
Section H

MAJOR CARRIAGEWAY

AND FOOTWAY SCHEMES
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STRUCTURAL MAINTENANCE
Key Policies

 Subject to sufficient funding, maintain the Principal Road Network in optimum condition,
whilst improving the overall condition of Non-Principal roads.

 Bids for funding must be supported by comprehensive data from condition surveys, and by
progress measured against national and local performance indicators.

 Schemes to be prioritised in accordance with HAMP/PMS procedures, and with
consideration of community desires and co-ordination of streetworks.

 5-year major maintenance works programme to be assembled for principal and non-
principal roads.

 ‘Corridor’ approach to be adopted on larger schemes and on busier roads.

 Aim to carry out site investigation work in financial year prior to proposed site works.

 Works to be programmed, and reasonable measures put in place, to minimise disruption to
traffic and the local community.

 Major works to be protected for 12 months (S 58: New Roads & Street Works Act 1991).

 Establish an early dialogue with the local community, bus companies, and other key
stakeholders, and maintain contact as necessary.

 Keep the public informed about the timing and implications of highway maintenance
schemes. Use site signing, correspondence, press releases, radio broadcasts and the County
Council web-site to good effect.

 Method Statements to be produced at tender stage and agreed by client and contractor.

 Promote the early involvement of contractors in scheme development, and consider
partnering approaches and other ‘Re-thinking Construction’ initiatives.

 Contractual arrangements to develop in accordance with the Action Plan resulting from
the Best Value Review of Construction Procurement.

 Adequate site supervision to be maintained throughout the construction phase - the
necessary level of supervision to be confirmed during the planning stage.

 Major schemes to be formally evaluated upon their conclusion.

 Principles of the ‘Code of Practice for Maintenance Management’, OCC procedural
documents (eg Highway Project Practice Manual) and statutory requirements to be applied
throughout.
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1. Medium and Long-Term Strategy

The life of roads can be considerably extended if cost-effective treatments are applied before
serious deterioration occurs.Therefore, the County Councils’ ambition must be to arrest serious
deterioration over the network as a whole, so that future repairs can be programmed to take
place before roads become irreparably damaged.

Much of  the non-principal network remains in poor condition following years of serious
underfunding. Considerable and consistent levels of investment are therefore required to achieve
this goal, and to provide all highway users with the quality of highway infrastructure that is required.

Given sufficient funding, the overall condition of our network will improve, and we shall be able
to move away from the “fire-fighting” policies of the past.We shall then be able to exercise greater
flexibility in the selection, planning and execution of highway maintenance schemes, as well as
improving public safety,  and reducing whole life costs.

Structural maintenance schemes are ranked in order of priority, and programmed accordingly. On
major roads the ranking is based on predictions of the residual pavement life, and on visual
condition. Until 2001/02, capital funding for structural maintenance was available only for the
Principal Road Network (‘A’ roads). Funding levels and targetting of schemes using the Pavement
Management System (PMS) has resulted in optimum conditions on principal roads.The target now
is to keep roads at this optimum state.

Since 2001/02 Central Government has permitted the use of our Local Transport Plan structural
maintenance capital allocation for schemes on non-principal roads.We also received a significantly
larger capital award, and some assurances that this trend will continue.This enables us to forward-
plan with a greater degree of confidence.

For the time being, however, we must continue to target repairs to the areas of greatest need, as
our important routes will continue to deteriorate rapidly if left untreated.     But, if additional
substantial funds are consistently invested in the structural repair of our roads, over time there
will be fewer critical repairs to consider; this will lead to far greater scope in the programming
and phasing of works, and will result in improved co-ordination, less conflicts and a more versatile
approach to community issues.

2. Funding

a. Forward Planning

Bids for central government capital funding are made via the Local Transport Plan (LTP). The
applications relate to the major structural repair of carriageways, footways, bridges and retaining
walls, on the principal and non-principal road networks. Bids must be supported by
comprehensive data from condition surveys and by progress measured against national and local
performance indicators.

Following the introduction of the Single Capital Pot in  April 2002, the Highway Management
division must be able to demonstrate with evidence the need for an appropriate share of the LTP
backed finance (ACG).

Structural maintenance programmes for principal and non-principal roads shall as far as possible
be prepared at least 5 years in advance with, ideally, two suitable schemes available to be brought
forward and  implemented at relatively short notice should there be delays to planned
programmes. These are not reserve schemes; they are programmed works which have been
prepared in good time, which have been properly costed and consulted on, and which involve only
moderate traffic disruption.
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This forward planning brings further benefits, as it assists our partnering consultant and
contractors to programme and resource adequately, to reduce costs and deliver schemes on
target..

b. Corridor Approach

A “corridor” approach should be applied to all larger schemes on busier roads, to ensure that full
economic advantage is taken to renew or improve as much ageing or obsolete infrastructure as is
feasible, over the area where the highway works are scheduled to take place.

Consideration must also be given to introducing improvements to the layout or facilities at a
scheme location. Early dialogue with colleagues in other design teams must take place to allow
opportunities for enhancement to be properly explored, budgeted and resourced.

Scheme designs should therefore consider the footway and highway elements together with street
lighting, any traffic management or community initiatives, improvement to cycling facilities and the
proving, repair or renewal of highway drainage systems.  Although this approach may produce
works that are more prolonged, significant overall benefits should be realised. These include
reduced whole life costs, less overall traffic disruption, less duplication of work and resources,
improved facilities and improved pavement integrity.

Appropriate environmental and ecological impact assessments must be undertaken where such
improvements are proposed.

Care must be taken to properly consider the implications of the additional works when planning and
programming such schemes, and in the preparation of bids for funding.

A4130 Didcot: major carriageway repair and resurfacing scheme,
incorporating the construction of a 3km length of new cycleway

(KRH)
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3. Assessment and Prioritisation of Works

a. Assessment

Major maintenance works are identified and assessed by means of mechanical and other technical
surveys, and by visual inspection.These methods provide a means of qualifying and quantifying the
structural condition of the network.They are fundamental asset management tools, and are vital
to obtaining central government funding. They conform to UKPMS requirements (industry
standard UK Pavement Management System), and provide essential data for Best Value and local
Performance Indicators.

(i) Mechanical/Technical Surveys

M e chanical surveys  a r e  n o w  u n d e r t a k e n  o n  a l l  o f  t h e  c l a s s i f i e d
n e t w o r k  i n  O x f o r d s h i r e .  T h i s  i s  accomplished using road assessment vehicles
such as   deflectograph,   Scanner ,  or other approved method, supported by information
obtained from a comprehensive coring programme for targeted sites on the network.

Deflection and residual life are assessed by means of deflectograph surveys that are carried out
over 100% of the Category 1 network, including all Principal Roads, every 5 yrs.  Records of
carriageway characteristics such as rutting, cracking and surface profile are obtained
from  Scanner surveys.   These assist  in targeting  areas f or more detailed investigation,  and
subsequent analysis. Scanner surveys are undertaken annually on all classified roads.

Deflectograph surveys should be carried out in the periods March to mid-June or September
to November. Results must be obtained no later than December to allow sufficient time for a
new 5-year programme of capital structural maintenance works to be assembled and
submitted to central government for approval.

Scanner results are required by September to allow time
for effective programming of subsequent targeted
surveys.

A targeted coring programme should also be used to
supplement the information from the mobile surveys.

Measurements of skid resistance are carried out using
SCRIM (Sideways Force  Coefficient Routine
Investigation Machine).  The process is described in
greater detail in Section H - Surface Dressing.

(ii) Visual Condition Surveys

Coarse Visual Inspection surveys of the County’s entire 4000+ km of carriageway are
presently undertaken on a 2 year cycle on B and C roads, and on a 4 year cycle on unclassified
roads.

These surveys are supplemented by HAMP surveys or detailed visual inspections (DVI) at
targeted sites.

Deflectograph (WDM)
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Reproduced from the Ordnance Survey mapping with the permission of the Controller of Her Majesty’s Stationery Office © Crown Copyright.
Unauthorised reproduction infringes Crown copyright, and may lead to prosecution or civil proceedings.

Oxfordshire County Council Licence No. LA076805
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b.  Prioritisation

(i) HAMP (Highway Assessment of Maintenance Priorities)

We currently operate an assessment system that ranks carriageway and footway schemes
across the network. It provides a basis for identifying items for inclusion in the annual
structural maintenance works programme. HAMP inspections are a form of  detailed
inspection that are targeted at sites where pronounced deterioration is evident.  Sites are
identified from information obtained by mechanical survey, visual condition surveys or specific
requests.

The HAMP system then compares the data collected from each HAMP inspection to produce
a list of priority schemes that takes precedence in the annual highway maintenance
programme of structural repairs.

(ii) Defects

Physical defects in the highway structure are identified and quantified by inspection, and the
results expressed as levels of defects.These are then compared with critical levels of defects
that are benchmarks against which the proposed treatments are justified.

Defect types that are measured include major and minor surface deterioration, wheel track
deformation, road shape, surface irregularity, extent of existing patching, kerbing, edge
deterioration, and drainage.Allowances are then made for the relative importance of different
situations and for the influence of imminent improvements or redevelopments along the route.

(KRH)



(iii) Weighting

Schemes are ranked by allocating weightings to certain priority criteria.

These are:

 the severity, nature and extent of the defective area

 speed volume and nature of traffic

 importance of the route (classification and hierarchy)

 accident history

 local considerations (eg proximity to school or hospital, etc)

These criteria effectively consider the level of deterioration together with the use of the facility
and consequently, the service and performance requirements and implications for safety.

4. Programming of Works

Once a list of priority works has been identified the schemes are placed in order of merit, and
cost estimates produced.Annual programmes are then created by adding the cost of each scheme
together and reconciling the sum against the budget allocation for that year. Once the allocation
has been committed a cut-off line is drawn across the priority list and the outstanding schemes
then placed in the forward programme for successive years. Although the outstanding schemes
will retain a high priority, they may be subsequently superseded by more recently assessed, higher-
ranking works.

Early collation of data is crucial to achieving a satisfactory outcome. Preliminary briefs should be
issued very early in the life of a scheme, so that the major cost and time implications can be
established, and contingencies made accordingly.This extends to site investigation works such as
trial pits and coring, drainage testing, and identification of existing apparatus.

Involving contractors at the planning stages of schemes will help build relations and help to ensure
that programmes are realistic, that the works are properly resourced, and that the technical issues
are resolved early on.Attention must also be given to phasing of the works. Method statements
will address these criteria and must be agreed at an early stage.

The importance of establishing an early dialogue with the local community and other key stakeholders
must also be emphasised.

Local Members must be contacted at the preliminary planning stages and provided with periodic
updates as schemes develop.

5. Minimising Noise & Disruption

a. Co-ordination

The timing of the works within the annual programme will be influenced by a number of factors.
Sites in sensitive locations for example, or schemes with a high level of engineering difficulty will
require more detailed planning and consultation.Programming must reflect this.

Other criteria that will be allowed for when programming work include:

 Identifying other proposed works in the area that may conflict and cause unnecessary disruption to
traffic, and even abortive work. Forward programmes of major utility and highway authority

H-7
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works are discussed at 3-monthly co-ordination meetings, organised by the County Council.
Details of other County schemes and development proposals must be obtained from the
Authority’s own database, and by regularly circulating information to relevant parties.There
may be advantage in combining other works such as traffic improvements, street lighting or
bridge repairs within the same contract.

 Timing works so that they will have least effect on the travelling public. For example, during school
holidays, particularly if school bus services will be adversely affected, and diversion routes are
unsuitable.The effects of roadworks can also be minimised by restricting work during peak
hours on sensitive routes, and by allowing for any special events. A requirement for dedicated
full or part time manual control of temporary traffic signals must be stipulated in the contract
documents where significant delays to traffic are likely.

 Officers must also be considerate of the effects of prolonged works on traders in the vicinity and,
where feasible, plan works in town and city centres to avoid busy periods such as during
Christmas and the January sales. Similarly, work near to tourist attractions should avoid peak
season, if possible.

 Allow sufficient time to organise and implement temporary traffic orders, in particular any
temporary road closures (8 weeks). Ensure adequate time is built in to allow the relevant site
operations to be satisfactorily completed.

 In accordance with Section 58 of New Roads and Street Works Act 1991, allow 3 months to
advertise the works so as to protect the site for a 12 month period following completion of repairs.

 Consider the effects of weather on the proposed treatments and duration of the works.

 Further Consultation will be required as constraints are identified, and the design firmed up.
The level of consultation will reflect the degree of impact on the community as a whole.
Principal consultees will normally include:

  Executive Member for Transport
  Local Members
 Town or Parish Council
  Local residents
  Emergency Services
  Bus and Coach contractors
  Local schools and colleges
  School bus companies
 Freight Associations
 Public Transport/Bus and Coach operators associations
 Local Trade Associations/Chamber of Commerce
 Utility companies
 Other County Council offices and District Council offices: works, design, refuse

collection, cleansing, environmental health, planning, etc
 Special interest groups
 As appropriate

This list expands on the contacts identified in Fact Sheet No 28 (Annex 3).
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b. The Local Community

The local community is likely to experience the most disruption whilst roadworks are in progress
but may also benefit most from the improvements when complete.

County Councillors, Town and Parish Councils and residents are a valuable source of local
knowledge and should be approached at the only stages of planning and be kept informed of
developments hereafter.

Local Councils must also be contacted if plant, machinery or material storage is required on land
which is owned or maintained by that Council.

The needs and concerns of local residents must be considered carefully:

 Site hours - work in residential locations should not normally extend into the evening.At very
traffic sensitive locations there may be merit in extending site hours if it results in significantly
less disruption overall. In such circumstances, noisy operations shall be limited as far as
possible to the daytime and early evening, with the quieter work and carriageway resurfacing
carried out later on.Approval of the District Council Environmental Health Department must
be obtained well in advance, and their time restrictions and other conditions rigidly adhered
to. Similar attention must be given to the advantages and disadvantages of weekend working.
If Sunday working is necessary, plan activities so that church services are not disrupted.
Remember that not all religions worship on Sundays, and plan accordingly.

 Within reason, access to local residences and businesses must be maintained at all times.This
is particularly relevant when temporary road closures have to be put in place for reasons of
health and safety (usually because there is insufficient road width to ensure the safety of
operatives if live traffic is flowing past the works). Adequate signing and guarding must be
provided to allow pedestrians to walk in safety alongside the works. Where this is not
practical, footways may need to be closed. On occasions, it may be necessary to escort
pedestrians passed the site.

 Local residents must be able to manoeuvre their cars in and out of their driveways. In such
situations, temporary ramps must be provided by the contractor to accommodate any
pronounced changes in level between the footway and the carriageway resulting from the
works in progress.Where these are not feasible the client and contractor must agree local
arrangements with the residents.

 When roads have to be closed to accommodate repairs it is important that the community
is not isolated.Temporary shuttle services may have to be funded by the Authority if there is
no suitable alternative.

 By its nature, major road maintenance can be a noisy and dusty operation.Anything that can
be done to reduce its effects must be worthy of consideration. This extends to the use of
noise baffles on items of plant and equipment, and powering of temporary signals by
hardwiring instead of by mobile generators. This should be a requirement for prolonged
works in built up areas, or at other sensitive locations such as near to schools, hospitals and
residential homes. In rural situations such measures will generally be unnecessary.

A361 North Bar Street, Banbury - Major Carriageway Reconstruction (BAB)
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6. Public Relations

With so much at stake, it is vital that schemes are carefully planned and efficiently executed.And
with so many conflicting interests to consider, it is all about striking a balance. Decisions will not
always be popular, but providing the engineering reasons are properly explained, and the adverse
effects mitigated as far as is reasonable, there should be a general consensus of opinion in support
of the works, and a wider appreciation of why they are necessary.

The following guidelines apply to all major maintenance works (in this context ‘major works’ may
normally be taken as meaning schemes involving significant design input and cost, that are
programmed at least 3 months in advance of the site commencement date, with works durations
in excess of 7 successive working days. They may also include programmes of ‘specialist’ works
such as thin surfacing treatments). However, the following principles apply to all works where
there is likely to be significant traffic disruption and/or significant inconvenience to local residents:

 The Council will aim to post details on the County website at least 3 months prior to the
start of works.

 A letter to Local Members the Parish Council, residents and businesses directly affected by
the works, to be delivered at least 3 weeks prior to the commencement date on site where
practicable.All frontagers should be included; a judgement must be made as to the extent of
the distribution in neighbouring streets as the requirement will vary from site to site. The
content of the letters should explain:

a)  why the works are necessary
b)  the timescales, with key dates
c)  the working hours appropriate to the site
d)  traffic arrangements whilst work is in progress
e)  any other significant implications
f)  what measures have and will be taken to mitigate the effects
g)  details of special public transport arrangements
h)  a request to observe any temporary parking restrictions
i)   contact details of named County Council officers or their representatives, and

the Contractor
j)   benefits of the scheme
k)  details of further action, including follow-up letters

The client shall be responsible for ensuring that letters are delivered on time and to
format.

 It should be the aim to post information boards describing the scheme at either end of the
site not less than 2 weeks before the commencement date of the works, and significantly
earlier at very sensitive sites. The erection of such signs to be undertaken by the County
Council’s term maintenance contractor, rather than the contractor assigned to the main
contract, in order to ensure signs are posted in good time. Signs to be amended if the
commencement date is changed.

 Press release to be issued not less than 2 weeks prior to start of works - copies distributed
to the media, emergency services, freight associations, etc

 Ideally, a follow-up letter should be delivered 48 hours before works commence. Only those
residents immediately fronting the works need be included, provided the works are
scheduled to begin on time.All premises on the original circulation list must receive letters if
the work is re-scheduled.
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The project team shall ensure these letters are delivered on time.

 Information provided to local radio stations for broadcasting 2 working days before the start
of the works.

 Scheme board to be erected on site along
with Contractors’  signboards  clearly
displaying company name and 24 hour
contact number.

 Regular updates to be issued throughout
the works period (radio and Council
website ~  ‘Roads  On-Line’).  During
complex  or  sensitive schemes  it is
courteous and good practice to distribute
information locally in the form of printed
leaflets or newsletters, and to publish these
on the County Council website.Additional
press releases should also be circulated if
site or traffic management arrangements
are to significantly change.

 A final radio report to advise the public that
works are complete.

7. Design, Construction and Site Supervision

The design of thinner, stronger flexible pavements should be given detailed consideration.There
may be significant advantages gained by minimising the depth of excavation where shallow existing
apparatus exists, or at locations where construction activities must be fast-tracked.The number
of vehicle movements associated with delivery and disposal will also be reduced, and there will be
less exposure to noise, dust and disruption.

(KRH)
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Contractors may be unfamiliar with local issues and site conditions. Site constraints must
therefore be clearly stated in the contract documents so that they receive careful consideration
at the design and tender stage. Opportunities to develop partnership working and other 'Re-
thinking Construction' initiatives must be actively explored.

Contractors must produce Method Statements in support of their tender submissions.

Adequate levels of site supervision are essential.This is particularly important where major works
take place at sensitive locations, and there are considerable vehicle or pedestrian movements, and
many dwellings or business premises in the vicinity of the site.

Site supervisors represent the interests of the Highway Authority and the local community, and
should ensure that site operations are carried out to plan.They should also be able to respond
rapidly when unexpected problems arise. A permanent site supervisory presence should
therefore be specified on all major maintenance schemes at sensitive locations.The client Project
Manager has discretion to determine what constitutes a sensitive site, and in what circumstances
this requirement may be relaxed.

8. Use of Warning Signs for New Asphalt Road Surface

Newly laid road surfaces can exhibit a reduced initial skid resistance until the binder film wears
off. Braking distance could be affected until aggregate surfaces are exposed by the action of
weather and traffic.Consideration should therefore be given to erecting warning signs along newly
surfaced routes, particularly on fast roads at bends and junctions (Interim Advice note 49/03
provides guidance).
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9. Updating Records

Details of the type and extent of resurfacing and reconstruction schemes,  as-built, must be
entered into the Pavement Management System (PMS) on completion of the works so that an
accurate inventory is maintained

The Health and Safety File is maintained by the Area Engineers office.

April 08
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FAILED ROADS
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Key Policies

 All ’Failed Roads’ have now been repaired.

 This programme of work is now complete.



Surface Dressing near Uffington (KRH)
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SURFACE DRESSING

Key Policies

 Aim to surface dress before significant carriageway deterioration occurs.

 Check the skid resistance of A roads annually and B roads bi-annually. and programme the
treatment of areas identified as sub-standard.

 Consider the effects of tyre noise at sensitive locations - where possible, avoid surface
dressing through villages, and on other populated streets where the speed limit exceeds
30mph.Where this is not practical, safety will take priority over the desire to reduce road
noise.

 Provisional Surface Dressing programme to be identified by October of the year preceding
the surface dressing season.

 Majority of patching to be carried out at least 5 months in advance of dressing, and any
temporary road closures organised.

 Works to be co-ordinated with other planned highway and utility works in the vicinity.

 Parish Councils, bus companies and local residents to be contacted in good time.

 Temporary storage of chippings and equipment to be discussed with Parish Council

 All works to comply with the RSDA Code of Practice for Surface Dressing

 Advisory speed signs to be erected at each site, and removed following the final sweeping.

 Road studs to be restored as soon as possible after surface dressing.

 Lining - junction markings to be restored within 24 hours of surface dressing; warning signs
posted during interim. Other lines to be restored within 7 days.

 Client authority is required each day before surface dressing can commence.

 Client to agree traffic management arrangements at each site with Contractor, in advance.

 Re-cycling of chippings will be considered, subject to Engineers’ agreement, pre-inspection,
and guarantees.

 Surface Dressing contract awarded on the basis of cost and quality. Gains in efficiency,
quality and co-operation should result from specifying contract durations greater than one
year.
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1. The Process

Surface dressing offers a quick, efficient and cost-effective way of maintaining and extending the
life of roads. It provides a protective coating by sealing the carriageway surface to prevent water
penetration;  it helps arrest disintegration, and provides texture and resistance to skidding.
Essentially, the work consists of spraying hot bitumen on to the road surface followed by small

stone chippings, which are spread
and rolled in. Surface
dressing treatments should
be specified according to the
conditions encountered at a
particular site.  Innovative
techniques such as
sandwich dressing can
prove worthwhile.
Surface dressing is a very
weather dependent
process and is best
carried out in late spring
and summer.

2. Patching

Surface dressing is best
used as a preventative

treatment on roads that
are structurally  sound. If

deterioration has begun, patching
may be necessary before the surface

dressing can be applied. Where significant pre-patching is required, the use of an alternative
treatment should be considered, if it would result in less traffic disruption and potential longer
term cost and performance benefits.

Ideally, patching should be carried out some months before a road is surface dressed. This will
allow the material in the patch to compact, and any excess binder to be removed by the action
of traffic.

3. Identification and Targetting of Sites

 Visual inspection of roads will be carried out to identify sites that require surface dressing.

 SCRIM (Sideways Force Coefficient Routine Investigation Machine) tests are routinely carried
out on all A and B roads to identify sites with potentially low skidding resistance (as defined
in Design Manual for Roads and Bridges (DMRB)).

 The SCRIM results are compared to records of skidding accidents compiled by the Road
Safety Group.At this stage, additional sites may also be identified for further investigation.

 Griptesters or Pendulum tests may also be used to give an indication of the skidding
resistance of smaller areas.

Surface Dressing (KRH)
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 The combined data is then used to compile the surface dressing programme.

 Bids for funds should be made via the LTP process for treatment of sites with low skidding
resistance.

 SCRIM deficient sites that have above average incidence of skidding accidents should be signed
to warn motorists, and then be removed on completion of the surface treatment. Identified
deficient sites with no wet skid accident history may not be signed.

 Consider the effects of tyre noise at sensitive locations - where possible, avoid surface
dressing through villages, and on other populated streets where the speed limit exceeds
30mph. Consider alternative treatments in these situations.Where this is not practical, safety
will take priority over the desire to reduce road noise.

4. Information and Co-ordination

 Parish Councils and bus companies should be contacted regarding the forthcoming surface
dressing programme in their areas. Subject to comments received, follow up letters to be
issued as details are confirmed.

 Parish Councils to be kept informed of programme and proposals for storage of chippings,
plant or machinery in their area.

 4 weeks prior to start of works on roads with on-street parking - letters to be delivered to
each property along the route informing of approximate work dates, and request to park
where operations will not be impeded.

 All sites - information signs to be erected at each site not less than 2 weeks
before commencement of works, stating that the road will be surface dressed within the
month.

 All sites - letters to all properties along route 24 hours before commencement of surface
dressing.

 On streets where gully cleaning is often hampered by parked vehicles - organise gully cleaning
to follow on behind surface dressing whilst road is cleared of parked cars.

5. High-Friction Surfacings

In an emergency braking situation, high skid resistance can mitigate the effects of driver error, and
reduce the risk of a crash or its degree of severity.The County Council therefore targets high-
friction treatments to higher-risk locations, where they will have greatest benefit (Investigatory
Levels HD 28/94; DMRB and NG 924 High Friction Surfaces). Typically, these may occur on
approaches to junctions, traffic signals, pedestrian crossings, level crossings,  roundabouts and on
steep gradients.

High-friction treatments should be laid on approaches to all new formal pedestrian and cycling
crossing facilities.The distance that the treatment should extend in advance of a crossing is:

50 metres in a 30 miles per hour area, and
60 metres minimum on faster roads. C
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These rules may be relaxed at locations where traffic  is constrained, provided speed
measurements are taken at the site to confirm the decision. Polished Stone Values (PSV) must
comply with the requirements of the Design Manual for Road and Bridges (DMRB).

The integrity of the existing road surface must be checked at scheme planning stage when
considering the application of high-friction treatments.

The performance of these treatments may be compromised by failure of the underlying surface,
which may be weak and incapable of enduring the action of concentrated braking forces.

Surface dressed roads in particular, may need to be pre-patched or receive an overlay of more
robust surfacing.A period of 6 to 9 months should then elapse before the high-friction treatment
is laid, to avoid embedment of aggregate into the ‘regulating’ surface.

In such instances,

“Slippery road” warning signs must be displayed at the site until the high-friction material has been applied.

On coarse or open textured surfaces, pre-treatment with a suitable pad-coat may provide a
solution, subject to agreement of the specification with suppliers.

The provision of a new high PSV surface dressing over the existing surface, as an alternative to a
proprietory high-friction treatment, may offer a more cost-effective and appropriate solution at
some sites.

These issues must be considered at the feasibility and planning stages of a scheme, and at safety
audit.The seasonality of these treatments is also a factor which affects works programming. An
early dialogue between designers and Area offices is essential.

6. Colour and Products

Refer to Guidance note on Coloured Surfacing (Annex 4). Mar 08
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Anti-skid (KRH)


