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Temporary Asphalt Medians for Two
Lane, Two-Way Operation 

BENJAMIN H. COTTRELL, JR. 

The objectives of thi research were to eva luate the performance 
of temporary a phalt median for use in two-lane, two-way oper
ation as aJJ a lternative to portable concrete barrieJs and , irappr • 
priate , to develop guideline for the use of temporary asphalt 
medians. Use of the temp rary a plrnlt m · clian wa eva luated at 
one site. The median was installed and removed at least twice a 
fa t as concrete barrie1 , thereby reducing the time traffic was 
expo eel to ·uch activities by at lea t 50 percent. There was no 
difference in the co t per linear foot between the median and the 
concrete barrier because of tbe n::lntively high contract sr for 
the median compared with median cost · in other ·tares. However, 
u c of the median will save a minimum of $40,0 0 ($80,000 n 
thi proj ct) by eliminating the us of impact attenuators at the 
concrete barrier end sections. Lt is expected that the costs will 
decrease a · mor median are used ; the c 1 per linear foo t of 
the median was 40 percent lower on th sec nd project in Virginia 
using the median . There i no vidence to . ugge t that the tem
porary asphalt median directly contributed to any accid nts. 
However , it doe appear that the presence of an intersection 
within two-lane. two-way operation may have bee1·1 a factor in 
some accident . The medi11n performed well. Guideline were 
developed for the use of the median. 

Two-Ian two-way operation (TLTWO) describ tile traffic 
flow pattern that results when one side of a four- lane divided 
highway is closed for reconstruction or repair and its traffic 
i. diverted to the other icle . Traffic flowing in opposi11g direc
tions is limited to two lanes. A TL TWO is us~d when there 
is no feasible alternative. In Virginia, portable concrete median 
barriers are typically used to separate opposing streams of 
traffic in TLTWO. 

Temporary barriers have four specific functions: to protect 
traffic from entering work aJeas, to provide positive protec
tion for workers, to separate two-way traffic, and to protect 
construction (1). When stTUck , the portable concrete barrier 
provide protection by redirecting vehicles. The need for such 
J ositive protection to enhance ·afety i an important factor 
to consider in determining the type of treatment for TL TWO. 
The use of the barriers should be based on an engineering 
analysis that includes such factors as traffic volumes, traffic 
peeds , offset and duration (1). There is no c nsensus 011 

pecific warrants for temporary barrier. (1). 
Because the portable concrete median barrier i · expensive 

and it may not be needed or desired under certain traffic 
conditions, there i a need t r a afe. c t-effective alternative 
for separating opposing traffic treams in TLTWO. Moreover 
although experience with TLTWO in Virginia is limited , its 
use is expected to increase given the current and expected 
levels of bridge rehabilitation activities. 

Virginia Transportation Research Council, Box 3817 University 
Station, Ch~rloucsville, Va. 22903. 

A typical temp rary a phalt median (also called an island) 
is 12 in. to 18 in. wide and 4 in. high is painted with reflec
torized yellow paint, and has orange tubes with reflectorized 
white collars m unted about 50 ft apart as shown iJ1 Figure 1 
(2). The median is highly visible and provides more po itive 
delineation than the concrete barrier, especially at night. 
Because the median is narrower than the barrier, it occupies 
less of the travel lane. Several state departments of trans
portation including th e of orth Carolina Fl rida , Oh·io 
and Penn ylvania , have succes fully u ed th median typi
cally on roads with average daily traffic (ADT) volumes under 
30 000. The medians are generally not recommended where 
physical (protective) separation of the opposing lanes is required 
or where the traffic volume is high, for example, where the 
ADT is above 50,000. 

The estimated costs of installing, maintaining, and remov
ing temporary asphalt medians was expe{;ted to be about one
third to one-sixth of those for portable concrete median bar
riers in Virginia. The time required to install and remove an 
a phalt median wa f und to be substantially le · than that 
required for installing and removing a concrete barrier (3). 
Thi difference iJ1 time .is an important afety consideration 
if the installation and removal must be done during exposure 
to traffic. 

Because of limited operational experience with the medi
ans, there is no consensus on the traffic and geometric con
ditions that warrant the use of temporary asphalt medians (1). 

OBJECTIVES AND SCOPE 

The bjectives wer to evaluate the performance of temporary 
asphalt median for use in TL TWOs a an alternative to the 
ponable concrete median barrier and, if appropriate, to develop 
guidelines for the u e of temporary asphalt median for the 
Vi.rginia Department fTran portation (VDOT). Both medi
an· aud concrete barriers were studied. Emphas.i wa. on a 
comparison of the installation and removal costs and the 
performance of the asphalt median. 

METHODS 

Five activities were conducted to accomplish the study 
objectives. 

Development of Specifications 

Specification for the temporary asphalt medians were devel
oped primarily on the ba i · of a telephone survey of state 
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FIGURE 1 Temporary asphalt median. 

departments of transportation (DOTs) that have used the 
median. Following the survey, the r' ·p ndents sent additional 
information, such as specifications and guidelines on the tern· 
porary asphalt medians. A computerized literature search and 
a literature r vi w upple:uented the survey. A synthesis of 
this information re ulted in a pr p sed pecification that was 
reviewed and revis d by VDOT ·taff. 

Selection of Sites 

Much effort in soliciting si tes for this study WAS directed to· 
ward the di ·trict traffic engineer and the Location and Design 
and Traffic Engineering Divi ion. . riteria for site selection 
were developed . The solicitations were made periodically 
thr ugbout the study period. 

Field Evaluation 

Data wer collected at the study it on thr e phases of tbe 
field evaluation: i11srallatio1.1 of the median and TLTWO 
maintenance of TLTWO and removal of the median and 
TLTWO. Traffic volume, speed, and vehicle classification 
data were collected. Research Council staff collected data 
during tbc installation and 1· moval phases , and they also 
collecred the lTaffic data. Tile VDOT on- ·ite p.rojecr inspector 
provided data n the maintenance of the TL WO work zone. 

Comparative Analysis 

An attempt was made to comparatively analyze the temporary 
asphalt median and the concrete barrier. Comparisons were 
made of the rates and costs of installation and removal. 

Development of Guidelines 

Guidelines for the use of the temporary asphalt median for 
TL TWO were .developed based on the study activities. 
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RES UL TS AND DISCUSSION 

Survey Results and Specifications Development 

Survey Results 

Information on the use of temporary asphalt medians in five 
states was obtained through te lephone :uiveys five srnte 
D T . The median cro section was either the , hape f a 
trapez id or a rectangle with round d corner . The base width 
ranged from 12 in . through 18 in . wi1h ·1 h ight of 4 in . The 
median was painted with yell w r fl Cl rized paint. A curb 
machine was typically used to install the median (a mall 
pa ernent-widening machine may al.<> be u<:ed . range tubu
lar marker 18 to 36 in. high paced 50 !(l 55 ft apart , with 
whit reflcctorizcd ·leeves or collars provided additional 
delineation for the median. Raised pavement markers were 
used in one rate as an alternative delin ator. Drainage open
ings \ ere provided in th ' median al a spAcing of 25 to 500 
ft d pending on drainage requirements. 

Use of a temporary asphalt median is not a factor in deter
mining the speed limit for TLTWO . T h peed limit i deter
mined on th basi. of fac tors such as work zone c nditi ns 
road geometric , and traffic volumei. Ln addition lower peed 
limit. through work zones are often ign reel by motorists. The 
Rondside Design Guide con ervatively suggests that the tcm
por:.Hy asphalt median he 11 cl with peed · f 45 mph r less 
until th re i · more operational experien e with th m clian 
(J). Fr m the urvey findings the speed limi1 wa ·eliminated 
as a factor in the use of the temporary asphalt median. 

There have been n acciclenl probl ms as a re. ult of using 
the median on ~ ur- and ix-lane divided road under ADT 
vol.umes nrnging from 10,00 to 60,000. On one project, a 
six-lone divided roadway was converted to a four- lane, two
way op rat ion on one side of the road using the shoulder as 
a lane. Overall, the median was successfully used by all five 
state DOT. 

Specifications 

The -pecifications used for the tudy are h wn in igure 2. 
They wer developed fr 111 a synthesis of the survey of state 
D Ts with minor revisions by VDOT personnel. 

Site Selection 

Th following Lhree criteria were u · d for . electing the site 
for the temporary a phall median: ADT between 6,000 nnd 
30 000 vehicles per day, TL TWO maintained a minimum of 
2 months, and a four-lane highway. In addition, sites that 
Alisfied these criteria and that used the New Jers y concrete 

barrier to eparatc traffic w re of interest as comparison ite . 
One site was _elected for u e of the temporary asphalt 

median . Aclditi nal ·tudy sites were not found because of 
infrequent use of TLTWO, which limited the number of 
potential sites, and reservations by VDOT t using the median. 

The temporary asphalt median for TL TWO was selected 
for installation on the eastbound approach of a U.S. primary 



VIRGINIA DEPARTMENT OF HIGHWAYS AND TRANSPORTATION 
SPECIAL PROVISION FOR 

TEMPORARY ASPHALT MEDIAN 
October 29, 1986 

I. Description: 

This work shall consist of the construction, maintenance ond removal of o temporary 
osphol1 median for maintenance of traffic. 

II. Materials: 

(o) Asphalt m"dion shall be Type 1-2 bituminous concrete conforming to Section 212 of 
the Specifications. 

(b) Raised povemcnl markers shall conform lo Section 243 of the Specifications, 
except both sides of the pavement marker shall be yellow. 

(c) Tubular pavement markers shall be from the Deportment's approved products list. 

Ill. Construction Methods: 

The bituminous materials shall be placed and compocled, on a clean pavement surface 
without using o tack coal, al the locations and lo the dimensions shown in the provisions or 
as directed by the Engineer. 

Drainage openings shall be 12 inches in length and spaced ol 300 foot intervals or as 
directed by the Engineer. 

Tbe Department will point Iha temporary osphall medion, before the Contraclor inslolls 
the lubular ond rolsod pavement markers; lnstcllotion sholf be in accordance wilh the 
provisions arid manufocturer's recommendations. 

The Contractor shall main laln the t"mparory asphalt median until its removal is required 
and replace ony mi5'ing or damaged l.ubular or raised pavement markers within 24 hours of 
not lficallon by the Engineer. 

IV. Method of Measurement: 

Temporary asphalt median will be measured in units of linear feet. 

Tubular pavement markers will be measured in units of each. 

V. Basis of Payment: 

Temporary osphatl median wi II be paid for in uni Is of linear feet, complcle-in·plocc, which 
price bid shall include furnishing, placing and maintaining raised povemenl 1narkcrs, 
removal of temporary medial> ond markers and all materials, labor, tool s, equipmenl ond 
incidenlols nece5sory lo complclc lhe work. 

Tubular povcmenl markers wil l be paid fo r In uni ls of each, complete-in-place, which price 
bid sholl include furnishing, placing and removal of tubular pavement markers and for all 
materials, labor, loot, equipmenl and incidcnlals necessary lo complete the work. 

Payment will be mode under: 

Pay Item 

Temporary Asphalt Median 
Tubular Povemenl Markers 

:JcTAIL OF TEMPORAi?Y A5PHAt.T McDIAN 

PLAN TYPICAL 5ECTIOJV 

Linear Fool 
Each 

f ••>• '"'•'•' Mo"u 
(,' 

; #h. fe ~ncop ~ vla~t:a /,,,.,. 
_ ret/r' ,.;..,c 51'1~r,.;n~ s/e~.,,e$ ,. , 

··- £ 
1-1,·-i 

T..,o,.,lor ond Ji>a,~ •" Puve,,,c'11" M~rl:'cr Spot:. ;,,9 • 40 ~~ 

12 •ncll cirt>u'10!Jt: opt:n">'J SpOC•."<; • 300 ;'f'. for 
~tJp~r~lc~""Q1"~..J c1;rw1t:~ or D• d,,-.,~ed 0~ of"~~ 
E11,,,, • • ,., 

FIGURE 2 VDOT special provision. 
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route during rec nslruction f Lhe westbound bridge acr ss a 
river. The ·tudy si te is a four-Jane, divided. rural hiehw:iy 
section . A uniqu feat ure of thi . it i the pre ence of an 
inter ection with a two-lane l cal road within the TW 
section . he vertical a lignment wa r la tively level. There was 
a slight hori1. ntal curve near the western end f th TL TWO. 
The temporary a phalt med ian wa used from the bcgiiming 
of the crossover tran iti 11 throu >h the tangent section t th 
beginning of the exiting er ssover transiti n. 

Field Evaluation 

Median Installation 

A temporary asphalt median wa in tall ed n Augu ·t LO- J l , 
1987. T he length of the median was 2 2 0 fl. About one-half 
of the median wa installed on the first day bef re th asphalt 
curb machine ma lfunction d. lt was noted that rhe asphalt 
mixture (YD T Typ 1-2) wa crumbling. Consequen tly, n 
the second day , a uncr, m dified pe J-2 aspha lt mixture 
was used . •our workers we r invo lved in the median insta l
la tio.n: (a) the curb machine guider (b) the clump truck cl1·iver , 
(c) them ni tor of the asphalt en tering the machine, and (cl) 
the inspector of the med.ian and cleaner of loose a, phalt (Fig
ure 3). The asphalt median was installed at a rate of 420 
ft/hr. 

Aft r a. ccliuu f the median was installed, the medi a n wa 
painted yellow with a spray gun , and reflectorized glas beads 
were manuaUy spread on the top of the media n. Three prob
lems were encounte red in tbe paint pr ces.: (a) the manual 
painting with the spray gun w<is low, (b) the paint was absorb cl 
by the h t asphalt and as a resull (c) the glass b ads did n t 

adhere to the paint. Therefore, Lhere was little or no r fl ec
torizatioa from the paint. Next, raised pavement marker 
and tubular markers were in tailed on tJ1e median. The two 
marke rs were a lternated every 40 ft. 

Traffic Data 

The ADT was about 7,000 vehicles, 87.7 percent of which 
were passenger cars and long, two-axle , four-tire vehicles; 5.4 
percent were two-axle vehicles with six tires or three- or four
axle vehicles; and 6. 7 percent were vehicles with five or more 
axle .. The 85tb percentile speeds for we tbound and ea t
bound approaches were 48 mph and 58 mph , respectively. 
The speed of the traffic on the westbound approach may hav 
been lower because it was the approach that crossed over 
the existing median and the data collection point was about 
200 ft from the first crossover. Data collected on lateral place
ment and headway were omitted because of an equipment 
malfunction . 

Monitoring TLTWO 

T he VD T prnject inspector monitored and recorded the activ
itie related to work zone traffic con trol (Figure 4) . The con
tractor maintained the TLTWO. A ummary of the incidents 
is pre enter! in able 1. 
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FIGURE 3 Median installation process. 

There were nine incidents in which a t Lal of 2 tubular 
markers we re hit by vehicle , primarily fa rm machinery. old 
weather and wind appea1·ed t c us six tubes to break and 
hot weather resulted in th bending ( five tubes . A total f 
34 tubular marker were replaced. Initia lly. 29 tubular mark
er were installed and 4 more were added to mark the nds 
of the median for snowplows. T he replac men t rate for th 
tube. wa about 100 percent. Four of the ·ix incid nt of Type 
II barricades being hit in the transition occurred in the first 
five week of TL TWO. Accid nt at the intersection occurred 
throughout the durati n f the project. Accidents ase dis
cus ed in the next ecti n. From the tire mark it appea red 
that in one incident an ea tbound ve hicle dr v nto the right 
shoulder and then cros ed over the median. It is not known 
whether this incident was intentiomtl. Thi wa the only inci
dence fa vehicle crossing the median and it occurred about 
2 month aft r installation. No damage wa reported . 

Accidents 

Between Augu t 11 , 19 7, and August 8 1 , 11 accidents 
occurred during TLTWO : 9 angl accidents at the intt: ec
tiow 1 overturn , a lcohol-influenced accident; and 1 run-off
the-road (R R) accident. There were five injury accidents 
and six property damage accident . None of the accidents 
involved a fatality. 

The following trend were noted: (a) 7 of the 11 accid nts 
occurred during the daytime on the weekend , (b) 9 of the 
11 accident occurred during tJ1e daytim with clear wearher 
(c) 5 of the 9 angle accident involved drivers aged 60 or 
over fai ling to yield (3 of the 9 angle accident invoJved a 
driver aged 79 or over failing to yield the right-of-way), and 
(d) 7 of the 9 angle accidents inv lved a we tbound vehicle 
on the U.S. primary route and a northbound vehicle on the 
local road. 

In the 1-year period before the installation of TLTWO
August 11, 1986, through August 9, 1987-there were no 
accidents. Two years before , there were three accidents, one 
angl at lh~ intersection and two ROR accidents . In the third 



Route 360 King & Queen and King William Counties 
Approaches and Bridge over Mattaponi River 

WORK ZONE TRAFFIC CONTROL LOG 

Month and Year: 

Name and Title: 

Date Damage Description location (see reverse) Action Taken and Date 

ZONE ZONE 2 
1 

ZONE J 

··---------- ·· · ... _t ---·---- -·-

ZONE ZONE 2 
I 

ZONE 3 

FIGURE 4 Monitoring form. 

ZONE 4 ZONE I ZONE I 

ZONE 9 ZONE 
10 

ZONE I ZONE 
10 
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TABLE 1 INCIDENTS BY FREQUENCY OF OCCURRENCE 

Type of Incident 

Tubular markers broken/damaged 
Type II barricades hit 
Accidents at the intersection 

Number of Incidents 

11 
6 
5 (9 based on accident 

reports) 
Type III barricades or barrels vandalized 2 
Yarning signs hit 2 
Type II barricade stolen 1 
Vehicle crossed median 1 

TOTAL 

year before, there was one accident, an angle accident at a 
store entrance. 

Intersection control beacons (flashing overhead caution sig
nals) were installed at the intersection several years before 
construction as a countermeasure to reduce intersection acci
dents. The beacons were removed during construction because 
the support poles were in conflict with temporary pavement 
construction. Maintaining intersection control beacons during 
construction may have resulted in a lower accident frequency. 

In the traffic control planning phase of this project, there 
was some concern about the presence of this intersection within 
TLTWO. A special effort was made to provide temporary 
and permanent warning signs on the approaches of the local 
road anrl rlelineation of travel through the intersection. 

It is suspected that violations in driver expectancy at inter
sections of four-lane divided roads may have contributed to 
the seven angle accidents involving a westbound vehicle on 
the U.S. primary route and a northbound vehicle on the local 
road. Usually, the driver of a northbound vehicle stops at the 
intersection, looks left (for eastbound vehicles) to see if it is 
safe to proceed, proceeds to the median opening, and stops 
and looks right (for westbound vehicles) to see if it is clear. 
But with TLTWO on the eastbound approach, it is necessary 
for the driver of a northbound vehicle to look both left and 
right to see if it is clear before entering the intersection. 

Some older drivers have some difficulty at intersections 
with information processing and decision making (4); these 
difficulties are compounded by the presence of TLTWO. 

It is further suspected that the conditions of the intersection 
would be worse with the use of the concrete barrier instead 
of the median because the higher barrier would further restrict 
sight distance at the intersection. 

Initially, a before-after accident study with a comparison 
group was planned. This study was eliminated because the 
lack of accidents 1 year before reconstruction would have 
resulted in division by zero in the analysis (5). 

Because the accident experience during reconstruction was 
high, it appears that the accidents were connected with the 
presence of an intersection within the TLTWO. There is no 
evidence to suggest that the temporary asphalt median directly 
contributed to any of the accidents. 

Removal of the Median and TLTWO 

TLTWO ended on August 8, 1988, with the opening of the 
new westbound bridge. The median was removed on August 
8-9, 1989, in three phases (Figure 5): a front-end loader was 

28 

FIGURE 5 Median removal: top, front-end loader removing 
median; bottom, sweeping loose gravel. 

used to push the asphalt median into a pile toward the left 
shoulder, a tractor with a sweeper attachment swept the loose 
asphalt from the travel lane toward the shoulder, and a second 
front-end loader loaded the asphalt from the median onto a 
dump truck for transport to a storage area. During the first 
two phases, the second front-end loader was removing the 
median crossover pavement. 

The median was removed under traffic conditions. The front
end loader operator moved the median out of its position and 
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into the closed left lane during gaps in the traffic stream. The 
median was then pushed into piles about 500 ft apart. The 
average rate of removal by the loader was 606 ft/hr (with a 
standard deviation of 144 for four samples). 

Field Evaluation Finding 

The temporary asphalt median performed well at the study 
site. 

Comparative Analyses 

Two comparative analyses were made between the temporary 
asphalt median and the New Jersey concrete barrier for 
TLTWO: (a) installation and removal rate and (b) cost. 

Installation and Removal Rate 

Using an asphalt curbing machine, the temporary asphalt 
median was installed at a rate of 420 ft/hr. The concrete barrier 
was installed at a rate of 200 ft/hr based on a study on a four
lane interstate highway on September 1, 1987. The temporary 
asphalt median can be installed about twice as fast as the 
concrete barrier. Therefore, the time that traffic is exposed 
to installation activities is about 50 percent lower for the median 
than for the barrier. The rates are not for a complete instal
lation because painting the median, installing markers for the 
median, installing warning lights on panels, and painting the 
temporary pavement marking adjacent to the barrier are not 
included. Because these activities are typically done concur
rently with the median or barrier installation, it is expected 
that the additional time would be relatively small. 

The removal rate for the median was 606 ft/hr. It is esti
mated that the removal rate for the barrier is equal to the 
installation rate of200 ft/hr because the procedure is reversed. 
If the removal rate for the median is reduced to 450 ft/hr to 
allow for complete removal, this will mean that the median 
can be removed 2V2 times faster than the barrier, thus reducing 
exposure to traffic by 60 percent. 

Cost 

The contract price for the complete installation and removal 
of the temporary asphalt median was $10.00 per linear foot. 
Because the average cost of the concrete barrier is $10.00 to 
$11.00 per linear foot, there was no difference in cost in 
Virginia. The tubular markers were priced at $50.00 each. 
Average costs for temporary asphalt median projects in other 
states are shown below. 

State 

Pennsylvania 
Ohio 
West Virginia 

Asphalt Median Cost 
($/linear foot) 

2.10 
2.35 
7.18 

Unit Cost 
($/tubular marker) 

18.00 
18.70 
34.00 

In every case, especially for Pennsylvania and Ohio, the costs 
are substantially lower than for Virginia. It is expected that 
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the prices will decrease as VDOT uses more temporary asphalt 
medians. In the second project in Virginia using a median, 
the contract price was $6.00 per linear foot. This parkway 
project on a six-lane , divided highway in a suburban area was 
initiated near the completion of this study. 

In th initial project plans fo ur G .R. .A.T. impact alten
uator were proposed for the two ends of the concrete barrier 
and at both sides of the break in the barrier at the inter ection. 
At a unit cost of $20,000 for the impact attenuators, $80,000 
was saved by eliminating them when the temporary asphalt 
median was chosen over the concrete barrier. In addition, 
sight di lance at the intersection was improved with the u of 
the temporary asphalt median instead of the concrete b, rricr. 

Development of Guidelines 

The second project objective was to develop guidelines for 
the temporary asphalt median, if appropriate. The Location 
and Design Division was directed to develop guidelines for 
the use of temporary asphalt medians to provide information 
and instruction and to promote use of the median. The guide
lines were developed with input from the Traffic Engineering 
Division and the principal investigator of this research . Con
sequently, instead of developing separate guidelines for the 
temporary asphalt medians in this research , this researcher 
reviewed the Location and Design Division's guidelines and 
special provision and made comments and suggestions. 

Guidelines 

The VDOT's guidelines for the use of temporary asphalt 
medians are shown in Figure 6. The guidelines consist of two 
parts: general notes and a detailed drawing of the temporary 
asphalt median. 

Considering the median for TL TWO with traffic volumes 
between 4,000 and 15,000 vehicles per day is restrictive com
pared with the approach of other state DOTs. However, this 
restriction reflects VDOT's cautious approach to using the 
median. Although it is mostly used on four-lane divided roads, 
the median in TL TWO is suitable for use on four-lane undi
vided roads. The guidelines do not address four-Jane, two
way operations (FLTWO). However, FLTWO was used on 
the parkway project; therefore, FL TWO should be mentioned 
in the guidelines. The decision to use the asphalt median is 
made on a project-by-project basis, typically using traffic anal
ysis methods. The volume guidelines are not very useful com
pared with the traffic analysis. Therefore, volume guidelines 
may be omitted. 

From the experience at the study site, the following two 
suggestions are noted: 

1. Tubular markers should be placed at the ends of the 
median to delineate them for snow removal activities. 

2. Special attention should be given to traffic control at an 
intersection that is within a TL TWO, especially the side street 
approaches of the intersection. Special attention may include 
extensive warning signing, supplemental pavement markings, 
and intersection control beacons. 



Hay 16, 1900 

ERRATA SHEET 

INSTRUCTIONAL AND INFORMATION MEMORANDUM 
LD-87(0) 9).8 

CONSTRUCTION ZONE SAFETY 
Sheet 7 o! 10 (7 sheets added) 

This rev ision is to add, under the subheading GENERAL , the following gu idelines 
for the use of Temporary Asphalt Medians and for the use of Police Patrols in 
construc iion zones: 

Temporary Asphalt Medians 

Temporary aspha lt medians are to be cons idered on two-lane, two-way 
temporar y de tours !or tra llic volumes betwee n 4000 and I },000 VPD. 

Each location is to be reviewed and have the joint approval of applicable 
District, Trallic Engineering and Location &. Design personnel . 

Each locat ion ~hould use geome trics that provide an operating speed equal tu 
that of the existing roadway, where possible, to minin11 ze opera11unal 
proble ms. (See Standard GS· I 0) 

The SEQUENCE OF CONSTRUCTION/TRAFFIC CONTROL PLAN is to include 
the required temporary asphalt median layout det ai ls along with the includi!d 
"DETAIL OF TEMPORARY ASPHALT MEDIAN" that is a vailable in the C ADD 
SEC TION for inc lus ion in the plans. 

Payment will be made under: 

Pay Item 

Temporary Asphalt Median 
Fle~ible Post Oelineator 

Pay Unit 

Lin. Ft. 
Each 

Item Cod~ 

24285 
24286 

DETAIL OF TEMPORARY ASPHALT MEDIAN 

PLAN 

~40')-

TYPICAL SECTION 

::=i !01010101 c:: 
--i I:? r--JOO'---j I:? r-

o Derdes Flexible Po.st Dellreotor 

• Oerdes Temporary P<NemerJ Marker 

Spoclrr; Between Flexible Po.st Dellneators and 
T etrriorary P<NemerJ Marker • 40 ff. 

Spoclrr; Between 12 Inch DrolllO<)e OperlfYJS • JOO ff. 
For Superelevoled Curves, The Spoclrr; Is As Directed 
By The Err;lneer. 

T 
H 

1 

fNd lo ScoteJ 

Oro(}}f! Flexible Post Dellneotor 

"'-Wlile Eooopsulafed Lens 
Reflectlre Stt:ellrr; Sleeve 

Palrled With YellCJH Reflector/zed 
Traffic lam PalrJ 

-;r 
~~...... Type 5-J or C-1 

Asftr;lf Cooorefe 

H· 36' lrJerslole or Otte Um/led kcess 
Roodwu,'S. 28' NI Others. 

W· 2'h' Alln., 4' Max. 

FIGURE 6 VDOT guidelines for use of a temporary asphalt median. 
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Special Provision 

From the experiences at the study site and this review, addi
tional notes and changes on field practices for the installation, 
maintenance, and removal of the median are suggested below . 

•For better quality, faster application, and better reflec
tivity , the median should be painted with a paint truck instead 
of manually with a spray gun. (At maximum height the paint 
truck carriage can apply a 10-in. swath of paint and glass 
beads , so two passes are necessary.) The hot asphalt median 
should be allowed to cool before painting for better paint 
adhesion and less paint absorption. Other options to consider 
are the use of (a) temporary pavement marking tape on the 
side of the median and paint on the top and (b) raised pave
ment markers on the side of the median to supplement the 
paint. 

• Some districts prefer that the contractor instead of VDOT 
be responsible for painting the median. In some districts, 
much of the painting related to construction, as well as other 
construction-related traffic activities, is done by contract. This 
not only allows VDOT traffic forces to focus on maintenance 
activities but also relieves them of tying up a paint crew that 
is dependent on the contractor's schedule. It is suggested that 
the district determine whether VDOT or the contractor will 
paint the median . 

• The two 6-in. reflective sleeves on the tubular marker 
should be replaced by the option of a 13-in. reflective sleeve 
(as shown in the guidelines) or a 6-in. (at the top) and 4-in . 
sleeve spaced 2 in . apart. The 13-in. sleeve was recommended 
based on a study to optimize the tubular marker design (6), 
whereas the latter option is in accordance with a recent change 
in the Manual on Uniform Traffic Control Devices (7). 

• The contractor should be encouraged to use efficient 
methods for the installation and removal of the median. 

These VDOT guidelines and the special provision should 
be expected to change as VDOT gains experience with the 
temporary asphalt median. To aid in the evolution of the 
guidelines and the special provision, it is necessary to docu
ment each use of the temporary asphalt median by VDOT. 
The report should include 

1. The project title and location; 
2. The time period of median use and the location of the 

TL TWO; 
3. The contract price for the median and tubes; 
4. Median installation and removal methods; 
5. A description of any deviations from the guidelines, 

including the reason and the result; 
6. A general description of incidents and accidents during 

TL TWO; 
7. A description of any problems encountered and their 

solutions; and 
8. The name, address, and telephone number of the project 

inspector or person submitting the report. 

The report should be submitted to the Traffic Engineering 
Division. 
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CONCLUSIONS 

The following conclusions can be drawn from this study: 

• The temporary asphalt median was installed two times 
faster than the concrete barrier, thereby reducing the time 
traffic was exposed to installation activities by about 50 
percent. 

•The median was removed roughly 2Y2 times faster than 
the concrete barrier, thereby reducing the time traffic was 
exposed to removal activities by about 60 percent. 

• There was no difference in the cost per linear foot between 
the median and the concrete barrier because of the relatively 
high contract price for the median ($10.00 per linear foot) 
compared with median costs in other states (28 to 79 percent 
less) . However , an $80,000 savings was achieved with the 
median by eliminating the need for impact attenuators at 
concrete barrier end sections. It is expected that the cost will 
decrease as VDOT uses more medians. (The median cost per 
linear foot was 40 percent lower on a recent project.) 

• There is no evidence to suggest that the temporary asphalt 
median directly contributed to any accidents . However, it 
does appear that several accidents can be attributed to the 
presence of an intersection within TLTWO. 

• The temporary asphalt median performed well at the study 
site. 

• VDOT has a special provision and guidelines for the use 
of temporary asphalt medians for TL TWO . Suggestions were 
made to improve these items. 
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