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DEVON COUNTY COUNCIL 

STATEMENT OF CASE 

1 INTRODUCTION 

 The Devon County Council A380 South Devon Link Road  (Kingskerswell Bypass) 

Compulsory Purchase Order 2008 

1.1 On 31 July 2007 the Executive of Devon County Council, the Acquiring Authority (AA), 

resolved to make a Compulsory Purchase Order (the CPO) in respect of land required 

for the construction of the A380 South Devon Link Road (the scheme).   

1.2 The specific enabling powers to permit the AA to obtain the necessary land and rights to 

construct the scheme are as follows:-  

1.3 Acquisition of Land Act 1981 – in respect of the procedure for making, advertising and 

confirming the Compulsory Purchase Order. 

1.4 Highways Act 1980 

·   Section 239:  which deals with general powers for the acquisition of land for 

the construction of a highway.  

·   Section 240:  which deals with general powers for the acquisition of land 

required for, or for use in connection with, the construction of the highway.   

·   Section 246:  which deals with the acquisition of land for the purpose of 

mitigating any adverse effect which the existence or use of the proposed 

highway will have on its surroundings.   

·   Section 250:  which deals with the power to create new rights as well as the 

acquisition of existing ones.   

  The Devon County Council (A380 South Devon Link Roa d (Kingskerswell Bypass) 
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Classified Road) (Side Roads) Order 2008  

1.5 At the same time the AA resolved to make a Side Roads Order (the SRO) in exercise of 

its powers under Sections 14 and 125 of the Highways Act 1980.   

1.6 The SRO will enable the AA to:-  

·   stop up and improve certain lengths of highway named in the SRO;  

·   construct new sections of highway; and  

·   stop up and/or provide new private means of access.   
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2 PROCEDURE 

2.1 On 12 September 2008, the Assistant County Solicitor of the AA sealed the CPO and the 

SRO on behalf of the AA.  The statutory procedures required by the Acquisition of Land 

Act 1981 were complied with.  The Orders were properly advertised and the appropriate 

notices were served on the required persons.  Torbay Council authorised Devon County 

Council in accordance with Section 8 of the Highways Act to make the CPO and SRO on 

its behalf for the section of the Scheme within Torbay. 

2.2 After the closure of the objection periods for the CPO and SRO on 10 November 2008, 

the Government Office for the North East (GONE) advised the AA in a letter dated 24 

December 2008 that a Public Inquiry should be held.  GONE has described the following 

persons as statutory objectors for the purposes of the Inquiry.   

 1 Samuel Rose on behalf of Mrs Janet Ellis  

2 Babcock Networks Ltd on behalf of Western Power Distribution (South West) plc 

3 CMS Cameron McKenna on behalf of Sainsbury’s Supermarket Limited 

4 Ms S A Bradfield  

5 Mr & Mrs D J and J M Bennett 

6 Rendells on behalf of Messrs J H, Mrs J, Mr S R and Mr A J Rew 

7 Rendells on behalf of Mr & Mrs M A Porter  

8 Mr & Mrs Clarke  

9 Tozers on behalf of Mr Whiteway-Wilkinson 

10 Savills on behalf of Hall & Woodhouse Ltd  

11 Mr S Garner  
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12 Mr J Andrews  

13 Kingskerswell Parish Council  

 14 Blake Laphorn on behalf of Mrs V J L Varcoe 

15 A and B Ainsworth 

16 Harold Michelmore & Co on behalf of Mr P H Stevens  

17 CMS Cameron McKenna on behalf of J Sainsbury Plc 

18 Network Rail  

19 Mrs E J Taylor 

2.3 In addition to the above statutory objectors there were 43 non-statutory objections.   

2.4 The Compulsory Purchase Order Land is an area of approximately 60 hectares.  The 

Order Plan shows the extent, which is composed of 87 individual plots.  The powers 

mentioned in section 1 of this document enable the AA to seek to obtain necessary land 

and rights to construct and maintain the Scheme.  Plots that need to be purchased are 

coloured pink, plot 5/54 land to be given in exchange for special category land is 

coloured green, and plots over which a right only is required are coloured blue on the 

map sheets.   
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3 PURPOSE AND STATUS OF THIS STATEMENT 

3.1 This document is the AA’s Statement of Case for the purposes of the Compulsory 

Purchase (Inquiries Procedure) Rules 2007 and the Highways (Inquiries Procedure) 

Rules 1994, and sets out the case which it will address at the Public Inquiry in support of 

the CPO and SRO.   

3.2 The AA reserves the right to supplement the issues to be addressed and produce further 

documents and evidence in the light of clarification of objections in any statements of 

case to be served by other parties to the Inquiry.  

3.3 In accordance with the aforementioned rules a copy of this statement has been served 

on the Secretary of State and on each statutory objector (known at the time of writing).  

In addition copies of this statement and the documents listed in Annex 2 which the AA 

will refer to or put in evidence have been deposited at the following places, where during 

the stated times they can be inspected and arrangements made for copying as 

necessary from 18 February 2009 until the end of the Public Inquiry.   

 Kingskerswell Library, 1 Newton Road, Kingskerswell, TQ12 5EH  

Monday  between 10 am and 12.30 pm 

Tuesday  between 10 am and 12.30 pm and between 2 pm and 5.30 pm.  

Wednesday  between 2 pm and 7 pm 

Thursday  Closed  

Friday  between 10 am and 12.30 pm and between 2 pm and 5.30 pm  

Saturday  between 10 am and 12.30 pm.   

 Devon County Council, Matford Lane Offices, County Hall, Topsham Road, Exeter EX2 

4QW  at the Matford Lane Offices reception on:-  

Monday to Thursday between 8.30 am and 5.00 pm  

Friday  between 8.30 am and 4.30 pm  
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4 NEED FOR THE SCHEME 

4.1 Existing Conditions 

4.1.1 The existing A380 from its junction with the A38 Exeter to Plymouth Trunk Road, at 

Splatford Split west of Exeter, to the southern end of Newton Abbot Bypass, at Penn Inn, 

is a dual carriageway standard highway. The next section of the A380, running 

southwards from Penn Inn to pass through Kingskerswell to Kerswell Gardens at the 

junction with the Torbay Ring Road, is a single carriageway, on average 10m wide.   

4.1.2 Penn Inn to Kerswell Gardens is the most heavily trafficked section of the A380 with an 

annual average daily traffic (AADT) flow in 2007 of 33,400 vehicles, of which 7.5% were 

heavy goods vehicles.  

4.1.3 The personal injury accident rate between Penn Inn and Kerswell Gardens for the period 

from 2003 – 2007 is 0.49 accidents per million-vehicle km compared to 0.13 accidents 

per million-vehicle km on the A380 between the A38 Splatford Split west of Exeter and 

Penn Inn.   

4.1.4 The route's regional importance stems from its main function of serving the business and 

commercial needs of Torbay throughout the year as well as being the main route for 

tourist recreational traffic in the summer. The result of this high volume of vehicles 

having to pass through Kingskerswell is severe traffic congestion and significant journey 

time unreliability throughout the year. This high level of congestion results in a significant 

number of drivers using minor sub standard routes parallel to the A380, bringing safety, 

noise and congestion impacts into these sensitive areas also.  

4.1.5 Congestion also has a significant impact on the journey time reliability for public 

transport operating along the A380 corridor, in particular the predominant Service 12. 

This results in a poor operating environment for buses leading to increased operating 

costs, fares and timetabled journey times. 
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4.1.6 The built up area of Kingskerswell, sitting astride the A380, is effectively bisected by the 

high traffic flows making it hazardous for those wishing to get from one side to the other.  

The existing road has footways on both sides with widths varying between 1m and 4m. 

Horizontal and vertical alignments and visibility are substandard at several locations. 

There are 31 other public highways, 8 public footpaths and 141 private drives or field 

gates having direct access onto the road. The main primary school lies to the east of the 

road together with a large proportion of the modern residential development. The historic 

centre with its associated shops and health care facilities lies to the west. The level of 

noise and pollution experienced by those living alongside the existing A380 gives rise to 

a further general deterioration of the quality of life. The A380 through Kingskerswell was 

declared an Air Quality Management Area by Teignbridge District Council in November 

2005. 

4.1.7 

 

Historic traffic flow data shows that the existing A380 through Kingskerswell is at 

capacity. If the bypass were not built the volume of traffic using sub standard alternative 

routes would increase due to traffic growth. Consequently, there would be a continuing 

deterioration of the quality of life in Kingskerswell and the surrounding area arising from 

severance, noise and pollution.  

4.1.8 Torbay is a small unitary authority on the south west coast. The Torbay area suffers from 

peripherality. Its economic catchments area is limited; bounded by 22 miles of coastline 

along its southern edge and further restricted by poor connectivity to the northern edge.  

Higher skilled younger people tend to move away to pursue their careers and a lower 

skilled labour force remains. There are few young professionals in the area and an 

increasing proportion of elderly people. Economic activity rates are relatively low and 

there are several pockets of severe unemployment and social deprivation. Torbay has 

little to attract inward investment both because it lacks a good quality road and rail 

infrastructure, and a higher education institution with associated research and 

development activity. 

4.1.9 Gross Domestic Product levels in Torbay are below the regional and national averages 
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and also low when compared to other areas of Devon which perform at a level close to 

the national average. Earnings levels are 28% below the average for England and Wales 

and 18% below the South West average. In 2004 Torbay’s Gross Value Added score 

was 61% of the UK figure. Growth between 1995 and 2004 was 18.7%, compared to the 

South West average of 61.6% and the UK average of 58.1%.  

4.1.10 Torbay’s ratio of income per head between 1995 and 2005 fell in relation to the national 

average, from 74.4% in 1995 to 63.0% in 2005. The manufacturing sector also fell from 

13.0% to 7.4% during this period. 

4.1.11 Torbay is dependant on the A380 as its major highway link to the strategic road network. 

The constraints that the existing conditions present have a clear link to the economy of 

Torbay. 

4.2 Objectives for the Scheme 

4.2.1 Government’s White Paper, A New Deal for Transport: Better for Everyone (July 1998) 

set out new policies and five criteria (see 8.3.4) for assessing investment in road 

improvements, namely accessibility, integration, environmental impact, safety and 

economy. 

4.2.2 In line with the new policies, Devon County Council and Torbay Council commissioned 

the A380 Newton Abbot to Torbay Corridor Study to examine the problems of the A380 

corridor and to propose possible solutions. The objectives for the possible solutions were 

developed by Devon County Council and Torbay Council with respect to the above 

criteria and the area of study included existing routes to the east and west of the A380 

and Torbay. 

4.2.3 A range of possible solutions were considered in recognition of the set objectives and 

were developed into packages. The Scheme forms one element of a package of 

measures that included short, medium and long-term measures. 

4.2.4 The objectives set were: 
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Environment: 

·  To reduce community severance throughout the Kingskerswell area. 

·  To minimise the impact on flora, fauna and the landscape. 

·  To reduce the effect of rat-running traffic on alternative routes to the 

A380 

·  To improve air quality in the A380 corridor, with particular reference to 

residential areas of Kingskerswell. 

Safety: 

·  To improve road safety for motorised vehicles within the A380 corridor. 

·  To improve road safety for vulnerable road users on the A380. 

·  To improve road safety for vulnerable road users on alternative routes to 

the A380. 

Economic: 

·  To improve access to Torbay tourist destinations from the north/west of 

Penn Inn Roundabout. 

·  To improve access to employment within the study area. 

·  To improve access to retail outlets within the study area. 

Accessibility 

·  To promote use of non-car modes by users of new development sites. 

·  To make travel by alternative modes (other than private car) more 

attractive within the study area. 
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·  To provide priority measures for bus services to reduce journey times 

and reduce variability in journey times. 

·  To increase the proportion of journeys made by non-car modes in the 

study area. 

Integration: 

·  To improve integration of the transport modes in the study area. 

·  To improve integration of transport services. 

·  To integrate transport policies with other fields of local and national 

policy. 
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5 DEVELOPMENT OF THE SCHEME AND ALTERNATIVES CONSID ERED 

5.1 Devon County Council carried out public consultations on routes for a bypass in 1972 

and 1977.  Following the 1977 consultation Devon County Council adopted a preferred 

route for the Scheme and the local planning authorities were asked to safeguard it from 

future development. 

5.2 Options considered by Devon County Council in 1977 included an 'on line' improvement 

and routes to the east and west of the built up area of Kingskerswell.  'On line' widening 

to a dual carriageway through Kingskerswell was rejected for many reasons, not least 

the cost, severance to the community and the number of properties requiring demolition 

in Kingskerswell.  

5.3 A route running parallel to the railway was not favoured.  (Due to recent development of 

Kingskerswell this route would now require considerable property demolition.) 

5.4 A route passing through the south-eastern outskirts of Newton Abbot was rejected 

primarily because of the impact on the landscape. It also passed through land zoned as 

an area of Great Landscape Value for over half its length. A route still further to the east 

was also investigated and rejected for similar reasons, but in addition, that it passed 

through an ancient monument. 

5.5 Routes to the far west of Kingskerswell (towards Stoneycombe Quarry) were rejected, 

primarily because traffic to and from Torquay would still have used the old A380, the 

existing route being shorter. There were also considerable lengths over which there 

would have been severe farm severance and loss of agricultural land.    

5.6 Therefore a route for the most part on the same alignment as that forming the basis of 

the present proposals was put forward as a preferred option and subsequently 

safeguarded in 1977.   

5.7 Further public consultation on the Scheme took place in 1988 when detailed plans based 
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upon the safeguarded preferred route were displayed at an exhibition in Kingskerswell. 

5.8 From 1990 the Highways Agency was responsible for promoting the Kingskerswell 

Bypass. However, the Scheme was dropped from the trunk road programme and 

responsibility for its promotion was again taken up by Devon County Council. Thereafter, 

a study into the transport problems of the A380 corridor was commissioned following 

discussions with the Department for Transport. 

5.9 The A380 Newton Abbot to Torquay Corridor Study looked at a wide range of solutions 

to the transport problems between Newton Abbot and Torquay. The options considered 

fell into six broad groups and were examined in order of the scale of interventions which 

would be required: 

 1. Do Minimum – Independent Measures: A series of transport measures which it 

would be desirable to implement regardless of any other options and require 

relatively small scale works.   

 2. Traffic Management and Control Schemes: Traffic management and control 

measures to improve the flow of traffic on the A380 through Kingskerswell.  

Considered to be the options requiring the smallest scale of works.   

 3. Schemes to Encourage Modal Shift: Schemes to encourage people to move 

from journeys by car to other forms of transport.   

 4. On-Line Highway Schemes: Improvements to the existing roads.   

 5. Off-Line Highway Schemes: Bypass schemes.   

 6. Complementary Measures: A range of complementary traffic restraint measures 

to reinforce the environmental and safety benefits generated by the schemes 

above.   

 Under these six groups a total of 34 separate options were developed and considered. A 

Do Nothing option was also considered.   
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5.10 The conclusions of the Corridor Study were considered by the Executive Committee of 

Devon County Council and the Strategic Services Committee of Torbay Council in June 

2000.  Having examined 34 possible solutions, the study concluded that the problems 

along the A380 corridor could not be materially improved and the objectives could not be 

met other than by building a bypass in conjunction with a range of other measures. 

5.11 During that assessment the study reviewed the options for route selection.  Three main 

routes were identified: 

·  Parallel to the Torquay Branch line railway 

·  Western route 

·  Eastern route 

5.12 The Corridor Study concluded that a route alignment parallel to the railway would have 

major adverse environmental impacts in Kingskerswell and would require the acquisition 

of a significant number of residential properties. The study also concluded that an 

eastern route was too damaging in landscape terms as it affected an area of Great 

Landscape Value and that there were significant difficulties in connecting the route into 

the existing A380 Torbay Ring Road and A3022 Riviera Way.  

5.13 After the conclusions of the Corridor Study were incorporated into the Devon and Torbay 

Local Transport Plans (2000) further work was undertaken to reduce the environmental 

impact of the safeguarded western route by modifying the vertical alignment. These 

further developments to the Scheme were presented at a public consultation in 2002. In 

the returned questionnaires and letters raising 5,516 comments/suggestions, 83% 

supported in principle the bypass proposal with only 21 (0.4%) suggesting the Eastern 

routes discarded in 1977. 

5.14 Following the discovery of key European protected bat species during the environmental 

assessment work on the Scheme further work was carried out on the Eastern route in 

order to review any issues that might affect route choice. The further work undertaken 
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included: 

·  updating the engineering design and cost estimates 

·  ecological fieldwork to identify key species 

·  a landscape review of eastern route options  

·  a noise assessment 

5.15 Having again re-examined the eastern route option in 2003 it was concluded that the 

Scheme was preferable overall when the ecology, landscape, cost and engineering 

issues were considered.  

5.16 The proposals presented at the public consultation display in 2002 showed the Aller 

junction layout as an at grade roundabout. In progressing the design, refinement of the 

traffic modelling resulted in an increase in the predicted turning flows at the Aller junction 

such that the roundabout would exceed its design capacity before the design year 2026.  

The junction layout at Aller therefore now incorporates grade separation. 

5.17 Another issue raised at the public consultation, by residents of the Aller Park area of 

Newton Abbot, was the revised access arrangements to the estate.  Noting the wishes of 

residents and following consultation with the emergency services the Scheme was 

modified to include an access to the estate connecting the west end of Aller Brake Road 

to a new local route running parallel to the proposed A380 towards Kingskerswell. 

5.18 The Environmental Statement was published in November 2004 and in August 2005 the 

Scheme was granted Planning Permission by Devon County Council and Torbay 

Council. This followed a decision by the First Secretary of State not to call in the 

planning application for his own determination and the subsequent withdrawal of the 

Article 14 Direction. This decision allowed Devon County Council and Torbay Council to 

complete the planning permission process in line with the decisions of their respective 

Development Control Committees. 
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5.19 Following representations by local residents the a subsequent change to the Scheme 

varied the provision for buses through the Milber and Aller Park estates in Newton Abbot 

leaving a provision for pedestrians and cyclists to travel separately from the new A380 

dual carriageway. This change was presented to residents of the two estates at a public 

exhibition in June 2006. 

5.20 A further series of public exhibitions were held between the 26th January and 2nd 

February 2008 to display the Scheme layout and to present the proposed draft Orders 

for comment prior to making the Orders. 
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6 THE SCHEME 

6.1 Summary Scheme Description 

6.1.1 The proposed scheme would be a 5 kilometre long dual two lane carriageway road 

between Penn Inn and the Torbay Ring Road at Kerswell Gardens.  

6.1.2 The Scheme commences on the A380 Newton Abbot Bypass 550 metres north of the 

Penn Inn roundabout. The dual carriageway would then proceed in the existing wide 

central reserve to a flyover at the Penn Inn roundabout, which would be retained with 

modifications to the traffic signal timings.  The adjacent slip roads would be contained 

within retaining walls to minimise land acquisition.  From Penn Inn the dual carriageway 

would be provided by widening the existing road until Aller.  Two bridges would carry the 

dual carriageway and the diverted Aller Road over the Torquay branch railway line.  The 

length of the former bridge would be approximately 300 metres because of the acute 

angle of the road crossing over the railway. 

6.1.3 The junction at Aller would be grade separated and would include an underbridge to 

carry the bypass over the diverted Kingskerswell Road. 

6.1.4 From Aller the route of the dual carriageway would swing west into open countryside 

before proceeding in a southerly direction to the west of Kingskerswell to join the Torbay 

Ring Road west of Kerswell Gardens. At Maddacombe Road and Yon Street simple 

overbridges would carry the realigned side roads over the bypass. 

6.1.5 A traffic signal controlled junction would be provided at Kerswell Gardens.  Two bridges 

would be required as part of the junction.  These are necessary to provide the second 

carriageway on the Torbay Ring Road across Edginswell Lane and the railway. 

6.1.6 There would be a 50mph speed limit on the dual carriageway between Penn Inn and 

Aller.  Elsewhere, the national speed limit of 70mph would apply. 

6.1.7 The cross section of the new dual carriageway would generally comprise two 7.3 metre 
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wide carriageways providing two 3.65 metre lanes in each direction.  The exception 

would be the Penn Inn Flyover and its approaches, which would be a single 3.7 metre 

lane with a 2.3 metre hardshoulder, in each direction. The central reserve width would 

vary, being a 1.8 metre minimum width between Penn Inn and Aller and 4.5 metre 

minimum thereafter. A 1.0 metre wide hardstrip would be provided to both the central 

reserve and verges south of Aller. 

6.1.8 There would be no gaps in the central reserve.  Existing roads would be taken over or 

under the new road via bridges, or would be closed. No private accesses would be 

provided onto the new dual carriageway. 

6.1.9 The Scheme intersects two footpaths and also Churchway Lane.  These would be 

connected to nearby bridges to avoid any ground level crossing points of the dual 

carriageway. 

6.1.10 Between the southern end of Addison Road and Aller Brake Road a footway and 3.0 

metre wide cycleway would be provided along the eastern side of the road, separate 

from the dual carriageway. This, together with Addison Road and a new 6.7 metre wide 

carriageway south of Aller Bake Road, would provide a continuous link for cyclists and 

pedestrians from the existing subways and carriageway at Penn Inn roundabout to the 

old A380 running through Kingskerswell.  No footways would be provided adjacent to the 

bypass. 

6.2 Design Standards 

6.2.1 The requirements for the geometric layout of new road schemes are set out in 

Department of Transport standards and advice notes contained in the Design Manual for 

Roads and Bridges.  The standards set out the desirable requirements for unconstrained 

sites but allow for lower parameters or ‘departures’ to be used in some circumstances.  

Such circumstances are where the adoption of departures would lead to environmental 

benefits or cost savings in locations where there would be no overriding safety 

implications.   
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6.2.2 Use of departures has been made in the design of this Scheme between Penn Inn and 

Aller and through the cutting at Maddacombe Road.  In these cases the resulting 

decrease in the size of the earthworks required for the Scheme significantly reduces its 

impact on the local environment.   

6.3 Detailed Description  

6.3.1 The Scheme commences on the Newton Abbot bypass 550 metres north of the Penn Inn 

roundabout. The mainline would then proceed in the existing wide central reserve to a 

flyover at the Penn Inn roundabout. There would then be an on-line road improvement 

between Penn Inn and Aller.  

6.3.2 Utilising the wide central reserve, which exists at the end of Newton Abbot bypass on the 

north side of the Penn Inn roundabout, a flyover would be provided to carry the new 

single lane dual carriageway over the roundabout.  The flyover ramps would lead to the 

3 span bridge, 130 metres in length.  The existing Penn Inn roundabout would itself 

remain unchanged. The existing carriageways to the north of the roundabout would be 

utilised with some minor improvements to visibility to connect to the roundabout.  

6.3.3 On the south side of the junction two lane slip roads would be provided on both sides of 

the flyover ramp to allow for access to and from the Penn Inn roundabout.  These would 

run parallel to the main line constrained between the retaining walls supporting the 

flyover ramp on one side and Addison Road and Sainsbury’s store boundaries on the 

other.  The carriageway of the flyover at its highest point would be 1.3 metres above the 

level of Addison Road at its junction with Pinewood Road.   

6.3.4 South of Penn Inn the new road would be in cutting below Addison Road.  The area 

between the new road and Addison Road would be planted with trees and shrubs to 

mitigate for the loss of existing planting.  The proposed road would be a dual two lane 

carriageway running along the line of the existing road, parallel to the railway.  Due to 

the restricted width of the corridor, the traffic signing would be carried on a gantry.  
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6.3.5 The bypass would continue in cutting with retaining walls being used to limit land take 

from the back gardens of St Luke’s Road.  The walls would vary in height from 2.0 to 5.0 

metres and include a parapet above the wall.  The gardens retained by these walls 

would be reinstated with specific planting, if owners agree, to mitigate for the continuous 

parapet 1.2 metres high required for safety purposes.  

6.3.6 Addison Road would be retained, although the western verge on Addison Road would be 

widened to provide residents parking.  A 3 metre wide cycle track would be provided 

from the southern end of Addison Road to connect with the eastern end of Aller Brake 

Road.  Opening the eastern end of Aller Brake Road and creating a new junction with St 

Marychurch Road would provide an additional access into the Aller Park and Milber 

estates.  This junction would exclude the right turns from the Aller Park and Milber 

estates and left turns from St Marychurch Road. 

6.3.7 There would be two new culverts on the Aller Brook in this area; one parallel to the 

existing two concrete box culverts under the Sainsbury’s car park and the other under 

the mainline railway at Keyberry Mill, where nearby the new highway drainage outfall 

would discharge into the Aller Brook via a full bypass interceptor. 

6.3.8 Footpath 45 would be severed by the Scheme where it leaves Sainsbury’s and meets 

the existing footway on the western side of the A380.  The footpath would therefore be 

stopped up and rerouted to join the western subway under Penn Inn roundabout via an 

existing covered walkway within Sainsbury’s car park. 

6.3.9 Passing the Royal Aller Vale Quarry, to the west the new road would continue to be 

supported by retaining walls approximately 2.0 metres high.  A gantry sign over the 

northbound carriageway would give advanced direction sign information in respect of the 

Penn Inn junction and help traffic select the appropriate lane.  The route would then 

swing southwest away from the existing road on an embankment of maximum height 10 

metres (excluding landscape bunds) to cross the Torquay branch line on a bridge.  Slip 

roads would be provided from both carriageways to link to the altered local road network 
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at Aller.  

6.3.10 Aller Road would be diverted to pass over the Torquay branch line by means of bridge.  

At its eastern end the diverted road would connect to the existing A380 by a new 

roundabout, which would provide the principal access to Kingskerswell from the north.  

To the west of the bypass Aller Road would link via an underbridge into Kingskerswell 

Road, which would be realigned in this area.  An access track would be constructed to 

run along the western side of the bypass and Old Newton Road would be realigned 

along the eastern side of the bypass to form a junction with the diverted Aller Road.   

The local road from Aller Park and Milber would connect back to the Torquay Road north 

of Kingskerswell via the existing lay-by outside the Zig Zag Quarry. 

6.3.11 The Scheme includes extensive earth shaping and planting on the various areas of land 

remaining between the existing and proposed carriageways.  As the new road moves 

away from the urban area into more open countryside, planting would be used to 

maintain the landscape nature and character of enclosure. 

6.3.12 In total, nine properties would be demolished through this section; the six properties at 

Aller Cottages, and the properties Hazelbank, Elmsleigh and Elmscroft.   

6.3.13 There would be three new culverts on the Aller Brook at the Aller junction; one culvert 

would be under the mainline railway, the second under the Scheme and the third under 

the branch line railway. The Scheme involves the diversion of a 300 metre length of the 

Aller Brook through these culverts. A highway drain would outfall to the new Aller Brook 

channel via an attenuation pond. 

6.3.14 From Aller, the Scheme follows a left hand curve southwards through a long cutting 

varying in depth from 2.0 metres to a maximum of 21 metres just before Maddacombe 

Road.   

6.3.15 South of Maddacombe Road, the alignment would impinge on an area of designated 

Common Land, affecting 0.88 hectares.  The Scheme includes the provision of an 

exchange area, which would effectively extend the Common Land to Churchway Lane.  
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The lane itself would be severed by the proposals approximately 60 metres west of its 

junction with Greenhill Road.  A new length of highway would be provided immediately to 

the west of the bypass to connect the remaining section of Churchway Lane to Huxnor 

Road / Yon Street.  Access to severed fields to the west would also be provided from this 

link.   

6.3.16 From Maddacombe Road, the new dual carriageway would pass onto an embankment 

approximately 210 metres long and 2.0 metres high.  A 3.0 metre high false cutting and 

planting would be provided along the east side to screen properties in Greenhill Road 

from noise and visual intrusion.  The route would then run in a cutting of maximum depth 

9.0 metres to pass under Yon Street midway between the United Reform Church and 

Edginswell Lane junction.  One property, The Cott, would be demolished.  Yon Street 

would remain on its present alignment at approximately the same level and would be 

carried over the bypass on an overbridge.  The bypass would continue southwards in a 

cutting varying in depth from between 2 metres to 9.5 metres.  At the end of the cutting, 

the bypass would start to run along the valley floor on a low embankment approximately 

0.5 metres high towards the new Edginswell junction.   At this point severed land 

between the new road and the railway which is required for drainage mitigation works 

would include shaping and ditches suitable for the regeneration and re colonisation by 

wetland species.   

6.3.17 There would be off site drainage works on the Edginswell Stream in the Daccabridge 

area of Kingskerswell, including the construction of a relief channel and control structure 

adjacent to the playground at Daccabridge. The latter would involve the demolition of 

one property, 53 Daccabridge Road. 

6.3.18 A further relief channel to the west of the railway would be required between the 

Kingskerswell playing field and Manor Gardens. A new culvert would be constructed 

under Torquay branch line railway. There would be two highway drainage outfalls; one 

which would outfall to the new Edginswell relief channel via an attenuation pond and 

another which would outfall to the Edginswell Stream via an attenuation pond. 
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6.3.19 The route would climb towards the junction with the Torbay Ring Road.  At the junction 

the embankment would reach a maximum height of 11 metres. 

6.3.20 Bunds adjacent to the new dual carriageway would be formed to the west of Manor 

Drive, Stadium Drive and the railway to mitigate the effect of the proposals on properties 

in the general area of Gander Park.  

6.3.21 The dualled section of the Torbay Ring Road would climb to the southwest on a short 

length of embankment 8 metres high before passing into a cutting to merge with the 

existing 9.0 metre deep cutting.  The modified highway drainage would utilise an existing 

Torbay Ring Road outfall to the Edginswell Stream. 

6.3.22 The A3022 Riviera Way would be widened from the new Edginswell junction to the 

existing Scott’s Bridge junction.  A cycleway would be provided to enable cyclists to 

negotiate the Kerswell Gardens junction to and from Scott’s Bridge.  The existing 

footpath would also be diverted under the Torbay Ring Road. 

6.3.23 Footpaths 36/262, would both be affected by the Scheme.  Footpath 262 would remain 

to give access across the Torquay Branch Line from the existing A380.  Footpath 36 

however, would be stopped up as it is severed by the Scheme.  An alternative route 

would be provided to Edginswell Lane using a new footpath along the toe of the bypass 

embankment on its eastern side, under the Torbay Ring Road then along the toe of the 

existing Torbay Ring Road embankment. 

6.4 Junctions 

6.4.1 The junctions at Penn Inn and Aller would both be grade separated. At Penn Inn the 

traffic signal controls at the roundabout would be retained to enable the layout to cope 

with anticipated future flows. 

6.4.2 The southern junction with the Torbay Ring Road at Edginswell would be a traffic 

signalised at grade junction.  
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6.5 Structures 

6.5.1 Eight major bridge structures are proposed along the Scheme together with the 

extensive use of retaining walls to both sides of the carriageway to limit land acquisition 

in the built up areas and adjacent to the railway.  

6.5.2 Bridge construction would be in either reinforced / prestressed concrete or composite 

steel and concrete.  All would have reinforced concrete abutments, piers, retaining walls 

and wing walls where required.  Bridge piers would generally be of circular section as 

slender as design constraints permit.  Exposed concrete surfaces of abutments and 

walls would receive a face treatment.  The finishes to prominent retaining walls would be 

decided after consultation with the local Planning Authorities.   

6.5.3 Penn Inn Flyover would carry the new single lane dual carriageway mainline over the 

Penn Inn roundabout.  The adjacent slip roads would be contained within retaining walls 

to minimise land acquisition.   

6.5.4 At Aller, two bridges would carry the bypass and the diverted Aller Road over the 

Torquay branch railway line. The length of the former bridge would be approximately 300 

metres because of the acute angle of the road crossing over the railway.  However, the 

bridge would be buried, with only the end portals and adjacent retaining walls being 

visible upon completion.    

6.5.5 The Aller Cross junction would include an underbridge to carry the bypass over the 

diverted Kingskerswell Road.  For aesthetic reasons the spans would be extended and 

supported on bank seats at a high level on the cutting slope.  

6.5.6 At Maddacombe Road and Yon Street simple overbridges would carry the realigned side 

roads over the bypass.  At Yon Street the effect on the Grade II Listed Congregational 

Church to the east and Edginswell Lane to the west would be minimised by the use of 

retaining walls on either side of the bypass.   

6.5.7 Two bridges would be required as part of the junction in the vicinity at Kerswell Gardens.  
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These are necessary to provide the second carriageway on the Torbay Ring Road 

across Edginswell Lane and the railway. 

6.6 Lighting and Road Furniture  

6.6.1 The Penn Inn roundabout would continue to be lit and lighting on the bypass is proposed 

between Penn Inn and the north end of Aller junction.  There would also be lighting at 

the Edginswell junction and the Kerswell Gardens junction. 

6.6.2 In general, the roundabout junctions would be lit by 10 metre high columns with flat glass 

high mast lantern units.  These would minimise the intrusive nature of columns during 

the day while providing sufficient lighting to ensure safety during the hours of darkness.  

All street lighting would utilise specialised lamp units that reduce light spillage into 

surrounding areas. 

6.6.3 The signing along the Scheme would conform to the Department for Transport's Traffic 

Signs Manual and the Traffic Signs Regulations.  Signs on the approaches to junctions 

would be lit where appropriate, elsewhere reflective facing material would be used. 

6.6.4 On the Penn Inn Flyover and its approaches, the road standard would change to dual 

single lane carriageway.  Also there would be significant traffic movements between 

Penn Inn and Aller arising from the junctions with vehicles joining and leaving the 

bypass.  In these circumstances there would be a particular need for clear traffic signing.  

To achieve this within the confined corridor it is proposed that two gantry signs would be 

used. 

6.7 Construction 

6.7.1 The majority of the Scheme, between Aller and Kerswell Gardens, could be constructed 

in approximately two years, whereas for the more complex section between Penn Inn 

and Aller, the construction period would last approximately three years.  The Scheme is 

expected to open in 2013. 
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6.7.2 South of Aller, where the road would be on a new alignment, inconvenience to through 

traffic and the general public would be minor and only for relatively short periods in the 

vicinity of the works.  North of Aller, where the new construction overlays the existing 

road, there would be some disruption.  However, this would be minimised by use of 

appropriate traffic management arrangements.   

6.7.3 Road construction materials would have to be transported to the site although much of 

the material for forming embankments would arise from the excavation of cuttings along 

the route.  Certain general restrictions would be applied to the movement of plant and 

materials to and around the site.  The main access routes to the site would be via the 

existing A380 from Exeter, the existing A380 from Paignton and the existing A3022 from 

Torquay.  No vehicles would be permitted to approach the site through Newton Abbot. 

6.7.4 Construction vehicles would be permitted to use only the A380 to move from one end of 

the site to the other.  Any materials from Stoneycombe Quarry would use the existing 

route taken by quarry traffic via Maddacombe Road, Old Newton Road and Aller Road.   

Provision of a haul road along the line of the bypass would be encouraged at an early 

stage by conditions in the contract prohibiting any intermediate access points to the local 

road network.  At permitted points of access to the public highway from the site, cleaning 

regimes would be operated to ensure that mud did not cause a problem on the roads. 

6.7.5 During the works, where side roads would be affected by bridge construction activities, 

suitable local diversions would be provided.  Where the construction of earthworks and 

structures would take place close to residential properties the contractor would be 

required to adopt methods of construction and hours of working which would minimise 

noise and inconvenience to the satisfaction of the Local Planning Authorities. 

6.7.6 In order to carry out the works, the contractor would be required to erect site offices and 

storage compounds.  One possible site has been identified in the Aller junction area.  If 

the contractor required an additional compound outside the land required for the works, 

all agreements relating to its provision would be strictly between the contractor and third 

parties and be subject to the usual planning regulations relating to such facilities.   
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Contractors tendering for the works would be informed in the contract documents as to 

those areas considered to be environmentally important and from which all compounds, 

storage or working areas should be excluded.   

6.7.7 It is anticipated that all earthmoving would be possible within the site boundaries 

although the contractor may enter into private arrangements with third parties, subject to 

the restrictions mentioned above, which may affect land outside the limit of the Scheme.  

All essential working space for the construction of the scheme is included in the 

Compulsory Purchase Order. 

6.7.8 All side road crossings would be subject to traffic control for construction vehicles.  

Public traffic would be catered for on suitable local diversions.  

6.7.9 Throughout the construction period the works would be supervised by suitably qualified 

personnel including archaeologists and ecologists, to ensure that all proposed protection 

measures and mitigation works are properly executed.   

6.7.10 Substantial cuttings would be required in the Yannon Lane/Maddacombe Road area and 

in the vicinity of Yon Street.  These would be through Breccia, Watcombe clays and 

derived soils, all of which could be excavated by conventional earthmoving machinery.  

Some of the Breccia in the deeper parts of the cutting, and strata containing boulders of 

limestone would probably require the use of pneumatic rock breakers. 

6.7.11 These cuttings would also require ground drainage measures to ensure stability of side 

slopes both during and after construction. It is unlikely that pumping boreholes and 

dewatering would be required in advance of the cutting excavation but horizontal 

drainage boreholes would be installed during a staged excavation.  After completion, the 

horizontal boreholes would drain water by gravity.  This water, as well as run off from the 

earthworks generally, would be passed through settling tanks or lagoons prior to 

discharging to local watercourses.  

6.7.12 Approximately 785,000 cubic metres of earthworks material, comprising topsoil, subsoil 

and rock, would be excavated and approximately 891,000 cubic metres would be 
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required to construct and topsoil the embankments and landscape bunds. Of the 

excavated material, approximately 121,000 cubic metres would be suitable to use as 

rock fill, capping or reinforced earth fill and approximately 166,000 cubic metres of 

unacceptable material from cuttings that cannot be used in forming the embankments 

would be used to form earth shaping areas to mitigate the effect of the Scheme.  A total 

of 124,000 cubic metres of acceptable material would be required to be imported. 

6.7.13 The total amount of road construction quarry products for use as rock fill, capping and in 

reinforced earth structures is approximately 225,000 cubic metres: 121,000 cubic metres 

would be site won and the remaining 104,000 cubic metres would be imported.  From 

the bulk earthworks, there would be approximately 18,000 cubic metres of 

surplus material that would require disposal off site.  The contractor would investigate 

the possibility of processing this surplus material on site to reduce the volume of quarry 

products required and reduce the volume to be disposed of. 

6.7.14 Topsoil that would have to be removed as part of the works would be stored nearby for 

re-use on the new verges and landscape areas to allow the regeneration of local 

species. 

6.8 Scheme Costs 

6.8.1 The cost of the Scheme, known as the Quantified Cost Estimate, is estimated to be 

£120.9 million. The Department for Transport requires an additional allowance, known as 

Optimism Bias, to be applied to schemes at certain stages of development. The 

additional allowance for the Scheme is £9.0 million and therefore, as identified in the 

Major Scheme Business Case, the Approved Scheme Cost would be £129.9 million. 

6.9 Meeting Objectives 

6.9.1 There is a clear need for improvement of the A380 transport corridor. The problems are 

related to transport, the environment and economic development. The impact of the 

existing conditions along the A380 between Penn Inn and Kerswell Gardens are 
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recognised at local and regional levels. 

6.9.2 The Scheme meets many of the objectives identified in section 4.2.4, providing an 

optimum balance between benefits impacts and cost. The Scheme would  

·  remove through traffic from the A380 through Kingskerswell and improve the 

environment; 

·  improve safety for all road user; 

·  reduce congestion and improve journey time reliability for traffic travelling 

between Penn Inn and Kerswell Garden; 

·  improve air quality in the A380 corridor, with particular reference to residential 

areas of Kingskerswell. 

·  improve access to Torbay tourist destinations from the north/west of Penn Inn 

Roundabout and improve access to employment and retail outlets 

·  deliver these benefits whilst keeping any adverse impacts to a practical 

minimum. 
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7 THE ORDERS 

7.1 The Order Land 

7.1.1 The Order Land is located between Penn Inn Roundabout at Newton Abbot and Kerswell 

Gardens roundabout to the south of Kingskerswell. The majority of the Order land is 

located in the district of Teignbridge, with a small proportion at the southern section of 

the Scheme in Torbay. 

7.1.2 The A380 between Penn Inn roundabout and Aller Road is fringed by urban 

development. At Penn Inn the Scheme would occupy the wide central reserve at the 

existing roundabout and continue south utilising the existing A380.  Widening of the 

existing road corridor would affect the back gardens of a number of properties. Mature 

non-native conifer trees and scrub fringe on the western side of the existing road would 

be affected, between the road and adjacent railway. 

7.1.3 At Aller, the Scheme diverges from the existing road to pass to the west of 

Kingskerswell, following the floor of the broad valley running north-south between 

Newton Abbot and Edginswell. The Kingskerswell valley is occupied by two 

watercourses flowing northwards to the River Teign, at Newton Abbot.  The Aller Brook 

rises in the Daccombe area and the Edginswell Stream joins the Aller Brook at 

Brookeador, in Kingskerswell.  Parts of the valley floor are floodplain storage areas. 

7.1.4 Land use comprises a mix of pastoral and arable, with sheep and cattle grazing on the 

lower-lying valley floor and sides and arable cropping to the west and north. West of 

Kingskerswell is an area of Common Land, largely deciduous woodland, on Kerswell 

Down.   

7.1.5 Land use intensity appears to be greater between Aller and Maddacombe Road than to 

the south at Edginswell, with larger, mainly arable, fields and more tightly managed 

hedges.   
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7.2 The Compulsory Purchase Order 

7.2.1 The Order has been made and submitted to the Secretary of State for confirmation 

pursuant to the Highways Act 1980 (sections 239, 240, 246 and 250) and the Acquisition 

of Land Act 1981 

7.2.2 The Order Land is required to carry out the construction and maintenance of the A380 

South Devon Link Road Kingskerswell Bypass, together with associated works (including 

mitigation measures). 

7.2.3 The Order Land has an area of 59.8628 hectares. The Order Plan shows the extent of 

the Order Land, which comprises 87 plots. The Order Plan comprises eight separate 

sheets. 

7.3 Land to be Acquired 

7.3.1 Confirmation of this Order will enable Devon County Council to acquire compulsorily land 

required for the Scheme in order to construct new highways, improve highways, stop up 

highways and private means of access to premises, and to provide new means of 

access to premises.  It will also enable Devon County Council to acquire compulsorily 

land required for the mitigation of adverse effects and for the acquisition of rights for 

construction and maintenance of the Scheme.  All land shown in the Schedule is 

required for the Scheme.  

7.4 Special Considerations affecting the Order Land  

7.4.1 There are no ancient monuments or listed buildings in the Order site. 

7.4.2 There are no buildings in a conservation area that would be demolished. 

7.4.3 The Scheme does not require any land owned by the National Trust. 

7.4.4 Part of an area of common land, which is known as Kerswell Down, is included in the 

Order Land. The area affected by the Scheme is indicated in the table below, together 
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with the area of Exchange Land, which is also included in the Order Land. 

Type of Land Lost to Scheme (m 2) Area of Exchange 
Land (m 2) 

Net change (m 2) 

Woodland 4,528 8,778 + 4,250 

Quarry * 4,060 0 - 4060 

Car park & 
access road to 
car park ** 

190 0 - 190 

TOTAL 8,778 8,778 0 
* The Quarry is now used as a store for road chippings by Devon County Council and 
has within its boundary a model car racing circuit. 

** The access road is also used to access the quarry and racing circuit. 

7.4.5 Devon County Council has applied for a Certificate under Section 19 of the Acquisition of 

Land Act 1981. 

7.4.6 The Commoner has the right to graze 10 cattle on the Common. 

7.4.7 The Exchange Land will provide replacement woodland together with an additional 4,250 

square metres of woodland which would be equally advantageous to the Commoner and 

the public.   

7.5 Property Demolition 

7.5.1 Eleven properties would require demolition. Two of these properties are currently 

occupied.  

7.5.2 Nine of the eleven properties are owned by Devon County Council and these are 

currently unoccupied and boarded up. 

7.5.3 For the two properties not owned by the authority, it is planned to build a replacement 

property in the retained land for one owner and planning permission has already been 

obtained for this. For the remaining property the owner would be compensated.  

7.6 The Side Roads Order (SRO) 

7.6.1 The SRO will, subject to confirmation by the Secretary of State for Transport, empower 
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the County Council to stop up existing side roads and private means of access affected 

by the Scheme, to improve existing side roads and to create new side roads and private 

means of access as a consequence of the main works. 

7.7 The Need for Side Roads Alterations 

7.7.1 The proposed alterations to existing highways and private means of access that would 

be affected by the Scheme are detailed in the Schedule attached to the Side Roads 

Order, and shown diagrammatically on the Side Roads Order plans.  

7.7.2 The Scheme would require alteration of side roads and accesses and the Order made 

under Sections 14 and 125 of the Highways Act 1980 implements these alterations. The 

Scheme requires the stopping up of highways at various points. Some sections of 

existing highways would be extinguished and then recreated as part of the proposals for 

the Scheme. Other sections of existing highways would be closed permanently; however 

convenient alternative routes are or would be available.  
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8 RELEVANT POLICIES AND PLANNING HISTORY 

8.1 The Planning Position 

8.1.1 A planning application for the Scheme was submitted to Devon County Council and 

Torbay Council on the 18 November 2004.  Torbay Council granted conditional planning 

permission on 22 August 2005 and Devon County Council on 26 August 2005.   

8.1.2 In order to bring the conditional planning permissions in line, a revised planning 

application, to extend the time for construction to 26 August 2012, was submitted to 

Torbay Council on 2 February 2007.  Conditional planning permission, with the extended 

time for construction, was granted on the 12 April 2007. 

8.2 Planning Policy Context 

8.2.1 The Scheme fits with strategies and policies at a number of levels: 

·  National transport and sustainable development objectives; 

·  The Draft Regional Spatial Strategy, the Regional Approach to Transport, the 

Regional Planning Guidance and the Regional Economic Strategy; 

·  South Devon sub-regional strategies including the Devon Structure Plan and the 

Devon Local Transport Plan; and 

·  Local strategies as expressed in the Teignbridge Local Plan, the Torbay Local Plan 

and the emerging Local Development Frameworks. 

8.3 National Policies and Plans 

 A New Deal for Transport: Better for Everyone.  The  Government’s White Paper on 

the Future of Transport (July 1998)  

8.3.1 Published in July 1998 this White Paper changed the emphasis of transport policy away 

from the predict and provide approach to dealing with traffic growth.  It focused on 
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integrated transport and the need to implement land-use policies to support sustainable 

development in order to reduce the need for travel and the impact of transport on the 

environment.  The focus [paragraph 1.5] is on an integrated transport policy that seeks 

to: “extend choice in transport and secure mobility in a way that supports sustainable 

transport development” through “a transport system that is safe, efficient, clean and fair.” 

8.3.2 The White Paper [paragraph 1.22] goes on to explain that an integrated transport policy 

means:  

·  “integration within and between different types of transport – so that each contributes 

its full potential and people can move easily between them; 

·  integration with the environment – so that our transport choices support a better 

environment;  

·  integration with land use planning – at national, regional and local level, so that 

transport and planning work together to support more sustainable travel choices and 

reduce the need to travel; 

·  integration with our policies for education, health and wealth creation – so that 

transport helps to make a fairer, more inclusive society.” 

8.3.3 The White Paper also sought to promote sustainable transport and states: 

·  “A modern transport system is vital to our country’s future. We need a transport 

system which supports our policies for more jobs and a strong economy, which 

helps increase prosperity and tackles social exclusion.  We also need a transport 

system which doesn’t damage our health and provides a better quality of life now – 

for everyone – without passing onto future generations a poorer world.  This is what 

we mean by sustainable transport and why we need a New Deal.” 

 “The New Deal for transport therefore sets the framework to: 
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·  reduce pollution from transport 

·  improve air quality 

·  encourage healthier lifestyles by reducing reliance on cars, and making it easier to 

walk and cycle more 

·  reduce noise and vibration from transport 

·  improve transport safety for users, those who work in the industry and the general 

public” 

8.3.4 Having established the overall policy context, this White Paper [paragraph 3.124] 

recognises that “parts of the trunk road are under considerable stress” and, to address 

associated problems of congestion and safety, states that “all decisions on road 

investment will be taken in the context of our integrated transport policy.”  In order to 

inform such investment decisions, the Government introduced a ‘new approach to 

appraisal [NATA], based on the following criteria: 

·  environment – protecting and enhancing the built and natural environment; 

·  safety – improving safety for all road users; 

·  economy – supporting substantial economic activity in appropriate locations and 

getting good value for money;  

·  accessibility – improving access to everyday facilities for those without a car and 

reducing community severance; 

·  integration – ensuring that all decisions are taken in the context of an integrated 

transport policy 

8.3.5 The new approach to appraisal continued to evolve after the publication of the New Deal 

for Transport White Paper and the associated methodology is now contained in the 

Transport Analysis Guidance, which is the principal guidance used to support the Major 
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Scheme Business Case. The methodologies contained in the Design Manual for Roads 

and Bridges, Volume 11, remain the principal guidance in respect of environmental 

assessment of schemes. 

8.3.6 Although the A380 between Newton Abbot and Torquay is not a trunk road, it is accurate 

to state that it is under stress. The Scheme has been appraised in accordance with 

Transport Analysis Guidance and the case for the Scheme has been presented to the 

Department for Transport. 

 Transport 2010:  The Ten Year Plan (July 1998) 

8.3.7 This is the Government’s investment plan for delivering its White Paper commitments to 

an integrated transport system.  This plan aims to deliver Government priorities on 

reducing congestion, a wider choice of quicker, safer, more reliable travel by road, rail, 

and other forms of transport. This Plan also sets out proposals for relaxing rules to 

achieve greater flexibility in meeting rural needs. The 10 Year Plan for Transport, 

published in July 2000, set down eight Public Service Agreement Targets.  

8.3.8 The Plan outlines the levels of transport investment to be made over the ten year period 

2000 – 2010, including the then current targeted programme of improvements. The plan 

also states that: 

“All road schemes will include high standards of environmental mitigation to ensure that, 

so far as reasonably possible, noise and the impact on biodiversity, the landscape and 

our heritage are minimised.” 

8.3.9 The Scheme includes a high standard of environmental mitigation measures in order to 

reduce the effects of noise, landscape impact, impacts on biodiversity and heritage, and 

would provide an improvement in reliable journey times for travellers between Newton 

Abbot and Torbay. 
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 The Future of Transport – a Network for 2030, Gover nment White Paper (July 2004)  

8.3.10 This sets out the Government’s long-term strategy for transport. An underlying strategy 

is to deal with the pressures of increasing demand for travel by striking the right balance 

among environmental, economic and social objectives. In terms of the road network, this 

includes new capacity, where it is needed and justified on environmental and social 

grounds.  The White Paper’s aim for roads is for: 

“smarter travel” and “a goal of providing a road network that provides a more reliable and 

freer-flowing system for motorists, other road users and businesses, where travellers  

can make informed choices about how and when they travel, and so minimise the 

adverse impact of road traffic on the environment and other people.” [Chapter 3] 

8.3.11 The White Paper goes on to outline the Government’s aims for the next 30 years, and 

focuses on three key themes of sustained investment, making improvements to transport 

management and planning ahead.  The document outlines that a continuation of road 

building to reduce congestion is not sustainable, but details a balanced approach 

between focused highway improvements and better management of the existing and 

public transport improvements.  The document’s forward states:    

“Our strategy takes a balanced approach.  Where it makes economic sense, and is 

realistic environmentally, we will provide additional transport capacity.  We want to see 

road widening and bypasses to tackle the worst areas of congestion, better bus services 

in our urban and rural areas and many other improvements.  But we also recognise that 

we cannot simply build our way out of the problems we face.  It would be 

environmentally irresponsible – and would not work.” 

8.3.12 At the heart of this strategy is the Government’s commitment to its four shared priorities: 

·  Delivering accessibility 

·  Tackling traffic congestion 
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·  Improving air quality 

·  Improving safety on the roads 

8.3.13 The Scheme would achieve significant outcomes in relation to all four of these shared 

priorities through:  

·  Accessibility: Torbay and parts of South Devon would have significantly improved 

accessibility, not only in relation to markets and services outside the sub-region, but 

also within the Torbay/South Devon area.  In addition to access for employment and 

tourism, the Scheme would improve accessibility to health facilities [especially to and 

from Torbay Hospital], schools and South Devon College, shops, civic amenity sites, 

leisure and entertainment facilities.  Improved accessibility would increase the self-

containment of the sub-region and enhance quality of life.  

·  Congestion: Congestion between Torquay and Newton Abbot acts as a critical 

constriction on the main artery into and out of Torbay.  The Scheme would free up 

the congested main road and enable the heavy traffic movements to flow freely.  

This would in turn enable buses to run more effectively and keep to timetables and 

avoid the serious delays they currently experience, which in turn would promote 

increased accessibility by public transport within the sub-region. 

·  Air quality: The Scheme would lead to a significant improvement in air quality 

through the urbanised Kingskerswell corridor, which together with significantly 

reducing the severance of the local community, would enhance the quality of life for 

the community living alongside the existing A380.  In particular the construction of 

the Scheme would result in an improvement the air quality through Kingskerswell 

such that it would no longer meet the criteria for an Air Quality Management Area.  

·  Safety: The Scheme would improve the road safety situation in the area.  This is due 

to the new dual carriageway standard A380 providing a safer route than the current 

single carriageway road through Kingskerswell, and the fact that the Scheme would 
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reduce traffic on substandard parallel routes. 

 Delivering a Sustainable Transport System – DaSTS ( 2008) 

8.3.14 The Eddington and Stern Reports (published in 2006) concluded that the national 

transport system is essential in the continued success of the UK economy and to our 

quality of life, but demonstrated that transport policy must ensure that the transport 

sector plays a key role in tackling climate change. 

8.3.15 In response to these two documents, the Government published ‘Towards a Sustainable 

Transport System’ – TaSTS (2007) and are currently consulting on DaSTS.  These 

documents outline the Government’s proposed approach to long-term transport 

planning, and how these policies are being put into action in a way that both tackles the 

immediate problems and also shapes our transport system to meet the longer term 

challenges that are critical to prosperity and our way of life. 

8.3.16 DaSTS outlines five goals for transport which focus on the challenge of delivering strong 

economic growth while at the same time reducing greenhouse gas emissions.  These 

goals state that the transport system should: 

·  Support national economic competitiveness and growth, by delivering reliable and 

efficient transport networks; 

·  Reduce transport’s emissions of carbon dioxide and other greenhouse gases, with 

the desired outcome of tackling climate change; 

·  Contribute to better safety security and health and longer life-expectancy by 

reducing the risk of death, injury or illness arising from transport and by promoting 

travel modes that are beneficial to health; 

·  Promote greater equality of opportunity for all citizens, with the desired outcome of 

achieving a fairer society;  

·  To improve quality of life for transport users and non-transport users, and to promote 
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a healthy natural environment. 

8.3.17 The Scheme is in agreement with the majority of the policies detailed in DaSTS.  It would 

support economic growth by relieving a major bottleneck on the A380 road network and 

providing a more reliable and efficient road network.  This would enable better use to be 

made of the existing road network within Torbay and north of Penn Inn where spare 

capacity is available. The Scheme would also improve health and security by improving 

road safety, and reducing road traffic accidents.  The Scheme would also improve the 

quality of life for residents on the A380 in Kingskerswell, by reducing the severance 

caused by traffic and improving air quality in this area. 

 Planning Policy Statement 1: Delivering Sustainabl e Development 

8.3.18 Planning Policy Statement 1 – Creating Sustainable Communities (PPS1) supports the 

reform programme and, in particular, the Government’s objectives for planning culture 

change, by setting out the Government’s vision for planning, and the key policies and 

principles that should underpin the planning system. These are built around three 

themes: 

·  Sustainable development – the purpose of the planning system. 

·  The spatial planning approach. 

·  Community involvement in planning. 

8.3.19 The key policy messages are: 

·  The need for planning authorities to take an approach based on integrating the four 

aims of sustainable development: economic development; social inclusion; 

environmental protection; and prudent use of resources. 

·  The need for positive planning to achieve sustainable development objectives and 

proactive management of development, rather than simply regulation and control. 



 

  
   

41 

·  The need for plans to set clear visions for communities and help to integrate the 

wide range of activities relating to development and regeneration. 

·  The need for the planning system to be transparent, accessible and accountable, 

and to actively promote participation and involvement. 

8.3.20 PPS 1 sets out that planning should aspire to make places better for people and deliver 

development where communities need it and which is sustainable. Planning should 

facilitate and promote sustainable patterns of urban and rural development by: 

·  Making suitable land available for development in line with economic, social and 

environmental objectives to improve the quality of life. 

·  Contributing to sustainable economic growth. 

·  Protecting and where possible enhancing the natural and historic environment and 

the quality and character of the countryside, and existing successful communities. 

·  Ensuring high quality development through good design. 

·  Ensuring that development supports existing communities and contributes to the 

creation of safe, sustainable and liveable communities with good access to jobs and 

key services. 

8.3.21 The Scheme has been drawn up taking full account of the principles outlined above. 

 Planning Policy Statement 7: Sustainable Developmen t in Rural Areas 

8.3.22 Planning Policy Statement 7 – Sustainable Development in Rural Areas (PPS7) provides 

guidance on the land use planning in rural areas of England and emphasises that 

particular care should be taken in rural areas, particularly designated areas.  It presents 

advice on the role of the planning system in relation to the countryside.  It promotes 

sustainable development principles for meeting the social and economic needs of people 

who need to live and work in the countryside and advises on achieving a good quality of 
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development and respecting the character of the countryside.  Paragraph 1(vi) states  

“All development in rural areas should be well designed and inclusive, in keeping and 

scale with its location, and sensitive to the character of the countryside and local 

distinctiveness.” 

8.3.23 The Government’s objectives for rural areas that fall from this Planning Policy Statement 

are: 

·  To raise the quality of life and the environment in rural areas; 

·  To promote more sustainable patterns of development; 

·  Promoting the development of the English regions by improving their economic 

performance so that they are able to reach their full potential; and 

·  To promote sustainable, diverse and adaptable agriculture sectors. 

8.3.24 The guidance also indicates that developments involving agricultural land should seek to 

minimise the loss of best quality and most versatile land.  Where significant development 

of agricultural land is unavoidable, PPS7 guides that local planning authorities should 

seek to use areas of poorer quality land (grades 3b, 4 and 5) in preference to that of a 

higher quality, except where this would be inconsistent with other sustainability 

considerations.   

8.3.25 The Scheme results in a significant reduction of traffic using routes through the Area of 

Great Landscape Value to the east of Kingskerswell. Although it would require land in 

the ‘best and most versatile’ category, measures are included in the scheme to restore 

land temporarily required for construction with a soil profile suitable for creation of land of 

subgrade 3a quality. 

 Planning Policy Statement 9: Biodiversity and Geolo gical Conservation  

8.3.26 Planning Policy Statement 9 – Biodiversity and Geological Conservation (PPS9) 

establishes the Government’s policies on the protection of biodiversity and geological 
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conservation through the planning system. The PPS recognises the need to balance 

development and economic growth whilst ensuring effective conservation of wildlife and 

natural resources. 

8.3.27 Regional planning bodies and local planning authorities should adhere to the following 

key principles to ensure that the potential impacts of planning decisions on biodiversity 

and geological conservation are fully considered: 

·  Plan policies and planning decisions should be based upon up-to-date information 

about the environmental characteristics of their areas.  These characteristics should 

include the relevant biodiversity and geological resources of the area.  In seeking to 

keep environmental characteristics under review local authorities should assess the 

potential to sustain and enhance those resources. 

·  Local planning authorities should consider whether proposed developments could be 

accommodated without causing harm to biodiversity and geological conservation 

interests.  Where there may be significant harmful effects, local planning authorities 

will need to be satisfied that any reasonable alternative sites that would result in less 

or no harm have been fully considered. 

·  Where development will result in unavoidable and significant adverse impacts on 

biodiversity and geological conservation, planning permission for it should only be 

granted where adequate mitigation measures are put in place. Local planning 

authorities should normally s eek appropriate measures to compensate for any 

harm, which cannot be prevented or mitigated. 

8.3.28 The local planning authorities consulted the Statutory Environmental Bodies during the 

planning process and a number of detailed points have been addressed in the Scheme 

design. No objections to the Scheme have been received from any of the Statutory 

Environmental Bodies. 
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 Planning Policy Guidance 13: Transport 

8.3.29 Planning Policy Guidance Note 13 – Transport (PPG13) seeks to integrate planning and 

transport at the national, regional, county and local level.  The emphasis is upon more 

suitable forms of development involving less need to travel, but also acknowledging that 

sustainable development has to recognise and allow for the associated transport 

infrastructure that is needed to support such development. Such associated 

infrastructure can range from major new transport investment to more localised 

measures facilitating pedestrian and cycle movements.  Annex C deals with mitigating 

the impact of new transport infrastructure.  This states:  

“Care must be taken to avoid or minimise the environmental impact of any new transport 

infrastructure projects, or improvements to existing infrastructure; this includes the 

impacts which may be caused during construction (including the need to transport 

materials to and from the site, and dispose of spoil).   Wherever possible, appropriate 

measures should be implemented to mitigate the impacts of transport infrastructure.” 

8.3.30 The Scheme addresses PPG13 by incorporating measures that mitigate adverse 

environmental effects. Such measures include landscape planting, creation of false 

cuttings, provision of drainage attenuation lagoons, provision for species such as bats, 

otters and badgers, and archaeological excavations. 

 Planning Policy Guidance 15: Planning and the Histo ric Environment  

8.3.31 Planning Policy Guidance Note 15 – Planning and the Historic Environment (PPG15) 

sets out government guidance on historic buildings, conservation areas and other 

elements of the historic environment.   

8.3.32 Section 5 is devoted to transport and traffic management in historic areas.   Reference is 

made not only to the direct physical impacts of roads, but also the indirect impact by, for 

example, altering new patterns of movement and generating pressures for development.   

Consideration should be given to the need for a new route and, if it is unavoidable, to the 
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features of the historic landscape which may be affected.  It states: 

“If a new route is unavoidable, authorities should initially identify any features of the 

historic environment and evaluate their importance.  Wherever possible, new roads (and 

any other transport infrastructure) should be kept away from listed Buildings, 

conservation areas and other historic sites.  However, in each case a suitable balance 

has to be struck between conservation, other environmental concerns, economics, 

safety and engineering feasibility.” 

8.3.33 The guidance above has been taken into account in the development of the Scheme. No 

objections have been received from English Heritage or other bodies with cultural 

heritage responsibilities. 

 Planning Policy Guidance 16: Archaeology and Planni ng 

8.3.34 Planning Policy Guidance Note 16 – Archaeology and Planning (PPG16) emphasises 

the importance and vulnerability of archaeological areas.   It states: 

“Archaeological remains should be seen as a finite, and non-renewable resource, in 

many cases highly fragile and vulnerable to damage and destruction.  Appropriate 

management is therefore essential to ensure that they survive in good condition. In 

particular, care must be taken to ensure that archaeological remains are not needlessly 

or thoughtlessly destroyed.  They can contain irreplaceable information about our past 

and the potential for an increase in future knowledge. They are part of our sense of 

national identity and are vulnerable both for their own sake and for their role in 

education, leisure and tourism.” 

8.3.35 The guidance in PPG16 does recognise that, with the many demands of modern society, 

it is not always feasible to save all archaeological remains.  It states: 

“The key question is where and how to strike the right balance.  Cases involving 

archaeological remains of relative minor importance will not always be so clear cut and 

planning authorities will need to weigh the relative importance of archaeology against 
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other factors including the need for the proposed development.” 

8.3.36 Where physical preservation in situ is not possible, excavation leading to “preservation 

by record” may be acceptable.  

8.3.37 The planning authority has considered the issues identified above and has provided 

planning conditions for the preservation by record of the archaeological remains 

identified in the Environmental Statement. No objections have been received from 

English Heritage or other bodies with cultural heritage responsibilities. 

 Planning Policy Statement 23: Planning and Pollutio n Control 

8.3.38 Planning Policy Statement 23 – Planning and Pollution Control (PPG23) seeks to 

provide advice on the relationship between planning and pollution control systems, 

encouraging close liaison between both systems, particularly in respect of air quality, 

water quality and waste management.  Where potentially polluting developments are 

proposed, the PPS advises that the Environmental Statement should: “provide a full and 

systematic account of a development’s likely effects on the environment, including those 

which are subject to pollution controls, and the measures envisaged to avoid, reduce, or 

remedy significant adverse effects”. 

8.3.39 The Scheme does take account of the likely effects on the environment, which have 

been reported in the Environmental Statement in accordance with the above advice. 

 Planning Policy Guidance 24: Planning and Noise 

8.3.40 Planning Policy Guidance Note 24 – Planning and Noise (PPG24) notes that noise can 

have significant effect on the environment and on the quality of life enjoyed by 

individuals and communities.  As such, it seeks to achieve separation of noise 

generating activities from the most sensitive receptors, in particular residential areas. 

8.3.41 The advice in PPG24 has been taken into account in the development of the Scheme. 

Measures to mitigate the effects of noise have been included in the Scheme design, 
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including false cuttings and low noise road surfacing.  

 Planning Policy Statement 25: Development and Flood  Risk 

8.3.42 Planning Policy Statement 25 – Development and Flood Risk (PPS25) identifies that the 

susceptibility of land to flooding is a material consideration in the development process.   

It highlights that the precautionary principle should be to avoid flood risk and manage it 

elsewhere. Development proposals are expected to recognise the importance of 

functional floodplains and avoid inappropriate development and undefended floodplains 

where possible with the provision of flood defence and warning measures where 

required. 

8.3.43 The Environmental Statement details the full assessment of the Scheme on the water 

environment. A flood risk assessment was submitted to the planning authority in 

February 2005 and is referred to in the Grant of Planning Permission. Subsequently, 

applications to the Environment Agency (and the National Fish Pass Group) for Land 

Drainage Consent were issued. Other than comments on the structures finishes, the 

Environment Agency confirmed in October 2005 that it has no objections to the 

applications. 

8.4 Regional Policies and Plans 

 RPG10: Regional Planning Guidance for the South Wes t (2001) 

8.4.1 The Regional Planning Guidance (RPG) for the South West (RPG10), published in 2001, 

provides a framework for the provision of policy development plans within the region. It 

provides the framework for the Devon Structure Plan (2001 to 2016) which was adopted 

in October 2004.  

8.4.2 The existing Regional Transport Strategy (RTS) for the South West is also set out in 

RPG10. This provides a regional context for transportation planning for the period to 

2016 and beyond. 
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 Draft Regional Spatial Strategy for the South West  

8.4.3 The Draft Regional Spatial Strategy for the South West (RSS) includes The Regional 

Approach to Transport (RAT)  The opening paragraph of the RAT [5.1.1] states: 

“The Spatial Strategy …will mean growth and change will be planned for strategically, 

realising potential and enabling some of the region’s deeper seated problems to be 

addressed by guiding development and investment to places where it can have best 

effect. 

“Proper planning of transport…will assist the achievement of the Spatial Strategy and its 

three main strategy emphases [including] stimulating economic activity in the west of the 

peninsula” 

8.4.4 The RAT stresses the importance of connectivity “which will have important 

consequences for the western peninsula in particular” [Para 5.1.1]. 

8.4.5 Other key themes in the RAT are its emphasis on concentrating transport investment at 

the main urban areas, such as Torbay, which are designated as Strategically Significant 

Cities and Towns, (SSCTs), and mitigating and reducing harmful environmental impacts, 

developing sustainable modes of travel, including public transport, especially in 

congested corridors. 

8.4.6 The A380 from Exeter to Torbay is identified as one of eight regionally significant road 

routes in the South West, and is covered by RSS Policy TR10, which states that a 

corridor management approach will be adopted to make the best use of the network to 

facilitate modal shift, reduce traffic impact on the built and natural environment and 

improve the quality of life of communities, seeking to improve air quality, and reduce 

accidents, severance and the impact of noise.  

8.4.7 The existing A380 between Penn Inn and Kerswell Gardens currently fails in its function 

as a strategic transport link. Journey time reliability is poor, the route has been declared 

an Air Quality Management Area by Teignbridge District Council, the accident rate is 
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higher than the A380 northwards towards Exeter, and the passage of 33,400 vehicles 

per day causes severance and noise impacts. 

8.4.8 The Scheme would assist the RAT in its main strategic emphasis of stimulating 

economic activity in the west of the peninsula, in addressing the transportation needs of 

one of the region’s SSCTs, in improving the quality, effectiveness and reliability of the 

local and wider area bus services currently being constrained in one of the region’s most 

congested corridors, and in achieving the objectives of RSS policy TR10. 

8.4.9 The Scheme is included in the South West Region’s Regional Funding Allocation (RFA) 

programme 2009/10 to 2015/16 following the acceptance by Ministers of advice given by 

the Regional Assembly regarding priorities for transport scheme proposals. 

8.5 Structure Plans, Local Plans and Local Developm ent Frameworks 

 Devon Structure Plan 

8.5.1 The Devon Structure Plan (2001 to 2016) sets out the policies and proposals for the 

whole of Devon covering the period to 2016 and provides the background to the Local 

Transport Plan 2006 to 2011. These polices remain in force until they are replaced by 

the emerging Regional Spatial Strategy. 

8.5.2 The Devon Structure Plan (DSP), adopted in October 2004, is likely to remain in force 

until the formal adoption of the Draft Regional Spatial Strategy in 2009. The Scheme is 

identified as one of a number of strategic network investment proposals in Proposal 

TR17, programmed to commence during the period 2001 to 2016. 

8.5.3 The DSP notes [paragraphs 3.60 and 3.61] that Torbay’s existing infrastructure has 

come under increasing pressure, and that there is a need for improvements to its 

transport linkages to reduce peripherality.  

8.5.4 Policy ST13, dealing with the Torbay PUA, states that priority should be given to a 

development strategy that takes advantage of the opportunities resulting from the 
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Scheme. 

8.5.5 The SDLR is also seen as an important contribution to the effective delivery of 

sustainable new development in the Newton Abbot area in the period to 2016 [paragraph 

3.63]. 

 Devon Local Transport Plan 

8.5.6 Devon on the Move, the Devon Local Transport Plan 2006 to 2011, sets out Devon 

County Council's approach to travel and transport in Devon: helping to meet everyone's 

travel needs, making roads safer and providing alternatives to the car. This Plan includes 

the programme of local transport plan schemes and 22 targets for the period 2006 to 

2011. The Devon Local Transport Plan was submitted to Government, in accordance 

with the Department for Transport guidance, on the 31st March 2006. 

8.5.7 The LTP recognises the A380 South Devon Link Road as the key element of the 

strategy for the A380 Corridor and Kingskerswell, and the Scheme is included in the LTP 

as a major scheme with a commitment to deliver the Scheme as quickly as possible. 

 Teignbridge Local Plan  

8.5.8 Currently the Adopted Teignbridge Local Plan (1989 to 2001) still forms the basis for 

making planning decisions but will be superseded once the Council has put in-place its 

Local Development Framework. 

8.5.9 Teignbridge Council's previous work towards an LDF focused on a Core Strategy 

Development Plan Document. This Plan was found unsound following an Examination in 

Public in the summer of 2007. Work is currently underway on two Area Action Plans, for 

the edge of Exeter and the Newton Abbot area in addition to a Core Strategy. 

8.5.10 In March 2007 Teignbridge Council sought approval from the Secretary of State for 

Communities and Local Government to save some of the policies in the adopted 1996 

Teignbridge Local Plan for an extended period until they are replaced. 
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8.5.11 The Secretary of State confirmed on 20 September 2007 which polices have been saved 

beyond 27th September 2007. No time limit is imposed on how long those policies 

continue to be saved. 

8.5.12 Proposal T1 details proposed highway schemes within the district and includes the A380 

Kingskerswell Bypass as Proposal T1(a).  This policy has been saved.    

 Torbay Local Plan 

8.5.13 The Torbay Local Plan, adopted in 2004, sets out a framework for providing for the 

needs of the community in the context of Torbay’s PUA status, without harming the 

environment.  The Local Plan stresses the importance of the economy to the life and 

vitality of Torbay, and notes [paragraph 2.26] that “there is an urgent need to respond to 

Torbay’s serious economic problems.”  It goes on to identify a number of key provisions 

that are necessary for the economic delivery, including provision of new employment 

sites, new tourism facilities and [paragraph 2.29] “There is a need to improve road and 

rail access to the national route network, including overcoming the congestion bottleneck 

through Kingskerswell, to the north west of Torquay.” 

8.5.14 Proposal T21 in the Local Plan safeguards the southernmost part of the land required for 

the Scheme which lies within Torbay [the remainder being located within Teignbridge 

District of Devon].  The explanation to the Local Plan proposal refers to the work of 

consultants which shows that the building of a new road to bypass Kingskerswell is “the 

only practicable way of improving access to Torbay for long distance traffic and local 

public transport, as well as reducing air pollution problems in this corridor.” [Paragraph 

15.101.] 

8.5.15 The employment section of the Local Plan draws attention to the importance of securing 

improved access to Torbay [paragraph 4.13], and this reflects the view of the vast 

majority of the Torbay and South Devon business communities. 

 



 

  
   

52 

 Torbay Local Transport Plan 

8.5.16 The Torbay Local Transport Plan [LTP] sets out a sustainable transport framework for 

the period 2006 – 2011, for transport and access to Torbay’s homes, jobs and other 

facilities. The LTP is based on a ranking matrix that assesses each major scheme, 

programme  and project against the Government’s four shared priorities and the 

Community Plan’s themes. 

8.5.17 The aim of the LTP is to provide a range of measures that can be used to provide the 

best outcomes and which provide value for money to improve the Torbay transport 

network, in keeping with the priorities of the LTP. 

8.5.18 The key policy objectives of the LTP are to: 

·  Improve accessibility, for all sections of the community  

·  Enhance air quality through Air Quality Management Areas 

·  Ease congestion through encouraging non-car modes of travel, relieving congestion 

hot spots and minimising conflicts between modes of transport 

·  Improve road safety through a high standard of maintenance 

·  Address other quality of life issues, including delivering the Torbay Community Plan, 

support for economic and social development initiatives, minimising environmental 

impact of transport and maintaining and enhancing the quality of the urban 

environment and the public realm 

8.5.19 The LTP highlights the Scheme in the 30 year vision for Torbay:  

Congestion on the main route into Torbay would be removed through the construction of 

the South Devon Link Road. 

8.5.20 The Scheme is included in the LTP’s five year programme as a Major Scheme with a 
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commitment to deliver the Scheme as quickly as possible.  

 Summary of Local Transport Plans 

8.5.21 The Devon and Torbay LTPs have an identical section explaining the Scheme.  They 

explain that the purpose of the Scheme is to:  

·  Reduce traffic congestion on the A380 

·  Support the economic regeneration of South Devon and Torbay 

·  Enhance bus services between Newton Abbot, Torquay, Paignton and Brixham 

·  Improve the quality of life for the residents of Kingskerswell 

·  Reduce the volumes of traffic which currently use unsuitable alternative routes 

8.5.22 The LTPs summarise the process of route selection and set out conclusions of the 

environmental assessment and economic study. They also set out other elements of the 

strategy for the A380 corridor, which include: 

·  Improvements to bus services, including introduction of a new fleet of vehicles for 

the core service 12, implemented in 2004 (further benefits will be realised when the 

Scheme is completed) 

·  Installation of an on-road cycle lane along the length of the A380 between Penn Inn 

and Kerswell Gardens, completed in 2004 (further benefits will be realised when the 

Scheme is completed) 

·  Improvements to ease traffic flows at Penn Inn, completed in 2003 (further benefits 

will be realised when the Scheme is completed) 

·  Working with local schools, to encourage the use of non-car modes, ongoing 

·  Publicity for car-sharing at visible locations along the route, ongoing 
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·  Road safety improvements at Jury’s Corner and Kerswell Gardens, completed in 

2004 (further benefits will be realised when the Scheme is completed) 

·  Improvements to local rail services, including the introduction of a clock face 

timetable and increased service capacities, implemented in 2004 
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9 EFFECTS OF THE SCHEME 

9.1 Landscape Effects 

9.1.1 The design of the Scheme aims to integrate the new bypass into the local landscape as 

far as possible. However, the Scheme would involve the removal of approximately 5.5km 

of field hedges, 0.44km of garden hedges, 70 mature individual trees and 1ha of 

woodland.  

9.1.2 The construction and operation of the Scheme would generate a combination of adverse 

landscape, townscape and visual impacts.  The visual envelope of the Scheme, 

however, is largely restricted to the densely-developed Aller, Kerswell and Edginswell 

Valleys, with few longer distance views from the surrounding countryside.  The adjoining 

Coffinswell valley would be largely unaffected by the Scheme. 

9.1.3 There would be substantial adverse landscape and visual impacts (particularly on views 

from residential properties in Newton Abbot and Kingskerswell) during the construction 

phase along the whole length of the Scheme. After completion, traffic would be more 

prominent in views from the southern edges of Newton Abbot than it is on the existing 

A380 and embankments and traffic would intrude into the Aller valley. In views from 

much of lower Kingskerswell, when the earthworks have been finished and grassed, only 

the top of lorries would be visible, but the rock cutting at Kerswell Down would appear 

stark. These adverse impacts would be considerably reduced when the mitigation 

planting becomes established, because it would screen traffic in most views and create 

an extension to the existing wooded hillside to the west of Kingskerswell.  

9.1.4 Visual effects on existing residential properties were assessed in 2004 as, at 15 years 

after construction, to be substantial adverse: 43 properties, moderate adverse: 47 

properties, slight adverse: 265 properties, no change: 575 properties and beneficial: 70 

properties.  In addition, the visual effects on Scheduled Monuments, Listed Buildings and 

Structures were assessed in 2004 as, at 15 years after construction, to be moderate 

adverse: 2 Listed Buildings, slight adverse: 2 Scheduled Monuments (one also a Listed 
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Building) and 4 other Listed Buildings, no change: 6 Listed Buildings.  

9.1.5 The adverse landscape and visual effects would be mitigated by measures which include 

extensive ‘false cuttings’ to minimise the visual intrusion of traffic along part of the south-

eastern side of the main Aller junction embankment and where the road would traverse 

the valley sides to the west of Kingskerswell.  ‘False cuttings’ are screen mounds 

alongside the road that would be shaped to blend in with the natural landform. 

9.1.6 There would also be extensive areas of new woodland planting (15.43 ha), visually 

linking with existing woods in keeping with local landscape patterns.  The pattern of 

hedges, disrupted at the construction phase, would be reconnected with new highway 

boundary hedges.  In total, 3.5 km of hedges and over 100 new specimen trees would 

be planted.   

9.2 Ecology and Nature Conservation 

9.2.1 The Environmental Statement (ES) refers to a number of locally designated (i.e. non-

statutory) sites of nature conservation importance as being affected by the Scheme. 

Since the ES was published, a review of the non-statutory site system has been carried 

out; a process that has resulted in a number of boundary alterations, de-notifications and 

new site designations. The Devon Biodiversity Records Centre was contacted in 

February 2009 to check the revised nomenclature and to establish the status of all non-

statutory sites along the route of the Scheme to update the data contained within the ES. 

9.2.2 Revised nomenclature and updating is shown below: 

·  CWS County Wildlife Site (CWS) – unchanged.   

·  Other Sites of Wildlife Interest (OSWI) – formerly Local Wildlife Sites (LWS). 

·  Unconfirmed Wildlife Sites (UWS) – formerly potential County Wildlife Sites 

(pCWS) 
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 Site � ES Designation, Update and Site Description � Assessment 

 Milber Wood � Formerly LWS, now OSWI – boundaries unchanged 

– plantation and semi-natural broad-leaved 

woodland�

Slight 

Adverse�

 Torbay Ring 

Road �

Formerly LWS, now OSWI – boundaries unchanged 

– road verge grassland on ballast�

Slight 

Adverse�

 Ford Fields & 

Kingskerswell 

Road Fields�

CWS – The boundary was extended in 2007 to 

include wet grassland to the south-west and west, 

and to encompass several nearby ponds that 

support Great crested newt, in addition to newt 

terrestrial habitat within and adjacent to an 

allotment. The status unchanged but it is now 

entitled ‘Ford Fields and Kingskerswell Road Fields 

CWS’.�

Slight 

Adverse�

 Aller Bridge� Formerly PCWS, now comprises improved 

grassland – deleted from list�

Not 

applicable 

 Yannon Lane 

Fields�

CWS – No change to boundaries and status. This 

site is designated for breeding Cirl bunting interest; 

however it should be noted that known breeding Cirl 

bunting territory was not confined to the CWS 

boundary.�

Slight 

Beneficial�

 Manor House 

Fields �

Formerly a pCWS Now an UWS.  The boundaries 

remain unchanged and the site comprises 

unimproved grassland and scrub on limestone 

Slight 

Adverse 

 Manor House Now comprises improved grassland – deleted from 

list.�

Not 

applicable 

 Kerswell Down 

and Whilborough 

Common�

Boundaries and status unchanged. Secondary 

limestone broad-leaved woodland and scrub and 

small quarry cutting used as a car park 

Moderate 

Adverse�

 Kerswell Down 

Hill Fields�

Formerly PCWS, now UWS – boundaries remain 

unchanged – unimproved /semi-improved 

grasslands and scrub on limestone�

Slight 

Adverse�

 Edginswell Farm� CWS – No change to boundaries and status – 

wetland; semi-improved damp grassland and 

mature hedges 

Moderate 

Adverse�
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9.2.3 Permanent land take would result in the following losses from non-statutory sites: 

·  Approximately a hectare of grassland and fen from the Edginswell Farm CWS 

·  Approximately a hectare of woodland and scrub at Kerswell Down and 

Whilborough Common CWS 

·  Approximately two hectares of grassland from Manor House Fields UWS 

·  Approximately half a hectare of grassland from Kerswell Down Hill Fields UWS 

·  Approximately three hectares of arable land from Yannon Lane Fields CWS 

·  Approximately one hectare of semi-improved pasture and wet grassland at Ford 

Fields CWS would be lost.  An additional (approximately) two hectares would be 

temporarily lost during construction to a site compound and access track (the 

latter to enable construction of a culvert under the mainline railway), but habitat 

would be reinstated on completion of works. 

9.2.4 The majority of Aller Bridge pCWS was assessed in the Environmental Statement as 

being lost to the scheme; however this site has now been deleted from the non-statutory 

site list and according to the Devon Biodiversity Records Centre, comprises improved 

grassland of low ecological value. The original assessment of moderate adverse is no 

longer relevant. 

9.2.5 In addition to the loss of habitats in the designated sites, approximately 5.5 km of 

hedgerow would be lost as a result of permanent land take for the Scheme and a 300m 

length of the Aller Brook would be diverted.  The Aller Brook diversion would include a 

140m long culvert to pipe the brook under the road junction at Aller.  The loss of the 

hedgerows is assessed as moderate adverse and the brook habitat as slight adverse. 

9.2.6 Habitats within or adjacent to the Scheme corridor support a number of protected fauna 

species, including Lesser horseshoe and other bat species, birds including Cirl bunting, 

Badger, Otter, Great crested newt and Atlantic salmon.  The effects are assessed as 
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large adverse for bats, slight adverse for Cirl bunting and Atlantic salmon, slight adverse 

for Great crested newt and neutral for Badger and Otter. The effects on bats are 

assessed as large adverse due to the severance of flight routes at the southern end of 

the Scheme which may result in disruption to bat commuting patterns, as well as loss of 

feeding habitat in particular of wetland and hedges at Edginswell CWS. 

9.2.7 There are no Sites of International Wildlife Importance or Sites of Special Scientific 

Interest within the Scheme corridor.  At the Edginswell Farm County Wildlife Site, 

mitigation includes creation of new wetland habitat in the immediate area, as well as 

scrub and woodland planting in close proximity and sensitive management of the 

retained wetland expressly for conservation.  The new and retained wetland habitats, as 

well as other grassland habitat within the Scheme corridor would continue to be grazed; 

in the Edginswell area under the guidance of a conservation management plan, in order 

to maintain its value to feeding bats.  Other measures include grassland establishment 

on new road embankments to compensate for loss of elements of some grassland 

County Wildlife Sites, and hedgerow and woodland planting to mitigate for loss of part of 

Kerswell Down and Whilborough Common CWS. The exchange common land off 

Churchway Lane would be managed under the guidance of a conservation management 

plan.   

9.2.8 Where hedgerows are to be lost, new hedgerows would be planted with a mix of native, 

locally occurring species.  Existing heavily managed hedgerows would be allowed to 

grow taller and wider.  Grassland establishment would help mitigate for loss of grassland 

along the Scheme corridor. 

9.2.9 Badger tunnels and fencing are proposed at two points along the Scheme, to enable 

Badgers to continue to access existing foraging habitat on the eastern side of the 

Scheme, whilst reducing the risk of road kills.  Badger proof fencing would be installed to 

guide animals towards tunnel entrances. 

9.2.10 In order to ensure that Otters are able to continue to move freely along watercourses at 

periods of peak flow, a tunnel has been incorporated into the Scheme at Aller.  The 
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section of watercourse to be lost at Aller Junction would be replaced and works on the 

watercourses would be undertaken so as to ensure the integrity of water quality and 

maintain access for migratory fish by the inclusion of a fish traverse and pool in the 

culvert at Aller. 

9.2.11 Use of culverts and temporary low-level lighting would divert Lesser horseshoe bats 

under the Scheme at Edginswell. A purpose-built roost would be constructed in an 

appropriate location under appropriate licence to replace the small number of low 

conservation status building roosts that would be lost to the Scheme.  A bat box scheme 

would be implemented to mitigate for loss of tree roosts.  

9.2.12 Management agreements in advance of construction would focus on arable land 

adjacent to the Scheme, to enhance hedges and their structural diversity and to manage 

field edges to increase Cirl bunting foraging extent and quality.  Some work has 

commenced in this regard, on land at Manor Farm, north of Aller Cross.  The work at 

Manor Farm involves ploughing and cultivating with a specific seed mix to benefit Cirl 

bunting and other insectivorous birds. 

9.2.13 Agreement has been reached with the RSPB to assist in the purchase of land at 

Labrador Bay and for this land to be managed for the benefit of Cirl bunting and bats for 

the foreseeable future. This land will provide off-site nature conservation and 

compensation in addition to the on-site mitigation measures described above. 

9.3 Cultural Heritage  

9.3.1 No nationally important archaeological remains have been identified within the Scheme 

corridor. Two known archaeological sites would be directly affected; the Iron Age/ 

Romano-British site at Aller Cross is considered to be of regional importance, whilst the 

medieval building off Edginswell Lane south of Kingskerswell is of local importance.  

Other known features that would be directly affected by the Scheme include buried 

remains of the prehistoric and post-medieval periods, parish boundaries and sunken 

lanes; these are considered to be of minor local importance. 
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9.3.2 The main effect on the archaeological sites and features identified would be caused by 

physical damage to sites or severance of features during construction 

9.3.3 No Scheduled Monuments or Listed buildings would be directly affected by the Scheme. 

However, the construction of the Scheme west of Kingskerswell would have slight 

adverse effects on the settings of the Scheduled Monuments of Kingskerswell Manor 

ruins and Kerswell Down; a slight adverse effect on the setting of one Grade II* Listed 

building of national importance; moderate adverse effects on the settings of four Grade II 

Listed buildings of regional or county importance; and slight adverse effects on the 

settings of five Grade II Listed structures of regional or county importance. 

9.3.4 The loss of these sites would be mitigated through archaeological recording prior to 

construction by means of detailed excavation or Strip, Map and Sample. Earthwork 

features such as parish boundaries and sunken lanes would be surveyed prior to site 

clearance.  The loss of remains of minor importance, whether known or discovered, 

would be mitigated by archaeological recording by means of a watching brief during 

construction.  

9.3.5 False cuttings and landscape planting would be used to screen the sight and sound of 

the road past the old Kingskerswell village. 

9.4 Property Demolition  

9.4.1 Eleven properties would be demolished during the construction of the Scheme, none of 

which are of historical value.  

9.4.2 Nine of the eleven properties are owned by Devon County Council and these are 

unoccupied and boarded up.  For the two properties not owned by the authority, it is 

planned to build a replacement property in the retained land for one owner and planning 

permission has already been obtained for this. For the remaining property the owner 

would be compensated.  
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9.5 Water Quality and Drainage 

9.5.1 It is not envisaged that the construction works of the Scheme once opened would have 

any significant effect upon local groundwater regimes nor would they affect licensed 

abstraction sites.  The magnitude of the impact on groundwater would be minor adverse. 

9.5.2 Construction work would occur immediately adjacent to or within watercourses at 15 

sites. This work would include the provision of new culverts and two lengths of new 

channel. The Scheme would reduce the risk of both pollution and flooding of the existing 

watercourses Aller Brook and Edginswell Stream and would have a moderate positive 

impact on the frequency and amount of flooding associated with the Aller Brook and 

Edginswell Stream. The new channel west of Kingskerswell would allow the possibility of 

fish migration to the Edginswell County Wildlife Site, about 1 km further upstream than is 

possible at present. 

9.5.3 In order to minimise the potential highway drainage affects of the Scheme, flows from 

the carriageways would be concentrated at six outfalls. At either end of the Scheme, 

where the new construction abuts existing highway, use would be made of existing 

outfalls and drainage infrastructure. Elsewhere, outfall positions take into account the 

need to avoid increasing flood risk and the ability to contain potential pollution risks by 

the use of attenuation ponds. 

9.5.4 The risk of a serious spillage along the route is low. Despite the low accidental spillage 

return periods (1 in 400 years along the Scheme with 1 in 247 years at Aller junction) the 

Scheme would incorporate either full bypass interceptors or pollution traps in the form of 

attenuation ponds. 

9.6 Land Use and Agriculture 

9.6.1 The Scheme would result in the permanent loss of 41.24ha of agricultural land, of which 

16.04ha is classified as the best and most versatile land in Grades 2 (2.09ha) and 

subgrade 3a (13.95ha).  Some 21 holdings comprising agricultural land would also be 

affected though only six are assessed as full time agricultural holdings; many of the other 
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holdings are used as paddocks for grazing horses. None of the holdings described as 

full-time, viable holdings would be rendered non-viable by the construction of the 

Scheme. 

9.6.2 The permanent effect of construction on the agricultural land resource is difficult to 

mitigate, but it is intended that no subsoil or topsoil would be removed from the Scheme 

corridor. Further, it is intended that where land is required for temporary works this 

would, where appropriate, be restored back to at least its former Agricultural Land 

Classification grade. 

9.6.3 New access tracks and field entrances would be provided in order to minimise long-term 

disruption to agriculture.  

9.7 Pedestrians, Cyclists, Equestrians and Communit y Effects 

9.7.1 Footpath Nos 45 and 36 /262 would be severed by the Scheme and a section of 

Churchway Lane would be closed. The car park on Kerswell Downs would be closed. 

9.7.2 A separate pedestrian / cycle route would be provided between Penn Inn and Aller. An 

improvement to local bus services in Aller and Milber estates would be provided to 

mitigate against the loss of bus stop provision along the A380 between Penn Inn and 

Aller.  

9.7.3 Suitable footpath diversions would be provided. A new Highway between Yon Street and 

the remaining section of Churchway Lane would be provided.  A replacement car park 

would be provided on Kerswell Downs with an entrance off Maddacombe Road. 

9.8 Traffic Noise and Vibration 

9.8.1 The environmental assessment in accordance with Volume 11 of the Design Manual for 

Roads and Bridges, and reported in the Environmental Statement, shows that overall the 

Scheme is predicted to result in a decrease in noise nuisance, with 768 fewer people 

bothered by noise, compared to the Do-minimum (no scheme) situation in which 1,339 
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additional people would be bothered by noise. 

9.8.2 A different method of summarising noise effects is described in Transport Analysis 

Guidance, and reported in the Major Scheme Business Case. Taking this approach, the 

estimated population annoyed by noise without the Scheme is 795 and with the Scheme 

1,210, a net change of + 415. 

9.8.3 Landscape mitigation measures such as false cuttings and a ‘low noise’ stone mastic 

asphalt road surface would be provided in the Scheme to help minimise the effects of 

road traffic noise. 

9.9 Air Quality  

9.9.1 The environmental assessment in accordance with Volume 11 of the Design Manual for 

Roads and Bridges, and reported in the Environmental Statement, shows that for the 

Local Air Quality Assessment, no exceedances of the current air quality objectives for 

human health (NO2, PM10) are predicted at any of the receptors if the Scheme were built. 

It also shows for the Generalised Assessment and increase in NO2 exposure if the 

Scheme were to be built and a decrease in PM10 exposure. There are 1,244 properties 

that would experience an improvement in air quality if the Scheme were to be built in 

comparison with 836 properties that would experience deterioration in air quality. 

9.9.2 A different method of summarising the air quality effects is described in Transport 

Analysis Guidance, and reported in the Major Scheme Business Case. All properties 

experience PM10 and NO2 levels within the Air Quality Objectives in the opening year 

(2013).  The Scheme would have an overall beneficial impact, primarily due to the 

removal of traffic from Kingskerswell, and it would reduce pollution concentrations within 

the Kingskerswell Air Quality Management Area. 
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9.9.4 With the Scheme, the number of properties that experience: 

 PM10 NO2 

Improvement 1458 1241 

Deterioration 560 777 

No change 0 0 
  

This leads to overall exposure scores of PM10 = -336 and NO2 = -279 in accordance with 

Transport Analysis Guidance methodology. 

9.10 Greenhouse Gases 

9.10.1 The environmental assessment in accordance with Volume 11 of the Design Manual for 

Roads and Bridges, and reported in the Environmental Statement, shows that if the 

Scheme were built there would be an increase in the total quantity of emissions but 

states that the significance of the magnitude of the emissions would be negligible in 

comparison with national emissions.  

9.10.2 A different method of greenhouse gas effects is described in Transport Analysis 

Guidance, and reported in the Major Scheme Business Case. The Scheme would result 

in a net increase in carbon emissions over the appraisal period, primarily due to the 

predicted increase in traffic flows. The change in carbon emissions over a 60 year period 

= 106,387 tonnes. 

9.10.3 The predicted increase in traffic flows result from traffic transferring to the Scheme from 

other sub-standard routes and an increase in flows resulting from the removal of the 

existing restricted access between Newton Abbot and Torbay. Removal of this restriction 

allows the economy of the area to grow in line with regional and national planning 

objectives, providing regeneration of the area, however, this inevitably has a 

consequential impact on carbon emissions. The above prediction takes no account of 

the potential for modal shift. 
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9.11 Traffic 

9.11.1 Detailed traffic analysis was undertaken as part of the assessment of the scheme 

proposals and a summary of the results was published in the Environmental Statement – 

November 2004. 

9.11.2 Since the publication of the Environmental Statement, the traffic model has been 

updated using new traffic data collected in 2005. The traffic model has been used to 

predict future year traffic flows (Annual Average Daily Traffic – AADT) on the Scheme 

and adjacent links on the road network. A range of flows (low growth and high growth) is 

predicted in order to reflect uncertainties in national economic growth. 

9.11.3 The predicted changes in traffic flows on Scheme opening at key points on the road 

network are shown below at the locations shown below. 

 
Predicted 24hr 2 way Traffic Flows (AADT) in Year o f Opening (2013) 

 

Location 
Without Scheme  

(AADT) 

With Scheme 

(AADT) 

% Change 

 

Screenline A     

A381 Totnes Road 18,074 – 20,742 13,545 – 14,806 25% - 29% Reduction 

C162 Kingskerswell Road (North 
of Decoy Ind. Estate) 

8,354 – 9,579 3,870 – 5,072 54% - 47% Reduction 

C162 Kingskerswell Road (South 
of Decoy Ind. Estate) 

6,925 – 8,033 8,942 – 9,098 29% - 13% Increase 

A380 Aller Park, Newton Abbot 37,103 – 37,332 72,821 – 76,105 96% - 104% Increase 

C91 St Marychurch Road 12,278 – 13,599 3,422 – 4,745 72% - 65% Reduction 

A379 Teignmouth Road, 
Stokeinteignhead 

13,132 – 15,461 8,138 – 9,580 38% - 38% Reduction 

Screenline B     

C9 Gropers Lane  (A381 to 
A380) 

4,199 – 4,756 1,146 – 1,467 73% - 69% Reduction 

South Devon Link Road, 
Kingskerswell Bypass 

None 64,400 – 66,664   

A380, Jurys Corner to Kerswell 
Gardens, Kingskerswell 

32,249 – 32,346 5,805 – 6,580 82% - 80% Reduction 

C161 Fluder Hill, Kingskerswell 4,882 – 6,384 4,252 – 5,701 11% - 13% Reduction 
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Location of Traffic Flow Predictions 
 
9.11.4 The traffic modelling assessment shows that without the Scheme, traffic flows on the 

existing A380 would remain at the current level as the road is at capacity and further 

growth cannot be accommodated. Consequently, future growth would occur on the 

unsuitable parallel routes to the existing A380 as they are the only alternative option. 

Such traffic increases would lead to a further deterioration in conditions along these 

routes.  

9.11.5 With the Scheme, traffic flows on the A380 between Penn Inn and Kerswell Gardens will 

increase, due to the additional capacity provided by the new road.  This additional 

capacity and subsequent reduction in journey times will attract traffic that currently uses 

parallel routes to avoid congestion on the A380, and hence traffic flows on these roads 

will decrease.  In addition, the Scheme will significantly reduce traffic flows through 
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Kingkserswell, with a reduction in traffic of approximately 80%. 

9.12 Safety 

9.12.1 Removal of the through traffic from Kingskerswell and construction of a higher standard 

carriageway improves safety. 

No. of Casualties Saved Total No. of 
Accidents 

Saved Fatal Serious Slight 

935 20 168 1,205 

 
9.13 Economics 

9.13.1 The Present Value of Costs for the Scheme is £94.833 million at central growth.  

9.13.2 The Present Value of Benefits for the Scheme for business users and transport providers 

resulting from reduced journey times for through and local traffic is £440.622 million at 

central growth. 

9.13.3 The present Value of Benefits for the Scheme for other travellers resulting from reduced 

journey times for through and local traffic is £285.785 million at central growth. 

9.13.4 The overall Present Value of Benefits for the Scheme is £756.826 million at central 

growth.  

9.13.5 The Net Present Value for the Scheme is £661.993 million and the Benefit to Cost Ratio 

is 7.98, both at central growth. 

9.13.6 The summary of economic benefits of the scheme for central growth traffic forecasts are 

presented overleaf: 
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 Scheme Benefits 

Travel Time TUBA £686,080 

Vehicle Operating Costs TUBA £39,121 

Accidents COBA £48,020 

Construction / Maintenance 
Delay 

TUBA £1,205 

Noise – £14,100 

Greenhouse Gases – £3,500 

Total Benefits (PVB) £756,826 

Scheme Costs (PVC) £94,833 

Net Present Value (NPV) £661,993 

Benefit to Cost Ratio (BCR) 7.98 

All figures are in £000’s discounted to 2002 values (except BCR) 

9.13.7 The economic analysis detailed above clearly demonstrates that the Scheme provides 

significant economic benefits, with a very strong benefit-to-cost ratio. 

9.13.8 The improved standard of the Scheme leads to improved reliability with route stress 

falling from 133.2% before opening, to 42.0% after opening, both at central growth. 

9.14 Wider Economic Impacts 

9.14.1 The Scheme is estimated to generate significant additional employment and gross 

added value in Torbay and also in the surrounding areas of South Devon. It is also 

expected to contribute to the development of local business, retail and tourism activity, 

contribute to the resolution of current constraints on growth and open up various 

opportunities for business development.  

9.14.2 It is estimated that additional jobs and additional gross added value would be gained 

overall in South Devon within five years of the Scheme construction.  
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9.14.3 It is also estimated that there would be a net increase in employment within the 

regeneration area of Torbay.  

9.14.4 The Scheme is expected to overcome current limitations on the local tourist industry and 

open up opportunities to upgrade the quality and turnover of the tourism offer in the 

Torbay area, adding about 750 net additional jobs and about £23 million turnover (£ 

2001) in the tourist industry (part of the overall estimates above). 

9.15 Accessibility 

9.15.1 The construction of the Scheme is estimated to reduce the traffic through Kingskerswell 

by approximately 80%.  This would reduce severance in Kingskerswell and improve 

accessibility for pedestrians and cyclists. 

9.15.2 Access to public transport services is also improved in Kingskerswell.  Although there 

would be no direct access for the Service 12 bus from Milber and Aller Park, additional 

support would be provided to increase local bus services through the two estates. 

9.15.3 The Scheme would provide improved reliability and journey times for public transport 

services. 
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10 MATTERS RAISED IN OBJECTIONS 

10.1 Statutory Objections  

10.1.1 A total of 19 statutory objections have been received.   

10.1.2 Negotiations and discussions will proceed with all objectors to resolve points of objection 

where possible.   

10.1.3 The objections broadly fall into the categories below.  

 Concerns regarding future access  

10.1.4 Several of the statutory objectors raise issues relating to future access arrangements 

during construction or following completion of the Scheme. These include concerns 

about future access to existing statutory undertaker’s plant, future access to fields and 

severed land, future access to business premises, access to Kerswell Down and closure 

of Churchway Lane. 

10.1.5 Many of these objections contain little detail regarding the concerns raised; however, the 

AA will demonstrate how the Scheme deals with future access arrangements and how 

appropriate alternative means of access would be provided. 

 Land included in the CPO is not required for the Sc heme  

10.1.6 Two of the statutory objectors consider that two of the plots of the land included in the 

CPO are not required for the Scheme. Plot nos. 7/72b and 7/74. 

10.1.7 In both cases these plots are required for the mitigation of adverse effects. However, the 

AA is willing to discuss alternative means of delivering the necessary mitigation with the 

owners.  

 Need for the Scheme   

10.1.8 Within the statutory objections it is claimed that: 
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·  the need for the Scheme has not been established 

·  a bypass is unnecessary  

·  there is no compelling case for the Orders 

10.1.9 A full assessment of the A380 corridor between Newton Abbot and Torbay has been 

carried out in order to examine the existing conditions and options for improvement. This 

assessment included consideration of a do-nothing option along with 34 other options 

before concluding that the problems on this section of the A380 and the surrounding 

network could only be improved by constructing a bypass to Kingskerswell. The 

assessment also concluded that such a bypass should follow the route selected for the 

Scheme.  

10.1.10 It remains the case that alternatives which do not include a bypass would not meet the 

Scheme objectives. 

 More affordable solutions are available 

10.1.11 Some of the statutory objectors also claim that more affordable or cost effective solutions 

to the problems on the A380 corridor are available. 

10.1.12 Again this has been the subject of a full assessment and a full range of options were 

examined during the multi-modal corridor study which was undertaken prior to deciding 

that the Scheme should be adopted as the preferred solution. This assessment remains 

valid. 

10..1.13 In addition the Major Scheme Business Case also examines a ‘next best’ alternative and 

a ‘low cost’ alternative as comparators to the Scheme. These schemes are less effective 

in delivering the objectives and provide lower economic returns whilst having similar 

impacts.  

 Failure to demonstrate exhaustive site and route s election   
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10.1.14 The route selection process has been fully examined and recorded through the A380 

Corridor Study. Alternative route options were also included within the Environmental 

Statement published in support of the planning application. 

 Loss of land from Kerswell Down and adequacy of ex change land 

10.1.15 Two statutory objectors object to the compulsory purchase of part of Kerswell Down and 

consider that the land to be given in exchange for the loss of common land is not 

adequate.  

10.1.16 Given the local geography and topography to the west of Kingskerswell and the location 

of the Down any route to the west of the village will have a physical impact on the Down 

if unnecessary property demolition is to be avoided.  

10.1.17 The area of land required from the Down is detailed in Section 7 together with details of 

the area of exchange land. These details demonstrate that the area of 8,778 square 

metres required from the Down includes 4,060 square metres of quarry and 190 square 

metres of access road and car park. The details also show that the exchange land is of 

equal area but contains an additional 4,250 square metres of woodland.    

10.1.18 The exchange land has been chosen to be contiguous with the existing common land 

and to be, as far as is possible, similar or better in nature than the land to be acquired. 

The exchange land is considered to present no additional safety concerns.  

10.1.19 Although there is a permissive path through the exchange land its status is precarious. 

10.1.20 The exchange land would be equally advantageous to the public and others in providing 

an improved quality compared to the land taken and providing for the exchange land to 

be vested in the Parish Council.  

 Loss of land 

10.1.21 Several statutory objectors object to the loss of the land included in the CPO. 
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10.1.22 The AA will demonstrate that all the land included in the CPO is required for the Scheme  

 Effects of the Scheme  

10.1.23 Within the statutory objections concerns are expressed about the impact the scheme will 

have regarding traffic noise, vibration, artificial lighting, dust and loss of flood plain.   

10.1.24 The Environmental Statement contains a full assessment of traffic noise and vibration 

and it is recognised that some properties would be affected by increased noise levels.  

The Scheme includes measures to mitigate the effects of traffic noise including the use 

of stone mastic asphalt surfacing material and false cuttings.  Vibration concerns are 

raised by an objector with regard to the excavation of rock cuttings during the Scheme 

construction, particularly with regard to blasting.  The construction contract for the 

Scheme will not permit blasting.   

10.1.25 The effect of artificial lighting was raised by one statutory objector living alongside the 

current A380 between Penn Inn and Aller.  This section of the A380 would be widened 

as described in Section 6 and all lighting units would utilise specialised lamp units that 

reduce light spillage into surrounding areas.   

10.1.26 Some concerns regarding dust and dirt are raised within the objections.  An assessment 

of dust effects during construction is included in the Environmental Statement and this 

recognises that properties located near the Scheme are likely to be affected by 

construction dust.  However, the construction contract will require the contractor to 

undertake effective site management procedures and good site practice to control dust 

and ensure that the impact on sensitive receptors is minimised.   

10.1.27 One statutory objection raises concerns about the loss of flood plain that would occur 

should the Scheme be constructed.  A detailed flood risk assessment was completed to 

support the planning application for the Scheme.  The results of this assessment have 

been approved by the Environment Agency with the recognition that the construction of 

the Scheme would result in an improvement of flood risk in the area.   
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 Impact on business premises 

10.1.28 An objection has been submitted on behalf of the owners of the Barn Owl Inn including 

concerns about access arrangements, route selection, noise, signage, lighting, loss of 

on-road car parking and failure to include sufficient land in the CPO. 

10.1.29 The AA will demonstrate that appropriate access arrangements would be provided. 

10.1.30 The Environmental Statement includes an assessment of predicted traffic noise levels 

for the Barn Owl Inn indicating little change in noise levels. 

10.1.31 Lighting of the roundabout junctions, that would give access to Aller Road, would be 

provided together with appropriate replacement direction signing. 

10.1.32 Providing replacement on-road car parking would not be appropriate or necessary. 

10.1.33 The AA will demonstrate that sufficient land for the Scheme to be constructed is included 

in the CPO. 

10.1.34 An objection has also been submitted on behalf of the owners of the Sainsbury’s 

supermarket including concerns about the validity of the planning permission and the 

Environmental Statement, traffic noise and vibration, air quality, pedestrian and cyclist 

access, vehicle travellers, failure to consider alternative options to minimise impacts and 

potential loss of future development opportunities. 

10.1.35 The AA has correctly followed procedures leading to the granting of planning permission 

including the publication of the Environmental Statement which contains a detailed 

assessment of traffic noise and vibration, and air quality in accordance with the 

methodology required. 

10.1.36 Construction of the Scheme would require the closure of the existing pedestrian access 

from the existing A380 western footpath which incorporates Footpath 45 and this 

requires the diversion of Footpath 45 to another location within the supermarket site. The 

diverted route requires no physical change within the supermarket site as the diversion is 
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combined with an existing pedestrian access route to the store.  

10.1.37 Concerns are expressed about future highway capacity and the potential to deter vehicle 

travellers to the store. The AA will demonstrate an improvement over the existing 

situation. 

10.1.38 Whilst the AA has included in the CPO the land necessary for the construction and future 

maintenance of the Scheme, negotiations will continue to determine if agreement can be 

reached which would remove the need for compulsory purchase. 

10.1.39 Should the Scheme have an impact upon future redevelopment that would be a mater to 

be dealt with through compensation.  

 Impact on operational railway land 

10.1.40 Network Rail has objected on the grounds that the CPO adversely affects operational 

railway land. Detailed discussions and negotiations have been undertaken with Network 

Rail over a considerable period of time. These will continue with the anticipation that a 

resolution can be secured. 

10.2 Non-Statutory Objections  

10.2.1 In addition to the 19 statutory objections there are also 43 non-statutory objections, at 

the time of writing.   

10.2.2 Within these objections there is an objection from the Kingskerswell Alliance. This 

includes a leaflet suggesting a series of alternative measures which together are 

proposed to improve the A380 corridor through Kingskerswell without the construction of 

a bypass. 

10.2.3 These measures can be broken down into two themes:   

 ·  improving travel options to reduce reliance on car based travel 

 ·  a series of highway schemes aimed at improving the capacity and traffic 
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management on the existing A380 through Kingskerswell.   

10.2.4 These basic concepts formed part of the investigation undertaken in A380 Corridor 

Study, a multi-modal study to examine the existing conditions on the A380 Corridor and 

options for improving the negative impacts.   

10.2.5  This study included consideration of schemes to encourage modal shift and concluded 

that separate schemes to encourage modal shift have only limited impact on car travel 

demand. However, having concluded that a bypass was necessary if overall conditions 

along the A380 Corridor are to be improved, the study recommended that a series of 

short term and complementary measures to encourage modal shift should be included in 

the strategy adopted for the Corridor.   

10.2.6 This strategy was considered and approved by the Executive Committee of Devon 

County Council on 27 June 2000 and by the Strategic Services Committee of Torbay 

Council on 28 June 2000.  Details regarding progress are shown in the Summary of 

Local Transport Plans paragraphs contained in Section 8.   

10.2.7 The Alliance propose a number changes within the existing A380 corridor as follows:  

10.2.8 A tunnel under the Penn Inn roundabout to provide for through A380 movements.   

10.2.9 This proposal appears to be counter-intuitive given that the profile of the existing A380 

by Penn Inn roundabout is at a low point with downhill approaches from the north and 

south.   

10.2.10 Taking the A380 through tunnel under the roundabout would encounter unnecessary 

engineering difficulties and costs including dewatering due to the high water table, 

pumped drainage, division of statutory undertakers plant including a large diameter 

public sewer, dealing with poor and contaminated ground conditions resulting from 

earlier tipping activities, dealing with limestone boulders, and going under or relocating 

existing pedestrian facilities in the centre of the roundabout.   
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10.2.11 A tunnel would reduce visual intrusion compared with the Scheme proposal and provide 

similar improvements regarding accessibility to Newton Abbot; however, it would make 

little difference to southbound A380 traffic, except for increasing storage, when 

compared to the existing situation.  

10.2.12 A tidal flow lane through Kingskerswell.   

10.2.13 This proposal makes no reference to the tidality or otherwise of the current traffic flows 

along the A380.  The daily flow profile indicates that weekday flows are only slightly tidal 

with the morning and evening peak flow varying little between northbound and 

southbound flows.  Such a situation is not conducive to a tidal flow management system 

particularly if such a system would reduce capacity in one direction whilst increasing the 

other.  Given the large number of right turn lanes that would have to be removed to 

accommodate this proposal together with the general difficulties of accommodating bus 

stops and direct vehicle access from adjacent properties this proposal is not considered 

to deliver the objectives.   

10.2.14 A pedestrian underpass at Jurys Corner. 

10.2.15 The traffic signals and pedestrian crossings at this location are an example of the 

severance issues caused by the A380.  The signals were installed many years ago, 

following a considerable period of local campaigning, to provide accessibility for local 

traffic and to produce a safe means of crossing the A380 for pedestrians, particularly 

school children.   

10.2.16 The suggestion to replace the existing at-grade crossing with an underpass located to 

the south of the junction would be a retrograde step for users, particularly the more 

vulnerable.  The location would be 60 to 80 metres southwards with poorer access and 

openness when compared with the existing arrangements.  Experience indicates that 

pedestrians, particularly school children, will continue to be attracted to their desire line 

with consequential safety concerns.   
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10.2.17 Improvements at Kerswell Gardens roundabout. 

10.2.18 The proposals include very little information regarding this except to suggest that slip 

lanes should be introduced from the A3022 to the Torbay Ring Road and from the Ring 

Road to the A380 northbound.   

10.2.19 This would appear to provide minimal benefit other than increasing storage for north 

bound traffic.   

10.2.20 In addition to these proposals the Alliance also raises objections regarding:-  

·  the closure of Churchway Lane 

·  inadequate exchange land 

·  use of information contained in the Major Scheme Business Case 

·  insufficient mitigation of effects particularly at Kerswell Down, Churchway Lane and 

the Conservation Area 

·  potential groundwater effects adjacent to landfill site 

·  effect on the Conservation Area  

·  effect on Karst hydrology of Kerswell Down 

10.2.21 The issues regarding Churchway Lane and exchange land are dealt with above.   

10.2.22 The status of the Major Scheme Business Case is covered in Section 11 below.   

10.2.23 The Alliance refer to the A380 Corridor Study Option Assessment and Strategy 

Development document dated January 2001 and the suggestion that the environmental 

mitigation package should include a section in cut and cover tunnel.    However, this 

document goes on to say that further studies to develop an effective environmental 

mitigation strategy for the scheme should be undertaken.  The results of this work are 
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contained in the Environmental Statement.   

10.2.24 Concerns are expressed about the Scheme intercepting potentially contaminated ground 

water from the Yannon Lane landfill site.  This issue is covered in Section 10.4. of the 

Environmental Statement which describes the mitigation measures to be included in the 

Scheme design.   

10.2.25 Effects on the Kingskerswell Conservation Area are covered in the Environmental 

Statement.   

10.2.26 Excavation through the limestone outcrop at Maddacombe Road and the potential to 

effect the groundwater flows beneath Kerswell Down are considered in Section 10.3 of 

the Environmental Statement.   

10.2.27 There is also an objection from the Open Spaces Society who object on six grounds 

relating to partial closure of footpaths and cycle track, adverse landscape and visual 

impacts, loss of habitat, inadequate exchange land, closure of Churchway Lane and loss 

of uniqueness and tranquillity of the common land.   

10.2.28 The AA will demonstrate how the Scheme deals with the division of footpaths and cycle 

track and the closure of Churchway Lane and how appropriate means of access would 

be provided.   

10.2.29 The Environmental Statement contains a full assessment of landscape and visual 

effects, ecology and nature conservation, and noise.   

10.2.30 The loss of land from Kerswell Down and the adequacy of exchange land are dealt with 

in section 10.1 above.   
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11 FUNDING 

11.1 For the first time the South West region has been asked to advise Government on 

spending across three areas; housing, transport and economic development.  

Approximately £96m per annum has been allocated for transport schemes across the 

South West region for the 10 year period 2006/07 to 2015/16.    

11.2 The South West Region’s advice to Ministers on the Regional Funding Allocations (RFA) 

to feed into the Comprehensive Spending Review in 2006 (subsequently postponed until 

2007) can be charted through Regional Assembly committee meetings and documents.  

11.3 In January 2006 the Regional Assembly gave their advice to Ministers in respect of 

Transport schemes, which included the A380 South Devon Link Road Scheme in an 

alphabetical list of schemes which could potentially go forward for implementation in the 

RFA period subject to further work or consideration.   

11.4 A letter from the Department for Transport to the Regional Assembly on 6 July 2006 

generally accepted the priorities that had been agreed.   

11.5 Following the receipt of this letter a technical ‘refresh’ of schemes was carried out in the 

summer of 2006.  The results of this refresh exercise were reported to the Regional 

Assembly in December 2006.  The outcome of the refresh process had reaffirmed that 

the overall programme of schemes confirmed by the Department (including the A380 

South Devon Link Road) were affordable and deliverable.   

11.6 A Major Scheme Business Case in support of programme entry for the Scheme was 

submitted to the Department for Transport in January 2008. For this technical appraisal 

of the Scheme as part of the process of approving funding, the guidance followed is 

TAG, the Department For transport’s detailed guidance on the appraisal of transport 

projects. However, the Design Manual for Roads and Bridges guidance is the principal 

guidance used for the evaluation of all environmental effects associated with the 

Scheme. 



 

  
   

82 

 
12 HUMAN RIGHTS ACT 

12.1 The Human Rights Act 1998 requires (amongst other things) that every public authority 

must act in a manner which is compatible with the Convention for the Protection of 

Human Rights and Fundamental Freedoms (“the Convention”).  The main articles of the 

Convention which are of importance in circumstances where the Council is considering 

making a CPO are Article 8 – the right of an individual to respect for his/her private and 

family life and home and Article 1 of the First Protocol – the protection of property.   

12.2 The European Court of Human Rights has recognised in the context of Article 1 of the 

First Protocol that “regard must be had to the fair balance that has to be struck between 

the competing interests of the individual and of the community as a whole”, i.e. in the 

present context that any compulsory purchase of land must be proportionate.  Both 

public and private interests are to be taken into account in the exercise of the Council’s 

powers and duties as a local planning authority.  Similarly, any interference with Article 8 

rights must be such that is “necessary in a democratic society”, i.e. proportionate.  In 

pursuing a compulsory purchase order, the Council has to carefully consider the balance 

to be struck between individual rights and the wider public interest having regard also to 

the availability of compensation for compulsory purchase.   

12.3 Whilst Article 8(1) (as has been noted) provides that everyone has the right of respect for 

his/her property Article 8(2) allows the State to restrict the rights to respect for the 

property to the extent necessary in a democratic society and for certain listed public 

interest purposes (e.g. public safety, economic well being, protection of health and 

protection of the rights of others).   

12.4 If the Order is confirmed, compensation may be claimed by persons whose interests in 

land have been acquired or whose possession of land has been disturbed.  In the 

circumstances, if the Order is confirmed, the compulsory acquisition of the Order Land 

will not conflict with Article 1 of the First Protocol or Article 8 of the Convention.   The 

Council considers that there is a compelling case in the public interest for the Order Land 
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to be acquired.  Having regard to the need for the Scheme, the Council considers the 

acquisition of land and rights over land that the Order would authorise to be 

proportionate and justified.   
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ANNEX 1 – ABBREVIATIONS USED  
 
AA The Acquiring Authority 
 
AADT Annual Average Daily Traffic 
 
AONB Area of Outstanding Natural Beauty 
 
CPO The Devon County Council A380 South Devon Link Road (Kingskerswell Bypass) 

Compulsory Purchase Order 2008  
 
DaSTS  Delivering a Sustainable Transport System 
 
DCC Devon County Council 
 
DEFRA Department of Food and Rural Affairs  
 
EIA Environmental Impact Assessment 
 
EMA Ecological Mitigation Area  
 
ES Environmental Statement  
 
GONE Government Office for the North East  
 
LTP Local Transport Plan 
 
NTS Non Technical Summary  
 
PPS Planning Policy Statement  
 
PPG Planning Policy Guidance 
 
RAT Regional Approach to Transport 
 
RFA Regional Funding Allocation 
 
RPG Regional Planning Guidance  
 
RSRR Regionally Significant Road Route  
 
RSS Regional Spatial Strategy 
 
SDLR A380 South Devon Link Road  
 
SRO The Devon County Council (A380 South Devon Link Road (Kingskerswell Bypass) 

Classified Road) (Side Roads) Order 2008 
 
SSCT Strategically Significant Cities and Towns  
 
SSSI Site of Special Scientific Interest 
 
TAG Transport Analysis Guidance  
 
TaSTS  Towards a Sustainable Transport System 
 
TC Torbay Council  
 
TDC Teignbridge District Council  
 
TTWA Travel to Work Area  
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ANNEX 2 -  LIST OF DOCUMENTS TO WHICH THE ACQUIRING  AUTHORITY WILL REFER OR 
PUT IN EVIDENCE 
 
 
Documents relating to the CPO and SRO  
 
 
CD 1.1 The Devon County Council A380 South Devon Link Road (Kingskerswell Bypass) 

Compulsory Purchase Order 2008 and the drawing sheets forming the map attached to 
the Order 

 
CD 1.2 The Devon County Council (A380 South Devon Link Road (Kingskerswell Bypass) 

Classified Road) (Side Roads) Order 2008 and Plan Folio The Devon County Council 
(A380 South Devon Link Road (Kingskerswell Bypass) Classified Road) (Side Roads) 
Order 2008 

 
CD 1.3 The Devon County Council (A380 South Devon Link Road (Kingskerswell Bypass) 

Classified Road) (Side Roads) Order 2008 and The Devon County Council A380 South 
Devon Link Road (Kingskerswell Bypass) Compulsory Purchase Order 2008 Statement of 
Reasons September 2008 

 
CD 1.4 Devon County Council Executive Report 31 July 2007 
 
CD 1.5 Torbay Council Community Services Director’s Decision No. 25/08 6 June 2008 
 
 
Documents relating to the Planning Application and Permission  
 
 
CD 2.1 The A380 Kingskerswell Bypass Planning Application (18 November 2004) – (Devon 

County Council Planning Authority) 
 
CD 2.2 The A380 Kingskerswell Bypass Planning Application (2 February 2007) – (Torbay 

Council Planning Authority) 
 
CD 2.3 A380 Kingskerswell Bypass Environmental Statement – Volumes 1, 2 & 3  

November 2004  
 
CD 2.4 A380 Kingskerswell Bypass Non-Technical Summary November 2004  
 
CD 2.5 Devon County Council Development Control Committee Report 20 July 2005 
 
CD 2.6 Devon County Council Planning Permission Decision Notice 26 August 2005 (inclusive 

Planning Application Drawings ( 5 in total) 
 
CD 2.7 Torbay Council Development Control Committee Report 6 May 2005 
 
CD 2.8 Torbay Council Planning Permission Decision Notice 22 August 2005 
 
CD 2.9 Torbay Council Development Control Committee Report 2 April 2007 
 
CD 2.10 Torbay Council Planning Permission Decision Notice 12 April 2007 (inclusive Planning 

Application Drawings (5 in total)) 
 
CD 2.11 Devon County Council Executive Report 30 May 2006 (inclusive Approved in principle 

Major Scheme Bid drawing (1 in total)) 
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Local and Regional policy documents and letters  
 
 
CD 3.1 Department for Transport Regional Funding Allocation Letter 6 July 2006 
 
CD 3.2 Devon Structure Plan 2001 to 2016 October 2004 
 
CD 3.3 The Draft Regional Spatial Strategy for South West 2006 – 2026 –  

Executive summary 
 The Draft Regional Spatial Strategy 
 Implementation Plan 
 Pre-submission consultation statement 
 Strategic sustainability assessment – Main report 
 
CD 3.4 Regional Planning Guidance for the South West (RPG10) (September 2001). 
 
CD 3.5 Teignbridge Local Plan 1989 – 2001 – Chapter 7 Transport, Proposals Map Sheet 1 and 

Key to Maps 
 
CD 3.6 Direction to save Teignbridge Local Plan Policies 20 September 2007  
 
CD 3.7 Schedule of saved Teignbridge Local Plan Policies  
 
CD 3.8 Torbay Local Plan 1995 – 2011 Adopted April 2004 
 
CD 3.9 Devon Local Transport Plan 2006 – 2011 March 2006  
 
CD 3.10 Devon Local Transport Plan Progress Report April 2006 to March 2008  
 
CD 3.11 Torbay Local Transport Plan 2006 – 2011 March 2006 
 
CD 3.12 Torbay Local Transport Plan Progress Report (November 2008) 
 
CD 3.13 Regional Economic Strategy for South West England 2006 – 2015 
 The Delivery Framework 2006 – 2009 (February 2006) 
 
CD 3.14 Draft Regional Spatial Strategy for South West – Examination in Public Panel Report 

(December 2007) 
 
CD 3.15 South West Regional Spatial Strategy for the South West incorporating the Secretary of 

State’s proposed changes – For public consultation (July 2008)  
 The South West Regional Spatial Strategy: Schedule of the Secretary of State’s Proposed 

Changes and Reasons – For Public Consultation (July 2008) 
 
CD 3.16 Torbay Local Plan Revised Deposit (Torbay Borough Council, 2000)  
 
CD 3.17  Exeter City Local Plan 1995 – 2011 (March 2005)  
 
CD 3.18 Government Office for the South West letter, Article 14 Direction withdrawn    

(16 August 2005) 
 

 
National policy and guidance documents  
 
 
CD 4.1 Countryside and Rights of Way Act 2000 

 
CD 4.2 Environmental Protection Act 1990 (relevant sections)  

 
CD 4.3 Natural Environment and Rural Communities Act 2006  
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CD 4.4 The Land Compensation Act 1973 (relevant sections)  

 
CD 4.5 The Local Government (Miscellaneous Provisions) Act 1976 (relevant sections)  

 
CD 4.6 The Highways Act 1980 (relevant sections)  

 
CD 4.7 Wildlife and Countryside Act 1981 as amended 

 
CD 4.8 The Noise Insulation Regulations, Statutory Instruments 1975 No. 1763 – Building and 

Buildings, Department of the Environment, HMSO, 1975 (amended 1988)  
 

CD 4.9 The Town and Country Planning (Environmental Impact Assessment) (England and 
Wales) Regulations 1999 
 

CD 4.10 The Conservation (Natural Habitats, &c.) (Amendment) (England and Wales) 
Regulations 2009  
 

CD 4.11 The Acquisition of Land Act 1981  
 

CD 4.12 Office of the Deputy Prime Minister Circular 06/2004 Compulsory Purchase  
 

CD 4.13 UK Biodiversity Action Plan, 1994  
 

CD 4.14 Planning Policy Guidance Note 13: Transport, 2001  
  

CD 4.15 Planning Policy Guidance Note 15:  Planning and the Historic Environment, 1994 
Department for Culture, Media and Sport Circular PP992: Revisions to principles of 
selection for listing buildings, 8 March 2007 
 

CD 4.16 Planning Policy Guidance Note 16:  Archaeology and Planning 
 

CD 4.17 Planning Policy Guidance Note 17:  Planning for Open Space, Sport and Recreation, 
2002  
 

CD 4.18 Planning Policy Guidance Note 20:  Coastal Planning, 1992  
 

CD 4.19 Planning Policy Guidance Note 24:  Planning and Noise, 1994  
 

CD 4.20  Planning Policy Statement 1:  Delivering Sustainable Development, 2005 
 

CD 4.21  Planning Policy Statement 7:  Sustainable Development in Rural Areas, 2004  
Annex E: Permitted Development Rights For Agriculture And Forestry 
 

CD 4.22 
 

Planning Policy Statement 9:  Biodiversity and Geological Conservation, 2005  

CD 4.23 Planning Policy Statement 10:  Planning and Waste Management, 2005 
 

CD 4.24 Planning Policy Statement 23:  Planning and Pollution Control, 2004  
 

CD 4.25  Planning Policy Statement 25:  Development and Flood Risk, 2006  
 

CD 4.26 Planning for Biodiversity and Geological Conservation – A Guide to Good Practice, 
March 2006 
 

CD 4.27 Calculation of Road Traffic Noise, Department of Transport and the Welsh Office, 1988  
 

CD. 4.28 Climate Change, The UK Programme 2006, Defra, 2006  
 

CD 4.29 Control of Substances Hazardous to Health (Amendment) Regulations, 2004  
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CD 4.30 Design Manual for Roads and Bridges Volume 6, Section 1, TD 9/93 Highway Link 

Design [Incorporating Amendment No. 1 dated February 2002] 
 

CD 4.30 Design Manual for Roads and Bridges Volume 6, Section 1, TD 27/05 Cross-Sections 
and Headrooms 
 

CD 4.30 Design Manual for Roads and Bridges Volume 6, Section 2, TD 22/06 Layout of Grade 
Separated Junctions 
 

CD 4.30 Design Manual for Roads and Bridges Volume 6, Section 2, TD 16/07 Geometric Design 
of Roundabouts 
 

CD 4.30 Design Manual for Roads and Bridges Volume 6, Section 2, TD 50/04 The Geometric 
Layout of Signal-Controlled Junctions and Signalised Roundabouts 
 

CD 4.30 Design Manual for Roads and Bridges Volume 6, Section 2, TD 39/94 The Design of 
Major Interchanges 
 

CD 4.30 Design Manual for Roads and Bridges Volume 6, Section 2, TD 40/94 Layout of Compact 
Grade Separated Junctions 
 

CD 4.30 Design Manual for Roads and Bridges Volume 6, Section 2, TD 42/95 Geometric Design 
of Major/Minor Priority Junctions 
 

CD 4.30 Design Manual for Roads and Bridges Volume 6, Section 2, TD 41/95 Vehicular Access 
to All-Purpose Trunk Roads 
 

CD 4.30 Design Manual for Roads and Bridges Volume 6, Section 2, TA 86/03 Layout of Large 
Signal Controlled Junctions 
 

CD 4.30 Design Manual for Roads and Bridges Volume 6, Section 3, TA 87/04 Trunk Road Traffic 
Calming 
 

CD 4.30 Design Manual for Roads and Bridges Volume 6, Section 3, TA 90/05 The Geometric 
Design of Pedestrian, Cycle and Equestrian Routes 
 

CD 4.31 Design Manual for Roads and Bridges Volume 10, Section 1, Part 2 ( New Roads 
Planting, vegetation and soils) 
 

CD 4.32 Design Manual for Roads and Bridges Volume 10, Section 4, Parts 1-7 ( Nature 
Conservation) 
 

CD 4.33 Design Manual for Roads and Bridges Volume 11, Section 1, HA 200/08 Aims and 
Objectives of Environmental Assessment 
 

CD 4.33 Design Manual for Roads and Bridges Volume 11, Section 2, HA 201/08 General 
Principles and Guidance of Environmental Impact Assessment 
 

CD 4.33 Design Manual for Roads and Bridges Volume 11, Section 2, HA 202/08 Environmental 
Impact Assessment 
 

CD 4.33 Design Manual for Roads and Bridges Volume 11, Section 2, HD 47/08 Screening of 
Projects for Environmental Impact Assessment 
 

CD 4.33 Design Manual for Roads and Bridges Volume 11, Section 2, HA 204/08 Scoping of 
Environmental Impact Assessments 
 

CD 4.33 Design Manual for Roads and Bridges Volume 11, Section 2, HA 205/08 Assessment 
and Management of Environmental Effects 
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CD 4.33 Design Manual for Roads and Bridges Volume 11, Section 2, HD 48/08 Reporting of 

Environmental Impact Assessments 
 

CD 4.33 Design Manual for Roads and Bridges Volume 11, Section 2, HA 218/08 Glossary of 
Terms Used in The Design Manual for Roads and Bridges Volume 11 Sections 1 and 2 
 

CD 4.33 Design Manual for Roads and Bridges Volume 11, Section 3, HA207/07 Air Quality 
 

CD 4.33 Design Manual for Roads and Bridges Volume 11, Section 3, HA 208/07 Cultural 
Heritage 
 

CD 4.33 Design Manual for Roads and Bridges Volume 11, Section 3, Disruption Due to 
Construction 
 

CD 4.33 Design Manual for Roads and Bridges Volume 11, Section 3, Ecology and Nature 
Conservation 
 

CD 4.33 Design Manual for Roads and Bridges Volume 11, Section 3, Landscape Effects 
 

CD 4.33 Design Manual for Roads and Bridges Volume 11, Section 3, Land Use 
[Incorporating Amendment No.1 dated August 2001] 
 

CD 4.33 Design Manual for Roads and Bridges Volume 11, Section 3, HA 213/08 Noise and 
Vibration 
 

CD 4.33 Design Manual for Roads and Bridges Volume 11, Section 3, Pedestrians, Cyclists, 
Equestrians and Community Effects 
 

CD 4.33 Design Manual for Roads and Bridges Volume 11, Section 3, Vehicle Travellers 
 

CD 4.33 Design Manual for Roads and Bridges Volume 11, Section 3, HA 216/06 Road Drainage 
and the Water Environment 
 

CD 4.33 Design Manual for Roads and Bridges Volume 11, Section 3, Geology and Soils 
 

CD 4.33 Design Manual for Roads and Bridges Volume 11, Section 3, Impact of Road Schemes 
on Policies and Plans 
 

CD 4.33 Design Manual for Roads and Bridges Volume 11, Section 4, HD 44/09 Assessment of 
Implications (of Highways and/or Roads Projects) on European Sites (Including 
Appropriate Assessment) 
 

CD 4.34 Design Manual for Roads and Bridges Volume 12, Section 1, The Application of Traffic 
Appraisal to Trunk Roads Schemes [Incorporating Amendment No.1 dated November 
1997] 
 

CD 4.34 Design Manual for Roads and Bridges Volume 12, Section 2, Traffic Appraisal in Urban 
Areas 
 

CD 4.34 Design Manual for Roads and Bridges Volume 12, Section 2, Induced Traffic Appraisal 
 

CD 4.34 Design Manual for Roads and Bridges Volume 12, Section 2, The National Trip End 
Model 
 

CD 4.35 Design Manual for Roads and Bridges Volume 13, Economic Assessment of Road 
Schemes, http://www.dft.gov.uk/pgr/economics/software/   (Department for Transport) 
 

CD  4.36 Design Manual for Roads and Bridges Volume 14, Economic Assessment of Road 
Maintenance, http://www.dft.gov.uk/pgr/economics/software/   (Department for 
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Transport) 
 

CD 4.37 A New Deal for Transport:  Better for Everyone July 1998  
 

CD 4.38 Transport 2010:  The 10 Year Plan July 2000  
 

CD 4.39 Managing our Roads 2003 
 

CD 4.40 The Future of Transport:  A Network for 2030 July 2004 
 

CD 4.41 Securing the Future:  Delivering UK Sustainable Development Strategy March 2005  
 

CD 4.42 Delivering a Sustainable Transport System: Executive summary 
Delivering a Sustainable Transport System: Main Report, November 2008 
Annex 1 London–Manchester: a case study 
 

CD  4.43 The Hedgerow Regulations (1997)  
 

CD  4.44 Ancient Monuments and Archaeological Areas Act 1979  
 

CD   4.45 Transport Analysis Guidance website, www.webtag.org.uk  (Department for Transport)  
 

 
Background documents and reports  
 
CD 5.1  Guidelines for Ecological Impact Assessment in the UK published by the Institute of 

Ecology and Environmental Management, 2006 
 

CD 5.2  The Air Quality Strategy for England, Scotland, Wales and Northern Ireland Volume 1 & 
2, July 2007  
 

CD 5.3  Teignbridge District Council Local Air Quality Management, Detailed Assessment Report, 
September 2004  
 

CD 5.4  Teignbridge District Council Variation of the Kingskerswell Air Quality Management Area, 
(AQMA) Order No 1, 9th February 2007 
 

CD 5.5  Teignbridge District Council A380 Kingskerswell Air Quality Management Area Order No: 
2, 2nd March 2007 
 

CD 5.6  TUBA Guidance July 2008  
 

CD 5.7  TUBA User Manual (Version 1.7a) July 2008  
 

CD 5.8  Landscape Character Assessment:  Guidance for England and Scotland, Countryside 
Agency, 2002  
 

CD 5.9  Character Map of England, Volume 8, The South West The Countryside Agency 1999  
 

CD 5.10 EC Directive on the Conservation of Wild Birds (Birds Directive 1979) as amended  
(79/409/EEC)   
 

CD 5.11 EC Directive on the Conservation of Natural Habitats and of Wild Flora and Fauna 
(Habitats Directive 1992) as amended (92/43/EEC)  
 

CD 5.12 Dangerous Substances Directive – 76/464/EEC, 1976 
 

CD 5.13 The Assessment of the Effects of Certain Public and Private Projects on the Environment 
(85/337/EEC)  
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CD 5.14 Air Quality (England) (Amendment) Regulations 2002, SI 2002 No.  3043, 2002  
 

CD 5.15 Air Quality (England) Regulations 2000, SI 2000 No. 928, 2000 
 

CD 5.16 Control of Substances Hazardous to Health Regulations, 2004  
 

CD 5.17 UK Air Quality Archive, Defra, 2006, www.airquality.co.uk  
 

CD 5.18 BS 5228, Noise and Vibration Control on Construction and Open Sites, Part 1, Code of 
Practice for Basic Information and Procedures for Noise and Vibration Control, BSI, 1997 
 

CD 5.19 BS 5228, Noise Control of Construction and Open Sites, Part 4, Code of Practice for 
noise and vibration control applicable to piling operations, BSI, 1992  
 

CD 5.20 BS 6472, Guide to evaluation of human exposure to vibration in buildings (1Hz to 80 Hz), 
BSI, 1992  
 

CD 5.21 A380 Newton Abbot to Torquay Corridor Study, Report of Surveys May 2000   
 

CD 5.22 A380 Newton Abbot to Torquay Corridor Study, Existing Situation Report June 2000  
 

CD 5.23 A380 Newton Abbot to Torquay Corridor Study, Final Options Development Report 
August 2000 
 

CD 5.24 A380 Newton Abbot to Torquay Corridor Study, Option Assessment and Strategy 
Development Report, January 2001  
 

CD 5.25 Joint report: Devon County Council Executive Committee Report A380 Newton Abbot to 
Torbay Corridor Study, 27 June 2000 / Strategic Services Committee of Torbay Council,  
28 June 2000 
  

CD 5.26 Kingskerswell Bypass Economic Impact Study February 2002  
 

CD 5.27 Kingskerswell Bypass Reappraisal, Social Benefits and Impact on Gross Domestic 
Product October 2006  
 

CD 5.28 A380 South Devon Link Road (Kingskerswell Bypass) Supplementary Report November 
2007  
 

CD 5.29 A380 South Devon Link Road (Kingskerswell Bypass) Report of Surveys and Local 
Model Validation Report December 2007  
 

CD 5.30 A380 South Devon Link Road (Kingskerswell Bypass) Forecasting Report December 
2007  
 

CD 5.31 A380 South Devon Link Road (Kingskerswell Bypass) Economic Assessment Report 
December 2007  
 

CD 5.32 A380 South Devon Link Road (Kingskerswell Bypass) Major Scheme Business Case 
Volume 1:  Main Text 
 

CD 5.33 A380 South Devon Link Road (Kingskerswell Bypass) Major Scheme Business Case 
Volume 2:  Appendices and Drawings 
 

CD 5.34 Teignbridge District Landscape  Assessment  (Teignbridge District Council, 2001)  
 

CD 5.35 Teignbridge Urban Fringe Study (Teignbridge District Council, 2003) 
 

CD 5.36 The Devon Landscape (Devon County Council, 2002)  
 



 

  
   

92 

CD 5.37 The Nature of Devon:  A Biodiversity Action Plan.   Devon County Council  
 

CD 5.38 Nature’s Future:  Teignbridge Biodiversity Action Plan Teignbridge District Council, 
Devon.  February 2006 
 

CD 5.39 The South West Biodiversity Action Plan (1997).  Updated including Action Plans 
South West Biodiversity – Implementation Plan 
 

CD 5.40 Natural England Natural Areas programme  
South Devon – Natural Area Profile (1998) 
Devon Redlands – A Nature Conservation Profile (1997) 
 

CD 5.41 The Management of Roadside Verges in Devon.  7th Edition.  Environment Directorate, 
Exeter (2003) 
 

CD 5.42 Handbook for Phase 1 Habitat Survey – A Technique for Environmental Audit.  Joint 
Nature Conservation Committee, Peterborough (2004)  
 

CD 5.43 DIADEM User Manual Version 3.0 (March 2008)  
 

CD 5.44 TEMPRO Guidance Note (April 2006)  
 

CD 5.45 Road Casualties in Great Britain 2007 – Annual Report (September 2008)   
 

CD 5.46 Road Statistics 2007 (July 2008)  
 

CD 5.47 National Transport Model – FORGE:  The Road Capacity and Costs Model – Research 
Report (April 2005)  
 

CD 5.48 Road Transport Forecasts for England 2007:  Results from the DfT’s National Transport 
Model  
 

CD 5.49 Road Transport Forecasts for England 2008:  Results from the DfT’s National Transport 
Model  
Executive Summary 
Results from the Department for Transport’s National Transport Model 
 

CD 5.50 Register of Common Land Devon County Council Register unit No. CL 142 Edition 
No. One 
 

CD 5.51 Institute of Field Archaeologists 1994, Standard and Guidance for Archaeological 
Excavation (revised September 1999) 
 

CD 5.52 Institute of Field Archaeologists 1994, Standard and Guidance for an Archaeological 
Watching Brief (revised September 1999) 
 

 
  


