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Section 1 Introduction 

1.1 PRINCIPLES AND CONTEXT OF THIS CODE    

1.1.1 This document is the first edition of ‘Well-managed Highway Infrastructure’. It is a 
revision of and replaces Well-maintained Highways, Well-lit Highways and 
Management of Highway Structures.  

1.1.2 The Code is designed to emphasise the adoption of an asset management 
approach through risk-based establishment of local levels of service. It also 
includes guidance on some additional topics. It is produced as a single document 
to emphasise the integrated approach to highway network infrastructure assets. 
Overarching matters are dealt with in Part 1 and additional, asset specific, matters 
in Parts 2, 3 and 4.  

1.1.3 Determination of local levels of service through a risk-based approach, and 
without the reference point of recommendations in this Code, carries the 
possibility that levels of service could change distinctly across authority 
boundaries. Boundaries are not usually apparent to users of the highway network 
and authorities are encouraged to collaborate in determining levels of service, 
especially across boundaries.  

1.1.4 Production of this Code has been overseen by the UK Roads Liaison Group and 
its’ Roads, Bridges and Lighting Boards. 

1.1.5 The Code is intended to apply throughout the United Kingdom. It is recognised 
that there are differences in the approach to some matters in England, Scotland, 
Wales and Northern Ireland. These are not detailed in the Code, but general 
principles are set out.  

1.1.6 The Code includes cross-references to third party web sites throughout. These are 
intended to provide further information and support on various topics, but are not 
to be seen as part of the Code of Practice. 

 
1.2 STATUS OF THE CODE 

1.2.1 DfT drafted legal paras to be inserted. 

1.2.2 Authorities have certain legal obligations with which they need to comply, and 
which will, on occasion, be the subject of claims or legal action by those seeking 
to establish non-compliance by authorities. It has been recognised that in such 
cases, the contents of this Code may be considered to be a relevant 
consideration. In these circumstances, where authorities elect in the light of local 
circumstances to adopt policies or procedures different from those suggested by 
the Code, it is essential for these to be identified, together with the reasoning for 
such differences, and for them to be approved by the authority’s executive. 
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1.3 TRANSITION PERIOD 

1.3.1 Well-maintained Highways, Well-lit Highways and Management of Highway 
Structures contain many areas where levels of service or standards were 
considered to be either prescribed or recommended. The intention of this Code is 
that Authorities will develop their own levels of service through a local, risk-based, 
approach.  

1.3.2 Changing from reliance on specific standards in the previous Codes to an entirely 
local, risk-based, approach is likely to take time. It will be necessary to undertake 
appropriate analysis and development and to gain approval through the authority’ 
executive processes. In recognition of the amount of change and time that could 
be required to develop the new approach, the 2004 and 2005 Codes will remain 
valid until the earlier of: 

 when an authority has determined and implemented its risk based-approach 
based on this Code; or 

 1st October 2017 (to be confirmed). 

 

 
1.4 GUIDANCE HIERARCHY 

1.4.1 The UKRLG guidance hierarchy is shown in Figure ?. This diagram is updated 
from the HIAMG to reflect this single Code replacing Well-maintained Highways, 
Well Well-lit Highways and Management of Highway Structures.  

1.4.2 It is intended that Part 1 of this Code should also apply to Management of 
Electronic Traffic Equipment.  

 

Figure ? – Hierarchy of Guidance 
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1.4.3 The UKRLG Highway Infrastructure Asset Management Guidance (HIAMG) sets 
out the approach to asset management. This Code refers extensively to the 
HIAMG and is intended to be useful additional guidance. Topics covered on the 
HIAMG are referred to, but not repeated in this Code. Nothing in this Code 
supersedes the HIAMG unless specifically stated.   

1.4.4 HIAMG sets out the activities that support asset management: 

 the context of asset management; 

 the asset management planning process; and 

 enablers to support implementation of asset management. 

 

 
http://www.ukroadsliaisongroup.org/en/utilities/document-
summary.cfm?docid=5C49F48E-1CE0-477F-933ACBFA169AF8CB 

 
1.5 TERMINOLOGY  

1.5.1 The Code continues to retain industry rather than some user definitions for parts 
of the highway. There is an argument for moving to user focussed definitions but, 
with much of the supporting documentation continuing to use industry definitions, 
such a change would need to be coordinated to avoid confusion. The main 
relevant definitions are:  

 The term ‘carriageway’ is used for facilities used by motor vehicles. 

 The term ‘footway’ is used for segregated surfaced facilities used by 
pedestrians. Where these are not immediately adjoining a carriageway the 
term ‘remote footway’ is used. The term ‘footpath’ is retained for other forms 
of Public Rights of Way (PROW). The term ‘housing footway’ is used for 
those footways serving predominantly housing areas, and may be 
unadopted as highways, but maintained by the authority as part of its 
housing function;  

 The term ‘cycle route’ is used as the collective term for all segregated 
facilities used by cyclists. 

http://www.ukroadsliaisongroup.org/en/utilities/document-summary.cfm?docid=5C49F48E-1CE0-477F-933ACBFA169AF8CB
http://www.ukroadsliaisongroup.org/en/utilities/document-summary.cfm?docid=5C49F48E-1CE0-477F-933ACBFA169AF8CB
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 The term ‘running surface’ is used as the collective term for all hardened 
surfaces within the highway, including carriageways, footways and cycle 
routes. 

 The term ‘pavement’ is used as the collective term for the construction of all 
running surfaces, particularly carriageways.  

1.5.2 The Code is intended to apply to all parts of the UK and there are a number of 
differences in terminology that it would be inappropriate to repeat at length and in 
such cases the English term is used. The main items include:  

 The term ‘highway’ is used to include ‘road’ or ‘street’. 

 The term ‘authority’ is used to include all forms of national and local authority 
having responsibility for highway maintenance. 

 The term ‘Winter Service’ is used to include all ice prevention, snow 
clearance and all forms of winter maintenance activity.  

For further details of terms used in the Code, reference should be made to the 
Glossary of Terms in Appendix A.  

 
1.6 RELATED ACTIVITIES  

1.6.1 There are a number of related functions that are not dealt with in detail by this 
Code, but which could affect and be affected by highway infrastructure 
maintenance activity. They also have the potential for value to be added through 
cooperation and co-ordination. Such functions include:  

 network management, including implementation of the traffic management 
duty, or equivalent;  

 highway development control, including securing commuted sums from 
developers;  

 integrated street management street, including cleansing; and 

 town centre management, including use of public space. 

 
1.7 MAINTENANCE PRACTICE 

1.7.1 Maintenance types contribute in varying degrees to the core objectives of safety, 
serviceability and sustainability. In each case therefore, levels of service and 
delivery arrangements should be established having regard to these objectives 
focussed on outcomes, rather than on inputs mainly related to maintenance type.  

1.7.2 The main types of maintenance are as follows:  

 reactive – responding to inspections, complaints or emergencies; 
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 routine – regular consistent schedule, generally for patching, cleaning, grass 
cutting and landscape maintenance; 

 programmed – flexibly planned schemes primarily of reconditioning or 
replacement; 

 regulatory – inspecting and regulating the activities of others; 

 winter service; and 

 resilience and emergencies.  

 
1.8 LIMITATIONS TO THE CODE OF PRACTICE  

1.8.1 The Code is not intended as a detailed technical reference for all aspects of 
highway infrastructure maintenance or to repeat technical guidance available 
elsewhere. Areas referred to but not dealt with in detail include:  

 network management;  

 highway improvement and new construction;  

 network management, including management of utilities;  

 details of maintenance of Public Rights of Way;  

 management of street cleansing;  

 improvements; and 

 integrated urban drainage management. 

 
1.9 FURTHER ADVICE AND GUIDANCE  

1.9.1 The Highways Maintenance Efficiency Programme has developed a wide range of 
guidance on topics from asset management to procurement.  
www.highwaysefficiency.org.uk.  

1.9.2 Where the Code makes reference to supporting or complementary advice, all such 
references are to the most current version unless otherwise indicated.  

http://www.highwaysefficiency.org.uk/
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Section 2 Policy Framework 

2.1 USING THE CODE IN THE DEVELOPMENT OF POLICY AND STRATEGY 

2.1.1 Asset management policy is dealt with in the UKRLG Highway Infrastructure 
Asset Management Guidance Document, Part B. This document should be 
referred to and the advice below considered supplementary. 

2.1.2 Authorities have certain legal obligations with which they need to comply, and 
which will, on occasion, be the subject of claims or legal action by those seeking 
to establish non-compliance by authorities. It is recognised that in such cases, the 
Codes may be considered to be a relevant consideration. Where authorities elect 
in the light of local circumstances to adopt policies or procedures different from 
those suggested by the Code, it is essential for these to be identified, together 
with the reasoning for such differences, be approved by the authority’s Executive, 
and published. 

RECOMMENDATION – USE OF THE CODE 

This Code, in conjunction with the UKRLG Highway Infrastructure Asset 
Management Guidance, should be used as the starting point against which 
to develop, review and formally approve highway infrastructure maintenance 
policy and to identify and formally approve the nature and extent of any 
variations.  

 
2.2 STAKEHOLDERS AND COMMUNICATION 

2.2.1 Stakeholder expectations and the importance of good communications are 
dealt with in the UKRLG Highway Infrastructure Asset Management 
Guidance Document, Part B. This document should be referred to and the 
advice below considered supplementary. 

2.2.2 Many aspects of the maintenance process are highly technical and may be difficult 
to explain, but it is important that legal duties and obligations are understood. 
Users’ concerns may tend to focus on the short term more visible deficiencies in 
the network rather than the underlying less apparent problems. Consultation can 
be expensive both in time and resources. Despite these difficulties, the 
involvement of users and the community in informed consultation on the highway 
maintenance service is likely to be beneficial in the longer term in building 
understanding and support.  

2.2.3 An important issue for the involvement of users and the community in highway 
maintenance is the inevitable tension between the need to provide reasonable 
consistency of highway levels of service, both nationally and locally, and the need 
to enable some local diversity. Indeed, it is possible for users to hold both views 
simultaneously, for example in the case of speed limits.  

2.2.4 The emphasis on the needs of users and consultation implies that authorities 
should be open to and encourage local diversity where appropriate, but this 
requires careful management.  
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2.2.5 The most useful vehicle for the management of these tensions is the local road 
hierarchy. This will be the framework around which levels of service and priorities 
are based and can provide the focus for consultations and community involvement 
on the scope for local or neighbourhood discretion, which will inevitably be greater 
for the less strategic parts of the network.  

2.2.6 It will also be important for authorities to demonstrate reasonable consistency 
within their area between parts of the network that may be managed separately. 
For example, ‘housing footways’ serving some residential areas may have public 
rights of access over them, even though they are managed and maintained by the 
housing authority rather than the highway authority. Nevertheless, users will rightly 
expect consistency of service.  

2.2.7 There are four main levels of user and community involvement. These can 
sometimes be confused and it is important to be clear about what is intended:  

 informing – providing clear information to which a response is not sought or 
necessarily required but which will be replied to if sent; 

 consulting – seeking structured responses to a defined series of questions 
with or without supplementary briefing; 

 participating – involving in generalised discussions about services including 
the provision of unstructured views and perceptions to assist with the 
development of issues and scenarios for further consultation; and 

 empowering – providing encouragement and support for the devolvement of 
certain decisions or aspects of service delivery.  

2.2.8 User and community involvement should be a high priority and ongoing aspect of 
highway maintenance. The nature and scale of involvement will depend on the 
scale and impact of the works, and in most cases for maintenance works the key 
issue will be the provision of information, which is dealt with below. It will be 
important however to undertake post completion surveys for at least a sample of 
maintenance schemes, both for good public relations and to assist performance 
improvement.  

2.2.9 It is important that consultation arrangements are inclusive and reflect the diversity 
of users and communities, and particular efforts made to include those harder to 
reach, such as people with disabilities or from ethnic minority communities.  

2.2.10 Vulnerable users, including children and older people, should also be considered 
together with users of cycles and motorcycles, who can be particularly affected by 
differing maintenance standards.  Guidance on providing for motorcyclists has 
been published by the Institute of Highway Engineers (www.theihe.org).  In 
Australia, recognising the need to assist road design and maintenance 
practitioners understand the needs of motorcyclists and hence provide safe road 
conditions for all road users, the Victorian Motorcycle Advisory Council has 
produced a leaflet titled A road builder’s guide to motorcycle safety. 
http://www.vicroads.vic.gov.au/NR/rdonlyres/E9A40513-5DB7-4BCA-BC60-
7EBE5A1988B0/0/tr2000067.pdf 

http://www.theihe.org/
http://www.vicroads.vic.gov.au/NR/rdonlyres/E9A40513-5DB7-4BCA-BC60-7EBE5A1988B0/0/tr2000067.pdf
http://www.vicroads.vic.gov.au/NR/rdonlyres/E9A40513-5DB7-4BCA-BC60-7EBE5A1988B0/0/tr2000067.pdf
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2.2.11 For Public Rights of Way, Local Access Forums, or equivalent, will provide a 
convenient means of user and community consultation.  Dialogue with user 
groups can also lead to reduced damage to byways and green lanes.  

2.2.12 The provision of clear, accurate and timely information to users and communities 
affected by highway maintenance works, is one of the most important 
responsibilities of authorities, but one which sometimes receives insufficient 
attention. Authorities should set out clear policies and procedures defining user 
and community information requirements for maintenance work according to their 
potential for inconvenience and disruption.  

 

2.2.13 Information provided sufficiently early will enable users to adapt their travel plans, 
and local residents or industry to adjust their arrangements to accommodate the 
works, with minimum inconvenience and disruption. It is also likely to influence 
their perceptions of the authority. The information medium used will depend on the 
scale of works and potential disruption and could involve letters, posters, media 
advertisements, social media, and information boards on site both prior to and 
during the works. 

2.2.14 Information is of particular value to users and providers of public transport. 
Maintaining service frequency and reliability are crucial to the encouragement of 
increased public transport use, and can easily be compromised, albeit 
unintentionally, through insensitively planned and publicised works.  

2.2.15 Where temporary closures and diversions are planned which affect public 
transport, authorities should co-operate with the Traffic Manager or equivalent in 
carefully planning and co-ordinating works to keep closures and diversions to a 
minimum The objective should be to plan realistically and keep to the timing 
agreed.  

2.2.16 It is important in the case of major works to establish effective working 
arrangements with local press and broadcast media to enable the presentation of 
timely and accurate current information and advice on network condition and use. 
Local radio, in particular, considers this to be a most important aspect of their 
service to the community, and it therefore provides the opportunity to build good 
working relationships over wider issues. Invitations to the media and community 
representatives to witness, first hand, maintenance works being carried out, so 
that they can be the “eyes and ears” of the wider public, are often beneficial in 
justifying the disruption caused by works. Many authorities have specialist press 
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and public relations personnel and it will be important to clarify and agree 
respective service and specialist responsibilities. 

2.2.17 It is also important to provide information directly to key stakeholders, including all 
emergency services, public transport operators, motoring organisations and key 
local organisations. This provides an important opportunity to demonstrate an 
understanding of users’ needs, and a strong service commitment. Information on 
traffic delays due to highway maintenance works is a crucially important user 
requirement.  

2.2.18  Managing compliments, complaints and claims efficiently and effectively can 
make a significant difference to the public perception of service delivery, not 
merely for the service in question but for the authority as a whole.  

2.2.19 Highway maintenance is a high profile and highly valued public service, and 
authorities will need to accommodate and process considerable volumes of 
correspondence, telephone calls and other forms of communication.  The 
efficiency and courtesy of response will determine, to a large extent, the local 
opinion of the service and the authority.  

2.2.20 There is a need to differentiate between service requests and complaints. Most of 
the communications received will initially be service requests and the main 
objective is to prevent them becoming complaints. Where complaints arise, the 
next objective is to avoid them becoming claims and they will need to be managed 
to this effect through a detailed complaints management system.  

2.2.21 Arrangements should be established to receive and deal with requests, 
compliments, complaints and other information from users and the community, 
including standards for response, arrangements for immediate or planned action, 
and recording of all transactions. Personnel responsible for dealing with user and 
community requests, compliments, complaints and information should be 
competent to determine the relative urgency of response and to enable immediate 
action where necessary.  A scripted series of questions combined with a decision 
flowchart can be helpful in establishing the most appropriate response. 

2.2.22 Communication arrangements should enable the authority to receive and respond 
to user and community requests for emergency action at all times.  

2.2.23 All communications received, whether compliments, service requests, complaints 
or claims, from whatever source, should be recorded together with any action 
taken, including nil returns. This will be crucial to the management and defence of 
any claim against the authority for failure to maintain. Although recording 
compliments may seem unnecessary, they could also assist in defending other 
claims in some circumstances, and will also be useful in supporting morale.  

2.2.24 Arrangements should be established to facilitate the involvement of all authority 
elected members, employees, contractors and agents in building commitment and 
pride in the highway maintenance service and maximising individual contributions 
to the process of continuous improvement. 
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RECOMMENDATION – ENGAGING AND COMMUNICATING WITH 
STAKEHOLDERS 

Relevant information associated with asset management should be actively 
communicated through engagement with relevant stakeholders in setting 
requirements, making decisions and reporting performance.  (HIAMG 
Recommendation 2) 

 
2.3 OTHER AUTHORITIES 

2.3.1 Consultation will be necessary with other local and strategic highway authorities, 
especially adjoining authorities and service providers, as part of the duty to 
manage the network and to ensure that users’ reasonable requirements for 
consistency of service and integrated programming of works are considered and 
taken into account.  

2.3.2 Responsibility for assets on authority boundaries, e.g. river bridges, should be 
agreed with adjoining authorities.  

2.3.3 It may be appropriate for authorities to enter into agreements with adjacent or with 
other authorities for certain aspects of service to be carried out by one authority on 
behalf of the other. Shared services are dealt with in the Highway Maintenance 
Efficiency Programme, or equivalent. weblink 

2.3.4 Consultation and coordination will also be required with utilities, public transport 
operators and other key stakeholders.  

2.3.5 Consultation and agreements should be recorded.  

RECOMMENDATION – CONSISTENCY WITH OTHER AUTHORITIES 

To ensure that users’ reasonable expectations for consistency are taken into 
account, the approach of other local and strategic highway and transport 
authorities, especially those with integrated or adjoining networks, should 
be considered when developing highway infrastructure maintenance 
policies. 

 
2.4 HIGHWAY INFRASTRUCTURE ASSET MANAGEMENT  

2.4.1 Asset management policy and strategy are dealt with in the UKRLG Highway 
Infrastructure Asset Management Guidance Document, Part B.  

RECOMMENDATION – ASSET MANAGEMENT FRAMEWORK    

An Asset Management Framework should be developed and endorsed by 
senior decision makers.  All activities outlined in the Framework should be 
documented.  (HIAMG Recommendation 1) 
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RECOMMENDATION – ASSET MANAGEMENT POLICY AND STRATEGY   

An asset management policy and a strategy should be developed and 
published.  These should align with the corporate vision and demonstrate 
the contribution asset management makes towards achieving this vision.  
(HIAMG Recommendation 3) 

 
2.5 INTEGRATED NETWORK MANAGEMENT  

2.5.1 Highway infrastructure maintenance policy needs to be developed integrally with 
the overall management of the network. Transport users, whatever their mode, do 
not distinguish between categories of road, or types of work, whether maintenance 
or improvement. It is irrelevant to them who is undertaking the work, whether local 
authority, contractor or utility. They expect the network to be managed and 
maintained holistically to provide consistent and appropriate levels of service and 
the ability to change modes as easily as possible.  

2.5.2 Users expect reasonable consistency of policy and levels of service on similar 
categories of highway, irrespective of the responsibility for maintenance, which 
implies that all authorities, both local and national should seek to deliver these 
expectations wherever possible. Authorities should consider the needs of all road 
users, particularly vulnerable users, for example cyclists and motorcyclists, in 
planning and managing the network. This has special implications for the 
maintenance function, as when schemes are planned and programmed there may 
be an opportunity to incorporate added value to the safety, priority, integrity or 
quality of:  

 footways and crossing facilities (particularly for older and disabled people);  

 cycle routes and crossing facilities;  

 riders of motorcycles;  

 horse riders and crossing facilities;  

 facilities for public transport and users (and also to influence reliability); and 

 facilities for freight movement.  
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2.5.3 Planning for highway maintenance should also take into account and add value to 
other elements of local transport strategy, wherever possible including:  

 Quality Bus Partnerships;  

 Quality Freight Partnerships;  

 Accident Reduction and Prevention Programme;  

 Safer Routes to School and Travel Planning;  

 Routes to Stations and Other Interchange Facilities; and 

 Urban and Rural Regeneration Programmes.  

2.5.4 Planning and budgeting for highway maintenance should also recognise that 
integrated transport, especially in urban areas, is likely to result in a more complex 
and diverse streetscene. A wider range of more expensive signs, road markings, 
coloured surfacing and other materials may be necessary for regulation and 
management. The overall maintenance cost of keeping this more complex 
arrangement in good order may well increase.  

2.5.5 Increasing emphasis on quality of public space and streetscene brings increased 
importance to the avoidance of ‘clutter’. Signing which is inappropriate or no 
longer necessary is, at best, intrusive and, at worst, a distraction and risk to users.  

2.5.6 Policies, priorities and programmes for highway maintenance should have 
particular regard to the principles of sustainability and the application of the 
‘precautionary principle’.  

2.5.7 Deregulation of public transport in many places means that the routes of services 
may be less predictable and vary more frequently, and close liaison with operators 
will be necessary if works are to be co-ordinated so as to minimise disruption to 
public transport users. Other forms of public transport, including light rail and 
guided bus schemes bring their own challenges for maintenance, especially 
Winter Service. 

2.5.8 The DfT and the Department for Communities and Local Government, with 
support from the Commission for Architecture and the Built Environment (CABE), 
developed a Manual for Streets to provide guidance for a range of practitioners on 
effective street design. The Manual for Streets, launched in March 2007, provides 
guidance for practitioners involved in the planning, design, provision and approval 
of new residential streets, and modifications to existing ones. It aims to increase 
the quality of life through good design which creates more people-orientated 
streets. In September 2010 the Chartered Institution of Highways and 
Transportation published Manual for Streets 2 (MfS2).  MfS2 does not supersede 
Manual for Streets; rather it explains how its principles can be applied more 
widely.  Further information on MfS2 may be downloaded from: 
http://www.ciht.org.uk/en/publications/index.cfm/manual-for-streets-2--wider-
application-of-the-principles-2010 

2.5.9 It may be appropriate for authorities to develop a series of related policies for 
specific assets or for specific activities, e.g.:  

http://www.ciht.org.uk/en/publications/index.cfm/manual-for-streets-2--wider-application-of-the-principles-2010
http://www.ciht.org.uk/en/publications/index.cfm/manual-for-streets-2--wider-application-of-the-principles-2010
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 structures; 

 lighting; 

 trees; 

 designing for maintenance; 

 skidding resistance; and 

 sustainability. 

RECOMMENDATION – AN INTEGRATED NETWORK 

The highway network should be considered as an integrated set of assets 
when developing highway infrastructure maintenance policies.  

 
2.5.10 The UKRLG has carried out a study into the provision of design and maintenance 

guidance for local highway authorities.  Through consultation with local authority 
practitioners, the study identified examples of relevant good practice documents 
that have been produced around the UK.  48 examples of good practice 
documents collated from local authorities from across the UK can be uploaded 
from the following website: http://www.tap.iht.org/ 

2.5.11 The same study identified gaps in guidance and produced  new guidance 
documents to address these gaps:  

 Provision of Road Restraint Systems on Local Highway Authority Roads 
provides a process to help local highway authorities decide when a road 
restraint system is justified.  This document can be adapted by local highway 
authorities to create a pragmatic system for decision making to help them 
make best use of the finite resources available. 
http://www.ukroadsliaisongroup.org/en/utilities/document-
summary.cfm?docid=5803F825-EFC0-4858-B2A75D0DCE3382A9 

 Departures from Standards: Procedures for Local Highway Authorities, 
offers pragmatic methods for preparing departures from standards including 
the introduction of a simple proforma.  It recognises that published design 
standards offer benefits but also potential constraints and progressive local 
highway authorities may seek to work beyond the limits of standards in 
delivering “more for less”. 
http://www.ukroadsliaisongroup.org/en/utilities/document-
summary.cfm?docid=80C69D67-CABC-4428-815B8143D0833943 

 Potholes Review, Prevention and a Better Cure makes 17 recommendations 
that will, if implemented, provide an improvement in highway maintenance 
and reduce the number of potholes occurring.  There are three key 
messages in this review.  Firstly, Prevention is better than cure; secondly, 
Right first time for better repairs; thirdly, clarity for the public. 
http://www.dft.gov.uk/publications/pothole-review/ 

 Whole Life Costing for Option Appraisal of Maintenance Schemes for Local 
Authorities provides local highway authorities with a consistent process for 

http://www.tap.iht.org/
http://www.ukroadsliaisongroup.org/en/utilities/document-summary.cfm?docid=5803F825-EFC0-4858-B2A75D0DCE3382A9
http://www.ukroadsliaisongroup.org/en/utilities/document-summary.cfm?docid=5803F825-EFC0-4858-B2A75D0DCE3382A9
http://www.ukroadsliaisongroup.org/en/utilities/document-summary.cfm?docid=80C69D67-CABC-4428-815B8143D0833943
http://www.ukroadsliaisongroup.org/en/utilities/document-summary.cfm?docid=80C69D67-CABC-4428-815B8143D0833943
http://www.dft.gov.uk/publications/pothole-review/
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undertaking whole life costing for maintenance option appraisal.  The 
outcomes from this process enable informed investment decisions to be 
made to support the delivery of value-for-money objectives.  
http://www.ukroadsliaisongroup.org/en/utilities/document-
summary.cfm?docid=D0FD6F76-E612-4435-A65E97F7E5E1FE92 

 
2.6 RISK BASED APPROACH  

2.6.1 Authorities should adopt a risk based approach and a risk management regime for 
all aspects of highway maintenance policy. This will include investment, setting 
levels of service and operations, including safety and condition inspections and 
determining repair priorities and replacement programmes.  It should be 
undertaken against a clear and comprehensive understanding and assessment of 
the likelihood of asset failure and the consequences involved. 

2.6.2 There are no prescriptive or minimum standards in this Code. Adoption of a risk 
based approach, taking account of the advice in the Code, will enable authorities 
to establish and implement levels of service appropriate to their circumstances.   

2.6.3 Those involved in developing and implanting the risk based approach must be 
competent to be able to make the right decisions in all situations.  Appropriate 
competencies and training are important and should recognise the possibility of 
legal challenge to decisions.  

2.6.4 Establishment of a risk register is important, and where partnerships are involved, 
this will need to identify the assignment of risks between the respective parties.  

RECOMMENDATION – RISK BASED APPROACH 

A risk based approach should be adopted for all aspects of highway 
infrastructure maintenance, including setting levels of service, inspections, 
responses, resilience, priorities and programmes.  

 
2.7 INFORMATION MANAGEMENT 

2.7.1 Information is fundamental to the development of infrastructure maintenance 
policies and to the ability to communicate effectively with stakeholders. Effective 
and sustainable management of that information, which is likely to arise from 
many sources, and the distribution of that information to stakeholders and network 
users is crucial. 

2.7.2 A risk based approach to highway maintenance needs to be founded on 
information that is sufficiently robust to enable decisions on levels of service to be 
taken and reviewed over time.  

2.7.3 Information on mobile devices held by maintenance practitioners in the field can 
support their decision making and reporting of asset condition and defects in real 
time. 

2.7.4 From time to time, governments may require specific information to be reported, 
either to themselves or publically, e.g. on authority’s websites, and authorities 
information systems should facilitate this. 

file:///C:/Users/CAPP5192/AppData/Local/Microsoft/Windows/Temporary%20Internet%20Files/Content.Outlook/TTTAOW9X/
http://www.ukroadsliaisongroup.org/en/utilities/document-summary.cfm?docid=D0FD6F76-E612-4435-A65E97F7E5E1FE92
http://www.ukroadsliaisongroup.org/en/utilities/document-summary.cfm?docid=D0FD6F76-E612-4435-A65E97F7E5E1FE92
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2.7.5 The Building Information Management (BIM) system is a being introduced into the 
construction industry. It involves creating and using an intelligent three 
dimensional digital model to inform and communicate project decisions and to 
hold information for maintenance purposes.  

RECOMMENDATION – INFORMATION MANAGEMENT 

Information to support a risk based approach to highway maintenance 
should be collected, managed and made available in ways that are 
sustainable, meet any statutory obligations, and, where appropriate, 
facilitate transparency for network users. 
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Section 3 Legal Framework  

3.1 GENERAL AND SPECIFIC REQUIREMENTS  

3.1.1 General duties and powers are dealt with in this Part of the Code. Duties and 
powers related to specific assets, e.g. roads, structures and lighting, are dealt with 
in the relevant parts of the Code. 

3.1.2 Much of highway infrastructure maintenance activity is based upon statutory 
powers and duties contained in legislation and precedents developed over time as 
a result of claims and legal proceedings. Some important aspects of these 
statutory powers and duties are noted in this section. The Roads and Highways 
Liability Claims Task Group has developed further guidance: weblink. 

3.1.3 It is crucially important that all those involved in highway maintenance, including 
Members of authorities, have a clear understanding of their duties and powers, 
their implications, and the procedures used to manage and mitigate risk.  

3.1.4 Specific legislation mentioned is generally that for England. Scotland, Wales and 
Northern Ireland often have equivalent or similar legislation and the phrase ‘or 
equivalent’ following mention of an Act of Parliament is intended to refer to these. 
Nothing in or omitted from this Code can, of course, supersede the law. 

 
3.2 GENERAL REQUIREMENTS  

Duty of Care  

3.2.1 There are many specific duties and powers, but even in the absence of specific 
duties and powers, authorities have a general duty of care to users and the 
community to maintain the highway in a condition fit for its purpose. This principle 
should be applied to all decisions affecting policy, priority, programming and 
implementation of highway maintenance works.  

Health and Safety  

3.2.2 The Health and Safety at Work Act, or equivalent, together with the Construction 
(Design and Management) Regulations, or equivalent, provide for a requirement 
for highway, traffic and street authorities to carry out work in a safe manner and 
establish arrangements for the management of construction works.  

3.2.3 All those involved in the planning, management and delivery of highway 
infrastructure maintenance services should receive training and regular updating, 
as necessary, in health and safety requirements of the service. More information 
may be obtained from: www.hse.gov.uk/construction/cdm.htm. 

Localism 

3.2.4 The Localism Act predominantly applies to England and confers on local 
authorities the power, with certain limitations, to do anything that individuals 

file://wsatkins.com/data/organisation/TE%20Midlands/GBBMA/Dept487/Project%20Folders/0162%20UKRLG%20CoP%20Review/02%20Scoping/Existing%20Documents/www.hse.gov.uk/construction/cdm.htm
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generally may do for the benefit of the authority, its area, or persons resident or 
present in its area. It also introduced measures such as the community right to 
challenge. 

Best Value  

3.2.5 The Local Government Act, or equivalent, provides for the general duty of best 
value and aims to improve local services in terms of both cost and quality. 

Duties and Powers for Highway Maintenance  

3.2.6 There are a number of specific pieces of legislation that provide the basis for 
duties and powers relating to highway maintenance:  

Main Highways Provisions  

3.2.7 The Highways Act, or equivalent, sets out the main duties and powers of highway 
authorities. In particular it imposes a duty to maintain highways maintainable at 
public expense. Almost all claims against authorities relating to highway functions 
arise from the alleged breach of this section.  

3.2.8 The Act also provides for a defence against action relating to alleged failure to 
maintain on grounds that the authority has taken such care as in all the 
circumstances was reasonably required to secure that the part of the highway in 
question was not dangerous for traffic. A key difference in Scotland is that there is 
no equivalent defence against alleged failure to maintain, although case law will 
have established some basis for this. 

3.2.9 Where an authority exercises a power to install new infrastructure, e.g. lighting, 
safety barriers, etc, it will become part of the highway and covered by the duty to 
maintain.  

Winter Service 

3.2.10 The Act, or equivalent, together with other legalisation (Railways and Transport 
Act in England) sets out duties for winter service.  

Traffic Management 

3.2.11 The Traffic Management Act, or equivalent, sets out a number of provisions 
including Highways England Traffic Officers, local authority duty for network 
management, permits for work on the highway, increased control of utility works, 
and increased civil enforcement of traffic offences.  

3.2.12 The Act establishes a duty for local traffic authorities ‘to manage their road 
network with a view to achieving, so far as may be reasonably practicable having 
regard to their other obligations and policies, to secure the expeditious movement 
of traffic on the authority’s road network, and to facilitate the expeditious 
movement of traffic on road networks for which another authority is the traffic 
authority’. The term ‘traffic’ specifically includes pedestrians, so the duty requires 
the authority to consider all road users.  

3.2.13 The duty is not limited to the actions of the department responsible for traffic within 
an authority so authorities will need to consider the duty when exercising their 
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powers under any legislation where this impacts on the operation of the road 
network. Authorities are required to appoint a Traffic Manager to administer the 
network management duty. Authorities are expected to operate the Act even-
handedly, applying conditions and enforcement activity equally to their own and 
utilities works.  

Utility Companies 

3.2.14 Various companies and agencies have statutory powers and obligations to work in 
the highway. Their activity in the highway is regulated by the New Roads and 
Streetworks Act, or equivalent, and by the Traffic Management Act, or equivalent.  

Public Rights Of Way  

3.2.15 Responsibilities for Public Rights of Way (PROW) vary considerably throughout 
the UK, but in general authorities are required to maintain records and ensure that 
ways are adequately signposted, maintained and free from obstruction. In urban 
areas PROW can present wider problems relating to issues such as crime. Certain 
legislation can facilitate closure of rights of way where deemed appropriate  

Related Powers and Duties 

3.2.16 Duties and powers contained in the Highways Act, or equivalent, sit within a much 
broader legislative framework specifying a wider range of duties and powers. 
These include, or equivalents:  

 Road Traffic Regulation Act; 

 Traffic Signs and General Directions; 

 Road Traffic Act – provides a duty for highway authorities to promote road 
safety, including a requirement to undertake accident studies and take such 
measures as appear appropriate to prevent such accidents occurring; 

 Road Traffic Reduction Act; 

 Flood and Water Management Act – aims to reduce the flood risk associated 
with extreme weather. Provides for better, more comprehensive 
management of flood risk for people, homes and businesses; 

 Transport Act – designation of quiet lanes or a home zones; 

 Active Travel Act (Wales) – legislates for the provision of routes designed for 
cycling and walking; 

 Wildlife and Countryside Act – environmental and countryside issues with 
which highways operations must comply; 

 Environmental Protection Act – provides the statutory basis for other 
environmental issues, in particular waste management, with which highway 
maintenance operations must comply; 

 Noxious Weeds Act – responsibility to take action to inhibit the growth and 
spread of injurious weeds growing within the highway; and 
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 Clean Neighbourhoods and Environment Act.  

3.2.17 There is also a framework of legislation not specifically related to highways 
functions, but dealing with wider community issues with which the services are 
involved. These include, or equivalents:  

 Disability Discrimination Act; 

 Criminal Justice and Public Order Act;  

 Human Rights Act;  

 Freedom of Information Act;  

 Local Government Act; and 

 Civil Contingencies Act.  

 
3.3 FURTHER GUIDANCE 

Minimising Clutter 

3.3.1 Department for Transport Local Transport Note 1/08 Traffic Management and 
Streetscape, aims to enhance streetscape appearance by encouraging design 
teams to minimise the various traffic signs, road markings and street furniture 
associated with traffic management schemes, and hence minimise clutter: 
http://assets.dft.gov.uk/publications/local-transport-notes/ltn-1-08.pdf. 

Signing 

3.3.2 Department for Transport “Signing the Way: Traffic Signs Policy Review”, sets out 
a policy framework for ensuring that the traffic system meets the future needs of 
all road users, while building upon the existing and established traffic sign system.  
It sets out recommendations for improving the information that traffic signs 
communicate to road users by providing more freedom for decisions about signing 
at the local level: http://www.dft.gov.uk/publications/signing-the-way. 

 
3.4  MANAGEMENT SYSTEMS AND RECORDS  

3.4.1 The efficiency, accuracy and quality of information and records maintained by 
authorities will be crucial both to the effective management of the service and to 
the defence of claims against the authority for alleged failure to maintain. The 
system will need to support compliance with standards of evidence provision.  

3.4.2 Managing the safety and wide range of other risks associated with the delivery of 
highway infrastructure maintenance will require effective and co-ordinated 
information systems. Record systems should include all user contact information, 
records of inspection and condition and records of all maintenance activity. They 
should also be co-ordinated with other relevant record systems, for example road 
accidents database. 

http://assets.dft.gov.uk/publications/local-transport-notes/ltn-1-08.pdf
http://www.dft.gov.uk/publications/signing-the-way
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RECOMMENDATION – MANAGEMENT SYSTEMS AND CLAIMS 

Records should be kept of all activities, particularly safety and other 
inspections, including the time and nature of any response, and procedures 
established to ensure efficient management of claims whilst protecting the 
authority from unjustified or fraudulent claims. 
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Section 4 Strategy and Hierarchy 

4.1 HIGHWAY INFRASTRUCTURE ASSET MANAGEMENT STRATEGY  

4.1.1 Development of a highway infrastructure asset management strategy is 
dealt with in the UKRLG Highway Infrastructure Asset Management 
Guidance (HIAMG), Part B. This document should be referred to and the 
advice below considered supplementary. 

4.1.2 The strategy sets out how the asset management policy is to be achieved, how 
long term objectives for managing the highway are met and how the strategy is to 
be implemented, including setting and measuring performance. It sets a clear 
direction, provides links with other relevant documents such as corporate plans, 
and sets out the benefits of investing in the highway infrastructure. It should be a 
clear, public-facing message. 

4.1.3 The core objectives for maintenance could be considered to be:  

Customer Service 

Network Safety  

Consultation, levels of service, information, etc. 

Complying with statutory obligations;  

 Meeting users’ needs for safety.  

Network Serviceability  Ensuring availability;  

 Achieving integrity;  

 Maintaining reliability;  

 Enhancing condition.  

Network Sustainability Minimising cost over time;  

 Maximising value to the community; 

 Maximising environmental contribution.  

4.1.4 Each objective can be affected to a different extent by several different highway 
maintenance operations. For example:  

 network availability can be affected by resilience of improvement and 
maintenance works, winter service,  regulatory activity, deficiency of 
drainage systems and by careful planning and programming  of 
maintenance schemes in general;  

 network integrity can be assisted by consistent, joined up and effective 
permanent and temporary signing, by ensuring consistent standards of 
maintenance on cycle routes between segregated and non-segregated 
sections, and providing consistent accessibility standards, for example 
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through the use of dropped kerbs on key pedestrian routes especially those 
used by disabled people, older people, or those using prams;  

 environmental contributions can be made through verge management plans, 
maintaining local distinctiveness through use of local materials, reducing 
sign clutter, use of recycled products, noise-reducing surfacing, energy 
efficient light sources, and reductions in light levels.  

4.1.5 Every aspect of maintenance for each element of the highway infrastructure has 
the potential to contribute to some extent to a number of the above objectives. For 
example, the contribution to the safety objective is affected by: 

 the actual condition of the asset;  

 the resilience of the asset  

 the time for attending to defects recorded in inspections and reported by 
users;  

 the quality of management and service delivery;  

 the effectiveness of materials and treatments used; and 

 modifying programmes to co-ordinate more effectively with works affecting 
the highway by utilities, developers or other local authorities.  

4.1.6 Particular aspects of highway maintenance may have wider impacts than the 
immediate local implementation issues. For example, the need to address 
carriageway defects could compromise, at least temporarily, public transport 
convenience and reliability. Work at night to minimise disruption may have noise 
and cost implications. It is important that arrangements are in place to identify the 
potential for such conflicts at an early stage, to resolve them, and to mitigate the 
effects as effectively as possible.  

4.1.7 Users will expect reasonable continuity of safety and serviceability with 
neighbouring highway authorities, particularly at the higher end of the network 
hierarchy, but also at the lower levels where safety is a prime consideration, such 
as Winter Service. In such cases, serious discontinuities in levels of service should 
be avoided though consultation and agreement. The Code of Practice on Co-
ordination published to support the Traffic Management Act 2004 provides specific 
advice on this (http://assets.dft.gov.uk/publications/street-works-co-
ordination/cop3rdedition.pdf). 

4.1.8 Inter-authority co-ordination at both the strategic and operational level can bring 
other benefits, in terms of cost and resource management, levels of service and 
user perception. Opportunities for such co-operation include:  

 integrated route management;  

 optimisation of cross boundary service provision;  

 optimised programming and procurement;  

 shared traffic management and publicity;  

http://assets.dft.gov.uk/publications/street-works-co-ordination/cop3rdedition.pdf
http://assets.dft.gov.uk/publications/street-works-co-ordination/cop3rdedition.pdf
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 avoidance of multiple user delays; and 

 research, development and innovation.  

4.1.9 The Department for Transport commissioned a research project on highway 
service levels, focusing on getting an improved understanding, in qualitative 
terms, of the levels of service the public expects for the surface of carriageways, 
cycletracks and footways.  The report is available from the following website: 
http://www.trl.co.uk/online_store/reports_publications/trl_reports/cat_highway_engi
neering/report_highway_service_levels.htm 

 
4.2 WHOLE LIFE / DESIGNING FOR MAINTENANCE 

4.2.1 Although much maintenance activity is undertaken on highway construction of 
long standing, new and improved highway schemes and facilities form an 
increasing proportion of the network over time. The future maintenance costs of 
such new infrastructure are therefore a prime consideration. 

4.2.2 This is not to say that creativity should be inhibited. High quality or relatively 
expensive materials may provide appropriate, low maintenance and cost effective 
treatments in terms of their contribution to wider regeneration objectives, for 
example in improving the quality of public space and streetscape. It may also be 
appropriate to use environmentally sensitive materials in certain locations, despite 
the possibility of higher future maintenance costs. A series of regional guides 
published by English Heritage in collaboration with DfT provide useful advice 
(www.english-heritage.org.uk).  

4.2.3 There are however many cases where careful consideration of maintenance 
implications at the design stage would have provided an equally effective 
outcome, but without maintenance complications either increasing costs or 
introducing practical difficulties which may compromise the effectiveness of the 
feature. Examples include:  

 materials requiring a disproportionately high frequency of maintenance;  

 access difficulties for routine maintenance such as drain clearance and 
cleansing;  

 inappropriate treatments and planting on narrow verges;  

 maintenance requiring disproportionate traffic management and associated 
user disruption costs;  

 traffic calming and safety features with high rates of deterioration; and 

 Road workers requiring to work close to live carriageways or at height. 

4.2.4 Disproportionately costly or inconvenient maintenance may inhibit or prevent 
programmed maintenance taking place. Failure to provide the specified 
maintenance regime could have serious consequences for the potential liability of 
the authority and its employees.  

http://www.trl.co.uk/online_store/reports_publications/trl_reports/cat_highway_engineering/report_highway_service_levels.htm
http://www.trl.co.uk/online_store/reports_publications/trl_reports/cat_highway_engineering/report_highway_service_levels.htm
http://www.english-heritage.org.uk/
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4.2.5 Given that works of highway improvement and significant maintenance will usually 
be funded from capital and that subsequent maintenance works will often be 
funded from revenue, the potential financial impact is greater than might be first 
perceived. The benefits of whole life designs and treatments should always be 
considered. The balance between capital and revenue expenditure could be 
different in certain forms of public private partnership.  

4.2.6 Co-ordination of design and specifications between highway maintenance and 
highway improvement schemes can be improved through formal and informal 
liaison and co-operation between those involved to ensure that the whole life costs 
of schemes are optimised. These could involve formal consultation, value 
management and/or engineering, or a system of maintainability audits for a 
sample of schemes to establish local good practice. A maintainability audit could 
usefully be carried out by reference to a standard checklist, an example of which 
is given in Appendix ??. Guidance on standard specification and standard details 
for Local Highway Authorities has been produced by HMEP: weblink  

4.2.7 Unusual maintenance requirements and costs associated with schemes or 
materials brought forward for approval should be identified so that they can be 
taken into account at the time. This is particularly important where new highways 
are being assessed for adoption and should be reflected in commuted sums for 
any higher than usual future maintenance costs sought from developers. 

4.2.8 ADEPT has published guidance that aims to provide advice on the commuted 
sums mechanism, through which developers are required to contribute to future 
maintenance of areas adopted by local authorities: 
http://www.adeptnet.org.uk/assets/userfiles/documents/000296.pdf 

 
4.3 NETWORK INVENTORY 

Asset Data  

4.3.1 Asset data is dealt with in the UKRLG Highway Infrastructure Asset 
Management Guidance (HIAMG), Part B. This document should be referred 
to and the advice below considered supplementary. 

4.3.2 Highway authorities have a legal duty to keep a register containing such 
information as may be prescribed with respect to maps and statements of roads 
that are maintainable at public expense, which is primarily used for Land Charge 
Searches. 

4.3.3 Highway authorities are also required to keep the definitive map and statement, or 
equivalent, for Public Rights of Way (PROW) which forms the legal record of the 
position and status of PROW. Certain parts of the network could be recorded both 
on the register of roads and the definitive map, and advice on the treatment of 
these is provided by the PROW Good Practice Guide published jointly by the 
Countryside Agency, and others: (www.prowgpg.org.uk).  

4.3.4 There is also a requirement to maintain information for the purpose of:  

 identifying streets described as traffic sensitive where work should be 
avoided at certain times of the day;  

http://www.adeptnet.org.uk/assets/userfiles/documents/000296.pdf
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 identifying structures and other features described as special engineering 
difficulty  which need special consideration when work is planned; and 

 identifying reinstatement categories used by statutory undertakers in the 
reinstatement of their street works.  

4.3.5 A methodology for the creation, maintenance and publication of National Street 
Gazetteer, Operational District Data and Additional Street Data is shown in the 
Code of Practice on Consultation issued by the DfT which provides further 
information on data requirements to support the statutory network management 
duty introduced by the Traffic Management Act in England. It sets out Information 
must be in a format that can be electronically accessed by all parties and facilitate 
electronic transfer of notices.  

4.3.6 Another important reason for maintaining accurate inventory information is the 
requirement to submit updated information to Government each year on road 
lengths maintained, which is used for the calculation of local authority revenue 
spending allocations.   

4.3.7 The above requirements can be satisfied with fairly basic information, much less 
detailed than that required for maintenance management purposes. An 
appropriately detailed highway inventory or asset register or database is however 
an essential prerequisite of establishing a cost effective and adequate 
maintenance regime.  

RECOMMENDATION – NETWORK INVENTORY    

A detailed inventory or register of all highway assets, together with 
information on their scale, nature and use, should be maintained.  The 
nature and extent of inventory collected should be fit for purpose and meet 
business needs.  

RECOMMENDATION - ASSET DATA MANAGEMENT 

The quality, currency, appropriateness and completeness of all data 
supporting asset management should be regularly reviewed. An asset 
register should be maintained that stores, manages and reports all relevant 
asset data.  (HIAMG Recommendation 5). 

 
Asset Management Systems 

4.3.8 Asset management systems are dealt with in the UKRLG Highway 
Infrastructure Asset Management Guidance (HIAMG), Part C.  

RECOMMENDATION – ASSET MANAGEMENT SYSTEMS 

Asset management systems should be sustainable and able to support the 
information required to enable asset management. Systems should be 
accessible to relevant staff and, where appropriate, support the provision of 
information for stakeholders.  (HIAMG Recommendation 12) 

 
4.4 FUNCTIONAL HIERARCHY  
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4.4.1 A network hierarchy based on asset function is the foundation of a coherent, 
consistent and auditable risk-based maintenance strategy. It is crucial in 
establishing levels of service and to the statutory network management role for 
developing co-ordination and regulating occupation.  

4.4.2 It is important that the hierarchy adopted reflects the whole highway network and 
the needs, priorities and actual use of each infrastructure asset. The carriageway 
hierarchy, for example, may be determined by traffic volume or by local social and 
economic importance – perhaps a route leading to a major hospital or industrial 
area, or urban, rural or busy shopping street, residential street etc. Hierarchy may 
also be influenced by factors such as pedestrian or cyclist usage.. Collectively, 
these issues may be referred to as the ‘functionality’ of the section of highway in 
question.  

4.4.3 Whilst different asset types may have their own hierarchies, all should be related, 
such that each asset type can be considered in relation to others and to the whole 
highway network. Network hierarchy should take into account the desirability of 
continuity and of a consistent approach for walking and cycling.  

4.4.4 The adoption of a common hierarchy to reflect the network management duty, or 
equivalent, and the requirements for maintenance management based on highway 
functionality would be desirable. However, it may be difficult to achieve 
completely, bearing in mind the differing definitions of protected streets, traffic 
sensitive streets, and streets with special engineering difficulties, associated with 
the Traffic Management duty, or equivalent. However a high degree of 
compatibility between networks would seem to be essential. 

4.4.5 There will also be a need to define hierarchies for Resilience and for Winter 
Service. These should take as a starting point the hierarchy developed for general 
maintenance purposes but are likely to require extensive modification to 
accommodate local operational factors.  

4.4.6 It is important to consider the hierarchy of neighbouring authorities for both locally 
and nationally maintained networks. Users will expect reasonable continuity of 
levels of service and collaboration in developing the network hierarchy can 
contribute to achieving this.  

4.4.7 Hierarchies are a useful basis on which to consult users and the community. They 
are strategic but relatively easy to present and understand and not so detailed as 
to cause difficulties in interpreting the results. They can also address directly some 
of the wider policy issues, including special needs of older and disabled people.  

4.4.8 It is important that hierarchies are dynamic and regularly reviewed to reflect 
changes in network characteristics and functionality so that maintenance strategy 
reflects the current situation rather than the use expected when the hierarchy was 
originally defined. 

4.4.9 Where major maintenance, construction or other development involves significant 
traffic diversion, or when congestion in one part of the network results in traffic 
shift to another part of the network it is important that these changes are reflected 
in the hierarchy and subsequently in the maintenance and network management 
regimes. There may also be seasonal influences on hierarchy. 
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RECOMMENDATION - NETWORK HIERARCHY 

A network hierarchy, or a series of related hierarchies, should be defined 
which include all elements of the highway network, including carriageways, 
footways, cycle routes, structures, lighting and rights of way. The hierarchy 
should take into account current and expected use, resilience, and local 
economic and social factors such as industry, schools, hospitals and 
similar. 

RECOMMENDATION - INTEGRITY OF FACILITIES FOR ACTIVE TRAVEL 

Network hierarchy should take into account the desirability of continuity and 
of a consistent approach for walking and cycling. 

 
Carriageways 

4.4.10 Carriageway hierarchy will not necessarily be determined by the road 
classification, but by functionality and scale of use. Table 1 is intended to be used 
as a reference point from which to develop local hierarchies. The detailed 
descriptions relate to the most usual circumstances encountered in the UK. There 
are, however, some very significant variations from the norm and authorities 
should take their own circumstances into account.   
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Table 1 – Factors to Consider – Carriageways  

Category Type of Road General 
Description  

Description  

Motorway  Limited access 
motorway regulations 
apply  

Routes for fast moving long distance traffic. 
Fully grade separated and restrictions on use.  

Strategic Route  Trunk and some 
Principal 'A' roads 
between Primary 
Destinations  

Routes for fast moving long distance traffic 
with little frontage access or pedestrian traffic. 
Speed limits are usually in excess of 40 mph 
and there are few junctions. Pedestrian 
crossings are either segregated or controlled 
and parked vehicles are generally prohibited.  

Main Distributor  Major Urban Network 
and Inter-Primary Links.  

Short - medium distance 
traffic  

Routes between Strategic Routes and linking 
urban centres to the strategic network with 
limited frontage access. In urban areas speed 
limits are usually 40 mph or less, parking is 
restricted at peak times and there are positive 
measures for pedestrian safety.  

Secondary Distributor  Classified Road (B and 
C class) and 
unclassified urban bus 
routes carrying local 
traffic with frontage 
access and frequent 
junctions  

In built up areas these roads have 30 mph 
speed limits and very high levels of pedestrian 
activity with some crossing facilities including 
zebra crossings. On-street parking is generally 
unrestricted except for safety reasons. In rural 
areas these roads link the larger villages and 
HGV generators to the Strategic and Main 
Distributor Network. 

Link Road  Roads linking between 
the Main and Secondary 
Distributor Network with 
frontage access and 
frequent junctions  

In urban areas these are residential or 
industrial interconnecting roads with 30 mph 
speed limits, random pedestrian movements 
and uncontrolled parking. In rural areas these 
roads link the smaller villages to the distributor 
roads. They are of varying width and not 
always capable of carrying two way traffic.  

Local Access Road  Roads serving limited 
numbers of properties 
carrying only access 
traffic  

In rural areas these roads serve small 
settlements and provide access to individual 
properties and land. They are often only single 
lane width and unsuitable for HGVs. In urban 
areas they are often residential loop roads or 
cul-de-sacs.  

Minor road Little used roads serving 
very limited numbers of 
properties. 

Locally defined roads. 

  

4.4.11 Assignment of a carriageway to a particular category is a matter for local 
discretion. However, the following issues should be taken into consideration:  

 character and volume of traffic; 

 current usage and proposed usage;  
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 routes to important local facilities and to the strategic network;  

 accident and other risk assessment;  

 potential for use as a diversion route; 

 special characteristic of certain assets, e.g. historic structures; 

 access to schools, hospitals and medical centres;  

 vulnerable users or people with special needs – elderly people’s homes etc; 
and 

 ceremonial routes and special events. 

4.4.12 Other factors should be taken into account and an on-site ‘reality check’ 
undertaken where there is any uncertainty about position in the hierarchy, for 
example:  

 Road use might be at the margin of the category but have higher than 
normal levels of growth. Extensive development may be taking place or 
planned. 

 There might have a higher than normal level of accidents or related incidents 
which would suggest unusually high levels of risk. 

 Although traffic flows on the carriageway might be low, there might be high 
levels of pedestrians or cyclists. 

 The route might be the subject of promotion by the authority for example as 
a ‘Safer Route to School’ or access to a railway station. A cycling route may 
be part of the National Cycle Route Network. 

 In urban areas, it may be desirable to combine footway and carriageway 
inspections to mitigate against problems associated with heavy traffic and 
parked cars. 

 The route may be temporarily being used as a diversion route around a road 
closure on a route at a higher level within the hierarchy. 

 Traffic composition might indicate unusually high proportions of particular 
users, for example motorcyclists or cyclists for whom surface condition is of 
particular importance.  

 
Footways 

4.4.13 Footway hierarchy should be determined by functionality and scale of use. Table 2 
is intended to be used as a reference point from which to develop local 
hierarchies. The detailed descriptions relate to the most usual circumstances 
encountered in the UK. There are, however, some very significant variations from 
the norm and authorities should take their own circumstances into account.   
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Table 2 – Factors to Consider – Footways  

Category  Description  

Prestige Walking Zones Very busy areas of towns and cities with high public space 
and streetscene contribution.  

Primary Walking Routes Busy urban shopping and business areas and main 
pedestrian routes.  

Secondary Walking Routes  Medium usage routes through local areas feeding into 
primary routes, local shopping centres etc.  

Link Footways Linking local access footways through urban areas and 
busy rural footways.  

Local Access Footways Footways associated with low usage, short estate roads to 
the main routes and cul-de-sacs.  

Minor Footways Little used rural footways serving very limited numbers of 
properties  

 
4.4.14 Assignment of a footway to a particular category is a matter for local discretion. 

However, the following issues should be taken into consideration:  

 pedestrian volume;  

 current usage and proposed usage;  

 contribution to the quality of public space and streetscene; 

 age and distribution of the population,  proximity of schools or other 
establishments attracting higher than normal numbers of pedestrians; 

 accident and other risk assessment; and 

 character and traffic use of adjoining carriageway. 

4.4.15 The footway hierarchy should have regard to any network of ‘housing footways’, 
serving housing estates or related development, which may be unadopted as 
public highways but have established public rights of access and may be 
maintained separately by the housing authority. Users will make no distinction and 
will consider the footway network as a whole.  

 
Cycle Routes 

4.4.16 The categories suggested for cycle routes are shown in Table 3 below. They are 
categorised not by use or functionality but by location, which reflects the differing 
risks associated with shared, partially segregated and fully segregated cycle 
routes.  

4.4.17 Where the level of use on particular cycle routes is significant and relevant to 
maintenance need, for example on commuter cycle routes, authorities may 
choose to establish categories based on use.  
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Table 3 – Factors to Consider – Cycle Routes  

Description  

Cycle lane forming part of the carriageway, commonly a strip adjacent to the nearside kerb. Cycle 
gaps at road closure point (no entry to traffic, but allowing cycle access).  

Cycle track - a highway route for cyclists not contiguous with the public footway or carriageway. 
Shared cycle/pedestrian paths, either segregated by a white line or other physical segregation, or un-
segregated.  

Cycle trails, leisure routes through open spaces. These are not necessarily the responsibility of the 
highway authority, but may be maintained by an authority under other powers or duties.  

 
Bridges and Structures   

4.4.18 Factors to consider include: 

 position on the carriageway, footway, cycleway or PROW hierarchy; 

 type of asset, e.g. bridge, retaining wall, earth structure, etc; 

 bridge span, retained earth height; 

 construction material, e.g. concrete or steel bridge, arch, slab or beam/girder 
bridge, concrete or stone walls, etc; and 

 local factors. 

 
Street Lighting  

4.4.19 Factors to consider include: 

 position on the carriageway, footway, cycleway or PROW hierarchy; 

 type of asset, e.g. street light, subway light, illuminated traffic sign or bollard, 
cable system, etc; 

 construction material, e.g. concrete or steel lamp columns; 

 lamp type, e.g. LED, sodium, etc; and 

 local factors. 

 
Public Rights Of Way 

4.4.20 Factors to consider include:  

 byways open to all traffic (BOAT);  

 long distance trails;  
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 designated recreational routes;  

 rights of way; 

 strategic link path;  

 recreational path; 

 surface type; and 

 other access rights.  

4.4.21 Some PROW will be metalled and within or on the fringe of urban areas. To 
recognise users’ requirements for consistency, these should be considered for 
maintenance consistent with a similar footway and be incorporated in the footway 
hierarchy, irrespective of their designation. 

 
4.5 RESILIENT NETWORK AND MINIMUM WINTER NETWORK 

4.5.1 A 'resilient network' should be identified which will receive priority through 
maintenance and other measures in order to maintain economic activity and 
access to key services during extreme weather. The process for identifying the 
resilient network will take a view on which routes are absolutely essential and 
which can be done without for a time. It is implicit that these decisions will not 
simply follow road classification or categorisation. The process should engage key 
business and interest groups and involve the community. See also Section 6 of 
this Code. 

4.5.2 The resilient network is likely to include: 

 those routes crucial to the economic and social life of the area; 

 take account of repeat events, eg flooding; and 

 local factors. 

4.5.3 A minimum winter service network should also be defined.  This network may 
relate to the Resilience network and may be a subset of the normal winter 
treatment network. It should provide a minimum essential service to the public, 
including links to the strategic network, access to key facilities and local 
communities, and other transport needs.  It is important that there is continuity 
across boundaries.  It is recognised that authorities may have difficulty in treating 
all public and school bus routes, however, arrangements should be made to 
enable bus operators to run minimum services. 

4.5.4 Issues to consider when defining resilient and minimum winter networks are: 

 What is the key infrastructure access which should be maintained? To this 
end, the authority’s emergency planning department should be consulted.  
Consideration should be given to a wide range of services, including 
consideration for private asset infrastructure.  For example, water treatment 
works may require chemical deliveries to ensure continuity of water supply 
but are unlikely to be on the primary treated road network.   
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 How will carriageways, cycle ways and footways be prioritised across the 
authority’s network?   

 How will the networks interface with other authorities?  There is little point 
expending effort to keep a route open if it may be unusable in a 
neighbouring authority.   

 
4.6 CRITICAL INFRASTRUCTURE 

4.6.1 Critical infrastructure is dealt with in the UKRLG Highway Infrastructure 
Asset Management Guidance (HIAMG), Part A.  

4.6.2 Having identified critical infrastructure assets it may be appropriate to consider 
their position in their asset hierarchy in a different way to similar, non-critical, 
assets. For example, a critical asset may be elevated to a higher category, or 
critical assets may be dealt with in isolation. 

 
4.7 ABNORMAL LOADS 

4.7.1 The movement of abnormal loads on highways needs to be carefully managed so 
that large and heavy vehicles only use those parts of the road network that can 
safely accommodate them. An abnormal load is considered to be a vehicle that is 
outside the classification of normal permitted traffic by virtue of its gross weight, 
length, width or axle configuration according to current road vehicle regulations 

4.7.2 The management of abnormal loads requires coordination between:  

 Abnormal Loads Officer – person responsible for receiving notifications of 
movements from hauliers, ensuring that such notifications are assessed and 
that the haulier is advised if there is any reason why a proposed movement 
should not take place.  

 Structures Advisor – a chartered civil or structural engineer within the 
bridge management organisation, to whom the Abnormal Loads Officer 
should refer decisions relating to vehicle movements which fall outside the 
agreed guidelines which otherwise determine whether or not particular 
vehicle movements should be accepted. 

 Traffic Manager – the person responsible for the coordination of all traffic 
management on the highway network.  All owners or managers of highway 
structures should establish and maintain a system to receive notifications 
from hauliers in respect of abnormal load movements. The system should 
enable hauliers to be advised within the statutory time limits if there is any 
reason why the movement should not proceed.  

4.7.3 The suitability of a specific abnormal load to cross a particular structure should be 
checked broadly in accordance with the procedures recommended in BD86 - The 
Assessment of Highway Bridges and Structures for the Effects of Special Types 
General Order and Special Order Vehicles, or equivalent.  
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Basis and Principles 

4.7.4 The suitability of an abnormal load to travel along the proposed route should be 
checked by the haulier in relation to any height restrictions from overbridges and 
restrictions on manoeuvrability along narrow roads and sharp bends etc. The 
highway and bridge authorities should also warn the haulier if they are aware, 
from the information received, that there could be potential problems.  

4.7.5 The movement of abnormal loads should be managed in such a way as to ensure 
that the load effects induced by the abnormal loads do not exceed the load 
bearing capacity of structures on the route.  

4.7.6 In certain cases, e.g. vehicles wider than the traffic lane, abnormal loads should 
be escorted to provide appropriate warning to other traffic. Escorting may be 
undertaken by the police or by the haulier concerned as allowed for in the Code of 
Practice – Self Escorting of Abnormal Loads and Abnormal Vehicles, or 
equivalent.  

4.7.7 Where an initial assessment shows that the load effects induced by an abnormal 
load marginally exceed the capacity of a bridge on the route, it may be possible for 
the abnormal load to safely cross the bridge provided the speed of the vehicle is 
restricted and other normal traffic is kept clear of the bridge when the abnormal 
load crosses it. Checks for such situations can be made in accordance with the 
procedures given in Annex D of BD 86, or equivalent.  

Regime for Managing Abnormal Loads  

4.7.8 The Electronic Service Delivery for Abnormal Loads (ESDAL) system, or 
equivalent, provides a process for managing abnormal load movements:  weblink 
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Section 5 Risk-Based Approach   

5.1 PRINCIPLES AND CONSIDERATIONS  

5.1.1 Risk management is dealt with in the UKRLG Highway Infrastructure Asset 
Management Guidance (HIAMG), Part C. This document should be referred 
to and the advice below considered supplementary. 

5.1.2 Management of highway infrastructure maintenance, including setting levels of 
service, establishment of inspection and condition assessment regimes, 
determining priorities and programmes and procuring the service should all be 
undertaken against a clear and comprehensive understanding and assessment of 
the risks and consequences involved.  

5.1.3 The principle of this Code is that highway authorities will adopt a risk-based 
approach in accordance with local needs, priorities and affordability. The Code will 
not therefore outline any minimum or default standards, but includes guidance and 
advice to support development of local levels of service.  

RECOMMENDATION – RISK MANAGEMENT  

The management of current and future risks associated with assets should 
be embedded within the approach to asset management.  Strategic, tactical 
and operational risks should be included as should appropriate mitigation 
measures.  (HIAMG Recommendation 11) 

 
5.2 DEVELOPING THE RISK BASED APPROACH 

5.2.1 The risk-based approach to highway infrastructure maintenance should be 
documented, and will essentially be based on: 

 

 an understanding of the inventory, function, characteristics and use of the 
various assets comprising the highway network; 

 an understanding of the potential risks to users, stakeholders and  the 
authority; 

 an appreciation of the likely significance of risks;  

 establishment of hierarchies and levels of service with appropriate funding; 

 implementation of the agreed levels of service;  

 regular evidence-based reviews; and 

 competency in development and implementation of the risk-based approach. 
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5.3 COMPETENCIES AND TRAINING 

5.3.1 Competencies and training are covered in the UKRLG Highway 
Infrastructure Asset Management Guidance (HIAMG), Part C. This document 
should be referred to and the advice below considered supplementary. 

5.3.2 Authorities should provide clear guidance and training to employees in the risk-
based approach. This should include establishment of the risk-based approach 
itself and practical implementation, e.g. safety and other inspections.   

RECOMMENDATION – COMPETENCIES AND TRAINING 

The appropriate competency required for asset management should be 
identified, and training should be provided where necessary.  (HIAMG 
Recommendation 10) 

 

 
5.4 INSPECTIONS AND SURVEYS 

5.4.1 Establishment of an effective regime of inspection, survey and recording is the 
most crucial component of highway infrastructure maintenance. The 
characteristics of the regime, including types and frequency of inspection, items to 
be recorded and nature of response, should be defined following an assessment 
of the relative risks associated with potential circumstances of location, agreed 
level of service and condition. These should be set in the context of the 
authorities’ overall asset management strategy.  

5.4.2 The inspection, survey and recording regime should provide the basic information 
for addressing the core objectives of highway maintenance namely:  

 network safety;  

 network serviceability; and 

 network sustainability.  

It will also provide the basic condition data for the development of maintenance 
programmes.  

5.4.3 All elements of the inspection and survey regime should be applied systematically 
and consistently. This is particularly important in the case of network safety, where 
information may be crucial in respect of legal proceedings. It is important to 
recognise, however, that all information recorded, even if not primarily intended for 
network safety purposes, may have consequential implications for safety and may 
therefore be relevant to legal proceedings. It is also important to recognise that 
records may have to be made available for public inspection and reference.  

5.5 CATEGORIES OF INSPECTION AND SURVEYS 

5.5.1 Inspections and surveys can be considered in the following categories, 
approximately corresponding to the core objectives of highway maintenance. 
Authorities are not statutorily obliged to undertake inspections of all highway 
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elements under all of these categories, but are strongly advised to undertake at 
least safety inspections in accordance with the principles of this Code.  

5.5.2 Further guidance on the application of risk-based inspection and surveys for 
specific assets is provided in subsequent sections of the Code. 

 
5.6 SAFETY INSPECTIONS  

5.6.1 Safety inspections are designed to identify all defects likely to create danger or 
serious inconvenience to users of the network or the wider community. The risk of 
danger is assessed on site, and the defect identified with an appropriate priority 
response. These inspections may include systematic testing, e.g. electrical 
apparatus.  

 
5.7 SERVICE INSPECTIONS  

5.7.1 Service inspections mainly comprise detailed inspections tailored to the 
requirements of particular highway assets and elements to ensure that they meet 
requirements for serviceability. The scale and scope of these inspections will be 
determined by an authority’s approach to asset management. The category also 
includes inspections for network integrity and for regulatory purposes, including 
NRSWA, intended to maintain network availability and reliability.  

 
5.8 CONDITION SURVEYS 

5.8.1 Condition surveys are primarily intended to identify deficiencies, which, if 
untreated, are likely to adversely affect long term performance and serviceability. 
Processing survey data through a decision support system can provide evidence 
of future life expectancy and for when intervention may be appropriate. 

5.8.2 Authorities may be required to undertake certain condition surveys to enable 
reporting to governments and to satisfy the requirements of valuation regimes.  

 
5.9 STRUCTURAL ASSESSMENT 

5.9.1 Assessment of structures is to determine the ability or capacity of the structure to 
carry the loads which are imposed upon it, and which may reasonably be 
expected to be imposed upon it in the foreseeable future. 

RECOMMENDATION – INSPECTIONS  

A risk-based inspection regime, including regular safety inspections, should 
be developed and implemented for all highway assets. 

RECOMMENDATION – CONDITION SURVEYS  

An asset condition survey regime, based on asset management needs and 
any statutory reporting requirements, should be developed and 
implemented.   
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5.10 RECORDING AND MONITORING OF INFORMATION 

5.10.1 An asset register may be used by authorities to record all inventory on their 
network for which they have an associated liability. This register may in practice 
be a combination of several asset specific systems and will form the basis of 
identifying which asset items safety and serviceability inspections should cover.  

5.10.2 All information obtained from inspections and surveys, together with the nature of 
response, including nil returns, should be recorded consistently to facilitate 
analysis. Such analysis should enable the data from inspections and surveys to be 
reviewed independently, but also in conjunction with other information to enable a 
holistic view to be taken of likely future maintenance need, asset condition and 
trends related to network characteristics and use.  

5.10.3 The asset register should also provide for recording service requests, complaints, 
reports or information from users and other third parties. These may require 
immediate action, special inspection, or influence future inspection or monitoring 
arrangements. The nature of response, including nil returns, should also be 
recorded. All inspections should record as a matter of course: time, weather 
conditions, any unusual circumstances of the inspection and the person 
conducting the inspection. 

5.10.4 Arrangements should be made to review the inspection, assessment and 
recording regime at intervals to consider:  

 changes in network characteristics and use;  

 completeness and effectiveness of data collected;  

 effectiveness of data analysis; and 

 the need for changes to the inspection regime derived from risk assessment.  

5.10.5 The frequency of such reviews should have regard to the extent and nature of 
changing circumstances. The analysis will also be helpful for other purposes, 
however, and these might also influence the frequency of review, which could 
include the following:  

 ensuring compliance with legal obligations;  

 measuring performance of network serviceability and condition;  

 establishing extent of outstanding work;  

 seeking continuous improvement; and 

 monitoring service delivery arrangements.  

 
5.11 SAFETY INSPECTIONS  

5.11.1 Safety inspections are designed to identify all defects likely to create danger or 
serious inconvenience to users of the network or the wider community. Such 
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defects should include those that will require urgent attention as well as those 
where the locations and sizes are such that longer periods of response would be 
acceptable.  

5.11.2 Authorities should determine frequencies of inspection through a risk-based 
approach that reflects the characteristics of the particular asset or asset group, 
e.g. carriageway, footway, structures, lighting, etc, and their position in the 
hierarchy. Authorities should also determine the most appropriate way to 
undertake surveys for each of the different assets or asset groups, and keep 
abreast of new technologies which may improve safety and quality. 

5.11.3 Additional inspections may be necessary in response to user or community 
concern, as a result of incidents or extreme weather conditions, or in the light of 
monitoring information. These may be identified through the risk based approach.   

5.11.4 The safety inspection regime forms a key aspect of an authority’s approach to 
managing liabilities and risks. The report of the Roads and Highways Liability 
Claims Task Group provides further advice. weblink 

5.11.5 The parameters which need to be considered for a safety inspection regime are:  

 frequency of inspection;  

 items for inspection; and 

 nature of response.  

5.11.6 The regime should be developed based on a risk assessment and provide a 
practical and reasonable approach to the risks and potential consequences 
identified. It should take account of potential risks to all users, and in particular 
those most vulnerable.  

5.11.7 Frequencies for safety inspections of individual network sections or individual 
assets should be based upon consideration of:  

 category within the network hierarchy;  

 type of asset, e.g. carriageway, footway, embankment or cutting, structure,   
electrical apparatus, etc; 

 critical assets; 

 consequence of failure, e.g. resilience; 

 use, characteristics and trends;  

 incident and inspection history;   

 characteristics of adjoining networks elements; 

 the approach of adjoining highway authorities; and 

 wider policy or operational considerations. 
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5.11.8 Where asset condition has deteriorated significantly it may be appropriate to 
inspect particular assets more frequently than would otherwise be the case. 

5.11.9 Where carriageway and footway hierarchies intersect, for example at pelican or 
zebra crossings, bollards, or other defined crossing points at junctions, the 
footway hierarchy should always take precedence in determining of inspection 
frequencies, defect definition and responses. This principle should also apply to 
intersections between carriageways and cycle routes and between cycle routes 
and footways.  

5.11.10 Where footways or cycle routes remote from carriageways form part of an 
integrated route or network intended to encourage walking and cycle use, or are 
promoted by the authority, consideration should be given to adopting a consistent 
safety inspection frequency for the route or network as a whole.  

5.11.11 A checklist of items to be inspected and the speed and nature of response should 
be provided for inspectors on site.  

 
5.12 DEFECT RECORDING AND REPAIR 

5.12.1 During safety inspections, all observed defects that provide a risk to users should 
be recorded and the level of response determined on the basis of risk 
assessment. The degree of deficiency in highway elements will be crucial in 
determining the nature and speed of response. Although some general guidance 
can be given by authorities on the likely risk associated with particular defects, on-
site judgement will always need to take account of particular circumstances. For 
example the degree of risk from a pothole depends upon not merely its depth but 
also its surface area and location.  

5.12.2 Defects which require prompt attention should be corrected or made safe at the 
time of the inspection if reasonably practicable. In this context, making safe may 
constitute displaying warning notices, coning off or fencing off to protect the public 
from the defect. If it is not possible to correct or make safe the defect at the time of 
inspection, repairs of a permanent or temporary nature should be carried out as 
soon as possible. If temporary repairs have been used, permanent repair should 
be carried out within a reasonable period.  

5.12.3 Defects that do not represent an immediate or imminent hazard or risk of short 
term structural deterioration may have safety implications, although of a far lesser 
significance than those which require prompt attention. They are more likely to 
have serviceability or sustainability implications. If repairs are to be undertaken, 
these are likely to be within a planned programme of works, with the priority as 
determined by risk assessment. Access requirements, other works on the road 
network, traffic levels, and the need to minimise traffic management, should also 
be considered as part of the response.   

5.12.4 A procedure for risk assessment is described in the UKRLG Highway 
Infrastructure Asset Management Guidance (HIAMG), Part C. Any item with a 
defect level which corresponds to, or is in excess of, the defect investigatory level 
adopted by the authority is to be assessed for likely risk.  
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RECOMMENDATION – DEFECT REPAIR   

A risk-based defect repair regime should be developed and implemented for 
all highway assets. 

 
5.13 WORKS PROGRAMMES 

5.13.1 Works programming is dealt with in the UKRLG Highway Infrastructure 
Asset Management Guidance (HIAMG), Part B.  
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Section 6 Network Resilience 

6.1 OVERVIEW 

6.1.1 TBC 

Transport Resilience Review 

6.1.2 TBC 

 
6.2 DISRUPTIONS 

Civil emergencies, Winter, Flooding, Wind, Subsidence, Landslides, Oil 
Spills, Others  

6.2.1 TBC 

 
6.3 CLIMATE CHANGE AND SEVERE WEATHER  

6.3.1 TBC 

 

 
6.4 PLANNING & OPERATION  

6.4.1 TBC 

 

 
6.5 COLLABORATION  

6.5.1 TBC 

 

 
6.6 COMMUNICATIONS  

6.6.1 TBC 

 

 
6.7 POST-EVENT REVIEW  

6.7.1 TBC
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Section 7 Performance 
Management  

7.1 PERFORMANCE MANAGEMENT  

7.1.1 Performance management is dealt with in the UKRLG Highway Infrastructure 
Asset Management Guidance (HIAMG), Parts B and C. 

RECOMMENDATION – PERFORMANCE MANAGEMENT FRAMEWORK 

A performance management framework should be developed that is clear 
and accessible to stakeholders as appropriate and supports the asset 
management strategy.  (HIAMG Recommendation 4)   

RECOMMENDATION – PERFORMANCE MONITORING 

The performance of the Asset Management Framework should be monitored 
and reported.  It should be reviewed regularly by senior decision makers and 
when appropriate, improvement actions should be taken.  (HIAMG 
Recommendation 13)   
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Section 8 Financial Management, 
Priorities and Programming   

8.1 FINANCING OF HIGHWAY MAINTENANCE  

8.1.1 Financial constraints, lifecycle planning, making the case for investment and 
investment strategy are all dealt with in the UKRLG Highway Infrastructure 
Asset Management Guidance (HIAMG), Parts A, B and C. Valuation and 
financial reporting is dealt with in the ‘Code of Practice on Transport 
Infrastructure Assets: Guidance to Support Asset Management, Financial 
Management and Reporting’, published by the Chartered Institute of Public 
Finance and Accountancy. These documents should be referred to and the 
advice below considered supplementary. 

8.1.2 There are significant differences in both capital and revenue funding 
arrangements within the UK. These are not set out in detail in this Code and 
reference should be made to relevant government advice. 

8.1.3 It is important that financial plans are linked to asset management strategy and 
that these are prepared both for short term activities, such as routine 
maintenance, and for medium and long term activities, such as preventative 
maintenance and asset replacement.  

RECOMMENDATION – FINANCIAL PLANS    

Financial plans should be prepared for all highway maintenance activities 
covering short, medium and long term time horizons. 

RECOMMENDATION – LIFECYCLE PLANS 

Lifecycle planning principles should be used to review the level of funding, 
support investment decisions and substantiate the need for appropriate and 
sustainable long term investment.  (HIAMG Recommendation 6) 

 
8.2 BUDGETING PRINCIPLES  

8.2.1 Budgeting principles should provide the necessary level of flexibility in order to 
deliver value for money. They should be set out based on the following 
considerations and principles:  

 the differing life expectancies of various treatments and the future 
implications of these for the balance of capital and revenue funding;  

 the seasonal and weather sensitive nature of many treatments and the 
service as a whole;  

 the uncertainties in prediction of out-turn costs for Winter Services and the 
need for year-end flexibility;  
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 the need for resilience against the increasing trend in weather related 
incidents; and 

 the need to make provision for emergencies.  

 
8.3 BUDGETARY CONTROL 

8.3.1 Authorities will have their own financial regulations for management of budgets, 
Good budgetary control procedures based on high standards of corporate 
governance are essential to sound financial management. This section deals with 
the most important elements of budgetary control, and provides advice on the 
achievement of good financial management. 

8.3.2 Major elements of budgetary control include regular reviews of the following:  

 use of commitment accounting and possible problems in under or 
overspend;  

 possible need to redefine objectives against budget provision;  

 delegation  of larger budgets, enabling greater control; and 

 adjustments in the light of  project completions and wider financial issues.   

8.3.3 By acting on the following principles, a budget holder can help to ensure that 
activities carried out during the year are in line with agreed objectives:  

 familiarisation with the relevant financial regulations and procurement rules 
of the authority;  

 regularly reviewing transactions to ensure that nothing has been charged 
that was not expected; 

 replacing commitments with actual expenditure and reviewing future 
commitments in the light of experience;  

 using financial reports and information supplied corporately by the authority 
to compare regularly budget allocation to actual expenditure; and 

 identifying possible over and under spending sufficiently early to enable 
corrective action to be taken.  

8.3.4 Corrective action could include:  

 moving income and expenditure from incorrect budget heads where 
applicable;  

 moving a budget from one head to another where financial regulations allow, 
where possible overspending on one budget might be compensated for by 
expected underspends on another;  

 delegating budgetary responsibilities for specific budgets; and 
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 ensuring budgets are re-profiled where necessary, in order to realign total 
budget to proposed actual spend.  

 
8.4 PRIORITIES AND PROGRAMMING 

8.4.1 Priorities and programming are dealt with in the UKRLG Highway 
Infrastructure Asset Management Guidance (HIAMG), Part B. This document 
should be referred to and the advice below considered supplementary. 

8.4.2 The highway network should be viewed as a whole when developing priorities, 
rather than as a series of asset groups, e.g. carriageways, footways, structures, 
lighting, etc, Consideration should be then be given to given to prioritising across 
asset groups as well as within them.  

RECOMMENDATION – CROSS ASSET PRIORITIES   

In developing priorities and programmes, consideration should be given to 
prioritising across asset groups as well as within them.  

RECOMMENDATION – WORKS PROGRAMMING 

A prioritised forward works programme for a rolling period of three to five 
years should be developed and updated regularly.  (HIAMG 
Recommendation 7)  

 

 



Well-managed Highway Infrastructure  Part 1 – Overarching Principles 

47 
 

 

Section 9 Sustainability  

9.1 SUSTAINABILITY AND HIGHWAY INFRASTRUCTURE MAINTENANCE 

9.1.1 Authorities will have their own approach to sustainability and relevant aspects may 
form part of the asset management strategy The UK sustainable development 
strategy, Securing the Future, includes priority areas for shared action as:  

 sustainable consumption and production;  

 climate change and energy;  

 natural resource protection and environmental enhancement; and 

 sustainable communities.  

9.1.2 Local authorities and their partners are pivotal to delivering sustainable 
communities and to provide focus. Highway infrastructure maintenance has a 
significant role to play, and impact to make, in the achievement of sustainable 
development. To ensure delivery of this objective authorities should develop a 
‘Policy for Sustainable Development in Highway Maintenance’. This policy should 
form the linkage between the strategic objectives of the authority at the highest 
level and the materials, practices and processes used in an ongoing way on the 
highway network.  

 

9.1.3 Sustainable development for highway infrastructure maintenance involves living 
within environmental limits whilst achieving a sustainable economy and is 
encapsulated as:  

 social progress which recognises the needs of everyone;  

 effective protection of environment;  

 prudent use of natural resources; and 

 maintenance of high and stable levels of economic growth and employment.  
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9.1.4 These sectors form the basis of a structure within which highway infrastructure 
maintenance can be quantified from a sustainable viewpoint. 

9.1.5 Carbon management, and in particular reduction of the carbon consumption and 
associated energy and other costs associated with highway infrastructure 
operation and maintenance, is an important issue for authorities individually, and 
also as part of their contribution to wider carbon reduction initiatives.   

RECOMMENDATION - CARBON  

The impact of highway infrastructure maintenance activities in terms of 
whole life carbon costs should be taken into account when determining 
appropriate interventions, materials and treatments.  

 
9.2 QUALITY OF LIFE  

9.2.1 One of the core objectives of infrastructure maintenance set out in this Code is 
network sustainability. This is further defined to embrace the economic, social and 
environmental components of sustainability as:  

 minimising whole life costs;  

 maximising community value; and 

 environmental contribution.  

9.2.2 Community value and environmental contribution are based on the principle that 
highway infrastructure maintenance should not be just about repairing and 
replacing things as they were, but seeking to gain value or environmental benefit 
from a scheme. These benefits could include improving the quality of public 
space, improving community safety, reducing fear of crime, or improving 
accessibility. In summary, it could make a contribution to the quality of life for all or 
some of the public.  

9.2.3 Not all maintenance works will be able to make a contribution and in some cases 
the contribution may be small. The cumulative effect of the maintenance 
programme over a number of years could however be significant.  

9.2.4 In terms of practical application a checklist for sustainability is presented in 
Appendix K. This checklist can be augmented with local or regional issues which 
flow from the authority’s policy for sustainable development in highway 
infrastructure maintenance. The embedment of checklists into everyday practice 
enables a structured approach to be taken for recording consideration of 
sustainability issues and actions taken as a consequence on a scheme by scheme 
basis.  

 
9.3 MATERIALS, PRODUCTS AND TREATMENTS  

9.3.1 In order to meet the core objectives of customer service, safety, serviceability, 
sustainability and the agreed levels of service, materials, products and treatments 
used for highway maintenance will need to meet required standards for 
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effectiveness and durability, but should also make a positive contribution to the 
public realm.  

9.3.2 There are a wide range of technical specifications for materials, products and 
treatments for highway works. Some of these are obligatory, but many provide for 
significant discretion in their application to particular circumstances. It is important 
that specifications are fit for purpose otherwise they cannot only increase cost, but 
may reduce the potential for sustainability, for example by precluding the use of 
locally sourced materials.  

9.3.3 It is recognised that highway maintenance and new construction has an important 
part to play in the sustainability debate.  In response to this, the Department for 
Transport commissioned a research project to produce guidance for local authority 
highway and material engineers on the choice of sustainable materials and 
techniques for use in highway and footway maintenance, as well as new 
construction.  “Sustainable Highways: A Short Guide” may be purchased from: 
http://www.tsoshop.co.uk 

9.3.4 It is important that materials and treatments are consistent with the character of 
the area and, for example, do not contribute to the ‘urbanisation’ of attractive rural 
areas. Conversely, in heavily trafficked urban areas materials should be of 
sufficient durability to avoid premature deterioration and consequent poor 
appearance. The presence of a speed limit should not be the automatic 
determinant for the application of ‘urban’ specifications.  

9.3.5 English Heritage, in conjunction with the Department for Transport (DfT) has 
published a series of regional guides ‘Streets for All’, which provide guidance on 
the management of streets and public open spaces. The appearance of this 
‘public realm’ is often the product of several different agencies, each with its own 
priorities. A co-ordinated approach can help provide an environment that is safe, 
enjoyable and appropriate to its surroundings. The guides identify some of the 
common problems that can diminish the quality of public areas and explains how 
integrated townscape management can provide answers. The underlying 
principles are to reduce clutter, coordinate design and to reinforce local character, 
whilst maintaining safety. Separate chapters address ground surfaces, street 
furniture, traffic management and environmental improvements. The guides apply 
to new design and maintenance (www.helm.org.uk).  

9.3.6 The right balance of materials and treatments used in particular circumstances 
should not merely be a technical or financial issue. It should also be one of 
sustainability. The English Heritage/ DfT guidance suggests that where possible, 
authorities should set up a townscape ‘Public Realm Management Team’, 
responsible for overseeing an integrated approach to townscape management 
and ensuring that policies for the public realm are included in all development 
frameworks.  

9.3.7 It is also suggested that authorities should identify a hierarchy of streets and 
spaces in order to prioritise the use of more expensive, natural materials. Each 
area should have a palette of materials appropriate to its location, which allows 
new and old work to relate to one another. This could be a subset of the 
maintenance hierarchies referred to in Section 4 of this Code. 

http://www.tsoshop.co.uk/
http://www.helm.org.uk/upload/pdf/Streets%20for%20All_2004.pdf


Well-managed Highway Infrastructure  Part 1 – Overarching Principles 

50 
 

RECOMMENDATION – CONSISTENCY WITH CHARACTER  

Determination of materials, products and treatments for the highway 
network should take into account the character of the area. 

 
9.4 QUALITY MANAGEMENT AND SECTOR SCHEMES  

9.4.1 Quality management systems are all intended to encourage consistent 
management and organisational process. If correctly and flexibly applied they 
should support a culture of competence, consistency and enable innovation to 
flourish.  

9.4.2 Highway maintenance operations should be aligned to a quality assurance regime 
to facilitate continuous improvement, preferably based on the principles of ISO 
9001 that integrates systems of client and service provider.  

9.4.3 The quantity and cost of maintenance products and materials is relatively easy to 
determine, but quality can be very variable. A number of National Highway Sector 
Schemes (NHSS) have been developed to improve the consistency of the 
products and ensure that they satisfy purchaser requirements. Sector schemes 
are administered by the United Kingdom Accreditation Service (UKAS). Current 
schemes can be found at (www.ukas.org).  

9.4.4 The Highway Authorities Product Approval Scheme (HAPAS) provides a means 
for manufacturers and suppliers to obtain approval for the use of innovative and 
proprietary products within an agreed performance regime. Details can be found 
at (http://www.bbacerts.co.uk/hapas.aspx).  

 
9.5 ENVIRONMENTAL MANAGEMENT  

9.5.1 In pursuing the objective of network sustainability one of the key issues will be 
maximising the environmental contribution made by highway maintenance. An 
Environmental Management System to ISO 14000 will help address the range of 
relevant issues affecting the environment including:  

 noise;  

 materials utilisation;  

 waste management and recycling  

 pollution control;  

 nature conservation and biodiversity; and 

 environmental intrusion.  

 
9.6 NOISE REDUCTION  

9.6.1 Road traffic noise is a major environmental consideration, both for those living 
close to heavily used inter-urban highways and also within urban areas. 

http://www.ukas.org/
http://www.bbacerts.co.uk/hapas.aspx
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Legislation is progressively seeking to reduce road noise from vehicles but noise 
from running surfaces can also be intrusive.  

9.6.2 Where running surfaces are renewed or resurfaced the opportunity exists to 
mitigate the effects of traffic noise. Whenever major maintenance schemes of this 
type are being planned, authorities should consider the option of a lower noise 
alternative. In areas of limited development this may not be a cost-beneficial 
option, but where there would be significant benefit to the local community the low 
noise option should be carefully considered.  

9.6.3 The statutory duty to ‘secure the expeditious movement of traffic’ imposed by the 
Traffic Management Act, or equivalent, could place greater emphasis on night 
working. Close consultation with residents and Environmental Health Officers, 
particularly in urban areas, is necessary.  

 
9.7 MATERIALS UTILISATION  

9.7.1 Highway maintenance activity consumes significant quantities of materials, and 
policies for materials purchasing and utilisation can make a considerable 
contribution to the objective of network sustainability. There is also increasing 
scope for innovation, for example lower energy materials.  

 

9.7.2 Authorities should seek wherever practicable to maximise the use of:  

 Local materials wherever possible in order to minimise transport costs, 
support the local economy, and to maintain local character. This will be of 
particular importance in relation to the use of visible materials in local 
conservation areas.  

 Products made from recycled materials in order to develop and support local 
markets for these.  

9.7.3 Sustainable purchasing and materials utilisation may have cost implications, and 
authorities will need to balance these against the environmental benefits achieved. 
They should also consider carefully whether some limited reduction in material 
specification might be acceptable in order to achieve a more sustainable outcome 
without excessive cost.  

9.8 WASTE MANAGEMENT AND RECYCLING  

9.8.1 Authorities may have statutory or other indicators and targets relating to waste 
disposal and it is important that highway infrastructure maintenance provides 
support to these so far as practicable.  
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9.8.2 The Waste and Resources Action Programme (WRAP), or equivalent, is a 
Government-funded programme established to promote resource efficiency.  

9.8.3 Authorities should seek wherever practicable to:  

 retain and re-use materials on site, in order to avoid environmental 
implications of transport and disposal;  

 maximise the value of the re-used material, rather than utilise for low grade 
purposes;  

 make use of ‘recycle in place’ processes in appropriate situations;  

 support recycled market development through the purchase of recycled 
products wherever possible; and 

 ensure that the quantity of material that cannot be re-used or recycled is 
minimised and disposed of to licensed sites.  

 
9.9 POLLUTION CONTROL  

9.9.1 A number of maintenance operations have the potential to cause noise, air or 
water pollution and authorities will need to take particular account of statutory 
requirements. Advice from Environmental Health Departments and the 
Environment Agency (EA), or equivalent, should also be sought where necessary. 
In some cases environmental inconvenience to the community may be inevitable, 
but authorities should seek to mitigate this wherever practicable, for example by 
phasing and scheduling of works to avoid sensitive periods and potentially difficult 
weather conditions.  

9.9.2 Storage areas for fuel, salt and other materials, both in depots and on site, have 
the potential for pollution and care should be taken in siting them. Permanent and 
temporary storage areas should be sited and managed in accordance with 
requirements of the Local Planning Authority and the EA. In particular, they should 
not be sited where they could cause damage to landscape or nature conservation 
or have the potential to pollute watercourses or groundwater.  

9.10 NATURE CONSERVATION AND BIODIVERSITY  

9.10.1 Highway verges and the wider ‘soft estate’ both have implications for conservation 
and biodiversity. Specialist advice should be sought on the management of these 
areas to achieve the correct balance between safety, amenity, nature 
conservation and value for money. Where landscape management plans, 
biodiversity action plans, or environmental databases exist they should be 
consulted before any work is carried out.  
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9.10.2 Certain named species and habitats are protected under UK and EC legislation 
and all highway infrastructure maintenance works must comply with these 
requirements. Where designated sites are within or adjacent to the highway 
boundary, advice should be sought from English Nature, or equivalent, or local 
wildlife trusts, etc. Legislation requires that English Nature, or equivalent, are 
informed where important habitats and species may be affected, such as the 
removal of trees used as bat roosts. This should be done well in advance of 
maintenance work to allow for seasonal factors. 

9.10.3 In urban areas roadside trees have a particular landscape value, are often highly 
regarded by the community, and should be carefully managed. Authorities should 
develop a policy for the installation, subsequent condition inspection and 
maintenance of highway trees. Care should be taken to avoid damage to trees 
during highway infrastructure maintenance and improvement works and guidance 
for the planning, installing and maintenance of utility services in proximity to trees 
issued by NJUG should be followed (www.njug.demon.co.uk).  

 
9.11 NOXIOUS WEEDS 

9.11.1 The control of injurious and noxious weeds is a statutory responsibility. Where 
injurious weeds on highway land are a nuisance to adjacent landowners, it is 
advisable to work with the landowner to ensure that weed control measures are 
undertaken simultaneously to avoid recontamination across the highway 
boundary. The prescribed weeds are:  

 ragwort;  

 broad leaved dock;  

 curled dock;  

 creeping thistle; and 

 spear thistle.  

 

http://www.njug.demon.co.uk/pdf/NJUG%20Publication10.pdf


Well-managed Highway Infrastructure  Part 1 – Overarching Principles 

54 
 

9.11.2 Ragwort, in particular is extremely hard to eradicate and some authorities have 
bylaws to control it. The seed can survive 20 years in the soil before germinating 
and any root left behind when dug up will re-grow. It is also highly toxic to horses, 
cattle and sheep, causing progressive and irreversible liver damage. It is normally 
biennial and produces small rosettes in the spring and flowers in its second year 
from July onwards. Cutting is used by many authorities for control to prevent the 
plant flowering and seeding, and two full cuts of the verge by the end of June 
every year for five years will inhibit seeding and spreading.  

9.11.3 Ragwort can be only be completely eradicated by digging out before it flowers, 
which in most cases will be impractical for authorities with large areas of verge, or 
by spraying an appropriate weed killer. On ungrazed land such as roadside 
verges, unselective weed killer use could also destroy many desirable wild species 
and labour intensive spot treatment may be preferable. 

RECOMMENDATION – ENVIRONMENTAL IMPACT, NATURE 
CONSERVATION AND BIODIVERSITY            

Materials, products and treatments for highway infrastructure maintenance 
should be appraised for environmental impact and for wider issues of 
sustainability. Highway verges, trees and landscaped areas should be 
managed with regard to their nature conservation value and biodiversity 
principles 

 
9.12 ENVIRONMENTAL INTRUSION  

9.12.1 Depots and areas for materials storage will provide the most visible evidence of 
the extent of environmental awareness in the service. Every effort should be made 
to ensure that they are located, designed, maintained and operated to the highest 
practicable environmental standards. In many cases these standards will be 
required as a condition of planning, but planning conditions are not able to 
address all operational issues and should therefore be considered as a minimum.  

9.12.2 Poorly managed materials and temporary storage areas can rapidly be adopted by 
others as illegal waste dumps for which authorities may become liable. In any 
event such poorly managed storage areas would clearly be incompatible with the 
core objective of sustainability.  

9.12.3 Excessive and redundant signs and other street furniture ‘clutter’ can also 
contribute to environmental intrusion and adversely affect overall streetscape. 
Opportunities should be taken to remove or simplify redundant signing wherever 
possible in conjunction with planned maintenance works.  

RECOMMENDATION – MINIMISING CLUTTER              

Opportunities to simplify signs and other street furniture and to remove 
redundant items should be taken into account when planning highway 
infrastructure maintenance activities. 
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9.13 ENVIRONMENTAL CONSULTATION AND ASSESSMENT  

9.13.1 Environmental issues cover a very wide range, each of which is a specialist area 
and on which experience and best practice is continuing to develop. There will be 
a wide range of local environmental and conservation groups having specialist 
interests. Although engagement with such local groups will present particular 
challenges to highway infrastructure maintenance managers, including the 
management of differing points of view, perseverance is likely to bring benefits 
both in terms of advice and environmental competence and also through greater 
public understanding of highway maintenance problems.  

9.13.2 Environmental assessments may be required for certain works and authorities 
should be clear on the circumstances where such assessment is necessary.   
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Section 10 Procurement 

10.1.1 Procurement issues are largely dealt with through the Highway Maintenance 
Efficiency Programme (HMEP) weblink in England and the Scottish Road 
Maintenance Review weblink in Scotland.  Wales and Northern Ireland ?? 

10.1.2 It is not intended to provide any further guidance on procurement in this Code. 

 

 

 


