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Infrastructure Services
REPORT TO INFRASTRUCTURE SERVICES COMMITTEE – 26 NOVEMBER 2020
ROADS POLICY REVIEW UPDATE
1

Reason for Report/Summary

1.1

This report presents proposals for three policies (Speed Limits; Pedestrian
Crossings; and Street Trading and Occupation of the Road) and invites the
Committee to consider and approve these.

2

Recommendations
The Committee is recommended to:
2.1

Consider and approve the draft Speed Limits Policy statement
appended to this report;

2.2

Consider and approve the draft Pedestrian Crossings Policy
statement appended to this report; and

2.3

Consider and approve the draft Street Trading and Occupation of
the Road Policy statement appended to this report.

3

Purpose and Decision Making Route

3.1

The Infrastructure Services Committee at its meeting on 24 August 2017 (Item
12) endorsed an outline programme for reviewing and updating existing policies
and for developing new policies relating to the functions of roads and
transportation. A further report on 3 October 2019 (Item 8) identified the
following policies as being next in line for review: Speed Limit Assessment
Policy, Pedestrian Crossing Assessment Policy and Street Trading and
Occupation of Road Policy. Drafts of these policies along with associated
guidance manuals are appended to this report as Appendices 1, 2, 3, 4, 5 and
6. This split between the policy statement and the manuals allows the
principles to be fixed by the Policy Committee whilst permitting officers to
update the technical details as necessary to reflect changes in legislation,
standards or technological advances, for example.

3.2

In accordance with the Policy Review Framework in Part 4B of the Scheme of
Governance, each Area Committee (Banff and Buchan – 18 February 2020
Item 5, Buchan – 25 February Item 5, Formartine – 11 February 2020 Item 5,
Garioch – 25 February 2020 Item 6, Kincardine and Mearns – 11 February
2020 Item 4 and Marr – 18 February 2020 Item 6) was given the opportunity to
contribute to the development of these proposed policies by providing
comments on draft versions when they were presented for consideration at the
start of this year. The comments from the Area Committees are appended to
this report as Appendix 9.
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3.3

The subsequent public consultation was planned to take place in the spring of
this year however this was delayed until early autumn as the workload of the
Roads Policy team was re-prioritised to focus on Covid 19 tasks. To facilitate
the public consultation a dedicated page was published on the Council website
providing links to the respective policy documents, a link to an online survey
and details of how fuller responses could be submitted. Community Councils
and a number of other organisations were directly invited, by targeted emails, to
respond to the consultation (these bodies are listed in Appendix 10) and the
survey was publicised through the traditional press and through the Council’s
social media channels. The consultation ran from the start of September until 2
October and a good level of public participation was achieved, particularly in
relation to the speed limit proposals, with over 1000 responses submitted.

3.4

All responses and comments submitted have been considered and some
changes have been made to the manuals. The draft policy statements
recommended for approval however are identical to those previously
commented on by the 6 Area Committees.

4

Discussion
Public Consultation Results

4.1

The results from the online survey are presented in Appendix 11 and other
responses to the consultation are set out in Appendix 12. It should be noted
that while a good response was received, the questionnaire was not a
controlled survey and those responding may not form a fully representative
sample of Aberdeenshire residents. In particular non-drivers and town dwellers
appear to be under represented: only 4% of the respondents to the speed limit
survey did not identify themselves as drivers (in comparison to the 30% of
Scottish adults who do not have a driving licence and the 14% of
Aberdeenshire households who do not have access to a car or van) while the
34% of respondents identifying as living in a town is a significantly lower
proportion than the 52% of the overall Aberdeenshire population living in
settlements of over 3000 persons.
Speed Limits

4.2

Aberdeenshire Council’s current Speed Limit Policy was approved by
Infrastructure Services Committee at its meeting of 24 January 2008 (Item 24).
The appended draft Speed Limit Policy (Appendix 1) and Manual (Appendix
2) would supersede the existing policy and its accompanying guidance.

4.3

In the years since our existing policy was approved, a number of local
authorities (Including Edinburgh) have introduced widespread 20 mph limits in
built-up areas and Transport Scotland published its June 2016 “Good Practice
Guide on 20 mph Speed Restrictions”. This document aims to encourage local
authorities to set 20 mph limits where appropriate and states:
The Scottish Government… aims to ensure that people improve their
health, especially in disadvantaged communities, where circumstances
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can have a significant impact on a person’s health. There is clear
evidence that lower speeds reduce the number of casualties, and there
is specific evidence of casualty reduction in 20 mph speed limit zones. It
is argued that this is particularly true for disadvantaged areas and
communities and would help to reduce health inequalities.
4.4

The evidence in this document was based mainly on targeted schemes for
particular zones. A more recent study by the Department for Transport
(https://www.gov.uk/government/publications/20-mph-speed-limits-on-roads)
covering a larger sample of more widespread limits showed much less
evidence of a significant overall positive impact. Overall, the reduction in
average speed following a blanket introduction of 20 mph speed limits is usually
between 0 and 2 mph.

4.5

A recent review of the 20 mph limit policies in Edinburgh for the National
Institute for Health Research
(https://www.edinburgh.gov.uk/downloads/file/26614/report-on-key-outcomesfollowing-the-implementation-of-20mph-limits-in-edinburgh---nihr-sept-2019)
found a small but statistically significant reduction in vehicle average speeds
with greater reductions where the average speeds before the introduction of the
lower limits were greater than 24 mph. Furthermore, the review noted a
reduction in accident rates for all levels of severity and for accidents involving
pedestrians, cyclists and motorcyclists and also young children and the elderly.

4.6

At a strategic level the approval of the National Transport Strategy in early 2020
and the ongoing development of the Regional Transport Strategy by Nestrans
have seen a greater emphasis to being able to travel actively, which of course
reflects the approach in our own Local Transport Strategy. Road traffic
volumes and speeds are a factor in encouraging greater levels of active travel
and this has been seen during the period since March 2020. In light of all of
these developments it is proposed that we move towards making 20 mph the
normal speed limit on minor roads in our built-up areas while retaining 30 mph
or 40 mph limits on a strategic network of routes. It is also proposed that 20
mph limits are introduced in designated town centres. The widespread use of
20 mph limits is likely lead to a rise in the number of vehicles exceeding the
signed speed limit and additional effort may be needed to manage community
expectations.

4.7

Preliminary estimates put the cost of these measures between £1,000,000 and
£1,800,000 and initial discussions have been held on the possibility of an
external funding partner meeting a significant portion of these costs. This
would potentially allow for the preferred delivery mechanism of having the full
change implemented on a single date, and for having a concerted media
campaign to highlight the changes.

4.8

In the absence of external funding, the new speed limits could be phased in
across Aberdeenshire over a 5 to 10 year programme, depending on the
availability of resources, giving priority initially to disadvantaged areas where
the benefits would be greatest. Physical traffic calming measures would not be
introduced except for raised footways across the minor arms at some junctions
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with roads with higher limits. However, resources would be required for
undertaking assessments, preparing Traffic Orders and planning and
implementing appropriate traffic signing and road marking.
4.9

A viable alternative option would be to continue with the existing policy whereby
20 mph speed limits are introduced selectivity backed up by traffic calming
measures as necessary to meet qualifying speed criteria. This results in fewer
drivers exceeding the signed limits but means that a much lower proportion of
roads can have 20 mph speed limits introduced.

4.10

The results from the first speed limit related question in the online survey
(Appendix 11) indicate a narrow preference for moving towards default 20 mph
limits on urban minor roads and in main town centres. A much clearer majority
view was evident in the responses to the second question with 74.68% of
respondents agreeing that “current speed limits should be reviewed and
redetermined in accordance with the new policy rather than left at their current
state (even if it means some speed limits increasing)”.

4.11

It should be noted that a blanket approach to the introduction of 20 mph speed
limits backed up by physical traffic calming would not be a viable option. The
cost would be disproportionate to any additional benefit and could not be
accommodated within existing budgets. It is also likely that with the introduction
of speed restriction technology on new vehicles in the not too distant future,
physical traffic calming will become redundant within a decade or so and will
eventually be removed to facilitate maintenance and snow clearing and enable
a more economical driving style.

4.12

Other proposed changes include rationalising our speed limit orders into a set
with 1 speed limit order per area which would be regularly updated and
maintained.

4.13

Councillor Martin Ford (East Garioch) had previously submitted a Member
Promoted Issue on the introduction of a “Green Routes/Cycle Friendly Roads”
scheme, similar to that operated by Perth and Kinross Council. Officers
proposed that as the review was ongoing it was more efficient to consider the
issue raised as part of this policy review.

4.13.1 Perth and Kinross Council’s scheme seeks to promote active travel by
identifying certain minor roads as cycling and walking friendly. Qualifying
routes (with a carriageway width of less than 4m and mean speeds of 40 mph
or less) would have a 30 mph or 40 mph speed limit introduced along with
comprehensive signage to remind drivers that the route is used by walkers and
cyclists. These are not intended as traffic calming interventions and, while
supportive of the project, Police Scotland do not carry out enforcement of speed
limits in the green route network.
4.13.2 Perth and Kinross Council report that the scheme is popular with road users.
However, given the above, we are not convinced that the use of speed limit
orders is either necessary or appropriate for the promotion of active travel
routes. Implementing such limits would introduce additional sign clutter in the
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countryside and we do not recommend that Perth and Kinross Council’s Green
Routes scheme is replicated in Aberdeenshire.
4.13.3 It should be noted that there is a formal statutory process for the designation of
“quiet lanes” in England but that there are no similar statutory provisions in
Scotland. Officers will however consider the work to develop this policy when
considering a furthermore recent MPI that asks that officers consider measures
the Council could take to promote the continuation of the increased cycling and
walking on rural roads that occurred during lockdown.
Pedestrian Crossings
4.14

Aberdeenshire Council’s current Pedestrian Crossing Assessment Policy was
approved by Infrastructure Services Committee at its meeting of 29 November
2001 (Item 15). The appended draft Pedestrian Crossing Policy (Appendix 3)
and Manual (Appendix 4) would supersede the existing policy and the
guidance it contains.

4.15

The proposed policy formalises the internal approval processes for all new
pedestrian crossings and promotes prioritisation on an Aberdeenshire wide
basis to ensure that when funds are available for new crossings these are spent
where the need is greatest.

4.16

The Pedestrian Crossing manual sets out standard layouts for various
crossings from simple uncontrolled crossings to signal controlled crossings,
including new PEDEX crossings and parallel crossings for cyclists. The criteria
for zebra crossings have been relaxed, permitting their use in certain areas with
lower traffic and pedestrian volumes than previously. While our capacity to
install lower priority zebra crossings may be limited by funding constraints, this
relaxation should allow us to adopt more zebra crossings associated with new
developments.
Street Trading and Occupation of the Road

4.17

While Grampian Regional Council had a policy controlling street trading in
roadside laybys (GRC Traffic Note 29), records do not indicate that it has been
officially adopted by Aberdeenshire. Garioch Area Committee, at its meeting of
28 August 2018, requested that Infrastructure Services Committee gives due
consideration to the implementation of Grampian’s policy.

4.18

The proposed policy (Appendix 5) and manual (Appendix 6) seek to give
greater clarity to where and when street trading may be permitted in the public
road. They introduce the principles that the primary function of the road is to
provide a means of passage, that any secondary use of the road should not
unreasonably detract from this primary use, and that the maximum permitted
duration of an occupation of the road should be proportionate to the community
benefit.

4.19

These principles are extended in the manual to other uses of the road, including
street cafes, storage of non-motorised vehicles, community events and filming
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as well as street trading. This should enable officers to deal more effectively
with complaints about matters such as caravans being stored in the road while
giving businesses and members of the public clearer guidance on what is
permissible.
4.20

It should be noted that the permission for street traders to locate their unit on
the public road is quite separate from that granted following a successful
application for a street trader licence and both are required for street traders
wishing to operate from the road. Officers from Transportation, and Legal and
Governance have worked together to dovetail their separate requirements and
it is intended that a joint guidance document will be produced to assist potential
applicants. Legal and Governance’s Street Trader Licence application form
highlights that the applicant is responsible for obtaining consent from the Roads
Authority and, while it has never been the Roads Authority practice to approve
permanent occupation of the road, roads officers have (since July 2017) being
notifying applicants that their unit must be removed from the road overnight.

4.21

Results from the online survey (Appendix 11 – Street trading and occupation of
the road question 1) indicate strong support for laybys and industrial estate
roads being locations where it would be acceptable to consider allowing street
traders to operate from. Similarly, town and village centres were viewed as
acceptable locations by a majority of respondents however only 7.64% of
respondents viewed locations near schools as being acceptable.

4.22

The text in Section 3 of the version of the manual considered by the Area
Committees and made available for the wider consultation spoke of street cafes
being for the “consumption of food and drink” and also only being considered
“where the primary business carried on at the premises is the serving of food
and drink.” This phrasing was open to misinterpretation and has been rewritten to clarify that the serving of alcohol at on-street cafes would only be
permitted when accompanied by a meal. The Committee may wish to consider
if they are happy with this restriction. However, results from question 3 of the
online survey show that less than a quarter (23.40%) of respondents were in
favour of on-street cafes being permitted to serve “alcoholic drinks even if not
accompanied by a meal”. The same section has also been amended to allow
other businesses serving food and drink as only a part of their business (a gift
shop or delicatessen for example) to apply for street cafe consent provided the
proposed outdoor seating capacity does not exceed that maintained indoors.

4.23

Responses to question 4 of the online survey indicate that the majority of
respondents (51.80%) were agreed with the proposals for restricting the time
that non-motorised vehicles (such as caravans or trailers) would be allowed to
be left in the same road (not more than two consecutive days nor more than
any four days in a calendar month). 16.55% of respondents disagreed with the
proposals, feeling the suggested periods were too long while 31.65% felt that
the periods were too short.
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5

Council Priorities, Implications and Risk

5.1

The report helps to deliver the Council Priority within the pillar “Our Economy”
and the principles which underpins this priority of “responsible finances” and
“tackling poverty and inequalities”

5.2

The development of the policies considered in this report has the potential to
help deliver on the Aberdeenshire Child Poverty LOIP Action Plan by protecting
children living in poverty from its most adverse effects.

5.3

The table below shows whether risks and implications apply if the
recommendation is agreed.
Subject
Financial
Staffing
Equalities
Fairer Scotland
Duty
Town Centre First

Sustainability
Children and
Young People’s
Rights and
Wellbeing
5.4

5.5

Yes

No

N/A

X
X
[EqIA attached as
Appendix 7]
[EqIA attached as
Appendix 7]
[TCFP impact
assessment
attached as
Appendix 8]
X
X

An equality impact assessment has been carried out as part of the development
of the proposals set out above. It is included as Appendix 7 and there are
positive impacts as follows:


Reduced vehicle speeds and appropriate provision of crossing points
would assist those with wheelchairs/pushchairs, reduced mobility or
limited hazard perception; and



Prioritising the provision of traffic management interventions based
on need rather than expressed demand, and the consideration of
deprivation levels should help reduce the inequalities of outcome
encountered by disadvantaged communities.

Potential financial and staffing implications would be dependent on the rate of
implementation of the policies. The draft proposals in the Speed Limit Policy,
for example, sets out a direction of travel which could be implemented over a
number of years or all at once on a single date. The Pedestrian Crossing
Policy promotes prioritising measures within available budgets so would not
introduce any commitment to spend funds which were not available.
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5.6

Policy changes relating to speed limits and pedestrian crossings could
potentially promote active travel and contribute to a reduction in carbon
emissions while positively impacting on the safe, healthy, active and included
Wellbeing Indicators.

5.7

The following Risks have been identified as relevant to this matter on a
Corporate Level:


ACORP001 – Budget Pressures (Corporate Risk Register).
The following Risks have been identified as relevant to this matter on a
Strategic Level:



ISSR001– Active Travel (Directorate Risk Registers)

6

Scheme of Governance

6.1

The Head of Finance and Monitoring Officer within Business Services have
been consulted in the preparation of this report and their comments are
incorporated within the report and are satisfied that the report complies with the
Scheme of Governance and relevant legislation.

6.2

The Committee is able to consider this item in terms of Section F.1.1 of the List
of Committee Powers in Part 2A of the Scheme of Governance as it relates to
policy and resource matters (within agreed budgets) relating to functions of
Roads, Landscape Services and Waste Management and Transportation which
have not been reserved to the Full Council or specifically delegated to any other
Committee of the Council.

Stephen Archer
Director of Infrastructure Services
Report prepared by John Bruce, Roads Policy Officer and David Armitage, Roads
Policy and Asset Manager
11 November 2020
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1 Introduction
Both the general speed limit for restricted roads and the national speed limit are set
by the Scottish Ministers and these apply by default across the country in the
absence of signing to the contrary. As these default limits may not be appropriate for
all sections of route, local traffic authorities are permitted to set local speed limits
suited to local conditions and circumstances.
It is a widely accepted principle that set speed limits should reflect road users’
perception of the character of the road however road users can have quite different
opinions on what the appropriate speed limit for a stretch of road should be
depending on their mode of transport at the time.
National statistics indicate that children and other pedestrians in more deprived areas
are far more likely to be injured or killed by vehicles than those from affluent areas,
however more affluent residents are generally more likely to request and argue for
traffic management interventions in their areas.
This policy aims to promote a reasonable balance between the competing demands
of drivers and pedestrians, and residents and businesses. Compliance with this
policy should ensure a level of consistency across the areas of Aberdeenshire with
speed limits being set fairly and systematically following a quantitatively based
approach.

2 Policy Statement
Aberdeenshire Council, while acknowledging the need to avoid unnecessary
delays and restrictions to motorists, recognises the road safety and
environmental benefits of lower traffic speeds in our towns and villages.
We will:







Provide clear guidance on the assessment and implementation of speed
limits in a “Speed Limits Manual”;
Apply the guidance within the Speed Limits Manual consistently across
Aberdeenshire;
In urban areas, move towards 20 mph speed restrictions being the norm
while maintaining a network of strategic routes with 30 mph speed
restrictions;
Rationalise our Speed Limit Orders into a new set of 6 orders (1 per
Area) and regularly update these through the consolidation process;
Make all our Speed Limit Orders publicly available by publishing them on
our website; and
Promote residential road layouts in our standards for Road Construction
Consent which deliver more pedestrian and cycle friendly
neighbourhoods through lower design speeds.
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3 Scope
This policy shall apply to:


All roads and prospective roads for which Aberdeenshire Council is the local
traffic authority.

4 Implementation and compliance
Aberdeenshire Council’s “Speed Limits Manual” contains detailed direction on the
assessment and provision of speed limits within Aberdeenshire.
The Roads Policy and Asset Manager will be responsible for updating this manual to
reflect changes in legislation and any other improvements or amendments
considered to be needed.
Local Roads and Landscape Managers shall be responsible for compliance within
their areas, ensuring that guidance in the manual is complied with.
The Roads Development Manager shall ensure that roads for adoption comply with
the guidance in the manual.

APPENDIX 2

1
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1 Introduction
Responsibility for both the general speed limit for restricted roads and the national
speed limit are devolved to the Scottish Ministers and these apply by default across
the country in the absence of signing to the contrary. These default limits may not be
appropriate for all sections of route and Aberdeenshire Council, as the local traffic
authority for all non-trunk roads within its area, is able to set local speed limits suited
to local conditions and circumstances.
This manual sets out how local speed limits shall be set and implemented across
Aberdeenshire.

1.1 Legal & Policy Background
1.1.1 Legal background
Under Section 81 of the Road Traffic Regulation Act 1984 (RTRA), the General
Speed Limit for Restricted Roads is set at 30 miles per hour. Section 82 of that Act,
combined with further secondary legislation1, defines “restricted roads” as Class C
and unclassified roads with “a system of carriageway lighting furnished by means of
lamps placed not more than 185 metres apart”.
The National Speed Limit was set by the Secretaries of State2 and, with the General
Speed Limit for restricted roads and the vehicle-specific limits in Schedule 6 of the
RTRA (and the Road Vehicles (Authorisation of Special Types) (General) Order
2003, prohibits vehicles from exceeding the limits shown in Table 1.1.
Section 84 of the RTRA allows traffic authorities to vary speed limits to suit local
conditions by order. Local traffic authorities cannot however introduce vehicle
specific limits and the consent of the Scottish Ministers is required for any maximum
speed limit below 30 mph (except for 20 mph limits, 20 mph zones and temporary
speed limits) but this is unlikely to be granted.
Sub section 82(2) of the RTRA permits local authorities to change a road’s status to
or from a restricted road however this approach is not recommended for introducing
changes in speed limits.
Speed limits must be signed in accordance with section 85 of the RTRA and signs
must comply with the Traffic Signs Regulations and General Directions 2016
(TSRGD).

The Restricted Roads (Classification or Type) (Scotland) Regulations 1985 http://www.legislation.gov.uk/uksi/1985/1888/contents/made
2 The 70 Miles Per Hour, 60 Miles Per Hour and 50 Miles Per Hour (Temporary Speed Limit)
(Continuation) Order 1978 - http://www.legislation.gov.uk/uksi/1978/1548/made
1
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Table 1.1 National Speed Limits (excluding motorways)

Type of vehicle

Other single
carriageway
roads (mph)

Other dual
carriageway
roads (mph)

30

60

70

30

50

60

Goods vehicles (more than 7.5 tonnes
maximum laden weight).

30

40

50

Invalid carriages

20

20

20

25
30
20
12

25
40
20
12

25
40
20
12

Cars, motorcycles, car-derived vans and
dual-purpose vehicles.

Restricted
roads
(mph)

Motorhomes or motor caravans (not more
than 3.05 tonnes maximum unladen weight)
Cars, motor caravans, car-derived vans and
dual-purpose vehicles when towing one
caravan or one trailer.
Motorhomes or motor caravans (more than
3.05 tonnes maximum unladen weight)
Buses, coaches and minibuses.
Goods vehicles (not more than 7.5 tonnes
maximum laden weight).

Vehicles towing more than one caravan or
trailer.
Agricultural motor vehicles:
Standard tractors
High-speed tractors
Wider vehicles (2.55m – 3.5m)
Wider vehicles (3.5m – 4.3m)
Other special vehicles

See the Road Vehicles (Authorisation of
Special Types) (General) Order 20033

1.1.2 National policy
After a detailed review of speed management policies, the Department of the
Environment, Transport and the Regions concluded in its 2000 report4 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
3
4

http://www.legislation.gov.uk/uksi/2003/1998/contents/made
New Directions in Speed Management: A Review of Policy
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recommended that 30 mph should be the norm for speed limits in villages and, for
urban areas, noted that while there is a strong case on road safety and urban
regeneration grounds for 20 mph restrictions, these are only effective with selfenforcing 20 mph zones.
In 2004 The Department for Transport published advice on speed limits in villages5
including a definition of a village for use when determining speed limits and, in the
same year, a Scottish Executive circular6 stated their belief that 20 mph speed limits
should be the norm outside schools.
Following this, the Scottish Executive published its guidance7 to be used by traffic
authorities “for setting all local speed limits on single and dual carriageway roads,
other than 20 mph limits, in both urban and rural areas”. This promoted a speed
assessment framework procedure which forms the basis for much of the guidance in
this manual and identified a number of underlying principles, including the following:








Traffic Authorities and Police forces should work closely together in
determining, or considering, any changes to speed limits;
Local speed limits should not be set in isolation, but as part of a package with
other measures to manage vehicle speeds;
The underlying aim should be to achieve a 'safe' distribution of speeds which
reflects the function of the road and the impacts on the local community. The
needs of vulnerable road users must be fully taken into account;
What the road looks like to road users should be a key factor when setting a
speed limit;
Mean speeds should be used to determine local speed limits. This reflects
what the majority of drivers perceive as an appropriate speed to be driven for
the road;
The minimum length of a speed limit should generally be not less than 600
metres to avoid too many changes of speed limit along the route; and
Speed limits should not be used to attempt to solve the problem of isolated
hazards, such as a single road junction or reduced forward visibility such as a
bend.

In 2010 the Scottish Government published guidance8 on the design and redesign of
existing streets which stated that “for residential streets, a maximum design speed of
20 mph should normally be an objective”.

Traffic Advisory Leaflet 1/04 - Village Speed Limits https://webarchive.nationalarchives.gov.uk/20120606202733/http://assets.dft.gov.uk/publications/tal-104/tal-1-04.pdf
6 GETLLD Circular No 1/2004, 20 mph Speed Limits Around Schools on Roads with Speed Limits
Higher than 30 mph https://www.webarchive.org.uk/wayback/archive/20180517222337/http://www.gov.scot/Publications/20
04/03/19837/File-1
7 Setting Local Speed Limits: Guidance for Local Authorities: ETLLD Circular 1/2006
https://www.webarchive.org.uk/wayback/archive/20180521054427/http://www.gov.scot/Publications/20
06/08/14134225/2
8 Designing Streets: A Policy Statement for Scotland - https://www.gov.scot/publications/designingstreets-policy-statement-scotland/
5
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Transport Scotland subsequently published guidance9 on 20 mph restrictions,
seeking to achieve greater consistency across Scotland and to encourage local
authorities to set 20 mph restrictions where appropriate.
1.1.3 Aberdeenshire Policy
Aberdeenshire Council’s 2020 Speed Limit Policy acknowledges the need to avoid
unnecessary delays and restrictions to motorists while recognising the road safety
and environmental benefits of lower traffic speeds in our towns and villages.
This Speed Limits Manual is directly referred to in the Policy and the requirements
contained within this manual shall be applied for all non-trunk roads in
Aberdeenshire.
The Council’s Variable and Vehicle Activated Signs Policy and Manual are also of
some relevance, covering the use of permanent and temporary vehicle activated
signs emphasising speed limits, and signs for part-time limits at schools.

2 Dual Carriageways
Given the very low lengths of dual carriageway roads in Aberdeenshire all proposals
for new speed limits on these roads shall be dealt with in the manner set out in
section 4.4.

3 Aberdeenshire Standard Speed Limits for Single Carriageways
3.1 Categorisation of locations
For the purposes of this manual, locations shall be classified as Town Centre, Urban,
Village or Countryside. Routes shall be classified as Strategic or Non-Strategic as
shown in Table 3.1.
Table 3.1 Route Classification

Strategic Routes

Non-Strategic Routes

All A class roads

C class roads other than those listed in
Appendix A

All B class roads

Unclassified roads other than those listed
in Appendix A

Routes listed in Appendix A

Good Practice Guide on 20 mph Speed Restrictions https://www.transport.gov.scot/media/38640/20-mph-good-practice-guide-update-version-2-28-june2016.pdf
9
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3.1.1 Town Centres
Town centre categorisation is taken from the designated town centres in
Aberdeenshire’s current Local Development Plan.10 The extents of the town centres
shall be taken as those shown in the Plan’s Settlement Statements. Where a road
forms the boundary of a town centre but does not enter it, it shall be considered to be
out with the town centre. Table 3.2 below lists our principal and other town centres.

Table 3.2 Town Centre Categorisation

Principal Town Centres

Other Town Centres

Peterhead

Westhill

Inverurie

Portlethen

Fraserburgh

Kintore

Stonehaven

Macduff

Ellon

Kemnay

Banchory

Oldmeldrum

Turriff

Aboyne

Huntly

Insch

Banff

Alford

https://www.aberdeenshire.gov.uk/planning/plans-and-policies/aberdeenshire-local-developmentplan-2017/
10
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3.1.2 Urban
Urban areas shall be defined as settlements with a population of greater than 3000
people. Based on Scottish Government statistics11 the following settlements shall be
considered as Urban:
Peterhead, Inverurie,
Fraserburgh, Westhill,
Stonehaven, Ellon,
Portlethen, Banchory,
Turriff, Huntly, Kintore,
Banff, Macduff, Kemnay,
Newtonhill, Oldmeldrum,
Blackburn and Laurencekirk

The urban area shall extend to
include all built-up areas
contiguous with the settlement
which satisfy the village criteria
in section 3.1.3.
3.1.3 Village
Villages are defined as settlements with a population of less than 3000, meeting the
criteria for a village speed limit.
3.1.3.1 Village Speed Limit Criteria
For a settlement to qualify for a village speed limit, all the following criteria must be
satisfied:




11

The settlement must contain at least 20 house equivalent units over a
continuous length of route where each 100m section has a level of frontage
development of at least three house-equivalent units (HEUs);
The minimum length of village speed limit shall be 400m (or 300m where the
carriageway and sign at the far end of the limit are not visible to motorists
entering the start of the limit); and
The average level of frontage development along the total length of the limit
should not be less than 3 HEUs/100m.

Mid 2016 population estimates for settlements - https://www2.gov.scot/urbanrural

Item: 9
Page: 296

10 |Speed limits

3.1.3.2 House-Equivalent Units
House-equivalent unit (HEU)
values are given in Table 3.3.
To qualify as an HEU the
building must still be used for
that purpose or be actively
under construction or
renovation. The curtilage of the
building must have a frontage
onto the road in question and
be visually identifiable to
motorists as a built-up feature.
Table 3.3 House-Equivalent Units

Building Use or Amenity

House-Equivalent Unit

Dwelling house

1

Shop or post office

3

Hotel/public house/café/restaurant

3

Village hall

3

Filling Station

3

Pedestrian entrance to play park or sports field

3

Camping or caravan site

3

Church or other public place of worship

3

Sheltered housing complex/ nursing home

3

Hospital/GP surgery

5

Other business, commercial or industrial unit

3

School

5
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3.1.4 Countryside
Countryside areas are all other rural areas which do not satisfy the village criteria set
out in section 3.1.3.

3.2 Standard limits
The speed limits shown in Table 3.4 shall be implemented across Aberdeenshire
unless any of the extenuating factors in Section 4 apply.
Table 3.4 Aberdeenshire Standard Speed Limits for Single Carriageways

Road Category

Principal
Town Centre

Other Town
Centre

Other Urban/
Village

Countryside

A class

20 mph

30 mph

30 mph

60 mph

Other Strategic

20 mph

20 mph

30 mph

60 mph

Non-strategic

20 mph

20 mph

20 mph

60 mph

By retaining the national speed limit as the standard limit on countryside roads in
Aberdeenshire we will help to preserve the rural character of the area by minimising
the sign clutter of repeater speed limit signs.

12 |Speed limits
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4 Extenuating Factors
4.1 Schools
Speed limits of 20 mph will be applied outside schools. These will be full time
mandatory 20 mph speed limits or zones in locations where the normal criteria for
such limits set out in this manual are met. In other locations, they will be part time
limits.

4.2 Road Safety Issues
Where the accident history indicates
that speed management measures
may be required on a particular
stretch of road, then an evaluation
will be made of possible remedial
options. Alternative speed
management options should always
be considered before a new speed
limit is introduced. Reductions in
speed limits on safety grounds will
only be permitted where Police
Scotland and the Council’s Principal
Road Safety Engineer agree on the
need for and the extents of the
reduced limit.

4.3 Urban Periphery
Sections of road,
contiguous with urban
areas (as defined in
Section 3.1.2, which
would not meet the
density requirements in
the village definition but
which link residential/
commercial/industrial
parts of the settlement
may be considered for a
reduced speed limit of 50,
40, 30 or ( for C class and
unclassified routes only)
even 20mph depending
on the mean speed of the
road.
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Table 4.1 Speed Limits Appropriate to Recorded Mean Speeds

Road Category

20 mph

30 mph

40 mph

50 mph

Strategic

-

< 30

31 - 40

41 - 50

Non-strategic

< 24

24 - 30

31 - 40

41 - 50

4.4 Other factors
It would be impractical for a guidance document such as this to cover every possible
situation in our large and varied road network in Aberdeenshire. Nevertheless, it is
important that the general principles of setting appropriate speed limits are applied
consistently and fairly and that professional judgement is exercised where the
application of the simple rule based method is inadequate.
Where local traffic engineers believe that the speed limit achieved through following
the method in this manual fails to take into account other relevant factors specific to
the location, they may prepare a submission justifying their proposal for an
alternative speed limit. This submission shall be validated or rejected by the Roads
Policy and Asset Manager following consideration by a panel of experienced
engineers in the Council’s Roads Standards Group. This validation shall be required
before any report recommending a speed limit, other than that achieved by following
the guidance in this manual, is presented to an Area Committee.

5 20 mph Restrictions
20 mph limits in Aberdeenshire shall either be:




part-time mandatory 20 mph speed limits at schools;
mandatory 20 mph zones; or
mandatory 20 mph limits.

Advisory 20 mph limits should no longer be used in Aberdeenshire. Where these
exist, they shall be removed and replaced by the appropriate mandatory speed limit.

14 |Speed limits
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5.1 Part time 20 mph limits
Part time 20 mph limits shall be introduced outside
schools where the criteria for providing permanent
20 mph restrictions are not satisfied.
Part time limits should only be implemented at times
and dates when children are going to and from
school. Times will vary across the school network
and should be discussed with individual schools but
will typically include the period leading up the start of
the school day, lunchtimes and a period after the
end of the school day. It will be appropriate to
extend the periods covering when pupils are going to
school by 5 minutes after the bell to include
latecomers. In certain circumstances, such as at
academies where pupils are allowed to leave the
school premises and walk to local shops, it may be
appropriate to include breaktimes.
When introducing new or reviewing existing part time 20 mph limits at schools,
consideration should be given to the location and access point of the school in
relation to adjoining roads, community severance and routes used by pupils. The
use of part time limits should be restricted to the immediate environs of a school so
that drivers can identify the lower limit with the school. Unnecessarily long lengths of
variable speed limit must be avoided.

5.2 20 mph zones
20 mph zones should have sufficient traffic calming features to promote compliance
with the speed restriction without the need for enforcement. The Traffic Signs
Regulations and General Directions 2016 (TSRGD) require that no part of any road
(other than a cul-de-sac less than 80m long) within a 20 mph zone is more than 50m
from one of the traffic calming features listed in either Group A or B in Table 5.1
below. Group B features can be used where mean speeds are already around
20mph but every 20 mph zone must include at least one feature from Group A.
20 mph zones, where appropriate, are preferable to 20 mph limits, benefiting from
exemptions from the legal requirements on warning signs for build-outs, chicanes,
islands, pinch-points, rumble devices or road humps. Similarly, road humps within 20
mph zones are exempt from the standard requirements concerning lighting and
alignment.12

The Road Humps and Traffic Calming (Scotland) Amendment Regulations 1999
http://www.legislation.gov.uk/uksi/1999/1000/contents/made
12
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Table 5.1 Traffic Calming features for 20 mph zones

Group A

Group B

road hump

A “20” repeater sign
(Diag. No. 670)

traffic calming works (build-outs, chicanes,
islands, overrun areas, pinch points or
rumble devices)
pedestrian refuge (if constructed after 15th
June 1999 and which encourages speed
reduction)

A “20” roundel road
marking (Diag. No.
1065)

carriageway narrowing (if constructed after
15th June 1999 for the purpose of speed
reduction)
a horizontal bend in the carriageway
(where all vehicles have to change
direction by no less than 70° within a
distance of 32m measured along the inner
kerb)

5.3 20 mph limits
20 mph limits do not require any physical
measures other than signage. While previously
they were only introduced where existing mean
speeds did not exceed 24 mph, a number of
authorities now apply 20 mph limits over wider
areas, grouping streets with higher mean
speeds with nearby streets with lower speeds.
In Aberdeenshire 20 mph limits shall be the
default speed limit on non-strategic routes in
towns and villages where the criteria for 20 mph
zones are not satisfied.
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6 Extents of speed limits
6.1 Start points
Reduced speed limits should be introduced at the first point where the criteria are
met for that limit. In certain circumstances however there may be valid reasons for
starting the reduced limit in advance of this point. Local traffic engineers can
promote orders with a start point up to “C” metres in advance of the qualifying start
point (see Table 6.1 and Figure 6.1) without further validation from the Roads Policy
and Asset Manager or being considered as a departure from Policy.
Table 6.1 Maximum distance start point can be advanced

Speed limit “A”

60 mph

50 mph

40 mph

30 mph

Maximum distance “C”

60m

50m

40m

30m

Figure 6.1 Advance start point for reduced speed limits

6.2 Minimum lengths of speed limits
Speed limits generally shall be at least 400m long although lengths of 300m shall be
permitted for village speed limits where the carriageway and sign at the far end of the
limit are not visible to motorists entering the start of the limit. In urban areas, shorter
lengths will be permissible in cul-de-sacs and for non-strategic streets linking
strategic roads.
Where villages extend along more than one through road, it shall be acceptable for
any through route formed by a reasonable combination of these roads to be used
(ABC, ABD or CBD in the example given in Figure 6.2 below) when checking if the
village criteria in 3.1.3 is satisfied. If so, the whole continuous area satisfying the

Item: 9
Page: 303

Speed limits | 17

village density criterion would qualify for a reduced limit provided that any limit on a
strategic route is not less than 300m long.
Figure 6.2 Combining routes in determining village status

Where roads are of different categories, the speed limit applicable to the higher
category shall apply if the length of lower category route was insufficient to merit its
own limit.
In the above example, if ABC was a strategic road its speed limit would be 30 mph.
If non-strategic BD was less than 300m long it would be included in the 30 mph limit
however if it was more than 300m long its limit would be 20 mph.

6.3 Gaps between settlements
Where two settlements independently satisfy the village speed limit criteria and the
distance between village speed limits (BC in Figure 6.3 below) is 600m or greater, the
reduced speed limit shall only apply to the lengths meeting the village speed limit
criteria. If the gap (BC) is less than 600m then the reduced speed limit shall extend
over the combined length of settlement (AD).
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Where a settlement (AB) on its own wouldn’t qualify for a village speed limit but is
within 600m of another settlement (CD) that does, the start of the speed limit may be
extended from C to A where the frontage development density over length AC is
greater than 3 HEUs per 100m.
Figure 6.3 Gaps between settlements

6.4 “Buffer” speed limits
“Buffer” speed limits (short lengths of speed
limit used as a transition in advance of a lower
speed limit) shall not be used in countryside
areas. These buffers impose an unnecessary
restriction on vehicles which have left the
section of route where the lower speed limit
was justified and can lead to a disregard for
signed speed limits.
Where an immediate reduction from the
national speed limit to a lower speed limit may
cause risks with vehicles slowing down too
quickly or where additional interventions are
required to give advance warning of the
reduced speed limit then countdown markers
may be used on the approach to speed limit
terminal signs. These are not prescribed in
TSRGD however their use is permitted by a
blanket authorisation issued in 1995 by the
Scottish Office.
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6.5 Roundabouts
Where the speed limits on the approach roads to a roundabout vary the speed limit
on the roundabout itself shall be set to be as follows:



If one or more strategic routes pass through the roundabout, the lower limit on
a strategic route at the roundabout (see Figure 6.4); or
Where there are no strategic routes passing through the roundabout, the limit
on the majority of (non-20 mph) approach roads or, where there is no majority,
the lower of the most common (non-20 mph) limits (see Figure 6.5).

Figure 6.4 Speed limits on a roundabout on a strategic route

Figure 6.5 Speed limit on a roundabout on non-strategic routes only

Item: 9
Page: 306

20 |Speed limits

7 Signing of speed limits
Unless otherwise stated below, speed limit
signing shall follow the guidance given in Section
8 of Chapter 3 of the Traffic Signs Manual.
Where speed limits end at the edge of a
settlement consideration should be given to
combining the sign with the settlement name
sign.
Speed limit countdown markers may be used in the circumstances described in
Section 6.4 of this manual. Up to 3 such markers may be placed at 100 yard
intervals in advance of the speed limit terminal sign. These shall be placed on the
near side of the road only and, where 1 or 2 markers give adequate advance warning
of the limit, it shall not be necessary to use the full set of 3 markers.
Where new repeater signs are to be provided upright signs shall be used in
preference to speed limit roundel road markings.

8 Enforcement
While enforcement of speed limits is entirely the
responsibility of Police Scotland, Police
enforcement is expensive and resources are
limited so it is important that speed limits should
be designed to be effective without the need for
heavy enforcement. Aberdeenshire Council will
work in partnership with Police Scotland on the
monitoring of speeds and driver education and
Police Scotland shall be consulted on all
proposed changes to speed limits.

9 Supporting measures
Where recorded vehicle speeds are considerably above the speed limit, the speed
limit should be reviewed to see if it is still appropriate and consideration should be
given to introducing supporting measures in order to bring speeds down.
New residential areas should be designed with sufficient speed reducing features to
ensure that speed limits are self-enforcing however it would be neither practical nor
affordable to retrofit traffic calming measures in every street where some drivers
choose to exceed the speed limit. Where funding is available for traffic calming this
should be targeted on an evidence led basis to where it is most needed and will have
greatest effect. Further details shall be provided in Aberdeenshire’s forthcoming
Traffic Calming Manual.
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Aberdeenshire’s Variable and Vehicle Activated Signs Manual sets out how these
signs may be used to promote compliance with existing limits and to highlight newly
introduced limits.

10 Speed limit orders
All mandatory local speed limits shall be made by order under Section 84 of the
RTRA. The National Speed Limit or the General Speed Limit for Restricted Roads
shall apply, as applicable, on all roads not covered by a speed limit order. In
accordance with national guidance, Section 82 orders shall not be used to change
the speed limit on a section of road.
Speed Limit Orders shall be prepared and implemented in accordance with
Aberdeenshire’s Permanent Traffic Management Orders guidance note. Proposed
changes to speed limits shall only be presented to Area Committees for
consideration where the recommendations comply with the requirements of this
manual. Where an Area Committee wishes a non-complying speed limit to be
promoted, they may refer the matter to Infrastructure Services Committee for
determination in accordance with Section 10.1 of Part 2A of the Scheme of
Governance.
Maps shall be produced to accompany each order and, while they are illustrative only
unless referred to in the order text, shall be stored with the made order as both
physical and digital records.

10.1 Initial task
A single Speed Limit Order shall be produced and maintained for all the speed limits
in each area of Aberdeenshire as follows:
THE ABERDEENSHIRE COUNCIL (BANFF AND BUCHAN) (SPEED LIMITS) ORDER 20XX;
THE ABERDEENSHIRE COUNCIL (BUCHAN) (SPEED LIMITS) ORDER 20XX;
THE ABERDEENSHIRE COUNCIL (FORMARTINE) (SPEED LIMITS) ORDER 20XX;
THE ABERDEENSHIRE COUNCIL (GARIOCH) (SPEED LIMITS) ORDER 20XX;
THE ABERDEENSHIRE COUNCIL (KINCARDINE AND MEARNS) (SPEED LIMITS) ORDER
20XX; and
THE ABERDEENSHIRE COUNCIL (MARR) (SPEED LIMITS) ORDER 20XX.

These shall be “clean” orders, making a full set of new provisions. At the same time
an order - THE ABERDEENSHIRE COUNCIL (<AREA NAME>) (SPEED LIMITS REVOCATION)
ORDER 20XX - shall be produced revoking all existing speed limits (and
reinstating/revoking any restricted road status previously changed by a Section 82
order) within that area. The Orders shall be timed to ensure that there is no gap
between the revoking of the old orders and the commencement of the new.
Speed Limit Orders shall be published on the Council’s website.
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10.2 Introducing further orders
Any new Speed Limit Order promoted after the making of the area wide Orders shall
be promoted and made as a standalone order before being consolidated into a new
area wide Order. In order to minimise the number of current orders we should aim to
consolidate any new standalone Speed Limit Orders within 12 months of their being
made.
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Appendix A
Other Strategic Routes:
Town

Road

Ellon

Hospital Road
Golf Road
Knockothie Crescent

Inverurie

North Street
Blackhall Road
St James Place

Kintore

Hallforest Avenue
Forest Road

Newmachar

School Road

Oldmeldrum

Colpy Road
Station Road

Peterhead

Meethill Road
Windmill Road
Kinmundy Road
South Road
Waterside Road

Portlethen

Cookston Road
Muirend Road

Notes
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Town

Road

Stonehaven

Arduthie Road
Mill of Forest Road
East Lodge Drive

Turriff

Market Street
Balmellie Road

Westhill

Broadstraik Road
Old Skene Road
Westhill Drive

Notes
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1 Introduction
The provision of safe crossing points can have a vital role in promoting pedestrian
activity, helping vulnerable pedestrians feel more confident and reducing the impact
of busy traffic routes severing our communities.
Different types of crossing are appropriate at different locations and factors such as
road character, traffic speed, and vehicle and pedestrian numbers should be taken
into consideration. Moreover, budget constraints limit the number of crossing
facilities we are able to both provide and maintain so it is necessary to evaluate and
prioritise requests for new installations.
National statistics indicate that children and other pedestrians in more deprived areas
are far more likely to be injured or killed by vehicles than those from affluent areas,
however more affluent residents are generally more likely to request and argue for
traffic management interventions in their areas.
This policy aims to achieve consistency in the assessment and provision of
pedestrian crossings across the areas of Aberdeenshire, targeting locations where
they are most needed.

2 Policy Statement
Aberdeenshire Council recognises the importance of having sufficient, welldesigned, appropriately located and well maintained pedestrian crossing
facilities.
We will:






Provide clear guidance on the assessment, prioritisation and provision
of pedestrian crossings in a “Pedestrian Crossings Manual”;
Only provide or accept new crossings which meet the criteria in the
Pedestrian Crossings Manual;
Require that all proposals for zebras and signalised crossings follow the
internal approval process set out in the Pedestrian Crossings Manual;
Prioritise proposals on an Aberdeenshire wide basis to ensure crossings
are targeted where they are most needed; and
Re-evaluate existing signalised crossings prior to replacement and
remove those which do not meet current criteria;

3 Scope
This Policy shall apply to:




Aberdeenshire’s existing road network;
New roads constructed by or on behalf of Aberdeenshire Council; and
New roads constructed by others for adoption by Aberdeenshire Council.
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4 Implementation and Compliance
Aberdeenshire Council’s “Pedestrian Crossings Manual” contains detailed direction
on the provision, assessment and design of pedestrian crossing facilities.
The Roads Policy and Asset Manager will be responsible for updating this manual to
reflect changes in legislation and any other improvements or amendments
considered to be needed. Requests for approval of design proposals for zebras and
signalised crossings and for departures from the standards set out in the manual
shall be determined by the Roads Policy and Asset Manager after advice from the
Roads Standards Group.
The Strategy Manager shall be responsible for ensuring that requests for new
crossings are processed in accordance with this policy and the manual, compiling
and maintaining a list of candidate sites and prioritising proposals in accordance with
the manual.
Local Roads and Landscape Managers shall be responsible for compliance within
their areas and supporting the Strategy Manager in the assessment of sites in their
areas.
The Roads Development Manager shall ensure that all crossings in roads for
adoption comply with the requirements of the manual.
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1 Introduction
The provision of safe crossing points can have a vital role in promoting pedestrian
activity, helping vulnerable pedestrians feel more confident and reducing the impact
of busy traffic routes severing our communities.
Different types of crossing are appropriate at different locations and factors such as
road character, traffic speed, and vehicle and pedestrian numbers should be taken
into consideration. Moreover, budget constraints limit the number of crossing
facilities we are able to both provide and maintain so it is necessary to evaluate and
prioritise requests for new installations.
This manual gives details on the types of pedestrian crossing facilities that may be
used in Aberdeenshire and sets out the process for assessing and implementing
proposals for these.

1.1 Legal & Policy Background
1.1.1 Legal background
Under Section 23 of the Road Traffic Regulation Act 1984 (RTRA), local traffic
authorities are permitted to establish, alter or remove pedestrian crossings on the
roads they are traffic authority for, after consultation with the police and giving public
notice of their proposal.
Sections 26 and 27 of the RTRA allow local authorities to appoint school crossing
patrollers with powers to stop vehicles.
Schedule 14 of the Traffic Signs Regulations and General Directions 2016 (TSRGD)
prescribes the signals and road markings to be used for zebra crossings and signalcontrolled crossings.
1.1.2 Policy Background
Aberdeenshire Council’s Pedestrian Crossings Policy aims to achieve consistency in
the assessment and provision of pedestrian crossings across the areas of
Aberdeenshire, targeting locations where they are most needed. This manual is
directly referenced in the Policy and shall be complied with for all crossings in
Aberdeenshire.
National Guidance on the provision and design of pedestrian
crossings is contained in Manual for Streets (2007), Manual
for Streets 2 (2010) and Chapter 6 of the Traffic Signs
Manual (2019).
This manual should be read in conjunction with the guidance
in Chapter 6 and aims to promote a consistency of
application across Aberdeenshire by giving specific guidance
in areas where Chapter 6 allows some discretion.
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1.2 Types of Crossing
Table 1.1 below lists the type of crossing facilities (in roughly ascending order of cost)

that may be installed, renewed or adopted in Aberdeenshire. The crossings are
categorised for ease of reference later in this manual.
Table 1.1 Categorisation of Crossing Facilities

Crossing Category

Facility

Uncontrolled

Dropped kerb crossing point
Pedestrian Island
Carriageway narrowing
Raised entries
Continuous footways

Controlled (standalone)

Zebra crossing
Parallel crossing
PEDEX crossing
Far-side toucan crossing
Far-side Pegasus crossing

Patrolled

School crossing patroller

Controlled (combined)

Signal controlled junctions with pedestrian phase

2 General Principles
Chapter 6 of the Traffic Signs Manual identifies the three main objectives of any
crossing as safety, convenience and accessibility, and states “a crossing that
does not improve on all three to some degree is unlikely to be satisfactory”.

2.1 Location
Crossings should be provided at junctions to help pedestrians cross side roads and
also at mid-block locations as necessary. They should be located as close as
possible to pedestrian desire lines and should be as direct as possible. This should
encourage pedestrians to use the provided facilities, minimise the potentially
hazardous practise of crossing in the “shadow” of the crossing and avoid the need for
guardrails.
Conflict points at uncontrolled junctions should be avoided however when crossings
are needed on the approach to a side road the safe distance of 20m is required for
signal controlled crossings and a minimum of 5m for a zebra crossing.
Controlled crossings located on the minor approach road should not be sited very
close to the give way or stop line as drivers turning into the minor road need time to
assess the crossing and space to stop.
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Crossings should be provided to improve access to bus stops however stopped
buses can obstruct visibility between drivers and pedestrians seeking to cross the
carriageway. Bus stops should be sited downstream from pedestrian crossings with
a minimum length of 15m from the rear of the stopped bus to the crossing point.

2.2 Visibility
Pedestrians must be able to see and be seen by approaching traffic. Visibility should
not be obstructed by parked vehicles, trees or street furniture. Minimum distances for
drivers are set out in Table 2.1. These account for a driver reaction time of 1.5s and
a deceleration rate of 0.45g in wet weather conditions. The visibility is from the driver
to the waiting pedestrian at the road edge. No new crossing should be installed if the
absolute minimum visibility is not met and if relocation of the crossing is not viable
then consideration to removing the obstruction should be given. A footway buildout
or extension of the zig-zag markings may suffice to improve visibility.
Table 2.1 Visibility at Pedestrian Crossings

85%ile Approach
Speed (mph)

20

25

30

35

40

45

50

Absolute
Minimum visibility

25m

33m

43m

53m

79m

95m

113m

2.3 Crossing approach surfaces
Crossings should have appropriate drainage to collect surface water from the
crossing area. Both the footway and the carriageway should be free from surface
obstructions such as access covers to services, gratings or gullies. Street furniture
should also be located away from the pedestrian waiting area.
Dropped kerbs with an upstand of no greater than 6mm and tactile paving (see 2.4)
must always be provided across the crossing width and that the section of footway
between the flush kerb line. The gradient along the direction of travel should not
exceed 1 in 20 while the crossfall perpendicular to the direction of travel should not
exceed 1 in 40. This may not always be practical when retrofitting crossings into
existing footways but should be achievable for new developments or major projects.
Figure 2.1 illustrates one possible method of how, by dropping the full width of the
footway, acceptable crossfalls can be achieved at dropped kerb crossings.
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Figure 2.1: Full width of footway dropped

High skid resistance surfaces shall be applied on the carriageway (approach lanes
only) to all controlled pedestrian crossings. The length over which the anti-skid
should be applied is equal to the length of the zig-zags which will vary according to
visibility and the approach speed of the vehicle. Cold applied epoxy resin with grey
calcined bauxite shall be used for these high skid resistance surfaces. It is preferred
that this is machine applied however this may not always be economically justified for
small quantities and manual application may be considered.

2.4 Tactile paving
Blister surface tactile paving shall be provided at the following locations:





crossings along or across distributor roads;
mid-block crossings;
controlled crossings; and
crossing points on raised junctions or tables.

At other locations, tactile paving shall be considered but is not mandatory.
Red concrete tactile slabs should be used at controlled crossings and buff concrete
slabs elsewhere. Natural slabs may be used in conservation areas however the
selected colour/tone must provide a sufficient contrast against the surrounding
surface.
Concrete tactile slabs shall be hydraulically pressed and laid on a 30mm thick mortar
bed above a minimum of 100mm of ST3 concrete over the full extent of the tactile
paving. Materials and installation shall otherwise comply with BS 7533-4:2006
clause 5.44.
Where tactile paving is provided it shall extend along the full extent of the dropped
kerb and shall be aligned with the direction of crossing, with the back edge of the
tactile surface at right angles to the direction of crossing. This may not necessarily
be parallel to the kerb. The tactile surface should be laid to a depth of 1200mm
where the flush kerb is in the direct line of travel. A depth of 800mm shall be used
elsewhere.
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2.5 Lighting
Good lighting of pedestrian crossings is required as pedestrian crossings are also
used at night as well as during the day. Road lighting should be designed so it is
adequate but if there is any doubt about the visibility of pedestrians then
supplementary lighting can be provided in accordance with BS 5489. The pedestrian
approach and the carriageway crossing area must be illuminated to a uniform level.
Consideration should also be given to the effects of glare at crossings where the
alignment may result in drivers being dazzled when the sun is low in the sky.
Additional measures may be needed at such locations to increase the conspicuity of
the crossing.

2.6 Guardrails
The use of guard rails should be avoided when designing the crossing as they may
cause a hazard, potentially trapping pedestrians in the carriageway, and limit the
available space for pedestrians waiting to cross which may cause congestion at the
crossing. Other solutions to improve pedestrian safety should be sought before
installing guardrails.

2.7 Signing and Road Markings
All road markings, road studs and signage must be in
accordance with the Traffic Signs Regulations and
General Directions 2016.
Advance warning signing may be required in areas
where the visibility of the crossing is impaired or
when high speed limits are high for the type of
crossing e.g. where a signal controlled crossing is
sited on road where the speed limit is greater than 50
mph.
Cold plastic Methyl Methacrylate (MMA) shall be used for all road markings at
pedestrian crossings.
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3 Uncontrolled Crossings
3.1 Dropped kerb crossing points
While pedestrians are free to cross the road where they wish, dropped kerb crossing
points can be a relatively low cost option to make crossing easier for those with
impaired mobility to cross the road.
Informal crossings do not require signs or markings and therefore do not add to
visual clutter. Informal crossings work well in low speed traffic environments and
may be emphasized through contrasting paving materials, street furniture and
changes to the carriageway width or level. It is however important that these are
located on or close to the pedestrian desire lines to encourage use.
Dropped kerbs should be installed in pairs directly opposite each other. The length
of dropped kerb should be sufficient to accommodate the peak pedestrian flow and
should be at least 1.8m (minimum width) while 2.7m is preferred. (Using multiples of
standard kerb lengths or tactile slab widths avoids unnecessary cutting during
construction and maintenance.) Care must be taken to ensure that slopes introduced
to accommodate the dropped kerbs do not lead to excessive gradients for footway
users crossing at or continuing beyond the crossing point.

3.2 Pedestrian refuges
Pedestrian refuges consist of a kerbed island in the centre of the carriageway
between dropped kerb crossing points on the adjacent footways. They can be sited
at junctions or mid-block locations and, by reducing crossing widths and requiring
concentration on fewer potential traffic movements at each stage of the crossing, are
helpful to those who are wary of crossing wider roads or who have difficulties in
assessing gaps in two way traffic flows. Pedestrian refuges may be used as
standalone uncontrolled crossings or combined with controlled crossings.
The depth (in the direction of pedestrian travel) of the refuge island should be based
on the anticipated users. The absolute minimum depth of 1.2m is inadequate for
anything other than pedestrians and, while a minimum of 1.8m can accommodate
wheelchair users, mobility scooters, cyclists and pushchairs, a depth of 2m is
preferable and should be the minimum provided if possible. On busy cycle
crossings, a minimum depth of 3m should be considered to accommodate tandems
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or cycles with trailers. The width of the crossing (along the direction of vehicular
travel) should be adequate to accommodate peak pedestrian flows and be at least
2m.
To minimise the risk of loss of control of vehicles striking the island, kerb heights in
the island should not exceed 75 mm.
Non-illuminated retroreflective self-righting bollards shall be used (following the
guidance given in Aberdeenshire Council’s Illumination of Traffic Signs document) in
pedestrian refuges. Central marker beacons may only be used at locations where it
is necessary to enhance the visibility of the crossing. While these may occasionally
be required in existing locations, for new developments, layouts must be designed to
ensure adequate visibility to crossing points and central marker beacons shall not be
permitted.
The installation of pedestrian refuges can lead to cyclists being endangered by
motorists attempting to squeeze past them at or near to the islands. To minimise this
risk, the clear carriageway width between kerbs should be at least 4m. Widths of
between 2.75m and 3.0m may also be used where the speed limit is 20mph.

3.3 Carriageway Narrowings
Build-outs can be used to reduce the width of the crossing, reduce the time
necessary to cross the road and improve visibility for both pedestrians and vehicles.
Build-outs may be used to leave two narrower lanes or sufficient width for only one
way traffic passing on a “give and take” basis. In the latter instance, the appropriate
traffic signs shall be used to indicate priorities. As with pedestrian refuges, the use of
carriageway narrowing can lead to safety issues for cyclists and full consideration
should be given to this matter prior to installing such features.
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3.4 Continuous footways/raised entries
The use of continuous footways or raised table crossings provides an increased level
of pedestrian priority at crossings at junctions and should be considered where quiet
residential streets form T-junctions (or crossroads) with other low speed roads.
3.4.1 Continuous footways
Continuous footways shall be considered where the following criteria are met:
Minor road:







20mph speed limit;
<60 vehicles per hour (peak);
Minimal HGV flows;
Residential street;
Not a bus route; and
Carriageway category 4b (local access road).

Major road:



Speed limit of 30mph or less;
Footway category 3 (secondary walking routes) or higher.
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3.4.2 Raised Entries
Raised entries shall be considered where the following criteria are met:
Minor road:







20mph speed limit;
<120 vehicles per hour (peak);
Minimal HGV flows;
Residential street;
Not a bus route; and
Carriageway category 4b (local access road).

Major road:



Speed limit of 30mph or less;
Footway category 3 (secondary walking routes) or higher.

4 Controlled (standalone) crossings
4.1 Zebra/parallel crossings
Zebra crossings may be considered where 85%ile speeds are less than 35mph, and
traffic flows and pedestrian flows are moderate. Zebra crossings cause less delay to
pedestrians than signal controlled crossings, but high pedestrian numbers may cause
vehicles to be excessively delayed.
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Zebra crossings are indicated by black and white bands painted on the road surface
and by the flashing Belisha beacons. Crossing widths should be a minimum of 2.4m.
On the approaches and exits to the crossing zig-zag markings must be provided
along the edge of the carriageway to create a controlled area where waiting, loading
and overtaking is prohibited. The regulations indicate a standard number of 8 zigzag markings but this can be reduced to a minimum of 2 markings where
appropriate.
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Parallel crossings must only be used where segregated cycle facilities exist at both
sides of the crossing.

4.2 PEDEX/ Far-side toucan crossings
A signal controlled crossing such as a PEDEX or Toucan crossing will be most
suitable where traffic and pedestrian counts are high and the PV2 threshold is met.
New pelican crossings are no longer permitted, and Aberdeenshire Council no longer
recommends the use of puffin crossings. PEDEX crossings are required for all new
signal controlled crossings. As existing pelican and puffin crossings approach the
end of their working lives they will gradually be replaced by PEDEX crossings.
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PEDEX crossings are for pedestrian use only. They use far side pedestrian signals
with red/green man figures along with a countdown, audible or tactile signal, and
vehicles are controlled by standard traffic lights. A typical layout is shown above.

Toucan crossings are also signal controlled crossings which are shared by both
pedestrians and cyclists and are only required when a clear cycle route or track
crosses a busy road. The desired width for a Toucan crossing is 4m, or 3m as an
absolute minimum, but if pedestrian flows are over 600 per hour a wider crossing
should be used.
For all signal controlled crossings 2 signal heads must be provided on each approach
to enable drivers to see 1 signal head clearly on approach and 1 while waiting at the
stop line. All signal controlled crossings must use approved equipment and must
comply with the current regulations regarding position and mounting heights. For
PEDEX crossings the touch buttons should be mounted between 1.0 and 1.1m
above the ground and on the right hand side from the point of view of the crossing
pedestrian. For toucan crossings touch buttons should be provided on both the left
and the right side of the crossing.
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5 Identification and implementation of controlled crossings
The sections below detail the stages to be followed when considering and
constructing controlled crossings within the existing network. For new developments,
projected pedestrian and vehicular flows may be used to calculate the xPV2 value
and determine if a controlled crossing facility is required.

5.1 Identification of candidate sites
The Strategy Manager shall compile a list of possible locations for consideration as
potential controlled-crossing sites. The list shall include requests from councillors
and members of the public, and recognising that the areas where traffic management
interventions are most required may not always match with the areas where they are
most requested, the Strategy Manager shall also proactively identify potential sites by
considering the following across Aberdeenshire:






busy roads dividing communities or separating neighbourhoods from services;
strategic pedestrian routes in towns;
walking routes to schools;
pedestrian accident clusters identified by the Road Safety Unit; and
pedestrian desire lines in and around our town centres.

This initial list shall be sifted to remove sites which clearly would not satisfy the
criteria and also those where site geometry or land constraints mean that it would not
be feasible to install a crossing.
Once the list of candidate sites is compiled, an initial site survey shall be undertaken
to identify the optimum location based on desire lines but also considering safety and
other constraints. New sites can continue to be added to the list if further requests or
suggestions are received after the initial compilation and sifting.

5.2 Assessment of candidate sites
For each candidate site, an xPV2 value shall be calculated using Equation 1 which
incorporates the following parameters:





Pedestrian and vehicle count
Accident history
Carriageway width
Vehicle speed

Equation 1: calculation of xPV2 value

xPV 2 = Mac Mcw Mvs uPV 2

This xPV2 value is then used to determine if the provision of a controlled crossing is
justified (see section 5.3).
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5.2.1 Pedestrian and vehicle count
5.2.1.1 On-site count
The vehicle and pedestrian count should be carried out on a day when the flows
would be expected to be representative of the location. This would typically be on a
Monday, Tuesday, Wednesday or Thursday. School holidays should be avoided
where school journeys could be expected to make a significant contribution to the
flows. Counts should be repeated if adverse weather or atypical events are thought
to have unduly influenced the results.
The count should take place between the hours of 07:00 and 19:00 however the
duration may be reduced to a period of not less than 4 hours where local knowledge
means that peak flow times can confidently be predicted. As the assessment is
based on PV2 results, surveyors should ensure that times with peak vehicular flows
are included in the survey as well as those with greatest pedestrian movements. The
survey should be broken up into 15 minute periods with both pedestrians and
vehicles recorded for each period.
The pedestrian count should record every pedestrian crossing the road within a
100m length (extending from a point 50m upstream of the proposed crossing to a
point 50m downstream of the proposed crossing). Two categories of pedestrian shall
be recorded to allow extra weight to be given to those who may find crossing the
road more challenging than others.
Pa:
Pb:

visually impaired, mobility impaired, children under 12 years old and
persons pushing prams or pushchairs.
other pedestrians.

The vehicle count should record all vehicles travelling through (in any direction) the
site of the proposed crossing. Two categories of vehicle shall be recorded to allow
extra weight to be given to larger vehicles which may cause a greater psychological
deterrent to pedestrians crossing at the site.
Va:

large goods vehicles and buses.

Vb:

other vehicles (including cycles, mopeds, motorcycles, cars and light
goods vehicles).

Surveyors should complete the standard count sheet and return it to the Strategy
Manager for processing.
5.2.1.2 Unmodified PV2
The count data shall be used to calculate an unmodified PV2 value (uPV2) in the
following manner:
For each 15-minute period, the quarter hour PV2 (qPV2) shall be calculated using
Equation 2.
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Equation 2: quarter-hour PV2

qPV 2 = (2Pa + Pb )(2Va + Vb )2

The individual qPV2 values shall be ordered from highest to lowest and numbered as
qxPV2 where x = 1 for the highest value, x = 2 for the second highest value and so
on. With the 4 highest values, the uPV2 value can be calculated using Equation 3.
Equation 3: unmodified PV2

uPV 2 = 16 (q1 PV 2 + q2 PV 2 + q3 PV 2 + q4 PV 2 )

5.2.2 Accident History

The accident modification factor (Mac) shall be calculated using Equation 4, where the
Np is the number of accidents involving pedestrians in the previous Da years within
50m either side of the proposed location. Normally this shall be 5 years but, where
accidents at a site occurred prior to a significant change in the character (including
geometry or function) of the road at the proposed location, only accidents in the
period following the change shall be considered.
Equation 4: accident modification factor

5.2.3 Carriageway Width

Mac = 1.2

(

3Np
)
Da

The carriageway width modification factor (Mcw) shall be 1.0 for widths of 6.0m or
less. Equation 5 shall be used for widths (Cw) greater than 6.0m.
Equation 5: carriageway-width modification factor

5.2.4 Vehicle speed

Mcw =

Cw +4
10

The vehicle-speed modification factor (Mvs) shall be calculated using Equation 6,
where V85 is the 85%ile speed of vehicles (in mph) at the proposed crossing site.
Equation 6: vehicle-speed modification factor

Mvs =

V85 +75
100
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5.3 Selection of appropriate crossing type
The criteria for controlled crossings is set out below. Where the criteria is not
satisfied, the outcome of the assessment shall be reported to the Local Roads and
Landscape Manager who shall consider if works to install or improve an uncontrolled
crossing are merited at the site.
It shall be appropriate to consider providing a zebra crossing (or parallel crossing if
linking cycle facilities) where all the following apply:




xPV2 > 0.15 x 108;
the speed limit is not greater than 30 mph; and
V85 < 35mph

It shall be appropriate to consider providing a PEDEX crossing (or toucan crossing if
linking cycle facilities) where the following applies:


xPV2 > 0.8 x 108

5.4 Prioritisation
Sites which meet the criteria for a controlled crossing in section 5.3 shall be
prioritised based on the following parameters:






xPV2 value;
proximity of other crossing facilities;
total number of pedestrians crossing in the busiest 16 quarter hour survey
periods;
level of deprivation (using SMID data); and
cost.

The highest scoring sites shall be further progressed as available budgets permit.

5.5 Design and review
Controlled crossings shall be designed in accordance with the requirements of this
manual. In line with Aberdeenshire’s Road Safety Audit Policy, detailed designs shall
be subject to a Stage 2 Audit.
Detailed designs shall be submitted, along with the Stage 2 audit report, for approval
by the Roads Policy and Asset Manager after consideration by the Roads Standards
Group.

5.6 Implementation and operation
Prior to establishing (or altering or removing) a standalone controlled crossing, the
traffic authority must consult with Police Scotland and publish notice of the proposal
in accordance with sub-section 23(2) of the RTRA.
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Ward members should always be notified prior to the introduction of controlled
crossings and where proposals may be contentious (such as where new crossings
may require the removal of town centre parking spaces) it is recommended that
these are presented to the appropriate Area Committee for approval prior to the
notice publication.
A stage 3 safety audit shall be required following the installation of a new controlled
crossing and, for signalised crossings, commissioning checks must be completed to
the satisfaction of the Street Lighting officer prior to the crossing being added to the
Traffic Signals maintenance contract schedule.
All controlled crossings shall be re-evaluated prior to replacement or major
renovation to ensure that the crossing type is still appropriate and that they are
positioned at the optimum location. Crossings which do not meet the current criteria
shall be removed.
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6 Patrolled crossings
6.1 School crossing patrollers
School crossing patrols (SCPs) are used to offer safer crossing points for primary
and secondary school children at busy school route locations. Aberdeenshire
Council will manage and operate sites in accordance to the School Crossing Patrol
Service Guidelines (SPCSG) produced by the Road Safety GB School Crossing
Patrol Advisers Group.
In line with these guidelines, sites having fewer than 15 children crossing the road in
the busiest 30 minute period should not be considered for establishing a SCP.
SCP sites shall be assessed independently from controlled crossings and the
provision of one shall not preclude the provision of the other.
6.1.1 Process for assessing potential SCP sites
In accordance with the SPCSG the following stages shall be followed when
assessing potential school crossing patrol sites:
1.
2.
3.
4.

Count of pedestrians and vehicles
Calculation of PV2 rating
Comparison with criteria threshold level
Consideration of ‘Adjustment Factors’ and selection of Multipliers (where
appropriate)
5. Recalculation and recheck against threshold level
6. Consideration of additional facilities where heavy traffic flows or speeding
exists.
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The method used for calculating PV2 for potential school crossing patrol sites shall be
that stated in the SCPGSG. It should be noted that is quite different from that
used in this manual for controlled crossings and that the values are not
directly comparable.
Error! Reference source not found.: Criteria for SCP
PV2

Position of
point in

Action to be taken

1

4 x106 < PV2 < 1 x108

2

1.33 x106 < PV2 < 4 x106

3

2

6

PV < 1.33 x10

SCP site justified
SCP not justified at initial assessment –
apply additional factors to see if modified
PV2 meets threshold
SCP definitely not justified at initial
assessment – if exceptional circumstances
apply additional factors to see if modified
PV2 meets threshold

7 Signal controlled junctions with pedestrian phase
Pedestrians often find it easier to cross at traffic signals and as such a pedestrian
phase should be incorporated into the design of the junction as per Chapter 6 of the
Traffic Signs Manual. Pedestrian phases should be provided in all cases except
where no pedestrian footway exists.
Countdown aspects should be installed on all new signal controlled junctions with
pedestrian phases and to existing facilities when these are being replaced. At
appropriate locations, an all green pedestrian phase shall be considered to allow
diagonal crossing.
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1 Introduction
As a Local Roads Authority, Aberdeenshire Council is responsible for the
management and maintenance of all non-trunk, public roads within its boundaries.
These roads vary greatly in character from high speed dual carriageways to
residential cul-de-sacs, and busy town centre shopping streets to quiet country lanes.
Similarly, there is a wide range of purposes which residents, businesses and other
organisations may legitimately seek to occupy the road for including community
events, trading and facilitating construction works.
Whilst seeking to accommodate such legitimate and in many cases desirable uses, a
road is, by definition, a “way… over which there is a public right of passage”1 and any
other uses are secondary to this paramount purpose.
This policy aims to promote a reasonable balance in facilitating appropriate uses
which may require temporary occupation of part of the road while ensuring public
safety and minimising obstruction. Compliance with this policy should ensure that
applications are dealt with fairly and consistently across the areas of Aberdeenshire.

2 Policy statement
Aberdeenshire Council affirms that the primary function of the roads network it
manages is to provide a means of passage. While we may consider requests
for secondary purposes that are of benefit to our communities these will not be
allowed to undermine or unreasonably detract from the maintenance of the
public right of passage. Where such secondary uses are permitted the
maximum duration of the road occupation shall be proportionate to the
community benefit. Long term appropriation of sections of the road for private
use, storage or commercial activity will not be permitted.
We will:




Provide clear guidance on what is acceptable in a “Street Trading and
Occupation of the Road Manual”;
Only approve requests for occupation of the road which comply with the
requirements in the manual; and
Take action to deal with unauthorised occupations and seek to recover
costs from the responsible persons where appropriate.

3 Scope
This Policy shall apply to:


1

All roads (including verges, paved areas, footways and footpaths) for which
Aberdeenshire Council is Roads Authority.

Section 151, Roads (Scotland) Act 1984
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This Policy shall not apply to roadworks nor works by statutory undertakers.

4 Implementation and compliance
Aberdeenshire Council’s “Street Trading and Occupation of the Road Manual”
contains detailed direction on occupation of the public road and street trading within
Aberdeenshire along with guidance on how consent shall be obtained.
The Roads Policy and Asset Manager will be responsible for updating the manual to
reflect changes in legislation and any other improvements or amendments
considered to be needed.
Local Roads and Landscape Managers shall be responsible for compliance within
their areas, ensuring that guidance in the manual is complied with and that
applications are processed in accordance with this Policy.
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1 Introduction
As a Local Roads Authority, Aberdeenshire Council is responsible for the
management and maintenance of all non-trunk, public roads within its boundaries.
These roads vary greatly in character from high speed dual carriageways to
residential cul-de-sacs, and busy town centre shopping streets to quiet country lanes.
Similarly, there is a wide range of purposes which residents, businesses and other
organisations may legitimately seek to occupy the road for including community
events, trading and facilitating construction works.
Whilst seeking to accommodate such legitimate and in many cases desirable uses, a
road is, by definition, a “way… over which there is a public right of passage”1 and any
other uses are secondary to this paramount purpose.

1.1 Legal & Policy Background
Aberdeenshire Council’s Street Trading and Occupation of the Road Policy affirms
that the primary function of its road network is to provide a means of passage. It
recognises the demand for competing uses of the road but states that these will not
be allowed to undermine or unreasonably detract from the public right of passage
and, furthermore, that where secondary uses are permitted the maximum duration of
the road occupation shall be proportionate to the community benefit.
This Street Trading and Occupation of the Road Manual is directly referred to in the
Policy and the requirements contained within this manual shall be mandatory for all
non-trunk roads in Aberdeenshire.
It should be noted that the intention of this policy is to remove inappropriate
and unauthorised obstructions from the public road. While legal remedies are
presented here, a softer initial approach will often achieve the desired outcome
more quickly and with less rancour compared to the immediate use of statutory
powers.
The Roads (Scotland) Act 1984 includes a number of provisions that enable roads
authorities to protect this core function while also permitting and regulating secondary
uses. These are discussed elsewhere in this document but include:





1

Section 58 – occupation of parts of road for deposit of building materials etc.
Section 59 – control of obstructions in roads;
Section 85 – control of builders’ skips on road; and
Section 87 – power to remove structures from roads.

Section 151, Roads (Scotland) Act 1984
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2 Street Trading
2.1 General
The Street Trading – Guidance for Applicants document provides prospective street
traders with full details of the various permissions they may require and standard
conditions they would need to comply with if trading in Aberdeenshire. The guidance
given below in this manual considers only roads-related matters.
In this manual, street traders shall be categorised as either mobile or static traders.
Units trading at a location for more than 30 minutes are considered to be static.

2.2 Mobile Trading
Mobile traders are defined here as those who do not trade for more than 30 minutes
from any location.
Mobile traders shall not be required to apply for specific approval from the local roads
authority but must comply with the following conditions which are included in
Licencing’s Standard Conditions for Principal Street Traders:







Trading must not take place at any one location for more than 30 minutes
during the permitted trading hours and must be moved to another location no
less than 100 metres away and shall not return within 4 hours. Multiple
consecutive short stops shall be permitted if the cumulative time spent in any
100m length of road does not exceed 30 minutes in any 4 ½ hour period.
The business unit must be positioned so that any customers being served or
waiting to be served do not interfere in any way with the free movement of
vehicular traffic and/or pedestrians.
Any business units trading in the public road must not have any wheel on the
footway or verge and must be sited such that customers stand only on the
footway while being served or waiting to be served.
The business unit shall not trade from the carriageway on any road where the
speed limit is greater than 30 mph.
The business unit must not trade within 20m of a road junction, a designated
pedestrian crossing point or the site of a school crossing patrol.

2.3 Static Trading
Static traders are defined here as those who trade for more than 30 minutes from any
location. Static units still need to be moveable and must not be left at their stance
overnight.
2.3.1 Acceptable locations
Static units are obstructions in the road and will require consent from the local roads
authority under Section 59 of the Roads (Scotland) Act 1984. Our preference is that
static trading is carried out in an off-road location, but we accept that street trading
units have a role in delivering services to some locations where the demand for their
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goods is not otherwise being met and that off-road stances may not always be
available.
All requests for consent to operate a trading unit within the public road will be
assessed by roads officers, considering road safety and traffic management issues
while weighing up the community benefit against the level of obstruction or
inconvenience caused. A hot food unit in a large, remote layby may deliver a useful
service to passing motorists while causing very minor levels of obstruction however
the same unit in a town centre may use up valuable parking spaces and increase
congestion but do little to provide new services at that location. A burger van may be
acceptable in a quiet cul-de-sac in an industrial estate with no parking problems but
unacceptable in another location in an industrial estate where there is pressure on
available parking or limited room for manoeuvring larger vehicles. In all instances the
final decision shall rest with the local Roads and Landscape Manager for the relevant
area.
2.3.2 Information to be included in applications
Applications for permission to operate a static trading unit in the public road (Section
59 consent) should include:








Location plan (or detailed textual description) of trading pitch
Site plan of pitch showing proposed site (can be provided as sketch)
Details of what is to be traded
Details of vehicle/trailer (type, dimensions, position of serving hatch)
Trading hours
Start date for requested consent
Traders name and address

Figure 2.1: Vertical clearance to awning or other projection over the footway
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2.3.3 Consents and standard conditions:
Where Section 59 consent is granted to operate a static trading unit in the public road
it shall be:




Personal to the applicant and non-transferable;
Specific to the vehicle in the application; and
Limited to a period not greater than 3 years.

The following standard conditions shall apply and be included in all consents:










Units used for trading from a static pitch within the public road may only
occupy that pitch during their approved trading hours and must be removed
from the site out with their approved trading hours. Units must not be left on
their pitch overnight.
The unit must be immediately removed from the site when requested by the
roads authority or a police officer.
The Licence holder must ensure that his vehicle does not interfere in any way
with the free movement of vehicular traffic and/or pedestrians.
Trading units must not obstruct or interfere with access to, or the operation of,
any item of street furniture or utility apparatus such as hydrants, chambers,
traffic signs or lighting columns.
Units used for static trading must be fully self-contained and must not be
connected to mains services. Any gas canisters, generators, water tanks etc.
must not be placed on any part of the public road (including carriageway,
footway and verge).
The roads drainage system must not be used for the disposal of wastewater or
any other substance.
No advertising or direction signing is permitted other than that on the trading
unit itself.

Applicants should be aware that it is an offence2 to place any projection over a
footway where it is less than 2.25m above the footway surface and must ensure that
any serving hatch awning or shelter does not endanger footway users. Allowance
shall be made for kerb upstands and footway/carriageway slopes when checking the
vertical clearance (see Figure 2.1).
2.3.4 Enforcement
Where a trading unit has S.59 consent but is failing to comply with any of the
consent’s conditions the local Roads team shall write to the consent holder, advising
them:
1. That they are committing an offence
2. Of the nature of the non-compliance;
3. Of the action required to achieve compliance;

2

ss. 129(8)(a) of Roads (Scotland) Act 1984
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4. Of the date by which either compliance must be achieved, or the trading unit
permanently removed from the site (there is no restriction on the minimum
period of notice but this should be the minimum period that could be
reasonably expected in the circumstances);
5. That if compliance/removal is not achieved by that date, the roads authority
may remove the unit and recover its reasonably incurred expenses.
For trailers operating without S.59 consent the procedure in Section 4.2 shall be
followed.
2.3.5 Car parks
Unauthorised trading from Council managed off-street car parks in Aberdeenshire is
prohibited however traders may apply to purchase a Traders Exemption Permit.
Applications will be considered where certain criteria are met and further details are
available from our car-parking team (parkingteam@aberdeenshire.gov.uk).

Item: 9
Page: 351

Street trading and occupation of the road | 9

3 Street Cafes
3.1 General
Provision of well managed street cafes can add to the vibrancy of our town centres
and are to be welcomed in appropriate locations. Conversely, poorly managed,
inappropriately sited street cafes can be a source of nuisance to residents and a
potential hazard to other road users, particularly the visually impaired, wheelchair
users and those with prams.
The Street Cafes – Guidance for Applicants document provides prospective street
traders with full details of the various permissions they may require and standard
conditions they would need to comply with if seeking to use part of the public footway
in front of their premises for the consumption of food and drink.
The guidance given below in this manual considers only roads related matters. Any
permission we give would only be for occupation of the road (Section 59 of R(S)A)
and the applicants may still require consent for planning permission and alcohol
licensing.
Consent shall not be granted for the serving of alcohol alone and alcohol may only be
consumed in the street café when accompanying a meal.
Any consent granted shall be for a period of no more than 12 months and shall be
subject to annual renewal. Details of all consents shall be logged on the Scottish
Road Works Register.
3.1.1 Acceptable locations
Street cafe consent shall only be granted for Sections of footway immediately outside
the applicant’s premises and applications shall only be considered for premises
which provide tables and chairs for the serving of food and drink within their
premises. The number of chairs permitted on the footway shall not exceed the
number of chairs provided within the premises for the serving of food and drink.
Figure 3.1: Clearances to be maintained
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Consideration should be given to the impact the proposal would have on other road
users, particularly pedestrians. A clearance of a minimum of 1.8m must be
maintained from any furniture (including bases) to any other obstruction in, or edge
of, the footway. (See Figure 3.1) This minimum clearance value may be increased at
the discretion of Roads officers when deemed to be necessary, such as at locations
with high pedestrian flows, where the opening of doors on cars parked at the
kerbside is likely to be a problem or at bus stops or pedestrian crossing points.
All furniture must be contained within the street cafe boundary and must not be
allowed to obscure any signs nor adversely limit sight lines. The street cafe layout
shall be designed and maintained to ensure there is no obstruction to emergency
exits or access by emergency services. Fire hydrants must be kept clear.
3.1.2 Information to be included in applications
Applications for permission to operate a street cafe in the public road (Section 59
consent) should include:








An A4 location plan (suggested Scale 1:500) showing the premises and
location of proposed outdoor seating area.
A detailed site plan (suggested scale 1:200) showing
o Building lines, kerb lines and other street furniture (Lighting columns,
bollards, signposts etc.);
o Access points;
o Extents of proposed street cafe area with dimensions and clearances to
nearby street furniture/kerb lines shown;
o Arrangement of tables and chairs;
A statement of management arrangements;
Details of furniture and barriers/enclosures to be used;
The application fee (if applicable); and
Evidence of Public Liability Insurance cover.

3.1.3 Consents and standard conditions:
Where Section 59 consent is granted to operate a street cafe in the public road it
shall be:




Personal to the applicant and non-transferable;
Limited to a period not greater than 12 months; and
Subject to annual renewal.

The following standard conditions shall apply and be included in all consents:
1. This consent for occupation of the pavement will be for Tables and Chairs and
Barriers only and will be valid until expiry of permit. The granting of
permission under Section 59 of the Act only relates to occupation of the road
and applicants will need to ensure that they obtain all other necessary permits
and permissions eg planning consent, alcohol licencing.
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2. The consent will be for a defined area, as shown on the successful permit.
Occupation of the pavement or roadway must not extend out with this
area. The minimum width of unobstructed space between the carriageway
and the front of the street cafe must be no less than 1.8m.
3. The street cafe must be surrounded by a physical barrier of not less than 0.6m
in height to guide people with disabilities around the area and this should
include a low level kick board or similar which can be detected by the visually
impaired using a stick. These barriers must not be fixed to the ground and
must be of a design agreed with an Aberdeenshire Council officer with the
appropriate delegated authority. There should be no free standing signs or
other impediments placed out with this barrier. No permanent fixings are to be
affixed to the pavement/road.
4. Barriers, Tables and Chairs are only allowed on the pavement/road between
0900hrs and 2100hrs and must be removed from the area promptly at
2100hrs.
5. Alcohol may only be consumed within the street cafe when it accompanies a
meal served from the premises.
6. Storage of Furniture/Barriers/A Boards etc. on the pavement/road is not
permitted out with authorised times as laid out in condition 4. Any items found
on the pavement/road out with these times will be removed/confiscated under
Section 59 of the Roads Scotland Act 1984.
7. Permit holders must ensure that the defined area is kept clear of all waste
including cigarette litter associated with their business. These areas MUST be
swept/cleansed when required on a daily basis and after removal of the
Tables and Chairs at the end of each day. All waste/litter must be disposed of
in an appropriate manner i.e. NOT swept into kerbside.
8. The operators of the premises must actively manage and supervise the
external seating area at all times to ensure that there is no obstruction of or
encroachment onto the carriageway/footway and no antisocial behaviour.
9. Barriers and furniture shall be sufficiently robust and stable for expected
weather conditions and must be removed when wind speeds cause any
movement or instability.
10. Access to any public utility plant or fire hydrant in the area occupied must be
made available when required.
11. The consent will be suspended when public utility or road workings are being
undertaken in your area.
12. The consent holder shall indemnify the Aberdeenshire Council from and
against all actions, claims, demands, costs, charges, losses and expenses of
whatsoever kind of nature which may be brought or made against them or
incurred by them in the occupation of the road or pavement granted under the
consent. Proof of indemnification against all claims, injuries or accidents with
cover up to £5 million for any 1 event must be provided prior to placement of
any furniture or associated structures on the footway and this proof should
also be provided with any application to renew.
13. Failure to comply with any of these conditions may result in Aberdeenshire
Council withdrawing this consent. The Council shall not be liable for any
losses which arise through the withdrawal of consent.
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4 Caravans and trailers etc.
4.1 General principles
The storage of non-motorised vehicles (NMVs) such as caravans, trailers and
horseboxes on the public road is an inappropriate use of the road and can be a
source of annoyance and frustration to residents.
4.1.1 Relevant legislation
Where NMVs appear to be abandoned they can be dealt with under the Refuse
Disposal (Amenity) Act 1978 but otherwise these shall be considered to be
unauthorised structures within the road and shall be dealt with under Section 87 of
the Roads (Scotland) Act 1984.
Regulation 103 of the Road Vehicles (Construction and Use) Regulations 1986
states “no person in charge of a motor vehicle or trailer shall cause or permit the
vehicle to stand on a road so as to cause any unnecessary obstruction of the road.”
Regulation 24 of The Road Vehicle Lighting Regulations 1989, generally speaking,
prohibits the parking of unlit vehicles at the roadside between sunset and sunrise
where the speed limit is greater than 30 mph and, where the speed limit is 30 mph or
less, within 10m of a junction (as illustrated in Figure 4.1). Unhitched trailers must
have a pair of front position lamps fitted and kept lit and unobscured while vehicles
with trailers must have every front position lamp, rear position lamp, rear registration
plate lamp, side marker lamp and end outline marker lamp, with which the vehicle is
required by these Regulations to be fitted, kept lit and unobscured.
Figure 4.1: Area around junction to be kept clear of unlit vehicles overnight
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Subsection 129(4) of the Roads (Scotland) Act 1984 prohibits encamping in a road
so it is illegal to stay overnight in a caravan within the road boundary.
4.1.2 Acceptable parking of NMVs
Recognising the benefit to the residents with NMVs of being able to load or unload in
front of their house, parking of NMV’s shall be considered to be acceptable where all
of the following apply:








The NMV is not parked in the same road/parking area for more than 2
consecutive days nor more than any 4 days in a calendar month;
The NMV must not be used for living in while parked in the road;
The NMV must not be parked on the roadside where the speed limit is greater
than 30 mph;
Electricity or other services shall not be run across the road/footway to an
NMV;
The NMV shall be stable with all hazardous items removed/made safe;
The NMV shall not be parked in a position (such as in turning heads, at or
opposite driveway entrances, over footways, or near junctions) where it could
impede vehicle or pedestrian movement: and
The NMV shall be parked in accordance with relevant traffic restrictions and
regulations.

4.2 Dealing with NMVs stored on the road
If the NMV in the road is stored in such a position or manner that it poses an
immediate danger to the public then Police Scotland shall be informed. Otherwise
the procedure below shall be followed.
4.2.1 Initial warning
Where practicable, if the owner of the NMV is known, a Roads officer should contact
them, advising them informally that:
1. Their NMV is viewed as an unauthorised structure within the road under
Section 87 of the Roads (Scotland) Act 1984;
2. If the NMV is not removed from the public road within 48 hours (or other longer
period as the local Roads and Landscape Manager deems reasonable) then a
formal notice shall be served requiring its removal from the public road.
Where a number plate is displayed on the NMV, registered keeper details (of the
motor vehicle referenced by the number plate) can be retrieved from DVLA using its
Web Enabled Enquiry System.
4.2.2 Serving notices
Where the owner cannot be traced, or the initial informal approach has proved to be
unsuccessful then:
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1. A Roads officer should issue and attach to the NMV a 7 day Notice of
Removal under Section 87 of the Roads (Scotland) Act 1984;
2. A photograph should be taken of the NMV with notice attached as evidence of
service;
3. If the NMV is not removed from the public road at the end of the notice period
then the Council Fleet team shall be asked to remove the NMV from the road
and store it for 14 days. If the owner comes forward and claims the NMV then
it shall be released to him on payment of the removal and storage fee.
Otherwise the NMV shall be disposed of.
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5 Sporting and community events
5.1 General principles
Sporting and community events are generally welcomed and encouraged within
Aberdeenshire but, where these take place on the road, it is essential that they are
planned and organised well in advance to minimise inconvenience to road users and
to avoid any public safety issues.
Advice on aspects relating to the impact on the road is provided in our Events on the
Public Road – Guidance for Organisers3 document while more general advice is
available on the council website4.
Requests for occupation of the road for community and sporting events shall be
determined by the local Roads and Landscape Manager for the relevant area,
weighing up the benefits to the community against the inconvenience to road users
and local ward Councillors shall be consulted in advance where traffic restrictions are
required for such events.
The duration of traffic restrictions shall be kept to the minimum necessary and access
for emergency services must be maintained. For each location, a temporary
restriction up to a maximum duration of 3 days, once a year can be implemented
using a “temporary notice” procedure.
If a restriction is required for a period exceeding 3 days or more than 1 restriction is
required in the same location within a calendar year, then prior consent must be
obtained from the Scottish Government5. If this is obtained, then the “temporary
notice” procedure can be used. However, applicants should be advised that at least
6 weeks’ notice should be given to allow time for the additional consent to be
obtained.
We do not charge for processing applications for a temporary restriction for a
sporting or community event. Major events, however, may require substantial work in
relation to the design and implementation of signing and barriers for the closures and
diversion routes. If this is provided by the Council, then it should normally be done
on a rechargeable basis.

https://www.aberdeenshire.gov.uk/media/20211/events-on-the-public-road.pdf
https://www.aberdeenshire.gov.uk/licensing/events/
5 https://www.transport.gov.scot/media/5744/section-16a-special-events-guidance.pdf
3
4
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6 Filming
6.1 General principles
Filming in Aberdeenshire is generally to be welcomed, giving a short term boost to
local service and accommodation providers and, potentially, greater awareness of
Aberdeenshire and an increase in visitor numbers.
Any requests for using the public road for filming shall be determined by the local
Roads and Landscape Manager for the relevant area, weighing up the benefits to the
community against the inconvenience to road users.
Where traffic restrictions are needed their duration shall be limited to the minimum
necessary and access for emergency services must be maintained. Local ward
Councillors shall be consulted in advance where traffic restrictions are required.
Facilitating filming would not be legitimate grounds for implementing traffic
restrictions under Sections 14 or 16A of the Road Traffic Regulation Act 1984,
however we may make an order imposing temporary restrictions or prohibitions under
Section 62 of the Roads (Scotland) Act 1984. Such Orders are limited to periods not
exceeding 7 days and require a notice to be published beforehand in a local
newspaper.

6.2 Filming by drone
The commercial use of drones for filming is becoming increasingly widespread and,
while there may be no physical interaction between drones in the air and road users
on the ground, there is still the potential for driver distraction.
Civil Aviation Authority (CAA) authorisation is required for all commercial use of
drones and Reduced Distance Operations permission is required for flying at a
distance less than 50m to people, vessels, vehicle or structures, within a congested
area and less than 150m from an open air assembly of more than 1000 people. The
CAA website6 stresses that operators filming in towns and cities must ensure that
they have control of the area (including persons, vessels and vehicles) over which
they intend to operate and that road closures or other restrictions of access will often
be necessary.
Any requests for road closures or restrictions to facilitate filming by drones shall be
determined by the local Roads and Landscape Manager for the relevant area,
weighing up the benefits to the community against the inconvenience to road users.
It is unlikely that the inconvenience to motorists caused by the closure of a busy
route could be justified however closures may be considered on quieter roads with
acceptable diversions. For very lightly trafficked roads it may be acceptable to
accommodate short takes using temporary traffic control with stop/go boards.

https://www.caa.co.uk/Commercial-industry/Aircraft/Unmanned-aircraft/Small-drones/Guidance-onusing-unmanned-aircraft-and-drones-for-commercial-work/
6
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7 Contact details
7.1 Aberdeenshire Council
The appropriate Roads officer can be contacted using our roads enquiries telephone
number (03456 08 12 05) or through the email addresses given below in Table 8.1.
Table 8.1 Local Roads office contact details

Area

email

Banff & Buchan

banffandbuchan.roads@aberdeenshire.gov.uk

Buchan

buchan.roads@aberdeenshire.gov.uk

Formartine

formartine.roads@aberdeenshire.gov.uk

Garioch

garioch.roads@aberdeenshire.gov.uk

Kincardine & Mearns

kincardineandmearns.roads@aberdeenshire.gov.uk

Marr

marr.roads@aberdeenshire.gov.uk
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7.2 Trunk Road
The A90 and A96 are trunk roads. These are managed by Transport Scotland on
behalf of the Scottish Government rather than by Aberdeenshire Council.
All enquiries relating to proposals on the trunk road should be directed to
BEAR Scotland Limited
BEAR House
Inveralmond Road
Perth
PH1 3TW
Tel: 01738 448600
Email: enquiries@bearscotland.co.uk
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APPENDIX 7

EQUALITY IMPACT ASSESSMENT
EIA Version

Date

Author

Changes

2 (DRAFT for
ISC)

28/10/2020

J Bruce

Updated following consultation

Stage 1: Title and aims of the activity (“activity” is an umbrella term covering policies,
procedures, guidance and decisions including those that affect services the council delivers).
Service

Infrastructure Services

Section

Transportation

Title of the activity etc.

Policies Review – Speed Limits, Pedestrian Crossings and Street
Trading and Occupation of the Road

Aims and desired
outcomes of the
activity

The policies review proposes new and updated policy positions relating
to Speed Limits, Pedestrian Crossings and Street Trading and
Occupation of the Road. It is hoped that the new policies will achieve
the following:
 Promote a reasonable balance between the competing demands
of drivers and pedestrians when setting speed limits;
 Ensure that traffic management interventions are prioritised
across Aberdeenshire based on need;
 Rationalise our current Speed Limit Orders into a set with 1 for
each area;
 Introduce standard layouts for various crossing types; and
 Promote a reasonable balance in facilitating appropriate uses
which may require temporary occupation of part of the road
while ensuring public safety and minimising obstruction.

Author(s) & Title(s)

J Bruce – Roads Policy Officer

St

Stage 2: List the evidence that has been used in this assessment and explain what it means in
relation to the activity you are assessing.
Evidence

What does it say?

Internal data
(customer
satisfaction
surveys; equality
monitoring data;
customer
complaints).

N/A

What does it mean?

Internal
consultation with
staff and other
services affected.

Colleagues in Roads and Landscape
Services have reported that the number
of requests by the public, either directly
or through elected members, is
significantly higher in more affluent
areas compared to areas with greater
deprivation.

External
consultation
(partner
organisations,
community groups,
and councils.

N/A

Road Accidents and Children Living in
Disadvantaged Areas - Research
Findings
(https://www2.gov.scot/Publications/200
0/04/0c1a7de7-fee6-47a3-af0b56e90b39ea8f):
Children in the lowest socio-economic
group are over 4 times more likely to be
killed as pedestrians than their
counterparts in the highest socioeconomic group.
External data
(census, available
statistics).

Other (general
information as
appropriate).

RoSPA Pedestrian Safety Policy Paper
(https://www.rospa.com/rospaweb/docs/
advice-services/roadsafety/pedestrians/pedestrian-policypaper.pdf): among pedestrians in the 5
to 9 years age group, the risk of serious
and fatal injuries to children living in the
20% most deprived areas are 6 times
higher than those living in the 20% least
deprived areas and among 10-14 year
olds, a 2.6 time greater rate. (English
Statistics)
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Identifying and prioritising the
provision of traffic management
interventions based on public
demand may not target these
where they are most needed.

Identifying and prioritising the
provision of traffic management
interventions based on public
demand may not target these
where they are most needed.
There is a case for including
deprivation statistics in the
prioritisation of traffic
management interventions.
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Stage 3: Evidence Gaps.
Are there any gaps in
the information you
currently hold?

While it is assumed that the gypsy traveller community will have a
higher degree of caravan ownership, we have no information on the
extent of their use of the public road for storing caravans when not
travelling. Efforts to engage this community in the consultation have
been unsuccessful.

Stage 4: Measures to fill the evidence gaps.
What measures will be
taken to fill the
information gaps
before the activity is
implemented? These
should be included in
the action plan at the
back of this form.

Measures:

Timescale:

N/A

Stage 5: What steps can be taken to promote good relations between various groups/areas?
These should be
included in the action
plan.

N/A

Stage 6: How does the policy/activity create opportunities for advancing equality of opportunity?
The policies recognise the links between deprivation and pedestrian accident rates, and seek to
mitigate this by including deprivation as a factor when prioritising intervention and also by
prioritising interventions across Aberdeenshire on the basis of objective criteria rather than in
response to local demand.

Stage 7a:
Are there potential impacts on protected groups?
The protected groups covered by the equality duty are: age, disability, gender reassignment,
pregnancy and maternity, race, religion or belief, sex and sexual orientation.
Who is affected by the activity or who is intended to benefit from the proposed activity and how?
Complete the table below for each protected group by inserting “yes” in the applicable box/boxes
below.
Positive
Age – Younger/Older

Yes

Age - Older

Yes

Negative

Neutral

Unknown
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Disability

Yes

Race – (includes
Gypsy Travellers)

Yes

Religion or Belief

Yes

Sex

Yes

Pregnancy and
maternity

Yes

Sexual orientation –
(includes Lesbian/
Gay/Bisexual)

Yes

Gender reassignment –
(includes Transgender)

Yes

Marriage and Civil
Partnership

Yes
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Stage 7b: Do you have evidence or reason to believe that this policy, activity etc. will or may
impact on socio-economic inequalities?
This is about trying to be fair to everyone. Part of that is realising that not everyone may be
starting at the same place. Some individuals and families may have low income, may have very
little or no savings which means they are living from month to month therefore changes to
council policies/services may have a greater adverse impact on them.
On this basis you should consider potential impacts on individuals/families by:


Place: on specific vulnerable areas or communities (SIMD, regeneration, rural) e.g.
housing, transport.



Pockets: household resources, (Income, benefits, outgoings) ability to access a service



Prospects: peoples life chances e.g.access to, or ability to access: employment, training,
services (such as council or health) or support.

Groups of people who may be impacted include, but not limited to:


Unemployed



Pensioners



Those leaving the care
setting including
children and young
people and those with
illness



Single parents and
vulnerable families



Looked after children





People on benefits

Carers including young
carers



Those involved in the
criminal justice system



Veterans





Homeless people



People in the most
deprived communities

Students





Single adult
households

People with low
literacy/numeracy



People who live in
rural areas





People who have
experienced the
asylum system

People with lower
educational
qualifications



People I low paid work



People with one or
more protected
characteristic

Please complete by inserting “yes” in the applicable box/boxes below.
Socio-economic
disadvantage
Pockets: Low
income/income poverty
– cannot afford to
maintain regular
payments such as bills,
food, clothing

Positive

Negative

Neutral

Unknown
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Pockets: Low and/or no
wealth – enough
money to meet basic
living costs and pay
bills but have no
savings to deal with
any unexpected
spends and no
provision for the future
Pockets: Material
deprivation – being
unable to access basic
goods and services i.e.
financial products like
life insurance,
repair/replace broken
electrical goods, warm
home, leisure and
hobbies
Place: Area deprivation
– where you live,
where you work

Yes

Prospects:
Socioeconomic
background – social
class i.e. parents
education, employment
and income ,
educational
achievement.
Stage 8: What are the positive and negative impacts?

Impacts.

Please detail the
potential positive
and/or negative
impacts you have
highlighted above.
Detail the impacts and
describe those
affected.

Positive
(describe the impact for each of
the protected characteristics
affected)
Place: Area deprivation –
prioritising the provision of traffic
management interventions based
on need rather than expressed
demand, and the consideration of
deprivation levels should help
reduce the inequalities of outcome
encountered by disadvantaged
communities.

Negative
(describe the impact for each of
the protected characteristics
affected)

Age, Disability, and Pregnancy
and Maternity – reduced vehicle
speeds and appropriate provision
of crossing points would assist
those with wheelchairs/pushchairs,
reduced mobility or limited hazard
perception.
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Stage 9: Have any of the affected groups/areas been involved, engaged with or consulted?
If yes, please give
details of how this was
done and what the
results were. If no,
how have you ensured
that you can make an
informed decision
about mitigating
steps?

Yes – a month long public consultation exercise was widely publicised
through the traditional press and the Council’s social media channels.
Several groups were directly notified of the consultation through
targeted emails.

Stage 10: What mitigating steps will be taken to remove or reduce negative impacts?
These
should be
included in
any action
plan at the
back of this
form.

Mitigating Steps

Timescale

Stage 11: What monitoring arrangements will be put in place? How the EIA will be used to
monitor the proposal
These should be
included in any action
plan (for example
customer satisfaction
questionnaires).

Impacts shall be reviewed following implementation as part of the ongoing policy review process.

Stage 12: What is the outcome of the Assessment?
1

Please complete
the appropriate
box/boxes

No negative impacts have been identified –please explain.

This initial assessment suggests that impacts would be mostly positive. The
impact of the policy regarding the occupation of the road on gypsy travellers
remains unclear.

2

Negative Impacts have been identified, these can be mitigated please explain.
* Please fill in Stage 13 if this option is chosen.
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The activity will have negative impacts which cannot be
mitigated fully – please explain.
* Please fill in Stage 13 if this option is chosen

3

* Stage 13: Set out the justification that the activity can and should go ahead despite the
negative impact.

Stage 14: Sign off and authorisation.
1) Service and
Team

Infrastructure – Roads Policy & Asset Management

2) Title of
Policy/Activity

Speed Limits, Pedestrian Crossings and Street Trading and
Occupation of the Road Policies Review

Sign off and authorisation.

Name:
3) Authors:
I/We have
completed the
equality
impact
assessment
for this policy/
activity.

J Bruce

Name:

Position: Roads Policy Officer

Position:

Date:

Date:

07/01/2020

Signature:

Signature:

Name:

Name:

Position:

Position:

Date:

Date:

Signature:

Signature:

4) Consultation
with Service
Manager

Name:
Date:

5) Authorisation
by Director or
Head of
Service

Name:
E Wallace
Position: Head of Transportation
Date:
16/01/2020

D Armitage
07/01/2020
Name:
Position:
Date:

6) If the EIA relates to a matter that has to go before a Committee,
Committee report author sends the Committee Report and this
form, and any supporting assessment documents, to the Officers
responsible for monitoring and the Committee Officer of the
relevant Committee.

Date: 07/01/2020

7) EIA author sends a copy of the finalised form to:
equalities@aberdeenshire.gov.uk

Date:
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Action Plan
Action

Start

Complete

Lead Officer

Expected Outcome

Resource Implications

APPENDIX 8
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TOWN CENTRE FIRST IMPACT ASSESSMENT (TCFIA)

Aberdeenshire Council recognises that town centres have an important role to play in
the sustainable development of local economies.
The Town Centre First Impact Assessment (TCFIA) allows officers in all services to
identify the detrimental and beneficial effects that decisions we take may have on our
town centres. It will allow officers to consider any implications that council decisions
may have on Aberdeenshire’s key town centres. Examples of this include changes to:
the provision of civic and community facilities, employment land, retail, residential
buildings, cultural assets, transportation, leisure and tourism.
A Town Centre Ambassador has been nominated within your service, you can locate
your Town Centre First Ambassador through the Town Centre First Principle Arcadia
pages.
Project Information
Title of Committee Paper
Service
Department
Author
Have you consulted your Town
Centre First Ambassador?

Roads Policy Review Update
Infrastructure Services
Transportation
John Bruce
Yes

1) Could your Project Paper cause an impact in one (or more) of the identified
town centres? – Peterhead, Fraserburgh, Inverurie, Westhill, Stonehaven,
Ellon, Portlethen, Banchory, Turriff, Huntly, Banff, Macduff.
Yes
All
2) If approved would your project cause an impact (either positive or negative)
with regards to the footfall of any of these town centres?
Yes
Potential increase
3) Please describe the aims of the committee paper?
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The policies review proposes new and updated policy positions relating to Speed
Limits, Pedestrian Crossings and Street Trading and Occupation of the Road. It is
hoped that the new policies will achieve the following:






Promote a reasonable balance between the competing demands of drivers
and pedestrians when setting speed limits;
Ensure that traffic management interventions are prioritised across
Aberdeenshire based on need;
Rationalise our current speed limit orders into a set with one for each area;
Introduce standard layouts for various crossing types; and
Promote a reasonable balance in facilitating appropriate uses which may
require temporary occupation of part of the road while ensuring public safety
and minimising obstruction.

4) What are the positive and negative impacts?
Impact
Introduction of 20 mph
limits in town centres

Describe the positive
impact?
Potential to improve
environment of town
centres with lower
vehicle speeds

Describe the negative
impact?

5) What mitigating steps will be taken to reduce or remove negative impacts?
If none see Q6
Mitigating Steps
Timescale

6) Set out the justification that the activity can and should go ahead despite
the negative impact.

Question 7: Sign off and Authorisation
Name:

John Bruce

Position: Roads Policy Officer
3) Author: I have completed
the TCIA impact assessment Date:
07 January 2020
for this policy/ activity.
Signature:
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4) Consultation with Service
Manager

Name:
David Armitage
Position: Roads Policy and Asset Manager
Date:
07 January 2020

5) Authorisation by Director or
Head of Service

Name:
Ewan Wallace
Position: Head of Transportation
Date:
16 January 2020

6) Have you consulted with your Town
Centre First Ambassador?

Yes
No

7) TCFIA author sends a copy of the finalised form
to:
tcfia@aberdeenshire.gov.uk

Date Sent:
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Appendix 9 – Comments received from Area Committees
Policy: Speed Limit

Banff & Buchan – 18 February 2020
1

Committee was broadly supportive of this policy but stressed the need
for education about driving speeds, especially in villages/20 mph
zones.
Observations by Author: Noted.

Buchan – 25 February 2020
1

Consideration must be given to future expansion of towns and villages
when proposing or considering requests for reduced speed limits.
Observations by Author: Speed limits can be extended as necessary
when settlements expand. Extending limits out into the countryside in
advance of possible development could lead to reduced compliance in
the already built-up section of a town or village.

2

Consideration should be given to the appropriate use of upright signs
so as not to overly clutter roadsides.
Observations by Author: Noted.

3

Concern noted with proposals for increased use of 20 mph zones and
enforcement of these zones.
Observations by Author: Noted.

Formartine – 11 February 2020
1

The policy should put people first rather than vehicles.
Observations by Author: The proposed policy would deliver a
significant reduction in speed limits over the majority of our urban
streets while retaining 30 or 40 mph limits on strategic routes in urban
areas.

2

The policy is too complicated for communities to understand.
Observations by Author: The documents aim to explain the
proposals in as straight forward a way as practicable.

Item: 9
Page: 374

3

There should be flexibilities within the policy to allow local communities
to be safer and better communities, whilst taking account of data
captured in Place Standards.
Observations by Author: The policy aims to ensure a consistent
approach across Aberdeenshire, delivering the benefits of 20 mph
speed limits where these are appropriate.

Garioch – 25 February 2020
1

The Committee agreed to recommend to Infrastructure Services
Committee that the policy option to move towards making 20 mph the
normal speed limit on minor roads in our built-up areas while retaining
30 mph or 40 mph limits on a strategic network of routes be
progressed.
Observations by Author: Noted.

2

Would like to see language changed within the policy to allow a little
flexibility.
Observations by Author: The policy aims to ensure a consistent
approach across Aberdeenshire, delivering the benefits of 20 mph
speed limits where these are appropriate.

3

Would like to see the governance arrangements for departure from
policy detailed within the policy.
Observations by Author: This is explicitly dealt with in the Council’s
Scheme of Governance.

4

Would like to see “church or place of worship” added to table 3.3 (Page
10 of speed limits policy).
Observations by Author: Agreed – text has been amended
accordingly.

5

Would not like to see places where a lower speed limit has been in
operation being raised through the policy implementation.
Observations by Author: Where a speed limit review identifies a
section of road with an inappropriately low speed limit then the speed
limit should be raised to the appropriate level.
Responses to the online survey indicate a high level of public
acceptance of this approach.
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6

Further clarification is required regarding what is classed as a minor
road/strategic route.
Observations by Author: The classification of strategic and nonstrategic routes is detailed in Section 3.1 of the Speed Limits manual.

7

Concerns raised about enforcement if speed limits are reduced.
Observations by Author: Noted.

8

Section 8 on enforcement – the wording needs to be strengthened
around partnership working with Police Scotland.
Observations by Author: There is a strong partnership approach to
traffic management and road safety interventions between
Aberdeenshire Councils and Police Scotland. Locally, there are
established communication channels, for example sharing areas of
concern or traffic data to inform enforcement activity. Both
organisations are active participants in Road Safety North East
Scotland regional partnership.

9

Would like to see the public consultation include questions around the
provision of cycle friendly routes and for cycle groups to be consulted.
Observations by Author: Unfortunately this request was missed when
preparing the list of questions for the public consultation. Grampian
Cycle Partnership were among the groups invited to comment on the
proposals.

10

Would like to see one or two cycle friendly routes progressed.
Observations by Author: Noted.

11

Would like the report to Infrastructure Services Committee to contain
further details of the benefits that would come from wider
implementation of 20 mph limits.
Observations by Author: The report accurately reports the benefits
which could be expected without exaggerating these.

Kincardine & Mearns – 11 February 2020
1

Suggest that consistency is key throughout the 6 areas.
Observations by Author: Agreed.

2

Consideration be given to all cost implications.
Observations by Author: Agreed.
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3

Members considered safety as a key priority.
Observations by Author: Agreed.

4

Members agreed with the principle of a 20 mph speed restriction.
Observations by Author: Noted.

5

Suggest clear use of signage as appropriate to avoid sign clutter.
Observations by Author: Agreed.

Marr – 18 February 2020
1

Blanket 20 mph proposal is unlikely to be considered viable due to
budgetary pressures.
Observations by Author: Financial implications are addressed in the
report.

2

Evidence is not strong enough to support a blanket reduction to 20
mph limit in built up areas.
Observations by Author: Noted.

3

Agree with alternative option to continue with existing policy whereby
20 mph speed limits are introduced selectively, backed up by traffic
calming measures as necessary to meet qualifying speed criteria.
Observations by Author: Noted.

4

Consider that a lack of enforcement can lead to drivers not complying.
Observations by Author: Noted.

5

Queried designated town centre boundaries, which are as defined in
policy.
Observations by Author: Noted.

6

In existing housing schemes where 20 mph speed limits are not in
force, and children walking to school, these routes would benefit from
consideration for 20 mph speed limits.
Observations by Author: Noted.

7

Consider that consistency is important in villages.
Observations by Author: Agreed.
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8

Issue of enforcement of speed limits in rural villages is of concern,
particularly speed on outer edge of villages.
Observations by Author: Noted.
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Policy: Pedestrian Crossing

Banff & Buchan – 18 February 2020
1

Committee was fully supportive of this policy.
Observations by Author: Noted.

Buchan – 25 February 2020
1

The Committee is content with what is proposed.
Observations by Author: Noted.

Formartine – 11 February 2020
1

The wording “shall be” in relation to zebra crossing materials to
be used should be revisited.
Observations by Author: Paragraph 2.3 in the Pedestrian
Crossings manual has been re-written to clarify that high skid
resistance surfaces are required on approaches to all controlled
crossings even when the quantities are too small to justify
machine application.

2

There needed to be appropriate signage used in conservation
areas
Observations by Author: Noted, subject to compliance with
regulations.

3

There should be consideration of the recording mechanisms
used by Aberdeenshire Council and Police Scotland, in terms of
near misses and lived experience – perhaps a means to log
information onto the Council’s website.
Observations by Author: Noted.

4

Place Standards should carry a material weighting.
Observations by Author: Noted.
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Garioch – 25 February 2020
1

Infrastructure Services Committee should determine whether
offers of Capital funding for pedestrian crossings or road safety
measures which do not meet Council criteria should be
accepted.
Observations by Author: Disagree – the policy aims to ensure
that appropriate facilities are provided on the basis of need.
Provision based on ability to pay would exacerbate inequalities.

2

Concerns about the lighting on some crossings with LED
lighting providing less cover.
Observations by Author: Noted – recommended lighting
levels should be met for all crossings.

3

When using the formula, consideration should be given as to
whether the count is supressed because a crossing is not in
place and the road is dangerous.
Observations by Author: Noted.

4

Pedestrian crossings page 15 – the count should also include
people over the age of 65.
Observations by Author: Disagree – it would be impractical to
ascertain ages of adults and visibly infirm pedestrians are
already given a greater weighting.

5

Pedestrian Crossings 5.1 Identification of candidate sites –
should include near housing for elderly.
Observations by Author: Disagree – visibly infirm pedestrians
are already given a greater weighting.

6

Page 5, 1.2 “Manned” should be “Staffed”
Observations by Author: “Manned” has been replaced with
“Patrolled”.

7

Pedestrian Crossings – Section 1 paragraph 3 – concerns about
the statement made regarding affluent people given that it
doesn’t appear to be backed up by statistics. General
comments of this nature should be removed.
Observations by Author: This is covered in the Equalities
Impact Assessment.
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Kincardine & Mearns – 11 February 2020
1

Members are supportive of the policy in principle.
Observations by Author: Noted.

2

Members acknowledged the difficulty in recruiting to fill the role
of school crossing patrollers.
Observations by Author: Noted.

3

Suggest a pilot scheme pedestrian crossing be considered for
Marykirk.
Observations by Author: Sites would be prioritised in
accordance with the policy.

4

Consideration be given to the use of double press facility on
Pedex, to allow more time to cross.
Observations by Author: Consideration would be given to
reduced walking speeds when setting signal timings.

5

Suggest we should offer more support to school crossing
patrollers.
Observations by Author: Noted.

Marr – 18 February 2020
1

Agreed a relaxation of policy would improve the approval
processes and allow more crossings to be permitted.
Observations by Author: Noted.

2

Suggest that when considering main walking routes to school,
consideration is given to each school’s Safer Route to School
document, to ensure that the policy ties in with routes that are
being promoted by schools.
Observations by Author: Noted.

3

Recommend consideration of amending 5.2.1.1 of policy
referencing ‘children under 12 years old’, with the addition of ‘or
wearing a school uniform’ in order to better identify school aged
children.
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Observations by Author: The policy aims to give extra
weighting to primary school age children. Not all school
children wear school uniforms.
4

Noted that the road markings on a number of existing crossings
were in poor condition and in need of maintenance.
Observations by Author: Noted.
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Policy: Street Trading and Occupation of the Road

Banff & Buchan – 18 February 2020
1

Committee was supportive of this policy but stressed the need
to ensure that there was no conflict with other Council policies.
Observations by Author: Noted.

Buchan – 25 February 2020
1

The Committee is content with what is proposed.
Observations by Author: Noted.

Formartine – 11 February 2020
1

There needs to be a phased transition for those who already
have a license in place.
Observations by Author: Since January 2017, Roads officers
have notified applicants that units must be removed from the
road overnight.

2

A policy is welcomed to allow enforcement where necessary,
but there should be flexibility to allow consideration of
exceptions.
Observations by Author: The policy aims to give clear
guidance on what is and is not permitted.

3

The licensing policies and roads policies needed to be
synchronised so as not to be too onerous for users.
Observations by Author: Agreed – discussions have been
held with the Licensing team and it is hoped that a cross service
guidance document can be produced for prospective street
traders.

Garioch – 25 February 2020
1

-

Kincardine & Mearns – 11 February 2020
1

Members are supportive of the policy in principle.
Observations by Author: Noted.
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2

Suggested further clarification with regards to mobile trading,
proximity restriction should apply to both controlled and
uncontrolled pedestrian crossings.
Observations by Author: Agreed – text has been amended.

Marr – 18 February 2020
1

Request that consideration is given to existing businesses in
towns when allowing street traders to operate, whilst noting that
this policy deals with occupation of public roads and not public
car parks.
Observations by Author: Noted.

APPENDIX 10
Appendix 10 – Organisations Invited to Comment on Proposals
Aberdeenshire Council
Community Learning and Development Team (for Youth Council)
Community Safety
Gypsy/Traveller Liaison
Public Transport Unit
Waste Team
Business Improvement Districts
We Are Inverurie
Rediscover Peterhead
Community Councils
Alvah and Forglen
Banff and Macduff
Cornhill and Ordiquhill
Fordyce, Sandend and Rural District
Fraserburgh and District
Invercairn
King Edward and Gamrie
New Aberdour, Tyrie and Pennan
Portsoy and District
Rathen Memsie and Cortes
Rosehearty
Whitehills and District
Boddam
Buchan East
Cruden
Deer
Longside and District
Mintlaw and District
New Pitsligo
Peterhead
Strichen and District
Auchterless and Inverkeithny and Fisherford
Belhelvie Community Council
Slains and Collieston Community Council
Ellon
Foveran
Fyvie, Rothienorman, Monquhitter
Meldrum, Bourtie and Daviot Community Council
Methlick
Tarves
Turriff and District
Udny
Ythan
Bennachie
Cluny, Midmar and Monymusk
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Echt and Skene
Fintray
Inverurie
Kemnay
Kintore and District
Westhill and Elrick Community Council
Arbuthnott
Benholm and Johnshaven
Catterline, Kinneff and Dunnottar
Crathes, Drumoak, Durris
Gourdon
Mearns
Newtonhill, Muchalls, Cammachmore
North Kincardine
Portlethen and District
Royal Burgh of Inverbervie
St. Cyrus
Stonehaven and District
Ballater and Crathie
Banchory
Birse and Ballogie
Braemar
Cluny, Midmar and Monymusk
Crathes, Drumoak and Durris
Cromar
Donside
Feughdee West
Finzean
Huntly
Lumphanan
Mid Deeside
Strathbogie
Tap O Noth
Torphins
Other Bodies
Brake
Caravan and Motorhome Club
Federation of Small Businesses
Freight Transport Association
Grampian Cycle Partnership
IAM RoadSmart
Living Streets Scotland
Police Scotland
Road Haulage Association
Royal Automobile Club
Scottish Fire and Rescue Service
Scottish Licensed Trade Association
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APPENDIX 11

Appendix 11 – Results from Online Survey
Policy: Speed Limits
Question 1: Our current policy for 20 mph limits is that we only
introduce them where speeds are already low or in conjunction with
traffic calming measures which ensure low speeds. An alternative
approach considered in the draft Speed Limit Policy and Manual would
see 20 mph speed limits introduced on all minor roads in built-up areas
through the use of speed limit signs rather than further traffic calming.
Which approach to speed limits in urban areas would you prefer?
Answer Choices

A

Responses

Continue with the current approach (default
30mph in built-up areas with 20mph in traffic
calmed streets only)

38.30%

388

B

Move towards default 20mph limit on urban
minor roads

42.35%

429

C

Move towards default 20mph limits in main
town centres

42.25%

428

0.49%

5

20.73%

210

Answered
Skipped

1013
2

D

Don't know
Comments:

Q1
45.00%
40.00%
35.00%
30.00%
25.00%
20.00%
15.00%
10.00%
5.00%
0.00%

A

B
Percentage of respondents

C

D
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Question 2: The approaches outlined in the draft Speed Limit Policy and
Manual aim to achieve consistency in setting speed limits across
Aberdeenshire. This would result in lower speed limits being introduced
in many locations but could also lead to increases in some speed limits
at locations where the existing limit is inappropriate. Do you agree that
current speed limits should be reviewed and redetermined in
accordance with the new policy rather than left at their current state
(even if it means some speed limits increasing)?
Answer Choices
A
B
C

Responses

Yes
No
Don't know
Comments:

74.68%
21.01%
4.31%
8.30%
Answered
Skipped

Q2
80.00%
70.00%
60.00%
50.00%
40.00%
30.00%
20.00%
10.00%
0.00%

A

B
Percentage of respondents

C

693
195
40
84
928
3
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Respondent Information
Answer Choices
A
Individual
B
Organisation

Responses
98.00%
2.00%
Answered
Skipped

981
20
1001
14

Answer Choices
A
Driver
B
Cyclist
C
Pedestrian with visual impairment
Pedestrian/wheelchair user with mobility
D
impairment
E
Live in a town
F
Live in a village
G
Live in the countryside
H
Caravan(towing) owner
I
Trailer owner
J
Street trading unit owner/operator

Responses
95.91%
41.21%
2.15%
4.81%

938
403
21
47

34.36%
50.61%
26.07%
6.24%
10.33%
0.72%
Answered
Skipped

336
495
255
61
101
7
978
37

Names of Organisations Responding
1.
2.
3.
4.
5.
6.
7.
8.
9.
10.
11.
12.
13.
14.
15.
16.
17.
18.

Mid Deeside Community Council
Cromar Community Council
Fintray Community Council
Invercairn Community Council
Banchory Primary School entire community
Huntly Community Council
Gamefreak
Ballater & Crathie Community Council
Safedrive Taxis Ltd
Monymusk Community Council (Cluny, Midmar & Monymusk CC)
We Are Inverurie Limited
Udny Community councillor
Turriff Business Association
Newburgh committee for 20mph speed limit
St Cyrus Community Council
Dash Cabs Contracts Ltd
Stagecoach Bluebird
Mojo taxis
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Policy: Pedestrian Crossings
Question 1: The proposed Policy and Manual recognise the importance
of convenient and safe crossing points and seek to target available
funds to provide these where they are most needed. For new zebra and
signal controlled crossings a scoring system is proposed based on
various characteristics of the proposed crossing location. Please rank
the following characteristics of a location in order of the weighting you
feel they should be given when assessing proposed pedestrian crossing
sites – 1 being the most important:
Answer
Choices
Accident
A
history
Number of
B
pedestrians
Number of
C
vehicles
Number of
D large
vehicles
Number of
E vulnerable
pedestrians
F Road width
Vehicle
G
speed

Responses
1
2

3

4

5

6

7

Score

81

29

40

42

40

45

58

4.11

102

83

55

35

22

27

6

5.31

38

69

80

71

39

28

10

4.62

9

29

42

50

64

73

65

3.16

52

64

54

60

59

32

14

4.52

3

12

10

27

49

91

136

2.18

57

48

53

47

58

35

43

4.18

Answered
Skipped

345
7

Q1
6
5
4
3
2
1
0

A

B

C

D
Score

E

F

G

Item: 9
Page: 390

Respondent Information
Answer Choices
A
Individual
B
Organisation

Responses
97.40%
2.60%
Answered
Skipped

337
9
346
6

Answer Choices
A
Driver
B
Cyclist
C
Pedestrian with visual impairment
Pedestrian/wheelchair user with mobility
D
impairment
E
Live in a town
F
Live in a village
G
Live in the countryside
H
Caravan(towing) owner
I
Trailer owner
J
Street trading unit owner/operator

Responses
96.10%
36.04%
1.50%

320
120
5

5.11%

17

43.24%
43.84%
21.02%
7.21%
9.61%
0.90%
Answered
Skipped

144
146
70
24
32
3
333
19

Names of Organisations Responding
1.
2.
3.
4.
5.
6.

Cromar Community Council
Monymusk Community Council (Cluny, Midmar& Monymusk CC)
Turriff Business Association
St Cyrus Community Council
Dash Cabs Contracts Ltd
Stagecoach Bluebirdid Deeside Community Council
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Policy: Street trading and Occupation of the Road
Question 1: The proposed Policy and Manual set out the principles by
which Aberdeenshire Council will consider the acceptability of uses of
the road other than as a route for travelling over. Among these
secondary uses are occupation of the road by street traders (fast-food
vans, mobile banks, etc.) and non-motorised vehicles (caravans, trailers,
etc.) At which on-street locations would you consider it acceptable for
street trader units to be allowed to operate from (please tick all which
apply)?
Answer Choices
A
Laybys
B
Residential areas
C
Industrial estates
D
Town centres
E
Village centres
F
Near schools
G
None
Comments:

Responses
68.75%
11.81%
81.25%
58.33%
54.86%
7.64%
5.56%
0.69%
Answered
Skipped

99
17
117
84
79
11
8
1
144
0

Q1
90.00%
80.00%
70.00%
60.00%
50.00%
40.00%
30.00%
20.00%
10.00%
0.00%

A

B

C

D

Percentage of respondents

E

F

G
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Question 2: The proposed Manual differentiates between “mobile” and
“static” traders. It proposes that mobile traders (those moving around
multiple locations in a day, e.g. an ice cream van) would only be allowed
a maximum of 30 minutes trading at one location before having to move
on. For static traders (e.g. hot-food trailers trading for several hours at
the same location) it is not proposed to fix a maximum duration for
trading at one on-street location in a single day however units must be
removed from that location when trading is not taking place. How long
do you feel would be appropriate for the maximum times the following
should be permitted to trade at a single on-street location?
Mobile trading
Answers within range
A
0 – 15 minutes
B
16 – 30 minutes
C
31 – 60 minutes
D
>60 minutes

Responses
9.30%
42.64%
28.68%
19.38%

Q2 - mobile
45.00%
40.00%
35.00%
30.00%
25.00%
20.00%
15.00%
10.00%
5.00%
0.00%

A

B
Percentage of respondents

C

D

12
55
37
25
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Static trading
Answers within range
A
0 – 6 hours
B
7 – 12 hours
C
>12 hours

Responses
23.26%
41.09%
23.26%

Q2 - static
45.00%
40.00%
35.00%
30.00%
25.00%
20.00%
15.00%
10.00%
5.00%
0.00%

A

B
Percentage of respondents

C

30
53
30
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Question 3: The proposals in the Manual allow premises serving food
and drink to apply for permission to place tables and chairs on the
footway to form a street cafe. Do you think that we should consider
applications for businesses seeking to use the footway for serving the
following?:
Answer Choices
A
Food only
Alcoholic drinks when accompanied by a
B
meal only
Alcoholic drinks even if not accompanied by a
C
meal
D
None of the above
Comments

Responses
28.37%
28.37%

40

23.40%
19.86%
0.00%
Answered
Skipped

33
28
0
141
3

Q3
30.00%
25.00%
20.00%
15.00%
10.00%
5.00%
0.00%

A

B
Percentage of respondents

C

40

D
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Question 4: Another proposal is that non-motorised vehicles (caravans,
trailers etc.) should not be allowed to be left in the same road or
location for more than two consecutive days nor more than any four
days in a calendar month. Do you agree with the proposal relating to
caravans and trailers?
Answer Choices
A
Yes
B
No - the suggested period is too long
C
No - the suggested period is too short
Comments

Responses
51.80%
16.55%
31.65%
0.00%
Answered
Skipped

Q4
60.00%
50.00%
40.00%
30.00%
20.00%
10.00%
0.00%

A

B
Percentage of respondents

C

72
23
44
0
139
5
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Respondent Information
Answer Choices
A
Individual
B
Organisation

Responses
97.90%
2.10%
Answered
Skipped

140
3
143
1

Answer Choices
A
Driver
B
Cyclist
C
Pedestrian with visual impairment
Pedestrian/wheelchair user with mobility
D
impairment
E
Live in a town
F
Live in a village
G
Live in the countryside
H
Caravan(towing) owner
I
Trailer owner
J
Street trading unit owner/operator

Responses
97.84%
38.85%
0.72%

136
54
1

3.60%
39.57%
44.60%
25.90%
7.91%
15.11%
2.16%
Answered
Skipped

5
55
62
36
11
21
3
139
5

Names of Organisations Responding
1.
2.

Lilys Dough
Dash Cabs Contracts Ltd
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Comments in response to online survey
Policy: Speed Limits
Question 1: Our current policy for 20 mph limits is that we only
introduce them where speeds are already low or in conjunction with
traffic calming measures which ensure low speeds. An alternative
approach considered in the draft Speed Limit Policy and Manual would
see 20 mph speed limits introduced on all minor roads in built-up areas
through the use of speed limit signs rather than further traffic calming.
Which approach to speed limits in urban areas would you prefer?
1.

This is the view of Mid Deeside Community Council agreed at its
meeting of 24th September. The majority felt that efforts to reduce
speeds on minor roads in built up areas were worthwhile to increase
safety, with any accident which may happen being likely to be less
serious at lower speeds.
2. We would like to see 20mph limits along Main Street and on School
Road, Newburgh.
3. Craigs Road in Ellon should have some traffic calming measure due
to the school crossing patrol situated at the junction with Millwood
Road. Either a peak time 20mph measure, or the slow down signs
showing the speed of vehicular traffic. Vehicles travel at dangerous
speeds on this road.
4. I would like to see a 20 mile an hour limit in our village which is used
as a shortcut from the B999 to the Oldmeldrum/Pitmedden road.
5. Must slow down ellon drivers going too fast
6. Recent survey in Craig’s Road Ellon indicated that 52% of drivers
were breaking the speed limit. This road needs a 20mph limit to safe
access from blind entrances and to safeguard pedestrians pets and
red squirrels.
7. I think all towns Villages should be 20 mile in residential area and 10
at schools
8. "I drive partly because of my work, so a regular road user. Personally
i don’t consider reducing the speed limit from 30 to 29 mph to be a
reasonable requirement. "
9. "Invercairn Community Council has requested that the 20mph speed
limit in relation to the Claymore development in Cairnbulg be
extended to encompass all other streets within the twin villages so
that it eliminates confusion and standardises the speed limit across
all Non-B class roads within the villages. The Community Council
feels that by having a mixture of 20 mph and 30 mph within the
village boundaries will and does add to confusion. This also aligns
with Appendix 1 and 2 from the Roads Policy Review Document that
came before the Banff and Buchan Area Committee on 18/2/20,
which the committee supported. To that end we therefore ask that
this request is reviewed and implemented. "
10. Within Inverallochy & Cairnbulg there is a mixture of 20MPH and
30MPH which is causing confusion. I believe a standard 20MPH
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11.

12.
13.

14.

15.
16.
17.

18.

should be adopted from the entrance of both villages so that
ambiguity is taken out of the equation
"I accept that a 20mph collision causes less damage (to a person or
property) than a 30mph collision. But the probability goes the other
way, ie there is more chance of a collision at 20mph than at 30mph in
my view, since to drive at 20mph requires most drivers to be typically
checking their speedometers frequently - it is an unnaturally low
speed. If you are checking your speedometer frequently, you are
looking at the road less, hence less opportunity to see kids running
out or hiding behind parked cars etc. For those people that use
speed limiters, generally they work at 30mph, but do not work at
speeds as low as 20mph. Additionally, the extra time it takes to
complete a journey is frustrating, but worse you feel you are going
slow and without a lot of concentration, a mind can wander and not
be thinking so much about the driving - because it is so boring driving
at 20mph."
And speed bumps.
Traffic calming measures and enforcement of the speed limits are
also required. Purely reducing the speed limit on its own will not
make people drive more slowly. Some main roads are like racing
circuits and should also have speed reduction/traffic calming
measures.
"20mph through Main Town centres, which generally provide a form
of speed limitation by design, can regarded as practical for safety
reasons. For Villages, which generally have a relatively short main
thoroughfare that does not provide the same level of limitation by
design as a town, speed limitation by road sign only is often
disregarded by many motorists. As such 20mph through Village
centres with Self-enforcing Traffic Calming measures, additional to
Signage should be include in the policy (where applicable). Speed
Cushions being the adopted standard providing the self-enforcing
element required while permitting unhindered passage of emergency
vehicles. While there is a focus on unhindered travel for main
thoroughfares adopted by Aberdeenshire Council there is an
argument where safety should be the primary consideration over the
potential loss of 10mph generally over short stretches of carriageway.
There are numerous studies which quantify the ‘Risk of Injury’ over a
range of speeds, notably the evidence that injury at 20mph be
considerably less than that of 30mph."
For pedestrians, vehicles passing by at 20mph (instead of 30mph)
gives a much more pleasant environment. Also quieter.
If such a small reduction in average speed is expected it seems a
waste of increasingly restricted funds. Fix more potholes instead
Application of reduced limits needs case by case context specific
assessment. Blanket 20mph would result in it being applied in places
where it is not really needed, but some current 30 locations would
definitely benefit from a reduction. Not sure the definition of “built up
area” is clearly defined, either.
However, car drivers still don’t understand union st is 20 mph for all
vehicles
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19. A Council wide approach would reduce confusion
20. Any urban area needs to be 20mph but it needs to be regularly
policed and enforced. We regularly see traffic, particularly during
school drop off / collect doing wag in excess of 40mph with absolute
disregard for the temporary 20mph limit.
21. In town and villages it would be preferable to have 20mph limits and
also traffic calming measures.
22. Speed is to high in general and combined with to short safety
distance it kills people. It is a fact, proofed in many studies, that the
reduction of speed safe life’s.
23. 20mph needs to be the default on all built up areas
24. Should be a no traffic rule for one hour before and one after school
entry and exit on Arbeadie Road in Banchory. Traffic hazardous.
25. The single width road in Ythanbank is an obvious candidate.
26. Just make all roads in towns 20 mph (or lower) Better for safety, air
quality and easier to understand/enforce. It would also help
stop/reduce nuisance from 'boy racers'. 20mph is still 30+ km/h.
Speed limits in e.g. Dutch towns are often 20km/h. The difference in
stopping distances and expected injury is significant.
27. Newburgh needs a 20mph throughout
28. We live in rural Aberdeenshire and some drivers are scary
29. Calming traffic measures on Riverside road. Proper crossings and
more speed signs which flash!
30. Needs to be more widespread speed limit reduction with pedestrian
and cyclists prioritised in towns and villages
31. It would make more sense to reduce the speed limit in town centres
as this will reduce the speed of the traffic and make it easier for
pedestrians.
32. A speed limit reduction is only workable if it would s enforced.
33. Traffic calming just leads to congestion and is generally not well laid
out when implemented. The current COVID Cones are a prime
example. The road at the bakers/chemist/catwalkers is now
dangerous
34. Suggest looking at traffic calming measures in Ellon Town Centre.
Speed limits will not be obeyed unless you install numerous speed
cameras
35. Would also like to see this in villages such as Newburgh
36. I think a 20mph limit on minor urban roads without speed calming
measures would be the best way forward.
37. All residential areas should be 20mph.
38. 20 speed limit in Ellon yes
39. Move towards making more villages out of settlements and reducing
speed limits in those settlements.
40. And 20mph in rural towns, villages especially where there are play
parks.
41. not that it’ll matter as very few people drive to 30mph in Inverurie
anyway
42. Enforce current speed limits with police action
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43. specifically for Sauchen, there should be a lower speed limit on Main
Street at the Play Park, and in Cluny the 40mph limit should be
reduced to 30, with a 20 mph limit past the housing.
44. Move towards 20mph limit on all city streets other than ring road.
45. Inverbervie needs a speed warning heading south after the high
street.
46. There is no point in introducing a plethora of different rules and limits
if there are no reasonable ways of enforcing them, or of making it
clear what the danger is. If speeds are too high in a given area, then
traffic calming measures (NOT HUMPS) such as road narrowing or
clear warning signs (e.g. school markings) are installed. There are
already too many false signs and clutter to distract the driver.
Measures that are not obeyed should be examined as to why people
do not follow them. We must restore faith that the restrictions are
warranted, so that when a warning is given, it is beleived.
47. What is the driver behind this? I think 30mph is an acceptable speed
with the temporary 20mph zones outside schools etc. We have
managed for years at 30mph, modern cars have shorter stopping
distances than in the past.
48. Main Street, Rhynie, Aberdeenshire. Nobody takes any notice of the
30mph signs here. Worst offenders are boy racers and Forestry
lorries. 20mph signs might reduce their speed to 40mph. Disgraceful.
49. Constant driving at 20mph is not required, builds up dangerous
emissions and is not economic.
50. The reduction is speeds shown in other authorities is insignificant and
would not justify the cost of making these changes. Bear in mind
pedestrian accidents are invariably caused by pedestrians not
motorists
51. Small villages are at higher risk of vehicles remaining at a higher
speed while rat running through them this is certainly the case in
Mary kirk.. Possibly utilising speed bumps or calming lanes would
also be appropriate to slow the speeders down
52. speed calming measures and better signage & lighting for school
zones / times.
53. I would like to see people being forced to keep to the speed limit. For
instance, Fordoun is a designated 30mph and yet cars regularly drive
through at over 50mph. I don't see how lowering the speed limit to
20mph would stop those that already speed from continuing to do so.
54. "I think in urban roads where the main purpose of the streets is for
housing, it is a sensible policy - for example on housing estates. I
think for urban streets where it is mainly industrial units it is not so
necessary. I really disagree with 20 mph on main roads that go
through Town Centres. During busy periods, this tends to default to a
lower speed simply because of the amount of traffic and outside of
busy periods, 30 mph is more reasonable. Finally, I would love to see
a 50 mph on all minor rural roads,. Many bad accidents happen
because people travel too fast on rural roads, and a speed limit of 60
mph is a nonsense on a small rural road."
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55. Where there is a lot of foot traffic. Where villages speed limit
stretches for a mile or so from one boundary to the other, perhaps a
20 zone where foot traffic is busiest.
56. I would like to see speed limit being 20mph through St Cyrus Main
Road. Traffic calming measures not appropriate but reduction in
speed due to lorries and large vehicle speeds.
57. I live in Auchenblae Main Street where cars, lorries and tractors
exceed the speed limit continuously and dangerously therefore a 20
mph zone would be welcome, sensible and safer.
58. Ought to be traffic calming on A937 and cameras from A90 to
Marykirk
59. 20 mph is a significant move to safer roads where adults and children
are pedestrians and On bicycles.
60. Blackiemuir - calming measures, High Street calming meadurs and
parking restriction on one side to prevent congestion
61. The case for 20mph limit in all urban areas is incontrovertible
62. Main roads through villages too!
63. Or less depending on manouverability due to parked cars making it
hard to see .
64. Rural roads by me are national speed limit, but wholly unsuitable for
such. Now the vast majority are sensible but if we could have
recommended limits to help encourage sensible driving, that would
be welcome.
65. You need to put in measures to slow down traffic . I stay in Marykirk
where a speed survey was carried out a few years ago . The average
speed then was near 40 mph yet nothing has been done . Since the
cars continue to speed through the village and nothing is done . The
council and police seem to accept it's ok to speed through Marykirk
as their inaction to the survey backs this up .
66. Villages need to be 20 mph zones
67. Quite apart from minor roads, in the village of Marykirk, there is a
serious problem with speeding through the village on the A937
involving vehicles heading to and from the A90.
68. Rural areas where it goes 60 to 30 to 60 need to be lowered to 20
and calming in place
69. Many drivers travel in excess of 30 MPH in such areas so a reduction
to 20 MPH may see them reduce speed to about 30 MPH!!!
70. I’d like to a 20mph limit through the centre of Aboyne and surrounding
villages.
71. Lived at Westhill since 1977. Traffic on the central Old Skene Road
is now getting unbearable at morning. noon and night peak periods.
A substantial number of vehicles are travelling in excess of 30mph
and 40-50 (even 60) is not uncommon. That, together with passage
of large artics, tractors, etc. is adding to the noise pollution. The
"town centre" direction is on a pole to the west of Westhill, which
directs vehicles down through the centre of the town. Surely the
better location would be at the Tesco roundabout pointing diectly to
the town centre.
72. Having lived in areas where 20mph are mandatory in residential
urban areas, I have seen the benefits and normalisation of behaviour.
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73.
74.
75.
76.
77.

78.
79.
80.

81.

82.
83.

84.
85.

86.

But it requires considerable funding in making the population conform
through speed controls (cameras, police speed traps). This works in
Scandinavia for it to work here the same emphasis on education and
regulation would be needed. Can we afford it now, any parent of a
deceased child would say yes. It should be an aspiration.
I live in the village of Blackburn . where the speed limit is constantly
broken . also traffic calming measures would be a benefit .
People should be taught how to cross roads. Jay walking should be
punished. Stop blaming motorists.
"Why waste money on an unenforceable rule change."
Slow down Nether Aden road Mintlaw !!!!!!!!! 20mph or bumps for
safety !!!
Reducung the limit to 20 mph in town centres will of course result in
shrieks of protest from people who never travel at more than 20 mph
at busy times in towns anyway, and the time saved by reaching the
face-warping speeds of 30 mph is minimal.
But it HAS to be enforced Blackhall Road in Inverurie is just a race
track at times! Not just young lads in "hot-hatches" either.
Consider environmental aspects of traffic calming - damage to
vehicles, braking (brake dust + fuel waste) and acceleration (fuel
waste and noise)
The manual does not appear to provide a definition of criteria to be
met for a 20mph zone (as opposed to 20mph limits). This appears to
be important as it determines when traffic calming measures are
required.
A 20 mph limit in villages would be a great safety aid. Those - like
Laurencekirk - which have straight main roads encourage dangerous
speeding, whereas in many villages like Marykirk and Auchenblae which have winding main streets with limited visibility for pedestrians
trying to cross, and drivers negotiating, the main road - 30 mph is
totally excessive
Current speed limits in villages are not closely monitored, so how will
Aberdeenshire Council propose to police any changes to ensure
safety?
I believe on some A roads speeds should be reduced to 40 miles per
hour when passing through an area with a collection of houses on its
edge and a minor road entering the A road from a collection of
houses, to give pedestrians and cars the opportunity to cross or enter
the A road safely.
The present situation is confusing causing drivers to miss the limits. A
default system would negate this.
Colpy is a small community with small and winding roads passing
through and currently carries a 30mph limit. This is completely
unacceptable and dangerous. 20 mph is too fast in at the bend in the
centre of the hamlet where until a couple of years ago vehicles were
required to stop before proceeding.
At the Alford campus and in front of Watson terrace and also the new
road to take you to the Alford school campus needs speed humps as
there is no one doing 30 yet alone 20 more speed restrictions such as
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87.
88.

89.

90.
91.
92.
93.
94.
95.
96.
97.
98.
99.

100.
101.
102.

road humps need put in place also boy racers speeding up and down
it
"The speed limit should be reduced from 30mph to 20mph on entry to
every NE town and throughout the centre of that town. Hamlets like
Pitmachie (Old Rayne) on the A96 should have a 50mph limit."
"This relates to Banchory. There is only one direct road running
through Banchory from east to west-A93. The side streets between
Raemoir Road and Mount Streets are particularly busy with many
vehicles exceeding 30mph.It would appear that satnav devices direct
vehicles along these side streets rther than the A980 and A93.Large
numbers of HGVs also appear to be diverted on to these same
streets even though there destination is elsewhere."
Speed reductions should only be applied where roads are narrow in
older streets and towns where there is potential of older \ vulnerable
walking \ crossing - such as at Chemists or accessing \ egressing
parking areas where the visitor may not be aware of any dangerous
or busy junctions. Again these should be prioritised on high footfall
numbers ie more than 10 per hour crossing and measures only
applied thus prioritising the budget in these areas only.
With ever increasing volumes of traffic 20 mph is a more sensible
speed in small villages and towns where roads were never designed
for the current or predicted volume/kind of traffic there is.
Living near a village where speeding is endemic I welcome any
reduction in speed limits
I believe the Council has already incorrectly and unsuitable applied
speed limit reductions in Aberdeen and any further move from the
current approach is a additional assault on motorists.
Speed ramps at difficult areas for predidstrion crossing areas and
ramps as you enter 20mph zones to ensure the speed is corrected
Fully support reducing the speed limit. I've seen it in Aberfeldy and it
works really well. So much more appropriate where you've got
pedestrians and cyclists sharing the road
If an average speed reduction is only 2mph then it is hardly worth
changing!!
And residential areas,and housing estates.
Also speed bumps through town centres
Would reduce serious injury if involved in RTC also give pedestrians
more time to cross street road traffic travels far to fast especially in
built up areas ..
Town centres are far busier now than when the original policy was set
in place. To ensure driver reaction times meet possible hazzards
they could face, the only sensible thing would be to reduce the speed
limit in all town centres, and ENFORCE it.
We know 20mph is safer for everyone. Anyone hit by a car travelling
at 20 mph v's 30 mph clearly is going to be less severely injured.
Would prefer traffic calming in current 30 mile areas.
Village of St.Cyrus should be all made to 20mph. Ecclesgreig Road is
beside a kids park. Speeding on that road is terrible. I worry a child
could be seriously hurt.
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103. All residential streets and roads beside schools, parks, old folks
homes etc. as well as high streets shouls be 20mph. This should
include main routes through towns if the above applies. Additional
traffic calming should be considered outside schools etc. to ensure
speed limit is observed.
104. We live in Blackburn and have a serious speed issue. Something
drastic needs to be implemented to ensure the safety of pedestrians.
105. Proper consideration should be given to 20 mph limits in small
villages with A roads passing through them where circumstances
(road layout, pedestrians, visibility etc) suggest it is a sensible safety
measure.
106. Keep at roads 30 and train the pedestrians.
107. Concerned that villages and towns with significant but not strategic
roads may still be subject to 30mph or indeed higher limits. Please
reconsider. And reconsider 30mph roads such as Hosputal Rd and
Knockothie Cres, Ellon (to give but two examples)
108. "My wife and I holidayed in a small town in Brittany 16 years ago,
called Perros-Guirec. It reminded me of a tropical Stonehaven and
the biggest feature about the streets, were the amount of zebra
crossings, there were loads of them. I thought this was a great idea
and so pedestrian friendly. Due to the many crossings, there was no
need to lower the speed limit, the crossings did that themselves in
busier times and other times, allowed the traffic to flow. This sort of
thinking should be applied in Aberdeenshire. If there are proven
accident black spots, then by all means, lower the speed limit, but
blanket policies are not proactive thinking."
109. I would go with default 25 mph on urban minor roads
110. Just teach kids how to cross road seriously 20mph I may as well walk
as I never get to work
111. Modern cars have far shorter stopping distances and most now come
fitted with auto collision avoidance technology which will brake in the
event of an anticipated RTC. The idea of reducing speed limits is a
joke they should be going up
112. Anti Social driving is a major issue in many Aberdeenshire towns,
with my experience this can be reduced with raised zebra crossing
and 20mph speed limits, this also makes the town centre a much
more enjoyable place
113. I would encourage the council to seek 20mph limits on all urban
roads not solely minor ones. It is unclear what a minor road what
constitute but all residential streets or those in built up areas made up
principally of housing should fall within this.
114. 20 miles on all town streets
115. There can only be benefit to the safety of the community through this
approach and with time drivers will see this as the 'norm' rather than
some excessive restriction, which will no doubt be expressed. The
unconscious drivers in our community will already be exceeding
30mph, I would far rather their inattention saw them creeping above
20 mph in these areas and improved the safety of others using them,
especially with the drive to other forms of transport, includibg cycling.
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116. "20 mph and speed bumps on middleburgh rd fraserburgh have
made things worse. Because of the speed bumps on kirkton rd more
people use middleburgh rd and they do not stick to the speed limit of
20. Waste of time and not enforceable as they are at present."
117. Think speed limits should be lower in villages on main roads ie Stirling Village A42 3Ap where residents have difficulty crossing the
road and have safety worries
118. I would like to see a speed limit of 20mph in rural villages (eg. Udny
Green)
119. Roads near population centres have become increasingly shared
post pandemic. Pedestrians, parents with small children and / or
prams, wheelchair users, dog walkers, runners ... all sharing the
space with vehicles who's drivers assume priority. Result is
compromising the safety of the more vulnerable road users.
120. Lots cannot keep to 30 never mind if they had to reduce to 20!
121. 20mph is too slow in many areas/ times of day.
122. dropping the speed limit to 20mpg will not ensure low speeds in built
up areas. Speed bumps and chicanes needs to implemented in
conjunction with the lower speed limit
123. Also rural minor roads through village centres especially near
schools.
124. Especially in Inverbervie where lorries constantly flour speed limits.
125. S
126. The speed limit in Inverbervie needs to be 20mph from the Bridge to
after Gourdon
127. 30mph is a reasonable speed limit if it were to be enforced more
strictly
128. I agree with 20mph limits but not as an alternative to traffic calming
where needed. Ultimately I feel it’s the traffic calming measures that
will force drivers slow down.
129. speed limits should also be 20mph in long stretches e.g. Balmoor
Terrace, Windmill Road, South Road, West Road Peterhead - busier
and too much traffic speeding.
130. Minor roads should be 30 mph
131. I live in Potterton (AB23) and HGVs (8 yesterday) are using the Milton
of Potterton towards Belhelvie on a C Class road and school bus
route as a shortcut going to and from the Quarry instead of using the
AWPR. There should also be traffic calming measures at the bend
at 20 Denview Road as traffic are constantly driving at considerable
speed (in excess of 30mph) and at the last minute having to drive on
the wrong side of the road approaching oncoming cars because of
parked cars on the pavement.etc. It's an accident waiting to happen!
132. Roads are made for travelling on and people spend a lot of money on
cars in order to travel faster than walking pace. 20mph is not
generally fast enough to travel a reasonable distance in a reasonable
time.
133. The current public transport and road network in Aberdeenshire is
pretty poor. A lot of research has gone into accident reduction but
very little into the societal impact of longer travel times across the
board.
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134. Please listen to community council
135. In Drumoak, we have a "20 when lights flash" system during school
peak times, but I don't think it is effective, partly because I don't think
people realise that they are compulsory. Full time 20 would be more
effective.
136. Traffic calming only where it is actually needed, unnecessary traffic
calming increases driver frustration and can increase accidents
137. move towards 20mph in all villages and also streets in main town
centres
138. The current policy refers to "In urban areas, move towards 20 mph
speed restrictions being the norm" - I suggest this needs to be
clarified because it seems to exclude rural towns, villages and other
'built-up areas'. I would encourage to include all built-up areas with
residential/school areas or where many people tend to be present
(touristic spots)
139. My comments are made as a motorist for whom it is clear that in town
20 is safer and a minor addition to journey time and as a cyclist and
pedestrian for whom there is no doubt that mixing with 30mph traffic
is unsafe. However, I also think it is important that limits are
encouraged using street design (bumps/chicanes and raised zones to
ensure that they do make a difference
140. 20mph is too slow & can cause many drivers to concentrate more or
their speedo rather than the road!
141. This is a horrible survey and is very bias, the speed limits should be
30 unless otherwise set in a school area for 20 this is shocking and
just a joke
142. This should only be a 20 in a school area and 30 otherwise
143. This is a very bias survey it should be 30 unless a school is the area
in question
144. Waste of money to reduce speeds to 30 and have to replace all
signage. Not to mention extra congestion in peak times!
145. GET POLICE TO ENFORCE LIMITS ON APPROACH TO SCHOOLS
AND PARKING AT SCHOOL TIMES TOO
146. Have more speed cameras
147. 30 mph your survey is very bias. There’s no option for this. Modern
cars modern brakes. 20 is far too slow and this will end up being
deployed everywhere.
148. Slower speed is better for cyclists and encourages cars to use
bipaths rather than going through town centers
149. There is no option for no change your questionaire will produce a
biased outcome in some sort of favour of 20mph
150. Any further reduction from what we have now would be ridiculous
151. I would propose a ‘scoring system to highlight areas to introduce
20mph based on density of road hazards - pedestrians, cyclists, road
side shops, children leaving entering school, vehicles pulling in/out of
road-side parking etc..
152. Turriff has the 20mph currently in town centre with the spaces for
people and would say 90% of the vehicles are NOT adhering to it.
153. In village which are set on busy road, calming hump or varies are
required as in St Cyrus the traffic often Nord. In our village which has
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155.

156.
157.
158.
159.

160.
161.
162.
163.
164.
165.
166.
167.
168.
169.
170.
171.
172.
173.

a park the traffic exceeds 30 mph and there are no calming
measures. This should be a third 20 mph zone with calming
measures visit Montrose
I think a targeted approach to the use of 20 mph zones would be
more respected by drivers. They pay attention to a change in limits in
an area more than they do to a blanket limit.
Previously stayed in area with 20MPH limit. Completely ignored by
majority of residents let alone anyone visiting the area. You can set
as many limits as you want but without the threat of enforcement they
are pointless. Better design to slow traffic in town centres etc would
be better than blanket speed limit, remove ability to speed by clever
design.
St Cyrus could benefit from a 20 mph limit on the main road.
"Move to 40mph on all dual carriageways within the city Center and
30 for single lane roads. Speed limits are completely ignored when at
20. "
as folk say 30mph is enough ti kill, unlikey at 20mph
You’re not going to be able to enforce a 20mph speed limit on minor
roads anyway. All this change succeeds in doing is annoying
residents and furthering the disconnect between Aberdeenshire
Council and road users. There are far, far bigger and more
dangerous issues (potholes and general road condition etc.) that road
users face. Speed limits are not the problem.
Live in Balmedie village and people driving through the village way
too fast to cross safely for school
I live on the A980 in Lumphanan in a 30 mph limit however a large
proportion of the traffic entering and leaving the village do not obey
this speed limit. I would welcome a reduction to 20mph.
Nobody goes at 30 so no hope of drivers going at 20
I live in a 20mph zone which is often ignored. I think 20mph is best
used with other measures such as sleeping policemen and bollards. I
also.feel that signage should be increased.
The whole of Balmedie village should be 20mph zone as there are
many junctions for the school children to cross
Aberdeenshire council has already damaged the viability of towns
with its nonsense Covid works and now seems set to make it difficult
for commuters and travellers
Rural villages are in desperate need of speed controls.
Old skene road Westhill should be made 20mph speed limit.
Newburgh needs a 20mph speed limit after accident this week.
When cars move slower, they create more emissions. This is bad for
the environment. All road users need to be aware that
INAPPROPRIATE speed kills.
20mph in one way streets
Inverbervie has a lot of heavy vehicles travelling through that travel
too fast.
Move towards 20 in housing estates and roads approaching schools
etc
More traffic calming measures should be put into place as the road
narrows and tightens approaching towards Balmedie Beach.
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174. Question 5 is discriminating as you can be a non impaired country
side dweller who walks the rural road networks anytime of day where
no pavements or street lighting exists and drive a tractor for work
sometimes with a trailer
175. Please please on the Oldmeldrum Road between Lidl and the left turn
off for Uryside School. I walk it every day from the Keith Hall end of
Osprey Heights to the school and have seen so many near misses
from speeding drivers and children trying to cross the island crossing.
I’m petrified to let my daughter walk alone to school.
176. with more electric cars & less aural warning (engines) on urban
streets I think that speeds must be reduced
177. Drivers can'y stick to the 30mp as it is so pointless reducing this
further.
178. Why this constant drive to make driving less attractive and make
journeys longer? I can't remember the last time I heard of a serious
accident in a residential street in Peterhead.
179. We have a single track road (knockhall rd) that displays the National
speed limit but this is used by pedestrians ( with no pavement). Either
reduce the speed limit to 20 mph or better still block the road off at
point of displaying the speed limit to the point where it meets the
junction.
180. I have previously lived in an area that adopted this approach and
think it worked well
181. The current 30 is not followed in and around Balmedie, it’s the
flashing speed signs that are needed. The old road is a race track, it’s
probably safer to walk on the dual carriageway!
182. Minor roads are just that, there is no need to change the speed limit
on these roads, and in my opinion and appalling waste of money
which would be better spent ensuring verges and hedges across the
area were cut so that vehicles could safely exit junctions!
183. If there are no other calming measures in place in residential roads, I
would like to see big painted 20 in place especially on long straights.
On my road, Farburn Drive in Stonehaven, drivers often accelerate
over 30mph past my house. A reminder would be good!
184. 20mph on all urban area roads with pavements is way to go.
Hallforest Road, Gauch-Hill Road and School Road are treated like a
race track - not safe to allow kids to walk on their own anywhere, as
vehicle users are in such a rush.
185. Pointless lowering it as according to your own avg speed calcs there
is no appreciable gain.
186. Cars go really fast in balmedie village
187. More traffic calming measures required on main roads through
villages eg Balmedie
188. Would be so supportive to the new generation of cyclists using our
roads.
189. "The 20mph limits in Aberdeen are ignored by everyone including the
buses. How will these be enforced? I agree with 20 on side roads but
not trunk through roads. We all have to get somewhere."
190. What evidence supports the view that 20mph areas alone contribute
to reduced speeds rather than increased congestion?
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191. Along side 20mph in main town centres I think we also need
measures on the road to reduce speed on approach to the town
centres eg. Going from 60 to 30 - most cars remain at the higher
speed in my area until they are directly in the town centre and slot of
the time never go down to the 30
192. 20mph is a much better idea and really villages like Aberchirder need
a 20mph in the whole village as people zoom round the corners and
down the country lanes.
193. Please sort out the situation in westfield Road Inverurie have nearly
been hit by a car several times crossing the road or trying to get out
of my car, could be doing with speed bumps to prevent people using
it as a rat run to avoid the traffic. Not acceptable for the people who
live here and its also right beside the academy. I am surprised no-one
has been killed or seriously injured.
194. Nobody will enforce a lower speed limit and it has been demonstrated
that lower speed limits in towns does nothing to improve road safety
195. Reducing speed limits to 20 mph would increase fuel consumption
(by 5.8 mpg and increase emissions by around 10%. according to
AA research. TRL research suggests it would reduce traffic flow by
27%. So, we should be careful about extending 20 mph limits as it
would incur an environmental penalty and potentially also increase
congestion.
196. None
197. Although not on the likes of approaches such as South/West Roads
in Peterhead
198. This would be an appropriate approach for speed management within
town centres, as long as care is taken not to disproportionately
impact users of sustainable transport modes, espeically bus services.
199. 20mph speed limits are widely ignored so making all urban areas
20mph may help
200. Consider a flat 20mph on all urban roads, not just minor
201. Who pays for all the 30mph signs to be changed to 20mph. The
current 30mph limits are NOT enforced so why will 20mph make any
difference. Better to put up fixed speed camera and generate
revenue for road improvements.
202. Without the calming measures it is unlikely to be effective given the
impossibility to enforce over a large number of roads
203. Newburgh Aberdeenshire desperately needs 20mph limit
204. I think 20 should be the limit going through all villages
205. Main street in my village should be 20 due to traffic and parking .
206. I pick up my children from Cultercullen school, the speed limit is 30, i
see vehicles druving through very fast.
207. The problem is not with speed limits, it is lack of enforcement of
people breaking them.
208. Also 20mph on popular walking roads close to towns and villages
209. Town centres should be prioritised for pedestrians, cyclists &
wheelers. Traffic management in town centres could be designed in
a way to actively discourage through traffic except public transport.

Item: 9
Page: 410

210. The car needs to be the second choice for moving round towns.
20mph would make bikes as fast as cars for negotiating the towns
streets while making the roads safer for the cyclists
Question 2: The approaches outlined in the draft Speed Limit Policy and
Manual aim to achieve consistency in setting speed limits across
Aberdeenshire. This would result in lower speed limits being introduced
in many locations but could also lead to increases in some speed limits
at locations where the existing limit is inappropriate.Do you agree that
current speed limits should be reviewed and redetermined in
accordance with the new policy rather than left at their current state
(even if it means some speed limits increasing)?
1.
2.
3.
4.
5.
6.
7.
8.

9.
10.
11.
12.
13.
14.
15.
16.

"Why does it need to be a one size fits all? There should be a general
rule with some areas open to exception. But this must be thoroughly
investigated."
In favour of decreades only
While I agree that speed limits be reviewed. Clear and documented
parameters of assessment within the new policy should approved and
published.
This would be entirely consistent with a context-sensitive approach. I
would want to see “consistency of application to local conditions”
rather than “consistency of application of policy”.
Without increased monitoring/ policing and enforcement of new
speed limits there is no point in changing the status quo.
Current speed limits in appropriate areas should be reviewed first
before further incorrect limits are added arbitrarily
Yes, but there should be no increase- that would be
counterproductive to the ethos of this consultation.
I think consistency of speed limits across the area will help driver
understanding and safety. 20mph (max) across the board would be
far easier for all in towns. I can't think of many Aberdeenshire roads
that would benefit from increasing limits above 60mph, but maybe I
have misunderstood this point.
Caution should be taken, different speed limits in different countys
could cause confusion
Newburgh needs a 20mph throughout
Difficult question as many folks already ignore 20/30 zones
Yes just because it was the correct speed limit before it may not be
now due to new roads or builds etc
It would slow everyone to control there there speed and young drivers
to
I would not like any increase in speed limits anywhere
"1. It needs to be reviewed. 2. Speed Limits around clusters of
houses/businesses which are just under the 20 HEU needs to be
reviewed and brought into the village status. "
Yes the current speed limits need to be reviewed. They need to be
reviewed in villages more than towns, especially where you have a
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17.
18.

19.

20.
21.
22.

23.
24.
25.

26.

27.
28.

29.
30.
31.

cluster of properties and businesses which do not have village status.
This should be the priority.
Speeds should be lowered but not increased.
I am all for consistency, but it has to be at a believable level of
imposition. It also has to be maintained. Too many signs are either
worn out or obstructed (e.g. by vegetation growth). I am also content
to have reviews, but the views of the public are paramount in order to
maintain faith in the system. We know that the police do not have the
manpower to enforce anything nowadays, so other measures of
compliance must be a vital consideration. The recent example of
social distancing measures is a classic case of totally inappropriate
implementation and review procedures.
Same reasons as previously, the current speed limits were created
when cara were completely different to now. Speed limits could quite
safely be increased on public roads and dual carriageways (in the
correct places). I don’t see evidence for needing to reduce the speed
limits in towns but reviews should be encouraged.
It should be decreased without being increased in other areas
Very weary of any rises in speed limits.
"NO: What is needed is enforcement of the current speed limits. If the
speed limits are reviewed and lowered, who is going to enforce
them? At the present time there are a lot of speed limits and very few
Police to enforce them. A better strategy would be to have a closer
working relationship with the Police to enforce what is currently there
- this would provide a more effective result."
Depends, I would like to see a policy on rural roads as well.
"Crashes is a prime example...from 60 to 30 to 40 to 60!! And a road
allowed to be narrowed which wasn’t in the plan."
I think policy is fine but sometimes consideration needs to be given to
a particular road regardless of policy. Some need to be addressed in
isolation due to length of straight forward example, drivers are more
likely to speed
Speed limits should be reviewed but not increase any speed limits.
We should be making it safer for people to get out and feel safe on
bikes, walking, horse riding etc. I live in Fettercairn and refuse to let
my teenage children cycle between the neighbouring villages as the
speed of many vehicles is horrifying.
Need to move to 20mph without qualifications
I see trials of this in other places (reduction of speed to 20mph) and it
doesn't appear to be working. I think 30 is fine on the main roads
through villages etc but the 20mph in calming areas etc is a good
idea
Limits through villages and towns where their is higher pedestrians
should be lower.
Especially outside monymusk school
Yes but here also needs to be a review of single track rural roads
where there should be Either greater width, more passing places or a
reduction in speed. The NE still has a Local problem with speed
leading to accidents/deaths while the rest of Scotland has become
safer. This needs more locally specific solutions. It shouldn’t take
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32.
33.

34.
35.
36.

37.

38.
39.
40.
41.
42.

43.
44.
45.

preventable fatalities to occur to get action on dangerous
roads/junctions And speed limits.
Many of the speed limits are a joke. People will do 40 in a 60 and still
carry on at 40 in a 30 limit. 20 limits around schools yes but not in
other areas.
You are welcome to review ridiculously low speed limits at some
locations. Lowering limits because of some suboptimum policy is
likely to just cause more problems, like the outside schools policy
(Lairhillock)
Need to understand the criteria for determining 20mph zones as this
seems to set the requirement for traffic calming measures. This
requires to be understood before
I don’t think anyone can answer this without knowing the specifics
There are inconsistencies on the approaches to towns/villages along
the A93.Drumoak for instance from the east has 60 to 30 and from
the west is 60 to 40 to 30.The latter is the most effective.There are
other similar inconsistencies along the A93 as far as Braemar.At
Inchmarlo there is a section of road with street lights with no speed
limit followed almost immediately by a section with 40mph limit with
no street lights.
In county areas where planners have allowed new houses or
developments in such a style that the country area now becomes a
street such as at Glithno- t should never have been allowed - ie they
have created a street in the countryside rather than extend a smalled
medium town. a length of houses like a street build in green areas
and sensitive to farming and local flora and fauna. The road is now
dangerous to walkers and cyclists and we are going to have to pay
for planning faults with now more restrictions. Get a grip
Even the proposed policy does not cover all the issues.
In general yes, but it would take very careful consideration to
increase the speed limit anywhere
Agree in principle but would prefer that speed limits are not
increased.
Cars are moving towards electrification. You cannot hear them and
they are therefore more dangerous. Reducing their speed can only
help make our streets safer for cyclists and pedestrians.
"Cars have improved since 50 years ago, breaking times and
distances have changed. Increase on main roads, lower in minor
town streets 20mph and keep the same for main through town road ie
banff high street and Seafield street 30mph "
Increase speed limits unless there is a school with increased risk of
an unattended child running onto the road
Enforcement is the issue not the limit set. Also know plenty 20mph
which are not currently observed. Some 30mph should be higher and
some 60s like just south of Mintlaw should now be 30mph
We should have a consistent approach across the Shire, ideally the
whole of the NE, with the City inclusive, hence the unconscious driver
will be understanding of the speed limit in articular locations, given
the street furniture, street lamp spacing, buildings, residential
surroundings etc, allowing their attention to be devoted to current
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46.
47.
48.
49.
50.
51.
52.
53.
54.

55.

56.
57.
58.
59.

60.

61.
62.
63.
64.
65.

risks, threats and dangers, rather than guessing the speed limit and
contesting their relevancy during their journey.
Peterhead bypass is 70 limit but Fraserburgh bypass is 40. It doesn’t
make sense.
No, no and no.
Review required on a92 either side of turn off to johnshaven,
especially now the village is being developed and the junction will be
busier
The new Scotia at Knockhall in Newburgh is really scary for speeding
...average up the hill is about 50mph even with children playing
As a pedestrian increasing any speed limits above 30 through
villages, towns, built up areas is not acceptable
I think any increase in speed limits should involve consultation in the
affected communities first.
Agree with raising some of the ridiculously low limits in non built up
areas
Minor roads should be 30 mph
At the moment there are 30 mph signs around Potterton and many
car and lorry drivers are not adhering to this speed limit. Most of the
roads around here have no pavements and pedestrians have to jump
onto verges to avoid oncoming traffic.
There would be no review that would say “we should increase the
speed limit.” The metrics used to decide on speed limits are based on
a limited number of key performance indicators. None of which would
definitively support increase. The reasons behind and policies
governing speed limits need to be addressed.
The use of "would" and "could" implies that this will only be used for
reducing speed limits and increasing journey times
Speed limits shouldn’t be reduced, they are already low enough.
30mph is good for minor roads. Other roads e.g certain 50mph &
70mph zones need an increase
Leave as is
while I see the benefits of concistency across the shire, I think the
consistency/ appropriateness of speed limits with the current use of a
location is much more important. As a motorist, I can read speed limit
signs and adjust my speed accordingly, rather than referring to what it
is nationally for type of road/location x
SOME APPROACHES TO TOWNS GO FROM 60 TO 30 I THINK
MORE USE SHOULD BE MADE OF REDUCING TO 50 THEN 40 ie
THE ENTRANCE TO HUNTLY FROM THE A96 FROM THE TESCO
END OF TOWN
I think the current speed limits in built up areas should be 30 and 20
past schools
When is a speed limit ever increased no chance will you do that
Increases would be good, reductions would be laughable
Safety first for pedestrians and cyclists. Reduction in speed will also
help CO2 targets
There are some areas with speed limits that are currently too low
which means drivers tend to ignore them completely. Drivers are
more willing to abide by limits they see as sensible.
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66. Yes, increase speed limits!
67. Using a potential increase in some speed limits as bait to get
permission from residents to largely lower speed limits across
Aberdeenshire is yet another reason why Aberdeenshire Council is
not to be trusted with the safety of road users.
68. Kinmuck, Aberdeenshire specifically is an accident waiting to happen.
Insufficient pavements + school children + speeding cars. There are
no measures in place to slow traffic and cars race through the Hamlet
69. Consider impact of increasing speed limits on cyclists using roads,
especially outside areas with established cycle paths
70. Why do you believe that motorists are a threat and a major problem?
Government is there for the benefit of the people not the other way
around
71. Some speed limits should be increased, rather than revise down
others simply ensuring the current limits are enforced would be
better. Prime example being Kinmundy Road Peterhead where cars
regularly race down at excessive speeds and which is right next to a
school (Clerkhill)
72. local residents must have a say in any decision to increase speed
limits
73. Increase speed limits
74. Many vehicles already travel at very high speeds through rural areas.
I would welcome reduction in speed limits rather than increases
75. I would prefer lower speed limits through towns and villages, such as
Belhelvie where I live, however I would be concerned a review would
lead to an increase in the local speed limits
76. I believe the 2 main roads in our village (Balmedie) should have the
speeds reviewed for safety of pedestrians
77. Agree that current speed limits should be reviewed and redetermined
in accordance with the new policy, but no existing speed limits should
be increased.
78. I don't see the need for increasing speed limits. Surely the safety of
children and cats is more important.
79. Yes, and only Yes, why make it more complicated ?
80. Leave well alone instead of changing for changing sake.
81. I think we have generally the right speed limit policy that balances
safety, environment and traffic flow. There are cases where the limit
should be reviewed, but a wholesale change seems unnecessary and
costly. Better, to focus on sections of road that do need speed limit
adjustment.
82. None
83. I think safety has to be at the heart of any decision being made.
84. How about enforcing current limits?
Question 3: Any other comments?
1.

This is the view of Mid Deeside Community Council, agreed at its
meeting on 24th September 2020.
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2.

There should be 'buffer' zones when entering a village or town
especially on main roads skowing down traffic gradually ... 60 to 40 to
30 etc
3. Any change that slows traffic on Craig's Road, Ellon would be
welcome
4. I and others have currently got enquiries logged the Road Safety
Department regarding constant speeding vehicles in Craig’s Road,
Ellon. This is a safety matter and needs to be addressed urgently.
5. Marykirk has repeatedly asked for a pedestrian Crossing. And
Calming measures were agreed but nothing has ever been put in
place. This is a tragedy waiting to happen.
6. Where there is any debate in respect of whether a speed limit should
be lowered or not the default position should be to go down. In
addition where there is any debate in whether an existing speed limit
should go up or not the default position should be to maintain the
lower limit.
7. Keep 30 in the designated areas, & increase those assigned lower
speeds.
8. Invercairn Community Council has asked several times that the
speed limit with in the villages of Cairnbulg and Inverallochy be
reduced to 20 mph overall. This request has been arrived at through
consultation with residents.
9. cognisance should be taken into consideration of increased outdoor
activities as a consequence of COVID, especially bicycle use and
walking and this has to be reflected in the setting of speed limits
within Aberdeenshire's villages
10. I don't know what other options you may have considered, eg
warning signs about children playing, public education efforts etc, but
your document admits this policy when implemented elsewhere has
resulted in either no actual speed reduction, or at most 2mph. This
proposed policy appears to be one that penalises all the good and
careful drivers (the majority) while trying to curb - but failing - to stop
those that flaunt existing measures. There is also a substantial cost
in implementing this policy for what is admitted as a minimal gain.
Why not consider investing those funds in just one extra policeman
on permanent traffic duty in each town, to educate, and where
necessary enforce, safe driving in urban areas.
11. "Point 3.1.3.1 – This part needs to change, specifically - 20 house
equivalent units (HEU) for a village changed to 18HEU. Point 3.1.3.1
– Three HEU per 100metres needs to change to two HEU per 130 –
150metres Point 3.1.3.1 – Frontage needs to include properties which
have a curtilage or ownership boundary with road, can be seen from
the road, but may be set back from the road and have a large
driveway or garden. Table 3.3 – Larger residential properties, such as
ones that have more than 4 bedrooms need to be given a higher HEU
score. They will have more people in them, large families, and
introduce more people to a village or settlement than a smaller
bungalow for example. "
12. "Point 3.1.3.1 – This part needs to change, specifically - 20 house
equivalent units (HEU) for a village changed to 18HEU. Point 3.1.3.1
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13.

14.
15.

16.

17.

– Three HEU per 100metres needs to change to two HEU per 130 –
150metres Point 3.1.3.1 – Frontage needs to include properties which
have a curtilage or ownership boundary with road, can be seen from
the road, but may be set back from the road and have a large
driveway or garden. Table 3.3 – Larger residential properties, such as
ones that have more than 4 bedrooms need to be given a higher HEU
score. They will have more people in them, large families, and
introduce more people to a village or settlement than a smaller
bungalow for example. "
"Point 3.1.3.1 – This part needs to change, specifically - 20 house
equivalent units (HEU) for a village changed to 18HEU. Point 3.1.3.1
– Three HEU per 100metres needs to change to two HEU per 130 –
150metres Point 3.1.3.1 – Frontage needs to include properties which
have a curtilage or ownership boundary with road, can be seen from
the road, but may be set back from the road and have a large
driveway or garden. Table 3.3 – Larger residential properties, such as
ones that have more than 4 bedrooms need to be given a higher HEU
score. They will have more people in them, large families, and
introduce more people to a village or settlement than a smaller
bungalow for example. "
Legislation should be strengthened to penalise unnecessarily noisy
cars and motor cycles, which cause a nuisance especially in town
centre streets used for "cruising".
Plenty of speed limit reductions recently in the shire (road south of
Foveran (NSL->40), Kingswells bypass (50->40) , Ellon bypass
proposed (NSL->50) which are unlikely to meet the requirements of a
lower limit based on the presence of the required number of HEUs so
I'd be surprised if any limits are revised upwards when all the 20 mph
limits are applied everywhere. Would the B999 through Potterton as
an example be reduced to 30 mph as a village speed limit or
increased to NSL due to the limited number of HEUs with direct
frontages onto the carriageway?
"Point 3.1.3.1 – This part needs to change, specifically - 20 house
equivalent units (HEU) for a village changed to 18HEU. Point 3.1.3.1
– Three HEU per 100metres needs to change to two HEU per 130 –
150metres Point 3.1.3.1 – Frontage needs to include properties which
have a curtilage or ownership boundary with road, can be seen from
the road, but may be set back from the road and have a large
driveway or garden. Table 3.3 – Larger residential properties, such
as ones that have more than 4 bedrooms need to be given a higher
HEU score. They will have more people in them, large families, and
introduce more people to a village or settlement than a smaller
bungalow for example."
"Point 3.1.3.1 – This part needs to change, specifically - 20 house
equivalent units (HEU) for a village changed to 18HEU. Point 3.1.3.1
– Three HEU per 100metres needs to change to two HEU per 130 –
150metres Point 3.1.3.1 – Frontage needs to include properties which
have a curtilage or ownership boundary with road, can be seen from
the road, but may be set back from the road and have a large
driveway or garden. Table 3.3 – Larger residential properties, such as
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18.

19.

20.
21.
22.

23.

ones that have more than 4 bedrooms need to be given a higher HEU
score. They will have more people in them, large families, and
introduce more people to a village or settlement than a smaller
bungalow for example."
"Point 3.1.3.1 – This part needs to change, specifically - 20 house
equivalent units (HEU) for a village changed to 18HEU. Point 3.1.3.1
– Three HEU per 100metres needs to change to two HEU per 130 –
150metres Point 3.1.3.1 – Frontage needs to include properties which
have a curtilage or ownership boundary with road, can be seen from
the road, but may be set back from the road and have a large
driveway or garden. Table 3.3 – Larger residential properties, such as
ones that have more than 4 bedrooms need to be given a higher HEU
score. They will have more people in them, large families, and
introduce more people to a village or settlement than a smaller
bungalow for example."
"Point 3.1.3.1 – This part needs to change, specifically - 20 house
equivalent units (HEU) for a village changed to 18HEU. Point 3.1.3.1
– Three HEU per 100metres needs to change to two HEU per 130 –
150metres Point 3.1.3.1 – Frontage needs to include properties which
have a curtilage or ownership boundary with road, can be seen from
the road, but may be set back from the road and have a large
driveway or garden. Table 3.3 – Larger residential properties, such as
ones that have more than 4 bedrooms need to be given a higher HEU
score. They will have more people in them, large families, and
introduce more people to a village or settlement than a smaller
bungalow for example."
The speed that cars drive through villages eg Marykirk is absolutely
ridiculous. It definitely needs to be changed to 20 mph
No
"Point 3.1.3.1 – This part needs to change, specifically - 20 house
equivalent units (HEU) for a village changed to 18HEU. Point 3.1.3.1
– Three HEU per 100metres needs to change to two HEU per 130 –
150metres Point 3.1.3.1 – Frontage needs to include properties which
have a curtilage or ownership boundary with road, can be seen from
the road, but may be set back from the road and have a large
driveway or garden. Table 3.3 – Larger residential properties, such as
ones that have more than 4 bedrooms need to be given a higher HEU
score. They will have more people in them, large families, and
introduce more people to a village or settlement than a smaller
bungalow for example. "
"Point 3.1.3.1 – This part needs to change, specifically - 20 house
equivalent units (HEU) for a village changed to 18HEU. Point 3.1.3.1
– Three HEU per 100metres needs to change to two HEU per 130 –
150metres Point 3.1.3.1 – Frontage needs to include properties which
have a curtilage or ownership boundary with road, can be seen from
the road, but may be set back from the road and have a large
driveway or garden. Table 3.3 – Larger residential properties, such as
ones that have more than 4 bedrooms need to be given a higher HEU
score. They will have more people in them, large families, and
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24.

25.

26.
27.

28.
29.

30.

31.

introduce more people to a village or settlement than a smaller
bungalow for example. "
"Point 3.1.3.1 – This part needs to change, specifically - 20 house
equivalent units (HEU) for a village changed to 18HEU. Point 3.1.3.1
– Three HEU per 100metres needs to change to two HEU per 130 –
150metres Point 3.1.3.1 – Frontage needs to include properties which
have a curtilage or ownership boundary with road, can be seen from
the road, but may be set back from the road and have a large
driveway or garden. Table 3.3 – Larger residential properties, such as
ones that have more than 4 bedrooms need to be given a higher HEU
score. They will have more people in them, large families, and
introduce more people to a village or settlement than a smaller
bungalow for example."
"Village definition needs to change. Need to have minimum of 18
HEU and 2 HEU per 130-150metres. Frontage includes properties
that have boundary to road but are set back from road. Larger
properties must have higher HEU value."
As vehicles and technology evolves,, then the speed limits should be
reviewed and adjusted according to their use and traffic volumes
If speed limits are reduced, how do you intend to police the lower
limits. There is already a challenge getting drivers to conform to
current speed limits; will you hire additional road traffic police? The
report of the study in Edinburgh showed only a 0.8% reduction in
speed in area newly designated as 20mph. Who's paying for the
change to all the road signs [£1million] in Aberdeenshire?
There should be def speed restriction enforcement by the police at
roads outside schools where the majority ignore it.
I believe consideration has to be made for speed reductions across
restricted access points in national speed limit zones. Drivers rarely
assess a speed reduction to be required based on the road in this
situation, with the introduction of a restricted view driveway or access
point, the hidden hazard warrants a reduction in driver speed as the
road assessment changes but often neither driver can see each other
to make this assessment.
"Point 3.1.3.1 – This part needs to change, specifically - 20 house
equivalent units (HEU) for a village changed to 18HEU. Point 3.1.3.1
– Three HEU per 100metres needs to change to two HEU per 130 –
150metres Point 3.1.3.1 – Frontage needs to include properties which
have a curtilage or ownership boundary with road, can be seen from
the road, but may be set back from the road and have a large
driveway or garden. Table 3.3 – Larger residential properties, such as
ones that have more than 4 bedrooms need to be given a higher HEU
score. They will have more people in them, large families, and
introduce more people to a village or settlement than a smaller
bungalow for example."
"Point 3.1.3.1 – This part needs to change, specifically - 20 house
equivalent units (HEU) for a village changed to 18HEU. Point 3.1.3.1
– Three HEU per 100metres needs to change to two HEU per 130 –
150metres Point 3.1.3.1 – Frontage needs to include properties which
have a curtilage or ownership boundary with road, can be seen from
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32.

33.

34.

35.

36.
37.

38.

39.

the road, but may be set back from the road and have a large
driveway or garden. Table 3.3 – Larger residential properties, such as
ones that have more than 4 bedrooms need to be given a higher HEU
score. They will have more people in them, large families, and
introduce more people to a village or settlement than a smaller
bungalow for example. "
20 HEU for a village changed to 18. 3 HEU per 100 metres changed
to two HEU per 150metres. Frontage includes properties that may be
set back from the road but still have a boundary with other properties
in settlement and road, needs to be made clear. Larger properties
need to have larger HEU value such as 1.5.
"HEU down to 18 from 20 for village 3HEU per 100m changed to
2HEU per 130m Larger houses - 1.25HEU instead of 1HEU Frontage
to include properties with owner boundary but can be set back but still
seen from road."
"HEU for a village definition needs to be 18 not 20. Should be 18
HEU per 150metres Larger properties needs to be given higher HEU
value Frontage needs to be made more clear and must include
properties with shared ownership drives and boundaries and can be
set back from the road but still own land adjacent to road"
"Point 3.1.3.1 - 130metres -150metres instead of 100metres 18heu
instead of 20heu for definition of village Bigger house should have
higher value heu Number of heu per 100metres should be 2 instead
of 3 Frontage includes buildings visible from road but can be set back
from the road as long as it’s ownership boundary is on the road"
My worry is we are not currently doing enough at schools. The 20
limit is not adhered to and I worry that it will take a major incident or
death before this is taken more seriously. Shame on all those drivers!
"Point 3.1.3.1 point 1 - chnage 20 HEU to 17 HEU Point 3.1.3.1 point
1 - change 100m section to 130m section Point 3.1.3.1 point 3 change 3 HEUs/100m to 2 HEUs/130metres Point 3.1.3.2 - Change
curtilage to ownership boundary and explain that frontage can include
properties not directly adajcent to the road but can be seen from the
road. Table 3.3 - Split Dwelling House into two building uses and
larger dwelling given a 1.25 HEU score"
"Point 3.1.3.1 point 1 - chnage 20 HEU to 17 HEU Point 3.1.3.1 point
1 - change 100m section to 130m section Point 3.1.3.1 point 3 change 3 HEUs/100m to 2 HEUs/130metres Point 3.1.3.2 - Change
curtilage to ownership boundary and explain that frontage can include
properties not directly adajcent to the road but can be seen from the
road. Table 3.3 - Split Dwelling House into two building uses and
larger dwelling given a 1.25 HEU score"
"Point 3.1.3.1 point 1 - chnage 20 HEU to 17 HEU Point 3.1.3.1 point
1 - change 100m section to 130m section Point 3.1.3.1 point 3 change 3 HEUs/100m to 2 HEUs/130metres Point 3.1.3.2 - Change
curtilage to ownership boundary and explain that frontage can include
properties not directly adajcent to the road but can be seen from the
road. Table 3.3 - Split Dwelling House into two building uses and
larger dwelling given a 1.25 HEU score"
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40. Village definition in the document needs to change and be less
restrictive. Needs to be less conservative and allow large cluster of
properties a chance to become a village and reduce speeds. Should
be 15 HEU to become a village. Should be 2 HEU per 130metres and
commercial buildings that have a boundary to road but are set back
from the road but still can be seen from the road need to be included.
41. "Village definition in this document needs to change. Should be 18
HEU per 130metres. Larger dwellings should have more HEU
Frontage should include properties that are some distance away from
the road but there garden has a boundary with the road and can be
seen from the road."
42. This move to lower urban speed limits is a very welcome initiative and
will bring many benefits for residents, schoolchildren, cyclists and
pedestrians. Please stay the course in the face of what may be some
opposition.
43. I would support a 20 mph speed limit on Newburgh Main St and
School Road. My back garden backs on to Newburgh Main St at the
north end of the village and the speeds that some vehicles do are
unbelievable. Similarly not many vehicles slow down to 30 mph
coming down School Road from Ellon so changes definitely need to
be made.
44. Newburgh needs a 20mph throughout
45. The speed limit on some minor roads around Newburgh make no
sense. For example the Konckhall development is 20 mph but
knockhall road is national speed limit even though it is a single track
with no passing places and extensively used by walkers (with no
pavement). The council should make the one-way system around
Ellon permanent but improve the junction between Bridge St and
Station Road with a true stop junction at the intersection at Ythan
Bakery.
46. 30mph should be monitored more on incoming rods more especially
when coming over hills and access rds are ther
47. In the town centre yes fine, however regarding the Ellon Auchnagatt bypass where the accident blackspot is... Their is no
reason the housing estate road couldn't feed through into the main
Ellon road by the football pitches. Putting a 30mph built up
residential area straight out onto a 60mph bypass is insane. The
accidents that have happened there have not been due to Speeding
on the bypass (although that indeed does happen) they have been
due to people pulling out the junction thinking they have space, or not
looking at all, I use this road in my daily commute and see it happen
every single time I pass. Even the recycling center attendant has
done it to me.
48. No
49. in answer to q 4, I am also a pedestrian
50. It makes sense to review the speed limits in towns to encourage a
better space for drivers and pedestrians alike.
51. No
52. Please enforce the current limits properly before starting any
reductions. Also teach all road users how to cross roads safely and
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53.
54.
55.

56.

57.
58.
59.
60.
61.
62.
63.
64.
65.
66.

67.

68.

69.

teach kids on bicycles how to use them safely. Then if there is an
issue consider dropping the speed limit to 20.
One way doesn’t work in Ellon town
Enforceability is a must. There is no point in changing the rules
without the means to enforce them.
There needs to be something more done to reduce speed of people
arriving in Ellon coming down Hillhead Road. Traffic calming
measures should be at the top of the housing scheme not after the
point where all the kids live.
Ellon is generally fine to drive through. I think you may be better
looking at peak time restrictions rather than traffic slowing methods.
Double yellows outside Victoria hall's entry and exit. No stopping at
all for any reason between 08:45 and 09:15 and 15:00 and 15:30 in
area's near the school.
Much prefer more 20 limits but less speed bumps as they increase
pollution due to regular braking and accelerating.
Speed limit on the Ellon bypass needs to be reviewed due to high
volumes of road users driving at excess of the speed limit along that
road with busy junctions.
Speed limits need increasing in areas more than they need reducing
in others
If lower speed limits were introduced on minor roads for safety
reasons then these should be retained and not increased.
You have made a mess of the town with the Covid restrictions, get a
grip and put it back the way it was. What numpty decides these stupid
ideas!!
There are enough hold ups on the roads these days without cutting
speed limits. Children should be taught better on the harms of
walking into the toad like I was as a youngster.
DONT make the streets one way, it doesn’t work and it’s dangerous
I think a complete review of speed limits is a good idea as some
roads could see an increase in its limit as well as the urban ones
being reduced.
Station road and hospital road is particularly bad for speeding
20 mph limit in the centre of Ellon should definitely be maintained.
Also the road past Balmacassie en route to Auchnagatt should have
its limit reviewed as there are too many accidents along there especially at the Ellon Golf Road junction.
Thenspeed limit on A948 heading from A90 toward Auchnagat should
definitely be reduced until clear of the north side of Ellon. Significant
commercial building developments over the years has caused more
vehicles to be on road. There have been several significant accidents
in the last 2 years too.
Speed limits should be increased for HGV’s from 40 to 50 and
seventy on dual carriageway ways, the technology now actually
means some have a better breaking distance than cars, at slow
speeds on 2 way undevided roads they cause frustration for other
drivers
The speed limits should be reduced in general as a lot of people don’t
stick to them as it is. We should be encouraging people to walk and
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70.
71.
72.

73.

74.

75.

76.

cycle more but it’s terrifying when cars are zooming past at 30mph
and it makes crossing roads very hard. On any road where there’s a
chance of parked cars then the limit should be 20mph as cars pulling
out to overtake them are dangerous.
There needs to be undeniable local evidence before changes to
speed limits are made
Would like to see 20mph or traffic calming measures in Monymusk.
Constantly have cars/tractors speeding through village.
"20 HEU down to 18 HEU went looking at what a village is. 130 150metres - 3HEU instead of 100metre - 3HEU. Big houses have
more HEU value. Village definition completely changed taking into
account buildings behind other buildings but can see them from the
roadside. "
"20 HEU changed to 18HEU 3 HEU per 100metre changed to 2 HEU
per 100metres or 3HEU per 150metres Larger houses have 1.25
HEU value 'frontage' includes properties that can be seen from
roadside, have a border with road but can be set back from the road.
"
"I've just been told by one of my neighbours that you are doing this
survey. I agree with them that village speeds need to be reduced. Our
settlement is not classed as a village but we have 3 commercial
businesses and 19 houses here. It should be classed as a village. On
looking at your policy I would like the following changed: 20 HEU
brought down to 18. 3 HEU per 150metres instead of per 100metres
Larger houses counting for more HEU value Frontage includes
buildings that have a boundary, communal or otherwise with the road,
can be seen from the road but might be 50metres from the road. This
scenario needs to be classed as frontage as well as there area
businesses which have a junction on the road but are set back. Their
land comes up to the road but not the building itself. "
"1. 20 HEU must be brought down to 18! 2. HEU per 100metres must
be changed to HEU per 150metres. 3. Larger dwellings must be
given a HEU score of 1.25 or above. 4. The policy must clearly state
that 'Frontage' must be a HEU that has it's border with the road and
can be seen from the road. The border can be a common ownership
area like a track or drive. Even if an HEU is 50metres away but has
it's border with the road and can be seen from the road, it still
counts!"
"The criteria which determines a village in this policy needs to be
rewritten. The house equivalent units needs to come down to 18
instead of 20. There are many settlements which have this number of
buildings which have a 60mph road running through them and no
pavements. It means that children can't cross the road or walk beside
the road. The noise levels are terrible with traffic running through at
60-mph. The number of houses that is needed to make up a village
should be brought down 18 to ensure that settlements can get village
status and a reduction in speed limits which in turn will help with
safety, noise and a better sense of community feel. The 3 HEU per
100metres suggested should come down to either 2 HEU per
100metres or 3HEU per 150metres to give the opportunity to
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88.
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settlements to reduce speed limits and gain village status. 'Frontage'
should be classed as a HEU that has a boundary to the road in
question and that can be seen from the road when passing. Domestic
properties which are very large should be given an HEU score of 1.25
instead of 1. They house large families and the scoring system
should take account of this. "
Investing the cost of the proposed changes in enforcing current
speed limits would have major impact on improving the current
sensible speed limits
"Speeding into towns is a major issue. Enforcement needs to be
done, whether by police with fines and points or some way of
automatic display of speeding registrations. Same with enforcing
regulations about 'my number plate fell of so it's in my windscreen' by
certain individuals"
30 mph should be maintained on through traffic streets
The streets around Laurencekirk, particularly Garvock Road adjacent
to the Memorial Park and Bowling Club are hazardous for pedestrians
with parked cars and speeding traffic.
I believe that motorists will generally respect lower speed limits where
they can see it is necessary and proportionate, for example outside a
school, but even the 30mph or 40mph limit tends to be ignored unless
it is appropriate for the conditions (or the police are present). In
addition, vehicle pollution is normally greater at 20mph than 30mph,
so I cannot accept the environmental considerations are valid.
There are inconsistencies in the application of speed limits which do
not make sense and consequently lead to flouting of limits.
I have a light sensitivity and find the new LED belisha beacons
unbearable to look at, especially at night.
I believe that there should be a 50mph limit on all rural roads where
there is no central white lining between lanes.
Speeding in the rural area I live in is shocking
Two weeks ago, while travelling home from Huntly to Rhynie, we
witnesses a #10 bus stuck in Huntly Square with no way of getting
out due to the Huntly Market. Theredespite a yellow sign warning
motorists that the market was on, passengers have no clue as to
where they should stant to catch the bus to Aberdeen or Inverness.
The. Arket causes all sorts of problems and could be moved to
Market Muir where there is room for sports, parking and public toilets.
As stated, not all areas have access to bus routes and maintenance
and fuel issues for the elderly and infirm can be problematic. Rural
areas and villages are particularly affected and it should not be
considered for city and shire as one issue.
The reduction in speed limits will also increase pollution. The
revolution count for a car travelling one mile at twenty mph will far
exceed the rpm count for a car travvelling at thirty mph. This is a
pointless excercise with little discernable benefit and considerable
cost.
A better strategy would be to have a closer working relationship with
the Police to enforce what is currently there - this would provide a
more effective result.
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90. "The Village definition in your speed limit needs to change. It should
be less conservative and restrictive. There are many communities out
in Aberdeenshire that are large clusters of properties that can't leave
their homes due to high speeds of traffic on their doorstep. The
number of house EU to count towards a village should be lowered
from 20 to 18. Larger houses that have a lot of people and a lot of
cars should be given a larger house EU score similar to commercial
units. The number of House EU per 100metres should be lowered to
2 instead of 3. "
91. In areas with congested parking on roads and blind corners such as
Auchenblae would welcome calming measures and localised
reduction to 20mph.
92. Obviously villages and urban towns and indeed any built up area with
housing should have lower speed limits
93. I'm particularly interested that some areas may have speed
increases. As someone who drives 30-40k miles a year it frustrates
me that whist some roads maybe should have lower limits, there are
just as many, if not more, where the speed limits are too low. I think
dual carriageways with no central junctions should have their limits
raised. For example the AWPR could be 75 or 80 in sections. The
A944 doesn't need to be as slow as 40 all the way along either.
Unless there's a major motor project like those in the central belt,
journey times have increased over the years simply as towns and
villages expand.
94. Speed has increased since the village school closed. Traffic speeds
into and out of the Elphin Street end of New Aberdour
95. "Point 3.1.3.1 - The settlement must contain at least 20 houseequivalent units over a continuous length of route where each 100m
section has a level of frontage development of at least three houseequivalent units This part of the policy should be reviewed and
relaxed to 130 - 150 metres instead of 100 metres. For House
Equivalent units, dwelling house has a HEU of 1. This should be
reviewed and changed for larger style houses with more than 4
bedrooms. I would suggest 1.5 HEU for a property with more than 4
bedrooms."
96. Planners need to really open their eyes when proposals are put
forward. Look at Blair’s! A whole chunk of the 60 mph main road
removed and turned into a 30mph. Not a way to go if wanting people
to continue making the long journey to Aberdeen. It’ll end up like the
North Deeside road with a continual stream of Houses going from 60
to 40 to 30 to what speed is it here. Talk about making it difficult.
97. Enforce the speed limits we've got, changing them won't slow drivers
down. Drumlithie speed survey recorded 85% at 37 and max at
around 60 in a 30. A 20 limit won't help that.
98. In country roads there should be a forty mph limit as birds and
animals are slaughtered daily. This has to stop and signs should be
displayed where the birds and animals tend to gather.
99. Of course it needs reviewed and issues, accidents etc taken into
account.
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100. There is a lot of farm vehicles with trailers and forestry lorries , I feel
travelling too fast through the village, especially as road is only wide
enough for one vehicle at a time. With cars parked both sides of the
street I am always concerned about the speed of vehicles and safety
of animals and people trying to cross.
101. "You need to install cameras which are monitored by the police.
Drivers consistently exceed the speed limit in Banchory. The police
should keep records of car drivers who are reported for speeding by
the general public. If a driver is caught speeding on camera then fine
of up to £500 should be given, depending on whether or not there
have been other reports of speeding. People drive regularly at
speeds of 40/45 mph in Ramsay Rd, Banchory. This is a road very
close to Banchory Primary School and the Academy, with many
pedestrians at all times of day and particularly in school opening and
closing times. "
102. villages should be 20mph throughout
103. In Marykirk, where I live the speed individuals drive through the
village regularly exceeds 30mph and is unsafe, especially on the
bends and without traffic calming measures.
104. Countryside villages should be 20mph, speeding is prevalent and
dangerous especially Marykirk
105. Changes to be made where it is appropriate
106. Marykirk had many bends and cars parked on the road side so many
traffic struggle to slow down especially when coming down the hill
from Laurencekirk
107. Speed limits in villages / towns should simply be 20mph
108. Marykirk is so dangerous for children who live at the other side of the
A937 to cross the road to get to school
109. On many of the roads around aberdeenshire you could reduce limits.
But unless calming measures are introduced, nothing will change
110. I think that increasing speed limits gives some drivers the excuse to
drive even faster exceed ing the set limit even more. Due to
conditions of some of the b roads the speeds limits are more than
high enough in my opinion.
111. Speed limits should also be enforced in villages
112. Just dropping the limit would stop speeding . Policing and traffic
calming measures will. If you're not going to do the latter you would
be as well increasing the limit to 50 mph as this seems to be the
normal through Marykirk
113. "There are 60mph limit zones outside a lot of villages that people use
to walk on (for example outside Auchenblae towards the Glen).
These roads should be limited to 30 until an appropriate distance out
with the village s"
114. maybe reduce speed limits on country roads also as 60mph is absurd
considering animals and farm vehicles can suddenly appear
115. Good idea ..... Why in such a hurry?
116. The road outside monymusk school is awful for speeding vehicles.
This worries a lot of parents as the drivers can also be careless
117. With an ageing rural population we need residential areas or
Residential areas separated by roads from Amenities to have
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119.
120.
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122.

123.
124.
125.
126.
127.
128.
129.
130.

131.
132.

reduced speed limits particularly in centres of communities. We also
need better driver training/safety awareness to start in schools from
early secondary on.
there should be just three speed limits. 30 in towns and villages 60 on
single lane roads and 80 mph on dual lane roads.
At the moment 30mph limits are not observed and infrequently
enforced. Not much point, therefore, in reducing to 20mph unless
stricter enforcement happens.
"I think fast roads like AWPR & motorways should be 80 mph/130
kph. I would like to see step down speed restrictions i.e. 60 -->40->30 mph, especially for villages"
To be honest adjusting speed limits only goes a small part of the way
to improving road safety. It comes down to the quality of driving
standards at the end of the day. Idiots will exceed the speed limit
whatever it is set at. Granted if it is lower then it may be safer. But
already law abiding motorists may feel a little aggrieved. Education
and enforcement with meaningful penalties for offenders is also
needed. It's also about time we had refresher driving tests. Industry
doesn't allow people to operate machinery or equipment without
regular reassessments so why the one of driving test for private
motor vehicles? One assessment of competence for your whole life to
be left in control of a potential battering ram? But then that's probably
one "nettle" for the UK government to grasp!!
Can't answer properly qtns 1&2 without more information. My
concern is the potential for very significant more traffic calming
measures (ie road humps). Preference is for 20mph in residential
areas but without traffic calming measures unless surveys show a
consistent breach of the speed limits (volume of resident complaints
+ proper surveys)
Yes as long as limits can be raised as well as lowered and common
sense is applied
Speed limits in ALL residential areas urban or rural should be 20 mph
Any increase in speed limits in (2) above should ideally be with the
general consent of local residents
People drive through drumoak at ridiculous speeds. It’s dangerous for
pedestrians.
No comments
Please reduce the speed limit to 30mph and introduce proper traffic
calming solutions (traffic islands, pavements etc) at the Kirkton of
Durris
Reduced limits on around shops: schools
Kinmuck in particular would benefit from traffic calming measures.
Many vehicles travel through village at speeds far in excess of
30mph. Often in the middle of the road when passing the cemetery,
which is on a bend. A traffic survey on site, would be most welcome
there must BE Consistency!
Get rid of physical traffic calming measures like road humps, speed
cushions,chicanes etc.Replace with 20mph.Install plug in speed
cameras-power supply available via street lighting infrastructure and
lit signs.A potential revenue earner.
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133. "Proceed ASAP"
134. Rather than pay for more signs and limits - provide better walking
and cycling paths.
135. The policy makers should listen to the people who live in the
areas/towns/villages where there decisions are being realised
136. as long as it is safe to raise limits abs most drivers cannot even
comply with any speed limits- that's my experience
137. I believe as a result of AWPR a full review of main roads into
Aberdeen needs to be conducted. For example the 40mph speed
limit on the Westhill dual carriageway into Aberdeen and the
reduction to 30mph on parts of the North Deeside road are
unjustified, and as evidenced by the majority of users ignoring these
limits.
138. I would welcome the council looking at speed limits in town centres. I
live in Ellon and often feel very uncomfortable walking my children to
school along Castle Road when cars, lorries and busses pass in very
close proximity travelling above the 30mph speed limit. We know this
as the flashing 30 signs regularly go off indicating they are speeding.
I would also like to see greater use of "this is your current speed"
signs to show both drivers, and pedestrians, what speed some of
these vehicles are travelling at.
139. I would like to see 50 miles an hour limit on country roads and 20
miles an hour coming into villages which are on main roads. Finzean
is meant to have 30 miles an hour limit but majority of cars drive
faster and some drive through at 50 plus because the road is straight.
We have old people’s accommodation and a children’s play park
beside the road
140. Even 30 - 35 mph is too fast in residential areas.
141. I agree that some speed limits in towns and villages should be
decreased as some drivers don’t pay attention to the 30mph limit.
Have witnessed on a number of occasions on my street in St Cyrus,
cars speeding up and down when they should be going at least
20mph. Even though a speed limit hasn’t been set for that road it’s
very dangerous as there is a park on my road which a lot of children
are coming and going. It’s only a matter of time before some gets
knocked down there.
142. I would be in favour of reducing speed limits in built up areas. How
are these to be enforced?
143. A lot of roads are far too slow at the moment and this makes it
dangerous, it is good that aberdeenshire recognises this
144. In theory, yes but the main focus must be on roads that run through
built up/ housing. I feel speed limits are high enough. Other measures
are needed to enforce the limits such as speed bumps/ cameras.
Traffic calming measures are needed. Our flashing 30 signs cannot
be seen due to overgrown trees that I’ve reported repeatedly. Why
have the calming measures if they aren’t maintained to be effective?
145. It won't matter what speed limits you set as they will be ignored by
most people. The police aren't visible enough so again, speed limits
are ignored. More speed camera need to be fitted, especially near
schools.
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146. "An opportunity is being lost to introduce lower speed limits on rural
roads. These are hotspots for accidents and potentially a great
resource for active travel. Even a 30mph limit on single track roads
with passing places would be helpful. "
147. A weakness in the current approach is enforcement. The Police do
not appear to have the resources to enforce the current limits. The
policy calls for limits to be effective without the need for heavy
enforcement. Changing roads to 20mph without enforcement is
unlikely to be successful.
148. By all means have a review, but only implement a 20mph limit in
know accident black spots.
149. Speed limits should be going up not down
150. Anti Social driving is a major issue in many Aberdeenshire towns,
with my experience this can be reduced with raised zebra crossing
and 20mph speed limits, this also makes the town centre a much
more enjoyable place
151. I council actually bothered to analyse speeds and allowing for a 10%
excess I bet very few cars drive at 20mph in the current zones that
have that speed. Same applies for 30 mph currently. Illuminated
warnings would be required
152. Again I would encourage 20mph to be the default. As a victim of a
road accident, a cyclist and a father of a young child - the use of our
streets as roads for vehicles puts other users of these areas at a
lesser priority and completely compromises our safety and welfare at
the price of convenience for motorists. Our towns and villages are
blighted by noise, speeding and parked cars. The balance needs
clearly addressed.
153. People seem to be driving far to fast in the town
154. It’s fine as it is
155. I see this as a positive advancement in road safety and keeping those
in the NE safer
156. All speed limits should be reviewed so they are apporopriate to the
settings and road conditions
157. Too many speed limit changes can be confusing. Speed bumps and
cushions should be eliminated as they seem to be ineffective.
Alternating give way measures would be better.
158. no!!!!
159. Castlewell and Castleton developments in Ellon have no speed signs
or bumps and the speed people drive through is scary and will result
in someone being knocked down. There are so many kids out
playing.
160. Some lorries speed through the village at a horrendous speed, they
have no change of stopping if a child run out in front of them
161. Town center speed limits should be reduced and out of town limits
increased
162. Traffic calming measures in town/village centres is a very good idea.
163. Just the speeding at new Scotia Knockhall and cars and motorhomes
parked beside junction. Accident waiting to happen
164. Minor roads need speed limits reassessed taking into account
pedestrian use, especially when no pavements exist.
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165. Please don’t slow down journey speeds unnecessarily, 20mph in
residential areas is OK but not on main routes where 30mph in built
up areas is acceptable
166. Any road in close proximity to schools where children are likely to be
walking down should be considered for a 20mph limit. Additionally
narrow countryside road close to/around residential areas where
people are likely to exercise should also be considered for speed
reduction from national speed limit to 30 or 20mph.
167. The speed limit in Inverbervie needs to be reduced to 20mph from the
bridge to after Gourdon
168. The speeding on King Street , Inverbervie is shocking they are going
through at high speed and even the crossing is very dangerous some
don't even stop.
169. Inverbervie needs something done before someone is killed
170. I have seen a vast increase in speeding vehicles through many
towns/villages etc in Aberdeenshire and nothing is stopping them due
to non existent police presence and no speed reduction measures in
place.
171. roads are for cars pavements are for pedestrians, if everyone stuck to
that plan there would be no need to change
172. Traffic calming measures would also be useful in villages with long
stretches of main street to encourage lower speeds
173. Speed limits such as the bypass in Fraserburgh is already too low
and would be better as a 50mph zone. 20mph is a good limit for
residential streets, but other than that a speed limit of 30mph or
35mph would be good.
174. Minor roads (not A or B) should be 30 mph
175. Open roads should have an increase in speed limits but not in
villages (explained above).
176. Having spent time in Edinburgh my first hand experience of the
20mph limit is that it is under enforced, increases traffic density,
potentially increasing pollution in built up areas, increases time spent
in car with potential long term health implications, discourages urban
driving, but improves some accident statistics,
177. A review must take place at once . Listen to community leaders
178. By your own data reducing speed limits to 20 mph in other cities
resulted in an average reduction of 0 - 2 mph so by causing
considerable inconvience to the already much maligned motorist,
despite the vast majority of households driving, you are effectively
criminalising vast numbers of motorists for something that your own
data shows has no or marginal effect. Please put this idea in the bin
along with social distancing pavement widening turning high streets
into unattractive building sites that no one now visits - MADNESS!
179. If you slow traffic up much more we shall be back to the Horse and
Cart
180. Policing of existing speed limits more important . Many cars come
through Aboyne at 50-60 MPH every day
181. Leave things as they are and concentrate on more important issues
such as recycling, dealing with homelessness and ensuring the roads
we have are in good condition, especially after winter.
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182. Should be reviewed in all villages especially where there are no
pavements
183. Leave as is
184. Speeding through villages in the Shire is a big problem. I live in
Newmachar and am actually frightened some mornings whilst walking
along the main street at the speed of some vehicles passing through
the village. Total disregard for speed limit and I feel it will only take a
serious accident to trigger some change
185. speed limits are unnecessarily too low and should be increased
throughout.
186. 30 in town 20 in school area
187. This should only be a 20 in a school area and 30 otherwise
188. This is a very bias survey it should be 30 unless a school is the area
in question
189. Please stop trying to ruin the roads within Scotland. The lack of
accidents I've seen and/or heard about on 30mph roads says that it is
TOTALLY unnecessary. This is not edinburgh, we do not have a
tramline to be cautious of, and the city and businesses within
Aberdeen do not need another reason for people to avoid the city
center and opt to shop online instead.
190. DURING SCHOOL HOLIDAYS GET THE FLASHING 20MPH SIGNS
SWITCHED OFF
191. Is there evidence for reduction in KSIs the reduction of the national
speed limit on single carriageway roads from 60mph to 50mph?
192. I advocate encourage drivers to transition gradually from one speed
regulated area to another.. there is too much automatic ‘foot to the
floor-boards’ coming out of 30 mph urban areas to 60 mph rural
areas. Put up more peripheral 40mph zones round towns/villages. I
also advocate blanket 40mph limit on all roads below a certain width (
ie single-track etc) already in operation on some roads in Perthshire.
193. The 60mph speed limits need to be reviewed on unclassified rural
roads in particular. As roads become busier it is dangerously fast
and I have narrowly avoided serious collisions on such roads due to
other drivers proceeding at speeds which are totally inappropriate for
the size of the road. As a keen cyclist imposing a 40mph speed limit
on such roads would be safer for walkers and cyclists alike as well as
discouraging faster car drivers from using such routes as short cuts.
Perthshire has such measures in place for some of their minor roads
and their signs indicate the roads are safe routes for walking and
cycling. I feel strongly about this issue, much more than the speed
limits in busy towns.
194. Villages (like Kinmuck) desperately require traffic calming /20 mph
limits given the speeds people drive coming in and out of 60mph
zones. Urban areas should not be the only concern.
195. This survey is not user-friendly
196. I would like to see more 20 mph limits in specific areas such as
outside busy shops where roads are narrow, people cross between
parked cars etc. I would like fewer speed bumps as these have no
effect on the big 4x4s that zoom up and down but can only be
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197.

198.

199.
200.

201.
202.
203.
204.
205.

206.

207.
208.
209.

negotiated at 10 mph by small cars. Their effect is therefore
unbalanced.
Speeding is an issue on any stretch of road. Before the council
embarks on a change in policy get the roads up to a safe standard,
make sure road markings are painted and maintained, fix signage,
remove trees that block road signs, then worry about the speed.
Police enforce speed, a limit can be 100mph or 10mph but without
enforcement it is pointless.
I live in a quiet village that drivers use as a shortcut from the B999 to
the Pitmedden-Oldmeldrum road. Requests for a reduced speed limit
have been turned down previously due to the volume of traffic. I
would welcome the introduction of a 20mph limit in the interests of
safety.
There are much more important matters to spend time and energy
on!
A 30mph speed limit in built up areas (with perhaps lower limits
around schools) is entirely appropriate. Additionally lower speeds and
so called “traffic calming” measures lead to increased pollution by
requiring frequently acceleration and breaking and travelling in
inefficient gear ratios. To modern vehicle design and safety
measures. In open areas. Many speed limits of 50 or.40 mph actually
increase the risk of accidents by creating bunching of vehicles vying
for position while modern vehicles are designed with safety features
that make them safe and more efficient and environmentally friendly
at higher speeds.
People speed on some roads anyway - to increase the speed limit
would give them the green light to even faster. Speed limit signage
should be absolutely clear where it is reduced
None
Cyclists not using clearly signposted cycling areas. Still insist on
cycling on the road, pissing off road users and slowing traffic.
a speed camera for bypass would stop the fuckers racing all
nite/early mornin. folk will sleep better.
Speeds should be limited to 20 mph in all conservation areas, even if
it is a main road through a town or village , to help prevent further
damage to the houses through vibration from HGVs and to lessen
noise pollution
Speed limits should be reduced or traffic calming measures should be
put in place wher there is evidence of pedestrian usage, even on
major roads such as A93. Aboyne is an example of this, with the
schools on South side of the a93 and major new housing
developments on the North side. The current single single zebra
crossing is not sufficient, the traffic needs to be slowed down by other
means
By all means annually review limits, but not with this new system of
lowering built up areas because they are built up.
Leave as it is.
Lots of speeding going on in Aberdeenshire especially in Braemar
where there are children
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210. People are driving too fast in built up areas and near housing such as
mine where there are children living
211. I have speed concerns on the two main arterial roads in Balmedie vis
Eigie Road and Old Aberdeen Road. On Eigie Road there are
several critical points of crossing where vehicular speed
compromises pedestrians safety. This is due to restricted visibility at
corners and brow of hill where high footfall use is prevalent such as
library/shops, leisure centre, play park, school and shop and includes
bus stops at most of these locations.
212. Traffic calming required in villages / hamlets on high traffic routes
213. There are issues with speed along B roads which go through villages.
The 30mph zone is not observed even when there is housing and
children playing on either side of the road. Creative solutions to
speeding need to be found.
214. As a very keen cyclist (I work as a GP and often cycle to work and
also do house visits on my bike) I often feel cars travel too fast and
take risks which have put me in danger. I feel reducing speed limits is
the first step, but then I feel there should be a review of the road
network and look at changing some routes to one way and use the
additional space freed up to put in bike lanes.
215. It’s not the speed limit. It’s the drivers. Make it 20 30 whatever you
want they will still speed
216. Speed limits on main roads through rural villages need attention.
Traffic is generally very heavy and too fast. As traffic is presumably
not on the decrease it can only get worse.
217. Speed needs to be reduced
218. Too many lazy people driving short distances. School run time is
stressful with large volume of traffic racing to drop off or pick up from
schools, to get a parking space at schools.
219. A92 around johnshaven needs reduction, the turn into lathallan
school after the corner can be hazardous if vehicles travelling north
speed around the corner and find vehicles stationary due to right
turner waiting.
220. Any village you visit in north east Scotland, the majority of motorists
are breaking the 30mph speed limit. A move to 20mph would
hopefully see a reduction in the speed of these offenders, making our
villages safer.
221. 30 mph in built up areas
222. Not sure about raising speed limits, would rather see limits decrease
or stay the same.
223. no roads need any increase in limits as so many people already
break the limit or use them as a target
224. Having moved to Aberdeenshire 3 years ago I am still staggered by
some driving I see, particularly when wildlife is taken into account.
225. No
226. Main road towards west end of Aboyne could quite easily be
increased to a 40mph limit
227. Speed limits should be reviewed 5 yearly, as foot fall can change
228. Some speed limits are too low. E.g. Ballater side of Aboyne, there is
no need for a 30mph limit where the houses are a long way back
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240.
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246.

from A93 and none front on to it. This part used to be 50mph and I
know of no problems when it was.
Roads where school kids cross should be reviewed on a much harder
basis as the school crossing is often on a road with a speed limit of
40
I live off a main road. I have complained to councillors in the past as
there have been near misses and accidents. Not a day goes past do I
not hear screaching or car horns
The current speed limits are perfectly acceptable for the area and do
not need to be changed. However you could consider looking at other
road safety issues like the designated HGV route which is incredibly
dangerous for pedestrians and those attempting to join roads as
hedges and verges have not been cut back.
All areas should be looked at, here in Crathie the speed limit is 50
next to the school flashing lights say 20 but it's not adhered to
Increase speed limits
No need to change a policy when you don't use the current one to full
effect
All seems very sensible.
Alongside road speed restrictions would adequate pedestrian
crossings and pedestrian routes be considered?
Many drivers don't even pay attention to existing limits even the 30's
which they are taught under. What evidence supports that resigning
will make any difference!
Bypass’s need to be reviewed as some are 40mph which is too slow.
50mph would be more realistic.
With reference to section 4.2 "Road safety issues" in the draft speed
limits manual, would very much welcome a review of the A93
between Inchmarlo House and approx. 400m west of Bridge of
Canny. This past year has seen at least 6 RTAs to which police have
been called on this stretch of road and which resulted in the road
being closed.
I think all town centres, small villages should be 20mph anyway.
If the limit is 20 mph is that enforceable and who would enforce
Stop wasting money and look for better ways to improve road safety
for all not just cyclists and pedestrians
I live in Kintore and the speed traffic come through is awful especially
through the main road.
The weak link is enforcement. I live on a residential 20mph street.
Most residents observe this. At school dropping off times, a sizeable
minority of drivers ignore the limits.
Speed limits are irrelevant unless there is a policy of enforcement. As
police road patrols seem a thing of the past, tinkering with speed
limits is a waste of time and money and even more irrelevant road
signs being put in place. Speed cameras are reactive, do not stop
speeding and although raising revenue are innefective in slowing
traffic, particularly in residential areas. Police patrols re proactive ans
stop speeding in the first place.
Ni
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247. This policy was requested by the Greens as support for the SNP to
keep them in power. It has nothing to do with road safety. Increase
the number of fixed speed cameras in towns and villages to generate
revenue. We have no Police to enforce reduced limits.
248. 20 mph for Newburgh Aberdeenshire
249. More speeding cameras around villages
250. Golf rd- bridge st , ellon has lots of way too fast traffic thundering
down it. V dangerous
251. I can’t think of any areas where an increase in speed limit would be
appropriate.
252. No
253. It's not the speed limits that cause issues, it's the drivers that drive at
5-10mph
254. The speed limit of 30mph should with minimal 20mph areas only
around schools
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Policy: Pedestrian Crossings
Question 1: The proposed Policy and Manual recognise the importance
of convenient and safe crossing points and seek to target available
funds to provide these where they are most needed. For new zebra and
signal-controlled crossings a scoring system is proposed based on
various characteristics of the proposed crossing location. Other
comments:
1.

An important factor to consider, which is not included in the list are
'near misses'. Actual accidents are the tip of the iceberg, with near
misses being a strong indicator of whether accidents are likely to
occur. Near miss reporting by the public is difficult, but in areas where
the local community believes there is a high risk, which would be
mitigated by a pedestrian crossing then publicising the importance of
near miss reporting could have an impact.
2. We believe that the number of pedestrians who likely to use the
crossing is important and this number should include schoolchildren.
School head teachers should be consulted on likely usage and also
on routes that they have already designated for pupils' use. We think
routes from and to schools that cross the road should be given top
priority when decisions about where to site crossings are made.
3. I think near misses should be included. This surely must count
towards potential of accidents. All children must be able to get to
school safely. Community especially vulnerable must have
opportunity to safely cross the road to use post office etc. Every step
must be taken to prevent social isolation.
4. Out side the Greens, from car park to the shop or kirkcenter or
crossing for doctors or dentist = it should be looked into
5. The amount of space needed before and after a crossing should be
reviewed. The one beside Ellon Primary is difficult to see as cars park
there. (Residents and school parents) it would be good if the yellow
lines were extended further to give a clear line of sight to the
crossing.
6. Lollipop lady retired and has not been replaced
7. What about the number of school children crossing, or whether this is
an advised safer route to school, or if this is part of a paths network?
8. Crossings immediately after bend in road (ie by vets in Ellon) are
often difficult to see in low sun.
9. Dunecht may not have many pedestrians, but if children want to walk
or cycle to school, they cannot do this as safely, as if they had an
effective crossing/zebra crossing in place. The speed of lorries, large
trucks and cars, that are on the island crossing tend not to be at 30. It
just feels too unsafe for outer vulnerable children
10. Don't think Ellon town centre needs any more crossings. One way
system needs removed, very difficult to get out the junction at ythan
bakery coming along station road.
11. No need for anymore just get rid of one way system!
12. The crossing up station road/railway bridge/modley ave is a
nightmare. Is on the smallest off pavements, turning out modley ave,
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13.
14.

15.
16.
17.

18.
19.
20.
21.
22.
23.
24.
25.
26.
27.
28.
29.
30.
31.
32.

left, you risk someone stepping out or up backside of a car suddenly
stopping. This crossing should be moved.
should also consider how many pefestrian crossings are already
nearby - don't need too many;
I live at the north end of Newburgh and the amount of large HGV type
vehicles and the speed they enter the village is unbelievable. They
take not notice of the speed notice or the flashing signs after. A lot of
pedestrians walk north out of the village (myself included) and
vehicles do not slow down.
A crossing in station Road near the library/Ellon Day Opportunities
would allow some vulnerable people a little more independence and
safety.
More pedestrian crossings are definitely needed in Ellon, as a mum
of 2 young children I find there’s not enough safe places to cross the
road.
In Ellon the new one way system has increased traffic on station road
leading to quite some difficultly crossing from greens to the square.
Although the road is not very wide it is taking pedestrians (some old
and vulnerable) a considerable length of time to get a break in traffic
as it now has to slow and give way but not long enough to cross
safely
No more crossings are required in Ellon.
Speed of traffic needs serious change such as traffic calming
measures.
None
Based on road layout in Ellon being returned to normal when Spaces
for People comes to an end
For q4, I am a pedestrian without a disability
A zebra crossing need to be installed on a A road beside a school
Pelican crossings would be preferred to zebra. The example of the
one at station brae leading to cars unsure if someone is walking past
or away to use the crossing leads to confusion and frustration
Primary school is located near the crossing, which is a (A) Class road
Would be good to reduce the speed of cars and vans on Castle Road
hardly any drivers keep to the 30mph
Ellon has enough crossings
Perception is also a problem. Vehicles travelling too fast is key and
particular when you have to cross a road to get to school
Is there any need of one beside the vets? As the people that come
out the church rarely use?
Folk need herded to use a crossing otherwise they just cross
anywhere. Like Bridge St/Station Rd junction folk cross ny the bakers
rather than use the crossing.
Planning failed to consider the importance of a safe road crossing
with extending my village on opposite side of a busy dangerous road .
Planning consideration important .
Marykirk High Street has two blind bends. Rush hour traffic is
dangerous for children and old people. As in many places, i.e.
Laurencekirk. Saw a near miss with an old lady some years back.

Item: 9
Page: 437

33. I have a sensitivity to light and find the new flashing LED belisba
beacon lights unbearable to look at, especially after dark.
34. "The general road layout, and the disruption to the traffic flow needs
to be considered. While pedestrian safety is important, we do need
to be able to move about and generate income to survive. I am
concerned about the apparent mathematical assurance of the
equations. Sometimes common sense should trump a modelling
answer. I am (and I suspect the average person is) not clear about
the differences between Zebras, Pelicans, Puffins and other wildlife
associated with crossings. Until the law is changed (e.g. as in
Netherlands) so that people and cyclists ALWAYS have priority, then
the only sure way to control traffic for pedestrians is by traffic lights.
As a consequence, we ought to be using techncology to make
crossings more intelligent (e.g. only stopping traffic when there is
traffic to be stopped and when pedestrians are there to need
crossing)."
35. Limiting speed is essential, range of measures needed, rumble strips,
signage, I am in Balmedie. Whole village could be a 20s plenty zone,
signage would be required on dual carriageway and old road, before
folks enter the village.
36. "The *actual* number of pedestrians using a street is less important
than the number who *could* use it, were it made safer to walk along.
You don't judge the need for a bridge by counting the number of
people swimming across the crocodile-filled river. "
37. really needs a holistic assessment, road width may matter if no
pavement, but may be less critical if there is pavement. Line of sight
also important.
38. These villages need somewhere safe to.cross the roads this currently
is not available
39. In marykirk it is very dangerous crossing the road due to speed of
traffic poor vision and have had several near misses crossing with my
son in his wheelchair while I push him quickly across .
40. Reinforcement of rules for surprising number of vehicles that don’t
know or choose to ignore the fact they are supposed to stop at a
zebra crossing.
41. Irrespective of the answers given above there should be a pedestrian
crossing in Marykirk
42. Marykirk has many pedestrians crossing the road of walking down the
main road as there is not a full pavement on either side of the road
pedestrian have to cross every time they walk in the village. This risk
is increases because of many bend through the village and the speed
of the cars through the village.
43. Here in marykirk speed limits are very often ignored, with many
children going to school and the park. The road they have to cross is
very dangerous with bends in the roads. It's not just about speed.
44. Statistically the justification of a crossing can be problematic. it is the
actual detailed specific locational risk that needs to be assessed. If
there is a particular problem, relating to movement form primary
school/residential area/hall/church around the village or to places that
are popular such as a park. The criteria ranked in section 1 do not
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45.
46.
47.
48.
49.
50.
51.

52.
53.

54.

55.
56.
57.

account for problems of parked cars, blind or obscured junctions or
various users of and locations of public buildings. These all generate
significant people/vulnerable group Traffic interactions or movements.
The risk is not captured in your criteria.
Inclusion of requests from community groups / councils as criteria for
deciding a crossing
There is only one Pedestrian crossing in my town, the maintenance of
which is deplorable. It has become barely visible on the street.
Shame on you Aberdeenshire Council!!
No mention of Schools that may be nearby or children
Speed in rural communities endangers all
I would like to give my children age appropriate responsibility for
attending school however Blackhall Road is impossible to cross
safely without an adult in the morning and afternoon.
Routes to school in particular and other popular pedestrian
destinations should also be given high priority for crossing
consideration.
Road layout & visibility ought to be a consideration in the above. Also,
actual vehicle speed and prevalence of excess speed/poor driving
reports should also be taken into account given the prevalence of
speeding in built up areas.
A wide road with frequent fast vehicles and no nearby crossing is a
great disincentive for parents to allow children out and a negative
attitude towards walks to shops or schools
"My wife and I holidayed in a small town in Brittany 16 years ago,
called Perros-Guirec. It reminded me of a tropical Stonehaven and
the biggest feature about the streets, were the amount of zebra
crossings, there were loads of them. I thought this was a great idea
and so pedestrian friendly. Due to the many crossings, there was no
need to lower the speed limit, the crossings did that themselves in
busier times and other times, allowed the traffic to flow. This sort of
thinking should be applied in Aberdeenshire. If there are proven
accident black spots, then by all means, lower the speed limit, but
blanket policies are not proactive thinking."
Anti Social driving is a major issue in many Aberdeenshire towns,
with my experience this can be reduced with raised zebra crossing
and 20mph speed limits, this also makes the town centre a much
more enjoyable place
Whilst ranking accident history highly, I appreciate this would have a
lower weighting in areas of new build etc, where this would not be of
real value.
Possibly sign post that the crossing is ahead allowing drivers to slow
down or be more aware. At the many crossings are totally ignored by
drivers
We have had between 4-7 high school aged children from 1st year
onwards, crossing the A93 at West Park, between Drumoak and
Crathes for years. I have witnessed busses OVERTAKING awhile
children are trying to cross the road and fast commuters are whizzing
around the bend all at the same time. It’s horrendous, and a wonder
that there have been no accidents thus far. Some of the children are
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59.
60.
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63.
64.
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66.

67.

68.
69.
70.

unable to cross the road and require special arrangements door to
door which could be avoided if appropriate traffic calming was in
place here. There have been multiple accidents with pets escaping
onto the road also. In just 10 years, there have been at LEAST 5 pets
in road accidents here, 3cats and 2dogs. Recently there was even a
child who had ‘escaped his garden’ wandering down the Deeside way
here. With the housing between Crathes and Drumoak and the
growing population and use of the Deeside way by children, it’s
astonishing that there remains direct open access onto this A road
with blind corners and drivers frequently speeding past our doors at
well above 60mph. Does it seriously take a catastrophe BEFORE the
obvious risks are reduced?
That list is very hard to define as all are important.
Given changes in road usage post pandemic, reliance on accident
history should be dropped and replaced by accident potential.
School zones should be made and puffins installed at danger points.
Proximity to schools & nurseries
All of the above are relevant. Where we are a zebra crossing is
placed badly so when vulnerable people use it they still then have to
cross at a crossroad with poor visibility to go through the village or
walk home from school / to school. Inverbervie. Scary crossroad
unsafe Zebra crossing placement due to parked cars
Long straight roads through villages do not help with speed so
crossings may deter speeders and give pedestrians a chance to
cross safely as opposed to guessing just how fast the traffic is going
This survey and the policy omit one key factor - the availability of
continuous paved pedestrian footpaths, i.e. not grass verges
Our village (Drumoak) is split in half by the very busy A93, with the
school on one side and many houses with children on the other. We
have no crossing with traffic control (only a crossing islands). It is a
significant risk to our young people and in fact everyone.
ENSURE CROSSINGS ARE AT NATURAL CROSSING POINTS ie
THE ONE ON GORDON ST HUNTLY PEOPLE CROSS 4/5
METRES AWAY FROM IT BUT STILL EXPECT TRAFFIC TO STOP
ALTHOUGH THEY ARE NOT ON THE CROSSING SEEN QUITE
A FEW ARGUMENTS DUE TO THIS
Safe crossings are important for pedestrians, but this should apply to
bike lanes amd bike crossings. Children cannot safely use their bikes
on the road in the current set up and this includes adults as well. The
pavement is often he only alternative and a number of pedestrians
are obstructive on purpose as they see it as their exclusive zone. If
there were more bike lanes throughout urban and town centers than it
would considerably ease this situation.
St Cyrus has a blind corner where vehicles speed too fast into the
village from the north
This is an Irish survey the question is not clear the filling in the
answers are not clear
Crossings should be located in area of greatest need. Where there is
a history of incidents or large numbers of pedestrians using a busy
road. However, ensuring pedestrians use them is another matter.
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Oldmeldrum's "unique" layout is a key example. Folk regularly avoid
using the crossing put in; in addition vehicles park in locations where
they shouldn't. Please do not consider installing a similar scheme
anywhere else. It would also be handy if the crossings were actually
located where local residents really need them as opposed to where
the Officers in Woodhill think they should go.
Crossings are needed at the points where people want to cross the
road. A lot of accidents happen because people aren't prepared to
walk out of their way to go to a crossing even if the nearest one is
only a short distance away.
Stupid question, they are all important!!
Key to the installation of crossings is where pedestrians actually wish
to cross rather than as with so many existing crossings which are
situated away from the points pedestrians actually cross roads. Also
due consideration should be given to vehicle usage and traffic flow
where traffic flow is vital to the economic well-being of the country.
There is currently no pavements in my estate, which is full of children.
It’s an accident waiting to happen.
Prevention of accidents is needed. Vulnerable pedestrians should
include children under the age of 15.
Balmedie primary school desperately needs a zebra crossing On
Eigie Road plus Temporary 20mph speed limit on Eigie a road for key
school hours. There is nothing at the moment to help children cross
or slow traffic down.
Where the location is and what it's next to. All are important.
No safe route to school without crossing busy Eigie Road at school
times
Please consider rural villages on busy main roads. Speed limits are
frequently ignored and traffic is getting heavier. Please, please
consider how this affects everyday living under these dangerous
conditions.
Laurencekirk High Street desperately needs a 20mph limit and
pedestrian crossings
Not sure how vehicle speed comes into it. If the posted speed is
high, will there be a pelican crossing? Or if the posted speed is high,
there will be no crossing??
Accident history- quantify, between vehicles, street furniture, cyclists
or pedestrians tripping. Question 4 no option to be a pedestrian
without any disabilities?
No
I think Balmedie needs a proper crossing on Eigie Road to allow
children to get across that main road safely to and from school.
I think the most important consideration is the number of children
crossing these roads without any safe measures in place when cars
are consistently disregarding speed limits and putting loves in danger.
Balmedie school roads are particularly bad with no crossings and
multiple junctions close together. There’s hills and bends and cars
parked on pavements making it extra difficult to navigate. An accident
waiting to happen
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87. What worth a promise of a crossing when none appears - e.g. Burn
Lane, Inverurie
88. Crossing are normally in a 30 or 20 mph zone, so speed should not
be a factor. Poor driver skills, poor observation skills, ALL road uses
should resit their test every 5 years to improve road safety.
89. Outside schools
90. Vehicle number density varies throughout the day and criteria should
be based on the busiest times.
Policy: Street Trading and Occupation of the Road
Question 1: The proposed Policy and Manual set out the principles by
which Aberdeenshire Council will consider the acceptability of uses of
the road other than as a route for travelling over. Among these
secondary uses are occupation of the road by street traders (fast-food
vans, mobile banks, etc.) and non-motorised vehicles (caravans, trailers,
etc.) . Any other comments:
1. shopping center/retail park car parks
2. Others are dependent on context - discrimination is needed. E.g retail
vs community services, availability of space without creating traffic
blockages, availability of parking to residents, ban junk food retail near
schools.
3. Placing traders such as food vans near schools would be counter
productive to obesity strategies and should be avoided.
4. The stationary street trader won’t be the problem. It will be the
inconsiderate motorists that do not park safely to use the street trader.
5. Mobile banks would be acceptable in most locations and maybe food
locations in the odd location where there are no facilities for many
miles. Traders pay a lot of money in rent and in these hard times we
should not be encouraging mobile traders
6. Not certain about lay-bys. They tend to be a blot on the countryside, in
danger of obstructing the proper use of lay-bys (e.g. rest points,
emergency stops), and difficult to regulate/police. If they are to be
used, perhaps some form of planning permission should be applied,
and therefore assume they are going to be there for some time.
7. "Certainly not near schools a lunchtime. Not on A road carriageways"
8. The old bus near Pitcaple is nothing but an eyesore. Unhealthy food
served from a scrap vehicle with Aberdeenshire Councils blessing.
Disgraceful. Build a proper unit instead, tourists must think they have
entered a 3rd world country. Some of the fast food vans in industrial
estates are permanent fixtures and not road legal due to neglect of the
running gear, why are the traffic police not ticketing them? My vehicle
and trailer has to be legal and in good condition, why not theirs?.
9. Where there is availability of sufficient space to allow traffic to do what
it needs to do without putting at risk other road users. Eg a small lay-by
with out a buffer of land between it and the main road would probably
not be suitable.
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10. lowest polluting traders should be given priority and / or more
favourable rates. Ice cream vans (actually all traders) should not be
allowed to trade on bends in the road as they are a hazard in our
village!
11. Ridiculous question! You are referring to several different modes of
travel; it's impossible to answer effectively. E.g. A mobile Bank should
be in the centre of town; a food vendor would be more suited to an
industrial estate on the periphery of town where there no other food
outlets.
12. To be honest, I don't really agree with traders working from any of the
locations as they take up valuable parking spaces, do not provide hand
washing facilities, toilets, etc for customers and generally take away
business from local firms who pay VERY high rates and struggle to
make a living. Mobile banks offer little privacy and outdoor queuing
which isn't great for the elderly, fast food vans near schools aren't great
for healthy diets, etc, etc. The only reason I ticked the box for industrial
estates is that there are normally very few places to eat in these areas,
and people need to eat, but tend to be lazy and wouldn't make their
own lunch to take with them. Having a food van nearby would be
better than nothing.
13. Street trader units should not be allowed on residential streets under
any circumstances.
14. Banks or similar services only in town / village centres
15. No
16. Above assumes mobile traders only in villages
17. These are are often really helpful to workers on way into to city
18. The operation should minimise the impact on the wider community,
with residential areas, schools areas which would be vulnerable to any
additional traffic, footfall and activity. The central location of town
centres, would support access of more measured and supported
operation, in conjunction with other businesses, etc.
19. Definitely not near schools
20. They should not hinder street parking and they should not be allowed
near schools.
21. none
22. My acceptance of this only extends to small sole trader type
businesses selling art & crafts, fruit & veg, snacks etc. Absolutely not
bars, large businesses etc.
23. Street trading signs need to be regulated. The number of sandwich
boards on pavements that make it tricky to navigate for pedestrians
and cyclists should be strictly controlled. Especially during these times,
when social distancing is essential to keep everyone safe. To allow for
this roads should be made part of one way systems to allow for wider
pavements and bike lanes to encourage less use of cars and more
alternative modes of movement. Especiallu in town/village centers and
around schools.
24. Any use at a layby should only be where sufficient space exists and be
aimed at locations where large volumes of traffic can be expected such
as HGVs etc. Cars etc can always find a cafe or car park for
somewhere to rest/eat.
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25. There was no option for traders to use parking lots. I would favour
mobile banks, food vans etc using these areas rather than on the roads
themselves as the pedestricans accessing the vans are safer kept off
the road.
26. Trading should only be permitted from car parks or other off road
locations where they do not impede traffic flow and put pedestrians,
particularly children, at risk congregating near traders on the public
highway.
27. Some street vendors can, in my opinion, operate in residential areas
(ie. ice cream vans).
28. No
29. Laybys should be kept clear for drivers ( in particular LGV) to get rest
breaks, not for traders or walkers etc.
30. I think the above question is flawed. The acceptable/appropriate
location of a burger van is going to differ from a mobile bank. Also no
mention of ad-hoc stalls like farmers market.
31. Certainly not near schools as this just promotes poor eating habits.
32. No street trader should be permitted within 0.5 miles of a school
33. Not in villagers, not on busy roads, only in large lay bys with plenty of
space.
Question 2: The proposed Manual differentiates between “mobile” and
“static” traders. It proposes that mobile traders (those moving around
multiple locations in a day, e.g. an ice cream van) would only be allowed
a maximum of 30 minutes trading at one location before having to move
on. For static traders (e.g. hot-food trailers trading for several hours at
the same location) it is not proposed to fix a maximum duration for
trading at one on-street location in a single day however units must be
removed from that location when trading is not taking place. How long
do you feel would be appropriate for the maximum times the following
should be permitted to trade at a single on-street location?

1
2
3

Mobile traders
30minutes
30 minutes
30 minutes seems reasonable

4
5
6
7
8
9
10
11
12

30mins
1 hour
60 minutes
1hr
1 year
30 minutes
30 mins
20 mins
10 mins

Static traders
3 hours
8 hours
10 hour max to cover a workday
period or lunch-evening food
service
12hours
8 hours
5 hours
7hrs
1year
4 hours
10 hours
2 hours
No set time
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13

I see no reason for a limit

14
15
16
17
18
19
20
21
22
23
24
25
26
27
28
29
30
31
32
33
34
35
36
37
38
39
40
41
42
43
44
45
46
47
48
49

30mins
1
15min
20 minutes
Don’t care
30 minutes
30 minutes
1 hour
60 mins - depends if fixed time
slot or from time of arrival
20 mins
30mins
1 hour
30 mins
20 minutes
15
30 mins
0
1 hour
30
one hour
1 hour
1 hour
20 mins
30 minutes
60 minutes
30mins
45 minutes
2 hours
1 hour
1 hour
30 mins
30 minutes
15mins
2 hours
1 hour
1 hour

50
51
52

None
as trade permits
30 minutes

53
54

1 Hour
10 minutes

I agree with clearing the site
each day
4 hrs
3
4 hours
Don’t care
7 hours
A 12 hour period
8 hours
10 hours
8 hrs
2-4hours
All day
7am - 6pm
8 hours
12
14 hours
0
8 hours
9am to 9pm
7.00am - 3.00pm
12 hours
All day
12 hours
8 hours
No limit
1 day
6 hours
12 hours
6
8 hours
Don't know
All day
Permanent
1 day
1 day, where permanent sighting
is not achieved by way of
licencing at suitable locations.
None
as trade permits
working day or evening as
appropriate
Unlimited
as required
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55
56
57
58
59
60

2 hours
3 hours
4 hrs
30 mins
4 hours
30 minutes

61
62
63
64

40 mins
30min
1 hour
max 30 mins

65
66
67
68
69

1 hour
6hours
30 mins
45min
no more than current 30. Ice
cream vans now move along
long streets for trade as opposed
to expecting customers to walk
to a spot
20 mins
10 minutes
1 hour
All day
30min
1 hour
3 hours
4-6 hrs
30 minutes
30 mins
60 mins
3
3 hours
30 mins
1.5 hrs
30 minutes
30 minutes
1 hour
30 minutes
30 minutes
30mins
30 mins
30
1hr
No time limit, we need to support
local businesses

70
71
72
73
74
75
76
77
78
79
80
81
82
83
84
85
86
87
88
89
90
91
92
93
94

1 year
6hrs
All day
8 hours
1 day, business hours in line with
local shops
1 day per week
1day
8 hours
one day BUT must be removed
at end of day
8 hours
8hours
8 am to 8 pm
7 days
8 till 5, typical work day for
industrial sites.

2 hours
0 minutes
4 hours
All day
12hr
8 hours
9 hours
2-8 hrs
Not sure
-6 hours
12 hours
3
8 hours
6 hours
24hrs
Days
6-8 hours
12 hours
One day
12 hours
2 hours
1 day
All day
8hrs
Units should not be removed
when not trading, as long as they
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are mobile. We need to support
local businesses.
95
96
97
98
99
100
101
102
103
104
105
106
107
108
109

1 hour
5mins Ice cream vans too noisy
4hrs
2hrs
15 minutes
1 hour
1 hour
30 mins
60 mins
30 min
Not sure
20 mins
1 hour
30 minutes
up to 1 hr

110
111
112
113
114

30
30 minutes
30mins
20 mins
60 minutes

115
116
117
118
119
120
121
122
123
124
125
126
127
128
129
130
131

1hr
1 hour
15 minutes
30 minutes
8
30m
8 hours (No later than 7pm)
8 hours
12 hours
2 hours
30mins
2 hr
30 minutes
30mins
30 min
1 hour
15 minutes

Any other comments (street trading):
1. no view on this

All day
all day
all of the time
12 hours
12 hours
6 hours
12 hrs
8hrs
Not sure
8am to 6pm
12 hours
4 hours
7.00am to 5.00pm or 5.00 pm to
11.00 pm
unlimited
No opinion
6 hours
As long as needed without
disturbing local residents or
similar businesses
7hrs
12 hours
full day
7 hours
24
3h
8 hours (No later than 7pm)
7 days
12 hours
6 hours
7am - 10pm
6 hr
to meet the needs of purchasers.
4 hrs
12 hrs
6 hours
6 hours
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2. Static traders should have a bin to allow customers to dispose of
rubbish.
3. "Your proposals seem reasonable"
4. Do not feel that I have the necessary experience to comment on this
5. We have several mobile traders come to our town, particularly fish
vendors, some of whom re very popular. 30 mins. is just not sufficient
time, particularly for elderly or those with mobility problems.
6. This would make life very difficult for mobile banks. They visit multiple
locations in one day, but 30 minutes would only allow them to see
perhaps between 2 and 5 customers. For an ice-cream van, 30
minutes would be more than adequate.
7. No
8. Static traders should not distort competition with established retailers.
High street retailers have to pay business etc rates cases have to
provide toilets and it is unhelpful to a local community of an occasional
vendor renders a permanent business unviable. There is no reference
to refuse. Mobile food and drink vendors should be obliged to provide
refuse containers for any products they sell, and to remove (and
wherever possible) recycle all discarded debris
9. Shops are there for people to support, we dont need street teaders,
although the industrial estate site would be OK for workers as there
probably wont be shops there
10. Traders must not park in dedicated car parking spaces.
11. Depends on the particular trader, not whether it is mobile or static.
12. Traders should have stalls hat are safe for them and their customers
13. Street traders should only be located where real need. Outside a
school is not a real need. Council needs to realise that and take a
stand. Covid has highighted better ways to serve school meals. Make
better provision albeit the majority will still go to rubbish chip shops in
town etc.
14. I would prefer to see static traders restricted to off road locations only.
15. See above for concerns about pedestrian risk and traffic interference
16. No
17. Static traders should prove adequate hygiene and waste facilities
18. The council need to support local businesses instead of continually
penalising them, making trading more difficult
19. "You need to further divide the mobile sector into what they are selling.
An icecream van needs less time than a fish van"
20. if it is not proposed to fix a maximum duration for trading at one onstreet location in a single day, then why ask the question?
21. non
22. Question was worded very strangely, especially if you’re not looking to
impose these restrictions!
Question 3: The proposals in the Manual allow premises serving food
and drink to apply for permission to place tables and chairs on the
footway to form a street café. Do you think that we should consider
applications for businesses seeking to use the footway for serving the
following (Food only/Alcoholic drinks when accompanied by a meal
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only/Alcoholic drinks even if not accompanied by a meal/None of the
above)? Any other comments :
1. Any seating on the footway must allow space for social distancing
without causing pedestrians to step on to the carriageway. Especially
important for the visually impaired or wheelchair users.
2. Have you seen the state of Aberdeen city? So inappropriate, and why...
during the vivid pandemic?
3. Obviously only in suitable locations
4. A one size fits all approach here is not appropriate. It depends on the
site, and the behaviour of customers and sellers, the occasion
supported, the numbers of traders together, etc.
5. As long as the doorway is wide enough for purpose and does not
impede pedestrian flow
6. Where the alcohol is served in a glass.
7. Sandwich boards for advertising should only be allowed hard up
against the building and not placed in middle or road edge of
pavement.
8. Only if pavement is wide enough. Pavements should be wider and
traffic reduced in towns.
9. This would depend on the area and the environment eg are the
footways large enough without causing a safety hazard.
10. Street cafe culture should be encouraged!
11. I don't think that these type of traders should be selling alcohol that
could be consumed on the pavement. It would be different if it were at
an event eg The Glamis Extravaganza or T in The Park, etc, where the
alcohol would be consumed off the street. These are not restaurants
where you would have a beer with your burger or a glass or wine with
your dinner.
12. non-alcoholic drinks should be included as an option.
13. What about pedestrians who need to pass? Should only be allowed at
select locations
14. No
15. All of the above
16. These should not be the location for extended session of alcoholic
consumption, but provide the opportunity for families, groups or
individuals to take some time to enjoy the location, hospitality and
thereafter move on positively engaging with the location.
17. I think tables and chairs on the pavement would be quite nice as it
gives a 'tourist' feel to the place, but ONLY if there is sufficient space
on the pavement for two wheelchairs width to pass whilst the tabls and
chairs are in situ.
18. Must allow for strict social distancing and track / trace registration.
19. our footpaths are crowded enough without more trip hazards
20. If there is enough room for so and does not inhibit space for clear
visibility
21. We are involved in spaces for people and you want to allow tables and
chairs - you can’t have both
22. Should not be using dedicated footways, where are the pedestrians
going to walk?
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23. Definitely not alcohol, tobacco or unhealthy food.
24. If there is a square that can be used, footpaths should not even be an
option for traders
25. ALSO SERVING TEAS/COFFEES
26. Street cafe culture works where people are responsible and enjoy a
drink as opposed to drink as much as you can. Add in the extra
smoking and you have a very uncultured atmosphere. The seats and
tables are just hazards for a normal able bodied person let alone those
less able.
27. Consideration must be made of the width of the pavement so that there
is still adequate space for pedestrians to go about their normal
business at a suitable distance from the tables without having to step
into the road.
28. Any clutter on a pavement is an impediment and risk to invalids and the
visually impaired and should not be permitted
29. Especially with Covid-19 still around.
30. Footpath is for walking
31. During Covid-19 the need for social distancing means this is a
reasonable move, however pedestrians rights should not be impinged.
32. We need to maximise opportunity to have our towns and villages
bustling, look at Edinburgh for example lots of areas on the streets to
enjoy food and drink
33. NO reason to have alcohol served in public on the street. It's a bad
enough safety risk in Scotland NOW with on street booze
consumption!!!
34. Poor survey - I would have opted for food and also alcoholic drinks
even if not accompanied by food.
35. no tables should be set up
36. Consideration needs to be given to pathway width etc as many paths
are narrow and adding cafes will further impinge on safe transit for
pedestrians
37. Footpaths are for walking on, things will end up in a mess, road safety
may be compromised.
Question 4: Another proposal is that non-motorised vehicles (caravans,
trailers etc.) should not be allowed to be left in the same road or
location for more than two consecutive days nor more than any four
days in a calendar month. Do you agree with the proposal relating to
caravans and trailers?
1. Increases in campervans parked on street due to lack of campsite
facilites are causing issues in some locations such as Stonehaven.
Parking a camper on street and staying overnight shouldn't be
permitted unless in authorised areas and subject to a charge.
2. 1 day only
3. "Where vehicles are not causing an obstruction, nor are employed as a
pseudo storage unit for a commercial premises (Such as the
refrigerated unit parked in Barclay street and fed by a cable from
McHardy butchers) then 14 days per calendar month would be more
reasonable. However no more than 28 days in a 6 month period. Any
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non motorised vehicle must display the registration number of its
towing vehicle to aid tracing of owner "
4. One day should be adequate. Overnight stays are inappropriate
anyway except for a site authorised for such use.
5. it is unclear if this is someone's caravan parked in front of their house
or a vender who is using spaces during non-trading times.
6. If they are making it difficult for traffic to flow or pass and where parking
is limited for residents. Only allowed to park for longer where a resident
doesn’t have their own parking and only outside their own house. No
leaving it down the road or around someone else’s home or area.
7. Your question is not clear. I think sometimes it would be appropriate for
traders to revisit the same location every day. Also, I assume you refer
to trading caravans but the wording of the question does not make that
clear.
8. these vehicles cause dreadful congestion in small towns particularly.
Aberdeenshire Council has not effectively policed this over the years.
the time allowed should be no longer than 24 hours on a suburban
street.
9. They are taking up valuable parking spaces
10. Even though I would like it in my street, maybe allow 7 consecutive
days maximum but also 7 days too in a month
11. No
12. I would see this as a positive position, the timescales being maximums
and shorter periods encouraged, using the road for movement rather
than obstruction with potential for danger and introducing risk at the
locations.
13. Owners of said non motorised vehicles should be able to park them
legitimately close to own residence subject to standard parking
restrictions. Blanket restriction seems too blunt.
14. shouldn't be allowed at all
15. A quick access permit if they want to stay more than 2 days
16. Most title deeds prevent static caravans being on the road outside.
Rarely enforced. If people have a caravan then they should store it
within their own property boundary. Plenty spaces can be rented that
would allow them to store NMV elsewhere. As streets are redesigned
to narrow roads for road safety, especially in new builds, any additional
hazards such as NMV just make the place even more difficult to
navigate safely.
17. They should not be permitted to impede the carriageway at any time
18. No
19. In order to complete repairs or clean the vehicles, more than 2
consecutive days are often necessary. Even loading up a caravan
before going on holiday takes time, and working full time means that
you would actually have very little time in order to do this. There should
be a longer limit (if any limit at all).
20. "You need to distinguish between unoccupied storage & occupied use
of caravans. You also need to distinguish between utility trailers &
caravans! This is a useless question without those subsets identified &
addressed individually."
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21. Individual locations and / or circumstances should allow variation on
timings
22. If they live in the street why shouldn’t they be able to have their trailer
at their door???
23. Many snack bars are meeting points for groups and are used in
planning cycling routes and motorbike routes. Owners also then have
a responsibility for the area. Moving them every few days means no
accountability.

APPENDIX 12
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Appendix 12 – Other Comments Submitted During Consultation
Policy: Speed Limits
Cluny, Midmar, and Monymusk Community Council
1

We would like to highlight several areas that need to be reviewed as
part of the Roads policies review. Sauchen - The speed limit on Main
Street by the Play Park should be reduced to 20mph, and possibly the
use of some speed calming measures. This is necessary as there is no
conCguous pavement outside the park, and there is a history of
speeding on this secCon of road.

2

The entrance into Sauchen Main Street from the “C” class road
(C108C) to the east, should be amended to 30 mph, as shown below.
This suggest change to the speed limit on the (C108C), is also required
to allow Cluny school children to safely cross Main Street to access the
proposed school path. We have previously requested that a safety
assessment is made of this area as part of the design of the school
path.

3

The Community Council supported the reduction of the 60mph limit to
40mph beside Cluny School, we again reiterate that that it should
actually be reduced further to 30mph and possibly even 20MPH for the
following reasons -: • There is concern linked to the reversing
movements of school buses and cars from the new housing
development fronting directly onto the road and school areas. • There
is no crossing provision from the new development to the school. • A
pedestrian path between Sauchen & Cluny is in progress that will
provide an important linkage between the two settlements however,
this will also increase the foot traffic to the school and needs
consideration when sitting the 20mph signs. • The school is
increasingly used outside school hours for recreational activities since
there is no community hall in Sauchen. • Recently we have witnessed
the increase in parents having to walk to and from the school along the
(C108C) road, which has no suitable verges or passing places to allow
the safe movement of pedestrians and vehicles.

Udny Community Council
1

In regards to the Speeds Limits Policy / Manual we wish to present the
following.
•
Manual lacks direction/links to reference materials used in the
manual eg. use of the term ‘Criteria’. Preventing a public understanding
of Limitations and considerations.
•
Fails to address current ‘acceptable’ speed parameter used in
considering suitability for Speed reduction / Traffic Calming. EG:
30mph designated road must exceed 35mph to qualify for
consideration. Resulting in an ‘acceptable’ increased potential for
severity of injury.

Item: 9
Page: 453

•
No apparent attempt planned to address speed limit ‘adherence’
issues. Police enforcement has proven to be ineffective, potentially due
to current staffing levels of Scottish constabulary. It is suggested that
Traffic Calming measure are an effective means of Self-enforcement
while not being promoted in the manual.
•
Apparent obstructive guidelines where a village road has been
determined as a ‘Strategic Route’. Consideration of the varying
configuration of Village Strategic Through Roads should be recognized
with speed adherence / traffic calming options clearly defined and
documented within the Manual. Alternatively referenced to relevant
policy documents.
•
Vehicle activated signs as in ‘Variable and vehicle activated
signs manual, April 2018’ receive little mention in the manual other
than a brief reference to ‘management options’ within 4.2 Road Safety
Issues section. It is noted that the previously mentioned Variable and
Vehicle activated sign manual indicates a reluctance by Aberdeenshire
to implement Vehicle Activated signage.
•
Concern that the Aberdeenshire Council draft policy/manual
may have element of conflict with Scotland’s Road Safety Framework
to 2030 consultation which is currently in progress.
The general statement ‘Aberdeenshire Council’s 2020 Speed Limit
policy acknowledges the need to avoid unnecessary delays and
restrictions to motorists while recognising the road safety and
environmental benefits of lower traffic speeds in our towns and
villages’. We are in full support of the principal with a proviso that
Aberdeenshire Council shall promote Safety over any consideration of
potential Delay or financial implication.
2

The manual in general lacks direction to relevant information /
documentation / Guidelines on Criteria required related to various
implementation considerations mentioned within the manual. Assuming
that pertinent Criteria standards exist it would be beneficial to provide
the reference material or link to the Criteria detail classified as available
for Public access.
Examples:4.1 Schools - Speed limits of 20 mph will be applied outside schools.
These will be full time mandatory 20 mph speed limits or zones in
locations where the normal criteria for such limits set out in this manual
are met. In other locations, they will be part-time limits.
5.1 Part-time 20 mph limits
Part-time 20 mph limits shall be introduced outside schools where the
criteria for providing permanent 20 mph restrictions are not satisfied.
20mph through Main Town centres, which generally provide a form of
speed limitation by design, can be regarded as practical for safety
reasons.
For Villages, which generally have a relatively short main thoroughfare
that does not provide the same level of limitation by design as a town,
speed limitation by road sign only is often disregarded by many
motorists.
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As such 20mph through Village centres with Self-enforcing Traffic
Calming measures, additional to Signage should be included in the
policy (where applicable). Speed Cushions being the adopted standard
providing the self-enforcing element required while permitting
unhindered passage of emergency vehicles.
3

While there is a focus on unhindered travel for main thoroughfares
adopted by Aberdeenshire Council there is an argument where safety
should be the primary consideration, journey times SHOULD remain
unaffected where Traffic Calming measures are in place limiting
transport to the designated Road Speed.
There are numerous studies which quantify the ‘Risk of Injury’ over a
range of speeds, notably the evidence that injury at 20mph be
considerably less than that of 30mph.
19.A 2010 Department for Transport (DfT) publication which looked at
the relationship between speed and risk of fatal injury found that the
risk of fatal injury to pedestrians rose from under 1% at an impact
speed of 20 mph to 5.5%, or 1 in 20, at 30 mph. Above 30 mph risk
increased very substantially, to over 30% at an
impact speed of 40 mph.
As we understand current recorded road speed calculated at 85%ile is
then subject to a formula of Designated Speed limit +10% + 2mph (eg.
30+10%+2 = 35mph) Anything equal to or less than the sum shall not
be considered for action. Considering risk of injury relative to vehicle
speed presents a substantial increase in severity of injury with the
acceptance of this limiting formula.
In reference to the ‘Standard limits’ in relation to Villages determined as
30mph zones, this appears to be in conflict with the desire of most
Village communities where perception is that of current traffic speeds
being excessive.

4

The Manual as is does not present a clear direction compliant to :GOOD PRACTICE GUIDE ON 20 MPH SPEED RESTRICTIONS June
2016 Version 2. Transport Scotland.
https://www.transport.gov.scot/media/38640/20-mph-good-practiceguide-update-version-2-28-june-2016.pdf
Reducing speeds
15.Introducing such speed restrictions will help us to reduce the
number of accidents, casualties and fatalities on Scotland’s roads. 20
mph speed restrictions can also help promote active travel choices and
can result in improvements to both the local and wider environment.
16.Inappropriate and excessive speed is a significant cause of death
and injury on the roads. Travelling too fast for the conditions or
excessive speed is reported in 11% of all reported accidents and 18%
of fatal accidents.
(eg. B999 Pitmedden, 34mph at 85%ile)
17.The speed outcome agreed by road safety partners through the
Mid-term Review of the Framework is to ‘increase the proportion of
vehicles travelling at appropriate speeds on Scotland’s roads to
support reducing road casualty numbers. Transport Scotland and its
road safety partners want to see all road users travel at speeds which
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are in accordance with the stated speed limit of the road and are safe
for the road or the driving conditions.
5

There appears to be no intension to ‘manage’ adherence to the
designated road speed within the Manual. ‘While enforcement of speed
limits is entirely the responsibility of Police Scotland, police
enforcement is expensive and resources are limited so it is important
that speed limits should be designed to be effective without the need
for heavy enforcement’. Provision of effective Traffic calming measures
are self-enforcing. Traffic calming measures provision a wide range of
options with associated cost in application and maintenance which
should not prohibit the application, one which is not based on Accident
history but based on a Risk Assessment to determine measure of
enforcement required.

6

Finally we wish to draw your attention to the Scottish Borders Council:
Spaces FOR PEOPLE SUSTRANS FULLY FUNDED ACTIVE
TRAVEL PROGRAMME: EXPERIMENTAL ROLL OUT OF 20MPH
THROUGHOUT BORDERS SETTLEMENTS.
•
A total of 91 towns and villages are included in this programme.
This experimental programme shall address the habitual question
asked by residents and community groups on a regular basis to
introduce more wide-spread speed restrictions in built up areas. A
question which is prevalent throughout Aberdeenshire.
The introduction of 20MPH through towns and villages shall be
accompanied by a number of trial 40mph areas.
The aims of the trial are to:
•
determine if a more tailored regime is required for the
implementation of 20mph schemes longer term
•
reduce the risk and severity of injuries as a result of collisions
between vehicles and vulnerable road users
•
encourage more active travels
•
reduce CO2 emissions
•
make the Borders a more attractive place to visit
•
alter the driver culture within the Scottish Borders to having
20mph as the default when entering built up areas
Each of the above elements being supportive of all desirable elements
of modern day road transport and environmental aspirations.
Such a programme addressing the Aberdeenshire transit routes from
Aberdeenshire North to the southerly limits of the region should be
considered by Aberdeenshire Council (and Area Councils) engaging in
a planning project similar to that of the Borders.
The delivery of a more tailored or nuanced regime regarding 20mph
schemes has the potential to address any ambiguity within current or
proposed policy / manuals. Delivery of such a programme / scheme
throughout Aberdeenshire would a progressive and beneficial exercise.

Individual
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1

I was very interested in Martin Fords proposal that certain quieter roads
should have a special designation - I think green routes?. These roads
would have a lower speed limit with signs that they are used by
cyclists, horse riders and walkers. I think this is a brilliant idea I’ve seen
it in Perthshire and think it would be a positive legacy for
Aberdeenshire from the Covid outbreak and would support people to
continue cycling. I live on one such road and am put off continuing to
cycle by the speed of the traffic - often agricultural and commercial who
see a straight road and belt along at alarming speeds. The policy would
need some enforcement but would be well supported I believe.

Individual
1

With regards to the current review I wish to express my desire to see a
speed limit reduction on the A93 from West of Banchory Exit to
Inchmarlo old folks home. This stretch of road sees excessive speeds
by car drivers throughout the year and motor bikers in the dry summer
months. There have been numerous accidents over the last ten years,
indeed I’ve sent photographs to the local Deeside Piper newspaper in
articles they have published. My next door neighbour has had their
garden wall demolished twice in a year and I’ve had a Corsa car on its
roof blocking my driveway. A gold jaguar left the road, landed in the
field opposite my house and rolled, stopped by a dung heap. Inside this
car were baby seats. I can provide photographs if required.
I also recommend a speed reduction due to the amount of vehicles
performing U turns in the road in front of my house. I once had an 8
vehicle transporter turning in my drive. I’ve had to spend £1000 to
mitigate against this problem. I’ve put 6 one ton granite boulders on
either side of my driveway and hired Roy Cowie to reinstate eroded
roadside verge opposite my house. This has included Berberis bushes
and bee friendly wild flowers. Vehicles turning on a straight bit of road
where vehicles are speeding is very dangerous.
When I drive from Finzean to Banchory I note there are a number of 40
mph zones just outside Finzean. I cannot see any reason why the
speed limit to the Inchmarlo old folks home shouldn’t be 40 mph. After
that the road westward has sufficient bends to ensure vehicles cannot
speed, however vehicles leaving Banchory go hell for leather on the
straight. Indeed many vehicles overtake, directly in front of my, and my
neighbours houses. People have pets and small children who are at
risk. I implore you to take this response seriously and address the
points I have made. As more vehicles are on the road these risks
increase

Individual
1

The issue of speeding desperately needs addressed in Balmedie, the
old road can have cars passing in excess of 50 mph, also Eigie road
the whole stretch, cars speeding. This is especially bad at school drop
off/collection. Crossings are needed for the children and parents as I
have had some close calls with the speed of cars.
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It is terrifying walking around the village with the speed of traffic.
Individual
1

Tinkering around with speed limits and roads policies is a futile
exercise unless there is enforcement. As police traffic patrols are now a
thing of the past, the status quo may as well remain, saving time and
money on a pointless exercise unless it is to satisfy some political
positioning. Permit an example. The A93 west of Banchory up to
Potarch Bridge and beyond. 60mph limit generally observed by most
traffic. Residents can tell the onset of summer not by the arrival of
migrating birds but by the scream of motor bike engines as riders tootle
through Banchory High Street before opening the throttles and
accelerating to speeds comfortably in excess of 100mph as they pass
the busy entrance to a Retirement Village at Inchmarlo where residents
regularly turn onto and off of this stretch of road. These are not the big
touring bikes which are driven responsibly but the high powered racing
bikes insured for use for the summer only "doing the circuit" from Perth,
over the Cairn o' Mount on the B974 through Banchory and then
launching themselves up over the Cairnwell via the Spittal of Glenshee
back to Perth. To quote from a German visitor on a 1000cc Ducatti
racing bike, "superb roads and no police patrols - perfect. We come
over most summers to ride these roads where we can really use our
machines and reach speeds that are not possible in Europe!" There is,
apparently, a form of "time trial" by the racing bike community from
Perth via the Cairn o'Mount, Banchory, Cairnwell and back to Perth,
but I do not know the time set for Bikers to beat. That is very much a
secret kept by the racing bike community.
So put in as many signs as you like if that is your thing, but don't have
speed surveys which show "speeds reduced by 2mph" when nothing is
being done to patrol roads where racing bikes are travelling at speeds
well in excess of 100mph and more during the summer months.
Think of this response when one of the Inchmarlo Retirement Village
residents, driving quietly and carefully, is taken out by one of these
racing bikes, as they will be one day, by a European visitor, driving on
a strange side of the road - the Scoolas/Dunne case comes to mind as they "use 'their' machines to reach speeds that are not possible in
Europe. Superb roads and no police patrols - perfect."

Individual
1

Balmedie village.
Hi. I’ve done the survey about speeds. Cars etc speed far to much In
our village. When crossing beside the library you take your life in your
own hands as it’s very dangerous. Lots of elderly and children cross
that road everyday. Even when there was a flashing sign up, lots of
drivers sped really fast. Hope something’s can be done about this
before a serious accident happens.
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Individual
1

As a part time resident in Aberdeenshire, I feel very nervous of the
other drivers at times, on the roads in Aberdeenshire.
This is because the drivers do not stick to the speed limits and because
of this, have a need to come round corners, either part or fully over into
the oncoming side of the road, in order to be able to make the turn at
all. So many of the roads in the rural areas are very narrow and drivers
don’t take into account there may be someone coming in the opposite
direction.
I feel the speed limits are acceptable on straight roads but folk don’t
make allowances for the many bends and corners and do not keep to
the speed limit, hence putting other people’s lives at risk by going over
to their side of the road. There isn’t enough monitoring of this situation
and until something is done on about this, there will continue to be
more fatalities and serious accidents.
I would love to see change happening in this regard so I feel safe once
again.

Individual
1

The speed of some vehicles on Old Skene Road particularly going
west from shopping centre is awful. Has been reported to police by
local councillor but nothing appears to have been . Reducing to 20
might slow down some but unless policed regular it would be a waste
of time and money .
Why are speed cameras not installed

Individual
1

I urge you to change the way you apply any changes to speed limits in
Aberdeen. Whilst I wholeheartedly approve of considering and
balancing the needs of all users of our roads, I feel the Council is
currently biassed against car owners and, as such, is creating
unnecessary restrictions and costs on their use of our roads.
Im particular, I believe the council should:
- consider, in the light of the AWPR, increasing limits on some main
roads into Aberdeen to help ease flows. This may mean reversing
some of the recent reductions.
- ensure representative users are consulted i.e. not just the people &
businesses who live along the roads (this will mean proactively
contacting people outside of Aberdeen).
- ensure speed surveys are taken both before and after any change to
understand user's respect for the limits.
- ensure a full review of any past accidents along the relevant stretches
of roads is made.
- ensure congestion and journey time is included in any cost/benefit
analyses.
- ensure the Government's Speed Limit Appraisal Tool is used.
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And, I believe the Council should publish the results of these analyses
to justify any changes.
Changing speed limits is an important, serious and emotive matter that
affects a large percentage of the Aberdeen and Aberdeenshire
population and, as such, should be given greater consideration that I
believe it has had recently.
Individual
1

Having read the draft, consideration might be given to the approach
roads to schools.
I live in David McLean Drive Alford AB33 8PW, the road has become a
recognised “Rat Run” with parents dropping off and collecting their
children from the Ski Slope car park at the top of Greystone Road, this
saves them time from going to the main Campus car park.
This is at a time when many children are walking to and from school on
David McLean Drive and also many drivers are obviously exceeding
the 30mph limit including the “boy racers” who congregate at the Ski
Slope car park at various times in the evening to what appears to be a
“timed route “ down David McLean Drive.
Greystone Road has a 20mph speed limit with traffic calming measures
and was closed off at the top of David McLean Drive when the new
Campus opened, it makes sense that this estate be the same as the
new housing developments in Alford, that is a 20mph limit with traffic
calming measures on David McLean Drive.
I am sure that I am not alone with these nuisance drivers and I hope
that consideration is given to 20mph speed limit and traffic calming
measures introduced on my road and all other School “Rat Runs”.
I am 100%in favour of 20mph speed limits, surely this will save lives of
young people, elderly people going to the shops for example and also
people that are handicapped or have learning difficulties such as the
Residents from the complex at the corner of Greystone Road and
David McLean Drive.
Why not ban all pavement parking at the same time (with penalties)
throughput Aberdeenshire , this would enhance the quality of life for
many handicapped and elderly people not having to go onto a busy
road to manoeuvre around these parked vehicles, quite often these
people again may have learning difficulties, impaired eyesight, in
wheelchairs or other means of mobility, not to mention parents pushing
buggies who might also have a toddler in hand as well

Individual
1

Re your item in the P @ J today. Several years ago A young boy was
sadly killed whilst crossing Seafield Street in Portsoy. I cannot
remember the exact details of the incident but it happened outside the
Town Hall during the day.
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So I would strongly recommend that a 20 mph speed limit is set up
through the main road in Portsoy. Whilst walking along the road I
watch traffic, mainly heavy vehicles going into Portsoy From Cullen at
speeds of more than 30mph. And there is a nasty right hand bend at
the start of the approach. And past the town hall you get vehicles
double parked probably delivering goods. So its a bottle neck that
needs looking at. I feel sure you made enquiries after the fatal
accident as to whether there should be any improvements and it was a
no.
So why not slow-down bumps on the road also. It certainly needs
looking at closely.
Individual
1

I live on nether road Mintlaw ab425lr the road is used for a short cut
between South street Mintlaw (main Aberdeen road) and to Longside
road( main road Mintlaw to peterhead. The road is also used when
diversions are in place as the main road. HGV vehicles use this
regularly including articulated when diversions are in place. Nether
Aden road is in a residential area with many young children at risk also
of speeders using the short cut and risks life. The road is a 30mph
some with speeders well in excess of this. I myself would like a 20mph
limit set for this road and of speed bumps. Budgetary a speed limit
would be the cheapest option but it is obviously your decision after
surveying or monitoring.

Individual
1

I live on the roadside in Lumsden. Because a road island (which no
one ever uses) has been place opposite the old Police house by the
garage (Coppice) we, further up the street, are forced to park on the
pavement to avoid being hit by traffic.
On this matter, if there has to be a crossing in that position, may I
suggest pedestrian lights rather than a road island?
As regards the speed of traffic passing through Lumsden, the main
culprits are logging lorries at 5.30am and tractors at anytime up to
1130pm, when traffic police are never around. They thunder through
the village at truly excessive speed.
Lowering the speed limit will do nothing to alleviate this problem. I
have racked my brain thinking of how speeding can be avoided and the
only suggestion I can come up with is to lower the speed limit to 20 and
installing ACTIVE speed cameras (preferably average speed) at either
side of the village. The speeding vehicles, having slowed down, would
probably keep it down whilst travelling through.
I do hope this is helpful because the speeding lorries/tractors make the
road through Lumsden a truly dangerous place.
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Individual
1

I support the proposal to impose 20mph speed limits in Aberdeenshire
towns and villages. This should be a feature on all roads within the
boundary of each town and village.
I contacted the Aberdeenshire Road Safety department and Councillor
Isobel Davidson, 5 months ago regarding speeding vehicles on Craig’s
Road, Ellon and still await contact from a Road Safety representative,
which was intimated in the initial response. This road should be a
priority for a 20mph speed limit. This view is supported by many others,
who have contacted me.

Individual
1

I have just completed the survey on Survey Monkey regarding 20mph
speed limits in Ellon town centre which I think is a good idea.
I would also like Knockothie Crescent reviewed. I live at the end of
Portsoy Crescent, on the junction where it meets Knockothie Crescent.
It is a very busy road with vehicular traffic and is the main thoroughfare
for all the housing estates either side of it. It is also very busy with
pedestrian traffic at all times of the day.
On a daily basis I witness ridiculous speeding, I would estimate at
times to be nearly double the 30mph speed limit. There are a number
of traffic islands along the road which I presume are there to slow traffic
down but these have no effect.
I can't be the only resident in the area that sees how bad it is and I
would really like it to be looked at if possible.

Individual
1

Part-time 20 mph limits outside schools
The Speed Limits Manual proposes a 5 minute “safety margin”, after
the school bell, for part-time 20 mph limits outside schools (Ref 3, Sect
5.1). This is to accommodate late comers.
5 minutes sounds a rather short “safety margin” and I would suggest
that a period of 10 minutes would be more appropriate.
Observations of behaviour outside my local primary school highlights
issues where the use of 10 minutes would help address other hazards.
The first issue relates to parents/carers, having seen their child into
school, stand around on the pavement outside the school chatting to
each other. In several cases the parents/carers have with them under
school age children. As they concentrate on their conversation, they
are paying less attention to what the young child is doing.
In some instances, the parent/carer has been seen standing on the
road, between parked cars, continuing their conversation. In a small
number of cases they have been observed standing on the road,
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adjacent to their car door, finishing off such conversations. Such
conservations distract the individuals from what else is going on around
them.
A related concern is the observation of parents/carers standing on the
road with their rear passenger door fully open into the road. They are
seen strapping the second, small child into a child seat. This behaviour
is somewhat dependent on the direction of parking (often against traffic
flow) and how many small children are involved (child seats fitted to
both sides of rear seats).
The above observed behaviours present hazards for motorists
travelling along the street. A 10 minute safety margin on the 20 mph
limit would provide a reasonably practicable measure to reduce the
risks associated with such hazards.
It should be noted that these observations relate to a primary school in
an urban setting. The school fronts onto a residential street. The street
currently has an advisory 20 mph limit along its entire length. The
design and environment (sharp bend in road, high hedges and shrubs
obstructing views, parked cars on both sides of road, pedestrians in
road) means that during school hours car speeds near the school are
significantly less than 20 mph.
Part-time 20 mph limits are more likely to be located in rural areas and
on strategic routes in urban areas where the proposed speed limit is 30
mph. It may be that the behaviour of parents/carers in these locations
differs from those displayed outside my local school. However, the
precautionary principal would suggest that appropriate measures are
taken to address the risks identified above at these locations also. A 10
minute extension to the part-time 20 mph speed limit is one such
appropriate measure to reduce risks in these locations to a level as low
as reasonably practicable.
Recommendation
A 10 minute “safety margin”, after the school bell, should be included in
the Speed Limits Manual for part-time 20 mph limits outside schools
rather than the 5 minutes currently proposed.
2

Strategic Routes in Westhill
Appendix A of the Speed Limits Manual (Ref 3, p23) identifies the
following roads in Westhill as Strategic Routes;
• Broadstraik Road
• Old Skene Road
• Westhill Drive
In addition to the above, Straik Road (A944) is also designated as a
Strategic Route due to its A road classification (Ref 3, p7).
In addition to the above roads I would recommend that the following
roads be added to Appendix A as Strategic Routes for Westhill;
• Wellgrove Road
• Hays Way
Wellgrove Road
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Justification for inclusion of Wellgrove Road as a Strategic Route
include;
• It is the primary bus route through Westhill
• It performs the exact same strategic function as Broadstraik Road
and Westhill Drive – moving traffic from north to south within Westhill
by connecting the A944 to Old Skene Road. Wellgrove Road serves
residents in the centre of the town as Broadstraik Road does in the
west and Westhill Drive to the east.
• It provides the main route to major infrastructure for residents and
traffic located in the south of the town. This infrastructure includes;
o Household Recycling Centre
o Primary Schools
o Secondary School
o Football, rugby and play fields
o Swimming pool
o Town centre facilities including shops, food outlets and restaurants
• It provides access to major infrastructure for residents and traffic
located in the centre of the town and located north of the A944. This
infrastructure includes;
o Health Centre
o Major supermarkets
o Employment locations
o Restaurants and take-aways
• The road is a major “tributary” road allowing traffic from residential
areas, to the east and west, to travel south to the A944 (for access to
Aberdeen City and industrial and business parks to the south of the
A944) and to the north to allow access to town infrastructure noted
above.
• The road design promotes a view that it is a “main road” (as opposed
to residential street). Design features include;
o Wide road
o No housing fronts onto the road
o Pavements are separated from the road by wide strips of grass.
o Significant numbers of mature trees line the southern half of the road
o Several residential areas are linked to the road
o Long sweeping bends on the southern half of the road act as speed
modifying measures
Hays Way
Justification for inclusion of Hays Way as a Strategic Route include;
• It is the primary bus route through Westhill
• It provides direct access to major town infrastructure including; o
Primary School
o Secondary School
o Swimming pool
• It acts as a link road between Westhill Drive and Old Skene Road
which allows traffic from residential areas either side of Hays Way to

Item: 9
Page: 464

access major infrastructure in the south of the town. This infrastructure
includes; o Household Recycling Centre
o Primary School
o Football, rugby and play fields
o Town centre facilities including shops, food outlets and restaurants
o Health Centre
o Major supermarkets
o Employment locations
o Restaurants and take-aways south of the A944
• The road is a major “tributary” road allowing traffic from residential
areas, in the centre of Westhill, to link to other strategic routes. These
allow travel south to the A944 (for access to Aberdeen City and
industrial and business parks to the south of the A944) and to access
town infrastructure noted above.
• The design promotes a view that it is a “main road” (as opposed to
residential street). These features include; o Wide road
o No housing fronts onto the road
o Major town infrastructure fronts onto the road (schools, swimming
pool, playing fields)
o Several residential areas are linked to the road
The above qualitative analysis demonstrates that Wellgrove Road and
Hays Way are both significant main roads to the people of Westhill.
They are more strategic to traffic flow than Broadstraik Road and the
northern section of Westhill Drive. They therefore deserve to be
included in the Strategic Routes for Westhill.
Recommendation
Wellgrove Road and Hays Way should be added to Appendix A of the
Speed Limits Manual as Strategic Routes for Westhill.
3

Criteria for 20 mph zones
The Speed Manual states, “In Aberdeenshire 20 mph limits shall be the
default speed limit on non-strategic routes in towns and villages where
the criteria for 20 mph zones are not satisfied.” (Ref 3. Sect 5.3).
The Manual also states, “20 mph zones, where appropriate, are
preferable to 20 mph limits” (Ref 3, Sect 5.1).
The “criteria” for determining which roads/streets are covered by a 20
mph zone (as opposed to limit) are therefore critical in applying the
requirements of the Manual and hence the extent of such zones across
Aberdeenshire.
I am unable to find within the manual a clear definition of the criteria for
determining which roads/streets are to be designated as “20 mph
zones”.
Section 1.1.2 of the Manual refers to a Department of the Environment,
Transport and the Regions report which “recommended that 30 mph
should be the norm for speed limits in villages and, for urban areas,
noted that while there is a strong case on road safety and urban
regeneration grounds for 20 mph restrictions, these are only effective
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with self-enforcing 20 mph zones” (my emphasis). This, however,
appears to be a report rather than law or official guidance. The criteria
(road safety and urban regeneration) are also rather vague for
practitioners to implement via the Council’s Speed Manual.
Section 1.1.2 further refers to Scottish Government guidance which
states that “for residential streets, a maximum design speed of 20 mph
should normally be an objective”. It is unclear if this design speed for
residential streets is to be implemented via a 20 mph limit or a 20 mph
zone.
Recommendation
In order to eliminate confusion, and provide clear guidance to all, it is
recommended that the Speed Manual should include a comprehensive
set of criteria for establishing 20 mph zones. The criteria should be
clear and unambiguous. By setting these criteria the requirements for
setting 20 mph limits on roads/streets will also be established by
default (“In Aberdeenshire 20 mph limits shall be the default speed limit
on non-strategic routes in towns and villages where the criteria for 20
mph zones are not satisfied.” (Ref 3. Sect 5.3)).
4

Alternative Speed Limits
The Speed Limits Manual highlights that there may be cases where
“alternative speed limits” are deemed necessary (Ref 3, Sect 4.4). The
Manual requires that engineers prepare a submission justifying any
such proposals for “alternative speed limits”. This submission requires
to be validated by senior officers before such proposals are submitted
to a council area committee (Ref 3, Sect 4.4).
I would recommend that such submissions, and their validation,
requires to be made publicly available before submissions are made to
an area committee. This is required for purposes of open, transparent,
and accountable government. It allows members of the public to make
educated comment on any such proposals. Such comments can then
be considered by councillors on area committees before making
decisions.
Recommendation
The Speed Limits Manual should be updated to include the
requirement for the submission from engineers, and its validation, for
alternative speed limits to be made publicly available. It should also
specify how this is to be achieved (council website, available in local
libraries, available in local council offices, etc).
Statement on National Statistics.
The Speed Limit Policy document refers to “National statistics” as the
source for justifying statements about people in deprived areas being
more likely to be injured or killed by vehicles and affluent residents
being more likely to request traffic management interventions in their
areas (Ref 2, Sect 1, para 3).
There are a number of problems with the use of these statements.
The statements are of an overtly political nature and their inclusion in a
purely technical document is open to challenge.
The purpose of their inclusion in the policy is not immediately clear with
respect to the need for consistent policy and standards across the
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council area. Why choose affluence and deprivation? Why not rural v
urban? Old v young? Coast v inland? Etc.
The inclusion of the statements has a number of implications that may
not be the intent of the authors. These include the implication that the
representatives of deprived populations (councillors, community
councils, community groups, etc) are failing in their duty to protect their
constituents and failing to bring issues of traffic management to the
attention of council officials. Another implication is that council officials
are looking for documents (the Speed Limit Policy and Manual) in order
to defend themselves against complaints from “bolshie”, affluent
residents.
The term “national statistics” is unclear on which nation is being
referred to, Scotland or the UK? Without appropriate citation it is also
impossible to ascertain whether the reference is to, literally, national
statistical data or whether the publication of “national statistics”
includes a breakdown by council area. It is unlikely, for example, that
statistics for the whole of Scotland provide an accurate proxy for the
situation in Aberdeenshire. Scottish statistical data will be dominated
by Glasgow and Edinburgh specifically and the central belt more
generally. Aberdeenshire roads/streets age and design, population
densities, etc will be markedly different from the Scottish average with
different outcomes in road accident statistics expected including in their
root causes.
I am surprised that “national statistics” are kept of the socio-economic
source of requests for traffic management improvements. This sounds
deeply Orwellian. It sounds much more of an “anecdotal evidence”
piece of information rather than genuine statistical data. Provision of an
accurate citation for the National Statistics would allow this to be
checked and confirmed.
Recommendation
It is recommended that the authors review paragraph 3 in section 1 in
the Speed Limit Policy (Ref 2). They should reassess/reconfirm what
they are trying to achieve by its inclusion. They should seek to use less
overtly political statements to achieve that objective. Perhaps more
reliance should be placed on statements of diverse communities,
diverse ages of built environment (Victorian, inter-war, post-war,
modern, etc), diverse settings (rural, urban,
coastal, etc), etc, leading to a need for a consistent and equitable
policy on speed limits across the Council area.
Recommendation
It is recommended that a full citation is provided for the reference to
“National Statistics” in the Speed Limits Policy document (Ref 2, Sect
1, Para 3). It would be a more robust and defendable document if this
could be provided.
Recommendation
It should be clarified as to whether the reference in the Speed Limits
Policy (Ref 2, Sect 2, Para 3) to the socio-economic status of persons
requesting traffic management improvements is based on actual
National Statistics data or whether it is from alternative sources
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(anecdotal evidence?). Those alternative sources should be citied in
the document.
6

Economic Analysis
The Council’s webpage inviting comments on the Speed Limits Policy
and Manual states; “The main change proposed in the new speed limit
policy would involve a move towards making 20mph the normal speed
limit on minor roads in our built-up areas and on some more major
roads through designated town centres. Evidence from cities where
such an approach has been adopted indicates that a reduction in
average speeds of 0 to 2mph could expected.” (Ref 1, Speed Limits).
There is no indication on the webpage, nor in the Policy or Manual, as
to what the scale of changes from implementation of the policy is
expected to be. Will it affect 1km, 10km, 100km, etc of roads/streets?
The scale of the economic costs in implementing the policy are also not
detailed.
The policy document recognises “the road safety and environmental
benefits of lower traffic speeds in our towns and villages.” (Ref 2, Sect
2). No reference to applicable research supporting this statement is
provided. No indication of the scale of these benefits are given.
Given this lack of evidence on costs and benefits no conclusion is
possible on whether the safety and environmental benefits outweigh
the economic costs and hence justify implementing the policy.
Whilst it may be council policy that such cost benefit analyses are not
available to the public it would be negligent of councillors to approve
such a change without an understanding of the economic costs and
benefits involved. If the economic costs are small scale (say £10,000)
then the councillors may be happy that no detailed analysis is required.
If the costs are significant then councillors will need assurance that the
costs are not grossly disproportionate to the benefits expected to be
achieved.
Economic Costs
Direct economic costs will include, but not be limited to;
• One off design and installations costs of new traffic calming measures
and signage, etc
• Ongoing operating costs of new traffic calming measures and
signage, etc (e.g. additional lighting)
• Ongoing repair and maintenance costs of new traffic calming
measures and signage
Indirect economic costs may include, but not be limited to;
• Repair costs for damaged vehicles (claims on the council, more
general insurance claims, private repairs, etc)
• Economic impact on businesses (slower delivery times, longer supply
chains due to longer time frames)
• Additional costs on delivery companies (additional drivers and
vehicles needed to ensure same number of deliveries in given
timeframe)
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If the reduction in average speeds is as per stated on the website (Ref
1, Speed Limits) then these indirect costs may not be significant. This
will depend on the scale of the changes (no of km affected) as well as
an understanding of the underlying research which leads to the claim of
a “reduction in average speeds”. Does this mean that the average
speed of all vehicles over the entire road and street network of the
council area will reduce? Or does it mean that the average speed of all
vehicles on the total length of roads with reduced speed limits/imposed
traffic calming measures be reduced. The meaning is not at all clear
from the website statements. Without an appropriate citation of the
original research it is not possible to check.
Safety Benefits
The expected safety benefits of implementation of the policy will
include, but not be limited to;
• Reduced frequency of fatalities1
• Reduced frequency of serious injuries1
• Reduced frequency of slight injuries1
• Reduced emergency services costs in responding to accidents
• Reduced medical costs in dealing with accident injuries
• Reduced “loss of output” costs due to injured being unable to work
• Reduced repair costs due to more limited damage to vehicles and
infrastructure
(Note 1 – It is assumed that the number of slight injuries greatly exceed
the number of serious injuries which greatly exceed the number of
fatalities. Hence the increase in serious injuries due to the reduction in
fatal injuries, for example, will be more than balanced by the reduction
in serious injuries. The implication for slight injuries (reduction v
increase) is less clear.)
The website (Ref 1, Speed Limits) notes that a small change in
average speeds is expected from implementation of the policy (02mph). Depending on the definition of this “average speed” (see
above) and the scale of the proposed changes, safety benefits may not
be significant given this small change in speed expected. It will also
depend on the balance of safety risks within Aberdeenshire (high
speed rural roads v low speed urban accidents involving vehicles and
pedestrians and cyclists).
Environmental Benefits
The expected environmental benefits are less clear. On a simple
analysis a higher speed of vehicle requires more power (and hence
produces more emissions) to maintain the speed (higher drag for
example). However, given the small expected changes in average
speeds (see above) then driver behaviour (accelerating and
decelerating between speed bumps, driving in the wrong gear, etc)
may be more significant environmentally. Access to detailed, relevant
research will be required to confirm changes to environmental impacts
from proposed changes.
The expected change in the power source mix on new cars over the
next decade or so will probably have a greater influence on
environmental impact. This is particularly true for local air quality.
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Currently there is a move away from diesel powered cars back to petrol
engines (Ref 4).
This is due to negative publicity for diesel. This will result in slow
improvement in local air quality (less NOx and SOx) but have a
negative effect on climate change due to increased CO2 emissions.
In the medium term an increase in hybrid vehicles can be expected
based on the level of current advertising by car manufacturers. This will
increase the proportion of emission free kilometres covered (assuming
considerate operation of vehicles).
In the longer term full electrical vehicles can be expected to begin to
dominate the new car market. This is due to environmental pressures
and government legislation. This will tend to shift environmental
impacts from local air quality (from the vehicle) to global emissions
from electricity generation plants. This will greatly depend on
government approaches to future power generation sources.
Recommendation
The Speed Limits Policy document should include a full citation to the
research justifying the assertion that there are “road safety and
environmental benefits of lower traffic speeds in our towns and
villages.” (Ref 2, Sect 2).
Recommendation
An appropriate economic analysis of the proposals should be prepared.
This analysis should clearly state the scale of the proposed changes
and provide estimates of the economic costs of the changes as well as
estimates of the safety and environmental benefits. The analysis
should clearly demonstrate whether these costs are proportional to the
benefits expected or not. Uncertainties in the analysis methodologies
and data sources should be clearly articulated together with sensitivity
analysis to ascertain the significance of these uncertainties.
Recommendation
The economic analysis of the proposals should be made available to
councillors to aid their decision making with respect to the proposals. If
possible, the analysis should also be made available to the public so
that residents can input their informed views to council decision
making. Public availability will also improve open and transparent
governance.
7
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Individual
1

Extend 20mph zone –
1.
a) West on Station Road to a point beyond Ellon Primary
School;
b) or further west to a point beyond junction with Commercial Road;
c) or even further west to appoint on Craigs Road beyond Esslemont
Circle;
This would also mean that Union Street would be included in the
20mph zone and reduce the incidence of speeding vehicles there.
There has also been an increase in the volume of traffic on Union
Street since the introduction of the one-way system.
2.
North beyond Bridge Street to a point on Golf Road beyond
junction with Schoolhill Road and beyond pedestrian crossing.
3.
Schoolhill Road along its entire length.
4.
East along Castle Road to a point beyond Deer Park.
5.
South along South Road to a point beyond junction with
Craighall Gardens and west along Riverside Road to a point beyond
junction with Provost Davidson Drive.
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Policy: Pedestrian Crossings
Udny Community Council
1

In reference to ‘Pedestrian Crossings’ policy / manual there is mention
in section 2.3 related to High-skid-resistance surfaces: states the
following – ‘shall be applied on the carriageway (approach lanes only)
to all controlled pedestrian crossings. The length over which the antiskid should be applied is equal to the length of the zig-zags which will
vary according to visibility and the approach speed of the vehicle. Coldapplied epoxy resin with grey calcined bauxite shall be used for these
high skid-resistance surfaces. It is preferred that this is machine
applied however this may not always be economically justified for small
quantities’.
Our concern is the suggestion that priority is Cost based as opposed to
Safety, which contradicts the statement “while recognising the road
safety”.

Individual
1

A pedestrian crossing at the bottom of School Brae and Main Street
would be good for those crossing to and from school.
Drains cleared at the bottom of Manse Road to prevent pedestrians for
getting soaked when there has been any rain, very bad across from
Kirklands. All Drains on Main street as prone to ‘flooding’ in any rain
fall.
Some form of slowing traffic on Methlick Wood/Ellon Road as large
lorries hit the drain covers, some of which are too low, causing the
lorries to ‘jump’ causing more destruction, vibration and noise than
normal.
Glad to see that the overgrown roadsides have been cleared of weeds,
thank you, very well received.

Individual
1

Statement on National Statistics.
The Pedestrian Crossings Policy document refers to “National
statistics” as the source for justifying statements about children and
other pedestrians in deprived areas being more likely to be injured or
killed by vehicles and affluent residents being more likely to request
traffic management interventions in their areas (Ref 2, Sect 1, Para 3).
There are a number of problems with the use of these statements.
The statements are of an overtly political nature and their inclusion in a
purely technical document is open to challenge.
The purpose of their inclusion in the policy is not immediately clear with
respect to the need for consistent policy and standards across the
council area. Why choose affluence and deprivation? Why not rural v
urban? Old v young? Coast v inland? Etc.
The inclusion of the statements has several implications that may not
be the intent of the authors. These include the implication that the
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representatives of deprived communities (councillors, community
councils, community groups, etc) are failing in their duty to protect their
constituents and failing to bring issues of crossing safety to the
attention of council officials. Another implication is that council officials
are looking for documents (the Pedestrian Crossing Policy and Manual)
in order to defend themselves against requests from “bolshie”, affluent
residents.
The term “national statistics” is unclear on which nation is being
referred to. Is it Scotland or the UK? Without appropriate citation it is
also impossible to ascertain whether the reference is to, literally,
national statistical data or whether the publication of “national statistics”
includes a breakdown by council area. It is unlikely, for example, that
statistics for the whole of Scotland provide an accurate proxy for the
situation in Aberdeenshire. Scottish statistical data will be dominated
by Glasgow and Edinburgh specifically and the central belt more
generally. Aberdeenshire road’s/street’s age and design, population
densities, etc will be markedly different from the Scottish average.
Different outcomes in road accident statistics can be expected,
including in their root causes.
I am surprised that “national statistics” are kept of the socio-economic
source of requests for traffic management improvements. This sounds
deeply Orwellian. It sounds much more of an “anecdotal evidence”
piece of information rather than genuine statistical data. Provision of an
accurate citation for the National Statistics would allow this to be
checked and confirmed.
Recommendation
It is recommended that the authors review paragraph 3 in section 1 in
the Pedestrian Crossing Policy (Ref 2). They should
reassess/reconfirm what they are trying to achieve by its inclusion.
They should seek to use less overtly political statements to achieve
that objective. Perhaps more reliance should be placed on statements
of diverse communities, diverse ages of built environment (Victorian,
inter-war, post-war, modern, etc), diverse settings (rural, urban,
coastal, etc), etc, leading to a need for a consistent and equitable
policy on provision of pedestrian crossings across the Council area.
Recommendation
To provide clarity, and for the avoidance of doubt, it is recommended
that a full citation is provided for the reference to “National Statistics” in
the Pedestrian Crossings Policy document (Ref 2, Sect 1, Para 3). It
would be a more robust and defendable document if this could be
provided.
Recommendation
It should be clarified as to whether the reference in the Pedestrian
Crossing Policy (Ref 2, Sect 2, Para 3) to the socio-economic status of
persons requesting traffic management improvements is based on
actual National Statistics data or whether it is from alternative sources
(anecdotal evidence for example). Those alternative sources should be
cited in the document.
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2

National Guidance
The Manual refers to “National Guidance” that is available on the
subject matter (Ref 3, Sect 1.1.2, 2nd Para). These all appear to be UK
guidance. No mention is made, for example, of Designing Streets
published by the Scottish Government (Ref 4). Designing Streets
includes consideration of pedestrian movement and pedestrian
crossings (Ref 4, pp15-17). There may be other relevant Scottish policy
or guidance documents.
Given only UK guidance is presented it raises questions as to priority of
different levels of guidance (UK v Scottish v local) where conflicts may
exist.
It is not therefore clear that the Manual adequately addresses the full
suite of “national” policy and guidance that is applicable to the subject.
Recommendation
The suite of “national guidance” that is applicable to the matter of
pedestrian crossings within the Aberdeenshire Council area should be
fully identified and reviewed. This is particularly important to fully cater
for various Scottish and UK wide “national” policy and guidance. The
national guidance detailed within the Pedestrian Crossings Manual
(Ref 3, Sect 1.1.2) should be updated to reflect the outcome of this
review.
Recommendation
The Pedestrian Crossings Manual should clarify the hierarchy to be
used between UK, Scottish and Council guidance where there is
conflict between such guidance.

3

Zebra Crossings – Warning Lights
The Manual describes the conditions where Zebra crossings may be
acceptable (Ref 3, Sect 4.1, 1st Para). This implies that, going forward,
such crossings may be acceptable on the Aberdeenshire roads
network.
The manual then goes on to provide a description of Zebra crossings
(Ref 3, Sect 4.1, 2nd Para, 1st Sent). This description includes
reference to Belisha beacons. My understanding of the term Belisha
beacon is of a large orange globe which contains a flashing light. The
beacon is located at the top of the black and white striped pole at the
edge of the Zebra crossings.
Within Westhill some crossings have had this traditional globe replaced
with a light fitting that provides a hood over the main central light. The
hood includes a circle of lights pointed horizontally along the road. The
aim of this new light arrangement is to provide better visibility of the
warning light for approaching drivers.
The question is whether these new types of light fittings are still called
Belisha beacons. My concern is that by using the term “Belisha
beacon” it may be, inadvertently, preventing the consideration of these
new light fittings at Zebra crossings.
There is also the technical question as to whether the Council would
wish to move to have the new light fittings as the default standard on
the warning lights at the side of Zebra crossings.
Recommendation
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The use of the term Belisha beacon, associated with zebra crossings,
should be reviewed to ensure that the council’s preferred standard(s)
for warning lights at the edges of Zebra crossings is clearly and
appropriately described in the Pedestrian Crossing Manual. Reference
to appropriate British Standards or other relevant road industry
standards should be included for the avoidance of doubt.
4

Signal-controlled Crossings
The Manual includes reference to a plethora of signal-controlled
crossing types (PEDEX, Toucan, Pelican, Puffin, Pegasus) (Ref 3,
Table 1.1 and Sect 4.2). Short descriptions are presented for the
PEDEX and Toucan types. No definition or description is offered of
Pelican or Puffin types although these are being phased out. The
Pegasus crossing is mentioned in Table 1.1 but is not mentioned in
Section 4.2. No reference is presented to the relevant British
Standards/Industry standards for each type within its description.
The non-expert is left bemused and befuddled by this plethora of
options.
Recommendation
For the purposes of clarity, and the avoidance of doubt, the Pedestrian
Crossings Manual should include short descriptions of all the
acceptable crossing types to match the descriptions presented for the
PEDEX and Toucan crossing types.
Recommendation
For the purposes of clarity, and the avoidance of doubt, the Pedestrian
Crossings Manual should include references to the relevant British
Standards/Industry standards against each signal-controlled crossing
type description.

5

Strategy Manager
The Manual contains a number of references to a “Strategy Manager”
(Ref 3, Sects 5.1 and 5.2.1.1). I suspect the council has several
Strategy Managers in different departments. Clarity is required as to
the precise role which is being referred to.
Recommendation
For the purposes of clarity, and the avoidance of doubt, the precise job
title (including the relevant department within the council) should be
provided for the role of Strategy Manager where it is used in the
Pedestrian Crossings Manual (Ref 3, Sects 5.1 and 5.2.1.1)

6

Presentation of Equations
The presentation of equation 1 in the Manual (Ref 3, Sect 5.2) starts
with a bullet point list of “parameters” before presenting the equation. It
is not immediately obvious how each “parameter” matches up to the
various terms in the equation. This leads to confusion.
The internationally accepted style for presenting equations in texts is to
present the equation followed by definitions for each term used. Thus,
for equation 1 one would expect;
“Eq 1 - xPV2 = MacMcwMvsuPV2
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where;
xPV2 = Modified, location specific factor related to count of
number of pedestrians (P) and number of vehicles (V)
Mac = Accident history modification factor
Mcw = Carriageway-width modification factor
Mvs = Vehicle-speed modification factor
uPV2 = Unmodified PV2 factor related to count of number of
pedestrians (P) and number of vehicles (V)”
This style of presentation has been used for hundreds of years in
scientific and academic texts. It has a proven track record of clear
articulation of equations and the terms within them.
The equations in the rest of the Manual are also presented in a style
that can cause confusion with the terms and variables used. This
confusion increases the risk of errors being made in using the
equations.
Recommendation
For the purposes of clarity the style of presentation of the various
equations within the Pedestrian Crossings Manual should be revised to
the internationally accepted standard where the equation is presented
and each term is then clearly explained in a list immediately below the
equation.
7

Assessment Methodology
No citation is given for the original source of the methodology and
equations to be used for assessing candidate sites (Ref 3, Sect 5.2).
The applicability, appropriateness and robustness of the methodology
is therefore open to question.
Is this a method designed by Aberdeenshire Council? Is it a standard
method used by Councils throughout Scotland? Is it a UK or Scottish
Government dictated standard or code of practice? Is it a British
Standard? Is it an industry body or professional society
standard/guideline/code of practice? Is it based on academic research?
The answers to these questions are critical to the broad acceptance of
the methodology and equations proposed.
Recommendation
Clear and full citations should be presented for the original source of
the assessment methodology and equations proposed to rank
candidate sites for pedestrian crossings within the Pedestrian Crossing
Manual (Ref 3, Sect 5). Any variations to the standard methodology or
equations should be justified in detail in the text.

8

Standard Count Sheet
The onsite count of pedestrian and vehicle numbers is to be recorded
on a “standard count sheet” (Ref 3, Sect 5.2.1.1, last Para). The phrase
is used as if all persons will be fully familiar with a “standard count
sheet” and where to get such a document. Better citation is required to
avoid confusion and possible errors.
Recommendation
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To provide clarity, and for the avoidance of doubt, a full and accurate
citation should be given for the “standard count sheet” to be used to
record vehicle and pedestrian surveys (Ref 3, Sect 5.2.1.1, last Para).
The citation should include the full and proper title of the form, form
reference number or descriptor (if available), revision number or
descriptor and the publishing department for the form from where it will
be available.
9

Prioritisation
Methodology Origin
The Manual identifies five parameters to be used to prioritise
investment decisions (Ref 3, Sect 5.4). No citation is given for the
original source of this prioritisation methodology and the range of
parameters to be used. The applicability, appropriateness and
robustness of the methodology and selection of parameters is therefore
open to question.
Are these parameters selected by Aberdeenshire Council? Is it a
standard method used by Councils throughout Scotland? Is it UK or
Scottish Government dictated guidance? Is it an industry body or
professional society standard/guideline/code of practice? Is it based on
academic research? The answer is critical to the acceptance of the
methodology and the parameters proposed.
Recommendation
Clear and full citations should be presented for the original source for
the prioritisation methodology and parameters proposed to rank
candidate sites for investment decisions within the Pedestrian Crossing
Manual (Ref 3, Sect 5).
Methodology
The Manual identifies five parameters to be used to prioritise
investment decisions (Ref 3, Sect 5.4). These parameters are either
non-dimensional or have different dimensions. For some parameters,
the issue will be to prioritise high numbers (uPV2 for example) whilst
for others the aim will be to prioritise low numbers (cost for example).
There is no obvious way of “adding up” the various parameters to
arrive at a clear ranking of investment opportunities.
For a single parameter, decisions can be made based on the scale of
the parameter. The higher the number the higher the priority (for
example).
For two parameters some form of two-dimensional graph or matrix can
be used with each parameter along the x and y axes. The highest
priority is given to the option plotted the highest and furthest from the
origin (for example).
For three parameters some form of three-dimensional graph or matrix
can be used with parameters plotted along the x, y and z axes. This is
an overly complicated system which will be exceedingly difficult for
ordinary mortals to grasp.
How 4 and 5 parameters are to be compared is almost impossible to
imagine. There may also be issues of higher weightings needing to be
given to some of the parameters.
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Without a clear and detailed process for comparing, contrasting and
“adding up” the five parameters then the prioritisation process will be
open to inconsistent application, bias, and abuse.
Recommendation
In order to provide clarity, transparency, and consistency, and to avoid
abuse and bias, the methodology for prioritising investment decisions
with respect to pedestrian crossings should be fully detailed in the
Pedestrian Crossings Manual. In particular, the methodology for
comparing, contrasting and “adding up” the five disparate parameters
should be clearly detailed and explained. Any weighting to particular
parameters should also be clearly identified and justified. Consideration
should be given to using an appendix in the document to give a worked
example.
Use of level of deprivation data
One of the parameters to be used to rank investment decisions is level
of deprivation data. As was noted in section 1.0 above, this is an
overtly political issue. Its use in decision making for investment
decisions for safety issues could be problematic (some lives are worth
more than others).
Its inclusion is presumably based on the statement included in the
Pedestrian Crossings Policy where “(n)ational statistics indicate that
children and other pedestrians in more deprived areas are far more
likely to be injured or killed by vehicles than those from affluent areas.”
Using such data in the ranking process could be seen as a method to
resolve the higher risk seen in such areas.
The problem with this argument is that data on higher accident rates in
such areas is already captured and addressed in the xPV2 parameter
also used to rank investment decisions. The calculation of xPV2
specifically includes an accident modification factor (Mac) (Ref 3, Sects
5.2 and 5.2.2). Higher accidents statistics in deprived areas will
automatically result in a higher xPV2 value and hence higher
prioritisation of investment opportunities in such areas. This
prioritisation is achieved through evidence based technical reasons
rather than political ones.
One possible root cause for higher accident statistics in more deprived
areas could be that disadvantaged communities tend to live in higher
population density areas (high rise flats, inner city, multi-storey
tenement blocks, high density housing estates, etc). Disadvantaged
families will likely have lower car ownership. This would tend to
suggest higher pedestrian traffic in such areas. This data is also
captured in the calculation of xPV2 values (Ref 3, Sects 5.2 and
5.2.1.2).
It is therefore clear that higher fatality and injury frequencies in
deprived areas are already captured within the ranking parameters for
prioritising investment decisions. The inclusion of a separate parameter
explicitly covering level of deprivation could be seen as double
counting. This could, in turn, be seen as official bias against the safety
of more affluent communities.
If the xPV2 values are believed not to adequately address the issue,
then the technically best way would be to modify the equation for the
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accident modification factor (Mac) so that it has a higher weighting in
the calculation of xPV2. This is a significantly more equitable means of
addressing the issue since it specifically addresses high accident rate
areas irrespective of their socio-economic ranking.
These arguments highlight the critical need to provide the details on
the origin of the prioritisation methodology within the Manual (see
above). If the origin is within national governments or respected
industry or professional sources, then the argument is so much
stronger and can be defended.
Justification is clearly required for the inclusion of socio-economic
status as one of the prioritisation parameters.
Recommendation
A detailed justification for inclusion of a level of deprivation parameter
in the process of prioritising investment decisions on pedestrian
crossings should be included in the Pedestrian Crossings Manual.
10

Implementation and operation
Public Notification
The Manual highlights the need to “publish notice” of any intent for new
or modified pedestrian crossings in “accordance” with section 23(2) of
the Road Traffic Regulation Act 1984 (Ref 3, Sect 5.6). Section 23(2) of
the Road Traffic Regulation Act 1984 simply states that “a local traffic
authority” ... “shall give public notice of that proposal”.
As a manual for the Council it would be better if the Manual included
how this notice is to be prepared (content, approval, etc) and where
and when it is to be published.
Recommendation
The Pedestrian Crossing Manual should include appropriate details on
the content and approval of required public notices related to proposals
for new, modified, or decommissioned pedestrian crossings. The
Manual should also include details of where Public Notices are to be
published or displayed and the timescales for such activities.
Ward Members
The Manual uses the term “Ward members” (Ref 3, Sect 5.6, 2nd
Para). I have never heard this term before. It comes across as a
colloquialism used internally by council staff. I assume the term is
meant to refer to the elected Councillors for the relevant council wards.
This is not at all clear.
Recommendation
The term “Ward member” (Ref 3, Sect 5.6, 2nd Para) should be
replaced with the official recognised job title for the post being referred
to.
Post Installation Audit
The Manual includes for the requirement of a “stage 3 safety audit” to
be completed after the installation of new controlled crossings (Ref 3,
Sect 5.6, 3rd Para). No explicit reference or citation is provided for the
“stage 3 safety audit”. Earlier in the document reference is made to
Aberdeenshire’s Road Safety Audit Policy. Presumably, stage 3 safety
audits are detailed in this policy. Explicit reference would provide
clarity.
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Recommendation
To provide clarity, and for the avoidance of doubt, a full reference or
citation should be provided for the stage 3 safety audit required after
installation of new controlled crossings.
11

Typos
There are a small number of typographical errors in the draft Manual
(Ref 3). The following are identified to help the document editors. I also
include some suggestions for wording changes. I believe these will
assist in the reading and understanding of the relevant passages.
Section 2.1, 1st paragraph
“They should be located as close as possible to desire lines and should
be as direct as possible.” Suggest you replace desire lines with
pedestrian desire lines (adds clarity to term).
Page 15, second paragraph
Unintended space before the first word, Toucan
Page 17, fourth paragraph
“The vehicle count should record all vehicles travelling through (in any
direction) the site of the propose crossing”. Change propose to
proposed.
Top of page 19;
“It shall be appropriate to consider providing a zebra crossing (or
parallel crossing if linking cycle facilities) where the all following apply:”
Replace the all with all the.
Page 19, Table 6.1
Multiple Table 6.1 on table header.
Bottom of page 22
“At appropriate locations, an all-green pedestrian phase to be
considered to allow diagonal crossing.” Replace to be with should be or
shall be (Better technical English when specifying a requirement).
Section 5.6, 1st paragraph
“Prior to establishing (or altering or removing) a standalone controlled
crossing, the traffic authority must consult Police Scotland and publish
notice of the proposal in accordance with sub-section 23(2) of the
RTRA.” Replace consult Police Scotland with consult with Police
Scotland (less colloquial).

12
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Policy: Street Trading and Occupation of the Road
Udny Community Council
1

In reference to the ‘Street Trading and Occupation of the Road’ we
have no comment to make, indicating agreement with the policy as
presented.

Individual
1

I have just completed your survey which was a bit of a farce; I would
be interested to know just how much credence you actually give it.
I live in Huntly where there are constantly problems with vehicles
being parked in narrow streets for extraordinary periods of time and
make it so difficult for householders to access and depart their own
properties.
We have a mobile bank (RBS) visit Huntly regularly and it is always
sited at the Market Muir which is a nightmare for pedestrians, many of
whom are quite infirm and nervous of traffic. The mobile bank ought
to be sited in a more customer-friendly position in the centre of town,
in the Square, which is after all a natural meeting place.
If and when the Bank of Scotland is replaced by a yet another mobile
service, then it ought to be sited in the Square, in the centre of town
where there is a much higher degree of safety for pedestrians.
Besides, the banking service ought to be for the convenience of the
bank customers and not merely for the convenience of the banks,
which ought to come to some arrangement (Yes, money may have to
be spent by either of the agencies!) with the local council over
permits. At present, due to the terrain and volume of traffic, the
Market Muir is simply a disaster waiting to happen.
I certainly would not advise any elderly person to conduct their
personal banking there; it’s an utter insult to the community.
We have a number of vendors come into the town, mainly fish
vendors, who serve the community very effectively and are extremely
popular to the point that 30 minute waiting time is not sufficient. These
sellers are vitally important to the town, bringing in fresh fish every
week; they ought to be allowed more time to sell their food,
particularly during Covid when there are restrictions in place and the
vendors have to put more hygiene systems in place in order to trade
effectively.
We have one Pedestrian crossing in Huntly, on Gordon Street. The
paintwork on the street is now barely visible.. Surely the onus is on
Aberdeenshire Council to maintain this much used crossing. This is
another accident waiting to happen, especially when we have
motorists travelling at speeds at 30mph and in excess of that. 20 is
Plenty, thank you!
I hope that someone in the dusty recesses of Aberdeenshire Council
will actually read this and acknowledge my email. I have lived in
Huntly since 2002 and I am a member of Huntly Community Council,
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though I am writing to you as a private individual in the vain hope that
someone, somewhere is listening!

