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FIBRECRETE CONCRETE PRESERVATION

CONCRETE PRESERVATION SOLUTIONS THAT SAVE 
TIME, MONEY, and HEADACHES.
With installations in all areas of the United States, Fibrecrete has proven itself to 

be a versatile repair and preservation option. It can withstand heavy tractor trailer 

traffi c on high speed interstates and the heavy volume of traffi c during rush hours 

of the largest cities. It performs in cold wet winters and hot dry summers. Year 

after year, it stands alone as the solution that DOTs and municipalities can count 

on to repair and preserve their concrete roadways and bridge decks.

Fibrecrete G is a hot applied fl exible concrete repair. It is formulated with polymer 

modifi ed resins, fi berglass, mineral fi llers, and high quality aggregates. The Fibre-

crete repair system can repair cracks, spalls, potholes, and joints. The secret is 

the installation method, which calls for high quality bulking aggregates when 

repairs are deeper than one inch. This allows Fibrecrete to remain fl exible yet 

strong enough to handle heavy traffi c and the stresses of changing temperatures 

and seasons, not to mention snowplows!

Fibrecrete G is an effective repair that can replace expensive Full Depth Concrete 

Repair programs. The long term affordability of this product also eliminates the 

need to repave to improve ride quality; allowing DOTs to shift their paving and 

FDCR dollars to more urgent areas. Call today for more information.

FIX IT and FORGET IT
PRODUCT ADVANTAGES:
LONG TERM REPAIR FOR CONCRETE
Fibrecrete is designed to move with concrete and will hold up in extremely heavy 

traffi c in all temperature ranges.

VERSATILE
Fibrecrete is designed to repair spalls, potholes, and large cracks on interstate 

highways, bridge decks, and shipping yards.

KEEPS HIGHWAY OPEN
Fibrecrete is normally ready for Traffi c in 1 hour and even the deepest holes are 

ready for traffi c by the end of the typical workday.

WARRANTY
Fibrecrete is one of the few patching materials that provides a warranty. Its track 

record of longevity and performance proves that you really can fi x it and forget it.

PREP IT

BULK IT

FINISH IT

FORGET IT

Fibrecrete Technologies, LLC
301 Old Highway 52 South, Mount Airy, NC  27030

Bart Pharr, VP Sales • bpharr@maiftl.com
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I 
recently returned from a very successful Northeast 

Pavement Preservation Partnership (NEPPP) meeting 

in Burlington, Vt. In early April, Lake Champlain was 

still frozen over, and most of the conversations focused 

on the severity of the winter weather and the resulting 

condition of the pavements.

The other conversation theme was that we as an 

industry must get involved with the issues and support 

FP2’s efforts if we want to increase our presence and drive 

the pavement preservation message forward. To do this we 

need your support!

Several topics of importance to FP2 and our industry 

were front and center at the meeting. These included the 

existing MAP-21 surface transportation legislation, which 

expires Sept. 30; the successor highway bill; future funding 

for highways as declining revenues threaten Highway 

Trust Fund solvency; the ADA and its impact on pavement 

preservation (see related article on pp. 9-13); preservation 

research at NCAT and Lee Road (see related article on 

pp. 15-17); and, lastly, how to get stakeholders on the 

sidelines—perhaps you—involved in the pavement 

preservation movement.

FP2 CAN’T REST ON LAURELS
The leadership of FP2 played a key role in getting 

pavement preservation language into MAP-21. However, we 

can’t rest on our laurels.

At writing we anxiously await FHWA’s performance 

measures for pavement preservation efforts executed under 

MAP-21. There will be a comment period before the final 

implementation. The performance measures will be key to 

agencies implementing pavement preservation techniques 

on their highway networks.

We also need to be thinking about the next highway bill 

and what we as an industry would like to see in the bill. 

Our legislators are beginning to understand the value and 

return of keeping good roads good by doing pavement 

preservation. They are getting the concept of Equivalent 
Annual Costs and why good roads are cheaper when 

preservation treatments are applied.

We must continue to send that message to all levels of 

government. I encourage you to get involved and meet with 

your legislators to tell them what pavement preservation is, how 

it improves pavement condition, and how it saves tax dollars by 

prolonging pavement life. Our lobbying efforts in Washington 

to boost funding now are moving full speed ahead, and we will 

focus “inside the Beltway” until the next surface transportation 

act is passed. Please join our efforts—we need your help!

ADA COMPLIANCE TO BOOST COSTS
Additionally, we now face the impact of the Americans 

with Disabilities Act on our industry. ADA is a federal law 

and we must live with it. FP2 does not disagree with ADA, 

and supports provision of accessibility for those who need it 

when roads are altered.

However, we do have issues with the Department of 

Transportation/Department of Justice’s definition of “road 

maintenance” versus “road alterations.” Inexplicably, a 

micro surfacing requires curb ramps be installed, while a 

slurry seal does not. Milling of two inches of asphalt and 

replacement with two inches of fresh mix—which adds 

neither pavement section depth nor structural strength—is 

deemed an alteration which requires curb ramps.

FP2 is acquiring data that will show the cost of 

compliance for various scenarios. We also are working with 

agencies and associations to collect data on ADA’s impact 

and to get the word out. Please help us in our effort!

Also, FP2 made a huge commitment to be a full partner 

in the ongoing National Center for Asphalt Technology 

Preservation Group Study. There was a tremendous effort by 

a few people to help design the experiment and place the 25 

test sections.

The initial data are very encouraging, and we are looking 

forward to the final report of this phase next spring. But 

what comes next? We seek to prolong the study at NCAT to 

measure the real life extension of treated pavements. And 

we may have the opportunity to participate at the famous 

MNRoad facility north of Minneapolis to test pavement 

preservation treatments in a northern climate with high traffic 

volumes. Both of these projects will require time and financial 

commitments from FP2. Please join our work in the field!

FP2 Inc. has a lot of issues on its plate. But we need your 

personal participation and financial contribution if we are 

to move the ball forward. If you are a stakeholder in the 

industry, I encourage you to get involved with FP2. We need 

your support! 

By Rod Birdsall
President, FP2 Inc.

PRESIDENT’S MESSAGE

FP2: We Need Your Support!
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he Department of 

Justice/Department of 

Transportation technical 

advisory stating which 

pavement preservation treatments 

would require costly curb ramps 

as part of the work was based on 

public complaints, and perceptions of 

construction equipment at work in a 

right of way, an expert says.

Under the Americans with Disabilities 
Act of 1990 (ADA), some pavement 

preservation treatments now require 

costly accessibility features such as 

curb ramps be installed as part of 

the project, while other preservation 

treatments don’t.

Since the technical advisory 

was released last year, FP2 Inc. has 

maintained that because the advisory 

arbitrarily distinguishes between 

similar treatments for purposes of 

application of the ADA, the practical 

effect will be to drive public agencies to 

the pavement preservation treatments 

which don’t require costly curb cuts, 

regardless of whether those are the 

right treatments for their roads.

After years spent emphasizing the 

need to use the right treatment on the 

right road at the right time to maximize 

the life cycle of the road, this technical 

advisory is a step backwards for 

pavement preservation principles and 

will be detrimental to public agency 

efforts to maximize their investment in 

maintaining their roads.

“This recent DOT/DOJ 

interpretation changing 

longstanding FHWA practices 

threatens to take away several cost 

effective maintenance ‘tools’ for 

government agencies,” said FP2 

executive director Jim Moulthrop, 

P.E. “The issue is what constitutes 

an ‘alteration’ to the pavement for 

purposes of the Americans with 

Disabilities Act, which requires 

compliance with ADA when 

alterations defined as reconstruction, 

rehabilitation, and widening are 

planned. Up to now, maintenance 

activities, including thin 

resurfacings, have been exempt.”

Projects now deemed to be 

alterations must include curb ramps 

within the scope of a project. These 

include micro surfacing, thin lift 

overlays, open graded surface 

courses, cape seals, mill-and-

overlays, and hot in-place recycling.

Projects deemed to be 

maintenance, and exempt from curb 

ramps, include crack and joint filling 

and sealing; surface, chip, slurry, 

scrub and fog seals; concrete joint 

repairs and dowel bar retrofits; 

spot high-friction treatments; 

undersealing; diamond grinding 

and pavement patching.

FP2 Inc. and its allies maintain that 

sound engineering principles—not 

public perception of road work—

should determine what constitutes 

road maintenance and what 

constitutes an alteration to 

a pavement.

FP2: ADA Technical 
Guidance Driven by 
Public Perception, Not 
Engineering Principles 
By Tom Kuennen

U.
S.

 D
OJ

Recommended dimensions and configuration of curb ramp from ADA.gov
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A presentation at the February 

annual meetings of FP2 founding 

associations the Asphalt Recycling 

& Reclaiming Association, Asphalt 

Emulsion Manufacturers Association 

and International Slurry Surfacing 

Association appears to confirm FP2’s 

contention that public opinion—not 

civil engineering—drove the decisions 

of which treatments constituted 

alterations, and which didn’t.

ADA A CIVIL RIGHTS ISSUE
Title II of the ADA requires that 

state and local governments ensure 

that persons with disabilities have 

access to the pedestrian routes in the 

public right of way. An important part 

of this requirement is the obligation 

that, whenever streets, roadways or 

highways are altered, curb ramps be 

provided where street level pedestrian 

walkways cross curbs.

For nearly 10 years, FHWA and 

the public agencies utilizing these 

treatments considered preservation 

treatments to be maintenance treatments, 

not alterations, because they do not 

structurally change the road. Because 

pavement preservation treatments were 

considered maintenance, not alterations, 

they did not trigger the requirements of 

the ADA.

But in 2012, the U.S. Department 

of Justice took another look at 

preservation treatments, and working 

with FHWA, in June 2013 provided 

new technical guidance which 

continued to characterize some 

pavement preservation treatments as 

maintenance, but defined others as 

alterations, requiring curb ramps.

As a civil rights issue, compliance 

with the ADA is obligatory to all 

public agencies, said Robert Mooney, 

preconstruction team leader, FHWA, 

at the combined annual meetings in 

February. “It applies to all entities: all 

agencies, all states, towns, counties, 

even if they are not recipients of 

federal funds,” he said. “If [your 

project’s] not in compliance with the 

law, even though it’s not federally 

funded, if there is a complaint from a 

citizen you will be held responsible.”

‘PERCEPTION’ OF ROAD 
CONSTRUCTION

Originally, the DOJ proposed that 

any preservation work other than a 

· 
· 
· 
· 
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pothole repair was to be considered an 

alteration, requiring that accessibility 

be provided, he said.

“To them, the only maintenance 

item was a pothole,” Mooney said. 

“That was our starting point. In 2013 

[DOJ and FHWA] continued the 

conversation, based on information we 

were hearing from states and towns, 

contractors, and a lot of complaints 

coming in about the inconsistencies 

among the states about how the 

guidance was being enforced. They 

came to a decision about which 

pavement types were maintenance 

and alterations based on these factors, 

as well as the perception [that] we 

were hearing from ADA advocates, 

saying, ‘We see this huge equipment 

on the road; you’re coming in, putting 

in whatever you’re doing on the 

roadway, but you’re not touching 

the sidewalks, and they’re still not 

accessible to me in a wheelchair 

because there are no curb ramps’.

“It was the Department of Justice’s 

point of view that if the public 

perception was that major work was 

going on a roadway, that we [would] 

need to address accessibility for all the 

public,” he said.

Mooney was asked what the 

ramifications would be for an agency 

that did not upgrade curbs. “[While] 

it depends on the exact scenario, a 

complainant—a citizen putting in a 

complaint—will be able to go to court 

and sue, and they would most likely 

win,” Mooney said. “The agency would 

be held responsible in the lawsuit.”

He also said that if FHWA found 

that an agency was not in compliance, 

it could withhold funds for unrelated 

projects until the project in question 

had been rectified. “If we get wind of 

it and find there is truth to it, other 

projects could be affected,” Mooney 

said. “They can withhold funds for 

Project B until Project A is 

handled properly.”

The full YouTube video of 

Mooney’s presentation may be 

viewed at www.youtube.com/

watch?v=B2BYDn12Xtc.

The concern over this issue is 

such that the American Association 

of State Highway & Transportation 

Officials passed a resolution last year 

recommending that “the DOT and 

DOJ work with AASHTO, the State 

DOTs, and other stakeholders to 

ensure input from the transportation 

community and other stakeholders 

to determine an approach that 

achieves greater accessibility 

accommodation without imposing 

undue costs and delay on critical 

maintenance activities.”

Separately, FP2 is joining AASHTO 

to urge the FHWA to take another look 

at the list of treatments they classify 

as alterations and maintenance, and 

use sound engineering and road 

construction principles to come up 

with a more appropriate list which will 

give state and local governments the 

ability to best maintain and preserve 

their road infrastructure with the 

limited funds they have available.
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Curb ramps now are required of many 
pavement preservation surface treatment 
projects, even if they don’t structurally alter the 
pavement
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CALTRANS: ADA APPLIES 
AFTER JULY 1

In the meantime, in a March memo 

the California DOT stated that the 

new ADA guidelines would apply to 

jobs bid July 1, 2014, or after.

The DOJ guidance left some 

discretion to the division offices in 

terms of a date certain for adherence, 

and it did not provide guidance as to 

retroactivity of compliance. Caltrans’ 

memo provides Golden State public 

agencies certainty on compliance with 

this new ADA interpretation.

“For all resurfacing projects that 

are scheduled to go out to bid for 

construction prior to July 1, 2014,” 

Caltrans said in a Mar. 17 memo, “[p]

rojects may be completed as initially 

scoped without incorporating the 

clarification provided in the Technical 

Assistance…[f]or all resurfacing 

projects that will go out to bid for 

construction on or after July 1, 2014: 

Alteration projects identified per the 

clarification provided in the Technical 

Assistance guidance must incorporate 

required curb ramps.”

In its request for a 2014 

implementation date for new projects, 

Caltrans noted that the addition of 

ADA curb ramp work—beyond the 

edge of pavement—will likely 

double costs and delay the delivery 

of those projects. They also 

indicated that Caltrans had 109 

highway maintenance projects 

that would begin construction 

within the state for 2013-14, and 

that 30 of the highway maintenance 

projects are now considered 

alterations, with total cost of 

$62 million.

In 2014 FP2 is gathering data from 

city, township, county and state road 

agencies that will document the 
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Modern curb ramps include tactile indicators for sight impaired users and aesthetic features like brick 
pattern in crosswalk
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impact the ADA technical guidance 

will have on preserving pavements.

In the Golden State, for example, 

FP2 is partnering with the California 

Chip Seal Association and the 

California Pavement Preservation 

Center to survey pavement 

preservation stakeholders on the 

potential impacts of the new ADA 

guidance. Among its nine questions, 

the survey asks, “How will this new 

interpretation affect your ability to 

maintain your roads?” and “Will this 

technical advisory cause you to defer 

projects on your current plan?”

SIGNIFICANT FINANCIAL IMPACT
FP2 and its allies maintain the 2013 

ADA guidance will have a significant 

financial impact on the pavement 

preservation and maintenance work of 

state and local governments, and has 

the ability to severely damage road 

network life spans by undermining 

the rule that preservation be The Right 
Treatment for the Right Pavement at the 
Right Time.

Because the government has 

seemingly arbitrarily chosen between 

similar treatments as to which 

preservation treatments are acceptable 

as maintenance and which aren’t, the 

ADA rules may lead to the wrong 

treatment at the wrong time, or even 

no treatment if it’s perceived that 

the right treatment would lead to 

unaffordable capital improvements. 

This is counterproductive to road 

maintenance programs and flies in 

the face of the pavement preservation 

mandate of our federal surface 

transportation legislation, MAP-21.

The cities and towns that will 

be impacted by the ADA rules the 

most already are strapped for cash. 

Compliance with the technical 

guidance will make it tougher 

for them to select the proper 

pavement preservation technique 

for their programs.

“The new interpretation treats 

similar maintenance treatments 

differently,” said Tracy D. Taylor, 

Williams & Jensen, LLC, and counsel 

to FP2. “Due to increased work and 

costs, it takes important preservation 

tools away from public agencies at 

a time of shrinking transportation 

budgets. It does not make sense from 

a technical engineering perspective, 

and prevents public agencies from 

choosing the best way to manage their 

budgets and improve their streets for 

the benefit of all citizens.” 
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P
reservation Group 

research in pavement 

preservation technology 

at the National Center for 

Asphalt Technology on Lee Road will 

continue through March 2015, with 

the sixth cycle of testing at the track 

itself to begin later that year. NCAT 

researchers are optimistic that the 

2012 Preservation Group study will 

continue as the “PG15” study in the 

coming research cycle beginning in 

the summer of 2015.

Pavement preservation research at 

NCAT began in the summer of 2012, 

initiated, sponsored and underwritten 

by seven state DOTs, FP2 Inc. and its 

supporters.

The 2012 NCAT Pavement Test Track 

represents the fifth research cycle, with 

plans to rebuild the facility again in 

summer 2015. The focus of research 

at the track has logically grown in 

conjunction with NCAT’s expanding 

mission from just mix performance in 

the original 2000 research cycle to both 

structural performance and pavement 

preservation in the current (2012) 

research cycle.

NCAT’S MISSION
The inaugural NCAT Pavement 

Test Track (www.pavetrack.com) was 

completed in 2000 as a partnership 

between Auburn University and the 

Alabama DOT. The 309-acre site was 

purchased by the university, with 

subsequent improvements (including 

earthwork, buildings and robust track 

foundation) made by Alabama DOT.

This investment makes it possible 

for other state DOTs to fund the 

operation of the 1.7-mi. track in a 

prorated manner through a pooled 

fund mechanism based upon the 

number of 200-ft. pavement test 

sections they choose to build and test 

in three-year project cycles.

A design lifetime of truck traffic 

(10 million equivalent single-axle 

loadings, or ESALs) is then applied to 

the surface of experimental pavements 

in an accelerated manner using a fleet 

of heavy triple trailers. All non-steer 

axles in the triple trailer trains are 

loaded at the federal legal bridge limit 

in order to induce accelerated damage 

on a scale that can be directly related 

to open roadways.

The focus of research on 

experimental track pavements is either 

surface performance on perpetual 

foundations or structural performance 

on thinner, fully instrumented 

buildups. By comparing the 

performance of two or more sections, 

NCAT provides recommendations to 

member states on how to optimize 

performance (for example, via fighting 

rutting or cracking) and reduce the 

life cycle cost of their transportation 

infrastructures (for example, via 

optimized use of reclaimed/recycled 

materials or new binders/modifiers).

In recent years, state DOTs have 

been pressured by diminishing 

resources and expanding missions 

to broaden their thinking beyond 

traditional mill-and-fill pavement 

management philosophies. This 

has resulted in the implementation 

of decision trees that seek to match 

existing distresses with both 

traditional and nontraditional 

treatments that are objectively selected 

to minimize life cycle cost.

Although these decision trees 

are typically well thought out and 

logically constructed, insufficient 

life cycle performance data on 

NCAT Update: NCAT 
Anticipates Preservation 
in Sixth Test Cycle in 2015
By Buzz Powell, P.E.
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Lee Road 159 was considered to be an ideal test candidate for pavement preservation treatments 
because it provides dead end access to both a quarry and an asphalt plant
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treatment alternatives currently 

exist to reliably select the treatment 

that represents the best investment 

over the life of the pavement. That’s 

because many treatments on good 

roads may perform well, while 

the same treatments on bad roads 

may perform poorly. As a result, 

performance expectation ranges 

found in the literature are too 

broad to be realistically inserted 

into decision trees and used for 

objective—that is, nonpolitical—

treatment selections.

NCAT researchers noted that 

this limitation could be overcome 

by linking performance expectation 

to the pretreatment condition of the 

pavement. As a result, pavement 

preservation was added to the 

research plan for the 2012 NCAT 

Pavement Test Track.

LEE ROAD 159 TESTS
Although a number of track 

test sections at the end of the 2009 

research cycle had representative 

distresses that made them good 

candidates for pavement preservation 

research, it was decided that the 

scope of a properly designed 

experiment needed to encompass 

a thinner structural buildup with 

traffic that was not applied in an 

accelerated manner.

A search of local open roadways 

led researchers to Lee Road 159. This 

road was considered to be an ideal test 

candidate because it provides dead 

end access to both a quarry and an 

asphalt plant. Traffic volumes are low 

with extremely high truck traffic.

After obtaining permission from 

the Lee County Commission to place 

pavement preservation test sections on 

Lee Road 159, data sharing agreements 

were secured with both the quarry 

and the asphalt plant to supply date, 

time, axle configuration, tare weight 

and loaded weight for every truck that 

entered (usually empty) and exited 

(usually loaded) Lee Road 159. The 

existing 5.5-in flexible pavement was 

fully characterized for roughness, 

rutting, macrotexture, cracking 

and deflection.

Pavement condition on Lee Road 

159 was generally the best in the left 

(inside) wheelpath of the inbound 

lane, slightly worse in the left 

(inside) wheelpath of the outbound 

lane, slightly worse still in the right 

(outside) wheelpath of the inbound 

lane, and worst overall in the right 

(outside) wheelpath of the 

outbound lane.

A working partnership with 

professionals from FP2—which 

ultimately became a funding partner 

in the 2012 Preservation Group 

study—produced a consensus 

experiment that was presented to 

representatives from sponsoring state 

DOTs, and select treatments were 

placed in the summer of 2012, with 

FP2 professionals onsite to provide 

technical support.

Now, traffic has been accumulating 

on all 25 test sections on Lee Road 159 

since the summer of 2012. The annual 

ESAL rate resulting from trucks 

NC
AT

NCAT Pavement Test Track (www.pavetrack.com) was completed in 2000 as a partnership between Auburn University and the Alabama DOT
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traveling unloaded into the quarry 

and the asphalt plant is a fraction 

of the accelerated damage rate (five 

million ESALs a year) on the NCAT 

Pavement Test Track itself.

In comparison, the annual 

ESAL rate from loaded trucks is 

substantially higher in the outbound 

lane than the inbound. While still 

heavy for a county road, the much 

lower rates on Lee Road 159 are 

expected to provide results that are 

more applicable to open roadways. 

Comparison sections on the track 

will then bridge the gap between 

accelerated and nonaccelerated traffic 

rates.

As of spring 2014, weekly 

performance testing has revealed 

the recurrence of at least some 

pretreatment distresses in only a 

small number of sections. Roughness, 

rutting, macrotexture, subgrade 

moisture and deflections will continue 

to be measured on a regular basis 

until the end of the 2012 research cycle 

in March 2015.

2015 RESEARCH CYCLE
Based on feedback from existing 

track sponsors and other state DOTs 

that have expressed an interest in 

joining the pooled fund, NCAT 

researchers are optimistic that the 

2012 Preservation Group study will 

become the “PG15” study in the 

coming 2015 research cycle.

It will be necessary to continue to 

monitor sections in which distresses 

do not fully recur (e.g., cracking, 

roughness, macrotexture, rutting, 

friction, etc.) in order to fully quantify 

life extending benefit curves. Points 

farther down the x-axis (meaning 

more traffic and time are required 

to induce a return to pretreatment 

condition) may represent the highest 

return on investment for preservation 

treatments that are the best 

performers.

In the 2015 research cycle, sponsors 

may choose to rebuild select sections 

in the more heavily trafficked 

outbound lane that have reached 

the point of full distress recurrence, 

leaving the more lightly trafficked 

inbound lane in place to capture as 

many points as possible on the life 

extending benefit curve.

Select sections could be rebuilt 

with a structure that is identical 

to one(s) previously tested on the 

NCAT Pavement Test Track in order 

to directly connect the two test sites, 

then original preservation treatments 

and treatment combinations from the 

summer of 2012 could be reapplied in 

order to quantify the life-extending 

benefit of true pavement preservation.

Any and all options will be 

considered for the next research cycle 

that take full advantage of the free 

trucking and convenience of extended 

pavement preservation research on 

Lee Road 159.

Representatives from state DOTs 

interested in having a voice in the 

PG15 study by joining the pooled 

fund for the 2015 research cycle are 

encouraged to contact Dr. Buzz Powell 

at buzz@auburn.edu. 

Powell is assistant director and Test 
Track manager, National Center for 
Asphalt Technology
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Small Aggregate, Polymer 
Modifiers Key to New 
Texas Thin Lift Mixes

I
f “thin is in,” then the new 

pavements being developed by 

researchers at the Texas A&M 

Transportation Institute (TTI) 

and the Texas DOT are all that, and 

then some.

Instead of the traditional 2-in.

overlays that are typical for road 

rehabilitation, TTI researchers 

have dared to go much thinner, 

developing pavements that are 1 in. 

in height and, in one case, a mere 

1/2-in. deep.

Because these new pavements are 

made with high quality stones and 

polymer modified asphalt, they are 

expected to last longer and require 

less maintenance. As a result, state, 

county and city officials are jumping 

on the thin overlay bandwagon in 

order to save taxpayers money and 

inconvenience and, at the same time, 

provide smoother rides.

In Brazos County, county engineer 

Alan Munger is sold on TTI’s new 

mixes. In July 2013, he supervised the 

paving of five roadways with a 1-in. 

overlay covering a total of five miles. 

This was Brazos County’s first use of 

the thin mix.

“I am confident that thin lift asphalt 

will work,” Munger said. “I visited test 

sites [State Highway 6 access roads] 

where the Bryan TxDOT District placed 

TTI’s thin lifts, and I was impressed that 

the pavements are performing so well.”

From now on, Munger says he 

plans to incorporate the use of the thin 

mixes on higher volume county roads 

Final mat of SMA thin asphalt overlay on SH 6 access road in Bryan, Tex.
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that are good candidates for thin lift 

hot mix asphalt overlays. He expects 

them to require fewer repairs over a 

longer period of time.

RIGOROUS TESTING
“We have been developing 

and conducting rigorous testing 

procedures on these thinner 

pavements for several years now,” 

said Tom Scullion, manager of TTI’s 

Flexible Pavements Program, late last 

year. “We found out that by using 

smaller, higher quality aggregate, we 

were able to go much thinner and 

increase longevity.” Scullion says 

the lab tests show the pavements 

are rut and crack resistant. He 

expects agencies to see a 30 percent 

savings per square yard in their road 

maintenance budgets.

In College Station, a section of two 

roads, which have much different 

traffic types, have now been overlaid 

with a 3/4-in. pavement. Crews 

recently put down the thin pavements 

on 1,500-ft. sections of Brentwood 

Drive East and Rock Prairie Road 

West. More than 500 tons of the thin 

overlays were used on both locations.

“What made me interested in 

these new overlays is the quality of 

materials used in the mixes,” says 

College Station street supervisor 

Marshall Wallace. “It’s a lot better 

quality than what we and everybody 

else typically use. Based on my 

meetings with TxDOT and TTI, all 

Houston, Austin, Beaumont, San 

Antonio and Brownwood.

“These thin mixes are really 

starting to take off,” Scullion said. 

“When we go this thin, the mixes have 

to pass stricter laboratory performance 

tests. I’ve been extremely pleased with 

these results and I think they’re the 

pavements of the future.”

THREE MIXES TESTED IN 2012
With maintenance budgets stretched 

to their limits, researchers though thin 

asphalt overlays might fatten those 

“thin” budgets a bit. In response, TTI 

researchers spent years refining thin 

asphalt overlay mixes that bridge the 

indications are that these pavements 

will last longer than the 2-in. overlays 

we are accustomed to.”

Wallace says the sections of new 

pavement are considered test sites, 

and the city will monitor the locations 

through the spring of 2014. If they 

perform well in the rainy season and 

hold up to the traffic, the city could 

start using the pavements on a much 

larger scale. He says longer-lasting 

pavements and less maintenance 

could represent an entire city street 

being overlaid each year as a result of 

the cost savings.

Other areas that are beginning 

to use the new pavements include 

Three-quarter inch PFC thin asphalt overlay on U.S. 183 south of Breckenridge, Tex., 
in Stephens County
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gap between high-traffic loads and 

limited maintenance budgets.

In 2012, Scullion and Cindy 

Estakhri, manager of TTI’s Recyclable 

Materials Program, worked with 

TxDOT to implement the use of 

three new thin asphalt mixes: a crack 

attenuating mix (CAM), fine graded 

stone matrix asphalt (SMA) and 

permeable friction course (PFC).

Sarah Horner, assistant area engineer with TxDOT’s Brownwood District, performs a test on PFC 
thin surfacing on U.S. 183 south of Breckenridge, Tex. 
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The goal of the research was to 

develop mixes that help to reduce 

costs by using a very thin overlay 

while retaining quality. The research 

results indicate that the use of good 

quality Grade 5 aggregate is one of 

the keys. “To place it thin, you need a 

smaller rock,” Estakhri said. “Grade 

5 aggregate is in abundant supply 

and is almost a waste product at some 

quarries. We felt we could obtain the 

Grade 5 aggregate at a reasonable cost.”

Researchers wanted mixes 

that were easy for maintenance 

personnel to work with, very thin 

and easy to compact. To ensure 

the good quality of these mixes, 

all three of them have to pass the 

rutting (Hamburg wheel tracking 

test) and reflection cracking 

(overlay tester) performance tests 

One inch of SMA thin asphalt overlay is placed in Bryan, Tex.; paver uses TTI’s Pave-IR system to detect uniformity of mat temperature
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(also see Texas Center Evaluates Test 
Temperatures, page 36).

The CAM mix was not originally 

intended to be a surface mix. The first 

purpose of this asphalt rich mix was 

as a thin treatment below the surface 

to retard reflective cracking. In an 

early project in Houston, a CAM was 

placed on a high-volume interstate 

highway and left exposed to traffic for 

over one year.

It performed very well, leading 

to its modification for use as a thin 

overlay for surface use. When used 

as a thin overlay, it’s known as a fine 

dense graded mix (DGM) instead of a 

CAM. By lowering the target density 

to 96.5 percent, the new DGM has 

between 0.7 percent and 1.0 percent 

less asphalt than the original CAM.

ALTERNATIVE TO SEAL COATS
The fine graded PFC was 

developed as an alternative to seal 

coat on lower volume roadways. It 

drains well and has good friction 

characteristics. An added benefit is 

reduced noise compared to seal coats. 

“Sometimes people complain about 

the noise associated with seal coats,” 

Estakhri said. “Because PFC is finer, it 

makes for a quieter surface.”

Sarah Horner, assistant area 

engineer with TxDOT’s Brownwood 

District, oversaw the use of the fine 

graded PFC on U.S. 183 in Stephens 

County. The PFC was placed 3/4 in. 

thick in both travel lanes. TxDOT 

hopes to combat a bleeding issue that 

compromised the existing surface.

“We’re hoping that the open PFC 

will allow the bleeding to go up 

into the PFC and keep it away from 

traffic,” Horner said. “We’re also 

hoping for a smoother, quieter ride.” 

They are expecting at least five years 

with little or no maintenance from 

the new PFC surface.

The fine graded SMA has an 

excellent surface texture, resists 

rutting and is useful on roadways 

with high volume and numerous 

intersections. Darlene Goehl, materials 

engineer for TxDOT’s Bryan District, 

chose SMA for a recent resurfacing 

project on the access roads for SH 6.

“We can have problems with seal coats 

and turning movements,” Goehl said. 

“Seal coats often shove [or ripple, creating 

a washboard effect] in an intersection. 

We were looking for a rut resistant, crack 

resistant thin mix that we could place in 

urban areas. We’re expecting 10 to 12 years 

of service life from the SMA surface.”

All three of the mixes were created 

as alternatives to seal coats or multiple 

inches of hot mix asphalt. “It’s not as 

cheap as a seal coat, but it will be cheaper 

than two inches of regular hot mix,” 

Estakhri said. “Currently those are the 

alternatives. These mixes are in between 

those options. Even though they are 

much thinner, we think that these overlay 

mixes will perform better than 2 in. of 

hot mix asphalt.” 

Adapted from material provided by Texas 
Transportation Institute. Images courtesy 
of TTI. For much more information about 
these mixes, read the September 2013 
technical paper, Design and Construction 

Recommendations for Thin Overlays in 

Texas; locate it by Googling the title or 
“TTI 0-6615-1.pdf.”



XXX
xxx
fp

CMYK
placement instructions

p. 24

Call Crafco to schedule a demonstration
or place an order today!

A long winter with record snowfall, very cold temperatures, and 
continuous freeze-thaw cycles have resulted in pavement littered with 
potholes creating a devastating effect on our roads, parking lots, 
walkways and vehicles.  According to the National Transportation 
Research Group dated October 3, 2013 urban road decay costs the 
average urban driver $377 annually, and in some major metropolitan 
areas it can average up to $800 annually.  If left untreated, these 
potholes will lead to total pavement failure and costly rehabilitation. 
Early repair is necessary to control further maintenance costs. Crafco 
has the pothole repair solutions that are quick, effective and 
economical.  Use the Crafco pothole solutions to preserve your 
pavement and maximize your return-on-investment through Crafco 
quality, innovation and value.

When the snow disappears will your roads?

Pothole Solutions Yo
COST EFFECTIVE



XXX
xxx
fp

CMYK
placement instructions

p. 25

800-528-8242
www.crafco.com

®

“Pour Hot Mastics and Go” with“Spray Patch and Go” with“Throw and Roll” with
HP

Asphalt Repair

Good Better Best

Prepackaged, high performance 
mix of special aggregate and 
binder with proprietary additives 
2-7 times longer life than AC
hot- or cold-mix
Fast application and high volume
Immediately ready for traffic 
Pliable below freezing temperatures
Apply in all temperatures; in dry 
or wet conditions; 1-person crew; no 
mixing, heating or special 
equipment

Aggregate coated by asphalt 
emulsion
Service life 2-5 years
Fastest application and high volume
Use local emulsion and aggregate
Open to traffic in minutes
Apply in all temperatures; in dry or 
wet conditions; 2-person crew using 
spray injection patcher; no
compaction required

Prepackaged, hot applied, polymer  
modified asphalt with engineered 
aggregate
Service life > 5 years
Fast application and high volume
Open to traffic in minutes
Highly adhesive, flexible, durable 
(heavy loads), no air voids, 
waterproof, used in a large variety of 
distresses beyond potholes
Apply in all temperatures; need dry 
conditions; 2-person crew using 
patcher; no compaction required

Magnum Spray
Injection Patcher

Mastic One &
PolyPatch

Crafco Pothole Solutions

ou Need To Use



Pavement Texturing for Skid Resistance

Uniform Consistent Surface

Works on all Pavements

Markings Can Be Left Intact

Retexturing Possible

Reduces Groove Steering

Eliminates Road Glare

Bond Enhancer

Restores OGFC

30 Years Experience in USA & Canada

1-800-342-4174
www.skidabrader.com



Summer 2014    pavement preservation journal    27

Bonded Wearing Courses 
Get Big Boost in Vermont
By Michael J. Fowler, P.E. 

II
n the eight years from 2006 to 2014, pavement 

preventive maintenance spending at the Vermont 

Agency of Transportation has risen from 1 percent to 

25 percent of the annual budget, and bonded wearing 

courses have driven much of that growth.

It was not without precedent. The Vermont Agency of 

Transportation (VTrans) Pavement Management Section 

officially recognized the sound principles of pavement 

preservation and preventive maintenance as early as the 

mid-1990s.

This formal recognition came in the section’s annual 

report describing the benefits derived from keeping “good 

roads good” through early intervention on the deterioration 

curve with low cost minor treatments, versus a higher cost 

rehabilitation treatment later in the pavement’s life once it 

exhibited higher levels of distress.

While the classic representation pavement 

practitioners have come to take for granted was no less 

compelling then than it is today, as with many state 

agencies at the time, it was difficult for the institution of 

VTrans to embrace.

However, the effort did lead to the development of 

an annual crack seal program beginning in the late 

1990s, which was the origin of the agency’s preventive 

maintenance initiative, and laid the groundwork for where 

we are today.

BONDED WEARING COURSES MATURE
[Editor’s note: A bonded wearing course is a gap or open 

graded, ultra thin hot mix asphalt mixture applied over a 

thick polymer modified asphalt emulsion membrane.]

While the crack seal program still plays a fundamental 

role in pavement preservation at VTrans, the pavement 

preservation toolbox has broadened in recent years to 

include a bonded wearing course (BWC) program that 

has matured into the treatment of approximately 100-150 

centerline miles annually.

This impacts nearly five percent of the network each 

year, utilizing upwards of 25 percent of the annual paving 

program budget. Over the course of an eight-year period, 

that represents an increase of spending on preventive 

maintenance from around one percent of the annual budget 

to 25 percent in calendar year 2014.

Over time that would pay dividends, as illustrated by 

the chart on page 28, where the majority of miles treated 

and committed expenditure began a significant increase 

after 2009. BWCs may not be the sole contributor to this 

progress, but they are recognized as a major driver behind 

the positive condition trend that has occurred over the last 

five years.

As of the 2013 data collection cycle demonstrates, BWCs 

were in service on approximately 213 centerline miles of 

interstate (35 percent of the interstate network) and 132 

centerline miles of state routes (six percent of the state 

route network).

For 2014 it’s planned to place BWCs on an additional 

129 centerline miles, totaling 2.6 million sq. yd. After the 

particularly harsh winter in Vermont, it’s anticipated the 

2014 work will be more necessary than ever to help maintain 

our current condition levels.

PROGRAM EVOLUTION
In 2006 a research project was undertaken to evaluate 

the full-scale implementation of a BWC installation, 

mainly from a construction and performance perspective 
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Detail of bonded wearing course: BWC is a gap or open graded, ultra thin 
hot mix asphalt mixture applied over a thick polymer modified asphalt 
emulsion membrane
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but also from an economics point of 

view, recognizing costs under these 

circumstances would represent a 

worst case.

The candidate was a 4.25-mi. 

(75,000-sq.-yd.) segment of a 1998 

interstate project that utilized a first-

generation, 100-gyration, 12.5-mm 

Superpave wearing surface. Due to the 

relatively low asphalt contents of these 

early rut resistant Superpave mixtures, 

the surface was exhibiting significant 

raveling and shrinkage cracking only 

three to five years after placement.

The intent of the BWC overlay 

was to seal the surface and arrest 

the deterioration such that the 

treatment would be put back on 

its original expected life cycle of 

approximately 12-15 years. This 

would be a challenge for any available 

preservation treatment, with the only 

other alternative being removal and 

replacement of the existing wearing 

course full depth.

Extensive crack sealing and some 

patching were completed as surface 

preparation prior to placement of the 

BWC layer, with the overlay to span 

rumble strip to rumble strip across the 

travel lanes. The longitudinal joints at 

the rumble strips were not recessed, 

but were feathered and pinched off 

to the greatest extent possible to 

minimize the drop off.

Through construction to 

completion, the installation looked 

promising, with the primary question 

being the cost at $7/sq. yd. But after 

only one winter, the treatment was 

performing above expectations, and 

under the premise of putting the 

overall 1998 project on the same life 

cycle, the remaining 6-mi. (95,000-sq.-

yd.) segment was slated for a BWC 

overlay in 2007.

This contract realized more 

favorable bidding conditions, and 

along with a slightly higher quantity, 

received a more desirable unit price 

for the BWC product at $5.75/sq. 

yd. With the performance of the 

evaluation section continuing to 

perform above expectations and 

the validation of actual production 

related bid pricing from the 2007 

contract versus the 2006 research 

oriented pricing, the VTrans BWC 

program was officially born in 

early 2008.

Based on budgetary constraints, 

2008 permitted only one 12-mi. 

(186,000-sq.-yd.) contract, which 

offered essentially the same pricing 

as 2007, even with higher benchmark 

asphalt and fuel prices. Then, 

2009 saw a significant increase in 

commitment with three contracts 

procured, treating 33 mi. (562,500 sq. 

yd.) with average BWC unit prices 

holding steady once again.

2010 involved the first state route 

application of BWC, but due to the 

use of other preventive maintenance 

treatments across the program, only 

11.6 mi. (222,650 sq. yd.) were treated 

at a somewhat lower unit price of 

$5.40/sq. yd. The trend upward of 

BWC usage got back on track in 2011, 

where three contracts involving over 

39 mi. (723,400 sq. yd.) were treated at 

a further reduced average BWC unit 

price of $4.93/sq. yd.

It should be noted the 2011 

program year saw the largest 

VT
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Vermont conditions over time: unweighted indicates these data reflect raw condition where vehicle 
miles traveled over the analysis segments are not factored
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average BWC quantity per project 

as well as an increase in the average 

number of bidders per project from 

two to just under four. At this point 

the BWC treatment gained traction 

at VTrans, with the market being 

developed by the agency apparently 

becoming more interesting to the 

industry as well. On top of all 

this the strong performance of 

the earliest projects continued to 

impress all stakeholders.

BREAKOUT YEAR IN 2012
The year 2012 proved to be 

the breakout year for the VTrans 

preventive maintenance program. A 

conscious effort was made to routinely 

develop contracts with BWC quantities 

of 500,000 sq. yd. or more, in an effort 

to push the previously established 

economies of scale.

In that year the agency procured 

seven BWC contracts involving the 

treatment of 154 centerline miles (3 

million sq. yd.) at an average unit 

price of $4.51/sq. yd. The strategy 

yielded positive results and the BWC 

treatment at this price level, and 

expected eight-year service life was 

proving to be as cost effective as any 

other preventive treatment used to 

date by VTrans, with a reliability that 

was unmatched.

The 2013 VTrans BWC program 

wasn’t the most voluminous in terms 

of miles treated, at approximately 

100 centerline miles (1.8 million 

sq. yd.), but with two of the three 

contracts being the largest ever at 

approximately 750,000 sq. yd. each, 

pricing efficiencies continued to be 

realized. The average unit price for 

the BWC product in 2013 was $4.17/

sq. yd., a price point that will be hard 

to beat.

POSITIVE IN ALL ASPECTS
The VTrans experience with 

bonded wearing courses has proven 

to be positive in all aspects and 

has affirmed BWC’s place as the 

agency’s go-to process within the 

pavement preservation/preventive 

maintenance program.

With accolades from stakeholders 

such as maintenance staff touting its 

benefits associated with reduced salt 

demand, to road users recognizing the 

exceptional friction characteristics, to 

construction staff lauding the ease of 

installation, there is little doubt that in 

a relatively short period of time, BWCs 

will become the primary wearing 

surface experienced by drivers in 

Vermont statewide.

All of these benefits—combined 

with the high cost effectiveness 

created by the VTrans market 

strategy—ensures taxpayers the 
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A rarely seen echelon BWC paving operation being utilized by All States Asphalt, Inc., in the summer 
of 2012 to meet the demand of a 655,000-sq.-yd. VTrans project on U.S. 7 in southwestern Vermont
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On northeastern U.S. suburban street, asphalt paver with spray jet module sprays polymer modified 
asphalt emulsion in advance of thin hot mix asphalt lift

agency is doing more with less 

by maintaining a network with a 

reasonable level of serviceability, 

founded on sound pavement 

preservation principles, while simply 

utilizing the proven preventive 

maintenance treatment of bonded 

wearing courses. 

Fowler is pavement management engineer, 
Vermont Agency of Transportation, 
Highway Safety & Design, Pavement 
Management Unit
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Join the World at PPRS 
Paris 2015!

P
lan now to attend the fi rst 

Pavement Preservation and 
Recycling World Summit, 
Feb. 22-15, 2015, at the Palais 

des Congrès in Paris.

The three day event will include 

conferences, workshops, an exhibition 

and technical visits. Co-sponsored 

by FP2 Inc., the Asphalt Emulsion 

Manufacturers Association, the 

Asphalt Recycling & Reclaiming 

Association, the International Slurry 

Surfacing Association, the Pavement 

Preservation & Recycling Alliance and 

the International Bitumen Emulsion 

Federation, PPRS Paris 2015 constitutes 

a single international event and 

venue for all key players in 

pavement preservation!

More than ever, in this period 

of economic uncertainty and low 

infrastructure investment, it is 

important to acknowledge the 

essential contribution of roads to 

the socioeconomic welfare of our 

society and to ensure that sufficient 

resources are dedicated to the 

improvement and the maintenance 

of the current road infrastructure.

While road owners have the 

responsibility to define, propose 

and implement action plans for 

the maintenance of the road 

infrastructure, academia is 

researching and the road industry is 

developing sustainable solutions for 

the full benefit of the road users and, 

more broadly, for society.

Pavement preservation solutions 

based on asphalt techniques and 

recycling processes fully meet 

community expectations and have 

more and more to offer. PPRS Paris 
2015 is a collaboration of some of the 

most influential pavement preservation 

and recycling organizations in order 

to gather stakeholders and experts in a 

forum to disseminate the best practices 

worldwide and to share their specific 

knowledge. Delegates will meet players 

and experts who share a common goal: 

preserving road assets. The focus will 

be both economic and societal in scope.

PPRS Paris 2015 is guided by a 

organizing committee composed 

of Étienne Le Bouteiller, executive 

director, IBEF; Jean-Claude Roffé,  

special advisor to the president, 

COLAS, S.A.; Mike Krissoff, executive 

director, AEMA, ARRA and ISSA; and 

Jim Moulthrop, executive director, FP2.

In addition to the international 

technical presentations and plenary 

sessions, the event will encompass 

the 6th World of Emulsions, the 

42nd annual meeting of AEMA, the 

39th annual meeting of ARRA, the 

53rd annual meeting of ISSA, and 

the 2nd International Conference on 

Pavement Preservation.

An exhibition hall with a 

capacity of about 40 stands will be 

available. The exhibition will give 

manufacturers and suppliers of 

equipment and raw materials, design 

and research departments and the 

industries, companies and associations 

representing them an opportunity to 

present their specialties.

With a wealth of prestigious 

history, monuments and museums, 

Paris is the cultural capital of France. 

Paris is the perfect place for tourism, 

with so many monuments and 

museums, including the Eiffel Tower, 

Notre Dame Cathedral, Sacré-Coeur 

and so many more.

The Palais des Congrès de Paris—

opened in 1974—is a convention 

center, concert venue and shopping 

mall located just two Metro stops west 

of the Arc d’Triomphe, between the 

historic city center and the exciting 

L’Defense business district.

A gala evening affair will be held 

at the Moulin Rouge, France’s most 

legendary cabaret. Its original Belle 
Époque decor will welcome you for 

a traditional French dinner and an 

unforgettable show. 

For more information on the AEMA-
ARRA-ISSA-PPRA-IBEF-FP2  Pavement 
Preservation World Summit in Paris, 
please visit pprsparis2015.com
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PPRS Paris 2015 will be held at the ultramodern Palais des Congrès, located just two Metro stops 
west of the Arc d’Triomphe, between the historic city center and the exciting L’Defense 
business district
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Sustainability in the Sun
AEMA, ARRA and ISSA meet in Florida

T
he pavement preservation 

community fl ed the endless 

winter of 2013-14 to sunny 

Florida to meet as the 

Pavement Preservation & Recycling 

Alliance (PPRA), Feb. 25-28 in 

Aventura, Fla., just north of Miami. 

There, they celebrated the theme of 
Preservation and Rehabilitation 2014: The 
Smart, Sustainable Choice.

This meeting of the PPRA 

represented the 41st annual meeting of 

the Asphalt Emulsion Manufacturers 

Association, the 38th annual meeting 

of the Asphalt Recycling & Reclaiming 

Association, and the 52nd annual 

meeting of the International Slurry 

Surfacing Association.

“It’s a treat indeed to bring the 

industry together in Aventura 

for three days of solid technical 

presentations, camaraderie and 

networking with your peers,” said 

Mike Krissoff, executive director.

Delegates heard presentations from 

numerous industry experts and leaders 

on a wide variety of subjects important 

to the industry. Copies of most 

presentations will be posted to the 

associations’ websites: www.aema.org, 

www.arra.org and www.slurry.org.

Meeting activities during the 

three day program also included the 

respective elections of new officers 

and directors of each association as 

well as awards presentations and 

numerous committee, technical 

committee and task force sessions.

AEMA, the Asphalt Emulsion 

Manufacturers Association, is 

an international nonprofit trade 

association of asphalt emulsion 

producers and sellers, suppliers, users, 

research personnel, public officials, 

consulting engineers and contractors 

working together to promote the 

increased and more efficient use of 

asphalt emulsions.

The Asphalt Recycling & 

Reclaiming Association (ARRA) 

is an international nonprofit trade 

association of contractors, equipment 

manufacturers, suppliers, public 

officials and engineers engaged 

in the recycling and reclaiming of 

asphalt, using the positive economies 

of recycling to rebuild a stronger and 

safer network of highways, streets and 

roads across the country and around 

the world.

ISSA, the International Slurry 

Surfacing Association, is a nonprofit 

association dedicated to the interests, 

education and success of slurry and 

micro surfacing, chip sealing and 

crack treatment professionals and 

corporations around the world.

The Pavement Preservation & 

Recycling Alliance is a partnership 

of these three leading industry 

associations to advance sustainable, 

eco-efficient and innovative pavement 

applications. AEMA, ARRA and ISSA 

are the founding associations of FP2 

Inc. and continue to support FP2.

Here’s a roundup of news to come 

out of the Florida meeting.

MCCOLLOUGH REELECTED 
AEMA PRESIDENT

AEMA reelected Mark 

McCollough president for the 2014-

15 term. McCollough is director of 

business development for Asphalt 

Materials, Inc. He manages a micro 

surfacing and chip seal company in 

Michigan and an asphalt recycling 

division based in Ohio. He also 

works closely with the Indianapolis 

based Heritage Research Group 

laboratory to develop innovations 

into future businesses.
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Myles McKemie (left), vice president, Ergon Asphalt & Emulsions, Inc., is named to the Asphalt 
Emulsion Manufacturers Association Hall of Fame at its 41st annual meeting; plaque is presented by 
AEMA president Mark McCollough
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He’s a board member of FP2 and also 

is active in ARRA and ISSA. McCollough 

has a masters in business administration 

from the University of Denver and a 

bachelors in construction management 

from Colorado State University.

Other 2014-15 officers elected are 

Archie Reynolds, Norjohn Ltd., vice 

president; and Mark Ishee, Ergon 

Asphalt & Emulsions, Inc., secretary/

treasurer. AEMA’s immediate past 

president is Bucky Brooks, Asphalt 

Materials, Inc.

Directors elected for the term 

include: Diane Franseen, H.G. Meigs, 

LLC; Hans Ho, Telfer Oil Co.; Dan 

Koeninger, Terry Asphalt Materials, 

Inc.; Craig Moore, Cleveland Asphalt 

Products; and Mark Smith, Vance 

Brothers, Inc. Jean-Claude Roffé,  

COLAS, SA, France, will serve as 

international member representative; 

and Todd Ryne, Akzo Nobel Surface 

Chemistry, LLC, will serve as AEMA’s 

supplier member representative. Mike 

Hemsley, Paragon Technical Services, 

was reappointed chairman of AEMA’s 

International Technical Committee.

AEMA PRESIDENT’S AWARD
TO CHICKASAW NATION

AEMA presented its 2014 Past 
Presidents’ Award for Emulsion Excellence 
to the Chickasaw Nation Roads 

Department, Okla., contractor PSI Seal 

Masters, Inc., and emulsion supplier 

Ergon Asphalt & Emulsions, Inc.

A combination of pavement 

preservation products and best 

practices, along with a rare double 

fog seal, resulted in one of the finest 

roads in Oklahoma, that to Chickasaw 

Children’s Village. This project was the 

subject of a feature article last year in 

Pavement Preservation Journal. See Rare 
Double Fog Seal Among Techniques for 
Oklahoma Road, Winter 2013, pp. 23-25, 

or simply Google “Rare Double Fog 

Seal.”

The Asphalt Emulsion 

Manufacturers Association’s Past 

Presidents’ Award recognizes a 

specific project of excellence utilizing 

asphalt emulsions that exemplifies the 

highest quality of workmanship and 

compliance with the best standards 

of practice. Projects submitted may 

SPONSORING MEMBERS MAKE IT ALL POSSIBLE
A big shout out is due supplier members of AEMA, ARRA and ISSA, 

who as event sponsors made the February combined meeting possible. “In 

our exhibits, our sponsoring members focus on new products, applications, 

equipment, materials and services,” said Mike Krissoff, executive director. 

“We thank these folks for their participation in helping to keep the 

meeting costs down.”

Many of these firms also support Pavement Preservation Journal with their 

advertising.

GOLD SPONSORS INCLUDED:
•  Akzo Nobel Surface Chemistry | asphalt-akzonobel.com

•  BASF Corporation | basf.com/asphalt

•  Caterpillar Paving Products Inc. | cat.com

•  Cleveland Asphalt Products | (800) 334-0177

•  Ergon Asphalt & Emulsions, Inc. | ergonasphalt.com

•  Roadtec, Inc. | roadtec.com

SILVER SPONSORS INCLUDED:
•  MWV | mwvspecialtychemicals.com

•  ULTRAPAVE Corporation | ultrapave.com

•  Wirtgen America Inc. | wirtgenamerica.com

BRONZE SPONSORS INCLUDED:
•  BLS Enterprises, Inc. | tufpads.com

•  Dalworth Machine Products | dalworthmachine.com

•  Intermountain Slurry Seal | intermountainslurry.com

•  International Tank Service, Inc. | itstank.com

•  Kennametal, Inc. | kennametal.com

•  Kraton Polymers, LLC | kraton.com

•  Norjohn Limited | hwalkerind.com/norjohn-limited

•  Novapick | novapick.com

•  The Sollami Company | sollamimilling.com

•  Stoltz Mfg., LLC | stoltzmfg.com

•  VSS Macropaver | slurry.com

Thank you, one and all!

AEMA-ARRA-ISSA delegates network at one of many social events
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include the use of emulsions in 

pavement preservation applications, 

pavement rehabilitation applications 

or the use of emulsions in building 

pavement structure.

PAT FASTER RETAINS REINS
OF ASPHALT RECYCLERS

The Asphalt Recycling & 

Reclaiming Association reelected 

Patrick Faster, Gallagher Asphalt 

Corp., president for the 2014-15 term. 

Faster has been in the highway 

construction business for over 25 years 

and is currently the national sales 

director for Gallagher Asphalt Corp. 

in Chicago, where he oversees its 

recycling division.

Faster is active in the Illinois Road 

Builders Association, the National 

Association of County Engineers 

and various pavement preservation 

groups. He’s a member of the FHWA 

Pavement Preservation Task Group 

and has served as an ARRA director 

since 2006. He also serves as its Hot In-

Place Recycling Committee chairman. 

Faster has a bachelor’s degree from 

St. Norbert College, Green Bay, and 

a masters in business administration 

from the University of Wisconsin.

Other 2014-15 officers elected 

were Ryan Essex, Miller Paving Ltd., 

Gormley, Ont., vice president; and 

John Irvine, Roadtec, Inc., secretary/

treasurer. ARRA’s immediate past 

president is Bill Garrity, Garrity 

Asphalt Reclaiming, Inc.

Tim Harrawood, Vance Brothers, Inc., poses question following presentation at combined AEMA-
ARRA-ISSA meeting

P.O. Box 25511 • Salt Lake City, UT 84125 • Phone: 801.972.2757 • Fax: 801.972.6433 • www.asphaltsystemsinc.com 
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Reclamite. 
Goes down pink. Keeps you in the black.

Sure it’s pink at first. That’s because this is not an asphalted emulsion. 
Reclamite restores the components of asphalt and the end result  
is a treated road that no longer exhibits the oxidizing signs of aging.  
In the early years of your preservation program Reclamite extends  
your lifecycle before the costlier scrub, wear course and slurry seals  
are required. 

Let the Bear place a pink paw on your roads. The color fades fast but  
the result has a 50 year proven history. Call us today to find out more. 

®

Contact: Jim Brownridge
661.393.7110 extension 107
Tricor Refining, LLC 
   Producers of Golden Bear Preservation Products
reclamite.com/reclamite.htm

566502_TRICOR.indd   1 12/21/11   6:04:16 PM

Directors elected for the 

term include: Darren Coughlin, 

Coughlin Co.; Dale Cronauer, 

Blount Construction Co., Inc., Tom 

Kiernan, Lafarge Corp.; Terry Sharp, 

Caterpillar Paving Products, Inc.; and 

Ron Wilson, Dustrol, Inc.

ARRA’s 2014 Charles R. Valentine 
Award for Excellence in Cold In-Place 
Recycling was presented to Dave 

Laurie, director of public works, 

and Mike Alcock, civil engineering 

technologist, County of Huron, Ont.

Huron County has one of North 

America’s longest running in-place 

asphalt recycling programs and has 

been performing CIR on its roads 

since 1998. Out of a total 730 km (454 

mile) road network, approximately 50 

percent has been remediated using 

CIR, with average yearly workloads in 

the range of 30 double lane kilometers 

(18.6 double lane miles).

ARRA’s 2014 Award for Excellence in 
Full Depth Reclamation was presented 

to Ben Kester, civil engineering 

technologist and director of public 

works and operations, Township of 

Uxbridge, Ont. Kester has shown a 

longstanding commitment to FDR 

using foamed asphalt stabilization.

DENEUVILLERS ONCE AGAIN
TO HEAD SLURRY SURFACINGS

In Florida, the International Slurry 

Surfacing Association reelected 

Christine Deneuvillers president 

for 2014-15. She is technical manager, 

in charge of the Campus for Science 

and Techniques Laboratories, at Colas 

S.A., a leading private road research 

laboratory located near Paris.

ISSA also named Rusty Price, 

Intermountain Slurry Seal, Salt Lake 

City, vice president; Carter Dabney, 

Slurry Pavers, Inc., secretary; and Eric 

Reimschiissel, American Pavement 

Preservation, treasurer. Doug Ford, 

Pavement Coatings Co., is immediate 

past president.

Additional directors elected 

include: Bob Jerman, MWV Specialty 

Chemicals, technical director; Scott 

Bergkamp, Bergkamp, Inc.; Rex 

Eberly, Bergkamp, Inc.; Rich Francis, 

Southwest Slurry Seal, Inc.; Doug 

Hogue, VSS Macropaver; Howie 

Snyder, Vance Brothers, Inc.; Larry 

Tomkins, Ergon Asphalt & Emulsions, 

Inc.; and Dave Welborn, MWV 

Specialty Chemicals.

ISSA PRESIDENT’S AWARD
TO VSS INTERNATIONAL

ISSA presented its 2014 President’s 
Award for Excellence to ISSA member 

VSS International, Inc., of West 

Sacramento, Calif. The President’s 

Award is presented in recognition 

of contracting achievements which 

exemplify the highest quality of 

workmanship and compliance with 

the best standards of practice.

ISSA member VSS International, 

Inc. qualified for the award after 

completion of its work with Mendocino 

County, Calif., on its 2013 Multi-Layer 
Pavement Rehabilitation, DOT Project 

No. 120039. The county’s goal is to 

maintain 100 miles of road rejuvenation 

annually, even as shrinking budgets 

have impacted Mendocino County’s 

ability to maintain proper 

road infrastructure. 
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Texas Center Evaluates 
HWTD Test Temps
By Yetkin Yildirim, P.E.

T
he Texas Pavement 

Preservation Center’s study 

on the evaluation of thin 

asphalt overlays has recently 

been accepted for publication by the 

American Society of Civil Engineers 

in the Journal of Materials in 
Civil Engineering.

The article, titled Effect of Test 
Temperature on Hamburg Wheel-Tracking 
Device Testing, is focused on statistical 

analyses carried out to investigate the 

effect of test temperature on results 

from Hamburg wheel tracking device 

(HWTD) tests.

The HWTD is utilized to 

evaluate mixtures used for thin 

asphalt overlays in Texas. The 

results obtained were analyzed 

using the Hamburg test database 

and aggregate properties database 

organized by the Texas Department 

of Transportation (TxDOT).

The HWTD tests indicate the 

acceptability of the mixture by 

examining the effects of rutting and 

moisture damage at varying test 

temperatures. The substantial effect 

of test temperature on the binder 

component of the asphalt mixture 

was considered, in addition to the 

collective interaction of the binder 

type and additive utilized.

BINDER IMPACTS STIFFNESS
The binder type impacts the 

stiffness of the mixture, and 

also influences the moisture 

susceptibility. Additives are used 

to strengthen the bond between the 

aggregate and binders in order to 

enhance the resistance to 

moisture infiltration.

The overall success of the asphalt 

mixture was significantly dependent 

on binder performance, and its 

resistance to temperature difference.

Three different performance-

graded binders were analyzed at 

40 deg C and 50 deg C (104 and 122 

deg F) to account for variation in 

the binders used and temperature 

across Texas. Average deformation 

was found to have a positive 

correlation with the test temperature, 

as the binder is stiffer at 40 deg C as 

expected. The mixes tested showed 

less deformation at 40 deg C than the 

tests performed at 50 deg C, and a 

higher percentage of samples passed 

at 40 deg C.

The interaction between the test 

temperature and the binder type 

showed there was a higher percentage 

of samples passed with a higher 

performance grade for the binder for 

both testing temperatures.

Additionally, the higher 

performance graded binders also 

showed lower average deformation 

when compared to the lower 

performance graded binders, 

indicating there is a profound effect 

of test temperature and binder type 

on the HWTD test results.

LIME BEST FOR STRIPPING
Lime was found to be the best 

additive type to provide resistance to 

stripping deformation. In HWTD tests, 

lime performed better than liquid 

antistripping additives, and liquid 

antistripping additives performed 

better than no antistripping agents.

The highlights from TPPC’s study 

can help provide a better understanding 

of the effect of test temperatures and 

binder types on HWTD results.

The outcomes from this study 

are important to consider for 

acceptable mixtures for thin asphalt 

overlay treatments in Texas. TPPC 

is currently working with TxDOT to 

develop new specifications for the 

2014 Specification Book for pavement 

preservation, support for research, and 

communication of their benefits. 

Yildirim is director, Texas Pavement 
Preservation Center at the University of 
Texas-Austin
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p. 37ALL STATES MATERIALS GROUP LEADS THE 
INDUSTRY WITH INNOVATIONS IN PAVEMENT 
PRESERVATION TECHNOLOGY. 

WITH THE SUBSTANTIAL RESOURCES OF ASMG 
BEHIND THEM, OUR TECHNICIANS ARE ENGI-
NEERING THE USE OF TODAY’S RESOURCES TO 
BUILD AND PRESERVE AN EFFICIENT, HIGH-
QUALITY, SUSTAINABLE INFRASTRUCTURE 
FOR TOMORROW.

AND, WITH ASMG’S EXTENSIVE MANUFACTURING, 
STORAGE, AND DISTRIBUTION NETWORK, THESE 
INNOVATIVE SOLUTIONS ARE DELIVERED COST- 
EFFECTIVELY THROUGHOUT THE NORTHEAST.

INNOVATION THROUGH LIQUID ENGINEERING

(800) 343-9620  |  www.asmg.com

AHEAD OF THE CURVE

AASHTO, AMRL  
Accredited Laboratory
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We create 
chemistry
that makes 
old roads 
love new
asphalt.

Pavement Preservation through systematic scheduled 
maintenance programs utilizing Butonal® SBR polymers 
from BASF can help to protect and extend pavement 
service life, promote safer road conditions, and prevent 
structural failures. Whether you make products for 
micro surfacing, chip seals, thin-lift overlays or other 
eco-effi cient pavement preservation applications, BASF 
can help asphalt roads perform better and last longer 
even in the toughest conditions.

Learn more at basf.com/asphalt or call 1-800-395-5152.
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Proactive Preservation 
Prevents Pavement 
Safety Hazards
By Shakir Shatnawi, Ph.D., P.E.

R
eactive maintenance and 

inadequate use of proactive 

preservation strategies 

result in hazardous surface 

defi ciencies to motorists. Defi ciencies 

that immediately affect safety, such 

as slippery pavement, loose gravel, 

excessive bridge approach slab 

settlement, abrupt vertical variations, 

horizontal discontinuities, potholes 

and edge drop offs, must be given 

fi rst priority.

POTHOLES AND IRREGULARITIES
Potholes, discontinuities and 

elevation differentials on a pavement 

surface can be extremely dangerous 

to vehicles, especially for two-wheel 

motorcycles where the impact of 

the tire suddenly dipping into a 

discontinuity in the road creates 

disruption to the balance of the 

motorcycle. Moreover, motorcycle tires 

are only three to eight inches wide, 

so even small holes in the road can be 

critical and must be addressed.

For safety and cost considerations, 

some agency criteria state that a 

pothole with a maximum depth of 

1.5 in. must be repaired within a very 

short period (24 -48 hours) from the 

time it is reported.

Surface irregularities are not as 

obvious to the driver at high speeds as 

they are at low speeds. Many agency 

guidelines state that corrections 

for surface irregularities should be 

scheduled for repair when surface 

deviations reach 1.5 in.

Abrupt vertical differential between 

the traveled way and the paved 

shoulder must be repaired. Differential 

changes in elevation of concrete 

slabs must be addressed promptly 

for safety reasons and because they 

accelerate pavement deterioration due 

to increased impact loading. Some 

agencies recommend corrections 

when surface deviations exceed 0.5 in. 

between adjacent slabs.

LOSS OF FRICTION
Friction relates to skid resistance 

and has a significant relationship with 

accidents, especially during wet weather. 

Friction is one of the major factors that 

will affect the number of collisions in a 

highway segment. Research conducted 

by the National Transportation Safety 

Board and FHWA indicated that about 

70 percent of wet pavement crashes 

could be prevented or minimized by 

improved pavement friction.

There are several devices that 

can be used to measure friction. 

Many agencies require minimum 

skid numbers ranging from 30 to 40 

for speeds greater than 40 mph. As 

friction decreases over time, it must be 

monitored systematically on regular 

basis. Preservation strategies such as 

diamond grinding have been shown 

to improve friction values.

FHWA Technical Advisory T5040.38 

(www.fhwa.dot.gov/pavement/

t504038.cfm), dated June 17, 2010, 

encourages agencies to implement 

pavement friction management 

programs to “minimize friction-related 

vehicle crashes by ensuring that new 

pavement surfaces are designed, 

constructed, and maintained to 

provide adequate and durable friction 

properties, identifying and correcting 

sections of roadways that have 

elevated friction-related crash rates, 

and prioritizing use of resources to 

reduce friction-related vehicle crashes 

in a cost-effective manner.”
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Hazardous discontinuities like potholes can cause motorcyclist to lose control
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More details on friction can be found in a previous article 

in the Winter 2012 Pavement Preservation Journal (see When 
Managing Pavements, Manage Friction As Well, pp. 19-21).

PAVEMENT EDGE DROP OFF
Crashes associated with edge drop off tend to be more 

severe than other crash types. Pavement edge drop off 

can develop at the edge of paved surfaces and must be 

investigated for safety concerns. A significant percentage 

of fatal vehicle collisions have been related to pavement 

edge drop offs. Thin pavement preservation overlays can 

contribute to increasing existing drop off depths to over the 

safety threshold values, which are generally around 50 mm 

(two in.) maximum.

A recent FHWA brochure (www.fhwa.dot.gov/

everydaycounts/technology/safetyedge) promoting the 

implementation of the safety edge states that according 

to in-service evaluations, a vertical or near vertical drop 

off of 2.5 in. or greater has been shown to pose significant 

risk, while pavements built with the safety edge showed 

reduction of more than five percent of total crashes. The 

brochure states that “when a driver drifts off the roadway 

and tries to steer back onto the pavement, a vertical edge 

can create a “tire scrubbing” condition that may result in 

oversteering. If drivers oversteer to return to the roadway 

without reducing speed, they are prone to lose control of the 

vehicle. The vehicle may veer into the adjacent lane, where 

it may collide with oncoming cars; overturn; or run off the 

opposite side of the roadway and strike a fixed object or 

overturn on a slope.”

Consideration should be given to adding shoulder 

backing or reconstructing the embankment on overlay 

projects even when thin preservation overlays are used, 

because they can increase the depth of an existing edge 

drop off. Shoulder backing is a thin course of granular 

material that is used to decrease edge drop off depth for 

safe vehicle recovery and to provide lateral support.
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Diamond grooving and grinding improves friction of pavement and 
enhances IRI readings

Contribute Your Technical 
Paper to Pavement 
Preservation Journal
PROSPECTIVE AUTHORS 
ARE invited to present 
articles on original research 
on any topic relevant to 
pavement preservation, such 
as preservation techniques, 
materials, construction, testing, 
performance, recycling and 
pavement management to 
Pavement Preservation Journal.

Papers discussing best 
practices for pavement 
preservation treatments, 
including asphalt overlays, scrub 
and fog seals, crack sealing, 
chip seal, hot in-place recycling, 
micro surfacing, and slurry 

seals, would be welcome 
as well.

Authors must prepare their 
manuscripts in accordance 
with the guidelines outlined 
by the Pavement Preservation 
Journal. All articles should 
be submitted as an e-mail 
attachment to Dr. Yetkin 
Yildirim, P.E., at 
yetkin@mail.utexas.edu.
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including style guidelines, 
please visit the Pavement 
Preservation Journal’s 
home page at 
www.fp2.org.
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INSPECT SYSTEMATICALLY
Highway agencies must regularly and systematically 

inspect all roadway surfaces for irregularities and 

discontinuities that potentially pose a safety problem for 

the road users. However, care should be taken so that 

the repair work is appropriate and of good quality. For 

example repairing a concrete pavement with bituminous 

mixes is not recommended because they may create safety 

hazards by creating drop offs as these patches tend to 

deteriorate quickly.

In addition to the performance criteria used in 

selecting pavement preservation strategies, public 

agencies should establish safety threshold levels to 

avoid hazardous pavement defects and maintain an 

acceptable level of care. For example, agencies should 

include pavement friction criteria as part of the project 

prioritization process and establish a strategy selection 

process based on friction demand.

To ensure adequate safety, motorcycles should come 

first because they are the weakest link in the vehicle 

system. They are more sensitive to pavement defects and 

more prone to lose stability, and their crashes result in 

more fatalities than other motor vehicles. When it comes to 

surface defects, if we keep motorcycle safety in mind, then 

we take care of the rest of the fleet.

Many agencies in their manuals try to avoid liability 

by using the term “should” instead of “shall” or “must,” 

giving a lot of room for personal judgment, which can be 

limited at times. However, agencies must consider 

that they have to meet an acceptable standard level 

of care.

It is the responsibility of public agencies to develop and 

maintain a standard level of care by regularly providing 

clean and safe transportation facilities. Agencies must 

identify hazardous conditions in any pavement facility and 

implement remediation.

Consider these tips for safe pavements:

•  Use timely proactive pavement preservation and 

maintenance practices to provide safe pavements.

•  Because of unattended defects, many pavements can 

be considered dangerous to motorists and especially 

motorcyclists.

•  When it comes to pavement preservation treatment 

selection, agencies need to include safety thresholds as 

well as performance criteria.

•  Many agencies do not seem to have quantifiable criteria 

for critical safety defects.

•  When it comes to safety, agencies need to develop 

stricter minimum levels of care, and repair defects in a 

timely manner.

•  With a reactive approach, many agencies neglect and fail 

to repair dangerous roadway conditions. When it comes 

to prioritization, safety must rank first. 

Shatnawi is president, Shatec Engineering Consultants, LLC, El 
Dorado Hills, Calif. You may reach him at sshatnawi@sbcglobal.net.



42    View past issues of the Pavement Preservation Journal online at www.naylornetwork.com/fpp-nxt

Let Subsurface Conditions 
Help Determine 
Preservation Candidates
By Jusang Lee, Ph.D., P.E.

A 
keynote theme in Pavement Preservation 101 

is the “three Rs”: the Right Treatment on the 
Right Road at the Right Time. However, in 

practice it is diffi cult to quantify the pavement 

subsurface condition, and even more diffi cult to make 

a systematic decision for the “right road” based on the 

subsurface conditions.

Indiana DOT has developed guidelines for systematic 

evaluation of subsurface conditions, a project level 

evaluation for applicability of pavement preservation 

treatments, including seal coats, micro surfacings, ultra 

thin bonded wearing courses, and 4.75-mm NMAS 

HMA overlays.

The evaluation procedure in the guideline consists of five 

major steps, including preliminary assessment (checklist), 

evaluation level selection and core location determination, 

layer determination, laboratory tests and data analysis and 

determination of the treatment’s applicability.

The preliminary assessment aids for assessing adequacy 

of pavement condition for the application of preservation 

treatments is based on information obtained from a 

visual inspection of surface distress on a test section. The 

pavement is considered to be a good candidate if its surface 

condition meets all minimum requirements (e.g., no sign 

of water stripping, no alligator cracking, etc.). Otherwise, a 

further examination of the pavement’s condition is required 

to assess the adequacy.

MEPDG ANALYSIS LEVELS
The general approach for selecting or determining 

evaluation inputs is a hierarchical level system such as 

the Mechanistic-Empirical Pavement Design Guide 

analysis levels.

Level 1 is the most comprehensive procedure which 

involves laboratory and GPR tests. In the case of Level 

2, pavement distress surveys along with the laboratory 

tests are conducted. In contrast, Level 3 only requires the 

laboratory tests to be conducted on randomly 

sampled cores.

The procedure for determining the location of core 

samples to be used for lab tests varies. For Level 1, GPR 

Indiana DOT’s iMoisture Analysis Panel presents analyzed digital images 
by the selected display mode and instantly updates as any changes occurs 
in selected values

data identify problem locations in terms of layers within a 

test section utilizing relatively high discrepancies in their 

dielectric values measured between layers. Three problem 

locations in each GPR detected layer should be selected. At 

least one full-depth asphalt core per each selected problem 

location should be sampled. In addition, at least three full-

depth asphalt core samples from non-problem locations 

should be collected.

Mapping surface distress by visual inspection or 3D 

laser scanner (available at Indiana DOT Research and 

Development) is required for Level 2 analysis. Types of 

distress considered in the analysis are cracking, rutting, 

pumping, potholes, and patching. Distress measurements 

should be presented as length (linear feet) in the 

longitudinal direction. Up to three of the most widely-

presented distress types in a test section should be 

selected and three core samples per each selected distress 

type are required. Three core samples from non-surface 

distress locations should also be collected. For Level 3, at 
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least three core sampling locations 

are to be selected in a test section.

LAB TESTS OF CORES 
During the laboratory tests, 

air voids and IDT strength are 

quantified using the core samples 

with the bulk specific gravity test 

(AASHTO T 331), the maximum 

specific gravity test (AASHTO T 

209), and the indirect tension test 

(AASHTO T 283).

The severity of water stripping is 

measured by iMoisture, a software 

program using digital image analysis 

developed by Indiana DOT. Then 

laboratory test results are converted 

to condition scores to understand 

severity of subsurface conditions in a 

test section.

A test section that scores a 

minimum of 61 from both problem 

and non-problem locations is 

determined to be a good candidate 

for preservation treatments. 

However, a test section can have 

a mixed condition. For instance, 

problem and non-problem locations 

can have scores equal or less than 

60 and scores higher than 60, 

respectively. Then, the distribution 

of problem locations should be 

considered to find locations in the 

test section, on which preservation 

treatments are applicable.

Indiana DOT criteria in the 

guidelines provide that the 

preservation treatments are 

applicable if the problem locations 

cover less than 20 percent of one 

mile (which is the possible minimum 

length for preservation treatments in 

state roads).

This guideline has been applied to 

three state roads in Indiana, including 

SR-70, SR-43, and SR-357. The case 

study confirms that the guideline 

provides a consistent and rational 

decision-making process 

for project-level pavement 

preservation programs. 

Lee is material research engineer, 
Office of Research and Development, 
Indiana DOT
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® .ULTRAPAVE,
Quality Asphalt Additives

®

CORPCORP.ULTRAPAVE,
Quality Asphalt Additives

Ultrapave provides a variety of 
products and technical services 

that significantly improve
asphalt paving.

POLYMER MODIFICATION FOR 
NEW CONSTRUCTION, PAVEMENT 
PRESERVATION AND REHABILITATION 

ULTRACOTE POLYMERIC 
AGGREGATE TREATMENT 

John Murphy
706-618-3625 | jmurphy@trcc.com

www.ultrapave.com
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GOING
THE
EXTRA
MILE
From manufacturing to healthcare to education, roads are essential for providing 
access to the goods and services we need to ensure our quality of life. 

That’s why, at McAsphalt, we specialize in providing asphalt products that go 
the extra mile. For more than 40 years, we’ve been the industry’s leading asphalt 
experts. Our customers trust us to be a partner and advisor. To deliver on our 
promises, “on time and on spec.” To engineer innovative asphalt products for 
everyday use and extreme conditions. 

From technical support to training to R&D, we’re committed to delivering the 
asphalt products that keep Canada moving. 

Visit us at mcasphalt.com to find out what we can do for you.
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P R O T E C T
Use PASS Rejuvenating Seals to
extend the service life of roads in
good condition, or Texture Seals

to preserve while maintaining
roadway skid numbers.

R E S U R F A C E
Use PASS Scrub Seals on light 
to moderately distressed roads
to add a fresh wearing course,

and rapidly seal and anneal 
surface cracks and keep them

from coming back.

R E C Y C L E
Use PASS R in Recycling 

and Cold Paving applications 
to rehabilitate severely 

distressed roads.

MAKE YOUR DOLLARS GO FOR MILES

Asphalt emulsions have been used in 
roadway maintenance for over a century. 
In the past two decades, the industry 
has produced a variety of innovations 
to make emulsions more stable, user 
friendly, and environmentally safe.

Polymer modification of the asphalt is one such advance, 
giving the product increased ductility and toughness. The 
invention of PASS emulsions in the 1980’s was another 
significant advance. PASS was the first product to combine 
a premium latex polymer with a rejuvenator to create a tough 
yet flexible emulsion that seals cracking and helps restore 
the properties of asphalt that disappear with age and effects 
of extreme weather.

Only PASS emulsions offer an engineered solution for greater 
longevity of each treatment and a wider range of Pavement 
Management Strategies to allow agencies to stretch their 
maintenance dollars. Independent research shows PASS 
products last longer and work more effectively to preserve 
roadways.

Visit www.preventpotholes.com 
for technical details and videos on 
Pavement Preservation, Resurfacing 
and Recycling applications.Call toll free for consultation (888) 705-4137

w w w . p r e v e n t p o t h o l e s . c o m PASS is a registered trademark of Western Emulsions Inc. ©2013
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