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This document was developed as part of the Nebraska Department of Transportationôs 

ongoing effort to provide guidance in fulfilling its mission to deliver the best possible 

statewide transportation system for the movement of people and goods. This mission is 

supported through dedicated teamwork and responsible leadership that emphasizes 

safety, economic development, and environmental stewardship. 

This document is intended as a guidance resource and does not establish official 

Department policy. Instead, it is designed to assist in complying with existing NDOT 

policies. 

Comments, suggestions, and ideas for improving this guide are welcome. 

 

Please send comments to: 

 

Pavement Design Engineer 

Nebraska Department of Transportation 

Materials and Research Division 

1400 Nebraska Parkway 

Lincoln, NE 68502 
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Chapter 1: Introduction  

1.1 Purpose  
 

The purpose of this guide is to provide the Nebraska Department of Transportation (NDOT), consultant 

firms, and contractors with a detailed pavement overview covering materials, design, construction, and 

maintenance considerations for traditionally let NDOT projects. This guide: 

 

¶ Serves as an extensive pavement reference that users can browse to look up typical design 

values, methods, practices, and resources. 

¶ Provides approved policies and procedures for pavement design for use on NDOT projects. 

¶ Provides pavement designers with a uniform, streamlined process for designing pavements. 

¶ Serve as a guide to pavement designers for selecting pavement rehabilitation strategies. 

¶ Addresses related topics that a pavement designer needs such as procedures for load analysis and 

pavement forensics. 
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1.2 Organization  
 

This Pavement Design Guide is organized into nine chapters: 

 

¶ Chapter 1 ï Introduction   

This chapter provides an overview of the Pavement Design Guide, policy resources, and a review 

of topics related to pavements and highway materials.  

 

¶ Chapter 2 ï Pavement Design Process  

This chapter provides definitions of pavement types, pavement type selection, the approved 

methods for pavement design, pavement design categories, pavement design process, 

information needed for pavement design, and pavement design reports. 

 

¶ Chapter 3 ï Pavement Evaluation  

This chapter provides definitions of pavement distresses, typical causes of pavement distresses, 

and guidance for selecting treatments for pavement rehabilitation. 

 

¶ Chapter 4 ï Subgrade Design 

This chapter provides an overview of Nebraskaôs soil characteristics, design parameters for 

subgrade stabilizations, and drainage layer information. 

 

¶ Chapter 5 ï Gravel Road Design 

This chapter provides an overview of Nebraskaôs gravel roads design and focuses on optimizing 

material selection, gradation, and stabilization to ensure long-term performance under varying 

traffic loads and environmental conditions.  

 

¶ Chapter 6 ï Flexible Pavement Design  

This chapter provides an overview of the types of flexible pavements NDOT uses, design 

parameters and typical ranges, backcalculation methodology, pavement detours and widening, 

and perpetual flexible pavement design. 

 

¶ Chapter 7 ï Rigid Pavement Design  

This chapter covers the approved design method for rigid pavements, rigid pavement design 

process, recommended typical values, thickness determination, concrete paving standards, 

bonded and unbonded concrete overlays.  

 

¶ Chapter 8 ï Hot-Pour Sealants 

This chapter provides an overview of the Hot-Pour Sealants that the NDOT utilizes and general 

guidance for applying Hot-Pour Sealants to bituminous and concrete pavements. 

 

¶ Chapter 9 ï Material Cost and Quantity Estimates 

This chapter provides information on the Departments project pay items and the associated 

estimated cost for different construction practices. 
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1.3 Pavement Design Reference Materials  
 

Specifications and Design Manuals 

 

¶ Standard Specifications for Highway Construction (2017) 

https://dot.nebraska.gov/media/g4qp4y0d/2017-specbook.pdf 

 

¶ Nebraska Department of Roadway Design Manual 

https://dot.nebraska.gov/business-center/design-consultant/rd-manuals/ 

 

¶ Nebraska Department of Transportation ï Transportation Asset Management Plan (2022) 

https://dot.nebraska.gov/media/iqeffkxw/2022-tamp-report.pdf 

 

 

Pavement ME Design Resources 

 

¶ AASHTO Pavement ME Design Manual 

 

¶ Nebraska DOT User Guide for AASHTOWare Pavement ME Design  

o Created by ARA (2021) 

 

¶ Nebraska DOT User Guide for AASHTOWare Pavement ME Design Version 3.0 

o Condensed Version (Updated 2025) 

 

Note:  AASHTOWare Pavement ME Design software along with local calibrations are used 

extensively. These manuals are a compilation of NDOT design practices, procedures, 

materials data, and related guidance used daily in conjunction with the AASHTO manual. 

 

¶ Backcalculation Tool (BcT) 

 

¶ User Manual for Pavement M-E Deflection Data Analysis and Backcalculation Tool 

o AASHTOWare Backcalculation Tool, BcT ï User Manual Version 1.1.5 

 

¶ AASHTOWare Backcalculation Guide 

o Desktop BcT Manual (NDOT) 

 

 

Maps and Reference Information 

 

¶ State and National Classification Maps by County 

https://dot.nebraska.gov/travel/map-library/func-by-county/ 

 

¶ Map of the Districts with Contact Information 

dist-map-with-contacts.pdf (nebraska.gov) 

 

¶ AASHTO Guide to Pavement Design, Construction, and Management (Second Edition, 2026) 

 

 

https://dot.nebraska.gov/media/g4qp4y0d/2017-specbook.pdf
https://dot.nebraska.gov/business-center/design-consultant/rd-manuals/
https://dot.nebraska.gov/media/iqeffkxw/2022-tamp-report.pdf
https://dot.nebraska.gov/travel/map-library/func-by-county/
https://dot.nebraska.gov/media/kfgfb2u4/dist-map-with-contacts.pdf
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1.4 Policy Overview  
 

Concrete Pavement Policies 

 

¶ Installation of Dowels in Outside Surfaced Shoulders for I-80, Lincoln to Grand Island 

https://dot.nebraska.gov/media/4uzby5hw/i80-doweled-conc-shoulders-mr-23-01.pdf 

 

¶ Longitudinal Joints ï Limit Concrete Panel Width 

https://dot.nebraska.gov/media/ryvlsblb/longitudinal-joint-policy-mr-23-02.pdf 

 

¶ Portland Cement Concrete Thickness 

https://dot.nebraska.gov/media/viub4qjs/concrete-thickness-policy-mr-23-03.pdf 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

https://dot.nebraska.gov/media/4uzby5hw/i80-doweled-conc-shoulders-mr-23-01.pdf
https://dot.nebraska.gov/media/ryvlsblb/longitudinal-joint-policy-mr-23-02.pdf
https://dot.nebraska.gov/media/viub4qjs/concrete-thickness-policy-mr-23-03.pdf
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Chapter 2: Pavement Design Process  

2.1 Introduction  
 

Pavement Design is the process of developing the most economical combination of pavement layers, 

with respect to thickness, type of materials, and subgrade treatment over the design life of cumulative 

traffic loading. Pavement materials comprise a large portion of the cost of a project. Sound engineering 

judgment and careful consideration should be combined to produce a cost-effective and structurally 

sound pavement design. 

 

2.2 Overview  
 

The objectives of the pavement design process are to aid the Pavement Design Engineer in making 

decisions that will improve roadway condition or provide guidance for new pavement structures. The 

information collected from the NDOT Pavement Optimization Program (POP), As-Built Plans, and 

Mechanistic Empirical (ME) Pavement Design program outputs are used to provide a structure that is 

capable of carrying traffic loads while addressing current pavement distresses with minimum physical 

deterioration. 

 

During the design life of a project, there are four Clarity Task activities completed by Pavement Design. 

Clarity is a project management platform used to facilitate project delivery.  

 

Clarity Task 5258 (Planning Pavement Determination):  

 

The Planning Pavement Determination task is created at the initial scoping of a project. The intention is 

to evaluate the existing pavement conditions and determine an appropriate pavement strategy based on 

the Proposed Design Standard selected in the Construction Project Initiation Request Form (DR73). The 

Pavement Determination is posted to OnBase. Task items include: 

 

¶ Review the Project Initiation Request (DR73). 

¶ Review POP and As-Built Plans. Develop a project Histogram. 

o An example of a Histogram can be found in Chapter 3.4 ï NDOT Evaluation Tools. 

¶ Create a DRAFT Planning Pavement Determination. 

¶ Create a Pavement ME Design run if the project is scoped as a New & Reconstruction project. 

¶ Review the Planning Pavement Determination during the Internal Review Meeting with the 

Pavement Design Engineer. 

¶ Complete a Core Request Form. 

¶ Through correspondence, send the Planning Pavement Determination to the District Engineer for 

approval. 

¶ Attach the approved Planning Pavement Determination into the DR73 Workflow and upload the 

document into OnBase. 

¶ Send notifications. (See Email Distribution List below.) 

¶ Mark the task complete in Clarity. 

¶ Make revisions to the Planning Pavement Determination as the DR73 moves through the scoping 

process. 
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Clarity Task 5303 (Pavement Coring &  FWD): 

 

The Pavement Coring & FWD task is intended to evaluate the condition of the road by collecting 

samples and data and evaluating the pavement structure and subgrade. Shortly after the Scoping meeting 

for a project, a request must be created to inform the coring crew of locations where to perform 

Coring/FWD/GPR work. Results from the Coring/FWD/GPR will be processed and placed in OnBase 

for review. 

 

¶ Review the Core Request Form. 

¶ Perform Coring/FWD/GPR in locations identified from Core Request Form. 

¶ Process Coring/FWD/GPR data. 

¶ Upload the Coring/FWD/GPR data into OnBase. 

¶ Send a notification to the Pavement Designer that the data is ready for review. 

¶ Mark the task complete in Clarity. 

 

Clarity Task 5364 (Pavement Determination Review):  

 

The Pavement Determination Review is intended to incorporate additions and revisions that result from 

Coring/FWD/GPR review and Roadway Design project development. The Pavement Determination 

Review is posted to OnBase and has the same notification distribution. 

 

¶ Created approximately 1 year after the Planning Pavement Determination. 

¶ Create a DRAFT Pavement Determination Review. 

¶ Incorporate any changes due to decisions made during the PCM 30/Construction Meeting. 

¶ Include any project changes as needed from the District and Roadway Design. 

¶ Review the Pavement Determination Review during the Internal Review Meeting with the 

Pavement Design Engineer. 

¶ Review the Core Request Form for any changes. 

¶ Send the Pavement Determination Review to the District Engineer for approval. 

¶ Upload the approved Pavement Determination Review into OnBase. 

¶ Send notifications. (See Email Distribution List below.) 

¶ Mark the task complete in Clarity. 

¶ Make revisions to the Pavement Determination Review as needed as the project progresses. 
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Clarity Task 5406 (Final Pavement Determination):  

 

The Final Pavement Determination is completed after reviewing Cores/FWD/GPR results. The Final 

Pavement Determination is routed to the Pavement Design Engineer, the M&R Engineer, and District 

Engineer through Pavement Design Workflow in OnBase. 

 

¶ Created approximately 1 year after the Pavement Determination Review. 

¶ Create a DRAFT Final Pavement Determination. 

¶ Incorporate any changes due to decisions made during the PCM 35. 

¶ Include any project changes as needed from the District and Roadway Design. 

¶ Create a Pavement ME Design run using backcalculation modulus for Rehabilitation projects. 

¶ Review the Final Pavement Determination during the Internal Review Meeting with the 

Pavement Design Engineer. 

¶ Review the Coring/FWD/GPR data with the Pavement Design Engineer. 

¶ Upload the approved Final Pavement Determination into Workflow for multistep approval. 

¶ Send notifications. (See Email Distribution List below.) 

¶ Mark the task complete in Clarity. 

¶ Make revisions to the Final Pavement Determination when project updates occur. 

 

Clarity Task 5655 (Pavement Determination Verification):  

 

The Pavement Determination Verification is a confirmation that the Final Pavement Determination is 

current. This verification step takes place just prior to PS&E turn-in. There is no distribution or 

document posted in OnBase. 

 

¶ Perform approximately 6 months before PS&E Turn-in. 

¶ Review the Final/Pre-PS&E Plans. 

¶ Compare the Final Pavement Determination to the Final/Pre-PS&E Plans. 

¶ Make edits to the Final Pavement Determination as needed. 

¶ Send corrections to the Roadway Designer for making edits to the Final/Pre-PS&E Plans. 

¶ Mark the task complete in Clarity. 

 

Pavement Design Distribution List for Clarity Tasks: 

 

¶ Project Scheduling/Program Manager,  

¶ Assigned Roadway Designer, 

¶ Assigned Delivery Engineer,  

¶ Roadway Design Manager,  

¶ Scoping Engineer,  

¶ Roadway Design Section Head,  

¶ and Pavement Design Staff. 
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2.3 Pavement Design Standards  
 

There are three pavement design standards: 

 

¶ New and Reconstruction 

¶ Resurfacing, Restoration, and Rehabilitation (3R) 

¶ Preventive Maintenance 

 

It is important that the Pavement Designer conducts an early investigation to confirm which standard 

applies to the project. A projectôs proposed design standard is selected during the projectôs initial 

scoping by the District and can be found in the Project Initiation Request Form (NDOT73) in OnBase. 

 

New and Reconstruction Standard  

 

New and Reconstruction is a combination of base and pavement placed on a prepared subgrade to 

support traffic for flexible and rigid pavements. New and Reconstruction projects have an expected 

service life exceeding 20 years and generally consist of: 

 

¶ Construction of a new road. 

¶ Relocating an existing route on new alignment. 

¶ Removal of the pavement structure and construction of a new base or the modification of the 

existing base, which will be designed to reconstruction standards. 

¶ Modification of the base is defined as improving or strengthening the existing base through 

chemical (Fly Ash, Lime, etc.) or mechanical (geofabric, geogrid, etc.) means and will require 

designing to reconstruction standards. 

¶ Building a new bridge or reconstructing an existing bridge. 

¶ Adding through lanes to the existing alignment. 

 

New and Reconstructed projects should be considered when: 

 

¶ The crash history indicates the need for improvements that can significantly reduce the crash 

rate. 

¶ Meeting 3R standards will require that significant existing geometric deficiencies be corrected. 

¶ Significant grading is to be done which requires major right-of-way to be acquired and/or major 

utility relocations. 

 

The minimum design standards for New and Reconstructed projects on the Nebraska Highway System 

may be found in the Green Book (Ref. 1.1), the Interstate Green Book (Ref. 1.2), and in Appendix H, 

ñAASHTO Minimum Design Guidanceò of the Roadway Design Manual.  

 

Practical Design considerations may allow the application of 3R standards to a segment (or segments) of 

the current New and Reconstructed project (e.g., reconstructing the pavement structure at the existing 

width without modification of the existing base). Please refer to Chapter 1: Roadway Design Standards 

of the Roadway Design Manual for more information. 

 

https://dot.nebraska.gov/media/1vshig3g/d-chap-1-design-standards.pdf 

 

 

https://dot.nebraska.gov/media/1vshig3g/d-chap-1-design-standards.pdf
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Resurfacing, Restoration, and Rehabilitation (3R) Standard 

 

3R projects are generally undertaken to preserve the highway assets, improve the reliability of the 

transportation system, maintain the mobility of the highway user, mitigate highway safety issues 

identified through crash history and operational issues identified through analysis. Generally, it is not the 

purpose of 3R projects to increase highway capacity. A 3R resurfacing strategy typically has an 

expected service life of up to 20 years. 

 

Application of 3R design standards to a pavement resurfacing project is, for the most part, determined 

by the pavement recommendation. 

 

¶ Pavement recommendations that address deficiencies in the pavement structure, increase the 

structural capacity and extend the life of the facility by up to 20 years will usually be designed to 

3R standards.  

¶ Pavement recommendations that require pavement replacement and restoration of the base can 

be designed to 3R standards.  

o Restoration of the base is defined as restoring the original condition of the base (subgrade 

preparation).  

o A portion of the existing base may be removed to accommodate the required pavement 

thickness based on the pavement recommendation. 

¶ Pavement recommendations that require removal of the entire pavement structure and the 

construction of a new base or the modification of the existing subgrade will be designed to New 

and Reconstructed standards.  

o Modification of the base/subgrade is defined as improving the drainage layer or 

strengthening the existing base/subgrade through chemical (fly ash, lime, etc.) or mechanical 

(geofabric, geogrid, etc.) means.  

o Practical Design considerations may allow the application of 3R standards to a segment (or 

segments) of the current New and Reconstructed project (e.g. reconstructing the pavement 

structure at the existing width without modification of the existing base/subgrade). 

 

The 3R design standard utilizes a cost/benefit paradigm, including such strategies such as: 

 

¶ Practical Design,  

¶ 2+2 Projects, and  

¶ Super 2 Roadways.  

 

For NDOT 3R guidance, see Chapter 17: Resurfacing, Restoration and Rehabilitation (3R) Projects of 

this manual and the MDS (Ref. 1.3).  

 

https://dot.nebraska.gov/media/f5ffhjyt/t-chapter-17-3r.pdf 

 

 

 

 

 

 

 

 

 

https://dot.nebraska.gov/media/f5ffhjyt/t-chapter-17-3r.pdf
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Preventive Maintenance Standard 

 

Preventive Maintenance projects are programmed for the preservation of the existing roadway surfacing 

back to itsô original condition without significantly increasing the structural capacity. Preventive 

Maintenance is typically applied to pavements in good condition which have significant service life 

remaining. A Preventive Maintenance project has an expected service life of up to 12 years. 

 

The Board of Public Roads Classifications and Standards has issued maintenance standards applicable 

for each functional classification of roadway (Chapter 2, Section 003, of the MDS, Ref. 1.3). Building 

curb ramps and upgrading roadway appurtenances (such as guardrail) are allowed on Preventive 

Maintenance projects. Please refer to Chapter 1: Roadway Design Standards for more information. 

 

For the design process, Preventive Maintenance projects are initially separated into two categories, 

Roadway Design Maintenance and Materials & Research Maintenance.  

 

¶ Roadway Design Maintenance 

o Asphalt Overlays 

o Hot-In-Place Recycling 

¶ Materials & Research Maintenance 

o Microsurfacing 

o Fog Sealing 

o Concrete Pavement Repairs 

o Joint and/or Crack Sealing 

o Diamond Grinding and Texturing 

o Penetrating Concrete Sealer 

 

During the evaluation of a project, the Pavement Design Engineer may change the pavement design 

standard to better fulfill the needs of the roadway. In rare cases, for a variety of factors, it may be 

anticipated that the typical maintenance strategy may fail before a 12-year expected service life. Factors 

include, but are not limited to the existing pavement conditions, overall pavement thickness, heavy truck 

loading and environmental conditions. The Pavement Design Engineer may evaluate the expected 

service life of a proposed maintenance strategy. If the Pavement Design Engineer determines the 

strategy will not meet its anticipated service life, the surfacing thickness may be increased to reach a 

service life of approximately 12 years. 
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Summary 

 

In comparison to New and Reconstruction projects, 3R projects generally have shorter project delivery 

time, have fewer impacts on the environment, fewer and less extensive right-of-way acquisitions, and 

are less costly. Maintenance projects generally have even fewer impacts and lower costs.  

 

For resurfacing projects, the appropriate minimum design standards are applied to the project segment 

based on the expected service life. Each design standard and the associated projectôs expected service 

life are as follows: 

 

¶ New and Reconstruction: A pavement strategy typically involves construction or reconstruction of 

an entire pavement, base, and subgrade system. These have an anticipated service life exceeding 20 

years. 

 

¶ Resurfacing, Restoration, and Rehabilitation (3R): A 3R resurfacing strategy typically has an 

anticipated service life up to 20 years.  

 

¶ Preventive Maintenance: A highway surface Preventive Maintenance strategy has an anticipated 

service life of approximately 12 years.  

 

The Pavement Design Engineer may adjust the pavement design strategy of a project based on the 

current pavement conditions and the traffic needs of the roadway.  
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2.4 Pavement ME Design  
 

For complete instructions for running Pavement ME Design, see NEDOT PMED User Manual. 

 

Background 

 

The AASHTOWare Pavement ME Design software tool (referred to as Pavement ME Design® 

(PMED)) was developed based on the results and findings from a series of National Cooperative 

Highway Research Program (NCHRP) research studies, namely, NCHRP 1-37A, 1- 40B, and 1-40D, 

conducted from 1998 through 2008.1 The PMED software accounts for changes in traffic, material, and 

environmental conditions and incorporates mechanistic-based algorithms, computations, and transfer 

functions to simulate the impact of these changes on the long-term performance of the pavements. 

 

The software computes pavement responses such as stresses, strains, truck axle load deflections, and 

accumulated pavement damage over the pavement design/analysis period. The accumulated pavement 

damage is then used to determine pavement distresses that are indicative of the performance of 

pavements over the design or analysis period. 

 

Such a rational engineering design approach provides a reliable and cost-effective method of diagnosing 

pavement problems, as well as forecasting maintenance and rehabilitation needs. AASHTO adopted this 

procedure in 2008 and published a Manual of Practice for its use (AASHTO, 2008). Additional 

Revisions of the Manual of Practice was published in 2021.  

 

Overview of NDOT User Guide 

 

The ME User Guide provides an overview of the Pavement ME Design software and MEPDG 

procedure. It was prepared for Nebraska DOTôs (NDOT) with inputs specific to Nebraska's site 

conditions, traffic, climate, and materials used to accomplish the following: 

 

¶ Provide guidance on using the software for new pavement and rehabilitation design strategies. 

¶ Determine the inputs of the PMED software. 

¶ Provide guidance on using the PMED software to perform pavement designs for most new and 

rehabilitated pavement types, specifically for Nebraska conditions (traffic and climate) and 

materials. 

¶ The design strategies include: 

o New or reconstructed flexible or asphalt pavement. 

o New or reconstructed rigid pavement: Jointed Plain Concrete Pavement (JPCP). 

o Flexible pavement rehabilitation: 

Á Asphalt overlay of existing flexible pavement. 

Á In place recycling of asphalt pavements. 

Á JPCP overlay of existing flexible pavement. 

o Rigid pavement rehabilitation: 

Á Asphalt overlay of existing JPCP. 

Á Fractured JPCP with the use of asphalt overlays. 

Á JPCP overlay of existing JPCP. 

o JPCP and Asphalt maintenance to extend the life cycle of flexible and rigid pavements. 
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2.5 Vehicle Classifications and Pavement Loading  Analysis  
 

During the design process, the pavement designer should have an understanding of the amount of 

loading the pavement will be subjected to. Different vehicle classifications will develop different 

loading applications. 

 

Vehicle Classifications 

 

The Federal Highway Administration (FHWA) developed a standardized vehicle classification system in 

the mid-1980s. FHWA classifies vehicles in terms of their configuration rather than weight. This type of 

classification system is more conducive to traffic applications but can be adapted for pavement loading 

applications. The FHWA Traffic Monitoring Guide (TMG) recommends classifying vehicles into 13 

different categories.  

 

Figure 2.5-1 ï FHWA Vehicle Classifications 

 

 
 

For more information on vehicle classification rules, please refer to the FHWAôs Traffic Monitoring 

Guide at the link below. 

 

Traffic Monitoring Guide - Policy | Federal Highway Administration (dot.gov) 

 

 

 

https://www.fhwa.dot.gov/policyinformation/tmguide/


2026      
NDOT Pavement Design Guide             Page 18 

Equivalent Single Axle Load 

 

The most common historical approach to determining the amount of damage a pavement will be 

subjected to is called an Equivalent Single Axle Load. An Equivalent Single Axle Load (or ESAL) is an 

approach that converts wheel loads of various magnitudes and repetitions of ñmixed trafficò to an 

equivalent number or ñstandardò or ñequivalentò loads. The normal designated ESAL in the United 

States is 18,000 lbs. For example, a given vehicle on a given type of pavement is 3.0 ESALs means that 

one pass by the vehicle has the same effect on the pavement as three passes by an 18,000 lb. single axle. 

 

At the time of its development (early 1960s at the AASHO Road Test) it was much easier to use a single 

number to represent all traffic loading in the somewhat complicated empirical equations used for 

predicting pavement life. There are 2 standard ESAL equations (one for Flexible Pavement and one for 

Rigid Pavement) that are derived from the AASHO Road Test results. Both equations involve the same 

basic format except the exponents are slightly different. 

 

Flexible Pavement ESAL Equation from Pavement Interactive: 

 

Flexible Pavement ESAL Equation ï Pavement Interactive 

 

Rigid Pavement ESAL Equation from Pavement Interactive: 

 

Rigid Pavement ESAL Equation ï Pavement Interactive 

 

Overloaded Vehicles 

 

Overloaded, or overweight vehicles are vehicles that exceed the designed load-bearing capacity of the 

roadway. Pavement structures are designed to support a certain amount of weight, and when that weight 

limit is exceeded, the extra load inducing stress can lead to shortening the pavement life expectancy of 

the pavement. Consequently, the pavement structure is subjected to accelerated damage and manifests as 

potholes, cracking, rutting, and fatigue failures. An increase in pavement distresses leads to an increase 

in maintenance costs and frequency of repairs. 

 

Damage to the pavement is not linear, but exponential. The graph below shows the damage inflicted on 

the pavement as the weight increases on the axles.  

 

 
 

Figure 2.5-2 ï Level of Road Damage due to Vehicle Loading 

(Study for Harmonization of Vehicle Overloading Control in the East African Community, JICA, 2011) 

https://www.pavementinteractive.org/reference-desk/design/structural-design/aasho-road-test/
https://pavementinteractive.org/reference-desk/design/design-parameters/flexible-pavement-esal-equation/
https://pavementinteractive.org/reference-desk/design/structural-design/rigid-pavement-esal-equation/
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For example: 

 

One standard axle load (Aw) for a single axle is 18,000 lbs = 1.0 ESAL 

 

ὉὛὃὒ  = ὉὛὃὒ 
ȟ  

ȟ  
  = ὉὛὃὒ ρȢπ 

 

If the standard axle load (Aw) is increased by 15% to 20,700 lbs, then: 

 

ὉὛὃὒ  = ὉὛὃὒ 
ȟ  

ȟ  
  = ὉὛὃὒ ρȢχυ 

 

If the standard axle load (Aw) is doubled to 36,000 lbs, then: 

 

ὉὛὃὒ  = ὉὛὃὒ 
ȟ  

ȟ  
  = ὉὛὃὒ ρφȢπ 

 

An example of an overweight vehicle calculation is shown on the next page. 

 

 

FHWA Comprehensive Truck Size and Weight Study for Pavements and Truck Size Weight 

Regulations 

 

https://www.fhwa.dot.gov/reports/tswstudy/tswwp3.pdf 

 

For additional information on Equivalent Single Axle Loading, please visit Pavement Interactive at the 

following link: 

 

Equivalent Single Axle Load ï Pavement Interactive 

 

In conclusion, overweight vehicles pose a significant challenge to pavement structures, accelerating 

deterioration and reducing the overall lifespan. The excessive loads these vehicles impose can lead to 

common forms of pavement distress, such as rutting, cracking, and pavement fatigue, which in turn 

increases the maintenance costs and compromise road safety. Understanding and mitigating the impacts 

of overweight vehicles is crucial for preserving infrastructure integrity, ensuring long-term performance, 

and optimizing public investment in transportation networks. 

 

For information on legal vehicle loads in Nebraska, please refer to the Nebraska Truck Information 

Guide at the Nebraska State Patrols website. 

 

Carrier Enforcement | Nebraska State Patrol 

 

 

 

 

 

 

 

 

 

https://www.fhwa.dot.gov/reports/tswstudy/tswwp3.pdf
https://pavementinteractive.org/reference-desk/design/design-parameters/equivalent-single-axle-load/
https://statepatrol.nebraska.gov/divisions/field-services/carrier-enforcement


2026      
NDOT Pavement Design Guide             Page 20 

Example: Class B Single Vehicle 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Legal Load = 40,000 lbs  

       = (20,000 lbs front axle + 20,000 lbs rear axle) 

 

ESAL = (20,000 lbs / 18,000 lbs)4 + (20,000 lbs / 18,000 lbs)4 

           = 3.05 ESALs per Truck  

 

15% over legal weight = 46,000 lbs  

 = (20,000 lbs front axle + 26,000 lbs rear axle) 

 

ESAL = (20,000 lbs / 18,000 lbs)4 + (26,000 lbs / 18,000 lbs)4 

           = 5.88 ESALs per Truck  

 

Vehicle Damage Factor = 5.88 ESALs per Truck / 3.05 ESALs per Truck 

= 1.93 

 

A 15% load increase causes 1.93 times the damage of a legal weight Class B Single Vehicle. 

 
 

 
 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

20,000 lbs 20,000 lbs 
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Load Spectra 

 

The most recent method for measuring vehicular traffic loading is by the load spectra method. 

According to Pavement Interactive, load spectra is a representation of the distribution of vehicle axle 

loads categorized by axle type and load range. ESALs represent all traffic as a single, equivalent axle 

load, while load spectra directly characterize traffic by the number of axles, their configuration, and their 

individual weights, without conversion to a single equivalent value. This information can be used with a 

series of mechanistic-empirical equations to develop a pavement structural design. 

 

Some key advantages of the load spectra approach are: 

 

¶ Load spectra is compatible with the FHWAôs Traffic Monitoring Guide (TMG) and thus many 

agencies are already collecting the appropriate data. 

 

¶ The load spectra method offers a hierarchical approach to traffic data input depending upon the 

usersô needs and resources. There are three levels of potential input: 

 

o Level 1 Inputs ï Use of volume/classification and axle load spectra data directly related 

to the project. 

o Level 2 Inputs ï Use of regional axle load spectra data and project-related  

volume/classification data. 

o Level 3 Inputs ï Use of regional or default classification and axle load spectra data. 

 

¶ Load spectra already includes information on traffic distribution including directional, lane and 

temporal distribution (if needed) as well as traffic growth rates. 

 

AASHTO Pavement ME Design utilizes the load spectra approach when performing pavement analysis. 

 

To view the FHWA Traffic Monitoring Guide, please visit the following link below: 

 

Traffic Monitoring Guide - Policy | Federal Highway Administration 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

https://www.fhwa.dot.gov/policyinformation/tmguide/
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Chapter 3: Pavement Evaluation  

3.1 Introduction  
 

The purpose of this chapter is to help the user recognize the distresses typically found on pavements in 

Nebraska and understand the possible causes. Evaluating and understanding pavement conditions is vital 

to the success of a project. There are many tools available to a Designer to evaluate a pavement 

including Cores/FWD/GPR Data, Pavement Optimization Program (POP), PathWeb, IHI data, As-Built 

Plans, and District Maintenance feedback. 

 

Distress is defined as a condition of pavement structure that reduces serviceability or leads to a reduction 

in serviceability. Serviceability is defined as the ability of a pavement to provide a safe and comfortable 

ride for its users. 

 

Distresses may be treated with a range of repairs, each having a varying degree of success. Some of the 

treatments shown for the distresses will provide only a short-term solution, which may be all that is 

needed. 

 

3.2 Flexible Pavement  
 

Flexible pavement distresses include a wide variety of pavement surface defects that generally fall into 

the following categories: 

 

¶ Cracking 

o Alligator 

o Reflective 

o Longitudinal 

o Random/Block 

o Transverse 

o Edge 

¶ Raveling/Weathering 

¶ Distortion 

¶ Rutting 

¶ Excess Asphalt 

¶ Pumping 

 

For each distress, a number of possible treatments are available. In many instances, multiple types of 

distress occur so the treatment selected must be appropriate for all distresses that are present.  
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Alligator Cracking  

 

Alligator cracking is a series of interconnected cracks in an asphalt layer forming a pattern which 

resembles an alligatorôs hide or chicken wire. The cracks indicate fatigue failure of the asphalt layer 

generally caused by repeated traffic loadings. This distress allows water to penetrate the surfacing 

material and subgrade, which furthers the damage. Alligator cracking, also called fatigue cracking, 

usually begins as a single longitudinal crack in the wheel path or a transverse crack. 

 

Possible causes include: 

¶ Insufficient Pavement Structure 

¶ Inadequate Base Support 

¶ Poor Base Drainage 

¶ Aging and Traffic Loading 

 

Possible treatments: 

¶ Patching 

¶ Mill/Fill Asphalt Overlay with Patching 

¶ Stabilized Bituminous 

¶ Remove and Replace Asphalt and Address 

Subgrade 

¶ Improve Subgrade Drainage 

 

 

 

 

Reflective Cracking 

 

Reflective cracking is a type of pavement failure that occurs when cracks or joints in an existing, 

underlying pavement layer propagate into an overlay layer.  

 

Possible causes include: 

¶ Traffic 

¶ Temperature Variations 

¶ Poor Constriction Practices 

¶ Ability of the Asphaltic Material to  

Absorb Stress (Flexibility)  

 

Possible treatments: 

¶ Crack Seal 

¶ Chip Seal/Armor Coat 

¶ Mill/Fill Asphalt Overlay 

o Thicker Asphalt Overlay 

o Trenching to Underlying Problem 

o Pavement Fabric 

o Pavement Fibers 

 

 

 

Alligator Cracking 

Reflective Cracking 
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Longitudinal  Cracking 

 

Longitudinal cracking denotes cracks that run predominantly parallel to the centerline. These cracks may 

be in the wheel paths, between wheel paths, construction joints, and/or at lane joints such as centerline 

or mainline/shoulder. 

 

Possible causes include: 

¶ Traffic Loading (Wheel Path) 

¶ Environmental (Frost Heave) 

¶ Construction Related (Joint Cracks) 

¶ Poor Drainage 

¶ Reflection Cracks 

 

Possible treatments: 

¶ Crack Seal 

¶ Chip Seal/Armor Coat 

¶ Patching 

¶ Mill/Fill Asphalt Overlay 

 

 

 

 

 

 

 

Random/Block Cracking 

 

Random or Block cracks is a series of rectangular cracks that are interconnected. These cracks usually 

cover a big area of the road or pavement. 

 

Possible causes include: 

¶ Environmental (Thermal) 

¶ Aging 

¶ Ability of the Asphaltic Material to  

Absorb Stress (Flexibility)  

 

Possible treatments: 

¶ Crack Seal/Fog Seal 

¶ Chip Seal/Armor Coat 

¶ Mill/Fill Asphalt Overlay 

 

 

 

 

 

 

 

 

Longitudinal Cracking 

Block Cracking 
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Transverse Cracking 

 

Transverse cracks are those considered to extend three-fourths of the width of the pavement or more, 

generally perpendicular to centerline. 

 

Possible causes include: 

¶ Environmental (Thermal) 

¶ Swelling or Shrinkage of the Subgrade 

¶ Reflection Cracks 

¶ Settlement (Trench, Backfill) 

 

Possible treatments: 

¶ Crack Seal 

¶ Chip Seal/Armor Coat 

¶ Patching 

¶ Mill/Fill Asphalt Overlay 

 

 

 

Edge Cracking 

 

Edge cracking is similar to alligator cracking only located within 1 to 2 feet of the edge of the pavement. 

Failure begins at the edge of the pavement and progresses towards the wheel path. Pavement edge 

distress can result in worsening of the wheel path condition and allowing moisture into the subgrade 

soils and base materials. Edge cracking also includes longitudinal cracking associated with a widened 

base. 

 

Possible causes include: 

¶ Traffic Loading/Oversized Vehicles 

¶ Off-tracking 

¶ Insufficient Pavement Structure 

¶ Inadequate Base Support 

¶ Poor Base Drainage 

¶ Construction Related 

¶ Low Shoulder 

¶ High Shoulder Holding Water 

 

Possible treatments: 

¶ Patching 

¶ Mill/Fill Asphalt Overlay 

¶ Trenched Widening 

¶ Remove and Amend or Replace Subgrade 

 

 

 

 

 

 

Transverse Cracking 

Edge Cracking 
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Raveling/Weathering 

 

Raveling or Weathering is the progressive wearing away of the pavement from the surface downward 

caused by the loss of asphalt binder and the dislodging of aggregate particles. 

 

Possible causes include: 

¶ Poor Asphalt Mix Quality 

¶ Asphalt Hardening due to Aging 

¶ Insufficient Asphalt Content 

¶ Improper Construction Methods 

 

Possible treatments: 

¶ Fog Seal 

¶ Chip Seal/Armor Coat 

¶ Microsurfacing 

¶ Patching 

¶ Mill/Fill Asphalt Overlay 

 

 

 

 

 

 

 

 

Distortion 

 

Distortion is defined as that distress in the pavement caused by densification, consolidation, swelling, 

heave, creep or slipping of the surface or foundation. 

 

Possible causes include: 

¶ Inadequate Support or Overloading 

¶ Environmental (Freeze-Thaw) 

¶ Loss of Bonding between Structural Layers 

¶ Insufficient Tack Coat 

¶ Material Defect in Tack Coat 

¶ Static Load (Depressions) 

¶ Soft Binder (Shoving) 

 

Possible treatments: 

¶ Patching 

¶ Mill/Fill Asphalt Overlay 

 

 

 

 

 

 

Raveling/Weathering 

Shoving 



2026      
NDOT Pavement Design Guide             Page 27 

Rutting 

 

A rut is a surface depression in the wheel path after pavement layers or subgrade deform from traffic 

load applications. 

 

Possible causes include: 

¶ Poor Mix Quality 

¶ Incorrect Binder Selection 

¶ Insufficient Support 

¶ Improper Construction Procedures 

 

Possible treatments: 

¶ Mill with Chip Seal/Armor Coat 

¶ Microsurfacing 

¶ Patching 

¶ Mill/Fill Asphalt Overlay 

 

 

 

 

Excess Asphalt 

 

Excess asphalt, also called bleeding or flushing, is used to describe a free film of asphalt on the surface 

of the pavement that creates a smooth, shiny, greasy, and reflective surface. It is usually found in the 

wheel paths and becomes quite sticky when hot. 

 

Possible causes include: 

¶ Armor Coat with Loss of Aggregate 

¶ Poor Mix Quality 

o Poor Binder 

o Low Air Voids 

o High Binder Content 

¶ Improper Construction Procedures 

¶ Paving Over Excess Asphalt 

 

Possible treatments: 

¶ Mill, then Chip Seal/Armor Coat 

¶ Mill , then Microsurfacing 

¶ Mill/Fill Asphalt Overlay 

 

 

 

 

 

 

 

 

 

Bleeding/Flushing 

Rutting 
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Pumping 

 

Pumping is a pavement issue that occurs when water and fine subbase material are forced out of the 

pavement through cracks or joints. Pumping can also occur with Rigid Pavements but are more visible 

with Asphalt or Composite Pavements due to the contrast in color. 

 

Possible causes include: 

¶ Heavy Traffic Loads 

¶ Improper Construction Procedures 

¶ Poor Drainage of the Subgrade 

¶ Poor Load Transfer at Joint 

¶ Small Fractured Concrete Panels 

¶ Poor Joint/Crack Sealing Practices 

 

Possible treatments: 

¶ Joint/Crack Seal 

¶ Patching 

¶ Installing Additional Drains 

¶ Underlying Concrete Repairs 

¶ Mill/Fill Asphalt Overlay 

¶ Pavement and Subgrade Replacement 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Pumping 
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3.3 Rigid Pavement  
 

The most significant and severe distresses in rigid pavements generally occur along joints. Joint 

deterioration reduces pavement performance substantially and increases the need for maintenance. Other 

distresses occur within a concrete slab away from joints, leading to a loss of ride quality and structural 

failure of the pavement. 

 

Types of distresses in Portland cement concrete (PCC) pavements include: 

¶ Joint Distresses 

¶ Faulting 

¶ Transverse Cracking 

¶ Longitudinal Cracking 

¶ Durability Cracking 

¶ Pattern Cracking 

¶ Surface Distress 

¶ Alkali -Silica Reaction (ASR) 

 

For each distress, a number of possible treatments are available. In many instances, multiple types of 

distress occur so the treatment selected must be appropriate for all distresses that are present.  

 

 

Joint Distress 

 

Joint distress reflects the deterioration of the concrete within 2 feet on either side of a joint. Breaking or 

chipping of the pavement joints usually results in fragments with feathered edges. 

 

Possible causes include: 

¶ Expansive internal pressure due to alkali-aggregate 

reactivity between the cement and the aggregates. 

¶ Expansive internal pressure due to corrosion and 

deterioration of dowel bars. 

¶ Seized dowel bars combined with thermal expansion 

(Freeze-Thaw) 

¶ Misaligned Dowel Bars 

¶ Lack of support at joint due to pumping action and voids. 

¶ Overloading 

 

Possible treatments: 

¶ Partial Depth Repair (if Concrete is Sound) 

¶ Full Depth Repair 

¶ Joint Repair 

¶ Joint/Crack Seal 

¶ Asphalt Overlay 

 

 

 

 

Joint Distress 
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Faulting 

 

Faulting is a differential vertical displacement of a slab or other member adjacent to a joint or crack. 

Faulting may be either longitudinal or transverse and creates a ñstepò deformation of the pavement 

surface. Faulting commonly occurs in transverse joints of Portland cement concrete pavements that do 

not have load transfer devices (dowels). Usually the ñupstreamò slab is higher than the ñdownstreamò 

slab. 

 

Possible causes include: 

¶ Uneven Roadbed Support 

¶ Thermal and Moisture Stresses (Freeze-

Thaw) 

¶ Pumping of Slabs due to lack of Dowels 

¶ Insufficient Pavement Structure. 

 

Possible treatments: 

¶ Slab Jacking 

¶ Slab Replacement 

¶ Diamond Grinding 

¶ Dowel Bar Retrofit with Diamond Grinding 

¶ Asphalt Overlay 

 

 

Transverse Cracking 

 

Transverse cracks are cracks that run perpendicular to centerline, resulting in a panel that is broken into 

two or more pieces. Panels broken into two pieces are rated as Class I and panels broken into more than 

two pieces are rated as Class II. 

 

Possible causes include: 

¶ Thermal Contractions 

¶ Poor Construction Practices (Curing) 

¶ Long Joint Spacing 

¶ Overloading 

¶ Subgrade Issues 

o Swelling 

o Shrinkage 

o Settlement 

 

Possible treatments: 

¶ Joint/Crack Sealing 

¶ Partial Depth Repair 

¶ Full Depth Repair 

¶ Slab Replacement 

¶ Asphalt Overlay 

 

 

 

Faulting 

Transverse Cracking 
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Longitudinal/Slab Cracking 

 

Longitudinal or Slab cracking is used to describe any unplanned longitudinal or diagonal structural crack 

that extends through the depth of the slab. 

 

Possible causes include: 

¶ Overloading 

¶ Wide Joint Spacing 

¶ Shallow or Late Joint Sawing 

¶ Pumping of the Subgrade 

¶ Non-uniform Base 

¶ Curling or Warping of Slab 

¶ Culvert or Utility Trench Subsidence 

 

Possible treatments: 

¶ Joint/Crack Seal 

¶ Cross Stitching 

¶ Partial Depth Repair  

¶ Full Depth Repair 

¶ Asphalt Overlay 

 

 

Durability Cracking  

 

Durability cracking, also known as D-Cracking, consists of a series of closely spaced, crescent-shaped 

cracks that form near joints, corners, or existing cracks.  

 

Possible causes include: 

¶ Thermal and Moisture Stresses  

o Freeze-Thaw cycle deterioration  

of the aggregates 

 

Possible treatments: 

¶ Partial Depth Repair 

¶ Full Depth Repair 

¶ Slab Replacement 

¶ Asphalt Overlay 

 

 

 

 

 

 

 

 

 

 

 

D-Cracking 

Slab Cracking 
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Pattern Cracking 

 

Pattern cracking refers to occasional to extensive interconnected cracks that may appear anywhere 

within a panel but do not extend throughout the entire depth of the slab. 

 

Possible causes include: 

¶ Shrinkage Cracks 

¶ Material Related Distress 

o ASR 

 

Possible treatments: 

¶ Penetrating Concrete Sealer 

¶ Asphalt Overlay 

¶ Concrete Surface Milling 

 

 

 

 

Surface Distress 

 

Surface distress is the scaling, spalling, chipping or disintegration of the concrete wearing surface that 

leads to roughness and poor durability. It is measured in square feet per panel but does not include any 

distresses within 2 feet of the joint. 

 

Possible causes include: 

¶ Poor Materials 

¶ Poor Construction Practices 

o Too Much Water 

o Overworking 

¶ Thermal and Moisture Stresses  

¶ Corrosion of Reinforcing Steel 

¶ Reinforcing Steel too Close to Surface 

 

Possible treatments: 

¶ Partial Depth Repair 

¶ Full Depth Repair 

¶ Slab Replacement 

¶ Asphalt Overlay 

 

 

 

 

 

 

 

 

 

 

Pattern Cracking 

Scaling 
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Alkali -Silica Reaction (ASR) 

 

Alkali -silica reaction (ASR) is a harmful chemical reaction that leads to cracking, spalling and 

deterioration in concrete. ASR occurs when reactive silica in certain aggregates reacts with alkalis 

(sodium and potassium) in the cement paste, forming an alkali-silica gel around the reactive aggregate 

particles. When exposed to moisture, the gel expands, generating internal pressure that causes tensile 

cracking around the aggregates. Once cracking begins, additional moisture can enter the concrete, 

further accelerating the ASR process and worsening the deterioration. 

 

Possible causes include: 

¶ Reactive Aggregates 

¶ No ASR Mitigation 

o No/Not Enough SCMs 

 

Possible treatments: 

¶ Penetrating Concrete Sealer 

¶ Slab Replacement 

¶ Asphalt Overlay 

 

 

 

 

 

 

 

 

 

 

 

See Chapter 7 of this Pavement Design Guide for additional information on alkali-silica reaction in 

concrete pavement. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Alkali -Silicate Gel 

Alkali -Silica Gel in Cracks 
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3.4 NDOT Evaluation Tools  
 

NDOT has many programs to evaluate pavement conditions. This section will touch on different 

programs/data retrieval techniques that aid the Designer and the Pavement Design Engineer in 

evaluating the current pavement conditions and creating a strategy for the Pavement Determination. 

 

Cores/FWD/GPR 

 

Pavement cores are cylindrical samples taken from the surface of a pavement to assess its condition and 

quality. Cores are evaluated to: 

 

¶ Determine the pavementôs structure and condition. 

¶ Identify defects such as stripped material. 

¶ Test the pavements composition, strength, and thickness. 

¶ Assess the drainage characteristics of the pavement. 

¶ Verify Ground Penetrating Radar (GPR) data. 

¶ Test unbound layers. 

 

Pavement cores are extracted using a special drilling machine with a diamond-tipped core-barrel. Once 

the cores have been extracted from the pavement, a soil sample is typically taken to evaluate the 

subgrade properties under the roadway. The holes are then patched with a cold patch material. 

 

 
 

 

 

 

 

 

Figure 3.4-1 ï Cores from CN 71236 
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A Falling Weight Deflectometer (FWD) is a non-destructive device that measures the stiffness and 

structural strength of pavement by dropping a weight onto the pavement and measuring the resulting 

deflection. The FWD is mounted on a trailer and towed to the pavement being tested. The operator 

controls the weight dropped onto the pavement and measures the resulting deflection using sensors. The 

deflection data is used to calculate the pavement stiffness, resilient modulus, and other factors. 

 

 
 

 

 

The resilient modulus of a pavement is used as a key parameter to measure the stiffness of a pavementôs 

material. The higher the resilient modulus indicates that the pavement material is stiffer, meaning it will 

resist deformation more effectively under traffic loads. 

 

 

 

 

 

Figure 3.4-2 ï Resilient Modulus Determined from FWD Results, CN 71236 
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Ground Penetrating Radar (GPR) is a non-destructive technology that uses electromagnetic pulses to 

evaluate the condition of a pavement. GPR provides a continuous profile of the existing pavement 

condition that can measure: 

 

¶ Thickness of the pavement structure, 

¶ Identify construction layers and changes in materials, 

¶ Indicate increased moisture content, 

¶ Detect voids, delamination, and other defects, 

 

The thickness results from the GPR data can be used in conjunction with the FWD results to further aid 

in creating a more accurate existing pavement structure. GPR data is plotted on a graph and compared to 

the physical cores taken from the same roadway. GPR is a great way to see what is happening to the 

existing pavement between cores. 

 

 
 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Figure 3.4-3 ï Ground Penetrating Radar Results, CN 71236 
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NDOT Pavement Optimization Program 

 

The Nebraska Department of Transportation utilizes a pavement management data system called the 

NDOT Pavement Optimization Program (POP). This data management system is controlled and updated 

by the NDOT Asset Management Division for the purpose of providing existing pavement conditions. 

The Asset Management Division uses equipment mounted on vans that drive the roads once a year to 

gather data about existing conditions including rut depths, faulting, International Roughness Index (IRI), 

etc.  

 

For more information about POP, see the Pavement Optimization Program ï User Manual on the NDOT 

website. 

 

https://dot.nebraska.gov/media/fdhjq3sn/popmanual.pdf 

 

PathWeb 

 

PathWeb is a web-based program that stores pictures of the existing pavement surface and other 

pavement data collection for review. The information obtained from the Asset Management Section is 

uploaded into PathWeb for users to view the pavement surface and evaluate pavement conditions. 

PathWeb is a helpful tool in evaluating current pavement conditions and comparing the current 

pavement conditions to previous years quickly to track any distresses seen on the pavement surface. 

 

To access PathWeb, please select the hyperlink below. 

 

https://pathweb.pathwayservices.com/ne 

 

As-Built Plans 

 

As-Built Plans are a set of plans that show the final dimensions, materials, and details of a road after 

construction. They are a record of what was built in previous projects and notes any changes made 

during construction that differ from the proposed letting plans. As-Built Plans are useful for evaluating 

the pavement structure, joint layouts, and subgrade materials.  

 

As-Built Plans can be found in OnBase. 

 

C1 Program 

 

The C1 Program is an internal mainframe program. Pavement Design uses the following portions of the 

C1 Program for evaluating a roadway segment: 

 

¶ Maintenance Cost Data 

¶ Traffic Counts 

¶ IHI Data (Rutting, Faulting, Cracking, IRI) 

 

The C1 Program also holds As-Built Plan information used to create a Pavement Histogram. The 

Pavement Histogram is a visual representation of what the pavement structure is comprised, when the 

material was installed, and where it was placed.  

 

An example of a Pavement Histogram is on the next page. 

https://dot.nebraska.gov/media/fdhjq3sn/popmanual.pdf
https://pathweb.pathwayservices.com/ne
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Figure 3.4-4 ï Pavement Histogram, CN 71236 
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3.5  Pavement Serviceability  Definitions  
 

The pavement distresses described in this chapter directly correlate to the serviceability of a road as 

perceived by the traveling public. The NDOT collects a pavementôs distress data and correlates it into an 

algorithmic equation that can be used to define a pavementôs serviceability. This serviceability number 

of a pavement helps the NDOT prioritize pavements that need maintenance, repair, or replacement. 

Below are several indicators and indexes that the NDOT uses to evaluate a pavementôs serviceability. 

 

For additional information about NDOTôs Pavement Management Systems, please refer to the State of 

Nebraska Pavement Management Systems Manual. 

 

https://dot.nebraska.gov/media/gjdmgjmg/pavement-management-systems.pdf 

 

 

Skid Resistance 

 

Friction is the resistance to movement between two objects in contact. In the context of pavements, it 

refers to the force generated between a vehicleôs tire and the road surface. Skid resistance specifically 

describes the friction between a tire and the pavement surface when the tire is locked and sliding. It is 

commonly measured using a locked-wheel tester, which records the force required to drag a non-rotating 

tire across the pavement. The result is expressed as a skid number (SN) ï the higher the skid number, the 

greater the skid resistance. 

 

Friction can decrease due to factors such as aggregate polishing, loss of surface texture, adverse weather 

conditions, or roadway alignment. According to Pavement Interactive, the typical allowable skid 

numbers are listed below: 

 

Skid Resistance 

Skid Number Comment 

 ̓30 Take Measures to Correct 

Ó 30 Acceptable for Low Volume Roads 

31 ï 34 Monitor Pavement Frequently 

Ó 35 Acceptable for Heavily Traveled Roads 

 

 

Rutting 

 

Rutting is a permanent depression in the wheel path of a pavement thatôs caused by repeated traffic 

loads. Ruts can be narrow or wide, and they can affect multiple paths or just two. Rutting is only found 

in flexible pavements but can be found in composite pavements with the rutting occurring within the 

asphaltic concrete layer. NDOT has adopted the following qualitative rutting categories: 

 

Rutting 

Description Average Rut Depth 

Good < 4 mm 

Fair 4 mm ï 9 mm 

Poor > 9 mm 

 

https://dot.nebraska.gov/media/gjdmgjmg/pavement-management-systems.pdf
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Faulting 

 

Faulting is a displacement between two adjacent concrete slabs, measured at the common joint. Faulting 

can result from a combination of factors such as inefficient load transfer at joints, slab pumping, slab 

settlements, curling, warping, and inadequate base support conditions. NDOT has adopted the following 

qualitative faulting categories: 

 

Faulting 

Description Inches 

Low ȧ - ¼ 

Moderate ¼ - ½   

High Ó ½ 

 

 

International Roughness Index (IRI)  

 

The International Roughness Index (IRI) is a standard measurement of how rough a pavementôs surface 

is. A pavementôs IRI number is used to evaluate the overall ride quality of a pavement. A lower IRI 

value indicates a smoother pavement surface, while a higher IRI value indicates a rougher pavement 

surface. 

 

The IRI is calculated using a mathematical model of a vehicle's suspension. A continuous profile 

along the pavement is measured and analyzed to summarize qualities of pavement surface deviations 

that impact vehicle suspension movement. NDOT has adopted the following qualitative IRI 

categories: 

 

International Roughness Index (IRI) 

Rating in/mile mm/m 

Good < 95  ̓1.50 

Fair 95 ï 170 1.50 ï 2.68 

Poor > 170 ι 2.68 

 

IRI for Asphaltic Concrete - Resurfacing Projects:  

¶ The intent is to build or resurface the roadway with an IRI Ò 68 in/mile. All dips and bumps 
greater than 0.4ò shall be corrected.  

¶ Refer to Section 502 of Standard Specifications for Highway Construction for additional 

information. 

 

IRI for Portland Cement Concrete (PCC):  

¶ The intent is to build a roadway with an IRI between 68 in/mile and 99 in/mile. Surface deviation 

shall not exceed 0.3ò if a profiler is used or 1/8ò if a 10ô straight edge is used.  

¶ Refer to Section 602 of the Standard Specifications for Highway Construction for additional 

information. 
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Nebraska Serviceability Index (NSI) 

 

The Nebraska Serviceability Index (NSI) is a number between 0 and 100 that measures the condition of 

a section of Nebraskaôs highway. The NSI is a composite index that uses visual inspection data with 

automated service data by combining pavement type, pavement age, traffic usage, severity of surface 

distresses, and the rutting or faulting measurements.  

 

The NSI of a pavement is calculated using a mathematical calculation. Different numerical weights 

are assigned to pavement distresses based on severity of the pavement distress. An algorithm then 

calculates all of the distress ratings and produces the NSI Rating Number. NDOT has adopted the 

following qualitative NSI categories: 

 

Nebraska Serviceability Index (NSI) 

Description NSI Rating 

Excellent Pavement Like New 90 ï 100 

Good Several Years of Service Life Remaining 70 ï 90 

Fair Few Years of Service Life Remaining 50 ï 70 

Poor Candidate for Rehabilitation 30 ï 50 

Very Poor Possible Replacement 0 ï 30 

 

The NSI represents the condition of the pavement at the time of the survey and does not necessarily 

reflect the rate of pavement deterioration. For evaluation of remaining service life of a pavement, the 

current and historically low NSI for the pavement are evaluated along with the general rate of pavement 

deterioration as observed overtime.  

 

Present Serviceability Index (PSI) 

 

The Present Serviceability Index (PSI) is a number between 0 and 5 that measures a pavementôs 

rideability. PSI was developed at the AASHTO Road Test to assess how well a roadway is serving the 

traveling public.  

 

Nebraska does not use roughness alone in deriving the PSI of a pavement. Along with using the 

International Roughness Index (IRI), compensation is made for cracking, rutting, faulting, joint 

distress, slab cracking, and repairs. Much like the Nebraska Serviceability Index (NSI), different 

numerical weights are assigned to pavement distresses based on the pavement distress. An algorithm 

then calculates all of the distress ratings and produces the PSI Rating Number. NDOT has adopted the 

following qualitative PSI categories: 

 

Present Serviceability Index (PSI) 

Description PSI Rating 

Excellent Pavement Like New 4 ï 5 

Good Several Years of Service Life Remaining 3 ï 4 

Fair Few Years of Service Life Remaining 2 ï 3 

Poor Candidate for Rehabilitation 1 ï 2 

Very Poor Possible Replacement 0 ï 1 
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Chapter 4: Subgrade Design  

4.1 Introduction  
 

The subgrade of a pavement is a critical component of any transportation system. The characterization 

and evaluation of the soils used for the subgrade are critical to the performance of pavement structures. 

Subgrade design for a pavement involves understanding the subgrade soil conditions and materialistic 

properties to ensure the pavementôs long-term life.  

 

4.2  Soil Identification and Description  
 

Soil identification is the process of determining the type of soil by examining its physical and chemical 

characteristics. This can be done in a few ways: 

 

¶ Visual Inspection ï Examine the soilôs color, texture, shape, size, and arrangement of particles. 

Compare the soilôs physical characteristics to a standard soil chart or soil 

description. 

 

¶ Field Test ï Measure the soilôs physical and mechanical characteristics such as density, moisture 

 content, strength, compaction, and permeability. 

 

¶ Laboratory Tests ï Perform gradations, Atterberg Limits, and hydrometer tests. 

 

Soil descriptions, classification, and other information obtained during the subgrade exploration and 

examinations are greatly relied upon throughout the remainder of the investigation program and during 

the design and construction phase of a project.  

 

To provide uniformity in describing and classifying soils, the Nebraska Department of Transportation 

has adopted the Unified Soil Classification System (USCS) for soil sampling and classification (Soil and 

Foundation Workshop Manual NHI # 13212, July 1993).  

 

The Unified Soil Classification System (USCS) classifies soils according to grain size distribution and 

plasticity. This classification system can be applied to most unconsolidated materials and is represented 

by a two-letter symbol.  

 

In addition to the USCS soil designation, a detailed description for each material stratum encountered 

should be included on the log. The description should be sufficiently detailed to provide the engineer 

with an understanding of the material present at the site. 

 

 

 

 

 

 

 

 

 



2026      
NDOT Pavement Design Guide             Page 43 

Two terms that are used in the site exploration process are IDENTIFY and DESCRIBE.  

 

¶ Identification is the process of determining which components exist in a particular soil sample, 

i.e., gravel, sand, silt, clay, etc.  

 

¶ Description is the process of estimating the relative percentage of each component and preparing 

a word picture of the sample.  

 

¶ Identification and description are accomplished primarily with vision and touch. 

 

During the progression of a boring, the drilling personnel should roughly identify and describe the soils 

encountered. 

 

A typical soil description procedure is shown on the following pages. This procedure involves visually 

and manually examining soil samples with respect to texture, plasticity and color. This method presented 

for preparing a word picture of a sample for entering on a subsurface exploration log applies to soil 

descriptions made in the field and laboratory. 
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Definition of Terms for General Soils 

 

¶ Boulder   A rock fragment, usually rounded by weathering or abrasion, with  

average dimension of 12 inches or more. 

 

¶ Cobble   A rock fragment is usually rounded, or sub rounded, with an  

average dimension between 3 to 12 inches. 

 

¶ Gravel    Rounded, sub rounded, or angular particles of rock that will pass a  

3-inch square opening sieve and be retained on a No. 4 sieve. 

 

¶ Sand    Particles that will pass the No. 4 sieve and be retained on the No.  

200 sieve. 

 

¶ Silt    Material passing the No. 200 sieve that is non-plastic and exhibits  

little or no strength when dried. 

 

¶ Clay    Material passing the No. 200 sieve that can be made to exhibit  

plasticity (putty like property) within a wide range of water 

contents and exhibits considerable dry strength. 

 

¶ Fines    The portion of a soil passing a No. 200 sieve. 

 

¶ Muck     Finely divided organic material containing various amounts of  

mineral soil. 

 

¶ Peat    Organic material in various stages of decomposition. 

 

¶ Organic Clay   Clay containing microscopic size organic matter. May contain  

shells and/or fibers. 

 

¶ Organic Silt   Silt containing microscopic size organic matter. May contain shells  

and/or fibers. 

 

¶ Coarse-Grained Soil  Soil having a predominance of gravel and/or sand. 

 

¶ Fine-Grained Soil  Soil having a predominance of silt and/or clay. 

 

¶ Mixed-Grained Soil  Soil having significant proportions of both fine-grained and coarse- 

grained sizes. 
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Visual Identification  

 

¶ Gravel   Identify by particle size. The particles may have an angular, rounded, or  

sub-rounded shape. 

 

¶ Sand   Identified by particle size. Gritty grains that can easily be seen and felt. No  

plasticity or cohesion. Size ranges between gravel and silt. 

 

¶ Silt   Identified by behavior. Fines that have no plasticity. It is difficult to roll  

into a thread and will easily crumble. Has no cohesion. When dry, it can 

be easily broken by hand into powdery form. 

 

¶ Clay   Identified by behavior. Fines that are plastic and cohesive when in a moist  

or wet state. It can be rolled into a thin thread that will not crumble. When 

dry, it forms hard lumps that cannot be readily broken by hand. 

 

¶ Muck    Black or dark brown finely divided organic material mixed with various  

portions of sand, silt, and clay. May contain minor amounts of fibrous 

material such as roots, leaves, and sedges. 

 

¶ Peat   Black or dark brown plant remains. The visible plant remains range from  

coarse fibers to finely divided organic material. 

 

¶ Organic Clay  Dark gray clay with microscopic size organic material dispersed  

throughout. May contain shells and/or fibers. It has weak structure, which 

exhibits little resistance to kneading. 

 

¶ Organic Silt  Dark gray silt with microscopic size organic material dispersed  

throughout. May contain shells and/or fibers. It has weak structure, which 

exhibits little resistance to kneading. 

 

¶ Fill    Man-made deposits of natural soils and/or waste materials. 

 

 

Soil Sample Identification Procedure 

 

1)  Is sample coarse-grained, fine-grained, mixed-grained or organic? 

If mixed-grained, decide whether coarse-grained or fine-grained predominates. 

 

2)  What is the principal component? 

Use a noun in the soil description. i.e., Sand, Silt, Clay. 

 

3)  What is the secondary component? 

Use as the adjective in the soil description. i.e., Silty Sand, Silty Clay, Clayey Silt. 

 

4)  Are there additional components? 

Use as additional adjectives. i.e., Silty Sand Gravelly, Clayey Silt Sandy. 
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Examples of Descriptions of the Soil Components 

 

¶ Sand    Describes a sample that consists of both fine sand and coarse sand  

particles. 

 

¶ Gravel    Describes a sample that consists of both fine and coarse gravel  

particles. 

 

¶ Silty Fine Sand  Major component fine sand, with non-plastic fines. 

 

¶ Sandy Gravel   Major component gravel size, with fine and coarse sand. May  

contain small amounts of fines. 

 

¶ Gravelly Sand  Major component sand, with gravel. May contain small amounts of  

fines. 

 

¶ Gravelly Sand, Silty  Major component sand, with gravel and non-plastic fines. 

 

¶ Gravelly Sand, Clayey Major component sand, with gravel and plastic fines. 

 

¶ Sandy Gravel, Silty  Major component gravel size, with sand and non-plastic fines. 

 

¶ Sandy Gravel, Clayey Major component gravel size, with sand and plastic fines. 

 

¶ Silty Gravel   Major component gravel size, with non-plastic fines. May contain  

sand. 

 

¶ Clayey Gravel  Major component gravel size, with plastic fines. May contain sand  

and silt. 

 

¶ Clayey Silt   Major component silt size, with sufficient clay to impart plasticity  

and considerable strength when dry. 

 

¶ Silty Clay   Major component clay, with silt size. Higher degree of plasticity  

and higher dry strength than clayey silt. 

 

¶ Fat Clay   Major compound clay with high degree of plasticity. Absorbs large  

amounts of water and can cause pavement distress due to 

shrink/swell characteristics. 
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Other Information for  Describing Soils 

 

1) Color of the Sample   Brown, Gray, Red, Black, Yellow, Blue, Green, etc. 

 

2) Moisture Condition   Dry, Moist, Wet (Saturated). 

 

3) Examples of Materials  Sand, Silt, Clay, Gravel, Sandstone, Ironstone, Topsoil,  

Organic, Ogallala, Shale, Limestone, etc. 

 

4) Examples of Descriptions  Slightly, Contains, Considerable, Decayed, Grains, Clean,  

Clayey, Silty, Fairly, Numerous, Fractured, Weathered, 

Trace, Eroded, Mottled, Cemented, Extremely, 

Intermittent, Compact, etc. 

 

Examples of Complete Soil Descriptions 

 

¶ Light Gray Silty Clay, moist, plastic, with ½-inch layers of wet gray silt 

 

¶ Red Brown Clayey Silt, moist, plastic 

 

¶ Brown Silty fine Sand, wet, non-plastic 

 

¶ Gray Sandy Gravel, Clayey, moist, low plastic 

 

¶ Fill ï Brown Sandy Gravel, with pieces of brick and cinders, wet, non-plastic 

 

¶ Dark Gray Organic Clay, with shells and roots, moist, plastic 
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Definition  of Terms for  Nebraska Soils 

 

¶ Topsoil     

Surface soil that supports vegetation. Typically, loamy and dark colored, and generally described 

as brown silty clay. 

 

¶ Buried Topsoil    

Former surface soil buried beneath later deposits. It may contain organic material and exhibit 

variable strength and compressibility. 

 

¶ Redeposited Topsoil    

Topsoil transported downslope and deposited on terraces or bottomlands by sheet erosion from 

adjacent uplands. Material properties may vary depending on the source material and degree of 

mixing. 

 

¶ Subsoil 

A compact subsurface zone formed by infiltration and accumulation of fines leached from 

overlying topsoil. It is generally described as silty clay. 

 

¶ Claypan 

A dense, impervious clay layer formed in areas of poor drainage or slow runoff. Claypans restrict 

water movement and may create drainage and stability problems. 

 

¶ Buried Subsoil    

Subsoil formed during a previous geologic period and subsequently buried by later deposition. 

 

¶ Redeposited Subsoil 

Subsoil eroded from its original location and redeposited at a lower elevation. It is typically 

disturbed and less uniform than undisturbed subsoil. 

 

¶ Peorian Loess (Silty Clay to Clayey Silt) 

A common wind-deposited parent material found throughout eastern, central, and southwestern 

Nebraska. Peorian loess exposed slopes commonly stand in near-vertical positions. Settlement 

may occur under both dry and wet conditions. Embankment stability is generally good when dry 

but may require staged construction when wet. Typically light brown, tan, or buff in color. 

 

¶ Redeposited Peorian 

Loess that has eroded and accumulated out of its original position, commonly as talus at the base 

of exposed loess slopes. The near-vertical slope stability characteristic of intact loess is generally 

lost. 

 

¶ Sandy Peorian 

Loess intermixed with sand in transitional areas between the Sandhills and the typical Peorian 

mantle. 
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¶ Loveland Loess (Silty Clay) 

An older loess deposit characterized by a reddish tint and generally heavier texture than Peorian 

loess. It may contain varying amounts of sand. A buried solum may occur at the contact between 

Loveland and Peorian deposits and is often visible in fresh roadway cuts. 

 

¶ Redeposited Loveland 

Loveland loess displaced from its original position by slumping or erosion. 

 

¶ Sandy Loveland 

A sandy textural phase of Loveland loess. 

 

¶ Glacial Till (Silty Clay)  

Dense glacial deposits consisting primarily of clay intermixed with sand, silt, gravel, and rock 

fragments. Material properties and composition vary widely depending on the glacial source. 

Kansan Till is typically tan to orange, while Nebraskan Till is generally gray. 

 

¶ Glacial Gravel 

Mixed deposits of sand, gravel, cobbles, and boulders transported by glaciers. 

 

¶ Glacial Sand 

Localized sand deposits associated with glacial till. 

 

¶ Fine Sand and Natural Sand 

Wind-blown dune sands common in the Nebraska Sandhills and water-deposited fine sands 

occurring throughout the state. Natural sand typically contains more fines than fine sand. 

Settlement is generally minimal and occurs rapidly, and embankment stability is typically not a 

problem. Beware of areas where sand is on top of shale if the shale is not flat. Water may be 

trapped above the shale and cause instability if the shale surface is sloped. 

 

¶ Brule Clay (Silty Clay to Clayey Silt) 

A massive, compact, pinkish silty clay formation occurring primarily west of North Platte. Thin 

volcanic ash layers may occasionally be present. Settlement is generally minimal and 

embankment stability is good when dry. Wet conditions may lead to erosion, traffic sensitivity, 

and instability . 

 

¶ Redeposited Brule 

Slumped and weathered Brule formation material. It is typically loose and mellow, with 

engineering behavior similar to loess in appearance and characteristics. 

 

¶ Ogallala Formation 

A predominantly sand and gravel formation occurring primarily west of North Platte. 

Interbedded layers of sand, gravel, stone, and lime may be encountered. The formation is often 

cemented and may contain varying percentages of clay, silt, gravel, lime and sand. Settlement is 

minimal and embankment stability is good as long as it is dry, although erosion may be a 

concern. 
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¶ Pierre Shale (Silty Clay to Fat Clay) 

A dark gray massive clay containing some chalk, bentonite, thin sandstones, and occasionally 

concretions. It is highly plastic, a very poor subgrade material, and prone to slope instability. 

Increasing moisture greatly reduces shear strength and contributes to landslides. Most major 

slides in Nebraska involve shale formations. Benching is especially important where fills are 

placed on shale slopes. Settlement is typically minimal, but embankment stability is poor. 

 

¶ Carlile Shale 

A gray shale containing layers of fine-grained sandstone. It is not commonly encountered at 

depths associated with Nebraska highway construction. 

 

¶ Graneros Shale 

A dark gray plastic shale containing thin calcareous layers, sand, sandy shale, and coal-like 

material. 

 

¶ Dakota Sandstone and Dakota Shales 

A formation containing fine sand ranging from loose, clean deposits to highly cemented 

sandstone and ñironstoneò. Cemented zones may require blasting or ripping for excavation. 

Interbedded shale layers are common and typically consist of fine-grained silty clay shales with 

high swell potential and poor subgrade characteristics. Dakota shales often have a glossy or 

soapy appearance and may be multicolored. 

 

¶ Alluvial Silts, Sands and Clays 

Water-deposited materials occupying stream floodplains, including variable deposits of silt, sand 

clay, muck and peat. These soils are typically saturated, have high settlement potential, and 

exhibit poor embankment stability. Pore pressure may create stability concerns. Two-stage 

grading and/or wick drains work well in these soils. Surcharging may create additional stability 

problems. Excavation should be considered where weak layers are less than 10 feet thick. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 



2026      
NDOT Pavement Design Guide             Page 51 

4.3  Nebraska Group Index  
 

The Nebraska Group Index (NGI) is a soil classification system used to assess the stability of soils for 

use of subgrades material in the construction of roadways and other paved surfaces. The NGI helps 

engineers determine the quality of the soil for supporting the load-bearing capacity of the pavement 

structure. 

 

The Nebraska Group Index is calculated based on factors such as: 

 

¶ Soil Plasticity ï The ability of the soil to deform without cracking or breaking, which can  

indicate its potential for compaction and stability under load. 

 

¶ Soil Gradation ï The distribution of particle sizes in the soil, which affects the drainage and  

stability. 

 

The Nebraska Group Index uses a range of numbers to represent a different soil type found in Nebraska. 

These soil types can be an indication of how structurally sound the subgrade material can be. The higher 

the NGI value, the more potentially problematic the soil is for supporting the pavement structure. 

 

Soil Type NGI 

Gravel -4 to -2 

Fine Sand -1 to 1 

Sandy Silt 2 to 7 

Loess 8 to 12 

Loess/Till 13 to 14 

Till  15 to 21 

Shale 22 to 24 

 

¶ NGI between -4 ï 4 ï Soils with a low NGI value are considered good for pavement  

construction. They are generally stable, well-drained, and have a low 

plasticity. These soils require minimal treatment or reinforcement for 

pavement support. 

 

¶ NGI between 5 ï 7 ï Soils in this range have moderate stability but may need some  

improvements to support the pavement adequately. The subgrade may need 

additional stabilization or better drainage to prevent future distress. 

 

¶ NGI between 8 ï 21 ï Soils with NGI values in this range are generally unsuitable for supporting  

heavy truck traffic without significant treatment. These soils can lead to 

instability in the presence of water. Soil improvement or a stronger 

pavement design should be considered. 

 

¶ NGI ι 21 ï Soils with a high NGI value are poor for supporting pavements. They tend to be  

highly plastic or contain excessive fines, leading to high potential for failure under 

load. These soils may require stabilization, removal, or the use of high-quality 

pavement materials to ensure durability. 
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Figure 4.3-1 ï Nebraska Group Index Chart 
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Using the Nebraska Group Index Charts (Figure 4.3-1), an NGI value can be determined knowing the 

soilôs Gradation and Atterberg Limits. 

 

Example: 

 

A preliminary soil sample has been taken from a future project. The soil is to be analyzed to determine 

what type of soil is located on the project and whether that soil type needs additional structural support.  

 

The soil sample has a gradation consisting of: 

2% retained on the No. 10 Sieve 

14% retained on the No. 40 Sieve 

20% retained on the No. 200 Sieve 

 

The soil sample has an Atterberg Limit consisting of: 

Liquid Limit of 8 

Plastic Index of 12 

 

Using Figure 4.3-1 on the previous page, 

 

Chart 1 ï 20% retained on the No. 200 Sieve and a Liquid Limit of 8  

                Chart 1 Value = 8 

 

Chart 2 ï 20% retained on the No. 200 Sieve and Plastic Index of 12  

                Chart 2 Value = 0.8 

 

The Nebraska Group Index is the summation of Chart 1 and Chart 2 

 

NGI = Chart 1 + Chart 2 

          = 8.0 + 0.8 

            = 8.8  

           = Loess Type Soil  

 

Since the NGI is between 8 and 21, the existing soil for the future project should receive a stabilization 

strategy to structurally support the pavement structure and the traffic loadings. 

 

For more information about the Nebraska Group Index, please visit the following links. 

 

¶ Proctor Compaction Testing, NDOR Research Project SG-10, 2008  

https://dot.nebraska.gov/media/bsaca43t/final-report-p313.pdf 

 

¶ Dynamic Testing of Nebraska Soils and Aggregates, G. Woolstrum, 1989 

http://onlinepubs.trb.org/Onlinepubs/trr/1990/1278/1278-004.pdf 

 

 

 

 

 

 

 

https://dot.nebraska.gov/media/bsaca43t/final-report-p313.pdf
http://onlinepubs.trb.org/Onlinepubs/trr/1990/1278/1278-004.pdf
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4.4  Subgrade Stabilization  
 

Subgrade stabilization is the modification of an existing soil or subgrade to provide structural stability 

for improved long-term performance of the pavement structure. Some of the reasons for needing a 

stabilized subgrade are as follows: 

 

¶ To create a uniform base for the pavement structure. 

¶ Increase the shear strength of the soil. 

¶ Reduce the swelling caused by wetting and shrinking. 

¶ Increase the soilôs load-bearing capacity. 

¶ Prevent soil cracking caused by a decrease in moisture content. 

 

Subgrade stabilization can be achieved through several methods, including: 

 

¶ Mechanical Combination: Combining natural soil and stabilizing material to create a 

          homogeneous mix. This can be achieved by compacting the 

existing soil or mixing different soils/aggregates together to create 

a dense, well-graded blend of subgrade material that improved the 

subgradeôs performance. An example of this includes a Soil 

Aggregate Base Course or a Foundation Course (Regular). 

 

¶ Chemical Additives:   Adding chemical compounds to the soil to modify a subgradeôs 

properties. Typically, Cement, Fly Ash, or Lime are mixed into the 

soil to improve the performance of the subgrade.  

 

¶ Geosynthetic Reinforcement: Using geosynthetic elements to create a well-compacted platform  

that can support uniform loads. Geosynthetic reinforcement 

provides constructability and access over very soft soils. 
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Figure 4.4-1 ï Nebraska Soil Map 
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The Nebraska Department of Transportation uses several different stabilizing techniques depending on 

the characteristics of the existing soils and the needs of the pavement structure.  

 

Subgrade Preparation 

 

Subgrade preparation is the process of preparing the natural soil beneath the pavement to ensure it can 

adequately support the construction equipment, pavement structure, and traffic loads. This process 

involves scarifying and shaping the area to the desired grade and slope, and compacting the soil to 

achieve strength and stability. A properly prepared subgrade provides a uniform foundation, minimizes 

future settlement, and contributes to the long-term performance and durability of the pavement. 

 

General guidance for Subgrade Preparation includes: 

 

¶ The upper 6ò of the subgrade shall be prepared for paving operations. 

¶ The upper 12ò of the subgrade shall be prepared for paving operations when the roadway grade 
is reconditioned.  

¶ Subgrade Preparation should extend 3ô beyond the edge of pavement to support the paving 

equipment during construction. 

¶ Subgrades are compacted to the requirements determined from the Proctor Test results. 

 

Subgrade Stabilization 

 

Subgrade Stabilization is the process of preparing and improving the natural ground (granular material) 

to provide a stable and supportive working platform for construction equipment. This typically involves 

mechanical methods such as adding and scarifying cohesive soils into granular soil to improve the load-

bearing strength of a subgrade or mixing commercial binders into granular soils to reduce the risk of 

deformation or failure under construction equipment.  

 

 General guidance for Subgrade Stabilization includes: 

 

¶ Subgrade Stabilization is used as a working platform for construction equipment. 

¶ Construction equipment with tracks do not require subgrade stabilization. 

¶ Construction equipment with tires may require subgrade stabilization where it is anticipated to 

have areas of repeated construction traffic loadings. 

o Haul Roads 

o Project Entrance/Exits 

o Placing material in front of a paver 

¶ The upper 6ò of subgrade shall be stabilized to support construction equipment. 

¶ Clay Binder may be used for granular materials. 

¶ A mix design using Clay Binder will be created by Materials & Research based on Soil Lab 

testing. 

o Typical values for estimation: 15% passing #200 (subgrade + binder) AC Laydown. 

18% passing #200 (subgrade + binder) PCC Slip forming. 

¶ Foundation Course that is pushed out ahead of the paver is often used as an alternative to 

subgrade stabilization. 
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Geosynthetics 

 

Geosynthetics are synthetic materials used to enhance the performance and longevity of subgrades in 

pavement systems. They serve multiple functions, including reinforcement, separation, filt ration, and 

drainage, which collectively improves load distribution and reduce deformation under traffic loads. 

Geotextiles and geogrids are two of the most used geosynthetics, each fulfilling  distinct roles. 

Geotextiles are permeable fabrics, typically made from polypropylene or polyester, and are primarily 

used for separation, filtration, and drainage applications. In contrast, geogrids are grid-like structures ï 

often made from polymers such as polyethylene or polypropylene ï designed to provide tensile 

reinforcement by interlocking with soil or aggregate. 

 

Geotextiles 

 

¶ Woven Geotextiles ï Woven Geotextiles are manufactured by interlacing two sets of fibers,  

similar to traditional textile weaving. This process produces a strong, 

durable fabric characterized by high tensile strength and low elongation. 

Woven geotextiles are especially effective in applications where 

reinforcement and separation are essential, such as roadway construction 

and embankment stabilization. However, due to their tightly woven 

structure, they typically have a lower permeability, which makes them less 

suitable for filtration and drainage functions compared to nonwoven 

alternatives.  

 

¶ Nonwoven Geotextiles ï Nonwoven Geotextiles are manufactured by bonding fibers together  

through mechanical entanglement, chemical bonding, or thermal 

processes. These fabrics have a random, felt-like structure that provides 

higher permeability and enhanced filtration capabilities. Nonwoven 

geotextiles are widely used in applications such as drainage, filtration, 

and erosion control. Although they typically have lower tensile strength 

than woven geotextiles, their hydraulic properties make them ideal for 

situations where water flow and soil retention are critical. 
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The Apparent Opening Size (AOS) of a geotextile refers to the approximate diameter of the largest soil 

particle that can pass through the fabric. It serves as an indicator of the geotextileôs pore size and its 

effectiveness in filtering soil particles. AOS is typically determined through a dry sieve test, in which 

glass beads are used to assess the fabricôs permeability. The result is usually reported at the sieve 

opening size ï or the diameter of the glass beads ï at which 90% of the geotextileôs openings are equal 

to or smaller than that size. 

 

Geotextile Apparent Opening Size (AOS): 

 

¶ Coarse Granular Material 

Suitable for soils with 0% to 15% passing the No. 200 sieve. Ideal for use with coarse-

grained materials with minimal soil retention is needed. The maximum AOS is 0.43 

mm. 

 

¶ Fine Granular Material 

Designed for soils with 15% to 50% passing the No. 200 sieve. Provides balanced 

filtration and soil retention in typical soil conditions. The maximum AOS is 0.25mm. 

 

¶ Fine-Grained Soil 

Best suited for soils with more than 50% passing the No. 200 sieve. These geotextiles 

have smaller pore sizes to effectively retain fine-graded materials. The maximum AOS 

is 0.22mm. 

 

Geotextiles are categorized into strength classes to ensure their appropriate use across various 

construction conditions and applications. The selection of a suitable strength class depends on several 

factors, including project specific requirements, expected loads and stresses, construction techniques, 

and environmental conditions. In general, lower strength classes are intended for lighter loads and less 

demanding situations, whereas higher classes are designed to withstand more rigorous conditions, such 

as those found in steep slopes or in heavy load-bearing applications. 

 

Geotextile Strength Classes: 

 

¶ Class I ï Engineered for the most demanding conditions, including areas with heavy rock fill or  

where structural reinforcement is essential. These geotextiles are typically strong 

woven fabrics, offering maximum durability and performance.  

 

¶ Class II ï Designed to provide a balance between strength and flexibility. Commonly used for  

functions like separation, filtration, and moderate reinforcement. These are versatile 

and suited to a wide range of constriction needs. 

 

¶ Class III ï Suitable for light-duty uses such as weed barriers or basic drainage systems. These  

geotextiles are often made from nonwoven or less robust woven fabrics, offering 

minimal support. 
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Geogrids 

 

¶ Uniaxial Geogrids ï A uniaxial geogrid is a type of geogrid that provides tensile stiffness and  

strength primarily in one direction. Uniaxial geogrids are commonly used 

in retaining walls, steel slopes, and embankments where loads are 

predominantly unidirectional. Their high tensile strength in one direction 

makes them ideal for applications requiring controlled, directional 

reinforcement. 

 

¶ Biaxial Geogrids ï A biaxial geogrid is a type of geogrid that provides tensile stiffness and  

strength in two orthogonal directions. Biaxial geogrids are commonly used in 

subgrade stabilizations and working platforms, where loads are applied in 

multiple directions. Their balanced tensile strength in both directions 

provides effective confinement and load distribution for planar applications. 

 

¶ Triaxial Geogrids ï A triaxial geogrid is a type of geogrid that provides tensile stiffness and  

strength in multiple directions. Its unique triangular structure enhances 

aggregate interlock and confinement ï leading to improved structural 

performance of the stabilized layer. Triaxial geogrids are commonly used in 

subgrade stabilizations and embankment applications where multidirectional 

loads are present. Their high radial stiffness allows for efficient stress 

transfer from the aggregate to the geogrid.  

 

¶ There are other unique geometries developed by manufacturers that go beyond these three types 

of geogrids. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

For more information on geotextile and geogrid selection, please review the current version of 

AASHTO M288 ï Standard Specification for Geosynthetic Specification for Highway Applications. 
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Stabilized Subgrade Type Fly Ash 

 

Stabilized Subgrade Type Fly Ash involves incorporating Fly Ash, a byproduct of coal combustion, into 

the soil to improve the subgradeôs uniformity, durability, and load-bearing capacity. When mixed with 

soil, Fly Ash undergoes a pozzolanic reaction with the water within the soil that gradually binds soil 

particles together, enhancing the soilôs load-bearing capacity. Fly Ash may also be used as a drying 

agent for saturated soils while causing a slight reduction of the soilôs Plasticity Index. This method is 

particularly effective in lean clay and silty soils and can help create a more uniform and durable 

foundation for pavements. 

 

General guidance for Stabilized Subgrade Type Fly Ash includes: 

 

¶ The upper 8ò of subgrade shall be stabilized for paving. 

¶ Fly Ash is used to create uniformity of the subgrade with a marginal increase in strength. 

¶ Stabilized Subgrade Type Fly Ash is typically used for soils with a Plasticity Index between 10 

and 20. 

¶ It is not recommended that Fly Ash is used for granular material as the Fly Ash will leach out 

overtime when water is present. 

¶ Class ñCò Ash is typically used for Stabilized Subgrade Type Fly Ash. 

¶ Mix Designs for Stabilized Subgrade Type Fly Ash are created by Materials & Research based 

on Chemistry and Soil Lab Testing. 

¶ Lab testing requires a 7-day moist curing and 24 hours room temperature drying period prior to 

performing the compressive tests. 

¶ Compressive test results typically target between 100 psi and 250 psi depending on the different 

soil and Fly Ash sources. 

¶ Fly Ash is typically applied at a rate between 10% and 12% by volume. 

¶ The required moisture content for the Stabilized Subgrade Type Fly Ash is determined by the 

mix design and is often 1% below the Optimum Moisture Content of the virgin soil. 
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Stabilized Subgrade Type Cement 

 

Stabilized Subgrade Type Cement involves mixing Portland Cement with the existing soil to improve 

the subgradeôs uniformity, durability, and strength. When mixed with soil and water, Cement begins itsô 

hydration process and binds soil particles together to form a strong and stable subgrade that distributes 

the traffic loads more effectively. However, using too much Cement in a stabilized subgrade can make 

the subgrade layer overly rigid, leading to shrinkage and reflective cracking in the pavement above. The 

Stabilized Subgrade Type Cement method is effective in both silty and granular soils as Cement is more 

resilient to leaching over time than Fly Ash when water is present.  

 

General guidance for Stabilized Subgrade Type Cement includes: 

 

¶ The upper 8ò of subgrade shall be stabilized for paving. 

¶ Cement is used to create uniformity of the subgrade with a major increase in strength. 

¶ Stabilized Subgrade Type Cement is typically used for soils with a Plasticity Index under 20. 

¶ Cement can be used for both silty and granular materials. 

¶ Type IL Cement is typically used for Stabilized Subgrade Type Cement. 

¶ Mix Designs for Stabilized Subgrade Type Cement are created by Materials & Research based 

on Chemistry and Soil Lab Testing. 

¶ Lab testing requires a 7-day moist curing and 24 hours room temperature drying period prior to 

performing the compressive tests. 

¶ Compressive test results should have a Maximum Target Value of 350 psi to avoid shrinkage and 

reflective cracking of the pavement above. 

¶ Cement is typically applied at a rate between 3% and 5% by volume. 

¶ The required moisture content for the Stabilized Subgrade Type Cement is determined by the 

mix design and is often 1% below the Optimum Moisture Content of the virgin soil. 
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Stabilized Subgrade Type Lime 

 

Stabilized Subgrade Type Lime involves the application of lime to natural soils to improve their 

engineering properties for construction purposes. Lime stabilizations are particularly effective in clay-

rich soils and are commonly used to create durable, stable foundation for roads. The Calcium from the 

lime reacts chemically with the Silica and Alumina from the clay particles in the soil to reduce the 

plasticity index. This process not only enhances the soilôs uniformity but also improves its workability 

and resistance to water-related damage. 

 

¶ The Liquid Limit of the soil generally decreases meaning that the soil requires less water to reach 

a liquid state, making it less plastic and more stable.  

 

¶ The Plastic Limit generally increases meaning that the soil can retain more water at a plastic state 

before cracking due to the cementing effect of the lime particles.  

 

¶ This results in the Plasticity Index decreasing due to the limeôs ability to bind clay particles 

together, thus reducing the range of moisture content where the soil behaves plastically.  

 

 

 

 

╛░▲◊░▀ ╛░□░◄╟■╪▼◄░╬ ╛░□░◄ ╟■╪▼◄░╬░◄◐ ╘▪▀▄● 

 

¶ NDOT performs an Atterberg Test to the modified soil to confirm if the lime has changed the 

soilôs properties to Non-Plastic. 

 

To determine how much lime is needed to stabilize the soil, an Eades and Grim Test is performed. An 

Eades and Grim Test is a laboratory test used to determine the optimum amount of lime needed to 

stabilize a soil by measuring the pH level of the soil mixed at different percentages by volume of lime. A 

pH balance of at least 12.40 means that the soil will react with the lime to produce a pozzolanic reaction 

strong enough to modify the clay particle structure. 

 

General guidance for Stabilized Subgrade Type Lime includes: 

 

¶ The upper 8ò of subgrade shall be stabilized for paving. 

¶ Stabilized Subgrade Type Lime is typically used for soils with a Plasticity Index Ó 20. These 

soils can typically be found on the eastern side of Nebraska. See Figure 4.4-1. 

¶ Lime is used to significantly reduce a soilôs frost heave potential and shrinkage and swelling 

ability with a slight increase in strength. 

¶ Hydrated Lime (Slaked Lime) or Pebble Quick Lime may be used. 

¶ Hydrated Lime Slurry is not allowed due to the slurry ponding in the wheel ruts during 

application. 

¶ Mix designs for Stabilized Subgrade Type Lime are created by Materials & Research based on 

Chemistry and Soil Lab testing. 

¶ Lime is typically applied at a rate between 4% and 6% as determined by an Eades and Grim test. 

¶ The required moisture content for the Stabilized Subgrade Type Lime is determined by the mix 

design and is often between 2% and 4% over the Optimum Moisture Content of the virgin soil. 
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4.5  Drainage Layer Design  
 

In pavement construction, an effective drainage layer improves the performance and longevity of the 

roadway. These layers are designed to remove water that infiltrates the pavement structure and prevent 

moisture accumulation, which can weaken the underlying subgrade materials. Drainage layers are 

typically made of permeable materials to facilitate the efficient movement of water away from the 

pavement. A well-designed drainage system not only enhances the structural integrity of the pavement 

structure, but also reduces maintenance costs and improves ride quality by minimizing surface distresses 

caused by moisture-related issues.  

 

Stability  and Permeability 

 

Stability and Permeability are two fundamental properties that must be balanced in the drainage layers 

within pavement systems.  

 

¶ Stability ï Stability refers to the ability of drainage materials to maintain their structural  

integrity under the loads imposed by traffic and the overlying pavement layers. A 

stable drainage layer resists deformation and displacement, ensuring long-term 

performance and support of the pavement structure. Materials selected for improving 

the stability of a drainage layer include particles with higher angularity and soundness 

to create good particle interlock structure. 

 

¶ Permeability ï Permeability measures a materialôs ability to allow water to pass through it  

efficiently. The higher the permeability of a drainage layer, the faster water can 

travel through the material. Permeability is essential for removing infiltrated 

water and preventing moisture-related damage, such as freeze-thaw cycles or loss 

of structural support due to subgrade saturation.  
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Achieving an optimal balance between stability and permeability is important. Materials used in a 

drainage layer must be permeable enough to drain water effectively while being stable enough to 

support the pavement structure without rutting or shifting. 

 

¶ Good Stability ï Poor Permeability 

 

o Densely packed layer of material with very little to no 

void space between particles. 

o Particle interlock is achieved. 

o This layer will be supportive of construction equipment 

and the pavement structure. 

o Water will not flow through the aggregate layer easily. 

o Examples of this base material include Foundation 

Course (Regular) and Soil Aggregate Base Course 

(SABC). 

 

 

 

 

¶ Poor Stability ï Good Permeability 

 

o Large void spaces between material particles. 

o Particle interlock is not achieved. 

o This layer will not be supportive of construction 

equipment or the pavement structure. 

o Water can flow easily through the material layer. 

o Examples of this base include Windblown and Alluvial 

Sand materials. These materials are found in the 

Sandhills of Nebraska. 

 

 

 

 

 

¶ Good Stability ï Good Permeability 

 

o A well-graded material layer with void spaces between 

particles. 

o Particle interlock is achieved. 

o This layer will be supportive of construction equipment 

and the pavement structure. 

o Water will flow through the material layer. 

o See Foundation Courses below for examples of good 

stability/good permeability base materials. 

 

 

 

 

 

Figure 4.5-1 ï Stable Base 

Layer Gradation 

Figure 4.5-2 ï Permeable Base 

Layer Gradation 

Figure 4.5-3 ï Stable and 

Permeable Base Layer 

Gradation 
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4.6 Foundation Course  
  

In Nebraska, the drainage layer within the pavement structure is referred to as the Foundation Course. 

This layer is typically located below the pavement and above the subgrade. While the Foundation 

Course is most commonly used under concrete pavements, it can also be used under asphaltic concrete 

pavements in certain situations. 

 

Nebraska DOTôs Foundation Course serves multiple purposes: 

 

¶ Serve as a working platform for construction equipment. 

¶ Distributes traffic loads to the underlying subgrade. 

¶ Prevents subgrade distresses from propagating into the pavement above. 

¶ Promotes the efficient removal of water from the pavement structure. 

 

Historical Nebraska Foundation Courses 

 

Over the years, NDOT has refined its foundation course gradation to improve both stability and 

permeability beneath pavements. However, this was not always the case. Early foundation courses were 

primarily used as construction platforms and were not designed to be drainable. Aggregates were often 

mixed with soil and soil binders to create a stable base, but these mixtures lacked permeability. Below is 

a list of foundation course types historically used in Nebraska.  

 

¶ Soil Aggregate Base Course: 

The Soil Aggregate Base Course (SABC) was a foundation course composed of a single 

aggregate or a combination of gravel and sand aggregates, a soil binder, and water. It had a 

maximum aggregate size of 1 inch, with 90% to 100% passing the ¾-inch sieve. 

 

¶ Foundation Course (Regular): 

The Foundation Course (Regular) consisted of a single aggregate (or a combination of gravel and 

sand aggregates), a soil binder, and water. It had a maximum aggregate size of ¾ inch, with 50% 

to 74% passing the No. 10 sieve. 

 

¶ Foundation Course (Portland): 

The Foundation Course (Portland) consisted of a single aggregate (or a combination of gravel 

and sand aggregates), a soil binder, 3% Portland cement, and water. Alternatively, the contractor 

had the option to use 4.5% Portland cement without a soil binder. The maximum aggregate size 

was ¾ inch, with 50% to 74% passing the No. 10 sieve. 

 

¶ Foundation Course (Granular): 

The Foundation Course (Granular) was a coarse aggregate mix, often referred to as ñdirty,ò with 

80% to 90% retained on the No. 200 sieve. 

 

¶ Most historic foundation courses were also labeled with an additional designator: Type I 

indicated a uniform depth, while Type II indicated a variable depth. 

 

As noted above, these foundation course layers were not intended to function as drainage layers, but 

rather as stable foundations for supporting construction equipment. Pavement designers should treat 

these layers as non-drainable bases when evaluating and reviewing As-Built plans. 
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Current Nebraska Foundation Courses 

 

Nebraska DOT utilizes four different types of Foundation Course: 

 

¶ Crushed Concrete 

¶ Aggregate D 

¶ Bituminous Millings 

¶ Crushed Rock with a Geosynthetic Separation Layer 

 

Each type of Foundation Course has a specific gradation designed to provide a balance between stability 

and permeability. This ensures support for construction equipment, the pavement, and traffic loads while 

also allowing water to drain efficiently from the pavement structure. Depending on material availability, 

a Contractor may select different types of Foundation Courses and use them interchangeably throughout 

the project, provided the cross-slope material is not switched. 

 

In the context of permeability, a k-value is a measure of a materialôs ability to allow water to flow 

through its pore spaces and voids. A higher k-value indicates greater permeability , meaning water can 

flow through the material more easily. Below is a table showing the k-values of the different Foundation 

Courses used in Nebraska. 

 

Foundation Course Type k-value 

Crushed Concrete 2.5 x 10-4 cm/sec 0.4 in/hr 

Aggregate D 8.4 x 10-4 cm/sec 1.2 in/hr 

Bituminous Millings 1.9 x 10-3 cm/sec 2.7 in/hr 

Crushed Rock 9.9 x 100 cm/sec 14,031.5 in/hr 

 

The table above comparing the k-values of Nebraskaôs four Foundation Course types highlights 

significant differences in permeability. While all options provide adequate drainage, the Crushed Rock 

Foundation Course stands out with a significantly higher k-value, indicating a much faster rate of water 

flow. Due to this high permeability, a geosynthetic separation layer is required beneath the crushed rock 

to prevent the migration of fine particles from the subgrade. Without this layer, there is a risk of material 

loss or contamination between the subgrade and the Foundation Course, which can compromise the 

stability and long-term performance of the pavement structure. 

 

 

 

 

 

 

 

 

 

 

 

 

Table 4.5-1 ï Average k-values for Different Foundation Courses 
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When comparing the k-values of the Foundation Courses to those of different types of soil, it becomes 

evident that various Foundation Course types allow water to flow more easily than the soil in the 

subgrade. 

 

Soil Type k-value 

Clay  ̓1.0 x 10-7 cm/sec  ̓0.00014 in/hr 

Silt 1.0 x 10-7 cm/sec to 1.0 x 10-5 cm/sec 0.00014 in/hr to 0.014 in/hr 

Dirty Sand 1.0 x 10-5 cm/sec to 1.0 x 10-3 cm/sec 0.014 in/hr to 1.4 in/hr 

Clean Sand 1.0 x 10-3 cm/sec to 1.0 x 10-1 cm/sec 1.4 in/hr to 141.7 in/hr 

Course Gravel ι 1.0 x 10-1 cm/sec ι 141.7 in/hr 

Understanding the role of the Foundation Course is essential for pavement design and construction. This 

layer not only supports equipment and traffic loads but also plays a key role in protecting the pavement 

by improving drainage and preventing moisture-related subgrade issues from reaching the surface. With 

multiple material options available ï each offering different levels of permeability ï engineers can select 

the most suitable Foundation Courses based on site conditions and project needs.  

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Table 4.5-2 ï Average k-values for Different Soil Types 
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4.7 Drainage Layer Outlets  
  

Once water infiltrates the drainage layer, it must be directed away from the pavement structure to reduce 

excess moisture and minimize pore pressure. If water becomes trapped within a poorly drained layer, it 

can create a ñbathtubò effect, leading to premature pavement failures caused by frost heave and saturated 

subgrades. To prevent this, drainage systems are installed to provide an outlet for water to escape. The 

type of drain used often depends on whether the pavement is located in an urban or rural setting, as site 

conditions and space constraints can influence drainage design. 

 

NDOT utilizes five common drainage layer drains: 

 

¶ Granular Subdrains ï Granular subdrains are drainage outlets constructed from granular  

materials that allow water to exit the drainage layer and flow into the 

foreslope or the bottom of a ditch. They are the most commonly used 

method for draining pavement structures in rural areas due to their 

simplicity and effectiveness. The spacing of granular subdrains depends 

on the slope of the pavementôs centerline profile: they are typically 

installed every 100 feet when the slope is less than 1%, and every 200 feet 

when the slope exceeds 1%. For active construction projects, these 

subdrains are typically installed after the earth shoulder construction and 

ditch embankment have been completed. On existing roadways showing 

signs of pavement distress due to saturated subgrade conditions, additional 

subdrains can be installed later ï provided there is an existing foundation 

course beneath the pavement. 

 

¶ Longitudinal Subdrains ï Longitudinal subdrains are drainage outlet systems designed to remove  

water from beneath pavements where water accumulation can cause 

damage or instability. These subdrains are typically installed along the 

edge of the pavement and serve to connect multiple granular subdrains 

together, allowing for continuous and efficient water removal 

throughout the drainage network. Longitudinal subdrains have the 

same gradation as the granular subdrains. 

 

¶ Pipe Underdrains (Urban) ï Pipe underdrains are drainage outlets that combine granular material  

with a perforated pipe to direct water from the drainage layer and 

into a storm sewer system. They are the preferred method for 

discharging drainage layers in urban areas, where a direct outlet to a 

ditch or foreslope is typically not feasible. A pipe underdrain 

consists of a perforated pipe surrounded by granular material, which 

allows water to filter through and enter the pipe. To prevent 

clogging, the granular material is wrapped in filter fabric that blocks 

fine particles and debris. Pipe underdrains are usually installed along 

the outside edge of the pavement and connect the drainage layer to a 

cityôs storm sewer system. 
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¶ Pipe Underdrains (Rural) ï Pipe underdrains used in a rural setting are a drainage outlet system  

that combines features of both granular subdrains and pipe 

underdrains. This system consists of a perforated pipe surrounded by 

granular material and wrapped in filter fabric, similar to a typical 

urban pipe underdrain. However, instead of discharging into a storm 

sewer system, the water exits into the foreslope or bottom of a ditch 

ï like a granular subdrain. Outlet spacing and placement follow the 

same guidelines used for granular subdrains. Pipe underdrains (rural) 

are typically used in rural areas where faster water removal from the 

drainage layer is needed to protect the integrity of the pavement 

structure and prevent premature asset deterioration.  

 

¶ Cut-off Drains ï Cut-off drains, also known as transverse drains, are drainage outlet systems that  

use granular material similar to that found in granular or longitudinal 

subdrains. These drains could also include a pipe similar to a pipe underdrain 

with an adjusted stiffness requirement. Cut-off drains are installed transversely 

beneath the pavement structure to intercept and redirect water that would 

otherwise flow along the centerline profile slope. These drains can be installed 

in sag areas ï where water tends to accumulate ï or in advance of structures to 

prevent water from collecting against them. Cut-off drains typically span the 

full  width of the roadway and discharge into the foreslope or the bottom of a 

ditch. 
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Chapter 5: Gravel Road Design  

5.1 Introduction  
 

Gravel roads form a critical part of Nebraskaôs transportation infrastructure, providing essential 

connectivity for rural communities, agricultural operations, and local industries. Unlike paved roads, 

gravel roads consist of unbound layers of aggregate material and are typically used in areas with lower 

traffic volumes. Despite their seemingly simple structure, gravel roads require thoughtful design and 

regular maintenance to remain functional. 

 

In Nebraska, where approximately 75% of roads are unpaved, maintaining the gravel road network is a 

persistent challenge due to variability in locally sourced materials and a continued reliance on empirical 

design practices. The extensive road network in the state spans approximately 194,938 miles, including 

72,134 miles of gravel roads ï 39 miles of which are classified as state highways. This significant 

mileage underscores the importance of establishing consistent design standards, improving maintenance 

strategies, and understanding the unique behaviors of unpaved surfaces under local climate and loading 

conditions. 

 

Gravel roads not only serve as critical farm-to-market routes but also support emergency access, school 

transportation, and general mobility in rural areas. A well-designed gravel road system contributes to 

economic vitality and public safety, particularly in regions where paving is not economically feasible. 

As such, this chapter aims to provide a practical framework for the design and evaluation of gravel roads 

in Nebraska, aligning with NDOTôs broader goal of supporting a resilient and efficient transportation 

system. 

 

5.2 Common Distresses  on Gravel Roads  
 

The performance of unpaved roads is influenced by multiple factors, including material properties, 

drainage, climate conditions, traffic loads, and maintenance practices.  

 

Gravel roads are susceptible to a range of surface and structural distresses that can compromise safety, 

ride quality, and service life. These distresses often result from the interaction of traffic loads, 

environmental factors, material properties, and maintenance practices. Understanding the common types 

of gravel road distresses are critical for pavement designers and maintenance professionals. This 

knowledge not only aids in accurate assessment and timely intervention but also informs design 

improvements that enhance durability and performance.  

 

Below is a list of typical distresses commonly observed on gravel roads, followed by a detailed 

overview of each distress, including its causes, characteristics, and effects on road performance. 
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Washboarding 

 

Washboarding, also known as corrugation, is the 

formation of a series of regular, transverse ripples 

or ridges ï resembling a washboard ï across the 

surface of a gravel road. These ridges are typically 

spaced a few inches apart and create a bumpy, 

uncomfortable ride. Common causes include 

vehicle acceleration or braking, high speeds, 

improper grading, dry or loose surface material, 

and insufficient compaction. 

 

 

 

 

Erosion 

 

Erosion on gravel roads is the process by which 

the road surface and its underlying materials are 

worn away and displaced, primarily due to water 

or wind. It may occur in both the transverse and 

longitudinal directions of the roadway. Common 

contributing factors include rainfall, heavy traffic, 

profile and/or cross slope, and inadequate 

drainage. Erosion can lead to significant surface 

damage, such as rutting, potholes, and the loss of 

aggregate material.  

 

 

 

 

Rutting 

 

Rutting on gravel roads refers to the formation of 

shallow, longitudinal depressions or grooves in 

the wheel paths caused by repeated traffic and 

environmental conditions. These ruts typically 

result from the compression and lateral 

displacement of gravel particles under vehicle 

loads, erosion from surface water flow, and 

moisture infiltration that weakens the road 

structure. 
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Potholes 

 

Potholes on gravel roads are small depressions or 

holes that develop in the road surface. They are 

commonly caused by water infiltration beneath 

the surface, which can lead to material 

displacement during freeze-thaw cycles or under 

the repeated stress of vehicle traffic. Over time, 

the continued movement of gravel and lack of 

support beneath the surface contribute to the 

expansion of these holes. 

 

 

 

 

 

Raveling 

 

Raveling on gravel roads refers to the gradual 

disintegration of the road surface through the loss 

of individual gravel particles. This occurs when 

the binding material weakens or fails, causing 

particles to become dislodged. The result is a 

loose, uneven surface that can reduce ride quality 

and increase maintenance needs. 

 

 

 

 

 

 

Dusting 

 

Dusting on gravel roads refers to the process 

where fine particles of soil and gravel are kicked 

up into the air, creating a cloud of dust, especially 

during dry weather or with vehicle traffic. This 

phenomenon can be a nuisance, impacting 

visibility and contributing to the degradation of 

the road surface.  
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Loss of Crown 

 

Loss of crown on gravel roads refers to the 

gradual flattening of the road surface, where the 

center becomes lower than the edges, impairing 

proper drainage. This condition typically results 

from the displacement of gravel and fine materials 

due to traffic, maintenance practices, and 

environmental factors. As a result, water tends to 

pond on the surface, softening the roadbed and 

potentially leading to structural issues. NDOT 

Minimum Design Standards for unpaved 

roadways include a cross slope between 2% and 

4%. 

 

 

 

Frost Damage 

 

Frost damage on gravel roads typically occurs 

during the winter and spring months as a result of 

freeze-thaw cycles. When water becomes trapped 

in the gravel and underlying soil, it expands upon 

freezing, causing the road surface to heave and 

crack. As the ice melts in the spring, the surface 

becomes soft and unstable, which can lead to 

common forms of deterioration such as potholes, 

washboarding, and rutting. 
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5.3 Material Selection and Gradation Requirements  
 

Material selection and particle-size distribution are critical factors in determining the strength and 

performance of gravel road materials. Strength is primarily achieved through particle interlocking and 

stiffness, both of which depend on well-graded materials. Gradation also affects permeability, 

particularly the proportion of particles smaller than 0.5 mm, which can influence drainage and stability. 

 

Beyond gradation, the plasticity of fine materials plays an important role. When wet, high-plasticity 

fines can reduce interlocking and weaken the structure. However, in dry conditions, these fines can 

provide cohesive strength, helping to bind the aggregate together. Maintaining a cross slope of 3% to 4% 

is ideal for reducing the effects of stagnant water saturating the gravel road.  

 

Hardness and durability are also essential. Aggregates must be hard enough to resist deformation under 

both compaction and repeated traffic loads. Durable materials ensure long-term performance by resisting 

breakdown under environmental exposure. 

 

Recommended Properties for Base Aggregate and Surfacing Aggregate 

 

For use as a base and surfacing material, crushed aggregate must offer structural support while also 

resisting surface issues like raveling and washboarding. To achieve this, the aggregate should be well 

graded and contain an appropriate amount of plastic fines acting as a binder.  

 

The Federal Highway Administration has a well-informed gravel road construction and maintenance 

guide. Please see the link below. 

 

https://www.fhwa.dot.gov/construction/pubs/ots15002.pdf 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

https://www.fhwa.dot.gov/construction/pubs/ots15002.pdf
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Granular Stabilization  

 

Granular stabilization is a technique that involves blending additional granular materials ï such as 

natural gravel, crusher run or selected fine-grained soils ï with native (virgin) aggregate to improve its 

properties. Materials sourced from gravel pits are often open-graded or poorly graded, which limits their 

performance under traffic loads. Granular stabilization addresses these challenges by correcting 

deficiencies in the base material through the incorporation of suitable granular blends. 

 

To minimize hauling and transportation costs associated with road construction, materials sourced 

locally within the same county are blended for a granular stabilization. The blending process involves 

systematically combining two to three materials in varying proportions to produce a wide range of 

potential gradation curves. Each blended gradation starts with a baseline mix ratio of coarse aggregate, 

fine aggregate, and binder material. 

 

Addressing gravel road distresses begins with evaluating the existing material gradation in comparison 

to the optimized gradation band ï a specific particle size distribution of aggregates that yields optimal 

performance in terms of stability, durability, and drainage. This band is typically represented by an area 

between two curves: an upper limit and a lower limit. Improvement potential is assessed by analyzing 

current material properties and adjusting the mix using different aggregate sources, specifically by 

determining the proportions of coarse aggregate, fine aggregate, and binder materials. These materials 

are then incrementally adjusted to explore a range of gradation curves. In some trials, the percentage of 

coarse aggregate is reduced to assess its influence on the finer portion of the curve; in others, the fines 

content is varied to evaluate its effect on overall gradation. Blends that show potential are further refined 

through targeted adjustments to component ratios, allowing the gradation curve to approach the desired 

range without exceeding specified limits. Promising blends are replicated to confirm consistency in 

achieving the target gradation. 

 

Based on an extensive literature review, it is recommended that a blended material should meet the 

following gradation criteria: 

 

¶ Gravel Content ï Minimum of 25% 

¶ Sand Content ï Not to exceed 60% 

¶ Fines Content ï Maintained between 5% and 20% 

 

On the next page, Figure 5.3-1 shows an ideal gradation band for surface course and base course 

aggregates used for gravel roads. 
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Figure 5.3-1 ï Ideal Grain Size Distribution for Surface-Course and Base-Course Aggregate 

 

However, the optimized gradation band used in Nebraska differs from the ideal grain size distribution 

described above. Nebraskaôs gradation band is derived from a statistical analysis of materials that 

demonstrated the highest Maximum Resilient Moduli and the least Permanent Deformation under 

testing. For additional details, refer to the research study Gravel Road Performance Enhancements (SPR 

FY23(014)). 
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5.4 Mechanical Properties of Gravel Road Materials  
 

Resilient Modulus 

 

The resilient modulus (MR) is defined as the ratio of applied deviatoric stress to the recoverable (elastic) 

strain experienced by a material under repeated loading conditions, such as traffic. It represents the 

elastic response of unbound pavement materials and serves as a fundamental measure of stiffness for 

composite gravel roadways, subgrade, and base layers. Because MR reflects material behavior under 

realistic loading conditions, it is a key input parameter in mechanistic pavement analysis used to predict 

pavement distresses such as rutting and surface roughness. 

 

Laboratory MR testing is typically performed using repeated cyclic loading triaxial equipment to 

simulate traffic wheel loads acting on compacted soil specimens. The applied stress levels depend on the 

specimenôs position within the pavement structure. Confining pressure represents the overburden stress 

corresponding to the specimenôs depth, while the axial deviatoric stress consists of a cyclic component 

simulating traffic loads and a static seating load to maintain specimen contact during testing. MR is 

determined as the ratio of cyclic stress (ȹů) to the corresponding recoverable elastic strain and is stress-

dependent, varying with both confining pressure and applied deviatoric stress. 

 

The resilient modulus characterizes the elastic response of soils subjected to cyclic loading and indicates 

a materialôs ability to resist deformation. MR is calculated as the ratio of deviatoric stress to recoverable 

strain and is stress dependent. A given materialôs resilient modulus may vary with changes in confining 

pressure and applied deviatoric (vertical) stress. 

 

ɗ = ů1 + ů2 + ů3  

or 

ɗ = ůd + 3ů3  

 

¶ Bulk Stress (ɗ) ï A uniform pressure exerted on a material when forces act inward from all  

directions, perpendicular to its surface. Bulk stress causes a change in volume 

without a change in shape. 

 

¶ Deviatoric Stress (ůd) ï A portion of a materialôs total stress responsible for changes in shape  

(distortion or shearing) rather than volume. Deviatoric stress represents 

unequal stresses (variable loadings) that lead to plastic deformation and 

yielding. 

 

ůd = ů1 ï ů3 

 

Where: ů1 = Major Principal Stress 

             ů3 = Confining Pressure 

 

¶ Confining Stress (ů2&3) ï The confining pressure surrounding a material sample in a triaxial  

testing apparatus.  
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The figure below (Figure 5.4-1) illustrates the variation of MR values for a sample under different stress 

levels conditions.  

 
 

Figure 5.4-1 ï Resilient Modulus Plot of a Nebraska Material  

 

In addition to laboratory testing, MR characterization may be obtained using Falling Weight 

Deflectometer (FWD) measurements, which evaluate in-situ pavement response under impulse loading 

that closely approximates traffic conditions. Both laboratory and FWD-based approaches provide 

reliable indicators of unbound material stiffness within pavement systems. 

 

Traditional strength parameters, such as cohesion and friction angle, alone do not adequately represent 

the structural capacity of unbound pavement layers under repeated traffic loading. Pavement systems 

must resist cumulative deformation and fatigue under repeated traffic loadings rather than single-load 

failure. As a direct measure of stiffness under cyclic loading, MR plays a critical role in modern 

pavement design and is incorporated into structural response models to predict long-term pavement 

performance. 

 

Understanding the stressïstrain behavior of pavement foundation layers is essential for optimizing 

pavement performance, as these layers strongly influence gravel road distresses. Research has shown 

that both stiffness and strength of subgrade and base materials significantly affect pavement durability, 

particularly under varying moisture conditions, inadequate drainage, and freezeïthaw cycles. 
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Summary Resilient Modulus 

 

The summary resilient modulus (SMR) represents the overall stiffness of a gravel road by combining the 

resilient modulus values of both the surface and subgrade layers. SMR is expressed as a single 

representative resilient modulus (MR) value for a given material or soil at a specified stress condition. 

For example, using the resilient modulus data from Figure 5.4-1, a fitted curve can be developed using a 

universal model (NCHRP 1-37A). The MR value corresponding to a selected bulk stress from this curve 

is defined as the SMR for that material.  

 

 
 

Figure 5.4-2 ï Summary Resilient Modulus Plot of a Nebraska Material  

 

For the example shown in Figure 5.4-2, selecting a bulk stress of 30-psi to the material results in a SMR 

of 31-ksi. The selection of a 30-psi bulk stress is based on guidance from NCHRP 1-28A, one of the 

most used references for MR and SMR analysis. According to NCHRP 1-28A, a bulk stress of 30-psi is 

representative of stress conditions typically experienced by base layers in the field. 

 

To calculate the SMR, standardized stress conditions are used based on recommendations from the 

National Cooperative Highway Research Program (NCHRP) 1-28A report. 

 

National Cooperative Highway Research Program (NCHRP) 1-28A Report 

 

NCHRP01-28A_FR-Vol1.pdf 

 

 

 

 

 

 

 

 

 

 

https://onlinepubs.trb.org/onlinepubs/nchrp/docs/NCHRP01-28A_FR-Vol1.pdf
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Figure 5.4-3 ï Resilient Modulus System (VJ Tech Limited) 
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The SMR results for the surface and subgrade materials across various counties in Nebraska are 

presented in Table 5-4.1.  

 

Table 5.4-1 ï SMR and Model Parameters for Virgin Materials 

County 
Materials Name 

(Virgin)  
      

SMR 

(ksi) 
k1 k2 k3 R2 

Douglas 

Clean (1.5ò)  19.5 1016.5 0.39 -0.05 0.75 

Clean (1ò)  29.2 1620.0 0.31 -0.05 0.74 

Road Gravel (0.75ò)  12.6 610.5 0.48 -0.02 0.92 

Crusher Run (1.5ò)  15.0 740.7 0.46 -0.02 0.88 

Crusher Run (3/4ò)  17.3 843.6 0.47 -0.01 0.87 

Subgrade  5.0 486.3 -0.08 -2.02 0.85 

Harlan 

Crusher Run  

(1ò Minus) 
 17.5 763.6 0.63 -0.01 0.95 

Green Surface Sand  10.6 483.4 0.58 -0.03 0.95 

Surface Sand  NA NA NA NA NA 

Gravel  16.0 824.4 0.41 -0.05 0.77 

Subgrade  

(Silty Loam) 
 5.8 937.8 0.28 -4.62 0.44 

Subgrade (Clay)  12.5 852.2 0 0 0.55 

Scottsbluff 

Rock (3/8ò-1ò)  13.4 612.3 0.56 -0.01 0.89 

Road Gravel  

(3/4ò-1ò) 
 16.3 844.9 0.41 -0.06 0.91 

Subgrade  10.9 834 -0.26 -0.93 0.29 

Cherry  
Section 27  18.2 926.3 0.41 -0.01 0.91 

Section 7  14.0 672.7 0.49 -0.02 0.81 

Where: k1, k2, k3 = Regression Coefficients  

             SMR = Summary Resilient Modulus  

             R2 = Coefficient of Determination 

 

¶ Regression Coefficients (k , k , k ) ï A material coefficient that characterize the non-linear 

behavior of geomaterials under cyclic loading. 

 

¶ Coefficient of Determination (R2) ï Represents the standard error of the regression model. The 

higher the number, the lower the variance.  
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Breakage 

 

Breakage refers to the process by which aggregates fracture into smaller pieces, typically due to external 

forces such as loading, impact, or weathering. The mechanical degradation or abrasion of granular 

materials used in unpaved road surfaces and pavement base layers can significantly affect their 

mechanical properties, drainage characteristics, and long-term durability. 

 

To assess the abrasion resistance of a granular material during compaction, a gyratory compactor may be 

used to perform a gyratory abrasion test. This test simulates the wear and degradation aggregates 

undergo under dynamic traffic loads. It provides a reliable measure of the aggregateôs ability to 

withstand mechanical breakdown. 

 

Using Hardinôs concept to evaluate aggregate degradation provides a representation of a granular 

materialôs ability to break down under applied stresses. 

 

Figure 5.4-4 ï Hardinôs Concept to Evaluate the Degradation of Aggregates (Hardin, 1985) 
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¶ Breaking Potential (Bp) ï Breaking Potential (Bp) refers to the tendency of particles within a  

material to fracture or crush under applied stress. It is quantified as the 

area between the initial gradation curve and a vertical line representing 

the upper limit of silt-sized particles (0.075 mm) on a particle size 

distribution graph. 

 

¶ Total Breakage (Bt) ï Total Breakage (Bt) represents the overall amount of particle  

fragmentation within a granular sample. It is calculated as the area 

between the initial and final gradation curves on a particle size distribution 

graph. 

 

¶ Relative Breaking (Br) ï Relative Breakage (Br) quantifies the extent of particle crushing or  

fragmentation within a granular sample relative to its maximum 

potential breakage. It is defined as the ratio of Total Breakage (Bt) to 

Breaking Potential (Bp). 

 

Figure 5.4-5(a) represents a granular sample before testing, while Figure 5.4-5(b) illustrates the 

condition of the sample following the gyratory abrasion test. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Figure 5.4-5(a) Figure 5.4-5(b) 
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Gyratory compaction tests were performed on a range of granular materials collected from various 

locations across Nebraska. The results revealed significant variation in particle breakage depending on 

the location and the type of material tested. The gyratory abrasion results for these granular materials are 

summarized in Table 5-4.2. 

 

Table 5.4-2 ï Gyratory Abrasion Results 

County Material Name  

Total 

Breakage 

(%)  

Relative 

Breakage 

(%)  

Douglas 

Clean (1.5ò)  17.3 6.7 

Clean (1ò)  14.0 6.0 

Road Gravel (0.75ò)  3.9 2.3 

Crusher Run (1.5ò)  4.3 2.3 

Crusher Run (3/4ò)  6.7 3.7 

Subgrade  NA NA 

Harlan  

Crusher Run (1ò Minus)  11.3 5.7 

Green Surface Sand  2.9 2.2 

Surface Sand  2.8 2.0 

Gravel  3.0 1.7 

Subgrade (Silty Loam)  NA NA 

Subgrade (Clay)  NA NA 

Scottsbluff 

Rock (3/8ò-1ò)  7.9 4.0 

Road Gravel (3/4ò-1ò)  3.3 1.9 

Subgrade  NA NA 

Cherry  
Section 27  16.3 7.2 

Section 7  4.2 2.5 

Where: NA = Not Applicable 

 

 

Overall, materials exhibiting high breakage values ï such as clean materials and Section 27 ï may 

require stabilization to improve durability. In contrast, well-graded materials like Crusher Run, Surface 

Sand, and Road Gravel demonstrate greater resistance to breakage, making them more suitable for 

applications where durability and structural integrity are critical. 
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5.5 Shakedown Behavior and Performance Thresholds  
 

In gravel road design, shakedown behavior refers to the response of granular materials to repeated cyclic 

loading, such as traffic loads. It describes how these materials deform over time when subjected to 

recurring stresses. The shakedown concept classifies material behavior into three main categories, 

depending on the stress levels and the materialôs capacity to resist the accumulation of permanent 

deformation (plastic strain): 

 

¶ Range A ï Plastic Shakedown 

At low stress levels, the material initially undergoes limited plastic deformation. However, with 

continued loading, the rate of permanent deformation stabilizes, and the material responds elastically 

in subsequent cycles. This is considered stable and desirable behavior for gravel road design. 

 

¶ Range B ï Plastic Creep 

Under moderate stress levels, the material continues to accumulate permanent deformation, but at a 

decreasing rate. Eventually, the strain rate approaches a constant value. This response is generally 

acceptable, but it is recommended that the virgin material be blended. 

 

¶ Range C ï Incremental Collapse 

At high stress levels, the material exhibits ongoing and significant accumulation of permanent 

deformation with each loading cycle. This progressive failure leads to severe rutting or structural 

collapse and is deemed unacceptable in gravel road performance. 

 

The shakedown limit represents the critical stress level that distinguishes stable material behavior 

(plastic shakedown and plastic creep) from unstable behavior (incremental collapse). Figure 5.5-1 

illustrates the three behavioral ranges defined by shakedown theory. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 
Figure 5.5-1 ï Limits of Shakedown Behavior Theory 
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When repeated traffic loads are relatively low, the accumulation of permanent deformation stabilizes 

after a certain number of load cycles. Beyond this point, the material responds primarily elastically ï this 

is referred to as Range A behavior. 

 

Under moderate repeated traffic loads that exceed the elastic limit, permanent deformation continues to 

accumulate but at a decreasing rate. Eventually, the strain rate levels off, and the material reaches a 

stable condition ï characteristic of Range B. Virgin materials that fall into Range B should be blended to 

improve resistance to permanent deformation. 

 

However, when traffic loads are high, the accumulation of permanent deformation increases rapidly with 

each loading cycle. This can lead to failure through shear deformation or overstressing of the unbound 

granular materials ï representing Range C, or incremental collapse. Range C materials will need to be 

blended to become structurally stable. 

 

Using the Werkmeister criterion, numerical thresholds can be assigned to define the three ranges of 

shakedown behavior. These values help assess the performance of unbound granular materials under 

repeated loading. Table 5.5-1 presents the corresponding Werkmeister criterion values associated with 

each behavioral range. 

 

Shakedown Ranges Werkmeister Criterion  

Range A ŮP,5000 ï ŮP,3000 ᾽ 4.5 x 10
-5 

Range B 4.5 x 10-5 ᾽ ŮP,5000 ï ŮP,3000 ᾽ 4.5 x 10
-4 

Range C ŮP,5000 ï ŮP,3000 ι 4.5 x 10-4 

Where: ŮP,3000 = Permanent Axial Strain at the 3,000th load cycle 

             ŮP,5000 = Permanent Axial Strain at the 5,000th load cycle 

 

A general understanding of shakedown behavior helps design durable gravel roads, as it enables 

engineers to predict the long-term performance of unbound granular materials under repeated traffic 

loading. By accounting for the shakedown limits of these materials, road structures can be designed to 

minimize excessive permanent deformation, thereby enhancing the road's longevity and serviceability. 

Achieving this often requires careful selection of materials, appropriate compaction, and optimized layer 

thicknesses. 

 

 

 

 

 

 

 

 

Table 5.5-1 ï Shakedown Theory Ranges using Werkmeister Criterion 
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5.6 Material Performance Prediction  
 

Angularity  

 

The angularity of the aggregate should also be visually assessed during the sieve analysis. Cubic or 

angular materials (Figure 5.6-1(a)) provide better interlock compared to rounded materials, such as 

uncrushed alluvial aggregates (Figure 5.6-1(b)). To enhance interlock and reduce the risk of raveling, 

rounded aggregates should be crushed to ensure they have at least two fractured faces. 

 

 

Maximum Aggregate Size  

 

Although the grading coefficient is calculated using material passing the 1 in. sieve ï and many 

specifications list this as the maximum aggregate size ï larger particles ranging from 1½ in. to 1¾ in.  

are generally acceptable for ensuring adequate all-weather passability. However, using aggregates larger 

than this can negatively impact ride quality, increase road noise, and create difficulties for the 

maintenance grader operator. 

 

As a general guideline, the maximum aggregate size should not exceed one-third of the thickness of the 

compacted layer. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Figure 5.6-1(a) Figure 5.6-1(b) 
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Grading Analysis 

 

Another useful performance prediction tool is understanding the relationship between grading analysis 

and shrinkage. 

 

This approach utilizes five key sieve sizes from a standard laboratory grading analysis that are used to 

evaluate material performance and guide the selection of appropriate chemical treatments. These key 

sieve sizes are 1.0 in., #4, #8, #40, and #200. The first three sieve sizes assess the proportion of coarse 

particles. The other two sieves assess the intermediate and fine particle potential for shrinkage. The 

coarse fraction can be quantified using the following simple formula known as the grading coefficient 

(Gc): 

 

Gc = ((P1.0 in. ï P#8) × P#4) / 100 

 

Where P is percent passing 

 

The percentage of material passing the #200 sieve is an important indicator of unpaved road 

performance and influences the choice of chemical treatment.  

 

¶ High fines content (i.e., more than 20%) typically results in dusty roads when dry and slippery 

conditions when wet.  

 

¶ Conversely, low fines content (i.e., less than 10%) often leads to washboarding, requiring 

frequent grader maintenance. 

 

Many unpaved road wearing course specifications, which are often based on paved road base course 

standards, limit fines content to about 5% to 8%, mistakenly assuming this reduces dust. However, 

determining the percentage passing the #200 sieve ï usually by a wet process as part of a standard 

grading analysis ï is more complex than measuring material passing the #8 sieve (2.36 mm), which can 

be quickly assessed using a dry sieve analysis as a field indicator. 

 

To provide a practical understanding of material performance, this approach incorporates the #200 sieve 

material into the grading coefficient equation as part of the material passing the #8 sieve. Nevertheless, 

the actual percent passing the #200 sieve remains essential for selecting appropriate chemical treatments. 

 

The percentage of material passing the #40 sieve, when combined with a plasticity test, helps assess the 

influence of clay content in the material. This relationship is discussed in the following section. 
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Shrinkage 

 

The plasticity index, determined from Atterberg limit tests, is used in conjunction with the percentage of 

material passing the #40 sieve. This combination helps evaluate the influence of clay content on material 

performance. The relationship is expressed using the following simple formula, known as the shrinkage 

product (Sp): 

 

Sp = (PI × 0.5) × P#40 

 

When plasticity index values are available, the following recommendations should be applied to 

improve performance assessments: 

 

¶ If PI Ó 1: Use the actual PI value without modification. 

 

¶ If the material is Non-Plastic (PI = 0): 

o If % passing the #200 sieve < 20%, set PI = 0 in the equation. 

o If % passing the #200 sieve Ó 20%, set PI = 1 in the equation. 

 

¶ If the material is classified as "slightly plastic": 

o If % passing the #200 sieve < 20%, set PI = 1 in the equation. 

o If % passing the #200 sieve Ó 20%, set PI = 2 in the equation. 
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Material Performance Predictor Chart 

 

A simple chart plotting grading coefficient on the x-axis and shrinkage product on the y-axis ï along 

with the optimal performance limits described previously ï can be used to evaluate the expected in-

service performance of a material. This tool allows for quick, visual identification of materials likely to 

perform well or poorly in specific road conditions. 

 

Local calibration of grading coefficient and shrinkage product ranges may be necessary to reflect 

regional conditions. For example: 

 

¶ The upper limit of the shrinkage product range (e.g., reduced to 250) may need to be lowered for: 

o Roads with high truck traffic volumes 

o Roads that are shaded most of the day 

o Roads in regions with high annual rainfall or frequent high-intensity storms 

 

¶ The lower limit (e.g., reduced to 50 or 75) may be appropriate for: 

o Roads with very low traffic volumes 

o Roads used primarily by slow-moving vehicles 

o Roads that are shaded or located in wet climates 

 

To perform local calibration, practitioners should sample materials from both well-performing and 

poorly performing roads within their jurisdiction. These samples should be tested and the results plotted 

on the grading coefficient vs. shrinkage product chart (Figure 5.6-2). Based on this analysis, the 

acceptable range thresholds can be adjusted to reflect observed local performance. 

 

These calibrated ranges can then guide future material selection and acquisition, ensuring more reliable 

road performance under local conditions. 

 

 
 

Figure 5.6-2 ï Material Performance Predictor Chart (adapted from Paige-Green) 
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NDOT Gravel Gradation Optimization Tool  

 

In 2025, the Nebraska DOT sponsored a research project through Michigan State University called 

Gravel Road Performance Enhancements (SPR FY23(014)). The goal of this research project was to 

improve the gravel road performance by systematically evaluating Nebraskaôs local materials and 

develop an optimization tool for better gradation control.  

 

Figure 5.6-3 ï Gravel Road Enhancement Gradation Optimization Tool (Nebraska DOT) 
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Example of using the Gravel Road Enhancement Gradation Optimization Tool 

 

A county in central Nebraska is planning improvements to a gravel road by blending in stockpiled 

aggregate over a section approximately 1,000 feet in length. The road has an average width of 20 feet 

and an average depth of 6 inches ï consisting of a 2-inch wearing surface course over a 4-inch base 

course layer placed on top of the subgrade soil. 

 

There are two available stockpile sources to choose from for this maintenance project. 

 

Below are the material properties for each source: 

 

Material 

Properties 
Existing Gravel Road Materials Available Material s 

Sieve Size 
Wearing 

Course 
Base Course Subgrade Stockpile 1 Stockpile 2 

No. 
Size 

(mm) 

1ò 25.0 99 100 100 99 100 

Ĳò 19.0 90 89 100 87 96 

İò 12.5 67 68 100 71 80 

3/8ò 9.50 57 62 100 68 65 

#4 4.75 38 48 97 53 37 

#10 2.00 31 22 90 21 19 

#20 0.85 25 15 82 14 11 

#40 0.43 19 14 75 10 8 

#100 0.15 14 13 66 8 5 

#200 0.08 11 13 61 7 4 

MDD 121 116 112 134 120 

OMC 11.3 6.4 15.9 7.3 7.3 

Plasticity Index 4 5 20 NP NP 

Where:   MDD = Maximum Dry Unit (lb/ft3) 

  OMC = Optimum Moisture Content (%) 

  Gradation Percentages are expressed as Percent Passing (%) 
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The figure below presents the input values entered into the Gravel Road Enhancement Gradation 

Optimization Tool, based on the material properties obtained from the gravel road and each stockpile 

source. 

 

Figure 5.6-4 ï Input Values for Gravel Road Enhancement Gradation Optimization Tool 

 

By inputting the data into the Gravel Road Enhancement Gradation Optimization Tool, it was 

determined that achieving an optimal gradation will require approximately 600 tons of Stockpile 2. 

Stockpile 1 is not needed to meet the target gradation specifications. 

 

 
 

Figure 5.6-5 ï Output Values for Gravel Road Enhancement Gradation Optimization Tool 
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Chapter 6: Flexible Pavement Design  

6.1 Introduction  
 

Flexible pavement is a type of road surface constructed of asphalt or bitumen that is designed to resist 

cracking and rutting under traffic loads. It typically consists of multiple layers of bituminous materials 

placed over a prepared subgrade. The structural capacity of flexible pavement depends on the properties 

of these materials, including their strength, stiffness, and ability to distribute loads. In Nebraska, asphalt 

is the primary material used in flexible pavement systems. Other bituminous treatments ï such as Armor 

Coats, Chips Seals, and Microsurfacings ï are also used, but mainly for preventive maintenance rather 

than as structural layers. 

 

The flexible nature of bituminous materials makes asphalt pavements easier to resurface compared to 

rigid pavements. While flexible pavements are generally less expensive to construct, but have a shorter 

service life and may require more frequent maintenance over time. 

 

6.2 Historical Nebraska Asphalt Mix Designs  
 

Nebraska has been using flexible pavements in its road system for many years. Over time, NDOT has 

developed, evaluated, modified, and, in some cases, phased out various asphalt mix designs based on 

their field performance. Despite these changes, many older asphalt mixes remain in place throughout the 

stateôs pavement network. Some of these past asphalt layers continue to perform well and can serve as a 

strong foundation for new asphalt layers. Others, however, may contribute to pavement distress and may 

require additional structural thickness or full removal and replacement. It is important for designers to be 

familiar with past asphalt mix designs when evaluating pavement conditions, as understanding these 

materials is key to diagnosing issues and selecting appropriate rehabilitation strategies. The following 

list outlines historical NDOT asphalt mix designs and their typical applications. 

 

¶ Type 1 ï This mix consisted of a combined mineral aggregate containing at least 50% crushed  

rock. Crushed rock mineral aggregates included no more than 15% naturally occurring 

fines retained on the No. 10 sieve. A maximum of 60% limestone was permitted.  

Type 1 was used for the same types of projects as Type 11. 

 

¶ Type 1R ï This mix was identical to Type 1, except that Reclaimed Asphalt Pavement (RAP)  

material was used to supplement the virgin aggregate. It was used for the same types 

of projects as Type 11. 

 

¶ Type II  ï This mix was composed of Mineral Aggregate No. 2-A, Mineral Aggregate No. 5  

(fine sand), and mineral filler. 

 

¶ Type IIR  ï This mix was identical to Type II, except that Reclaimed Asphalt Pavement (RAP)  

material was used to supplement the virgin aggregate. 

 

¶ Type 3 ï This mix was composed of crushed quartzite or granite, with mineral filler added if  

required. It was used for the same types of projects as Type 13. 
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¶ Type 3R ï This mix was identical to Type 3, except that Reclaimed Asphalt Pavement (RAP)  

material was used to supplement the virgin aggregate. It was used in the same types 

of projects as Type 13. 

 

¶ Type 4 ï This mix consisted of at least 30% crushed rock. Crushed mineral aggregates may  

include no more than 20% naturally occurring fine aggregates retained on the No. 10 

sieve. Mineral filler may be added if required, and a maximum of 60% limestone was 

permitted. It was used for the same types of projects as Type 14. 

 

¶ Type 4R ï This mix was identical to Type 4, except that Reclaimed Asphalt Pavement (RAP)  

material was used to supplement the virgin aggregate. It was used in the same types 

of projects as Type 14. 

 

¶ Type 7 ï This mix consisted of a combined mineral aggregate, with a maximum of 60%  

limestone permitted. It was used for the same types of projects as Type 17. 

 

¶ Type 7R ï This mix was identical to Type 7, except that Reclaimed Asphalt Pavement (RAP)  

material was used to supplement the virgin aggregate. It was used in the same types 

of projects as Type 17. 

 

¶ Type 11 ï This mix was designed to achieve an 80% crushed value for the combined mineral  

aggregate, with a maximum of 60% limestone to enhance skid resistance. It followed 

a 75-blow Marshall design and targeted a field air void of 4.0%. Type 11 was 

intended for use on high-volume roads with a truck count of 350 or more. 

 

¶ Type 11R ï This mix was identical to Type 11, except that Reclaimed Asphalt Pavement (RAP)  

was used to supplement the virgin aggregate. All other properties remain the same 

as Type 11. 

 

¶ Type 13 ï This mix was designed to achieve an 80% crushed value and was composed of at least  

50% quartzite or granite. It followed a 75-blow Marshall design and targeted a field 

air void of 4.0%. Type 13 was used on high-volume roads, often as a cap over Type 

11, and in urban projects where the lift thickness ranged from 2 to 2 ½ inches. 

 

¶ Type 13R ï This mix was identical to Type 13, except that Reclaimed Asphalt Pavement (RAP)  

was used to supplement the virgin aggregate. All other properties remain the same 

as Type 13. 

 

¶ Type 14 ï This mix was designed to achieve a 60% crushed value for the combined mineral  

aggregate, with a maximum of 60% limestone to enhance skid resistance. It follows a 

50-blow Marshall design and targets a field air void of 4.0%. It was used on medium-

volume roads with truck traffic ranging from 125 and 350 vehicles. 

 

¶ Type 14R ï This mix was identical to Type 14, except that Reclaimed Asphalt Pavement (RAP)  

was used to supplement the virgin aggregate. All other properties remain the same 

as Type 14. 
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¶ Type 17 ï This mix was designed with no crushed value for the combined mineral aggregate,  

a maximum of 60% limestone for skid resistance, a 50-blow Marshall design, and a 

targeted field air void of 3.5%. It was used primarily for shoulders on the Interstate 

and Expressway systems. However, it was found to be susceptible to rutting. 

 

¶ Type 17C ï This mix was designed to have a crushed value of either 20% or 40% for the  

combined mineral aggregate, with a maximum of 60% limestone for skid resistance. 

It followed a 50-blow Marshall design and targeted a field air void of 3.5%. The 

20% crushed value was used for shoulders on Interstate and Expressways, while the 

40% crushed value was used for mainline pavement under traffic volumes of 125 

trucks or fewer. However, it was found to be susceptible to rutting. 

 

¶ Type 17R ï This mix was identical to Type 17, except that Reclaimed Asphalt Pavement (RAP)  

material was used to supplement the virgin aggregate. All other properties remained 

the same as Type 17. However, it was found to be susceptible to rutting. 

 

¶ Type 17RC ï This mix was identical to the Type 17C ï whether with 20% or 40% crushed value  

ï except that Reclaimed Asphalt Pavement (RAP) material was used to 

supplement the virgin aggregate. All other properties remained the same as Type 

17C. 

 

¶ Type A ï This mix was composed of crushed rock, mineral filler, and 3-A crushed sand gravel.  

It was used historically as both a base and surface course. 

 

¶ Type A Special ï This mix was composed of crushed rock, mineral filler, and 3-A crushed sand  

gravel. It was used as a base course. Compared to the standard Type A mix, it 

featured a slightly coarser crushed rock gradation and a higher percentage of 

crushed rock content. 

 

¶ Type AX  ï This mix was composed of crushed rock, fly ash, and mineral aggregate. It was used  

as both a base and surface course on Interstate projects. However, it was found to be 

susceptible to rutting. 

 

¶ Type AX Special ï This mix was composed of the same materials as Type AX but contained a  

higher percentage of crushed rock. It was used as a base course on Interstate 

projects. 

 

¶ Type RAX ï This mix was identical to Type AX, except that Reclaimed Asphalt Pavement  

(RAP) material was added to supplement the virgin aggregate. It was used in the 

same application as Type AX. However, it was found to be susceptible to rutting. 

 

¶ Type RAX Special ï This mix was identical to Type AX Special, except that Reclaimed Asphalt  

Pavement (RAP) material was added to supplement the virgin aggregate. 

It was used in the same applications as Type AX Special. 
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¶ Type B ï This mix was composed of 70% to 86% 2A Gravel, 10% to 20% fine sand, and 4% to  

10% mineral filler, with asphalt cement content ranging from 3.5% to 5.5%. It was 

used for mainline paving on rural roadways throughout the state. However, it was 

found to be susceptible to rutting.  

 

¶ Type Q ï Quartzite 

This mix was composed of crushed quartzite or crushed granite. It was used as a 

surface layer on the Interstate. 

 

¶ Type RQ ï RAP with Quartzite 

This mix was identical to Type Q, except that Reclaimed Asphalt Pavement (RAP) 

material was used to supplement the virgin aggregate. It was used for the same types 

of projects as Type Q. 

 

¶ Type MQ  ï Mixed Quartzite 

This was an open-graded mix composed of quartzite or granite, gravel, sand, 

and mineral filler. It was used as a surface layer on the Interstate. 

 

¶ Types CC, CC1 & CC2 ï Crushed Concrete 

These mixes were composed of crushed concrete, 3-A sand, and 

mineral filler. 

 

¶ Type RCC ï Recycled Crushed Concrete 

This mix was composed of Reclaimed Asphalt Pavement (RAP), approximately 

82% crushed concrete, and 18% 3-A sand gravel. It was used as a base course on 

Interstate projects. 

 

¶ Type SMA ï Stone Mastic Asphalt 

This European mixture was composed of crushed rock, 3-A crushed gravel, and 

mineral filler. It was used on high-traffic volume roads and is a gap-graded mix. 

 

¶ Type GGCRM  ï Gap Graded Crumb Rubber Modified 

This mix was placed as a surface course, typically 1.5 to 2.5 inches thick. It 

resembled a Stone Mastic Asphalt (SMA) mix and featured a high binder 

content, making it resistant to rutting and cracking. It was used on high-

volume roadways. 

 

¶ Type GGCRMLV  ï Gap Graded Crumb Rubber Modified Low Volume  

This mix was placed as a surface course, typically 1.5 to 2.5 inches thick. It 

resembled a Stone Mastic Asphalt (SMA) mix and featured a high binder 

content, providing resistance to rutting and cracking. It was used on low to 

medium volume roadways. 

 

¶ Type RLC  ï Regular Leveling Course 

This mix was used as a leveling course and included fractionated Reclaimed 

Asphalt Pavement (RAP). It had the same gradation as a standard Leveling Course 

(LC) and utilized standard PG binder types and contents, targeting typical mainline 

volumetrics. The current Type LC mix is the same as the Type RLC mix. 
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¶ Type OGFC-CRM  ï Open Graded Friction Course ï Crumb Rubber Modified  

This mix was placed as a surface course, typically 1 to 1.5 inches thick. It 

was coarser than a standard Open Graded Friction Course (OGFC) and 

contained a higher binder content. The mix used a 58-28 binder modified 

with crumb rubber, providing a high-friction, well-drained, and quiet 

pavement surface. It was used on mainline roadways and ramps. 

 

¶ Type HRB ï High Rap Base  

This was a very fine-graded, single-aggregate mix used only in lower lifts. It 

contained a minimum of 25% or 35% RAP (as specified) and a maximum of 50% 

RAP. The mix did not include lime and used a minimum of 5.5% PG 64-22 binder 

(PG 64-34 starting in 2010). It was a very stiff mix designed for lower lifts on low 

to medium volume roadways. Type HRB was constructed for approximately two 

seasons. 

 

¶ Type SPL ï Static Pressure Loading 

This was a well-graded Marshall mix available in both fine and coarse gradations.  

It was primarily used for camper pads, parking lots, lower lifts, and temporary 

pavement. While RAP was not required, it was often added to achieve the required 

230 psi bearing capacity. The mix contained no lime and used a minimum of 5.2% 

PG 64-22 binder (PG 64-34 starting in 2010). Type SPL has been replaced by Type 

SPR. 

 

¶ Types SP1 ï SP6 ï SuperPave 1-6 

These mixes were designed for a range of traffic loads, with Type SP1 

intended for the lowest traffic and Type SP5 for the highest. All mixes were 

developed using Superpave criteria, including criteria such as Coarse 

Aggregate Angularity (CAA), Fine Aggregate Angularity (FAA), number of 

gyrations to achieve 4% air voids in the lab, elongated pieces, clay content, 

Voids in Mineral Aggregate (VMA ), Voids Filled with Aggregate (VFA), 

binder content, and dust-to-asphalt ratio. Types SP1 through Type SP3 

sometimes exhibited rutting issues. As a result, only Types SP4, SP4 

Special, and SP5 were eventually used, with Type SP5 designated for 

roadways carrying 750 or more trucks per day. Type SPH mix is the same as 

the Type SP5 mix. 

 

¶ Type SPR Fine ï This mix meets the requirements of Type SPR except that the gradation  

allowed greater variance making it easier to include additional RAP. The 

variance in gradation gave the contractor more control based on how the 

asphalt was placed. Often this mix was placed in lift thicknesses less than 1.5 

inches as a leveling course and was still capable of being used in intermediate 

or top lifts on the same project. The current Type SPR asphalt mix has the 

same gradation as the Type SPR Fine.  

 

¶ Type SP4 Special ï SuperPave 4 Special 

This mix meets the requirements of Type SP4 except the gyratory effort to  

meet target air voids was reduced. This mix was intended for use on 

Roadways with lower truck volumes than Type SP4. 
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¶ Type SPH ï Superpave Heavy-load (ι 750 Trucks/Day) 

Type SPH was designed for heavy truck applications, such as Interstates, 

expressways, and high-volume urban corridors. It incorporated high-angularity 

aggregates and typically included 15% to 25% RAP. Gyratory compaction levels 

were adjusted to meet performance standards, improving binder content and dust-

to-asphalt ratios. These modifications aimed to enhance long-term durability, 

reduce permeability, and improve in-place density.  

 

However, Type SPH was more commonly used as an asphalt base course, as its 

high-fine aggregate angularity led to longitudinal joint density challenges. This mix 

used high polymer-modified PG 58H-34 binder to deliver enhanced performance 

under heavy loading. Type SLX Super-Mod replaced the Type SPH. 
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6.3 Current Nebraska Asphalt Mix Designs  
 

Nebraska uses several different asphalt mix designs, selected based on factors such as pavement 

distresses, truck traffic volumes, the existing pavement structure, and the intended use of the proposed 

asphalt. Currently, the Nebraska DOT utilizes a modified version of the Superpave Method to develop 

these mix designs. This modified Superpave system specifies asphalt binders and mineral aggregates and 

provides a framework for developing and analyzing asphalt mixtures. 

 

NDOT continually develops, modifies, and refines its asphalt mix types based on actual field 

performance to better address key performance parameters. The list below outlines and describes the 

most recent updates and applications of NDOTôs flexible pavement mix designs. 

 

¶ Type LC ï Leveling Course  

Type LC is primarily used as a scratch course or leveling course, typically placed 

over bare concrete or heavily patched, rough roadway segments. Its main purpose is 

to improve surface smoothness before placing subsequent asphalt lifts. This mix is 

extremely fine-graded and requires the use of fractionated RAP. The result is a dense 

mix that incorporates polymer-modified binders to enhance performance.  

 

¶ Type LC-S ï Leveling Course SAMI  Layer  

Type LC-S is a specialized leveling or scratch course designed for use over bare 

concrete or heavily patched, rough pavement. Like Type LC, it aims to enhance 

surface smoothness before placing additional asphalt layers. However, Type LC-S 

incorporates features of a Stress Absorbing Membrane Interlayer (SAMI), making 

it especially effective at mitigating reflective cracking. This extremely fine-graded 

mix has low air voids and a high binder content, resulting in a dense mixture that 

utilizes significant amounts of polymer-modified binder for improved flexibility 

and durability.  

 

¶ Type SPR ï Standard Paving Recycle (Ò 750 Trucks/Day)  

Type SPR is a Superpave mix designed for roadways with daily truck traffic of 750 

or fewer. It combines high-quality angular aggregates with approximately 45% 

RAP. The mix uses highly polymerized PG 58H-34 binder and optimized dust-to-

asphalt ratios to produce a rich mastic with increased film thickness. These 

characteristics contribute to a high strength modulus, providing superior structural 

capacity, rut resistance, and improved in-place density. Type SPR also offers 

enhanced laydown and placement characteristics, resulting in lower permeability 

and greater resistance to aging and longitudinal joint deterioration. 

 

¶ Type SPR35 ï Standard Paving Recycle (35% Maximum RAP) 

Type SPR35 is the same as the Type SPR mix but limits the maximum RAP 

content to 35%. This asphalt mix was developed to prevent the recycling of 

existing asphalt layers with higher RAP percentages and to reduce the stiffness 

of the new asphalt layer. 
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¶ Type SLX ï Surface Laminate X-treme  

Originally developed for thin-lift  maintenance projects, Type SLX is now used in 

Expressway and Interstate overlay applications, as well as on high truck volume 

corridors. It offers improved joint density compared to Type SPH, making it a 

preferred choice for urban, high-traffic environments. The mix design includes a 

minimum of 20% ¼-inch limestone chips, which enhance aggregate angularity. 

Type SLX uses highly polymer-modified binders, typically PG 58V-34 binder, with 

PG 58E-34 for Interstates and select Expressway projects to meet higher 

performance demands. 

 

¶ Type SLX Super-Mod ï Surface Laminate X-treme (Modified) 

Type SLX Super-Mod is similar to the Type SLX mix, with the 

primary difference being a higher required aggregate angularity. It is 

intended for use as a surface wearing course on heavily loaded 

corridors and arterial roadways in Omaha and Lincoln. 

 

¶ Type HPS4 ï High Performance Surfacing Mix (4 mm) 

Type HPS4 is a high-performance, gap-graded surface course mix. The mix 

requires 25% crushed ledge rock with a mineralogy of quartzite, granite, or 

dolomite to produce a durable, friction-enhanced wearing surface. The maximum 

aggregate gradation size is a No. 4 sieve, which corresponds to the ñ4ò in HPS4. It 

is typically placed in a 1-inch to 1½-inch thick layer. This mix does not allow 

RAP and requires a PG 58E-34 binder. 

 

¶ Type SRM ï Special Reclamation Mix 

Type SRM is a mix developed as an alternative recycling strategy, allowing for up 

to 50% RAP. It includes a minimum of 10% crushed rock, resulting in a stiff base 

mix suitable for bridging areas affected by asphalt stripping. Due to its stiffness, 

Type SRM requires a surface course overlay using either Type SLX or Type SPR. 

The high stiffness of the RAP binder is balanced with the addition of a PG 58H-34 

binder to improve overall performance. 

 

¶ Type SPS ï Surfaced Paved Shoulders  

Type SPS is a mix specifically designed for surfaced shoulders. It uses a PG 58S-34 

binder and is formulated to achieve a target air void content of 1.5%. The mix 

encourages the use of RAP at rates between 35% and 50%, significantly reducing 

the need for virgin binder and aggregates ï potentially by up to 50%. Notably, Type 

SPS contains no lime. As a general guideline, if the total quantity of Type SPS on a 

project is less than 5,000 tons, the mainline mix should be used for surfaced 

shoulder instead, based on cost-effectiveness and constructability. 

 

 

 

 

 

The Nebraska Department of Transportation has begun exploring the use of Balanced Mix Design 

(BMD) approaches and incorporating performance testing methods using the IDEAL-CT (Cracking 

Tolerance) and IDEAL-RT (Rutting Tolerance). 
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6.4 Asphalt Binders and Emulsions  
 

Binders 

 

A binder is a substance that acts as a glue to hold the asphalt together. It is a byproduct of petroleum 

refining, derived from the thick residue left after distilling petroleum to produce fuels and lubricants. To 

meet the specific requirements of asphalt pavement, binders are produced from carefully selected crude 

oil blends and processed to achieve the appropriate grade.  

 

The Performance Graded (PG) system is a method used to evaluate asphalt binder performance through 

a series of tests that measure its physical properties. Based on these test results, each binder is assigned a 

PG designation reflecting its suitability for specific traffic and pavement temperature conditions. The PG 

grade consists of two numbers representing pavement temperatures in degree Celsius: the first number 

(e.g., PG 58-XX) indicates the high pavement temperature, while the second number (e.g., PG XX-

34) indicates the low pavement temperature. It is important to note that these temperatures refer to 

pavement ï not air ï temperatures. The high temperature rating addresses the binderôs resistance to 

rutting, whereas the low temperature rating relates to its ability to resist fatigue cracking in cold 

conditions. 

 

The Multiple Stress Creep Recovery (MSCR) grading system eliminates the need to ñbumpò the high-

temperature grade for roadways with high truck volumes to resisting rutting. Previously, a binder graded 

for 58°C might have been increased to 64°C to improve rut resistance. Under the MSCR system, the 

actual 7-day average maximum pavement temperature (in °C) is used directly, and traffic loading is 

addressed through a letter designator that reflects the expected truck volume and corresponding polymer 

modification level. The letter designators are as follows:  

 

¶ S ï Standard traffic 

¶ H ï Heavy traffic 

¶ V ï Very heavy traffic 

¶ E ï Extremely heavy traffic 

 

For example, a binder graded under the PG system indicates both the minimum and maximum design 

temperatures and includes a letter designator to specify its suitability for various truck traffic volumes. 
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Emulsions 

 

An emulsion is a liquid mixture consisting of asphalt, water, and an emulsifying agent.  

 

An emulsifying agent is a chemical additive that enables the asphalt and water to form a stable emulsion. 

Acting similarly to soap, it allows tiny droplets of asphalt to remain suspended in water, creating a 

workable liquid form of asphalt that can be applied during road construction and maintenance. 

Emulsifying agents are typically surfactants, meaning they contain both hydrophilic (water-attracting) 

and hydrophobic (oil-attracting) components. This dual nature allows them to bond with both the water 

and asphalt phases, maintaining stability in the mixture.  

 

Depending on the specific performance requirements of the emulsion and its interaction with aggregates, 

different types of emulsifiers can be used, including: 

 

¶ Cationic Emulsion ï A positively charged emulsion. Cationic emulsions are designed to interact  

with negatively charged mineral aggregates, improving adhesion and bond 

strength. They are typically emulsified using fatty acids and are widely 

used due to their rapid breaking behavior and strong compatibility with 

many aggregate types. 

 

¶ Anionic Emulsion ï A negatively charged emulsion. Anionic emulsions bond well with  

positively charged mineral aggregates and are often preferred in cooler 

climates due to their slower breaking rates. They are usually emulsified 

using ñtall oilsò, such as wood oil. 

 

Another important characteristic of an emulsion is its setting time ï the time it takes for the emulsion to 

bond to the surface after application. Setting time is influenced by several factors, including the type of 

emulsion, application rate, surface temperature, and environmental conditions. Once the emulsion has 

set, is said to have ñbrokenò, meaning the water within in the mixture has evaporated. Allowing the 

suspended asphalt droplets to adhere to the pavement surface  

 

Bitumen emulsions are typically classified into four categories based on their setting time: 

 

¶ Slow Setting (SS) ï In slow setting emulsions, the bitumen and the water remain mixed for an  

extended period and do not separate easily. These emulsions begin to adhere 

to the surface only after the water has fully evaporated. Their longer curing 

time allows for greater workability and flexibility during application, 

making them ideal for jobs requiring extended handling or mixing. 

However, the slower break time can result in longer project durations and 

potentially higher costs. 

 

¶ Medium Setting (MS) ï Medium setting emulsions separate (or ñbreak) more quickly than slow  

setting emulsions but still allow for short handling or mixing time. They 

are formulated to maintain workability for a few minutes after 

application, ensuring proper distribution before breaking begins.  
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¶ Quick Setting (QS) ï Quick setting emulsions break faster than medium setting emulsions, with  

the bitumen and water separating almost immediately after application. 

They are designed for use in situations with strict time constraints, such as 

surface treatments where minimal traffic disruption and rapid curing are 

essential. 

 

¶ Rapid Setting (RS) ï Rapid setting emulsions break almost immediately upon contact with the  

pavement surface, typically within 20 minutes of application. They are 

ideal for high-demand conditions, such as urban or nighttime work zones, 

where quick curing is essential due to traffic constraints or temperature 

sensitivity. Their fast break time helps minimize delays and ensures 

performance even in challenging environments. 

 

Emulsions, like binders, use a combination of abbreviations and numbers to identify their type and 

grade. The emulsion designation typically consists of a leading abbreviation and a trailing number or 

letter. The leading abbreviation indicates the emulsionôs electric charge (cationic or anionic) and setting 

time (rapid, medium, slow, or quick setting). The trailing number and/or letter describes the emulsionôs 

material and viscosity properties, such as polymer modification or high float characteristics.  

 

1. Electrical Charge ï The first part of an emulsionôs name indicates its electric charge. If the  

emulsion contains positively charged bitumen particles (cationic), the name 

will begin with a ñCò. If the emulsion contains negatively charged bitumen 

particles (anionic), there is no letter at the beginning. 

 

2. Setting Time ï The second part of an emulsionôs name indicates its setting time. The  

abbreviations corresponding to the setting categories described earlier (e.g., Slow 

Setting = SS, Medium Setting = MS, etc.). 

 

3. Viscosity ï The third part of an emulsionôs name indicates its viscosity. Emulsion with low  

viscosity end with a ñ1ò, while emulsions with a higher viscosity end with a ñ2ò. 

 

4. Material Property ï The fourth part of an emulsionôs name identifies specific material properties  

based on the additives used in its formulation. For instance, a ñPò indicated 

that the emulsion is polymer-modified, an ñLò indicates the use of latex, or 

ñHò indicates the hardness of the material. These modifiers enhance 

performance characteristics such as elasticity, durability, and resistance to 

cracking.  
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Below are several types of emulsions commonly used by NDOT for various project applications, each 

selected based on specific performance requirements and construction conditions.  

 

Table 6.4-1 ï Emulsions Acronym List 

 

Electric Charge Setting Time Viscosity Material Property  

Acronym Description Acronym Description Acronym Description Acronym Description 

ñ_ò Anionic SS 
Slow 

Setting 
1 

Low 

Viscosity 
H Hard 

C Cationic MS 
Medium 

Setting 
2 

High 

Viscosity 
P Polymer 

  FS Fast Setting   L Latex 

  QS 
Quick 

Setting 
    

  RS 
Rapid 

Setting 
    

Other Acronyms: 

¶ ARA ï Asphalt Rejuvenating Agent 

¶ HFE ï High Float Emulsion 

¶ VH ï Very Hard  

 

Below is a list of current emulsions used by NDOT for various pavement strategies. 

 

Table 6.4-2 ï Current NDOT Emulsions List  

 

Work Description Grade 

Armor Coat or Chip Seal CRS-2P, HFE-150, CRS-2VHL 

Bituminous Sand Base Course HFE-300 

Cold In-Place Recycling HFE-300 

Fog Seal CFS-1, FS-1, CSS-1H, SS-1H 

Hot In-Place Recycling ARA 

Hydrated Lime Slurry Stabilization SS-1, SS-1H, CFS-1, FS-1, CSS-1, CSS-1H 

Microsurfacing CQS-1H 

Scrub Seal CRS-2P 

Tack Coat SS-1, SS-1H, CSS-1, CSS-1H 

 



2026      
NDOT Pavement Design Guide             Page 106 

Emulsion Calendar Work Schedule 

 

Temperature requirements are critical for emulsion applications, as they significantly influence the 

stability and performance of the emulsion. Temperature affects the physical properties of both phases ï 

such as viscosity, interfacial tension, and surfactant solubility ï which in turn impact the emulsion's 

overall behavior and durability. Maintaining proper temperatures during emulsification, storage, and 

application is essential to ensure product quality and to prevent issues like phase separation or 

coalescence. Below is a list of pavement strategies that utilize emulsions, along with the temperature 

requirements for their proper application. 

 

Table 6.4-3 ï Temperature Requirements for Emulsion Applications 

 

Type of Work Ambient Air Temperature  

Armor Coat or Chip Seal 60ęF Minimum 

*Bituminous Sand Base Course 60ęF Minimum 

* * Fog Seal 60ęF Minimum 

* ** Microsurfacing 50ęF Minimum 

 

* The application of asphaltic materials will not be allowed after September 15th. 

 

* * On certain projects, both fog sealing and crack sealing of bituminous surfaces are specified. For these 

cases, a late spring or early summer letting is recommended to allow the fog seal to be completed 

between June 1st and September 1st, followed by crack sealing during the winter months, between 

November 1st and March 31st. See Chapter 8 of this guide for Crack Sealing Bituminous Surfaces. 

 

*** Microsurfacings can be applied when the ambient temperature is 50ęF or higher, but it must remain 

above 32ęF for at least 24 hours after placement. 

 

 

 

For the most current temperature requirements, refer to the latest version of the Standard Specifications 

for Highway Construction and/or the project-specific Special Provisions. 
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6.5 Pavement Geosynthetics  
 

Pavement geosynthetics are synthetic materials designed to enhance the performance of asphalt 

pavement systems. Installed between asphalt lifts, they act as a tensile reinforcement layer, helping 

reduce cracking caused by traffic loading. These materials are commonly used in both full-depth asphalt 

pavements and composite pavement structures, where they are embedded within the asphalt layers.  

 

The two most widely used types of pavement geosynthetics are textiles and grids. Textiles are 

nonwoven, petroleum-based sheets that function as waterproofing membranes or reinforcement layers. 

In contrast, grids are open, grid-like structures ï often made from fiberglass ï designed primarily to 

provide tensile reinforcement and control reflective cracking. 

 

Nonwoven Pavement Textile 

 

A nonwoven pavement textile is a nonwoven, needle-

punched polypropylene sheet used primarily as a 

waterproofing membrane within asphalt pavement 

structures.  

 

When properly installed, pavement textiles help extend 

pavement life in three key ways: 

 

¶ Preventing water intrusion into the pavement 

structure. 

¶ Slowing reflective cracking from underlying asphalt 

or concrete layers.  

¶ Increasing the fatigue life of the asphalt by providing 

stress absorption. 

 

Proper binder application is critical to ensure proper bonding between the pavement textile and the 

surrounding asphalt layers. Without adequate binder, the textile cannot adhere effectively, reducing its 

overall performance. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Figure 6.5-1 ï Nonwoven Pavement 

Textile 
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Pavement Grid  

 

A pavement grid is a geosynthetic reinforcement system 

used in asphalt road construction to prevent or reduce 

cracking and extend pavement life. It consists of a grid-like 

mesh made from fiberglass strands coated with an 

elastomeric polymer. The material is formed from weaving 

individual fibers into a textile-like structure, which is 

embedded between asphalt layers. Pavement grids provide 

tensile strength to the asphalt, helping to resist cracking 

caused by underlying pavement movement and repeated 

traffic loads.  

 

 

 

 

 

 

Composite Pavement Reinforcement System 

 

A composite pavement reinforcement system integrates a 

high-strength pavement grid with a synthetic backing or 

membrane to create a multifunctional geosynthetic layer 

designed to facilitate asphalt laydown operations. The 

backing acts as a bond breaker during construction so that 

the grid is not tracked or wrinkled by construction 

equipment during the placement of asphalt.  

 

The composite may feature a pressure-sensitive or adhesive 

backing to eliminate or reduce the need for liquid asphalt 

binder and improving installation efficiency. Once installed 

between asphalt layers, the system resists cracking, and 

contributes to longer pavement service life under repeated 

traffic loads and thermal cycling. 

 

 

 

 

 

 

 

 

 

 

 

Figure 6.5-2 ï Pavement Grid  

Figure 6.5-3 ï Composite Pavement 

Grid with Nonwoven Pavement 

Textile Backing 
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6.6 Asphalt Mix Design  Guidance  
 

The following is a series of general guidelines that the NDOT uses when selecting asphalt mix designs. 

 

Use        Mix Type 

Mainline: 0 ï 750 Heavy Trucks per day   SPR 

       SPR35 

 

Expressway and High Traffic Urban   SLX 

       SLX Super-Mod 

       HPS4 

 

Interstate       SLX 

       SLX Super-Mod 

       HPS4 

 

Shoulder       SPS (Surfaced Shoulder Ó 5,000 tons) 

       Mainline Mix (Surfaced Shoulder ᾽ 5,000 tons) 

 

Mix Type      Performance Graded Binders 

Leveling Course 

 Type LC     PG 58E-34 (with Fractionated RAP)  

 Type LC-S     PG 58E-34 (virgin mix/no RAP) 

 

Surfaced Shoulder 

 Type SPS     PG 58S-34 

 Mainline Mix Type    Mainline Mix Type Binder 

 

Mainline 

 Type SPR     PG 58H-34 

       PG 58V-34 

 Type SPR35     PG 58V-34 

Type SLX      PG 58V-34 (Lower Volume) 

PG 58E-34 (Interstate) 

  Type SLX Super-Mod   PG 58E-34 

Type SRM      PG 58H-34 

Type HSP4     PG 58E-34 

 

 

General Asphalt Thickness Guidance 

 

Heavy Trucks per Day     Thickness** 

0 ï 200       8ò 

200 ï 1600       10ò (8ò in pure sand regions) 

1600+        12ò (10ò in pure sand regions) 

 

** Pavement ME Design currently used to determine structural thickness.  
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6.7 Flexible Pavement Strategies  
 

The Nebraska Department of Transportation employs a variety of strategies to preserve, rehabilitate, and 

restore the performance of flexible pavements. These treatments are selected based on pavement 

condition, traffic levels, and desired service life. Below are several key strategies NDOT uses to 

maintain and improve flexible pavements. 

 

New & Reconstruction Strategies 

 

Full -Depth Asphaltic Concrete Pavement 

 

As the name implies, Full-Depth Asphaltic Concrete Pavement involves a complete reconstruction of the 

roadway by removing existing pavement layers down to the subgrade and rebuilding from the ground 

up. Milling machines or excavation methods are used to remove the existing pavement. The exposed 

subgrade must be properly prepared and stabilized, treated with Fly Ash, Cement or Lime ï depending 

on the soil type ï to provide a strong, uniform foundation. 

 

Multiple layers of new asphalt are then placed over the prepared subgrade. The final pavement thickness 

is determined using Pavement ME Design, which considers traffic loading, subgrade support, and 

environmental factors to ensure long-term performance. 

 

Resurfacing, Restoration, and Rehabilitation (3R) Strategies 

 

Hot Mix /Warm Mix  Asphalt Overlay (without Milling)  

 

A hot mix asphalt (HMA) overlay, or a warm mix asphalt (WMA) overlay is a paving technique where a 

new layer of hot mix asphalt is laid directly over an existing asphalt surface. It is commonly used to 

restore the smoothness, appearance, and functionality of roads that are still structurally sound but have 

surface-level wear and tear. Before applying the overlay, the existing asphalt is prepared and may be 

patched to ensure a proper bond and stability of the now base course material. The new asphalt layer, 

usually around 1 to 4 inches thick, then provides a refreshed, durable surface.  

 

Resurfacing is ideal for pavements with minor to moderate damage, such as cracking, rutting, or surface 

deterioration. It also adds structural capacity by increasing pavement thickness. Asphalt overlays offer a 

quicker alternative to repaving, extending the life of the pavement while improving its performance. 
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Mill  and Placement of Asphalt Overlay 

 

A Mill and Placement of Asphalt Overlay is a pavement maintenance or rehabilitation strategy that 

involves removing the top layer of worn or damaged asphalt (milling) and replacing it with a new layer 

of fresh asphalt. This method is commonly used to restore roadways that have surface deterioration such 

as ruts, cracks, or unevenness but still have a solid underlying base. 

  

Depth and overlay thickness are determined based on project-specific conditions, including: 

 

¶ The type and thickness of existing asphalt lifts, along with the total depth of the pavement 

structure. 

¶ Pavement core conditions, such as stripping, cracking, and bonding to underlying pavements. 

¶ Falling Weight Deflectometer (FWD) data, including back-calculated pavement and subgrade 

modulus values. 

¶ Applicable design standards (e.g., Preventative Maintenance vs. 3R) and the intended design life. 

¶ Available budget and funding constraints. 

 

Milling machines grind off the top few inches of the existing surface, typically between 2 to 4 inches, 

without disturbing the foundation. After the surface is cleaned and prepped, a new layer of asphalt is 

applied and compacted to create a smooth, durable finish. 

 

This process offers several advantages over a simple asphalt overlay. Because the damaged top layer is 

removed first, the new surface bonds better and tends to last longer. It may also maintain the original 

road elevation, which is important for drainage and reduced grading impacts. Mill ing and overlay is a 

way to significantly improve pavement conditions without the expense of full reconstruction. 
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Hot In -Place Recycling 

Hot In-Place Recycling (HIR) is an asphalt pavement rehabilitation technique that involves heating the 

existing pavement surface, remixing it with rejuvenating agents or new binders, and then laying it back 

down ï all on site. The process typically treats the top 1 to 2 inches of asphalt and is performed using a 

specialized train of equipment that completes heating, scarifying, mixing, and repaving in a continuous 

operation. HIR restores the pavement's flexibility and smoothness without the need to remove or haul 

away old material. 

This method is particularly effective for roads with surface-level issues like cracking, raveling, or 

oxidation, provided the underlying pavement structure is still sound. HIR offers two benefits, including 

faster construction times and utilizing 100% RAP on site. It's an efficient option for extending the life of 

asphalt pavements with minimal disruption to traffic. 

General guidance for Hot In-Place Recycling includes: 

¶ The HIR process involves a long train of specialized equipment, including alternating propane 

burners and milling heads: 

o The propane burners heat the existing asphalt surface. 

o Milling heads remove a shallow layer of softened bituminous material. 

o The reclaimed material is then reheated, mixed with additional binder, and re-laid using a 

laydown machine before final compaction. 

o Because of the long train operation, roadways with sharp or multiple curves are not ideal. 

¶ HIR can be used on its own to rejuvenate the pavement surface or in combination with a 

subsequent mill and fill asphalt overlay. 

¶ HIR is comparative in cost and performance to a Mill 3ò/Fill 3ò asphalt overlay. 

¶ A wearing surface is typically applied over the HIR layer: 

o Most commonly, a Hot Mix Asphalt overlay is used as the wearing course. 

o On low-volume roads, an Armor Coat may be used instead. 

¶ A mix design is developed by a private laboratory and must be approved by the Materials & 

Research Division. 

¶ HIR is not suitable where concrete repairs are needed or where asphalt patching is anticipated. 

¶ HIR should not be used on roadways with extensive thermal cracking or significant amounts of 

crack sealant. 

¶ Do not use on roadways that have received more than two applications of Armor Coat or Chip 

Seal. 

¶ The process is best suited for recycling Superpave asphalt mix types. 
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Hydrated Lime Slurry Stabilization  

 

Hydrated Lime Slurry Stabilization (HLSS) is an asphalt pavement rehabilitation method used to 

address surface distresses such as cracking, stripping, and depressed thermal cracks. It may also be 

applied in cases of moderate rutting as lime effectively stiffness of the asphalt mix, improving its 

structural integrity. HLSS is most effective when applied to pavements with at least 6 inches of hot mix 

asphalt (HMA) over a soil aggregate base course (SABC) or a bituminous sand base. The process 

involves milling the pavement down to just above the base layer and treating the reclaimed material with 

a mix of emulsion and hydrated lime slurry. After a curing period, a new asphalt overlay is applied. 
Before treatment, Falling Weight Deflectometer (FWD) testing and core sampling are necessary to 

verify subgrade strength and pavement thickness, ensuring the site can support the heavy stabilization 

equipment. 

 

General guidance for Hydrated Lime Slurry Stabilization includes: 

 

¶ Pavements with 6 inches or more of Hot Mix Asphalt (HMA) over a Soil Aggregate Base Course 

(SABC) or a bituminous sand base are best suited for HLSS treatment. 

¶ Falling Weight Deflectometer (FWD) testing and pavement coring are required to assess the 

subgrades and pavementôs ability to support the heavy HLSS equipment. 

¶ Historical project data should be reviewed to verify pavement thickness. 

¶ Machinery must be capable of processing 3 to 5 inches of bituminous material; 4 inches deep is 

typical for Nebraska. 

¶ The typical treatment includes 1.5% CSS-1 emulsion and 1.5% hydrated lime slurry by weight. 

¶ A fog seal must be applied to prevent moisture infiltration, especially ahead of storms or to 

reduce surface raveling. 

¶ A 3-inch asphalt overlay is typically placed on top of the stabilized layer. 

¶ The overlay should be installed after a 7-day curing period but no later than 28 days after HLSS 

application. 

¶ Mix design is prepared by a private lab and must be approved by the M&R Division. 
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Fly Ash Slurry Injection  

 

Fly Ash Slurry Injection is a specialized pavement treatment method of utilizing a mixture of Fly Ash 

and water (slurry) to repair thermal cracks. This treatment is not used frequently in Nebraska primarily 

due to challenges associated with accessing and treating thermal cracks. While thermal cracking is a 

common pavement distress, many of these cracks lack a continuous underlying void, limiting the 

effectiveness of slurry injection as a solution. When viable, this method is employed alongside standard 

rehabilitation treatments such as milling and asphalt overlays to restore structural integrity and minimize 

surface deformation. 

 

The process involves drilling near targeted thermal cracks and injecting a Fly Ash-based slurry into 

subsurface voids. This injection must not exceed a ½-inch lift of the pavement. For the material to be 

considered structurally sound, the slurry must meet a minimum unconfined compressive strength of 400 

psi after 7-days. Any proposed Fly Ash mix design must be submitted to the M&R Division for approval 

prior to field use. 

 

General guidance for Fly Ash Slurry Injection includes: 

 

¶ Rarely used in Nebraska due to inconsistent subsurface voids beneath thermal cracks. 

¶ Used in conjunction with milling and asphalt overlay. 

¶ Involves drilling and injecting Fly Ash slurry to fill voids beneath thermal cracks. 

¶ Injection is limited to a ½-inch pavement lift. 

¶ Slurry must reach a minimum 7-day unconfined compressive strength of 400 psi. 

¶ Mix designs require M&R Division approval before application. 
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Fly Ash or Cement Stabilized Bituminous 

 

Fly Ash or Cement Stabilized Bituminous treatment is a full-depth pavement rehabilitation strategy used 

when surface distresses are severe, such as extreme cracking, stripping, depressed thermal cracks, or 

rutting. It is primarily selected when the existing pavement has deteriorated beyond the point of 

conventional rehabilitation and when Hydrated Lime Slurry Stabilization is not viable ï often due to the 

pavementôs inability to support the heavy stabilization equipment. However, this method is a short-term 

solution in areas with poor subgrade conditions. Long-term strategies are needed to address subgrade 

and drainage concerns. 

 

The process typically involves stabilizing the entire pavement structure along with 1 to 2 inches of the 

underlying subgrade. Specialized reclaiming equipment can reach depths of up to 16 inches. A Cement 

or Fly Ash additive is used to strengthen the reclaimed material, which is then covered with a new 

asphalt overlay. The stabilized layer must cure for at least 2 days and should be overlaid within 28 days. 

A fog seal is applied to protect the surface during curing.  

 

General guidance for Fly Ash or Cement Stabilized Bituminous includes: 

 

¶ Used when severe cracking, stripping, depressed thermal cracks, or rutting are present. 

¶ Not effective in poor subgrade conditions. Poor drainage needs to be addressed for long-term 

preservation. 

¶ Stabilizes full-depth pavement plus 1 to 2 inches of subgrade; reclaiming equipment can process 

up to 16 inches deep. 

¶ Asphalt overlay requirements: 

o Typical 4 inches of asphalt overlay thickness 

o Curves with ι 2° Degree of Curvature (᾽ 2865ft Radius): 4-inch asphalt overlay minimum 

thickness to prevent the asphalt overlay from slipping or tearing. 

o Asphalt overlay must be placed after 2 days and within 28 days of stabilization. 

¶ Stabilizing agents: 

o Fly Ash ï 8% to 12% 

o Cement ï 3% to 7% 

o Water ï Approximately 4% 

¶ Strength target: Minimum 90 psi after 7-day moist cure and 24-hour dry period. Desirable to 

have 120 psi to 300 psi. 

¶ Fog seal is applied within 2 hours after the stabilization has begun for surface protection and 

curing prior to overlay. 

¶ Prior to placing the asphalt overlay, milling is required to establish the proper slope and improve 

initial surface smoothness. A second fog seal should be applied immediately after milling to 

protect the exposed surface. 

¶ Milling shall be performed a minimum of 2-days prior to the asphalt overlay to allow traffic to 

knead the fog seal into the roadway surface. 

¶ Mix designs provided by the M&R Division; process governed by method specifications. 
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Cold In-Place Recycling w/ High Float Emulsion 

 

Cold In-Place Recycling with High Float Emulsion (CIR w/HFE) is a specialized pavement 

rehabilitation technique that is typically applied on existing asphaltic or bituminous sand pavements to 

restore old, dry, and cracked surfaces. This process uses High Float Emulsion, generally applied at rates 

between 2.5% and 3%, and is designed based on Marshall Stability and Retained Stability criteria. Due 

to its limitations and evolving practices, CIR w/HFE has largely been replaced by Cold In-Place 

Recycling using Foamed Asphalt. 

 

General guidance for Cold In-Place Recycling with High Float Emulsion includes: 

 

¶ Rarely used in Nebraska due to its sensitivity to environmental conditions. 

¶ Detours are required. 

¶ Applied sparingly to existing asphaltic or bituminous sand pavements. 

¶ Utilizes High Float Emulsion (HFE-300). 

¶ HFE is typically applied at a rate of 2.5% to 3%. 

¶ Mixes are designed using Marshall Stability and Retained Stability criteria. 

¶ Mix design is provided by a private lab and approved by the M&R Division; field production is 

governed by method specifications. 
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Cold In-Place Recycling w/ Foamed Asphalt 

 

Cold In-Place Recycling with Foamed Asphalt (CIR w/ Foam) is a rehabilitation technique used to 

create a stable base layer in pavements exhibiting significant stripping, pavement distresses, or 

substantial patching. The process involves injecting water into hot PG binder ï maintained at a 

minimum temperature of 300ºF ï causing it to foam and expand. This foamed binder coats and binds the 

RAP, improving cohesion and strength. 

 

The equipment and recycling train used in CIR w/ Foam is similar to that of Hydrated Lime Slurry 

Stabilizations, consisting of a scalping shaker, crusher (to reduce oversized particles), pug mill, a 

material transfer vehicle or pickup machine, and a paver. This is followed by a compaction sequence 

involving pneumatic rollers and steel drum rollers. The recycling depth is typically between 4 inches and 

5 inches.  

 

General Guidance for Cold In-Place Recycling with Foamed Asphalt includes: 

 

¶ Rarely used in Nebraska due to its sensitivity to environmental conditions. 

¶ Used to create a stable base when significant stripping, pavement distress, and/or extensive 

patching is present. 

¶ Typical asphalt overlay thickness is 3 inches. 

¶ Uses a PG binder; during recycling, the binder is maintained at a minimum of 300ºF and foamed 

by water injection to promote RAP cohesion. 

¶ Designed using Marshall Stability and Retained Stability. 

¶ Mix design is provided by a private lab and approved by the Materials & Research Division. 
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Preventive Maintenance Strategies 

 

Microsurfacing  

 

Microsurfacing is a pavement preservation treatment designed to extend the life of existing asphalt 

surfaces. It's a fast-setting surface treatment that improves ride quality, restores surface texture, fills ruts 

and cracks, and seals the pavement to prevent further deterioration. This mixture is applied cold (without 

heating) in a slurry form and spreads evenly across the pavement surface using a specialized paving 

machine. Unlike slurry seals, microsurfacing sets and cures quickly, making it ideal for roads that need 

to reopen to traffic within a few hours. 

 

Microsurfacing slurry as a mixture of: 

 

¶ Polymer-modified Emulsified Asphalt 

¶ Fine Aggregate (with Fine Angularity) 

¶ Mineral Filler 

¶ Water and Other Additives 

 

General guidance for Microsurfacing includes: 

 

¶ Intended for roads with minor surface distress (oxidation, raveling, minor cracking). 

¶ Prevents oxidation, restores surface texture, seals minor cracks, and improves skid resistance. 

¶ Typically applied between Ȩ to İ inch thick. 
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Fog Seal 

 

A Fog Seal is a pavement preservation treatment in which a diluted asphalt emulsion is lightly sprayed 

onto the surface of an existing asphalt road. It is primarily used to seal hairline cracks and protect the 

pavement from moisture infiltration and oxidation. Fog seals are often used in conjunction with other 

preventive maintenance strategies ï for example, to seal shoulders during a Microsurfacing project. 

 

Crack Seal 

 

A Crack Seal is a preventive maintenance treatment that involves filling pavement cracks with a 

rubberized hot pour sealant to prevent water, debris, and other materials from penetrating the surface. By 

sealing these openings, the process helps extend the life of the asphalt pavement and minimize the need 

for more extensive repairs in the future. 

 

Armor Coat or Chip Seal 

 

An Armor Coat or Chip Seal is a pavement surface treatment used to seal and protect asphalt roads. 

Both methods involve applying a layer of asphalt emulsion followed by a layer of aggregate, which is 

then rolled into the binder to create a protective, wearing surface. These treatments are effective at 

sealing minor cracks and surface defects, protecting the underlying pavement from water infiltration and 

oxidation, and extending pavement life at a relatively low cost. 

 

While Armor Coats and Chip Seals are similar in both application and purpose, key differences exist in 

the material specifications and intended use of the roadway. Aggregates used in Armor Coats must have 

a soundness loss of no more than 5% by mass after five cycles, compared to 7% for Chip Seal 

aggregates. Additionally, Armor Coat aggregates are typically a sand and gravel mix, while Chip Seals 

may use limestone, expanded shale, granite, or quartzite.  

 

General guidance for Armor Coats and Chip Seals includes: 

 

¶ Both Armor Coats and Chip Seals use the same polymer-modified asphalt emulsion. 

¶ Armor Coats:  

o Use a sand and gravel aggregate blend with a maximum soundness loss of 5% after 5 cycles. 

o Typically applied at a thickness of ¼ to ½ inch. 

o Due to the polished, non-angular characteristics in gravels, Armor Coats tend to lose 

aggregate quicker than a Chip Seal. 

¶ Chip Seals:  

o May use limestone, expanded shale, granite, or quartzite with a maximum soundness loss of 

7% after 5 cycles. 

o Typically applied at a thickness of ¼ to ½ inch. 

¶ A fog seal may be applied after installation to help reduce aggregate loss and lock in surface 

material, however, NDOT does not do this due to loss in friction numbers. 

¶ Armor Coats and Chip Seals can typically be applied up to two times before a pavement 

rehabilitation strategy should be considered. 
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Chapter 7: Rigid Pavement Design  

7.1 Introduction  
 

Rigid pavement, also known as concrete pavement, is a type of road surface constructed with concrete to 

create a stiff, inflexible structure that offers high strength and a durable wearing surface ï ideal for 

heavy traffic loads and harsh weather conditions. It typically consists of concrete slabs or panels placed 

over a drainable foundation course on a prepared or stabilized subgrade. These slabs may be reinforced 

with steel, depending on the design requirements and the pavement's intended use. Wire mesh reinforced 

concrete was used in the 1960s and earlier but current designs use a plain jointed concrete pavement, 

built with slipform pavers and dowel bars. 

 

Rigid pavement is a common choice for highways and high-traffic areas due to its long-lasting durability 

and reduced maintenance needs compared to flexible pavement. However, it comes with higher initial 

costs and is generally more complex to install. 

 

7.2 Admixtures  
 

An admixture is a material, other than water, aggregates, cementitious materials, and fiber 

reinforcement, that is added to a cementitious mixture before or during mixing to modify its properties 

in the fresh, setting, or hardened state. Admixtures are used to make concrete more suitable for specific 

applications such as workability, set time, strength, permeability, freezing point, and curing. They have a 

significant impact on both fresh and hardened concrete properties and can act through chemical and/or 

physical mechanisms, influencing the hydration process of cement. 

 

There are many different admixtures available for use in concrete construction. The following are the 

most common admixtures used in rigid pavement: 

 

¶ Type A ï Water-Reducing Admixture  

An admixture that reduces the water content of a given mix without affecting its 

consistency and/or increases the slump of the mix without increasing the water 

content.  

 

¶ Type B ï Retarding Admixture 

An admixture that extends the initial set time, thereby increasing the workability time 

and delaying early strength development. 

 

¶ Type C ï Accelerating Admixture 

An admixture that reduces the initial setting time and increases early strength. 

 

¶ Type D ï Water-Reducing and Retarding Admixture 

An admixture that reduces the required mixing water for a given slump while also 

slowing down the setting time of the concrete. 
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¶ Type E ï Water-Reducing and Accelerating Admixture 

An admixture that reduces the required mixing water for given slump and accelerates 

both the setting time and early strength development. 

 

¶ Type F ï Water-Reducing, High Range Admixture 

An admixture that reduces the required mixing water by 12% or more while 

maintaining the same slump. 

 

¶ Type G ï Water-Reducing, High Range and Retarding Admixture 

An admixture that reduces the required mixing water by 12% or more while delaying 

the setting time of the concrete. 

 

¶ Air-Entraining ï An admixture that introduces a controlled system of small air bubbles during  

mixing, which remains in the hardened concrete and improves durability. 

 

¶ Lithium Nitrate ï An admixture used to control the Alkali-Silica Reaction (ASR) in concrete. 

 

The Nebraska Department of Transportation utilizes a variety of these admixtures in concrete 

construction. ASTM C494/C494M provides the Standard Specification for Chemical Admixtures for 

Concrete, while ASTM C260/C260M provides the Standard Specification for Air-Entraining 

Admixtures for Concrete. 
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7.3 Cement  Types  
 

Cement is a binding agent that hardens when mixed with water and is a key ingredient in concrete. In 

Nebraska, several types of cement can be used depending on the intended application. Portland cement 

is the most used type, particularly for concrete pavements. It is a fine powder made from limestone, 

clay, and other natural materials, and primarily composed of lime, silica, and alumina, with a small 

amount of gypsum added during manufacturing to control setting time. 

 

To enhance concrete performance, Portland cement can be blended with other materials to form blended 

cements. These are hydraulic cements made by uniformly mixing Portland cement with Supplementary 

Cementitious Materials (SCMs), such as slag, fly ash, and natural clay pozzolans. Blended cements are 

designed to improve durability, sustainability, and specific properties such as sulfate resistance. The 

ASTM provides both prescriptive and performance-based specifications for various types of blended 

cements. 

 

Definitions: 

 

¶ Supplementary Cementitious Materials ï Supplementary Cementitious Materials (SCMs) are 

materials used as a partial replacement of Portland cement to improve both fresh and hardened 

concrete properties. The most commonly used SCMs in concrete mixtures are natural pozzolans, 

fly ash, slag, and silica fume.  

 

¶ Pozzolan ï A pozzolan is a material that reacts chemically with calcium hydroxide and water to 

form cementitious compounds, enhancing the concreteôs resistance to chemical attack. Natural 

pozzolans include calcined clay, calcined shale, volcanic ash, volcanic glass, and husk ash. 

Artificial (or industrial) pozzolans include fly ash and silica fume. The Nebraska DOT 

commonly incorporates pozzolans in blended cements for concrete pavements.  

 

¶ Ternary  ï A ternary is a mixture blended with three different cementitious materials. This 

combination typically consists of Portland cement and two other cementitious materials. In 

general, ternary mixtures perform in a manner that can be predicted by knowing the 

characteristics of the individual ingredients. A benefit of ternary mixtures is that negative 

properties of one SCM can be offset by positive properties of another. Overall, the combined use 

of SCMs in this manner allows for the reduction of Portland cement content and can lead to 

performance, economic, and environmental benefits.  
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¶ Fly Ash ï Fly ash is a byproduct of the coal burning electric power generating plants. After the 

ignition of coal in the furnace, the ash residue is carried away by the exhaust gases and is then 

collected using electrostatic precipitators or in filter bag houses. As the fly ash travels to the 

collectors, the material cools and forms spherical, glassy particles. 

 

There are two classes of fly ash: Class F and Class C. Fly ash is categorized into these classes 

based on chemical composition. Class F fly ash contains higher amounts of silica and lower 

amounts of calcium, while Class C fly ash typically contains lower silica and higher calcium 

contents. Both classes are acceptable for use in concrete pavement. 

 

o Class F Fly Ash is generally pozzolanic, meaning it possesses little to no cementing 

properties on its own. However, in the presence of water and calcium hydroxide, it reacts 

to form compounds with cementing properties. Class F fly ash is excellent in improving 

the long-term durability of concrete. It is effective in reducing permeability and 

mitigating alkali-silica reactions (ASR), delayed ettringite formation (DEF), and external 

sulfate attack at relatively low replacement rates. 

 

o Class C Fly Ash has both pozzolanic and cementing properties. Due to the higher 

calcium content, it reacts with water and hardens. Class C fly ash is effective in reducing 

permeability but is less effective in mitigating alkali-silica reactions (ASR), delayed 

ettringite formation (DEF), and external sulfate attack. Higher replacement rates are 

required to mitigate ASR and DEF, and due to the chemistry of the glass phase, Class C 

fly ash is more susceptible to external sulfate attack and should not be used in sulfate-rich 

environments.  

 

¶ Slag Cement ï Slag cement is a hydraulic cementitious material made from iron blast-furnace 

by-products that are ground into a fine powder. Molten slag, diverted from the iron blast furnace, 

is rapidly chilled to form glassy granules. When these granules are ground to cement fineness, 

they develop the desired reactive cementitious properties.  

 

¶ Silica Fume ï Silica fume is an ultrafine powder by-product of producing silicon metal or 

ferrosilicon alloys. It consists primarily of silicon dioxide (SiO2). The individual particles are 

extremely small, approximately 1/100th the size of an average cement particle. Due to its very 

fine particle size, large surface area, and high SiO2 content, silica fume is a highly reactive 

pozzolan when used in concrete. 
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Table 7.3-1 ï Properties of Concrete Mixtures and the General Effects of Each SCM Type on that 

Property 

Property Class C Ash Class F Ash Slag Cement Silica Fume 

Initial Set Time + + + - 

Strength Gain (Early) + - - + 

Strength Gain (Late) 0 + + < > 

Setting Time + + + - 

Heat of Hydration - - - + 

Plastic Shrinkage Cracking < > < > < > + 

Permeability - - - - 

ASR Mitigation < > or 0 + < > or 0 + 

Sulfate Attack Mitigation 0 + < > or 0 + 

Note:  + = Indicates an Increase 

-  = Indicates a Decrease 

0 = Indicates No Change 

< > = Indicates that the Effect Varies Depending upon the Characteristic of the SCM or the  

Replacement Level 
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The following are types of cement and cement blends for a range of applications. 

 

¶ Type I  ï Normal Portland Cement 

Type I Cement is a General Construction Cement. With the introduction of pozzolans, 

NDOT no longer uses this type of cement for permanent concrete pavements. However, 

Type I Cement may still be used for concrete pavements intended as Temporary 

Surfacing. 

 

¶ Type II  ï Moderately Sulfate-Resistant Portland Cement 

Type II Cement was used in water or soil with moderate sulfate levels, or where 

moderate heat buildup is a concern. Same as with the Type I Cement, NDOT no longer 

uses this type of cement for permanent concrete pavements. However, Type II Cement 

may still be used for concrete pavements intended as Temporary Surfacing. 

 

¶ Type III  ï High Early Strength Portland Cement 

Used in precast operations or concrete repair work where early strength is needed. 

The cement is ground finer, so it hydrates quicker. Also beneficial in cold weather, 

where hydration is slower. 

 

¶ Type IL  ï Portland-Limestone Cement 

A blended cement containing 5% to 12% limestone. Used for general construction, 

offering a reduced carbon footprint compared to Type I/II . 

 

¶ Type IP ï Portland-Pozzolan Cement 

A blended cement containing up to 25% pozzolan, typically fly ash. Offers improved 

performance such as increased compressive strength and better workability compared 

to Type I/II . 

 

¶ Type IS ï Portland Blast-Furnace Slag Cement 

Pre-blended or inter-ground cement containing between 25% and 40% slag. 

Typically, Nebraska maximum slag amount is 38%. 

 

¶ Type IT  ï Portland-Ternary Cement 

A ternary blended cement that uses slag cement, limestone, and fly ash.  

 

¶ Type IPN ï Pozzolan-Blended Portland Cement (Class N)  

Pre-blended or inter-ground cement containing 25% ± 2% Class N pozzolan. A 

Class N pozzolan is a naturally occurring processed material, typically volcanic or 

siliceous material that conforms to ASTM C618 for use in concrete. 
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7.4 Current Nebraska Concrete Mix Designs  
 

A concrete mix design is the process of determining the optimal proportions of ingredients ï cement, 

water, aggregates, and admixtures ï to achieve the desired concrete properties such as strength, 

workability, and durability for a specific application. In Nebraska, several different concrete mix designs 

are used, each tailored to produce a performance-based product suited to the conditions and 

environments the concrete will encounter. The selection of a mix design typically depends on factors 

such as the intended use, exposure conditions, structural dimensions, and required physical properties. 

 

When specifying a concrete mix design for pavement or structural applications, the Nebraska 

Department of Transportation uses mix design name designators to indicate both the required mix type 

and the target 28-day compressive strength. For example, a specification may call for a Class 47B mix 

with an average 28-day compressive strength of 3,500 psi. 

 

 

 

 

 

 

Class 47B-3500 
 

Nebraska DOT continually develops, refines, and improves concrete mix designs based on actual field 

performance to better address specific performance criteria. The following list outlines and describes the 

most recent updates and applications related to NDOTôs rigid pavement mix designs. 

 

¶ Class 47B ï General Concrete Pavement 

This concrete mix design is primarily used for general concrete pavement 

applications and is the most commonly used mix by NDOT. Developed by the 

Nebraska Department of Roads in 1947, the 47B mix features a 70% fine aggregate 

with a 30% coarse aggregate blend. The typical minimum compressive strength 

requirement is 3,000 psi, though 3,500 psi is frequently specified depending on 

project needs. 

 

¶ Class 47BD ï Bridge and Structures 

This mix design follows the same general requirements as the Class 47B mix but 

is specifically used for bridge and structural applications. The typical minimum 

compressive strength of this mix is 4,000 psi. This concrete mix requires a 30% 

coarse aggregate and 70% fine aggregate blend. 

 

¶ Class 47B-HE ï High Early Strength 

This mix design follows the same requirements as the Class 47B concrete mix 

but is modified for situations where the pavement must be opened to traffic 

earlier than usual. A common example is a nighttime lane closure that requires 

reopening by morning to accommodate peak traffic volumes. To achieve high 

early strength, the mix includes additional cement to accelerate strength gain. 

This concrete mix requires a 45% coarse aggregate and 55% fine aggregate 

blend. 

Mix Design 

Specification 

Average 28-day Minimum 

Compressive Strength 
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¶ Class BX ï Sand & Gravel Mix 

This mix design is very similar to the Class 47B concrete mix, but it has a smaller 

aggregate gradation. Class BX does not have any ledge rock, just sand and gravel. 

This concrete mix can be used for Temporary Surfacing. Type I/II cement may be 

allowed. This concrete mix requires 100% fine aggregate blend. 

 

¶ Class 47B-OL  ï Overlay  

This mix design is for concrete overlay applications. It uses a finer aggregate 

gradation with a water cement ratio of 0.36. This concrete mix requires a 45% 

coarse aggregate and 55% fine aggregate blend. 

 

¶ Class PR ï Pavement Repair 

This mix design is used for concrete repairs. Class PR concrete is a fast-setting 

concrete mix that is used for quick concrete repairs to open back up to traffic. Class 

PR concrete mix has several subdivisions of concrete mixes depending on the type 

of cement being used.  

 

o PR1 ï Uses Type IL Cement 

 

o PR3 ï Uses Type III  Cement 

 

o PR1-4 ï Blend of 75% Type IL and 25% Type IP or IT or IS. This concrete mix  

requires a 45% coarse aggregate and 55% fine aggregate blend. 

 

 

The Nebraska Department of Transportation will allow the use of Tarantula Curve approach and 

incorporating performance testing methods for projects with at least 50,000 square yards of concrete 

pavement. 
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7.5 Evaluation of ASR in Concrete Pavement  
 

Alkali -silica reaction (ASR) is a harmful chemical reaction that leads to cracking and deterioration in 

concrete. ASR occurs when reactive silica in certain aggregates reacts with alkalis (sodium and 

potassium) in the cement paste, forming an alkali-silica gel around the reactive aggregate particles. 

When this gel is exposed to moisture, it expands, generating internal pressure that causes tensile 

cracking around the aggregates. Once cracking begins, additional moisture can enter the concrete, 

further accelerating the ASR process and worsening the deterioration. 

 

The ASR evaluation is based on the standard ASTM test methods listed below: 

 

¶ ASTM C1260 ï Standard Test Method for Potential Alkali Reactivity of Aggregates 

¶ ASTM C1567 ï Standard Test Method for Determining the Potential Alkali-Silica Reactivity of  

Combinations of Cementitious Materials and Aggregate 

 

ASTM C1260 determines and characterizes the reactivity of the aggregates within 28 days according to 

NDOT specifications and ASTM C1567 determines the mitigation of ASR with the use of Supplemental 

Cementitious Materials (SCM). 

 

To assess the potential for ASR in concrete, the alkali metal content (sodium and potassium) in cement 

is evaluated using the ñEquivalent Alkaliò value. Because sodium and potassium have different 

molecular weights, their combined contribution to ASR potential must be adjusted. This is done with the 

following formula:  

 

ὔὥὕὩήὔὥὕ πȢφυψὑὕ  

 

where:   Na2Oeq = Sodium Oxide Equivalent (%) 

   Na2O = Sodium Oxide (%) 

   0.658 = Factor Difference in Molecular Weights between Sodium and Potassium 

   K2O = Potassium Oxide (%) 

 

The Na2Oeq value is a key indicator of cementôs alkalinity and its potential to contribute to ASR. For 

Nebraska, the alkalinity of Type I or II cement is typically 0.60% Na2Oeq or less. According to 

AASHTO PP65, when cement alkalis are below 0.70% Na2Oeq, the required dosage of Supplementary 

Cementitious Materials (SCMs) ï such as fly ash or slag ï can be reduced by one prevention level, 

generally 5% to 10%.  
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Steps to Evaluate Concrete Susceptibility to ASR in Existing PCC  
(Based on Halsey/Heyen 2013 Guidance) 

 

1. Conduct a Visual Evaluation 

 

Assess the concrete pavement through a field visit or alternative tools (e.g., Google Earth, 

PathWeb). Look for visible signs of ASR-related staining or cracking. 

 

2. Research Project History 

 

Collect documentation such as As-Built plans, Special Provisions, Specifications, Proportion 

Reports, and any archived project records. 

 

3. Analyze Cementitious Materials 

 

Using the Special Provisions and Proportion Report, determine the following: 

¶ Type of Cement used 

¶ Type and Percentage of Fly Ash used 

¶ Percentage of Natural Pozzolans (if any) 

¶ Maximum allowable Cement Alkali Content (in lbs/yd3) 

 

4. Confirm Cement Use 

 

If the Special Provisions or Specifications do not match the cement type used in the field, check 

for Change Orders that may have modified the cement specification. 

 

5. Identify Aggregate Source 

 

Determine the likely watershed source for the sand and gravel aggregates based on the project 

location (using Figure 7.5-1). Then use Table 7.5-1 to identify the aggregate type location. 

 

6. Compare SCM Use to Required Levels 

 

Use Table 7.5-1 to compare the minimum required Supplementary Cementitious Material (SCM) 

replacement level to the actual level used in the concrete mix.  

 

Note:  The green column in Table 7.5-1 shows the appropriate Fly Ash (Type F) 

replacement percentage for Nebraska cements. 

 

Reminder: Nebraskaôs Type I or II cements typically have Ò 0.60% Na2Oeq. Cement  

Alkali contents ԇ 0.70% Na2Oeq allow for a reduction of SCM by one 

prevention level (usually 5% to 10%).  

 

7. Conduct ASR Testing (Optional) 

 

If a pavement is suspected to be ASR-affected, confirm by testing core samples. Use the 

AASHTO T 299-93 (2019) method. 

¶ The sample is treated with Uranyl Acetate. 

¶ Under black light, ASR gel will fluoresce, confirming presence. 
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Figure 7.5-1 ï Nebraskaôs Regional Aggregate Reactivity Study (December 2012) 
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Table 7.5-1 ï Minimum SCM for Nebraska Aggregates 

 

Aggregate 

Type & 

Location 

Description of 

Aggregate 

Reactivity 

Minimum 

Replacement Level 

of SCM 

Minimum 

Replacement Level 

of SCM Mitigate 

ASR 

NDOTôs 

Specification Since 

Late 2004 

 

IP with 25% Class F 
Table 6 of 

AASHTO PP65-10 

Type I/II Cement 

Low Alkalinity 

Platte River 

 

Grand Island 

Moderately 

Reactive 
20 15 V 

Dry Pit 

 

Kimball 

Highly Reactive 25 20 V 

Republican 

River 

 

Indianola 

Very Highly 

Reactive 
35 25 O 

North Platte 

River 

 

Scottsbluff 

Highly Reactive 25 20 V 

South Platte 

River 

 

Ogallala 

Moderately 

Reactive 
20 15 V 

Middle Loup 

River 

 

Thedford 

Highly Reactive 25 20 V 

Little Blue 

River 

 

Fairbury 

Moderately 

Reactive 
20 15 V 

Elkhorn River 

 

Norfolk 

Very Highly 

Reactive 
35 25 V 

Platte River 

 

Linoma 

Highly Reactive 35 20 V 

*The Republican River at Indianola, NE is a Non-Approved Aggregate source. 
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NDOT General Guidance for ASR Prevention and Mitigation  

 

Over the years, the Nebraska DOT has conducted extensive research on preventing and mitigating ASR 

in concrete. Table 7.5-2 below summarizes findings related to blending Fly Ash with Cement to reduce 

the susceptibility of concrete to ASR. 

 

¶ NDOT no longer maintains Supplemental Cementitious Materials (SCMs) on the Approved 

Product List. 

 

¶ NDOT permits the use of blended SCMs meeting ASTM C1697 ï Standard Specification for 

Blended Supplementary Cementitious Materials. Suppliers must report the chemical composition 

of the final SCM blend, which NDOT verifies. 

 

¶ NDOT allows the use of Type IP and IT cements in accordance with ASTM C595 ï Standard 

Specification for Blended Hydraulic Cements. NDOT verifies both the chemical and physical 

composition of the final blended cement. 

 

¶ Total cement replacement with SCMs typically ranges between 20% and 40%. 

 

¶ Since 2007, Nebraska has used Type F Fly Ash at a 25% replacement rate as the Type IP cement 

component. 

 

¶ More recently, NDOT allows for a combination of SCMs to mitigate ASR. 

 

Additional information on ASR Prevention and Mitigation can be found in the PowerPoint Presentation 

below: 

 

Recent Developments in the Preservation and Mitigation of ASR in Concrete: 

 

PowerPoint Presentation 

 

Nebraskaôs Aggregates Reactivity Evaluation According to AASHTO PP65-10: 

 

\\dotfs\MR\In-House_Research\Presentations\2017 NC2 Salt Lake City 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

http://www.ibracon.org.br/eventos/52cbc/fournier_raa.pdf
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Table 7.5-2 ï Cement Blended Results for ASR Susceptibility 

 

Cement Strategy Results 

Type I/II Cement  

without SCMs 

ASR Susceptible.  

 

Moderately reactive aggregates may develop ASR 

slowly. 

Type I/II Cement  

with Fly Ash Type C 

ASR Susceptible.  

 

Moderately reactive aggregates may develop ASR 

slowly. 

Type I/II Cement  

with 17% Fly Ash Type F 

Effective at mitigating ASR in moderately reactive 

aggregate.  

 

Development of ASR may be slow for highly and very 

highly reactive aggregate. 

Type IPN Cement  

with 17.5% and 9% Fly Ash Type C 

Effective at mitigating ASR in moderately reactive 

aggregate.  

 

Development of ASR may be slow for highly and very 

highly reactive aggregate. 

Type IP Cement  

with 22% Fly Ash Type F 

Effective at mitigating ASR for all but very highly 

reactive aggregate. 

Type I/II Cement  

with Low Alkalinity and no SCMs 

ASR susceptible.  

 

Deterioration may be slow with moderately reactive 

aggregate. 

Slag 
Effective at mitigating ASR for all but very highly 

reactive aggregate. 

 

 

Additional information on ASR mitigation and identification can be found on the FHWA websites listed 

below: 

 

¶ Research and Mitigation Guidance:  

https://www.fhwa.dot.gov/publications/research/infrastructure/pavements/pccp/03047/02.cfm 

 

¶ ASR Field Identification Handbook: 

https://www.fhwa.dot.gov/pavement/concrete/asr/pubs/hif12022.pdf 

 

 

https://www.fhwa.dot.gov/publications/research/infrastructure/pavements/pccp/03047/02.cfm
https://www.fhwa.dot.gov/pavement/concrete/asr/pubs/hif12022.pdf
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7.6 Rigid Pavement Strategies  
 

The Nebraska Department of Transportation employs a variety of strategies to preserve, rehabilitate, and 

restore the performance of rigid pavements. Below are several approaches NDOT commonly uses for 

managing rigid pavement infrastructure. 

 

New & Reconstruction 

 

Concrete Pavement 

 

Concrete pavement is used by the Nebraska Department of Transportation when constructing new 

roadways or replacing existing concrete surfaces that are no longer viable for repair. The appropriate 

thickness of the concrete pavement is determined using Pavement ME Design, but all concrete pavement 

design and construction must comply with the policy requirements outlined on Page 8 of this guide. 

 

¶ Used when building new concrete or when existing concrete pavement is beyond repair and 

needs to be replaced. 

¶ Thickness of concrete pavement is determined by Pavement ME Design. 

¶ Follow the policy requirements found on Page 8 of this guide. 

 

Resurfacing, Restoration, and Rehabilitation (3R) 

 

Concrete Overlay 

 

Concrete Overlays are used to rehabilitate existing bituminous or composite pavements by placing a new 

layer of Portland cement concrete directly over the existing pavement structure. This method enhances 

structural capacity and extends pavement life while reducing long-term maintenance. The overlays 

typically range from 6 to 8 inches in depth, although a minimum thickness of 5 inches may be used in 

certain applications. 

 

Before the overlay is placed, significant milling is often required to control grade changes and maintain 

consistent elevation across shoulders, tie-ins, and adjacent infrastructure. Concrete overlays are best 

suited for thick HMA pavements in locations where full or partial detours can be implemented, as traffic 

disruptions during placement and curing must be carefully managed. 

 

General guidance for Concrete Overlays includes: 

 

¶ Applied over bituminous or composite pavements for structural rehabilitation. 

¶ Minimum overlay depth: 5 inches. Typically, 6 to 8 inches thick. 

¶ Pre-overlay milling is commonly performed to reduce grade raise and preserve existing 

geometry. 

¶ Best suited for thick asphalt pavements with accessible detour routes. 

¶ Provides durable, long-life pavement solution with reduced long-term maintenance needs. 
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Hot Mix/Warm Mix Asphalt Overlay 

 

Hot Mix Asphalt (HMA) and Warm Mix Asphalt (WMA) overlays are commonly used by the Nebraska 

Department of Transportation to resurface and extend the life of existing concrete pavements. This 

technique involves placing a new layer of asphalt ï typically about 4 inches thick ï directly over the 

concrete, creating a smoother, more durable driving surface. Urban asphalt overlay thicknesses are often 

limited by the drainage constraints. Before overlaying, the concrete base is repaired to ensure it provides 

a stable foundation. A thin initial lift of asphalt, known as a leveling course, is usually applied first to 

correct surface irregularities and minimize bumps, especially at joints. After proper compaction of the 

leveling course, additional lifts of asphalt are added to form the final surface. This method improves ride 

quality, protects the underlying concrete from water infiltration and Alkali-Silica Reaction (ASR) 

damage, and adds structural strength. Asphalt overlays are ideal for concrete pavements showing minor 

to moderate surface distress and are considered a cost-effective, time-efficient alternative to full 

pavement replacement. 

 

General guidance for Hot Mix/Warm Mix Asphalt Overlay includes: 

 

¶ Most common resurfacing strategy for concrete pavements. 

¶ Used when concrete has minor to moderate damage (e.g., cracking, faulting, surface wear). 

¶ Involves repairing the concrete base and placing a new ~ 4" asphalt overlay. 

¶ A leveling course is typically applied first to smooth the surface and joints. 

¶ Adds structural capacity and extends pavement life. 

¶ A 50-year concrete pavement design includes a 4" overlay at year 35. 

 

Stress Absorbing Fiberglass Layer w/ Emulsified Asphalt 

 

A Stress Absorbing Fiberglass Layer with Emulsified Asphalt (SAFLEA), also known as a Stress 

Absorbing Membrane Interlayer (SAMI), is a composite pavement treatment designed to enhance 

performance and extend pavement life. This specialized interlayer consists of chopped fiberglass strands 

placed between two layers of polymer-modified asphalt emulsion. Once applied, the fiberglass and 

emulsion are topped with Armor Coat aggregate and then covered by an asphalt overlay. SAFLEA 

serves multiple functions: it seals concrete surfaces against moisture infiltration and provides a 

cushioning layer that can help mitigate reflective cracking in asphalt overlays. This treatment is 

especially effective when used over cracked bituminous surfaces or as a protective barrier between 

existing concrete and a new asphalt layer, ultimately improving durability and ride quality. 

 

General guidance for Stress Absorbing Fiberglass Layer with Emulsified Asphalt includes: 

 

¶ Also known as a Stress Absorbing Membrane Interlayer (SAMI). 

¶ Constructed with chopped fiberglass strands, polymer-modified emulsion, and aggregate. 

¶ Placed beneath asphalt overlays to improve durability and performance. 

¶ Seals PCC surfaces to protect against moisture infiltration. 

¶ Helps reduce reflective cracking in asphalt overlays. 

¶ Effective on badly cracked bituminous surfaces. 

 

 

 

 



2026      
NDOT Pavement Design Guide             Page 136 

Crack and Seat 

 

Crack and Seat is a specialized pavement rehabilitation technique used to prepare deteriorated concrete 

pavements for an asphalt overlay. The process involves fracturing the existing concrete pavement into 

smaller segments ï typically about 3 feet wide in the transverse direction ï using a truck-mounted 

guillotine hammer. These broken panels are then "seated" or pressed into the subgrade using an 

overweight single-axle cart to ensure firm contact and uniform support. This treatment creates multiple 

hairline fractures that help reduce reflective cracking in the overlay and minimize the need for extensive 

concrete repairs. A 3-inch to 4-inch asphalt overlay is placed over the seated concrete to restore the 

surface. Traffic can often be maintained during the process, and candidate roadways must have adequate 

drainage to prevent subgrade issues. 

 

Crack and Seat is rarely used in Nebraska due to stability issues between the fractured concrete panels 

and the subgrade. It has been observed that these panels often act independently, leading to movement 

that causes cracking in the asphalt layers above. Saturated subgrades exacerbate this issue by increasing 

panel instability and must be addressed prior to construction. Additionally, Crack and Seat pavements 

present challenges for future concrete repairs and pavement widening projects. The reduced panel sizes 

created by fracturing prevent the installation of tie bars, making it difficult to properly connect new 

concrete sections to the existing pavement. 

 

General guidance for Crack and Seat includes: 

 

¶ Existing concrete pavement is broken into approximately 3ô panels (transverse direction) by a 

truck mounted guillotine hammer. The small panels are then seated into the existing subgrade by 

an overweight single axle cart before a 3ò ï 4ò thick asphalt overlay is applied. 

¶ Multiple hairline fractures reduce reflective cracking of the original joints through the asphalt 

overlay and the amount of concrete repair work needed. 

¶ Traffic is maintained throughout process. 

¶ Rarely used in Nebraska due to stability concerns between panels and subgrade. 

o Fractured concrete panels may move independently, leading to cracks in asphalt layers. 

o Hinders future repairs and widenings ï tie bars cannot be used with fractured panels. 

¶ Requires good drainage to mitigate subgrade instability. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 
Cracking Concrete Panels Seating Concrete Panels 
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Rubblization 

 

Rubblization, also referred to as rubblizing, is a pavement rehabilitation technique used when concrete 

pavements have deteriorated beyond the point where methods like Crack and Seat or asphalt overlay are 

viable. This process involves fracturing the existing concrete slab into small, interconnected pieces using 

a resonant hammer. The resulting rubble remains in place and functions as a crushed concrete base for a 

new asphalt overlay. To support traffic loads, a substantial asphalt layer ï typically 5 inches or more ï is 

placed over the rubblized base. Rubblization requires detouring traffic during construction and is only 

suitable for pavements with adequate drainage. It is especially useful in cases of severe pavement 

distress, such as advanced Alkali-Silica Reaction (ASR), where other rehabilitation strategies are no 

longer effective. 

 

General guidance for Rubblization includes: 

 

¶ Existing concrete is reduced to a crushed concrete base by a resonant hammer. 

¶ Significant asphalt overlay (Ó 5 inches) is required to carry traffic on top of the rubblization. 

¶ Traffic must be detoured following rubblization. 

¶ Best candidates are concrete pavements deteriorated past the point of rehabilitation by Crack and 

Seat or Overlay, such as concrete pavements with advanced ASR. 

¶ Rarely used in Nebraska due to stability concerns between crushed concrete base and subgrade. 

o Crushed concrete may move independently, leading to cracks in asphalt layers. 

o Hinders future repairs and widenings ï tie bars cannot be used with crushed concrete. 

¶ Candidates must have good drainage. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Rubblization 
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Precast Concrete Panels 

 

Precast Concrete Panels are prefabricated concrete slabs manufactured off-site and transported to the 

construction site for rapid installation. This method is particularly effective in high-traffic areas ï such 

as ramps, intersections, and urban roadways ï where minimizing lane closures and reopening the 

roadway quickly is critical. In Nebraska, especially in the Omaha area, precast panels are often used 

when repairs must be completed overnight to allow traffic to resume by the next morning. The process 

involves removing the damaged concrete, repairing the subgrade as necessary, and placing a subgrade 

leveling course to create a uniform platform. The precast slab is then set into position, and grout is used 

to fill any voids beneath the panel and encasing the dowel bars, ensuring full support and long-term 

performance. 

 

General guidance for Precast Concrete Panels includes: 

 

¶ Precast concrete panels are prefabricated off-site and installed quickly on-site. 

¶ Used in urban areas where roadways must be reopened by the next morning. 

¶ Ideal for high-volume traffic areas, ramps, and intersections. 

¶ Damaged PCC is removed, and subgrade is prepared as needed. 

¶ A subgrade leveling course is added to provide a uniform base. 

¶ The precast slab is installed and grouted to fill voids and encase dowel bars to ensure support. 

o Bedding grout shall achieve a minimum compressive strength of 500 psi before opening to 

traffic, and a 28-day compressive strength of 2,500 psi. 

o Dowel Bar grout shall achieve a minimum compressive strength of 2,500 psi before opening 

to traffic, and a 28-day compressive strength of 4,000 psi. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Precast Concrete Panel 
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Preventive Maintenance 

 

Joint Seal and Crack Seal 

 

Joint Seal and Crack Seal treatments are preventive maintenance methods used to protect concrete 

pavements by sealing joints and cracks with rubberized hot-pour sealant. This process helps prevent the 

intrusion of incompressible materials ï such as sand, gravel, or debris ï that can become lodged in 

pavement openings. When concrete expands due to temperature changes, these materials can cause 

significant damage, including spalling or blowups. Sealing joints and cracks also prevents water and 

deicing chemicals from penetrating the pavement structure and causing additional damage, including 

freeze-thaw distresses. By sealing these openings, the process helps extend the life of the concrete 

pavement and minimize the need for more extensive repairs in the future. 

 

General guidance for Joint and Crack Seal includes: 

 

¶ Joint Seals 

o Require a reservoir to be sawcut into the pavement to contain the hot-pour sealant. 

o Pavement must be dry and clean for hot-pour sealant to adhere to the concrete surface. 

o Backer rods are not used in Nebraska due to water getting trapped and accelerating ASR 

deterioration. 

o Typically performed every 8 years to 12 years.  

¶ Crack Seals 

o Surface must be dry and clean for proper sealant adhesion. 

o Typically performed every 8 years to 12 years. 

 

For joint seals, a 12-year interval is ideal, resulting in only 2 resealing cycles over the pavements service 

life before an asphalt overlay. Frequent resealing can reduce sealant performance, as each sawing 

widens the joint and increases the volume that must be filled. This can lead to premature sealant failure 

and increased tire slap noise.  

 

For more information on hot-pour sealers, please see Chapter 8 of this guide. 
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Diamond Grinding 

 

Diamond Grinding is a corrective maintenance technique used to restore smoothness and improve the 

surface texture of concrete pavements. The process involves a specialized machine equipped with 

closely spaced diamond saw blades that remove a thin layer of the pavement surface. It is commonly 

used to correct surface irregularities such as faulting at joints, slab curling, and general roughness. In 

addition to enhancing ride quality, diamond grinding improves pavement friction and can help reduce 

traffic noise. However, this method is not recommended for concrete pavements with significant 

structural deficiencies or poor load transfer between slabs, as these issues can lead to the reoccurrence of 

faulting even after grinding. The process can be followed by a Penetrating Concrete Sealer to protect the 

treated surface and extend its service life. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Diamond Grinding 
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Dowel Bar Retrofit 

 

Dowel Bar Retrofit (DBR) is a pavement preservation technique used to restore or enhance load transfer 

across transverse joints in existing concrete pavements. Over time, pavements can lose aggregate 

interlock, which results in faulting and reduced structural performance. DBR addresses this by cutting 

slots into the pavement at joint locations, inserting steel dowel bars, and backfilling the slots with a 

durable material such as epoxy. The embedded dowels help evenly distribute loads across adjacent slabs, 

reducing differential movement and prolonging pavement life. DBR is most effective when used on 

structurally sound pavements, but it is not recommended for pavements with advanced deterioration ï 

such as those affected by Alkali-Silica Reaction (ASR) ï as it may accelerate deterioration in such cases. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Dowel Bar Retrofit Blades Dowel Bars Used in Dowel Bar Retrofit 




















































