Report To Neighbourhood Scrutiny Committee – 15th March 2010

Highway Maintenance
1.0. Introduction

1.1. Salford City Council’s highway network includes:
· 118 km of principal classified roads

· 62 km of non principal classified roads

· 539 km of unclassified roads

1.2. The highway network is the most valuable asset that the Council owns and estimates suggest that the gross replacement value would be approximately £900m.  Urban highways are generally designed to have a maximum life of 40 years, after which their structural performance becomes very unstable and difficult to predict and the cost of maintenance then rises exponentially.  In Salford many roads were adopted in the early 1920’s / 30’s and the historic investment in the highway asset, particularly the unclassified part of the network, has been insufficient to maintain their overall integrity.  Consequently, many of these roads are now structurally unstable.
1.3. Poor quality reinstatement works by the Utilities may also contribute to the number of potholes in the network and the on going effect of this on the structural integrity of the highway is an additional cause for concern.
2.0. Current Levels of Funding and Maintenance

2.1. Maintenance of the principal road network is, in the main, funded through the Local Transport Plan and the Council’s capital programme which totals £5.12m.  The allocation of monies to major highway resurfacing projects in the 2009/10 programme was £450k, or 8% of the total budget which was sufficient to carry out works at 2 locations.

2.2. Maintenance on the remainder of the network is supported through the highways revenue budget which in 2009/10 was £5.35m.  This budget covers all aspects of highway maintenance such as street lighting and energy, bridges and retaining structures, traffic regulation and control, winter maintenance and grass cutting.  Within the revenue budget £1.75m is spent on minor repairs and of this approximately £875k is spent on the carriageway with most of the rest being spent on repairs to footways.  The overall condition of the network means that no revenue funding can be allocated to programmed structural maintenance and consequently highway maintenance is now a totally reactive service.

2.3. Over the last five years the highways investment programme has also been on-going.  This programme was created to deliver £22m of investment in the highway network and was designed to combat the escalating cost of third party tripping claims against the Council – the programme itself being self funded through these savings.  This programme is now nearing completion and can be considered to have been very successful as tripping claim costs to the Council, and the resultant payouts, have fallen below those anticipated in the original business case, as shown in the graph below:
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Fig 1 - Monetary Payout for Tripping Claims.

2.4. Carriageway condition is assessed, measured and benchmarked against the National Indicator series.  The condition of principal roads are assessed against National Indicator 168 (NI168), whilst for non principal classified roads it is NI169.  At present there is no equivalent National Indicator for the condition of unclassified roads and therefore Best Value Performance Indicator 224b (BVPI 224b) is still used.
2.5. NI168 and NI169 are produced from machine based surveys carried out over a two year period covering 100% of the network.  BVPI 224b is based on a coarse visual survey and is carried out over the entire unclassified network across a four year period.

2.6. The table below show the overall changes in highway condition since 2005 shown as a percentage of the relevant carriageway hierarchy :

	
	
	Year

	
	
	2005/06
	2006/07
	2007/08
	2008/09

	Indicator
	BVPI 223 / NI 168 - Percentage of the principal road network where structural maintenance should be considered
	28%
	15%
	6%
	5%

	
	BVPI 224a / NI 169 - Percentage of non-principal road where structural maintenance should be considered
	36%
	20%
	8%
	6%

	
	BVPI 224b - Percentage of unclassified road where structural maintenance should be considered
	23.30%
	24%
	21%
	18%

	
	BVPI 187 - Condition of surfaced footway
	30.37%
	66%
	27%
	n/a


Table 2 – Highway BVPI indicators.

2.7. This shows that a considerable year by year improvement can be seen across all carriageway hierarchies which may reflect the additional investment brought about by the highway investment programme, although even with this apparent improvement the condition of the unclassified network should still remain an area of considerable concern.

2.8. Performance against NI168 & 169 is considered in quartiles.  The top quartile for NI168 in 2008/09 was 3% or better, whilst the equivalent top quartile figure for NI169 was 5.75%.  It is estimated that to uplift the principal routes to top quartile standard would take approximately £0.5m of additional funds.  Further investment of £0.5m in the remainder of the classified network would also bring similar benefits.  All investment would need to be specifically targeted.  Unfortunately, however, table 2 also shows that at least 18% of the unclassified network, equivalent to 97km, is now in need of considerable levels of investment.

2.9. In addition to the national surveys outlined above, all highways in Salford undergo regular safety inspections against a predefined set of criteria which identify those hazards requiring repair.  At present, in Salford, a 50mm deep pothole in the carriageway has been adopted by The Cabinet as the point at which highway repairs should be carried out.  Although records show that Urban Vision is currently carrying out an average of 1500 minor highway repairs per month, a combination of underfunding against the underlying condition of the network means that there is now a total backlog of repair orders valued at £750k.  The majority of this backlog relates to the unclassified network.
2.10. It should also be noted that most other authorities now adopt the more demanding intervention level of 40mm for a carriageway pothole and Salford’s insurers are now reluctant to attempt to defend any third party tripping claim where the alleged pothole is deeper than this, which suggests that claims and payouts may again start to rise.  It is estimated that the cost of raising the intervention criteria to 40mm would be in the region of approximately £1.6M.

3.0. Planned Service Improvements

3.1. As noted above Utility repairs may be an additional cause of highway deterioration.  Traditionally, Urban Vision have policed the performance of the Utilities with a small number of dedicated inspectors who patrol an average of 8000 excavations per year.  Their role is to ensure that works are being carried out in accordance with nationally agreed specifications and a number of sample inspections are carried out to achieve this.  From spring of 2010, Urban Vision will be extending these activities to include a regular programme of highway coring which is designed to further test the structural integrity of Utility excavations and ensure that the risk of future failure is minimised.

3.2. The highways investment programme has already made extensive use of micro asphalt (preceded by patching repairs) to improve structural integrity and surface profile.  The cost of this is approximately £6 - £8 /m².  This method of treatment is weather dependent and can only be carried during milder periods of the year but it does give a relatively low cost, efficient way of enhancing the residual life and appearance of appropriate carriageways.  The process seems particularly suited to the unclassified network and it is anticipated that greater use of this will be adopted across the forthcoming year.
3.3. The traditional method of pothole repair adopted within Salford consists of manually saw cutting and excavating the defective area by using a breaker, sealing the hole, tack coating and then reinstating with similar materials used in the existing carriageway surface.  Although the output of this method is relatively low, up to 20 m²/day, very small potholes can be reinstated very effectively.  This method of patching achieves good quality surface finish and is suitable for all categories of the highway.  The cost of reinstating potholes using this method is approximately £51.44/m² for dense bitumen material and £67.61/m² for HRA and SMA.  However, across the forthcoming year Urban Vision also intend to investigate further service delivery improvements by carrying out preliminary trials of the following:
Jet Patching

3.4. Jet Patching also known as “Jet Repair Process” or “Velocity Patching” is a relatively a new process suitable for works on the unclassified network.  The Jetpatcher machine is self-contained and carries all the necessary equipment and materials to repair potholes. Although the Jetpatcher can be a one man operation, a “banks man” is also used for safety reasons.
3.5. The process involves clearing the pothole by compressed air, tack coating, filling the pothole with mixture of aggregate and bitumen and finally covering the mix with a thin layer of pure aggregate.  Although the method does not achieve as good a surface finish as conventional it is extremely suitable for pre-patching, as a preparation for Micro Asphalt or surface dressing.
3.6. The Jetpatcher offers good value for money, as it achieves a very good output.  The cost of hiring the Jetpatcher is approximately £950.00 per day plus material and the machine can achieve an output of up to 100 m²/day.  Pre-sweeping may be required on carriageway where the surface is in particularly poor condition.  Post sweeping may be required where extensive areas of patching have taken place.  The average cost of Jetpatching is approximately £15/m².

Nu-Phalt Infrared Road Repair System

3.7. This is a later version of the technology invested in previously by Salford City Council before the creation of Urban Vision.
  With this method, surface defects are repaired by heating the carriageway surface to temperatures of around 200 degrees centigrade and re-working the existing material and adding a binder and  extra material as required.  The process is most suited to classified routes.

3.8. The main advantage of using this system is that it recycles the existing material and only uses a small amount of new material, making it an environmentally friendly process.

3.9. The size of the infrared machine (1m²) dictates the minimum size of the patch and the output is dependent upon the size of the defects requiring patching and their proximity to each other.  This method is not suitable for the reinstatement of small patches.  Nu-Phalt can achieve up to 20m²/day of patching but the expected output is around 15m²/day.  The cost of patching using this method is approximately £58.33/m².
Planer Patching

3.10. This method of patching uses a small Bobcat tractor with a planer attachment  designed for milling out potholes and defective areas of carriageway.  The debris is then swept by a mechanical sweeper, loaded onto a pick up and carted away for recycling.  The planed or milled area is then tack coated and reinstated with a conventional patching.  The planer can be used to repair areas of shallow surface damage, caused by freeze-thaw for example, which generally requires a thin layer of material for patching.

3.11. The planer patching process gives a very good quality surface finish and can achieve an output of up to 60m²/day, depending on the size defects and their proximity to each other.  It is most effective for larger areas of work.
3.12. The cost of reinstating carriageway potholes using this method is £32.52/m².  This process will probably be the most cost effective when considering the whole life cost.

4.0. Conclusions

4.1. The highway investment programme has successfully reduced the amount of monies that were associated with third party highway claims against the Council.

4.2. Although the BVPI’s suggest that highways across Salford are improving, the current levels of deterioration and backlog of repairs indicates that additional funding will be required in order to prevent further deterioration in the future.

Steven Lee

Director of Engineering

Urban Vision Partnership Ltd

5.03.’10.

� This early version infra red patcher was found to have a carcinogenic thermal blanket and so had to be condemned for health and safety reasons.  The manufacturer was declared bankrupt and it is understood that one of the two company directors was eventually imprisoned.
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				Previously Agreed Provision (2004/5)		Forecast Payout (illustrating required saving)		Actual Payout

		2005/6		£4,304,757		£3,804,757		£2,286,920

		2006/7		£4,304,757		£3,304,757		£2,806,968

		2007/8		£4,304,757		£2,804,757		£2,631,397

		2008/9		£4,304,757		£2,454,757		£1,905,936

		2009/10		£4,304,757		£2,454,757

		2010/11		£4,304,757		£2,454,757
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