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PLANNING AND MANAGING THE HIGHWAY NETWORK

The Highway Networ k
Table 10.1 indicates the composition of Y ork’ s highway network.

Table 10.1: Highway Network - Key Statistics

Footways 964 km
Carriageways 722 km

Verges 1,410,000 sg.m
Street lighting 17,000
Sgndsand Signs 6,600
Drainage 35,000 gullies
Bridges 73

Of the totd 722 km of carriageway and 964 km of footway there are 60 km and 50 km
respectively on principal roads (see Figure 10.1).

In addition to the above, there is afurther 55 km of trunk road within the City of York area
which is the responghility of the Highways Agency and this is currently maintained by
Halcrow astheir agents. It is proposed that in April 2002, 33km of this network will be de-

trunked and the responghility for maintenance will be trandferred to the City of York

Council (see Figure 10.1).

The Trunk Roads and Primary Routes in Y ork perform multi-functiona roles. They act as
links between regiond centres and dso as didrict digtributors.  These functions are most
eadly demondrated by the A1237 Outer Ring Road. The A1237 acts as a didtrict
digtributor with communities, mgor business and retail Sites located next to it and dso as a
means of commuting between local aress. However, this could be applied to al the trunk
roads in the area gpart from the A64 which gill maintains its predominantly inter regiona
role. In comparison the Principa Roads in urban York act as both district and local
digributors and, in the case of those in the City Centre, as access roads. The relationships
between each of these categories of road is inter-changegble and no clearly defined role
exigs at present.

All the principa roads are bituminous in congtruction with most having an asphdt wearing
course with footways in the urban aress and verges in the rurd. There has been little new
congtruction of principd roadsin York in the last 30 years gpart from the A1237 Outer Ring
Road built in the mid 1980's. Mot roads have been constructed as successive layers have
been added to them with very little condderation for design. Pavement coring of the
network has shown a great ded of variability between adjacent sections and little
consgency of materias. Ground conditions beneath our roads are predominantly a
grey/brown clay arisng from river aluvium giving ressonable ground bearing vaues
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The Council has a variety of bridges, ranging from large mass structures constructed in the
Victorian era of stone, cast iron and stedl, to modern bridges of reinforced concrete. Y ork
has five sgnificant bridges gpanning the River Ouse. These are vitd links in the trangport
infrastructure and carry significant traffic (see Figures 10.2 and 10.3)

The leves of funding on highway maintenance and bridges since 1996 are shown in Table
10.2 below.

Table 10.2: Highway Maintenance and Bridge Funding

96/97 97/98 98/99 99/00 00/01
£000's £000's £000's £000's £000's
CYC Revenue 3,440 3,582 3,677 3,665 3,748
CYC Capitd 597 523 756 751 751
TSG/SCA 100 126 78 480 524
Structurd
TSG/SCA 206 309 300 420 188
Bridges
Totd 4,343 4,540 4,811 5,316 5,211

We have increased our spending, particularly on footways, each successve year since
1996. This demonstrates our commitment to improving the condition of roads and footways
in response to the requests made to the Council by its Residents.

Smilarly thereis an upward trend in the level of TSG and SCA dlocation in the last 5 years,
reflecting the growing concern about the condition of the principa road network.

Heavy Goods Vehicle movements around the City have remained broadly unchanged for
some years and have been concentrated on the radial routes into the City and on the Outer
Ring Road (Figure 10.3). In the recent past we have noted a change in the pattern of these
movements with the increase in out of town shopping around the Outer Ring Road. We
consider that the Nationd Road Traffic Forecast for 1997 gives the best indication for Y ork
about growth rates for the future and will be adopting these as base line information for
future structura designs.
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Table 10.3: National Road Traffic Forecast - 1997

HGV's Buses All
Annua % growth rate - central estimates 1.45% 0.68% 1.69%
Rura Principad Roads 1.4%
Urban Principa Roads 0.9%

Our grategy for abnormal loads is to route them around the City on the A64 or Outer Ring
Road and direct them down the radia route that brings them closest to their destination.
Depending upon their fina dedtination it is Sometimes necessary to use roads which are not
suitable because of known height, width or carrying capacity redtrictions.

A mgor condderation of the plan development has been the consderation of road traffic
accidents and the identification of causes that are linked to structurd maintenance. These
are often wet road conditions that have below the investigatory leve in respect of skidding
resstance. Figure 10.4 shows the spread of accidents on the principa road network.

Best Value

We are a Best Vaue Pilot Authority and last year completed a review of the sreet lighting
sarvice. The outcome of that review was an action plan containing a number of new
initistives aimed a improving the standard of the service together with a sgnificant cost
saving. We are currently undertaking a review of highway maintenance in the first year of
the Council’ s five year plan to review dl Council services. The scope of the review includes
al aspects of the highway maintenance service and is due for completion in April 2001 when
it will report its findings and recommendations to the Council. The key areas being
considered by the review are:

apogition statement to identify where the service is now and its current performance;
an investigation of potentid service procurement arrangements both management and
operationd;

consultation with awide range of citizens and Sakeholders,

an invedtigation of service improvements chalenging existing methods;

seeking dternative means of funding the service; and

setting future objectives and targets.

The 1999 Residents Opinion Survey showed that the net satisfaction for al services was
down by 6 percentage points on the previous year. The condition of roads was down 19
percentage points, footways down 8 percentage points and dtreet lighting down 15
percentage points compared with the upward trend of the last 3 years for dl three aress.
The net satisfaction for roads and footways from National Peoples Pand is -3% compared
with the York figure of -10% showing that we are not achieving the average nationd
dandard. Clearly these are disgppointing results and reflect the concern and high
expectations which residents have about the condition of the highway. Customer researchin
October 1999 found that residents had a strong association between traffic congestion and
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the condition of the roads and footways which may help to explain why the results were so
poor.

We have customer contracts for the ddivery of dtreet lighting and highway maintenance
which make promises about the standard of service which customers can expect. These
contracts give clear objectives in terms of qudity and performance targets that are reflected
asindicators for the service.

A Maintenance Palicy for York

The Council will provide a safe environment for all users of the highway
network. We will also provide the highest affordable quality of facilities
and maintenance levels in an effective and efficient manner that

represents good val ue for money.

Objectives

Our palicy for managing the highway network seeks to meet the overdl objectives of the
LTP (see Chapter 3). The policy reflects the Hierarchy of Transport Users (see 3.10) in
prioritisng work programmes and maintenance regimes.

In addition to supporting the LTP's overdl objectives, the highway maintenance strategy
seeks to ddiver an effective and efficient service, providing a highway infragtructure that is
avalable a dl times, and minimises delay and inconvenience for al users. Thiswill be done
through the adoption of quality specifications and methods in congtruction, reducing waste
and improvement of efficency in a susainable manner. Where possble an innovative
gpproach to finding the right solutions will be adopted.

Specific Objectives

We have high aspirations for the highway network and have specific objectives for the
principa road network:

an overd|l improvement in the condition of the principa road network when baanced
againd the rate of deterioration;

ahigh leve of user satisfaction measured by the annua Residents Opinion Survey and the
peoples’ panel;

aprincipa road network with al sections having:

above the invedtigatory level for skidding resstance, measured as an annud
percentage;

5 yearsresdud life, measured as an annua percentage;

carriageway structura index below 70, measured as an annua percentage;.
when carrying out structura improvements to achieve at least 20 years resdud
life
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dreet lights working as planned, measured as an annud percentage; and
al dangerous defects on highway surfaces repaired within target timescaes,
measured as an annual percentage.

asdfe, wdl maintained infrastructure, which isfit for the purpose, measured as,

the number of third party accident clams settled each year as a result of
defective roads and footways, and

the number of road traffic accidents each year occurring as aresult of defective
roads or footways defect .

al bridges on highway network capable of carrying 40 tonne loading or protected by
physica measures or weight restrictions.

These specific objectives depends largely upon the leve of funding each year. Our target is
to achieve these objectives within the 5 yeer life of the plan but to review them on an annud
basis.

Currently we have a number of individud policies rdating to different parts of the service
including; winter maintenance, dreet lighting, paving, grass verges and bridges which set
specfic standards to be adopted.

Public Participation and Cusomer Comment

In October 1999 we carried out customer research of both a quditative and quantitative
nature usng Focus Groups and the Takabout Pand to assess residents opinions and
attitudes towards road and footway maintenance in York. This built on research in previous
years on the types of maintenance and materiads resdents would like to see used,
particularly in conservation aress.

Satisfaction with road (51%) and footway (48%) maintenance is not easy to judge asit is
clear that the issue is influenced by perceptions of traffic congestion and disruption. The
levd of dissatisfaction is not at "rock bottom™ as was supposed from the Residents Opinion
Survey, however, there are two clear groups which arose from the survey, elderly people
from out of town are the most dissatisfied, as opposed to young people from within the
town, who are the most satisfied.

The issues which cause the most dissatisfaction are; the amount of piecemed patching which
goes on (maybe a reflection of utility reingatements), the delay in carrying out repairs (there
is an expectation that we will find the problem and fix it), the poor standard of workmanship
and the lack of preventative maintenance,

Confirming earlier research, resdents think the footways (54%) should have priority over
roads (31%) but this does not necessxily reflect the feding that they are less wel
maintained. They believe that footways should not be neglected a the expense of roads,
"people are more important than cars'.

103



Planning and Managing The Highway Network

10.24 When asked about priorities for maintenance, residents consider that the City Centreis used
by many and represents the City to vigtors. In resdentid aress there is a feding that
Council housing aress are favoured and that rurd aress receive less attention. The arterid
routes that are mainly Principa Roads are important but there is a frugtration at the lack of

traffic management.

10.25 Asaquiding principle residents think safety has the highest priority and this is often equated
with "flatness' of the road/footway surface. Trips and gaps are consdered to have the
highest priority with the standard for York of 20mm being reasonable compared with the
same standard as the Audit Commisson Standard of Performance Directive. However,
none of the residents wanted to pay more to see the 20mm standard being improved upon.

10.26 We haveintroduced a number of initiatives to address the issues raised by customers.

Customers expect us to be more proactive in identifying problems. Thisisaso linked to
thelr dedire to see more preventative work being carried out. To address this we have
introduced increased levels of ingpection and aso reassessed the balance between
reective safety repair and our own structurd maintenance programmes.  The outcome
has been an improved safety maintenance regime with additiona funding and a grester
emphasis on preventative programmes, and

In terms of priority of structurd maintenance programmes the baance between
footways and roads needs to be kept under congtant review and adjusted annualy as
the condition changes. From our research the City Centre and the resdentid aress
have a high priority followed by the arterid routes whilst recognising thet there may be
specific locations at schools, shopping centres etc. which may require specia trestment.

Prioritiesand Balance
10.27 Our priorities for Sructura maintenance take into consideration the following key factors:

Road location, if rurd or urban and therefore speed,;

Skidding resistance measured by SCRIM;

Residud Life measured by deflectograph;

Condition Index measured usng UKPM S accredited software;
Rate of deterioration at individua sections on the network;
Engineers Visud Assessment;

Leve and types of accidents;

Trefic flows, heavy goods vehicles, traffic growth and therefore usage;
Bus Routes;

Intervention level and therefore cog;

Split between structurd and preventative maintenance programmes,
Changing traffic patterns as a result in changes of development; and
Transport Strategy of the plan.
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10.28 To make the balance between dl the key factors each dement of the network has been

10.29

10.30

considered separately and ultimately a judgement was made about the relative importance of
each. It is essentid that any judgement is based upon objective information derived by
measurement or by observation. Over the lagt twelve months we have been gathering
together dl the above information and this has been collated into a summary table which is
included in Appendix I. Our method for obtaining the right balance has been to create a
priority listing for each section of the network based upon the key factors. This priority
listing is broadly split into structural, S1 and S2, and preventative schemes P1 - P5.

Typlcd key factorsfor S1 are:
Low skid resistance;
Oyearsresdud life;
High % of HGV;
Significant overlay or recongruction;
Condition index above 70;
Main Radid Route for buses; and
EVA low 1-2.

Typlcd key factorsfor Pl are:
Low skid resistance;
5yearsresdud life;
Moderate 40 mm overlay;
Condition Index 50-70;
EVA 3-6; and
Main Radid route for buses.

A key feature of getting the right baance is the split between sructurd work, which is
essentidly dl trestments needing significant recongtruction, and preventative which requires
minima 40mm overlay. To assess what this split should be, an assessment has been carried
out which takes into account the relative lengths in each category, the cost and the rate of
deterioration that gives the greatest overdl improvement in the network. We have tested
this againg different funding levels and concluded that the optimum for York’s network is
60/40, structurd to preventative.

Condition of Highway Surfaces

Following loca government reorganisation in 1996 the City of York Council became the
Highway Authority and the length of roads increased from 296 to 707 km. Sincethen it has
become apparent that the rurd roads around Y ork which were incorporated into the new
Council boundary were suffering from negect and in need of attention. The standard of
maintenance and management of this rurd area was below that in the former City area. The
condition of these rura roads and the lack of management information about them reflected
this The mgority of rurd roads around Y ork have developed from tracks in usein the 18th
and 19th Century. With the introduction of surface dressing during the early part of the 20th
Century, these tracks have been regularly seded using this process. Very few of York's
rurdl roads have benefited from the addition of a sound bituminous congruction.  Since the
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1950s and particularly during the last three decades the growth in heavy goods vehicles has
resulted in very serious damage to sections of this network. Typicdly, this damage conssts
of edge deterioration which has resulted in the first 1 to 1.5 metres of road from the kerb or
verge (both sdes) sttling and becoming potholed (haunch failure).

Most suburban roads and footways in York have developed over the last century and
surround the City Centre. Most are resdentid in nature and are located between the radia
routes on the principa road network. Many of these were designed and constructed in
accordance with current practices of the day. Despite this, the very large growth in traffic,
particularly heavy goods vehicles has resulted in some of these roads faling to meet their
design life. Others have reached or gone beyond their design life. Typica problems faced
are the loss of surface particularly at junctions, rutting in the whed tracks on channdlised
track lanes, crazing and cracking of the surface and the consequentid ingress of water.
Footways on the principa roads are a mixture of bituminous macadams and concrete flags,
dthough in some aress these are York sone. The problems with the footways are primarily
loss of kerb face with successve overlays, broken and misdigned flags and depressed
surfacing.

The centrd core of York has evolved over the last 1000 years. Many of the dreets ae
narrow which results in vehicle overrun of the footways. There is dso the added burden of
maintaining these dreets in character with York's historic heritage usng expendve natura

materials and designing schemes to withstand vehicle overrun.

Highway Surveys

Over the last two years we have carried out a series of engineering condition surveys both
mechanica and visud.

Resdud Life usng Deflectograph;
Skidding Resistance usng SCRIM;
Coarse Visud Inspection to UKPMS; and
Engineering Visual Assessment.

In June each year we also carry out avisud condition survey of dl our roads and footways,
including back lanes and community footpaths, usng seven inspection teams.  This survey
adso identifies the type of surface finish with agrading of its condition.

Between November and January we undertake a detailed visud assessment of dl those
roads and footways which were identified in the June survey as being grade 3 (poor). This
identifies the worgt roads and footways in the City and provides the basis for prioritisng
them for maintenance work in the future.

Over the lagt twelve months we have been introducing a UKPMS accredited highway
management system which will provide a tool for the management of the highway network.
A hierarchy for the highway network has been developed for the whole of the city and
recently we have completed a full inventory and coarse visud inspection. A series of cost
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modds have dso been prepared and indaled into the sysem from which costed
programmes can be prepared.

10.37 After extensve training we are now using the systlem and it will be the main tool we use for
preparing the programmes for principa road maintenance in the future.

10.38 The following tables show the results of those surveys for the Principa Road Network.

Table 10.4: Results of Principal Road Surveys

Residual Life by Deflectograph York km York % NRMCS %
('see Figure 10.5 for locations)

Oyears 8 16 15

Oto 3years 5 10 10
3to5years 3 6 9

5to 10 years 9 18 8
10to 20 years 18 36 9

over 20 years 7 14 49
Skidding Resistance by SCRIM km %

('see Figure 10.6 for locations)

Above acceptable level 34 68

Below acceptable level 16 32

Overall Condition Index by km %

UKPMS

Above 300 0.42 1

200 to 300 2.49 5

150 to 200 1.49 3

100 to 150 557 11 Totd to 70
70to 100 3.48 7 27%
50to 70 1.24 2

0to 50 10.89 22

0 24.35 49

Structural Condition Index by km %

UKPMS

200 to 300 1.20 3

150 to 200 1.33 3

100 to 150 0.66 1 Totd to 70
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70to 100 1.25 3 10%
50to 70 0.42 1

0to 50 5.28 12

0 32.2 76
EngineersVisual Assessment km %

1 2.99 6 Totd 1-2
2 4.43 9 17%
3 9.15 18

4 13.92 28

5 0.48 1

6 19.03 38

For further details of individua sections of the network see Appendix .

10.39 We have been able to use our UKPMS accredited software to calculate the performance

indicator BV96, percentage of surveyed length where strengthening should be considered,

the results are shown below.

Table 10.5: Best Value Performance I ndicator s— Condition Index

considered

Condition Index Structura
Condition Index Band 70 and over
Processed Network Length within Cl Band 4.436km
Mean Index within Band 152
Percentage of length where strengthening should be 8.8131%
considered

Condition Index Ovedl
Condition index band 70 and over
Processed Length within Cl Band 11.417km
Mean Index within Band 144
Percentage of length where treatment should be 27%

The above is based upon a full coarse visud inspection for the whole of the Principa Road

network.

roads with O years resdud life with the completion

10.40 Over the past twelve months there has been a sgnificant reduction in the length of York's

of large sections of the rurd A59

Harrogate Road. This has reduced our overall percentage to a figure closer to the nationd
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average of the NRMCS. However, we dill have a Sgnificant length (8km) which needs to
be monitored for strengthening.

10.41 The gtructura condition index identifies those lengths which are showing signs that treetment
is required now and falure to tackle these soon will result in more extensive intervention in
the future. The overdl condition index (27%) is a measure of the tota atributes of the
network. This percentage causes concern as it is a truer reflection of the condition of the
principa road network than the structural index.

10.42 Themost concerning survey is the length of road which has not achieved an acceptable leve
of skidding resstance which of course directly relatesto the safety of road users.

10.43 The results of our most recent full visud condition survey of road and footway surfaces for
the entire network are shown in Table 10.6.

Table10.6: Resultsof the June 2000 Visual Inspection Survey

Grade1(good) Grade?2 (average) Grade 3 (poor)

1999 2000 1999 2000 1999 2000
Principa Roads 21% 35% 59% 42% 19% 23%
Non Principd  33% 24% 48% 56% 19% 19%
Roads
Urban Roads 36% 34% 47% 52% 17% 14%
Rura Roads 21% 29% 57% 45% 22% 26%
All Roads 31% 33% 49% 50% 19% 17%
All Footways 32% 31% 54% 56% 13% 14%
All Back Lanes - 22% - 56% - 22%
All Community - 51% - 42% - 8%
Footpaths

10.44 Theresults of thisyear's survey of the condition of the highway surfacesin York are:

Principal Roads are deteriorating a a rate of 4% / annum compared with non principa
roads which are showing only a margina deterioration, the gep is therefore widening
between the two;

Urban roads are showing a 3% improvement with rurd roads deteriorating by 4%.

Once again this shows awidening of the gep between them; and

Thereisonly amargind change in the overdl condition of both roads and footways and
it isnot possble to identify atrend.

10.45 This year we have extended our survey to include back lanes and community footpaths, the
results of which confirmed our opinion that back lanes are in poor condition and the
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footpaths are generdly good. We will be continuing the survey next year which will give us
agrong indication of the trends in improvement and deterioration.

We contribute to the Nationd Road Maintenance Condition Survey. This survey is
sponsored jointly by the Locd Government Association and the DETR/Highways Agency.
The objective of the survey isto estimate the trend in road conditions in England and Wales
and congders al types of road a nationd level. The trend identified in the last report for
1999, is downward on principa roads in recent years. The Principal Road network survey
shows that nationaly 15% of the network has 0 years residud life, compared with York’s
network of which 16% has O years resdud life.

We areliasng closdly with the Highways Agency but as yet have not received any condition
information about the Trunk Road network to be transferred to the City Council in 2002.
However, from our discussons we are expecting to receive this information next year so it
will inform the planned maintenance programmes for future years. We ae currently
investigating the use of inventory and condition data collection using digitd video systems
which may be used asatrid on these transferred trunk roads.

Size of Backlog

The factors taken into account to judge the overdl size of the backlog of maintenance of
York’s principa roads are:

the current condition;
the rate of deterioration; and
the appropriate condition for Y ork’s roads.

It is clear that York has near the average percentage of roads (16%) which have O years
resdud life and therefore need to be monitored regularly. We dso have a high percentage
of roads (33%) which have below the investigatory level for skidding resstance. From our
annua EVA the rate of deterioration is around 5% per annum but from surveys we believe
that we are a a point where there will be rapid increase in deterioration in the immediate
future unless action is taken soon.

From our customer research it is clear that resdents expect a better condition of roads and
footways in York than a present. We consder that a reasonable condition is when
customer opinion changes to one of satisfaction as measured by the Residents Opinion
Survey, unfortunately this brings factors such as customer perception and gppreciation into
play which are difficult to modify. In terms of the appropriate standards for our roads and
footways we believe this to be the minimum length of grade 3 (poor) roads and footways,
which will represent a measurable improvement.  We dso believe that given the right
resources we should minimise both the road length of O years residud life and inadequate
skidding resdance, again this would bring a ggnificant overdl improvement. The
improvements for customers would be:

A sdfer environment for al users of the highway;
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Cong gtant smooth surfaces for buses, cyclists and pedestrians,

More comfortableride for al road users,

Large reduction in the amount of piecemed repair of roads and footways, and
Confidence in the life of the asst.

We edimate the totd cost of treating dl principa roads with O years resdud life and
inadequate skidding resstance to be £6.11m.

Other Factors Affecting Condition

We suffer from high levels of damage to highway surfaces. This comes from a number of
sources including new developments, skips and storage of materids. This is very hard to
control and often occurs without our knowledge. In a smilar way footways are often
damaged by over-run by commercid vehicdles paticulaly in the City Centre, when
mounting the footway to avoid becoming an obstruction whils making ddiveries
Unfortunately footways are not designed to take this loading and ultimately we teke
respongibility for the repair. We are currently looking at measures we can take to reduce
this problem. In some cases, where we have identified who has caused the damage, we
have charged them for the repair.

We have been concerned since the introduction of the New Road and Street Works Act
about the operations of the statutory undertakers when working on the highway. They often
appear to be dow and the resultant reingtatement is poor and we receive regular complaints
about the settlement of their covers. Our ability to inspect these reingtatements has been
severdy redtricted by the Act, as have our levels of ingpection. We think that with a more
extengve approach to ingpection we can make a sgnificant improvement to the condition of
the highway. Last year there were goproximately 5000 openings made in the highway and
we are predicting 7300 for thisyear. This clearly has a mgor impact upon the condition of
our roads and footways.

We have recently organised a combined meeting with dl the public utilities to discuss how
we can improve the quality of their reingatements and minimise the disruption to traffic on
the highway. The outcome of the meeting was that the Utilities agreed to carry out one pass
reingatements in the centrad area which will reduce the amount of temporary surfacing in
Soecidist paving aress. They have dso agreed a procedure for maintaining covers a the
correct level which is a congtant source of complaint by customers. In addition they will in
future be monitoring the qudity of their roadworks, sgning and reinstatements to ensure that
they are meeting the required standard. It is our intention in the future to carry out more
rigorous inspection of their operations and to take regular materia cores of their work to
ensure compliance with the specifications.

10.55 In the recent DETR consultation papers regarding the New Road and Streetworks

Arrangements we have supported the use of the existing powers under S74 for code
regulated work and we support the smplification of the Code of Practice with respect to the

ingpection regime.

111



Planning and Managing The Highway Network

10.56 The frequency of third party insurance daimsin York isrisng, reflecting a greater avareness

10.57

10.58

of people about claiming, the cogt of claim settlements is Ao increasing, both trends give a
reflection of the condition of the City's roads and footways. Our levd of repudiaion of
camsisonly 50% againg a nationa average of 60% and as a result last year our insurance
company undertook a risk assessment on our behaf. The recommendations of that
asessment were that unless we adopted a more positive approach to highway inspection
they would be unable to defend the claims and as a result costs would rise even further. To
address this we have appointed a further two inspectorsto carry out safety inspections of al
the roads and footways in the City.

A Maintenance Strategy For York’s Roads

The genera drategy is desgned to meet the policy objectives and whilst some of these
drategies are dready in place others need to be implemented within the next twelve months.
The key issuesin relation to the strategy are:

recognisng the difference between maintenance activities for different sections of the
network;

optimising the bendfits of the available funding;

ng and monitoring the impact of any standards or practices,

ng maintenance needs and dlocating funds gppropriady;

reviewing the condition of the network regularly and recording it;

maintaining an inventory and road network hierarchy;

setting standards and practices for each part of the network;

prioritisng work usng objective dandards incduding fulfilling dautory duties,
sustainability, economic development, safety, meeting the needs of those with mohility
problems and taking customer consultation into account; and

entering into partnerships with customers, business community, suppliers, contractors and
other highway users.

Specific Strategy for Carriageways
Thefdlowing are features of the specific Srategy:

implementation of the highway management system which is UKPM S compliant;
carry out annud condition surveys,

carry out planned and safety ingpections;

complete the Best Vaue review of Highway Maintenance;

carry out regular comparisons with other providers of a highway maintenance service,
carry out asustainability assessment for highway maintenance; and

seek opportunities for innovation.

10.59 Theams of the specific drategy are:

to minimise the % of roads with O years resdud life; and
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to minimise the % of roads with inadequate skidding resstance
10.60 The objective of the specific srategy is:

to complete dl structurd schemes S1 and S2 inthe 5 year life of the plan; and
to complete dl preventative schemes P1 in the 5 year life of the plan

10.61 Wewill carry out the following annud reviews.

sructura condition survey / rate of deterioration;

EVA / rate of deterioration;

changes in traffic volumes and petterns,

accident gatistics / skidding problems;

support the trangport strategy through integration and co-ordination; and
funding leves

10.62 Wewill cary out 3 yearly structurd condition surveys of:

resdud life usng deflectograph;
skidding resstance usng SCRIM; and
CVI to UKPMS standards.

10.63 We will adopt current stlandards for pavement design together with Pandef outputs and we
will consder the use of dternaive materids where this would bring benefits of quality and
vaue for money.

Other Strategy Issues

10.64 In response to customer concerns we have implemented a number of new dSrategies
induding:

redllocating 60% of the maintenance budget to footway schemes, much of which has
been in the former NY CC maintained areas, and 40% to carriageway schemes (this will
be reviewed following the outcome of current review of the highway assats);

setting up a telephone helpline where resdents could report defects and/or spesk to staff
regarding highway maintenance issues. In 1999/00 this helpline received over 6,740
cdls, more than 77% of which resulted in orders being placed to carry out repair work;

10.65 To promote our policy to encourage cycling, we have a continuing programme of works to
resst boxes and resurface the margins of various carriageways where typicaly cyclists will
travel, to improve the riding qudity. This has proved very popular and it is proposed to
continue thisinitiative in future years.

10.66 We are currently in a trangtion stage in the development of a comprehensive maintenance
drategy which will be brought together in the preparation of a Highway Maintenance and
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Assst Management Plan.  However this has been delayed until the outcome of the Best
Vaue Review has been completed in April 2001.

Structural Maintenance Options

For the current condition of the pincipa road network to “sanddill” at least 2.5km of
gructurd improvement needs to take place annualy to overcome the rate of deterioration on
sructurd schemes only. We estimate thiswork will cost £900,000 per annum.

If current TSG levels of funding continue a around £500,000 per annum then it will only be
possble to cary out a limited proportion of schemes with O years residud life, high
condition indices and with low skidding resstance. This represents a 2.3% annud declinein
the condition of the network with only 1.38km of roads being improved.

With funding levels of £800,000 and a 60/40 split it would be possible to achieve 1.29km of
gructurd and 1.97km of preventative schemes each year giving a 1.5% improvement in the
network each year.

To achieve the objective of minimiang dl principa roads with O years resdud life and low
skidding resstance will require an investment of £1.2m each year over the life of the plan.
This would achieve 1.93km of sructurd and 2.96km of preventative schemes each year
giving a 4.8% improvement in the network. At thisleve of investment it will take 9 yearsto
remove al structural schemes from the network.

I mplementation Programme

We will assess the viability of traditional maintenance techniques when consdering solutions
to maintenance problems encountered. A key feature in any solution will be a vaue
engineering gpproach. We are committed to developing innovative and sustainable
dternatives wherever possible such as recycling and geotextiles. Animportant consideration
is the need to undertake wherever possible preventative and extended life solutions such as
surface dressing and thin overlays. Footways will be considered for durry seding and micro
asphalts. Haunch failures will be addressed by edge restraints and drainage improvements.

Structurd failures will be addressed by overlays and reconstruction using geotextiles. We
will continue with a programme of improving skid resstance at gpproaches to junctions and
pedetrian crossing facilities by using anti skid surfacing.

We will be looking a imaginative cost effective solutions and options in respect of the
planned maintenance work with safety always being a key feature in decison making. We
will aso be seeking to achieve good quality riding surface for cyclists and will continue with
our programme of cycle margin works using, wherever possible, recycling techniques. We
will dso endeavour to ensure trip-free good qudity waking surfaces for footways.

We have identified four main areas of maintenance activities.
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dructurd;
mgor;

safety; and
environmentd.

Structural maintenance comprises large-scale strengthening, resurfacing and surface dressing
of carriageways. It is proposed to fund these schemes mainly from our capitd bid. The
schemes included in the programme are based on low or O residud life vaues, detailed
visud ingpections and low skidding vdues. They will dso complement other proposals
within the package bid and assst in enhancing the integrated transport policy by
concentrating schemes on important trangport corridors and vitd links to these corridors.

Magor maintenance comprises resurfacing and recongruction of footways and less
drategicaly important carriageways. It is proposed to fund these schemes mainly from our
revenue resources. The schemes chosen for our annua maintenance programme are based
on detailed visud inspections and coarse visud ingpections which indicate their condition
raings are such that mgor works are required. Also taken into congderation are the
number of public complaints and persond injury accidents. The mgor schemes would
complement those highlighted in the <tructurd maintenance programme i.e.  those that
would asss our integrated transport policy are given awelghting factor when compiling their
condition rating to determine those schemes chosen for the annua programme.

A dgnificant proportion of the budget is spent on promoting cycling by targeting aress of
cariageway with poor qudity surfacing dong cycle margins for resurfacing works on an
annud bass. The aress to be targetted are chosen in collaboration with the Council's
Trangport Planner responsible for cycling issues.

Safety maintenance comprises the day to day maintenance of the highway network, i.e.
winter maintenance operations, basic and cyclic maintenance to ensure the highway is kept
in asafe, fit for use condition. Safety maintenance will be funded entirely from the Council's
revenue budget. The repair work which we carry out under this heading is identified by
safety ingpections and reports from customers to our telephone helpline. These reports are
passed to our area highway ingpectors and they make ingpections and action works as they

judge to be necessary.

Following two extensve public consultation exercises, we have developed a comprehensive
policy for winter maintenance. In maintaining the road network we utilise the Meteorologicd
Office *Open Road’ service and have congtructed two weeather stations in the district from
which information can be sent regarding weather conditions. A decison on whether or not
to treat our defined network is made by a designated winter maintenance duty officer. A
defined network for winter maintenance of the roads has been undertaken based on nationa
and loca criteria that take into account the importance of the routes. This network
comprises 40% of those roads within the adminigtrative boundary which are of drategic
importance to the viahility of the City, including:

public transport and school bus routes,
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access roadsto Park & Ride sites;

areas close to shops, post offices and schools;

emergency routes,

links to elderly persons’ sheltered accommodation; and

links between loca settlements and the primary road network.

We dso have a policy of placing and maintaining over 350 sdf-hep sdt bins placed at
drategicdly important locations such as public buildings, schools, post  offices,
residential/sheltered homes, steep gradients etc.

Environmenta maintenance comprises grass cutting, weed control, tree maintenance and
resdud cleening. Our policy for grass cutting is to cut built-up area verges 10 times per
year, dl sght lines for junctions and traffic Sgns cut between 5 and 10 times per year, and
other remaining verges twice ayear.

Our policy for weed control is to ensure that adl our paved aress are treated with an
goproved environmentdly friendly product two to three times per year. Trees are very
important to us, thereis an annua programme of stem dleaning, thinning, reducing, felling and
replanting as necessary organised by an arboriculturist who has a budget to maintain them.

Mogt of the highway network is siwept weekly and gullies are cleaned once per year. These
works are funded entirely from our revenue budget.

Structural Maintenance Programme
The following table shows the proposed 5 year capita programme of structura maintenance
on Principa Roads based on a funding level which meets the plan’s objectives. The

programme has been developed taking into account al the factors discussed earlier. Figure
10.7 shows the location of schemes.

5 Year Programme of Structural M aintenance of Principal Roads

Number Road Name Section Description Cost (£)
2001/2002 March 00
A1036 FossBank A1036 Roundabout to Layerthorpe 58,418
A1036 FossldandsRoad Layerthorpe to A1079 156,544
A1036 Bishopgate Street Tower Street to Nunnery Lane 243,930
A1036 Maton Road New Lane Junction 12,600
A1036 St LeonardsPlace St Leonards Junction 12,600
A1036 Monkgate Monkgate Junction 47,700
A1237 Outer Ring Road B1224 Roundabout 29,700
A166  Stamford Bridge Road A64 Roundabout to Murton Lane 80,730
A166  Stamford Bridge Road Murton Lane to C298 280,500
A166  Stamford Bridge Road C92 (West) to C92 (East) 58,500
A19 Bootham A1036 Inner Ring Road to Burton Stone Lane 115,211
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A19
A19

Clifton
Shipton Road

2002/2003

A1079
A1079
A1079
A1079
A1237
A1237
A166
A59

Lawrence Street

Hull Road

Hull Road

Hull Road

Outer Ring Road
Outer Ring Road
Stamford Bridge Road
Holgate Road

2003/2004

A1036
A1036
A1036
A1079
A1237
A1237
A19

A19

Queen Street/Station Road

Station Avenue
Museum Street
Hull Road

Outer Ring Road
Outer Ring Road
Selby Road
Main Street

2004/2005

A1036
A1036
A1036
A1036
A1036
A1237
A1237
A1237
A19

A59

Nunnery Lane

St Leonards Place
Gillygete

Tower Street/Fishergate
PricesLane

Outer Ring Road

Outer Ring Road

Outer Ring Road
Clifton

Poppleton Road

2005/2006

A59
A1036
A1036
A1036
A166
A166
A166
A19
A19

Boroughbridge Road
Heworth Green
Malton Road

Malton Road
Stamford Bridge Road
Stamford Bridge Road
Stamford Bridge Road
Fulford Road

Fulford Road
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A1176 to Rawdliffe Lane
Howard Drive to A1237 Roundabout
Tota

James Street to Melrosegate C409
Windmill Lane C294 to sart of dua c'way
Field Lane Roundabout to C420
C420 to Park and Ride entrance
C281 to B1224 Roundabout
A59 Roundabout to C281
C92 (East) to Dunnington junction
Water End to Dalton Terrace Phase 1
Total

Blossom Street to Leeman Road
Leeman Road to Rougier Street
Rougier Street to Blake Street
Mérosegate C409 to Windmill Lane C294
Grange Laneto Askham Lane
B1224 Roundabout to Grange Lane
B1222 to Fordlands Road
Fordlands Road to Hedlington Lane
Totd

Bishopthorpe Road to Blossom Street
A19 to Blake Street
Clarence Street to A19
Paragon Street to Tower Street
Nunnery Lane to Bishopthorpe Road
Moor Lane to A64 Roundabout
Askham Bryan Laneto Moor Lane
Askham Lane to Askham Bryan Lane
Burton Stone Laneto A1176 junction
Water End to Dalton Terrace Phase 2
Totd

A1237 to Water End

Monkgate Roundabout to Heworth Road

Heworth Road to Straylands Grove

Hopgrove Lane to A1237 Roundabout

C298 to C92 (West) junction

Dunnington junction to City Boundary

City Boundary to Gate Helmdey

Hospital Fields Road to Cemetery Road

Cemetery Road to A1036 Inner Ring Road
Totd
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28,169
98,670

£1,223,272

368,254
47,880
77,952
31,200

148,441

151,190
18,563

361,645

£1,205,123

85,876
16,553
43,296
255,780
224,116
97,505
197,064
385,112

£1,305,302

256,058
38,650
38,561
36,293
22,823

259,043
15,685
70,986
81,437

361,645

£1,181,182

379,335
148,500
131,786
23,882
98,280
59,400
83,904
78,263
242,556

£1,245,906
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Past Programmes

Since LGR in 1996 we have carried out a successon of schemes to improve the A59
Harrogate Road, the main route between York and Harrogate. This length of road (4km)
had failed aong the mgority of its length and needed significant aress of recongtruction and
drengthening. With the levd of dlocation this was the only scheme which could be
implemented up to 1998/99. In 1999/2000 with the increase in alocation we were able to
complete the A59 and two further schemes at A1079 Méerosegate Junction and A1036
Mount Vde.

In 2000/01 we have dready begun schemes for overlay and reconstruction a A1036
Heworth Green Junction, A1036 The Mount, with further schemes planned a A19 Selby
Road, A59 Holgate Road, A1036 Gillygate and Clarence Street Junctions. In addition we
will be carrying out surface dressing of a section of the A166 Stamford Bridge Road to
address a particularly poor section with low skidding resistance.

Additional Allocation

If an additiond alocation is made to the bid of 25% as a result of additiond funding being
made available our response would be positive. We have over the past five years been able
to ddiver al our structura maintenance programmes and when additiona funding has been
made avalable we have been adle to implement schemes rapidly. We are currently
reviewing our staffing resources and it is likdy that we will be entering into a partnership
arangement with a mgor locd consultant who will be avaladle to ddiver any excess
workload that cannot be dedt with in house. Our gpproach would be to review the plan
and dl the factors concerning highway condition and promote both sructurd and
preventative schemes which met the plan’s objectives. At this stage we edtimate an
additiond dlocation of 25% would dlow us to accelerate our programme to remove al
roads within 7 years currently assessed with O years resdud life and inadequate skidding
resistance.

2006/2011 Projection

Our projections for the 2006/2011 plan are, that following a detailed review, we would
continue to develop our strategy based upon renewed objectives. From our current position
and our expectations for the current plan we anticipate that there will ill be a sgnificant
backlog of both structurd and maintenance schemes at the end of this plan. Aswe have
dated previoudy it isour opinion that the current highway condition does not truly reflect the
rapid deterioration that will occur over the life of the current plan.

Bridgeworks

The Council will inspect and assess our stock of bridges and undertake
routine and essential bridge repairs and strengthening as determined
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on a priority basis. Where structures are identified as inadequate to
carry normal and proposed traffic loads, weight restrictions or other
temporary measures will be applied to retard deterioration and protect
the travelling public.

Introduction

The Loca Government Reorganisation in 1996 increased the number of bridges within the
extended Y ork boundary, of span greater than 1.5m, from 28 to 73 under our management.
These are of avariety of different ages and types. Records on the bridges were variable and
the past four years have been spent in improving records and completing assessments. This
has enabled us to form an overadl view on the generd condition of our bridges, which isthat
they ae improving as a result of our recent additiond capitd investment of
£200,000/annum.  All bridges have been assessed apart from three owned by Railtrack,
one of which is grategic to trangport infrastructure.

In terms of the 40 tonne carrying capacity, the following summarises the current position:
Primary Routes - 25 bridges (34% of totdl)

23 have a 40T capacity;
1 isundergrength; and
1 requires ng (Railtrack).

Other Routes - 48 bridges (66% of tota)

37 have a40T capacity;

1 hasaweaght limit;

6 are understrength; and

2 require ng (Railtrack).

The generd condition of the bridge stock reflects the neglect and under-investment over an
extended period of time. The ingpections carried out with the assessment programme have
reveded most bridges are in need of some work, and many in need of attention to maintain
their longevity. Repairs that have been identified are typicdly repointing of brick and stone
work, concrete repairs, painting and steelwork protection and deck waterproofing.

The key bridges in the highway network over the River Ouse are subject to regular
incidences of high river levd. While this does not normdly cause problems they are
congdered to be at greater risk than other bridges and consequently are a priority if
maintenance is required.

Many of our bridges have parapets that do not meet current stlandards and dl bridges will
be subject to review in this respect to determine a programme of future upgrading.
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One of the most common problems is the falure of the bridge deck waterproofing, and on
some of our older bridges, the lack of any waterproofing. Thisis also subject to review and
will amilarly form a programme of future work.

We are working towards inputting our bridge data onto the UKPMS accredited highway
management system that will ultimately provide the means of managing the inventory more
effectively. Thisisin its early stages. We dso acknowledge the need to develop a method of
priority ranking for work, preferably based on a nationdly recognised system, and this is
currently being investigated. We are aware of work carried out by the London Authorities
and thiswill be of value as guidance in this exercise.

Objectives
We have st the following objectives for the management of our bridge stock:

to achieve an overal improvement in the condition when baanced againg the rate of
deterioration;

to regularly inspect to enable proactive maintenance to be undertaken;

to meset current standards of safety;

to have carrying capacities commensurate with use and location; and

to rank the structures in terms of condition to enable effective future management.

Our prioritiesfor bridgeworks are based on the consideration of the following factors:

Carrying out the right maintenance a the right time to minimise any future codts,
Maximising the effectiveness of the funding;

Strategic importance of the bridge; and

Integrating with the Transport Strategy.

Condderation of the above factors will enable us to prioritise work on each bridge on the
bass of achieving baance between schemes for strengthening, structura maintenance and
refurbishment. We are concerned to ensure that the present relatively good condition of our
bridges is maintained through timely refurbishment schemes.  Our policy for prioritisng
capita bridgeworks is to carry out regular reviews of the current condition, usage and
carrying requirements of the bridge.

Strategy

Our grategy for maintenance, assessment and strengthening of highway structures is based
on the support of the Transport Strategy used for the other dements of the LTP.
Structures on the radid routes take priority if strengthening or structurd maintenance is
required. This gpproach is aso used in determining our own programme of funding for the
repair and maintenance for highway structures.

10.100 The key dementsof our Srategy are:
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Ingpections in accordance with the Highway Maintenance Code of Good Practice that
recommends different types of ingpection depending on the usage and congtruction of
the structure;

Development of both generd maintenance and strengthening works into programmes,
Cary out generd maintenance in accordance with the approved programme funded
through the highways maintenance budget;

Cary out a review of each understrength bridge to etablish if strengthening is the
solution;

Condderation of aternatives to strengthening, for example weight restrictions;
Consultation if works are likely to be disruptive to arrive at the best solution;
Conaultation with road users on the acceptability of measures other than strengthening;
and

Carry out a programme of structurd maintenance work if traffic management measures
are not an option.

10.101 With the results of the assessments now available, with the exception of the three from
Raltrack, we have been able to update our bridge register to enable management of these
assets to be planned more effectively in the future. Arising from this, arolling programme of
planned maintenance and repairs has commenced which will be subject to annud review
and revison in the light of ongoing generd and principa ingpections.

10.102 We have not been in a postion to carry out programmed Principa Inspections of our
bridge stock due to limited resources. Thisis a cause for concern asit fundamentdly affects
the management and maintenance of our dructures. A bid was made for this in the
2000/2001 LTP and £10,000 from the settlement will be used this year to employ
consultants to commence this work. It is proposed that funding will continue to be sought
through the Locad Trangport Plan to continue this programme.

10.103 We have increased our own funding for repair and maintenance of bridges sgnificantly from
£69,500 in 1998/99 to £225,000 thisfinancia year. If continued, this will enable the bridge
stock to be brought up to and maintained a a satisfactory level within a period of
approximately 6 years.

Programme

10.104 On the basis of ongoing ingpections we will package the work into generic programmes as
follows, in addition to larger named schemes.

Minor refurbishment schemes

Parapet replacement schemes where appropriate

Deck Waterproofing schemes

Bridge Widening schemes to accommodate pedestrians and cyclists
Retaining wall assessment programme

5 Year Programme of Bridgeworks
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Cost

£95,000
£105,000

£200,000

Number Road Name Bridge Treatment
2001/2002
A1036 Madton Road Heworth Green  Strengthening of Deck and Parapets
Und.  Crichton Avenue Crichton Avenue Repair to beam casement and soffit,
deck waterproofing and joint
replacement
Tota
2002/2003
Retaining Wall Strength Assessments
Principa Ingpections
C94  Haxby Road Haxby Road Deck waterproofing and bearing
replacement
A1036 Queen Street Queen Street Footway Protection
A1036 Heworth Green Monk Parapet Replacement
A1036 Tower Street Cadle Mills Parapet Replacement
Tota
2003/2004
Retaining Wal Strength Assessments
Principd Inspections
A1237 Outer Ring Road Rawdliffelngs Improvement Works
B1227 Bridge Street Ouse Deck Waterproofing and surfacing
Tota
2004/2005
A1036 Museum Street  Lenddl East Spans waterproofing, West
Spans footway protection
A1176 Water End Clifton Parapet Replacement
Tota
2005/2006
A59 HolgateRoad  Holgate Bridge Strengthening

Implementation

£20,000
£15,000

£75,000
£50,000

£35,000
£35,000

£230,000

£20,000
£15,000

£150,000
£50,000

£235,000

£150,000

£50,000

£200,000

£200,000

10.105 We recognise that the manner in which we implement schemesis of great importance both
to the Council and our customers. Although it is inevitable that the type of work we do will
have an undesrable impact during congruction, we have developed sysems and
procedures to manage this, and customer care is a standard eement in the development of
every scheme. When a scheme is concelved, a consultation exercise is carried out with
interested parties, the extent of which depends on the impact the scheme will have. The
outcome of the consultation will accommodate as many views as possible, for example the
timing of the work will be congdered to avoid school term time if it is on a busy school
route.
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The Council has a Locd Agenda 21 drategy that aims to ensure that the area under its
jurisdiction will become more sustainable. This entalls baancing economic, socid and
environmental consderations when making decisons and carrying out operations. The
choice of materias and methods will take this strategy into account.

To ensure vadue for money and timely deivery of schemes we will continue to work with
consultants where our own resources are insufficient.

York Millennium Bridge

A new bridge for cyclists and pedestrians over the River Ouse is currently under
congtruction by the York Millemnium Bridge Trust. This will provide a mgor srategic link
between the South Bank and Fulford Road areas of the City and provide an dternative to
the 3km road route via the inner ring road and Skeldergate Bridge. On completion this
bridge will be managed by the Council.

Targets and Performance Indicators

We will use a series of performance indicators to monitor the change in the highway
network condition and our performance in ddivering a service which customers expect.
The indicators we have chosen are drawn from a number of sources and are shown in the
table below. They are intended to reflect the objectives stated earlier.

Table 10.7 shows a ligt of our current performance indicators and the targets which we
have st.

Table 10.7: Best Value Performanceindicators

Begt Vaue Performance Indicators Current Annud Target Monitoring
Performance Period

BV93 Cog of highway mantenance on £0.26 £0.46 annud
principa roads

BV95  Average cogt of mantaining sreet lights £32 Pending new annud

contract

BV9% Whee drengthening should be 8.8% 5% annud
considered on principal roads

BV97 Whee drengthening should be  Awating 10% annud
considered on non - principd classfied  resultsof
roads urvey

BV98  Streetlights not working as plamned 1.38% 1.35% annud

BV100 Totd days temporary traffic controls in 4 6 annud
place on traffic sengtive roads

BV105 Dangerous damage to roads and 99% 99% monthly
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footways repaired or made safe within
24 hours

Loca Performance Indicators

LP101

LP102

LP103

The percentage of grade 3 category 17% -2%/annum annud
roads.

The percentage of grade 3 category 14% -2%/annum annud
footways.

Satisfaction with the condition of roads -7% Maintain above annua
and footways nationd average

Customer Contract Indicators

CCo1
CC02

CCO03

CCo04

CCO05

1 week pre-works information |etters 100% 99% monthly
Highway Inspections within 4 working 94% 99% monthly
days of reporting

Highway urgent repairs within 1 working 83% 99% monthly
day

Highway serious repars within 3 74% 99% monthly
working days

Highway generd repars within 20 96% 99% monthly
working days

Locd Transport Plan Indicators

LTPO1 Length of road with below acceptable 32% 5% annud
leve of skidding resstance (safety)

LTPO2 The % change in the number of third 14% 0% annud
party insurance clams (sefety)

LTPO3 The % change in the number of reported 1% -1% monthly
road traffic accidents (safety)

LTPO4 The number of bridges with redtrictions 2 0 annud
(weight/width) on their use.

10.111 The targets and monitoring periods are what we believe can reasonably be achieved within

the current management framework and funding. They have been set based upon loca
conditions and expectations and wherever possible use nationa sources of information about
performance. Following the Best Vadue Review it may wdl be that some of these targets
can be improved upon.

Street Lighting
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We will seek to provide lighting to levels that enhance public safety and
perception of security. We will also implement replacement schemes for
systems where the existing equipment has reached the end of its service life.

10.112 Building on the improvements to the service commenced in 1997/98 and as one of the
Government's pilot ‘Best Vaue projects, the service has been the subject of a thorough
examination. Thiswork identified a number of key areas of concern and a detailed Action
Plan was developed to address these. The study aso identified ways of re-focusng the
expenditure of the existing financid resources S0 as to better reflect the long term needs of

public sefety.
10.113 Key changes that were introduced include:

increased night scouting in response to customer requests to rectify faults as soon as
possible;

increased column painting to increase the life of sed columns;

the introduction of regular structurd testing of columns to identify potentidly unstable
units;

introduction of regular eectrica testing of dl equipment; and

introduction of a Fregphone system to encourage grester customer reporting lights
which are not working.

10.114 A number of management changes were introduced and we have recently tendered an
output based maintenance contract incorporating a number of key initiatives in relation to
sustainability and customer responsiveness.

10.115 In addition we identified that there needs to be a five year programme of column
replacement to bring dl units up to a safe structura condition. Funding for this programme
would require £92,000 annudly.

10.116 We dso identified that customers have a higher feding of persond security with peach
coloured lighting as compared to the present mixture of white and orange lights. A 10 year
programme of conversion will cost £100,000 each yesr.

10.117 Inthefive-year life of this Plan it isintended to give the highest priority to the following aress.
improvements to customer reporting of faults,
identification and replacement of dangerous lighting units; and

working in partnership with the Police, improvements © lighting leves in high crime
arees.

Detrunking

Working in partnership with the Highways Agency we will seek on both
the core and non-core network to:
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improve safety, reduce or minimise the effects of severance upon
divided communities and danger to vulnerable road users; and
subject to the above, maximise the ability of the network to
accommodate through and circulating traffic thereby minimising the
likelihood of the use of inappropriate local roads.

10.118 We have a good working arrangement with the Highways Agency based upon regular
liaison mesetings, close co-operation and partnership on sgnificant new initiatives.

10.119 In terms of locd democracy we recognise that it is clearly preferable that we are answerable
to our residents for al of the roads within our administrative boundary. We are, nevertheless
of the firm view that this improvement in accountability and democracy should not be a the
expense of the authority in terms of maintenance and capital improvement funding. Thereis
concern that without adequate resources reflecting the continuing inter-regiona and nationd
roles of the noncore routes, the effect of the additiona road lengths would be that the
avallable funding would have to be soread over a greaster mileage. This would lead to a
reduction in the Council’s ability to respond to problems of essentia structurd maintenance
and deterioration in overdl leves of road sofety.

10.120 Within this context, the proposal to detrunk the current north/north-eastern trunk road
section of the Outer Ring Road is welcomed in principle in some respects as it will dlow an
integrated approach to be made to issues such as cycligts, pedestrians and severance of
communities deding with the whole of the northern section of the Outer Ring Road and the
adjacent highway network as a angle entity.

10.121 The proposds on the A19 and A1079 roads are dso welcomed as they will dlow the
integrated development of a more efficient public transport network and alow more
effective management of the Council’ s transport strategy objectives.

Non-cor e non-safety improvements

10.122 In recognition of the dua responshilities of the respective authorities with regard to
maintaining the public safety and effective management of the network, a jointly funded and
managed study of severance and safety problems on the A1237 Outer Ring Road has been
caried out. This study identified a number of areas for improvement and suggested an
overdl drategy to be pursued. Discussons are currently underway with e Highways
Agency on the development of a suitably phased implementation plan. 1t is however, clear
that improvements are required at four key locations:

A59/A1237 junction;

A19/ A1237 junction;

C90 Strensall Road/A1237 junction; and
C94 Haxby Road/A1237 junction.
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10.123 The LTP includes a bid for further funding, to add to existing resources that have been
identified to improve the AS9/A1237 junction (which is not part of the Trunk Road
network) by the Council. A joint financid package has been put together between ourselves
and the Highways Agency for the A19/A1237 junction. Financia support is therefore being
sought as part of this Plan to deliver improvements at the C90/A1237 (Haxby Road) and
C94/A1237 (Strensall Road) junctions.

10.124 Proposals for improved roundabouts at both the Haxby Road and Strensall Road junctions
are included within the overdl capita programme of the LTP. Funding for these schemesis
sought in the firg ingtance from the Highways Agency through their programme of ‘Non-
maor Non-safety Improvements. The schemes support improved public trangport
movements across the Outer Ring Road for ‘Metro’ services from Haxby and Strensdl,
helping to deliver more rdiable bus sarvices to and from the City Centre. The schemes
reduce congestion on the Ring Road and reduce severance for communities north of the
Ring Road and are integrd to the proposals for delivery of an effective TCMS to manage
traffic on the highway network (see Chapter 8).

10.125 At Earswick, a the Strensall Road junction with the A1237, pedestrian and cycle severance
is aparticular problem, therefore a bid to the Highways Agency through their programme of
‘Non-major Non-safety Improvements' is aso included for a pedestrian and cycle subway
a this point.

10.126 A bid to the Highways Agency through ther programme of ‘Nonrmaor Non-safety
Improvements' is adso included for a pedestrian footway at Crockey Hill in order to reduce
the impact of the A19 on the community &t this point.

10.127 The hids to the Highways Agency under the programme of ‘Nonr-maor Nonsafety
Improvements are summarised in Table 10.8. Clearly, if funding is not available for these
improvements from the Highways Agency, there will be an impact on the levd of funding
required for the LTP in future years, in order that these necessary improvements are
undertaken. These implications are identified in Chapter 15, and the programming of the
bid, both initidly for Highways Agency funding and dso for LTP funding, can be seen in
Appendix J.

Table 10.8: Non-major Non-safety improvement bid to Highways Agency

Scheme Cost (£,000) | Year of bid
to HA

A1237/Strensall Road Congestion Relief Scheme 1,900 2001/02

A12370uter Ring Road Cyclist and Pedestrian Subway, 445 2001/02

Earswick

A1237/Haxby Road Congestion Relief Scheme 1,500 2002/02

A19 (S) Crockey Hill Footway improvements 105 2002/03
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10.128 We have been discussng with the Highways Agency ther structurd maintenance
programme for the next 5 years for those sections of the Trunk Roads to be transferred.
They will be making a capitd maintenance bid for 3 schemes for the year 2002/2003 which
includes the following schemes:

A19 Shipton Road, Rawcdliffe to Skelton Resurfacing £130,000
A1079 Hull Road, Grimston to Dunnington Resurfacing  £200,000
A1237 Outer Ring Road, Anti-skid to roundabouts £85,000

10.129 It is our intention to include these schemes in our firg year of maintenance and we do not
make a bid in this plan for these schemes with the expectation tha funding will be
trandferred.  However, it is likdy that over the next twelve months we will be assessng
future requirements for maintenance on these detrunked sections which may result in a
capitd bid towards the end of this plan.

10.130 We have dso obtained basic information on the 8 structures that will be transferred.
A1079 Hull Road, 4 bridges with 40 tonne assessment;
A1237 Outer Ring Road, 4 bridges with assumed 40 tonne assessment; and
All these bridges are relatively modern and well maintained.

On the bass of information obtained to date we do not anticipate that the 8 structures will
require mgor maintenance in the life of this plan.

10.131 We will continue with close co-operation and liaison with the Highways Agency to achieve a
smooth transfer of respongihility.
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