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This updated version of the Speed Management 
Strategy for Norfolk retains the current 
approach to setting local speed limits which  
has been in place since 2001.

The County Council has a proven 
and successful track record, in 
partnership with other agencies, of 
reducing the severity and number 
of people hurt on roads in Norfolk, 
and in supporting and responding to 
communities that are worried about 
road safety. We receive generally good 
feedback from road users on the speed 
limits in Norfolk, but many communities 
are concerned about the effects of 
speeding traffic on their safety and quality of 
life, especially for the more vulnerable groups 
including school children and older people.   

Work to consider the options for additional 
measures which would help target further 
casualty reduction in Norfolk, whilst giving 
good value for money within available 
resources, has started, following the new 
guidance issued by Government in  
January 2013.

Foreword

The guidance invites traffic authorities to 
consider the introduction of more 20mph 
limits and zones to achieve a better balance 

between road safety, accessibility and 
environmental objectives, especially in 
rural communities.  Elected members 
have agreed that the County Council 
should aspire to part-time, 20mph 
speed limits outside each school in 
Norfolk, although that aspiration 
is very dependent on the levels of 
funding available from Government.  

Officers have also been asked to 
investigate potential pilot areas for 

rural zonal 40mph speed limits, and it 
is to be hoped that these will in future be able 
to make our County even more welcoming for 
residents and visitors to explore by walking 
and cycling as well as using their cars. You can 
read about these new limits, and lend your 
own views on them, by visiting the strategy 
document on-line.

I am confident that 
the updated Strategy 
retains the right 
degree of flexibility 
which allows us to 
look at the best local 
solutions to our 
speed-related issues, 
and get the best out of our resources and those 
of our key partners. I am grateful to the Chief 
Constable of Norfolk Constabulary and Norwich 
City Council for their assistance with the 
development of the Strategy.

David Harrison
Cabinet Member for Environment, Transport, 
Development and Waste 

March 2014
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Introduction

Norfolk County Council as local traffic 
authority is responsible for setting 
speed limits on local roads. The Norfolk 
road network needs to support a 
local transport system that promotes 
economic growth, is safe for all road 
users and improves the quality of life in 
our communities. 

Our approach to dealing with these issues is set out in the Norfolk Speed 
Management Strategy which aims to address the following matters: 

•  Road Safety

•  Economic Considerations

•  The Environment

•  Links to other strategies

•  Policy 

•  Setting speed limits on Principal and 
Main Distributor Roads

•  Speed limits on HGV and other 
Access Routes 

•  Speed limits in town and city centres

•  New roads in Residential Developments

•  Assessments of speed limit proposals

•  Speed management measures

•  40mph Rural Zonal speed limits

•  Speed limit warning signs

•  Gateway schemes

•  Speed Reactive signs

•  The ‘Self-explaining Road’ (SER)

•  Speed Limits

•  On-street Parking

•  Pinch points and chicanes

•  Colour surfacing

•  Ramps, humps and cushions

•  20mph Zones

•  Education, Training and Publicity

•  Speed Enforcement

Speed management issues
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Road Safety

The relationship between speed and road 
casualties is complex, but there is overwhelming 
evidence that lower speeds result in fewer 
collisions and less severe injuries.

Speed management has contributed to a 
considerable reduction of road collisions in 
Norfolk with a reduction in killed and seriously 
injured (KSI) from 862 to 353 over the period 
2000 to 2010. This represents a 59% reduction 
over that 10 year period. Whilst national targets 
for road safety were withdrawn in 2011, the 
Council chose to retain a strong focus on 
casualty reduction and adopted the following 
Key Performance Indicators in the Service Plan:

Aims: Reduce the number and severity of road 
traffic casualties on roads in Norfolk. Increase 
public confidence that journeys by foot, cycle or 
vehicular means will be safe.

Targets – By December 2020 to: 
1) Reduce the number of killed 

or seriously injured on Norfolk 
roads to 310 or fewer

2) Reduce the number of 
motorcyclists killed or 
seriously injured on Norfolk 
roads to 74 or fewer

3) Reduce the number of 
children killed or seriously 
injured on Norfolk roads to 22 
or fewer

In addition Norfolk Constabulary have targets 
which relate to the numbers of collisions on the 
roads which result in KSI casualties.

The new guidelines from the Department 
for Transport (DfT) on “Setting local Speed 
Limits” (Circular 01/2013) reinforces our own 
approach to date, with a new emphasis given 
to consideration of the full range of options to 
enhance the environment and quality of life.

Speed limits form one distinct element of speed 
management. They should be considered 
alongside other speed management measures 
including engineering, enforcement and 

education. Roads in residential areas and 
urban centres need to be designed for all road 
users and raise the driver’s awareness of their 
environment. 

Traffic speed interacts strongly with the local 
environment and the public perception of 
road safety. With the correct environment, 
sustainable forms of transport such as walking 
and cycling are encouraged.
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Economic Considerations

Efficient transport systems are essential to the 
economy and vibrancy of Norfolk. Road traffic 
is essential to move people and goods for 
business, pleasure and work,. The economic 
health of the county relies on the reliability and 
effectiveness of the road network, and correct 
speed management helps to address this.

Traffic collisions and injuries are expensive to 
the county, not only in monetary terms but in 
human suffering  and social impacts.  Following 
the publication of the Strategic Framework 
for Road Safety (DfT, February 2011), local 
highway authorities can report on the cost of 
road casualties and this will be included in the 
new Highway Network Annual Operational 
Performance Report. 

At present when resources for road 
improvements are limited, the value of 
proposed improvements must be assessed. 
However many of the benefits of speed 
management such as environmental, 
community and quality of life impact do not 
have monetary values, but still need to be 
considered.

Effective speed management is part of creating 
a safe road environment and helps ensure the 
road is suited to the functions it supports.

Evidence suggests that when traffic is travelling 
at constant speeds, even at a lower level, it 
may result in shorter and more reliable overall 
journey times, and that journey time savings 
from higher speed are often overestimated. 

The Environment

Effective speed management can enhance an 
area. Residential areas can be more accessible 
to the vulnerable road user and more suited to 
walking and cycling. Town centres can thrive 
with speed managed to reduce the priority of 
motorised vehicles and help pedestrians feel 
comfortable and safer.

The emissions of both carbon dioxide and 
nitrogen oxide increase with the speed of traffic 
along with noise and vibration. At lower speeds, 
drivers are less likely to vigorously accelerate 
and if vehicles are more constant in their speed, 
pollutants such as particulates are lowered. 
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The Norfolk speed management strategy

This strategy has been developed taking the 
following County Council policies and strategies 
into consideration:

•	 The Local Transport Plan (LTP3)
•	 Transport Asset Management Plan 

(TAMP)
•	 Operational Network Management 

Plan (ONMP)
•	 The Highway Corridor
•	 The Norfolk 

Residential Design 
Guide.

The strategy remains a ‘living 
document’ and this updated 
version takes account of the 
new guidance issued by the 
DfT in Circular 01/2013, as 
well as changes in technology 
and society over the period 
since the last review. This 
period has seen significant 
progress in reducing road 
casualties on Norfolk roads, 

Norfolk County Council

Slow
down
in ourvillage

An initiative supported by

Caring about rural speeds

as well as changes in way national and local 
government, the police, and other stakeholders 
are now engaging with each other and the 
wider community to continue this progress.

This strategy therefore must be able to 
support an on-going delivery of actions by 
a range of stakeholders, based on a shared 
approach to the provision of: 

•	Speed limits –  
see Setting Local Speed 
Limits
•	Measures to reduce speed 
–  
see Speed Management 
Measures
•	Education and publicity
•	Speed Enforcement
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This strategy offers a framework for the setting 
of local speed limits and deciding how and 
under what circumstances action should be 
taken to reduce speeds. Some aspects of roads 
policy which are of particular relevance to the 
setting of local speed limits include:

•	 Road Types – rural/urban, built-up/ non 
built-up

•	 Route Hierarchy – A-roads, B-roads, C- 
and U-roads

•	 Function (uses) – Movement, Access and 
Place, or mixed uses

•	 Standard – improved/unimproved
•	 Environment – schools, shops, 

vulnerable road users, etc
•	 Collision and Casualty History – 

numbers, rates and densities of KSI 
casualties 

•	 Compliance – existing mean and 85th 
percentile speeds

Going forward the assessments of any new 
speed limits will be able to make use of the new 
Speed Limit Appraisal Tool to help us to assess 
the full costs and benefits of any proposed 
schemes. See Action and Intervention levels 
for more information. 

In association with the police, Norfolk County 
Council remains committed to keeping speed 
management and speed limits under review in 
order to:

•	 Maintain good levels of understanding, 
acceptance and compliance with speed 
restrictions in Norfolk

•	 Develop route management strategies 
which meet the needs of road users, 
and improve quality of life for local 
communities

•	 Encourage self-compliance, with speed 
limits seen by drivers as the maximum 
rather than a target speed

•	 Improve road safety

Over time, there is also an aim to provide a 
consistent message between the speed limit 
and what the road looks like.

Whilst it is believed that this strategy goes a long way to achieving this aim, improvement is always possible and your views in respect of this strategy are always most welcome.
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Setting local speed limits

Introduction

The framework for setting local speed 
limits in Norfolk is set out below. This 
framework has been used to set speed 
limits depending on the road purpose 
and environment, in accordance with the 
Norfolk Speed Management Strategy. 
Targeted action is taken through 
publicity, enforcement and engineering/ 
environmental measures, to achieve 
improved levels of compliance, reduce 
collisions and casualties, and also to 
respond to public concerns about speed 
issues.

Principal Roads and  
Main Distributor Routes

These are typically the A and B roads in 
Norfolk which carry traffic between the larger 
settlements, or are major urban network links 
for short – medium distance traffic. Some C 
roads are also included in these categories as 
described in the Transport Asset Management 
Plan (TAMP)

Not passing through settlements

Drivers on routes that link larger settlements 
will expect to be able to make progress at 
reasonable speeds within the national speed 
limits. Restrictions on speed should therefore 
be considered carefully, with the economic 
and environmental effects taken into account. 
In some circumstances a reduction from the 
national limit would be appropriate such as 
where the collision rate is above the average 
for the type of road and specific measures to 
address the problems cannot be identified. Such 
limits should be set at a level appropriate to 
the geometric standard of the road and so that 
the need for it is self-evident to motorists, or 
signing is used indicating that it is for accident 
reduction purposes.

Passing through settlements

The risk of collision increases within settlements 
and the selected speed limit should be 
appropriate to the potential dangers. Likely 
areas of concern within settlements will include 
junctions, private accesses, local facilities (shops, 
post office, schools, PHs, etc.), pedestrian 
activity (crossing the road, walking on footways, 
walking on the carriageways). In general, as 
the size of the settlement increases so too do 
the numbers of potential hazards.  The need 
for a lower speed limit is therefore self-evident  
and reducing speed accordingly is accepted by 
motorists. 

Moving traffic, particular at higher speeds, gives 
rise to severance and affects the quality of life 
in communities. A balance has to be struck 
between the needs of the community and the 
needs of motorists, particularly where roads are 
the main traffic routes in the County. 

In order not to confront drivers with too many 
changes in speed limits it is suggested that 
they should be of at least 800m in length, with 
reductions to 400m as buffer zones or if the 
settlement is too small and provided the exit 
terminal signs are not visible at the entry point.
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Suggested criteria for speed limits on Principal and Main Distributor Roads
In deciding upon a speed limit the issues to be considered should include the following:

National Speed Limit Roads (60mph)
• no facilities - shops, schools etc.
• only limited frontage development
• individual houses/small group(s) not 

exceeding 400m overall length 
• roads of suitable standard

50mph Speed Limit
• few facilities - shops, filling station, PH, etc.
• almost entirely frontage development 

exceeding 400m overall length
• few junctions
• limited pedestrian/cycle activity
• limited reasons to cross the road
• roads of suitable standard for 50mph, 

particularly forward visibility

40 mph Speed Limit
• settlement has shop(s), school(s), PH, filling 

station etc.
• significant development on both sides of 

road, but not necessarily continuous, with 
some development in depth, overall frontage 
exceeds 400m in length

• junctions
• some pedestrian/cycle activity throughout 

the day with possible peaks associated with 
schools etc.

• some provision for pedestrians/cyclists or 
acknowledged need and possible warning 
signs

• lengths of road that more closely fit the 
conditions for a 50 mph limit but where the 
standard of road/forward visibility is more 
appropriate to 40 mph

30 mph Speed Limit
• settlement has a clearly defined core - town 

centre shopping area, village green,etc.
• numerous facilities generating pedestrian/

cycle activity - schools, shops, PH, play areas, 
etc.

• almost continuous frontage development 
exceeding 400m in length

• significant development in depth
• numerous junctions
• significant pedestrian activity throughout 

the day with provision of footways and or 
crossings

• refer to the Norfolk Residential Design Guide 
(7.0 Design Details) for application

20 mph Speed Limit
• these limits would be appropriate in areas of 

high concentrations of vulnerable road users, 
such as in busy shopping areas or some village 
centres and residential areas

• the Norfolk Residential Design Guide sets out 
the approach which aims at 20mph for Feeder 
and Access Roads. These design speeds should 
be an integral part of housing estate layouts 
(see below and Chapter 7 of the Design Guide 
for more details)

Part-time 20 mph Speed Limits -  
Outside Schools
• consideration should be given to imposing 

20mph restrictions at periods of high activity 
to avoid motorists being unnecessarily 
restricted.

• mandatory part-time limits can be 
implemented with timed variable message 
signs. This makes such schemes expensive 
compared to advisory part-time 20 mph limits 
which can use static signing

• such advisory speed limits would be 
appropriate in school zone areas in 
conjunction with other measures to support 
safety for school journeys. 
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HGV Access Routes, Access Routes

Not passing through settlements
While the speed limit on these routes should 
normally be the national speed limit (60mph), 
there may be circumstances where a lower 
limit would be appropriate such as where the 
collision rate is above the average for the type 
of road and no specific measures to address the 
problems can be identified or where special 
policies apply (e.g. Norfolk Coast Transport 
Strategy). Where such a lower limit is introduced 
the limit should be appropriate to the 
geometric standard of the road so that the need 
for it is self evident to motorists, or signing is 
used to explain that it is for accident reduction 
purposes.

Passing through settlements
The issues here are similar to those for 
settlements on the Principal Roads and Main 
Distributor Routes network. However, in most 
cases the traffic flows are much lower and it is 
possible to give more priority to protecting local 
communities. The norm should be that these 
settlements are covered by a 30 mph limit; with 
the possibility of 20 mph limits in the immediate 
vicinity of schools or areas with concentrations 
of vulnerable road users.

Town/City centre roads
The aim of any traffic management system in a 
town centre should be ensure that pedestrians 
can move about with relative ease and safety 
and hence facilitate a vibrant town centre. In 
this context a Town Centre refers to street(s) 
which contain a predominance of commercial/
retail premises with significant numbers of 
vulnerable road users. Measures must not 
be detrimental to the visual environment 
and where possible should make a positive 
contribution to it. It is suggested that the 
existing national standard of 30 mph should be 
the norm with provision of sufficient pedestrian 
crossing facilities. 20 mph zones may also be 
considered for implementation in Town Centres. 
This means that Town Centres containing a Main 
Distributor or Access Road would be restricted 
by the 20 mph zone if one was present.

New Roads in Residential Areas
Current County Council guidance to potential 
developers (in the Norfolk Residential Design 
Guide) recommends that residential roads 
other than residential link roads within large 
developments be designed to 20 mph or lower 
speeds.

Existing Roads in Residential Areas

•	Spine Roads in Residential Areas
These should be restricted to 30 mph, with a 
20 mph limit considered outside schools or 
shopping parades and pedestrian crossings to 
local facilities or on routes to schools to address 
specific hazards.

•	Cul-de-sacs in Residential Areas
The Norfolk Residential Design Guide suggests 
that such roads be designed to 12 mph though 
since no Traffic Order can be drafted to provide 
such a speed limit such roads should certainly 
be restricted to 20 mph.

•	Other Roads in Residential Areas
While these are included within the blanket 30 
mph limit covering residential areas there are 
likely to be limited safety benefits arising from 
the introduction of a 20 mph limit. However, 
such limits should be promoted as part of 
an area wide scheme to support the local 
economy, encourage sustainable local travel, 
improve the quality of life in our communities 
and contribute to wider public health outcomes.
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Action and intervention levels

2. Casualty numbers.  Are the accident 
rate and/or severity pattern higher than 
expected?. Lower standard rural routes and 
mixed use urban and village streets are 
typical areas where this may be the case.  
A lower speed limit or interventions to 
improve exiting speed limit compliance may 
be appropriate.

3. The need to increase walking and/or cycling 
and whether a lower speed limit would help 
encourage this.  Whilst likely to apply in 
urban areas and in the vicinity of schools this 
may also warrant consideration in tourism-
based or National Park areas.

The aim of all speed limits should be to 
achieve good compliance.  Where a speed 
limit is set too low and is ‘out of kilter’ with a 
drivers’ perceptions’ of a reasonable, safe speed 
compliance is likely to be poor.  If unrealistic 
low speed limits are widespread, this leads to a 
lack of respect and poor compliance with speed 
limits in general.

?

However, there will also be locations where a 
drivers’ speeds are too high for the prevailing 
local environment and further intervention is 
required to achieve good compliance with the 
existing or a lower speed limit.

In many cases the decision to introduce a 
new speed limit can be supported using the 
assessment principles above. For cases where 
the decision may be harder to evidence or may 
be subject to challenge from other stakeholders, 
the Department for Transport has issued a 
Speed Limit Appraisal Tool which can be used 
to provide a more detailed assessment.

Introduction

The basis of the Norfolk Speed 
Management Strategy is to both set 
appropriate speed limits and achieve a 
reasonable level of driver compliance 
with those limits. Each of the two aspects 
are relevant in deciding what action may 
be needed.

Potential or proposed changes to speed limits 
should be based on the following assessments:

1. What is the function of the highway corridor 
and the surrounding environment?  A 
balance needs to be struck between 
‘movement’, ‘access’ and ‘place’ functions.  
Where the former predominates, the 
economic benefits of continued progress 
at a reasonable speed are priorities and 
a higher speed limit is likely to be more 
appropriate.  Where ease of access or a sense 
of place are of greater importance, quality of 
life and social interaction may benefit from a 
lower speed limit.
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Speed management measures

Introduction

The management of speed on the 
highway falls generally into two types of 
measure. They are:
•	 Persuasion Measures - Techniques 

which seek to influence the driver’s 
perception indirectly to bring about a 
reduction in speed.

•	 Physical Measures - Techniques 
which directly influence the driver’s 
behaviour to bring about a reduction 
in speed.

The full range of speed management 
measures should be considered within the 
design of the highway and implemented 
through programmed improvements. 
In addition, some persuasion measures 
can be delivered by others, including the 
communities themselves, working under the 
supervision of the police or Council staff. 

The measures include:
Speed Limit Warning Signs
Gateway Schemes
Speed Reactive Signs
The ‘Self-Explaining’ Road (SER)
Speed Limits
On Street Parking
Pinch Points/Chicanes
Contrasting Colour Surfacing
Ramps, Humps and Cushions
20mph Zones and Limits

All signing on the highway must comply with 
the Traffic Signs Regulations and General 
Directions (TSRGD) 2002 but the dimensions 
and frequency of signs should be designed to 
suit the location.

DfT will now consider allowing trials of 40mph 
zones with reduced signing requirements. This 
could benefit sensitive areas such as national 
parks. DfT will consider issuing site specific 
authorisations in response to requests from 
local authorities. 

Zonal rural speed limits - have your say

The Department for Transport has said it welcomes 
applications for zonal rural speed limits, usually 40mph, 
as it is keen to consider the effectiveness of such zones 
in reducing speeds and signing requirements. These 
zones would usually be within national parks or Areas of 
Outstanding Natural Beauty (AONB), or on other networks 
of minor rural roads where speeds are already in line with 
the 40mph limit. Such zones would include entry treatment 
(similar to the gateway features in this section) and painted 
repeater roundels.

You can give us your views on the idea of a scheme within 
the North Norfolk Coastal AONB by clicking on the link here.

“...”
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Speed Limit Warning Signs

Where existing speed limits are ignored 
by motorists there may be some merit 
in experimenting with temporary 
‘reminder signs’ which could be erected 
in parishes if justified concerns about 
non-compliance were raised.  

Yellow rectangular backing boards are 
often used to give added emphasis, or to 
address road safety concerns. However, 
they can be very intrusive and should only 
be used as a last resort. If there are problems 
with the visibility of a sign to drivers, the first 
step is to consider if the sign is in the right 
place and is the right size. A less intrusive way 
of increasing visibility might be to use a sign 
that is one size larger, rather than adding a 
backing board, however research has shown 
that larger speed limit signs are unlikely to have 
a lasting impact on drivers if the speed limit is 
inappropriate for the road.

Unnecessary use of backing boards can also 
negate the feature of a sign that makes it stand 
out and if too many signs have yellow backing 
boards, the highlighting effect is lost. ~  The existing County Council policy 

document ‘The Highway Corridor’ 
recommends that sign proliferation 
(including speed limit signs) in rural 
areas must be minimised at all times to 
prevent urbanisation in rural areas.
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Gateway Schemes

Our experience of village gateway signing 
arrangements is that they may only have a small 
effect on vehicle speeds when used in isolation 
although it is accepted that they can reinforce 
the perception of drivers entering a different 
environment.

Where the speed limit commences at the village 
boundary, the village nameplate sign and speed 
limit roundel may be mounted together. The 
combined sign should be located at the point 
where the speed limit starts, and it may be 
helpful if drivers can see housing at the same 
time as the signs, reinforcing the visual message 
for reduced speed. 

In combination with other speed 
management measures the gateway features 
provide a useful element in toolbox of 
persuasion measures. These measures do 
give us a maintenance responsibility. As such 
they will be supported only where a Parish 
Council contribute towards funding and is 
willing to maintain them. Support is available 
via the Parish Rangers and the Council will 
maintain the speed roundels which are legal 
requirement.

This measure provides parishes with a means 
to buy-in to speed management in their 
village, and an opportunity to enhance the 
impact of persuasion effects through the 
addition of planting etc. 
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Speed Reactive Signs

In Norfolk there are currently around 500 signs 
across the county and warn of specific hazards 
such as bends or are implemented as part of a 
speed limit to provide further reinforcement.  
Advances in technology have enabled these signs 
to be more compact, brighter and efficient. They 
can be linked to vehicle detection radar to tackle 
very specific issues as part of a package of speed 
management tools.

While such signs should only be used where 
they will be effective, ie, where a reduction in 
speed can be expected, in Norfolk the signs 
perform very well and can assist in achieving 
better compliance with speed limits or to 
influence speeds at hazards such as bends and 
junctions.  The signs are also particularly useful 
in environmentally sensitive areas and can be 
self-sufficient in generating the power they need, 
thereby avoiding intrusive and costly excavation. 

Further applications have now been introduced 
in school safety zones as we now have powers to 
introduce 20 mph speed limits that apply only 
at certain times of day. These variable limits are 
particularly relevant where for example a school 
is located on a road that is not suitable for a 
full-time 20 mph zone or limit, such as a major 
through road.

Permanent speed reactive signs are seen 
as an effective measure in Norfolk, and 
we have expanded their use through 
such initiatives as the Parish Partnerships 
programme. However there is a concern 
that over-use of this measure could lead 
to diminishing effectiveness over time 
and we are keeping this under review.

Temporary speed reactive equipment 
is also deployed in Norfolk in response 
to community safety concerns. The 
SAM and SAM2 systems provide a 
temporary Speed Activated Message 
(SAM) system which can be moved 
from location to location to provide 
enhanced persuasion for drivers at 
problem sites. SAM2 is also used by 
Community Speed Watch volunteer 
groups under the direction of police. 
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The ‘Self-Explaining’ Road (SER)

Some of the physical measures described in the 
following section force the road user to reduce 
speed - but they may also reinforce the idea of 
priority for motorists.  Another approach is to re-
design the road environment in order that drivers 
are persuaded to reduce speed voluntarily.  This 
technique is called the ‘Self Explaining’ Road.  In 
essence the ‘Self Explaining’ Roads (SERs) concept 
advocates a traffic environment that elicits safe 
behaviour simply by its design.  By designing a 
road environment that accords with the actual 
speed limit drivers could be persuaded to choose 
that appropriate driving speed more or less 
automatically.

This approach to speed reduction and traffic 
management is informed by the Safe Systems 
approach to road safety, which refers to the four 
components of the System as:

•	 Road Users
•	 Vehicles
•	 Roads and roadsides
•	 Speed Limits

The Self-Explaining Road approach involves 
looking at the last two of the components in 
combination to achieve a consistent message 
between speed limit and what the road looks 
like.

The SER approach should be employed 
particularly within the villages and urban centre 
environments by influencing driver behaviour 
through ‘softer’ engineering options such as 
changing road surfacing and the removal of 
visually intrusive signs and lines. 

Such schemes are significantly cheaper than 
schemes employing ‘harder’ engineering 
measures such as ramps, speed humps, and 
tables.

Such measures are incorporated into the design 
of new housing developments where possible as 
the principle of self-enforcing driver behaviour 
as a result of an appropriately designed 
environment is an important aim of speed 
management policy. 
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Speed Limits

Speed limits will be set in accordance with the 
framework detailed in Setting Local Speed 
Limits. Speed Limits should not be used to 
attempt to solve the problem of isolated hazards, 
for example a single road junction or reduced 
forward visibility such as at a bend, since speed 
limits are difficult to enforce over such a short 
length. The full range of speed management 
measures should be considered 
before a new 
speed limit is 
introduced.

On Street Parking

When considering the need for waiting 
restrictions it is necessary to assess the potential 
impact on vehicle speeds, and managed parking 
could assist in speed reduction in streets. It is 
considered, therefore, that waiting restrictions 
should not be introduced where there is a 
likelihood that vehicle speeds would increase 
significantly or where the perceived traffic 

calming benefits would be out–weighed 
by the increase in traffic speed creating 
a consequential reduction in the overall 
safety of vulnerable road users.









































































































Speed Histogram
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Pinch Points/Chicanes

Many motorists appear to find pinch points/ 
priority working/chicanes to be confusing.  The 
pinch points often appear to look like ‘after 
thoughts’ to the design process.  

Contrasting Colour Surfacing

In view of the very high environmental impact of 
this measure and subsequent maintenance costs 
it is considered that coloured surface treatment 
should not generally be used for traffic schemes 
except when:
•   other accident remedial measures have been 

considered or tried or been unsuccessful; 
•   used as part of a larger more comprehensive 

traffic management scheme;
•   on restricted sections of traffic 

lanes which require stronger visual 
designation/

•   separation for specific purposes i.e. 
cycle lanes, advance stop areas or 
bus lanes; 
or

•   in significant vehicle/vehicle conflict zones at 
junctions.

If, after further consideration and deliberation, 
a colour is considered necessary, for example 
to emphasise School Zones, Village Zones (as 
in the Self-Explaining Road) then only coloured 
aggregate will be considered.

Coloured surface screeds will not be considered 
acceptable due to their poor performance, high 
initial cost and poor maintenance record. In 
environmentally sensitive areas consideration 
must be given to their visual impact and the use 
of other materials may be permitted to achieve 
the change of colour.

They are prone 
to vandalism 
and if not well 
maintained 
can look untidy.  
For these reasons it is considered that, 
in general, these measures should be avoided.  
Where they are necessary, however, they should 
be designed to complement the streetscape or 
surroundings in which they will be placed by the 
use of appropriate materials which are robust 
and generally vandal resistant.
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Ramps, Humps and Cushions

Because of their physical presence on the 
highway these measures have proved very 
successful in reducing vehicle speeds and 
accidents for vulnerable road users.  There are, 
however, a number of significant disbenefits that 
include:

•	 increased maintenance costs;
•	 possible increase in vehicular noise 

particularly HGVs
•	 can lead to an increase emissions if 

drivers use inappropriate gears
•	 can be uncomfortable to bus passengers
•	 ‘urbanising’ effect on villages

Whilst it is accepted that the above disbenefits 
will not affect all residential roads it is considered 
that the general presumption will be that these 
physical measures should not be used unless 
all other options and measures have been 
considered and are believed to be inappropriate.

•	 On bus routes cushions should be 
used, except as indicated above, where 
pedestrians and cyclists to be given 
priority over other modes.

•	 In all other locations where road humps 
are considered appropriate they should 
be of a round top profile with tapered 
edges.  When considering construction of 
the above, the hierarchy of construction 
materials is as shown in the Highway 
Corridor document.

If such measures are considered appropriate then 
the type chosen will depend largely on the needs 
of vulnerable road users and the type of traffic 
using the road in question.  For example:

•	 Flat top road humps should only be 
used at locations where there are 
concentrations of vulnerable road 
users needing to cross the road.  The 
road hump should provide a flush 
crossing thus offering benefits to the 
disabled.  These will be at crossing 
points highlighted by residents or at 
intersections with Strategic Walking/
Cycling Networks.
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20mph Zones and Limits

Successful 20mph zones and 20 mph speed 
limits are generally self-enforcing, i.e. the 
existing conditions of the road together with 
measures such as traffic calming or signing, 
publicity and information as part of the scheme, 
lead to a mean traffic speed compliant with the 
speed limit. To achieve compliance there should 
be no expectation on the police to provide 
additional enforcement beyond their routine 
activity.

It is important to consider the full range of 
options and their benefits, both road safety and 
wider community and environmental benefits 
and costs, before making a decision as to the 
most appropriate method of introducing a 
20mph scheme to meet the local objectives and 
the road conditions.

20mph zones are predominantly used in urban 
areas, both town centres and residential areas, 
and in the vicinity of schools. They should also 
be used around shops, markets, playgrounds 
and other areas with high pedestrian or cyclist 
traffic, though they should not include roads 
where motor vehicle movement is the primary 
function.

Under the new guidance 
in Circular 01/2013, we 
can now place any of the 
following measures to 
support 20mph speeds:

•	 Repeater speed sign
•	 A speed roundel 

road marking 
•	 Or a combination of 

both these signs
•	 Traffic calming features

Only where speeds are already constrained 
to near the limit do we consider placing 
the speed limit sign or roundel marking, 
in addition to physical features within a 
zone. The vast majority of traffic calming 
measures in use are speed humps, tables, 
cushions or rumble devices (so called 
vertical deflections). We will keep the 
use of all measures under review as road 
user behaviour and speed management 
outcomes develop over time.
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Speed enforcement

Speed limit and traffic light enforcement cameras 
are an effective method of encouraging better 
compliance with speed limits their use in Norfolk 
is detailed in Speed Enforcement.

The County Council is very supportive of camera 
enforcement at the appropriate locations and 
works closely with the police under a Safety 
Camera Partnership (SCP). An aim of the SCP 
is to offer educational courses as an alternative 
to prosecution for some speeding offences, and 
these courses generally receive positive feedback 
from those attending.  

Education, training and publicity

A Strategy for the delivery of education and 
training to key target groups in Norfolk, and the 
deployment of campaigns, is described under 
Education, Training and Publicity.

21



Education, training and publicity

Introduction

Norfolk County Council’s Casualty 
Reduction Section delivers Road Safety 
Education and Training in school and 
community settings. There are 4 Road 
Safety Officers, around 20 Road Safety 
Assistants and countless volunteer 
instructors, all of whom deliver the 
highest quality schemes 
throughout the year. 

All of these schemes are free at the point of 
delivery and provide an essential introduction 
to safe road use; an introduction that will 
serve to establish patterns of positive 
behaviour. These educational sessions make 
reference to the speed of vehicles, in the 
context of pedestrian or cycle use and the need 
to wear seat belts as passengers. During Year 11 
the next generation of drivers take part in an 
interactive discussion covering the choices and 
behaviours made by drivers and passengers, 
again reference is made to the thinking behind 
choices of speed when driving or rising a 
vehicle. 

For more details of the Road Safety schemes 
delivered by the team, please have a look at the 
team’s web pages, at 
http://www.norfolk.gov.uk/Travel_and_
transport/Road_safety/Road_safety_
education/index.htm

For the road users of Norfolk who hold full 
licences in any category there is a wide range 
of courses available to enhance safety and 
economy whilst reducing emissions; these are 
delivered by the Driver & Rider Development 
Team, part of the Casualty Reduction Section of 
Norfolk County Council. The team comprises of 
7 full time staff, over 20 sessionally employed 
DSA Fleet Trained Approved Driving Instructors 
(ADI’s) and 4 Registered Motorcycle Instructors. 

The Instructors have been carefully selected and 
trained to deliver a variety of schemes; many of 
them have their own specialities and the team 
as a whole has a wealth of qualifications and 
experience. Norfolk County Council invests time 
and resources in training the Instructors, this 
helps us to maintain a motivated, skilled and 
focused team who deliver to a consistently high 
standard. 

One intervention delivered by the team on 
behalf of Norfolk Constabulary is the National 
Speed Awareness Course. This four hour 
course covers a range of subjects from speed 
management to hazard perception to driving 
more fuel efficiently and is offered as an 
alternative to prosecution. All of the courses 
delivered by the team will feature speed 
management, both in the context of speed 
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limits and management of hazards. For 
more details of the Road Safety schemes 
delivered by the team, please have a 
look at the team’s web pages, at 
http://www.norfolk.gov.uk/Travel_
and_transport/Road_safety/Driver_
and_Rider_Development/index.htm

Casualty Reduction Publicity is managed 
by the Road Casualty Reduction Group, our 
very successful partnership organisation. 
Think! Norfolk is the brand name used by the 
partnership of agencies committed to reducing 
the number and severity of casualties on 
Norfolk’s roads. 

The title makes a deliberate connection with the 
Government’s own Think! advertising, with the 
inclusion of Norfolk because it is in our County 
that we focus our work. The partnership is made 
up of representatives from Norfolk Fire and 
Rescue Service, Norfolk Constabulary, East of 
England Ambulance Service NHS Trust, Safety 
Camera Partnership, Highways Agency and 
Norfolk County Council.

The collective work of the partners provides the 
following:

•	 Re-engineering the roads and 
pavements to improve safety.

•	 Publicity campaigns to change the 
attitudes that lead to risk taking 
behaviour on the roads. 

•	 Education and advice on how to reduce 
road risk 

•	 Training to improve the skills of road 
users. 

•	 Targeted enforcement. 
•	 Effective emergency response to road 

traffic collisions

Our research shows that key road users for 
casualty reduction are motorcyclists, older 
drivers, younger drivers and vulnerable road 
users. Much of the work of Think! Norfolk is 
therefore aimed at these three groups, but 
without losing sight of the fact that tomorrows 
drivers are today’s children. If you would like to 
know more about the working arrangements 
of the partnership please see the web site at 
http://www.think.norfolk.gov.uk/
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Speed enforcement 

Introduction

Norfolk Constabulary supports the principles 
outlined in the Norfolk Speed Management 
Strategy as part of the Police’s approach to 
collision and casualty reduction. Many studies 
have indicated speed is a factor in up to 1/3rd 
of injury collisions. The findings have many 
similarities but their interpretation and any 
proposals vary. 

Whilst there is no single solution and no 
simple solution we need to, as far as possible, 
avoid complexities. Speed enforcement 
depends upon continued development of 
effective partnerships with the County Council, 
Magistrate’s courts, schools and other partners. 
This approach must ensure that all avenues for 
speed compliance are fully exploited and that 
there is not a sole reliance on sanctions.

What is excess speed?
Police approach
Targeting
Speed Detection
Speeding Complaints
Child Casualties
National Speed Awareness Course

What is excess speed?

‘Speeding’ is not just exceeding a speed limit, 
but more commonly inappropriate speed. That 
is riding/driving within a legal limit but too fast 
for the prevailing conditions and circumstances, 
for example not allowing for the volume of 
traffic on the roads or adverse road and weather 
conditions. Collisions involving excessive or 
inappropriate speed can often be attributed to 
a poor standard of driving.
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Police approach

Our prime commitment is towards casualty 
reduction. Our strategy is focused upon:
• specific Cluster Sites (where focus is upon 

manoeuvres and time/day)
• Core Routes (which change quarterly and are 

generally the main roads)
• Target Routes (small sections of road identified 

as a short-term site of interest).

Our approach is not to maximize the number 
of offenders we catch but to target collision 
locations with a balance of advice and 
education and as a final measure, enforcement. 
The level at which a prosecution will be initiated 
is dependent on the circumstances at the time. 
The Police Officer dealing with the offence 
will use his/her discretion and judgement 
and the Constabulary’s Speed Enforcement 
Guidelines as to the most appropriate course of 
action.
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Targeting

The number of drivers/riders prosecuted is, in 
itself, meaningless. We must all be satisfied that 
we are dealing with speeding where it really 
matters: where lives are being saved. There is 
a need to gather management information on 
collisions, identify hotspots, and target speed 
reduction resources accordingly. In other words, 
it is quality, not quantity that counts.

Targeting means making sure 
that enforcement action is 
directed primarily on those 
whose behaviour gives rise to 
the most serious risks, often 
at identifiable locations or 
identifiable circumstances. Like 
all other speed management 
measures enforcement action must 
be focused and prioritised.

Speed Detection

Prosecution of drivers for speeding is no 
longer solely reliant upon Road Policing 
officers providing the evidence. The boom in 
technology has now not only enabled easier 
detection of speeding offences, but also the 
remote detection of them. Camera enforcement 
is simple, but expensive. Officers have a 
plethora of equipment at their disposal, hand-
held laser radar guns, vascar and other mobile 

detection devices, including mobile cameras.

Speeding is one of the main ‘Fatal Four’ 
contributory factors in Killed or Serious Injury 
Collisions (KSIs). The other 3 are not wearing 
a seatbelt, driving and using a mobile 

phone and drink/drug driving. Norfolk 
Constabulary uses various methods 

of speed enforcement; all have the 
simple aim of slowing vehicles 
down and therefore reducing the 
level of injuries in the event of a 
collision.

There are a number of fixed 
and mobile sites where safety 

cameras are used. All of the fixed 
sites and the vast majority of the 
mobile sites are locations where there 

is a history of KSIs. The remainder of the mobile 
sites are locations that have been identified in 
response to speeding complaints and safety 
concerns from concerned communities.

Police officers from Safer Neighbourhood 
teams and Roads Policing also visit complaint 
sites with hand-held speed detection devices. 
This provides an opportunity to engage with 
motorists, to discuss road safety issues and 
voice the concerns of communities. Roads 
Policing officers are also tasked daily to visit 
locations that have had recent or current KSI 
collisions to present high visibility reassurance 
and to conduct fatal four enforcement, 
including speed (the others are drink driving, 
seat belt and mobile phone use).

An important direction for Norfolk Constabulary, 
working closely with Norfolk County Council, 
is the diversion from prosecution for driving 
offences to an educational course as an 

alternative to issuing a fixed-
penalty notice. The Driver 

Improvement Scheme is 
run by NCC and covers 
a variety of offences, 
including speeding. 
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Speeding Complaints

The police will focus their visits on sites with a 
casualty history. When we receive a complaint 
in relation to excess speed at a particular 
location, it will be acknowledged and fully 
investigated. The accident database for the 
site and surrounding area will be searched 
and further information gleaned by the use of 
data gathering equipment and/or site visits. 
Depending upon this analysis then officers 
may conduct speed checks. In all cases the 
complainant will be kept informed of our 
activities and findings.

Child Casualties

Studies of the conflicts between children 
and moving motor vehicles have shown 
inappropriate speed and social deprivation 
as particular features. We will support child 
education initiatives, particularly those within 
schools. We will support road engineering 
schemes and 20mph limits near to schools 
although we acknowledge that only 
approximately 20% of child casualties occur on 
the journey to or from school.

National Speed Awareness Course

This is a four hour course delivered by The 
Driver and Rider Development Team of 
Norfolk County Council. This course covers a 
range of subjects from speed management 
to hazard perception to driving more fuel 
efficiently. Drivers/riders are referred as a 
diversion from 
attending court 
under certain 
circumstances. 
Attendance on the 
course benefits 
in many ways 
including an 
opportunity to 
educate drivers/
riders on road safety 
issues.

Conclusion

Norfolk Constabulary is committed to work 
in partnership with the County Council and 
all partners towards reducing casualties on 
our roads. We fully support the use of traffic 
management techniques and calming measures 
to reduce vehicle speeds. 
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