2 Project Management for the Scheme is to be undertaken by Cornwall Council’s in house services, CORMAC Solutions Limited. The Project Management team consists of a Project Manager and deputy Project Manager, responsible for the coordination of the project. 
	6.9.3 Highway and structural design of the Scheme will also be completed by CORMAC Solutions Limited, with input from the ECI contractor. The team consists of a pool of highly skilled and qualified highway and structural designers, senior technicians and technicians with considerable experience in the delivery of strategic highway projects. A project Environmental Officer is also part of the delivery team, offering specialist advice to the design team and assisting with the management of the delivery of the
	Artifact
	6.9.4 Environmental Assessment, Traffic and Modelling Assessment and the Business Case will be completed by Framework consultants.  Relevant specialists have been already assigned to the assessment of each environmental sub-objective. A team of traffic modellers are in place for the Traffic Assessment and Modelling and have been liaising with DfT. A task manager has been identified for completion of the Final Approval Business Case, who will be able to draw on the relevant specialist within each discipline 


	6.10 CONTRACT MANAGEMENT 
	6.10 CONTRACT MANAGEMENT 
	6.10.1 The timescale for delivery is necessarily compressed to be on site in 2020 therefore the resourcing of the procurement and subsequent construction contract management will benefit from continuity of resources (personnel) who can carry forward many of the objectives and nuances of the scheme through all stages of delivery. This core team would be supplemented as necessary from Cornwall Council’s professional services supply chain, including, specialist procurement, legal and quantity surveying service
	6.10.2 The use of BIM will also be central to our contract management strategy and provide a single source of data from project inception to close out and handover. A BIM strategy will be developed in full upon successful progress through the Outline Business Case stage. 

	6.11 RISK MANAGEMENT STRATEGY 
	6.11 RISK MANAGEMENT STRATEGY 
	6.11.1 The Risk Management Plan, in Appendix E-1 sets out the process and responsibilities for undertaking risk management to deliver the scheme. Implementation of a structured, forward looking and continuous risk and opportunity management process is intended to increase the certainty of cost-effective scheme delivery and operational success. 
	6.11.2 The Risk Management Plan forms an integral part of planning and implementing a cost effective approach to improving certainty in scope, cost and time to deliver and operate the scheme. 
	6.11.3 This Plan: 
	6.11.3 This Plan: 
	à
	à
	à
	à

	provides a basis for identifying, assessing and managing risks and issues to achieve the project’s cost, programme and performance objectives and meet with compliance requirements; 

	à
	à
	à

	assists in making decisions on resourcing and funding priorities, including the scope of the project to support subsequent procurement and implementation activities; 

	à
	à
	à

	supports development and evaluation of procurement strategy options; 

	à
	à
	à

	provides risk information to support costing and schedule estimates; and 

	à
	à
	à

	allows for monitoring of adverse forecast project trend 


	ON-GOING RISK MANAGEMENT PROCESS 
	6.11.4 QCRA is a method of analysing an organised collection of risk data in order to understand the effects of uncertainty. Data is collected through a series of activities which form part of the risk management process, such as; workshops and interviews, as well as inputs from estimators in order to create the required inputs. The data is then put through a statistical modelling algorithm (known as Monte Carlo) in order to simulate the project and understand the impact of the variables. 

	6.11.5 The QCRA requires two key inputs: 
	6.11.5 The QCRA requires two key inputs: 
	à
	à
	à
	à

	Estimating uncertainty 

	à
	à
	à

	Risk Events 


	Artifact
	6.11.6 Opportunities shall be recorded in the same manner as risks, however these will be recorded as opportunities in the Risk description column within the register. Cost, programme and quality savings shall be recorded using the same qualitative and quantitative assessments as for risks. 
	6.11.7 A risk model has been built based on data from the cost estimate and risk register. This is shown in the Quantitative Cost Risk Assessment, which is shown as Appendix F-1. 
	RISK IDENTIFICATION AND ASSESSMENT 
	6.11.8 Potential issues that might go wrong with the project, known as project risks, will be identified. Risks may be identified by any member of the project team, at any time. However formal risk reviews and workshops will also be arranged throughout the life of the project to ensure a structured approach is maintained. 

	6.11.9 Risk identification will be carried out in numerous ways such as: 
	6.11.9 Risk identification will be carried out in numerous ways such as: 
	à
	à
	à
	à

	Workshops 

	à
	à
	à

	Reviews 

	à
	à
	à

	Meetings 

	à
	à
	à

	Day to day operation 



	6.11.10 Identified risks are to be described under the following primary categorisations: 
	6.11.10 Identified risks are to be described under the following primary categorisations: 
	à
	à
	à
	à

	Commercial – an influence on the commercial aspects of the scheme such as funding, contractual issues or procurement 

	à
	à
	à

	Construction – a potential issue that could occur during the construction phase 

	à
	à
	à

	Design -something that may affect the progress, cost or delivery of design 

	à
	à
	à

	Project Governance - something that affects the management or organisation of the project 

	à
	à
	à

	Statutory / Planning - something that could affect the view taken by the local planning authority or statutory consultees in determining a planning application or something which generates significant opposition from members of the public 


	6.11.11 When a risk is identified, the data is recorded within the Risk Register as described in Appendix F-2. 
	MANAGING RISKS 
	6.11.12 Risk management / treatment shall be performed to reduce the potential impact of the risks through implementing strategies and actions which will reduce the impact and or occurrence of the risk(s) if commercially viable to do so. 

	6.11.13 When responding to risk, there are five basic options: 
	6.11.13 When responding to risk, there are five basic options: 
	à
	à
	à
	à

	Treat – mitigation action to reduce the likelihood of a risk or the effect of the risk. 

	à
	à
	à

	Transfer – where the ownership of the risk is transferred to another party. This can sometimes achieved by an insurance policy. 

	à
	à
	à

	Tolerate – if the likelihood of a risk occurring is very low and/or the consequence are small, it may be appropriate to ignore the risk. 

	à
	à
	à

	Terminate – the project or activity – if the risks associated with a project or activity are beyond the risk appetite of the Project Board, or where the project is no longer viable due to potential risk costs. 

	à
	à
	à

	Take the opportunity – it may be possible to exploit new opportunities resulting from mitigation or transfer of the risk. 


	Artifact
	6.11.14 The action in response to a risk will be recorded on the risk register. With the project risks identified during the risk review workshops and meetings, the Risk Manager will work to identify the risk response and formally record this in the updated risk register. 
	6.11.15 Risk response strategies or actions should only be carried out if commercially viable i.e. the level of probability or impact reduces more than the strategy or actions cost if they are not carried out and the risk occurs. 
	IMPLEMENTATION AND REVIEW 
	6.11.16 Risk workshops and dedicated risk review meetings will take place. These dedicated sessions will be repeated through the project life cycle at regular intervals. 
	6.11.17 Informal reviews of the risk register shall be undertaken on a monthly basis when each work stream will be required to report on their activities for the month. Project Delivery Team managers will be requested to report any updates on the risks assigned to them through the compilation of the relevant information inputting to the monthly Progress Report. 
	6.11.18 High level risks will be reported to the Project Board on a monthly basis. These risks will be considered with any change to the mitigation measures or probability, and this will be discussed and recorded. Key actions relating to project risk will be minuted and disseminated to the project team as appropriate by the Risk Manager. 

	6.11.19 The key risks for implementation of the scheme are: 
	6.11.19 The key risks for implementation of the scheme are: 
	à
	à
	à
	à

	Ground conditions 

	à
	à
	à

	Land acquisition and CPO (this has been allowed for in the project programme) 

	à
	à
	à

	Planning 

	à
	à
	à

	Environmental impacts 

	à
	à
	à

	Staff resourcing 




	6.12 BENEFITS REALISATION 
	6.12 BENEFITS REALISATION 
	6.12.1 A Benefits Realisation Plan has been prepared for the scheme, see Appendix D-6.  The Benefits Realisation Plan allows benefits that are expected to be generated by the scheme implementation to be planned for, monitored and achieved. The Plan provides details of the key activities that will facilitate the success of the expected benefits arising from the scheme. 
	6.12.2 Desired outputs are those tangible effects that are funded and produced directly as a result of the scheme. Desired outcomes are the final impacts brought about by the scheme in the short, medium and long term, and can be considered as the main benefits expected to be brought about by the implementation of the scheme 
	6.12.3 The Benefits Realisation Plan also outlines the benefit measurement methods and baseline data requirements associated with the scheme; and highlights responsibilities and resources required to monitor and supervise the Plan. 
	6.12.4 The Benefits Realisation Plan also provides the following information: 
	6.12.4 The Benefits Realisation Plan also provides the following information: 
	Artifact
	à
	à
	à
	à

	Targets representing the efficacy of the implemented measures; 

	à
	à
	à

	Type of measurement, which are classified as Quantitative, based on numerical values in absolute or percentage terms, or Qualitative, based on category or descriptive terms; 

	à
	à
	à

	Data Requirements, which describe the specific data and/or information required to value the benefits achieved. 


	6.12.5 The Benefits Realisation Plan is intrinsically linked to the Monitoring and Evaluation Plan which is also available in Appendix D-6. 


	6.13 MONITORING AND EVALUATION PLAN 
	6.13 MONITORING AND EVALUATION PLAN 
	6.13.1 The purpose of the Monitoring and Evaluation Plan (MEP) is to identify how the actual scheme delivery, including wider scheme impacts, construction and budget management, are to be evaluated. The Monitoring and Evaluation Plan will culminate with a Post Implementation Review one and five years after scheme opening. 
	6.13.2 The Post Implementation Review can be viewed as being made up of two sections, the first focusing on scheme delivery, the second on the wider impacts. 
	6.13.3 The first part focusing on scheme delivery, will cover the following aspects: 
	6.13.3 The first part focusing on scheme delivery, will cover the following aspects: 
	à
	à
	à
	à

	Construction – including the extent to which the construction programme was delivered within the estimated timescales and budget and the efficiency of the selected procurement route; and 

	à
	à
	à

	Project Management – including the extent the scheme timescales were adhered to and the cost of project management resources. 


	6.13.4 This review will be completed approximately one year following scheme opening. A key output of the review will be the lessons learnt log, which will assist in planning and delivering future schemes. 
	6.13.5 The second part of the Post-Implementation Review will focus on the wider set of impacts, as a result of the scheme: 
	à
	à
	à
	à
	à

	Scheme benefits – a summary of the formal benefits review, planned for one and five years after the scheme has opened. This includes: 

	<
	<
	<
	<

	Collection of pre-opening baseline data to assist with monitoring. 

	<
	<
	<

	One year after study – data collection and report to assess each key benefit against the baseline. 

	<
	<
	<

	Five Year After Study – Expands on the findings of the year one data collection and report to assess each key benefit against the baseline. 



	à
	à
	à

	Unexpected (dis)benefits – identifying any additional impacts that were not planned for as part of the St Austell to A30 Link Road scheme. 



	6.13.6 The monitoring and evaluation plan is in Appendix D-6. 
	6.13.6 The monitoring and evaluation plan is in Appendix D-6. 


	6.14 CONTINGENCY PLAN 
	6.14 CONTINGENCY PLAN 
	6.14.1 Delivery of the scheme is dependent on approval of the scheme to the Large Local Majors programme, with funding provided by the DfT.  If this funding is secured, the scheme would be delivered in a single phase.  Given the nature of the scheme and the objectives of providing a higher quality route from St. Austell to the A30, delivering the scheme in phases is not viable, as 
	6.14.1 Delivery of the scheme is dependent on approval of the scheme to the Large Local Majors programme, with funding provided by the DfT.  If this funding is secured, the scheme would be delivered in a single phase.  Given the nature of the scheme and the objectives of providing a higher quality route from St. Austell to the A30, delivering the scheme in phases is not viable, as 
	the entire scheme is required in order to deliver the scheme objectives and maximise benefits. Any phased approach would not deliver the scheme objectives or outcomes, and the funding of any future phases would be uncertain. 

	Artifact
	6.14.2 If the scheme is not delivered, the current level of service and poor connectivity provided by the existing highway infrastructure would continue to act as a barrier to the economic development of the area, restricting economic growth, business expansion and the delivery of employment opportunities in the area. 

	6.15 PROJECT MANAGEMENT SUMMARY 
	6.15 PROJECT MANAGEMENT SUMMARY 
	6.15.1 The Project Management structure addresses the scheme as a single project. The Management Structure has been agreed at Project Board level and developed in accordance with the Cornwall and Isles of Scilly Local Transport Board Assurance Framework. Upon the appointment of a Principal Contractor to deliver the scheme, the management structure will incorporate representatives from the successful contractor as a delivery partner. 
	6.15.2 The proposed management structure is shown in Figure 6-2 below: 
	Project Board Project DeliveryTeam Project Development andDesign Team 
	Figure 6-2: Overall Management Structure. 
	Figure 6-2: Overall Management Structure. 


	6.15.3 The various tiers of the management structures are described below. 
	6.15.3 The various tiers of the management structures are described below. 
	6.15.4 Project Board: 
	Members of the Project Board hold senior executive functions within Cornwall Council and CORMAC Solutions Ltd (CSL). It will be chaired by the Senior Responsible Owner (SRO). The Project Board are responsible for setting the strategic direction of the project in line with the end-user requirements. The specific remit of the Project Board members is to assist the SRO in decision making and on-going progress of the project. 
	à


	6.15.5 Project Delivery Team: 
	6.15.5 Project Delivery Team: 
	The proposed Project Delivery Team will be responsible to the Project Board and specifically the Project Director for the consideration and resolution of detailed project issues. The Project Delivery Team will include members from Cornwall’s Strategic Transportation Team, and Cormac Solutions Ltd, who are all capable of making decisions of a technical and, where appropriate, strategic nature. 
	à

	Artifact

	6.15.6 Project Manager: 
	6.15.6 Project Manager: 
	The Project Manager will be responsible to the Project Delivery Team and specifically the Project Director for the delivery of the scheme in all respects. The Project Manager will lead the Project Development and Design Team. 
	à


	6.15.7 Project Development and Design Team: 
	6.15.7 Project Development and Design Team: 
	The Project Development and Design Team will consist of a significant number of specialist skilled staff including consultants. The role of the Project Development and Design Team will be to deliver the scheme in line with instructions provided by the Project Manager. 
	à


	6.15.8 Future Scheme Development: 
	6.15.8 Future Scheme Development: 
	As the project progresses from the scheme development stage through the statutory process and powers to the construction preparation and construction stages, the management plan will be reviewed and revised as necessary to reflect changes in priorities etc. 
	à

	Artifact



	COMMERCIAL CASE 
	COMMERCIAL CASE 
	7 

	7.1.1 This chapter outlines the commercial viability of the scheme, and the procurement strategy which will be used to engage the market. It provides the intended approach to risk allocation and transfer, contract and implementation timescales, as well as how the capability and technical expertise of the team delivering the project will be secured. 
	7.2 INTRODUCTION 
	7.2 INTRODUCTION 
	7.2.1 The main objective is to ensure the scheme is delivered within budget and in good time to maximise the development and economic objectives connected with the Scheme. 
	7.2.2 More specifically, this section sets out how the procurement approach will: 
	7.2.2 More specifically, this section sets out how the procurement approach will: 
	à
	à
	à
	à

	Deliver a scheme that supports the economic prosperity of the St Austell, St Blazey and the China clay Area by making a transformational change that improves connectivity to Newquay and the A30. 

	à
	à
	à

	Deliver a scheme that is affordable, demonstrates best value and provides good value for money for the investment 

	à
	à
	à

	Deliver a scheme the meets the objectives set for the scheme 

	à
	à
	à

	Deliver a scheme that meets the needs of all stakeholders 

	à
	à
	à

	Minimise environmental impacts of the scheme. 


	7.2.3 The following are the likely key objectives against which the method of procurement can be defined: 
	à
	à
	à
	à

	Price certainty 

	à
	à
	à

	Secure optimised whole-life cost 

	à
	à
	à

	Meeting funding timescales for delivery 

	à
	à
	à

	To optimise the apportionment of risk 

	à
	à
	à

	Meeting stakeholders’ requirements. 


	7.2.4 The success criteria for the project will relate to the improvements in journey time, reliability and quality between St Austell and the A30, reduced congestion, improved safety in Bugle, Roche and other villages along the existing route, and supports development within the area. Outturn costs and delivery within the required timeframes will also be measurable outputs. 

	7.2.5 SMART objectives for the scheme are defined in Chapter 4 of this OBC. 
	7.2.5 SMART objectives for the scheme are defined in Chapter 4 of this OBC. 
	7.2.6 The Benefits Realisation Plan and Monitoring and Evaluation Plan (attached in Append ix x) sets out the proposed approach to evaluation of the Scheme, in accordance with WebTAG guidance. This will comprise collection of pre-opening baseline data, and one year and five year after study. This report demonstrates how the success of the scheme in meeting the proposed outcomes will be measured. 
	Artifact
	7.2.7 Wider outcomes in relation to the release of redevelopment projects and business performance and improvement following completion of the scheme are expected to take place over a longer period so will not be explicitly assessed as part of the Monitoring and Evaluation Plan. Traffic growth patterns can be assessed and will provide a useful indicator of economic wellbeing. However this will also be subject to significant non-scheme factors so cannot be taken in isolation as a scheme success criterion. 


	7.3 OUTPUT BASED SPECIFICATION 
	7.3 OUTPUT BASED SPECIFICATION 
	7.3.1 The successful delivery of the project objectives at an outturn cost within the allocated budget will be determined by a wide range of factors which go beyond the chosen approach to the procurement strategy for the delivery of the project. For example, the form of contract on its own will not determine whether the project is successful. Factors which will contribute to a successful outcome of delivery within budget include: 
	à
	à
	à
	à

	Clarity of objectives and common understanding by all parties 

	à
	à
	à

	Robustness of cost estimate, and achieving confidence that the scheme can be delivered within the funding package 

	à
	à
	à

	Adequacy of the risk allowance including allowance for inflation 

	à
	à
	à

	Effectiveness of project control processes including Gateways 

	à
	à
	à

	Quality of the design, specification and contract documents 

	à
	à
	à

	Engagement of the supply chain and timing of the procurement processes 

	à
	à
	à

	Compliance with Procurement Regulations and avoidance of challenges 

	à
	à
	à

	Appropriateness of the selection process and selection criteria 

	à
	à
	à

	Robustness of the tender assessment process 

	à
	à
	à

	Adequacy of the tender sum to deliver requirements 

	à
	à
	à

	Clear understanding and allocation of contractual risks allied to a fair and transparent risk management process 

	à
	à
	à

	Effectiveness of partnership and team working during construction 

	à
	à
	à

	Quality of the project and contract management 

	à
	à
	à

	Alignment of contractual performance incentives between the Employer and Contractor 

	à
	à
	à

	Early Contractor Involvement in the project development, planning and design stages to encourage innovation and input into the assessment of buildability and delivery risks 

	à
	à
	à

	Effectiveness of dispute avoidance and resolution procedures 

	à
	à
	à

	Health and safety considerations during construction 

	à
	à
	à

	Availability of the necessary resources 


	7.3.2 These can be grouped into the following broad categories: 
	7.3.2 These can be grouped into the following broad categories: 
	à
	à
	à
	à

	Project objectives 

	à
	à
	à

	Cost estimating 

	à
	à
	à

	Risk management 

	à
	à
	à

	Project governance 

	à
	à
	à

	Form of contract 

	à
	à
	à

	Supplier selection 

	à
	à
	à

	Performance management 

	à
	à
	à

	Resource capacity and capability 


	Artifact


	7.4 PROCUREMENT STRATEGY 
	7.4 PROCUREMENT STRATEGY 
	7.4.1 Following on from output based specification the procurement strategy suggested in this section needs to be managed, developed and recorded in the dynamic context of the development of the project itself. 
	7.4.2 This is based on the experience that assumptions made at a point in time may well change during future scheme development. Therefore continually reviewing the baseline and developed assumptions, and crucially being prepared to challenge and change when counterfactual evidence to the assumptions is identified, should result in the procurement being as closely aligned to the scheme objectives as possible. 
	7.4.3 It is recognised that the form of procurement itself plays a considerable role in the behaviour and project culture that is likely to be manifest during the physical delivery of the scheme. This is based on experience that people and organisations will both take less risk and react negatively or cautiously to issues requiring change and negotiation; if procurement and particularly the contractual terms and conditions are alien to them. 
	7.4.4 From this understanding we have taken the view that for a publically procured Civil Engineering scheme the New Engineering Contract (NEC) family of contracts and it is general procedures should be used in the procurement of this scheme for sourcing options. 
	7.4.5 There are a number of key elements in the development of a successful procurement strategy: 
	7.4.5 There are a number of key elements in the development of a successful procurement strategy: 
	à
	à
	à
	à

	Approval by CIOS LEP, Cornwall Council, and the Department for Transport, including the preferred strategy and financial analysis 

	à
	à
	à

	Distillation of client and stakeholder objectives into tangible, measurable and achievable Employer’s Requirements 

	à
	à
	à

	Timing and type of engagement with Contractors/Providers 

	à
	à
	à

	Assessment of NEC contract options 

	à
	à
	à

	Market engagement and market testing 

	à
	à
	à

	Consideration, management and mitigation of the prevailing market conditions at the time of procurement and projected through the contract period 


	CLIENT AND STAKEHOLDER PROCUREMENT OBJECTIVES 
	7.4.6 The overarching objective of the CIOS LEP and Cornwall Council and is to ensure the scheme is delivered to a programme to maximise development and economic objectives connected with the Scheme and generate private sector investor confidence in the St Austell, St Blazey and China clay Area. This requires the programme for delivery to be followed. 

	7.4.7 The following are the key objectives against which the method of procurement can be defined: 
	7.4.7 The following are the key objectives against which the method of procurement can be defined: 
	à
	à
	à
	à

	Price certainty 

	à
	à
	à

	Optimise whole-life cost, including innovation to improve value and identify cost saving opportunities 

	à
	à
	à

	To award a contract at an appropriate time to maintain the momentum necessary for scheme delivery within the planned timescale 

	à
	à
	à

	To optimise the apportionment of risk 


	Artifact

	7.4.8 The main constraints to procurement of the scheme identified at a strategic level are: 
	7.4.8 The main constraints to procurement of the scheme identified at a strategic level are: 
	à
	à
	à
	à

	Cost certainty or certainty that the scheme can be delivered within the available funding constraints 

	à
	à
	à

	Certainty of delivery date 

	à
	à
	à

	Zero defects 

	à
	à
	à

	Fitness for purpose 



	7.4.9 In addition to the above, some procurement methods may offer opportunities for: 
	7.4.9 In addition to the above, some procurement methods may offer opportunities for: 
	Obtaining contractor experience and input to value engineering, construction programming, risk management and appraisal along with mitigation measures / actions in order to capitalise at an early stage on opportunities to reduce construction risk and thus improve out-turn cost certainty. 
	à

	7.4.10 Primary and secondary objectives have been identified for the scheme and are detailed below. The primary objectives are those where procurement options which will be considered must deliver and secondary objectives are those where it would be beneficial if a chosen solution delivered the preferred outcome. 

	7.4.11 The primary objectives are to: 
	7.4.11 The primary objectives are to: 
	à
	à
	à
	à

	Enable the promoting authority to commit to the project in full 

	à
	à
	à

	Comply with current legislation 

	à
	à
	à

	Deliver the scheme within the available funding 

	à
	à
	à

	Timely delivery 

	à
	à
	à

	Ensure that Best Value is delivered 

	à
	à
	à

	Ensure that appropriate quality is delivered 

	à
	à
	à

	Offer an affordable cost solution 

	à
	à
	à

	Reduce risks to a level that is As Low As Reasonably Practicable (ALARP) 



	7.4.12 The secondary objectives are: 
	7.4.12 The secondary objectives are: 
	à
	à
	à
	à

	Potential opportunities to provide Contractor input to the design, risk assessment and delivery programme 

	à
	à
	à

	A desire to work with a contractor with a proven record of minimising the impact on the environment and local communities leading up to and during the construction period 

	à
	à
	à

	A desire to ensure the procurement strategy maximises the opportunities for local employment 


	7.4.13 It is important that any consideration of procurement routes or options acknowledges that the procurement process itself is all about risk management and transfer. Perhaps more accurately it is about appropriate risk transfer at an affordable price. 
	7.4.14 Frequently, expectations with respect to risk transfer are unrealistic at the planning stage and subsequently result in overly optimistic forecasts of construction costs. Risk management and transfer come with a cost. It is equally important to understand that the cost associated with a particular risk is not simply a function of the risk itself but the potential impact of that risk on other activities. 
	Artifact
	7.4.15 One of the biggest risks in construction projects is the interaction of the project design with the contractors working methods / buildability criteria. If this interaction is not properly dealt with then projects suffer delay and cost increases that could have been minimised if it was part of an earlier and more integrated solution.  The lack of coordination may also result in a lesser quality product that suffers from more defective elements. It is argued by many that the traditional approach does 
	7.4.16 In the case of the scheme, project cost is clearly capped at the maximum level of available funding. In addition likely funding sources come with attached criteria such as spend completion dates, so it is therefore essential that these are understood and accounted for in the assessment of a suitable procurement route. 

	7.4.17 The interests of the following stakeholders will be considered: 
	7.4.17 The interests of the following stakeholders will be considered: 
	à
	à
	à
	à

	Cornwall and Isles of Scilly LEP (CIOS LEP) 

	à
	à
	à

	Cornwall Council (CC) 

	à
	à
	à

	Department for Transport (DfT) 

	à
	à
	à

	Highways England 

	à
	à
	à

	Environment Agency 

	à
	à
	à

	Cormac 

	à
	à
	à

	St Austell Business Improvement District 

	à
	à
	à

	St Austell Bay Economic Forum (SABEF) 

	à
	à
	à

	Roche Parish Council 

	à
	à
	à

	Luxulyan Parish Council 

	à
	à
	à

	Treverbyn Parish Council 

	à
	à
	à

	St. Blaise Parish Council 

	à
	à
	à

	Carlyon Parish Council 

	à
	à
	à

	The Cornwall College Group; and 

	à
	à
	à

	St Austell Town Council 


	SECURING ENVIRONMENTAL, ECONOMIC AND SOCIAL OUTCOMES THROUGH PROCUREMENT 
	7.4.18 At a strategic level the objectives and desired outcomes set in Strategic Case should be stated in the ITT (Instructions for Tenderers) and the OBC supplied as a reference document to Tenderers. The main objectives should be carried forward by the physical manifestation of the scheme i.e. in ‘The Design’, and in the employer’s requirements if elements of the scheme are to be designed by the Contractor. 
	7.4.19 The procurement assessment will consider delivery of the project throughout its life cycle, which in this case includes the following: 
	à
	à
	à
	à

	Development of the scheme prior to award of main contract; 

	à
	à
	à

	Delivery of advanced works and mitigation measures; 

	à
	à
	à

	Delivery of the main works. 


	Artifact
	7.4.20 However the method, management and culture of the construction can also contribute to, or detract from, the overall outcomes ultimately achieved by the scheme. Therefore the economic and social outcomes should be transposed into relevant contextual objectives for Tenderers to respond to in the Quality Submission and reflected in their proposals for the construction of the scheme. 
	7.4.21 This could range from creating local employment, skills and training opportunities to suggesting design changes that maximise the schemes economic impact, usability and durability. 
	7.4.22 Specific to Environmental outcomes; it is recommended that discrete quality criteria are set that reward environmental enhancement and betterment. This is in addition to the minimum requirements set to discharge planning conditions. Consultation during the design development with Environment Agency, MMO and Natural England should be leveraged to help set the evaluation of Tenderers proposals for enhancement and betterment. 
	7.4.23 Given the considerations set out above, a number of options have been identified in respect of the general approach, level and timing for contractor involvement: 
	Design Only and Separate Build (Traditional) 
	à

	The traditional procurement method involves the employer employing his own design team or commissioning consultants to prepare a design and to issue this to a number of contractors to tender for the works. The employer remains responsible for the delivery of the design to the contractor through his consultants. Cornwall Council is experienced in this procurement method through a partnership approach with their design consultants (Cormac) and with the use of the New Engineering Contract (NEC) suite of contra
	Early Contractor Involvement (Design and Build) 
	à

	This type of contract involves bringing the contractor on board earlier in a project. It can cater for either a hands on (design and build) or hands off (build only) approach depending on where the employer wishes to place the risk. With the “hands off” approach the design risk is passed to the contractor as they select the design team but CC would lose some ability to influence the design without incurring additional costs and there is less cost certainty as the tender price is not known until after the co
	Early Contractor Involvement (Build Only) 
	à

	With the “hands on” approach the contractor would not select the designer and the design risk would not be transferred, with CC appointing the designer, but the contractor would be commissioned to work closely with the design team and provide expertise in terms of buildability, delivery and innovation. This would allow CC the opportunity to control quality and retain an influence in the design as it develops. It thus provides a more flexible and adaptable design process that can be undertaken by an integrat
	7.4.24 Operation and maintenance of the scheme has been considered in relation to the existing arrangements for highway maintenance and operation across the promoter’s area. It is recommended that following the completion of the construction contract, operation and maintenance would revert to Cornwall Council and its Highway Maintenance Contractor, CORMAC Solutions Ltd., which is a wholly owned arm’s length company of Cornwall Council. This is in line with the current maintenance contract and will secure co
	Artifact
	7.4.25 Due to the tight timescales involved with the project it is recommended that the procurement route which is followed is ECI (Build Only) as set out above.  This approach would allow the detailed design to remain within the control of Cornwall Council, but would allow early involvement from the contractor in the design process to provide expertise in the construction method, innovation in delivery and value engineering opportunities.  This approach also allows flexibility, as it would be possible for 
	(i.e. input into the detailed design undertaken by the designers appointed by the Council) and the construction phase. 

	7.4.26 The procurement approach set out above will be regularly reviewed as the project develops. 
	7.4.26 The procurement approach set out above will be regularly reviewed as the project develops. 


	7.5 SOURCING OPTIONS 
	7.5 SOURCING OPTIONS 
	7.5.1 A number of possible procurement routes are open to the project. The anticipated value of the works at £84.8m dictate a European Union (EU) compliant tender process and Council policies must also be followed. Two main options have been identified: 
	à
	à
	à
	à
	à

	Option 1: Direct Award to Cormac Contracting 

	An Internal Direct Award to CORMAC to construct this project, with the creation of a two stage Design and Build procurement process could be progressed in the following manner: 

	à
	à
	à

	The initial Stage 1 is a cost to provide the full scheme design, with the design and contracting teams working together to reduce risk, challenge and test the design solution, ensuring the design can be delivered on site as intended with a minimum of risk to the Council of change or time and cost increases during the construction phase. 

	à
	à
	à

	During Stage 1 the Contractor shall work to produce costed work packages, subcontracting where necessary until such time as a Stage Two Target Cost can be submitted by CORMAC to the Council to undergo a vigorous value for money assessment and eventual sign off as affordable within the funding identified, and acceptability on the grounds that it represents value for money. Once accepted CORMAC can proceed with Phase 2 (site works). 

	à
	à
	à

	Such an approach has the advantage to both help maximise the amount of productive time the projects can utilise and enable greater cost certainty and risk appraisal at an earlier stage of the Projects. This option is only available within the Public Contract Regulations if an internal direct award to Cormac is decided to the preferred method. However the size and value of the project is likely to mean direct internal award is not favoured. 

	à
	à
	à

	Option 2: Open Tender under the EU regulations (OJEU) 


	Using this approach once a Notice is published in the OJEU, any suppliers who request tender documentation will be invited to submit a tender. There is no pre-qualification questionnaire or short-listing stage prior to invitation to tender. Whilst this usually generates a high level of interest and may assist with market testing the price, there is no control over the quality or suitability of the tenders submitted and if large numbers are received it makes the tender assessment and selection process very t
	Option 3: Restricted Tender under the EU regulations (OJEU) 
	à

	Under this option a Notice is published in the OJEU inviting expressions of interest. Prospective suppliers who respond to the advertisement are then required to complete a PQQ to show that they meet the contracting authority’s selection criteria. Only suppliers who are subsequently shortlisted can be invited to submit a tender. This allows the Employer to control the quality and number of tenderers who will submit full tender bids.  However, the process is lengthy; requiring as much as in excess of 9 month
	Artifact
	7.5.2 The recommended approach is to tender through OJEU via either Option 2 or Option 3.  The final option to use will be determined during the project development with consideration to the scheme programme implications and market conditions at the time of tender. 
	7.5.3 Under the ECI (Build Only) approach, the designers will be appointed by direct award by Cornwall Council.  This approach would also allow the direct award of the ECI contractors during the detailed design phase if separate contractors are appointed for the design and construction phases. 
	DETAILS OF PREFERRED PROCUREMENT PROCEDURE 
	7.5.4 Cornwall Council contract procedures will be followed in order to promote transparent and fair contract procedures. Design of the project will be undertaken by a dedicated project team drawn from the “in-house” design unit, CORMAC Consulting, and the Council’s strategic design partner, thus bringing together the skill sets from a range of local and national staff. Key staff have already been appointed to drive the project forward, including a Project Manager, and all the key members of the Programme a
	7.5.5 Cornwall Council have considerable experience using this form of procurement, with the recent A30 Temple to Higher Carblake scheme being procured in this way which is due to be completed on budget. 
	7.5.6 Currently it is envisaged that a detailed ‘reference design’ will be developed by CORMAC design team with Contractor input from the contracting arm of CORMAC.  This allows the early involvement of a contractor (Cormac Contracting) and fulfils the preferred ECI route as set out above. The main construction works would then be tendered through an OJEU process (Option 2 or 3 as set out above), , where the Contractor would be responsible for any detailed design changes from the reference design that meet 
	The remaining tender process is as follows: 
	à
	à
	à
	à

	OJEU Notification 

	à
	à
	à

	Form of Enquiry and Tender documents issued 

	à
	à
	à

	Tender period 

	à
	à
	à

	Contractors’ Bid Documents (CBD) are received and assessed. 

	à
	à
	à

	The Assessment will be a split between quality (30%) and price (70%) using pre-established assessment criteria set when the original framework was tendered and weightings selected based on scheme specific determinants. 

	à
	à
	à

	Contract will be awarded to the most economically advantageous offer based on the outcome of the quality and price proposals. 


	7.5.7 The basic requirement of the Employer is to receive a compliant tender which demonstrates good value for money and is within the Scheme’s budget. 
	7.5.8 The preferred supplier must demonstrate a sufficient understanding of the project and its constraints. 
	7.5.9 Full details of the assessment will be reported in a Tender Assessment Report, which will set out the assessment approach, criteria, submissions received, results and recommendation for the preferred supplier. 
	Artifact

	7.6 PAYMENT MECHANISMS 
	7.6 PAYMENT MECHANISMS 
	7.6.1 Options for specific payment mechanisms are: 
	7.6.1 Options for specific payment mechanisms are: 
	Option 1 – NEC Option A (Activity Schedule) 
	à

	This is a lump sum priced contract with activity schedule. The contractor offers to provide the works described in the contract for a sum of money. It provides for some risks to be transferred to the contractor and give some degree of price certainty, with the contractor responsible for developing the activity schedule. The Employer’s requirements must be well defined so that the contractor can assess the activities required and estimate quantities, resources and pricing risks. The drawback is that quoted p
	Option 2 – NEC Option B (Bill of Quantities) 
	à

	This is a re-measurement priced contract with bill of quantities. The Employer provides a bill of quantities which is priced by the contractor. The price is the sum of all bill items. When the work is done any changes to the quantities found through the remeasure are corrected and the contractor reimbursed for the actual work carried out. Thus the risk of defining the quantities lies with the Employer. 
	Option 3 -Traditional Appointment – NEC Option C (Target Price) 
	à

	In this case the contractor tenders a target price using an activity schedule. Each activity is priced as a lump sum and a fee is also tendered as a percentage for the contractor’s / subcontractor’s work. The initial target price is the sum of the activities and the fee. During the course of the contract, the target price can be adjusted to allow for changes and compensation events. Payment is made on the basis of actual costs with an incentive mechanism for the contractor to minimise costs, thus savings or
	7.6.2 From the above, Option 3 best fits the anticipated procurement and Scheme conditions and as noted above the current Temple scheme has been run successfully and on budget. 


	7.7 PRICING FRAMEWORKS AND CHARGING MECHANISMS 
	7.7 PRICING FRAMEWORKS AND CHARGING MECHANISMS 
	7.7.1 At this stage of the development of the scheme the potential use of payment incentives is considered to be unnecessary. This may change if the form of contract used and payment option does not sufficiently reward or penalise contractors to achieve the client’s objectives. 

	7.8 RISK ALLOCATION AND TRANSFER 
	7.8 RISK ALLOCATION AND TRANSFER 
	7.8.1 The project team and stakeholders have systematically reviewed the risks identified in during the scheme development by identifying both scheme specific risks and generic risks associated with the design, procurement and construction inherited in similar schemes. 
	7.8.2 The Employer’s requirements contain risk mitigation measures to be retained by the Contractor, including delivery and programme risks, which will substantially rest with the Contractor. Other risks retained by the Contractor are: 
	à
	à
	à
	à

	‘force majeure’ clause which covers events that either stop the Contractor completing the works or make it impossible for him to complete on time, whatever measures he might take 

	à
	à
	à

	Exceptional weather 

	à
	à
	à

	Delay damages 

	à
	à
	à

	Meeting the special requirements in relation to Statutory/Privatised bodies and other companies 

	à
	à
	à

	Environmental constraints. 

	à
	à
	à

	Ground conditions 

	à
	à
	à

	Reference design 

	à
	à
	à

	Final design beyond the reference design 


	Artifact
	7.8.3 The approach adopted for the procurement of the works has been to seek to achieve a balanced risk transfer. With this approach a successful outcome depends on a combination of the adequacy of the tendered price, the robustness of the Employer’s requirements and both the Employer’s and Contractor’s ability to assess and manage the risk. 
	7.8.4 The main risks retained by the Employer in following this approach are: 
	7.8.4 The main risks retained by the Employer in following this approach are: 
	à
	à
	à
	à

	Failure by the Employer to deliver obligations such as land entry and timescales for contractual processes 

	à
	à
	à

	The need for Employer’s changes 

	à
	à
	à

	Unforeseen physical conditions 

	à
	à
	à

	Inaccuracies or incompleteness of any of the data or information related to services 

	à
	à
	à

	The Contractor reverting to claims and dispute procedures if they have not recovered their costs through the contract 

	à
	à
	à

	Employer’s pre-contract advance works progress which might result in delivery and programme delays to the Contractor 

	à
	à
	à

	Employer’s pre-contract arrangements with Others/third parties 

	à
	à
	à

	Employer’s delay in procuring in advance the Statutory Undertakers’ diversions detailed in the Employer’s Requirements in accordance with the New Road and Street Works Act 1991 

	à
	à
	à

	Change in the law 




	7.9 CONTRACT LENGTH 
	7.9 CONTRACT LENGTH 
	7.9.1 The contract length is currently estimated to be 40 months, which would consist of a construction period and subsequent maintenance period following scheme opening. This will be developed into a more detailed programme as the design and planning constraints are understood. The current programme is set out in in Appendix D-1. 
	7.9.2 Key Contract clauses will flow from the NEC (ECC) Core Clauses and consideration will be given to the use of sectional completion and key dates within the Contract, as the design and planning progresses. Ideally as much flexibility will be given and the minimum amount of constraints imposed upon Tenderers to elicit the most innovative and cost effective construction solutions. 

	7.10 HUMAN RESOURCE ISSUES 
	7.10 HUMAN RESOURCE ISSUES 
	7.10.1 It is not anticipated that there will be any Personnel or TUPE issues associated with this procurement. 
	7.10.2 Technical resources, required to deliver the design, planning and contract management, will be drawn from Cornwall Council and its supply chain partners. 
	Artifact
	7.10.3 The management of the design and main design resources will also be drawn from Cornwall Council and its supply chain partners. 
	7.10.3 The management of the design and main design resources will also be drawn from Cornwall Council and its supply chain partners. 


	7.11 CONTRACT MANAGEMENT 
	7.11 CONTRACT MANAGEMENT 
	7.11.1 All contracts will be supervised and managed by the Employer via a Project Board through the Project Manager and project team. Regular project and financial reports will be submitted and the contract progress will be monitored by the Programme Board. 
	7.11.2 Below is a high level view of implementation timescales flowing from the current indicative programme: 
	7.11.2 Below is a high level view of implementation timescales flowing from the current indicative programme: 
	Submission of Outline Business Case – March 2017 
	à

	DfT Confirm Programme Entry – July 2017 
	à

	Scheme Development - April 2017 to December 2017 
	à

	Planning (HRO) - July 2017 to September 2019 
	à

	Contract Procurement – January to October 2019 
	à

	Submission of Full Business Case – September 2019 
	à

	Award of Contract – September 2019 
	à

	Mobilisation September 2019 to March 2020 
	à

	Start on site January 2020 
	à

	Construction Period – January 2020 to December 2022 
	à

	Close out and Handover December 2022 
	à


	7.11.3 A detailed programme is available in Appendix D-1. 
	7.11.3 A detailed programme is available in Appendix D-1. 
	Artifact



	FINANCIAL CASE 
	FINANCIAL CASE 
	8 

	8.1 INTRODUCTION 
	8.1 INTRODUCTION 
	8.1.1 This chapter sets out the Financial Case for the St Austell to A30 Link. The funding and budget sources are broken down to show where the capital for the project has originated from. The risks associated with this investment are discussed and a quantified risk breakdown is provided. 
	8.1.2 The scheme cost estimates were developed by WSP | Parsons Brinckerhoff as consultants to Cornwall Council.  The estimating procedures and presentation are compliant with WebTAG Unit A1.2. 
	8.1.3 The Costing of the preferred option for the link road has been based upon a review of the feasibility study carried out as part of the Options Appraisal Report (OAR) done by CORMAC in 2015. The costings in that report were used as part of the comparison process between the options considered. 
	8.1.4 A costed risk value was developed and inflation rates established against market forecasts. 
	8.1.4 A costed risk value was developed and inflation rates established against market forecasts. 


	8.2 COST ASSUMPTIONS 
	8.2 COST ASSUMPTIONS 
	8.2.1 At this stage the design of the Link Road has been developed to comply with the design guidance provided by the DMRB, to reduce the impact upon the local residents and the environment whilst minimising the required earthworks and by avoiding as much as possible the constraints imposed by poor ground conditions in this heavily mined area of Cornwall. The design and route alignment have been fixed for the purposes of costing, however, only limited value engineering (VE) has been carried out due to the t
	8.2.2 To get a more robust cost base a review of earlier relevant schemes within the china clay area carried out by the Engineering Design Group and Cormac Construction has been undertaken. This included the A391 Carluddon Bypass that lies to the south of the proposed Link Road.  This is directly applicable as it crosses the clay mining area and had some of the same issues. These base costs have been used in the costing presented herein.  All the construction prices have been indexed to the Q1 in 2017 as th
	8.2.3 The estimate has been based upon a 2.5 year design stage including CPO and public inquiry, followed by a 2 year delivery programme on site that starts in the winter of 2019/2020. Maintenance costs have been calculated and inflation applied over the life of the project. The price given is for a new 6.2km length of new wide single carriageway. It includes four roundabout junctions, one T junction along the proposed route, a cycle way running alongside the new route, some improvements along the C077 to N
	Artifact
	Table 6-1: The estimated cost of the proposed Scheme in 2017 prices. 
	Table 6-1: The estimated cost of the proposed Scheme in 2017 prices. 
	Table 6-1: The estimated cost of the proposed Scheme in 2017 prices. 

	TOTAL CAPITAL COST ESTIMATE 
	TOTAL CAPITAL COST ESTIMATE 
	LINK ROAD 

	Base Costs 
	Base Costs 
	£70,573,721 

	Risk (based on 90% confidence level) 
	Risk (based on 90% confidence level) 
	£4,770,494 

	Inflation 
	Inflation 
	£9,517,014 

	Total Capital Cost Estimate 
	Total Capital Cost Estimate 
	£84,861,230 



	8.3 BUDGETS/FUNDING COVER 
	8.3 BUDGETS/FUNDING COVER 
	8.3.1 Advice from DfT is that bids from the Large Local Majors fund have a greater chance of succeeding if the promoting Local Authority provides a significant ‘local contribution.’ 
	8.3.2 The A391 Carluddon road improvement comprising a 1.6km section of new road, a new roundabout, and two new bridges was completed by the Council in 2015 at a cost of approximately £13 million. This scheme extended the high quality section of the A391 to east of St Austell up to Stenalees, and essentially represents the second phase (of 3) of an improved road link to the A30. It is therefore considered to include the recent investment of £13 million on the A391 Carluddon improvement as a Local contributi
	8.3.3 In addition the Council will seek to source other sources of local funding to contribute to the remainder of the scheme which will include design and development costs, land acquisition and locally sourcing construction materials and waste disposal.  The Council, as the Accountable body would be expected to cover any scheme costs over and above the level of DfT funding. 

	8.4 RISK 
	8.4 RISK 
	8.4.1 A project risk register, which details all identified risks to the scheme, is detailed in the Project Risk Workshop Report - Quantitative Cost Risk Assessment. 
	8.4.2 The risk registers serve to fully identify the risk, risk owner and mitigation measures. Additional key information associated with each risk is populated in the risk register including: 
	à
	à
	à
	à

	Risk Type – Strategic or Project 

	à
	à
	à

	Risk Category -used to identify which discipline of the project the risk will effect 

	à
	à
	à

	Timing of Risk – used to identify at which project stage the risk is anticipated to occur 


	Artifact
	8.4.3 The risk register is concurrent with the quoted scheme costs and spend profile. However it should be noted that the risk register is a live document, which is regularly reviewed and updated. 
	8.4.4 The risk register indicates mitigation strategies which if implemented will reduce the risk exposure and impacts and probability, this analysis does not take this into account in the analysis. 
	8.4.5 Managing the risks identified within the Risk Register provides confidence that the scheme can be delivered within the budget. Using a quantified risk approach allows the high value risks to be identified and mitigated against. 
	8.4.6 For the purpose of supporting the Outline Business Case it is recommended that the P90 value is used £4,770,494. These figures can be used to provide the contingency estimate (risk allowance). 
	8.4.7 Following the completion of the next stage of the project a review should take place to assess the effectives of the risk management strategies post mitigation to determine revised probabilities and impacts, the risk model should then be re-run to see the effect with these updated inputs. 
	8.4.8 It is recommended that the Risk Register produced is maintained moving forward in the development stage of the project i.e. implement key risk management strategies. 
	8.4.9 The sensitivity analysis shows the key risks which are driving the risk analysis, and implementation of the defined mitigation’s against these key risks could significantly reduce the project risk exposure. 
	8.4.10 Regular risk reviews of the implementation of these risk management strategies would help to build the ‘Risk Management’ culture and therefore the chance of delivering the Project successfully. 
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