The 2012 legislation known as “Moving Ahead for Progress in the 21st Century Act” (MAP-21) establishes a performance based Federal Highway program that focuses on national transportation goals, and increases accountability and transparency in how Federal Highway funds are used. MAP-21 supports the use of performance measures to drive investment decision making. It also includes a requirement for States to develop a risk based asset management plan for the National Highway System to improve or preserve the condition of asset condition and system performance. 
The Kentucky Pavement Management System (PMS) is a programming tool that collects and monitors information on current pavement conditions, evaluates and prioritizes alternative reconstruction, rehabilitation, and maintenance strategies to achieve a steady state of system preservation.  There are three principal components of this system: data collection and management, analysis, and feedback/updates.  
The Kentucky Transportation Cabinet (KYTC) believes in the importance of managing pavement using asset management principles. As such, KYTC has elected to develop a Pavement Management Plan (PMP) to fulfill and exceed minimum pavement requirements outlined by MAP-21. The PMP will evaluate existing pavement strategies and outline a process to consider the full life-cycle cost of funding decisions and manage pavement accordingly.  
There are several objectives for the PMP development:

1. Evaluate existing pavement management strategies and processes
2. Define a performance based approach for allocating funds and managing pavements
3. Incorporate asset management into long range planning
4. Enhance resource allocation through risk management

The PMP is intended to be a communication tool and a means to support improved decision making. The goal is not just to gather data but to bring data together in a way that supports the pavement management decision making process. The PMP will be presented as a traditional paper report and an interactive web document. The report will combine narrative with summary data to demonstrate a clear process. The web document will create greater transparency by allowing users to explore more levels of data.
Development of PMP will contain the following elements:
1. Pavement management objectives and measures
2. A summary listing of pavement assets, including a description of condition of those assets
3. Lifecycle cost considerations
4. Financial plan
5. Pavement performance analysis
6. Risk analysis
7. Investment strategies
8. Pavement management strategic objectives



	Section
	This Section will…

	1. Pavement Management Objectives and Measures
	· Define the objectives of the pavement management program
· Define levels of service and measures
· Define short term and long term condition targets

	2. Pavement Inventory and Condition
	· Summarize the inventory and condition of pavements
· Summarize what is and what is not included in the inventory
· Describe the level of confidence in the information provided

	3. Life Cycle Cost Considerations
	· Define lifecycle costs and explain importance
· Provide typical deterioration model
· Describe strategies for managing pavement over the entire life
· Document typical life cycle costs and typical timing of treatments

	4. Financial Plan
	· Summarize historic funding levels for pavement 
· Define the amount of funds expected to be available for pavement management and describe where the funds will come from
· Define how these funds will be allocated in the short term
· Define how these funds will be allocated in the long term

	5. Pavement Performance Analysis
	· Define short term and long term pavement management planning horizons
· Present an analysis of future funding versus condition scenarios
· Illustrate the performance gap between existing condition levels and future condition levels
· Determine current value of pavements and describe the implications of various funding levels in terms of valuation and financial sustainability

	6. Risk Analysis
	· Set the context for risk management
· Define key programmatic risks
· Define system risks that could adversely affect the roadway networks
· Identify areas where risk tolerance can be increased in exchange for better system performance 
· Provide a map showing the roadway assets most at risk
· Include a risk register that provides the following for each programmatic risk – likelihood of occurrence, consequences of occurrence, and mitigation activities

	7. Investment Strategies
	· Describe key work strategies resulting from the above analyses

	8. Pavement Management Strategic Objectives
	· Identify priorities for pavement management improvement























Section 1: Pavement Management Objectives and Measures
The Operations and Pavement Management (OPM) branch recognizes the need for a comprehensive approach to pavement management that incorporates economic principles with engineering analysis to identify preservation, repair, rehabilitation and replacement actions that will sustain a state of good repair over the lifecycle of the pavements. 
The OPM objectives are: 
1. Pavement Status: Pavement conditions, needs and performance are plainly told.
2. Established Costs: Costs for maintenance and preservation of current pavements are clearly identified.
3. Data Driven: Management systems and tools that utilize quality data are used to support decisions.
4. Transparent: There are clear criteria for making decisions.
5. Pavement Preservation: Employing a wide set of practices and dedicated resources to maintain pavements over time.
6. System Performance: The entire system is considered in the project selection process.
The Operations and Pavement Management branch collects detailed information related to pavement roughness, cracking, rutting, and other distresses.  On a project level, this data is used to determine appropriate treatments which would extend pavement life or address significant deficiencies in performance.  At a higher level, this data can be summarized to quantify the overall health of the pavement network in various ways. The OPM measures for pavement health are:
1. Pavement Roughness
Pavement roughness is a measure of irregularities in the pavement surface that adversely affect ride quality. The most commonly used measure of pavement roughness is the International Roughness Index (IRI) which is reported using units of inches per mile (in/mi).  Higher IRI values are indicative of rougher pavements.  IRI values less than 95 are generally considered to represent pavements with good ride quality while values greater than 170 represent very poor ride quality.  
2. Overall Condition 
The overall condition measure combines IRI with traffic volumes and recommended treatment year to classify pavements as good, fair or poor.  Each year, the OPM performs pavement condition evaluations on one third of the state system (excluding Rural Secondary) and the entire Interstate and Parkway system. Engineers score pavement distresses and recommend a treatment year during the driving survey.  In order to classify condition, critical ride values were established for various traffic volumes. Good pavements consist of those pavements meeting the good condition IRI values. Fair pavements are those that fall within the fair condition values and do not require resurfacing within one year. Poor pavements are those that have IRI values exceeding the poor condition values or will require resurfacing within one year. 

3. Remaining Service Interval
Remaining service is defined as the period over which a pavement section adequately performs its desired function. Remaining service interval is the time remaining until a defined construction treatment is required. The current condition of pavements is determined by OPM engineers during driving surveys.  The construction treatment triggers are based on historical practice, pavement serviceability and measurement of pavement roughness.
Performance targets based upon measures help monitor progress toward KYTC goals. These targets help guide decisions through the analysis of options, setting of priorities, and program budgeting and implementation. The performance targets serve as indicators of work performed, results achieved and network health. The OPM performance targets are:
1. Percent of Pavement in Fair or Better Health
2. Average Years of Remaining Service Life
3. Asset Sustainability Ratio 
Measures how well pavement replenishment is keeping up with pavement wear
4. Deferred Preservation Liability
Estimate of the funding necessary to address the backlog of deferred pavement rehabilitation



Section 2: Pavement Inventory and Condition
The KYTC Division of Maintenance is responsible for maintenance of pavements on the state’s 67,500 lane miles of roadway.  Within the Division of Maintenance, the Operations and Pavement Management Branch manages programs to collect pavement condition data, assess pavement health, and prioritize preservation, resurfacing, and rehabilitation projects. 
Project prioritization is categorized according to roadway functional classification.  Separate project lists are generated for the Interstate system and the Parkway system.  Collectively, State Primary, State Secondary, and Supplemental routes are programmed in a single project list with priority given to routes having higher traffic levels.  
The Operations and Pavement Management branch also collects and reports condition data for Rural Secondary routes.  However, project prioritization and programming is administered through the Department for Rural and Municipal Aid. 
Overlaying these systems is the National Highway System (NHS).  Developed by the US Department of Transportation in cooperation with the states and local agencies, the NHS consists of roadways important to the nation’s economy, defense, and mobility.  In Kentucky, the NHS includes the entire Interstate and Parkway systems as well as select routes on the State Primary and State Secondary systems.   While projects are not prioritized specifically for the NHS, condition information is included here in adherence to MAP-21 requirements.
Table 1 is a summary of pavement inventory and condition data for state maintained roads in Kentucky.  This does not include information related to county roads, city streets, park roads or private drives. The data confidence is optimal. KYTC has a complete pavement inventory; conditions are inspected and tested by trained personnel on a regular schedule with a well documented process.
Table 1
	System
	Centerline Miles
	% Good
	% Fair
	% Poor
	% < 90 IRI
	% > 170 IRI
	Average Remaining Service Life

	Interstates
	801
	54%
	27%
	19%
	94.1
	0
	8.8

	Parkways
	619
	48%
	26%
	26%
	94.1
	0
	7.2

	State Primary, Secondary, and Supplemental
	13,376
	60%
	12%
	28%
	
	
	

	Rural Secondary
	12,763
	53%
	38%
	9%
	
	
	

	All Routes
	27,559
	57%
	25%
	19%
	
	
	

	
	
	
	
	
	
	
	

	NHS
	
	
	
	
	
	
	

	Non-NHS
	
	
	
	
	
	
	


Section 3: Life Cycle Cost Considerations
Pavements are required to provide service for many years. All pavements deteriorate over time but a pavement management program can extend the availability of the pavement to the public. Pavement management treatments can be broadly grouped into the three major categories below:
1. Preservation treatments prolong the life of pavements by reducing their rate of deterioration but do not add structural capacity.
2. Rehabilitation/Reconstruction treatments consist of those which address underlying structural deficiencies in pavements that are significantly deteriorated.
3. Reactive Maintenance treatments are meant to restore serviceability in instances of sudden or catastrophic defects, but do not prolong pavement life or add structural capacity.

An effective pavement management program must ensure a balance between these three major categories of treatments.  Sufficient funding is not available to focus solely on the rehabilitation or reconstruction of pavements in poor condition; nor is it acceptable to simply perform reactive maintenance while never addressing structural issues. KYTC must therefore utilize a variety of treatments to optimize system performance in a cost effective manner. Table 2 lists the typical pavement treatments used by KYTC.
Table 2
	Preservation Treatments
	Typical Costs
	Typical Timing
	Anticipated Life Extension

	Routine Maintenance
	
	
	

	Routed Asphalt Crack Sealing
	
	
	

	Overband Asphalt Crack Filling
	
	
	

	Microsurfacing
	
	
	

	Ultrathin Overlay
	
	
	

	Thin Overlay (≤1 ½ inch)
	
	
	

	Mill and Overlay (≤1 ½ inch)
	
	
	

	Intermediate Overlay
	
	
	

	Concrete Pavement Repair
	
	
	

	Diamond Grinding
	
	
	

	Concrete Joint Resealing
	
	
	

	Concrete Crack Sealing
	
	
	

	Rehabilitation/Reconstruction Treatments
	
	
	

	Structural Overlay
	
	
	

	Major Rehabilitation
	
	
	



[image: Figure 6 is a standard illustration of the pavement deterioration curve. This curve represents the rapidly accelerating decline in pavement conditions that occur once a pavement reaches a certain point of distress. The curve is not gradual and linear but very rapidly falls unless the pavement is treated. The illustration also shows additional curves that illustrate how the condition of pavement is inexpensively restored if the pavement is treated early before it significantly deteriorates. The figure illustrates that over the long-term, pavements can be kept in good condition for less cost if they are regularly treated at the appropriate times with preventive maintenance.]
Figure 1: Typical Pavement Deterioration
Figure 1 from Federal Highway Administration illustrates the typical pavement deterioration.  Timely preventive and reactive treatments create value by restoring pavements to high condition and preventing the onset of rapid deterioration. Missing the optimal treatment timing window can lead to rapid degradation and costly repairs. 
Life cycle cost analysis (LCCA) requires consideration of initial investment as well as all relevant costs that occur throughout the lifetime of a pavement. It can be used to compare treatment alternatives that do not yield identical benefits or compare projects that accomplish different objectives. Life cycle cost analysis creates sound transportation investments by providing a tool that balances the needs of the system with the effects and costs of treatments. 
LCCA requires the series of maintenance and rehabilitation activities forecasted for each improvement strategy be as accurate as possible because the associated expenses can account for a sizeable portion of the projects total life cycle cost. The rate of pavement deterioration dictates the timing of future activities and should be based on pavement performance records. 
Historically, OPM has relied on the judgment of experienced engineers to determine the timing of treatments. In 2013, OPM began the first formal effort to model pavement deterioration for Kentucky roadways. The University of Louisville is currently developing a statistical method based on pavement condition evaluations and the construction history of Kentucky roadways.  A recommendation will ultimately be made to the state to adopt an appropriate pavement deterioration model to assist in formalizing a LCCA process. 


Section 4: Financial Plan
KYTC maintains separate sources of funding for pavements. Table 3 illustrates the state funding sources available for various pavement management treatment types.    Table 4 illustrates historical funding levels for these sources.
Tables 3 and 4
	Funding Source
	Description
	Treatment Categories

	FE01
	Roadway Maintenance
	Reactive Maintenance and Preservation

	FD05
	Statewide Resurfacing 
	Preservation (limited to MP pavements)

	FD04
	State Fund Projects (SP) 
	Rehabilitation/Reconstruction/
Preventive Maintenance 

	FD39
	Contingency Projects
	Any (per approval by Secretary of Transportation)

	FD52
	Federal Funding State Match
	Any (limited to Federal Aid System)

	CB06
	Rural Secondary Construction
	Any (limited to Rural Secondary roads)


	Funding Source 
	FY 2010
	FY 2011
	FY 2012
	FY 2013
	FY 2014

	FE01
	$256
	$253
	$253
	$253
	$253

	FD05
	$100
	$113
	$87
	$124
	$145

	FD04
	$1.7
	$22.9
	$67.9
	$255.5
	

	CB06
	$67.1
	$80.9
	$92.1
	$90.3
	$97.9



Reactive and routine maintenance activities are covered through FE01. Routine maintenance consists of day-to-day activities that are scheduled by maintenance personnel to maintain and preserve the condition of the highway system at a satisfactory level of service. Reactive maintenance is performed in response to the development of a deficiency or emergency that negatively impacts the safe, efficient operations of the facility and future integrity of the pavement section.
Funding for FD05 projects is allocated to the highway districts on the basis of lane-miles of roads, cost of bituminous surface course materials, conditions of pavements, and estimated project costs within each district.  The method for allocating funds has been in use since 1982 and was established in part to assure a competitive paving industry in all highway districts while also assuring that excessive allocations do not overburden the project administration capabilities of the district. 
State fund FD04 projects consist mainly of major rehabilitation to add structural enhancements or pavement reconstruction which replace the existing pavement structure. These projects are largely determined through the Six Year Plan. 
Currently FD04 also allows funding for preventive maintenance that is renewed on a year to year basis. The KYTC Division of Maintenance sets aside a portion of FE01 funding each year for this purpose. Projects are evaluated through the normal process of visual assessment and in conjunction with input from district personnel. Additionally, districts are encouraged to identify preventive maintenance projects using Rural Secondary funding or district FE01 funding. 
Section 5: Pavement Performance Analysis
Pavement preservation planning is a fixed short term horizon. Resurfacing projects are evaluated and prioritized on an annual basis. The OPM Branch plan will combine evaluation data with the results of the ongoing pavement deterioration study to extend this planning horizon to three years. Preventive maintenance projects are currently selected on an as needed basis. As funding for preventive maintenance becomes increasingly stable OPM will move to formalize the selection process and define planning horizons. 
Major highway improvement project phases are scheduled for the next six years. The Recommended Highway Plan contains priority operational, maintenance, safety, pavement restoration, and bridge repair projects. The Division of Maintenance works with the Division of Highway Design to prepare lists of recommended pavement rehabilitation for Interstate, Parkway and State Primary roads to be included in the six-year plan.
The OPM Branch is charged with the condition assessment of the Interstate, Parkway and all MP system pavements. As current condition data OPM will work to demonstrate funding vs condition scenarios, the performance gap between current and future condition levels, and the financial sustainability of pavements. Some examples are included below.




	FY 2012 Pavement Preservation Needs (Millions)

	Interstates
	$312

	Parkways
	$131

	State Primary Rehab
	$81

	SP & SS Resurfacing
	$305

	RS Resurfacing
	$77

	Preventive Maintenance
	$12 





Section 6: Risk Analysis
The intent of risk management is to make informed decisions to address existing or potential risks to the Operations and Pavement Management Branch objectives while understanding the likely outcomes and results of the actions. The OPM programs are a primary method of delivering pavement projects in Kentucky. By anticipating these risks, OPM can make informed decisions and plan to mitigate the impacts at the program level thus minimizing the impact that could cascade to the system level. Programmatic risks to pavement include:
1. Inaccurate or Incomplete Pavement Condition Data
2. Inaccurate Pavement Condition Forecasts
3. Access to Uniform and Current Data
4. Unpredicted Price Increases
5. Lack of Management Support

A major objective for OPM is the optimization of system performance. Risks that could adversely impact our roadway network are considered system risks. Management of these risks can reduce impact to the individual projects that make up our system performance.
 
1. Inadequate Budgets
2. Poor Construction and Testing Procedures
3. Inadequately Trained Personnel
4. Improper Treatment Selection
5. Disaster Events

It is important to actively manage risks. The OPM risk register communicates information to decision makers in KYTC about risk probability and its consequence. This calculation is based on expert judgment.  The intent of the risk register is to understand risks to OPM and their magnitude. 

	RISK CATEGORY
	RISK EVENT
	LIKELIHOOD
	CONSEQUENCE
	RATING
	RISK MITIGATION

	PROJECT
	Inaccurate or Incomplete Pavement Condition Data
	 
	 
	0
	Move away from observational data to objective data

	PROJECT
	Inaccurate Pavement Condition Forecasts
	 
	 
	0
	Invest in academic study

	PROJECT
	Access to Uniform and Current Data
	 
	 
	0
	Improve continuous data flow and make data more accessible

	PROJECT
	Unpredicted Price Increases
	 
	 
	0
	Continuously monitor pricing and explore alternate treatments

	PROJECT
	Lack of Management Support
	 
	 
	0
	Demonstrate benefits and costs of program 

	SYSTEM
	Inadequate Budgets
	 
	 
	0
	Effectively report needs to management

	SYSTEM
	Poor Construction and Testing Procedures
	 
	 
	0
	Maintain better understanding of needs with Division of Construction

	SYSTEM
	Inadequately Trained Personnel
	 
	 
	0
	Calibrate and train Operations and Pavement Management personnel

	SYSTEM
	Improper Treatment Selections
	 
	 
	0
	Monitor performance of treatments

	SYSTEM
	Disaster Events
	 
	 
	0
	Develop emergency repair contingency plans

	
	
	
	
	
	

	
	LIKELIHOOD
	
	
	
	CONSEQUENCE

	
	Almost Certain
	0.9
	
	0.9
	Extreme

	
	Highly Likely
	0.7
	
	0.7
	Very High

	
	Likely 
	0.3
	
	0.3
	Medium

	
	Unlikely 
	0.1
	
	0.1
	Low

	
	Rare
	0.01
	
	0.01
	Negligible



Section 7: Investment Strategies
One of the major challenges to an effective pavement preservation program is overcoming the desire to address pavement needs in a “worst-first” manner.  While this strategy would seem to prioritize funding on those pavements most in need of attention, it would also result in more rapid deterioration of pavements currently in good to fair condition.  In the end, the number of miles in poor condition would increase more rapidly than could be addressed with available funding, as has been the trend since 2009.  This is due to the fact that it is much more expensive to repair pavements in poor condition than to prevent them from becoming poor in the first place. 
Achieving better pavement performance requires a long-term commitment to a two-pronged pavement management approach.  
First, the KYTC must maintain pavements in good condition so that they last longer before rehabilitation is needed. (
Figure  YYY
) Kentucky must embrace a strategy of preventive maintenance for roadway pavement which ensures the longest possible period of sustained performance.  Second, the KYTC must reconstruct or rehabilitate pavement sections that have already deteriorated to a poor condition.  Because these projects are much more expensive to complete, this effort should be coordinated with our long-term planning processes to incorporate other strategic goals such as increased capacity, improved traffic flow and enhanced safety, addressing as many of these goals as possible.  In some instances, however, it will be necessary to carry out rehabilitation or reconstruction solely for the purpose of improving the pavement condition.
An effective pavement management program must ensure a balance between preservation, rehabilitation, and reactive maintenance. Sufficient funding is not available to focus solely on the reconstruction of pavements in poor condition; nor is it acceptable to simply perform reactive maintenance. The KYTC must utilize a variety of treatments to optimize system performance in a cost effective manner and extend the availability of the roads to the public.
Another necessary component of a balanced pavement management program is risk. The resilience and recovery of pavements is an important consideration for project selection. OPM will incorporate the risk register into the prioritization process. Economic risks, community access, and maintenance efforts will be considered with pavement health for project selection. 

Section 8: Pavement Management Strategic Objectives
Execution of the Pavement Management Plan requires a thorough examination of the current capabilities of the Operations and Pavement Management Branch. In order to fully realize the goals and objectives, OPM must identify its own insufficiencies and gaps. There are three areas of focus for OPM strategic objectives: data, project selection, and communication.
Data
1. Link Operations Management System to Pavement Management System: The Operations Management System (OMS) tracks all statewide maintenance work. Formalizing the link between the OMS and the Pavement Management System (PMS) will create an important source of pavement performance data.
2. Incorporate Laser Crack Measurement System: In 2012, OPM acquired a Laser Crack Measurement System (LCMS) for the three asset collection vehicles. The LCMS allows the automatic detection of cracks, rutting and other road surface features. The LCMS data needs to be analyzed and incorporated into the Pavement Management System to remove the subjectivity typical of human ratings.
3. Deterioration Modeling: In 2013, OPM began a pavement deterioration study with the University of Louisville and the University of Kentucky. Predicted pavement performance will allow KYTC to maximize roadway performance within a specific budget. The acceleration of this study will require a more reliable funding strategy.
4. Composite Index Weighting: Currently, a composite index that combines a distress scores with a weighting multiplier is applied to all pavement evaluations. These weights are based on expert judgment. The pavement deterioration study should be expanded to include creating a composite index with weights based upon historical data analysis to remove the subjectivity. 
5. Remaining Service Life: The concept of remaining service life is currently used by OPM for Interstate and Parkway evaluations. The definition and application of remaining service life remains unclear. This concept needs to be clearly defined and applied across all systems.
6. Pavement Construction Data: The construction data for pavements in Kentucky are entered as pavement projects are let. However, there are many inconsistencies in the system. A defined process of entering project data including establishing a connection with the Division of Construction to obtain as-built data should be created. 
7. Cost Data: Project cost data is currently pulled on an as needed basis. OPM needs to establish a data flow to maintain updated typical costs for commonly used treatments. Additionally, funding streams need to be collected more consistently to show historical trends.
8. Performance Monitoring: A variety of treatments are applied to pavements to extend life. A database of treatment applications and performance should be created. Additionally, traditional pavement projects can have unexpected distress levels. These performance issues should be flagged and monitored.
9. Maintenance Costs: All maintenance costs and activities are tracked in the OMS. OPM needs to report costs to maintain pavements in an effort to identify pavements that require abnormally high amounts of patching to maintain. This data can be combined with pavement condition to identify pavements that are poor performing. 
10. Data Quality Plan: The OPM maintains and runs a fleet of Asset Collection Equipment. The data acceptance process of data coming from the fleet needs to be formalized to ensure decisions are based on quality data.


Project Selection
1. Project Lists: Preventive maintenance and rehabilitation project lists are created on an as needed basis. These lists should be continuous to provide a resource that can be referenced at any time.
2. Planning Horizon: The majority of projects from OPM are on a short term planning horizon. This horizon should be extended to at least three years with the help of the pavement deterioration study.
3. Project Benefits: The costs of pavement projects are well known. The benefits realized by a package of paving projects or individual rehabilitation projects needs to be more accurately demonstrated. 
4. Trade off Analysis: Competing pavement projects do not always yield identical benefits or achieve similar goals. Traditionally, these projects are discussed and chosen by a group of experts. Formal trade off analysis should be incorporated into this process.

Communication
1. Pavement Mapping: Visualization is an effective form of communication. OPM should partner with the Geographic Information Branch to provide mapping of current pavement conditions and projects that are on the planning horizon.
2. Web Page: The OPM web site should be a better representation of the work. The decision making criteria should be transparent with access to detailed data as it becomes available.
3. Reporting Narratives: The OPM branch produces a large amount of data. This data should be used to tell a clear narrative of what the accomplishments and needs of the pavement network are. 
4. Communication: Many divisions within KYTC deal with matters related to pavement. The OPM branch needs to establish a two way dialogue with the Divisions of Construction and Materials in order to improve the quality of pavement projects in the state by creating a thorough performance dialogue. The OPM should also consider communication of project selection and condition with the districts and the general public.





Current Funding Levels
Interstate and Parkway pavement performance will not improve under current funding levels.
Poor	2013	2014	2015	2016	2017	2018	2019	0.2	0.16440998367518775	0.17560042709769941	0.17911701749483874	0.17959889629910039	0.18162799640061639	0.21010365914885876	Fair	2013	2014	2015	2016	2017	2018	2019	0.26	0.25227357142857143	0.24347178571428571	0.27189607142857142	0.26923678571428589	0.22806535714285736	0.18487285714285714	Good	2013	2014	2015	2016	2017	2018	2019	0.54	0.58331644489624046	0.5809277871880153	0.54898691107658981	0.55116431798661369	0.59030664645652664	0.6050234837082844	$160 Million Annual INPK Investment
Kentucky could meet the goal of 92% pavements above poor by 2017 under this investment.
Poor	2013	2014	2015	2016	2017	2018	2019	0.2	0.13938593061453583	0.12685865695181683	0.10597082466348334	8.5391512422665961E-2	6.5476811717381733E-2	7.5106148937255174E-2	Fair	2013	2014	2015	2016	2017	2018	2019	0.26	0.25227357142857143	0.24347178571428571	0.27189607142857142	0.26923678571428589	0.22806535714285728	0.18487285714285714	Good	2013	2014	2015	2016	2017	2018	2019	0.54	0.60834049795689304	0.62966955733389807	0.62213310390794496	0.6453717018630486	0.70645783113976113	0.7400209939198884	Kentucky's Resurfacing Program
The needs of the resurfacing program continually outpace the actual spending.


Actual Spending	 FY2010	FY2011	FY2012	FY2013	FY2014	FY2015	99.877985999999979	112.567758	87.399518999999998	123.58152500000004	144.86505199999999	Needs Cost	 FY2010	FY2011	FY2012	FY2013	FY2014	FY2015	266.60315623199983	327.04939720599981	373.44815399999976	460.16586000000018	512.129592	573.4364811375001	Millions
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