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Importance of an Inspection, Assessment and Recording Regime 
 
The establishment of an effective regime of inspection, assessment and recording is the most crucial component of highway maintenance. The 
characteristics of the regime, including frequency of inspection, items to be recorded and nature of response should be defined following an 
assessment of the relative risks. The Inspection, assessment and recording regime should provide the basic information for addressing the key 
objectives of highway maintenance strategy. Namely: 
 
Network Safety:   complying with statutory obligations, meeting user needs 
 
Network Serviceability: ensuring availability, achieving integrity, maintaining reliability, enhancing quality  
 
Network Sustainability:   minimising cost over time, maximising value to the community, maximising environmental contribution 
 
 
 
Categories of Inspection 
 
Inspections and surveys can be considered in the following categories: 
 
 
1. Safety Inspections 
 
These mainly comprise relatively frequent comprehensive inspections of all highway elements, but the category also includes routine scouting for 
failures of highway lighting and illuminated signs and less frequent specialised inspections for electrical safety.  
 
Safety inspections are designed to identify all defects likely to create danger or serious inconvenience to users of the network or the wider 
community. Such defects should include those that will require urgent attention (within 24 hours) as well as those where the locations and sizes are 
such that longer periods of response would be acceptable. 
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They are normally undertaken by slow moving vehicle, at frequencies that reflect the characteristics of the particular highway and its use. In heavily 
used urban areas, particularly when inspecting footways, it may be difficult to obtain the necessary level of accuracy from vehicle based inspections 
and walking should be used in these circumstances. 
 
The regime should be developed in accordance with the principles of risk assessment and provide a practical and reasonable approach to the risks 
and potential consequences identified. It should be considered in the same light as a Safety Audit and treated accordingly. The inspection regime 
should take account of potential risks to all road users, and in particular those most vulnerable. 
 
Frequencies for safety inspections should be based upon consideration of:  
 
• Category within the network hierarchy 
• Traffic use, characteristics and trends 
• Incident and inspection history 
• Characteristics of adjoining network elements 
• Wider policy or operational considerations 
 
 
2. Service Inspections 
 
These mainly comprise more detailed inspections tailored to the requirements of particular highway elements to ensure that they meet requirements 
for serviceability. Service inspections for carriageways, footways and cycleways will generally be undertaken at less frequent intervals than safety 
inspections. The Code of Practice for Maintenance Management (BVCOP) makes no recommendations in respect of their frequency, as this will be a 
matter for local determination based on local user and community requirements for network serviceability. 
 
Service inspections are primarily designed to identify deficiencies compromising the reliability, quality, comfort and ease of use of the network, 
from the users’ point of view.  
 
They include inspections for regulatory purposes (including New Roads and Street Works Act) intended to maintain network availability and 
reliability .They also include less frequent inspections for network integrity.  
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3. Structural Condition Surveys 
. 
The most significant financial investments in highway maintenance will be in repairing, reconditioning and reconstructing highway pavements, in 
particular those of carriageways. In order to ensure value for money from this investment, authorities require information on the nature and severity 
of deterioration in order to determine the most appropriate maintenance treatment. There are a number of types of survey, each providing 
information from a differing perspective, and which in combination can provide a comprehensive picture of the condition of the asset. 
 
 
Legal Significance 
 
Authorities are not statutorily obliged to undertake comprehensive inspections of all highway elements under all of these categories. They are 
however strongly advised to undertake safety inspections in accordance with the principles of the Code in order that, where necessary, they are able 
to support a defence, primarily under Section 58 of the Highways Act 1980. This requires that a court shall have regard to “whether the highway 
authority knew or could reasonably be expected to know, that the condition of the part of the highway to which the action relates was likely to cause 
danger to users of the highway”. 
 
There is an obligation to undertake structural condition surveys to a certain extent in order to satisfy the requirements of BVPIs.  Inspections for 
serviceability however are discretionary, and the extent to which these are undertaken will depend on the maintenance regime established by the 
authority in the light of available resources. 
 
Guidance for each category of inspection is provided in the Code. This may be varied by authorities in the light of particular local circumstances 
and the relative risks and consequences associated with these, but the extent of variations should be clearly identified together with the reasons for 
their adoption. 
 
All elements of the inspection and assessment regime should be applied systematically and consistently in accordance with the principles of Quality 
Assurance. This is particularly important in the case of network safety, where information may be crucial in respect of legal proceedings. It is 
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important to recognise however that all information recorded, even if not primarily intended for network safety purposes, may have consequential 
implications for safety and may therefore be relevant to legal proceedings. 
 
 
Periodic Review 
 
Arrangements should be made to review the inspection, assessment and recording regime at intervals to consider changes in network characteristics 
and use, completeness and effectiveness of data collected, effectiveness of data analysis and the need for changes to the inspection regime. 
 
Although the category within the hierarchy, in combination with traffic use, will be the main determinant of inspection frequency, other factors 
should be taken into account in deciding whether consideration should be given to increasing or reducing the frequency.  These could include 
developments, level of accidents, risk, levels of pedestrian or cycle usage, premium bus routes, Travelwise initiatives such as ‘Safer Routes to 
School’, access to Railway Stations, etc.  
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Exceptions Report 
 
The following tables set out the key objectives from the BVCOP, and the recommended levels of service and inspection frequencies that apply to them.  
The tables also provide a comparison with Oxfordshire County Council policy and practice.  It must be emphasised that the BVCOP states that 
authorities do not have to comply with these recommendations. They may be varied by authorities in the light of particular local circumstances and the 
relative risks and consequences associated with these, but the extent of variations should be clearly identified together with the reasons for their adoption. 
 
Authorities may well experience difficulty in meeting the serviceability and sustainability criteria in the short term. This is primarily due to changes in 
working methods and systems, and the higher levels of service and resource implications that relate to them.  Nevertheless, they are very worthwhile 
targets to aim for.  There is no doubt  that Council practices must evolve in order to provide a service that not only satisfies the essential criteria, but is 
more aligned to the spirit of the new BVCOP, and  more responsive to the needs and aspirations of the community. 
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INSPECTION REGIME 

 
INSPECTION FREQUENCY  BY CATEGORY 

TABLE 1 

INSPECTION 
CATEGORY 

KEY 
OBJECTIVES 

BVCOP  OCC COMMENT 

Feature  
 

Description  Category Frequency Feature Category Category Frequency 

Strategic 
Route 

2 1 month 0 1 month 

Main 
Distributor 

3(a) 1 month 
 

1 1 month 

Secondary 
Distributor 

3(b) 1 month 2 1 month 

Link Road 
 

4(a) 3 months 3 3 months 

Roads 

Local Access 
Road  

4(b 1 year 

Roads NRSWA 
Reinstatement 
Categories  

4 1 year 

Actions and 
response times will 
depend on the 
category of defect 
and degree of risk 
(Table 2).  
A review is 
required to 
consider changes 
to road hierarchy 
and the impact on, 
inspection routes, 
and response 
criteria. 
 

         
Prestige 
Walking Zone 

1(a) 1 month Town Centres 1(a)  
1 

1 month 

Primary 
Walking 
Route 

1 1 month Core 
Pedestrian 
Routes 

1 
2  

1 month 

Secondary 
Walking 
Route 

2 3 months Local 
Pedestrian 
Routes 

3 3 months 

Link Footway 3 6 months 

Footways 

Local Access 
Footway 

4 1 year 

Footways 

All Other 
Footways 

4 1 year 

A footway 
hierarchy has been 
established for all 
Cat 1a, 1 and 2 
footways, and is 
used in the 
calculation of Best 
Value Performance 
Indicator (BVPI 
187).   

         

Safety To identify all 
defects likely to 
create danger or 
serious 
inconvenience to 
users of the 
network or the 
wider community. 
 

Cycle Route Part of 
Carriageway 

A As for Roads Cycle 
Route 

Part of 
Carriageway  

 As for Roads Applies to routes 
that are formally 
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Remote from 
Carriageway 

B 6 months Core Cycle 
Routes & 

 6 months 

National 
Cycle 
Network 

 6 months 
 

Cycle Trails  C 1 year 

Non-Core 
Cycle Routes 

 1 year 

adopted. 
Regimes applying 
to cycle routes are 
being considered as 
part of the OCC 
Cycling Strategy. 
Review. 

Electrical 
Installations 
 

 
Inspection frequencies should be based on 
risk assessments, but should not be longer 
than six years. 
 
Authorities should establish priorities for 
responding to reported lamp failures, 
together with a regime of regular 
monitoring. 
 

 
Regime primarily based on Code of Good Practice for 
Road Lighting Maintenance, rather than risk assessments. 
 
Different criteria apply to street lighting, traffic signals, 
illuminated signs, etc. 
 
Refer to tables 12, 14 & 15. 

 

    
 
Structures 

Structural inspections of bridges and 
structures are not dealt with by the Code and 
reference should be made to detailed 
technical advice. 

As stated in HM Policy Manual  
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LEVEL OF SERVICE 

 
CATEGORY OF DEFECT AND RESPONSE 

TABLE 2 

DEFECT 
CATEGORY  

KEY OBJECTIVES BVCOP  OCC COMMENT 

Emergency repairs carried out within 2 hours of 
instruction. 
Urgent repairs completed within 24 hours of the issue 
of an order. 
Priority 1 repairs completed within 14 days of the 
issue of an order. 

If it is not possible to correct or make safe the defect at 
the time of inspection, which will generally be the case, 
repairs of a permanent or temporary nature should be 
carried out as soon as possible and in any case within a 
period of 24 hours. Permanent repair should be carried 
out within 28 days 

Priority 2 repairs completed within 28 days of the 
issue of an order 

Category 1 Those defects that require 
prompt attention because 
they represent an 
immediate or imminent 
hazard or because there is 
a risk of short–term 
structural deterioration.  
 

 
Where defects with potentially serious consequences for 
network safety are made safe by means of temporary 
signing or repair, arrangements should be made for a 
special inspection regime to ensure the continued 
integrity of the signing or repair is maintained until a 
permanent repair can be made 
 

 
Measures dictated by circumstance.  
 
Hazards made safe using temporary signals, coning 
or guarding are checked daily by contractor. 

Category 2 All other defects Repaired within planned programmes of work, with 
priority depending on the degree of deficiency, traffic 
and site characteristics. 
. 

Routine repairs are incorporated into a general 
programme of works and undertaken as soon as 
practicable. 

Guidance 
recommends that 
Authorities adopt a 
range of local target 
response times, and 
apply them in 
responding to 
various categories 
of defect, according 
to the perceived 
degree of risk, 
having regard to the 
characteristics and 
use of the Network.   
 
 

 
 
 

Defects to be reported  -  
 
These are as set out in Appendix B of the Code of Practice for Maintenance Management.  The list of reportable defects has been amended slightly in the 
2005 Code, and although the changes will have little operational significance compared to OCC current practice, for completeness, the Council will work to 
the amended (2005) definitions from April 2006.  
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INSPECTION REGIME 

 
INSPECTION TYPE AND FREQUENCY 

TABLE 3 

INSPECTION 
CATEGORY 

KEY OBJECTIVES BVCOP  OCC COMMENT 

To identify deficiencies 
that compromise the 
reliability, quality, comfort 
and ease of use of the 
network, from the users’ 
point of view. 
 

The extent of the service inspection regime adopted by 
authorities is discretionary and the advice given in the 
BVCOP may be subject to considerable local variation in 
the light of individual circumstances.  
 
Although not intended for identifying defects that could 
potentially compromise user safety, any such defects 
observed during service inspections should be recorded 
and dealt with in the same way as for a safety inspection. 
 

Covered by Structural Inspection regime (Table 4) 
 
 
 
Defects identified during service inspections or 
informal inspections are treated as Category 1 or 
Category 2 as appropriate. 

The Council is in 
the process of 
formulating a 
Transport Asset 
Management Plan 
(TAMP), aimed at 
quantifying the 
main items of 
highway inventory 
and defining 
programmes of 
servicing, 
replacement or 
repair that are most 
cost effective. 

New Roads and Street Works Act 1991 (NRSWA) 

Various other duties, including dealing with 
encroachments, illegal or unauthorised signs, 
obstructions, etc. Many of these duties have wider 
implications for highway maintenance, possibly in terms 
of safety.  Details of how the occurrence was dealt with 
(or not dealt with) by the authority may be a material 
consideration in legal proceedings 
 
 

Duties undertaken in accordance with appropriate 
Acts. 
 
NRSWA: Quarterly co-ordination meetings and pro-
active management of schemes to inform public and 
minimise disruption.  
 
Encroachments, obstructions, illegal signs, etc as 
Policy Manual and Highways Act. 

 
 
Street works co-
ordination. 
Regulation and 
enforcement, issue 
of licences, etc 

Service 
inspections 

Regulatory purposes  
 
Risk to users and adjoining 
property / 
 
Minimising and signing of 
obstruction / 
 
Inconvenience to disabled 
people / 
 
Heavy vehicle parking 
causes structural damage. Illegal parking on verges and footways, especially by 

heavy vehicles, could cause considerable damage and, 
where this is occurring, it might be relevant to increase 
inspection frequency. 

Illegal obstructions and encroachments covered by 
Policy Manual.  
 
Over-riding of footways causes damage to paving 

Dangerous or 
obstructive parking 
– currently the 
responsibility of 
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slabs in particular. The problem is compounded in 
town centres and busy shopping areas by delivery 
vehicles and errant parking.  The footways in these 
areas are often surfaced with paving slabs.  The areas 
with large pedestrian movements are already subject 
to higher inspection frequencies.  
 
Parking in residential streets in central Oxford is 
considered in reviews of residential parking, and 
enforced where appropriate. 
 
 
 
 

police to enforce.  
OCC can only 
enforce where there 
is non-compliance 
of on-street parking 
restrictions in a 
decriminalised 
parking area. OCC 
may acquire 
additional 
enforcement 
responsibilities 
through the Traffic 
Management Act 
 
 
Repair frequencies 
will be a 
consideration of 
asset management 
planning, and in a 
review of route 
hierarchies. 
 

Network integrity. It is suggested that authorities undertake service 
inspections of network integrity at intervals of three to 
five years, and that the outcome of such surveys be taken 
account of in maintenance planning. The timing of such 
surveys could correspond with Best Value reviews 
 

As table 17 Operational 
inefficiencies not 
otherwise noted by 
inspection. eg poor 
siting of signs or 
markings, 
discontinuous 
facilities, mobility 
crossings, etc 
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INSPECTION REGIME 

 
INSPECTION / SURVEY TYPE AND FREQUENCY  

TABLE 4 

INSPECTION 
CATEGORY 

KEY OBJECTIVES BVCOP  OCC COMMENT 

Scanner Surveys compulsory on 50% of Principal 
Road network annually.  The survey provides an 
assessment of carriageway cracking, rutting, surface 
texture and profile and the data for calculating BVPI 
223 - Condition of Principal Roads.  

50% of A roads 
surveyed annually, 
plus any other sites 
for operational 
purposes. 

Deflection Surveys – although no longer obligatory, 
OCC has continued to survey sufficient road lengths 
each year to produce comparative data to BV 96.  
From 2006, deflectograph will be targeted to sites of 
less than 10 years residual life, and as an aid to  
scheme specific design. . 

Previously used for 
calculation of 
BV96. 

HRM (High Speed Road Monitor) – not obligatory.  
OCC has recent HRM data on all classified roads. 
Recently superseded by Scanner. 

Potential to use on 
parts of unclassified 
network. 

CVI (Coarse Visual Inspection) - compulsory. 
Minimum of 25% of unclassified network surveyed 
annually.  Required for calculation of BV 224(b) - 
Condition of Non Principal (Unclassified) Roads.  A 
driven survey. 

Survey provides an 
overview of Non 
Principal road 
condition, but data 
is subjective. 

DVI (Detailed Visual Inspection) – compulsory. 
50% of Category 1a, 1 and 2 footways surveyed 
annually.  Data required for calculation of BV 187 – 
Condition of Footways.  A walked survey. 

Category 1a, 1 and 
2 footways have the 
most pedestrian 
traffic, or greatest 
strategic 
importance. 

Structural 
inspections 

Structural condition 
surveys are primarily 
intended to identify 
deficiencies in the 
highway fabric which, if 
untreated, are likely to 
adversely affect Network 
Value. They may also have 
implications for 
serviceability in the short 
term. 
 
Structural condition 
surveys are also 
undertaken to collate data 
for reporting to central 
government, for 
benchmarking, to 
formulate programmes of 
repair, and to substantiate 
LTP submissions and other 
bids for funding. 

Authorities in England are required to undertake 
structural condition surveys for the calculation of BVPIs 
 
Survey data may be used strategically to support 
decisions based upon network condition and budget 
levels, and as an operational tool to support engineering 
decisions relating to the identification and prioritisation 
of remedial works at scheme level. 
 
  

SCRIM survey (Sideway-force Coefficient Routine 
Investigation Machine). –measures skidding 
resistance of road surfaces  
Important safety characteristic. Entire A road 
network surveyed every year.   B roads surveyed on a 

Site categories 
recently-re-defined. 
 
Covered under Safety 
Inspections and 
skidding resistance 
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2 year cycle, plus targeted sites elsewhere. policy. 

Authorities are expected to undertake surveys of specific 
sites for NRMCS (National Road Maintenance Condition 
Survey) 

Submitted annually Provides a national 
picture of highway 
maintenance and 
progress against 
government targets. 

 HAMP surveys – detailed visual inspection, 
assessment and prioritisation of targeted sites.  
 
Will be incorporated into the developing Asset 
Management assessment and ranking procedure  

Has been the main 
method of ranking 
structural 
maintenance schemes 
on non-principal 
roads and footways.  

 Miscellaneous surveys – specified as necessary.  Provision of 
supporting data for 
the design of specific 
schemes, or to 
provide additional 
network coverage. eg 
Trial holes,  coring, 
ground radar, etc 

Electrical Installations 
 
A visual structural inspection should be carried out and 
reported during every maintenance visit, with a detailed 
structural inspection carried out in accordance with a 
programme produced following risk assessment. 
 

 
 
 
As tables 12, 14, and 15 

  

Structures As stated in HM Policy Manual  
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CARRIAGEWAYS 

 
INVESTIGATORY / SERVICE LEVELS 

TABLE 5 

KEY OBJECTIVES 
 

BVCOP  OCC COMMENT 

Nature, extent and location 
of surface defects 
 

Potholes: distinguished between Urgent, Priority and 
Routine. 
Road Studs: Loose or missing studs are to be 
recorded insofar as they are identifiable from moving 
vehicles.   
Road markings:  are recorded where obviously faded 
or defective (and as Table 13). 
Ironwork: loose, uneven, broken or rocking ironwork 
in carriageways, footways or cycleways is identified 
and the responsible Utility/Authority notified. 

Safety Inspection 
frequencies as 
Table 1. 
From April 2006, 
Inspected items as 
listed in Appendix 
B of the Code of 
Practice for 
Maintenance 
Management 
(2005). 

Edge deterioration distinguished between Urgent, 
Priority and Routine. 

Nature and extent of edge 
defects 
 

During safety inspections, all observed defects that 
provide for any degree of risk to users should be 
recorded, irrespective of the likely level of response. The 
degree of deficiency in highway elements will be crucial 
in determining the nature and speed of response. 
Although some general guidance can be given on the 
likely risk associated with particular defects, on site 
judgement will always need to take account of particular 
circumstances.  
 
 
 
 

Kerb defects distinguished between Urgent, Priority 
and Routine 

 

Routine testing on A & B road network, plus other 
sites as necessary -as Skidding Resistance policy.   
Application of grit to thin surfacings aligns with 
CSS/British Horse Society guidance (May 2005)- 
recommendations also  include identification of roads 
with relatively high horse rider use – refer Table     
(Network Integrity). 
Formal and informal safety inspections should 
identify excessively smooth surfaces or areas of loose 
chippings, flood deposited silt, etc 

Safety 

Nature and extent of 
surface skidding resistance 
 

Authorities should develop a strategy for managing the 
skidding resistance of running surfaces. The strategy 
should provide for regular measurements of skidding 
resistance followed by detailed investigation where the 
skidding resistance at a site has fallen to, or is lower 
than, the pre–determined Investigatory Level for that 
site.  
 

 
Obvious spillages of diesel or other bituminous 
solvents and discharges of water will also be noted 
along with significant occurrences of water ponding 
or seepage 

Skidding 
Resistance policy 
approved Dec 2005.  
*Policy amended 
Dec 06 to include 
proposals to modify 
site practice in 
respect of thin 
surfacings (subject 
to Cabinet 
approval).  



 17 

   
Any other items which come to the notice of the 
Inspector and which could cause a hazard to any 
legitimate road user should be identified. 

 

    
Nature and extent of 
surface defects 
 

A matter for local determination, 
 

 

Ride quality of the surface 
 

 

Covered by Structural Inspection regime (Table 4) 

 

Serviceability 

    
Surface noise attenuation 
characteristics 
 

 Increased use of quieter road surfacings generally. 
 
Surface dressing policy states that treatments other 
than surface dressing should be considered in villages 
and built up areas with speed limits greater than 30 
mph. 

 

Nature and extent of 
surface defects 
 

  

Sustainability 

Nature and extent of 
pavement defects 
 

 

Principal Roads in Oxfordshire are maintained to a 
relatively high standard.  They are the main routes for 
HGV’s. Transport Network Review (TNR) should 
serve to channel HGV’s further. HGV’s cause 
substantial damage to carriageways.  The Principal 
road s are most suited to take this traffic, the 
secondary roads less so. This is a form of damage 
limitation and more sustainable as  environmental 
damage is reduced overall (materials, noise, 
vibration, etc) 
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:  
FOOTWAYS 

 
INVESTIGATORY / SERVICE LEVELS 

TABLE 6 

KEY OBJECTIVES 
 

BVCOP  OCC COMMENT 

Footway surfaces where they are potholed or 
seriously misshapen are to be identified and sites 
distinguished between Urgent, Priority or Routine. 
Pedestrian safety will be the key in this situation. 

Slabs/modules - these will generally need to be 
walked to identify rocking components. Again, 
discrimination between Urgent, Priority or Routine is 
necessary. 
Ironwork - . all loose, uneven, broken or rocking 
ironwork in footways is to be identified and the 
responsible Utility/Authority notified. 
 

Nature, extent and location 
of surface defects 

Investigatory levels for footways are presently being 
reviewed by a joint Working Group and an Appendix to 
the Code will be issued when this work is complete. 
 

Dangerous barbed wire alongside footways should be 
noted   

Nature and extent of kerb 
and edging defects 

 Kerb defects distinguished between Urgent, Priority 
and Routine 

Where footways are 
remote from carriageways, 
safety and security of users 
will be an important 
consideration 

 Community safety lighting initiatives in place. 

  Any other items which come to the notice of the 
Inspector and which could cause a hazard to any 
legitimate user are identified. 
 
Pedestrian guard rails subject to visual inspection 
during routine safety inspection of footways.  
Proposal to carry out test for integrity every 5 years. 

Inspection 
frequencies as 
Table 1  
 
 
From April 2006, 
relevant items as 
listed in Appendix 
B of the Code of 
Practice for 
Maintenance 
Management 
(2005). 
 

Safety 
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Nature and extent of 
surface defects 
 

local determination, 
 

Defects identified during formal and informal safety 
inspections. 

 

Extent of encroachment 
and weed growth 

local determination, 
 

Targeted treatments as necessary with periodic 
application over larger areas.  
Treatment of weeds in rural areas restricted to protect 
biodiversity. 

 

The slipperyness of the 
surface 
 

 
local determination, 
 

Smooth surfaces or areas of loose chippings or flood 
deposited silt are noted during safety inspections. 

 

The quality of the surface 
 

local determination, 
 

As  Policy Manual, Oxford Public Realm Strategy, 
etc and programme of  town centre and village 
footway improvement schemes  

 

Integrity of the network local determination, 
 
Roads Used as Public Paths (RUPPs) should be 
considered as part of the carriageway hierarchy 

To be considered in review of network hierarchy’s Where footways 
remote from 
carriageways form 
part of an integrated 
route or network 
intended to 
encourage walking 
consideration 
should be given to 
adopting a 
consistent service 
inspection 
frequency for the 
route or network as 
a whole. 
 

Serviceability 

    
Sustainability Convenience and ease of 

use 
 

 Improving accessibility for older and disabled people 
and also the use of prams and pushchairs. 
This may include the provision of dropped kerbs in 
suitable locations and textured paving adjacent to 
crossing points at marginal cost during the course of 

As BVCOP 
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works.  
 
Securing continuous improvement in the safety and 
serviceability of footways, in particular network integrity 
will be a necessary component for encouraging walking 
as an alternative to the private car.  It will be important 
for maintenance strategy to positively address this. 
 
 

 
 
Various initiatives -Pedestrian Strategy,, Safer Routes 
to School etc  
 
New footway hierarchy defined that takes network 
integration into account.  Safety inspections not 
integrated fully with this at present. 

 
 
 
 
 
 

Nature, extent and location 
of surface defects   
 

The radical treatment or complete tree removal necessary 
to ensure surface regularity may not be possible or 
desirable and reduced standards of surface regularity 
may be a more acceptable and sustainable outcome. 

AS BVCOP  

Extent of damage by over–
running and parking 
 

 As  Table 3  

 
 
 



 21 

 
 
CYCLEWAYS 

 
INVESTIGATORY / SERVICE  LEVELS 

TABLE 7 

KEY OBJECTIVES 
 

BVCOP  OCC COMMENT 

Nature, extent and location 
of surface defects 
 

Cycleway surfaces where they are potholed or 
seriously misshapen are to be identified and sites 
distinguished between Urgent, Priority or Routine. 
Cycle safety will be the key in this situation. 
Slabs/modules as for footways, - these will generally 
need to be walked to identify rocking components. 
Again, discrimination between Urgent, Priority or 
Routine is necessary. 
Ironwork.- all loose, uneven, broken or rocking 
ironwork in cycleways is to be identified and the 
responsible Utility/Authority notified. 
 

 

Dangerous barbed wire alongside footways should be 
noted   

Nature and extent of kerb 
and edging defects 

Investigatory levels for cycleways are presently being 
reviewed by a joint Working Group and an Appendix to 
this Code will be issued when this work is complete. 
 
 
 
 

Kerb defects distinguished between Urgent, Priority 
and Routine 

 
From April 2006, 
relevant items as 
listed in Appendix 
B of the Code of 
Practice for 
Maintenance 
Management 
(2005). 
 

   
Any other items which come to the notice of the 
Inspector and which could cause a 
hazard to any legitimate user should be identified.  

 

Safety 

    
Nature and extent of 
surface defects 

local determination, 
 

Defects identified during formal and informal safety 
inspections. 

 

Extent of encroachment 
and weed growth 
 

local determination, 
 

Vegetation cut back as necessary.  

Serviceability 

The slipperyness of the 
surface 
 

 Defects such as any excessively smooth surface or 
areas of loose chippings or flood deposited silt are 
identified during formal and informal safety 
inspections 
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The quality of the surface 
 

local determination, 
 

  

Integrity of the network local determination, 
Where cycleways remote from carriageways form part of 
an integrated route or network intended to encourage 
cycle use, consideration should be given to adopting a 
consistent service inspection frequency for the route or 
network as a whole. 
 

 
Remote cycle routes are inspected annually. 
 
National cycle routes are inspected by Rangers who 
report defects and service requirements to OCC for 
action. 
 

 

    
Convenience and integrity 
of the network 
 

  

Nature, extent and location 
of surface defects 
 

  

Sustainability 

Extent of damage by over–
running and parking 
 

 

As Footways 
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HIGHWAY DRAINAGE SYSTEMS 

 
INVESTIGATORY  / SERVICE  LEVELS 

TABLE 8 

KEY OBJECTIVES 
 

BVCOP  OCC COMMENT 

Gullies, catchpits and 
interceptors 

All gullies cleansed once per year, with special 
arrangements for frequent inspection and attention to 
non–functioning or troublesome gullies and other areas 
particularly susceptible to risk of flooding.  Frequency of 
inspections will depend on local circumstances. 
 
Oil Interceptors –site/design specific 
 

AS BVCOP 
 
Drainage. It may only be possible to identify surface 
water drainage problems when an inspection takes 
place during or soon after rainfall. If the inspection is 
over dry roads, this fact is recorded. Defects such as 
standing water, inadequate grips, blocked gullies or 
offlets is recorded. Damaged ironwork is recorded 
elsewhere. 
 
Jetting of interconnecting pipework is undertaken at 
time of gully emptying if problem identified. 

 

Culverts and manholes  
 

Inspected every five years and cleaned when required 
 

No formal inspection regime. 
 
Cleaned as necessary 

 

Grips and highway 
authority ditches 
 

Cleared of vegetation and dug out when required. 
 

Work undertaken by contractors night crew –targeted 
to where there is a problem 

 

Kerb offlets 
 

Jetted once per year min 
 

Approx 25% per year - cleaned at same time as 
gullys in vicinity. 

 

Safety  
 
Accumulation 
of water on 
carriageways, 
footways and 
cycleways 
 

Piped drainage, soakaways 
and associated systems 
 

max 10 year Inspection/ 
clearing/ flushing intervals 

Targeted as necessary.  Some french drains are 
maintained annually. 

 

 Ironware comprising 
covers, gratings, frames 
and boxes set in Ironware 
comprising covers, 
gratings, frames and boxes 
set in carriageways, 
footways and cycleways  

As inspection regime for carriageways, footways and 
cycleways  
 
The following condition standards are suggested for 
ironware set in carriageways: 
Manhole covers and boxes in the carriageway should be 
installed to a tolerance of 

As inspection regime for carriageways, footways and 
cycleways.  Defects are identified during formal and 
informal safety inspections 
 
 
 
 
 

 



 24 

+/–5mm to the surrounding level. Gully frames and 
gratings should be installed level or not exceeding 10mm 
lower than the surrounding carriageway. When boxes, 
frames and covers are found to be greater than 20mm 
lower than the surrounding 
carriageway they should be re–set. 
 
 

  –   
Serviceability Gullies, catchpits and 

interceptors 
 

Material arising from all road drainage emptying and 
cleansing operations has potential implications for 
pollution and should be disposed of correctly in 
accordance with Environment Agency, or equivalent 
authority, requirements. 
 
Gullies should be over filled when emptied to ensure 
they are clear. If not the unit should be recorded for 
jetting. No more than 50mm of material should remain in 
the unit before it is recharged with clean water. 

As BVCOP  

 Grips and highway 
authority  ditches, 
 

Grip clearing should be commenced after the last grass 
cut and the programme completed if possible before the 
worst effects of winter. 
 

Work undertaken by contractors night crew –targeted 
to where there is a problem 

 

 Piped drainage, soakaways 
and associated systems 
 

Where the serviceability of such piped drainage is 
critical to flood prevention or there is evidence that more 
regular attention is necessary then the frequency may 
need to be significantly increased 
 

Targeted as necessary.  Some french drains are 
maintained annually.  Troublesome gullys and 
connections are serviced more regularly. 

 

Ironware comprising 
covers, gratings, frames 
and boxes set in 
carriageways, footways 
and cycleways  
 

Can cause noise and disturbance  Defects are identified during formal and informal 
safety inspections and acted on accordingly. 
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Polluted effluent from 
clearing of highway 
drainage affecting 
watercourses 

 Compliance with regulations  

Inadequate drainage of the 
highway structure will 
reduce effective life and 
increase maintenance 
liability 

 Locations with history of flooding are treated more 
regularly. 

System will be 
formalised as part 
of the asset 
management plan.  

Sustainability 

Authorities have a duty to 
prevent nuisance to 
adjoining landowners by 
flooding and should also 
work with others in the 
wider community to 
minimise the future risk of 
flooding 

 As HM Policy Manual  
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EMBANKMENTS AND CUTTINGS 

 
INVESTIGATORY / SERVICE LEVELS 

TABLE 9 

KEY OBJECTIVES 
 

BVCOP  OCC COMMENT 

Risk of loose material 
falling to injure users or 
damage facility 

The inspection and maintenance regime for significant 
embankments and cuttings should be based on a local 
risk assessment regime.   
Service inspection arrangements should then be based on 
specialist geotechnical advice, but should usually be 
programmed wherever possible to follow periods of 
heavy rain, severe frost, or prolonged dry weather. 

 Safety 

   
Risk of damage or service 
interruption 

a matter for local determination, 
 

 Serviceability 

   
Damage or loss of habitat   
Interruption or pollution of 
watercourse 
 

  
Sustainability 

Extent of damage and 
reduced life 
 

 

As BVCOP – difficult sites may have specific 
regimes 
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LANDSCAPED AREAS AND TREES 

 
INVESTIGATORY / SERVICE LEVELS 

TABLE 10 

KEY OBJECTIVES 
 

BVCOP  OCC COMMENT 

Safety Obstruction to user 
visibility and legibility of 
traffic signs 

All visibility areas should be kept clear. 
 
 
 
 
 
 
 
 
 
 
 
Verges: 
the first swathe from the edge of the carriageway, should 
always be kept cut as a pedestrian refuge 
 
 
 
Sight lines and minimum stopping distances should be 
kept clear and signs lights, and marker posts should not 
be obstructed.  Street lighting and traffic signs:  trees and 
other foliage should be trimmed back to allow the 
lighting to function and the signs to be legible, while 
maintaining the shape of the tree. Additional inspections 
may be needed during periods of maximum growth. 
 

Vegetation obscuring visibility or obstructing 
pedestrians, cyclists or vehicles is to be identified and 
where possible referred to the owners for attention. 
 
Vision splays: Verges, Central Reserves, 
Roundabouts, Hedges, etc  - as verge maintenance 
policy.  Ad-hoc treatments as necessary.  Areas of 
highway maintained by developer/sponsor as per 
maintenance agreements.   
 
 
Grass cutting alongside carriageway (urban and rural) 
- routine maintenance as stated in verge maintenance 
policy. 
 
Foliage affecting street lighting and illuminated 
traffic signs is identified during night-time scouting 
and also forms part of the routine highway safety 
inspection regime..   
Obstructions to traffic signs and bollards are also 
dealt with under “Road Signs” (table 12) 
 
Inspection of Stop and Give Way signs at minor roads 
should be included in the inspections of signs on the 
major road to which they control entry (Table 12) 

 
 
 
 
 
 
 
 
Grass cutting plans 
will be reviewed as 
part of the 
Transport Asset 
Management 
Planning process 
(TAMP). 
 
Policy for the 
Management of 
Highway Trees  
applies from 
December 2005. 
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Falling trees or branches  
 

All trees within and adjoining the highway should be 
examined annually for potentially dangerous conditions.  
 

Roadside trees exhibiting any clear signs of danger 
such as die back, split limbs, excessive lean, are 
made safe or reported to the owner for attention 
(action and response as defined in policy (the 
Management of Highway Trees).   If in doubt, 
arboricultural advice is sought.  
 
Tree Management as stated in HM Policy Manual 

Leaf fall from trees 
causing slippery surface 
 

 As covered by Highway Inspection regimes and 
attended to as necessary.  Road sweeping and 
sweeping of pedestrianised areas is the responsibility 
of District Councils.  

 
Site histories will 
be registered in the 
asset inventory -  
troublesome areas 
will be identified 
along with 
responsibilities, and 
potential 
improvements to 
regimes discussed 
with DC’s where 
appropriate. 
 
Discussions 
commenced with 
DC’s and Highways 
Agency to co-
ordinate grass 
cutting and litter-
picking operations 
 
 

Root growth affecting 
surface  regularity 
 

 Covered by Highway Inspection regime. Action as 
necessary. 

 

    
Potential for service 
interruption 

 Service standards governed by safety and 
sustainability criteria in the main. 

Serviceability 

Quality of user experience 
 

Embankment and cutting slopes and verges except 
visibility areas should not normally be cut regularly 
(rural verge mowing frequency dependent on rate of 
growth but normally twice per year). 

As BVCOP 
 
 
 
 

 
Policy for the 
Management of 
Highway Trees 
applies from 
December 2005. 
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In urban environments the frequency of cutting should 
consider debris and the potential for grass cuttings to 
block gullies.) 

 
 
 
 

 

 Access to ducts, drainage systems etc may need to be cut 
about once in three years  
 

Grass and vegetation is cut back to highway 
boundary every 3 years as stated in verge policy. 

 

 Authorities should take account of the character of the 
area, rather than applying regimes solely by speed limit 
considerations 

Stated in verge policy. 
 

 

 Weed treatment-should accord with traffic and 
pedestrian usage and accommodate local concerns.  
 
Noxious weeds should be dealt with on an ad hoc basis  
 
All weed spraying should be carried out in accordance 
with the Control of Pesticides Regulations 1986. 
Only approved pesticides may be used, these are 
chemicals listed in the “Blue Book” 
entitled Pesticides Approved Under the Control of 
Pesticides Regulation 1986. 
 
The use of weed–killers should be the minimum 
compatible with the required results. 

Treatment of weeds as Policy Manual - treatment in 
rural areas restricted to protect biodiversity. Most 
residential footways treated in spring and again later 
in year if required. 
Additional treatments are applied as necessary, and in 
response to requests from public. 
 
Noxious weeds dealt with as stated in Policy Manual 
and in Ragwort Policy. 
 
Only approved pesticides are used. 

 
 
 
 
 
 
 
. 

 Siding out should be carried out infrequently- normally 
not more than once in three years. Siding of kerbed roads 
should be carried out only when the encroachment of 
vegetation obscures the kerb. It is anticipated that, in 
most cases, this will be achieved by weed spraying. On 
un-kerbed roads, siding should be carried out in advance 
of surface dressing, where necessary. 
 
Important to co–ordinate arrangements for weed 
spraying with street cleansing operations. 
 

As BVCOP 
 
 
 
 
 
 

 
 
 
 
 
 
 
 
 
Discussions 
commenced with 
DC’s to better co-
ordinate operations 
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Problems of root growth 
for surface, structure and 
highway drainage 

 Covered by highway inspection regime.  Action 
taken as necessary. 
 

    
Landscape conservation & 
Mitigation of climate 
change effects 
 

 Annual programme of tree and landscape planting, 
and other environmental improvements.   
 
Environmental and ecological assessments carried 
out where appropriate.. 

 
Policy for the 
Management of 
Highway Trees 
applies from 
December 2005. 
 

Sustainability 
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FENCES AND BARRIERS 

 
INVESTIGATORY / SERVICE LEVELS 

TABLE 11 

KEY OBJECTIVES 
 

BVCOP  OCC COMMENT 

Maintain vehicle safety fences in a sufficiently sound 
structural condition to serve their function and not be 
dangerous to road users or pedestrians. 
 
Damaged sections of safety fences and pedestrian guard 
rails should be treated as Category 1 defects and made 
safe within 24 hours unless damage is clearly superficial 
with no loss of integrity of the fence or barrier. 
 

As Safety Fences and Barriers Policy 

Steel and wire rope safety fences and pedestrian guard 
rails should be inspected at intervals of five years in 
respect of mounting height, and integrity. Sections of 
safety fence that are found to be mounted at heights 
outside the limits specified or for which structural 
integrity is not in doubt, should be treated as Category 2 
defects Tensioning bolts of steel tensioned safety fences 
should be checked and reset to correct torque every two 
years, preferably in conjunction with service inspection. 
 

As Safety Fences and Barriers Policy 

Integrity and location of 
safety fencing for vehicles 
and pedestrians 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Risk of livestock 
disrupting traffic 

Pedestrian guard rails, boundary fences and 
environmental barriers should be inspected in respect of 
integrity and, where appropriate, stockproof qualities, 
during the course of service inspections of carriageways, 
footways and cycleways. A higher frequency may be 
necessary in some locations (eg, in areas with known 
higher incidence of vandalism). Inspections of structural 
condition and protective treatment should be carried out 
at intervals of two years. 
 

Boundary fences and stockproof fences are generally 
the responsibility of the adjoining land owner.  
Highway Authority boundary fences are usually 
installed as temporary measures until hedges grow to 
replace them. 
 

As policy -  a 
Review of existing 
installations has 
commenced to 
qualify condition 
and to prioritise 
programmes of 
upgrading or repair. 
 
Priorities based on 
risk assessments of 
individual sites. 
 
Urgent defects 
treated as Category 
1. 
 
 

Safety 

    
Serviceability Functionality Steel and wire rope safety fences and pedestrian guard As Safety Fences and Barriers Policy Safety Fences and 
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rails should be inspected at intervals of five years in 
respect of mounting height, surface protective treatment 
and structural condition. Tensioning bolts of tensioned 
safety fences should be checked and reset to correct 
torque every two years. 
 

Risk of livestock 
disrupting traffic 
 

Pedestrian guard rails, boundary fences and 
environmental barriers for which the authority is 
responsible, should be inspected in respect of integrity 
and, where appropriate, stockproof qualities, during the 
course of service inspections of carriageways, footways 
and cycleways. A higher frequency may be necessary in 
some locations (eg, in areas with known higher incidence 
of vandalism). Inspections of structural condition and 
protective treatment should be carried out at intervals of 
two years. 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Painting/protective treatments as necessary 

Barriers Policy 
approved by 
Executive in Dec 
2005. 

    
Sustainability Appearance and condition 

of fencing 
 

All fences and barriers should be cleaned and painted 
when necessary. 
 

As Policy  
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TRAFFIC SIGNS AND BOLLARDS 

 
INVESTIGATORY  / SERVICE LEVELS 

TABLE 12 

KEY OBJECTIVES 
 

BVCOP  OCC COMMENT 

Safety  
 
-Identification 
of risk to users 
 
 
 
 
 
 
 
 
 
 
 
 
 

Obstruction to user 
visibility and legibility of 
traffic signs and bollards. 
 
Separation of potential 
traffic conflicts 
 

The primary objective is to keep all traffic signs legible 
visible and effective as far as possible at all times in 
relation to the road use and traffic speeds.  
 
 
Cleaning should be undertaken when required. 
 
 
Vegetation potentially obstructing traffic signs should be 
recorded during safety inspections and service 
inspections of carriageways, footways and cycleways 
and treated accordingly. Additional inspections may be 
needed during periods of maximum growth. 
 
 
The following defects in signs and bollards should be 
treated as Category 1 defects. The speed of permanent 
repair will depend on the degree of danger but important 
warning and regulatory signs should be replaced as a 
matter of urgency: 
• matters affecting the legality of important 

warning and regulatory signs 
• damage, deterioration, or vandalism to signs and 

bollards leaving either the sign or situation to which 
it applies in a dangerous condition 

• missing traffic cylinders across gaps in central 
reserve fence at emergency crossing points 

 

Road Signs and Street Furniture.- damaged, 
misaligned, dirty or obscured signs are to be recorded 
and unauthorised fixings on signs removed or noted 
for removal. 
 
Cleaning outside of routine service periods when 
specifically required 
 
Vegetation attended to when required, and as stated 
in Table 10: Landscaped Areas and Trees  
 
 
 
 
 
Defects treated as Category 1. 
 
 
 
 
 
 
Damaged illuminated signs and bollards attended to 
within 2 hours if potentially dangerous.  Repairs 
completed within 5 days. 
 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
The purpose and 
functionality of 
original signage 
should be assessed 
when considering 
its replacement. 
 
The location of 
replacement signs 
and posts should be 
qualified with 
regard to details in 
the relevant traffic 
orders.  This may 
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affect the ability of 
the Council or 
Police to enforce 
traffic regulations.. 
 
Opportunities for 
reducing sign 
clutter should be 
explored, where 
feasible. 

Inspection of Stop and Give Way signs at minor roads 
should be included in the inspections of signs on the 
major road to which they control entry 

As BVCOP  

The presence of electrical 
equipment on highways 
requires special attention 
to ensure the safety of 
users and the community. 
 

Immediate attention should be paid to any damage or 
defect which could result in the exposure of live cables, 
and a programme of regular technical inspection by 
accredited personnel should be established to ensure the 
continued safety and integrity of all electrical equipment 
relating to the highway. The frequency of such 
inspections should be based on a risk assessment 
including consideration of records and the probability of 
vandalism, but should not be longer than six years 

Not based on risk assessment at present, but 
inspection regime in line with recommendations of 
Code of Good Practice for Road Lighting 
Maintenance. 
 
Visual inspection frequencies:   
Illuminated bollards  
and crossing beacons: yearly 
 
Illuminated signs: every 2 years 
 
Full electrical  test:  
all electrical appliances within a 6 year period 
 

The failure of illuminated 
signs and bollards could 
have implications for the 
safety of users.  
 

Authorities should establish priorities for responding to 
reported lamp failures, together with a regime of regular 
monitoring based on principles of risk assessment. In 
particular situations of high risk it may be prudent to 
establish a regime of lamp changing prior to life expiry. 
The Code of Good Practice for Road Lighting 
Maintenance includes recommended frequencies for 
night–time inspections. 

Illuminated signs: lamp failures repaired where 
practicable within 5 days 
Retroreflective sign faces used on signs and bollards 
provides a fall back measure  
Pedestrian crossings beacons and illuminated bollards 
have defective lamps changed within 24 hours  
 
Total replacements within 28 days. 

Detailed advice on 
electrical inspection 
and testing is 
included in the 
Code of Good 
Practice for Road 
Lighting 
Maintenance. 
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Non-illuminated items: 
Where there are implications for safety, any missing, 
damaged or non-functioning items shall be replaced 
as soon as practicable. 
 

 .  
More frequent cleaning of bollards and signs may be 
required in heavily trafficked areas or areas prone to 
graffiti. 
 
 
 
 
 
Special signing schemes may deteriorate more quickly 
than conventional signing.(eg  block work chevron 
treatments at roundabouts and traffic calming schemes 
using special signing)  
Block work chevrons are likely to need inspecting and 
cleaning annually 

Illuminated bollards:  
cleaned annually (internal and external), to coincide 
with lamp change. 
 
Additional external clean bi-monthly from September 
to April inclusive. 
 
Illuminated signs: 
cleaned every 2 years, to coincide with lamp change. 
 
 
Block work chevron treatments cleaned when 
required, or as specified in roundabout sponsorship 
agreements. 

The condition of non–illuminated traffic signs should 
be inspected at least every two years in daylight, and 
repeated at night for degradation of colour, retro–
reflectivity, deteriorating fittings, legibility distance, and 
average surface luminance, after cleaning. More frequent 
inspections may be necessary for strategic routes and 
main distributors, where more consistent high standards 
are desirable. Cleaning may be necessary annually or 
more frequently where subject to heavy soiling. 

Signs are included in safety inspection regime – 
defective signs are cleaned or replaced as necessary.  

Serviceability Traffic signs are one of the 
most visible elements of 
the highway network. 
They are highly valued by 
users and contribute 
significantly to network 
serviceability through 
facilitating efficient and 
effective use of the 
network. 

Optical inspections of illuminated signs and bollards 
should be carried out at regular intervals of no greater 
than two years, and ideally annually. Cleaning and lamp 

 
 
 

 
 
 
As identified 
through formal and 
informal 
inspections and 
third party reports. 
Orders then placed 
within 24 hours. 
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changing to coincide with service inspections A visual 
inspection of the sign supports should be carried out at 
the same time along with tightening and adjustment of 
bracket bolts and fixings. Night–time inspections should 
be undertaken in conjunction with those for street 
lighting faults. Due to the legal requirements for the 
illumination of traffic signs it is recommended that a 
group lamp replacement strategy be adopted for 
illuminated traffic signs and bollards. The lamp period 
replacement period will depend upon the type of lamp 
and its annual burning hours. Monitoring is also referred 
to in the Code of Good Practice for Road Lighting 
Maintenance. 
Inspections should initially be visual, and condition 
assessed against the criteria set out in TD 25/01. Any 
suspect areas identified by the visual inspection should 
be noted and further testing as described in TD 25/01 
instigated 

Illuminated bollards and pedestrian crossing beacons: 
optical inspections annually with cleaning and lamp 
changes. 
 
Illuminated signs:  optical inspection every 2 years 
with cleaning and lamp changes.  Visual inspection 
includes tightening and adjustments.  
 
Night–time inspections are undertaken in conjunction 
with those for street lighting faults. 
 
 
Group lamp replacement based on historic regime 
and timed to coincide with visual inspections.  

Inspection of Stop and Give Way signs at minor roads 
should be included in the inspections of signs on the 
major road to which they control entry. 

As BVCOP  

Traffic Signs Regulations and General Directions 
requires all pre–Worboys (1964) signs to be replaced by 
2005. Authorities should therefore be identifying such 
signs in their asset inventory survey or general 
inspections, for programmed replacement as necessary. 

Nearly all replaced.  

Vegetation potentially obstructing traffic signs should be 
recorded during safety inspections and service 
inspections of carriageways, footways and cycleways 
and  treated accordingly. 

As BVCOP  

    
Support of sustainable 
transport modes 

 Strategy as identified in Local Transport Plan (LTP).  Sustainability 

Contribution to local 
economy 

Although in many circumstances illuminated signs are 
essential, the use of high–reflectivity, non–illuminated, 

Network Integrity inspections as Table 17. 
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Protection of countryside 
and urban environment 
 

signs can bring benefits in terms of sustainability. This 
should be a consideration both for new signs and on 
replacement and should also be considered during the 
three to five year network integrity inspections. 
 

High-reflectivity non-illuminated signs used where 
practicable. 
 
 
 
 
OCC Signing protocol aims to reduce sign clutter. 

Heavy traffic routing can 
optimise maintenance 
 

 HGV advisory routes and other route actions in place. 
Transport Network Review will provide 
recommendations for HGV route management. 
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ROAD MARKINGS AND STUDS 

 
INVESTIGATORY / SERVICE LEVELS 

TABLE 13 

KEY OBJECTIVES 
 
 

BVCOP  OCC COMMENT 

A high proportion of road markings are essential for road 
safety 
 
Many road markings are used to give effect to regulatory 
provisions and it is important that their legal status is not 
affected by undue wear or damage 
 
White line markings on Strategic and Main Distributor 
roads and sites of high safety risk or with relevant 
accident record should be renewed when they are no 
longer adequate for their intended purpose. This is 
generally accepted to be when more than approximately 
30% of their area becomes worn away. Standards for 
other routes should be based on assessment of the 
relative risks. 

Routine safety inspections: 
Road markings are recorded where obviously faded 
or defective. It is not necessary to comment on the 
lack of provision of lines. 
Loose or missing road studs are recorded insofar as 
they are identifiable from moving vehicles. 
 
Specific inspections (as Policy): 
Annual visual inspection of all road markings and 
road studs on principal and non-principal roads, 
irrespective of age, with follow up inspections at 
identified sites to qualify condition and actions. 
 
25% of Critical sites surveyed annually as specified 
in TD 26/04. 

Safety Route delineation in 
darkness and bad weather / 
        Traffic control  
 

All mandatory road markings existing before resurfacing 
or surface dressing should either be masked during 
treatment or replaced as soon as reasonably practicable 
after the completion of work. If it is not possible to 
restore immediately in permanent materials, temporary 
markings should be used at sites where their absence is 
likely to give rise to dangerous conditions. Stop and Give 
Way marks should ideally be replaced permanently 
within seven days, other mandatory lines within 14 days 
and other markings and road studs within 28 days of 
completion of work. 
 
During resurfacing “No Road Markings” boards should 
be displayed until all markings have been replaced. 

As BVCOP  -  Road studs restored as soon as 
possible, junction markings within 7 days, but 
generally sooner; others lines within 7 days. 
 
 
 
 
 
 
 
 
 
 
As BVCOP 

 
 
 
 
 
Policy on Road 
Markings and Road 
Studs approved by 
Executive in Dec 
2005 
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Potential for damage and 
injury if loose 

Road studs that are either missing, or have become 
defective, should be replaced individually or by a bulk 
change depending on the individual highway 
circumstances. The aim should be for a minimum 90% of 
the studs to be reflective prior to the winter period. 
Displaced road studs lying on the carriageway, 
hardshoulders or lay–bys and loose studs if considered to 
be a hazard should be removed immediately if 
reasonably practicable. 
 

As BVCOP The opportunity to renew or upgrade 
road studs is generally taken when sections of road 
are resurfaced.  
 
 
Obviously defective road studs are identified during 
safety inspections.  Additional surveys as draft 
Policy. 

 

     
Serviceability Ease of use in darkness 

and bad weather 
 

Inspections in respect of wear, spread, colour, skid 
resistance and retro–reflectivity should be undertaken at 
intervals of one year for paint markings and two years 
for thermoplastic markings. Inspections for reflective 
conspicuity should be carried out at intervals of one year 
during the hours of darkness. Inspections should be 
programmed to enable maintenance works to be 
completed before the onset of winter.  
 
Inspections should initially be visual, and condition 
should be assessed against the criteria set out in TD 26. 
Any suspect areas identified by the visual survey should 
be considered for more detailed technical investigation 
depending on circumstances. 
 
 
Many road markings are used to give effect to regulatory 
provisions and it is important that their legal status is not 
affected by undue wear or damage 
 

For consistency and ease of monitoring, the draft 
policy recommends a regime of annual night-time 
inspections 
 
Policy on inspections for road markings and studs is 
shortly to be reviewed  
 
 
 
 
 
 
 
 
 
 
 
 
Missing or defective prohibitory lines are identified 
by parking attendants on their rounds.  There are also 
periodic spot checks carried out.  Defects are logged 
and the party responsible pursued.  If repairs are 
unreasonably delayed the County Council may 
undertake the repair and reclaim the costs. 

Technical Directive 
TD 26/04 
(Inspection and 
Maintenance of 
Road Markings and 
Road Studs on 
Motorways and All-
Purpose Trunk 
Roads) is the 
relevant standard 
that applies to 
Highway Agency 
roads. 
 
By convention, 
existing TD’s are 
adopted by LA’s:  
‘TD is commended 
to LA’s for 
appropriate use.’ 
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 Parking 
enforcement is 
sometimes 
compromised by 
incomplete 
reinstatement of 
road markings 
following utility or 
Council operations. 
Regular meetings 
take place with 
Oxford City 
Council, OCC area 
office and utilities.   

     
Support of sustainable 
transport modes 
 

A high proportion of road markings are fundamental 
to the implementation of integrated transport policy. 
 

Bus lanes, Parking enforcement, etc If such markings 
are not kept in good 
order, the measures 
may lose 
effectiveness and 
the success of 
transport 
integration 
compromised 

Edge delineation to reduce 
edge damage 
 

 Helps preserve roadside environments. Over-running by 
HGV’s is a major 
cause of edge 
failure on rural 
roads. 

Sustainability 

Movement of wheel 
tracking to reduce 
localised damage 
 

 Not possible where constrained by roads widths and 
boundaries  This practice is followed on rural roads 
when banks or over-run areas are reinstated.  

Lining can be used 
to guide vehicles 
away from areas of 
concentrated wear 
or weakness in 
running lanes 
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TRAFFIC SIGNALS, PEDESTRIAN 

AND CYCLE CROSSINGS 

 
INVESTIGATORY / SERVICE LEVELS 

TABLE 14 

KEY OBJECTIVES 
 
 

BVCOP  OCC COMMENT 

The primary objective is to keep traffic signals, 
pedestrian and cycle crossings legible, visible and 
effective as far as possible at all times in relation to the 
road use and traffic speeds. The following condition 
standards are suggested for signalled controlled facilities: 
 
• Defects in operation should be treated as Category 1 
• For urgent faults emergency action should be taken 

within specified times Damage repair within 24 
Hours. Less urgent faults to be repaired within one 
week 

• Warning signs should be erected if signals are likely 
to be off in excess of one hour.  

• At certain critical junctions, temporary traffic 
management measures should be installed if signals 
are likely to be off in excess of one day 

•  Failed lamps should be replaced within 2.5 days.  
• Flashing zebra crossing beacons should be replaced 

within 24 hrs. 
•  School crossing patrol flashing lights should be 

repaired within 24 hrs during term times 
 

 

As BVCOP 
 
 
 
 
 
 
 
 
Urgent faults made safe as soon as practicable within 
24 hours.   
Non-urgent within 7 days. 
 
Signs erected if signals cannot be repaired within 24 
hours. 
 
Only in exceptional cases 
 
Failed lamps of junction signals and controlled 
crossings replaced within 24 working hours. 
 
As BVCOP 
 
As BVCOP 

 Separation of potential 
traffic conflicts 
 
 
 

   

Safety 

Key safety contributor for 
vulnerable road users 

Traffic signals, pedestrian and cycle crossings are the 
key points of interaction between vehicles and the most 

refer Serviceability criteria. 
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 vulnerable road users. It is crucial that they are 
maintained to a high standard, and an automatic fault 
monitoring regime incorporated into the system should 
help facilitate  a rapid response’ 
 

 Guidance on aspects to be inspected and on defect 
criteria is given in TD 24/86. 

 

 Electrical Safety Inspections should be undertaken at a 
frequency no greater than every six years. Inspection 
frequencies are also covered by the Code of Good 
Practice on Road Lighting Maintenance. 

Manual interrogation of remote monitoring system 
every 4 hours, from 8am to 8pm, 365 days a year. 
 
 
 
 
 
As BVCOP  

     
Contributes to ease of use 
and efficiency 
 
Contributes to network 
integrity 
 

Service inspections of road traffic signals may not be 
necessary in relation to the functioning of the internal 
equipment as this may be provided through remote 
monitoring of the installation. The remote monitoring 
system may also identify the need for lamp replacement 
but bulk changing is likely to be preferred. Lamp 
changing regimes may vary at the discretion of the 
authority according to local circumstances. Signal lenses, 
regulatory signs and VMS signs should be cleaned 
annually. 
 
 

Visual service inspection on supporting structure and 
electrics every 12 months. 
 
Signal lenses and regulatory signs on aspects cleaned 
6 monthly.  VMS as per individual service 
agreements. 

 

 Service inspections of the physical condition of 
controller and auxiliary equipment cabinets and of other 
site hardware should be carried out at intervals of one 
year, and inspections in respect of electrical safety 
should be carried out at intervals of six years. Guidance 
on aspects to be inspected and on defect criteria is given 
in TD 24/86. Inspections should be visual, by remote 
monitor, or by approved test equipment as detailed in TD 
24/86. 
 

AS BVCOP  

Serviceability 

 For pedestrian crossings, scouting for illumination Scouting in conjunction with street lighting night–  
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should be undertaken monthly in conjunction with street 
lighting night–time inspections. Optical cleaning should 
be undertaken every two years.. 
 

time inspections.  Optical cleaning of controlled 
crossing components every 6 months.  Street lighting 
optics cleaned every 3 years 

     
Sustainability Support of sustainable 

transport modes /  
Support for local economy 
 

It is crucial to the cause of transport integration that 
traffic signals, pedestrian and cycle crossings are 
maintained to a high standard. Signal control also can 
add significantly to the efficiency of the network. In 
most cases an automatic fault monitoring regime 
incorporated into the system will facilitate an effective 
maintenance programme. 
 

As BVCOP  
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STREET LIGHTING 

 
INVESTIGATORY / SERVICE LEVELS 

TABLE 15 

KEY OBJECTIVES 
 
 

BVCOP  OCC COMMENT 

Increase night visibility for 
all users 
 

 As Street Lighting policy. Suggested 
standards for 
condition of street 
lighting are given in 
the Code of Good 
Practice for Road 
Lighting 
Maintenance, 
together with other 
detailed operational 
information. 
 

Contribution to crime 
prevention and reduced 
fear of crime 
 

 As BVCOP  

Safety 

Column deterioration can 
compromise safety 
 

It is important that authorities adopt a strategy for the 
management of the safety of street lighting columns. 
This will need to include risk management procedures 
for prioritising the inspection and testing of lighting 
columns and the application of non–destructive testing 
programmes to determine the structural integrity of the 
columns.  
 

A database of information must be established before 
a comprehensive risk management approach can be 
adopted.  Useful data includes manufacturer, design 
weaknesses, performance histories,specification, age, 
condition, location, exposure, traffic etc  It will be a 
feature of future asset management planning. 
 
A rolling programme of non-destructive testing of 
lamp columns 8m high and above is currently carried 
out. 
 
 
 
 

Detailed advice is 
given in Technical 
Report No 22 
(Second Edition, 
Institution of 
Lighting Engineers 
2001) based on 
research undertaken 
by TRL for the 
Highways Agency, 
CSS and the 
Institution of 
Lighting Engineers. 
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Festive Lighting: 
No private signs, plates, festive decorations or 
electrical apparatus may be attached to public 
lighting equipment, or installed above the highway 
without the prior approval of the Street Lighting 
team. 
 

In accordance with 
CSS Code of 
Practice for the 
Installation, 
Operation and 
Removal of 
Seasonal 
Decorations, 2nd 
Edition (2005). 

Reduce night–time 
accidents 

 As Policy and guidance  

 Immediate attention should be paid to any damage or 
defect which could result in the exposure of live cables, 
and a programme of regular  technical inspection by 
accredited personnel should be established to ensure the 
continued safety and integrity of all electrical equipment 
relating to the highway. The frequency of such 
inspections should be based on a risk assessment 
including consideration of records and the probability of 
vandalism, but should not be longer than six years 

Not based on risk assessment at present, but 
inspection regime in line with recommendations of 
Code of Good Practice for Road Lighting 
Maintenance. 
 
Visual inspection frequency:  every 3 years 
Full electrical test within 6 year period.  
 

 

     
Serviceability Ease of use at night for all 

users 
 As Policy and guidance  

     
Energy consumption is a 
sustainability issue 
 

 Use of lighting systems with longer lifespans and 
reduced energy requirements.  Recycling of 
components. 

 

Column deterioration may 
have long term financial 
implications 
 

 Painting of columns is not carried out routinely. It 
does little to prevent internal corrosion, so from a 
cost/safety perspective is less effective than renewing 
obsolete columns.  
 

 

Sustainability 

Help to regenerate and 
attract commerce 

 Lighting helps to create a safer environment. Street 
scenes are enhanced by sensitive lighting. 
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BRIDGES AND STRUCTURES 

 
INVESTIGATORY / SERVICE LEVELS 

TABLE 16 

KEY OBJECTIVES 
 
 

BVCOP  OCC COMMENT 

Safety 

 
Serviceability 

 
Sustainability 

 Structural inspections of bridges and structures are not 
dealt with by the Code and reference should be made to 
detailed technical advice. 
 

As stated in HM Policy Manual A Code of Practice 
for the Management 
of Highway 
Structures was 
recently published.  
The implications of 
the Code will be 
considered alongside 
the development of 
the TAMP 

 
 

 
NETWORK INTEGRITY 

 
INVESTIGATORY / SERVICE LEVELS 

TABLE 17 

KEY OBJECTIVES 
 
 

BVCOP  OCC COMMENT 

To ensure operational efficiency and Best 
Value. 

It is suggested that authorities undertake service 
inspections of network integrity at intervals of three to 
five years, and that the outcome of such surveys be taken 
account of in maintenance planning. The timing of such 
surveys could correspond with Best Value reviews 
 

Will be considered initially during collection of 
network inventory data and during review of 
maintenance hierarchies.  Thereafter, a dedicated 
survey will take place across the network every 5 
years. 
 
Maintenance regimes will be aligned appropriately to 
newly defined hierarchies and include consideration 
of the particular types of traffic using the route eg 
mobility access, high equestrian use, etc 

Operational 
inefficiencies not 
otherwise noted by 
inspection. eg poor 
siting of signs or 
markings, 
discontinuous 
facilities, mobility 
crossings, etc 
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WINTER SERVICE  

 

 
INVESTIGATORY / SERVICE LEVELS 

TABLE 18 

KEY OBJECTIVES 
 
 

BVCOP  OCC COMMENT 

Safety  Detailed statutory obligations and users needs vary in 
different parts of the UK but safety is a prime 
consideration for the Winter Service. 
 
In addition to carriageways, Code also advocates giving 
consideration to the pre-salting of footways and 
cycleway routes based on risk.  
 

   
Serviceability  Maintaining availability and reliability of the highway 

network is a key objective for the Winter Service and 
one where user judgements of performance will be 
immediate rather than longer term 
 

   
Sustainability  Low temperatures and the formation of ice can cause 

serious damage to the fabric of running surfaces and the 
Winter Service can therefore make an important 
contribution to whole life costs 
 

As HM Policy Manual and Winter & Other 
Emergencies: Procedure & Organisation Manual. 
 
Guidance recommends adopting a true risk 
management approach to the selection of pre-salting 
routes and actions. Although OCC pre-salts a 
relatively high proportion of the road network 
compared to many other Authorities, the OCC pre-
salting routes are based mainly on road hierarchy and 
historical precedent.  Currently, this does not include 
direct pre-salting of footways and 
separated/segregated cycle routes. 
 
A more detailed risk management based regime will 
be considered for future winter seasons.  
 
 
 

Table H1 (Decision 
Matrix Guide) 
retained from 
previous Code – the 
new Matrix will be 
evaluated alongside 
the existing 
Decision Matrix to 
qualify its potential 
influence on 
decisions in 
practice  
 
Table H2 
(Treatment Matrix 
Guide) has been 
modified to reflect 
OCC practice. 
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WEATHER AND 

OTHER EMERGENCIES 

 
INVESTIGATORY / SERVICE LEVELS 

TABLE 19 

KEY OBJECTIVES 
 
 

BVCOP  OCC COMMENT 

Safety 
/ 
Serviceability 
/ 
Sustainability 

Planning for Climate 
Change 
 
Severe Weather 
Emergencies Plan 
 
Content of Operational 
Plans 
 
Planning for Civil 
Emergencies 

Authorities should research the likely effects of climate 
change for the delivery of highway maintenance 
services, taking account of  geography, topography and 
geology. They should identify risks particular to the 
authority, and plan, so far as practicable, to mitigate 
them. 
 
It should be possible to identify areas susceptible to 
subsidence, heave & high temperatures.  Also those areas 
susceptible to flooding.  Determine their scale and nature 
and how to mitigate them. Include these in the 
operational plan. 
 
Authorities should: 
• undertake a risk assessment to identify sections of 

highway at greatest risk and/or the greatest 
consequences 

• consult with local drainage authority 
• implement targeted programme of improvement 
 
. 
 
 
 
 
 
 
 

Winter Service as HM Policy Manual and Winter & 
Other Emergencies Operational Manual. 
 
Development of risk management approach to Winter 
Service as stated in Table 18.   
 
 
Examination of claims records may also help identify 
locations with higher risk of subsidence and flooding. 
 
Roads in Oxfordshire suffered from considerable 
damage during the exceptionally dry summer of 
2003.  Some of these roads carry high volumes of 
traffic. A case was made for additional funding and 
many of the roads have been subsequently repaired.. 
Damage was caused by clay shrinkage - the 
susceptible areas are now known.  The repaired roads 
will be monitored to qualify whether the treatments 
were cost effective in he circumstances.  
 
The Council has developed an Action Plan for 
responding to flooding incidents.  More work can be 
done to identify areas of the highway network that 
are most prone to flooding damage and associated 
problems and to assess the value of ameliorating 
them.  The work should include assessment of the 
risk posed to highway structures. 
 

The County 
Council has 
contingency plans 
in place for dealing 
with disasters and 
managing weather 
events. 
 
Identification of 
additional 
mitigation measures 
will require a 
comprehensive 
study across a range 
of activities.  
 
These studies will 
involve a 
considerable 
amount of work. 
 
A scoping exercise 
should be carried 
out at first, to 
quantify the scale 
of problems and to 
assess the potential 
benefits of actions. 
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In planning for increased risk of damage from increased 
wind speeds, local authorities should: 
• undertake a risk assessment to identify structures at 

greatest risk and /or consequences 
• undertake structural appraisal and consider 

implications for strengthening or removal 

Identify exposed sites, traffic speeds and risk to high-
sided vehicles.  Assess impact on structures, lamp 
colu,ns, signs, etc. 

 
This should be 
considered within 
the framework of 
asset management 
planning and 
development of the 
TAMP, but is 
unlikely to feature 
in its initial stages. 
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SUSTAINABLE HIGHWAY 

MAINTENANCE 

 
INVESTIGATORY / SERVICE LEVELS 

TABLE 20 

KEY OBJECTIVES 
 
 

BVCOP  OCC COMMENT 

Safety 
/ 
Serviceability 
/ 
Sustainability 

Policy for Sustainable 
Development 
 
 
 
 

Authorities should develop a policy for sustainable 
development in highway maintenance to forge the link 
between overarching Council objectives and works 
undertaken on the network. 
 
Sustainability appraisals should be fundamental to Best 
Value Reviews.  Undertake environmental audits of 
samples of schemes 
 
Subject to risk assessments, authorities should encourage 
the relaxation of technical standards where this brings 
about significant sustainability benefits. 
 
Materials should be consistent with the character of the 
area. 
 
Take opportunities to remove or simplify redundant 
signing where possible in conjunction with planned 
maintenance works. 
 
 
 
 
Nature conservation and biodiversity – develop a Bio-
diversity Action Plan. 
 
Waste Management – authorities should define and 
apply policies for the sustainable management of waste 

Highway Tree management Strategy and planting/re-
planting programmes. 
 
Recycling of materials is being carried out 
increasingly in the Council’s highway maintenance 
operations (eg Repave &, Rhinopave processes for 
reconstituting in-situ carriageway and footway 
materials.  Highway depots now have facilities for 
producing recycled aggregate.  The use of weather 
domains and real-time weather monitoring to 
enhance decision making and identify opportunities 
for selective treatments.  Trials involving the use of 
molasses in Winter Service de-icing operations, and 
the benefits to the environment of using less salt.  
Design of high-strength road pavements that 
minimise excavation, arisings, works durations, and 
associated traffic disruption, noise and pollution.  
Partnering arrangements and early contractor 
involvement to aid identification of time, cost and 
material savings and shorter construction times. 
 
Design of maintenance and improvement schemes 
that improve streetscape through the reduction of 
street clutter, and the use of sympathetic materials 
and planting. 
 
Maintenance and Improvement schemes designed 
with increased emphasis on future whole life and 

 
 
HM Policy Manual, 
Section C 
(Maintenance & the 
Environment). 
 
Future First agenda. 
 
LTP 2 
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arising from maintenance activities, including the 
encouragement of materials recycling, and the 
procurement of products that utilise recycled material. 
 
 
 
 

maintenance costs.  
 
 
Environmental and ecological assessments carried 
out where appropriate. 

 
 


