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1. Introduction 

Indonesia is ranked first based on the quantity of plantation expansion and the rate of oil palm planting, and Riau 

Province is ranked first with a contribution of 29% to the total national palm oil production [1]. The results of research 

conducted by Rafli and Buchori [2] describe a significant increase in the area of oil palm plantations, namely 2.15 

million hectares (24.12%) of the total area of Riau Province. According to Manurung et al. [3], Riau as the province 

with the largest oil palm plantations in Indonesia, has an important record where 1,896,662 hectares (ha) or 45.48% of 

the total area covered by oil palm is indicated to be in forest areas and almost evenly distributed in all urban districts in 

Riau Provinces, including: Rokan Hilir (392,916 ha), Bengkalis (248,463 ha), Rokan Hulu (241,355 ha), Indragiri Hulu 

(228,323 ha), Pelalawan (206,857 ha), Kampar (168,144 ha), Indragiri Hilir (139,532 ha), Siak (76,618 ha), and Dumay 

(73,325 ha) [4]. Oil palm plantations located within the forest area are dominated by smallholder oil palm plantations 
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which cover 1,832,230 ha, while large (corporate) plantations cover only 64,432 ha. 

The production of palm fruit bunches in Riau Province is transported using freight trucks due to the unavailability 

of a rail network (see Fig. 1). According to a survey conducted by the Public Works Department of Riau Province, 45% 

of road damage in Riau Province was caused by the overload of vehicles, especially trucks transporting palm oil. The 

axle load of vehicles that are permitted to pass through the road is 8 tons, but in reality, the axle load of vehicles 

passing through the roads in Riau Province generally exceeds 75-100% of the permitted axle load weight [5], [6]. 

 

 

Fig. 1 - Palm oil freight truck in Riau, Indonesia [7] 

 

According to Nagy et al. [8], pavement distress is an essential parameter of pavement design. Most pavement 

distresses are caused by deficiencies in materials, construction, and maintenance. Rutting, also known as permanent 

deformation (see Fig. 2 and Fig. 3), is considered a primary distress mode in asphalt flexible pavements and has always 

been a concern in the asphalt pavement industry [9]. Rutting is also one of the typical failure modes of semi-rigid base 

asphalt pavement in the high-temperature area [10]. The presence of rutting on flexible pavement structure has always 

been a concern that destructively influences the performance of the pavement by shortening its lifespan and creating a 

safety hazard for vehicles [11]. Permanent deformation can also lead to severe traffic accidents under some adverse 

driving circumstances such as rain and curve section [12]. 

 

 

Fig. 2 - Cross-section of rutting or permanent deformation [13] 

 

 

Fig. 3 - Rutting or permanent deformation in flexible pavement [13] 
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In rigid pavement, temperature gradients across the concrete slab depth will occur due to the temperature 

difference between the top and bottom of the PCC layer, which leads to a tendency to curl and differential expansions 

[14]- [17]. Joshi et al. [18] have demonstrated that, for a given joint spacing and stiff slab thickness, a larger modulus of 

subgrade response can result in a greater temperature-induced curling stress. In stiff pavement, a higher curling stress 

might lead to a higher loading and curling stress. Traditional thought, on the other hand, implies that flexible pavements 

would collapse structurally in one of two ways: deformation due to subgrade failure or fatigue cracking from the 

bottom up [19]. A longitudinal surface depression in the wheel path is referred to as rutting or permanent deformation. 

There might be a transverse displacement related to it. 

Etheridge et al. [20] employed three distinct types of binders: PG 64-22, PG 67-22, and PG 76-22. While PG 76-22 

binders were polymer-modified, PG 64-22 and PG 67-22 were unaltered binders. The PG 76-22 mixtures are thought to 

have stronger rutting resistances due to their higher modulus, making them more appropriate for usage on higher class 

roadways. Gopalam et al. [21] discovered that using 2% nano-silica with 6% cement for the subgrade stabilization may 

minimize rutting in asphalt layer by up to 18-22%, respectively. 

The research has also demonstrated that the stiffness of non-asphalt layers and the layer thickness of asphalt 

pavements affect how they respond to fatigue [22]- [25]. As a result, a thorough performance evaluation of fatigue 

behaviors takes into account the structural reaction of the entire pavement system. To identify system features, linear 

elastic structural response models have been created, such as the WinJULEA platform utilized in the Mechanistic-

Empirical Pavement Design Guide (MEPDG) [25]. According to Eslaminia et al. [26], current research is going toward 

linear viscoelastic analysis of multilayer systems since it is thought to be more reflective of pavement response to stress 

and strain. With a mechanistic approach in the ABAQUS program, Park et al. [27] examined predictions for various 

materials of AC mixtures. This method has shown promise in matching field performance to simulated performance. 

Due to the involvement of both material technology and a permanent deformation mechanism, the problem of 

rutting of the AC layer in flexible pavement is a broad one. The amount of fatigue and bending experienced by the 

pavement's upper layers varies according to thickness [28]- [30]. Fatigue degradation is more likely to affect the asphalt 

foundation than permanent deformations. While the initiation of fatigue fractures in this layer is likely when there is 

insufficient interlayer bonding of asphalt layers with propagation of the crack occurring in the base, the binder course is 

already exposed to irreversible deformation and can also be susceptible to low-temperature damage [28], [31]- [34]. In 

the event of loss of adhesion or the beginning of propagation from the lower layers, the surface course is vulnerable to 

damage from the bottom. Due to its elevated location, it is also visibly susceptible to "top to bottom" cracks.  

Prior research used the Hamburg wheel tracking test and dynamic stability test to examine rutting features of 

flexible pavement [35]- [39]. However, because the asphalt concrete (AC) mixtures were placed in a rigid steel or hard 

plastic mold, the middle layer, bottom layer, and base course had no bearing on the rutting performance, which reduced 

it to a characteristic of the asphalt concrete material rather than the pavement structure. In addition, it is difficult to find 

research that discuss the contribution of AC surface and AC base course on the total permanent deformation of the AC 

layer as the response to the various combination of truck’s speed, hauling loads, and loading cycles. Performing the 

field testing in order to measure the permanent deformation development within the AC layer is complex and time 

consuming. 

To overcome these problems, this research investigates the permanent deformation characteristics of four (4) 

different configurations of flexible pavement, as well as analyzes the contribution of AC surface and AC base course to 

the total permanent deformation of AC layer as the response to various truck’s speed, hauling loads, and loading cycles. 

Finite element numerical modeling was constructed to evaluate the greatest magnitude of permanent deformation 

within several critical locations below the tire tread of single unit two-axles truck and to determine the optimum 

configuration of flexible pavement with certain thickness of AC surface and AC base courses by considering linear 

viscoelastic behavior of two (2) variant of AC materials. 

 

2. Methods 

2.1 Flexible Pavement Structural Configuration 

Four (4) configurations of flexible pavement with the width of 3000 mm were developed and considered in this 

study (see Fig. 4). As shown in Fig. 4(a), first configuration consists of AC Type 1 as AC surface course (100 mm), AC 

Type 2 as AC base course (200 mm), followed by sub-base (450 mm) and subgrade layer (900 mm). Second 

configuration, illustrated in Fig. 4(b), includes the AC Type 2 as surface layer (100 mm), AC Type 1 as base layer (200 

mm), followed by sub-base (450 mm) and subgrade layer (900 mm). Third configuration comprise of AC Type 1 (300 

mm), sub-base (450 mm), and subgrade layer (900 mm), presented in Fig. 4(c). Finally, Fig. 4(d) depicted fourth 

configuration, constructed with AC Type 2 (300 mm), sub-base (450 mm), and subgrade layer (900 mm). 
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Fig. 4 - Four different flexible pavement structural configuration; (a) configuration 1; (b) configuration 2; (c) 

configuration 3; (d) configuration 4 

 

2.2 Loading System from Freight Truck 

The wheel configuration based on a single unit two-axles truck load was applied to the interior of the flexible 

pavement, as shown in Fig. 5. The variations of loading systems from freight trucks were based on three different 

running speeds (40, 60, and 80 kph), three different hauling loads (10, 25, and 36 tons/truck), and two different loading 

cycles (5000 and 10,000 times). Therefore, in total there were 9 model variations (see Table 1). 

 

3400 mm 1530 mm  

Fig. 5 - Single unit two-axles truck load 
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Table 1 - Loading systems based on combination of freight truck’s speed, axle load, and loading cycles 

Case 
Speed 

(km/h) 

Axle Load 

(Tons) 

Loading 

Cycles 

Truck’s Capacity 

(Tons/Truck) 

Number 

of Truck 

Hauling Capacity 

(Tons) 

1 40 

5,000 5000 10,000 5000 50,000 2 60 

3 80 

4 40 

12,500 10,000 25,000 10,000 250,000 5 60 

6 80 

7 40 

18,000 10,000 36,000 10,000 360,000 8 60 

9 80 

 

 
(a) 

 
(b) 

Fig. 6 - (a) Contact area between tires and the pavement surface; (b) equivalent contact area [14], [23] 
 

Fig. 6 presents the contact area between tires and the pavement surface and its equivalent contact area. As shown 

in Fig. 6, the freight truck load was in the form of cyclic pressure load. Since L is 0.388 m, one (1) wheel has the 

rectangular area conversion of 0.5227 L2, with a length of 0.338 m and a width of 0.234 m. 

 

2.3 Material Properties 

The material properties of AC Type 1 and AC Type 2 were obtained from Lee et al. [40], considering the linear 

elastic and viscoelastic characteristics. The material properties of unbound aggregate of sub-base and soil subgrade 

layer was acquired from Indonesian Standard and Regulation. Table 2 presents the elastic parameters of the materials 

considered in this study. 

 
Table 2 - Material properties 

Structural Layer 
Mass Density,  

 (kg/m3) 

Elastic Modulus, 

E (GPa) 

Poisson’s 

Ratio, v 

AC Type 1 [40] 2345.35 25,2 0.35 

AC Type 2 [40] 2345.35 22,9 0.35 

Sub-Base 1900 0.12 0.30 

Subgrade  2000 0.06 0.25 

 

2.4 Construction of The Model 

Fig. 7 depicts the results of flexible pavement structural configurations in 2D model using ABAQUS software. 

Element 3-node linear plane strain triangle, CPE3, was selected for AC surface course (structured) and AC base course 

(free). In addition, element 4-node bilinear plane strain quadrilateral, CPE4, was selected for sub-base (structured) and 

subgrade (structured) layer. 

The mesh size of 0.025 m x 0.025 m was created below tire footprints, followed by 0.025 m x 0.05 for the first AC 

layer, 0.05 m x 0.05 m for the second AC layer, and 0.05 m x 0.1 m for both the sub-base and subgrade of the flexible 

pavement. Furthermore, the red, yellow, and blue dots in Fig. 7 are the location of measuring nodes to obtain the 

magnitude of vertical displacement at the surface of the 1st AC layer or AC surface course (nodes I, II, III, IV, V, and 

VI), at the interface of the 1st and 2nd AC layer (nodes A, B, C, D, E, and F), and at the bottom of the 2nd AC layer or 

AC base course (nodes 1, 2, 3, 4, 5, and 6), respectively. To simplify the model, the interaction of each layer is 

considered as glued. 
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Fig. 7 - Flexible pavement in 2D model and the measuring nodes; (a) configuration 1; (b) configuration 2; (c) 

configuration 3; (d) configuration 4 

 

3. Results and Discussion 

3.1 Permanent Deformation in Critical Locations Within AC Layer 

As part of the pavement design and analysis process, it is important to detect the critical location within the AC 

layer with the largest permanent deformation, so that we can understand the relationship between the performance of 

the AC layer structure due to the vehicle loadings as the function of the speed, loads magnitudes, and loading cycles. 

Therefore, Fig. 8 illustrates the growth of permanent deformation at six (6) different locations within the AC layer due 

to 1st Case (10 tons/truck, 40 kph, 5000 loading cycles) in configuration 1 (see Fig. 8(a)), 2 (see Fig. 8(b)), 3 (see     

Fig. 8(c)), 4 (see Fig. 8(d)). 
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Fig. 8 - Permanent deformation at six (6) different locations within the AC layer due to 1st case (10 tons/truck, 40 

kph, 5000 loading cycles); (a) configuration 1; (b) configuration 2; (c) configuration 3; (d) configuration 4 

 

Fig. 8 confirmed that all four (4) configurations of the flexible pavements provide similar trend, where the largest 

permanent deformation is measured and located below the right edge of the outer tire, followed by permanent 

deformation below the left edge of the inner tire, between the outer and inner tire, below the left edge of the outer tire, 

below the right edge of the inner tire, and parallel to the center of the pavement structure. In addition, in terms of the 

1st Case, where the loading systems were due to the combination of the truck’s speed of 40 kph, truck’s hauling loads 

of 10 tons/truck, and the number of loading cycles or the passing trucks of 5000 trucks, the flexible pavement of 

configuration 1 with the AC Type 1 served as AC surface course and the AC Type 2 served as AC base course produce 
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the smallest permanent deformations among others configurations, followed by configuration 4 (AC Type 2 served as 

both AC surface and AC base course), configuration 3 (AC Type 1 served as both AC surface and AC base course), and 

configuration 2 (AC Type 2 served as AC surface course and the AC Type 1 served as AC base course).  

However, Fig. 8 only shows the behavior of the flexible pavement due to the considerably low speeds, light 

hauling loads, and small loading cycles. Therefore, it is essential to evaluate the largest permanent deformations of the 

AC layer at the same critical location found in Fig. 8, below the right edge of the outer tire, by considering other cases 

(faster truck’s speed, heavier truck’s hauling loads, and higher loading cycles) that have been detailed in Table 1. 

 

3.2 Effect of Freight Truck’s Hauling Loads, Speed, and Loading Cycles On Permanent 

Deformation 

Due to this increased traffic, the rutting of flexible pavement has become major distress, which is leading to the 

permanent deformation of the pavement [41]. Liu & Gu [10] concluded that high temperature and heavy axle loads 

greatly influenced rutting development: tested road was loaded 360,000 times at high temperature, contributing 50% to 

accumulated rutting; In simulated results, rutting deformation increased by 90.7% under the condition of 50% overload 

under high temperature seasons. In this study, Fig. 9 depicts the largest permanent deformation of AC layer in each 

configuration of the flexible pavement for all cases (case 1 through 9) as the combination of truck’s speed, hauling 

loads, and loading cycles. 

As shown by Fig. 9, all four (4) configurations of the flexible pavements provide similar trend, where the largest 

permanent deformation of the AC layer is produced by the loading systems according to the case 7 (truck’s hauling 

loads of 36 tons/truck, truck’s speed of 40 kph, and truck’s loading cycles of 10,000 times), followed by the permanent 

deformation of the AC layer produced by the loading systems according to the case 8, 9, 4, 5, 6, 1, 2, and 3, 

respectively. In addition, flexible pavement with configuration 2 (AC Type 2 served as AC surface course and the AC 

Type 1 served as AC base course) has the smallest permanent deformation especially due to the case 7 (see Fig. 9(b)), 

followed by configuration 3 (see Fig. 9(c)), configuration 4 (see Fig. 9(d)), and configuration 1 (see Fig. 9(a)), 

respectively. However, different conditions are shown by other cases. 

 

0.000191969

0

0.00003

0.00006

0.00009

0.00012

0.00015

0.00018

0.00021

0 1000 2000 3000 4000 5000 6000 7000 8000 9000 10000

P
er

m
a
n

en
t 

D
ef

o
rm

a
ti

o
n

 (
m

m
)

Loading Cycles (No. of Passing Freight Truck)

Case 1 (10 Tons; 40 kph; 5000 Trucks) Case 2 (10 Tons; 60 kph; 5000 Trucks) Case 3 (10 Tons; 80 kph; 5000 Trucks)
Case 4 (25 Tons; 40 kph; 10000 Trucks) Case 5 (25 Tons; 60 kph; 10000 Trucks) Case 6 (25 Tons; 80 kph; 10000 Trucks)
Case 7 (36 Tons; 40 kph; 10000 Trucks) Case 8 (36 Tons; 60 kph; 10000 Trucks) Case 9 (36 Tons; 80 kph; 10000 Trucks)

 
(a) 

 

0.000176835

0

0.00003

0.00006

0.00009

0.00012

0.00015

0.00018

0.00021

0 1000 2000 3000 4000 5000 6000 7000 8000 9000 10000

P
er

m
a

n
en

t 
D

ef
o

rm
a

ti
o

n
 (

m
m

)

Loading Cycles (No. of Passing Freight Truck)

Case 1 (10 Tons; 40 kph; 5000 Trucks) Case 2 (10 Tons; 60 kph; 5000 Trucks) Case 3 (10 Tons; 80 kph; 5000 Trucks)
Case 4 (25 Tons; 40 kph; 10000 Trucks) Case 5 (25 Tons; 60 kph; 10000 Trucks) Case 6 (25 Tons; 80 kph; 10000 Trucks)
Case 7 (36 Tons; 40 kph; 10000 Trucks) Case 8 (36 Tons; 60 kph; 10000 Trucks) Case 9 (36 Tons; 80 kph; 10000 Trucks)

 

(b) 



Setiawan, Int. Journal of Integrated Engineering Vol. 15 No. 2 (2023) p. 34-49 

42 

0.000177883

0

0.00003

0.00006

0.00009

0.00012

0.00015

0.00018

0.00021

0 1000 2000 3000 4000 5000 6000 7000 8000 9000 10000

P
er

m
a

n
en

t 
D

ef
o

rm
a

ti
o

n
 (

m
m

)

Loading Cycles (No. of Passing Freight Truck)

Case 1 (10 Tons; 40 kph; 5000 Trucks) Case 2 (10 Tons; 60 kph; 5000 Trucks) Case 3 (10 Tons; 80 kph; 5000 Trucks)
Case 4 (25 Tons; 40 kph; 10000 Trucks) Case 5 (25 Tons; 60 kph; 10000 Trucks) Case 6 (25 Tons; 80 kph; 10000 Trucks)
Case 7 (36 Tons; 40 kph; 10000 Trucks) Case 8 (36 Tons; 60 kph; 10000 Trucks) Case 9 (36 Tons; 80 kph; 10000 Trucks)

 

(c) 
 

0.000190921

0

0.00003

0.00006

0.00009

0.00012

0.00015

0.00018

0.00021

0 1000 2000 3000 4000 5000 6000 7000 8000 9000 10000

P
er

m
a
n

en
t 

D
ef

o
rm

a
ti

o
n

 (
m

m
)

Loading Cycles (No. of Passing Freight Truck)

Case 1 (10 Tons; 40 kph; 5000 Trucks) Case 2 (10 Tons; 60 kph; 5000 Trucks) Case 3 (10 Tons; 80 kph; 5000 Trucks)
Case 4 (25 Tons; 40 kph; 10000 Trucks) Case 5 (25 Tons; 60 kph; 10000 Trucks) Case 6 (25 Tons; 80 kph; 10000 Trucks)
Case 7 (36 Tons; 40 kph; 10000 Trucks) Case 8 (36 Tons; 60 kph; 10000 Trucks) Case 9 (36 Tons; 80 kph; 10000 Trucks)
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Fig. 9 - Largest permanent deformation of AC layer for all cases as the combination of truck’s speed, hauling 

loads, and loading cycles; (a) configuration 1; (b) configuration 2; (c) configuration 3; (d) configuration 4 
 

In the case of the shape of the curve of the permanent deformation development, configuration 1 (see Fig. 9(a)) is 

identical with configuration 4 (see Fig. 9(d)), and configuration 2 (see Fig. 9(b)) is identical with configuration 3 (see 

Fig. 9(c)). In configuration 1 and 4, the growth of the permanent deformation is increase uniformly until 10,000 loading 

cycles. In other side, the growth of the permanent deformation in configuration 2 and configuration 3 is significantly 

increase up to 2000 loading cycles, and then steadily increase with flatter curve until 10,000 loading cycles. Besides, 

configurations 1 and 4 (see Fig. 9(a) and Fig. 9(d)) have three different colonies or groups of curves that represents 

three different permanent deformation development, which are case 1, 2, and 3 as 1st group, case 4, 5, and 6 as 2nd 

group, and case 7, 8, and 9 as 3rd group. Each group has the same magnitude of truck’s hauling loads and loading 

cycles but different truck’s speeds. In other words, the effect of truck’s speed in each group in configuration 1 and 4 is 

not significant. However, the curves that represent nine (9) permanent deformation development from nine (9) different 

cases appear in a more scattered position in configuration 2 and 3 (see Fig. 9(b) and Fig. 9(c)). In other words, truck’s 

speed has significant effect on the growth of the permanent deformation of AC layer in configuration 2 and 3.  

In fact, it can be predicted that at certain level of loading cycles (> 10,000 loading cycles), the magnitude of 

permanent deformation of AC layer in configuration 2 and 3 due to case 4 (25 tons/truck, 40 kph, 10,000 loading 

cycles) will overtake the magnitude of permanent deformation of AC layer due to case 9 (36 tons/truck, 80 kph, 10,000 

loading cycles), as presented in Fig. 9(b) and Fig. 9(c). If this is the case, we can conclude that reducing the truck’s 

speed 2 times slower from 80 kph to 40 kph will increase the risk of the occurrence as well as the magnitude of the 

permanent deformation of AC layer after higher number of loading cycles (in this study each loading cycles is equal to 

the number of passing trucks), even though the truck’s hauling loads have been decreased 30% from 36 tons/truck to 25 

tons/truck. Also, as expected, the behavior of AC layer as a viscoelastic material in terms of permanent deformation is 

prone to the slow speeds and heavy loads of vehicle. 
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3.3 Contribution of AC Surface and AC Base Course On Permanent Deformation 

After obtaining the fact that case 7 causes the largest permanent deformation of AC layer in all configurations of 

flexible pavement discussed in this study, the next stage is evaluating the contribution of AC surface and AC base 

course on the magnitude of total permanent deformation of AC layer. Fig. 10 and Fig. 11 present the permanent 

deformation of AC surface and AC base course in all configurations of flexible pavement, respectively, because of 

truck’s speeds variation, 40, 60, and 80 kph, but with the same magnitude of truck’s hauling loads and loading cycles, 

36 tons/truck and 10,000 times (case 7, 8, and 9). 

As expected, Fig. 10 and Fig. 11 confirm that the slower the freight truck’s speed, the larger the permanent 

deformation of both AC surface and AC base course in all configurations of flexible pavement. Besides, even though 

configuration 4 produce the largest permanent deformation of AC surface course (see Fig. 10) among other 

configuration due to the loading systems in case 7 (36 tons/truck, 40 kph, and 10,000 loading cycles), however, it 

shows the most significant reduction of permanent deformation because of the increase in truck’s speed from 40 kph to 

60 kph (case 8) and 80 kph (case 9), respectively. In other side, even though configuration 1 has the largest permanent 

deformation of AC base course (see Fig. 11) among other configuration due to the loading systems in case 7 (36 

tons/truck, 40 kph, and 10,000 loading cycles), however, it shows the most considerable decrease of permanent 

deformation because of the increase in truck’s speed from 40 kph to 60 kph (case 8) and 80 kph (case 9), respectively. 
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Fig. 10 - Permanent deformation of AC surface course in all configurations of flexible pavement because of 

loading systems in case 7, 8, and 9 
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Fig. 11 - Permanent deformation of AC base course in all configurations of flexible pavement because of loading 

systems in case 7, 8, and 9 
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Fig. 12 and Fig. 13 present the permanent deformation of AC surface and AC base course in all configurations of 

flexible pavement, respectively, because of the difference in the magnitude of truck’s hauling loads (10, 25, and 36 

tons/truck) and loading cycles (5000 and 10,000 times), but with the same truck’s speed, 40 kph (case 1, 4, and 7). 
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Fig. 12 - Permanent deformation of AC surface course in all configurations of flexible pavement because of 

loading systems in case 1, 4, and 7 
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Fig. 13 - Permanent deformation of AC surface course in all configurations of flexible pavement because of 

loading systems in case 1, 4, and 7 
 

As expected, Fig. 12 and Fig. 13 confirm that the heavier the freight truck’s hauling loads and the higher the 

loading cycles, the larger the permanent deformation of both AC surface and AC base course in all configurations of 

flexible pavement. Also, even though configuration 4 produce the largest permanent deformation of AC surface course 

(see Fig. 12) among other configuration due to the loading systems in case 7 (36 tons/truck, 40 kph, and 10,000 loading 

cycles), however, it exhibits the most considerable reduction of permanent deformation because of the decrease both in 

truck’s loading cycles [from 10,000 to 5000] and in truck’s hauling loads [(from 36 tons/truck to 25 tons/truck (case 4) 

and 10 tons/truck (case 1)], respectively. In other side, even though configuration 1 has the largest permanent 

deformation of AC base course (see Fig. 13) among other configuration due to the loading systems in case 7 (36 

tons/truck, 40 kph, and 10,000 loading cycles), however, it shows the most substantial reduction of permanent 

deformation because of the decrease both in truck’s loading cycles [from 10,000 to 5000] and in truck’s hauling loads 

[(from 36 tons/truck to 25 tons/truck (case 4) and 10 tons/truck (case 1)], respectively. 

Fig. 14 illustrates the total permanent deformation of AC layer in all configurations of flexible pavement due to 

truck’s speeds variation, 40, 60, and 80 kph, but with the same magnitude of truck’s hauling loads and loading cycles, 

36 tons/truck and 10,000 times (case 7, 8, and 9). Fig. 15 provides the total permanent deformation of AC layer in all 

configurations of flexible pavement due to the difference in the magnitude of truck’s hauling loads (10, 25, and 36 



Setiawan, Int. Journal of Integrated Engineering Vol. 15 No. 2 (2023) p. 34-49 

45 

tons/truck) and loading cycles (5000 and 10,000 times), but with the same truck’s speed, 40 kph (case 1, 4, and 7). It 

can be observed that the increase of truck’s speed from 40 kph to 60 kph (50% higher) and from 60 kph to 80 kph (33% 

higher) only reduce the total permanent deformation around 6.8-16.8% and 3.7-10.5%, respectively (see Fig. 14). 

However, the decrease of truck’s hauling loads from 36 tons/truck to 25 tons/truck (30% lighter) and from 25 tons/truck 

to 10 tons/truck (60% lighter) can reduce the total permanent deformation around 30.6% and 70.5-75.7%, respectively 

(see Fig. 15). 
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Fig. 14 - Total permanent deformation of AC layer in all configurations of flexible pavement due to loading 

systems in case 7, 8, and 9 
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Fig. 15 - Total permanent deformation of AC layer in all configurations of flexible pavement due to loading 

systems in case 1, 4, and 7 
 

As shown in Fig. 16, percentage contribution of AC surface on the total permanent deformation due to the case 7, 

8, and 9 is showing an increase trend in configuration 1 (15.22%, 15.89%, and 16.29%), a decrease trend in 

configuration 2 (16.39%, 15.40%, and 14.81%), and fluctuations trend in configuration 3 (15.51%, 15.58%, and 

15.51%) and configuration 4 (15.55%, 15.57%, and 15.54%). In addition, percentage contribution of AC base on the 

total permanent deformation due to the loading systems in case 7, 8, and 9 is showing a decrease trend in configuration 

1 (84.78%, 84.11%, and 83.71%), an increase trend in configuration 2 (83.61%, 84.60%, and 85.19%), and fluctuations 

trend in configuration 3 (84.49%, 84.42%, and 84.49%) and configuration 4 (84.45%, 84.43%, and 84.46%). Fig. 17, 

on the other hand, represents the fluctuation in the percentage contribution of both AC surface and AC base courses on 

the total permanent deformation due to the loading systems in case 1, 4, and 7. 
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Fig. 16 - Contribution of AC surface and AC base course on total permanent deformation of AC layer in all 

configurations of flexible pavement due to loading systems in case 7, 8, and 9 
 

Case 1 Case 4 Case 7 Case 1 Case 4 Case 7 Case 1 Case 4 Case 7 Case 1 Case 4 Case 7

CONFIGURATION 1 CONFIGURATION 2 CONFIGURATION 3 CONFIGURATION 4

AC Base 2.7030E-0 1.1304E-0 1.6275E-0 3.0923E-0 1.0268E-0 1.4785E-0 3.0421E-0 1.0431E-0 1.5029E-0 2.7554E-0 1.1199E-0 1.6124E-0

AC Surface 5.3187E-0 2.0256E-0 2.9220E-0 5.3551E-0 2.0140E-0 2.8987E-0 5.5879E-0 1.9209E-0 2.7590E-0 5.0641E-0 2.0489E-0 2.9686E-0

Case 1+4+7 3.5761E-0 3.3593E-0 3.3741E-0 3.5602E-0

16.44%
15.20% 15.22%

14.76%
16.40% 16.39%

15.52%
15.55% 15.51%

15.53%
15.47% 15.55%83.56%

84.80%

84.78%

85.24%

83.60%

83.61%

84.48%

84.45%

84.49%

84.47%

84.53%

84.45%

3.5761E-04
3.3593E-04 3.3741E-04

3.5602E-04

0

0.00008

0.00016

0.00024

0.00032

0.0004

0.0000E+00

5.0000E-05

1.0000E-04

1.5000E-04

2.0000E-04

2.5000E-04

P
er

m
a

n
en

t D
efo

rm
a

tio
n

 C
a

se 1
+

4
+

7
 (m

m
)

P
er

m
a

n
en

t 
D

ef
o

rm
a

ti
o

n
 (

m
m

)

4th Rank 1st Rank 2nd Rank 3rd Rank

 

Fig. 17 - Contribution of AC surface and AC base course on total permanent deformation of AC layer in all 

configurations of flexible pavement due to loading systems in case 1, 4, and 7 
 

The next stage is the analysis of the numerical model results to determine the optimum configuration of flexible 

pavement that produce the minimum total permanent deformation of AC layer as combination of the magnitude of 

permanent deformation due to the loading systems in case 7, 8, and 9 (variations in truck’s speed, which are 40, 60, and 

80 kph, see Fig. 16) as well as in case 1, 4, 7 (variations in truck’s hauling loads, which are 10, 25, and 36 tons/truck, 

and in truck’s loading cycles, which are 5000 and 10,000 times, see Fig. 17). Based on Fig. 16, the most optimum 

configuration of flexible pavement is configuration 1, followed by configuration 4, configuration 3, and configuration 

2. On the other hand, Fig. 17 shows that the most optimum configuration of flexible pavement is configuration 2, 

followed by configuration 3, configuration 4, and configuration 1. 

 

4. Conclusions 

This research utilized the numerical modeling of four (4) different configurations of flexible pavement to evaluate 

the contribution of AC surface and AC base course on the total permanent deformation of the AC layer as the response 

to the various combination of truck’s speed (40, 60, and 80 kph), hauling loads, and loading cycles. 

It can be concluded that the largest permanent deformation is measured and located below the right edge of the 

outer tire.  Moreover, it can be predicted that at certain amount of loading cycles (> 10,000 loading cycles), the total 

permanent deformation of AC layer in configuration 2 and 3 due to case 4 (25 tons/truck, 40 kph, 10,000 loading 

cycles) will overtake the magnitude of permanent deformation of AC layer due to case 9 (36 tons/truck, 80 kph, 10,000 

loading cycles). In other words, reducing the truck’s speed 2 times slower from 80 kph to 40 kph will increase the 

magnitude of total permanent deformation of AC layer after higher number of passing trucks, even though the truck’s 
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hauling loads have been decreased 30% from 36 tons/truck to 25 tons/truck. Future research should be conducted to 

with higher loading cycles, for example 50,000 times, to capture the more data and information regarding the growth 

and the development of total permanent deformation of AC layer and their response to the various loading systems. 

The percentage contribution of AC surface course on the total permanent deformation due to the increase in truck’s 

speed from 40 kph to 60 kph and 80 kph is only about 14.81% to 16.39%, while the percentage contribution of AC 

surface course on the total permanent deformation due to the increase in truck’s hauling loads from 10 tons/truck to 25 

tons/truck and 36 tons/truck as well as the increase in the number of passing trucks from 5000 to 10,000 trucks is only 

around 14.76% to 16.44%. On the other hand, the proportion contribution of AC base course on the total permanent 

deformation due to the increase in truck’s speed from 40 kph to 60 kph and 80 kph is reaching 83.61% to 85.19%, 

while the percentage contribution of AC base course on the total permanent deformation due to the increase in truck’s 

hauling loads from 10 tons/truck to 25 tons/truck and 36 tons/truck as well as the increase in the number of passing 

trucks from 5000 to 10,000 trucks is achieving 83.56% to 85.24%. 

If the stakeholders prefer to increase the truck’s speed in order to increase the hauling capacity of the freight truck 

and at the same time to minimize the magnitude of the permanent deformation in AC layer, so it is suggested to apply 

the flexible pavement with configuration 1, where the AC Type 1 served as AC surface layer and AC Type 2 served as 

AC base layer. Furthermore, if the stakeholders prefer to increase the truck’s hauling loads and loading cycles in order 

to increase the hauling capacity of the freight truck and at the same time to minimize the magnitude of the permanent 

deformation in AC layer, then it is suggested to apply the flexible pavement with configuration 2, where the AC Type 2 

served as AC surface layer and AC Type 1 served as AC base layer. 
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