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1 Introduction and strategic context 

 

1.1 Introduction 

The highway asset management plan (HAMP), the highway maintenance plan (HMP) and 

the highway asset management framework (HAMF), form the three parts of the Gateshead 

Council (GC) strategy for highway asset management over the period 2018 to 2030 (see 

figure1).  The first HAMP was published in 2014 and updated in 2016.  

Figure 1: relationship of strategic documents 

 

1.2 Policy context 

In supporting the effective maintenance of the highway network, the HAMP relates directly to 

GC’s Thrive agenda. As well as helping it to be a great place to live work and visit, 

maintaining highway assets is essential in providing accessibility to jobs services and 

facilities and supports in particular our key challenge to: 

 “Invest in our economy to provide opportunities for employment, innovation and growth”  

The benefits of effective highway asset management are widely recognised at a national 

level.  The principle of HAMPs is supported strongly by the Department for Transport (DfT).  

The importance of their production has been emphasised by the Highways Management 

Efficiency Programme, a sector led initiative aimed at maximising returns from investment.  

The UK Roads Liaison Group (a joint national/local government body) provides a framework 

for local action through the publication of various codes of practice.  The most recent code 

“Well managed Highway Infrastructure: A Code of Practice” published in October 2016 has 

been formally sponsored and adopted by the DfT and highway authorities were expected to 

comply with the guidance by the end of October 2018.  The guidance provides a key 
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recommendation to highway authorities to develop and publish asset management policies 

and strategies relating to the management of their infrastructure. 

The framework for the preparation of HAMPs at a local level is provided by the Tyne and 

Wear Local Transport Plan 3 (LTP).  The importance of asset management is recognised in 

the LTP.  Effective asset management relates closely to the two short term priorities 

identified for Gateshead of: 

• the promotion and improvement of sustainable travel;  

• effective maintenance of the existing network.  

 

1.3 Purpose 

Gateshead’s road network provides a fundamental resource, essential to the economy of the 

area and for the quality of life for residents and visitors.  Its effective management and 

maintenance has an impact on activity of all kinds: day to day journeys to work, school, 

shopping or for leisure; the needs of the emergency services; and the road freight industry. 

GC as the highway authority has a legal responsibility to maintain adopted highway (except 

the A1 and A194(M), which are maintained by the Highways Agency).  Most adopted 

highway has been in existence for many years, but the network continues to develop as a 

result of new development or changes to existing routes to accommodate modern 

requirements. 

The purpose of this HAMP is to ensure that available resources are directed to maximum 

effect.  It seeks to identify the main difficulties and problems affecting maintenance of the 

network and how these should be tackled. 

 

1.4 Local context 

The total length of the highway network in Gateshead is approximately 560 miles (900km).  

The network reflects the mixed character of Gateshead, ranging from major urban routes 

carrying large volumes of traffic to more lightly used rural roads providing access to outlying 

villages and farms.  It includes 740 miles (1191km) of footway, 32,000 streetlights, 289 

bridges and other highway structures, and 170 traffic signalled junctions or crossings.   

Gateshead’s position within the Tyneside conurbation means that, as well as catering for 

local traffic, there are significant amounts of travel through the area to and from adjoining 

areas.  The Newcastle / Gateshead urban core (including Newcastle city centre) is the main 

regional centre for shopping, leisure and employment providing over 80,000 jobs, and draws 

on a wide regional catchment area.  This results in additional pressures on the main cross-

boundary routes from commuter and other traffic.  These are intensified by the limited 

number of river crossings, which means that traffic converges at a small number of points on 

the network.  
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1.5 Asset valuation 

As part of the process of Whole of Government Accounts (WGA), authorities are required to 

report the value of their assets using standard accounting practices.  The most recent 

valuation undertaken as part of this estimated the gross replacement cost (GRC) of 

carriageways and footways as being just in excess of £1 billion.  Allowing for asset 

depreciation this gave a depreciated replacement cost (DRC) of just under £900 million.  For 

bridges and other highway structures the GRC is £456 million and the DRC is £306 million. 

 

1.6 Public perception 

Surveys at local and national level suggest increasing public concerns about highway 

condition.  A 2013 survey carried out by Institute of Commercial Management for the BBC4 

found that nationally, while the perception of many public services had changed little in the 

past five years, there was a clear difference with road maintenance, with a significant 

minority viewing this as having worsened.  

Local evidence collected on public perception comes from two main sources, the National 

Highways & Transport (NHT) survey and the Gateshead Resident Survey.  Details of the 

NHT survey and trends are shown in section 3.15.  

 

1.7 Communications and consultation 

The information above demonstrates that maintenance of the highway network is a matter of 

keen public interest and concern. However, the presentation of technical information and 

proposed approaches in a succinct and accessible manner poses significant challenges. 

How best to communicate and consult on the matters and outcomes embodied in the HAMP 

is looked at separately within the HAMF document where section 3 outlines GC’s 

communication strategy in detail. 

 

1.8 Scope of the HAMP 

The HAMP covers all adopted highways within Gateshead, except the A1 and A194(M).  

Table 1.1 summarises the main elements of the highway asset included within this.  

Table 1.1: main asset groupings 

Asset Type Infrastructure 

Carriageways Carriageways, highway drainage, road markings and 

street cleaning. 

Footways  Footways (including shared use paths and dedicated 

cycleways). 

Highway green spaces Grass verges, trees, hedges, flower & shrub beds and 

planters located within the adopted highway. 

Bridges & other highway 
structures 

Bridges, subways, culverts, retaining walls, high mast 
lighting columns, tunnels, stairs, river walls & 
revetments. 
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Asset Type Infrastructure 

Traffic signals Signalised junctions, pedestrian crossings, school 
crossing lights, SCOOT and UTC systems. 

Street lighting Columns, lamps, cabling, feeder pillars, illuminated 
signs, subway lights, illuminated bollards. 

Signs, barriers and 
street furniture 

Advance direction signs, direction signs, warning signs, 
information signs, sign posts, street name plates, non-
illuminated bollards, seats, bus shelters, fences, 
pedestrian barriers, safety barriers and other street 
furniture. 

 

The plan does not cover elements of the transport network outside the adopted highway, for 

example Council owned car parks, or the systems of footpaths and bridleways that form the 

public rights of way network.  

The HAMP does not cover provision for winter maintenance, including gritting routes, grit 

bins and salt storage areas/depots as GC has a formally adopted a winter services plan that 

covers this service area. 

The authority also has a flood risk management strategy which outlines GC’s policies and 

strategies for dealing with flood risk. 

In operational terms the HAMP is supported by the HMP and its appendices.  
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2. Objectives and principles 

 

The objectives for the HAMP are defined by those of the LTP (section 1.2).  It contributes to 

these in a number of ways. 

Table 2.1: LTP and HAMP objectives 

LTP Objective Role of the HAMP  

Support economic 

development 

Maintaining highway assets is essential in providing 

accessibility to jobs, services and facilities, enabling the 

movement of goods and people, and helping business 

to operate effectively. 

Reduce carbon emissions and 

improving resilience 

Ensuring assets are fit for purpose and managing 

maintenance operations will minimise disruption and 

resulting congestion and improve resilience to extreme 

weather. 

Well maintained footways, cycleways and carriageways 

will encourage active travel.  

Healthier and safer 

communities 

Well maintained road surfaces help to reduce road 

accidents by improving skidding resistance and 

reducing the occurrence of potholes or other hazards. 

Regular highway inspection minimises the likelihood of 

tripping accidents due to poor footway condition.  

Well maintained footways, cycleways and carriageways 

will encourage active travel.  

A fairer Tyne and Wear Provision and maintenance of the highway is central to 

ensuring people can access opportunities. 

Protect natural and built 

environments 

More effective maintenance regimes will reduce the 

need for additional raw materials and improve the 

appearance of the built environment.  

 

Development of the HAMP will also reflect the following principles: 

• objective driven - with resource allocation decisions based on clear policy goals and 

objectives; 

• performance based - policy objectives translated into performance measures that are 

used for day-to-day management and for strategic management; 

• analysis of options and trade-offs - decisions on how to allocate funds within and across 

different budgets (e.g. reactive maintenance versus programmed maintenance, 

carriageways versus bridges) are based on an analysis of how different allocations will 

help to achieve the relevant policy objectives; 

• based on objective information - using credible and current data such as routine 

condition surveys, safety inspections, customer reports, demographic data; 

• monitoring and review - performance results are monitored and reported for their impacts 

and for the effectiveness of treatments and actions. 
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3. Asset appraisal and monitoring report  

 

3.1 Performance 

The Government continues to emphasise the importance of highway asset management as 

an effective means of managing limited resources. 2016/17 saw the introduction of a 

performance-based element in national highway maintenance allocations.  Gateshead was 

ranked in band 2 for 2016/17, which improved to band 3 in 2017/18 and has been 

maintained annually up to 2019/20. 

Monitoring of performance is important in assessing the effectiveness of the HAMP and in 

identifying emerging issues it may need to address.  Section 4 of the HAMF provides 

detailed information on the Council’s performance management framework.  The following 

areas are regularly monitored by the Council: 

• background information; 

• network condition; 

• planned maintenance/network enhancement; 

• highway defects. 

 

3.2 Background information 

This section provides background information on the highway network, including: 

• network size; 

• network changes; 

• traffic levels; 

• road safety; 

 

3.3 Network size 

The size of the highway network in Gateshead is shown in table 3.1.  Limited changes 

continue to be made, mainly small increases in the length of minor roads. 

Table 3.1: road lengths in Gateshead (miles) 

Road class 2011 2012 2013 2014 2015 2016 2018 2019 

Motorways  3.3 3.3 3.3 3.3 3.3 3.3 3.3 3.3 

A roads 46.0 46.0 46.0 46.0 46.0 46.0 46.0 47.8 

B roads 28.4 28.4 28.4 28.4 28.5 28.5 28.5 28.3 

C roads/unclassified 482.6 484.0 485.1 485.3 485.5 486.0 487.1 485.0 

Total 560.3 561.7 562.8 563.0 563.5 563.8 564.9 564.5 
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3.4 Traffic levels 

Gateshead’s roads accommodate 1,700 million vehicle kilometres each year.  Total traffic 

levels have fallen overall since 1995, albeit there has been some recent growth (table 3.2). 

Table 3.2: traffic flows in Gateshead (million vehicle km) 

Year 1995 2005 2010 2011 2012 2013 2014 2015 2016 2018 2019 

Flow 1,731 1,782 1,704 1,727 1,727 1,748 1,789 1,725 1,736 1,876 2,028 

 

3.5 Road safety 

The number of casualties on Gateshead’s roads has fallen significantly in recent years, 

albeit with a noticeable levelling off from 2010 onwards.  Trends since 2004 are shown in 

table 3.3. 

Table 3.3: road casualty trends in Gateshead 

Year Fatal Serious Slight Total 

2005 12 105 868 985 

2006 23 75 968 1,066 

2007 12 98 789 899 

2008 7 94 771 872 

2009 10 117 773 900 

2010 11 88 684 783 

2011 5 73 566 644 

2012 3 75 659 737 

2013 8 53 592 653 

2014 4 53 642 699 

2015 4 60 661 725 

2016 7 60 500 567 

2017 3 50 422 475 

2018 1 65 446 512 

2019 2 69 433 504 
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3.6 Network condition 

A programme of surveys of road condition is undertaken annually, comprising a full survey of 

the classified carriageway network, together with surveys of 25% of the unclassified 

carriageway and footway network (meaning that full coverage is achieved on a four-year 

rolling basis).  Table 4 summarises the trends in carriageway condition, with national and 

regional comparison figures provided in table 5.  

While classified road condition remains on target, and overall is better than national or 

regional comparisons, the condition of unclassified roads has shown a rapid deterioration.  

Condition of these roads in Gateshead is now at risk of missing the 2021/22 target and is 

worse than regional averages and national averages.  

Table 3.4: Gateshead roads where carriageway maintenance should be considered 

(%) 

Road Class 2010

/11 

2012

/13 

2013

/14 

2014

/15 

2015

/16 

2016

/17 

2017

/18 

2018

/19 

2019

/20 

Principal  6 2 2 2 2 2 1 1 1 

Other classified 7 5 4 4 4 3 2 2 2 

Unclassified  8 7 11 14 16 19 18 20 18 

  

Table 3.5: national and regional roads where carriageway maintenance should be 

considered (%)  

Road Class Region 2010

/11 

2012

/13 

2013

/14 

2014

/15 

2015

/16 

2016

/17 

2017

/18 

2018

/19 

Principal  North East 4 4 4 4 3 3 2 2 

Principal  England 5 4 4 4 3 3 3 3 

Other 

classified 
North East 9 8 9 8 6 5 5 5 

Other 

classified 
England 10 9 8 7 6 6 6 6 

Unclassified North East 10 13 13 12 14 14 16 17 

Unclassified  England 16 18 18 18 17 17 16 16 

 

Table 3.6: footway condition (%) 

Year As New Aesthetically 

Impaired 

Functionally 

Impaired 

Structurally 

Unsound 

2015/16 33.3 5.3 52.8 8.6 

2016/17 35.0 7.6 45.7 11.7 
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Year As New Aesthetically 

Impaired 

Functionally 

Impaired 

Structurally 

Unsound 

2017/18 34.4 8.7 44.8 12.1 

2018/19 34.1 7.9 41.8 16.2 

2019/20 32.1 8.6 40.8 18.5 

 

The Footway Network Survey (FNS) is based on a rolling sample, with 25% of the network 

surveyed each year, giving complete coverage every four years.  This will tend to dampen 

the impact of year on year changes.  Results to date suggest some increase in disrepair, 

with an increase in the length of footway assessed as structurally unsound.  It is on these 

sections of footway that more detailed analysis and identification of priorities for 

improvement will be focused.  

 

3.7 Bridges/structures 

The condition of bridges and structures is measured annually through the bridge stock 

condition indicator (BSCI).  Trends in this are shown in table 3.7. The overall bridge stock 

condition index (BSCIAv) is calculated from the scores from each bridge. Where a score of 

100 indicates a very good condition and o very poor. 

 

Table 3.7: Gateshead bridge stock condition indicator 

Year  BSCIAV BSCICrit 

2005/06 87.6 74.2 

2006/07 83.3 67.1 

2007/08 85.0 71.7 

2008/09 84.0 72.8 

2009/10 83.6 72.4 

2010/11 82.4 69.9 

2011/12 81.7 69.2 

2012/13 81.7 68.5 

2013/14 81.5 68.4 

2014/15 82.1 69.5 
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Year  BSCIAV BSCICrit 

2015/16 78.2 62.2 

2016/17 82.8 69.6 

2017/18 82.3 67.9 

2018/19 82.2 67.9 

2019/20 82.4 68.1 

 

Notwithstanding the relatively steady overall picture presented by the index, monitoring of 

structures has identified problems on some major structures.  Measures have been put in 

place to monitor the position and take action where necessary to minimise the immediate 

risk of harm.  Further work is underway to determine the need for longer term action in 

relation to these structures.  

 

3.8 Street lighting 

While significant investment is being made in renewing columns (notably in replacing older 

concrete columns) there remains a significant bias towards older stock.  In 2016, from a total 

stock of 32,208 columns, 28,236 were over ten years old. 

 

3.9 Other assets 

A full survey of traffic signal equipment was undertaken in 2016.  The asset information 

strategy produced as part of section 2 of the HAMF will be used as a basis for determining 

the need for such inventory information, and its future collection.  

 

3.10 Planned maintenance 

In 2019/20 the Council invested over £2 million in planned highway maintenance works (see 

table 3.8). 

Table 3.8: planned maintenance budget 2019/20 

Works £ks 

Classified roads 937 

Unclassified roads 629 

Back lanes/surface dressing/technical costs 250 

Structural patching / micro asphalt 226 
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Works £ks 

Highway drainage 20 

Total 2,062 

 

Table 3.9 shows the lengths of road resurfaced in Gateshead in recent years.  Comparison 

with road lengths (table 1) suggests that on current rates of renewal unclassified roads are, 

on average, now likely to be resurfaced less than once every 100 years.  

Table 3.9: planned maintenance – road lengths treated (km) 

Resurfacing 2012/

13 

2014/

15 

2015/

16 

2016/

17 

2017/

18 

2018/

19 

2019/

20 

A roads 0.8 1.7 0.9 0.7 0.2 0.6 0 

B roads 1.0 0.4 1.4 1.7 1.1 0.5 0 

C roads 1.0 1.0 0.2 1.0 0.5 0.7 0 

Unclassified 4.2 6.5 3.2 3.4 4.2 2.5 1.6 

Total 7.0 9.7 5.8 6.8 6.0 4.3 1.6 

        

All treatments        

A roads 0.8 2.4 2.1 2.0 2.2 1.8 0.2 

B roads 1.0 0.4 2.2 2.5 1.3 0.8 0.3 

C roads 4.2 2.8 5.1 4.3 1.3 5.5 5.0 

Unclassified 13.6 7.7 8.6 9.5 5.3 9.4 7.1 

Total 19.6 13.3 18 18.3 10.1 17.5 12.6 

 

3.11 Extra funding 2019/20 

The LTP highway maintenance funding allocation for Gateshead in 2020/21 was £2.663 

million.  This includes a needs allocation of £2.204 million and incentive funding of £459k.  A 

further £1.996 million has also been allocated to GC by Government as a combination of 

pothole and challenge funding.  The incentive funding award was as a result of GC receiving 

a band three assessment (the highest available) for its highway asset management 

procedures.  The Council also supplemented the highway maintenance programme with 

internal funding for key areas such as unclassified roads and flagged footways. (further 

details are explained in section 5.3).  
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3.12 Highway defects 

Defects in the highway requiring repair are recorded in the Council’s highway asset 

information system.  The defects are identified and repaired in accordance with the Council’s 

policy on highway inspection and maintenance.  

Trends in the numbers of annual defects recorded in the carriageway are set out in table 

3.10.   

Table 3.10: carriageway defects in Gateshead 

           Year 

Defect 
2010 2011 2012 2013 2014 2015 2016 2017 2018 2019 

R05 - pothole in 

carriageway 
3,524 3,359 2,770 3,380 2,855 2,374 2,753 3,645 4,746 3,191 

R10 - severely 

cracked / crazed 

carriageway 

999 865 731 657 586 551 558 187 350 329 

R15 - defective 

road gully / 

manhole 

1,044 924 1,430 1129 865 833 732 209 184 123 

R20 - 

depression in 

carriageway 

55 57 95 98 99 83 79 216 184 151 

Total  5,622 5,205 5,026 5,264 4,405 3,841 4,122 4,257 5,464 3,794 

 

The large majority of carriageway defects are potholes.  Table 9 shows the quarterly trends 

in identified potholes in recent years.  

Table 3.11: quarterly pothole trends 

Year Quarter Number Annual Trend 

2014 1 1026 3,080 

2014 2 858 3,052 

2014 3 519 2,935 

2014 4 464 2,867 

2015 1 674 2,515 

2015 2 641 2,298 

2015 3 568 2,347 

2015 4 491 2,374 



15 
 

Year Quarter Number Annual Trend 

2016 1 1,067 2,767 

2016 2 672 2,798 

2016 3 534 2,764 

2016 4 480 2,753 

2017 1 953 2,639 

2017 2 881 2,848 

2017 3 857 3,171 

2017 4 954 3,645 

2018 1 1,336 4,028 

2018 2 1,407 4,554 

2018 3 1,082 4,779 

2018 4 916 4,741 

2019 1 995 4,400 

2019 2 724 3,717 

2019 3 763 3,398 

2019 4 709 3,191 

 

The number of carriageway defects in 2018 was the highest since the exceptionally severe 

winter of 2010, reflecting the very cold weather early in the year.  Annual fluctuations as a 

result of the weather makes the definitive identification of trends difficult.  The long-term 

trend however does appear upward, presumably reflecting the worsening underlying 

condition of the network. 

Table 3.12 shows the number of potholes detected and ordered for repair in Gateshead 

since 2009. 

Table 3.12: annual potholes recorded 

Year 2009 2010 2011 2012 2013 2014 2015 2016 2017 2018 2019 

Potholes 2,519 3,524 3,359 2,770 3,380 2,855 2,374 2,753 3,645 4,741 3,191 
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Large numbers of defects, combined with limited budgets, has also seen a backlog of repairs 

beyond their target date.  As of mid-June, of a total backlog of just under 3,400 defects, 

including 1,100 were potholes.  

The recent increase in pothole numbers is most likely to be caused by a combination of a 

relatively wet, cold winter after several mild ones.  Poor weather does generally see an 

increase in the numbers of potholes however another possible reason is due to the 

underlying deterioration of carriageway condition due to low levels of funding in recent years.  

The problem is boroughwide and not confined to any particular area.  

Figure 3.1: pothole locations in 2017/8

 

3.13 Footway defects 

The number of footway defects rose in 2018, to the highest level seen for several year, as 

shown in table 3.13. 

Table 3.13: footway defects 

              Year 

Defect 
2010 2012 2013 2014 2015 2016 2017 2018 2019 

Trip on footway / 

kerb 
9,411 7,891 5,340 5,204 4,354 4,260 7,077 7,463 5,576 

Severe cracked 

footway 
29 88 75 121 179 204 498 518 612 
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              Year 

Defect 
2010 2012 2013 2014 2015 2016 2017 2018 2019 

Gaps in footway 

/ kerb 
81 202 260 252 331 250 498 379 258 

Depression in 

footway /verge 
50 219 191 136 148 152 473 657 472 

Missing footway 

/ kerb 
19 24 9 22 12 7 54 19 17 

Defective steps 38 49 65 45 32 4 24 13 21 

Total 9,628 8,473 5,940 ,5780 5,056 4,877 8,624 9,049 6,956 

 

3.14 Other defects 

Highway inspections identify other types of defect associated with the highway, as shown in 

table 3.14.  Levels of defective highway markings and traffic signs remain high compared 

with historic levels, albeit the amount of defective ironwork recorded is now at very low 

levels.  

Table 3.14: other highway defects 

               Year 

Defect 
2005 2012 2013 2014 2015 2016 2017 2018 2019 

Y05 - defective 

ironwork s81 
479 842 717 603 287 390 56 74 16 

Y10 - defective 

highway markings 
31 27 58 163 80 134 97 188 106 

Y15 - defective 

safety fencing 
42 46 41 31 31 47 104 69 61 

Y20 - defective 

traffic signs 
63 164 181 191 82 184 545 341 188 

Y25 - defective 

street furniture 
110 127 9 118 85 59 52 40 23 

 

3.15 Public perception 

Information on public perception for highway maintenance is collected through the NHT 

survey.  This asks samples of residents for their opinion on a variety of transport related 

matters.  The survey was most recently undertaken in Gateshead in 2019 however only 

headline results have been published to date (table 3.15.) 

Trends in performance against key benchmarking and benchmark indicators for 

maintenance related matters are shown in tables 3.15 and 3.15b.   

Table 3.15: National Highways & Transport Survey – Gateshead key benchmark 

indicators for highway maintenance  

             Year 

Defect 
2010 2012 2014 2015 2016 2017 2018 2019 National Average 

2019 
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Condition of 

highway 
52 44 41 40 44 41 35 43 36 

Highway 

maintenance 
56 48 49 53 51 52 48 53 52 

Street lighting 73 72 66 63 63 60 59 62 64 

 

Table 3.15b 

                    Year 

Defect 
2010 2012 2014 2015 2016 2017 2018 National 

Average 2018 

Condition of road 

surfaces 
51 41 40 42 44 44 36 32 

Cleanliness of roads 61 55 56 58 58 57 51 54 

Road markings 63 59 57 58 57 58 52 54 

Condition and 

cleanliness of road 

signs 

66 63 63 64 62 64 60 58 

Speed of repair to 

street lights 
64 59 58 58 58 57 54 60 

Speed of repair to 

damaged roads / 

footways 

40 33 33 34 32 34 29 27 

Quality of repair to 

damaged roads / 

footways 

n/a 42 39 41 41 41 37 34 

Maintenance of 

highway verges / trees 
56 41 39 47 46 45 43 50 

Weed killing on 

footways and roads 
52 40 38 44 43 41 39 49 

Keeping drains clear 

and working 
56 44 44 52 52 53 51 52 

Deals with potholes 

and damaged roads 
n/a 39 37 40 39 39 33 31 

Overgrown hedges 53 45 38 45 43 44 40 45 

Provision of street 

lighting 
n/a n/a 63 63 61 60 59 65 

Provision of drains n/a n/a 47 55 54 55 53 55 

Dealing with water on 

roads and footways 
n/a n/a 44 50 49 48 49 49 

 

For most indicators Gateshead’s performance is at or around the national average.  The 

main areas of concern when compared with the national average are street lighting and 

maintenance of vegetation.  Levels of satisfaction with the condition and speed of repairs to 



19 
 

roads and pavements continues to fall, albeit this appears to be a national as well as a local 

problem. 

The results overall suggest an increasing level of concern with highway maintenance related 

matters, broadly in line with national trends, although the year-on-year changes seem to 

have decreased in recent years.  To a large extent this is likely to reflect the long-term 

decreases in available funding for highway maintenance activity, and the consequent 

perceived reduction in the standard of the network.  

 

3.16. Consultation and communications 

The communications strategy is incorporated in the HAMF approved in November 2018.  

This identifies three tiers of communication activity at the strategic, programme and local 

level.  

A review of the communications strategy has found that the actions identified have been 

implemented.  The review emphasised that public interest tended to be focused at a detailed 

scheme level.  For example, there were over 37,000 hits on the Council’s website in relation 

to the major maintenance scheme at Heworth Roundabout, compared with only minimal 

interest in information about policy and programmes.  

Efforts to improve communication have concentrated on ensuring that the relevant 

information is available on the Council’s website.  The main future identified improvement is 

the development of tools to allow the reporting of highway defects on a map or aerial 

photograph basis.  

 

3.17 Repairs performance 

The monitoring of repairs has been complicated by the adoption of the new risk-based policy 

and its subsequent amendment at the start of 2020 (detailed in appendix 1 of the HMP 2018-

30).  The number of repairs completed annually is often weather associated.  In 2018 the 

number of defects caused by the hard winter increased markedly as shown in table 3.16.  

Table 3.16: annual defects 

Defects 2018 2019 2020 (estimate) 

Trips / footway kerb 7,456 5,576 4,329 

Potholes 4,740 3,191 2,683 

All defects 18,104 13,469 11,032* 

 

*there are probably an estimated 1000 defects missing from a normal second quarter due to 

disruption in initial lockdown phase in March 2020. 
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Table 3.17: defect costs third quarter 2020 

Priority Defects Cost (£) 

High risk 100 25,593 

Medium risk 1,821 279,448 

Low risk 1,261 0 

Total 31,82 305,041 

 

The average cost to repair a defect in 2020 was £95.86.  This means approximately 

£1,057,527 will be required to cover repair costs in 2020.  

 

3.18 Commentary and implications  

In 2018 the Council continued to invest in priority areas such as the replacement of older 

street lighting columns.  The completion of major repairs at Heworth, supported by 

Government funding, saw longstanding maintenance concerns resolved at a critical location 

on the network.  

There remain significant concerns at the underlying condition of the network, and the 

resources available to deal with this.  Defects recorded in 2018 were at a particularly high 

level and, though this was in part due to adverse weather conditions, longer term trends 

suggest a level of deterioration in the underlying condition of the network.  

The adequacy of available funding for both the capital and revenue elements of road 

maintenance remain the most pressing matter for the HAMP.  While current funding gaps 

are being covered to some extent through the Council’s own capital programme, much of 

this funding is dependent upon borrowing and therefore cannot continue indefinitely. 
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4. Lifecycle plans 

 

4.1 Introduction 

Lifecycle planning principles are recognised as key to facilitating good asset management.  

They are used to review the level of funding, support investment decisions and substantiate 

the need for appropriate and sustainable long-term investment. 

 

4.2 Corporate context and national guidance 

The lifespan of specific maintenance treatments, the relative cost of treatments and the 

levels of service provided are essential pre-requisites to good asset management. 

A key component is maximising the life of an asset whilst minimising the budget and 

resource implications.  The lifecycle plans consider the whole of the asset’s life and cost 

modelling scenarios.  The investment required to maintain the asset over a long-term period 

of 15 to 20 years is considered for most highway assets; however, this will be over a much 

longer term for highway bridges and related structures. 

This approach enables planned maintenance to be carried out on the network at the right 

time to achieve value for money, delivering the agreed levels of service and achieving the 

objectives by performance monitoring and continuous improvement. 

 

4.3 Lifecycle Plans 

The illustration in figure 4.1 shows how a typical road might be maintained over 60 years.  It 

compares and contrasts traditional maintenance practice with the approach that the Council 

intends to apply through the HAMP.  It demonstrates how preventative maintenance can 

extend the life of the carriageway and lead to better value for money. 

Figure 4.1: maintenance cycle 

 

 

Figure 4.1 also shows a typical framework which can be used to apportion annual highway 

spending across the footway and carriageway asset types along with the split between the 

different maintenance treatments that might be applied.  Increasingly treatments such a 

micro asphalt can provide value for money and increased operational integrity at times of 

restricted funding.  
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4.4 Scenario planning (carriageways) 

GC has used the Horizons highway asset management software decision making tool to 

provide investment scenario plans for the Council’s network of carriageways.  The 

investment scenario plans provide outputs from different budget scenarios.  The scenarios 

demonstrate the impact on road condition and projected maintenance backlog and consider 

reactive maintenance and carriageway related claims.  Initial analysis has been over a ten-

year period, with historical deterioration rates applied, calculated using surveyed 

carriageway condition and inventory data. 

 

4.5 Projected maintenance backlog 

The backlog of treatments on GC’s carriageway network is calculated at £52,036,379 million.  

This would be the estimated cost of works necessary to improve the whole network to as 

new condition.  This is a useful measure to look at the overall performance and condition of 

the network.  To calculate this figure, the modelling uses carriageway condition data that 

covers the entire network.  Lengths of carriageway requiring treatments are determined 

using condition information stored within the Council’s asset management system, Horizons.  

Table 4.1: carriageway treatments and estimated areas 2020 

Treatment Quantity (m2) Cost (£) 

50mm inlay  

(resurface) 
1,936,990  37,151,472 

60mm inlay  

(resurface) 
495,534 13,201,033 

Surface dress 194,238 1,241,178 

100 mm inlay  

(partial reconstruction) 
13,847 442,695 

Total 2,640,609 52,036,379 

 

The backlog of treatments has been mapped and plotted on the Gateshead highway 

network, shown in figure 4.2.  

Horizons calculates the projected maintenance backlog at the end of each financial year, 

based on the spend profile for each investment scenario.   
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Figure 4.2: mapped treatment backlog 

 

 

4.6 Maintenance backlog in future years  

Utilising a ten-year scenario starting with the current maintenance backlog the Horizons 

software applies deterioration rates and predicts the future backlog based on different 

funding scenarios.  The funding scenarios shown below are based on the current funding 

levels for 2019/20 which have been supplemented by internal and external funding.    

Figure 4.3: projected maintenance backlog – current budget 2019/20 
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Figure 4.4: projected maintenance backlog – reduced budget 2019/20 

 

 

4.7 Projected scenarios by road classification condition indicators 

The national network condition indicators for Gateshead’s highway network show that the 

classified roads are in good condition and better than regional or national comparisons; 

however, the unclassified roads are worse than the regional or national comparisons 

(section 3.6).  This is further compounded by the size of the unclassified network requiring 

considerable funding to make improvements.  

The indicators are derived from annual machine and manual surveys on the highway 

network. They do not consider all roads that require treatment as with the projected backlog 

analysis but prioritise those sections classed as in need of immediate repair. This is still a 

very useful management tool particularly when the effect of different budget scenarios on the 

indicator can be modelled.   

Figures 4.5 and 4.6 show the effect of different budget scenarios on the principal roads and 

unclassified roads indicators.  The classified road indicator is not shown but has an almost 

identical graph line to the principle roads programme.  Figure 4.5 shows that the indicator 

can be maintained comfortably at its current high level with the current budget throughout 

the ten years.  Figure 4.6 shows that only an increased budget for the unclassified network 

will change the indicator.  Some authorities have prioritised the use of cheaper thinner 

materials in order to deal with large backlogs of work on their unclassified networks; 

however, it is important to consider the life cycle of such materials.  The effect of re-

allocating funding from principal roads to unclassified roads can be modelled and may be a 

viable short-term alternative. 
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Figure 4.5: percentage of principal roads in need of immediate repair with different 

funding scenarios 

  

 

Figure 4.6: percentage of unclassified roads in need of immediate repair with different 

funding scenarios 

 

 

4.8 Footways 

 

A similar exercise in lifecycle planning has been carried out on the Council’s footway 

network.  Detailed condition data has been gathered over the last seven years and a full 

understanding of the current state of the network and the subsequent backlog in 
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maintenance is now available.  This allows the residual life in the network to be estimated 

and different funding scenarios to be modelled.  

The footway network is made up of two main surface types with approximately 60% being 

asphalt and 30% being flagged; the remaining 10% being made up of block paving and 

concrete. 

The backlog cost of selectable treatments to bring the network up to an as new condition has 

been modelled and is shown in table 4.2. 

Table 4.2: footway treatments and estimated areas 2020 

Treatment Quantity (m2) Cost (£) 

Asphalt 263,550 13,441,070 

Flag replace 150,184 9,191,241 

Flag to asphalt 32,420 1,818,755 

Flag replace (heritage) 2,898 354,681 

Block paving 435 44,403 

Total 449,487 24,850,150 

 

Works programs have been modelled over the next ten years based on a 2020 footway 

budget of £500k, £1 million, £2 million, £3 million and £5 million.  

Figure 4.7: footway maintenance backlog 

 

 

In the short term (1-5 years), it can be seen that:  

• approximately a £750k budget is the spend required to maintain the current backlog of 

selectable treatments;  
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• with an increased spend, the backlog is reduced, with a £5 million budget effectively 

eliminating the backlog after five years.   

In practice, it would be inefficient use of budget to eliminate the backlog entirely.  The figure 

provides an indication of the required spend and number of years to achieve a reduced 

backlog, should an improvement in the overall footway network condition be required.  

The annual FNS has shown an increase in the length of footway assessed as structurally 

unsound (section 3.6).  The maintenance backlog considers only those parts of the network 

requiring treatment, whereas the FNS survey is a measure of the overall network condition.  

Figure 4.8 shows the mean FNS condition for each budget scenario.  

Figure 4.8: mean FNS condition 

FNS condition score  

1 = as new      3 = functionally impaired  

2 = aesthetically impaired  4 = structurally unsound  

 

The FNS mean score predicts that a budget in excess of £2 million a year will be required to 

keep the mean score below the functionally impaired level after 2025.  The criterion for the 

banding and the use of FNS for long term modelling is limited.  However the number of 

footway defects and the backlog of treatments does appear to be a major concern beyond 

2025.  Further detailed modelling of the footway condition is to be developed in partnership 

with other Tyne & Wear authorities. 

 

4.9 Street lighting 

In recent years there have been several programmes to improve the lighting stock and 

reduce running costs.  The Council has followed asset management principles developing 

models for the renewal and replacement of the lighting stock as well as reducing energy 

costs.  

A successful street lighting lantern renewal programme which commenced in 2008 to 

achieve energy savings and reduce maintenance costs is close to completion and has 
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achieved savings in the region of £800k annually.  As part of the Council’s carbon 

management and sustainability programme an invest to save programme has been 

introduced to deliver a range of projects that reduce energy costs and carbon emissions.  

This programme is currently delivering over 40% energy saving compare to the previous 

energy costs.  

Age profiling of Gateshead’s stock has identified that a high proportion of the stock is over 

ten years old.  The Council has developed a capital bid for the replacement of old columns 

and to reduce electricity requirements (up to 50%) by using low energy lanterns and the 

latest technology to dim and switch off some lights for part of the night. 

 

4.10 Structures  

The authority carries out inspections in accordance with the prescribed DfT requirements 

and manages the data using its structures stock management system.  The information is 

analysed to identify schemes in the Council’s forward capital programme for bridge 

maintenance and to produce the bridge stock indicator.  The authority collates the 

information needed to develop life cycle decay profiles for its key structures to inform future 

maintenance programmes.    
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5. Funding 

 

Funding for highway maintenance comes from two main sources: 

• Council revenue budgets.  In common with all areas of Council expenditure budgets for 

the maintenance and upgrading of the highway network have been under increasing 

pressure in recent years; 

• capital funding which can be external funding received from Government, developer 

contributions or using Council funded resources (including borrowing).  

Separate funding streams are used for improvements to the highway network.  The main 

source is through the LTP integrated transport (IT) block funding.  

 

5.1 Revenue budgets 

Highway maintenance revenue budgets for 2010/11 and 2017/18 are shown in table 5.1.  

These budgets in total have seen a reduction of 50% since 2010/11. 

Table 5.1: 2010/11 and 2017/18 revenue budgets 

Service 2010/11 Budget 

(£000) 

2017/8 Budget 

(£000) 

Change 

% 

Inspections, patching, repairs 2,291 1,270 -45 

Planned highway maintenance 680 0 -100 

Surface dressing / back lanes 101 0 -100 

Road markings 82 48 -41 

Street furniture, signs, guardrail 352 162 - 54 

Drainage 592 416 -30 

Street lighting  1,135 426 -62 

Street lighting energy  1,297 940 -28 

Gateshead Millennium Bridge 152 167 +10 

Staff 218 286 +31 

Total 6,901 3,716 -54 

 

Due to spending pressures the Council’s revenue budgets have seen significant reductions, 

making it increasingly important to maximise capital funding available to the authority.   
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5.2 Capital budgets 

In recent years there has been greater security over capital budgets, particularly through 

Government allocations as part of the LTP process.  The current financial year 2020/21 is 

the final year of current LTP allocations, and further information on future years is awaited 

pending the outcome from the national Comprehensive Spending Review. 

The LTP maintenance funding allocation for Gateshead in 2020/21 is £2.663 million.  This 

includes a needs allocation of £2.204 million and incentive funding of £459k.  A further 

£1.996 million has also been allocated to the Council by Government as a combination of 

pothole and challenge funding. 

Table 5.2: LTP capital maintenance budgets 

Budget (£000) 2010/11 2020/21 Change (%) 

LTP maintenance 2,169 2,663 23 

Other government 0 1996 n/a 

Total  2,169 4,659 115 

 

Capital maintenance budgets are used for capital renewals of all parts of the highway.  This 

includes carriageway and footway resurfacing / reconstruction, highway structures, street 

lighting, traffic signals, signs and other elements of the highway asset.  Total investment in 

the highway asset for 2020/21 is estimated to be £8.3 million, as listed in table 5.3.  

Table 5.3: capital highway maintenance budgets 2020/21 

2020/21 Capital Investment: 

Highway Maintenance 

Total 

(£k) 
  

Government  

LTP maintenance  2,663 

Pothole / challenge fund 1,996 

Total Government 4,659 

  

Council resources (borrowing)  

Strategic maintenance 750 

Traffic signal renewal  450 

Street lighting replacement* 1,419 

Traffic sign replacement 250 
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2020/21 Capital Investment: 

Highway Maintenance 

Total 

(£k) 

Unclassified road resurfacing 500 

Flagged footway 333 

Total Council 3,702 

  

Total 8,361 

 

*Excludes LED replacement programmed spend (£1,436k) 

 

5.3 Council borrowing 

Investment in highway maintenance in 2020/21 includes £3.7 million funding from the 

Council’s own resources.  This includes specific allocations for footway renewal, 

replacement of older street lighting columns, resurfacing of minor roads, traffic signs and 

traffic signals.  

 

5.4 Forward programmes 

A key challenge in the development of the HAMP will be in determining how best future 

capital funding allocations can be used to manage the condition of the network in the light of 

pressures on revenue funding.  

Funding allocations provide the basis for the development of forward programmes of capital 

and revenue schemes.  Currently highway maintenance schemes are drawn from an 

indicative five-year programme, with detailed approval annually following consideration of 

feedback from: 

• updated highway condition surveys; 

• local consultation. 

A longer-term view on availability of funding will provide an improved basis for the future 

planning of forward programmes.  When allied to forecast needs this will enable identification 

of funding shortfalls and the assessment of options to deal with the shortfall.  

 

5.5 Funding needs 

Funding through the HAMP is needed to cover the following: 

• renewal of assets as they reach the end of their useful life; 

• urgent repairs relating to major immediate needs; 

• reactive maintenance to rectify defects identified from routine and other highway 

inspections.  

The following sections set out initial estimates of the funding required.  One of the main 

future tasks for the HAMP will to be refine these estimates through improved monitoring and 

estimation of recorded (as opposed to theoretical) deterioration.  
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5.6 Asset renewal 

The renewal of all elements of the highway is needed over the long term.  For some types of 

asset life cycle plans are being developed while for others, such as signs or street furniture, 

replacement will be required. 

The Whole of Government Accounts (WGA) exercise provides baseline information from 

which levels of funding required for asset renewal can be estimated.  This would seek to 

maintain the network at a steady state, without any further improvement or deterioration in 

condition.  Current estimates of funding needed to achieve this are £7.8 million per annum 

(excluding structures and lining), as set out in table 5.4. 

Table 5.4: annual investment requirement (asset renewal) 

Asset Item Investment 

Needed (£k) 

Carriageways 4,020 

Footways 750** 

Structures TBC 

Street lighting 2,040 

Traffic management equipment (traffic signals) 252 

Street furniture (signs, pedestrian guardrails, fencing etc.) 710 

Lining TBC 

Total 7,772 

*Includes elements of reactive maintenance funding. 

** modelling accurate till 2025  

The uncertainty over the scale of future Government funding for capital maintenance makes 

it difficult to predict the current level of shortfall in funding.  However, based on the 

experience of recent years an annual shortfall of some £4 to 4.5 million for highway asset 

renewal is likely.  While Council borrowing has filled a significant element of this gap in 

recent year this cannot continue indefinitely, and more sustainable sources of funding must 

be identified.  

 

5.7 Urgent repairs  

Surveys of elements of the highway asset have identified a level of disrepair in some areas 

that are likely to require major intervention to restore them to a serviceable state.  In recent 

years funding has been made available to cover urgent renewals in relation to replacement 

of older concrete and cast-iron street lighting columns, vehicle restraint systems (safety 

barriers) and traffic signals.  Predicting the future level and nature of such needs is 
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inherently difficult, but any shortfall in the level of funding for asset renewal inevitably makes 

the need for eventual emergency renewal more likely. 

 

5.8 Reactive maintenance 

Reactive maintenance is a continuing, revenue funded activity dealing with defects identified 

from routine and other inspections of the highway.  Whatever the underlying condition of the 

highway asset there will still be a need to respond to problems such as potholes, knock 

downs etc.  The relationship between asset condition and demands on reactive maintenance 

remain unclear, with the latter being affected by a range of factors.  The HAMP will monitor 

trends in this area with a view to understanding better any relationships which do exist, 

particularly in the light of continuing pressures on revenue budgets.  

 

5.9 Investment strategies 

The above analysis suggests that existing funding sources are inadequate to meet needs in 

all three areas of: 

• continuing investment and renewal; 

• urgent repairs; 

• reactive maintenance.  

This gives rise to a need for additional funding: 

• in the short term to deal with urgent and immediate needs; 

• as part of a longer-term process to ensure the integrity of the highways asset and meet 

the Council’s statutory duty to maintain the adopted highway.  

Scope may exist to meet the funding for investment and renewal through bids to external 

bodies (e.g. Local Growth Fund, Highway Maintenance Challenge Fund).  Alternatively 

prudential borrowing may be an option to bring failing assets up to an acceptable standard 

and to avoid much higher long-term liabilities.  

For urgent repairs bidding or borrowing will not be a long-term option given the 

unpredictability of the former and inherent unsustainability of the latter.  This means that 

alternative sources of additional funding must be identified if the risk of serious deterioration 

of the network is to be avoided.  

 

5.10 Conclusions 

Although the position on external capital funding remains relatively stable, revenue budgets 

remain under severe pressure.  The availability of funding must be reviewed against the 

demands on this in order to ensure existing resources are used to best effect, and to 

establish the likely scale of any future shortfall.  Project business cases must be developed 

based on the principles within the HAMP for any schemes seeking to use Council resources 

and must consider the impact on capital and on revenue resources.  Key actions:  

• develop business cases for funding short term urgent repair needs.  This will help to 

maximise the ability to take advantage of possible external funding or, in their absence, 

to justify prudential borrowing; 

• investigate possible sources of funding to meet longer term needs. 

  



34 
 

6 Progress and future challenges  

 

6.1 HAMP targets and progress  

Table 6.1: HAMP progress 

 Action / Target Priority Progress 2019/20 Status  

 Strategic / General    

1 The development of life cycle 

plans for different asset types in 

Gateshead.  

High Life cycle plans now completed 

for all major assets. 

 

 

2 Assessment of the impacts of 

climate change for future 

maintenance regimes. 

Medium Low carbon lighting piloted 

successfully.  Experiments 

continue with lower carbon 

resurfacing.  

 

 

3 Review inspection and repair 

policy to reduce repair numbers 

utilising new risk-based code of 

practice. 

High New risk related highway 

inspection policy in place from 

January 2020 continuing to be 

monitored. 

 

 

 Maintenance Programmes     

4 To arrest the declining condition 

of the Council’s unclassified 

carriageway network (residential 

estate roads) to bring it in line 

with other North East 

authorities.  This will require 

targeted funding prioritised for 

this network.  

High Extra funding has been targeted 

into this area.  A variety of 

techniques and new materials 

have been tried to provide best 

value including micro asphalt.   

 

 

5 Deal with the increasing 

incidences of potholes in 

carriageways using new 

methods and techniques where 

appropriate.  

High Extra funding from central 

government provided for 2020.  

Jet-patching and micro asphalt 

being used. 

 

 

6 Replace obsolete traffic signals 

equipment. 

High Funding provided, and work 

carried out.  

 

 

7 Develop programme for 

improving footway condition in 

line with Tyne & Wear partners.  

Use life cycle models to design 

works programmes.   

Medium Extra funding provided.  Joint 

analysis proposed with Tyne & 

Wear HAMP group. 

 

 

8 Assess and where necessary 

act to remedy geotechnical 

problems.  

High Priority areas addressed 

(embankments). 
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 Action / Target Priority Progress 2019/20 Status  

9 Tackle problems relating to 

vehicle restraint systems. 

High Full survey carried out and 

repairs addressed on large 

proportion of A184. 

 

 

10 Develop programme for 

replacement of older lighting 

columns. 

High Work well underway.  All 

concrete columns replaced.  

 

 

11 Review regime for structural 

testing of smaller lighting 

columns. 

 

High Work underway.  

12 Tackle deteriorating condition of 

signs and road markings. 

Medium Extra funding provided and 

programme of works 

commenced 2020. 

 

 

13 Improve the management of 

highway gullies using a new 

risk-based approach.  

High Analysis of sites completed and 

programme now defined into 

reactive and cyclic work.  

 

 

 Information / Analysis    

14 Improve links to recorded cost 

information for schemes.   

High Some work completed. 

 

 

15 Link footway inventory data to 

asset database. 

 

Medium Completed.  

16 Identify future approach towards 

updating inventory information. 

Medium New asset information strategy 

completed. 

 

 

17 Develop new skidding 

resistance work programme 

using latest data.  Update the 

Council’s policy in line with 

latest advice and guidelines. 

 

High 2019 and 2020 data used to 

develop remedial work.  

 

 Funding    

18 Review capital and revenue 

allocations in face of changing 

budget pressures and emerging 

priorities.   

High Situation continues with extreme 

pressure on revenue budgets. 

 

 

19 Assess options for meeting 

funding shortfalls. 

Medium Continue successful capital 

bidding. 

 

 

20 Improve benchmarking of costs 

for maintenance and 

improvement works.  

Medium Work completed with Tyne & 

Wear partners. 
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 Action / Target Priority Progress 2019/20 Status  

21 Develop business cases for 

funding repairs to specific asset 

types.  

High Street lighting and traffic signals 

have had successful bids. 

 

 

22 Investigating possible sources of 

funding to meet longer term 

maintenance and renewal 

needs. 

 

High Continue successful capital 

bids. 

 

 

6.2 Challenges  

The biggest future challenge for the HAMP is how to address the revenue funding pressures.  

The life cycle planning work shows how the existing backlog of work will be adversely 

affected if funding at the current level is reduced.  Successful capital bids may help to some 

extent but cannot be relied on for the longer term.  Similarly, the adoption of the new risk-

based code of practice and the application of good asset management practise to maximise 

available funding is important but to avoid long term liabilities alternative funding sources 

may need to be located.  

Certain key areas must be addressed as a priority: 

• the need to improve footway condition over the longer term; 

• the need to improve the condition of the unclassified highway network;  

• a strategy to deal with the major increase in the number of potholes on the network; 

• replacement of ageing lighting columns; 

• continued improvement in the management of highway gullies;  

• improved management of repairs. 

The HAMP has been a continually evolving document since 2014 and is now supplemented 

by more detailed policy and plans in the associated HAMF and HMPs.  Some documents 

such as the highway safety inspection manual will remain as working documents subject to 

periodic change.  The HAMP will continue to have a monitoring report or asset appraisal 

update produced on an annual basis.   


