Dear CCs
 
As you may be aware there is a 50mph trial ongoing across 4 routes in the Borders with a history of injuries - A6088, A7, A708 and B6357.
 
Initially the trial was particularly interested in motorcycle injuries and what has become apparent during the trial is an overall reduction in all road user injuries.  Edinburgh Napier University’s Transport Research Institute has carried out an independent academic evaluation and have recommended that the trial is extended by a further 18 months to gather more data. Police Scotland, Transport Scotland and SBC are in agreement and the trial will be extended until Spring 2028.
 
Please find attached the report from Napier and of particular interest may be the tables on pages 27 to 31.
 
The updated FAQs will be available publicly on the Council website from Monday, I have attached these for your information and they should answer most questions.  If you have any further queries please do reply to us at the road safety inbox.

Many thanks
Philippa
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1 Executive Summary 


There are two main categories of outcomes for which evaluations have been 


undertaken. These are firstly from speed analysis at 10 Intervention and four Control 


sites. More critically, the key question to answer is whether collisions and collision 


severity outcomes have changed in number and so Police crash data is analysed. 


 


Speed evaluation 


For all classes of road user, in general, there were slight increase in the mean speed 


when comparing the before and after data. There is, however, no significant difference 


in the average of both the mean speed and the 85th percentile speed at the Intervention 


Sites across the three waves of Surveys. The 85th percentile for the Intervention Sites 


ranged from 41.5mph to 61.9mph. 


Analysis based on time of day for “before” and “after” mean speed at Intervention sites 


also found no such variation in the average speeds. 


Mean speed across the 10 Intervention sites remained largely stable with small 


increases at four sites and small decreases at 6 sites. 


For Control sites (third wave only) the mean speed ranged from 33mph to 53.8mph 


while the 85th percentile speed ranged from 39mph to 61.4mph. In comparison to 


Intervention sites, the minimum mean speed was 35mph and the maximum 54.7mph.  


Further speed measurements are required to assess whether motorcycle speed has 


changed across non-Intervention sites and from this to postulate whether speeds on 


existing 60mph speed limit roads across the SBC area have remained largely constant 


or changed. 


 


Casualty severity evaluation at Intervention and Control sites 


Comparing the 50 and 60mph speed limit road sections for the three pre-intervention 


years (2018-19, 2024)1 for the Intervention and Control sites, it is important to note 


that there were higher numbers of casualties among all vehicle classes when 


 
1 The Covid-19 Pandemic years were excluded to avoid data biases. 
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compared with 2024. This difference held for the post-Intervention year of 2025 when 


again there were lower levels of casualties than in 2018 and 2019. Moreover, in 2018 


and 2019, a larger proportion of the casualties resulted in serious or fatal severity. 


• In terms of motorcycle vehicle collisions, for 2018, 2019 and 2024 


there were 25 casualties within Intervention sites involving 23 


motorcyclists of which 8 were fatal and 10 serious severity and 5 slight 


(Table A).  


• There were 2 casualties involving motorcycles post-intervention (April-


December 2025) reported (Table A).  


• As context, for the rest of the Scottish Borders area, there were 2 fatal 


and 4 serious motorcycle casualties; and 1 slight severity on 50 and 


60mph speed limit roads for April to December 2025 (Table C).  


• Across all three pre-intervention years and across all speed limit roads 


in the SBC area, there were 14 motorcycle fatalities of which half were 


in the Intervention sites and one in a Control site, suggesting the 


Intervention sites were well selected. 


Table A: Motorcycle Casualties at Intervention Sites 


Year 2018 2019 2024 Total Year 2025 


Fatal 2 2 4 8 Fatal 1 


Serious 4 6 0 10 Serious 0 


Slight 3 2 1 6 Slight 1 


Total 9 10 5 24 Total 2 


 


Table B: Motorcycle Casualties at Control Sites Collisions 


Year 2018 2019 2024 Total Year 2025 


Fatal 1 0 0 1 Fatal 0 


Serious 1 1 0 2 Serious 3 


Slight 0 1 0 1 Slight 0 


Total 2 2 0 4 Total 3 
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Table C: Motorcycle Casualties for the rest of SBC at 50 and 60mph 


Year 2018 2019 2024 Total Year 2025 


Fatal 5 0 0 5 Fatal 2 


Serious 10 5 7 22 Serious 4 


Slight 1 1 1 3 Slight 1 


Total 16 6 8 30 Total 7 


 


Across all vehicle classes there were reduced casualties after the intervention at 


Intervention sites. Fatal severity injuries decreased by over 80 percent reduction 


between 2024 and 2025. This can be seen in Table D for the percentage changes 


between the pre-and post-intervention years. There was also 75 percent reduction in 


serious severity injuries between 2024 and 2025 at Intervention sites. The breakdown 


for each intervention site is given in Tables 5-6 to 5-9 in sub-section 5.3. 


Table D Casualty severity across all Vehicle classes at Intervention sites 


All Vehicle Classes Casualty Severity - Intervention Sites 


Year Severity Pedestrian Bicycle 
Motor 
cycle Car LGV HGV 


Other Vehicle 
Occupants Total 


2018 Fatal 0 0 2 1 0 0 0 3 


  Serious 0 0 4 7 1 1 1 14 


  Slight 0 0 4 15 2 0 0 21 


  Total 0 0 10 23 3 1 1 38 


2019 Fatal 0 0 2 0 0 0 0 2 


  Serious 0 2 6 8 0 0 0 16 


  Slight 2 0 2 17 4 0 0 25 


  Total 2 2 10 25 4 0 0 43 


2024 Fatal 0 0 4 2 0 0 0 6 


  Serious 0 0 0 8 0 0 0 8 


  Slight 0 0 1 7 0 0 0 8 


  Total 0 0 5 17 0 0 0 22 


2025 Fatal 0 0 1 0 0 0 0 1 


  Serious 0 0 1 1 0 0 0 2 


  Slight 0 0 1 4 0 0 0 5 


  Total 0 0 3 5 0 0 0 8 
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What does it mean?  


Post intervention, there is a shift in the patterning of casualties in selected Intervention 


sites. There is a reduction in the fatal casualty severity from an average of 2.67 fatal 


collisions each in 2018, 2019 and 2024 to 1 fatal casualty severity in the 9 month post-


intervention period in 2025. For serious motorcycle injuries, the change is a reduction 


from an average of 3.33 to 0, and for slight casualty severity from 2 to 1. At Control 


sites there is little change except that there were no fatalities in the post intervention 


period compared to 0.33 average in the pre-intervention 3 years. 


One of the limitations of this study is the small number of Sites and the one 9 month 


post-intervention period. This means that there is limited data by which to note any 


emerging trends. 
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2 Introduction 


2.1 Background  


The Scottish Borders is an attractive destination for motorcycle riders. Some ride from 


across the border in England to enjoy the varied and attractive scenery, including the 


different riding environments which includes many sections of winding roads around 


the southern Uplands. Rural area roads as well as all road types excluding urban 


streets have higher speed limits. The roads are mostly comprised of two-way single 


carriageway A Classed roads with a National Speed Limit of 60mph. A significant 


health harm has developed in recent years, however, with the number of motorcycle 


crashes and resulting injuries including deaths, with a noted seasonal effect of riding 


season between March to September each year. Between 2018 and 2024, the 


Scottish Borders emerged as one of the highest-risk regions in Scotland for motorcycle 


injuries, recording 22 fatal motorcycle collisions between January 2015 and August 


2024. This made it the third-highest local authority area for motorcycle fatalities across 


Scotland, tracking just behind the Highland (28) and Argyll & Bute (25) councils. 


As a result, Police Scotland made a request to the Scottish Borders Council (SBC) in 


2024 to trial lowering the posted speed limit to 50mph in some locations with notable 


motorcycle crashes. The lowering of the speed limit is time limited through an 


Experimental Traffic Regulation Order (ETRO) for 18 months. Edinburgh Napier 


University’s Transport Research Institute was commissioned to undertake an 


evaluation of the performance of the 50mph in the selected areas and compare these 


to control sites where the speed limits remained at the national speed limit of 60mph. 


The spatial distribution of the selected sites is shown in Figure 2-1. A complete list of 


the Intervention and Control sites, with brief descriptions, is provided in Table 1. 


In practical terms, the survey dates were dictated by the timing of funding which meant 


that the pre-Intervention speed Survey was undertaken in January rather than during 


the main motorcycle riding season from early spring. The subsequent first post-


Intervention survey, in November, also fell outside of that riding season. 
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Figure 2-1: 50/60mph Selected Sites 


 


 


 


.
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Table 1: Lengths of the intervention and control sites 


Road  


Identifier 


Section km/miles Description/comments 


A7 


Intervention 


Sites 6, 7, 8 


 


 26.781/16.64 Site 6: Fountainhall Straight. A7 Midlothian National Speed Limit to north, Gala bank 40mph speed limit to south. 


Site 7: Between Heriot and Gilston junction. A7 Midlothian National Speed Limit to north, Gala bank 40mph 


speed limit to south. 


Site 8: Straight south of Stow. Stow 20mph Speed Limit to north, Galashiels 40mph speed limit to south. 


Comments: Minus 20mph speed limit section through Stow – 3km. 


A703 15.803/9.814 Comments: Minus 20mph speed limit section through Eddleston & Peebles - 3km 


A708 


Intervention 


Sites 3, 4, 


9, 10 


52.547 


/32.65 


Site 3: Dryhope Tower.  Comments: Cappercleuch 40mph speed limit t west, Yarrowfeus 40mph speed limit to 


east.  


Site 4: Straight prior to Cappercleuch. 


Comments: Cappercleuch 40mph speed limit to the west, Yarrowfeus 40mph speed limit to the east.  


Site 9: Dumfries and Galloway. Comments: Cappercleuch 40mph speed limit to the north, Moffat 30mph speed 


limit to south. 


Site 10: Dumfries and Galloway. Comments: Cappercleuch 40mph speed limit to north, Moffat 30mph speed 


limit to south. 


Comments: Minus 20mph speed limit section through Yarrow Feus, Yarrow Ford & Cappercleugh - 3.25km 


A701 45.49/33.96 Comments: Minus 20mph speed limit section through Romanobridge, Blyth Bridge & Broughton - 4.5km 


A6088 


Intervention  


Sites 1, 2 


22.248 


/13.824 


Site 1: Chesters to Southdean. Comments: Chesters 20mph speed limit to north, national speed limit at junction 


with A68 to south.  


Site 2: Southdean to Carterbar. 
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Comments: Chesters 20mph speed limit to north, national speed limit at junction with A68 to south. Minus 


20mph speed limit section through Bonchester Bridge & Chesters - 0.7km 


A6105  47.975 


/29.792 


Comments: Minus 20mph speed limit section through Earlston, Huntleywood, Gordon, Greenlaw, Duns, 


Chirnside & Foulden - 9.65km 


B6357 


Intervention 


site 5 


27.630 


/17.168 


Site 5: Saughtree to Larriston. Comments: A6088 50mph speed limit to north, Newcastleton 20mph speed limit 


to south. A6088 to Newcastleton 20mph speed limits. 


B6399  28.324/17.6 Comments: Hawick 30mph speed limit to B6357 
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2.2 The Selected Intervention/Control Areas 


The size of the interventions is limited to four key routes with surveys spread across 


ten locations on the different routes in the southern section of the SBC area below 


Stow to covered areas frequented mostly by motorcycle riders. In addition, four 


control sites were included in the evaluation. It is important to note that Control site 


measurements were not available until March 2026 which limits what can be known 


at this early stage of the evaluation process. The Control Sites were added at the 


following locations with their comparator intervention sites: 


A703 (A7 comparison) 


  


A701 (A708 comparison) 


  


A6105 (A6088 comparison) 


  


B6399 (B6357 comparison) 


 


2.3 Weather conditions during measurement weeks 


Road users unprotected by a cabin of a vehicle are more open to weather conditions 


than those inside cabins. Motorcyclists, often travelling a relatively high speeds, are 


perhaps the most exposed to the weather conditions. In particularly inclement or 


clement weather conditions, decisions to travel or to travel by motorcycle are likely to 


be influenced significantly. In the accompanying Literature Review (Appendix A), the 


fact that motorcyclists tend to travel at higher speeds in dry weather than in wet 


weather is a well-known ‘risk-compensation’ effect. It is, therefore, important to note 


the weather conditions at the time of speed measurements. This also includes 


temperatures given rider sensitivities and the combined effect on ambient 


temperature with motorcycle speed. 


Galashiels was determined as a central location within the area of the Control and 


Intervention sites, which were all south of Stow and within 20 miles of Galashiels. 


Below in Graph 2-1 is an example of weather conditions for the first day of the pre-


intervention speed measurements, Tuesday 21st January 2025. 
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Graph 2-1: Tuesday 21st January 2025 Galashiels, Scotland 


 


In summary, for Tuesday 21st January 2025, focusing on key variables likely to affect 


willingness to ride and riding style (temperature, precipitation and wind strength) 


daytime temperatures were around 5 centigrade, with no rain during the week, and 


wind guests reaching 19mph. 


Appendix 2 provides Tables for all three measurement weeks through daily charts to 


show the weather conditions for each of the three speed measurement weeks for 


comparison. The January 2025 and March 2026 daily weather Graphs aim to 


compare weather, as near to as possible, albeit that the post intervention March 


measurement cannot be assumed as truly reflective of a 12 month January 


measurement. 


Overall, the likely impact of the weather on motorcycle use and potentially riding 


speeds, as assessed through meteorological data, is seen as limited. The pre-


intervention weather in the week of March 21st to 27th 2025 compared with the week 


of March 13th to 19th 2026 was relatively similar. No daytime temperatures from 


09.00 to 20.59 recorded a minimum temperature below 1 degree and most were at 


least 5 degrees, and often higher. Few days were identified as having high winds. All 


three measurement weeks recorded little, if any rain. 
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3 Aim and Purpose 


3.1 Aim 


The primary aim of this project is to evaluate the effectiveness of 50mph speed limit 


in reducing motorcycle crashes and injury severity in the Scottish Borders Council 


(SBC) area. A secondary aim is to reduce the speed of motorcycles as they pass 


through the Intervention 50mph speed limit sections. A third objective is to observe 


whether speeds of all vehicle classes change as a result of the lower speed limit. 


To achieve these aims the following set of objectives are set out to: 


• examine the severities of motorcycle crashes before and after the 


implementation of 50mph in all the Intervention sites 


• assess the average and individual travel speed of all vehicle classes before 


and after the implementation of 50mph in all the Intervention sites 


• determine the temporal disparity between travel speed of vehicles before and 


after the implementation of 50mph in all the selected sites 


• determine if there is statistical difference between the travel speed before and 


after the implementation of 50mph in all the selected sites 


 


3.2 Purpose 


The main purpose of this project is to enhance motorcycle safety, primarily through 


reductions in collisions and injury, and secondly to improve safety for all vehicle 


classes.  


 


3.3 Literature Review 


A Literature Review was undertaken (see Appendix 1 for the full report).  


 


3.4 Terminology and descriptions 


It may be helpful to highlight that there are subtle but important differences in the ways 


that collision data are recorded by the Police. In this report we provide data addressing 


collisions involving motorcycle riders, motorcycle collision casualties, as well as 


number of motorcycle vehicles involved in collisions. Numbers for each will often be 
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different e.g. one motorcycle may have a driver and passenger. In addition, we provide 


data addressing all classes of motor traffic, as well as separately for motorcycle users. 


The former will contain motorcycle users. In keeping with a Safe Systems approach to 


road safety, the terms ‘collision’, ‘injury’ and ‘injury severity’ are used but not the term 


‘accident’. Collision refers to an event where a vehicle collides with another or another 


object, including the road, and where there are injuries. One collision may result in 


multiple injuries.  An Injury collision involves human injury (slight, serious, or fatal). 
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4 Data, Methods, and Analysis 


A quantitative analysis approach was adopted in the analysis of the different phases 


of speed data following the intervention. Specifically, a comparative analysis of vehicle 


speed data for different survey waves was conducted. The metrics deployed for the 


determination of the speed changes include the mean speed, and the 85th percentile 


of speed. The other metrics used are the standard deviation of speed and different 


speeding indicators.  


4.1 Data collection 


4.1.1 Quantitative data (speed surveys) 


The traffic surveys were carried out by Tracsis, a traffic survey technology company. 


In addition to the speed data, other associated traffic information, which includes traffic 


volume counts, and traffic composition by vehicle class was collected and processed. 


Each the survey stages took place for a period of 7 days, 24 hours daily, at various 


data collection locations. For this study, three survey waves were processed and 


analysed corresponding to distinct phases of the scheme, as follows: 


• Survey 1: conducted in January 2025 about eight (8) weeks before the 


implementation of the 50mph speed limit reflecting the pre-intervention state 


of vehicle speeds. This survey will be also referred to as “before” survey in the 


analysis and results. Surveys conducted at Intervention sites only. 


• Survey 2: conducted eight months after the introduction of the 50mph speed 


limit. For all the Intervention sites, the Survey 2 data was collected in 


November 2025. The Survey 2 data is intended to capture the post-


intervention state of vehicle speeds in a short period after the beginning of the 


trial. This survey will be also referred to as “After I” survey in the analysis and 


results. Surveys conducted at Intervention sites only. 


• Survey 3: conducted 12 months after the introduction of the 50mph speed 


limit introduction, in March 2026. This survey will be also referred to as “After 


II” survey in the analysis and results. Surveys conducted at both Intervention 


and Control sites (60mph speed limits). 


4.1.2 Crash Data 


This section uses STATS19, the most comprehensive publicly available UK road crash 


database, which compiles information from police collision reports. Scottish Borders 







16 
 


Council (SBC) crash data for 2018, 2019, and 2024 were extracted from STATS19, 


while crash data for the period from April 2025 to December 2025 were obtained 


directly from SBC. 


Crashes across all vehicle classes at the selected Intervention Sites were analysed 


and compared with crashes across the remainder of the Scottish Borders Council 


area. This is in addition to analysis of motorcycle-related crashes within the same 


study area results which were examined separately. 


It may be useful to note that the three pre-intervention years constitutes 36 months 


and thus four times longer than the post intervention 9 months. 


4.2 Intervention and Control sites 


The inclusion of four control sites alongside ten Intervention sites is significant 


because it provides a reliable basis for comparison, allowing the effects of the 50mph 


speed limit intervention on collision and injury severities to be accurately measured 


against conditions where no intervention has been applied and 60 mph speed limit 


routes. The four Control sites help establish baseline experimental conditions, 


reducing the likelihood that observed changes in ten 50mph speed limit intervention 


sites are due to external factors rather than the intervention itself.  


Having multiple Control sites improves the robustness and validity of the study by 


accounting for natural variability across locations and strengthening confidence in 


causal relationships. In comparison with the ten Intervention sites, the four control sites 


serve as critical reference points that enhance the credibility, accuracy, and scientific 


rigour of the overall assessment and findings. 


 


4.3 Data processing and analysis 


Because of the large volume and complexity of the data involved, conventional 


database management tools were considered insufficient and prone to errors. 


Therefore, a big data analysis approach was adopted, using appropriate analytical 


techniques to process the extensive and highly heterogeneous dataset. Specifically, 


the Python programming language was used to integrate all data into a unified 


database, process the dataset, and perform the necessary statistical analyses. In this 
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study, we examine both individual vehicle speed observations and aggregate speed 


distribution metrics across all sites with available data. Individual vehicle speed 


observations were used for the descriptive analysis and for statistical comparisons 


among the three waves of Survey 1, Survey 2, and Survey 3. Aggregate average 


speed data were used for the descriptive analysis and for overall statistical tests 


across all survey waves. Thereafter, further statistical tests including Wilcoxon and t-


tests were conducted. The descriptive analysis was carried out using the SPSS 


statistical package. 
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5 Key Results 


The results and findings of the evaluation of the 50mph in the 10 SBC area selected 


Intervention sites and 4 Control sites are presented in this section of the report for all 


classes or road users, and separately motorcycle riders. These are accompanied by 


data on all SBC area 50 and 60mph roads by way of comparison. This is followed by 


data analysis addressing collisions and injury severity. The section analyses the traffic 


speed and volume data collected before (Survey 1) and after (Survey 2 and Survey 3) 


the implementation of the 50mph speed limit. The results are presented according to 


the key elements of the quantitative analysis discussed in the Methods section, which 


include the descriptive, parametric and non-parametric inferential statistics.  


5.1 General descriptive statistics 


To provide understanding and insights to the changes in the key speed metrics, the 


tables and figures summarise the holistic descriptive statistics of the mean and 85th 


percentile speeds for the Intervention and the Control sites.  


Specifically, firstly, speed data is provided pertaining to all classes of road users. 


Table 5-1 summarises the descriptive statistics of mean and 85th speeds for the ten 


Intervention sites where speed data were collected before the intervention, in 


comparison eight and twelve months after the implementation of the 50mph speed 


limit. Table 5-1 includes the average, standard deviation, minimum and maximum 


speed, 25%, 50% and 75% percentiles speed. It should be remembered that all 


these intervention sites previously had 60mph speed limits.  


Overall, considering the 10 Intervention Sites, there were slight increases of 0.59mph 


and 1.23mph in the average in mean speed in “after I” (Survey 2) compared to “before” 


(Survey 1) and in “after II” (Survey 3) compared to “before” (Survey 1) respectively.  


Also, there were noticeable increases of 0.58mph and 0.70mph observed in the 


standard deviation of mean speeds in “after I” compared to “before” and in “after II” 


compared to “before” respectively. The minimum and maximum speeds across the 


intervention for “before” and “after” are 35.60mph and 34.90mph (min); and 53.70mph 
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and 55.20mph (max) respectively. The minimum and maximum speeds for “after II” 


mean speed are 35.0mph and 54.70mph respectively. ￼ 


Table 5-1 Mean and 85th percentile speeds for Pre-and-Post Intervention for all 


classes of road users 


 Speed (mph) No of Sites Avg Std Min 25% 50% 75% Max 


Before Mean 


Speed 


10 46.65 6.03 35.60 44.75 48.40 50.50 53.70 


After I Mean 


Speed 


10 47.24 6.61 34.90 44.93 48.85 51.18 55.20 


After II Mean 


Speed 


10 47.88 6.73 35.00 46.53 49.65 52.53 54.70 


Before 85th  


Speed 


10 54.34 6.58 41.50 54.18 55.90 59.00 60.90 


After I  85th  


Speed 


10 55.15 7.18 40.50 53.95 57.60 59.25 62.70 


After I  85th  


Speed 


10 55.70 7.02 41.50 56.08 57.55 60.15 61.90 


 


Similarly, considering the 10 Intervention sites, there were slight increase of 0.81mph 


and 1.36mph in the average in 85th percentile speed in “after I” compared to “before” 


and in “after II” compared to “before” respectively.  Also, there were noticeable of 


increase of 0.60mph and 0.44mph observed in the standard deviation of 85th 


percentile speeds in “after I” compared to “before” and in “after II” compared to “before” 


respectively. The minimum and maximum speeds across the intervention for “before” 


and “after” 85th percentile speed are 41.50mph, 60mph and 40.50mph (min); and 


60.90mph and 62.70mph (max) respectively. The minimum and maximum speeds for 


“after II” 85th percentile speed are 41.50mph and 61.90mph respectively. 


Consequently, for all classes of road user, in general, there were slight increase in 


the mean speed when before is compared with “after I” and “after II”, as shown in 


Graph 5-1. For “before” versus “after”, it is only sites 3, 4, 8 and 10 that saw slight 


decreases in mean speed, of which only site 10 sustained an insignificant decrease 


in “after II”. Overall, the mean speed went up slightly in “after II” except for sites such 


as sites 1 and 10. 
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Graph 5-1: Mean Speed per site for all classes of road users at Intervention 


sites 


There is a similar pattern with the 85th percentile speed, as shown in Graph 5-2. 


There is a slight increase in the average speed of the 85th percentile speed post-


intervention, which is most pronounced in site 6.  
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Graph 5-2: 85th Percentile Speed per site for all classes of road users at Intervention 


sites 


A further probe into the mean speed due to absence of a clear pattern in the speed 


variation necessitated analysis of “before” and “after” mean speed based on the time 


range. No such variation in the average speed across the different time range was 


found. See Appendix C for graphs showing the analysis. 


 


Motorcycles only data 


In Table 5-2 motorcycle speed was isolated from the rest of the traffic, presenting the 


cumulative individual speed observations before and after the intervention of 50mph.  


Table 5-2: Table: Motorcycle Speeds for Pre-and-Post Intervention  


  Observations Avg Std Min 25% 50% 75% Max 


Before 425 40.14 21.22 6.19 20.29 43.56 55.99 97.03 


After I 1010 43.27 18.62 4.58 25.55 45.36 56.96 97.01 


After II 1821 49.07 19.60 7.15 39.38 51.73 61.26 127.84 
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Pre- and- Post Intervention: 85th Percentile Speed-All Traffic 


Before 85th  Speed After I  85th  Speed After II  85th  Speed
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As noted in the Observations column, there were 425 and 1010 speed observations 


in survey 1 (before) and survey 2 (after I) respectively. Also, the volume of motorcycles 


in the “after II“ (Survey 3) at 1821, was nearly double the volume in “after I” (Survey 2) 


and more than four times the volume of motorcycles in the “before” of Survey 1.  


The average for the mean of motorcycle speeds for both before and after surveys are 


40.14mph and 43.27mph respectively, while the maximum speeds for both before and 


after I are slightly above 97mph each (at A7 site). At the same site A7, a maximum 


speed of 127.84mph was recorded in “after II” as shown in Table 4-5. This is an 


indication of grossly excessive speed by some motorcyclists including travelling at well 


over double the 50mph speed limit.  The 75th percentile speeds are 55.99mph and 


56.96mph for “before” and “after I” respectively. While the 75th percentile speed for 


“after II” stands at 61.26mph. 


Table 5-3 shows the distribution of the average of the mean speed of the motorcycle 


across the Intervention sites before the intervention.  


Table 5-3: Table: Motorcycle Speeds Pre-Intervention Survey (Before) 


Site 


No 


Site 


Name Avg Min Std Max 


1 A6088 50.09 19.02 15.52 62.51 


2 A6088 45.80 8.32 16.27 60.83 


3 A708 20.94 7.38 10.57 70.54 


4 A708 44.61 13.64 18.39 66.06 


5 B6375 37.69 13.66 16.21 63.88 


6 A7 43.56 6.19 13.50 64.14 


7 A7 52.43 8.98 21.22 97.03 


8 A7 54.71 11.38 18.04 92.42 


9 A708 34.69 11.23 9.28 42.34 


10 A708 36.20 10.71 8.61 41.21 


 


Similarly, Table 5-4 shows the distribution of the average of the mean speed of 


motorcycles across the Intervention sites after the intervention.  
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Table 5-4:Table: Motorcycle Speeds for Post-Intervention Survey (After I) 


Site No Site Name Avg Min Std Max 


1 A6088 59.10 44.18 9.27 89.03 


2 A6088 61.04 28.80 11.65 84.80 


3 A708 32.91 4.58 18.61 82.06 


4 A708 35.59 7.76 19.40 80.06 


5 B6357 46.56 14.06 15.80 76.54 


6 A7 56.19 16.00 15.80 95.69 


7 A7 54.49 12.67 13.08 87.46 


8 A7 54.58 6.09 17.06 97.01 


9 A708 38.63 12.16 8.31 54.23 


10 A708 36.73 10.22 8.20 56.50 
 


Graph 5-3 shows the mean speed pre and post intervention across the ten sites, and 


that ”After I” is seen to have recorded higher average speeds in all the Intervention 


sites except for site 4-A708 and site 8-A7. Sites 1, 2, 3, 5 and 6 showed noticeable 


differences. Comparing “After I” and “After II”, site1, site 2 and site 5 show slight 


decreases, while sites 4, 6, 7 and 8 show slight increases. Graph 5-3 showed the 


percentage change in mean speed between “before” and “after I” ranging from -


20.23% to 57.18 percent. 


 


Graph 5-3: Pre-and-Post intervention Motorcycle Mean Speed 
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Table 5.5 provides speed data for both the 10 Intervention Sites and the 4 Control 


Sites for motorcycle speeds only. This shows that mean speed across the 10 


Intervention Sites remained largely stable with small increases at four sites and small 


decreases at 6 sites. With only After Survey II data for the Control sites, further 


speed measurements are required to assess whether motorcycle speed has 


changed across non-intervention sites and from this to postulate whether speeds on 


existing 60mph speed limit roads across the SBC area have remained largely 


constant or changed. 


 


Examining the details for Intervention sites, Graph 5-4 shows the percentage change 


across the ten sites between Survey 1 (Before) and Survey 2 (8 months post-


intervention). Site 3 has the highest percentage change in mean speed (57.18%) 


and site 4 has the lowest mean speed (-20.23%). 


Table 5-5: Motorcycle speeds for Post-Intervention Survey (After II) inclusive of 
four Control Sites 


Site No Site Name Mean Min Std Max 


1 A6088 53.57 12.71 12.23 92.15 


2 A6088   58.71 17.38 13.71 95.21 


3 A708     40.10 7.15 21.84 103.40 


4 A708     51.64 12.36 15.46 87.62 


5  B6357   44.31 9.00 18.90 79.55 


6 A7       59.17 12.48 16.21 97.03 


7 A7      56.76 10.88 18.56 107.54 


8 A7     61.83 15.52 20.05 127.84 


9 A708     38.49 7.23 10.90 55.97 


10 A708   37.78 8.47 10.77 54.39 


11 A703     51.47 11.50 22.02 118.23 


12 A701    45.71 9.05 19.32 81.87 


13  A6105    54.79 13.20 15.46 96.43 


14 B6399  34.38 9.26 10.87 52.58 
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Graph 5-4: Percentage Change in Before and After Motorcycle Mean Speeds 


 


5.2 Statistical analysis of speed data 


As noted in Section 4, both non-parametric (Wilcoxon signed-rank tests) and 


parametric (t-tests) statistical tests were deployed to determine the statistical 


significance of changes for key speed metrics between survey 1 and survey 2, and 


survey 1 and survey 3.  For the Wilcoxon signed-rank tests, it shows that there is no 


statistically significant difference in the mean speed when comparing the mean speed 


site to site for the different waves of survey. However, the t-tests indicate with 


individual observed speed there is indication of statistically significant differences in 


the individual observed speed.  For instance, when compared, the individual observed 


speed pre-intervention (Before) with the individual observed speed post-intervention 


(After II), it is only site 9 that shows statistically insignificant differences (p-Value; 0.13) 


in the individual observed speed. Some of the changes in the mean speeds have to 


be read with care due to small numbers of readings for motorcycles and where very 


high individual speed readings (e.g. 127mph on the A7) can distort the mean speeds 


significantly. 
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5.3 Collision Analysis  


In this section, we considered the collision severity of all vehicle classes, and then 


specifically for motorcycle crashes only in selected sites in SBC.  


5.3.1 All vehicle classes on 50mph/60mph Roads for Intervention & Control 


Sites 


Collision severity for all vehicle classes on 50mph and 60mph selected roads were 


analysed based on three levels of severity, as shown in Graph 5-5. In 2018 on the 


selected roads, there were a total of forty (40) crashes, all on the 60mph roads, of 


which a little over forty-seven percent were either serious and fatal crashes.  In 2019, 


both serious and fatal crashes amounted to sixty percent of total. Also, for 2019, thirty-


four out of the thirty-five crashes occurred on the selected 60mph roads as against 


one serious crash on a 50mph road. Considering the year 2024, there were seven 


serious and fatal crashes out of the sixteen crashes on 60mph roads.  In 2025, out of 


the total of nineteen collisions, there were seven serious crashes on 60mph roads and 


three serious and fatal crashes on 50mph roads. 


 


Graph 5-5 Collision Severity for all Vehicle Classes for the Selected Routes 
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As was noted in the Executive Summary, there are reduced casualties after the 


intervention involving all vehicle classes. Fatal severity injuries decreased by over 80 


percent reduction between 2024 and 2025. Table D from the Executive Summary is 


replicated below. Serious severity injuries recoded a 75 percent reduction between 


2024 and 2025 at the intervention sites. The breakdown for each intervention site is 


given in Tables 5-6 to 5-9. 


Table D Casualty severity across all Vehicle classes at Intervention sites 


All Vehicle Classes Casualty Severity - Intervention Sites 


Year Severity Pedestrian Bicycle 
Motor 
cycle Car LGV HGV 


Other Vehicle 
Occupants Total 


2018 Fatal 0 0 2 1 0 0 0 3 


  Serious 0 0 4 7 1 1 1 14 


  Slight 0 0 4 15 2 0 0 21 


  Total 0 0 10 23 3 1 1 38 


2019 Fatal 0 0 2 0 0 0 0 2 


  Serious 0 2 6 8 0 0 0 16 


  Slight 2 0 2 17 4 0 0 25 


  Total 2 2 10 25 4 0 0 43 


2024 Fatal 0 0 4 2 0 0 0 6 


  Serious 0 0 0 8 0 0 0 8 


  Slight 0 0 1 7 0 0 0 8 


  Total 0 0 5 17 0 0 0 22 


2025 Fatal 0 0 1 0 0 0 0 1 


  Serious 0 0 1 1 0 0 0 2 


  Slight 0 0 1 4 0 0 0 5 


  Total 0 0 3 5 0 0 0 8 
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Table 5-6: A7: Casualty severity across all Vehicle Classes at Intervention site A7 


Year Severity Pedestrian Bicycle Motorcycle Car LGV HGV 
Other Vehicle 
Occupants Total 


2018 
  
  
  


Fatal 0 0 2 1 0 0 0 3 
Serious 0 0 0 6 1 1 1 9 
Slight 0 0 0 8 2 0 0 10 
Total 0 0 2 15 3 1 1 22 


2019 
  
  
  


Fatal 0 0 1 0 0 0 0 1 
Serious 0 1 0 8 0 0 0 9 
Slight 2 0 0 9 4 0 0 15 
Total 2 1 1 17 4 0 0 25 


2024 
  
  
  


Fatal 0 0 1 2 0 0 0 3 
Serious 0 0 0 8 0 0 0 8 
Slight 0 0 0 4 0 0 0 4 
Total 0 0 1 14 0 0 0 15 


2025 
  
  
  


Fatal 0 0 0 0 0 0 0 0 
Serious 0 0 1 1 0 0 0 2 
Slight 0 0 1 2 0 0 0 3 
Total 0 0 2 3 0 0 0 5 


Headlines 


From Table 5-6, at the A7, fatal severity decreased to zero across all vehicle classes in 2025, representing a 100% decrease compared 
with the fatal severity recorded in 2018 and 2024. 


Serious severity remained relatively stable in 2018, 2019, and 2024, averaging 9 serious-severity cases. Compared with this average, 
serious severity in 2025 decreased by approximately 78%. 
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For motorcycles specifically, fatal severity also decreased to zero on Road A7 in 2025, representing a 100% reduction compared with the 
levels recorded in 2018, 2019, and 2024. 


Table 5-7: A708: Casualty severity across all Vehicle Classes at Intervention site A708 


Year Severity Pedestrian Bicycle Motorcycle Car LGV HGV 
Other Vehicle 
Occupants Total 


2018 
  
  
  


Fatal 0 0 0 0 0 0 0 0 
Serious 0 0 3 1 0 0 0 4 
Slight 0 0 3 1 0 0 0 4 
Total 0 0 6 2 0 0 0 8 


2019 
  
  
  


Fatal 0 0 0 0 0 0 0 0 
Serious 0 0 2 0 0 0 0 2 
Slight 0 0 1 5 0 0 0 6 
Total 0 0 3 5 0 0 0 8 


2024 
  
  
  


Fatal 0 0 0 0 0 0 0 0 
Serious 0 0 0 0 0 0 0 0 
Slight 0 0 0 0 0 0 0 0 
Total 0 0 0 0 0 0 0 0 


2025 
  
  
  


Fatal 0 0 0 0 0 0 0 0 
Serious 0 0 0 0 0 0 0 0 
Slight 0 0 0 2 0 0 0 2 
Total 0 0 0 2 0 0 0 2 


 


Headlines 


From Table 5-7, at A708, there was no casualty recorded in 2024 and only 2 slight severity involving car in 2025.  This is a departure from 
the serious severity in 2018 and 2019 indicating 100 percent deceased to 2025. 
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Table 5-8: A6088: Casualty severity across all Vehicle classes at Intervention site A6088 


Year Severity Pedestrian Bicycle Motorcycle Car LGV HGV 
Other Vehicle 
Occupants Total 


2018 Fatal 0 0 0 0 0 0 0 0 
  Serious 0 0 0 0 0 0 0 0 
  Slight 0 0 0 5 0 0 0 5 
  Total 0 0 0 5 0 0 0 5 


2019 Fatal 0 0 0 0 0 0 0 0 
  Serious 0 1 1 0 0 0 0 2 
  Slight 0 0 1 3 0 0 0 4 
  Total 0 1 2 3 0 0 0 6 


2024 Fatal 0 0 3 0 0 0 0 3 
  Serious 0 0 0 0 0 0 0 0 
  Slight 0 0 1 1 0 0 0 2 
  Total 0 0 4 1 0 0 0 5 


2025 Fatal 0 0 0 0 0 0 0 0 
  Serious 0 0 0 0 0 0 0 0 
  Slight 0 0 0 0 0 0 0 0 
  Total 0 0 0 0 0 0 0 0 


 


Headlines 


From Table 5-8, at A6088, for all the vehicle classes, fatal severities dropped from 3 in 2024 to 0 in 2025. Also, the serious severity saw a 
similar change in the number to 0 in 2024 and 2025.  


 


 







31 
 


Table 5-9: A6357: Casualty severity across all Vehicle Classes at Intervention site A6357 


Year Severity Pedestrian Bicycle Motorcycle Car LGV HGV 
Other Vehicle 
Occupants Total 


2018 Fatal 0 0 0 0 0 0 0 0 
  Serious 0 0 1 0 0 0 0 1 
  Slight 0 0 1 1 0 0 0 2 
  Total 0 0 2 1 0 0 0 3 


2019 Fatal 0 0 1 0 0 0 0 1 
  Serious 0 0 3 0 0 0 0 3 
  Slight 0 0 0 0 0 0 0 0 
  Total 0 0 4 0 0 0 0 4 


2024 Fatal 0 0 0 0 0 0 0 0 
  Serious 0 0 0 0 0 0 0 0 
  Slight 0 0 0 2 0 0 0 2 
  Total 0 0 0 2 0 0 0 2 


2025 Fatal 0 0 1 0 0 0 0 1 
  Serious 0 0 0 0 0 0 0 0 
  Slight 0 0 0 0 0 0 0 0 
  Total 0 0 1 0 0 0 0 1 


 


Headlines 


From Table 5-9, at A6357, serious and slight-severity casualties have decreased to 0 by 2024. However, the only casualty recorded in 


2025 on 50mph speed limit Intervention section involved a motorcyclist and was fatal.
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5.3.2 Motorcycles on 50mph/60mph Roads for Intervention & Control Sites 


Focusing on motorcycles collisions in the selected Intervention site road sections, as 


shown in Pie Chart 5-1 and Table 5-10, there were the following number of collisions 


in the pre and post-intervention years:  


• 9 in 2018,  


• 11 in 2019  


• 3 in 2024 and 


• 2 in 2025 (from April to December) 


 


 


Pie Chart 5-1 : Number of Motorcycle Collisions in Selected Intervention Sites 


 


 


5.4 Collisions, casualties, and motorcycles involved 


As noted in Section 3.4, this report provides data addressing collisions involving 


motorcycle riders, motorcycle collision casualties, as well as number of motorcycle 


vehicles involved in collisions. Firstly, as noted above, Table 5-10 gives the breakdown 


of the collisions involving motorcyclists across all 50-60mph speed limit roads across 


SBC.  
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Table 5-10: Collisions involving motorcyclists in the Borders by severity for all 


50mph and 60mph roads 


 Year  Sites Fatal Serious Slight Total 


2018 
Selected Intervention 
Sites  2 4 3 9 


  Selected Control Sites  1 1 0 2 


  Rest of SBC 4 10 1 15 


  Total 7 15 4 26 


2019 
Selected Intervention 
Sites 2 6 3 11 


  Selected Control Sites 0 1 1 2 


  Rest of SBC 0 4 2 6 


  Total 2 11 6 19 


2024 
Selected Intervention 
Sites 2  0 1 3 


  Selected Control Sites 0 0 0 0 


  Rest of SBC 0 7 1 8 


  Total 2 7 2 11 


2025 
Selected Intervention 
Sites 1 0 1 2 


  Selected Control Sites 0 3 0 3 


  Rest of SBC 2 4 1 7 


  Total 3 7 2 12 


   


In terms of numbers of motorcycle rider injuries and their severity, Table 5-11 is key. 


This is not least in assessing changes across time in the Intervention sites. In sum, 


there were a total of: 


• 25 collision injuries in Intervention sites involving motorcycles in 2018, 2019 


and 2024, the pre-intervention years.  


• 2 collision injuries in Intervention sites involving motorcycles in the post 


Intervention 9 month period. 


• In the rest of SBC for 2025, there were 2 fatal, 5 serious and 1 slight severity.   
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Table 5-11: Motorcycle rider casualties involved in collisions in the Borders by 


severity for 50mph and 60mph roads 


Year  Sites Fatal Serious Slight Total 


2018 
Selected Intervention 
Sites 2 4 3 9 


  Selected Control Sites 1 1 0 2 


  Rest of SBC 5 10 1 16 


  Total 8 15 4 27 


2019 
Selected Intervention 
Sites 2 6 2 10 


  Selected Control Sites 0 1 1 2 


  Rest of SBC 0 5 1 6 


  Total 2 12 4 18 


2024 
Selected Intervention 
Sites 4 0 1 5 


  Selected Control Sites 0 0 0 0 


  Rest of SBC 0 7 1 8 


  Total 4 7 2 13 


2025 
Selected Intervention 
Sites  1 0 1 2 


  Selected Control Sites 0 3 0 3 


  Rest of SBC 2 4 1 7 


  Total 3 7 2 12 
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Table 5-12: Number of motorcycles involved in collisions in the Borders by 


severity of collision for 50mph and 60mph roads 


Year  Sites Fatal Serious Slight Total 


2018 
Selected Intervention 
Sites  2 4 4 10 


  Selected Control Sites 1 1 0 2 


  Rest of SBC 6 10 1 17 


  Total 9 15 5 29 


2019 
Selected Intervention 
Sites 3 6 3 12 


  Selected Control Sites 0 1 1 2 


  Rest of SBC 0 5 2 7 


  Total 3 12 6 21 


2024 
Selected Intervention 
Sites 3 0 1 4 


  Selected Control Sites 0 0 0 0 


  Rest of SBC 0 7 1 8 


  Total 3 7 2 12 


2025 
Selected Intervention 
Sites 1 0 1 2 


  Selected Control Sites 0 3 0 3 


  Rest of SBC 2 5 1 8 


  Total 3 8 2 13 


 


NB: For selected Control sites for 2024, the only motorcycle crash occurred on a 


40mph speed limit part of the A701 road 


As noted in Table 5-12 above, for the post intervention year of 9 months, from April 


2025 to December 2025, there were collisions in the selected Intervention sites 


resulting in 1 fatal, and 1 slight collision severities.  For the selected Control sites, 


there were 3 serious collisions severities recorded. For the same period, for the rest 


of SBC, there were 1 fatal, 5 serious and 1 slight collision severity. Post intervention, 


there is a shift in pattern in selected Intervention sites. There was a 50 percent 


reduction in the fatal collision severity from 2 fatal collisions each in 2018, 2019 and 


2024 to 1 fatal collision severity in 2025. The selected Control sites and rest of SBC 


have relatively higher fatal and serious collision severities of 1 and 8, respectively.    
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5.4.1 Casualty Severity and Number of Vehicles Involved 


This short sub-section considers casualty severities and the number of vehicles 


involved in the collisions, as shown in Tables 5-10 and 5-11. It has a slight variation 


from collisions due to the number passengers and number of vehicles involved. This 


was noted in 3.4 in Terminology and descriptions and in particular regard here, that 1 


collision may result in multiple injuries. For instance, in selected Intervention sites in 


2018, there were 9 collisions but 10 casualties with 2 fatal casualty severities, 4 serious 


and 4 slight casualty severities. This compares with the 2 casualty severities in the 


selected control sites.  


In contrast, in 2019, there were 11 collisions in the selected Intervention sites, but 10 


casualty severities. In 2024, there were 3 collisions in the selected Intervention sites 


but 5 casualty severities.  However, post-intervention, in 2025, from April, there were 


2 collisions and 2 casualty severities in the selected Intervention sites, as shown 


Tables 5-10 and 5-11. 
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6 Summary of Findings 


What is already known on this topic 


• Road deaths and serious injuries are both avoidable and potentially 


catastrophic for riders and the families and friends   


• Speed is the greatest single risk for motorcycle crashes and injury severity 


• Speed – ‘Looked, but failed to see’ includes higher speeds of motorcycle riders. 


• Single-motorcycle crashes on curves with poor carriageway conditions are more 


likely to have a lower probability of severe injuries compared with curves with 


good carriageway conditions due to compensating rider behaviour 


• Dry weather poses a greater risk due to rider compensatory behaviour. 


• Greatest safety benefits are achieved when the safe system approach is applied 


• The discrepancy between male and female rider crashes underscores the 


importance of gender-sensitive analyses in road safety research and highlights 


the need for targeted interventions to address underlying risk factors. 


There is a paucity of studies which address either a reduction or increase in the speed 


limit at any posted speed limit to determine its impact on casualties. 


 


What this study adds 


- A reduction from a 60mph speed limits to 50mph has had a possible significant 


impact on reducing motorcycle deaths 


- A reduction from a 60mph speed limits to 50mph has had a possible significant 


impact on reducing deaths among all motor vehicle class users 


- This emergent finding comes, however, with a major caveat, that 9 months only 


post-intervention data is insufficient to have confidence in the findings, albeit 


that this time period covers most of the main riding season of March to 


September. Longer term monitoring and analysis is required at both 


Intervention and Control sites 


- For motorcyclists, post-intervention there were higher average speeds at 8 of 


the 10 sites and small average speed decreases at 2 sites 
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- Considering the individual speeds recorded, some riders were travelling at 


significantly higher speeds than the posted limits which is offset in terms of the 


mean figures by other riders travelling at lower speeds. Grossly excessive 


speeds included riders travelling at more than 100mph at Intervention sites 


- For Control sites, no assessment can be made from one set of readings (After 


II). There is a need for further speed surveys to identify any emerging patterns. 


This is also true for the Intervention sites in order to have confidence in early 


findings. 


- Speeds driven among all classes of road users have risen slightly in the 


Intervention sites. More investigations are needed to understand the causes. 


 


7 Policy Implications and Future Work 


Motorcycle riders are at an elevated risk of injury compared to all other modes of 


road transport when judged against their small contribution to all classes of motor 


vehicles mileage (exposure). Speed is an important determinant of likelihood of 


collision and injuries. The intervention to reduce the posted speed limit across 


certain sections of previously 60mph speed limit roads with previous histories of 


motorcycle collision injuries has shown early signs of effectiveness. This is 


specifically reductions in killed and seriously injured. However, longer term 


evaluation of the intervention is required, not least to test whether the numbers of 


serious and fatal injuries declines over the next few years at the Intervention sites 


compared to Control sites. An interim 18 month evaluation and then a 36 month 


evaluation are necessary to have greater confidence in the emergent findings. This 


would require either an extension to the existing ETRO or making the ten 50mph 


speed limit sites permanent. 


In terms of speed, not least because of the relationship between higher speeds and 


collision injury risk, there is need for a better understanding as to why speeds for all 


classes of road user have risen. There may be wider societal factors at play and 


understanding the root cause(s) of increases in speed is likely to help in addressing 


collision casualties over the longer term (3 years plus). 
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Frequently asked questions – updated Nov 2026 
 
Why are we implementing the trial 50mph speed limit? 
We are committed to improving the safety of our roads and due to the disproportionate volume of 
motorcycle crashes on the region’s rural roads, 50mph speed limits were introduced at the request of 
Police Scotland for a trial period on the A6088, B6357, A708 and A7 north of Galashiels for 18 months 
from April 2025.   
 
Why has the trial been extended? 
The independent academic evaluation published by Edinburgh Napier University Transport Research 
Institute in September 2026 has shown a reduction in casualties since the introduction of the 
trial.  Car user casualties reduced from 17 to 5 while motorcycle fatalities decreased from 4 in 2024 to 
1 in 2025.  The report recommends extending the trial for a further 18 months in order to gather more 
data.  This recommendation has been agreed by Transport Scotland, Police Scotland and Scottish 
Borders Council Elected Members.  
 
Why on these roads? 
The A7, A708, A6088, and B6357 are popular recreational routes for motorcyclists and are locations 
with a history of motorbike casualties. The A708, A6088 and B6357 are quieter routes and along with 
the inclusion of the A7 north of Galashiels, it will allow us to consider the overall effect on a busier 
commuter route and regular complaint road.   
This trial is being funded from Transport Scotland’s Road Safety Improvement Fund that specifically 
targets locations where there is already a history of injuries.  Funding has been made available to trial 
this reduced speed limit pilot after a 2024 Transport Scotland report on road casualites, available 
on their website, showed motorcyclists are disproportionately likely to be injured or killed on our 
roads.  It showed that motorcyclists account for 16% of fatalities but less than 1% of traffic and that 
collisions are most likely to occur in 60mph A class roads. 
 
Why are all drivers having to reduce their speed if it’s targeting motorcyclists? 
It is not possible to introduce a speed limit that applies solely to motorcyclists, therefore any change 
would apply to all road users. The average speed of all road users, with the exception of motorcyclists, 
is already below 50 mph on these routes. As a result, it is not anticipated that car drivers would 
experience a significant difference to their journeys.  
 
Motorcycle injuries have not reduced on all routes so why continue with the trial? 
This trial was initially conceived with the aim of reducing motorcycle casualties and an unintended 
consequence that has emerged has been the overall reduction in injuries to car drivers across all 4 
routes.  On the A7 all casualties reduced from 15 to 5, the A708 saw an increase in 2 car users, on the 
A6088 from 5 to 0 and the B6357 2 to 1.  The recommendation from the independent academics is to 
extend the trial to determine if this has been a 1-off coincidence or if the 50mph trial has been 
influential in these reductions.  We can determine this by collecting more data over a longer period. 
 
 
 



https://www.transport.gov.scot/publication/key-reported-road-casualties-scotland-2023/key-findings/

https://www.transport.gov.scot/publication/key-reported-road-casualties-scotland-2023/key-findings/





 
How will the new speed limit be enforced? 
The A7, A708, A6088, and B6357 are popular recreational routes for motorcyclists and they continue 
to feature in Police Scotland's Road Policing patrol plans for the 2025/6/7 Motorcycle Safety 
Campaigns.  The majority of killed and seriously injured collisions in the Scottish Borders do not take 
place in towns or villages, but on open country roads and that is where our casualty reduction efforts, 
in partnership with Police Scotland and Transport Scotland, are focussed.  This will involve patrol and 
enforcement activity in both marked and unmarked vehicles.  In recent years Safety Cameras 
Scotland has carried out short term deployments over the summer period on the A708 in order to 
improve speed limit compliance. These short term deployments will continue and it is hoped that 
drivers/riders will be influenced to remain within the speed limit and reduce the risk on the road for all 
road users. 
 
Why are you funding a new speed limit trial instead of using the money to fix pot holes or improve 
roads? 
This trial is being funded from Transport Scotland’s Road Safety Improvement Fund which can only be 
spent in locations where there is a history of road casualties.  This fund is also being used to carry out 
additional works above and beyond the regular cyclical road maintenance, for instance the upgrading 
of safety barrier terminals, new cats eyes, installation of crash barrier curtains (motorcycle rails), 
upgrading of light controlled crossings, surfacing improvements, surface treatments, road markings, 
etc.   Since 2023 the Council has not only spent Scottish Borders allocation of the Road Safety 
Improvement Fund but has also successfully applied for the underspend from other local authorities 
and maximised the spend on roads with a casualty history.  These funds can only be used specifically 
for road safety measures which encourage safer road use for all and reduce the number of casualties 
on roads and cannot be spent on road regular maintenance or allocated to other departments within 
the Council.  A total of £2.27million has been provided by Transport Scotland to SBCs Road Safety 
Improvement Fund since 2023.  To date, the 50mph trial project has cost approximately £147,000 of 
this. 
 
25/26 funding - £725,786.  Initial funding £469,378, we applied and gained an additional £256,408  
24/25 funding - £728,711.  Initial funding £332,811, we applied and gained an additional £395,900  
23/24 funding - £813,684.  Initial funding £321,701, we applied and gained an additional £491,983  
 
Transport Scotland estimate that each incident resulting in a fatality costs approximately £2.41m, 
incidents resulting in serious injuries cost approximately £271k, and slight injuries around £20K  
 
How do I object to the extension of this 50mph trial? 
Whilst there is no formal opportunity for the public to object to the extension to the trial, should a 
recommendation be made to make any of the trial routes permanent, a full consultation will be 
undertaken. This will give members of the public the opportunity to support or object to the proposals. 
This will likely take place in early 2028.  No decision has been made on whether to make these roads 
50mph permanently.  Any future recommendations will be evidence based and will be subject to the 
full consultation process. 
Comments and feedback will be captured and considered as part of the overall evaluation of the 
trial.  The qualitative responses from the consultation as well as the quantitative crash, casualty and 







average vehicle speeds will all be taken into consideration. All this data will influence the longer term 
plans for the trial routes, as well as information from a recent national speed limit consultation, 
details of which can be found on the Transport Scotland website. 
 
Are these 50mph limits now permanent? 
No, the trial period has been extended to Spring 2028.   
 
Originally you said there would be a public consulation by now,  
 
What about journey times? 
Even before the trial, average speeds were less than 50mph across all routes, so journey times for 
those who were complying with the legal speed limit will not have seen any significant change. 
 
What will the evaluation of the trial look like? 
The overall aim of this trial is to reduce casualties on routes with significant motorcyclist injuries, and 
the evaluation will focus on how effective the reduced speed limit has been in improving these 
statistics.  A robust evaluation of the trial will analyse the effect, if any, of a lower speed limit in 
reducing collisions involving motorcyclists on the four sections of road identified.  Further evaluation 
of the trial extension will take place, concluding in Spring 2028. 
The evaluation carried out over the past 18months has indicated a casualty reduction – see extract 
below.  Further breakdown of each site can be viewed as part of the Evaluation.  - Scottish Borders 
Council 
 


 
. 
 
 



https://www.transport.gov.scot/consultation/national-speed-management-review-consultation/

https://www.transport.gov.scot/consultation/national-speed-management-review-consultation/

https://scottishborders.moderngov.co.uk/ecCatDisplay.aspx?sch=doc&cat=13425

https://scottishborders.moderngov.co.uk/ecCatDisplay.aspx?sch=doc&cat=13425




