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Dear Sir/Madam,
SETTING LOCAL SPEED LIMITS: UPDATED GUIDANCE FOR LOCAL AUTHORITIES

Baancing the need to travel with the need to improve quality of lifeis akey objective of the Scottish
Executive. Promoting safe and considerate driving and encouraging road users to adopt appropriate
speeds on our roads are major parts of this work. The GB road safety strategy Tomorrow's Roads -
Safer for Everyone therefore included a commitment to update the guidance to local authorities on
the setting of local speed limits, which is currently set out in SOID Circular 1/93.

Since then, there have been a number of important changes regarding speed limits and measures to
control vehicle speeds, as well as further research to extend knowledge of the relationship between
speed and the risk of collision and severity of injury. It is aso known that there is a lack of
understanding by a small number of road users about which speed limits are applied to particular
types of road, and why.

The Scottish Executive has been represented on a collaborative working group set up by the UK
Government, along with the Welsh Assembly Government and police and local authority road safety
and speed management practitioners. The working group has developed revised guidance for the
setting of local speed limits, with the aim of maximising consistency across Great Britain. The
proposed revised guidance, adapted for circumstances in Scotland, is now being circulated and |
would like to offer you an opportunity to comment. Parallel consultations are being undertaken by
the UK Government and the Welsh Assembly Government.

The following draft documents are enclosed:

ETLLD Circular x/05 Setting and Achieving Local Speed Limits This document will replace
SOID Circular 1/93.
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Draft Traffic Advisory Leaflet giving details of a speed Assessment Framework which has been
designed to help achieve a more appropriate and consistent balance between safety and mobility
objectives on single carriageway roads in rural areas.

You may wish to trial the Assessment Framework as part of your consideration of the draft guidance.
It can be downloaded from the TRL website www.trl.co.uk. An accompanying TRL Report No xxxx
has also been published and can aso be found on the website.

The appendix to this letter contains a questionnaire, which includes a list of particular issues on
which we invite comments.

Responding to this consultation paper

We are inviting written responses to this consultation paper by 18 February 2005.
Please send your response to:

| an.c.robertson@scotland.gs .gov.uk.

or

lan Robertson, Scottish Executive, Transport Division 3, Area 2-F, Victoria Quay, EDINBURGH
EH6 6QQ.

If you have any queries contact lan Robertson on 0131 244 0848.

We would be grateful if you could clearly indicate in your response which questions or parts of the
consultation paper you are responding to (using the consultation questionnaire if appropriate) as this
will aid our analysis of the responses received.

This consultation, and all other SE consultation exercises, can be viewed online at
http://www.scotland.gov.uk/consultations. You can telephone Freephone 0800 77 1234 to find out
where your nearest public internet access point is.

The Scottish Executive now has an email alert system for SE consultations (SEconsult). This system
allows stakeholder individuals and organisations to register and receive a weekly email containing
details of all new SE consultations (including web links). SEconsult complements, but in no way
replaces SE distribution lists, and is designed to allow stakeholders to keep up to date withall SE
consultations activity, and therefore be alerted at the earliest opportunity to those of most interest.
We would encourage you to register.

Access to consultation responses

We will make all responses available to the public in the Scottish Executive Library by 18 March
2005 unless confidentiality is requested. All responses not marked confidential will be checked for
any potentially defamatory material before being logged in the library or placed on the website.

Y ours faithfully

MRS ANN WHATCOTT
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APPENDI X
Questionnaire
Draft revised guidance
The draft guidance is designed to enable easy identification of underlying principles and specific
factors and issues that should be considered when considering speed limits in either urban or rura
areas.
Question 1: Do you have any comments on the structure and layout of the document?
The draft guidance is designed to give a summary of where and why particular speed limits should
be considered and the implementation process, giving cross references to where fuller details can be

found in Traffic Advisory Leaflets ard other documents as appropriate.

Question 2: Is the level of content sufficient? Do you feel that it strikes the right balance between
covering the main points and not being overly cumbersome? If not, how could this be improved?

Qestion 3: Is there anything omitted from the draft guidance that you feel should be included?

The revised guidance recommends that mean speeds should be used for the assessment of
appropriate speed limits because they reflect what the magjority of drivers perceive as an appropriate
speed for the road. This is a change from the 85" percentile speeds used in Circular 1/93.

Question 4: What are your thoughts on this change? Also, in your experience have you found there
to be a consistent relationship between mean speed and 85" percentile speed?

Question 5: Do you fed that the revised guidance will help you to determine appropriate, and more
consistent, speed limits?

Question 6: Do you feel that the revised guidance will help achieve a wider understanding of how
local speed limits are set and why?

Question 7: Any other comments on the draft guidance?

Speed Assessment Framework

The speed assessment framework is designed to help achieve a more appropriate and consistent
bal ance between safety and mobility objectives.

Question 8 Do you agree with the underlying principles of the framework and that the various
factors on which the assessment framework is based are given sufficient prominence?

Question 9: Do you feedl that the assessment framework will help you weigh p the advantages and
disadvantages of each speed limit option and reach a well-founded conclusion?

The flowchart at Annex B has been prepared to assist the decision making process.

Question 10: Isit sufficiently clear? Could the flow chart be improved?
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Question 11: Did you tria the assessment framework as part of this consultation? If so please
comment on its usefulness as atool for setting more appropriate local speed limits.

Question 12: On what type of roads did you use the assessment framework and for what reason? Did
the assessment framework deliver the output that you expected? Was it helpful in supporting your
own judgement? Did it cause you to reconsider your own judgement?

Question 13: Any other comments on the assessment framework?

The summary table at Annex D to the guidance is designed to provide a quick reference guide to
when each speed limit might be considered on single carriageway rural roads.

Question 14: Is this useful in its present form? If not, how could it be improved?
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RESPONDEE INFORMATION FORM

Please complete the details below and attach it with your response. This will help ensure we handle
your response appropriately:

Name;
Postal Address:

Consultation title;

1. Are you responding as. (please tick one box)
(@  anindividua Y (go to 2a/b)
(b) on behalf of agroup or organisation y (go to 2c)

2a. INDIVIDUALS:
Do you agree to your response being made available to the public (in SE library and/or on
SE website)?

Yes (go to 2b below) y
No, not at all y

2b.  Where confidentiality is not requested, we will make your response availableto the  public
on the following basis (please tick one of the following boxes)

Y es, make my response, name and address all available y
Y es, make my response available, but not my name or address y
Y es, make my response and name available, but not my address y

2c ON BEHALF OF GROUPS OR ORGANISATIONS:
Your name and address as respondees will be made available to the public (in the SE library and/or
on SE website). Are you content for your response to be made available also?

Yes y
No y

SHARING RESPONSES/FUTURE ENGAGEMENT

3. We will share your response internally with other SE policy teams who may be addressing
the issues you discuss. They may wish to contact you again in the future, but we require your
permission to do so. Are you content for the Scottish Executive to contact you again in
relation to this consultation response?

Yes y

No y
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The Scottish Executive Consultation Process

Consultation is an essential and important aspect of Scottish Executive working methods. Given the
wide-ranging areas of work of the Scottish Executive, there are many varied types of consultation.
However, in general Scottish Executive consultation exercises aim to provide opportunities for all
those who wish to express their opinions on a proposed area of work to do so in ways which will
inform and enhance that work.

While details of particular circumstances described in a response to a consultation exercise may
usefully inform the policy process, consultation exercises cannot address individual concerns and
comments, which should be directed to the relevant public body. Consultation exercises may involve
seeking views in a number of different ways, such as public meetings, focus groups or questionnaire
exercises.

Typicaly, Scottish Executive consultations involve a written paper inviting answers to specific
guestions or more general views about the material presented. Written papers are distributed to
organisations and individuals with an interest in the area of consultation, and they are also placed on
the Scottish Executive web site enabling a wider audience to access the paper and submit their
responses’. Copies of all the responses received to consultation exercises (except those where the
individual or organisation requested confidentiality) are placed in the Scottish Executive library at
Saughton House, Edinburgh (K Spur, Saughton House, Broomhouse Drive, Edinburgh, EH11 3XD,
telephone 0131 244 4552).

The views and suggestions detailed in consultation responses are analysed and used as part of the
decison making process. Depending on the nature of the consultation exercise the responses
received may:

indicate the need for policy development or review

inform the development of a particular policy

help decisions to be made between alternative policy proposals
be used to finalise legidation before it is implemented

If you have any comment about how this consultation exercise has been conducted, please send them
to the contact details above.

! http://www.scotland.gov.uk/consultations
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CONSULTATION DRAFT

TRAFFIC ADVISORY LEAFLET

Setting local speed limits on rural single carriageway roads

BACKGROUND TO NEW GUIDANCE ON SETTING LOCAL SPEED LIMITS
Balancing the need to travel with the need to improve the quality of life is a key objective of
the Department for Transport. This requires a speed policy that will take account of the
contribution of reduced travel speeds to environmental and social objectives as well as to
road safety.

This Leaflet supplements the guidance on Rural Single Carriageway Roads set out in DfT
Circular x/05. (The Scottish equivalent is ETLLD Circular x/2005.) Aims of this revised
guidance include
- to improve the balance between road safety, accessibility and environmental objectives,
especially in rural communities;
to help road users recognise and understand the risks involved on different types of road,
the speed limit which applies, and the reasons for it;
to help bring about better respect for, and compliance of, more appropriate speed limits,
including lower speeds where conditions dictate; and
to ultimately help reduce the number of road traffic collisions and injuries in which
excessive or inappropriate speed is a contributory factor.

OVERALL PATTERNS OF SPEED ON DIFFERENT ROADS

Speeds on single carriageway rural roads are

generally well within the national 60mph speed limit.  Speed Mean Speed (mph)
Observations from 270 sites around England show (Lr;]m'r:)

a wide distribution of mean speeds on roads with P 2025 2530 30-35 3540 40-45 4550 50-55 55-60
speed limits of 60mph.  They also show that, for 40 4 9 33 38 6 1

the majority of roads, mean speeds are already 50 1 11 11 2

below the posted limit or would typically only need

to be reduced by a few miles per hour, where 60 3 s 11 20 37 43 28 6

lower limits might be required.

VARIATION OF SPEED ALONG A ROUTE

Speed limits already vary along routes to

reflect variations in road quality and roadside
development. In general mean speeds follow
this variation quite well, as illustrated in the graph
of mean speed variation along a B Class road.

eed Limit (mph}
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It is therefore anticipated that this revised o : ; : ; w b
guidance will confirm and firmly establish good poce fomeres
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practice already adopted by many local authorities.

PRINCIPLES

Speed limits in themselves are only one element of speed management and the aim should
be to achieve an appropriate balance between speeds, speed limits and road design. Local
speed limits should not therefore be set in isolation but considered alongside other methods
to manage speeds, including engineering changes, education, training, publicity and

enforcement. The first priority where accident rates are high
should be to seek low cost improvements to reduce rates.

A principal aim in setting appropriate speed limits should be to
alert drivers to the function of the road or road geometry and Hilly, bendy roads 31mph
environment, and to changes that occur along a route.

For the majority of roads there is a consistent relation between

Mean speed giving minimum total
cost for different rural road types

Multi access, bendy roads 43mph

mean speed and 85" percentile speed. Where this is not the Good alignment but

case, it will usually indicate that drivers have difficulty in high junction density 49mph
deciding the appropriate speed .for the road, su_ggestmg th.at a Good alignment,

better match between road design and speed limit is required. few junctions 53mph

PRINCIPLES OF BALANCED COST

Drivers and riders of motor vehicles, pedestrians, cyclists and
equestrians have different views about what speed is appropriate
on rural roads. Opinions also differ as to what constitutes a 2

reasonable balance between risk of an accident, travel efficiency \ //

and environmental impact. As speeds increase, travel costs e

decrease but accident costs increase. The solution adopted \ [ [recpeg oxy

here is to identify, for each type of road, the mean speed at £10v

which the total of the accident and travel costs is minimised. \ /

Mean speeds reflect what the majority of drivers perceive as an £05M

appropriate speed for the road. For a particular road type, total

cost is similar over a relatively wide speed range, with mobility £00M : -
benefits being exchanged for safety benefits as speeds decrease. 0 2 e o &

OUTLINE OF THE PROCESS (See Appendix C to Guidance)
A common assessment framework has been developed to achieve
a consistent application of speed limit policy. It involves:
classifying roads into two tiers based upon their traffic function
establishing for each road which speed limit is
most appropriate, to minimise overall costs
considering ‘accident threshold’ levels, which are expected levels associated with a
road carrying a given level of traffic in a given situation
local flexibility of choice

ROAD TYPES DEFINING FUNCTIONAL TIERS  (See Appendix C to guidance)

The table indicates the conditions for assigning roads to functional tiers, and the speed limits
most likely to be suitable in the longer term for each tier (subject to advice in the Guidelines to
Circular x/05 on meeting local needs and considerations).

TIER FUNCTION SPEED LIMITS
Higher quality Catering primarily for through traffic (typically A/B class) | 50 or 60 mph
Lower guality Local or access function 40 or 50 mph

RELEVANCE OF ACCIDENT LEVELS, ROADSIDE DEVELOPMENT,
ENVIRONMENT AND VULNERABLE ROAD USERS

Within the two tiers, accident rates (existing or predicted) should generally be used to
decide whether the higher or lower speed limit for that tier is appropriate.

Where roadside development is within the definition for the village speed limit of
30mph, this should be used. Alternative reduced limits should be considered where
roads have other substantial levels of development.
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If road is a recognised route for vulnerable road users including walkers , cyclists ,
horse riding or other environmental factors, consideration should be given to using
the lower limit (even if the accident rate is below the thresholds suggested).
ASSESSMENT PROCESS
The aim of the assessment process is to help decision makers weigh up the advantages and
disadvantages of each of the speed limit options for each tier.

consider if the level of development requires special treatment,

consider which functional tier is appropriate for the road,

estimate the current mean speed and accident rate (as all injury accidents per 100 million
vehicle km),

check the accident rates against acceptable thresholds,

if the accident rate is high, check the proportion of different accident types against the
investigatory thresholds recommended in Accident Analysis on Rural Roads (this technical
guide and the associated ARRIL software is downloadable from TRL website) and consider whether
site or route treatment is appropriate before deciding speed limit,

if a speed limit lower than the current one is indicated, estimate the mean speed and
accident rate and the influence on social factors that would result from implementing the
new limit,

check that these values are acceptable; if not consider whether further measures are
necessary to bring speed and accident rates into balance.

RISK, SPEED, SPEED LIMIT CHARTS
These charts can be used

Inltla”y tO assess Whether Speed Limits on Upper tier roads Speed Limit for Lower tier roads

g
g

g
~—
I

8

vkm)

by the assessment framework.

3

Accident Rate (injury
accidents per 100million

Accident Rate (injury
accidents per 100 million
vkm)

&8

current speed limits are /
30mph
4omph
/ Aph
é ég/'_ 60mph

o
[=}

consistent with the minimum
cost based speed limits indicated
0 2 B 40 50 6 o 2 ©
Mean Speed (mph) Mean Speed (mph)

)

EXAMPLE OF TABLE FOR SECTIONS ALONG AN UPPER TIER ROUTE

Section Length | Accidents Existing AADT | Mean Acci d(_en_t rate per Proposed | Addec
(km) | apritlatd Flow speed 100 million vkm Speed meRsUres

Faal | Slight (moh) (mph) ﬁ“' 'ury FES 1 Jimit needed?
serious (mph)

A 0.65 0 7 60 6100 33 81 0 50 yes

B 155 4 10 60 9600 44 43 12 50 yes

C 2.35 2 18 40 9600 36 40 4 40

D 16 1 8 60 6900 42 37 4 60/50

E 10 4 3 40 6900 40 46 26 40

F 1.65 1 7 60 6900 44 32 4 60

EXAMPLE OF OUTPUT CHOICES

The analysis above suggests that the limit over the first two sections of the route should be
reduced from 60 to 50mph. For section A, added measures should be considered to further
reduce the accident rate; for section B, added measures would be needed to ensure the
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mean speed was within the new limit. For section D, although the current mean speed is well
below 50mph, the accident rate is below the threshold without reducing the limit. The situation
should be reviewed regularly.

USING SPREADSHEET FOR DETAILED CALCULATIONS

A spreadsheet can be downloaded from www.trl.co.uk to help in considering the effects of
alternative speed limit choices.

When should you use it?

On road sections where the effects of changes
are marginal or uncertain = : =l =

To provide detailed information on speed e

and cost changes
Most roads can be assessed using = : . :
the basic principles described previously — =

What data do you need to input? SIS e
Traffic lows and mean speeds - = '

Current accident rates
Potential safety measures and their effects

How can you test options?
Choose the road tier appropriate for the section and the most likely speed limit
options and their effects are displayed
Relevance of environmental factors can be entered manually to be considered in the
decision

What outputs are produced?
Revised mean traffic speed with speed limit options with or without any additional
measures
Changes in travel costs and safety costs for different speed limit options

REFS/CONTACTS/ ACCESS TO SPREADSHEET
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7.

9.

10.

The updated guidance covers the setting of all local speed limits on single and
dual carriageway roads in both urban and rural areas. It also brings together the main
features of other published guidance on speed limit related issues including speed
related road traffic regulation and signing, street lighting, traffic calming, and speed
limits in villages.

The guidance should not however be used in isolation, but read in conjunction
with the more comprehensive advice set out in the appropriate Traffic Advisory
Leaflets and with the relevant legislation, including the Traffic Signs Regulations and
General Directions 2002 (TRSGD 2002).

The guidance is structured as follows:

Section 2 outlines the background to the guidance and its objectives

Section 3 identifies who is responsible for determining local speed limits on
which roads, and the underlying principles to be used to determine appropriate

speed limits

Section 4 summarises the legislative framework governing the setting of local
speed limits, including street lighting and speed limit signing

Section 5 provides guidance on setting local speed limits in urban areas
Section 6 provides guidance on the setting of local speed limits in rural areas
Section 7 provides guidance on the designation of Home Zones.

Section 8 is a bibliography of the references to other documents contained in this
advice.

The guidance will continue to be reviewed in the light of experience and policy
developments. The Executive intends to evaluate its usefulness to Traffic Authorities
and impact on the ground during 2006. This information will then be assessed as part
of the second three yearly review of the GB Road Safety Strategy, to be published in
2007.



SECTION 2: BACKGROUND AND OBJECTIVES

This section outlines the background to the guidance and its objectives.

Background

11.

12.

13.

14.

15.

The UK Government’s 1997 White Paper on the Future of Transport included a
commitment to develop a speed policy that would take account of the contribution
of reduced speeds to environmental and social objectives as well as to road safety.

This resulted in the publication, in 2000, of New Directions in Speed Management,
which concluded that a national framework was needed for determining speeds on all
roads, with limits that were rational, consistent, readily understood and appropriate
for the circumstances. It stressed, however, that Traffic Authorities must, within this
framework, retain the flexibility to ensure that local speed limits are right for the
individual road and reflect local needs, taking account of all local considerations.

New Directions in Speed Management was published in conjunction with Tomorrow's
Roads - Safer for Everyone, the GB Road Safety Strategy which set the following long-
term casualty reduction targets to be achieved by 2010:

40% reduction in the number of people killed or seriously injured

50% reduction in the number of children killed or seriously injured

10% reduction in the slight casualty rate, expressed as the number of people
slightly injured per 100 million vehicle kilometres.

Research has demonstrated that reducing excessive and inappropriate speeds on
roads can reduce the number of collisions and severity of injuries, with each 1 mph
reduction in average speed reducing accident frequency by 5% (TRL, 2000). ‘Safer
speeds’ was, therefore, one of ten key themes in the Strategy, reflecting the important
contribution that effective speed management can make towards delivery of the 2010
casualty reduction targets. Amongst other aspects of speed policy and practice, the
strategy included a commitment to revise the guidance on the setting of local speed
limits.

Subsequently, there was also a commitment to examine the procedures and
processes for developing and implementing a hierarchy of rural roads for speed
management purposes; this was reported to the UK Parliament in 2001. The
assessment of this report suggested that a hierarchy based on differing speed limits
throughout the rural community would be costly both financially and in terms of
environmental intrusion due to the additional signing required to indicate the
different speed limits. Moreover given the necessary infrastructure and behavioural
changes required, the road safety benefits would also take too long to realise.
However, the report made a number of recommendations, such as the use of a Speed
Assessment Framework, that are now being used to inform work on rural speed
management. These are reflected in parts of this guidance.

Objectives

16.

This guidance has a number of objectives:
to provide up to date and more consistent advice to Traffic Authorities;
to better reflect the needs of all road users;



17.

18.

19.

to improve the balance between road safety, accessibility and environmental
objectives, especially in rural communities;

to help road users to recognise and understand the risks involved on different types
of road and the different speed limits that apply and why;

to help bring about better compliance with more appropriate speed limits, including
lower speeds where conditions dictate; and

to ultimately contribute to reductions in the number of road traffic collisions and
injuries in which excessive or inappropriate speed is a contributory factor.

Speed limits in themselves are, however, only one element of speed management.
Local speed limits should not, therefore, be set in isolation, but as part of a package
with other measures to manage speeds, including engineering and landscaping
changes to raise the driver’s awareness of their environment, education, training and
publicity. Together these measures should enable the overall road experience to
deliver an overarching objective of speed limits that are safe and appropriate for the
road and its surroundings, and drivers that are more readily aware of the road
environment and assessing their own appropriate speeds at all times.

Indeed, speed limits set in isolation may result in substantial numbers of drivers
continuing to travel at unacceptable speeds and hence also result in possible lack of
support for the speed limit and significant enforcement costs.

Traffic Authorities should in particular use the guidance in this Circular as the
basis for developing speed management interventions to achieve the road safety
objectives contained in their local transport strategies. However, they will not be able
to bring about all of the objectives at paragraph 16 overnight. Consistent with their
duty in respect of road safety, this is likely to mean that Traffic Authorities should
focus the use of speed management measures, including more appropriate speed
limits, or a combination of these methods, on those roads or routes offering the
highest potential casualty reduction.



SECTION 3: RESPONSIBILITY AND UNDERLYING PRINCIPLES

This section identifies which Traffic Authority is responsible for determining local speed
limits on what roads, and the underlying principles to be used to determine appropriate
speed limits.

Responsibility for local speed limits

20.

21.

22.

The Scottish Executive is responsible for determining local speed limits on the
trunk road and motorway network, and Local Traffic Authorities for determining
local speed limits on the local road network. In this Circular, the term Traffic
Authority will be used to denote both the Scottish Executive and Local Traffic
Authorities.

It is essential that Traffic Authorities collaborate with the police throughout
when determining or considering any changes to local speed limits. It is also
important that neighbouring authorities work closely together, especially where roads
cross boundaries, to ensure speed limits remain consistent.

All mandatory speed limits other than the default national limits are made by
speed limit order. Further details are set out in Section 4, The Legislative Framework.
Traffic Authorities must follow the full consultation procedure, details of which can
be found in the Local Authorities’ Traffic Orders (Procedure) (Scotland) Regulations
1999, before any new mandatory speed limit is introduced. Guidance on the
procedure is provided in SODD Circular 7/1999.

Considerations

23.

24.

25.

A study of types of accidents, their severity, causes and frequency, together with a
survey of traffic speeds, should indicate whether an existing speed limit is appropriate
for the type of road and mix of use by different groups of road users, or whether it
needs to be changed. It may well be that a speed limit need not be changed if the
accident rate can be improved by other measures. These alternative options should
always be considered before proceeding.

There will be roads or stretches of roads that suffer from poor compliance with
the speed limit. Where this happens and the speed limit is considered to be
appropriate for the road, there may be a mismatch between the appearance of the
road and the driver's or rider’s perception of the risks of an accident. If local
engineering and/or education solutions have been tried and the road is either
unsuitable or inappropriate for major engineering changes, some form of
enforcement may be necessary. However, it is again vital for Traffic Authorities to
discuss the issue with the police force responsible for enforcement before any
remedial action is taken.

Before introducing or changing a local speed limit, Traffic Authorities will wish
to satisfy themselves that the benefits exceed the disbenefits. Many of the costs and
benefits do not have monetary values associated with them but should include an
assessment of :

Benefits:



Accident savings

Reduced emissions

Improvement to the environment

Reduction in public anxiety

Reduction in severance by fast moving traffic

Improved conditions and facilities for vulnerable road users

Disbenefits:
Increased journey times for motorised traffic
Cost of associated engineering measures and their maintenance
Negative environmental impact of engineering measures
Cost and negative visual impact of signing
Cost of enforcement

The underlying principles

26.

27.

28.

29.

30.

31.

The underlying aim of speed management policies should be to achieve a 'safe'
distribution of speeds which reflects the function of the road. This should mean an
average speed appropriate to the prevailing conditions, and all vehicles moving at
speeds as close to this average as possible (Taylor et al, 2001).

The main purpose of local speed limits is to provide for situations where it is
appropriate for drivers to adopt a speed which is lower than the national speed limit.
However, that limit does not imply that it is a safe speed under all conditions and
drivers should be encouraged to adopt still lower speeds if conditions warrant.

Any decision to change a mandatory speed limit must be taken with the full
support of the police as they will be responsible for enforcing the new limit. If the
new limit is set in isolation or is unrealistic it is likely that the police will not be able
to enforce and the overall effect will have little impact on safety. It is also likely to
cause problems within the local community who will have expectations of improved
safety and compliance.

An important factor when setting a limit is what the road looks like to the road
users, such as its geometry and adjacent land use. Drivers are likely to expect lower
limits, and be influenced when deciding on what is an appropriate speed, where they
can see there are potential hazards, such as outside schools, in residential areas, and
in shopping streets. A principal aim in determining appropriate speed limits should
therefore be to alert drivers to changes in the road geometry or environment.

However, different road users perceive risks differently and drivers and riders of
motor vehicles do not have the same perception of the hazards of speed as do
pedestrians, cyclists and horse riders. Furthermore, sometimes the “messages” given
by the road environment and geometry can be contradictory. Introducing or
changing a local speed limit indicated by signing alone, without accompanying
education and effective engineering changes to the road itself, is unlikely to have
sufficient influence on driver behaviour to reduce actual speeds to the new limit.

Mandatory speed limits should not be used in isolation to attempt to solve the
problem of isolated hazards, such as a single road junction or a bend, as they would



32.

33.

34.

35.

36.

37.

be difficult to enforce over such a short length. Other measures such as warning
signs, junction improvements, superelevation of bends and new or improved street
lighting are likely to be more effective. Similarly, the provision of adequate footways
can be an effective means of ensuring pedestrian safety as an alternative to lowering a
speed limit over a short distance.

Collisions and injuries should be a key factor in determining whether a local
speed limit is appropriate, especially if there is a history of speed related incidents.
Similarly collision and injury reduction should be a key consideration when changing
a local speed limit. But in both cases Traffic Authorities must also consider wider
accessibility, environmental and social objectives.

The needs of vulnerable road users must also be taken into account. Setting
appropriate speed limits is an important factor in urban safety management and will
have particular benefits for pedestrians and cyclists. Similarly, as wehicle speeds are
generally higher on rural roads accident severity and the risk to vulnerable road users
are also greater. A principal aim in determining appropriate speed limits should
therefore be to alert drivers to the presence and needs of vulnerable road users or to
changes in road geometry or environment.

Drivers and riders of motor vehicles, pedestrians, cyclists and equestrians will
have different views about what speed is appropriate on rural roads. There is also a
difference of opinion as to what constitutes a reasonable balance between risk of an
accident, travel efficiency and environmental impact. Speed brings benefits in terms
of shorter travel times for people and goods but with inappropriate speed for the
conditions come costs, the greatest of which is death and injury to people.
Sometimes, but not always, the appropriate speed will be slower than the speed
drivers are choosing at present. An acceptable balance between costs and benefits
needs to be sought so that speed management policies take account of
environmental, economic and social effects as well as their ability to reduce casualties.

Circular 1793 advised the use of 85" percentile speeds to determine local speed
limits. This refers to the speed at, or below which 85 per cent of the traffic is
travelling. Viewed another way it is the speed only 15 per cent of drivers exceed.
Many practitioners have since expressed concern that 85" percentile speed can be
heavily influenced by excessive speeds travelled by a minority of drivers. Some
Traffic Authorities have therefore adopted the use of mean speeds when considering
what is an appropriate local speed limit as they better reflect what the majority of
drivers perceive as an appropriate speed for the road. The Executive recommends
that mean speeds be used in future assessments of appropriate speed limits.

For the majority of roads there is a consistent relation between mean speed and
85" percentile speed. Where this is not the case, it will usually indicate that drivers
have difficulty in deciding the appropriate speed for the road, suggesting that a better
match between road design and speed limit is required. The aim should therefore be
to align the speed limit so that it is not substantially higher than the mean speed
driven on the road, and to achieve an outcome where mean speeds are at or below
the posted speed limit for that road.

Within routes, separate assessments should be made for each length of road of
600m or more for which a different speed limit might be considered appropriate.



38.

39.

When this is completed, the final choice of appropriate speed limit for individual
sections might need to be adjusted to provide consistency over the route as a whole.

It is generally preferable to aim for a minimum length of a speed limit of at least
600m, where possible, to avoid too many changes of speed limit along the route. In
exceptional circumstances this can be reduced to 400m but not below. The actual
length adopted for a limit will depend on the limit applied and also on the conditions
at or beyond the end points. Where a limit would otherwise end on a steep gradient,
a sharp bend, hump-backed bridge or other hazard, the restriction may need to be
extended so as to clear the hazard. Similarly, an extension may be required to
provide good visibility of the speed limit signs. A limit may also need to be extended
S0 as to cover any new access to an industrial or residential estate.

Occasionally, it may be appropriate to use a short length of 40 mph or 50 mph
speed limit as a intermediate transition between a length of road subject to a national
limit and another length on which a lower limit is in force, for example on the
outskirts of villages or urban areas with adjoining intermittent development.
However, the use of such transitional limits should be restricted to sections of road
where immediate speed reduction causes real difficulty or is likely to be less effective.
A ‘countdown' system of successive short lengths of road with mandatory limits at
gradually decreasing speeds is to be avoided.



SECTION 4: THE LEGISLATIVE FRAMEWORK

This section summarises the legislative framework governing the setting of local speed
limits and speed limit signing.

Main speed limit legislation

40. Most Road Traffic Law pertaining to speed limits is contained in the Road Traffic
Regulation Act 1984 (RTRA). Other relevant legislation includes the Roads
(Scotland) Act 1984 where sections 36 to 39 cover road humps and sections 39A to
C cover other traffic calming works.

41, Part VI of the RTRA deals specifically with speed limits. Sections 8.-84 deal
with different speed limits, restricted road status and the speed limit order making
process.

42.  The establishment of speed limits is also a method through which legal sanctions
can be brought to bear on those that drive faster than the limit on that road. It is
therefore important to preserve carefully all records relating to the validity of a speed
limit and speed limit signs. Section 81 of the RTRA 1984 specifically makes it an
offence for a person to drive a motor vehicle at a speed of more than 30 mph on a
restricted road (in Scotland roads with street lighting which are Class C or
unclassified).

43.  All mandatory speed limits, other than those in respect of restricted roads, should
be made by order under Section 84 of the RTRA.

44, This includes the making of a 30 mph speed limit on a Class A or B road in
Scotland and any Class C or unclassified road which is unlit. Where a speed limit
higher than 30 mph applies, by an order under Section 84, to a Class C or unclassified
road with a system of street lighting, and it is proposed to lower the limit to 30 mph,
a direction under Section 82 should be used for this purpose.

45.  Any current speed limits of 30 mph that were set using Section 82 in respect of
Class A or B roads or any unlit road are not illegal and there is no requirement to
make retrospective speed limit orders. In the future, however, Traffic Authorities
should use Section 84.

46.  The consent of Scottish Ministers is required to the making of orders in respect
of speed limits less than 30 mph, other than 20 mph.

47, Part IV of the RTRA 1984 defines a dual carriageway as in the footnote”.

LA dual carriageway is a road part of which consists of a central reservation that separates a carriageway to
be used by vehicles proceeding in one direction from a carriageway to be used by vehicles in the opposite
direction.

A central reservation is:

(@) any land between the carriageways of a road comprising two carriageways, or

(b) any permanent work (other than a traffic island) in the carriageway of the road

which separates the carriageway or, as the case maybe, the part of the carriageway which is to be used by
traffic moving in one direction from the carriageway or part of the carriageway which is to be used
(whether all the time or at particular times only) by traffic moving in the other direction.



Street lighting

48.

49,

50.

51.

52.

Street lighting or carriageway lighting for the purposes of lighting a road are one
and the same. For ease of use this guidance uses the term street lighting as a generic
term to cover all lighting that lights a road.

Any fitting that throws light on a carriageway constitutes street lighting and
Traffic Authorities should bear this in mind as in principle this could include any
lights on adjoining buildings or other lights not specifically put in place for road
illumination. Ultimately it would be for a court to decide whether ‘street lighting’ was
in operation in a particular place.

There is also no definition of what constitutes a ‘system’ of street lighting.
However it is generally recognised that a ‘system’ could be 3 or more lamps spaced
not more than 185m apart.

Direction 11 of the Traffic Signs Regulations and General Directions 2002
(TSRGD 2002) defines the requirements for the placing of speed limit repeater signs.
This states that speed limit repeater signs are strictly prohibited where a road with a
system of street lighting exists and a 30 mph speed limit is in force. This Direction
applies regardless of how the speed limit is imposed.

The Executive will not make exceptions to this rule. This means that it should be
assumed that, unless an order has been made and the road is signed to the contrary, a
30 mph speed limit applies where there are three or more lamps throwing light on the
carriageway and placed not more than 185 metres apart.

Speed limit signing

53.

54.

55.

Under Section 85 of the RTRA 1984 it is the duty of the Traffic Authority to
erect and maintain prescribed speed limit signs on their roads in accordance with the
Secretary of State’s directions. The TSRGD 2002 prescribe the designs and
conditions of use for traffic signs, including speed limit signing, in England, Scotland
and Wales.

Traffic Authorities must follow these Regulations when signing speed limits.
Special authorisation must be sought if Traffic Authorities wish to deviate from that
which is prescribed. Traffic Authorities must not install signing that is contrary to
the Regulations without first seeking authorisation. Special authorisation applications
should be sent to the Scottish Executive Enterprise, Transport and Lifelong Learning
Department, Transport Division 3, Victoria Quay, Edinburgh, EH6 6QQ.

Care should be taken to ensure that all signs displaying a mandatory speed limit
either comply fully with the regulations or have been specially authorised. Under
Section 36 of the Road Traffic Act 1988, signs that do not strictly follow the
Regulations or have not been specially authorised are illegal and may result in failed
prosecutions. Traffic Authorities should therefore remove any such signs, bring
them into compliance with the regulations or obtain special authorisation.
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57.

58.
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60.

61.

Lower maximum speed limits apply on certain roads to certain classes of vehicles,
such as light goods vehicles. These are set out in the Highway Code. Drivers of
these vehicles are expected to be aware of this and follow these special limitations
without having to be reminded by specific speed limit signs for particular vehicles.
Traffic Authorities are not, therefore, permitted to erect different speed limit signs
pertaining to any particular vehicle type without special authorisation from the
Scottish Executive. Special authorisation will only be considered in exceptional
circumstances.

TA Leaflet 1795 provides a guide to good practice on the placing of speed limit
signs.  Traffic Authorities should use this to inform their speed limit signing
requirements to ensure there are no enforcement difficulties.

The main types of speed limit, camera and related signing can be found at the
following Diagram numbers within TSRGD 2002:

Diagram 670 - Speed Limit Roundel

Diagram 671 - National Speed Limit applies sign
Diagrams 674 and 675 — 20 mph speed limit zone signs
Diagrams 878, 879 and 880 - Camera warning signs
Diagram 883 - Traffic Calmed Area sign

Diagram 1062 - Road Hump marking sign

Diagram 1065 - Carriageway Roundel road marking
Diagram 2402.1 - Town or village gateway sign (now allowed to be combined
with a speed limit sign)

Diagram 7032 - New temporary 30 mph speed limit sign
Diagrams 557.1 to 557.4 — Road Hump signing

The main Directions for the use and placing of speed limit restrictions can be
found at:

Directions 8 and 9 - Beginning of speed limit restrictions

Direction 11 - Placement of speed limit repeater signs

Direction 16 - Speed limits of 20 mph

Directions 41 and 42 - Mounting and backing of signs

The TSRGD 2002 (as amended) included a number of changes to speed limit
signing regimes. Annex A to this document summarises the key changes. The
Department for Transport Circular 02/2003 gives fuller details of all the changes.

Vehicle activated signs (VAS) have been developed to address the problem of
inappropriate speed. They must not be used as an alternative to standard static
signing but as an additional measure to warn drivers of a potential hazard or to
remind them of the speed limit in force. VAS has proved particularly effective in
rural areas, particularly at the approaches to junctions and bends. TSRGD 2002 now
allows greater flexibility on how and where VAS may be wed (Regulation 58) and
guidance is provided in TA Leaflet 1/03.



62.  The TSRGD does not prescribe the use of Countdown Markers on the approach
to speed limit terminal signs. However, in 1995 the Scottish Office issued a “blanket
authorisation” permitting their use at Traffic Authorities’ discretion.



SECTION 5: URBAN SPEED MANAGEMENT

This section provides guidance on the setting of local speed limits in urban areas

63.

64.

65.

66.

The 'standard’ area wide speed limit in urban areas is 30 mph, representing an
appropriate balance between mobility and safety of ‘road users, especially the more
vulnerable groups. Local speed limits of 20 mph and 40 mph may, however, also be
set on particular roads.

Urban roads by their nature are complex in needing to provide for safe travel on
foot, bicycle and by motorised traffic. Lower speeds benefit all urban road users.
Reducing inappropriate speeds is, therefore, an important factor in improving urban
safety.

It is on urban roads that the majority of casualties occur, including over 90% of
pedestrian and pedal cyclists casualties (Road Casualties Great Britain 2003: Annual
Report). The type of road user involved differs substantially from one location to
another. In town centres and shopping streets casualties are often concentrated at
specific locations. On residential streets collisions are more scattered, but
nonetheless still include a high proportion of pedestrians and cyclists. Children also
make up a higher proportion of casualties on residential streets than they do on other
roads. Efforts should be made to discourage through traffic from residential streets
and to manage the speed of traffic requiring access using traffic calming and
associated techniques (See Traffic Advisory Leaflet 3/90).

In many urban centres main traffic routes often have a mixture of shopping,
commercial and/or residential functions. These mixed priority routes are complex
and difficult to treat but the most successful measures have included speed
management to keep speed at appropriate levels, and a reassignment of space to the
different functions, especially taking into account the needs of vulnerable road users.



5.1

67.

68.

69.

5.2

70.

71.

TRAFFIC CALMING MEASURES

Traffic calming involves the installation of proven physical measures to
encourage lower traffic speeds. There are many measures available to roads
authorities to help them reduce vehicle speeds and ensure compliance with the speed
limit in force.

A wide range of guidance has been provided to local authorities on the measures
available. A list can be found in the bibliography at the end of the Circular. Annex B
to this document provides a brief synopsis of the most popular and effective
measures including:

Road Humps;

Road Narrowing Measures;
Gateways;

Rumble Devices;

Road Markings;
Roundabouts;

Annex B also sets out the consultation requirements that must be followed
before installation of traffic calming measures can take place.

40 MPH SPEED LIMIT

Whereas 30 mph is the standard speed limit for urban areas, 40 mph may also be
used. The roads most suited to this higher urban limit are main traffic routes, e.g.
ring and radial routes, by-passes which have become partially built-up and suitable
urban dual carriageways.

Roads suitable for 40 mph are generally in the suburbs. They should have good
width and layout, have parking and waiting restrictions in operation; and buildings set
back from the road These roads should not usually be used substantially by cyclists
and pedestrians but should, where appropriate, have adequate footways and crossing
places as necessary for pedestrians, cyclists and horse riders.



SECTION 6: RURAL SPEED MANAGEMENT

This section provides guidance on the setting of local speed limits in rural areas.

72.

73.

74.

75.

76.

7.

The vast majority of the rural road network, including Class C and Unclassified
roads, is subject to the national speed limit of 60 mph on single carriageway roads
and 70 mph on dual carriageways. The majority of drivers do not reach or exceed
the speed limit on many single carriageway roads because it is often difficult to do so.
This is especially evident on Class C and Unclassified roads where the geometric
characteristics include narrow roads, bends, junctions and accesses.

Nonetheless more than half of road traffic deaths occur on rural roads and whilst
the overall number of casualties is decreasing, the decline has been notably slower
than on urban roads. Speed is a major factor in this. Consequently there is a need to
improve speed management in rural areas, and in particular to tackle the problems
caused by inappropriate speed, through for example the use of Vehicle Activated
Signs (VAS), which have proved particularly effective at the approaches to junctions
and bends in rural areas.

Speed limits should be considered as only one part of rural safety management.
The first priority where accident rates are high should be to seek cost effective
improvements to reduce these rates, targeting the accident types that are over-
represented. To help in this process a Technical Guide on Accident Analysis on
Rural Roads has been developed by TRL, which provides information on typical
rates for the various categories and types of accidents that occur on different types of
rural road. These can be used to judge whether other site or route specific measures
might be appropriate to reduce speeds and accidents along the route.

If high casualty rates persist despite these measures, then a more appropriate
speed limit should be considered. But speed limits which result in substantial
numbers of drivers continuing to travel at unacceptable speeds may involve
significant enforcement cost, so every effort should be made to achieve an
appropriate balance between speeds, speed limits and road design. This balance may
be delivered by introducing one or more speed management measures in conjunction
with the new speed limits, and/or as part of an overall route safety strategy.

Traffic Authorities should intervene on roads where there is a case for
safeguarding the needs of vulnerable road users. But wider issues must also be
considered.  Under current regulations widespread implementation of speed
management over the whole minor road network would require a costly and
environmentally sensitive increase in the level of signing. A sensible balance must be
achieved. The Department for Transport plans to look at ways of managing speeds
on these roads without the need for infrastructure changes at this level, potentially
through future rural demonstration projects.

This guidance seeks to assist Traffic Authorities by helping to define the
appropriate traffic speed on different types of rural road taking into account traffic
and road user mix, geometry and general characteristics of the road and its
surroundings, and the potential safety and environmental impacts.



6.1 SINGLE CARRIAGEWAY RURAL ROADS AND THE SPEED
ASSESSMENT FRAMEWORK

78.  Achieving an appropriate and consistent balance between safety and mobility
objectives on single carriageway rural roads requires a method of assessment of
options for speed limits. An Assessment Framework has been developed to help
decision-makers weigh up, in a more transparent way, the advantages and
disadvantages of each speed limit option and reach a well-founded conclusion for
these roads.

79. The Assessment Framework differentiates between two tiers of roads based upon
their traffic function:

a) Upper Tier - those with primarily a through function where mobility is important,
typically Class A and B roads; and

b) Lower Tier - those with a local or access function where quality of life benefits
are important, typically Class C and Unclassified roads.

80.  The Assessment Framework methodology is based on the presumption that
single carriageway rural roads should operate at speeds near to those that give the
minimum total costs taking safety, mobility and environmental impact into account.
The framework is designed to take into account safety benefits and mobility costs
and also allows environmental and accessibility factors to be described in ways that
make transparent how the balance between the costs and benefits changes with
different choices of speed limit. The Assessment Framework, which includes an
electronic spreadsheet, automatically calculates the safety and mobility costs
associated with different speed limit options. Although the framework provides a
consistent approach, it is not rigid or prescriptive and allows local conditions and
constraints to be taken into account.

81.  The framework will be a useful tool n both setting local speed limits and
achieving more appropriate speeds on single carriageway rural roads according to
their function. The principles of the framework and a user guide can be found at
Annex C. A draft Traffic Advisory Leaflet has also been produced giving fuller
details of how the Assessment Framework works and advice on how to apply it. The
framework spreadsheet itself, along with a more detailed underlying TRL Report No.
XXXX, can be downloaded from the TRL website www.trl.co.uk. For many cases the
principles will indicate the most likely appropriate limit without use of the detailed
spreadsheet.

82.  The framework has been trialled during development using data supplied by a
number of Traffic Authorities from a cross-section of single carriageway rural roads.
Initial trials using the Assessment Framework principles resulted in speed limits for
upper tier roads which were generally accepted as reasonable by local safety officers
in relation to speed, accident risk and road character. The trials also demonstrated
that the detailed spreadsheet was useful for assessing roads where the appropriate
speed limit choice was marginal or where more detailed data was needed on cost
trade-offs - but not essential for simpler cases. Very few of the lower tier roads
tested warranted lower speed limits on the basis of accident rates only, although on
most of these roads mean speeds were already below 40 mph.
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84.

85.

Traffic Authorities are encouraged to further test the methodology during this
consultation. In the first instance, the Assessment Framework can be applied to
those roads currently suffering from high accident rates, or simply as a way of
helping decisions in borderline cases where the appropriate speed limit is not clear
cut.

However, subject to the above results being confirmed through wider use and the
framework successfully delivering more appropriate speed limits, it could ultimately
be used more widely across the single carriageway rural road network to help
determine the most appropriate limits according to road function and type, taking
into account accident rates.

In this instance, and subject to meeting local needs and considerations,
recommended speed limits for the two tiers toward which, over a period of time,
Traffic Authorities are encouraged to move are :

Upper tier A and B roads

Dual Carriageways 70 mph (these are not covered by the Assessment
Framework)

Single Carriageways 60 mph: High quality roads with accident rates below a
threshold of 35 injury accidents per 100 million vehicle kilometres

50 mph: where accident rates are above a threshold of 35 injury accidents per 100
million vehicle kilometres and/or mean speed is already below 50 mph

40 mph: where there is substantial development or where there are considerable
numbers of vulnerable road users

30 mph: in villages

Lower tier Class C and Unclassified Roads

60 mph: roads with a mixed function (i.e. partial traffic flow function)

50 mph: where the accident rate is below a threshold of 60 injury accidents per
100 million vehicle kilometres

40 mph: where the accident rate is above 60 injury accidents per 100 million
vehicle kilometres and/or where it forms part of a recognised route for
vulnerable road users

30 mph: villages

A summary table can be found at Annex D.
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It is important to note that the above does not imply that speed limits should
automatically be reduced. Indeed some limits may already be inappropriately set or
too low and could be raised.

As recommended in paragraph 35, mean speeds should be used where the
Assessment Framework is being applied. Local issues in relation to particular routes
can be reflected through final decisions on acceptable mean speeds for each limit, on
the importance given to local environmental or social factors, and on the choice of
additional engineering or educational measures.

The aim should be to align the speed limit to the function and design of the road
so that it is not substantially higher than the mean speed driven on the road, and to
achieve an outcome where mean speeds are at or below the posted speed limit for
that road. An important step in the procedure is to gain agreement with the police
that the mean speed of drivers on the road with any new speed limit is acceptable.

VILLAGES

Fear of traffic can affect people’s quality of life in villages. The case for villages
to have the same speed limit as similar roads in urban areas is, therefore, self-evident
and Traffic Authorities should be aware that current policy indicates that where
appropriate a 30 mph speed limit should be the norm in villages.

Traffic Advisory Leaflet 1/04 (TAL 1/04) sets out current policy to achieving
lower speed limits in villages including a broad definition of what constitutes a
village. For the purpose of applying a village speed limit of 30 mph a definition of a
village can be based on the following simple criteria relating to frontage development
and distance:

20 or more houses; and
a minimum length of 600 metres.

It is not considered practical to have a 30 mph speed limit extending over a very
short stretch of road. It is, therefore, recommended that the minimum length is at
least 600 metres to avoid too many changes of a particular speed limit along the
route. Traffic Authorities may, however, lower this to 400 metres in exceptional
circumstances. Shorter lengths are not recommended.

In some circumstances there may be a need to consider an intermediate speed
limit prior to the 30 mph terminal speed limit signs at the entrance to a village, in
particular where there are outlying houses beyond the village boundary, or roads with
high approach speeds. For the latter, Traffic Authorities might also need to consider
other speed management measures to support the message of the speed limit and
help encourage compliance so that no enforcement difficulties are created for the
police. Such measures might include a vehicle activated sign, centre hatching or
other measures that would have the effect of narrowing or changing the nature and
appearance of the road.

Where 30 mph is not considered suitable but a reduction from the national speed
limit is considered appropriate Traffic Authorities should consider other lower limits.



94, If there are high approach speeds to a village, or the start of the village is not
obvious, village gateway treatments can also be an effective way to slow drivers
down. Further guidance on the use of Gateways is included in Annex B. Advice can
also be found in Traffic Advisory Leaflet 1/04 (Village Speed Limits).

95. It may be appropriate in some larger villages to introduce 20 mph limits or zones,
or Home Zones if lighting and other considerations allow.



SECTION7: HOME ZONES

This section provides guidance on the designation of Home Zones.

96.

97.

98.

99.

Home Zones aim to improve the quality of life in residential roads by making
them places for people, instead of just being thoroughfares for vehicles. The key
elements to a Home Zone are community involvement to encourage a change in user
behaviour; and for the road to be designed in such a way as to allow it to be used for
a range of activities and to encourage very low speeds (usually involving traffic
calming).

Section 74 of the Transport (Scotland) Act 2001 and the subsequent Home Zone
(Scotland) (No 2) Regulations 2002 enable Local Traffic Authorities to designate as
Home Zones roads in their areas for which they are the traffic authority.

The Executive considers that only roads which are predominantly residential and
either have very low traffic speeds already (well below 20 mph), or have measures
applied to bring speeds down to these levels, are appropriate for consideration for
designation as a Home Zone. Home Zones can be designed as part of new
residential developments, or retrofitted into existing residential communities.

The Executive published consultation guidance on implementing Home Zones in
2002. Comments on this and practical experience gained from pilot projects will
infform any changes to the guidance, which is available at:
http://www.scotland.gov.uk/consultations/housing/hzgc-00.asp. Information about
Home Zones is also available in TA  Leaflet 8/02 and at
http://www.homezonenews.org.uk.
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ANNEX A

SUMMARY OF MAIN CHANGES TO SPEED LIMIT SIGNING REGIMES
IN TRAFFIC SIGNS REGULATIONS AND GENERAL DIRECTIONS 2002
(TSRGD 2002)

Boundary Sign 2402.1

Where this is used as part of a gateway treatment a speed limit terminal sign may be co-
located with the boundary sign. It may also be mounted on a non-rectangular backing
board (either grey or yellow).

Speed Limits at Road Works

Direction 10(3) now requires the placing of signs to diagram 670 or 671 at the end of
road works (in addition to the 'End of road works restrictions' signs to diagram 7006 or
7001 combined with an 'End' plate to diagram 645) if the stretch of road covered by the
temporary restrictions includes a point at which the permanent speed limit has been
changed. This avoids any confusion where the speed limit has been lowered at road
works but the original speed limit is being reinstated. However, there is no requirement
to sign the limit at the end of the works if the limit is the same as at the start of the
works.

Temporary New 30 mph Speed Limit Sign (Diagram 7032)

A new temporary sign has been included to inform drivers of a newly imposed 30 mph
speed limit. It is intended for use is on a lit street where the road speed limit had
previously been higher. This temporary sign can be used for up to 6 months.

New Informatory 30mph and Camera Warning Sign (Diagram 880)

The sign to Diagram 880 is a new sign to inform drivers of the presence of enforcement
cameras on a road where a 30 mph speed limit is in force and a system of street lighting
is in operation. The sign should be placed within 1km of the fixed camera housing to
remind drivers of the speed limit in force. Only one sign can be used on each approach
and therefore cannot be used as a repeater sign. It also must not be used for mobile
camera sites.

Other Camera Signs (Diagrams 878 and 879)

Signs to diagram 878 can be used to indicate traffic signal cameras, speed cameras, traffic
signal and speed cameras, traffic enforcement cameras, police cameras, police
enforcement cameras and bus lane cameras. Diagram 879 are camera symbol repeater
signs and can be placed on routes and in areas where enforcement cameras are from time
to time in use.

Carriageway Speed Limit Roundel Markings

Speed limit carriageway markings can now be used without special authorisation
provided they are used in conjunction with upright speed limit signing. They may not be
used as 30 mph repeater signs on roads with a system of street lighting. In exceptional
circumstances the Executive will consider special authorisation for carriageway roundels
without upright speed limit signing in areas of outstanding natural beauty but Traffic
Authorities are expected to consider how the roundels will be maintained as they can



become worn and obscured by adverse weather conditions, which could affect
enforcement.

Full details of the changes to speed limit signing regimes in the Traffic Signs
Regulations and General Directions are set out in the Department for Transport
Circular 02/2003.



ANNEX B
TRAFFIC CALMING MEASURES SUITABLE FOR URBAN ROADS

Road Humps

Road humps are the most effective traffic calming measure available for reducing speed.
They are also the most severe as they force the driver to slow down. There are many
different types of road hump, including round top, flat top, raised junctions (speed
tables) and speed cushions.

Speed cushions have been introduced in order to overcome concerns about discomfort
and delay expressed by bus companies and the emergency services resulting from the use
of flat and round top road humps. Their design allows these larger wider vehicles to
straddle the cushion thereby reducing delay and discomfort.

Concerns have been expressed about the potential for low vehicles to ground on road
humps and cushions. Following research into this, a maximum height of 75mm is
recommended: this may need to be lower for very short or narrow cushions (see TA
Leaflet 2/96).

Traffic Advisory Leaflet 3/91 (Speed Control Humps Scotland, England and Wales)
gives guidance on the use of road humps and Traffic Advisory Leaflet 1/98 specifically
deals with speed cushions.

Road Narrowing Measures

Narrowing the carriageway is also considered an effective way of reducing vehicle speeds.
It is less intrusive for the driver but nevertheless requires drivers to negotiate an obstacle,
thus encouraging them to slow down.

Chicanes, Build-outs, Overrun areas and Traffic Islands all have the effect of reducing
the width of the carriageway. Chicanes achieve the biggest reduction in vehicle speeds
with Traffic Islands achieving the least reduction.

Guidance on the use of Chicanes, Build-outs, Overrun areas and Traffic Islands can be
found in Traffic Advisory Leaflet 11/94.

Gateways

Gateways are typically used at the entrances to villages, the start of a traffic calming
scheme or the entrance to a 20 mph zone. One definition of a Gateway is ‘combinations
of natural or man-made features at the entry to, or exit from, areas where the rules or
drivers’ expectations change, such as the introduction of speed limits' (Institution of
Highways and Transportation, 1997).

Gateway features may be constructed on the verge, footway or cycle track. One of the
main features will usually be vertical elements at the sides of the road as a strong visual
cue for drivers. It is also possible for a gateway to span the carriageway. In common
with all traffic calming features, a gateway may include paving, grass or other cover;
pillars, planters, walls, rails or fences; trees, shrubs and other plants.



Traffic Advisory Leaflet 11/94 gives guidance on the use of gateways, also Traffic
Advisory Leaflet 9/99 (20 mph Speed Limits and Zones).

Road Markings

The use of road markings can also have some effect in persuading drivers that a slower
speed is appropriate. Measures include centre hatching, changing the colour of the road
surface, dragon’s teeth that are sometimes used as part of a gateway feature and
carriageway roundels that are used in conjunction with upright speed limit signs as an
additional measure to emphasis the speed limit in force.

Rumble Devices

Rumble devices are also sometimes used. These are slightly raised markings that have a
vibratory and audible effect that alerts the driver that extra care is needed. It should be
noted that because of the vibration and noise these should not ke placed close to
residential areas. Traffic Advisory Leaflet 11/94 gives further advice on the use of
rumble devices.

A new type of rumble device known as rumblewave surfacing has recently been
developed. This has a sinusoidal profile and provides similar noise and vibration within
vehicles but less external noise, making it more suitable for use near residential areas.

Roundabouts

Where several roads with different limits enter a roundabout, the roundabout should be
restricted at the same level as the majority of the approach roads. If there is equal
division, for example where a 30 mph road crosses one restricted to 40 mph, the
roundabout itself should take the lower limit. It follows that if all the approach roads
have the same limit, the roundabout should also be restricted at that level. Care should
be taken that approaching roads with a lower limit are not suddenly signed at a higher
limit just as they reach the roundabout.

The Consultation process

Full consultation must take place before any traffic calming measures are installed. For
road humps section 37(1) of the Roads (Scotland) Act 1984 requires consultation with
the chief officer of police. In addition, Regulation 3 of The Road Humps (Scotland)
Regulations 1998 requires consultation with the fire authority, the Scottish Ambulance
Service NHS Trust and organisations representing road users. Further guidance is
provided in SODD Circular No 9/1998.

For all other traffic calming The Roads (Traffic Calming) (Scotland) Regulations 1994
require consultation with the police, fire and ambulance services, and organisations
representing road users or people who are likely to be affected.



ANNEX C:

SPEED ASSESSMENT FRAMEWORK - NEW APPROACH TO SPEED
LIMIT SETTING FOR SINGLE CARRIAGEWAY ROADS IN RURAL AREAS

Speed limits should be considered as only one part of rural safety management. The first
priority where accident rates are high should be to seek cost effective improvements to
reduce these rates, targeting the accident types that are over-represented.

If high rates persist, despite these measures, then lower speed limits should also be
considered. But speed limits on their own without supporting physical measures, driver
information and publicity or other measures will not necessarily change driver behaviour
and therefore result in substantial numbers of drivers continuing to travel at unacceptable
speeds. This may lead to significant enforcement cost. So every effort should be made
to achieve an appropriate balance between speeds, speed limits road design and other
measures. This balance may be delivered by introducing one or more speed management
measures in conjunction with the new speed limits, and/or as part of an overall route
safety strategy.

An Assessment Framework has been developed by TRL to help decision-makers weigh
up, in a more transparent way, the advantages and disadvantages of each speed limit
option and reach a well-founded conclusion for these roads.

The basis for the Speed Assessment Framework procedure is:

a firm theoretical basis for choosing speed limits for road functions taking account of
safety, mobility and environmental factors,

roads classified into two tiers based on road function,

closer integration of speed limit choice with more general rural road safety
management measures,

driver choice of desired speed to be reflected by mean speed,
local flexibility of choice within a consistent overall procedure.

The assessment framework combines safety and mobility costs to show how the overall
total cost and the balance between the component costs change if different choices of
speed limit are made. For a particular road type, total cost is similar over a relatively wide
speed range, with mobility benefits being exchanged for safety benefits as speed
decreases.

A simple two-tier functional hierarchy should be used, with roads having either primarily
a through traffic function (upper tier) or a local access function (lower tier). Both need
to be provided safely. Mobility benefits will be more important for the upper tier than for
the lower tier roads, whilst environmental benefits are likely to be of greater importance
for the lower tier roads.



There may be many roads below A and B classification which serve a mixed through
traffic and access function. Where that traffic function is currently being achieved
without a high accident rate, these roads should be judged against the criteria for upper
tier roads. If however, for all or parts of these roads, there is a substantial potential risk
to vulnerable road users, these sections should be assessed against the criteria for lower
tier roads.

Decisions on speed limits should take account of other accident reduction measures that
might be applied. To help in this process a technical guide on Accident Analysis on
Rural Roads (downloadable from the TRL website www.trl.co.uk) has been developed,
which provides information on typical collision rates and typical proportions of different
accident types, on different types of rural road. These can be used to judge whether
other site or route specific measures might be appropriate, which would reduce either
speeds or accidents along the route.

Mean speed should be used for the assessment. For the majority of roads there is a
consistent relation between mean speed and 85™ percentile speed. Where this is not the
case, it will usually indicate that drivers have difficulty in deciding the appropriate speed
for the road, suggesting that a better match between road design and speed limit is
required.

The aim should be to align the speed limit so that it is not substantially higher than the
mean speed driven on the road, and to achieve an outcome where mean speeds are at or
below the posted speed limit for that road. An important step in the procedure is to gain
agreement with the police that the mean speed of drivers on the road with any new speed
limit is acceptable.

The aim of the framework approach is to achieve a consistent application of speed limit
policy throughout the country. But local issues in relation to particular routes can be
reflected in the functional tier to which the road is assigned, and also through final
decisions on acceptable mean speeds for each limit, on the importance given to local
environmental factors, and on the choice of additional measures that could change the
appropriate speed limit regime recommended.

Selection Procedure

Within routes, separate assessments should be made for each section of road of 600
metres or more for which a separate speed limit might be considered appropriate. When
this is completed, the final choice of appropriate speed limit for individual sections might

need to be adjusted to provide consistency over the route as a whole.

A flow chart for the decisions to be made for selecting speed limits for rural single
carriageway roads is given in Figure 1. It includes the following steps:

1. consider if the level of development requires special treatment,
2. consider which functional tier is appropriate for the road,

3. measure the current mean speed and accident rate (as all injury accidents per 100
million vehicle km),



4. check the accident rates against the thresholds set out in Section 6.1,

5. if the accident rate is high, check the proportion of different accident types against
the investigatory thresholds recommended in Accident Analysis on Rural Roads and
consider whether site or route treatment is appropriate before deciding speed limit,

6. if a speed limit lower than the current one is indicated, estimate the mean speed
and accident rate and the influence on social factors that would result from
implementing the new limit,

7. check that these values are acceptable; if not consider whether further measures are
necessary to bring speed and accident rates into balance.

For mean speeds to be acceptable, they should be no higher than the posted limit after it
has been implemented. Research shows that for a typical distribution of vehicle speeds
on single carriageway rural roads, the 85™ percentile speed is about 6 mph above the
mean speed for roads with a 50 mph limit, and about 8 mph above mean speeds on
roads with a 60 mph limit. Setting acceptable mean speeds at or below the limit is
therefore consistent with current enforcement policy.

The choice of speed limits within each tier should take account of the following:

whether the accident rate is below the appropriate threshold of injury accidents per
100 million vehicle kilometres,

whether there is substantial development,

whether the road forms part of a recognisable route for vulnerable road users.

The bands of appropriate accident rates by speed and speed limit are illustrated in Figures
2 and 3. If walking, cycling, horse riding or environmental factors are particularly
important on the road section, consideration should be given to using the lower limit
even if the accident rate is below the threshold shown.

The influence of development should be taken into account through the following
factors:

if the road section qualifies for village status, the advice in Traffic Advisory Leaflet
1/04 should be followed,

if the section does not meet the definition in Traffic Advisory Leaflet 1/04 for a
village, hut the level of development is at least half the density implied over a
minimum of 600 metres, a speed limit of 40 mph should be considered. Other
factors that would strengthen the case for a 40 mph limit are a high incidence of
bends or junctions or a high accident rate and specific development in terms of
schools, public houses and vulnerable road users.



Figure 1 Flow chart for choice of speed limit
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Figure 2: Speed limit zones in terms of mean speed and accident rate for upper tier roads
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Figure 3: Speed limit zonesin terms of mean speed and accident rate for lower tier roads
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ANNEXD

RECOMMENDED SPEED LIMITS FOR RURAL SINGLE CARRIAGEWAY ROADS*

Speed Limit (mph)

Upper tier — roads with
predominant traffic flow function

Lower tier — roads with important
access and recreational function

60

Recommended for most high
quality A and B roads but only
when accident rates below
threshold of 35 injury accidents
per 100  million  vehicles
kilometres with this speed limit.

Recommended for C and
Unclassified roads with a mixed
traffic function.

50

Should be considered where
accident rates are above threshold
of 35 injury accidents per 100
million vehicles kilometres at
higher speeds.

Can also be used where mean
speeds are below 50 mph so lower
limit does not interfere with
traffic flow.

Should be considered where
accident rate is below threshold of
60 injury accidents per 100 million
vehicles kilometres.

40

Should be considered where
substantial level of development
or where there are considerable
numbers of vulnerable road users

Should be considered where
accident rate is above threshold of
60 injury accidents per 100 million
vehicles kilometres or where road
is part of a recognisable route for
vulnerable road users.

30

Villages

* Recommended speed limits towards which Traffic Authorities are encouraged to move, over a period of time

subject to their meeting local needs and circumstances.




