Assessment of Current Highways Investment Sufficiency and
Maintenance Backlog

For detailed information regarding Network Condition, reference should be made to
“‘“Appendix 1 — Highway Structural Condition Over time” below.

For ease of reference, graphs of footway and carriageway structural condition over
time from that document are reproduced below)

What has been achieved through recent investment?
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The evidence indicates that Brent has maintained and improved significant parts
of the highway network, but that the recent condition performance has been



achieved with substantial levels of additional investment above the Council's
underlying highways capital funding.

Brent's base capital funding for highways maintenance has been approximately
£3.5m per annum since before 2013. In addition to this:

in 2019/20, approximately £20m was invested in footway reconstruction;
between 2023/24 and 2025/26, a further £15m of additional investment was
provided, comprising approximately £11m for footways and £4m for Principal
Roads; and

in 2025/26, approximately £9m of additional SCIL funding was invested in
highways, split approximately equally between footways and carriageways.

The improvements in condition therefore need to be considered in the context of
this enhanced level of investment. The structural condition data demonstrates
that sustained investment can produce significant improvements, particularly on
the unclassified road network, which has seen a substantial long-term reduction
in the proportion requiring maintenance.

However, the evidence also indicates that the level of investment has not
eliminated the underlying backlog. Despite extensive footway reconstruction,
including approximately 58.5 km between 2021/22 and 2025/26, the latest
modelled condition assessment still classified 46% of Brent's footway network as
Poor. The assessment concludes that overall condition improves only gradually
where investment does not consistently exceed the rate of deterioration.

The carriageway condition data similarly shows some deterioration between
2023 and 2025 across A, B/C and unclassified roads, notwithstanding the
additional investment.

What is the scale of the maintenance backlog?

The latest Brent assessment estimates that approximately £42m would be
required to eliminate the current carriageway maintenance backlog, together with
approximately £256m to eliminate the footway maintenance backlog. This
represents a combined estimated backlog of approximately £298m across these
two major asset classes.

These figures demonstrate the substantial difference between the level of annual
maintenance funding and the scale of the accumulated maintenance
requirement. They should not, however, be interpreted as meaning that the
£298m could simply be spent immediately to eliminate the backlog, since works
would need to be prioritised according to condition, risk, network hierarchy,
engineering requirements and the availability of suitable treatments.

What does the latest ALARM Survey tell us?



The ALARM Survey, produced annually by the Asphalt Industry Alliance (AIA),
is a national survey of local highway authorities that assesses the condition,
maintenance funding and investment needs of the local road network in England
and Wales, including estimates of maintenance backlogs and the time and
funding required to address them.

The latest ALARM Survey 2026 provides useful external context, although it
relates predominantly to carriageways rather than the whole highway asset. It
estimates the total one-off carriageway "catch-up” requirement across England,
London and Wales at £18.62bn, with an average estimated catch-up requirement
for a London authority of £38.2m.

Importantly, the survey found that local highway authorities estimate that it would
take an average of 12 years nationally, and eight years in London, to carry out
the work required to return carriageways to a reasonable steady-state condition,
assuming adequate funding and resources.

This provides useful context for Brent's £42m carriageway backlog, which is
broadly comparable with the ALARM London average. However, the ALARM
figure is an average across London authorities and relates principally to
carriageways. It therefore cannot be applied directly to Brent's overall £298m
backlog, particularly given the much larger £256m footway requirement.

ALARM also distinguishes between clearing the backlog and maintaining the
network thereafter. Its 2026 survey estimates that, once the existing carriageway
backlog has been addressed, approximately £1.89bn per year would be required
across England, London and Wales to maintain the network in a steady-state
condition. This reinforces the point that a one-off programme to address historic
backlog needs to be followed by sufficient ongoing investment to prevent the
backlog rebuilding.

Is the current level of funding sufficient to prevent deterioration?

Brent is now receiving a significantly higher and more predictable level of DfT
funding for carriageway maintenance. The DfT 2026/27 allocation is £1.684m,
an important additional source of funding, but it does not replace the exceptional
additional local investment made in recent years. For comparison, Brent invested
approximately £9m of additional SCIL funding in 2025/26 alone, in addition to its
normal funding.

The Transparency Report forecasts total highways maintenance expenditure of
approximately £7.6m in 2026/27, compared with £15.9m in 2025/26.

On a qualitative assessment, therefore, if investment were to fall materially below
the level required to offset the ongoing rate of asset deterioration, the overall
condition of the network would be expected to deteriorate over time. The recent
experience provides evidence for this: substantial additional investment has
produced improvements, but significant areas of the network continue to require
maintenance.



Why can't we yet give a precise timescale for clearing the backlog?

The £298m estimate provides a useful measure of the scale of the current
backlog, but it does not by itself establish how long it would take to eliminate it.

A simple division of the £298m backlog by annual expenditure would be
misleading because assets will continue to deteriorate while the backlog is being
addressed, different treatments have different costs and lives, and investment
will continue to be required on assets outside the current backlog.

For a more accurate quantitative assessment, Brent's strategic asset
management software, Causeway Horizons/CausewayOne Asset Strategy, can
model deterioration, treatment options, investment scenarios and benefit-cost
ratios.

This could be used to model the expected network condition over the next 5, 10
and 20 years under different funding scenarios, including the current forecast
level of investment, continuation of recent higher investment levels, and higher
investment designed to progressively eliminate the backlog.

There was insufficient time before the Transparency Report deadline to
undertake and validate this modelling exercise

What is the overall assessment?

The evidence supports the conclusion that recent improvements in highway
condition have been achieved through a combination of the Council's underlying
maintenance funding and significant additional, often time-limited, investment.
The underlying £3.5m base capital allocation alone has not been sufficient to
deliver these levels of improvement.

The new DFT funding provides an important and more predictable contribution,
including £1.684m in 2026/27, but does not replicate the exceptional levels of
additional investment made in recent years. Consequently, while current funding
will allow Brent to continue targeted maintenance and renewal, a sustained
reduction in overall investment from the levels seen in recent years would be
expected to result in gradual deterioration in network condition.

The current estimated £42m carriageway and £256m footway backlog
demonstrates the scale of the accumulated requirement. The 2026 ALARM
Survey provides useful external evidence that carriageway backlog clearance is
likely to take several years even with adequate funding, with London authorities
estimating an average of eight years. However, given Brent's much larger
footway backlog and the different asset classes involved, it would not be
appropriate to apply that figure directly to Brent.
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Appendix 1 - Highway Structural Condition over time
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Interpretation of Trends

This graph shows the percentage of roads where maintenance should be considered based
on condition survey data. Lower percentages indicate a greater proportion of the network is in
good condition, whilst higher percentages suggest a greater maintenance need. The trends
differ significantly across the three road classifications.

Overall

observations

The data demonstrates a long-term improvement in the condition of the unclassified road
network, whereas the condition of the A roads and B and C roads has fluctuated more
noticeably over the period. This reflects the differing challenges associated with maintaining

strategi

¢ routes carrying high traffic volumes compared with residential roads.

1.2.1 A Class Roads

Trend:

Highly variable with no sustained long-term trend.

Between 2008/09 and 2013/14, the proportion requiring maintenance remained
relatively low (around 8—13%).

There was a marked improvement in 2015/16—2016/17, when only around 6% of the
network required maintenance.

A sharp deterioration occurred in 2017/18, rising to approximately 22%, representing
the highest value in the series.

Following a significant improvement in 2018/19, maintenance need increased again
during 2020/21-2022/23, before improving to around 14% in 2023/24.



Interpretation - The volatility is typical of a relatively small strategic network where the
condition indicator can change significantly depending on whether one or two major roads
have been resurfaced or have deteriorated. These fluctuations often reflect the timing of major
capital investment programmes rather than a gradual change in asset condition.

1.2.2 B and C Roads
Trend: Moderate fluctuations but relatively stable over the long term.

o Values generally remained between 6% and 10% during the early years.

e Maintenance need increased to approximately 16% in 2014/15 before improving again
over the following two years.

e A second deterioration occurred between 2019/20 and 2022/23, peaking at
approximately 16%.

e The latest year shows improvement to around 11%.

Interpretation - The classified road network has experienced cyclical deterioration and
renewal, reflecting the timing of resurfacing programmes and available capital funding.
Although conditions fluctuate, there is no evidence of sustained long-term decline.

1.2.3 Unclassified Roads
Trend: Strong long-term improvement.

e At the beginning of the period, approximately 23—27% of unclassified roads required
maintenance.

Values remained above 20% until around 2016/17.

From 2017/18 onwards, there was a sustained downward trend.

By 2021/22-2022/23, only around 8-9% required maintenance.

Although there is a slight increase to around 12% in 2023/24, this remains substantially
better than the position fifteen years earlier.

Interpretation - This represents the clearest long-term improvement shown in the graph. The
reduction is likely to reflect sustained investment in residential roads through capital
maintenance programmes and demonstrates that long-term investment can significantly
improve overall network condition.

1.2.4 Comparative trends
Several notable trends emerge:

e During the early years, unclassified roads were consistently in the poorest condition,
with maintenance need approximately three times higher than the A road network.

e By 2022/23, this relationship had reversed, with unclassified roads recording the
lowest proportion requiring maintenance.

e In recent years, the highest maintenance need has been observed on the A road
network, reflecting the greater traffic loading and faster deterioration experienced by
principal routes.

This illustrates how sustained investment has improved residential road condition while
maintaining the condition of heavily trafficked strategic roads remains more challenging.



2 Footway Structural Condition

2.1 Surveys

Footway condition is monitored through independent condition surveys and analysed using

the Council's asset management system.

The 2025 results have been modelled using the asset management system, which applies
deterioration curves and takes account of completed footway reconstruction schemes together
with predicted asset deterioration since the previous survey. As the previous footway
improvement programme was delivered over the period 2023-2026, it was considered
inappropriate to undertake further condition surveys during its implementation, as the results
would not have provided a stable representation of the network while significant reconstruction

works were ongoing. Fresh condition surveys are being procured currently.

This provides a robust estimate of current network condition and supports long-term asset

management planning.

Year | Excellent | Good | Fair | Poor
2020 | 25% 22% | 11% | 42%
2021 | 37% 21% | 9% | 33%
2022 | 26% 26% | 10% | 38%
2023 | 10% 13% | 31% | 47%
2025* | 30% 14% | 10% | 46%

*2025 condition modelled using Asset Management software.
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The footway condition data shows considerable variation over the period.

Between 2020 and 2022, the network remained relatively stable, with between 47%
and 58% of footways assessed as being in Good or Excellent condition.

In 2023, the condition deteriorated significantly, with the proportion of footways in Poor
condition increasing to 47%, whilst those in Good or Excellent condition reduced to
23%. This reflects the cumulative effects of ageing infrastructure and a period in which

deterioration exceeded the level of structural renewal.
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e The 2025 asset management model indicates a mixed picture. The proportion of
footways in Excellent condition has increased substantially from 10% to 30%, reflecting
the benefits of the extensive reconstruction programme undertaken during 2025/26.
However, the proportion classified as Poor remains almost unchanged at 46%,
indicating that while reconstructed footways have significantly improved, deterioration
elsewhere across the network has continued at a similar pace.

This demonstrates the dynamic nature of managing a large highway asset. As some footways
are renewed and move into the Excellent category, others continue to deteriorate into poorer
condition, meaning that overall network condition improves only gradually unless investment
consistently exceeds the underlying rate of deterioration.

Relationship with Investment

Between 2021/22 and 2025/26, Brent reconstructed approximately 58.5 km of footway,
including almost 22 km during 2025/26, representing the largest annual investment during the
period.

Although this level of investment has delivered significant improvements on treated routes,
the 2025 condition model demonstrates that it is not yet sufficient to reduce the overall
proportion of the network requiring structural maintenance. This reflects the fact that
deterioration continues across untreated sections of the network as footways age and are
subjected to continued use and environmental effects.

Asset Management Implications

The results reinforce the importance of Brent's risk-based asset management approach.
Investment is targeted using condition surveys, engineering assessments, pedestrian usage
and footway hierarchy to ensure that available funding is directed towards those locations
where reconstruction will provide the greatest long-term benefit.

The increase in the proportion of the network classified as Excellent demonstrates that the
reconstruction programme is delivering high-quality, long-lasting renewals. However, the
persistence of a high proportion of Poor footways indicates that the existing maintenance
backlog remains substantial and that continued sustained investment will be required if overall
network condition is to improve significantly.

Conclusion

The figures indicate that Brent's enhanced footway reconstruction programme is successfully
improving the condition of those footways that have been treated, as reflected by the
significant increase in the proportion of the network classified as Excellent. However, the
proportion of the network remaining in Poor condition has changed very little, demonstrating
that deterioration elsewhere continues to offset many of these gains.

This highlights the scale of the footway maintenance backlog and reinforces the need for
sustained long-term investment. The Council's risk-based asset management approach
ensures that limited resources are targeted where they will deliver the greatest whole-life
benefit, but meaningful improvements in overall network condition will require investment to
be maintained over many years.






