PAVEMENT FAI LURE | NVESTI GATI ON
CASE STUDY: KATABU - PAMBEGUA - JCS RQOAD

BY
Okechukwu Chukwugozi e Amu - Nnadi (Engr)
B.Sc (Gvil) University of
Ni geria - Nsukka

A t hesi s submtted to t he Post gr aduat e School ,
Ahmadu Bell o University Zaria, in partial fulfillment ot the
requirenments tor the award of the Master of Science (M )

degree in Cvil Engineering Construction Materials.

Departnment of Civil Engineering
Ahmadu Bello University

Zari a.

JUNE, 1991

(1)



DECLARATION

This 1s to certify that this work/dissertation has been
o

composed and compileq by myself and that it is a record ot
my own research work carried out in the Civil Engineering
Department of Ahmadu Bello University and my past work
experiences 1n the Federal Minisry of Works and Housing and
also i1n the Pavement Evaluation Unit of the Federal Ministry
of Works and Housing in Katabu, Kaduna State.

It has never been a presentation ftor a higher degree or

diploma anywhere.

o —{;

AMU - NNADI, O. C.

(ii)



DEDICATION

This work is dedicated to my wife and children whose
support saw me through to the eventual completion of the

project.



CERTIFICATION

This thesis entitled PAVEMENT FAILURE INVESTIGATION
CASE STUDY:- KATABU - PAMBEGUA - JOS ROAD by AMU- NNADI, O C
meets the regulations governing the award of the degree of
Masters ot Science (Civil Engineering 1Fonstruction
Materials) of Ahmadu Bello University and is approved Ifor

its contribution to knowledge and literary presentation.

---------------------- Date:
B. K. Yanney

(Chairman Supervisory Committee)
———————————————————————— Date:
D. P. Katale

(Member Supervisory Committee)
----------------------- Date:

Prot O. Adebisi
(Member Supervisory Committee)
(Head of Dept of Civil Engineering)

S0 N\,

————— o e . e e B Date: ﬂl! 1 A

Dean Post Graduate School

(iv)



ACKNOWLEDGEMENTS

The presentation of this thesis has become possible due
to the guidance of the following people whose assistance and
direction 1 very much appreciate and therefore acknowledge.

Foremost are Mr B. K. Yanney and Prof. 0. Adebisi
who were the principal propelling forces urging me on till
the work was completed. Prot. A. O. Abatan also contributed
in no small measure to the eventual compietipn ot this
thesis as the rormer Head of department.

I am also 1ndebted to other lecturers such as Mrs
Nytko, Mr Katale and Dr. Oyetola, and all the other members
of staff of the Civil Engineering Department, Ahmadu Bello
University who 1n one way or the other contributed to
the success ot this thesis.

Special thanks go also to all staff of Federal Ministry
ot Works and Housing at both the Pavement Evaluation Unit
and the Highways Division, most especially Messrs §S. O.
Mbachu, I. S. Ngout, E. Ijeh, R. Akinsiku, 8. Tukur, H. O,
Udeh, 0. Obeka, M. 1. Chukwuma and others for their
encouraging contributions, corrections and remarks towards
the eventual presentation ot this thesis

Finally, mention will be made of the principal
characters whose acts propelled me into embarking on this
course - such as Mr H. O. Sunmonu, my former boss, and Mr C.
P. Enwonwu. Without these people, this work would not have
been possible.

To all of these people, 1 give my sincere thanks.

(v)



ABSTRACT

Pavenment Investigation or Evaluation is the study which
provides information to the general investnent and planning
programme and nmai nt enance phases of pavenent nanagenent. It
assesses the deficiencies and defects of existing sections
of pavenent thereby pinpointing the rehabilitation needs or
ot herw se.

This case study centred on a selected nmjor highway
linking Kaduna and Plateau states i.e. Katabu - Panbegua -
Jos Road whose pavenent has tailed and is in a very
depl orabl e condition. The nost fundanental nethods of
| aboratory and field tests have been adopted in the study

i.e. CBR and materials classification and characterisati on.

Sone of the mmjor causes of failure were identified as
use of very poor quality lateritic materials, poorly graded
stone base aggregates, use of asphaltic concrete which
excl uded sone aggregate fractions wth the resul t ant
reduction in stability and resistance of the asphalt. Al so,
t he conmpaction of various pavenent |ayers was quite

i nadequate in addition to other poor worknmanshi p.

From the test results of +the investigation, sone
remedi al nmeasures, ranging from conplete reconstruction in
sone sections to crack sealing and asphaltic overlay for the
restoration of both structural and functional deficiencies

of the pavenent have been recomrended.
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CHAPTER ONE

1.000 INTRODUCTION

1.100 PREAMBLE

In all highway designs, the most important and the most
critically studied and analysed item, apart from the
bridges, is the pavement structure. The cost of the pavement
in most major road constructions is between 33,33% and 50%
of the capital outlay during construction. When a highway
condition deteriorates rapidly during its life span, the
cost of maintaining the pavement alone is usually 80% of the
total maintenance cost. Also, in the event of total failure,
the pavement takes more than 90% of the cost of
reconstruction/rehabilitation or overlay as the case may be.

These explain why more emphasis is laid by all highway
departments of the ministries involved in c¢ivil engineering
works on the structural stability of the pavement.

In Nigeria, huge sums of money are spent on highway
projects yearly. In some instances, some of these roads fail
soon after construction, thus negating the purpose for which
such sums of money were spent.

There 1is, therefore, the need to pinpoint the major
causes of failure or rapid deterioration of some
roads/highways in Nigeria. Since most road failures are
noticeable on the pavement and since any failure arising
elsewhere must be transmitted solely to the pavement as

failure propagates, it is imperative that the study must



start from the investigation of the causes and modes of

failure on the pavement.

1.200 STUDY TARGET:

It will be difficult and time consuming studying all
roads in order to come out with the major causes and mode of
failure of our roads and highways. This study therefore
investigated the mode and causes of failure of a particular
road to show the study method; then, usings. the result
obtained from this particular study, arrive at very useful
information on pavement structural failure and stability so
as to make some useful recommendations on the use of
materials.

The road chosen for this study is Katabu - Pambegua -
Jos road. This 1is a major road linking Kaduna and Jos
through Pambegua and Saminaka, and serves as an important
link between Kaduna, Plateau, Bauchi, Gongola and Borno

States.

1.300 DESCRIPTION OF THE EXISTING ROAD CONDITION AND

PROJECT AREA.

The road which was constructed between 1979 and 1982
at present has a pavement consisting of 150 mm each of
laterite base and sub - base sealed with 40 mm binder and 25
min wearing asphaltic concrete except, between about
kilometer 140 and kilometer 221 where the base is of 150 mm
crushed stone. These are the generally specified standard

pavement layer thicknesses. Some portions of the road have
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Plate 1: Surface bleeding, shoulder drop off and exposure to moisture infilt-
ration.
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1.600 METHODOLOGY .

The study of the pavement failures has been effected by
adequate assessment of the pavement elements or layers of
the selected road. Some tests which involve field work are
classified as Field and Inspection Tests while other tests
which involve investigation in the laboratory of quality and
characterisation of materials are classified as Laboratory

Tests. These tests are detailed below in general terms:-

1.601 Asphaltic Concrete (Wearing and Binder Courses)

The following tests were performed on recovered
cores:-

(a) Laboratory Tests:-

(i) Measuring thickness ot the binder and wearing courses
(where seperable).
(ii) Determination of the Bulk Specific Gravity/ density of
the recovered cores.
(iii) Determination of the Marshall stability.
(iv) Determination of the bitumen coﬁtent by extraction.

-

(v) Grading test on left over aggregate after extraction.

1.602A Base:- Lateritic Base.

The following tests were performed on the lateritic

base material:-

(a) Field Tests and Inspection:-
(i) Measurements of base thicknesses.

(ii1) Determination of in situ dry density and moisture



content.

(b) Laboratory Tests:-
(1) Compaction tests on recovered materials.
(ii) CBR tests (soaked and unsoaked} on recovered base
materials applying West African Compaction Standard.
(iii) Determination of the Atterberg Limits =~ Liguid,
Plastic and Shrinkage Limits.
(iv) Grading tests (Particle 8ize Distribut}onj on

recovered materials.

1.602B Base:- Crushed Stone Base.

The tests below were performed on the crushed stone

base materials:-

(a) Field Tests and Inspection:-
(i) Measurement of base thickness.
(ii) Determination of 1in situ dry density and moisture

content.

(b) Laboratory Tests:-

(i) Compaction and CBR tests applying modified AASHTO
Compaction Standard.
(ii) Grading the aggregates of the recovered crushed stone

base materials.

1.603 Sub - Base.

The following tests were performed on the sub -base:-



(a) Field and Inspection Tests.

(i) Measurement of sub - base thickness.
(ii) Determination of in situ dry density and moisture

content.
(b) Laboratory Tests.

(i) Compaction tests - applying West African Compaction
Standard - on recovered materials. .
(ii) CBR (Soaked) test - applying West African Compaction
Standard - on recovered material.
(iii) Determination of Atterberg Limits - Liquid, Plastic

and Shrinkage Limits - on recovered material.

(iv) Grading tests on recovered sub - base materials.

1.604 Subgrade.

The following tests were carried out on the subgrade

materials:-

(a) Field and Inspection Tests:-

(1) In situ dry density and moisture content tests.

(ii) Determination of moisture contents deep down into the
the subgrade at 50cm, 90cm, 150cm and 200cm from
formation level to determine the water table position
if it is near the surface and the depth/extent of use

of good materials.

10



(b) Laboratory Tests:-

(i) Compaction test - using the British Standard Compaction
effort method.

(ii) Soaked CBR test =~ using the British Standard
Compaction method.

(i11) Determination of Atterberg Limits - Liquid, plastic
and Shrinkage Limits - on recovered materials.

(iv) Grading tests on recovered subgrade materials.

L

1.700 TRAFFIC CObNT AND TRUCK AXLE LOAD MEASUREMENTS

There is no way a failure investigation will be carried
out without an investigation into the volume and
distribution of traffic as well as the axle load
distribution for the trucks and other heavy vehicles (truck
welight). Traffic count and axle load measurements were
carried out at locations along the road wusing Federal

Ministry of Works and Housing's handy movable weigh bridge.

1.800 GENERAL REVIEW.

Finally, a general review was made of the field and
laboratory test results and observations. From these, causes
of failure were established and then recommendations and
suggestions made based on the findings. Extent of compliance

with the existing Federal Ministry of Works specification

a ey )

\ —

was also considered.

11



CHAPTER TWO

2.000 LITERATURE REVIEW

2.100 ROAD/HIGHWAY DEVELOPMENT IN NIGERIA

It is widely recognised that the socio - economic
development, growth and progress of a couhtry are dependent
on the provision of adequate transport facilities. Roads in
Nigeria have developed over the past eighty years from bush
paths and tracks to modern expressways and other types of
highways. According to a policy outlined by Sir Percy
Girouard, a transport expert and successor to Sir Federick
Lugard, early efforts on improvement were directed towards
the clearing of paths through the bush "say of ten to twenty
feet in width" to cutting of drifts on unbridged streams and
construction of bridges where practicable% The policy
further stated that "until the time arrives when natives
will adopt wheeled transport, there would appear to be
little advantage in clearing broad roads and none whatscever
in the construction of metalled ones". Therefore, no
special consideration was given to pavement at all.

In 1904, a cart road for mule and ox - cart was begun
soon after the seat of the Northern government was
established in Zungeru, firstly to reduce the tremendous
strain thrown on the inland provinces in the provision of
carriers (porters) and secondly because it was hoped that
the earthworks would be suitable for eventual construction
of 1light railway. An outfit for a superintendent of Roads
had been established in Calabar in the East as early as

1903. In the West, roads were built out from the railway as

12



it was being extended north from Lagos. For example, in 1906
road motor services were opened from lIbadan, Oshogbo and Ede
on the railway to Oyo, Ilesha and Iwo; and by 1914, about
two thousand miles (3,200 kilometers) of road had been built
which were motorable.

As road haulage is a most important means of transport
in Nigeria, the roads themselves must not only be able to
cope with the needs arising from economic expansion but
should also act as catalyst to further grow;h. It then

became necessary to improve on the road strength, hence the

pavement consideration came into being.

From a total of 3,200 kilometers in 1914, the road
network increased to 65,704 kilometers at the time of
independence in 1960; and now to an estimated total of
120,400 kilometers, comprising both unpaved and paved

roads.

2,101 PAVEMENT STRUCTURE

The pavement structure normally consists of a few
layers of strong materials to ensure adequate pavement
stability under traffic loads and environmental Iimpacts.
Beyond the strength to carry anticipated traffic and resist
atmospheric and climatic conditions, pavement should be
even, so that vehicles can move at high speeds without
discomfort. The road surface texture should be rough encugh
to provide adequate skid resistance and also be wear

resistant. In addition, the pavement should comply with

13
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health and environmental requirements of the locality. The
schematic structure of a high guality pavement is shown in
Figure 2.{2) above.

Generally speaking, pavements may be divided into two
broad classificationa, wviz:- Rigid and Flexible pavements.
The term rigid applies to wearing surface whose bases
comprise of portland cement concrete while flexible
pavements refer +to all other types of pavement. There is
also the composite pavement which is a combination of both
rigid and flexible types. The principal elements of the
pavement structure are surfacing materials, base course,
sub = base course and subgrade. See Figure 2.1, The bases
and sub - bases are constructed of materials of lower
strength than those used for wearing surface (quality of
materials decrease with increase in depth). The materials
may be placed in 1lifts with strength of the courses
decreasing away from the surface as the stresses created by

(2)

wheel loads abate downwards. (See Figure 2,2) above.

2.102 PAVEMENT DESIGN METHODS

The behaviour of flexible pavements under wheel loads
is a fairly complicated matter which hardly lends itself to
description by mathematical methods only. Consequently, no
uniformly acceptable procedure exists to design and
establish pavement thickness. Designers in different
locations therefore employ a variety of methods for the

purpose. Below are some of the widely used methods of

15



(3)
design:-

{a) Methods derived from empirical studies of pavement
performance e.g U.K. Method; Catalogue of

Structures (French Method); AASHTO Method.

(b) Methods which either use or are derived from
theoretical studies of the mechanical behaviour of
the pavement and its elements - Analytical Method.

24103 PAVEMENT DISTRESS

Pavement distress is the condition of a reduction in
the serviceability of the pavement. Serviceability of
pavements reduces with the age of the pavement. There are
several types of distress which can be grouped into three

main categories or classes, namely:-

(a) FRACTURE : Which is the condition of a pavement
being broken apart e.g fatigue cracking, spalling, slippage,

etc

(b) DISINTEGRATION: Which involves decomposition or

abrading into constituent elements e.g stripping, ravelling,

scaling, potholes, etc

(c) DISTORTION : This involves change 1in shape of

pavement component from its original shape and condition

such as rutting, shoulder drop off, etc

16



DISTRESS MANIFESTATIONS

2.104 PAVEMENT FAILURE

Failure of a pavement is generally not pronounced as in
the catastrophic failure of a steel rod in tension or the
collapse of a concrete beam in both tension and compression.

A pavement is considered failed if at a point certain
of its characteristics such as riding qualitzv reaches an
unacceptable 1limit, as a result of both environmental and
traffic effects or when the distress from the system exceeds
an acceptable level. There are however two major types of
failure:-

(a) Functional failure

(b) Structural failure

Functional failures occur if the pavement no longer can
sustain or carry its function. Functional failure is an

indication of a loss in performance.

Structural failure is the type whose manifestation is a
breakdown of one or more of the pavement components.
Structural failures may occur due to surface fatigue;
failure of or shear developing in the surface layer, base,

sub base or even the subgrade ; and also consolidation.

2.105 SUBGRADE FAILURE

This is usually caused by inadequate compaction and
excessive moisture content. Also thin pavement layer and /

or very heavy traffic loads resulting in excessive

17



rutting, fatigue, or cracking (alligator types).

Cracks have been classified into three main groups:

(4)

classes I - III,
CLASS 1 :- These are longitudinal cracks in the wheelpaths.

They are not inter connected with short transverse cracks.

They are many and often criss - cross.

CLASS 1II:- These are the types which have praogressed into

being interconnected and exhibit a grid pattern. This type
of cracking is commonly refered to as Alligator Cracking.
The crack pieces are always intact and disintegration is yet

to start.

CLASS 111:- This is progressing cracking from class 11

resulting in spalling occuring at the edges of the cracks.
The segments of the pavement surface loosen and pieces may
usually move under traffic loads. Ingress of water then

occurs resulting in eventual pot holing and total failure.

2,108 TRANSIENT STRESS ON PAVEMENT UNDER LOADS

The distribution of wheel loads of the traffic carried
by a normal road whose strength is subject to the effects of
a range of temperature and moisture conditions, generates a
very wide spectrum of transient stresses and strains within

the pavement.

The heaviest wheel loads in combination with extremes

of temperature and adverse moisture conditions in the

19



stress/strain being passed on to the subgrade cause severe
failures. Even when the pavement is well designed and
carefully constructed, but the subgrade is of very poor
quality and workmanship, a little stress when fully
propagated will immediately cause failure on the sugrade

which in turn results in the failure of all the pavement

components being carried by the subgrade.

2.106 SUB BASE/BASE FAILURE

This may be attributed to a number of causes which
include:-

(a) Use of very poor materials.

(b) Use of very thin surface layer.

(¢) Inadequate compaction.

(d) Loss of lateral support to the base/sub base.

(e) Poor drainage.

The road base and/or sub base carries the surface layer
1ie pavement. Therefore, any failure in the base results

failure also.

SURFACE FAILURE

1iilure can occur if any of the supporting

ts fails; or when the thickness of the

igned for the unexpected load; when

~erial is used or when the workmanship

‘e is manifested by shear failure,



subgrade produces values of stresses and strains which may
approach wultimate values; while less damaging combinations
will produce stress/strain values likely to contribute
cummulative deformations and cracking which may lead to
final failurefs)

The early life of flexible pavements is characterised
by rapid but limited permanent deformation. The normal
result of this "compaction" phase is to Aﬁmprove the

stiffness and strength of the road to an extent which

depends on the type of construction and materials used.

As the degree of under design or use of poor materials
increases, the proportion of damaging stress and strain
increases also, and the development of distress is
correspondingly more rapid wuntil the deterioration of
pavement associated with the initial compaction stage
continues wuntil a failure condition is reached. Visible
evidence of failure is the development of rutting, followed
by cracking and break - up of the road surfacé?l

The Nigerian standards usually specify uniqgue or
constant parameters to define test limits or values that may
be safely allowed. However, the parameters that characterise
quality of materials and construction practices are seldom
unique. Every parameter possesses some level of randomness
and, as such, the specifications should not only limit mean

values but also the spread of the distribution.

20



2.109 MAJOR CONCLUSIONS/DEDUCTIONS FROM PREVIOUS

STUDIES 1IN NIGERIA

CONCLUSIONS

(1) Good gquality lateritic materials are not easily
available in many parts of Nigeria, and when found have to
be hauled over long distances. The commenly available base
materials have a CBR range of between less than 40% to above
80% , and most times have excess of fines and Plasticity
Index of above 1256, ;

(ii) The moisture contents in the base/sub base layers for
roads studied were lower than its optimum moisture content
at the end of rainy seasons, when it should be at its
maximum. This factor itself permits the use of lower CBR
material when test 1is to be carried out at its optimum
moisture content.

(iii) The Federal Ministry of Works and Housing has followed
the policy of adopting several worldwide accepted material
and construction specificationsf?)However, care should be
taken, as modifications may always be needed to adopt these
standards to the particular material and environmental
conditions of Nigeria. For example, a limiting value of
plasticity index (PI) of subgrade may not be required in
certain parts of the world, but a specification is essential
in Nigeria whose subgrades are often comformed by lateritic
clayey gravel deposits to control the PI of the subgrade
fines.

(iv) Very poor construction practices and improper control

of material guality contribute to major failures.

21



2,130 PAVEMENT EVALUATION TECHNIQUES

Pavement evaluation is a detailed, systematic and
periodic programme of monitoring the performance of the in -
service behaviour of pavements. Pavement evaluation provides
information to the highway agency concerned with the
administration of highways. All information necessary for
proper pavement management, from the time of planning,
constructuion and so on, up to the time ofm maintenance,
rehabilitation, overlay or when the pavement might have
deteriorated or failed completely. In the case of new road
pavements, information from existing section serve as "feed
bacK" to design and construction.

Therefore, evaluation is essential to good management.
It is tied to all the phases (investment, programming,
design, construction, maintenance and research) and it is
impossible to operate effectively without such information,
especially in very developed countries where technological
advancement has made it easy and functional. In developing
countries such as Nigeria it has not been very easy, and it
will not be in the near future , to effectively evaluate our
pavements, However, a Pavement Evaluation Unit has already
been established in the Nigerian Federal Ministry of Works
and Housing for this purpose. This Unit 1is dgrossly
inadequate for all the road pavements in the country.

The degree of detail and frequency of measurement
necessary in the pavement evaluation depends upon the

situation and the particular requirements of the agency

22



involved. Whatever the agency, however, there should be a
recognised or specific evaluation within the overall set of

activities.

2.111 PURPOSE OF PAVEMENT EVALUATION

The measurement of pavement characteristics and the
evaluation of the data acquired have three main objectives
viz :-

(1) To check whether the intended function and expected

performance are being achieved.

(2) To provide information for “planning,

rehabilitation/overlay or other remedial measures
for the existing pavements.

(3) To provide information for improving the technology

of design, construction and maintenance.

24112 MAJOR TYPES OF PAVEMENT EVALUATION

The evaluation of pavements for the previously listed
objectives can involve one or more of the following:-
(i) Structural capacity assessment,
(ii) Physical deterioration or distress evaluation.

(iii) Evaluation of user - related factors such as riding
comfort, safety and appearance.

(iv) Evaluation of user - related costs and benefits

associated with varying serviceability and with

various rehabilitaticn measures.

23



2.113 FACTORS THAT CAUSE PAVEMENT DETERIORATION

A large number of factors acting simply or in
combination can affect the rate of deterioration of a
pavement and thereby affect its serviceability to users.
These generally fall into the following classes:-

(i) Traffic factors.

(ii) Climatic and/ or environmental factors.

{iii) Pavement layer thickness.
(iv) Pavement layer materials and subgrade
characteristics. |

(v) Construction factors.

(vi) Maintenance factors.

Though not most of these are controllable, all of them
need to be considered in pavement management system. The
effects of these factors are various forms of deterioration,
such as decreased structural capacity for carrying loads,
increased roughness distress (ie cracking, disintegration,

(8)

distortion, etc) and decreased skid resistance.

2,114 METHODS OF EVALUATION

The evaluation of structural or load carrying capacity
of a pavement can be conducted in either one or both of two
basic ways. The first involves laboratory testing of the
materials and use of results to estimate the structural
capacity of the layers in which they are incoporated. The

second is to measure the structural capacity directly by in

24



- place tests combined with laboratory tests, some of which
are =
Elastic layers structural analysis, for example,
requires properties from tests such as:-
(i) Complex Modulus (dynamic)
(ii) Resilient Modulus (dynamic)
(iii) Flexural Stiffness
(iv) Dynamic or Static Indirect Tension
( v) Stiffness Modulus by (indirect) Nomograph means
Viscoelastic layers structural analysisi as another
example, requires properties from tests such as:-
( i) Creep Compliance
(ii) Relaxation
(iii) Complex Modulus
Without extensive field correction, drawing inferences
about structural capacity from laboratory tests alone can be
risky. Most authorities therefore prefer direct field tests
to evaluate existing pavements. Some field tests commonly
used includes :-
(i) California Bearing Ratio (CBR)
(ii) Plate Loading
(iii) Benkelman Beam
(iv) Dynaflect
In this study, the CBR method in addition to other
field and laboratory tests have been used to evaluate the
said road pavements. The Benkelman Beam and the dynaflect
have not been used mainly because both facilities are not

easily available and even when available require well

25



trained staff to operate them.

2.115 EVALUATING PAVEMENT SERVICEABILITY

The primary operating characteristics of pavement at
any particular time is the level of service provided to the
users. Variation of the level of service or serviceability
with time is a measure of pavement performance. There are
several methods of measuring serviceability at any
particular time. 2

In some places Riding Comfort Index (RCI}) is commonly
used. It is a subjective measure of the riding "quality"
provided by a pavemené?) It represents the travelling
publics' opinion and is usually measured by representative
user rating panels. Procedures for obtaining user opinion of
pavement riding gquality by constituting rating panels and
having the members of these panel drive over a number of
pavement sections are well established and documented in the
Association of Asphalt Paving Technologists Handbook.

The Car Road Meter (CRM) is another widely used
approach to measuring pavement roughness. Car road meters
have become so popular recently, the most common being the
Mays Rider Meter or simply Maysmeter. It is normally a
devise mounted on a station wagon. It is a simple electro -
mechanical devise that measures the number and magnitude of
vertical deviations between the body of the automobile

station wagon and the centre of the rear axle by means of a

flexible cable passing over a pulley and restrained by a
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tension spring. It can also be mounted on a specially
designed trailer of known weight and towed by a vehicle
preferably a car.

Other methods such as the US Bureau of Public Roads
type of roughometer, the Rolling Straight Edge (RSE) are
also available. Roughness measurements from different
devises are correlated with each other for one or both of
the following reason:-

(i) Using one devise to estimate the output of another

(ii) Using one devise (generally the one that provides
the more accurate and repeatable output) to periodically
calibrate another whose output may vary with time and use.

The major use or objective of roughness measurements is
for estimating (subjectively) the Riding Comfort Index
(RCI). This require quite some capital outlay and therefore

were not used in this study.

25116 EVALUATING PAVEMENT SAFETY

Evaluation of pavement safety is usually thought of in
terms of skid resistance. However, there are several safety
components including :-

{i) Skid Resistance.

(ii) Ruts (as they relate to accumulation of water and

the consequent dangers of hydroplanning plus loss
of visibility due to vehicle spray)

(ii) Light reflectivity of the pavement surface.

(iv) Lane demarcation.
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(v) Debris or foreign objects (especially where airport
pavements are concerned)

There are several ways of evaluating these components

but they could not be used in this study because it involves

enormous funds, consumes time and involves quite a large

number of personnel.

s B B EVALUATING PAVEMENT DISTRESS

This is concerned with condition strvey used
periodically to measure and evaluate distress. Pavement
surface condition is periodically measured by most
authorities in terms of the ability of the structure to
continue to provide the required service to the public.

Condition survey together with RCI, Skid Resistance and
other measurements are used in determining the maintenance
needed to prevent accelerated future distress or to
determine the rehabilitation measures needed. Componenets of
the condition surveys include the measurement of various
types of and degrees of distress, such as cracking,
deformation, and other defects, The following general
classes of factors mostly considered are(fl

(i) Surface defects.

{ii) Permanent deformation or distortion.

(iii) Cracking.

(iv) Patching.
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CHAPTER THREE

3.100 FIELD AND LABORATORY TESTS RESULTS

3.100 BACKGROUND INFORMATION ON STUDIED ROAD

Katabu - Pambegua - Jos road was constructed between
1979 and 1982, At present, it has a pavement consisting of
150 mm each of laterite base and sub - base sealed with 40
mm binder course and 25 mm wearing course asphaltic concrete
except between about kilometer 140 and kilometer 221 where
the base is of 150 mm crushed stone. These are the generally
specified standard pavement layer thicknesses.

Various pavement distress categoriesN of varying
magnitudes and frequencies have occurred on this road,
ranging from cracking, pavement deformation such as
rutting; surface defects such as ravelling, surface
seperation and bleeding; pavement failures such as pot holes
(including the patched ones) and base shear; and shoulder
drop off, to complete break up of all pavement structures in
some sections. These distresses are slight and few between
Katabu and Pambegua, but from Pambeqgua to kilometer 184,00
and then towards Jos the pavement failures are frequent and
extensive. Various rocks and rock formations abound along

the route.

3,101 FIELD TESTS
3.102 INSPECTION
Before the commencement of field tests, visual

inspection of the whole stretch of road was carried out and
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test points or locations established on embankments and
cuttings at both failed and unfailed sections of the road.
The procedure adopted for the field and laboratory tests
were as stipulated in the latest edition of British

Standards (BS 1377) QF 1975.

3+103 CORE RECOVERY ON ASPHALT CONCRETE

Use was made of the 10cm diameter core cutter. Before
its use to recover cores from selected locations,
depressions on the pavements were measured by pulling a
strong string across the road width and recording the depth
of depressions. Cored samples were recovered at failed and
good sections. For the graphical presentation of depression

measurements, see Figures 3.1 A and B.

3.104 INSITU DENSITY

In situ density tests were carried out on the base, sub
- base and subgrade courses using the sand replacement
method. The giant bottle was used for the stone base.
Samples were collected carefully from each layer and tests
made as earlier enumerated in the methodology of

investigation (Table 3 - 2, A - G)

3.105 BORING

Using 100mm diameter post auger (hand auger), boring
into the subgrade was carried out, noting and recording the
depth of changes in the scil strata and collecting samples
for grading, 1liquid limit and plastic limit tests. Moisture

content was determined at depths of 30, 60, and up to 240cm
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during the boring. For boring results and profile, see

Tables 3 =1 (A - E) and Figures 3 - 2 (A - D).

3.106 WATER TABLE

Water was met in only one of the holes bored during the
investigation. The investigation took place at the peak of
the dry season and must have been responsible for the lack

of water in most of the boreholes.

3:107 TRAFFIC COUNT AND AXLE LOAD WEIGHING

In an endeavour to assess how long. the existing
pavement can sustain the volume of traffic that it is
currently carrying and is expected to carry for its expected
life span of 10 years, manual traffic count and axle
weighing were carried out for seven days at Pambegua village
using the Federal Ministry of Works and Housing movable
weigh bridge . The counting started from 6am and ended at 12
midnight each day while the weighing was generally between
bam and 6pm each day except a day when weighing stopped
earlier because the weigh bridge was damaged. The summary of
the counting and weighing are recorded on Table (3 - 3) and

(3 - 4) and Figures (3 - 4) and (3 - 5}.

3.200 LABORATORY TESTS

The Federal Ministry of Works and Housing has some
laboratories in Lagos and a few states such as Kaduna. The
laboratory at the Pavement Evaluation Unit at Katabu is of

world standard. The Highways Division of the ministry

33



T | ]
I { _\I | _ u |
L L _ . |
| P o[ ®| e =8| 00l (3)9-v| 55 o7 | 9i| 96| 76| 19 | 08| 66| (3) 9-v| o7 es
3s0gang 1 398 2.1._!3_ 76| EL| 62 24_ 67 | m..:_ 6% | (Z) S-v| 6E-% | Si| Oc|SE| 7 | 9] 66| (Ve-Z-v| 7Z-60| 810
1 ] . - -
[ | w| t| OL| (8| 6|00 | (6)9-v|09Z-0st | St | SE| 59| 58| s6 | | (8) 9 -¥]0sL ~vEL

gL | zr| s | 8] 96 [ooL [(B)9-L-v| vEt-Ou | | or | s L9 | 82 |66 | (w 7-v| ouh - 46

_
_’ “ | I » | | | | |
|

| _ _

| S l.—li ) .o i i

SLL O] Tt B | 96| S| 67 69 |00L [@9-Z- vi (6~0C * €[ 25| 4|97 | s |00t |[M9-L-v| 0z -L0| oz
_ _
I

18 | se oo | U 5-v| €2- o7

250qqng 3 2504 _ _ﬂ; ty| 76| 56 86 00t ﬁsmé-i oy =sz | Tt | 7Y SS | 9L |46 |(Ms-L-v| SZ-0i| 00

LE
_ | & | ov]oe | oy os (w| @ w-qho.:am?_ il ove | 9
2y

_ . ” |

W 3D ¥39Y _

_

, | i S

| _ | . LLL SR L9 8L | 86igg |(6) 9~ q_oﬂrmm
!
_

—a— — “ IFI i
Ispgqng 3 250g _ m.n: ot |ee | ez se! ss| 96 |(1)9-z-¥| s5-ST| 61 8% _ £e | Y __ L9 __8, @)9-z-v| sz -ot| ss0 | ZsS
/ ] I | - - |
_ M sz| 25| 09! es | 68 oot [En9- ?4_ yLz-L04, Y2 St | S5 f LL | €6 (oot | Oy 9-v| LOL=~09
— ! 4 L. — S [ [eeeeT e 3 _ % 1

34

aspgang 7§ 250Q | L4 SMlERL | W | Ty | sE| v | 79 00 8:...«..4“ 8 =8y | 12| sy |28 | €9 n ig _Oc_. T..wwwn.Td 57 - 60 Q0s8

|
I [T og| ¢r | s8 €6 85| 00k LV s-L-v|om-son | o2 Sy Ly | & | omﬂ.a_a;.b- v[e0L- 9 |

|| | | | Y A B N i
|

oy |1 foss l._
ssoqqng ¥ Asog | rel| Lo LSl 1) OY o:Nm_ c.__oe (Z) 9-v| S€=1z | OZ| Zr| & | LS| S |00L [(N9-LV| 1Z-90] @6

== _, KSR .om % (004 (80 9-L-¥| 0% - €U
| | | I .

| _ | [
e I|T IIIIT. — S ——— p-— — Ilh I_I o

oat| vu|ees| oz | w| £ ol s6 o0t ((2)9-L-v] &1 ~9Z oz| av|zv| os| w 004 | (Ma-Lv| sz-oo| sl

{ " | [
] |

ETN_S £L mm_B, () 7 -¥| 0YZ =08t

iz ev ) se| 19| 98 loor KEV 8- £-v] ou -sE

| |

[ _

| ._ : : | -
ERAEEN m‘m; 82|97 | €L | 58 | 66 | OO f91) 9-L -V oSt-06 9Z) sy | €3| v | ¥6 |cow [z s-L-v| 06 -00| 996

|

| | i |

] Ml laod | i H
|
1
_

—— —_— e}

Hoqang 3 351 51U o.e_ o:m 8z | 15| 08 , €6 | 96 | 001 [ 9 =L~ q_ mm-n __mm _ e | Ye| 8L | 58 |00L [(5) 9-L-¥| 1Z - L0 | 150
WS We [WE | 1d | 10[00Z{9¢€] ¢ rzmﬂ Vs | TTId| Moy | ge| 2 puwg/¥id) ¥50 H)
o | _ NOILY) 10| _ 4 Nouyy ME Now
SAYYHIY 3N ALSNI SISATYNY w‘»m_w ~HISSY1) " SISATYNY ..gwnm_,.ﬁ—mm«.s -¥i01l
|
w SLINSIY  J10H umom wo >a<ZZ:m
378vV0




36

30VH0 8NS5

' Eyaans

54N0)

Isye
a3v4 i 6 {219 8s'L () 9-v ot | ee| stss| s6joot soz| ¢ s | vt o &
it -
INSWHNYEA3S i 96 joe°€i | 061 | OSL (O)L-Z-w]EL | W | Z¥ ] sEiyy)ISPOLLm | ST s|esl 3vEEns| o
— O
GHY | set-0z | 7ot [sz'm |2t [ost (@ o-1-v| et | 2| sy z5{es| zejooy r| o] s uwammmu o
a3ivd # L6 158-Li| 8Lt (3} 9L 474 9% | L] $5) 08|46 9zt | 0z gst lactfaamband w
» N 1= —
HOIDAS 1ND s 26 Lsgat | vat s J sz vl o et | o7 [se | i fon] zov| 39 LEL |81 IvEans| o
; ™ 3 - oot s {9t (g8t IsEngy| N
S'H gg-7-6| Z0L 1,.: 3 ostl(a) 9~c-v| 2Ll oz | 27 | a7 {LS)stL uuqm o
RERL 2 - s6 (6171 | 631 ) s-v sz | se | salsL! ssloon sl v oL ) howo ey s
- : - 7
INFWANVEWS i 66 [eeZl (€67t jO'SL (L) g=vfwjzz|eejisics mp_.um W om peu 1561 : vy Gns %
S'H'Y gg-z-6| voi|zeu |30t [ost (ms-t-v| €| oz | zv|z2|os ?L_Wo.. or s | set | wwmm%v Q9
Q34NN P L6 |grzi| vet (S) 9-L-v sz | z7 | 17| zs| se{oot el | €t ©£1{06 1 wun any at
” - +*
INININYEW3I ¢ 10 lagulest oct Bt s-v | 6] | cefoe]er|sujont] zm| 2v 7L L8 . I5¥8 69 ©

% E ___)“._.
SH @8-2-8 | g6 '96°lL} 88l ost fws-z-vje | st ee | sefis) wpat s |oe (et uumwm_a &
az3ivd . 56 |ZO'8L|Y5°L [5L) 5-L-V tz | 22 | 9¢f (8] 98j00t 96| % flget het m™oens 3
— -
NOILD3S 1nD ¥ 86 |0z scv | oSt Do-c-v|e | ez | 15| o6[¢e6y96loo|su| oz ¢si | oa Iveensl o
2 -

SHH ga-z-5| 96 | zest|eLt | 961 ks)a-c-v| s | sz | o7 | 7e| a|ss|ooy of [ost |8 wwwmm_u
a3vaNn " couL |S2°8 (S0 E (Q)9~T-v gL | 9E | m|6l|LE|SE e Su qo,mwu,&mm:m w
*
NOILD3S LN2 ¥ Ot fuor] 86 L | 0Gt (0)s-Z-v| & ¢t | ZE| vZ{ZE| 87 L6} 6| ES LZLi96L 35v4a ans o
! (3 z m m._r..m__du 0
S"H'¥ | es-z-8 | zov[€v6 |20z [00Z (ovz-v| 8| o | ze| 2| cfec] 96 €6 [ozu|esy svg | ©
a ) 004 9| ¢ . o= RO = —

dH0) - = ; . f z o5 WOl aaH| s X i BT
1va o, JH] 00 mwi 7 .zw @ mw m. _\ﬁ.u. q.H ON | ONJON|.? 0o, 49 ) 3 HITETE JHO GQIW .W m
W T 5 i & DNISSVd Yo TR . ages m x>
DHN0) 3Sv4E 40 ; S
SHYVINEY | ALSN3Q NLISNI nmﬂowzuv._,:f m m W ONIA3IS B SV M m]m M m.imt Hw
-

S1INS3Y NLISNI SIINS3Y AdHOLvHOEV1 (471314 =S <

wz-e wen SLINS 3Y 1S31 40  AQVWWNS




| 9 ol
AYOSENHL 0 S L o NS—
NO  MVEd o
AVOSENHL % (S IS. €L £7 L7 gs SYITIvY |
NO MVAd
AVANOW 3 L7 05 € 17 &7 soL | STDIHIA TVMIWKO)
NO MVEd WRIGIW 3 1HO1T
AVQENLYS 165 L101 956 gL GBL alL 0Ls SYY] JivAlYd
NO MVEd T HYON3ISSYd
HOHVYIN HOHVIA HOYVW HOHYIW HOYVW HOYVIN HOHVIA m wJu_ _|_ u )
SMYVWIY el zl Ll o] 6 8 L : .
NNS 1VS | AVANY WOSHNHL MEINGMAVOSINL JAVA NOW 40 3IdAL
YMNO38WYd "‘NOILVI0 1
€€ 3evl 961 HOMVW  yiEl AVANNS — HOYVW — AVAONOW WOY4

w9

[NNOD JI33vdL 40 AAVIWWNS



EL Ot

seose | se0s | wmszem | i 6 SYERLZE 2z - 71 * | Houww
8€ " 66 €26 CTRE n ve | snoLe-s 71 NOS
oy o 4
v (08| 698z | 87 889 72 €9 SHIUVHL 7z -7 , we!
o HOLYW
696 | (82 2y LS 0z Ly NOL L= § z 1
. 61 * LLl 62°2€7 | OF €€ 665 ° 8L z m SHIANY 2z - 24 caihh
e @-eset | wosz| w06z te = SHIUVHL - 7 . HOHYW

HALIH 87 "0Ll 17 "€ 87 7S Sl 0s SNOL LTS ot M4

S LL* 991 77 027 82 z -2 Wt
OZ_IOWW,S m.uo_.h._. g.mm mmm.nmm ﬁq mm. nwmj._d_&__ mmlmn Iumd_l

dnHL

e
(T
o
o
e~
ol
(o4
(7]

z
L

l._

-

1
W
(o]

o

ASIMEZHIO %3 SE

HV3THY 00 * %8¢ 16
Q3<d0L 28 e 86'9 508 ° 9 6 0S SuITIVHL 2T =21 HOYVA

INIHOIZM 80 'SE £.8°0 6EL° 9 L 0y SNOL L-S zl JIM

Z ' 665 w

O

S ' 8ES 677 € 951 * O%E 9¢ LS SHFUVHL 2Z = T\ 4NV

W

S9°09 gEZ ' 6Ll " ZE 9z 67 SNOL 4-S AR m_)._.
¢~ Tl |wdg~uing Wi
9 ILL 85 80L IATANAY 608" 6EYT 3¢ 8¢ S3NVdL OMUNNOD HoEYN
£0°€9 9650 we wi 301 NOL £ —§ a1 jud 7|~ wd Z\.,‘z
CHIXY T NO1lAY | ~ - = -y
..,W.H.\.NA_H.___A mul—yfﬂ SLS W _L.;.n_..._em____r;._ (4 _. 10J ns..ug_/b_. )
vy | QVONVIS _So Sicicl wvapa| @ 9:No3 | goad
S 400N V1011 B SY VA v ke avian v avian DN VIO 1 S RIIT e Y s AVO 8 AY
¥! _(.._JF a3 INdHOD NV IW IVid VLU DN TULUL N VLD < 1T a0 24AVU 8 AN
Vi e .
7=t NAV¥lL

ONTHOIEM JTXY 40 AYVIWWNS




3-4

Fig

VOLUME

TRAFFIC

SHOWMNG THE

GRAPH

ey
“ * | d m m | _ ﬂ _ | ., _ __ _ m |
| 3 _ | _ | , _ _ | ,. _ | _ |
_ﬁ o I SuMNYL  ONV | SE3iwval | ] “
| < | ‘ c31IHIA WIOEIWWD  WNIGIN  ONV dnon| |
s S, By aumeces : o = o —=— ~ =
_ | p...__m | < | w w -3 .l_ | _
| -_.\1.' M | | I |
[ = _
(=,
o (B
il T, =
D
2 3
| | | A &
vyl
_ >
{ _ £ _
T 2| o
o i
R
2 5 2
0. - -
o2t 9
| I | B 5 S
t T ®
_ w_
= ST, TR | W L IS
|
I I S DU SN SN S R _ . ~t— I T SR
“ Q ™, >}
_ O _ © S o
|| | _. m S | & W i | I
AINO HYD d3ON3SSVd  ONV 31VAMd

zc



Fig. 3-5

_ _ __
| 1
d ~ | ”
_ _ [
h _
;
|
_ ! I
; w
_ _
|
> < |
"I 2
o . < T..
J Y E 3
< 2wl _N
- 4 )
of @ " i
wn i Lt
W z | 4
> |2
ol [
A =z o -
<[ _ I
frd I [
o O _ _ |
o |
_ | — o - T
1
q | _ _
| ! | S |.-ﬁ||
] | |
| p— 4 ﬂ
|
_
=

4500

1500

S3 XV

OYVONVLS

40 oN




—————— e - - —— S SRR S e S + S e — e —3 | EECE— e P

Fig 3-3(A)

[
z
_ | 5
8 m
_ i - - . ~ o - 0
a d £
] i | o
i < 5
= & 5
el w
=3 g S 3
P = z
T
ey 1 | . " S
N T B = » = - m.n.
=
o
O

CH3. 0400
. RHS :Cer 920

|
|
|
|
|
|
|
|
1

51%) |

MOISTURE  AND
MOISTURE

|

VARIATION

SUB| E!AS%
£

COMPACTION
ABSORBED

&,
I‘J‘

% ._ . —

el

© @ T o~ C =] <[ — w1 o © e
” | . 5l i = s | e ~ e
R °ls  SINJINOD 38N 1SION a3x0sS8Y A




also maintains well eguiped laboratories on sites of any on
going project.

In this study, the laboratory in Dumbi site in use for
the on going Kaduna - Kano road dualization project was used

for all the laboratory tests.

3.201 ASPHALTIC CONCRETE CORES

The density of the recovered cores were determined by
immersion while the specific strength (where, possible) was
measured by Marshall method. Using the hot extraction
method, the bitumen content was determined and the aggregate
left over were graded to ascertain the conformity with the
specified grading. The result of the tests are shown on
Table (3 - 5). Note that before the determination of both
density and strength values, the thickness of each core was

measured and recorded. See also Fiqures 3 - 6 (A -~ D).

3.202 ATTERBERG LIMITS ON BASE, SUB -BASE COURSE AND

SUBGRADE MATERIALS.

Ligiud and Plastic Limit tests were performed on the
lateritic base, sub - base and subgrade soils recovered from
the boreholes. The shrinkage limit tests were limited to the
lateritic base and sub - base materials only. The results

are presented in Tables 3 - 1 (A - B) and 3 -2 (A -G).
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