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Executive Summary 

Across the Peninsula, rates of road casualty risk by resident population are generally below the national norm, and 

lower than those in comparator areas. Exeter exhibits the lowest rate, and Eastern Cornwall the highest. The risk 

trend for all casualties including slight injuries is reducing slightly over time. However, this trend is less marked for 

serious injuries and consequently projections of serious casualties show a possible rise as traffic levels increase in 

future years.  

In most areas of the Peninsula a very high percentage of road casualties are residents, with few casualties coming in 

from elsewhere. Young adults (Peninsula residents aged 16 to 24) are more strongly over-represented as casualties 

compared to population than is the case across Britain as a whole. 

Mosaic demographic analysis shows that casualty numbers for residents living in Local Focus communities are both 

high and over-represented compared to population. Several other community Types are also over-represented, 

particularly Families With Needs and Contemporary Starts. The Scattered Homesteads Type shows high absolute 

levels of casualty incidence, but at levels broadly proportionate to the underlying population. Residents of generally 

more deprived communities (in the four most deprived deciles of the Index of Multiple Deprivation) are also over-

represented among casualties. 

Underlying pedestrian casualty trends have changed little in the last six years, although effects of the pandemic and 

some reporting issues are obscuring this picture. Torbay has particularly high pedestrian casualty rates, while Eastern 

Cornwall has lower rates. Demographic analysis shows that communities which lie in the most deprived 30% of 

Britain are strongly over-represented among pedestrian casualties relative to population, in particular Mosaic Types 

such as Renting a Room, Families with Needs and Midlife Stopgap. 

Although pedal cycle casualty rates are generally low, particularly in Plymouth and Torbay, Exeter exhibits a rate 

higher than the national norm and both Eastern and South-Western Devon have rates higher than other comparable 

areas. Again, long term trends are hard to read due to the pandemic, but demographic analysis reveals that middle 

aged adult residents are over-represented compared to population. More affluent communities are over-

represented among pedal cyclist casualties, and the Mosaic Type Contemporary Starts is particularly prominent. 

Peninsula resident driver involvement in injury collisions by population is generally lower than the national norm, 

particularly among residents of Exeter; however, Eastern Cornwall has higher rates higher than other comparable 

areas. As with casualty demographics young adults are over-represented, as are several rural Mosaic Types as well 

as the Contemporary Starts Type. 

Young drivers are particularly over-represented compared to population in Torbay (see figure 51), although the 

overall long term trend in this demographic is reducing. Rural Mosaic Types are also over-represented among young 

collision involved drivers, especially more affluent ones such as Rural Vogue. 

Older driver collision involvement rates are comparable to the national norm and those of similar areas. However, 

there is no evidence of a reduction in the long term trend. Mosaic Types with moderate to high affluences such as 

Scattered Homesteads, Bungalow Haven and Village Retirement are all over-represented compared to population, 

with the most deprived communities under-represented. 

In Cornwall, Plymouth and Torbay, resident motorcyclist collision involvement rates are higher than comparator 

areas, while Exeter and rural Devon exhibit less elevated rates. Young riders from deprived communities are notably 

over-represented, particularly the Mosaic Types Solid Economy and Families with Needs.  
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All areas of the Peninsula, with the sole exception of Exeter, experience young rider collision involvement rates 

which are higher than the national norm as well as regional and comparator rates. However, trends in recent years 

do suggest that numbers are falling. Communities in the Local Focus Mosaic Type have noticeably high levels of 

young rider involvement, and over-representation of young riders in the Peninsula’s most deprived communities 

generally is even more marked. Young riders from rural areas are less involved in collisions than the national norm, 

with levels close to those of comparator areas. 

Examination of road collision rates by environment type shows that urban roads in the Peninsula are exhibiting a 

steady downward trend over time. However, roads in rural areas have however experienced a more modest decline 

in collision rates. Because such a high proportion of people involved in collisions are Peninsula residents, individual 

road user rates by road type do not differ strongly from the resident casualty and driver analyses discussed above. 

Trends in collision contributory factors recorded by attending police officers have been examined. Because such a 

high proportion of people involved in collisions are Peninsula residents, individual road user rates by road type do 

not differ strongly from the resident casualty and driver analyses discussed above. 

Speed choice contributory factor recording has changed little in the last three years and remains more frequent than 

nationally and in comparator areas. Meanwhile, driver impairment due to drink or drugs has been increasing in 

recent years and is also recorded more frequently than national and comparator trends. 

Recording of contributory factors related to road condition in all collisions has changed little in the last three years 

and remain more frequently recorded in the Peninsula than elsewhere in Britain. However, recording of these factors 

in relation to fatal and serious injury collisions has increased over the same period and is higher than national and 

comparator trends. Devon road contributory factor recording is higher than comparators in rural areas, but in 

Cornwall it is close to those of comparator areas. Urban areas of the Peninsula also report road factors more 

frequently than their comparators, but here recording is about the same as the national norm. 

Driver control errors have changed little in recent years. These factors are recorded more often on urban areas of 

the Peninsula than the comparator area, but at a similar level to the national norm. Rural areas record these errors 

with similar frequency to comparator areas. Unsafe behaviour recording is increasing slightly but remains generally 

akin to the national norm although higher than comparators. Driver distraction reporting is also increasing slightly; 

Cornwall exhibits a similar trend to comparator areas, but other parts of the Peninsula have higher trends than 

comparators.  

Recording of factors relating to Driver medical condition is steadily rising; all areas of the Peninsula except Plymouth 

and Exeter record these factors more frequently than national norm and comparator areas. 

The Peninsula’s projected rate for killed and seriously injured casualties (adjusted) is on the rise, based on past 

performance and expected changes in traffic. Most of this increase relates to motorcyclists and car users; rates for 

vulnerable road user groups including pedestrians and pedal cyclists are uncertain, due to lack of modal exposure 

data upon which to construct a robust model. 
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1 Introduction 

1.1 Overview 

1.1.1 Background 

Area Profiles from Agilysis provide overviews of road safety performance within specific local areas. This profile 

delivers detailed analysis and insight on all injury collisions reported to the police in Devon and Cornwall, as well as 

casualties and drivers involved in collisions anywhere in Britain who reside in the Devon and Cornwall area. 

Area Profile formats are modular, which affords the flexibility to select topics for inclusion to reflect local needs and 

allows each section of the report to be used independently if required. Profile design allows authorities to 

understand general casualty and collision trends affecting their residents and roads, as well as selecting particular 

topics based on local issues. Experts contracted by Agilysis work with commissioning authorities to ensure that 

selected topics provide an accurate and relevant assessment. After production of a first Area Profile, updates can be 

produced in future years covering the entire document or selected existing sections, whilst new topics can also be 

introduced in response to latest trends and concerns. 

Additional sections have been added to this Area Profile which address the requirements of the client as specified 

at the point of commission. This document therefore constitutes an important component of delivering the 

Partnership’s objectives. 

1.1.2 Aims and Objectives 

The aim of this document is to provide a comprehensive profile of road safety issues affecting both Devon and 

Cornwall’s road network and Devon and Cornwall’s residents, using STATS19 collision data1 and Mosaic socio-

demographic classification and making reference to other data sources as required. Annual trends are presented 

and analysed for key road user groups, predominantly based on data from the last five full years of available statistics 

but referring to older figures where appropriate. 

The Road Safety Analysis (RSA) analysis tool MAST Online has also been used to investigate trends for Devon and 

Cornwall’s residents involved in road collisions anywhere in the country, including socio-demographic profiling of 

casualties and drivers. MAST has been used to allow comparison of Devon and Cornwall’s key road safety issues with 

those of comparator regions and national figures. The aim is to allow Partnership members to assess its progress 

alongside other areas and work together with neighbours to address common issues. 

1.1.3 Analytical Techniques 

The analytical techniques employed throughout this Area Profile are detailed in the analytical techniques section on 

page 157. Please refer to this section for information on the terminology and data sources used as well to understand 

methodologies utilised and the structure and scope of the report.  

 

 

1 For further information, go to https://www.gov.uk/government/publications/road-accidents-and-safety-statistics-
guidance 
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1.2 Profile Configuration 

1.2.1 Structure 

The Area Profile has been divided into separate analysis of key road user groups. The aim is to allow each section to 

be used independently if required. This will also allow the South West Peninsula Road Safety Partnership to update 

selected sections when appropriate, without a requirement to update the entire document.  

Section 2, starting on page 11, explores Resident Risk. Resident risk analysis includes examining all Devon and 

Cornwall’s resident casualties and resident motor vehicle users in terms of rates, comparisons with other relevant 

police force constabularies and authorities; residency by small area; trends and socio-demographic analysis. Specific 

road user groups will also be analysed against these measures. The focus of this section is on how the people of 

Devon and Cornwall are involved in collisions, rather than what happens on local roads. 

Section 3, starting on page 86, provides analysis of Road Network Risk. It also examines rates; comparisons; location 

by small area; and trends on Devon and Cornwall’s roads. Breakdowns by rurality classification of road are also 

included in this section.  

Section 4, starting on page 157, includes Appendices detailing all Mosaic Types and the profile and distribution of 

specific Mosaic Types relevant to Devon and Cornwall. It also contains data tables for all analysis referred to in this 

Area Profile.  

1.2.2 Scope 

All figures included in this report are based on STATS 19 collision data. The residents section covers casualties and 

motor vehicle users involved in collisions who are residents of Devon and Cornwall, regardless of where in Britain 

the collision occurred. Resident analysis in this profile is based on the national STATS19 dataset as provided to Road 

Safety Analysis by the Department for Transport for publication in MAST Online over the five-year period between 

2015 and 2019 inclusive. For a more complete explanation, please refer to 7.1.1.1 on methodology for calculating 

resident risk.  

In contrast, the road network section covers collisions which occurred on Devon and Cornwall’s roads, regardless of 

where those involved reside. Network analysis is also based on the national STATS19 dataset over the five-year 

period between 2015 and 2019 inclusive. For a more complete explanation, please refer to 7.1.1.2 on methodology 

for calculating network collision risk. 

The Peninsula area defined in this Area Profile encompasses the following district areas of Devon and former districts 

of Cornwall: for the purpose of the report Agilysis have grouped them into eight analytical areas by agreement from 

the South West Peninsula Road Safety Partnership. The eight analytical areas are mapped in Figure 1 . 

Analytical area District areas included 

North Western Devon North Devon, West Devon + Torridge 

South Western Devon Teignbridge + South Hams 
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Eastern Devon East Devon + Mid Devon 

Exeter Exeter 

Western Cornwall Kerrier, Penwith + Carrick 

Eastern Cornwall North Cornwall, Caradon + Restormal 

Plymouth Plymouth 

Torbay Torbay 

 

North Western Devon 

South 
Western 
Devon 

Eastern Devon 

Exeter 

Torbay 

Plymouth 

Eastern Cornwall 

Western Cornwall 

Figure 1 - Analytical areas of Peninsula which are reported in the Area Profile 
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1.2.3 CRASH Postcode reporting issue 

The sections of this report which rely on postcodes in 

STATS19, including Mosaic and IMD profiling of resident 

casualties and drivers, currently contain a higher number 

of unknown values than usual in data from June 2017 

onwards. This calendar illustrates this. It is a ‘heat map’ of 

the percentage of missing casualty postcodes for 

collisions occurring each day over the last ten years. 

The data loss resulted from an issue in version 6 of CRASH 

(the Department for Transport’s Collision Reporting and 

Sharing system, used by Devon and Cornwall Police), 

related to the new Address Search function. CRASH did 

not populate the STATS 19 postcode fields correctly if 

driver or casualty addresses were entered in any format 

other than a multipart PENTIP address. A solution has 

now been identified for this issue, so most of the records 

which currently lack postcodes are ultimately expected to 

be updated. This recovery of lost data would mean that 

an update of the 2017 analysis could eventually be carried 

out. The exact timeframe in which this will become 

possible is unknown at time of writing. 
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2 Peninsula Resident Risk 

For information about the provenance and scope of data included in this section, please refer to section 1.2.2 on 

page 8. For an explanation of the methodologies employed throughout this section, please refer to 7.1.1.1 on page 

157. 

2.1 Peninsula Resident Casualties  

This section examines all casualties who were residents of Devon and Cornwall at the time of injury. For information 

about Devon and Cornwall’s resident motor vehicle users involved in collisions on all roads, please refer to section 

2.2 on page 40. 

2.1.1 All Resident Casualties 

2.1.1.1 Rates 

Figure 2 shows the resident casualty rates for the Peninsula urban areas of Exeter, Plymouth and Torbay compared 

to the national and regional rates, two police force comparators and the highway authority comparator of 

Southampton. The overall resident casualty rate for the Peninsula is 232.6 per 100,000 population. Figure 3 shows 

the resident casualty rates for the Peninsula rural areas of North Western Devon, South Western Devon, Eastern 

Devon, Western Cornwall, Mid Cornwall and Eastern Cornwall compared to the national and regional rates, two 

police force comparators and two rural highway authority comparators of Pembrokeshire (for Devon) and Somerset 

(for Cornwall). 

 

Figure 2 - Annual average resident casualties (2015-2019) per 100,000 population (urban) 
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2.1.1.2 Comparisons 

The Peninsula (Devon and Cornwall) resident casualty rate is 12% lower than the national rate; however, it is 5% 

higher than the South-West regional risk rate.  Within Devon and Cornwall, Torbay has the highest rate of 262.5, 

followed by Eastern Cornwall with a rate of 257.9. Exeter has the lowest rate (171.2). Norfolk constabulary has a 

resident risk rate which is very similar to that of the Peninsula (229.4), although Suffolk’s is slightly higher (238.8).  

Pembrokeshire’s rate is higher than rural areas of Devon, but Eastern Cornwall’s rate is noticeably higher than the 

comparator area of Somerset. The urban authority comparator area of Southampton has a distinctly high rate than 

all three peninsular urban authorities.  

Residency by Small Area 

Figure 4 shows the home location of the Peninsula’s resident casualties by middle layer super output area (MSOA). 

The thematic map is coloured by resident casualties per year per population of MSOA. Higher resident casualty rates 

are scattered throughout Devon and Cornwall including areas such as Great Torrington, High Bickington and 

Wadebridge, Liskekard, Lyton, Callington and Coombe. We can look more closely at the urban areas of Plymouth 

and Torbay in Figure 5 and Figure 6. In Plymouth the resident casualty risk rate is higher in Chaddlewood, West Park, 

Keyham, Devonport and the residential areas to the North of Plymouth which surround Cann Woods. In Torbay, the 

resident casualty rates are highest to the West of Paignton.  

 

 

Figure 3 - Annual average resident casualties (2015-2019) per 100,000 population (rural) 
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Figure 4 - Resident casualties home location by MSOA, Casualties per year per 100,000 population (2015-2019) 

Figure 5 - Resident casualties home location by MSOA for Plymouth. Casualties per 100,000 population (2015-2019) 
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2.1.1.3 Trends 

Figure 7 shows Devon and Cornwall’s annual resident casualty numbers since 2010, by severity. This includes 

residents injured anywhere in the country. Also shown is a 3-year moving average trend line. Devon and Cornwall’s 

resident casualty numbers remained largely static until 2015, after which modest decreases occur annually; with 

2017 as an outlier experiencing a dramatic reduction. This was due at least in part to the CRASH Postcode reporting 

issue detailed in section 1.2.3 of this report. The best approach in this instance is to discount the 2017 figures. In 

2019 there were 4,317 resident casualties (43 fatal, 704 serious and 3,570 slight), compared to 4,942 in 2010 – a 

13% decrease. Over the most recent five-year period (2015-2019), 16% of Devon and Cornwall’s resident casualties 

were either killed or seriously injured compared to 15% nationally. 

Figure 6 - Resident casualties home location by MSOA for Torbay. Casualties per 100,000 population (2015-2019) 
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Figure 7 also shows the number of resident casualties recorded in 2020 which is significantly lower than 2018 and 

2020. The effect of the pandemic on the resident casualty figures will be explored in more detail in section 5 on 

page 123.  

 

 

Resident Casualties occurring in other areas  

Ninety-four percent of Devon and Cornwall’s resident casualties between 2015 and 2019 were injured in Devon and 

Cornwall. This is significantly above the national average of 70% of residents involved in collisions in their home 

highway authority. Of the remaining 6% who were therefore Devon and Cornwall resident casualties elsewhere, the 

majority were involved in collisions in nearby authorities including Somerset (1.7%) and Dorset (0.6%). These 

percentages would suggest that travel out of Devon and Cornwall, for those who live there, is infrequent due to the 

geography of the region. For comparison, a similar trend is apparent in Scotland where 97% of resident casualties 

between 2015 and 2019 were injured in Scotland.  

Figure 7 - Peninsula resident casualties, by year and severity (2010-2020) 
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2.1.1.4 Socio Demographic Analysis 

Age 

Figure 8 shows the numbers of resident casualties by four specified age groups. The age group with most resident 

casualties is the 25-59 group. This is, however, also the largest age group in terms of population. The fewest resident 

casualties are in the age groups of 60 and over and under 16.  

It is more informative to consider Figure 9 which shows resident casualty numbers by age group indexed by the 

population of those age groups in Devon and Cornwall. There is also a national index value for comparison.  The 

chart shows that 16-24-year olds are over-represented as casualties when indexing based on population, and also 

compared to 16-24-year olds on a national level. Residents in the 25-59 age group are also over-represented when 

taking population into account. Residents aged under 16 and aged 60 and over are generally at a lower risk of being 

casualties. 

 

 

 

Figure 8 - Peninsula resident casualties by age group (2015-2019) 
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Figure 10 illustrates that the overall trend for the four age groups over the last ten years is similar. However, the 

young adult age group (16-24), despite still being the most over-represented by population, has gradually accounted 

for a smaller share of total resident casualties. In 2010, the percentage out of all casualties for this age group stood 

at 29%, but by 2019 this had fallen to 22%. This can be seen in Figure 11, which shows the proportional breakdown 

of resident casualties by age group over the decade. 

Figure 9 - Resident casualties by age group, indexed by population (2015-2019) 
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Figure 10 - Peninsula resident casualty trend by age (2010 - 2020) 

Figure 11 - Peninsula resident casualty trends by age, percentages (2010 - 2020) 
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Segmentation 

Analysis of the Mosaic communities in which Devon and Cornwall’s resident casualties live provides an insight into 

those injured in collisions. For an explanation of Mosaic Public Sector and how to understand the following chart, 

please refer to section 7.2 on page 165. 

 

Figure 12 shows Devon and Cornwall’s resident casualties by the Mosaic Type of the postcode they live in. The red 

bars show the index value based on the population of those types living in Devon and Cornwall. The highest numbers 

of resident casualties come from Local Focus (Type G28) and Scattered Homesteads (A02). Type G28 is significantly 

over-represented based on population, whereas type A02 features more or less as expected based on the number 

of residents of that type in the population of Devon and Cornwall as a whole. 

Midlife Stopgap (Type L52) has a high number of casualties but is only marginally over-represented. Satellite Settlers 

(Type G29) has high numbers of casualties but is under-represented, based on the population of these types living 

Figure 12 - Peninsula resident casualties by Mosaic Type (2015-2019) 
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in Devon and Cornwall. Outlying Seniors (Type G27) has a similar number of casualties but is over-represented by a 

slightly greater proportion 

Village Retirement (Type A04) and Bungalow Haven (F24) contain a large number of resident casualties but are the 

most under-represented out of all of types most numerous types.  

Whilst there are smaller numbers of other types, several are significantly over-represented, given the number of 

people living in these communities in Devon and Cornwall. These include three types in Group M such as Solid 

Economy (Type M56) and Families with Needs (Type M55); and to a lesser extent Budget Generations (Type M53). 

Contemporary starts (Type H34) are significantly over-represented in this sense.  

Further information on the characteristics of some of these Mosaic Types and a thematic map showing areas where 

these communities live can be found in section 7.2.2  on page 167. 

Deprivation 

Figure 13 shows resident casualties by the IMD of the LSOA (Lower layer Super Output Area) in which they reside. 

The chart shows that while the largest number of resident casualties live in slightly more deprived communities of 

Devon and Cornwall (the more deprived 40% and 50% deciles), residents from the most deprived 50% feature in 

collisions more or less as expected given the number of people living in them (as shown by indices of 98) whereas 

the most deprived 40% are overrepresented slightly (109 index value). Residents of the most deprived communities 

are the most over-represented, but there are fewer overall resident casualties from these communities. Residents 

from affluent communities are under-represented. 

 

  

Figure 13 - Peninsula resident casualties by Index of Multiple Deprivation (2015-2019) 
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2.1.2  Peninsula Resident Pedestrian Casualties 

This section examines pedestrian casualties who are residents of Devon and Cornwall. For an explanation of the 

methodologies employed throughout this section, please refer to 7.1.1.1 on page 157. 

2.1.2.1 Rates 

Figure 14 and Figure 15 show the Peninsula resident pedestrian casualty rate compared to the national and regional 

rates, and to the comparator police constabularies of Suffolk and Norfolk. Figure 14 shows the rate for the urban 

areas of Exeter, Plymouth and Torbay compared with Southampton, whilst Figure 15 shows the rates for the rural 

areas of Devon and Cornwall compared with the two rural highway authorities of Pembrokeshire and Somerset. 

Figure 14 - Annual average resident pedestrian casualties (2015-2019) per 100,000 population (urban) 
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2.1.2.2 Comparisons 

Devon and Cornwall’s resident pedestrian casualty rate of 25.3 per year per 100,000 population, is 34% lower than 

the national rate, but 6% higher than the South West regional rate. Within the Peninsula, Torbay has the highest 

pedestrian casualty rate at 41.1, which is considerably higher than anywhere else in the Peninsula but below the 

urban comparator of Southampton (45.3). Plymouth also has a relatively high rate of 33.1. Eastern Devon has the 

lowest rate (18.0). The rural comparator authority of Pembrokeshire () has a pedestrian casualty risk rate which is 

very similar to that of the Peninsula (24.4), however the Peninsula has a slightly higher rate than both comparator 

police force areas.  

Residency by Small Area 

Figure 16 shows the home location of Devon and Cornwall’s resident pedestrian casualties by Middle layer Super 

Output Area (MSOA). The thematic map is coloured by resident casualties per year per population of MSOA. The 

highest resident pedestrian casualty rates are found in areas of Torbay and Plymouth, as well at pockets in small 

towns such as St Ives, Newquay and Exeter. It is therefore useful to look at Plymouth and Torbay in greater detail 

(Figure 18 and Figure 18). In Plymouth (Figure 18), the highest pedestrian casualty risk rate can be found in the 

residential area of North Prospect. (57.9). Generally higher rates can also be found in the town centre. In Torbay 

(Figure 17), the highest resident pedestrian casualty rates are found in near to the centre of Torquay along Abbey 

Road (95.3), and in the Upton and Hele areas (65.83) 

Figure 15 - Annual average resident pedestrian casualties (2015-2019) per 100,000 population (rural) 
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Figure 16 - Peninsula resident pedestrian casualties home location by MSOA. Casualties per year per 100,000 population (2015-2019) 
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Figure 18 - Torbay resident pedestrian casualties home location by MSOA. Casualties per year per 100,000 population (2015-2019) 

Figure 17 - Plymouth resident pedestrian casualties home location by MSOA. Casualties per year per 100,000 population (2015-2019) 
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2.1.2.3 Trends 

Figure 19 shows Devon and Cornwall’s resident pedestrian casualty numbers since 2010, by severity, with a three-

year rolling average trend line. Numbers have fluctuated consistently over the last ten years within an intermittent 

pattern of slight decrease since the start of the decade. There has been a marked decrease in resident pedestrian 

casualties in 2017 due to the CRASH Postcode reporting issue which is detailed in section 1.2.3. In 2019 there were 

484 resident pedestrian casualties (9 fatal, 125 serious and 350 slight), whereas in 2010 there were 537 resident 

pedestrian casualties (6 fatal, 65 serious, and 466 slight) – A 10% decrease overall. Over the recent five-year period 

(2015-2019), 25% of Devon and Cornwall’s resident pedestrian casualties were either killed or seriously injured 

compared to 25% nationally. 

 

Resident Pedestrian casualties occurring in other areas 

Between 2015 and 2019, over 97% of Devon and Cornwall’s resident pedestrian casualties were injured in collisions 

on Devon and Cornwall’s roads.  

Figure 19 - Peninsula resident pedestrian casualties, by year and severity (2010-2020) 
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2.1.2.4 Socio Demographic Analysis 

Age 

Figure 20 shows the number of peninsula resident pedestrian casualties by age group. The age group with the most 

resident pedestrian casualties is the 25-59 age group with 805 casualties, followed by the over 60s with 533 

casualties. The least number of pedestrian casualties are the young adults (16-24).  

  

Figure 20 - Peninsula resident pedestrian casualties, by age group (2015-2019) 
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Figure 21 is more useful and shows resident pedestrian casualty numbers by age group indexed by the population 

of those age groups in Devon and Cornwall. There is also a national index value for comparison.  The chart shows 

that casualties aged under 16 are over-represented when indexing based on population and compared to the same 

group nationally. Residents in the 16-24 age group are also over-represented when taking population and the 

national index into account. Residents aged 25 and over are at a lower risk of being pedestrian casualties. 

Figure 22 illustrates that the overall trend for the four age groups over the last ten years is very similar, although 

younger people (aged under 25) represent a slightly lower proportion of pedestrian casualties in 2019 than was the 

case a decade ago. 

Figure 21 - Resident pedestrian casualties by age group, indexed by population (2015-2019) 
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Segmentation 

Analysis of the Mosaic communities in which Devon and Cornwall’s resident pedestrian casualties live provides an 

insight into those injured in collisions. For an explanation of Mosaic Public Sector and how to understand the 

following chart, please refer to 7.2 on page 165. 

Figure 22 - Peninsula resident pedestrian casualty trend by age group (2010-2019) 
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Figure 23 shows Devon and Cornwall’s resident pedestrian casualties by the Mosaic Type of the postcode they live 

in. The red bars show the index value based on the population of those types living in Devon and Cornwall.  

The highest numbers of resident pedestrian casualties come from Local Focus (Type G28) but this is to be expected 

based on the population of those types living in Devon and Cornwall. Midlife Stopgap (L52), Families with Needs 

(M55), Solid Economy (M56) and Bus-route renters (J45) all have high numbers of pedestrian casualties and are 

significantly over-represented based on population. This over-representation is most marked for Types in Mosaic 

Group M (Family Basics). 

Figure 23 - Peninsula resident pedestrian casualties by Mosaic Group (2015-2019) 
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Outlying Seniors (G27), Satellite Settlers (G29), Bungalow Haven (F24), Village Retirement (A04) and Scattered 

Homesteads (A02) contain notable numbers of resident pedestrian casualties but are all under-represented when 

population is accounted for  

Whilst there are small numbers of Budget Generations (Type M53), Learners and Earners (Type J42), Estate Veterans 

(N61), and Renting a Room (L50), they are all significantly over-represented given the number of people living in 

these respective communities in Devon and Cornwall. 

Further information on the characteristics of some of these Mosaic Types and a thematic map showing areas where 

these communities live can be found in 7.2 on page 165. 

Deprivation 

Figure 24 shows resident pedestrian casualties by the IMD of the LSOA (Lower layer Super Output Area) in which 

they reside. The chart shows that the largest number of resident pedestrian casualties live in the more deprived 

areas of Devon and Cornwall, to a more marked degree than for casualties in general. Residents in the most deprived 

areas, particularly the most deprived decile, are prominently over-represented in pedestrian casualties, given the 

number of people living in such communities in Devon and Cornwall. 

  

Figure 24 - Peninsula resident pedestrian casualties by Index of Multiple Deprivation (2015-2019) 



 

2021 VISION ZERO SOUTH WEST 

R
ESID

EN
T R

ISK
 

 

PAGE | 31 

2.1.3 Peninsula Resident Pedal Cycle Casualties  

This section refers to pedal cycle user casualties who are residents of Devon and Cornwall. For an explanation of 

the methodologies employed throughout this section, please refer to 7.1.1.1 on page 157. 

2.1.3.1 Rates 

Figure 25 shows Devon and Cornwall’s resident pedal cycle casualty rate for the urban areas of Exeter, Plymouth 

and Torbay compared to the national, regional, comparator constabularies and the comparator of Southampton. 

Figure 26 shows the same comparator information alongside the rural districts of Devon and Cornwall. The rural 

comparators of Somerset and Pembrokeshire are also shown. 

Figure 25 - Annual average resident pedal cycle casualties (2015-2019) per 100,000 population (urban) 

 



 

AGILYSIS  

R
ESID

EN
T R

ISK
 

 

PAGE | 32 

Figure 26 - Annual average resident pedal cycle casualties (2015-2019) per 100,000 population (rural) 

 

2.1.3.2 Comparisons 

Devon and Cornwall’s annual resident pedal cycle user casualty rate of 16.0 per 100,000 population is 43% lower 

than the national rate and 32% lower than the South West regional rate. Within Devon and Cornwall, Exeter has by 

far the highest rate of 33.3, which is 52% higher than the overall Peninsula rate. North Western Devon has the lowest 

rate of 10.4, which is 35% lower than the overall Peninsula rate.  

Residency by Small Area  

Figure 27 shows Devon and Cornwall’s resident pedal cycle user casualties by home MSOA. The map is colour coded 

by the rate of casualties from that MSOA per year per 100,000 population. The darker shading illustrates that the 

highest rates are in and around the urban areas of Exeter, Plymouth and Barnstaple, as well as Topsham and the 

rural areas to its west and east. Redruth and west of Hayle, in addition to Cranbrook and Ottery St Mary also have 

relatively high rates for rural areas in the Peninsula.  

Figure 28 shows the pedal cycle casualty risk rates for Plymouth only and resident pedal cyclist risk rates are highest 

in the areas of Chaddlewood, Kings Tamerton, Oreston, St Jude’s, Stonehouse and Devonport. Figure 29 illustrates 

Torbay only where the highest risk rates are found to the west of Paignton, Brixham and Torquay, as well as in the 

areas of Edginswell and Barton.  
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Figure 27 - Resident pedal cycle user casualties home location by MSOA. Casualties per year per 100,000 population 

Figure 28 - Resident pedal cycle user casualties home location by MSOA. Casualties per year per 100,000 population (Plymouth) 
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2.1.3.3 Trends 

Figure 30 shows Devon and Cornwall’s resident pedal cycle casualty numbers since 2010, by severity. Numbers of 

resident pedal cycle casualties increased substantially between 2010 and 2014, followed by decreases for the next 

three years but rising back to similar levels in 2018 and 2019. The decrease in 2017 is due to the CRASH Postcode 

reporting issue which is detailed in section 1.2.3. In 2019 there were 314 pedal cycle user casualties (2 fatal, 78 

serious and 234 slight), whereas there were 255 in 2010 - an overall 23% increase. Over the most recent five-year 

period (2015-2019), 24% of resident pedal cycle user casualties were either killed or seriously injured, which is higher 

than Britain as a whole (20%). 

Figure 29 - Resident pedal cycle user casualties home location by MSOA. Casualties per year per 100,000 population (Torbay) 
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Resident pedal cycle user casualties occurring in other areas 

Between 2015 and 2019, 97% of Devon and Cornwall’s resident pedal cycle casualties were injured in collisions on 

Devon and Cornwall’s roads. Outside of the Peninsula area, the highest proportion of Devon and Cornwall resident 

pedal cyclist casualties occurred in Somerset  

2.1.3.4 Socio Demographic Analysis 

Age 

Figure 31 shows resident pedal cycle casualties by age group. The age group with the most resident pedal cycle 

casualties is the 25-59 group (66% of all casualties). All other age groups have a relatively low number of pedal cycle 

casualties in comparison, although this is a very wide age band.  

Figure 32 shows resident pedal cycle casualty numbers by age group indexed by the population of those age groups 

in Devon and Cornwall. There is also a national index value for comparison.  The chart shows that 16 to 24 year olds 

and 25 to 59 year-olds are over-represented as casualties when indexing based on population and compared to 

those age groups nationally. Residents in the 16-24 age group are also over-represented when taking population 

into account. Residents aged 0-15 and 60+ are at a lower risk of being casualties. 

 

Figure 30- Peninsula resident pedal cycle user casualties, by year and severity (2010-2019) 
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Figure 31 - Peninsula resident pedal cycle user casualties, by age group (2015-2019) 

Figure 32 - Peninsula resident pedal cycle casualties by age group, indexed by population (2015-2019) 
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Figure 33 shows that the overall trend for the four age groups has differed. The 25-59 and 60+ age bands have 

shown a similar trend to the overall trend of resident pedal cycle casualties shown in , whereas 0-15 and 16 to 24 

year-old pedal cycle casualties did not exhibit the same peak in casualties in 2014. 

 

 

Segmentation 

Analysis of the Mosaic communities in which Devon and Cornwall’s resident pedal cycle casualties live provides an 

insight into those injured in collisions. For an explanation of Mosaic Public Sector and how to understand the 

following chart, please refer to section 7.2 on page 157. 

Figure 33 - Peninsula resident pedal cycle casualty trend by age (2010 - 2019) 
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Figure 34 - Devon and Cornwall resident pedal cycle casualties by Mosaic Group (2015-2019) 
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Figure 34 shows Devon and Cornwall’s resident pedal cycle casualties by the Mosaic Group of the postcode they 

live in. The red bars show the index value based on the population of those groups living in Devon and Cornwall. 

The highest numbers of resident pedal cycle casualties come from Midlife Stopgap (Type L52) and Primary 

Ambitions (Type H35) which are both overrepresented against the population of those Types living in Devon and 

Cornwall; Type H35 communities to a notably greater extent.  

Other Types with high pedal cycle casualty numbers include Local Focus (Type G28), Satellite Settlers (Type G29), 

Scattered Homesteads (Type A02) and Village Retirement (A04) however all these Types are noticeably under-

represented. 

Learners and Earners (Type J42), Contemporary Starts (H34), Boomerang Boarders (E20) and Legacy Elders (F22) all 

contain slightly lower numbers but are over-represented. This is particularly the case for Thriving Independence 

(D17), which has an index value of 269. 

The variety of over-represented Mosaic groups (L, H, E, J, K) featured in Devon and Cornwall’s resident pedal cycle 

user casualties reflects the diversity and geographic scale of the Peninsula area in this study.  

Deprivation 

Figure 35 shows resident pedal cycle casualties by the IMD of the LSOA (Lower layer Super Output Area) in which 

they reside. The chart shows that in absolute numbers the largest number of resident pedal cyclists casualties live 

in the areas with broadly median deprivation levels. Interestingly, resident pedal cycle casualties are more over-

represented compared to population in the less deprived areas. 

 

Figure 35 - Peninsula resident pedal cycle casualties by Index of Multiple Deprivation (2015-2019) 
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2.2 Peninsula Resident Drivers involved in Collisions 

This section refers to all drivers of motor vehicles and motorcycles involved in collisions and who are residents of 

Devon and Cornwall.  

2.2.1 All Resident Motor Vehicle Driver  Involvement (excluding motorcycle riders)  

This section analyses all persons recorded as being a peninsula resident in charge of a motor vehicle (other than a 

motorcycle or moped) involved in a collision, regardless of age. Therefore, it includes a small number of drivers 

recorded as being under the age of seventeen. 

2.2.1.1 Rates 

Figure 36 shows Devon and Cornwall’s resident driver involvement rate for the urban areas of Exeter, Plymouth and 

Torbay compared to the national, regional, comparator constabularies and the comparator of Southampton. Figure 

37 shows the same comparator information alongside the rural districts of Devon and Cornwall. This time the rural 

comparators of Somerset and Pembrokeshire have been used. 

 

 

Figure 36 - Annual average resident involved drivers (2015-2019) per 100,000 adult population (Urban) 
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Comparisons 

Devon and Cornwall’s resident driver involvement rate of 279.9 per 100,000 adult population is 20% lower than the 

overall GB rate (312.5), and 6% higher than the South West region rate of 237.8. Exeter has a much lowest rate 

(170.9) than all of the urban comparators.  

Residency by Small Area 

Figure 38 shows Devon and Cornwall’s resident collision involved drivers’ home location by MSOA. The thematic 

map is colour coded by the driver rate, which is the annual average number of resident drivers per 100,000 adult 

population (aged 16 and over). Higher rates of resident drivers involved in collisions are scattered throughout Devon 

and Cornwall with higher concentrations in rural parts of the region such as Holsworthy, Great Torrington, the area 

along the Illogen Highway between Camborne and Redruth, as well as concentrations in the urban areas of Plymouth 

and Torbay. Figure 39 shows collision involved driver rates for Plymouth only and driver risk rates are highest in the 

areas of St. Budeaux and Wolseley Road, Ford, Chaddlewood, Devonport, Crownhill and Tamerton Foliot. Figure 40 

illustrates Torbay only and the highest risk rates are found in the West of Paignton along, Totnes Road and Stoke 

Road and Collaton St Mary, and to the North of Torquay in Ellacombe and Upton. 

 

Figure 37 - Annual average resident involved drivers (2015-2019) per 100,000 adult population (Rural) 
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Figure 38 - Annual average resident involved drivers (2015-2019) per 100,000 adult population, by MSOA 

Figure 39 - Annual average resident involved drivers (2015-2019) per 100,000 adult population, by MSOA (Plymouth) 
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Figure 41 shows Devon and Cornwall’s annual resident collision involved motor vehicle driver numbers since 2010, 

by severity. Following a peak in numbers at the start of the decade, resident driver numbers have experienced a 

downward trend over apart from 2014 (and 2017, as detailed in section 1.2.3). In 2019 there were 4,667 drivers 

from Devon and Cornwall involved in an injury collision (58 fatal, 653 serious and 2820 slight), and decrease of 22% 

from 2010. Over the most recent five-year period (2015-2019), 17% of Devon and Cornwall’s resident drivers were 

involved in a collision resulting in a killed or seriously injured casualty. This is the same as the national rate which is 

17%. 

Figure 40 - Annual average resident involved drivers (2015-2019) per 100,000 adult population, by MSOA (Torbay) 
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Resident driver collision involvement in other areas  

Ninety-two percent of Devon and Cornwall’s resident drivers are involved in collisions on Devon and Cornwall’s 

roads. Of the remaining 8%, most collisions took place in Somerset (2%), Dorset (0.6%) and Wiltshire (0.5%). 

2.2.1.2 Socio Demographic Analysis 

Age  

Figure 42 shows the numbers of Devon and Cornwall drivers involved in injury collisions by age group. The age group 

with the highest numbers are the 25 to 59 age group with 62% of all involved drivers.  

Figure 43 shows resident drivers by age group indexed by the population of those age groups in Devon and Cornwall. 

There is also a national index value for comparison.  The chart shows that 16 to 24 year-olds and 25 to 59 year-olds 

are over-represented as casualties when indexing based on population. Residents in the 16-24 age group are also 

over-represented to a greater extent than they are on a national level. Resident drivers aged under 16 and 60+ are 

at a lower risk of being involved. 

 

Figure 41 - Peninsula resident involved drivers involved in collisions, by year and severity (2015-2019) 
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Figure 43 - Peninsula resident involved drivers by age group, indexed by population (2015-2019) 

Figure 42 - Peninsula resident involved drivers by age group (2015-2019) 
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Figure 44 shows that the overall trend for the four age groups over the last ten years has differed across the age 

groups. The 25 to 59 and 60+ year age bands have shown a similar trend to the overall trend of resident drivers 

shown in , whereas 16 to 24 year-old drivers did not experience as prominent a peak in 2014.  

 

 

Segmentation 

Analysis of the Mosaic communities in which Devon and Cornwall’s resident drivers live provides an insight into 

those injured in collisions.  

Figure 44 - Peninsula resident involved drivers’ trend by age (2010 - 2019) 
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Figure 45 shows Devon and Cornwall’s resident drivers involved in collisions by the Mosaic Type of the postcode 

they live in. The red bars show index value based on the population of those Types living in Devon and Cornwall. The 

highest number of involved drivers comes from Local Focus (Type G28) and Scattered Homestead (Type A02), and 

Figure 45 - Peninsula resident involved drivers by Mosaic Type (2015-2019) 
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both Types are also over-represented based on population. There are also high numbers of Midlife Stopgap (Type 

L52) who are slightly over-represented based on population with an index of 105.  

Satellite Settlers (Type G29), Village Retirement (Type A04) and Bungalow Haven (Type F24) all have high numbers 

of resident driver involvement but are under-represented against the population. 

Rural Vogue (Type A01), Contemporary Starts (Type H34), and Solid Economy (Type M56) all have large numbers of 

drivers involved and are noticeably over-represented.  

Deprivation 

Figure 46 shows resident drivers by the IMD of the LSOA (Lower layer Super Output Area) in which they reside. The 

chart shows that the largest number of collision involved resident drivers live in the more deprived 40% of areas and 

the more deprived 50% of areas. Deprivation of drivers is clearly more evenly distributed than is the case for 

casualties. 

 

  

Figure 46 - Peninsula resident drivers by Index of Multiple Deprivation (2015-2019) 
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2.2.2 Resident Young Driver Involvement (aged 16 to 24) 

This section analyses all young adult persons recorded as being a peninsula resident in charge of a motor vehicle 

(other than a motorcycle or moped) involved in a collision. For consistency with other sections, this includes drivers 

recorded as being aged sixteen, even though they could not have been driving the vehicle legally. 

2.2.2.1 Rates 

Figure 47 shows Devon and Cornwall’s resident young driver involvement rate for the urban areas of Exeter, 

Plymouth and Torbay compared to the national and regional rates along with comparator constabularies and the 

comparator of Southampton. Figure 48 shows the same comparator information alongside the rural districts of 

Devon and Cornwall. This time the rural comparators of Somerset and Pembrokeshire have been used. The rate is 

the annual average number of resident drivers involved in injury collisions per 100,000 population (aged 16 to 24).  

 

Figure 47 - Annual average resident young drivers (2015-2019) per 100,000 population aged 16 to 24 (Urban) 
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Comparisons 

Devon and Cornwall’s resident young driver involvement rate of 393.0 per 100,000 population is 4% higher than the 

overall GB rate (381.2), and 7% higher than the South-West region rate of 363.4. Exeter has the lowest rate (121.8), 

compared to Eastern Cornwall with the highest peninsula rate of 565.1. 

Residency by Small Area 

Figure 49 shows Devon and Cornwall’s resident collision involved young drivers’ home location by MSOA. The 

thematic map is colour coded by the driver rate, which is the annual average number of resident drivers per 100,000 

adult population (aged 16 to 24). Higher rates of resident young drivers are scattered throughout Devon and 

Cornwall with higher concentrations in and around Mevagissey, Padstow, Tavistock, Holesworthy, Great Torrington 

and Ilfracombe.  

Figure 50 shows the collision involved young driver rate for Plymouth only and risk rates are highest in the area of 

Chaddlewood to the East of Plymouth. There are also higher rates to the West of Plympton and in Elburton village. 

Figure 51 illustrates Torbay only and the highest risk rates are found in the North of Paignton along Preston Down 

Road and Southfield Avenue, Torquay and the White Rock.  

Figure 48 - Annual average resident young drivers (2015-2019) per 100,000 population aged 16 to 24 (Rural) 
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Figure 49 - Annual average resident young drivers (2015-2019) per 100,000 population aged 16 to 24, by MSOA 
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Figure 50 - Annual average resident young drivers (2015-2019) per 100,000 population aged 16 to 24, by MSOA (Plymouth) 

Figure 51 - Annual average resident young drivers (2015-2019) per 100,000 population aged 16 to 24, by MSOA (Torbay) 
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2.2.2.2 Trends 

Figure 52 shows Devon and Cornwall’s annual resident young driver numbers since 2010, by severity. As with all 

resident drivers there was a peak at the start of the decade, followed by small decreases in numbers over the past 

seven years (again except for 2017, as detailed in section 1.2.3). In 2019 there were 713 young drivers from Devon 

and Cornwall involved in an injury collision (3 fatal, 113 serious and 597 slight), whereas there were 1204 in 2010 - 

a decrease of 41%. Over the most recent five-year period (2015-2019), 15% of Devon and Cornwall’s resident young 

drivers were involved in a collision resulting in a killed or seriously injured casualty. This is lower than the national 

rate which is 18%. 

  

Resident Driver collision involvement in other areas  

Ninety-three percent of Devon and Cornwall’s resident young drivers are involved in collisions on Devon and 

Cornwall’s roads. Of the remaining 7%, most collisions took place in Somerset (1.8%) and Dorset (0.9%). 

Segmentation 

Analysis of the Mosaic communities in which Devon and Cornwall’s resident young drivers live provides an insight 

into those injured in collisions.  

Figure 52 - Peninsula resident young drivers involved in collisions, by year and severity (2010-2019) 
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Figure 53 shows Devon and Cornwall’s resident young drivers involved in collisions by the Mosaic type of the 

postcode they live in. The red bars show index values based on the young adult population of those types living in 

Devon and Cornwall. As with all involved resident drivers, the highest number of involved young drivers comes from 

Local Focus (Type G28) and Scattered Homesteads (Type A02), both types of which are also over-represented based 

Figure 53 - Peninsula resident involved young drivers by Mosaic Type (2015-2019) 
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on population. Outlying Seniors (G27) are also a high proportion of resident young drivers and moderately over-

represented.  

Village Retirement (Type A04) are a high proportion of resident young driver involvement but are under-

represented against the population. Midlife Stopgap (Type L52) and Satellite Settlers (Type G29) also have high 

numbers of collision-involved resident young drivers but are only slightly over-represented based on population. 

Rural Vogue (Type A01), Contemporary Starts (Type H34), Solid Economy (Type M56) all have moderate levels of 

young driver involvement in collisions and are noticeably over-represented.  

Deprivation 

Figure 54 shows resident young drivers by the IMD of the LSOA (Lower Super Output Area) in which they reside. As 

with resident involved drivers of all ages, the chart shows that the largest number of young resident drivers live in 

the more deprived 40% of areas and the more deprived 50% of areas. As was the case for all involved drivers, the 

deprivation profile of young resident drivers is distributed more evenly than for casualties, although more affluent 

communities of this group are consistently under-represented. 

 

  

Figure 54 - Peninsula resident young drivers by Index of Multiple Deprivation (2015-2019) 
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2.2.3 Resident Adult Driver Involvement (aged 25 to 59) 

 

2.2.3.1 Rates 

Figure 55 shows Devon and Cornwall’s resident adult driver collision involvement rate for the urban areas of Exeter, 

Plymouth and Torbay compared to the national, regional, comparator constabularies and the comparator of 

Southampton. Figure 56 shows the same comparator information alongside the rural districts of Devon and 

Cornwall. This time the rural comparators of Somerset and Pembrokeshire have been used. The rate is the annual 

average number of adult resident drivers involved in injury collisions per 100,000 population (aged 25 to 59). 

 

Figure 55 - Annual average adult drivers (2015-2019) per 100,000 population aged 25 to 59 (Urban) 
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Comparisons 

Devon and Cornwall’s resident adult driver involvement rate of 366.7 per 100,000 population is 9% lower than the 

overall GB rate (402.4), and 6% higher than the South West region rate of 343.7. Exeter has the lowest rate (271.1), 

compared to Plymouth with the highest rate of 417.5. 

Residency by Small Area 

Figure 57 shows Devon and Cornwall’s resident collision involved adult drivers’ home location by MSOA. The 

thematic map is colour coded by the driver rate, which is the annual average number of resident drivers per 100,000 

adult population (aged 25 to 59). Higher rates of resident adult drivers are scattered throughout Devon and Cornwall 

with higher concentrations in Holsworthy, Great Torrington, Just, Callington, Axminster, Marazion and Lanreath. 

Figure 58 shows the collision involved adult driver rate for Plymouth only and risk rates are highest in the areas of 

West Park, Crownhill, Devonport, Tamerton Foliot, Morice Town, and Kings Tamerton. Figure 59 illustrates Torbay 

only and the highest risk rates are found in Lower Blagdon, Middle Blagdon, Torquay, Ellacombe and Yalberton.  

Figure 56 - Annual average resident adult drivers (2015-2019) per 100,000 population aged 25 to 59 (Rural) 
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Figure 57 - Annual average resident adult drivers (2015-2019) per 100,000 population aged 25 to 59, by MSOA 
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Figure 59 - Annual average resident adult drivers (2015-2019) per 100,000 population aged 25 to 59, by MSOA (Torbay) 

Figure 58 - Annual average resident adult drivers (2015-2019) per 100,000 population aged 25 to 59, by MSOA (Plymouth) 
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2.2.3.2 Trends 

Figure 60 shows Devon and Cornwall’s annual resident adult driver numbers since 2010, by severity. There was a 

peak in numbers in 2011 unlike other for other resident driver groups, followed by a small fluctuation in numbers 

the year after but then a consistent but small increases until 2015 (exception of 2017 as detailed in section 1.2.3). In 

2019 there were 2,895 adult drivers from Devon and Cornwall involved in an injury collision (42 fatal, 466 serious 

and 2387 slight), whereas there were 3313 in 2010 – an overall decrease of 13%. Over the most recent five-year 

period (2015-2019), 16% of Devon and Cornwall’s resident adult drivers were involved in a collision resulting in a 

killed or seriously injured casualty. This is similar to the national rate which is 17%. 

 

  

Resident Driver collision involvement in other a reas 

Ninety-two percent of Devon and Cornwall’s resident adult drivers are involved in collisions on Devon and Cornwall’s 

roads. Of the remaining 8%, most collisions took place in Somerset (2%), Dorset (0.6%) and Wiltshire (0.6%). 

Figure 60 - Peninsula resident adult drivers involved in collisions, by year and severity (2015-2019) 
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Segmentation 

Analysis of the Mosaic communities in which Devon and Cornwall’s resident adult drivers live provides an insight 

into those injured in collisions.  

Figure 61 - Peninsula resident involved adult drivers by Mosaic Type (2015-2019) 
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Figure 61 shows the number of Devon and Cornwall’s resident drivers involved in collisions by the Mosaic Type of 

the postcode in which they live. The red bars show index values based on the population of those types living in 

Devon and Cornwall. The highest number of involved drivers comes from Local Focus (Type G28), Scattered 

Homesteads (Type A02) and Midlife Stopgap (Type L52). These types are also over-represented based on population. 

There are also high numbers of Satellite Settlers (Type G29), and Village Retirement (Type A04) who also have high 

numbers of adult driver collision involvement, but are under-represented based on population. Outlying Seniors 

(Type G27) are relatively high in number and are slightly over-represented.  

Contemporary Starts (Type H34), Solid Economy (Type M56) have large numbers of drivers involved and are 

noticeably over-represented. Families with Needs (Type M55) are lesser in number but are notably over-

represented, as is Renting Rooms (Type L50).  

Deprivation 

Figure 62 shows resident drivers by the IMD of the LSOA (Lower Super Output Area) in which they reside. The chart 

shows that the largest number of collision involved resident drivers live in the more deprived 40% of areas. They are 

generally spread evenly across the decile groups.  

 

 

  

Figure 62 - Peninsula resident adult drivers by Index of Multiple Deprivation (2015-2019) 
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2.2.4 Resident Older Driver  Involvement (aged 60 and over) 

2.2.4.1 Rates 

Figure 63 shows Devon and Cornwall’s resident older driver involvement rate for the urban areas of Exeter, Plymouth 

and Torbay compared to the national, regional, comparator constabularies and the comparator of Southampton. 

Figure 64 shows the same comparator information alongside the rural districts of Devon and Cornwall. This time the 

rural comparators of Somerset and Pembrokeshire have been used. The rate is the annual average number of adult 

resident drivers involved in injury collisions per 100,000 population (aged 60 and over). 

 

 

Figure 63 - Annual average older drivers (2015-2019) per 100,000 population aged 60 and over (Urban) 
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Comparisons 

Devon and Cornwall’s resident older driver involvement rate of 165.8 per 100,000 population is 3% lower than the 

overall GB rate (170.6), and 3% higher than the South West region rate of 160.3. Exeter has the lowest rate (112.2), 

compared to Eastern Cornwall with the highest rate of 186.8. 

Residency by Small Area 

Figure 65 shows Devon and Cornwall’s resident collision involved older drivers’ home location by MSOA. The 

thematic map is colour coded by the driver rate, which is the annual average number of resident drivers per 100,000 

adult population (aged 60 and over). Higher rates of resident older drivers are found in Eastern Cornwall, Trispen 

and Ladock east of Holywell Bay, and in Haccombe and Daccombe in Devon.  

Figure 66 shows the collision involved older driver rate for Plymouth only and risk rates are highest in the areas of 

St Budeaux, Chaddlewood, Efford and Southway. Figure 67 illustrates Torbay only and the highest risk rates are 

found to the North of Torquay in Daison Wood and Upton, as well as areas to the west of Paignton along King’s Ash 

Road, Foxhole and Totnes Road, and Higher Blagdon and Lower Blagdon.  

Figure 64 - Annual average resident older drivers (2015-2019) per 100,000 population aged 60 and over (Rural) 
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Figure 66 - Annual average resident older drivers (2015-2019) per 100,000 population aged 60 and over, by MSOA (Plymouth) 

Figure 65 - Annual average resident older drivers (2015-2019) per 100,000 population aged 60 and over, by MSOA 
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2.2.4.2 Trends 

Figure 68 shows Devon and Cornwall’s annual resident older driver numbers since 2010, by severity. This illustrates 

a different trend to the other cohorts of resident drivers as there is no peak in 2010 or 2011 and numbers have been 

gradually increasing overall with a decline in 2015 and 2016 (exception of 2017 as detailed in section 1.2.3). In 2019 

there were 1007 older drivers from Devon and Cornwall involved injured in a collision (16 fatal, 211 serious and 780 

slight), whereas in 2010 there were 931 – an overall increase of 8%. Over the most recent five-year period (2015-

2019), 20% of Devon and Cornwall’s resident older drivers were involved in a collision resulting in a killed or seriously 

injured casualty. This is lower than the national rate which is 22%. 

Figure 67 - Annual average resident older drivers (2015-2019) per 100,000 population aged 60 and over, by MSOA (Torbay) 
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Resident older driver collision involvement in other areas  

Ninety-two percent of Devon and Cornwall’s resident older drivers are involved in collisions on Devon and Cornwall’s 

roads. Of the remaining 8%, most collisions took place in Somerset (2.6%), Dorset (0.5%) and Wiltshire (0.5%). 

Segmentation 

Analysis of the Mosaic communities in which Devon and Cornwall’s resident older drivers live provides an insight 

into those injured in collisions.  

Figure 68 - Peninsula resident older drivers involved in collisions, by year and severity (2010-2019) 
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Figure 69 shows Devon and Cornwall’s resident older drivers involved in collisions by the Mosaic type of the postcode 

they live in. The red bars show index value based on the population of those types living in Devon and Cornwall. The 

highest number of involved resident older drivers come from Scattered Homesteads (Type A02), Bungalow Haven 

Figure 69 - Peninsula resident involved older drivers by Mosaic Type (2015-2019) 
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(Type F24) and Village Retirement (Type A04). All three types are also considerably over-represented based on 

population. 

There are also high numbers of Satellite Settlers (Type G29) and Outlying Seniors (Type G27) who are also over-

represented based on population with indices of 118 and 144 respectively.  

Wealthy Landowners (Type A03), have a slightly lower number of resident older driver involvement but are 

noticeably over-represented against the population, with an index of 141 

Despite having relatively large numbers of older drivers involved in collisions, Local Focus (Type G28) are noticeably 

under-represented.  

Deprivation 

Figure 70 shows resident older drivers by the IMD of the LSOA (Lower Super Output Area) in which they reside. The 

largest number of collision-involved resident older drivers live in the more deprived 40% of areas, as seen in the 

following chart. The most deprived deciles are notably under-represented.  

 

 

 

  

Figure 70 - Peninsula resident older drivers by Index of Multiple Deprivation (2015-2019) 
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2.3 Peninsula resident motorcycle riders involved in collisions 

2.3.1  Resident Motorcyclists involved in collisions 

This section refers to motorcyclists involved in collisions and who are residents of Devon and Cornwall. 

2.3.1.1 Rates 

Figure 71 shows Devon and Cornwall’s resident motorcycle rider involvement rate for the urban areas of Exeter, 

Plymouth and Torbay compared to the national, regional, comparator constabularies and the comparator of 

Southampton. Figure 72 shows the same comparator information alongside the rural districts of Devon and 

Cornwall. This time the rural comparators of Somerset and Pembrokeshire have been used. The rate is the annual 

average number of resident motorcycle riders involved in injury collisions per 100,000 population (aged 16 to 24).  

Figure 71 - Annual average resident motorcycle riders (2015-2019) per 100,000 adult population (urban) 
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Comparisons 

Devon and Cornwall’s resident motorcycle rider involvement rate of 28.3 per 100,000 population is very similar to 

the GB rate of 29.9, and is 9% higher than the South West region rate of 25.9. Eastern Devon has the lowest rate 

(21.6), compared to Southampton with the highest rate of 43.2. 

Residency by Small Area 

Figure 73 shows Devon and Cornwall’s resident collision involved motorcycle riders’ home location by MSOA. The 

thematic map is colour coded by the rider collision involvement rate, which is the annual average number of collision 

involved resident riders per 100,000 population. Higher rates of resident motorcycle riders are found to the west of 

Paignton, east of Callington, Keyham and West Park in Plymouth, Kingsteignton, and Hayle as well as Redruth in the 

South West.  

Figure 74 shows the collision involved motorcycle rider rate for Plymouth only and risk rates are highest around 

Austin Farm and Deer Park, Efford, Keyham and West Park, and Tamerton Foliot. Figure 75 illustrates Torbay only 

and the highest risk rates are found around Combe Pafford and Watcombe, and to the west of Paignton around 

King’s Ash Road, Totnes Road and Higher Blagdon and Lower Blagdon. 

Figure 72 - Annual average resident motorcycle riders (2015-2019) per 100,000 adult population (rural) 
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Figure 73 - Annual average resident motorcycle riders per 100,000 adult population, by LSOA (2015-2019) 
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Figure 75 - Annual average resident motorcycle riders per 100,000 adult population, by MSOA (2015-2019) (Torbay) 

Figure 74 - Annual average resident motorcycle riders per 100,000 adult population, by MSOA (2015-2019) (Plymouth) 
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2.3.1.2 Trends 

Figure 76 shows Devon and Cornwall’s annual resident motorcycle rider numbers since 2010, by severity. This 

illustrates a steady increase in riders since 2010 until 2014, and marginal decreases thereafter (apart from 2017 as 

detailed in section 1.2.3). In 2019 there were 501 motorcycle riders from Devon and Cornwall involved in an injury 

collision (11 fatal, 194 serious and 296 slight), whereas in 2010 there were 496 – an overall increase of 1%. Over the 

most recent five-year period (2015-2019), 37% of Devon and Cornwall’s resident motorcycle riders were involved in 

a collision resulting in a killed or seriously injured casualty. This is higher than the national rate which is 32% 

 

 

Resident Motorcyclist collision involvement in other areas  

Ninety-seven percent of Devon and Cornwall’s resident motorcycle riders were involved in collisions in Devon and 

Cornwall. Of the remaining 3% the majority were involved in collisions in Dorset (0.8%) and Somerset (0.6%)  

2.3.1.3 Socio Demographic Analysis 

Age 

Figure 77 shows the numbers of Devon and Cornwall motorcycle riders involved in injury collisions by age group. 

The age group with the highest numbers are the 25-59 age group with 53% of all involved drivers. However, there 

are also high numbers of 16 to 24 year-old riders involved in collisions (38%). There were no motorcycle riders 

recorded as aged under 16 involved in collisions in the five-year period. 

Figure 76 - Peninsula resident motorcycle riders, by year and severity (2010-2019) 
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Figure 78 shows resident drivers by age group indexed by the population of those age groups in Devon and Cornwall. 

There is also a national index value for comparison. The chart shows that 16 to 24 year-olds and 25 to 59 year-olds 

are over-represented as casualties when indexing based on population, and residents in the 16 to 24 age group are 

also over-represented compared to that age group nationally. Residents aged 16 and under and 60+ are at a lower 

risk of being involved. 

 

Figure 77 - Peninsula resident motorcycle riders by age group (2015-2019) 
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Segmentation 

Analysis of the Mosaic communities in which Devon and Cornwall’s resident motorcycle riders live provides an 

insight into those injured in collisions. For an explanation of Mosaic Public Sector and how to understand the 

following chart, please refer to section 7.2 on page 165. 

Figure 78  - Peninsula resident motorcycle riders by age group, indexed by population (2015-2019) 
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Figure 79 shows Devon and Cornwall’s resident motorcycle riders involved in collisions by the Mosaic Type of the 

postcode they live in. The red bars show index value based on the population of those Types living in Devon and 

Cornwall. The highest number of involved riders comes from Local Focus (Type G28) and Midlife Stopgap (L52). Both 

types are also over-represented based on population. 

Solid Economy (Type M56), Families with Needs (Type M55), Affordable Fringe (Type H30) all have large numbers of 

resident rider involvement and are substantially over-represented based on population. Offspring Overspill (Type 

K47) and Bus-route renters (Type J45) are slightly over-represented whilst being moderate numerically. This profile 

is similar to the casualty profile in 2.1.1.4 above. Budget Generations (Type M53) and Renting Rooms (L50) are low 

in number but are significantly over-represented.  

Figure 79 - Peninsula resident involved motorcycle riders by Mosaic Type (2015-2019) 
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Types which are under-represented include Scattered Homesteads (Type A02), which has relatively high numbers, 

and Satellite Settlers (Type G29), Outlying Seniors (Type G27) which have nonetheless lower numbers of involved 

riders. 

Deprivation 

Figure 80 shows resident motorcycle riders by the IMD of the LSOA (Lower layer Super Output Area) in which they 

reside. The chart shows that the largest number of resident-involved motorcycle riders live in communities in the 

third to fifth deciles of deprivation. The most deprived decile of the population is noticeably over-represented. 

 

  

Figure 80  - Peninsula Resident motorcycle riders by Index of Multiple Deprivation (2015-2019) 
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2.3.2  Resident Young Adult Motorcyclists (16-24) involved in collisions 

This section refers to young adult motorcyclists (including riders of mopeds) involved in collisions and who are 

residents of Devon and Cornwall.  

2.3.2.1 Rates 

Figure 81 shows Devon and Cornwall’s resident young motorcycle rider involvement rate for the urban areas of 

Exeter, Plymouth and Torbay compared to the national, regional, comparator constabularies and the comparator of 

Southampton. Figure 82 shows the same comparator information alongside the rural districts of Devon and 

Cornwall. This time the rural comparators of Somerset and Pembrokeshire have been used. The rate is the annual 

average number of resident young motorcycle riders involved in injury collisions per 100,000 population (aged 16 to 

24).  

Figure 81 - Annual average resident young riders (2015-2019) per 100,000 population (urban) 
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Comparisons 

Devon and Cornwall’s resident young motorcycle rider involvement rate of 103.2 per 100,000 population is 17% 

higher than the GB rate of 85.9 and 15% higher than the South West region rate of 88.0.  Exeter has the lowest rate 

(47.2), compared to the South West Devon with the highest rate of 119.3.  

Figure 83 shows Devon and Cornwall’s resident collision involved young motorcycle riders’ home location by MSOA. 

The thematic map is colour coded by the young rider rate, which is the annual average number of resident young 

riders per 100,000 population. Higher rates of resident young riders are found across the in the Peninsula. Hayle and 

the area to its southeast, Bolingey, Plymouth and the area to its southeast, in addition to the west and east of Exeter.  

Figure 84 shows the collision involved young motorcycle rider rate for Plymouth only and risk rates are highest in 

Keyham, West Park, Eggbuckland and Efford, and Kings Tamerton and Manadon. Figure 85 illustrates Torbay only 

and the highest risk rates are found around Totnes Road, Higher Blagdon and Lower Blagdon, and the Abbey Road 

area west of Torquay, and Watcombe.  

Figure 82 - Annual average resident young riders (2015-2019) per 100,000 population (urban) 
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Figure 83 - Annual average resident young riders per 100,000 adult population, by MSOA (2015-2019) 
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Figure 85 - Annual average resident young riders per 100,000 adult population, by MSOA (2015-2019 (Torbay) 

Figure 84 - Annual average resident young riders per 100,000 adult population, by MSOA (2015-2019 (Plymouth) 
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2.3.2.2 Trends 

Figure 86 shows Devon and Cornwall’s annual resident young motorcycle rider numbers since 2010, by severity. 

This illustrates a steady increase in riders culminating in a peak in 2014, followed by a decrease in 2015 followed by 

a slight increase the year after; with 2018 and 2019 experiences notably lower injuries. In 2019 there were 173 young 

motorcycle riders from Devon and Cornwall involved in an injury collision (2 fatal, 56 serious and 115 slight), a 

decrease overall of 26% from 2010. Over the most recent five-year period (2015-2019), 30% of Devon and Cornwall’s 

resident young motorcycle riders were involved in a collision resulting in a killed or seriously injured casualty. This is 

consistent with the national rate which is 28%. 

 

 

Young Resident motorcyclist collision involvement in other areas  

Ninety-nine percent of Devon and Cornwall’s resident young motorcycle riders were involved in collisions in Devon 

and Cornwall. Very few young riders were injured outside of the Peninsula area. 

Segmentation 

Analysis of the Mosaic communities in which Devon and Cornwall’s young resident motorcycle riders live provides 

an insight into those injured in collisions. 

Figure 86 - Peninsula resident young motorcyclists, by year and severity (2010-2019) 
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Fig 

 

Figure 87 shows Devon and Cornwall’s young resident motorcycle riders involved in collisions by the Mosaic Type of 

the postcode they live in. The red bars show index value based on the population of those types living in Devon and 

Cornwall. As is the case for involved motorcyclists of all ages, the highest number of involved young riders come 

from Local Focus (Type G28), who are also over-represented based on population. 

Solid Economy (Type M56), Families with Needs (Type M55), and Budget Generations (Type M53) all have relatively 

large numbers of resident rider involvement and are substantially over-represented based on population. Midlife 

Stopgap (Type L52), Offspring Overspill (Type K47) and Affordable Fringe (Type H30) are also over-represented, but 

to a lesser extent. 

Types which are under-represented include Scattered Homesteads (Type A02), Satellite Settlers (Type G29), Outlying 

Seniors (Type G27).  

Deprivation 

Figure 88 shows resident motorcycle riders by the IMD of the LSOA (Lower layer Super Output Area) in which they 

reside. The chart shows that the largest number of resident-involved motorcycle riders live in the more deprived 

40% of areas and the more deprived 30% of areas. However, the most deprived 10%, 20% and 30% deciles of the 

population are over-represented when taking into account the young population in these communities. 

Figure 87 - Peninsula resident involved young motorcycle riders by Mosaic Type (2015-2019) 
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Figure 88 - Peninsula resident young motorcycle riders by Index of Multiple Deprivation (2015-2019) 
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3 Peninsula Road Network Risk 

For information about the provenance and scope of data included in this section, please refer to section 1.2.2 on 

page 8. For an explanation of the methodologies employed throughout this section, please refer to 7.1.1.1 on page 

157. 

3.1 Collisions in Devon and Cornwall  

This section refers to all collisions which occurred on the Devon and Cornwall’s roads. For an explanation of the 

methodologies employed throughout this section, please refer to 7.1.1.2 on page 159. 

3.1.1 Rates  

3.1.1.1 Collisions per 100km of road 

Figure 89 below shows the rate of average annual collisions between 2015 and 2019 per 100km of road in the urban 

areas of Exeter, Plymouth and Torbay compared to the national, regional, overall Peninsula rate, comparator 

constabularies and urban comparator of Southampton City. Figure 90shows the same rate for the rural areas of the 

Peninsula compared to the same comparators plus the rural comparators of Somerset and Pembrokeshire. 

Figure 89 - Annual average collisions (2015-2019) per 100km road (urban council areas) 
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Comparisons 

The peninsula collision rate of 12.2 is 48% lower than the national average and 20% lower than the South West 

region rate. Plymouth has a significantly higher collision rate than the rest of the Peninsula (52.0) but a lower rate 

than the comparator city of Southampton. The peninsula area has a slightly lower rate than both of its comparator 

constabularies of Suffolk and Norfolk. Within the peninsula, North Western Devon has the lowest collision rate (7.0) 

and Western Cornwall has the highest of the rural areas (12.6) although it is only slightly higher than the rate in the 

Cornwall comparator area of Somerset (11.5).  

Collisions by small area 

Figure 91 shows collisions on all roads in the peninsula by MSOA. The thematic map is colour coded by the rate of 

annual average collisions per 100km of road. High collision rates can be found in the urban areas of Plymouth, 

Torbay, Exeter, Barnstaple, Newton Abbott, St Austell, Penzance and Truro.Figure 92 shows collisions on all roads in 

the City of Plymouth by MSOA. The thematic map is colour coded by the rate of annual average collisions per 100km 

of road. High collision rates can be found throughout the city centre (Notte Street, the Barbican, Cattledown, Exeter 

Street), as well as the areas of Stoke, Kings Tamerton and Crownhill. 

Figure 93 shows collisions on all roads in the district of Torbay by MSOA. The highest rates are found in Paignton 

town centre and the east as well as northeast of Torquay along Belgrave Road, Abbey Road, Barton Road, Brown’s 

Bridge Road and Madewell Lane. 

Figure 90 - Annual average collisions (2015-2019) per 100km road (rural areas) 
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Figure 91 - Annual average collisions (2015-2019) per 100km of road by MSOA 

Figure 92 - Annual average collisions (2015-2019) per 100km of road by MSOA (Plymouth) 
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Trends 

Figure 94 shows annual collisions on Devon and Cornwall’s roads, since 2010 by severity. Collisions on the peninsula 

roads have decreased by 20.5%. The ratio of reported KSI collisions have increased substantially between 2010 and 

2019. Over the most recent five-year period (2015-2019) 20% of collisions in Devon and Cornwall involve a KSI 

casualty, compared to 18% nationally. However, this is in part an artefact of the adoption of the CRASH reporting 

system by Devon and Cornwall police in late 2015, which uses an Injury Based Reporting System for casualties rather 

than the traditional system which relied more heavily on officer interpretation 2 . For this reason, longitudinal 

comparisons of severity ratios based on raw data are somewhat unreliable. 

  

 

2 For more information, see Estimating and adjusting for changes in the method of severity reporting for road 
accidents and casualty data: interim report (DfT 2018), from https://www.gov.uk/government/statistics/reported-
road-casualties-great-britain-annual-report-2017  

Figure 93 - Annual average collisions (2015-2019) per 100km of road by MSOA (Torbay) 

https://www.gov.uk/government/statistics/reported-road-casualties-great-britain-annual-report-2017
https://www.gov.uk/government/statistics/reported-road-casualties-great-britain-annual-report-2017
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3.1.1.2 Collisions by day of the week 

Figure 95 shows that more collisions occur on weekdays in Devon and Cornwall, in particular on Fridays. As is the 

case nationally, Mondays were the least frequent weekday for collisions. 

Figure 95 - Peninsula collisions, by day of the week (2015-2019) 

Figure 94 - Collisions by year and severity for the Peninsula (2010 to 2020) 
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3.1.1.3 Collisions by hour of day 

Collisions by hour of day on weekdays 

Figure 96 shows collisions on a Monday to Friday by the hour of the day in which they occurred. Most collisions in 

the working week occur between 8am and 9am and 3pm and 7pm. Again, this is in keeping with the national trend. 

Figure 96 - Peninsula collisions, by day of the week (2015-2019) 
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Collisions by hour of day at Weekends  

Figure 97 shows collisions on a weekend by the hour of the day in which they occurred. Collisions are more spread 

throughout the day than weekdays. Collisions tend to occur between 10am-7pm. This is similar to the national trend, 

except the peak around 3 PM on weekend afternoons. There are a higher number of collisions in the late evening 

and early hours of the morning than on weekdays. 

 

 

3.1.1.4 Collisions by road environment 

The following three sections divide the collisions in Devon and Cornwall into the rurality of the LSOA on which they 

occurred. There are three categories which are Urban, Rural or Village roads. More information regarding the 

methodology which has been applied to this section can be found in section 7.1.1.2 at the end of this report. 

Figure 97 - Peninsula collisions by hour of the day during the weekend (2015-2019) 
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Figure 98 is a map which illustrates the location of Urban, Rural and Village LSOAs in the Peninsula and is the basis 

for this analysis. 

 

 

Collisions on Urban roads 

The annual collision trend on Devon and Cornwall’s Urban roads is shown in Figure 99 . There has been a continued 

downward trend in collisions. Collisions on urban roads in Devon and Cornwall have decreased from 2,158 in 2010 

to 1,664 in 2019. However, KSI collisions have increased from 9% in 2010 to 19% in 2019, although this is in part 

attributable to the change in reporting practice described on page 89 above.  

Figure 98 - Peninsula LSOAs and rurality classification 
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Collisions on Rural roads 

The annual collision trend on Devon and Cornwall’s rural roads is shown in Figure 100 . Apart from 2014, there has 

been a continued downward trend in collisions. Collisions on rural roads in Devon and Cornwall have decreased from 

1,419 in 2010 to 1,253 in 2019. However, KSI collisions have increased from 15% in 2010 to 25% in 2019, although 

this is in part attributable to the change in reporting practice described on page 89 above. 

Figure 99 - Peninsula collisions on ‘Urban’ roads, by year and severity (2010-2019) 



AREA PROFILE 2019 – DEVON AND CORNWALL 

 

2021 VISION ZERO SOUTH WEST 

R
O

A
D

 N
ETW

O
R

K
 R

ISK
 

PAGE | 95 

 

Collisions on Village roads 

The annual collision trend on Devon and Cornwall’s village roads is shown in Figure 101 . Apart from 2011, 2015 and 

2018, there has been a continued downward trend in collisions. Collisions on village roads in Devon and Cornwall 

have decreased from 625 in 2010 to 486 in 2019. However, KSI collisions have increased from 16% in 2010 to 22% 

in 2019, although this is in part attributable to the change in reporting practice described on page 89 above. 

Figure 100 - Peninsula collisions on ‘Rural’ roads, by year and severity (2010-2019) 
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3.1.2 Contributory Factors 

Each section below examines trends in reported collisions on Devon and Cornwall’s roads involving groups of related 

contributory factors (CFs). For each group, the total number of collisions in which any CF in the group was recorded 

has been determined. To provide comparative context, each chart also shows the three-year average of all police 

attended collisions with recorded CFs.  

For more information about CFs and the techniques used to analyse them see Contributory Factors on page 164. For 

a complete list of all CFs and CF groupings used by Agilysis, see Contributory Factor Groupings on page 179.  

3.1.2.1 Speed Related 

This section examines collisions, by severity, where at least one of the contributory factors 306 Exceeding speed limit 

and/or 307 Travelling too fast for conditions was attributed to one or more vehicles. This may include some instances 

where these factors were applied more than once in the same collision. 

Figure 101 - Peninsula collisions on ‘Village’ roads, by year and severity (2010-2019) 
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Trends 

Figure 102 shows annual collisions on Devon and Cornwall’s roads where at least one of the speed choice CFs were 

recorded, whilst Figure 103 shows this for collisions in which at least one casualty was killed or seriously injured. 

The darker shaded trend lines show the three-year moving average for speed choice collisions. The lighter shaded 

dashed trend lines show a three-year average for all collisions where an officer attended and at least one CF was 

recorded, for comparison.  

The number of speed related collisions has decreased overall over the past decade. There is an upward trend in 

speed related fatal and serious collisions, although this has been at a slower rate than the increase seen for all officer 

attended, CF attributed collisions. In 2019 there were 488 collisions where a speed choice CF was recorded, a 

reduction of 29% from 2009. Twenty-five percent of the collisions where a speed choice CF was recorded over the 

past five years (2015-2019) resulted in death or serious injury compared to 20% for all collisions with a recorded CF. 

Figure 102 - Collisions on Peninsula roads where CF306 and/or CF 307 were recorded (2009-2019) 
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Comparisons 

Figure 104 shows collisions on Devon and Cornwall’s roads where at least one of the speed choice CFs was recorded, 

as a percentage of all officer attended collisions where any CF was recorded. Also shown are the national, regional 

and comparator authorities’ percentages. Eighteen percent of attended collisions in Devon and Cornwall were 

attributed a speed choice CF. This is higher than both the national and the regional percentage for the South West. 

Within the Peninsula area, South Western Devon has the highest percentage of speed choice CFs whilst Plymouth 

has the lowest. Eight out of the nine individual analysis areas had higher rates of speed related collisions that their 

respective comparator areas, only Somerset as an external comparator had a higher rate than Western Cornwall.  

Figure 103 - Fatal or serious injury collisions on Peninsula roads where CF306 and/or CF 307 were recorded (2009-2019) 
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3.1.2.2 Impairment 

This section examines collisions, by severity, where at least one of the contributory factors 501 Impaired by alcohol 

and/or 502 Impaired by drugs (illicit or medicinal) was attributed to one or more drivers. This may include some 

instances where these factors were applied more than once in the same collision. 

Figure 104 - Collisions where CF306 and/or CF307 were recorded (2015-2019) Peninsula and comparators 
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3.1.2.3 Trends 

 

Figure 105 shows annual collisions on Devon and Cornwall’s roads where at least one of the impairment CFs were 

recorded, whilst  Figure 106 shows just KSI collisions attributed an impairment CF. The darker shaded trend lines 

show the three-year moving average for impairment collisions. The lighter shaded dashed trend lines show a three-

year average for all collisions where an officer attended and at least one CF was recorded, for comparison.  

The number of impairment related collisions has fluctuated over the past decade. There is, however, a marked 

increase in KSI collisions attributed impairment CFs over the past decade, at a faster rate than all officer-attended, 

CF attributed KSI collisions. In 2019 there were 292 collisions where an impairment CF was recorded, a reduction of 

6% from 2008. Twenty-six percent of the collisions where an impairment CF was recorded over the past five years 

(2015-2019) resulted in death or serious injury compared to 10% for all collisions with a recorded CF. 

Figure 105 - Collisions on Peninsula roads where CF501 and/or CF 502 were recorded (2009-2019) 
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Comparisons 

Figure 107 shows collisions on Devon and Cornwall’s roads where at least one of the impairment CFs was recorded, 

as a percentage of all officer attended collisions where any CF was recorded. Also shown are the national, regional 

and comparator authorities’ percentages. 9 percent of attended collisions in Devon and Cornwall were attributed 

an impairment CF. This is higher than both the national and the south-west regional percentages. Within the 

Peninsula area, Eastern Cornwall has the highest percentage of impairment CFs whilst Plymouth is the lowest. All 

nine areas were higher for this metric than their respective comparators. 

Figure 106 - KSI Collisions on Peninsula roads where CF501 and/or CF 502 were recorded (2009-2019) 
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3.1.2.4 Road Surface Conditions 

This section examines collisions, by severity, where at least one of the CFs 101 Poor or defective road surface, 102 

Deposit on road (e.g. oil, mud, chippings) and/or 103 Slippery road (due to weather) was attributed. This may include 

some instances where more than one of these factors were applied in the same collision. 

Trends 

Figure 108 shows annual collisions on Devon and Cornwall’s roads where at least one of the road surface CFs were 

recorded.  Figure 109 shows annual numbers of KSI collisions attributed at least one road surface CF. The darker 

shaded trend lines show the three-year moving average for road surface collisions. The lighter shaded dashed trend 

lines show a three-year average for all collisions where an officer attended and at least one CF was recorded, for 

comparison.  

The overall number of road surface related collisions has decreased overall in the last decade. For KSI road surface 

collisions, trends have increased over the decade, but at a slower rate than all officer-attended, CF attributed KSI 

collisions overall. In 2019 there were 431 collisions where a road surface CF was recorded, a reduction of 31% from 

2009. eighteen percent of the collisions where a road surface CF was recorded over the past five years (2015-2019) 

resulted in death or serious injury compared to 13% for all collisions with a recorded CF. 

Figure 107 - Collisions where CF501 and/or CF502 were recorded (2015-2019) Peninsula and comparators 
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Figure 109 – KSI Collisions on Peninsula roads where CF 101, CF 102 and/or CF 103 were recorded (2009-2019) 
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Comparisons 

 Figure 110 shows collisions on Devon and Cornwall’s roads where at least one of the road surface CFs was recorded, 

as a percentage of all officer attended collisions where any CF was recorded. Also shown are the national, regional 

and comparator authorities’ percentages. Fifteen percent of attended collisions in Devon and Cornwall were 

attributed a road surface CF. This is higher than both the national and the regional percentage for the South West. 

Within the Peninsula area, Eastern Cornwall has the highest percentage of road surface CFs whilst Torbay has the 

lowest. All areas except Western Cornwall (by a narrow margin) had rates higher than their respective contributors.  

 

3.1.2.5 Control Errors 

This section examines collisions, by severity, where at least one of the CFs 408 Sudden braking, 409 Swerved and/or 

410 Loss of Control was attributed. This may include some instances where more than one of these factors were 

applied in the same collision. 

Trends 

Figure 111 shows annual collision numbers on Devon and Cornwall’s roads where at least one of the control error 

CFs were recorded, and Figure 112 shows the annual KSI control error collisions. The darker shaded trend lines show 

the three-year moving average for control error collisions. The lighter shaded dashed trend lines show a three-year 

average for all collisions where an officer attended and at least one CF was recorded, for comparison.  

The number of control error related collisions has decreased overall in the last decade, although the number of KSI 

control error collisions has increased. Note that this increase in KSI collisions has been at a slower rate than all KSI 

collisions that were attended by an officer and attributed a CF. In 2019 there were 755 collisions where a control 

Figure 110  - Collisions where CF101, CF102 and/or CF103 were recorded (2015-2019) Peninsula and comparators 
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error CF was recorded, a reduction of 27% from 2009. Twenty eight percent of the collisions where a control error 

CF was recorded over the past five years (2015-2019) resulted in death or serious injury compared to 26% for all 

collisions with a recorded CF. 

 

Figure 111 - Collisions on Peninsula roads where CF 408, CF 409 and/or CF 410 were recorded (2009-2019) 
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Comparisons 

 Figure 113 shows collisions on Devon and Cornwall’s roads where at least one of the control error CFs was recorded, 

as a percentage of all officer attended collisions where any CF was recorded. Also shown are the national, regional 

and comparator authorities’ percentages. Twenty-seven percent of attended collisions in Devon and Cornwall were 

attributed a control error CF. This is higher than both the national and the regional percentage for the South West. 

Within the Peninsula area, Eastern Cornwall has the highest percentage of control error CFs whilst Exeter has the 

lowest. The urban council areas had rates higher that the comparator area of Southampton, while the rural areas 

generally had rates slightly higher than their comparators (except Western Cornwall, which was notably lower). 

Figure 112 - KSI Collisions on Peninsula roads where CF 408, CF 409 and/or CF 410 were recorded (2009-2019) 



AREA PROFILE 2019 – DEVON AND CORNWALL 

 

2021 VISION ZERO SOUTH WEST 

R
O

A
D

 N
ETW

O
R

K
 R

ISK
 

PAGE | 107 

 

3.1.2.6 Unsafe behaviour 

This section examines collisions, by severity, where at least one of the CFs 601 Aggressive driving, and/or 602 

Careless, reckless or in a hurry was attributed. This may include some instances where more than one of these factors 

were applied in the same collision. 

Trends 

 Figure 114 shows annual collisions on Devon and Cornwall’s roads where at least one of the unsafe behaviour CFs 

were recorded, whilst Figure 115 shows this trend for just KSI collisions. The darker shaded trend lines show the 

three-year moving average for unsafe behaviour collisions. The lighter shaded dashed trend lines show a three-year 

average for all collisions where an officer attended and at least one CF was recorded, for comparison.  

The number of unsafe behaviour related collisions has decreased marginally in the last decade The number of KSI 

collisions attributed an unsafe behaviour CF has increased markedly over the decade, but at a similar rate to all KSI 

collisions that were attended by an officer and attributed at least one CF. In 2019 there were 577 collisions where 

an unsafe behaviour CF was recorded, a reduction of 1% from 2009. Twenty four percent of the collisions where an 

unsafe behaviour CF was recorded over the past five years (2015-2019) resulted in death or serious injury compared 

to 21% for all collisions with a recorded CF. 

Figure 113 - Collisions where CF408, CF409 and/or CF410 were recorded (2015-2019) Peninsula and comparators 
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Figure 115 – KSI Collisions on Peninsula roads where CF 601 and/or CF 602 were recorded (2009-2019) 

Figure 114 - Collisions on Peninsula roads where CF 601 and/or CF 602 were recorded (2009-2019) 
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Comparisons 

Figure 116 shows collisions on Devon and Cornwall’s roads where at least one of the unsafe behaviour CFs was 

recorded, as a percentage of all officer attended collisions where any CF was recorded. Also shown are the national, 

regional and comparator authorities’ percentages. Nineteen percent of attended collisions in Devon and Cornwall 

were attributed an unsafe behaviour CF. This is slightly higher than the national percentage but the South West 

regional rate. Within the Peninsula area, Plymouth has the highest percentage of unsafe behaviour CFs whilst South 

Western Devon has the lowest. Although the Peninsula as a whole had a rate almost identical to the general 

comparators of Norfolk and Suffolk, most of the individual areas in the peninsula had rates higher than their 

respective comparators. 

 

3.1.2.7 Distraction 

This section examines collisions, by severity, where at least one of the CFs 508 Driver using mobile phone, 509 

Distraction in vehicle and/or 510 Distraction outside vehicle was attributed. This may include some instances where 

more than one of these factors were applied in the same collision. 

Trends 

Figure 117 shows annual collisions on Devon and Cornwall’s roads where at least one of the distraction CFs were 

recorded, whilst Figure 118 shows annual KSI collisions to which at least one distraction CF was attributed. The 

darker shaded trend lines show the three-year moving average for distraction collisions. The lighter shaded dashed 

trend lines show a three-year average for all collisions where an officer attended and at least one CF was recorded, 

for comparison.  

Figure 116 - Collisions where CF601 and/or CF602 were recorded (2015-2019) Peninsula and comparators 
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The number of distraction related collisions has fluctuated over the last decade, as have the numbers of distraction 

related KSI collisions. In 2019 there were 194 collisions where a distraction CF was recorded, a 0.5% from 2009. 

Figure 117 – Collisions on Peninsula roads where CF508, CF509 and/or CF510 were recorded (2009-2019) 

Figure 118 – KSI Collisions on Peninsula roads where CF508, CF509 and/or CF510 were recorded (2009-2019) 
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Nineteen percent of the collisions where a distraction CF was recorded over the past five years (2015-2019) resulted 

in death or serious injury compared to 19% for all collisions with a recorded CF. 

Comparisons 

Figure 119 shows collisions on Devon and Cornwall’s roads where at least one of the distraction CFs was recorded, 

as a percentage of all officer attended collisions where any CF was recorded. Also shown are the national, regional 

and comparator authorities’ percentages. Six percent of attended collisions in Devon and Cornwall were attributed 

an unsafe behaviour CF. This is higher than both the national percentage and the south west regional percentages. 

Within the Peninsula area, South Western Devon has the highest percentage of distraction CF’s whilst Western 

Cornwall has the lowest. While the rural areas had rates generally similar to or slightly higher than their comparator 

areas, the urban councils had rates considerably higher than the comparator are of Southampton. 

 

3.1.2.8 Medically unfit 

This section examines collisions, by severity, where at least one of the CFs 504 Uncorrected, defective eyesight, 

and/or 505 Illness or disability, mental or physical was attributed. This may include some instances where more than 

one of these factors were applied in the same collision. 

Trends 

Figure 120 shows annual collisions on Devon and Cornwall’s roads where at least one of the medically unfit CFs were 

recorded.  Figure 121 shows annual KSI collision numbers where at least one of the medically unfit CFs were 

recorded. The darker shaded trend lines show the three-year moving average for medically unfit collisions. The 

Figure 119 - Collisions where CF508, CF509 and/or CF510 were recorded (2015-2019) Peninsula and comparators 
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lighter shaded dashed trend lines show a three-year average for all collisions where an officer attended and at least 

one CF was recorded, for comparison.  

The number of medically unfit related collisions has increased over the last decade, as have medically unfit related 

KSI collisions. In 2019 there were 133 collisions where a medically unfit CF was recorded, an increase of 50% from 

2009. Twenty-five percent of the collisions where a medically unfit CF was recorded over the past five years (2015-

2019) resulted in death or serious injury compared to 20% for all collisions with a recorded CF.  

 

Figure 120 - Collisions on Peninsula roads where CF 504 and/or CF 505 were recorded (2009-2019) 
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Comparisons 

Figure 122 shows collisions on Devon and Cornwall’s roads where at least one of the medically unfit CFs was 

recorded, as a percentage of all officer attended collisions where any CF was recorded. Also shown are the national, 

regional and comparator authorities’ percentages. Four percent of attended collisions in Devon and Cornwall were 

attributed a medically unfit CF. This is higher than both the national percentage and the South West regional 

percentage. Within the Peninsula area, Eastern Devon has the highest percentage of medically unfit CFs whilst 

Plymouth has the lowest. Comparison for individual areas is difficult for this metric, as the number of collisions 

reported with these CFs are low at area level. 

Figure 121 - KSI Collisions on Peninsula roads where CF 504 and/or CF 505 were recorded (2009-2019) 
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3.1.2.9 Close following 

This section examines collisions, by severity, where the CF 308 Following too close was attributed.  

Trends 

Figure 123 shows annual collisions on Devon and Cornwall’s roads where CF 308 was recorded.  Figure 124 shows 

annual collisions where CF 308 was recorded and at least one casualty was killed or seriously injured. The darker 

shaded trend lines show the three-year moving average for close following collisions. The lighter shaded dashed 

trend lines show a three-year average for all collisions where an officer attended and at least one CF was recorded, 

for comparison.  

The number of close following related collisions has decreased over the last decade. The number of KSI close 

following related collisions has fluctuated over the decade, with an upward trend since 2013 in line with the number 

of KSI collisions with officer attendance and at least one CF attributed. In 2019 there were 212 collisions where the 

close following CF was recorded, a decrease of 21% from 2009. Twelve percent of the collisions where a close 

following CF was recorded over the past five years (2013-2017) resulted in death or serious injury compared to 22% 

for all collisions with a recorded CF. 

Figure 122 - Collisions where CF504 and/or CF505 were recorded (2015-2019) Peninsula and comparators 
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Figure 124 – KSI Collisions on Peninsula roads where CF 308 was recorded (2009-2019) 

Figure 123 - Collisions on Peninsula roads where CF 308 was recorded (2009-2019) 
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Comparisons 

Figure 125 shows collisions on Devon and Cornwall’s roads where the close following CF was recorded, as a 

percentage of all officer-attended collisions where any CF was recorded. Also shown are the national, regional and 

comparator authorities’ percentages. Seven percent of attended collisions in Devon and Cornwall were attributed 

the close following CF. This is higher than the national percentage but is slightly lower than the South West regional 

percentage. Within the Peninsula area, Plymouth has the highest percentage of the close following CF whilst North 

Western Devon has the lowest. Close following appears particularly more prevalent than relevant comparators in 

Torbay and South Western Devon. 

 

 

Figure 125 - Collisions where CF308 was recorded (2009-2019) Peninsula and comparators 
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4 Casualty Forecasts 

This section is dedicated to forecasted KSI casualty numbers. Adjusted severity, published by the DfT in consultation 

with the ONS, has been used to account for the differences in recorded severity as authorities move to injury-based 

reporting. More information on the modelling methodology used is contained in 7.1.1.5 on page 164. 

4.1 Traffic Projections 

A combination of historic traffic data and traffic projections from the DfT have been used to model casualty numbers 

into the future. Figure 126 shows this traffic data from 2010 to 2030. This data was modelled before the pandemic, 

and therefore does not reflect the changes to traffic and driver behaviour which may have resulted. 

Figure 126 - Historic and projected traffic data, 2010 to 2030 

 

Due to the lack of both historic and projected pedestrian flow data, traffic trends have been used as a proxy for 

changes in pedestrian exposure to road risk. This is likewise the case for pedal cyclist and motorcycle user risk, due 

the lack of projected traffic data by mode. 

4.2 All KSI casualties 

Figure 127 shows the number of KSI casualties projected up to 2030, with error bars showing uncertainty in the 

modelling. If the increasing trend in casualty rates persists into the future, KSI casualties in Devon and Cornwall will 

continue to increase year on year, which coincides with projected increases in traffic flow.  

Modelling suggests that there will be around 1,104 casualties killed or seriously injured in Devon and Cornwall in 

2030, an increase of 46% from the 2017 to 2019 baseline. 
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4.3 Pedestrian KSI casualties 

 Figure 128 shows the number of pedestrian KSI casualties projected up to 2030, with error bars showing uncertainty 

in the modelling. Historic pedestrian KSI casualty numbers have increased slightly over the past decade and have 

fluctuated slightly in 2018. As a result, predictive modelling is less certain, as reflected in the wide error bars. There 

is a slight upward trend in pedestrian KSI casualties predicted up until 2030. This is in part a result of projected 

increases in traffic flow, and in part influenced by the unusually high number of casualties in 2018. It is worth noting 

that, due to the lack of both historic and projected pedestrian movement data, this modelling does not account for 

increases in the amount of walking. It is therefore possible that modal shift towards more active travel may cause 

even greater increases in pedestrian casualties. 

 If trends continue as modelled, there will be around 156 pedestrians killed or seriously injured in Devon and 

Cornwall in 2030, an increase of 11% from the 2017-2019 baseline. 

Figure 127 - Historic and projected KSI casualty trends (2010 – 2030) 
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Figure 128 - Historic and projected pedestrian KSI casualty trends (2010 – 2030) 



 

AGILYSIS  

FO
R

EC
A

STIN
G

 

 

PAGE | 120 

4.4 Pedal cyclist KSI casualties  

Figure 129 shows the number of KSI pedal cyclist casualties projected up to 2030, with error bars showing 

uncertainty in the modelling. KSI pedal cyclist casualty rates are projected to follow an upward trend up to 2030 to 

coincide with increases in traffic flows projected up to 2030. It is worth noting that, due to the lack of projected 

cyclist flow data, this modelling does not account for increases in the amount of cycling in future years. It is therefore 

possible that modal shift towards more active travel may result in future cyclist casualty numbers that are higher 

than these projections. 

If cyclist casualty rate trends continue as they did over the past decade, there will be around 203 pedal cyclists killed 

or seriously injured in Devon and Cornwall in 2030. This is an increase of 132% from the 2017 to 2019 baseline. 

 

  

Figure 129 - Historic and projected pedal cyclist KSI casualty trends (2010 – 2030) 
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4.5 Motorcycle user KSI casualties 

Figure 131 shows the number of KSI motorcycle user casualties projected up to 2030, with error bars showing 

uncertainty in the modelling. Historic casualty rates for motorcycle users (both riders and pillion passengers) have 

seen an upward trend, which modelling suggests will continue into the future. Casualty numbers will continue to 

increase each year, along with projected increases in traffic flow. 

If trends continue as modelled, in 2030 there will be around 202 motorcycle users killed or seriously injured in Devon 

and Cornwall, an increase of 49% from the 2017 to 2019 baseline. 

 

  

Figure 130 - Historic and projected motorcycle user KSI casualty trends (2010 – 2030) 
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4.6 Car user KSI casualties 

Figure 131 shows the number of KSI car user casualties projected up to 2030, with error bars showing uncertainty 

in the modelling. Fluctuations over the past decade have made future modelling less certain, as reflected in the wide 

error bars. Historic trends in casualty rates for car users (both drivers and passengers) suggests that KSI casualties 

will increase in the future. 

If trends continue as modelled, there will be around 360 car users that are killed or seriously injured in Devon and 

Cornwall in 2030, an increase of 22% from the 2017-2019 baseline. 

Figure 131  - Historic and projected car user KSI casualty trends (2010 – 2030) 
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5 The impact of lockdown on road casualties in the south-west 
Peninsula during 2020 

Reports on national data showed that the coronavirus pandemic and associated lockdowns in 2020 saw a reduction 

in collisions and casualties in 2020. The UK’s first national lockdown began on 23rd March 2020, and a second national 

lockdown on 5th November 2020. Overall road casualties saw the greatest monthly percentage decrease of 68% in 

April 2020 compared to a 3-year average for 2017 to 2019. This aligns with the first lockdown and also a reduction 

in traffic on the roads overall in the same period. 

This analysis compares the national data with that for Devon and Cornwall, where available. 

5.1 Casualty numbers 

Figure 132 shows what happened to numbers of reported road casualties in the South West Peninsula in 2020 when 

compared with a calculated baseline for the 3 years previous (2017 to 2019).  The South West Peninsula saw a 

decrease of 73% in reported road casualties during the first full month of lockdown in 2020 (April), slightly more 

than the national decrease of 68%. Similarly, in November 2020, the South West Peninsula saw a decrease in 

reported road casualties of 40% which was again slightly more than that seen nationally. 

Figure 132 - Percentage change of casualties of all severities, compared to a 3-year average for 2017 to 2019, Great Britain and the South West 

Peninsula area 

 

Figure 133 shows the trend change in killed or seriously injured (KSI) reported road casualties in the South West 

Peninsula area compared with the national trend. Whilst the lockdown periods show a broadly similar trend, there 

was a 26% increase above the baseline in KSI casualties in September 2020, when there wasn’t a lockdown. This may 

warrant further investigation into the types of vehicles involved in those collisions and how that differs to the 

national picture. It’s also possible to look at how traffic flows of different vehicles vary during 2020.  
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Figure 133 - Percentage change of KSI casualties, compared to a 3-year average for 2017 to 2019, Great Britain and the South West Peninsula 

area 2020 

 

Figure 134 shows an increased percentage above baseline during both March and September for fatal casualties 

though numbers of fatalities are small and this should be viewed with caution. In the month of September 2020 

there were 9 fatalities in the South West Peninsula compared with a 3-year baseline of 5.  

Figure 134 - Percentage change of fatal casualties, compared to a 3-year average for 2017 to 2019, Great Britain and the South West Peninsula 

area 2020 
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Complimentary to the casualty percentage change data, it makes sense to look at how traffic flows differed during 

2020. For this we have used 2 different data sources. Firstly, count point flow data is available for 2020 on the DfT 

website3. The percentage change in flow against a 2017-2019 baseline has been plotted in Figure 135. 

For all motor vehicles there was a reduction in road traffic levels during the first lockdown. However pedal cyclist 

traffic increased compared to the 3-year average in May and June 2020 and again in August 2020.  

The DfT COVID 19 transport use statistics4 and the National Travel Attitude Study (NTAS)5 suggest that there has 

been an increase in pedal cycle traffic volume over the period following COVID-19 restrictions, while motor vehicle 

traffic has reduced. This may be linked to guidance issued to avoid public transport wherever possible and an 

increase in modes of ‘active travel’ during the pandemic.  

Figure 135 - Percentage change in traffic flow for all vehicle types on the South-West Peninsula in 2020 against a 2017-2019 baseline for the 

same month (Source DfT) 

 

Unfortunately, DfT data is only available for the South-West from May to October 2020, so in order to look at the 

traffic trends for the whole of 2020, we have used traffic count data provided to us locally for Devon and Cornwall 

to compile a useful chart in Figure 136.  

 

3 https://roadtraffic.dft.gov.uk/regions/1 
4 https://www.gov.uk/government/statistics/transport-use-during-the-coronavirus-covid-19-pandemic 
5 
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/956170/nat
ional-travel-attitudes-study-wave-4-final.pdf 
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Figure 136 - Percentage change in the flow of ALL traffic using local traffic counts against the percentage change of all casualties. (Baseline 

2017-2019 used) 

 

The local traffic count data cannot be disaggregated into vehicle type, however Figure 136 does show that the trend 

in percentage of all casualties over 2020 is broadly in line with the trend in percentage reduction of traffic over the 

same period. 
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5.2 Who was injured on the roads? 

Figure 137 shows the percentage change in casualties of different types in the South West Peninsula. The lowest 

counts were observed in April 2020, however pedal cyclist casualties did not follow the same trend as other road 

user casualties. The change in pedal cyclist casualties also varied throughout the year. In July, September and 

November there was an increase in pedal cycle casualties compared to the 3-year average for 2017 to 2019. This 

trend is of interest as July and September were not lockdown periods and comes at a time when other traffic on the 

road would have been increasing back to pre-lockdown levels. This suggests that the increase in pedal cycle 

casualties is more likely to be as a result in the increase of other types of vehicles on the road at those times. Similarly, 

a motorcycle rider casualty increase in August and September could also be of interest for the same reason.  

Pedestrian and car occupant casualties of all severities saw a greater percentage decrease compared to other road 

user types over the period.  

Figure 137 - Percentage change of casualties by casualty type, compared to a 3-year average for 2017 to 2019, for the South West Peninsula 

during 2020 

 

 

Figure 138 looks specifically at the vehicles involved in collisions by type of vehicle and shows that there was 

reduction in collisions involving buses which could be linked to the 50% reduction in local bus journeys in the year 

as evidenced in the DfT Bus Statistics Report 6. 

 

6  https://www.gov.uk/government/statistics/quarterly-bus-statistics-october-to-december-2020/quarterly-bus-
statistics-october-to-december-2020 

https://www.gov.uk/government/statistics/quarterly-bus-statistics-october-to-december-2020/quarterly-bus-statistics-october-to-december-2020
https://www.gov.uk/government/statistics/quarterly-bus-statistics-october-to-december-2020/quarterly-bus-statistics-october-to-december-2020
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Collisions involving goods vehicles and motorcycles seem to be making up a higher proportion of collisions during 

the inter-lockdown period.  

Figure 138 - Percentage change of vehicles involved in collisions by vehicle type, compared to a 3-year average for 2017 to 2019, for the South 

West Peninsula during 2020 

 

Nationally, children and over 60’s had greater reductions in casualties over the year. Figure 139 shows that this was 

also the case in the South West Peninsula. In April, younger adults (aged 17 to 24 years) and older people (60 years 

and older) had the greatest percentage decrease of 81% and 90% respectively, compared to a 3-year average for 

2017 to 2019. This is likely attributable to Department of Health and Social Care Guidance advising individuals over 

the age of 70 to stay at home as much as possible and the closure of non-essential shops, bars and restaurants which 

are likely to employ younger adults. However younger adults (17 to 24) and adult casualties (25 to 59) increased at 

a faster rate in May and June compared to children and older people.  The pattern in the second lockdown was 

slightly different with chid casualties decreasing at a faster rate (53%).  
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Figure 140 shows that the percentage decrease in passenger casualties was faster than for drivers or riders or 

pedestrians and also didn’t increase as fast through May, June and July which could indicate that there were more 

lone travellers during lockdown and in the inter-lockdown period.  

Figure 139 - Percentage change of casualties by casualty age band, compared to a 3-year average for 2017 to 2019, for the South West 

Peninsula during 2020 
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Figure 140 - Percentage change of casualties by casualty class compared to a 3 year average for 2017 to 2019, for the South West Peninsula 

during 2020 

 

5.3 Where did crashes happen? 

It is possible to look at where collisions took place by road class (Figure 141) and rurality (Figure 142) and how the 

numbers increased or decreased against the baseline for 2017-2019. Collisions which took place on motorways in 

the South-West Peninsula increased significantly during the first lockdown by 50%. This is very different to the trend 

seen nationally whereby roads with a speed limit of 70mph saw the greatest decrease in April and May 2020 and is 

therefore unique to this region.7 

 

7 RRCGB Annual Report 2020 Table RAS300006: https://www.gov.uk/government/statistical-data-sets/reported-
road-accidents-vehicles-and-casualties-tables-for-great-britain#casualties-in-reported-road-accidents-ras30 
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Figure 141 - Percentage change in collisions by road class compared to a 3-year average for 2017 to 2019 for the South West Peninsula, 2020 

 

We have used the same method to classify the roads of the South West Peninsula as in section 3 of the this report. 

For more information on this classification please refer to section 7.1.1.2 on page 159.. Figure 142 shows that village 

roads saw the greatest percentage decrease in collisions during the first lockdowns whilst urban roads saw a greater 

decrease during the second lockdown. Of interest is the fact that the number of collisions on rural roads in the South 

West Peninsula reached pre-lockdown level in August which was the inter-lockdown period whilst urban and village 

roads remained lower. 
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Figure 142 - Percentage change in collisions by rurality, compared to a 3-year average for 2017-2019 for the South West Peninsula 2020 
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6 Behavioural Recommendations 

This section of the report is about providing behavioural recommendations which could be adopted in Devon and 

Cornwall, based on the analysis in the Peninsula Area Profile. All the suggestions included in this section are rooted 

in the data analysis undertaken for the main body of the report, including the Mosaic socio-demographic analysis. 

This section will not refer to the data in any detail, but it should be remembered throughout that the starting point 

was the analysis. The list of suggestions is not exhaustive – further research about the target audience and target 

problem will lead to the creation of new ideas and will provide insight into how the suggestions provided here could 

be implemented.  

In many western societies the culturally-anchored unsafe behaviours of drink-driving, distraction (e.g. texting), and 

speeding continue to act as barriers to the achievement of sustainable safety.8 And, because of the need to focus on 

such daily unsafe road user behaviours, researchers noted almost three decades ago,   

”road safety usually means the unsafety of the road transport system”.9   

But defining what is safe is often absent, presumed to be a shared understanding. Road safety can be defined as 

“freedom from the liability of exposure to harm or injury on the highway”.10 This contrasts with much of what is 

commonly misunderstood to be road safety. Therefore, road safety is more than about the avoidance of injury: it 

must also address the perception of risk of harm and freedom from harm and its manifestation at the individual, 

community and societal levels. 

A Safe Systems approach is taken for these behavioural recommendations. It should be acknowledged that 

behaviour change can be achieved through engineering and enforcement solutions, as much as through public 

health campaigning and road safety education interventions.  Moreover, some of these will be voluntary and others 

will require restriction of choice of drivers in order that choice of others is not restricted. Thus, this links to the 

importance of ‘freedom from’ applied here to other roads users and residents.11 

This section should also be a springboard to further research. The analysis in the Area Profile is a good starting point, 

allowing practitioners to understand which road user groups are at more risk, and when and where collisions occur. 

However, as explained below, to design effective behaviour change interventions, more information is required as 

to why the behaviour occurs. This further research will assist the Peninsula Partnership to understand in which 

directions partners ought to head with their activities. Finally, evaluations of behaviour change interventions ought 

to be implicitly included in intervention design – this includes casualty monitoring of engineering schemes right 

through to testing behavioural components of educational interventions. Some reminders on the importance of 

evaluating schemes are included at the end of this section.  

 

8 Johnston, 2010. Beyond ‘‘best practice” road safety thinking and systems management – A case for culture change 
research, Safety Science, 48, 1171-1185. 
9 Silcock, D., Barrell, J., Ghee, C. 1991. The measurement of change in road safety, Traffic Engineering and Control, 
32(3): 120-129. 
10 Davis, A. 1992. Livable streets and perceived accident risk: quality of life issues for residents and vulnerable road 
users, Traffic Engineering and Control, 33(6): pp.374-379. 
11 ‘Freedom from’. termed the “opportunity concept” of freedom because it gives access to a range of desirable 
opportunities, regardless of whether you decide to take advantage of those opportunities or not. 
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6.1 Definitions of behaviour change & ‘sanity check’ guidance  

The Peninsula Area Profile is a perfect starting point for making behavioural recommendations for interventions to 

reduce risk on the roads of Devon and Cornwall. Before starting to make those recommendations, it is necessary to 

understand what behaviour change is. Behaviour Change is the systematic application of social research and 

scientific enquiry to understand problematic human behaviour within a population and the reliable mechanisms for 

changing it for social benefit. 

Too many behaviour change programmes in the past were built on anecdote and assumption. 12 Whilst behaviour 

change is not a discrete branch of the sciences, the methods should nonetheless be applied and evaluated in a 

systematic way to increase understanding and demonstrate value.  

Behaviour change demands an understanding of the way people behave within certain cultures and contexts, under 

a defined set of conditions. This requires social researchers to develop insights into these cultural and contextual 

influences, providing objective metrics that can be used as measures of change (or proxies of change). 

Behaviour change is not about constraining individual freedom except where the behaviour in question has a 

detrimental impact on society at large. These effects might be experienced by other road users, the health and social 

care system, the lives of families and friends or the economy.  Behaviour change is primarily concerned with finding 

influences that work at a population level, not just for an individual. The interest of behaviour change is that the 

welfare of society is improved through these programmes. 

The evaluated impact of behaviour change programmes ought to show that when a behaviour change intervention 

is delivered in a consistent way it produces a reliable and repeatable outcome in terms of changed behaviour. 

It is essential to understand these definitions before starting on the process of designing, implementing and testing 

behaviour change interventions. Interventions must be evidence-led in order to be effective, replicable and safe. As 

with public health practitioners, those involved in road safety intervention design should be working to ensure that 

there are no negative side effects. 

One way of thinking about behaviour change is to compare it to medicine and public health. There are many 

similarities. Firstly, the sorts of behaviour change focused on in road safety interventions are public health activities: 

they are about trying to reduce harm by encouraging behaviour change amongst road users. As public health 

activities, there is a need to make sure that interventions are doing the right thing.  

In medicine, patient safety is paramount. Non-maleficence is a fundamental principle in medicine, that firstly, a 

practitioner should do no harm. Behaviour change interventions should follow the same approach – what are the 

unintended consequences of a behaviour change intervention? How might an intervention cause harm? Here 

medicine draws on an extensive literature of highly robust studies and where randomisation of study participants is 

a common methodological tool in reducing the risks of design bias. The Evidence Hierarchy in Figure 143 signals the 

relative robustness of public health and medical approaches to evidence compared to many other fields. In transport 

and road safety study design often remains below ‘Small RCT’ – RCT being Randomised Controlled Trials, leaving the 

risk of significant biases in the studies undertaken. 

 

12 McKenna, F. 2010. Education in Road Safety. Are we getting it right? London: RAC Foundation. 
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Figure 143 - The Public Health and Medical Evidence Hierarchy 

 

 

To continue the medicine analogy, one of the ways that patient safety is protected is through drug design. Drugs are 

rigorously tested to understand side effects and how they could cause patient harm. Drugs are carefully chosen to 

treat appropriate medical conditions and dosage is considered. Different patients and different conditions will 

require different dosage levels of different periods of time. It should also be remembered that those prescribing the 

drugs are not the same people as those designing and testing them. These are different medical experts, with 

different skills bases. 

How does this all relate to behaviour change? Interventions should be designed, based on robust evidence,  13 so that 

they are as effective as possible and avoid causing harm. As with medicine, perhaps it is not always best that the 

practitioners delivering the intervention are the same people who design it – there is a need to play to the strengths 

of those involved in the process. 

It means to design a successful behaviour change intervention, the behaviour that needs changing needs 

investigating fully to understand who engages in it; when and where; why do they engage in it and how does it cause 

a problem? What needs to change? This is just like increasing the evidence base in medicine about diseases and 

conditions.  

Then, the intervention needs to be carefully designed, based on evidence and best practice. What does research say 

is most likely to work with the target audience and for the target behaviour? Does the behaviour occur because 

people don’t know that it is a problem, and so interventions should focus on improving knowledge? Or is it that 

people know the right thing to do but believe that everyone else engages in the behaviour so that it isn’t so bad? 

Could it be that people want to change their behaviour but don’t know how? 

 

13 Usually defined by being peer reviewed before possible publication. 
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As with drugs, what should the dose be? It might be that an intervention could be delivered once, and that would 

be sufficient to change behaviour permanently. Alternatively, people may need constant reminders (doses) to make 

the change. It also needs to be remembered that not everyone will respond the same – different people will need 

to be influenced in different ways to change their behaviour. 

Lastly, behaviour change interventions need to be tested to understand what works for whom and how; and how 

the interventions could, unintentionally, cause harm. 

The behavioural recommendations included in this section are based on what might be effective, based on the 

analysis included in the Peninsula Area Profile. Using intervention functions and COM-B14 (capability, opportunity 

and motivation), the findings of the analysis were used to suggest some potential interventions. This model has been 

selected because it is accompanied by a guide on how to utilise it for intervention design; however, there are many 

other behaviour change models which can be used to understand the factors influencing behaviour, and how they 

can be used to effectively change behaviour. However, before implementation, further information is required. The 

analysis cannot reveal whether there is a knowledge deficit amongst the target audience or that social norms might 

need to change. It means that to use these suggestions effectively, a little more work needs to be done to select 

which intervention might work best, in what circumstances and for whom (as would be the case in determining the 

best medical solution for a patient). 

There are a range of data sources which can be used to understand the factors influencing behaviour. The table 

below shows that there are four main types of factors which affect behaviour. Different individuals and different 

groups respond differently to changes in any of these factors. It is therefore important to collect two main types of 

evidence to help understand individuals’ behaviour: objective evidence (about characteristics, circumstances and 

behaviours, which could include collision factors and travel and socio-demographic data); and attitudinal evidence 

(which includes collective and individual subjective factors about attitudes and norms, for example)15.  

Table 1 Factors which affect road safety behaviour 

Collective Objective Factors Collective Subjective Factors 

‘Hard facts’ which relate to things bigger 
than the individual person 

e.g. journey distances, availability of 
transport infrastructure/services, weather, 
traffic volumes/speed, vehicle prices, fuel 

prices, ticket prices. 

Perceptions held by a group rather than an 
individual 

e.g. group cultures, social/cultural norms, 
cultural values, trust in 
organisations/services. 

Individual Objective Factors Individual Subjective Factors 

‘Hard facts’ which relate to a specific 
individual 

e.g. personal capabilities/skills, resource 
constraints, income, 

knowledge/understanding/awareness, 
habit 

Perceptions which relate to the individual 
person 

e.g. personal norms, perceptions of identity 
and status, perceptions of costs, 

perceptions of safety/risk 

Reference: Department for Transport Behaviour Change Toolkit 

 

14 Michie, Susan; Atkins, Lou; West, Robert; The Behaviour Change Wheel: A Guide to Designing Interventions, 
(Silverback Publishing, 2014) 
15 Social Research and Evaluation Division, Department for Transport, Behavioural Insights Toolkit, (Department for 
Transport, London, 2011) 
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Fiona Fylan’s guide, Using Behaviour Change Techniques: Guidance for the road safety community16, and The 

Behaviour Change Wheel: A Guide to Designing Interventions17 by Susan Michie, Lou Atkins and Robert West are 

both really useful resources for helping practitioners know how to define the target audience; the behaviour that 

needs to change; and which behaviour change techniques ought to be used in the intervention design. The sorts of 

questions that need to be answered include: 

• What is the problem, where and when does it occur and by whom? Some of the answers to these 

questions are found in the Peninsula Area Profile analysis. However, there are opportunities to 

understand the problem more greatly through looking at other evidence (and existing interventions); 

undertaking surveys, interviews or focus groups with the target audience (or other influencers on the 

target audience); or by observing the behaviour in key locations. 

• Why does the behaviour occur? Assumptions should not be made about why the behaviour occurs. Many 

road safety interventions seek to increase the knowledge of the target audience, under the assumption 

that if road users know they should be behaving differently, they would change. Often, it transpires that 

knowledge was high before the intervention and, even though the road user knows the behaviour is 

dangerous, there are other influences on that behaviour. Speeding might be an example of this: most 

drivers know that it is dangerous and illegal to exceed the posted speed limit; however, if some of those 

drivers hold a belief that all drivers speed and that other people expect them to speed, they are more 

likely to engage in speeding behaviour. Understanding why a behaviour occurs and, therefore, which part 

of the human behavioural system needs to be addressed is essential to intervention design. 

The following section provides, by theme, several suggested interventions which could be applied to various target 

audiences, depending on why the risky behaviour occurs. Each theme begins with some questions about why the 

behaviour could happen – suggestions should be selected based on the answers to these questions. Interventions 

design is not purely about effectiveness, because behaviour change operates within a social context. There should 

be a focus on effectiveness (determined by good quality evaluations) but there are also other factors which should 

be considered, using the APEASE criteria18.  

• Affordability – It does not matter how effective, or cost-effective, an intervention may be if it cannot be 

afforded. An intervention is affordable if within an acceptable budget it can be delivered to, or accessed 

by, all those for whom it would be relevant or of benefit 

• Practicability – An intervention is practicable if it can be delivered as designed through the intended 

means to the target population 

• Effectiveness and cost-effectiveness – These relate to the effect size of the intervention in relation to the 

desired objectives in a real-world context; this isn’t the same as the effect size observed in optimal 

conditions but what happens when delivered in reality. Cost-effectiveness is the ratio of effect to cost, 

meaning that if two interventions are equally effective, the most cost-effective one should be chosen for 

delivery. 

• Acceptability – Acceptability is the extent to which an intervention is judged to be appropriate by relevant 

stakeholders (public, professional and political). Acceptability may differ for different stakeholders. 

• Side-effects/safety – An intervention may be effective and practicable, but have unwanted side-effects or 

unintended consequences, so these need to be considered before proceeding. 

 

16 Fylan, Fiona; Using Behaviour Change Techniques: Guidance for the road safety community, (RAC Foundation, 
London, 2017) 
17 Michie et al 
18 ibid., 



 

AGILYSIS  

B
EH

A
V

IO
U

R
 

 

PAGE | 138 

• Equity – An important consideration is the extent to which an intervention may reduce or increase the 

disparities in standard of living, wellbeing or health between different sectors of society.19 

6.2 Suggestions by theme 

These suggestions, which are plausible interventions by road user group, are covering a wide range of intervention 

functions (from The Behaviour Change Wheel 20 ), from education and training, through to coercion and 

environmental restructuring. There are no budgets attached to any of these suggestions, nor are there detailed 

guides for design, implementation or testing. The previous section on understanding the evidence base and 

assessing against the APEASE criteria should be the starting point. The concept is that the data led to these potential 

intervention suggestions and further research will guide which are most applicable for taking forward. 

The majority of these suggestions are the same as the previous Area Profile, although there are additions across 

road user groups. There are several reasons why the interventions are not vastly different to the last report. These 

are: 

• The principles behind the suggestions have not changed, with the evidence base pointing towards these 

interventions being appropriate for these target audiences 

• The target groups in the Peninsula have not changed since the last report, implying that implementing more 

of these suggestions would be beneficial 

• The evaluation evidence base has not significantly changed since the previous report 

This means that before pursuing any of these potential plausible interventions, some key questions need answering: 

• What do you want people to do? Try to define as clearly as possible that the desired behaviour is 

• What do you want people not to do? Consider whether it is helpful to think about behaviours that you 

are aiming to stop happening 

• What is the impact of the behaviour? This gets to the heart of why the intervention is important and 

quantifies the problem 

• Who is impacted by the behaviour? Think about all the people who are impacted by the behaviour, this 

may prove to be useful in determining different responses for different groups and assessing the value of 

intervening 

• What is the level of change being sought? How big is the problem (baseline data) and how much 

difference is the intervention trying to achieve (impact)? This feeds directly into APEASE by determining 

the effectiveness of an intervention 

• Who is performing the behaviour? What is known about the road users themselves, in terms of data and 

insights, allowing the intervention to be designed for a precise target audience 

• Do you understand what influences this behaviour? How much is known about why people are behaving 

the way that they are? Is there any evidence that provides confidence about the reasons why the 

behaviour is occurring? The COM-B model asks some key questions about what might be influencing 

behaviour 

o Are the target audience capable of performing the behaviour safely? 

▪ Do they have the physical strength to perform the behaviour safely? 

▪ Do they have the knowledge to perform the behaviour safely? 

▪ Do they have the skills to perform the behaviour safely? 

▪ Do they have the stamina to perform the behaviour safely? 

 

19 ibid., p.23 
20 ibid., 
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o Does the target audience have the opportunity to perform the behaviour safely? 

▪ Is there conducive physical and social opportunity to perform the behaviour safely? 

▪ Are there physical accessible places to perform the behaviour safely? 

▪ Is performing the behaviour safely affordable? 

▪ Is performing the behaviour safely socially acceptable? 

▪ Is there sufficient time to perform the behaviour safely? 

o Does the target audience have sufficient motivation to perform the behaviour safely? 

▪ Are they highly motivated to perform the behaviour safely at the relevant time? 

▪ Are they more motivated to engage in a competing behaviour than to perform the 

behaviour safely? 

6.3 Understanding What is Meant by ‘Social Marketing Campaigns’  

It is possible to read the words ‘social marketing campaign’ and assume that the term is widely and consistently 

understood. However, experience over many years demonstrates that it is sometimes confused or simplified to 

mean: 

• Advertising campaigns 

• Social media marketing  

• Advocacy for social policy 

In the context of this report, Social Marketing Campaigns is used in a broader sense, reflecting the following 

definition of social marketing:  

‘Social marketing is the use of marketing principles and techniques to influence a target audience to voluntarily 

accept, reject, modify or abandon behaviour for the benefit of individuals, groups, or society as a whole’ (Kotler, 

Roberto & Lee, 2002).  

Rather than limited to a single channel or process then, social marketing campaigns can refer to an integrated 

approach using some of the following channels: 

Table 2 Social marketing channels 

Direct 
Marketing Interruption Education Advertising  Content Partnership Digital 

Door-to-Door 

Telemarketing 

Surveys 

Events 

Stalls/Pop-up 
Stores 

Workshops TV 

Radio 

Billboard 

Poster 

Digital 
Outdoor 

Screen 

Newspaper 

Leaflet 

Direct Mail 

PR 

Research 

Video 

Editorial 

Community news 

Public affairs 

Sponsorship 

Influencer 

Email 

Internet 

Social networks 

Social video 

Social audio 

Mobile Apps 

SEO / Pay per Click 



 

AGILYSIS  

B
EH

A
V

IO
U

R
 

 

PAGE | 140 

SMS 

Promotional 
materials 

 

6.3.1 Pedestrians 

Education 

Capability and motivation could be addressed with the following suggested interventions: 

• A social marketing campaign to inform all road users of the revisions to the Highway Code, which will 

include a new Hierarchy of Road Users, coming into force in January 2022. For pedestrians, this 

specifically includes a new priority for them at junctions and at zebra crossings.  

• A social marketing campaign linked to public health to provide positive messages about the benefits of 

walking (rather than a focus in safety), applied in conjunction with safety-related measures (to ensure 

that actual and perceived safety are both high). 

• A social marketing campaign to increase knowledge that using a crossing is quicker than diagonally 

crossing through traffic. 

• A social marketing campaign to increase knowledge that eye contact is everything and there needs to be a 

relationship between the pedestrian and the driver to establish it is safe to cross 

• A social marketing campaign to increase knowledge of the consequences of not using an appropriate 

crossing or safe crossing place (without using fear appeal). 

• A social marketing campaign aimed at children to increase knowledge of the problems caused by crossing 

when distracted. For example, comparison with other tasks when distraction results in poor outcomes 

(for example, trying to play a computer game when distracted and the consequences of not being able to 

win the game). 

• A social marketing campaign aimed at adults to increase knowledge of the problems caused by crossing 

when distracted. For example, comparison with other tasks when distraction results in poor outcomes 

(humorous examples could be used to show how ridiculous it is to try and do two things at once). 

Persuasion 

Motivation could be addressed by: 

• A social marketing campaign to persuade young people that walking safely is a positive activity and it is a 

socially acceptable thing to do  
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Incentivisation 

The motivation of support structures to assist in safe walking could be addressed by: 

• Working with schools and public health to incentivise walking to school by providing financial support to 

train schools on the planning and creation of safe routes and to encourage more walking amongst pupils 

Training 

Training could be used to address capability, opportunity and motivation by: 

• Providing child pedestrian skills training 

• Providing training for schools and parents on the identification of appropriate routes and appropriate 

crossing points 

Restriction 

Opportunities for unsafe walking could be restricted by: 

• Ensuring crossing design and placement provide the opportunities to cross safely and restrict the places 

where pedestrians could choose to cross 

• Reduce parking around and vehicle access around schools and areas with high levels of pedestrian traffic 

Environmental Restructuring 

Opportunities and motivations could be addressed through physically changing the environment through: 

• Working with local taxi and bus companies to develop and implement road risk policies, which include 

training drivers to recognise and mitigate risk for vulnerable road users. The authorities could adopt a 

policy of not granting licences to operators who do not have such a policy in place (and could offer 

assistance in the creation of such policies) 

• A review of specific crossings with higher collision rates to determine if the crossings are in the right 

locations 

• Determining if there are opportunities for re-engineering environments to reduce community severance 

and provide more locations of choice for pedestrians to cross 

• A review of route planning and recommended routes (implementing engineering improvements on those 

routes), working in conjunction with schools and colleges 

• The implementation of 20mph zones or limits in areas with high pedestrian footfall 

• The adoption of an approach, similar to Transport for London’s Healthy Streets Approach, using a system 

of policies and strategies to help residents and visitors use cars less and walk, cycle and use public 

transport more 

• Pedestrian segregation in areas with transport links, employment hubs, educational establishments and 

leisure providers 

• A street lighting review to make pedestrians more visible and to improve their feelings of safety and to 

make walking more desirable – this could include an upgrading of street lighting to higher quality LEDs, 

for example 

Modelling 

Social opportunity and automatic motivation could be addressed through modelling interventions, such as: 

• The use of role models to demonstrate safe crossing actions 
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• Influencing social norms through the actions of ‘champions’ (who are role models and heroes, where the 

credibility of the model is key) – this approach could be applicable in schools and workplaces 

• The creation of ‘walking superheroes’, modelling the positive attributes of healthy, environmentally-

friendly, responsible youngsters 

• A social marketing campaign based on ‘a good night out’ and the social norms and risk-mitigation 

strategies that could be developed for a social group of friends to make sure they all get home safely 

(going beyond drunk-walking to considering safe travel after drinking to reduce all alcohol-related harm) 

• The creation of roadside ‘cues’ to guide pedestrians to safe crossing points (with potential links to role 

model activities) 

• Working with bars and nightclubs to create ‘club hosts’ who are trained to protect vulnerable people, 

create a positive social norm and identify and deal with problems before they escalate (including assisting 

with alternative transport home if an individual appears too drunk to leave safely on their own) 

Enablement  

Capability, opportunity and motivation could be addressed through enablement interventions, such as: 

• The production of ‘Walking to School’ guidelines for parents and schools to ensure children are capable of 

walking and crossing safely 

• The promotion of the ‘Route Guard’ mobile phone app, which is being developed to support teenagers 

and families with independent travel. It allows families to plan routes together, with parents and 

guardians being able to check the location of their children in real time 

• The promotion of the ‘Get your coat’21 app, which is a useful tool for adults on a night out. It provides safe 

solutions to getting home through hot keys to chosen taxi companies or designated drivers and timers for 

bus and trains. 

• Engineering crossings that are automatically used (through the unconscious selection of the crossing, 

based on placement and attractiveness) 

• Engineering crossings so that drivers automatically anticipate and react to them (based on cues, 

placement and prompts) 

• The design of crossings and major routes that are ‘drunk-walker’ friendly. Adults should have the 

knowledge and physical capability to walk safely but when impaired, they may need a potentially more 

forgiving environment 

• The provision of street pastors to help those on a drunken night out. Street pastors already exist and 

support those who are lost or in trouble so pedestrian safety support could also be provided. 

6.3.2 Pedal Cyclists 

Education 

Capability and motivation could be addressed with the following suggested interventions: 

• A social marketing campaign to inform all road users of the revisions to the Highway Code, which will 

include a new Hierarchy of Road Users, coming into force in January 2022. For cyclists, this specifically 

includes a new priority for them when cars are turning 

• A social marketing campaign to build on the increases in cycling undertaken during the Covid-19 

pandemic, reminding residents of the benefits and enjoyment gained from this activity  

 

21 https://getyourcoat.app/ 

https://getyourcoat.app/


 

2021 VISION ZERO SOUTH WEST 

B
EH

A
V

IO
U

R
 

P
U

B
LIC

 H
EA

LTH
 

PAGE | 143 

• A social marketing campaign to increase knowledge about the benefits of specific cycling routes, such as 

quicker journey times, being more pleasurable, and being and feeling safer 

• A social marketing campaign to increase knowledge that eye contact is everything and there needs to be 

a relationship between cyclists and drivers 

• A social marketing campaign to increase knowledge about the consequences of not cycling safely (not 

using fear appeals) 

• A social marketing campaign, linked with public health, to provide positive messages about the benefits of 

cycling (rather than focusing on safety), delivered in conjunction with safety-related measures 

• A social marketing campaign to inform drivers and cyclists of the rules within the Highway Code and the 

rules both types of road user should abide by to make the system work safely 

Persuasion 

Motivation could be addressed by: 

• A social marketing campaign to increase empathy between cyclists and drivers, highlighting that they are 

the same people just using a different mode 

• A social marketing campaign to persuade young people that cycling safely is positive and socially 

acceptable 

• A social marketing campaign to persuade young people of the benefits of cycling, which include health, 

environment, traffic reduction and freedom 

Coercion 

The motivation of support structures to assist in safe cycling could be addressed by: 

• Working with schools and public health to incentivise cycling to school, alongside providing financial 

support to train, plan safe routes and encourage more cycling 

• Working with universities and colleges to incentivise cycling to the educational establishment, alongside 

providing financial support to train, plan safe routes and encourage more cycling 

Training 

Training could be used to address capability, opportunity and motivation by: 

• Providing child cycling skills training 

• Providing adult cycle skills training 

• Providing training for schools and parents on the identification of safe routes 

• In-school training to highlight the vulnerability of cyclists in relation to large goods vehicles, along the 

lines of the ‘Bikes, Big Trucks and You’22 and ‘Exchanging Places’23 programmes 

Restriction 

Opportunities for unsafe cycling could be restricted by: 

• Creating guidelines on cycle route design to restrict where they can be implemented and how, in order to 

limit route options to increase usage of designated safe cycling routes 

 

22 https://www.myjourneywokingham.com/news/bikes-big-trucks-you/ 
23 https://www.cityoflondon.police.uk/advice-and-support/safer-roads/Pages/Exchanging-Places-.aspx 

https://www.myjourneywokingham.com/news/bikes-big-trucks-you/
https://www.cityoflondon.police.uk/advice-and-support/safer-roads/Pages/Exchanging-Places-.aspx
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Environmental Restructuring 

Opportunities and motivations could be addressed through physically changing the environment through: 

• Working with local taxi and bus companies to develop and implement road risk policies, which include 

training drivers to recognise and mitigate risk for vulnerable road users. The authorities could adopt a 

policy of not granting licences to operators who do not have such a policy in place (and could assist in the 

creation of such policies). 

• Undertaking a review of cycle routes – are they in the right locations? Do they link key origin and 

destination points?  

• A review to determine if there are opportunities for re-engineering to provide choices for cyclists to use 

different routes. 

• A review of route planning and recommended routes, with engineering improvements on those routes, in 

conjunction with schools and colleges. 

• Implementation of 20mph zones in areas with high cycling rates. 

• Adoption of an approach, similar to TfL’s Healthy Streets Approach, using a system of policies and 

strategies to help residents use cars less and walk, cycle and use public transport more. 

• Cycling segregation in areas with transport links, employment hubs, educational establishments and 

leisure riders. 

• Streetlight review to make cyclists more visible and to improve their feelings of safety and make cycling 

more desirable – the upgrading of street lighting to higher quality LEDs is one example. 

Modelling 

Social opportunity and automatic motivation could be addressed through modelling interventions, such as: 

• The use of role models to demonstrate safe cycling actions 

• Influencing social norms through the actions of ‘champions’ (who are role models and heroes, where the 

credibility of the model is key), which could be applicable to both workplaces and schools 

• The creation of ‘cycling superheroes’, modelling the positive attributes of healthy, environmentally-

friendly, responsible youngsters 

• The creation of ‘cues’, guiding cyclists to safe routes and linked to the actions of role models 

Enablement  

Capability, opportunity and motivation could be addressed through enablement interventions, such as: 

• The production of ‘Cycling to School’ guidelines for parents and schools to ensure children are capable of 

walking and crossing safely. 

• The promotion of the ‘Route Guard’ mobile phone app, which is being developed to support teenagers 

and families with independent travel. It allows families to plan routes together, with parents and 

guardians being able to check the location of their children in real time. 

• Engineering specific cycle routes so that they are automatically used (unconscious selection of route, 

based on placement and attractiveness). 

• Engineering specific cycle routes so that drivers automatically anticipate and react to them (based on 

cues, placement and prompts). 
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6.3.3 Young Drivers 

There should be a focus on young drivers who live in rural areas on the Peninsula. 

Education 

Capability and motivation could be addressed with the following suggested interventions: 

• A social marketing campaign to increase knowledge about the consequences of risky driving on a young 

person’s future life, focusing on the effect on their job, college/university opportunities, having a revoked 

licence (and having to re-take their driving test), fines and points on their licence, or facing prison; but not 

focusing on the use of gory images or the likelihood of death or serious injury 

• A social marketing campaign to increase knowledge about the characteristics of a ‘good’ driver and how 

this is a thing they should aspire to be 

• A social marketing campaign to increase knowledge about the characteristics of a ‘good’ passenger (and 

friend) and how this is a thing they should aspire to be (through limiting driver distractions etc.) 

• A classroom-based intervention, such as DriveStart24, which uses behavioural change techniques to 

normalise positive behaviours and provides coping strategies for reducing distractions and increasing 

hazard perception skills 

Persuasion 

Motivation could be addressed by: 

• A social marketing campaign to persuade young people that a good driver is one who gets the maximum 

amount of on-road experience and that passing the driving test quickly isn’t necessarily best 

• A social marketing campaign to provide prompts and cues to limit in-vehicle distractions, such as ensuring 

their mobile phone is off (or out of reach); turning the music down; alcohol being a no-no; and asking 

friends to be good passengers 

• A social marketing campaign aimed at parents to encourage the purchase of the best car they can afford 

for their children, leading to newer, safer vehicles being purchased and an implied responsibility for the 

new driver to drive safely and look after that vehicle (whereas a cheap first car may give the impression 

that it is expected that it will be crashed, making it inevitable) 

Incentivisation 

Motivation could be addressed through incentivisation: 

• Through the promotion of telematics-based insurance products 

• Through vehicle purchase programmes that incentivise the adoption of a newer vehicles with higher 

safety ratings such as that which is offered by Marmalade25 

• Through the provision of a scheme to ensure vehicles are well-maintained and serviced (perhaps via 

vehicle checks in colleges) and encouraging the purchase of newer vehicles with more safety equipment 

• Through an online/app based incentivisation programme that encourages  

 

24 http://drivestart.co.uk/ 
25 http://www.wearemarmalade.co.uk/ 

http://drivestart.co.uk/
http://www.wearemarmalade.co.uk/
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Coercion 

The motivation of support structures to assist in safe driving could be addressed by: 

• Working with schools and colleges to provide a scheme where students are only allowed to drive and park 

at the educational establishment if the vehicle is subjected to a vehicle safety check and session on 

vehicle maintenance 

Training 

Training could be used to address capability, opportunity and motivation by: 

• Promoting of log books, working with ADIs to increase the amount of on-road training they receive, in 

different scenarios 

• Creating a pre- and/or learner driver training programme to improve hazard perception and hazard 

prediction 

• Providing rural-specific additional driving lessons, to increase experience on these types of roads 

• Providing training on coping strategies, such as how to plan trips (and knowing when not to drive), and 

how to deal with peer pressure 

Restriction 

Opportunities for unsafe driving could be restricted by: 

• Implementing alcolocks 

• Promoting parental contracts, with agreements on the conditions under which the young person can 

drive (limited passengers, certain locations, limited night-time driving, no alcohol etc.) in exchange for a 

‘deal’ with parents to support their children by providing a vehicle and insurance AND providing transport 

(lifts) when it is not appropriate for the young person to drive 

Environmental Restructuring 

Opportunities and motivations could be addressed through physically changing the environment through: 

• Reviewing specific high-risk routes to establish locations for re-engineering, especially where the location 

could be challenging for inexperienced drivers 

Modelling 

Social opportunity and automatic motivation could be addressed through modelling interventions, such as: 

• The use of social influencers to emphasise the positive attributes of being a good driver – that being 

‘skilful’ is being able to concentrate (avoiding distractions) and successfully predict and perceive hazards 

Enablement  

Capability, opportunity and motivation could be addressed through enablement interventions, such as: 

• Providing alternative forms of transport for residents living in rural areas, to limit the risky situations in 

which they find themselves. This could be a community-based transport scheme that could be used to 

take young people to and from evening events or to locations poor weather, so they have the option not 

to drive. 
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6.3.4 Older Drivers 

Education 

Capability and motivation could be addressed with the following suggested interventions: 

• A social marketing campaign to emphasise that old doesn’t mean bad. The campaign would try to dispel 

myths about age and driver skill to increase empathy towards older drivers amongst other drivers. 

• A social marketing campaign to increase knowledge about the benefits of self-regulation, which include 

reducing stress and pressure for older drivers and highlighting that they have the power to decide when 

and where they drive, through good trip planning. 

• A scheme like Carfit26, which was developed by the American Automobile Association, and also used in 

Australia, which draws on occupational therapists and driving instructors to offer tailored advice on how 

the car and driver can ‘fit’ together to maximise safety and comfort. 

Persuasion 

Motivation could be addressed by: 

• A social marketing campaign to persuade older drivers to undergo self-assessment 

Incentivisation 

Motivation could be addressed through incentivisation: 

• By financially supporting health care professionals (such as GPs) to assess older patients in relation to 

their driving and to support them with advice on eyesight, medication and physical frailty, and how these 

factors could potentially impact on their driving. It could work as part of a referral system to assessment 

centres. 

• By creating a new financial instrument that allows older road users to move their investment from 

owning/maintaining a vehicle into a MAAS platform that minimises the sense of loss that comes with cost 

per trip products. 

Training 

Training could be used to address capability, opportunity and motivation by: 

• Providing rural-specific additional driving lessons, to increase experience on these road types 

• Providing training on coping strategies, such as how to plan trips and when not to drive 

• Providing on and off-road driver assessments and refresher training 

Environmental Restructuring 

Opportunities and motivations could be addressed through physically changing the environment through: 

• A review of specific high-KSI routes to establish locations for re-engineering, especially where the location 

could be challenging for an older driver 

 

26  https://seniordriving.aaa.com/maintain-mobility-independence/car-buying-maintenance-assistive-
accessories/carfit/ 

https://seniordriving.aaa.com/maintain-mobility-independence/car-buying-maintenance-assistive-accessories/carfit/
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• A review of signing and lining on routes to reduce confusion and ensure that key information is noticed 

and processed 

Modelling 

Social opportunity and automatic motivation could be addressed through modelling interventions, such as: 

• The creation of older driver role models to demonstrate that driving safer for longer is possible, especially 

with the support of experts, family and friends 

Enablement  

Capability, opportunity and motivation could be addressed through enablement interventions, such as: 

• Providing alternative forms of transport to those living in rural areas, to limit the risky situations in which 

they find themselves in. This could be a community-based transport scheme that could be used to take 

older people to and from core locations or to places during poor weather, so they have the option not to 

drive. 

• Providing mobile simulator-based screening, which can be delivered in conjunction with healthcare 

practitioners, to use a simulator to understand driver needs (both cognitive and physical) and enable 

them to be supported in safer driving. 

• Provide supported ‘retirement from driving’ process that allows road users to manage their migration 

away from dependence on owning/driving. 

6.3.5 Motorcyclists 

Education 

Capability and motivation could be addressed with the following suggested interventions: 

• A social marketing campaign to increase knowledge about the likely presence of motorbikes on certain 

routes and at certain locations 

• A social marketing campaign to increase knowledge amongst riders about how difficult it is for other road 

users to see bikes (both visually and cognitively) so motorcyclists need to think about clothing and 

positioning to make sure they are observed and recognised 

• A social marketing campaign to increase knowledge that motorcyclists are also drivers, just using a 

different mode – they are the same people (to increase empathy) 

• A social marketing campaign to increase knowledge that some routes (those with bends and junctions) 

are higher risks for motorcyclists (targeting all road users) 

• A social marketing campaign to increase knowledge that visibility in different environments needs to be 

considered and that what is a contrasting colour in an urban area is different to that in a rural area 

• A social marketing campaign to increase knowledge of the consequences of risky riding on their future 

life, focusing on fines and points, the effect on employment, even prison – but not focusing on the 

chances of death and serious injury 

• A social marketing campaign to increase knowledge about the characteristics of a ‘good’ rider and how 

this is a thing they should aspire to be 

Incentivisation 

Motivation could be addressed through incentivisation: 
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• By working with employers to support those employees who either use a motorcycle for work or to 

commute by providing vehicle checks, training opportunities and encouraging the use of good quality 

PPE (through discounts) 

• By working with motorcycle dealerships to encourage the use of increase and better lighting on 

motorcycles 

• By encouraging BikeSafe assessments, which allow riders to have their riding assessed by professional 

motorcyclists and then encouraged to undertake advanced rider training 

Training 

Training could be used to address capability, opportunity and motivation by: 

• Working with advanced motoring groups to provide advanced rider training 

Restriction 

Risky behaviour could be restricted through: 

• Working with the police to identify routes where motorcyclists are at increased risk and where there is a 

prevalence of speeding, double white contraventions and other offences to undertake targeted 

enforcement 

Environmental Restructuring 

Opportunities and motivations could be addressed through physically changing the environment through: 

• A review of specific high-risk routes to establish locations for re-engineering, especially where the location 

could be challenging for motorcyclists 

• A review of junctions and bends to ensure they are ‘motorcycle friendly’, using Transport for London’s 

Urban Motorcycle Design Handbook27 and other guidance 

Modelling 

Social opportunity and automatic motivation could be addressed through modelling interventions, such as: 

• The creation of motorcycling champions, including a leisure rider, a commuter rider and a delivery rider, 

all being credible role models who portray the attributes of a good rider for that type of motorcyclist (the 

Simon Christmas segmentation28 may provide useful clues as the motivations and attitudes that would 

formulate the characteristics of these role models) 

6.3.6 Young Motorcyclists  

Education 

Capability and motivation could be addressed with the following suggested interventions: 

• A social marketing campaign to increase knowledge about the consequences of risky driving on a young 

person’s future life, focusing on the effect on their job, college/university opportunities, having a revoked 

 

27 Available at http://content.tfl.gov.uk/tfl-urban-motorcycle-design-handbook.pdf 
28 TRL Report PPR442, available at https://www.motorcycleguidelines.org.uk/wp-
content/uploads/2013/08/129e5cd.pdf 
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licence (and having to re-take their driving test), fines and points on their licence, or even facing prison, 

but not focusing on the use of gory images or a focus on the likelihood of death or serious injury 

• A social marketing campaign to increase knowledge about the characteristics of a ‘good’ rider and how 

this is a thing they should aspire to be 

• A social marketing campaign to increase knowledge about the likely presence of motorbikes on certain 

routes and at certain locations 

• A social marketing campaign to increase knowledge amongst riders about how difficult it is for other road 

users to see bikes (both visually and cognitively) so motorcyclists need to think about clothing and 

positioning to make sure they are observed and recognised 

• A social marketing campaign to increase knowledge that motorcyclists are also drivers, just using a 

different mode – they are the same people (to increase empathy) 

• A social marketing campaign to increase knowledge that some routes (those with bends and junctions) 

are higher risks for motorcyclists (targeting all road users) 

• A social marketing campaign to increase knowledge that visibility in different environments needs to be 

considered and that what is a contrasting colour in an urban area is different to that in a rural area 

• Work with the National Young Rider Forum to benefit from their research activities and the provision of 

consistent messaging 

Persuasion 

Motivation could be addressed by: 

• A social marketing campaign to persuade young people that a good rider is one who gets the maximum 

amount of on-road experience and that passing the driving test quickly isn’t necessarily best 

• A social marketing campaign aimed at parents to encourage the purchase of the best motorcycle and 

equipment they can afford for their children, leading to newer, safer vehicles being purchased and an 

implied responsibility for the new rider to drive safely and look after that vehicle (whereas a cheap first 

bike may give the impression that it is expected that it will be crashed, making it inevitable) 

Incentivisation 

Motivation could be addressed through incentivisation: 

• By providing discount vouchers for young motorcyclists to purchase good quality PPE 

• By working with PPE manufacturers and sellers to design and produce ‘young person’ friendly equipment 

that is safe and desirable (accounting for the fact that many of these riders will not identify as 

‘motorcyclists’) 

• The promotion of the PPE recycling scheme being delivered in Devon and Cornwall 

• Through the provision of a scheme to ensure vehicles are well-maintained and serviced (perhaps through 

vehicle checks in colleges) and encouraging the purchase of newer vehicles with more safety equipment 

Coercion 

The motivation of support structures to assist in safe driving could be addressed by: 

• Working with schools and colleges to provide a scheme where students are only allowed to drive and park 

at the educational establishment if the vehicle is subjected to a vehicle safety check and session on 

vehicle maintenance 

Training 

Training could be used to address capability, opportunity and motivation by: 
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• Working with local CBT trainers to promote the DVSA’s RideFree29 scheme 

• Working with good quality local CBT trainers to enhance the training provided, through subsidising extra 

training and/or providing additional classroom/eLearning/on-road modules 

• Create online theory-based and hazard perception resources and/or presentation on ‘what could go 

wrong’ to assist those new to riding 

• Provide support on how to filter appropriately 

Environmental Restructuring 

Opportunities and motivations could be addressed through physically changing the environment through: 

• Reviewing specific high-risk routes to establish locations for re-engineering, especially where the location 

could be challenging for inexperienced motorcyclists 

• Promoting parental contracts, with agreements on the conditions under which the young person can ride 

(certain locations, limited night-time riding, no alcohol etc.) in exchange for a ‘deal’ with parents to 

support their children by providing a vehicle and insurance AND providing transport (lifts) when it is not 

appropriate for the young person to drive 

Modelling 

Social opportunity and automatic motivation could be addressed through modelling interventions, such as: 

• The use of social influencers to emphasise the positive attributes of being a good rider – that being 

‘skilful’ is being able to concentrate (avoiding distractions) and successfully predict and perceive hazards 

Enablement  

Capability, opportunity and motivation could be addressed through enablement interventions, such as: 

• Providing alternative forms of transport for residents living in rural areas, to limit the risky situations in 

which they find themselves in. This could be a community-based transport scheme that could be used to 

take young people to and from evening events or to locations poor weather, so they have the option not 

to drive. 

6.3.7 All Drivers – Various Behaviours 

There were several behaviours which were analysed in the Peninsula Area Profile. These featured in various degrees, 

but all are worth undertaking further analysis and research of. They were: 

• Speeding 

• Impairment 

• Loss of control 

• Unsafe behaviours 

• Distraction 

• Being medically unfit 

• Close following and close passing 

 

29 https://safedrivingforlife.dvsalearningzone.co.uk/ridefree/user/login 

https://safedrivingforlife.dvsalearningzone.co.uk/ridefree/user/login
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Education 

Capability and motivation could be addressed with the following suggested interventions: 

• A social marketing campaign to increase knowledge about the Highway Code and the rules about 

speeding, alcohol, medication, distractions and close following which drivers should be obeying (it could 

be a ‘reminder’ series of campaigns, focusing on the individual behaviours). 

• A social marketing campaign to increase knowledge about the characteristics of a ‘good’ driver and how 

this is a thing they should aspire to be. 

• A social marketing campaign to increase knowledge about the negative impacts of unsocial behaviours, 

such as speeding, impairment, close following, distraction etc. on all drivers – that these behaviours lead 

to congestion through differential speeds, sudden braking and traffic jams from collisions. A functioning 

system, where everyone gets to their destination quickly and safely is one without these behaviours and 

benefits all. 

• Social marketing campaigns should not emphasise how many drivers engage in these behaviours, 

especially if there are high proportions, as this normalises the behaviour and makes it more socially 

acceptable. 

Persuasion 

Motivation could be addressed by: 

• Social marketing campaign which are humorous and disparaging of drivers who engage in these risky 

behaviours, along the lines of the Pinkie campaign30 

Incentivisation 

Motivation could be addressed through incentivisation: 

• By running a ‘safe driving lottery’, which is based on the Community Speed Watch concept but that 

registration numbers are collected of drivers who are not speeding, using their mobile phone or close 

following, and these registration numbers are placed into a lottery draw to win a prize 

• By working with mobile phone companies to provide financial incentive to those who do not use their 

phone while driving, determine through GPS data to monitor movement 

• By the promotion of telematics-based insurance products to monitor speed, mobile phone use and 

sudden braking 

Coercion 

The motivation of support structures to assist in safe driving could be addressed by: 

• Working with local employers to deliver and implement driving to/for work policies which have explicit 

sections on these key behaviours and the sanctions which would be implemented for employees who 

engage in these behaviours 

• Working with local communities and industry partners to utilise dashcam footage to pursue driving 

offences 

 

30 http://www.mengage.org.au/road-safety/rta-young-men-and-the-pinkie-campaign 

http://www.mengage.org.au/road-safety/rta-young-men-and-the-pinkie-campaign
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Training 

Training could be used to address capability, opportunity and motivation by: 

• Working with advanced motoring groups to encourage advanced driver training 

• Looking for further opportunities to utilise training as a disposal method after driving offences have been 

detected 

Restriction 

Risky behaviour could be restricted through: 

• Utilise a range of speed reduction tools available, including safety cameras, ad hoc speed enforcement, 

Community Speed Watch, vehicle activated signs and speed indicator devices across the Peninsula 

• Working with police to identify hotspots of where these behaviours are most prevalent and undertaking 

targeted enforcement 

• Working with police to have high profile widespread behaviour-focused campaigns, ensuring the public 

are aware that whilst there is a specific spotlight on the offence during this campaign, enforcement is 

constantly undertaken throughout the year 

• Implementing alcolocks 

Environmental Restructuring 

Opportunities and motivations could be addressed through physically changing the environment through: 

• Reviewing specific high-risk routes to establish locations for re-engineering, to reduce speeding and close 

following 

• Route analysis to determine ‘hotspots’ for close following and provide cues on the road to increase 

following distances 

• A speed limit review to ensure speed limits are credible and well-signed, to encourage compliance 

Modelling 

Social opportunity and automatic motivation could be addressed through modelling interventions, such as: 

• The creation of positive role models, who are aspirational characters not likely to engage in these 

behaviours and who wouldn’t want to be associated with those that do, thus reinforcing positive social 

norms 

Enablement  

Capability, opportunity and motivation could be addressed through enablement interventions, such as: 

• Working with health practitioners to review medicines, illicit drugs and alcohol use of patients to advise 

drivers on the effect on their driving and how to change their driving patterns so that they are not driving 

when impaired 

6.4 Measuring effectiveness 

At the beginning of this behaviour change section, there was some guidance on identifying what the problem 

behaviours might be; how to determine who the target audiences are; and what might need to change in order to 

reduce the likelihood of the behaviour occurring. 
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When answering all these questions and deciding what an intervention might look like, it is essential to start planning 

the evaluation.  

There are numerous reasons why interventions should be properly evaluated. These include: 

• To demonstrate success (or not) 

• To inform policy decisions 

• To improve the delivery of an intervention 

• To share best practice 

• To show value for money 

• To be sure of ‘doing no harm’ 

All the suggested interventions will need to have clear aims and objectives set for them during the design phase, 

allowing designers to be certain of what they are trying to achieve and why. These aims and objectives should be 

based on the data analysis; a deeper understanding of the target audience and target problem; and an assessment 

of what the intervention is trying to change (knowledge, attitudes, social norms, skills etc.). 

Aims should not be focussed on casualty reduction: there are far too many other influences on collision numbers, 

and it is extremely difficult to link specific interventions to the number of collisions which have occurred. Reducing 

collision risk is obviously the overall goal but aims should focus on factors which can affect this risk – changing 

behaviour, such as seatbelt wearing, has a demonstrable link to casualty severity and so an aim of increasing seatbelt 

wearing rates is realistic and will influence the overall goal. The aim will depend on the capability, opportunity or 

motivation element that the intervention is targeting, which could be to increase knowledge, intentions or skills or 

to change behaviour (although it cannot be assumed that increasing knowledge, intentions, or skills will lead to a 

change in behaviour). 

Objectives are specific outcomes of the intervention. They should set out what the intended change is, amongst 

whom and in what timeframe. It should be measurable so that it is easy to determine whether the objective has 

been achieved or not. It is therefore good practice to separate out objectives so that each element of an intervention 

is tested separately. For example, if the intervention is to encourage more cycling through increasing awareness of 

cycling routes in an area, two objectives could be to increase the awareness of cycling routes amongst the target 

audience and to observe an increase in cycling on routes. It should be possible for one objective to be achieved 

without seeing a change in the other. Evaluations should be planned to collect information to determine if the 

objectives have been met. 

Logic models are useful tools for planning out an intervention and determining how the intervention will lead to 

achieving the aims and objectives. Logic models include assumptions that are being made in the intervention and 

what external factors could affect success; understanding what these are at the planning stage is helpful for 

designing the evaluation. It could be that these external factors could be explored in the evaluation to determine if 

they have influenced the success of the intervention. Understanding assumptions and external factors will also allow 

the evaluation to be designed to explore unintended consequences, remembering that road safety should be ‘doing 

no harm’. Other research will allow evaluators to include factors identified in other studies where interventions 

didn’t work as planned or had resulted in unintended consequences.  

Planning the evaluation at the same time as the intervention design allows budget to be assigned to measuring the 

intervention’s effect right from the start. It also provides an opportunity to collect baseline data. Setting clear aims 

and objectives from the beginning allows designers to be sure of what the intervention is seeking to achieve and will 

help refine the intervention design. 
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Fiona Fylan’s guide31 includes some useful advice on evaluation and how to approach it. 

A public health approach could be to draw on the Nuffield Council of Ethics Ladder of Interventions. In road safety, 

the ‘choice’ to drive dangerously’ can be easily argued to impede on other people’s perceived and objective safety, 

drawing on the ‘freedom from’ concept.  Going up the ladder is to also go upstream, which is most likely to be 

effective in tackling the problem behaviour closer to or at source. So, there is a tension between all the ‘social 

marketing’ type nudges options above and intentions to comply or also perhaps where habit is strong and intention 

to change is weaker. 

In the transport literature there is acknowledgement that often not all options are considered, and this is akin to 

going upstream. Rod Eddington, for example, undertook a review in 2006 of Transport for Government32 and said 

that: 

• “Unless a wide range of appropriate options is considered, there is a risk that the best options are 

overlooked and money could be wasted… 

• … A good option generation process is crucial to ensure that the transport interventions that offer the 

highest returns can be found … 

• … The full range of options should look across all modes and include making better use of the existing 

transport system, including better pricing; investing in assets that increase capacity; investment in fixed 

infrastructure; and combinations of these options.”                          

6.5 Other intervention approaches 

A complimentary approach to conventional road safety intervention design approaches is that of population level 

strategies. Interventions addressing a large number of people who are at low risk may be more effective in reducing 

injury and illness than interventions addressing small numbers at high risk. This is an important consideration in 

areas of public policy such as road safety, not least given finite resources.  

In an important contribution to public policy by Rose33 it has been shown that a preventive measure which brings 

large benefits to the community may offer little to each participating person. Rose developed the idea that the 

causes of incidence (population-level illness) are different from the causes of cases (individual-level illness). For 

example, an intervention which brings much benefit to an individual may have a small impact in the population. 

Conversely, to prevent one death due to a motor vehicle crashes, many hundreds of people must wear seat belts.  

Building from this prevention paradox, the primary concept of Rose’s strategy is that the majority of cases of injury 

and illness, such as from traffic collisions, do not occur in individuals at high risk. Thus, “a large number of people 

exposed to a small risk may generate many more cases than a small number exposed to a high risk”.34
 In so doing, it 

benefits those who have not been specifically targeted to take action to ensure safer driving.  

 

31 Fylan, Fiona; Using Behaviour Change Techniques: Guidance for the road safety community, (RAC Foundation, 
London, 2017) 
32  The Eddington Transport Study, 2006. HM Treasury & Dept Transport. London. 
https://webarchive.nationalarchives.gov.uk/20081230093524/http://www.dft.gov.uk/about/strategy/transportst
rategy/eddingtonstudy/ accessed 13th March 2019. 
33 Rose, G. 1992. The strategy of preventive medicine, Oxford: Oxford University Press 
34 Ibid  
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Could such an approach be applied across a large and mostly rural area as the Peninsula? Significant public health 

benefits could be achieved through macro-level interventions that influence the level of exposure to motor traffic 

volumes for all road users: for example, land use and transport policies that encourage using safer transport modes 

(e.g. public transport); average speed camera enforcement; and to a lesser degree Graduated Driver Licensing, 

among others. 
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7 Appendices 

7.1 Analytical Techniques 

7.1.1.1 Resident road users 

Casualty and driver postcodes in STATS 19 make it possible to identify where casualties from Devon and Cornwall 

reside. Thematic maps are used to illustrate the number of casualties per head of population from each small area 

in Devon and Cornwall. Areas on maps are progressively coloured, indicating annual average rates relative to the 

population of that area. Postcode analysis in this Area Profile has been somewhat constrained by the postcode 

reporting issue explained in 1.2.3 on page 10. 

The geographical units used for this analysis are based on similar populations, which enables meaningful 

comparative analysis within and between authorities. In England and Wales, the areas typically used are super 

output areas as defined by the Office for National Statistics (ONS). Where appropriate, lower level small areas are 

employed: for England and Wales these are lower layer super output areas (LSOAs) of around 1,600 residents on 

average. In some cases, larger groupings are used, as is the case in MAST Online: for England and Wales these are 

middle layer super output areas (MSOAs) with an average of nearly 8,000 residents each. 

MAST Online has been used to determine the casualty figures for Devon and Cornwall’s residents injured in road 

collisions anywhere in Britain. Using national population figures (by age where appropriate), casualty and 

driver/rider involvement rates per head of population have been calculated. Charts have been devised which 

compare the local rates with the equivalent figures for Great Britain and for selected comparators. Trend analysis 

examines resident road user collision involvement over time and by severity, and additional trends are explored 

depending on road user type. 

Where appropriate, socio-demographic analysis is conducted to provide insight into the backgrounds of people from 

Devon and Cornwall who are involved in collisions, either as casualties or motor vehicle users. Socio-demographic 

profiling examines age breakdowns, and for some road user groups includes analysis using Mosaic Public Sector 

segmentation, deprivation and/or rurality. More information on Mosaic is provided later in this section.  

Mosaic Public Sector 

Insight into the lifestyles of Devon and Cornwall resident road casualties and motor vehicle users can be provided 

through socio demographic analysis. Agilisys’ Mosaic profiling uses Experian’s Mosaic Public Sector cross-channel 

classification system35, which is assigned uniquely for each casualty and vehicle user based on individual postcodes 

in STATS19 records. Typically, nearly 85% of casualty and driver STATS19 records can be matched to Mosaic Types, 

so residency analysis is based on about five out of six Devon and Cornwall residents involved in reported injury 

collisions.  

Mosaic is intended to provide an accurate and comprehensive view of citizens and their needs by describing them 

in terms of demographics, lifestyle, culture, and behaviour. The system was devised under the direction of Professor 

Richard Webber, a leading authority on consumer segmentation, using data from a wide range of public and private 

 

35 See Appendix B below, or go to http://www.experian.co.uk/marketing-services/products/mosaic-uk.html 
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sector.  

Mosaic presently classifies the community represented by each UK postcode into one of 15 Groups and 66 Types. 

Each Group embraces between 3 and 6 Types. A complete list of Mosaic Types is provided in 7.2.1 on page 165 

whilst profiles and distribution for the Mosaic Types identified in this Area Profile as providing insight on Devon and 

Cornwall’s residents are detailed page 167.  

This profile displays Mosaic analysis as dual series column charts, to facilitate quick and easy insight into residents 

and relative risk. In these charts, the wider background columns denote the absolute number of Devon and Cornwall 

resident casualties or drivers in each Mosaic Type or Group, corresponding to the value axis to the left of the chart. 

The columns in the foreground provide an index for each Mosaic Type or Group. These indices are 100 based, where 

a value of 100 indicates the number of casualties or drivers shown by the corresponding background column is 

exactly in proportion to the population of communities in Devon and Cornwall where that Type or Group 

predominates. Indices over 100 indicate over representation of that Type among casualties or motor vehicle users 

relative to the population: for example, a value of 200 would signify that people resident in communities of that 

Type were involved in collisions at twice the expected rate. Conversely, indices below 100 suggest under 

representation, so an index of 50 would imply half the expected rate. Inevitably, index values become less significant 

as numbers of involved residents decrease, because increased random fluctuations tend to decrease levels of 

confidence. 

Where appropriate, additional Mosaic profiles for drivers may be provided with indices based on Experian’s estimate 

of the average annual mileage typically driven by each Group or Type. These profiles help to identify situations where 

exposure to road risk for some communities is out of proportion to their population due to unusually high or low 

levels of vehicle use. 

Deprivation 

Deprivation levels are examined using UK Index of Multiple Deprivation (IMD) values. IMD is calculated by the Office 

for National Statistics (ONS), the Scottish Government and the Welsh Government, and uses a range of economic, 

social and housing data to generate a single deprivation score for each small area in the country. This profile uses 

deciles, which are ten groups of equal frequency ranging from the 10% most deprived areas to the 10% least 

deprived. It should be remembered that indices of multiple deprivation include income, employment, health, 

education, access to services and living environment and are not merely about relative wealth. 

In order to interpret deprivation more accurately at local level, this profile includes indexed IMD charts. Indices in 

these charts show risk relative to the predominance of each IMD decile in the population of Devon and Cornwall and 

can be interpreted in the same way as indices on Mosaic charts as explained in the preceding section. 
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7.1.1.2 Collisions 

MAST Online has been used to determine average annual road injury collision levels for Devon and Cornwall and 

relevant comparator areas. Dividing this annual rate by road length in each area generates an annual collision rate 

per kilometre of road, which allows direct comparisons to be made between authorities. Road length data have been 

taken from central government figures, and where required have been calculated separately for different road 

classes and environments. Charts have been devised which compare local rates with the equivalent figures for Great 

Britain and comparator highway authorities. Road length data is only available as an official statistic at highway 

authority level, so road lengths used for rate calculations in this report have been derived spatially and may not 

exactly align with other sources. 

Trend analysis examines numbers of collisions on Devon and Cornwall’s roads over time and by severity, with 

additional trends explored, sometimes classified by kinds of road network. In order to determine the distribution of 

collisions within Devon and Cornwall, maps show the number of collisions in each small area, divided by the total 

road length (in kilometres) within that small area.  

Contrasting kinds of road network 

Road networks vary considerably across the country. It is often useful to analyse and compare collision rates 

between authorities on certain kinds of road. Ideally such comparisons would take traffic flow into account, so 

collision rates per vehicle distance travelled could be calculated. However, traffic flow data for different kinds of 

road network is not available, so this profile can only calculate collision rates using road length. Road length data by 

kind of road network has been taken from official figures where possible. As with all collisions, trend charts are 

provided in addition to rate comparison charts. 

Environment – Urban, Rural and Village Roads 

Within the Peninsula, the road network has been split into three types at the request of the Peninsula Road Safety 

Partnership. These types are ‘Urban’, ‘Rural’ and ‘Village’ and have been analysed separately in the Area Profile 

under section 3.1.1.4. Routes have been split in accordance with the ONS rural/urban classifications36 by LSOA 

(Lower layer Super Output Area). Note that the term “Urban”, both in the ONS classification and in this report, 

denotes an area which forms part of a contiguous conurbation with a total population of more than 10,000. 

Using the 2011 Rural-Urban classifications for small area geographies, Agilysis have used GIS tools available to assign 

routes to LSOAs and thus apply the relevant Urban, Rural and village classification. The essential distinctions between 

the three levels are that: “urban” areas are part of a conurbation with a population over 10,000; “village” areas are 

part of small towns with populations under 10,000; and “rural” areas have more dispersed communities which 

cannot be regarded as conurbations in any sense.  At LSOA scale, eight settlement forms types are recognised: 

  

 

36 https://www.ons.gov.uk/methodology/geography/geographicalproducts/ruralurbanclassifications/2011ruralurbanclassification 

 

https://www.ons.gov.uk/methodology/geography/geographicalproducts/ruralurbanclassifications/2011ruralurbanclassification
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Table 3 ONS rurality definitions 

2011 Urban/Rural classification Settlement Form Peninsula classification 

Urban Major Conurbation Urban 

Urban Minor Conurbation Urban 

Urban City and Town Urban 

Urban City and Town in a sparse setting Urban 

Rural Town and Fringe Village 

Rural Town and Fringe in a sparse setting Village 

Rural Village and dispersed Rural 

Rural Village and Dispersed in a sparse setting Rural 

 

7.1.1.3 Comparators 

In order to put the figures for Devon and Cornwall into context, comparisons with other areas have been made at 

the request of the Peninsula Road Safety Partnership. This section details the types of comparators which have been 

used in this Area Profile.  

As well as comparing resident casualties, drivers, collisions, and contributory factors against Great Britain as a whole, 

the following comparators have been used: 

Table 4 Selected comparator areas 

Comparator Type 

North Western Devon Internal 

South Western Devon Internal 
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Eastern Devon Internal 

Exeter Internal 

Western Cornwall Internal 

Eastern Cornwall Internal 

Plymouth Internal 

Torbay Internal 

South West Regional 

Suffolk Police force 

Norfolk Police force 

Southampton Urban (External) – best comparator for unitary authorities and Exeter City 

Somerset Rural (External) – best comparator for Cornwall 

Pembrokeshire Rural (External) – best comparator for rural Devon 

The following sections explain the methodology used for selecting these comparator areas. 

Police Constabulary  

The Peninsula Partnership provided Agilysis with a list of ‘most similar grouping’ for police forces used by the 

HMICFRS which is based on socio-economic factors taken from the 2011 census. These were: 

Wiltshire 

Devon and Cornwall 

Suffolk 

Warwickshire 

North Wales 

West Mercia 

Norfolk 

North Yorkshire 
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Mosaic profiles of drivers resident in those areas are similar between Devon and Cornwall and both Norfolk and 

Suffolk. For this reason, Norfolk and Suffolk have been used as police force comparators in this Area Profile. 

Table 5 Possible comparator police forces 

Police Force Area Population mid 2014 Most Prevalent Driver Home Mosaic Types 

Devon and Cornwall 1,690,621 A02, G28, L52, G27, A01, H34, M56 

Wiltshire 693,671 H34, G29, G28, L52, M56, A01, M55 

Suffolk 735,898 G28, G27, L52, A01, L50, M55 

Warwickshire 548,729 A03, G29, H30, M54, H34, G28, M53 

North Wales 691,986 A02, H30, D15, H34, A03, A01, E19, K47 

West Mercia 1,235,274 A02, A03, A01, G29, G28, H34 

Norfolk 870,146 G27, G28, A02, A01, H34, M55, N61 

North Yorkshire 805,182 A03, G29, A02, G28, A01, M56, E20, H35 
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Internal comparators 

Because of the geographical extent of the Peninsula area and the number of district areas, Agilysis have grouped 

the districts into nine analytical areas for internal comparison as defined below: 

Table 6 Peninsula analytical areas 

Analytical area District areas included 

North Western Devon N. Devon, W. Devon + Torridge 

South Western Devon Teignbridge + South Hams 

Eastern Devon E. Devon + Mid Devon 

Exeter Exeter 

Western Cornwall Kerrier, Carrick + Penwith 

Eastern Cornwall N. Cornwall, Restormal + Caradon 

Plymouth Plymouth 

Torbay Torbay 

 

External comparators 

It is not always appropriate to compare an authority against its neighbours, especially when the authority has unique 

characteristics in terms of socio-demographic composition and/or road network. Because of the extent of the 

Peninsula area and the differing types of districts, it has been necessary to select both rural and urban external 

comparators using Agilysis’ Highway Authority Network Classification System (HANCS) and Experian classification. 

HANCS groups Highway Authorities together based on the density of their road network in order to facilitate 

meaningful comparison of road risk. 

For Plymouth and Torbay (which are unitary authorities), Southampton has been identified as a comparator as it is 

in the same HANCS group as Plymouth and has a similar network density to Plymouth and Torbay. For Cornwall, 

Somerset has been identified as a comparator as it falls into the same HANCS group and has a similar number of 

collisions. For the rest of Devon, Pembrokeshire has been identified as a comparator as it shares many similarities 

and is in the same HANCS group as the remaining Devon districts. 
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7.1.1.4 Contributory factors 

Police officers who attended the scene of an injury collision may choose to record certain contributory factors (CFs) 

which in the officer’s view were likely to be related to the incident. Up to six CFs can be recorded for each collision. 

CFs reflect the officer's opinion at the time of reporting but may not be the result of extensive investigation. 

Consequently, CFs should be regarded only as a general guide for identifying factors as possible concerns. When 

comparing CFs to elsewhere in the country, it should be borne in mind that local variation between CF recording 

practices may exist between different police force areas. 

In all CF analysis, only collisions which were both attended by a police officer and for which at least one factor was 

recorded are included. Since multiple CFs can be recorded for a single collision, the same incidents may be included 

in analysis of more than one CF. 

For ease of analysis and interpretation Agilysis often organises CFs into groupings. A complete list of all CFs and their 

groupings may be found in section Contributory Factor Groupings. 

7.1.1.5 Forecasting casualties 

To project casualty numbers to 2030, historic casualty data and traffic data at the local authority level was taken into 

account. A best-fit exponential trend was fit to the past decade (2010 to 2019) of casualty rates per vehicle kilometre 

travelled. This assumes that the number of casualties, relative to the total traffic levels, decays by a fixed percentage 

each year, give or take some minimised amount of error. Once the trend was fit, it was used to project casualty rates 

into the future from the annualized average of the baseline period (2017 to 2019). These projected casualty rates 

were then adjusted to account for exposure, using published traffic forecasts, to provide projected casualty numbers 

for each year up to 2030. 

Adjusted severity, published by the Department for Transport, has been used to account for the differences in 

recorded severity as authorities move to injury-based reporting. This ensures that severities are comparable from 

year to year. 

Each time an exponential trend was fit, bootstrap methods were used to provide confidence intervals for the trend. 

These allow us to assess the variability we might expect to see in the projections based on historic levels of 

fluctuation. Note that this does not take into account uncertainty around forecasted traffic data. 
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7.2 Mosaic Public Sector 

This section provides information on all the Mosaic Types and more detailed analysis of the specific Types identified 

as being of interest to Devon and Cornwall. More information on what Mosaic can be found in 7.1.1.1 on page 157. 

7.2.1 Complete list of Mosaic Types 

Below is a complete list of all the Mosaic Types, with descriptions, shown in the Mosaic Group to which they belong. 

Group Description Type Description 

A Country Living A01 Rural Vogue 

A02 Scattered Homesteads 

A03 Wealthy Landowners 

A04 Village Retirement 

B Prestige Positions B05 Empty-Nest Adventure 

B06 Bank of Mum and Dad 

B07 Alpha Families 

B08 Premium Fortunes 

B09 Diamond Days 

C City Prosperity C10 World-Class Wealth 

C11 Penthouse Chic 

C12 Metro High-Flyers 

C13 Uptown Elite 

D Domestic Success D14 Cafes and Catchments 

D15 Modern Parents 

D16 Mid-Career Convention 

D17 Thriving Independence 

E Suburban Stability E18 Dependable Me 

E19 Fledgling Free 

E20 Boomerang Boarders 

E21 Family Ties 

F Senior Security F22 Legacy Elders 

F23 Solo Retirees 

F24 Bungalow Heaven 

F25 Classic Grandparents 

G Rural Reality G26 Far-Flung Outposts 

G27 Outlying Seniors 

G28 Local Focus 

G29 Satellite Settlers 

H Aspiring Homemakers H30 Affordable Fringe 

H31 First-Rung Futures 

H32 Flying Solo 

H33 New Foundations 

H34 Contemporary Starts 

H35 Primary Ambitions 

I Urban Cohesion I36 Cultural Comfort 

I37 Community Elders 

I38 Asian Heritage 

I39 Ageing Access 

J Rental Hubs J40 Career Builders 

J41 Central Pulse 

J42 Learners & Earners 

J43 Student Scene 

J44 Flexible Workforce 

J45 Bus-Route Renters 

K Modest Traditions K46 Self Supporters 
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Group Description Type Description 

K47 Offspring Overspill 

K48 Down-to-Earth Owners 

L Transient Renters L49 Disconnected Youth 

L50 Renting a Room 

L51 Make Do & Move On 

L52 Midlife Stopgap 

M Family Basics M53 Budget Generations 

M54 Childcare Squeeze 

M55 Families with Needs 

M56 Solid Economy 

N Vintage Value N57 Seasoned Survivors 

N58 Aided Elderly 

N59 Pocket Pensions 

N60 Dependent Greys 

N61 Estate Veterans 

O Municipal Challenge O62 Low Income Workers 

O63 Streetwise Singles 

O64 High Rise Residents 

O65 Crowded Kaleidoscope 

O66 Inner City Stalwarts 
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7.2.2 Profile and distribution for selected Mosaic Types 

The table below shows Mosaic Types identified by socio-demographic profiling of the resident casualties and 

resident drivers’ sections of the report, with some of the main characteristics of these Types. These can be used to 

create a picture of the target audience in terms of economic and educational position; family life; and transport 

preferences including mileage and car ownership. This information is invaluable for understanding target audiences 

and knowing how to communicate with them. 

 

Figure 144 - Description of Peninsula dominant Mosaic Types 

 

G28 
Local Focus 

M55 
Families with Needs 

M56 
Solid Economy 

Families living in affordable village 
homes in rural communities who 
are reliant on the local economy for 
employment. They are typically 
families with children of primary 
school age or younger, looking to 
stay in the local community. Few 
people have higher level 
qualifications and are often skilled 
tradespeople working across a 
range of sectors as well as more 
traditional rural industries. 
Although financially stretched, take 
up of benefits is low. Not 
particularly health conscious. Prefer 
to be contacted by phone or email. 

Parents with children who live in 
council homes on the edge of towns 
and cities. High unemployment and 
low wages make these some of the 
most deprived areas in the country 
and result in many families needing 
support. Families with needs 
require support with a range of 
benefits, and are most likely to 
experience debt issues. Low car 
ownership and reliance on buses. 
Rely on mobiles for communication 
rather than landlines. Fifty percent 
more likely to be in bad or poor 
health than people in general. 

Stable families with children renting 
better quality homes from social 
landlords. These families are more 
likely to be found in smaller pockets 
of social housing in more 
advantaged areas. Typically adults 
in their mod 30’s to mid 50’s. Large 
families with two or more children. 
Adults in employment. Most adults 
are able to find work often in lower 
wage service industry roles. They 
don’t frequently shop using the 
internet but go online for 
entertainment. They send a lot of 
texts and keep in touch on social 
networks.  

L52 
Midlife Stopgap 

A02 
Scattered Homesteads 
 

Working single people who are 
privately renting short-term 
affordable homes. Sometimes living 
with other home sharers, they do 
not have children and their length 
of residence at this address is likely 
to be low. Typically older people 
aged between 35 and 55 and in full-
time employment, they have 
diverse roles and levels of 
responsibility and work in a variety 
of industries. They are moderate 
users of the internet and will 
download music and place bets 
online.  

Comfortable mature households 
living deep in the countryside, a 
considerable distance from the 
nearest towns and cities. They live 
in hamlets or, more often, in stand 
alone properties set within 
agricultural landscapes. Older 
married couples aged 50 plus 
without children at home. They 
work in agriculture and associated 
businesses and many are self-
employed. They are not particularly 
interested  technology, and internet 
use is low. 
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A02) and Village Retirement (Type A04) dominate rural areas of the peninsula, whilst Bungalow Haven (Type F24) 

dominates the more urban areas of the peninsula. 

 

 

Figure 146 illustrates that the most dominant Mosaic Types in Plymouth are Midlife Stopgap (Type L52) and Families 

with Needs (Type M55).  

Figure 145 - Peninsula dominant Mosaic Types by LSOA 



 

2021 VISION ZERO SOUTH WEST PAGE | 169 

A
P

P
EN

D
IC

ES 

 

Figure 147 illustrates that the dominant mosaic groups for Torbay are Bungalow Haven (Type F24) and Bus Route 

Renters (Type J45) 

Figure 146 - Plymouth dominant Mosaic Types by LSOA 
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Figure 147 - Torbay dominant mosaic types by LSOA 
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Figure 148 - Visualisation of dominant mosaic types 

A02 Scattered Homesteads A04 Village Retirement 

 

 

 

 

 

 

 

F24 Bungalow Haven L52 Midlife Stopgap 

 

 

  

M55 Families with Needs G28 Local Focus 
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7.3 Data Tables 

All Casualties – Devon and Cornwall Residents (2.1.1.3) 

 KSI KSI Total  Overall Total 

Year Fatal Serious  Slight  

2015 27 604 631 4229 4860 

2016 47 663 710 3869 4579 

2017 22 366 388 1819 2207 

2018 53 708 761 3619 4380 

2019 43 704 747 3570 4317 

Overall Total 192 3045 3237 17106 20343 

 

Pedestrian Casualties – Devon and Cornwall Residents (2.1.2.3) 

 KSI KSI Total  Overall Total 

Year Fatal Serious  Slight  

2015 7 97 104 407 511 

2016 10 107 117 356 473 

2017 3 62 65 172 237 

2018 12 131 143 365 508 

2019 9 125 134 350 484 

Overall Total 41 522 563 1650 2213 

 

Pedal Cycle User Casualties – Devon and Cornwall Residents (2.1.3.3) 

 KSI KSI Total  Overall Total 

Year Fatal Serious  Slight  

2015 1 63 64 264 328 

2016 2 62 64 202 266 

2017 0 38 38 131 169 

2018 0 88 88 230 318 

2019 2 78 80 234 314 

Overall Total 5 329 334 1061 1395 

 
All Adult Drivers involved in injury collisions – Devon and Cornwall Residents (Error! Reference source 

not found.) 

 KSI KSI Total  Overall Total 

Year Fatal Serious  Slight  

2015 39 637 676 4662 5338 

2016 77 749 826 4041 4867 

2017 47 404 451 1930 2381 

2018 82 782 864 3883 4747 

2019 61 796 857 3810 4667 

Overall Total 306 3368 3674 18326 22000 
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Young drivers involved in injury collisions (16-24) – Devon and Cornwall Residents (2.2.2.2) 

 KSI KSI Total  Overall Total 

Year Fatal Serious  Slight  

2015 6 101 107 796 903 

2016 8 119 127 731 858 

2017 1 63 64 335 399 

2018 13 120 133 594 727 

2019 3 113 116 597 713 

Overall Total 31 516 547 3053 3600 

 

Adult Drivers involved in injury collisions (25-59) – Devon and Cornwall Residents (2.2.3.2) 

 

Older Drivers involved in injury collisions (60+)  – Devon and Cornwall Residents (2.2.4.2) 

 

All Motorcyclists – Devon and Cornwall Residents (2.3.1.2) 

 KSI KSI Total  Overall Total 

Year Fatal Serious  Slight  

2015 7 185 192 416 608 

2016 7 185 192 380 572 

2017 10 113 123 132 255 

2018 12 199 211 330 541 

2019 11 194 205 296 501 

Overall Total 47 876 923 1554 2477 

 KSI KSI Total  Overall Total 

Year Fatal Serious  Slight  

2015 24 380 404 2946 3350 

2016 45 439 484 2495 2979 

2017 21 228 249 1181 1430 

2018 43 460 503 2433 2936 

2019 42 466 508 2387 2895 

Overall Total 175 1973 2148 11442 13590 

 KSI KSI Total  Overall Total 

Year Fatal Serious  Slight  

2015 8 139 147 819 966 

2016 23 176 199 731 930 

2017 6 111 117 375 492 

2018 20 190 210 797 1007 

2019 16 211 227 780 1007 

Overall Total 73 827 900 3502 4402 
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Young Motorcyclists – Devon and Cornwall Residents (2.3.2.2) 

 

All Collisions – Devon and Cornwall Roads (1.1.1) 

 KSI KSI Total  Overall Total 

Year Fatal Serious  Slight  

2015 34 571 605 3250 3855 

2016 49 666 715 2870 3585 

2017 54 700 754 2813 3567 

2018 54 690 744 2702 3446 

2019 48 686 734 2669 3403 

Overall Total 239 3313 3552 14304 17856 

 
All Collisions – Devon and Cornwall Urban Roads (3.1.1.4) 

 KSI KSI Total  Overall Total 

Year Fatal Serious  Slight  

2015 8 241 249 1670 1919 

2016 19 280 299 1441 1740 

2017 9 322 331 1407 1738 

2018 15 316 331 1318 1649 

2019 13 306 319 1345 1664 

Overall Total 64 1465 1529 7181 8710 

 

All Collisions – Devon and Cornwall Rural Roads (3.1.1.4) 

 KSI KSI Total  Overall Total 

Year Fatal Serious  Slight  

2015 22 234 256 1088 1344 

2016 20 258 278 1011 1289 

2017 37 271 308 979 1287 

2018 32 267 299 950 1249 

2019 21 286 307 946 1253 

Overall Total 132 1316 1448 4974 6422 

 KSI KSI Total  Overall Total 

Year Fatal Serious  Slight  

2015 2 64 66 176 242 

2016 2 56 58 188 246 

2017 1 39 40 52 92 

2018 2 56 58 134 192 

2019 2 56 58 115 173 

Overall Total 9 271 280 665 945 
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All Collisions – Devon and Cornwall Village Roads (3.1.1.4) 

 KSI KSI Total  Overall Total 

Year Fatal Serious  Slight  

2015 6 94 100 470 570 

2016 10 130 140 418 558 

2017 8 108 116 428 544 

2018 7 107 114 435 549 

2019 14 95 109 377 486 

Overall Total 45 534 579 2128 2707 

 

Collisions by hour of the day (Weekdays) 2013 -2017 – Devon and Cornwall Roads (3.1.1.3) 

 KSI KSI Total  Overall Total 

Hour Fatal Serious  Slight  

Midnight 4 29 33 103 136 

1AM 1 19 20 54 74 

2AM 3 16 19 45 64 

3AM 3 20 23 44 67 

4AM 2 13 15 24 39 

5AM 6 23 29 83 112 

6AM 6 52 58 209 267 

7AM 8 117 125 594 719 

8AM 3 147 150 961 1111 

9AM 11 104 115 619 734 

10AM 7 125 132 537 669 

11AM 13 121 134 623 757 

Noon 13 106 119 624 743 

1PM 4 125 129 622 751 

2PM 17 154 171 623 794 

3PM 7 179 186 930 1116 

4PM 10 224 234 946 1180 

5PM 15 244 259 1040 1299 

6PM 10 160 170 733 903 

7PM 5 136 141 446 587 

8PM 7 95 102 321 423 

9PM 4 74 78 267 345 

10PM 4 68 72 258 330 

11PM 5 45 50 212 262 

Overall Total 168 2396 2564 10918 13482 
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 KSI KSI Total  Overall Total 

Hour Fatal Serious  Slight  

Midnight 4 25 29 103 132 

1AM 7 23 30 59 89 

2AM 2 19 21 61 82 

3AM 4 14 18 57 75 

4AM 0 16 16 35 51 

5AM 1 6 7 27 34 

6AM 1 11 12 39 51 

7AM 1 19 20 75 95 

8AM 2 27 29 92 121 

9AM 2 33 35 140 175 

10AM 0 64 64 204 268 

11AM 6 65 71 262 333 

Noon 5 69 74 268 342 

1PM 4 72 76 245 321 

2PM 1 59 60 241 301 

3PM 6 61 67 252 319 

4PM 4 66 70 230 300 

5PM 4 54 58 237 295 

6PM 0 48 48 214 262 

7PM 4 40 44 155 199 

8PM 2 34 36 118 154 

9PM 4 31 35 90 125 

10PM 5 32 37 96 133 

11PM 2 29 31 86 117 

Overall Total 71 917 988 3386 4374 
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Collisions involving factors 306 and/or 307 (speed related) on Devon and Cornwall’s roads (3.1.2.1) 

 

 

Collisions involving factors 501 and/or 502 (Impairment) on Devon and Cornwall’s roads  (3.1.2.2) 

 KSI KSI Total  Overall Total 

Year Fatal Serious  Slight  

2015 6 55 61 174 235 

2016 6 55 61 159 220 

2017 4 56 60 151 211 

2018 6 57 63 187 250 

2019 9 61 70 222 292 

Overall Total 31 284 315 893 1208 

 

Collisions involving factors 101, 102 and/or 103 (road surface related) on Devon and Cornwall’s roads 

(3.1.2.4) 

 KSI KSI Total  Overall Total 

Year Fatal Serious  Slight  

2015 2 57 59 441 500 

2016 4 78 82 329 411 

2017 5 73 78 320 398 

2018 4 78 82 345 427 

2019 5 88 93 338 431 

Overall Total 20 374 394 1773 2167 

 

Collisions involving factors 408, 409 and/or 410 (control error related) on Devon and Cornwall’s roads 

(3.1.2.5) 

 

 KSI KSI Total  Overall Total 

Year Fatal Serious  Slight  

2015 15 112 127 468 595 

2016 12 117 129 346 475 

2017 12 109 121 358 479 

2018 17 114 131 357 488 

2019 14 101 115 373 488 

Overall Total 70 553 623 1902 2525 

 KSI KSI Total  Overall Total 

Year Fatal Serious  Slight  

2015 11 140 151 705 856 

2016 22 141 163 553 716 

2017 17 145 162 543 705 

2018 23 150 173 552 725 

2019 18 159 177 578 755 

Overall Total 91 735 826 2931 3757 
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3.1.2.6) 

 KSI KSI Total  Overall Total 

Year Fatal Serious  Slight  

2015 9 101 110 473 583 

2016 11 117 128 379 507 

2017 13 120 133 369 502 

2018 14 113 127 404 531 

2019 9 145 154 423 577 

Overall Total 56 596 652 2048 2700 

 

Collisions involving factors 508, 509 and/or 510 (Distraction related) on Devon and Cornwall’s roads  

(3.1.2.7) 

 KSI KSI Total  Overall Total 

Year Fatal Serious  Slight  

2015 4 28 32 178 210 

2016 8 30 38 131 169 

2017 7 21 28 129 157 

2018 6 35 41 133 174 

2019 4 31 35 159 194 

Overall Total 29 145 174 730 904 

 

Collisions involving factors 504 and/or 505 (medically unfit related) on Devon and Cornwall’s roads  

(3.1.2.8) 

 KSI KSI Total  Overall Total 

Year Fatal Serious  Slight  

2015 4 17 21 107 128 

2016 3 27 30 77 107 

2017 3 26 29 85 114 

2018 8 26 34 92 126 

2019 3 41 44 89 133 

Overall Total 21 137 158 450 608 

 

Collisions involving factor 308 (close following related) on Devon and Cornwall’s roads ( 3.1.2.9) 

 KSI KSI Total  Overall Total 

Year Fatal Serious  Slight  

2015 0 16 16 203 219 

2016 3 15 18 160 178 

2017 1 23 24 141 165 

2018 2 20 22 148 170 

2019 1 31 32 180 212 

Overall Total 7 105 112 832 944 
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7.4 Contributory Factor Groupings 

Injudicious Action 
Driver Errors or 
Reactions 

Driver Impairment or 
Distraction 

Behaviour or 
Inexperience 

Other 

Traffic Contraventions Manoeuvre Errors Substance Impairments Nervous Behaviour Vehicle Defects 

Disobeyed automatic 
traffic signal 

Poor turn or manoeuvre Impaired by alcohol Nervous, uncertain or 
panic 

Tyres illegal, defective or 
under-inflated 

Disobeyed double white 
lines 

Failed to signal or 
misleading signal 

Impaired by drugs (illicit 
or medicinal) 

Learner or inexperienced 
driver/rider 

Defective lights or 
indicators 

Disobeyed ‘Give way’ or 
‘Stop’ signs or markings 
 

Passing too close to 
cyclist, horse rider or 
pedestrian 

 Inexperience of driving on 
the left 

Defective brakes 

Disobeyed pedestrian 
crossing facility 

  Unfamiliar with model of 
vehicle 

Defective steering or 
suspension 

Illegal turn or direction of 
travel 

   Defective or missing 
mirrors 

    Overloaded or poorly 
loaded vehicle or trailer 

Speed Choices Control Errors Distraction Unsafe Behaviour Road Surface 

Exceeding speed limit Sudden braking Driver using mobile 
phone 

Aggressive driving Poor or defective road 
surface 

Travelling too fast for 
conditions 

Swerved Distraction in vehicle Careless, reckless or in a 
hurry 

Deposit on road (e.g. oil, 
mud, chippings) 

 Loss of control Distraction outside 
vehicle 

 Slippery road (due to 
weather) 

Close Following Observation Error Medical Impairments Pedal Cycle Behaviour Affected Vision 

Following too close Failed to look properly Uncorrected, defective 
eyesight 

Vehicle travelling along 
pavement 

Stationary or parked 
vehicle(s) 

 Failed to judge other 
person’s path or speed 

Illness or disability, 
mental or physical 

Cyclist entering road from 
pavement 

Vegetation 

   Not displaying lights at 
night or in poor visibility 

Road layout (e.g. bend, 
winding road, hill crest) 

   Cyclist wearing dark 
clothing at night 

Buildings, road signs, 
street furniture 

 Junction Errors Fatigue Impairment Pedestrian Behaviour Dazzling headlights 

 Junction overshoot Fatigue Crossing road masked by 
stationary or parked 
vehicle 

Dazzling sun 

 Junction restart (moving 
off at junction) 

 Failed to look properly Rain, sleet, snow or fog 

   Failed to judge vehicle’s 
path or speed 

Spray from other vehicles 

   Wrong use of pedestrian 
crossing facility 

Visor or windscreen dirty 
or scratched 

   Dangerous action in 
carriageway (e.g. 
playing) 

Vehicle blind spot 

   Careless, reckless or in a 
hurry 

 

   Impaired by alcohol  
   Impaired by drugs (illicit 

or medicinal) 
 

   Pedestrian wearing dark 
clothing at night 

 

   Disability or illness, 
mental or physical 

 

 
 
  



 

AGILYSIS  PAGE | 180 

A
P

P
EN

D
IC

ES 

7.5 List of figures 

Figure 1 - Analytical areas of Peninsula which are reported in the Area Profile ............................................................................... 9 

Figure 2 - Annual average resident casualties (2015-2019) per 100,000 population (urban) ........................................................ 11 

Figure 3 - Annual average resident casualties (2015-2019) per 100,000 population (rural) ........................................................... 12 

Figure 4 - Resident casualties home location by MSOA, Casualties per year per 100,000 population (2015-2019) ....................... 13 

Figure 5 - Resident casualties home location by MSOA for Plymouth. Casualties per 100,000 population (2015-2019) ............... 13 

Figure 6 - Resident casualties home location by MSOA for Torbay. Casualties per 100,000 population (2015-2019) ................... 14 

Figure 7 - Peninsula resident casualties, by year and severity (2010-2020) .................................................................................... 15 

Figure 8 - Peninsula resident casualties by age group (2015-2019) ................................................................................................ 16 

Figure 9 - Resident casualties by age group, indexed by population (2015-2019) .......................................................................... 17 

Figure 10 - Peninsula resident casualty trend by age (2010 - 2020) ................................................................................................ 18 

Figure 11 - Peninsula resident casualty trends by age, percentages (2010 - 2020) ........................................................................ 18 

Figure 12 - Peninsula resident casualties by Mosaic Type (2015-2019) .......................................................................................... 19 

Figure 13 - Peninsula resident casualties by Index of Multiple Deprivation (2015-2019) ............................................................... 20 

Figure 14 - Annual average resident pedestrian casualties (2015-2019) per 100,000 population (urban) ..................................... 21 

Figure 15 - Annual average resident pedestrian casualties (2015-2019) per 100,000 population (rural) ....................................... 22 

Figure 16 - Peninsula resident pedestrian casualties home location by MSOA. Casualties per year per 100,000 population (2015-

2019) ............................................................................................................................................................................................... 23 

Figure 17 - Torbay resident pedestrian casualties home location by MSOA. Casualties per year per 100,000 population (2015-

2019) ............................................................................................................................................................................................... 24 

Figure 18 - Plymouth resident pedestrian casualties home location by MSOA. Casualties per year per 100,000 population (2015-

2019) ............................................................................................................................................................................................... 24 

Figure 19 - Peninsula resident pedestrian casualties, by year and severity (2010-2020) ................................................................ 25 

Figure 20 - Peninsula resident pedestrian casualties, by age group (2015-2019) ........................................................................... 26 

Figure 21 - Resident pedestrian casualties by age group, indexed by population (2015-2019) ...................................................... 27 

Figure 22 - Peninsula resident pedestrian casualty trend by age group (2010-2019) ..................................................................... 28 

Figure 23 - Peninsula resident pedestrian casualties by Mosaic Group (2015-2019) ...................................................................... 29 

Figure 24 - Peninsula resident pedestrian casualties by Index of Multiple Deprivation (2015-2019) ............................................. 30 

Figure 25 - Annual average resident pedal cycle casualties (2015-2019) per 100,000 population (urban) .................................... 31 

Figure 26 - Annual average resident pedal cycle casualties (2015-2019) per 100,000 population (rural) ...................................... 32 

Figure 27 - Resident pedal cycle user casualties home location by MSOA. Casualties per year per 100,000 population ............... 33 

Figure 28 - Resident pedal cycle user casualties home location by MSOA. Casualties per year per 100,000 population (Plymouth)

 ........................................................................................................................................................................................................ 33 

Figure 29 - Resident pedal cycle user casualties home location by MSOA. Casualties per year per 100,000 population (Torbay) 34 

Figure 30- Peninsula resident pedal cycle user casualties, by year and severity (2010-2019) ........................................................ 35 

Figure 31 - Peninsula resident pedal cycle user casualties, by age group (2015-2019)................................................................... 36 

Figure 32 - Peninsula resident pedal cycle casualties by age group, indexed by population (2015-2019) ...................................... 36 

https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941853
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941854
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941855
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941856
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941857
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941858
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941859
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941860
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941861
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941862
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941863
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941864
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941865
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941866
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941867
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941868
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941868
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941869
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941869
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941870
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941870
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941871
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941872
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941873
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941874
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941875
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941876
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941879
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941880
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941880
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941881
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941882
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941883
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941884


 

2021 VISION ZERO SOUTH WEST PAGE | 181 

A
P

P
EN

D
IC

ES 

Figure 33 - Peninsula resident pedal cycle casualty trend by age (2010 - 2019) ........................................................................... 37 

Figure 34 - Devon and Cornwall resident pedal cycle casualties by Mosaic Group (2015-2019) .................................................. 38 

Figure 35 - Peninsula resident pedal cycle casualties by Index of Multiple Deprivation (2015-2019) ........................................... 39 

Figure 36 - Annual average resident involved drivers (2015-2019) per 100,000 adult population (Urban) .................................. 40 

Figure 37 - Annual average resident involved drivers (2015-2019) per 100,000 adult population (Rural) .................................... 41 

Figure 38 - Annual average resident involved drivers (2015-2019) per 100,000 adult population, by MSOA ............................... 42 

Figure 39 - Annual average resident involved drivers (2015-2019) per 100,000 adult population, by MSOA (Plymouth) ............. 42 

Figure 40 - Annual average resident involved drivers (2015-2019) per 100,000 adult population, by MSOA (Torbay) ................. 43 

Figure 41 - Peninsula resident involved drivers involved in collisions, by year and severity (2015-2019) ..................................... 44 

Figure 42 - Peninsula resident involved drivers by age group (2015-2019) .................................................................................... 45 

Figure 43 - Peninsula resident involved drivers by age group, indexed by population (2015-2019) .............................................. 45 

Figure 44 - Peninsula resident involved drivers’ trend by age (2010 - 2019).................................................................................. 46 

Figure 45 - Peninsula resident involved drivers by Mosaic Type (2015-2019) ................................................................................ 47 

Figure 46 - Peninsula resident drivers by Index of Multiple Deprivation (2015-2019) ................................................................... 48 

Figure 47 - Annual average resident young drivers (2015-2019) per 100,000 population aged 16 to 24 (Urban) ......................... 49 

Figure 48 - Annual average resident young drivers (2015-2019) per 100,000 population aged 16 to 24 (Rural) ........................... 50 

Figure 49 - Annual average resident young drivers (2015-2019) per 100,000 population aged 16 to 24, by MSOA...................... 51 

Figure 50 - Annual average resident young drivers (2015-2019) per 100,000 population aged 16 to 24, by MSOA (Plymouth) ... 52 

Figure 51 - Annual average resident young drivers (2015-2019) per 100,000 population aged 16 to 24, by MSOA (Torbay) ....... 52 

Figure 52 - Peninsula resident young drivers involved in collisions, by year and severity (2010-2019) ......................................... 53 

Figure 53 - Peninsula resident involved young drivers by Mosaic Type (2015-2019) ..................................................................... 54 

Figure 54 - Peninsula resident young drivers by Index of Multiple Deprivation (2015-2019) ........................................................ 55 

Figure 55 - Annual average adult drivers (2015-2019) per 100,000 population aged 25 to 59 (Urban) ......................................... 56 

Figure 56 - Annual average resident adult drivers (2015-2019) per 100,000 population aged 25 to 59 (Rural) ............................ 57 

Figure 57 - Annual average resident adult drivers (2015-2019) per 100,000 population aged 25 to 59, by MSOA ....................... 58 

Figure 58 - Annual average resident adult drivers (2015-2019) per 100,000 population aged 25 to 59, by MSOA (Torbay) ......... 59 

Figure 59 - Annual average resident adult drivers (2015-2019) per 100,000 population aged 25 to 59, by MSOA (Plymouth) .... 59 

Figure 60 - Peninsula resident adult drivers involved in collisions, by year and severity (2015-2019) ........................................... 60 

Figure 61 - Peninsula resident involved adult drivers by Mosaic Type (2015-2019) ...................................................................... 61 

Figure 62 - Peninsula resident adult drivers by Index of Multiple Deprivation (2015-2019) .......................................................... 62 

Figure 63 - Annual average older drivers (2015-2019) per 100,000 population aged 60 and over (Urban) ................................... 63 

Figure 64 - Annual average resident older drivers (2015-2019) per 100,000 population aged 60 and over (Rural) ...................... 64 

Figure 65 - Annual average resident older drivers (2015-2019) per 100,000 population aged 60 and over, by MSOA (Plymouth)

 ........................................................................................................................................................................................................ 65 

Figure 66 - Annual average resident older drivers (2015-2019) per 100,000 population aged 60 and over, by MSOA ................. 65 

Figure 67 - Annual average resident older drivers (2015-2019) per 100,000 population aged 60 and over, by MSOA (Torbay) ... 66 

https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941885
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941886
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941887
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941888
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941889
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941890
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941891
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941892
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941893
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941894
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941895
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941896
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941897
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941898
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941899
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941900
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941901
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941902
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941903
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941904
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941905
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941906
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941907
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941908
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941909
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941910
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941911
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941912
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941913
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941914
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941915
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941916
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941917
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941917
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941918
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941919


 

AGILYSIS  PAGE | 182 

A
P

P
EN

D
IC

ES Figure 68 - Peninsula resident older drivers involved in collisions, by year and severity (2010-2019) ........................................... 67 

Figure 69 - Peninsula resident involved older drivers by Mosaic Type (2015-2019) ...................................................................... 68 

Figure 70 - Peninsula resident older drivers by Index of Multiple Deprivation (2015-2019) .......................................................... 69 

Figure 71 - Annual average resident motorcycle riders (2015-2019) per 100,000 adult population (urban) ................................. 70 

Figure 72 - Annual average resident motorcycle riders (2015-2019) per 100,000 adult population (rural) ................................... 71 

Figure 73 - Annual average resident motorcycle riders per 100,000 adult population, by LSOA (2015-2019) ............................... 72 

Figure 74 - Annual average resident motorcycle riders per 100,000 adult population, by MSOA (2015-2019) (Torbay) ............... 73 

Figure 75 - Annual average resident motorcycle riders per 100,000 adult population, by MSOA (2015-2019) (Plymouth) ........... 73 

Figure 76 - Peninsula resident motorcycle riders, by year and severity (2010-2019) ..................................................................... 74 

Figure 77 - Peninsula resident motorcycle riders by age group (2015-2019) .................................................................................. 75 

Figure 78  - Peninsula resident motorcycle riders by age group, indexed by population (2015-2019) ........................................... 76 

Figure 79 - Peninsula resident involved motorcycle riders by Mosaic Type (2015-2019) ............................................................... 77 

Figure 80  - Peninsula Resident motorcycle riders by Index of Multiple Deprivation (2015-2019) ................................................. 78 

Figure 81 - Annual average resident young riders (2015-2019) per 100,000 population (urban) ................................................... 79 

Figure 82 - Annual average resident young riders (2015-2019) per 100,000 population (urban) ................................................... 80 

Figure 83 - Annual average resident young riders per 100,000 adult population, by MSOA (2015-2019) ...................................... 81 

Figure 84 - Annual average resident young riders per 100,000 adult population, by MSOA (2015-2019 (Torbay) ........................ 82 

Figure 85 - Annual average resident young riders per 100,000 adult population, by MSOA (2015-2019 (Plymouth) .................... 82 

Figure 86 - Peninsula resident young motorcyclists, by year and severity (2010-2019) ................................................................. 83 

Figure 87 - Peninsula resident involved young motorcycle riders by Mosaic Type (2015-2019) .................................................... 84 

Figure 88 - Peninsula resident young motorcycle riders by Index of Multiple Deprivation (2015-2019) ........................................ 85 

Figure 89 - Annual average collisions (2015-2019) per 100km road (urban council areas) ............................................................ 86 

Figure 90 - Annual average collisions (2015-2019) per 100km road (rural areas) ........................................................................... 87 

Figure 91 - Annual average collisions (2015-2019) per 100km of road by MSOA ........................................................................... 88 

Figure 92 - Annual average collisions (2015-2019) per 100km of road by MSOA (Plymouth) ........................................................ 88 

Figure 93 - Annual average collisions (2015-2019) per 100km of road by MSOA (Torbay) ............................................................. 89 

Figure 94 - Collisions by year and severity for the Peninsula (2010 to 2020) .................................................................................. 90 

Figure 95 - Peninsula collisions, by day of the week (2015-2019) ................................................................................................... 90 

Figure 96 - Peninsula collisions, by day of the week (2015-2019) ................................................................................................... 91 

Figure 97 - Peninsula collisions by hour of the day during the weekend (2015-2019) .................................................................... 92 

Figure 98 - Peninsula LSOAs and rurality classification ................................................................................................................... 93 

Figure 99 - Peninsula collisions on ‘Urban’ roads, by year and severity (2010-2019) ..................................................................... 94 

Figure 100 - Peninsula collisions on ‘Rural’ roads, by year and severity (2010-2019) ..................................................................... 95 

Figure 101 - Peninsula collisions on ‘Village’ roads, by year and severity (2010-2019) .................................................................. 96 

Figure 102 - Collisions on Peninsula roads where CF306 and/or CF 307 were recorded (2009-2019) ............................................ 97 

Figure 103 - Fatal or serious injury collisions on Peninsula roads where CF306 and/or CF 307 were recorded (2009-2019) ......... 98 

https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941920
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941921
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941922
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941923
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941924
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941925
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941926
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941927
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941928
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941929
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941930
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941931
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941932
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941933
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941934
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941935
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941936
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941937
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941938
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941939
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941940
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941941
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941942
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941943
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941944
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941945
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941946
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941947
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941948
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941949
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941950
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941951
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941952
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941953
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941954
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941955


 

2021 VISION ZERO SOUTH WEST PAGE | 183 

A
P

P
EN

D
IC

ES 

Figure 104 - Collisions where CF306 and/or CF307 were recorded (2015-2019) Peninsula and comparators ............................. 99 

Figure 105 - Collisions on Peninsula roads where CF501 and/or CF 502 were recorded (2009-2019) ........................................ 100 

Figure 106 - KSI Collisions on Peninsula roads where CF501 and/or CF 502 were recorded (2009-2019) .................................. 101 

Figure 107 - Collisions where CF501 and/or CF502 were recorded (2015-2019) Peninsula and comparators ........................... 102 

Figure 108 - Collisions on Peninsula roads where CF 101, CF 102 and/or CF 103 were recorded (2009-2019) ........................... 103 

Figure 109 – KSI Collisions on Peninsula roads where CF 101, CF 102 and/or CF 103 were recorded (2009-2019) ..................... 103 

Figure 110  - Collisions where CF101, CF102 and/or CF103 were recorded (2015-2019) Peninsula and comparators ................ 104 

Figure 111 - Collisions on Peninsula roads where CF 408, CF 409 and/or CF 410 were recorded (2009-2019) ........................... 105 

Figure 112 - KSI Collisions on Peninsula roads where CF 408, CF 409 and/or CF 410 were recorded (2009-2019) ...................... 106 

Figure 113 - Collisions where CF408, CF409 and/or CF410 were recorded (2015-2019) Peninsula and comparators ................. 107 

Figure 114 - Collisions on Peninsula roads where CF 601 and/or CF 602 were recorded (2009-2019) ........................................ 108 

Figure 115 – KSI Collisions on Peninsula roads where CF 601 and/or CF 602 were recorded (2009-2019).................................. 108 

Figure 116 - Collisions where CF601 and/or CF602 were recorded (2015-2019) Peninsula and comparators ............................ 109 

Figure 117 – KSI Collisions on Peninsula roads where CF508, CF509 and/or CF510 were recorded (2009-2019)........................ 110 

Figure 118 - Collisions on Peninsula roads where CF508, CF509 and/or CF510 were recorded (2009-2019) .............................. 110 

Figure 119 - Collisions where CF508, CF509 and/or CF510 were recorded (2015-2019) Peninsula and comparators ................. 111 

Figure 120 - Collisions on Peninsula roads where CF 504 and/or CF 505 were recorded (2009-2019) ........................................ 112 

Figure 121 - KSI Collisions on Peninsula roads where CF 504 and/or CF 505 were recorded (2009-2019) .................................. 113 

Figure 122 - Collisions where CF504 and/or CF505 were recorded (2015-2019) Peninsula and comparators ............................ 114 

Figure 123 - Collisions on Peninsula roads where CF 308 was recorded (2009-2019) .................................................................. 115 

Figure 124 – KSI Collisions on Peninsula roads where CF 308 was recorded (2009-2019) ........................................................... 115 

Figure 125 - Collisions where CF308 was recorded (2009-2019) Peninsula and comparators ..................................................... 116 

Figure 126 - Historic and projected traffic data, 2010 to 2030 ..................................................................................................... 117 

Figure 127 - Historic and projected KSI casualty trends (2010 – 2030) ........................................................................................ 118 

Figure 128 - Historic and projected pedestrian KSI casualty trends (2010 – 2030) ...................................................................... 119 

Figure 129 - Historic and projected pedal cyclist KSI casualty trends (2010 – 2030) .................................................................... 120 

Figure 130 - Historic and projected motorcycle user KSI casualty trends (2010 – 2030) ............................................................. 121 

Figure 131  - Historic and projected car user KSI casualty trends (2010 – 2030) .......................................................................... 122 

Figure 132 - Percentage change of casualties of all severities, compared to a 3-year average for 2017 to 2019, Great Britain and 

the South West Peninsula area .................................................................................................................................................... 123 

Figure 133 - Percentage change of KSI casualties, compared to a 3-year average for 2017 to 2019, Great Britain and the South 

West Peninsula area 2020 ............................................................................................................................................................ 124 

Figure 134 - Percentage change of fatal casualties, compared to a 3-year average for 2017 to 2019, Great Britain and the South 

West Peninsula area 2020 ............................................................................................................................................................ 124 

Figure 135 - Percentage change in traffic flow for all vehicle types on the South-West Peninsula in 2020 against a 2017-2019 

baseline for the same month (Source DfT) ................................................................................................................................... 125 

Figure 136 - Percentage change in the flow of ALL traffic using local traffic counts against the percentage change of all casualties. 

(Baseline 2017-2019 used) ........................................................................................................................................................... 126 

https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941956
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941957
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941958
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941959
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941960
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941961
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941962
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941963
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941964
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941965
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941966
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941967
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941968
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941969
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941970
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941971
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941972
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941973
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941974
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941975
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941976
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941977
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941979
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941980
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941981
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941982


 

AGILYSIS  PAGE | 184 

A
P

P
EN

D
IC

ES Figure 137 - Percentage change of casualties by casualty type, compared to a 3-year average for 2017 to 2019, for the South 

West Peninsula during 2020 ......................................................................................................................................................... 127 

Figure 138 - Percentage change of vehicles involved in collisions by vehicle type, compared to a 3-year average for 2017 to 2019, 

for the South West Peninsula during 2020 ................................................................................................................................... 128 

Figure 139 - Percentage change of casualties by casualty age band, compared to a 3-year average for 2017 to 2019, for the South 

West Peninsula during 2020.......................................................................................................................................................... 129 

Figure 140 - Percentage change of casualties by casualty class compared to a 3 year average for 2017 to 2019, for the South West 

Peninsula during 2020 ................................................................................................................................................................... 130 

Figure 141 - Percentage change in collisions by road class compared to a 3-year average for 2017 to 2019 for the South West 

Peninsula, 2020 ............................................................................................................................................................................. 131 

Figure 142 - Percentage change in collisions by rurality, compared to a 3-year average for 2017-2019 for the South West Peninsula 

2020 .............................................................................................................................................................................................. 132 

Figure 143 - The Public Health and Medical Evidence Hierarchy .................................................................................................. 135 

Figure 144 - Description of Peninsula dominant Mosaic Types ..................................................................................................... 167 

Figure 145 - Peninsula dominant Mosaic Types by LSOA .............................................................................................................. 168 

Figure 146 - Plymouth dominant Mosaic Types by LSOA .............................................................................................................. 169 

Figure 147 - Torbay dominant mosaic types by LSOA ................................................................................................................... 170 

Figure 148 - Visualisation of dominant mosaic types .................................................................................................................... 171 

 

 

  

https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941991
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941991
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941997
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941998
https://roadsafetyanalysis.sharepoint.com/sites/Analytics/Shared%20Documents/Area%20Profiles/Peninsula%20Road%20Safety/2021%20Update/Peninsula%20AP_2021_DRAFT%20LO%20FINAL.docx#_Toc96941999


 

2021 VISION ZERO SOUTH WEST PAGE | 185 

A
P

P
EN

D
IC

ES 

 

 


