
applied  
sciences

Article

Research on Performance of a Dense Graded
Ultra-Thin Wearing Course Mixture

Lei Geng 1, Tao Ma 2,*, Junhui Zhang 3, Xiaoming Huang 2 and Pengsen Hu 2

1 Jiangsu Sinoroad Engineering Research Institute Co. LTD., 19 Lanhua Road, Nanjing 211800, China;
gl@sinoroad.com

2 School of Transportation, Southeast University, 2 Sipailou, Nanjing 210096, China;
huangxm@seu.edu.cn (X.H.); 220163555@seu.edu.cn (P.H.)

3 State Engineering Laboratory of Highway Maintenance Technology,
Changsha University of Science and Technology, Changsha 410114, China; zjhseu@csust.edu.cn

* Correspondence: matao@seu.edu.cn; Tel.: +86-15805160021

Received: 7 July 2017; Accepted: 2 August 2017; Published: 7 August 2017

Abstract: This paper focused on the design and performance characterization of a modified ultra-thin
wearing course mixture (M-UWM). A dense graded ultra-thin wearing course mixture with nominal
maximum aggregate size of 10 mm was designed and named as UWM10. A multi-chain polyolefin
modifier was used to modify the performance of UWM10 to get M-UWM10. Based on different
laboratory performance tests including wheel tracking tests, low-temperature bending beam tests,
immersion Marshall tests and freeze-thaw splitting tests, the high temperature rutting resistance,
low-temperature cracking resistance and moisture resistance of the designed M-UWM10 were
evaluated. The texture depth tests and wheel tracking tests were combined to characterize the
degradation behaviour of the surface texture depth of M-UWM10. Based on test roads, the bonding
conditions between the wearing course layer that consisted of M-UWM10 and its sublayer were
evaluated by computed tomography (CT) scanning test and pull out test. Filed texture depth tests
were also conducted on the test roads. It is proved that the designed wearing course mixture
M-UWM10 shows excellent pavement performance as well as better wearing resistance and interlayer
bonding than the traditional wearing course mixture.
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1. Introduction

An ultra-thin paving technique, usually with 1.5 to 2.5 centimetres pavement thickness, namely
Novachip, originated from France in the late 1970s [1]. It has several advantages like short construction
time, good anti-skid performance and good water permeability [1–4]. These distinctive features have
been gradually gaining popularity, as ultra-thin wearing layers are being frequently applied in old
highway maintenance as well as serving as wearing layers in new constructed highways [2,3,5,6].
Apart from the excellent functional performance, the ultra-thin paving technique is also cost-effective,
environmental-friendly and a sustainable construction method [7–9], which is attracting more and
more attention from researchers.

Kandhal and Lockett [8] examined the road performance of two Novachip projects in Alabama,
USA. After 4.5 years of service, both two Novachip projects showed no significant ravelling, concluding
that the cohesion between the ultra-thin wearing layer and underlying asphalt layer is good. However,
the ultra-thin wearing layer presents more surface friction than the hot mixture asphalt (HMA)
wearing layer.

In order to identify appropriate evaluation indexes for ultra-thin wearing layers, Tan, Yao,
Wang, Bian and Yu-Xiang [5] conducted several experiments (thermal stress restrained sample tests,
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permeability tests, skid resistance tests, and indoor abrasion tests) on asphalt mixture with three
different surface layers—stone mastic asphalt mixture with a nominal maximum aggregate size of
10 mm (SMA10), ultra-thin asphalt concrete with a nominal maximum aggregate size of 10 mm
(UTAC10) and Novachip Type C. The result shows that frozen broken temperature and frozen broken
strength could be regarded as appropriate evaluation indexes for low temperature performance
of ultra-thin surface layers. Moreover, sliding attenuation degree and initial British Pendulum
Number (BPN) value are proposed to measure the anti-skid performance of the ultra-thin surface
layer. Furthermore, the author indicates that the freeze-thaw splitting strength ratio and freeze-thaw
splitting strength should be combined to evaluate resistance of water damage performance.

Zeng et al. [10] studied the anti-skid performance, permeability and texture depth of three
different asphalt mixtures—dense-graded asphalt mixture with a nominal maximum aggregate size of
13.2 mm (AC13), open graded friction course with a nominal maximum aggregate size of 13.2 mm
(OGFC13) and semi-open gradation Novachip Type C. Results show that Novachip Type C as an
ultra-thin wearing layer has better overall performance in terms of skid resistance, permeability and
texture depth. Furthermore, Novachip Type C was proven to have better shear capability than other
types of asphalt mixture, under the same tack coat material and dosage. Moreover, Yang, et al. [11]
investigated the moisture stability, high temperature stability and low temperature cracking resistance
of the same three types of asphalt mixture (AC-13, OGFC-13 and semi-open gradation Novachip
Type C). The result shows that Novachip Type C has better high temperature stability than the other
two types of asphalt mixture. However, the low temperature cracking resistance and moisture stability
performance of Novachip Type C is worse than the AC-13 asphalt mixture but better than the OGFC-13
asphalt mixture.

Yang, Shen and Gao [4] argue that the current design specification in China [12] does not take
temperature into consideration and the interlayer contact is presumed as completely continuous. The
actual environmental condition subjected to pavement structure is not sufficiently considered in the
specification. Thus, the author conducted an experiment to investigate the shear stress between the
ultra-thin wearing layer and the underlying asphalt layer under different temperatures and interlayer
contact situations. The result shows that maximum interlayer shear stress is negatively correlated with
temperature and interlayer sliding coefficient.

The cohesiveness between the thin surface layer and underlying asphalt layer is proven to be an
important factor that influences the performance and durability of the thin surface layer [13]. Thus,
Wu [14] proposed a modified pull test method to test cohesiveness between the ultra-thin wearing
layer and underlying asphalt layer. Three types of ultra-thin wearing layers (Epoxy modified bitumen,
Resin and Cement) were selected. The experiment was conducted under three different temperatures
(0, 10 and 20 ◦C) with a loading speed of 0.025 MPa/s. The result demonstrates the feasibility of
the proposed modified test method, provided that the interface of the two layers is the weakest area.
Moreover, the author also demonstrated that the Epoxy modified bitumen-based surface layer has
better cohesiveness than the other two types of layers.

Pavement performance decreases over time, and thus needs to be rehabilitated once the existing
pavement is unable to satisfy the traffic demand. Several researchers also focused on ultra-thin
wearing layer recycling since high quality materials are used in the ultra-thin wearing layer. Both
environment protection and cost reduction could be achieved by recycling high-quality used materials.
Rahaman et al. [15] conducted research to investigate if the reclaimed ultra-thin wearing layer material
could be used in the chip seal or Superpave mixtures. Sweep test based on the American Society for
Testing and Materials (ASTM) D7000-04 was conducted to observe the chip retention of ultra-thin
wearing layer millings. Different percentages (0%, 10%, and 20%) of ultra-thin wearing layer millings
were added to the Superpave mixture. Rutting, stripping and moisture sensitivity tests were conducted
to evaluate the performance of the Superpave mixture. The sweep test indicates that reclaimed
ultra-thin wearing layer millings do not contribute to chip retention. However, an ultra-thin wearing
layer milling addition was proven to have a positive effect on the performance of Superpave mixture.
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The ultra-thin paving technique has been extensively used in China [16], since its first adoption in
the 1990s [17]. However, several drawbacks of the ultra-thin paving technique occurred in engineering
practices such as low degree of compaction, moisture damage and rapid attenuation of sliding
resistance at a later stage. As to open-graded ultra-thin paving material, the situation could be
even worse. Because of the high void ratio of open-graded ultra-thin paving material, water could
easily permeate into the pavement structure. It would lower the bonding strength between pavement
layers, causing raveling and reducing the durability of ultra-thin paving materials.

In view of the existing problems of the current ultra-thin technique, a dense-graded ultra-thin
wearing mixture was designed and then further modified by a multi-chain polyolefin modifier to get
the modified ultra-thin wearing mixture in this study. Both laboratory and field tests were conducted
to fully evaluate the road performances, wearing resistance and bonding conditions with sub-layers of
the modified ultra-thin wearing mixture.

2. Experimental

2.1. Mix Design for Different Asphalt Mixtures

Styrene-butadiene-styrene (SBS) modified asphalt with penetration grade of PG-70, basalt
aggregate and limestone powders were used for all of the asphalt mixtures prepared in this study.
According to the recommendation by Chinese specification and previous studies, the polyester fibre
was used for SMA mixtures. To improve the rutting resistance and the anti-wearing performance of
ultra-thin wearing course mixture (UWM), a multi-chain polyolefin modifier was added to the SBS
modified asphalt to prepare modified ultrathin wearing course mixtures (M-UWM).

Five different asphalt mixtures were studied including an SMA mixture with nominal maximum
aggregate size of 13.2 mm (SMA13), dense-graded asphalt mixture with nominal maximum aggregate
size of 13.2 mm (AC13), SMA mixture with nominal maximum aggregate size of 9.5 mm (SMA10),
ultrathin wearing course mixture with nominal maximum aggregate size of 9.5 mm (UWM10), and
a modified ultrathin wearing course mixture with a nominal maximum aggregate size of 9.5 mm
(M-UWM10). The SMA13 and AC13 are commonly used in the pavement surface layer while SMA10,
UWM10 and M-UWM10 are mainly used in the wearing course above the pavement surface layer [18].
While the SMA10 is a traditional wearing course mixture, the UWM10 and M-UWM10 are newly
developed wearing course mixtures. Based on Marshall mix design, the gradations for different asphalt
mixtures are shown in Figure 1 and the Marshall design parameters for different asphalt mixtures are
listed in Table 1.
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Figure 1. The designed gradation for different asphalt mixtures: (a) SMA13; (b) AC13; (c) SMA10; (d) 

UWM10 and M‐UWM10. 
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Figure 1. The designed gradation for different asphalt mixtures: (a) SMA13; (b) AC13; (c) SMA10;
(d) UWM10 and M-UWM10.
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Table 1. Marshall design parameters for different asphalt mixtures.

Mixture Type Asphalt
Content (%) VV (%) VMA (%) VFA (%) Marshall

Stability (kN)
Flow Value

(0.1 mm)

SMA13 6.0 4.3 18.28 76.7 8.9 26.8
AC13 5.1 4.8 19.90 75.9 8.52 27.4

SMA10 6.3 4.2 18.53 77.5 10.54 28.9
UWM10 5.2 5.1 16.0 68.0 9.83 26

M-UWM10 5.2 4.7 15.6 70.1 12.00 24

VV: percent air voids in bituminous mixtures; VMA: percent voids in mineral aggregate in bituminous mixtures;
VFA: percent voids in mineral aggregate that are filled with asphalt in bituminous mixtures.

Based on the designed asphalt mixtures, two test roads were paved. One was paved with AC13
used in the surface layer and M-UWM10 used in the wearing course above the AC13 layer. The other
was paved with SMA13 used in the surface layer and SMA10 used in the wearing course above the
SMA13 layer.

2.2. Test Procedures

2.2.1. Road Performance Evaluation

Since the designed ultra-thin wearing course mixtures are mainly used in the top surface layer or
the wearing course layer of pavement to improve the surface functions instead of structure capacity of
asphalt pavement, they should have good road performance, especially excellent rutting resistance and
water stability to bear the environment conditioning and wheel loading. Thus, based on the standard
test specifications of China, the road performances including permeability, high-temperature rutting
resistance, low-temperature cracking resistance, moisture resistance were evaluated by permeability
tests, wheel tracking tests, low-temperature bending beam tests, immersion Marshall tests and
freeze-thaw splitting tests [19,20]. The wheel tracking test was conducted at 60 ◦C to get the dynamic
stability to describe and compare the high-temperature rutting resistance of different asphalt mixtures.
The low-temperature bending beam test was conducted at −10 ◦C to get the failure strain to describe
and compare the low-temperature cracking resistance of different asphalt mixtures. Both immersion
Marshall tests and freeze-thaw splitting tests were conducted to get the Marshall strength ratio and
tensile strength ratio, separately, in order to describe and compare the moisture resistance of different
asphalt mixtures.

2.2.2. Texture Depth Evaluation

To guarantee the driving safety, high-quality skidding resistance is an important characteristic
for asphalt mixtures used in the top surface layer or the wearing course layer of pavement. Thus, the
surface texture depth (TD) of asphalt mixture and pavement is usually used to describe the skidding
resistance. However, the texture depth (TD) test that followed the standard protocol of Chinese
specification cannot reveal the wearing resistance of asphalt mixtures, which is another important
characteristic for asphalt mixtures used in the top surface layer or the wearing course layer of pavement.
Thus, to reveal the degradation behaviour of surface texture of different asphalt mixtures that can
represent their wearing resistance, the texture depth test was combined with the wheel tracking test in
this study. The designed test processes were summarized as follows:

1. After the rectangular specimen with dimensions of 300× 300× 50 mm was prepared for the wheel
tracking test, its original texture depth (TD) named K0 was measured, as shown in Figure 2a.

2. After the silica sands on the specimen surface were washed away, the specimen was submitted to
the wheel tracking test for 180 minutes.

3. After the wheel tracking test, the rutting area right underneath the wheel loading positions was
cut from the tested specimen and then weighed to get its mass m1, as shown in Figure 2b.
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4. According to the texture depth test, sands were laid on the surface of the cut strip specimen, as
shown in Figure 2c, and then the total mass m2 for the sands and strip specimen was weighed, as
shown in Figure 2d.

5. The texture depth K1 for the cut strip specimen, which represents the rutting area under the
wheel loading positions after the wheel tracking test, was determined by Equation (1):

K1 =
(m2 −m1)

ρG·s
, (1)

where s is the top surface area of the cut strip specimen, and ρG is the density of the silica sands.
6. By comparing K0 and K1, the degradation degree of the surface texture depth caused by wheel

loading can be obtained.
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Figure 2. Test processes for combined texture depth test and wheel loading test: (a) measuring K0 for
the specimen of wheel loading test; (b) measuring m1 for the cut strip specimen; (c) laying sands on the
top surface of the strip specimen; (d) measuring m2 for the strip specimen with sands.

2.2.3. Interlay Bonding Evaluation

The interlayer bonding between the wearing course layer and its sublayer has important influences
on its long-term durability. Thus, both the CT scanning test and the pull-out test were used to evaluate
the interlayer bonding conditions.

The CT scanning test was conducted to evaluate the air voids within the wearing course mixture
and between the wearing course layer and its sublayer. The basic principle for the 3D CT scanning
technique was explained in Figure 3a and the basic parameters were shown in Table 2. Firstly, the
specimen was scanned by transmitted X-rays from multiple directions, and then attenuated X-rays
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after transmission were gathered by the detector to rebuild 2D or 3D grey level images. The scanned
specimen was a standard cylindrical sample cored from pavement and was cut flat at each side by the
cutting machine. The test conditions were: voltage 200 kV, current 0.43 mA, and integration time of
300 ms.
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Table 2. Basic parameters of the computed tomography (CT) technique.

Type x-axis (mm) y-axis (mm) z-axis (mm) 3D-xy-Pixel Size,
3D-z-Pixel Size (mm)

Specification 200 420 630 0.113

As shown in Figure 4, the pull-out tests were conducted on the field pavements with M-UWM10
wearing course and SMA10 wearing course. The bonding strength between the wearing course layer
and its sublayer can be measured.
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3. Result and Discussions

3.1. Road Performance Evaluation

Road performance evaluation were conducted for all of the five designed asphalt mixtures
including M-UWM10, UWM10, SMA10, SMA13 and AC13. The test results of dynamic stability from
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the wheel tracking test, failure strain from the low-temperature bending beam test, the Marshall
stability ratio from the immersion Marshall test and the tensile strength ratio from a freeze-thaw
splitting test were shown in Figure 5, respectively. The requirements for a different road performance
index from the Chinese specifications [21,22] were shown in Table 3.Appl. Sci. 2017, 7, 800  8 of 17 

 
(a) 

 
(b) 

 
(c) 

Figure 5. Cont. 

1000

3000

5000

7000

9000

11000

13000

M-UWM10 UWM10 SMA10 SMA13 AC13

D
yn

am
ic

 s
ta

bi
li

ty
 /c

yc
le

s/
m

m

1000

1500

2000

2500

3000

3500

M-UWM10 UWM10 SMA10 SMA13 AC13

F
ai

lu
re

 s
tr

ai
n 

/µ
ɛ

82

84

86

88

90

92

94

96

M-UWM10 UWM10 SMA10 SMA13 AC13

M
ar

sh
al

l s
ta

bi
li

ty
 r

at
io

 /%

Figure 5. Cont.



Appl. Sci. 2017, 7, 800 9 of 16
Appl. Sci. 2017, 7, 800  9 of 17 

 
(d) 

Figure 5. Test results  for road performance evaluation:  (a) dynamic stability;  (b)  failure strain;  (c) 

Marshall stability ratio; (d) tensile strength ratio. 

Table 3. Pavement performance verification for the M‐UWM10 mixture 

Performance 

Index 

Dynamic Stability 

(cycles/mm) 

Failure Strain 

(με) 

Marshall 

Stability Ratio 

(%) 

Tensile Strength 

Ratio (%) 

Requirements  ≥3000  ≥2500  ≥85  ≥80 

Test method  T0719‐2011  T0715‐2011  T0709‐2011  T0729‐2000 

First of all, from Figure 5 and Table 3, it can be seen that all of the designed asphalt mixtures can 

well meet the basic specification requirements. Based on Figure 5a, it can be seen that the M‐UWM10 

has much higher dynamic stability than the other asphalt mixtures. It proves that the multi‐chain 

polyolefin modifier can well improve the high‐temperature rutting resistance of the wearing course. 

From Figure 5b, it can be seen that the M‐UWM10 has a similar failure strain to the other asphalt 

mixtures.  It  indicates  that  the  multi‐chain  polyolefin  modifier  shows  few  influences  on  the 

low‐temperature cracking resistance of the wearing course. From Figure 5c and d, it is clearly seen 

that the M‐UWM10 has the highest Marshall stability ratio and tensile strength ratio. It means that 

the multi‐chain polyolefin modifier can well improve the moisture resistance of the wearing course. 

Thus, the M‐UWM10 has a better high‐temperature rutting resistance and moisture resistance than 

other asphalt mixtures, which are beneficial for the wearing course to bear heavy traffic loading. 

3.2. Texture Depth Evaluation 

According to the previous test plan, all of the designed asphalt mixtures including M‐UWM10, 

UWM10, SMA10, SMA13, and AC13 were submitted to the combination of the texture depth test and 

the wheel tracking test. The measured texture depth for different asphalt mixtures before and after 

the wheel tracking test are shown in Figure 6a, and the loss ratios defined as the texture depth after 

the wheel tracking test compared to the texture depth before the wheel tracking test are shown in 

Figure 6b. The rutting depth, for all of the five asphalt mixtures after the wheel tracking test are also 

shown in Figure 6b, and the correlation between the reduced ratio of texture depth and the rutting 

depth after the wheel tracking test is shown in Figure 6c. As shown in Figure 7, field texture depth 

tests were also conducted  for  the  two  test  roads. Table 4 shows  the  field measured values of  the 

original texture depth and the texture depth after one year of traffic loading for the two test roads 

with the M‐UWM10 wearing course and the SMA10 wearing course, respectively. 

70

75

80

85

90

95

M-UWM10 UWM10 SMA10 SMA13 AC13

T
en

si
le

 s
tr

en
gt

h 
ra

ti
o 

/%

Figure 5. Test results for road performance evaluation: (a) dynamic stability; (b) failure strain;
(c) Marshall stability ratio; (d) tensile strength ratio.

Table 3. Pavement performance verification for the M-UWM10 mixture

Performance
Index

Dynamic Stability
(cycles/mm)

Failure Strain
(µε)

Marshall Stability
Ratio (%)

Tensile Strength
Ratio (%)

Requirements ≥3000 ≥2500 ≥85 ≥80
Test method T0719-2011 T0715-2011 T0709-2011 T0729-2000

First of all, from Figure 5 and Table 3, it can be seen that all of the designed asphalt mixtures
can well meet the basic specification requirements. Based on Figure 5a, it can be seen that the
M-UWM10 has much higher dynamic stability than the other asphalt mixtures. It proves that the
multi-chain polyolefin modifier can well improve the high-temperature rutting resistance of the
wearing course. From Figure 5b, it can be seen that the M-UWM10 has a similar failure strain to the
other asphalt mixtures. It indicates that the multi-chain polyolefin modifier shows few influences on
the low-temperature cracking resistance of the wearing course. From Figure 5c,d, it is clearly seen that
the M-UWM10 has the highest Marshall stability ratio and tensile strength ratio. It means that the
multi-chain polyolefin modifier can well improve the moisture resistance of the wearing course. Thus,
the M-UWM10 has a better high-temperature rutting resistance and moisture resistance than other
asphalt mixtures, which are beneficial for the wearing course to bear heavy traffic loading.

3.2. Texture Depth Evaluation

According to the previous test plan, all of the designed asphalt mixtures including M-UWM10,
UWM10, SMA10, SMA13, and AC13 were submitted to the combination of the texture depth test and
the wheel tracking test. The measured texture depth for different asphalt mixtures before and after
the wheel tracking test are shown in Figure 6a, and the loss ratios defined as the texture depth after
the wheel tracking test compared to the texture depth before the wheel tracking test are shown in
Figure 6b. The rutting depth, for all of the five asphalt mixtures after the wheel tracking test are also
shown in Figure 6b, and the correlation between the reduced ratio of texture depth and the rutting
depth after the wheel tracking test is shown in Figure 6c. As shown in Figure 7, field texture depth tests
were also conducted for the two test roads. Table 4 shows the field measured values of the original
texture depth and the texture depth after one year of traffic loading for the two test roads with the
M-UWM10 wearing course and the SMA10 wearing course, respectively.
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Figure 6. Test results from combination of texture depth test and wheel tracking test: (c)

Correlation between the reduced ratio of texture depth and the rutting depth after wheel 

tracking test. 
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Figure 6. Test results from the combination of the texture depth test and the wheel tracking test:
(a) texture depth before and after wheel tracking test; (b) loss ratio of texture depth after wheel
loading; (c) correlation between the reduced ratio of texture depth and the rutting depth after the wheel
tracking test.
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Table 4. Field test results of texture depth test on different test roads.

Type of Wearing Course
Mixtures

Original Texture Depth
(mm)

Texture Depth after
One Year (mm) Reduced Ratio (%)

M-UWM10 0.85 0.78 8.2
SMA10 0.92 0.8 13.0

From Figure 6a, it can be seen that the SMA mixtures have higher texture depth than the other
three asphalt mixtures, which have similar texture depth. It is mainly because the SMA mixtures
use gap gradation while the other three asphalt mixtures use dense gradation. From the data after
the wheel tracking test shown in Figure 6a, it can be seen that, due to its original high texture depth,
SMA13 still have the highest texture depth, the M-UWM10 and SMA10 have similar texture depth, and
the UWM10 and AC13 show a similar texture depth, which are the lowest. From Figure 6b, it can be
further seen that the UWM10 has the biggest reduced ratio of texture depth, SMA10 and AC13 show
a similar reduced ratio, which are lower than that of UMW10, while M-UWM10 and SMA13 have a
similar reduced ratio, which are lower than the other three mixtures. Furthermore, the M-UWM10
shows a lower reduced ratio than SMA13.

From Figure 6c, it could be observed that the reduced ratio of texture depth increases with the
growing of rutting depth. It indicates that the degradation behaviour of texture depth has a good
correlation with the rutting resistance of asphalt mixture, and higher rutting resistance leads to less
degradation of texture depth during the wheel tracking test.

The field test results confirm well with the laboratory test analysis. From Table 4, it can be
seen that, although the SMA10 has a bigger texture depth than the M-UWM10 before traffic loading,
after one year of traffic loading, the SMA10 shows a higher reduced ratio of texture depth than the
M-UWM10, and the texture depth of the two mixtures becomes similar to each other.

Thus, the M- UWM10 has similar skidding resistance with other dense graded asphalt mixtures
such as AC13 but better wearing resistance than other asphalt mixtures including both the dense
graded asphalt mixture and the gap graded asphalt mixture.

3.3. Interlay Bonding Evaluation

Samples consisted of the wearing course mixture and the top surface layer mixture was cored
from the two test roads and submitted to CT scanning tests. Examples of the cored samples and the 3D
rebuilt images for the two wearing course mixtures including M-UWM10 and SMA10 based on the CT
scanning were shown in Figure 8. The CT scanning results for the M-UWM10 sample and the SMA10
sample are shown in Figures 9 and 10, respectively.
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Based on the CT scanning images of the cored samples, grey processing of the images was
conducted and Origin software (version, Manufacturer, City, US State abbrev. if applicable, Country)
was used to calculate the air void ratios. The grey level versus probability density distribution curve
was depicted in Figure 11. Since the grey level value for air voids was usually less than 30, the air
void ratio was calculated by integrating from 0 to 30. The distribution of the air void ratios along
the scanning height of the cored samples for the two different wearing course mixtures are shown in
Figure 12. The average air void ratio within the wearing course mixture and the average air void ration
on the interface between the wearing course mixture and the sub-layer mixture were also calculated.
The calculate results for the two different cored samples were shown in Figure 13.
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Figure 11. Grey level- probability density distribution curves: (a) M-UWM10; (b) SMA10.
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Figure 12. Distribution of air void ratios along the scanning height of the cored samples.
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Figure 13. Average air void ratios and interface air void ratios for different cored asphalt mixtures.

From Figures 12 and 13, it can be seen that, no matter for the air void at the same height or for the
average air void, the air void ratios of the M-UWM10 are lower than that of the SMA10. It could be
attributed to better construction workability of M-UWM10 than SMA10. Meanwhile, it can be seen
from Figure 13 that the interface air void ratio of M-UWM10 pavement is lower than that of the SMA10
pavement. Both the smaller average air void ratio and interface air void ratio are helpful to improve
the bonding effect between the wearing course and the sub-layer. It is well confirmed by the test results
from the field pull out test. Figure 14 shows the pull-out samples from field pavements for M-UWM10
and SMA10. The pull-out force and pull-out stress for the two wearing course mixtures are shown in
Figure 15. It can be seen, that the bonding strength between M-UWM10 and its sublayer is much better
than that between SMA10 and its sublayer. Thus, the wearing course consisted of M-UWM10 shows
better structural integrity with the underneath pavement surface than the wearing course consisted
of SMA10.
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4. Conclusions

Based on the laboratory and field tests, the following conclusions can be drawn:

1. A dense-graded ultra-thin wearing course mixture with multi-chain polyolefin modifier and SBS
modified asphalt was prepared in this paper. It is proved that the designed asphalt mixture has
satisfied high-temperature rutting resistance, low-temperature cracking resistance and moisture
resistance to bear the traffic loading and environment effects.

2. The test results from combined tests of the wheel tracking test and the texture depth test proved
that the designed wearing course mixture shows satisfied skidding resistance and wearing
resistance. Field texture depth test results confirmed that the designed wearing course mixture is
promising to keep long-term skidding resistance during traffic loading.

3. Laboratory and field tests based on the test road indicated that the wearing course paved with
the designed ultra-thin wearing course mixture can provide satisfied water-proof and interlayer
bonding effects, which are helpful to improve the pavement durability.

4. Future work will focus on the fatigue resistance of the ultra-thin wearing course mixture.
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