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INTRODUCTION 
 
Preservation and longevity of the pavements in the Truckee Meadows has always been a primary 
interest for Reno, Sparks, Washoe County, and the Regional Transportation Commission (RTC).   
Preventive pavement maintenance plays a vital role in the success or failure of long term pavement 
performance.  Perhaps more importantly, effective preventive maintenance ensures the initial investment 
made in new pavement returns the 20-year life benefits expected during the pavement design process. 
 
The issue of pavement preventive maintenance became a topic of great importance when the RTC Blue 
Ribbon Committee (BRC) members met in 2002.  The BRC was a group of more than 40 community 
leaders gathered by the RTC in 2001 to find solutions to a looming transportation crisis due to the lack 
of funding as identified in the RTC’s 2030 Regional Transportation Plan (RTP).  The leaders first 
reviewed the 2030 RTP and later in 2002, gathered again to bring forward the funding elements to 
ensure that the goals of the RTP could be implemented.  Preventive Maintenance was recognized by the 
BRC as a critical element in eliminating a $300 million backlog in pavement reconstruction needs and in 
preventing the backlog from returning. 
 
As a result, the BRC formulated a revenue initiative which was placed on the November 2002 Ballot.  
This initiative was ballot item WC-2.  With the passage of WC-2, State enabling legislation and a 
Washoe County ordinance approval of several revenue increases for Transit and Street and Highway 
work and became a reality in June 2003.  One revenue source, a portion of the Sales Tax (1/16¢) that 
comes to RTC, is being designated, in part, to provide an enhanced street and highway preventive 
maintenance program. 
 
In an effort to ensure effective, efficient, consistent, and uniform administration of the Regional 
Preventive Maintenance (RPM) Program, the RTC is developing preventive maintenance guidelines in 
close cooperation with Reno, Sparks, and Washoe County.  These guidelines will foster a regional 
approach in the administration of the Program which focuses on identification of preventive 
maintenance needs, and the resultant distribution of funds for an effective application of preventive 
maintenance strategies to benefit all residents in the Truckee Meadows Region. 
 
 
 
 
 
 
 
 
 
 
 
 

1 



 

PREVENTIVE MAINTENANCE OVERVIEW 
 
The continuing of quality performance of asphalt pavements is highly dependent upon the type, time of 
application, and quality of the maintenance it receives. Pavement maintenance can be classified into 
three activity groups which are preventive, corrective, and emergency maintenance. 
 

 Preventive Maintenance is performed to improve or extend the functional life of a pavement.  It 
is a strategy of surface treatments and operations intended to retard progressive failures and 
reduce the need for routine maintenance and service activities. 

 Corrective Maintenance is performed after a deficiency occurs in the pavement, such as loss of 
friction, moderate to severe rutting, or extensive cracking.  It may also be referred to as 
“reactive” maintenance. 

 Emergency Maintenance is performed during an emergency situation, such as a blowout or 
severe pothole that needs repair immediately.  This also describes temporary treatments designed 
to hold the surface together until more permanent repairs can be performed.  

 
Research has shown that applying preventive maintenance to the regional roadway network will result 
in: 
 

 Better quality transportation 
 Longer pavement service lives 
 Reduced customer inconveniences and delays 
 Reduced life cycle costs 
 Increased customer satisfaction 
 Improved decision making for transportation planning and programming 
 Increased uniformity and consistency in the maintenance over the entire pavement network 
 More efficient use of transportation funds 

 
As background and a case study in preventive maintenance effectiveness, an article describing the 
successful implementation of preventive maintenance in Michigan is included in appendix  A.  Michigan 
conducted a study to determine the effectiveness of their preventive maintenance program.  The study 
determined that their “preventive maintenance strategy is more than six times as cost-effective as 
rehabilitation and reconstruction projects.” 
 
The key to implementing a successful preventive maintenance program is to identify the most cost-
effective treatment and apply it to the right pavements at the right time.  Therefore, government 
agencies commonly use pavement management tools and software programs to assess the current 
condition of their roadway system and to assist them with selecting appropriate preventive maintenance 
candidates. 
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PAVEMENT MANAGEMENT OVERVIEW 
 
A pavement management system (PMS) is the name given to the tool or method that assists in 
optimizing strategies for providing and maintaining pavements in a serviceable condition over a given 
period of time.  One of the key components of any PMS is the pavement rating system.  These rating 
systems involve calculating a numerical score or index based on the visible pavement distress (cracks, 
patches, rutting, etc).  This allows the users to make an unbiased comparison between roadway segments 
based on their condition to select cost-effective alternatives for pavement maintenance and 
rehabilitation. 
 
The U.S. Army Corps of Engineers developed PAVER, one of the most popular pavement rating 
systems.  This computer based system calculates a numerical index between 0 and 100 called the 
Pavement Condition Index (PCI).  A pavement with a score of 100 is a newly constructed pavement.  
Pavements in worse condition would have ratings lower than 100.  The PCI survey data and results can 
then be stored in a variety of PMS software programs, including MicroPAVER.   
 
All three local government entities have been involved in pavement management for over 20 years and 
use MicroPAVER and the PCI rating procedures.  These agencies have a reputation of being some of the 
first PMS users in the Country and are providing valuable feedback to the MicroPAVER software 
developers.  Each agency provides feedback with direct phone calls to the software programmers and 
through the annual MicroPAVER User Group Meetings.   
 
All of these agencies have routinely updated the pavement condition of their road system and have 
maintained an active PMS program.  Each government entity maintains its own PMS databases and has 
collected an incredible amount of historical data for their individual pavement networks.  This historical 
data with the continued collection of new PCI data provides each government entity with an excellent 
history of their pavement treatments and performance models. 
 
Since all three local agencies use the same pavement evaluation procedures, it could be assumed that the 
ratings between each government agency should be comparable.  To make these ratings even more 
comparable, it is desirable to have the local agencies score their pavements on the same cycle (ie. every 
3 years) and provide a joint refresher meeting to ensure that all pavement survey teams are conducting 
similar survey results.  And to periodically have a portion of the network cross-scored by an independent 
rating source.  This pavement evaluation technique was validated for technical soundness by Dr. 
Mohamed Y. Shahin, a Principle Investigator for the Depart of the Army’s CERL program.  A copy of 
Dr. Shahin’s letter is included as appendix C. 
 
In addition, all three agencies have maintained a variety of functional classifications for their pavement 
networks.  The PMS Subcommittee met and agreed to unify the functional classifications between all 
three government agencies.  The regional Functional Classifications are defined below, in table 1. 
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Table 1.  Regional functional classification definitions*. 
Functional 

Classification Criteria PMS Designated 
Code 

Arterial 
 
(Principle 
and Minor) 

• Approximate Average Daily Traffic of 10,000 and above. 
• Principle arterials are roads that serve major centers of activity of 

urbanized areas and in rural areas function primarily form the 
service proved to through travel, such as Rural Highways.  
Minor Arterials are roads that interconnect with and augment 
principal arterials.   

• Roads which do not penetrate identifiable neighborhoods and 
provide connection to urban and rural collector roads. 

A 

Collector 

• Approximate Average Daily Traffic less than 10,000. 
• Roads that provide both land access service and traffic 

circulation within residential neighborhoods and commercial 
areas. 

• Roads that collect traffic from residential streets and channels 
traffic into arterial roads. 

B 

Residential 
• Approximate Average Daily Traffic less than 2,000. 
• Local street systems that provide direct access to residential 

lands. 
C 

Industrial 

• Approximate Average Daily Traffic less than 6,000 with a high 
percentage of trucks (greater than 4%) 

• Lower volume roads that provide direct access to commercial 
and industrial lands. 

D 

* Revised June 2004 
 
Based on these regionalized definitions, the PCI ratings and distress information for all of the regional 
pavements can be compared and ranked within the region.  These results can then be used to identify 
appropriate pavement treatments, including preventive maintenance, rehabilitation, or reconstruction.  If 
there are any significant differences in the distress data collected and rated by each agency, the results of 
one agency may be erroneously inflated or deflated and skew the prioritization of the regional pavement 
projects.  This error will reduce the cost-effectiveness of the entire regional pavement program by 
applying maintenance or rehabilitation treatments at inappropriate times. 
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PREVENTIVE MAINTENANCE BACKGROUND 
 
The purpose of a preventive maintenance program is to protect the pavement structure, slow the rate of 
pavement deterioration and/or correct pavement surface deficiencies.  Many studies have been 
conducted on preventive maintenance throughout the United States.  The following criteria are typically 
used to select the appropriate preventive maintenance treatments: 
 

 Pavement surface type 
 Construction history, such as pavement age 
 Functional classification and/or traffic level 
 Pavement condition index (PCI) 
 Detailed information about the type of deterioration present, in terms of load-related 

deterioration or the presence of a particular distress type 
 Coordination of multiple maintenance activities 
 Timing of utility work, planned development, etc 

 
Several preventive maintenance alternatives should be assessed to determine the most appropriate 
maintenance alternative(s).  These maintenance alternatives should be selected based on the most cost-
effective treatment for each pavement section.  While there are a wide variety of preventive maintenance 
treatment alternatives, the most common preventive maintenance alternatives are as follows: 
 

 Crack seal 
 Slurry seal 
 Microsurfacing 
 Thin hot mix overlay 
 Fog seal 
 Chip seal 

 
Fog and chip seals will not be used in the RPM program because they are inappropriate for urban and 
higher volume roads.  However, the local jurisdictions may chose to use them on lower volume streets 
on a case-by-case basis. 
 
Determining the most cost-effective timing for the application of the preventive maintenance activities 
require a delicate balance between the type of maintenance conducted and the age of the pavement.  
Figure 1 illustrates that preventive maintenance activities applied early in a pavement’s service life will 
be much less costly than applying rehabilitation or reconstruction to a pavement section as it continues 
to age.  Likewise, figure 2 shows that applying preventive maintenance activities prematurely in the life 
of a pavement will result in higher annual maintenance costs in comparison to infrequent pavement 
maintenance.  Therefore, it makes the most sense to apply pavement improvements that minimize the 
maintenance treatment and reconstruction costs, as shown in figure 3.   
 
A higher priority should be given to newer constructed pavement structures.  Appropriate 
preventive maintenance activities should employ life cycle scheduling until repair costs exceed the 
benefits derived from such activities or until the pavement structure needs to be reconstructed.  This may 
require that preventive maintenance activities be performed on pavements at a more frequent interval 
than previous guidelines allowed.  Table 2 lists the typical unit costs and the expected life for some 
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maintenance treatments commonly used throughout the United States.  This table was developed for a 
National study and it is recognized that these in-place costs will be significantly different for our 
Regional construction environment. 
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Figure 1.  Cost of maintenance or rehabilitation as a function of age. 
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Figure 2.  Annual maintenance or rehabilitation costs as a function of age. 
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Figure 3.  Optimum time to apply pavement treatments. 
 
 

Table 2.  Typical national unit in-place costs and expected life of typical pavement maintenance 
treatments. 

  Expected Life of Treatment, yrs 
Treatment Cost/yd2 Min. Average Max. 

Crack Seala $0.50 2 3 5 
Slurry Sealb $0.90 3 5 7 
Microsurfacingc $1.25 3 7 9 
Chip Seald $0.85 3 5 7 
Thin Hot-Mix Overlaye $1.75 2 7 12 
Fog Sealf $0.45 2 3 4 
 
Notes 
a Assumes typical crack density of 0.25 yd/yd2

b 7 kg/m2 of ISSA Type II slurry 
c 14 kg/m2 of ISSA Type II microsurfacing 
d 15 kg/m2

e 30 to 44 mm/m2 

f  0.05 g/yd2 of a 1:1 dilution of CSS emulsion and water   
 
 
Note:  The costs would be expected to vary with the size and/or location of the job.  The expected lives 
of each treatment would also vary depending on the traffic and environmental conditions. 
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RPM GOAL 
 
The intent of the Regional Preventive Maintenance Program is to select, design, and construct 
preventive maintenance treatments that will extend the pavement life and maintain the regional 
pavement surface at the highest possible level of serviceability using cost-effective maintenance 
techniques regardless of the governing jurisdiction.   
 
This goal will be achieved by: 
 
• Integrating the preventive maintenance program into the pavement management system for the 

regional road system. 
 
•       Having the Local Government Agencies work jointly with the RTC to submit periodic pavement 

condition data and proposed lists of projects to meet this goal. 
 
•        Conducting an unbiased review of all of the pavements within the regional road network.  The 

Local Government Agencies and the RTC will annually identify preventive maintenance 
candidates. 

 
•        Scheduling preventive maintenance for the identified pavements, annually. 
 
• Maintaining a 5 to 7 year cycle for preventive maintenance surface treatments of all Regional roads.  
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RPM SELECTION CRITERIA 

The RPM selection criteria were developed to aid in the objective selection of the most appropriate 
pavement sections based on a needs assessment.  Each agency must take into consideration the 
following guidelines during the selection of maintenance projects and the development of their proposed 
list of candidate projects.  Additional criteria may be added to this list as the RPM program continues to 
evolve.    
 

I. Eligible Pavements 
 

Only pavements with current PCI ratings will be eligible for RTC’s Regional maintenance 
selection and funding.  This means that all projects included on the proposed list of candidate 
projects must have a PCI survey within the past 3 years. 

 
II. Pavement Surface Type 

 
Only asphalt concrete (AC) pavement surfaces will be included in this selection process.  All 
portland cement concrete (PCC) pavement surfaces will be considered on an as-needed basis, 
independent of this selection process. 

 
III. Functional Classification and/or Traffic Level 

 
Higher priority will be given to the roads that are classified as arterials and collectors.  Lower 
priority will be given to the residential and industrial roadway segments.  Higher ADT streets 
will receive higher consideration when all other criteria result in equal need. (Revised June 2004) 
 

IV. Pavement condition index (PCI) 
 

The PCI value will be used to aid in the prioritization of project selection.  Harry Lorick met 
with the Pavement Management representatives for all three local governments.  They all 
agreed to the following maintenance and rehabilitation matrix.   
 
Table 3.  Maintenance and rehabilitation matrix. 

Maintenance PCI Range Comments 
Crack Fill 86-90 With 5 yr age 

Fog Seal 86-90 Not used by Sparks 
or Washoe County 

Chip Seal 70-90 Not used by Reno or 
Sparks 

Slurry Seal 56-85  
Microsurfacing See Note 1  
Rehabilitation   
Overlay 41-55  
Reconstruction 0-40  
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Note 1:  Harry Lorick and the Pavement Management representatives did not define the PCI 
range for microsurfacing.  As a preventive maintenance treatment, microsurfacing has proven 
effective in the range from 56 to 80.  It may prove effective in other isolated cases for 
pavements with PCI values lower than 56, but because microsufacing is still relatively new in 
our region, the long term performance of this treatment is not fully known at this time.   
 
Based on the maintenance and rehabilitation activities that were defined in Table 2, priority 
levels were established for the focus of the preventive maintenance efforts.  Priority Level 1 is 
most important, followed by Priority Level 2 and then Priority Level 3.  This is a general 
guideline and it does not mean that all of the Level 1 projects must be selected prior to the 
addition of a Level 2 project.  
 
Priority Level 1:  PCI values of 56 to 85 will be targeted for preventive maintenance activities. 
 
Priority Level 2:  PCI values of 86 to 100 may be considered following the pavements rated 
with a PCI value of 56 to 85. 
 
Priority Level 3:  PCI values lower than 56 will typically not be considered for preventive 
maintenance.  These pavements need major repairs and will possibly require corrective 
maintenance, rehabilitation, or reconstruction within a very short amount of time.  Exceptions 
may occur if extensive cost-effective pavement repairs are completed prior to the preventive 
maintenance treatment. 

 
V. Continuity of Maintenance Activities Across Jurisdictional Boundaries 

 
Coordination of inter-agency maintenance activities will be taken into consideration across 
jurisdictional boundaries.  For example, one segment of an agency’s roadway system is 
scheduled for a slurry seal this year and the adjacent agency segment is scheduled to occur in 
the next year or two.  It will be more cost-effective and will minimize traffic disruptions to 
slurry seal both segments at the same time.  Therefore, a few road segments that cross 
jurisdictional boundaries may have a higher priority than the current PCI ranking indicates. 

 
VI. “Band-Aid” Treatments 

 
“Band-Aid” treatments are defined as those treatments that were applied to provide emergency 
relief to the condition of the pavement surface.  Typical “band-aid” treatments are a thin overlay 
(approximately one inch thick) or sanded oil to fill the surface distresses and then covered with 
a sand seal to seal the surface and improve the riding surface. 
 
Pavements that have received these treatments will not be eligible for maintenance activities 
until the underlying distresses have been addressed and the pavement is restored to a 
structurally sound pavement section. 
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VII. Local Jurisdictional Maintenance Preparation Work 

 
A joint effort will be required to maintain the Regional roads.  All roadways included in the list 
of the proposed candidate projects will require the local jurisdictions to conduct the preparatory 
maintenance prior to the RTC applied slurry seal.  Preparatory maintenance includes, but it not 
limited to, crack sealing, pot hole repair, and patching.  

 
 

VIII. Structural Distresses 
 

Pavements that exhibit structural distresses greater than 5% of the pavement surface area will 
not be considered as candidate projects for the RPM program.  Structural distresses may include 
pavements with fatigue (alligator) cracking or rutting.  Pavements with structural distresses 
should be taken into consideration for the RTC Fuel Tax Resurfacing Program.   
 
Pavements that contain isolated structural distresses may still be eligible for the RPM program.  
This situation requires that the local jurisdiction completes full depth repairs of the pavement 
surface and underlying base materials, provides a long-term patch, and then completes any 
additional maintenance preparation work within the proposed RPM section.  In this situation, 
the pavement section may be considered for RPM. 

 
IX. Cyclical Preventive Maintenance 

 
Pavements that are on an existing routine maintenance cycle will be considered as candidate 
projects, even if these pavements do not meet the majority of the RPM Selection Criteria.  
These pavement sections are eligible for consideration on the candidate projects list every 5 to 8 
years, depending on the surface condition of the previous RPM treatments.  
 

X. Routine Maintenance 
 

Regional pavements that have received routine maintenance, such as pothole repair, crack 
sealing, and patching will be taken into consideration during the development of the list of 
candidate projects.  Routine maintenance should be conducted every 3 to 4 years, depending on 
the pavement condition.  
 

 
XI. Field Verification 

 
Each Agency should conduct a field visit to verify that the list of candidate projects meets the 
Selection Criteria Requirements. 
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SELECTION PROCESS FOR THE SLURRY SEAL PROGRAM  

The RPM selection criteria will be used to prioritize candidate asphalt projects submitted by Reno, 
Sparks, and Washoe County on a needs basis for the slurry seal program.  The following process will be 
used to prioritize these projects. 
 
Step 1.  Reno, Sparks, and Washoe County will submit an Excel tabular spreadsheet reporting their 
pavement condition information for all pavements sections. 
 
Step 2.  All pavement sections will be combined into a single master list. 
 
Step 3.  All pavements will then be sorted according to their predicted functional classification and PCI 
values.  Pavements with a PCI value less than 56 will typically not be considered for the preventive 
maintenance program.  Pavements with a PCI rating greater than or equal to 56 will be considered for 
preventive maintenance.  Pavements with PCI values of 56 will have the highest priority and decrease in 
priority up to those with PCIs of 100 points. 
 
Step 4.  The following pavement sections will be excluded from the master list identifying potential 
candidate projects for the Regional Preventive Maintenance program: 
 

• Projects with previous “Band-Aid” treatments 
• Structural Distresses greater than 5% of the pavement surface area that can not be corrected prior 

to maintenance activities. 
• Pavements that do not have a current PCI rating, within the past three years. 

 
Step 5.  Portland cement concrete (PCC) pavements will be identified and evaluated individually for 
preventive maintenance activities.  Any preventive maintenance treatments that are recommended for 
the PCC pavements will then be considered in combination with the asphalt surfaced pavements.  
 
Step 6.  Engineering judgment and field verification will be considered in finalizing the list of proposed 
preventive maintenance slurry seal candidate projects. 
 
Factors that will be taken into consideration will include: 

• Continuity of maintenance activities across jurisdictional boundaries 
• Local jurisdiction preparation efforts 
• Cyclical preventive maintenance activities for collectors and arterials followed by residential 

and industrial roadways 
• Routine maintenance of the Regional roads. 
• Additional roadway segments within a reasonable proximity to the proposed candidate projects. 
• Timing of known utility work and planned future developments. 
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INTERIM SLURRY SEAL SELECTION PROGRAM (2004-2006) 
 
The purpose of the Interim Slurry Seal Program is to aid the local jurisdictions with their backlog of 
preventive maintenance requirements.  Reno, Sparks, and Washoe County are encouraged to participate 
in the Interim RPM Program and the RPM Slurry Seal Program.  The Interim program will be in effect 
for the next two years, followed by the RPM Slurry Seal Program discussed above. 
 
Interim Slurry Seal Focus: 
 
The Interim Slurry Seal Program will follow the same general guidelines as those outlined in the Slurry 
Seal Program, as discussed above.  However, the Interim Slurry Seal Program will target pavements 
rated as a Priority Level 1 (PCI values between 56 and 85).  Priority Level 2 pavements will be 
addressed if sufficient funds are available.  If not, they will be addressed in year three and beyond of the 
Slurry Seal Program.  In addition, pavements that are on an existing routine maintenance cycle will be 
considered as candidate projects, even if these pavements are not within the Priority Level 1 PCI values.   
 
The RTC realizes that it is not reasonable for each government entity to complete all of the preparatory 
maintenance for each proposed slurry seal candidate project during this interim time frame.  Therefore, 
all or a portion of the preparatory work may be completed as part of the Interim Slurry Seal Program, as 
identified on a case-by-case basis by the WC-2 SubTAC Meeting Committee. 
 
The preparation of proposed candidate projects will follow the timeline and procedures as outlined in the 
standard RPM Program.   
 
 
SELECTION PROCESS FOR THE MICROSURFACING PROGRAM 

The current RPM selection criteria will not identify the criteria for the proposed microsurfacing 
candidates.  Microsurfacing has only had limited applications in this region and it’s cost/benefits are still 
being evaluated.  Microsurfacing has had proven success throughout the Incline Village area and also on 
roadways with higher traffic volumes.  Additional uses for microsurfacing have been theorized but are 
not proven at this time.  Therefore, microsurfacing will be considered on a case-by-case basis at this 
time. 
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RPM PROGRAM TIMELINE 
 
The timeline for the Regional Preventive Maintenance (RPM) program will parallel the Street & Highway Fuel 
Tax Resurfacing Program timeline.  The timeline described below does not include the timeline for the interim 
slurry seal program. 
 
A call for candidate projects will occur in mid-June.  Reno, Sparks, and Washoe County will prepare their 
proposed lists of candidate projects using the RPMS Selection Criteria discussed above and submit them to the 
PMS Steering Committee for further review and prioritization.  The PMS Steering Committee will submit a 
recommended priority of projects to the WC-2 TAC Subcommittee for review and approval.  The RTC will 
submit the list of candidate projects to the Citizen’s Advisory Committee (CAC) and the Technical Advisory 
Committee (TAC) in late August.  Once approved, the RTC will submit these projects as a RTC Program of 
Projects (POP) at the September Board meeting.  Following the approval of the proposed list of slurry seal 
projects, the Cities and County can begin maintenance preparation activities.  It is possible that some local 
maintenance preparation may occur immediately after the Board’s approval, however most local governments 
will need to budget the required preparation work into the following year’s financial budget.  Therefore, it is 
more realistic that preparation work will be conducted beginning the following July.  After the Board’s 
approval, the RTC will schedule the slurry seals for all maintenance prepared pavements for the summer and fall 
of the following year.  This schedule is graphically represented in Table 3. 
 
Table 3.  Year prior to slurry seal placement. 
Task April July Oct Jan April July Oct Jan April July Oct Jan April July Oct Jan April July Oct Jan 
1. RTC Call for Candidate Proje  cts                     
2. LG Submit Candidate Proje  cts                     
3. RTC/LG Project Selection Meeti  ng                     
4. Present Projects to RTC C  AC                     
5. Present Projects to RTC T  AC                     
6. RTC Board Appro  val                     
7. LG Approval of RTC I  CA                     
8. Local Maintenance Preparati  on                     
9. Slurry S  eal                     

 LG = Local Governments 
 ICA = Interlocal Cooperative Agreement 
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Proposed Appendix D of the Street & Highway Program Policy  

PAVEMENT CONDITION SURVEY DATA COLLECTION PROCEDURE  

1. The pavement condition survey data collection procedure will be overseen by the Pavement 

Management System (PMS) Steering Committee.  This committee consists of the pavement 

management supervisor(s) from Reno, Sparks, and Washoe County and an RTC pavement engineer. 

2. Pavement condition survey data will be collected using the MicroPAVER survey technique. 

3. Pavement condition survey data will be collected at a maximum of every three years by each agency 

for their entire pavement network.  Note:  Agencies will not be required to meet the three year PCI 

survey requirement if the pavement condition index (PCI) is below 30 and it is not a candidate 

project for reconstruction.  However, if a pavement with a PCI below 30 is a candidate project for 

reconstruction, then a current PCI (within the past 3 years) must be available for regionally funded 

projects.  

4. At least one-third or more of the network will be surveyed annually. 

5. Annual pavement condition survey calibration and quality control meeting will occur in March 

or April prior to the beginning of the annual pavement condition survey data collection. 

a. The PMS Steering Committee will annually coordinate a joint meeting and field evaluation 

for all three agencies to calibrate their pavement condition survey procedures. 

b. All survey crews scheduled for any annual pavement condition survey inspections must be 

present and participate in the one week calibration procedure. 

c. Each survey crew will conduct independent field surveys. 

d. All field surveys will be compared for consistency amongst all of the survey crews. 

e. Washoe County will bring their field laptop for field entry of survey results and calculations 

of the pavement condition index for all survey teams to calculate their results. 
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f. Consistency issues will be discussed and resolved.  

g. Tentative meeting schedule 

Day 1 – All survey crews and PMS Steering Committee members will conduct 

independent pavement condition surveys of a few selected pavement sections.  These 

results will then be used to calculate independent PCI sample unit values.  Results from 

all survey teams will be compared and discussed.  Difference and discrepancies will be 

discussed and survey modifications will be made as needed by the survey teams. 

Day 2 through 4 – All survey crews will be given a unique list of pavement condition 

survey locations that are not within their agency’s local jurisdiction.  These surveys will 

be used to provide a random cross-check to ensure that consistent pavement condition 

survey data has been collected throughout the region.  Each crew will conduct the 

pavement surveys and submit their results to the PMS Steering Committee for review. 

Day 5 – Data analysis for all collected pavement condition surveys will be conducted. 

 
Once the data analysis is completed, the PMS Steering Committee will review the 

pavement condition survey data and MicroPAVER PCI calculations for consistency with 

each agency’s previously inspected pavement survey results.  As a general guideline, the 

PCI values should be + 5 PCI points per sample unit.   

 
h. If there is a significant difference between an agency’s PCI survey and the cross-scored PCI 

survey, then 

i. PMS Steering Committee will review the data, identify areas of improvement, and 

make adjustments to survey team techniques as needed. 
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ii. The PMS Steering Committee may recommend that additional cross-scoring pavement 

condition data surveys be conducted to ensure consistency amongst all three agencies 

within the Region. 

iii. An additional Fall Calibration meeting may be necessary. 

iv. A portion of one agency’s surveys may need to be corrected/adjusted or resurveyed to 

correct these differences. 

v. Additional actions may be suggested. 

i. Once the consistency issues are resolved, all survey crews may continue collecting regional 

pavement condition survey data. 

6. Each agency will submit pavement condition data semi-annually to the RTC by the end of January of 

each year.  All PCI values will be predicted to July of that year.  See attached spreadsheet for the 

preferred electronic format of data submissions. 

7. The PMS Steering Committee will review this Pavement Condition Survey Data Collection 

Procedure annually during the annual pavement condition survey calibration and quality control 

meeting held in the Spring.  Revisions to this procedure will be made as needed to maintain the 

quality and consistency of the PCI data collection throughout the Region. 
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