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Abstract: This paper contains an interview-based study focusing on permeable pavements as part of
sustainable drainage systems. Climate change is causing pluvial flooding, according to the newest
IPCC report. This mostly affects urban areas in cities due to: (1) limited capacity of existing drainage
systems during heavy-intensity rainfall over a short period of time and (2) limited space for ditches
in city areas. Permeable pavements are, therefore, sustainable drainage solutions which combine
road infrastructure with water infrastructure. Are permeable pavements a preferable sustainable
solution? To answer that question, 24 respondents were interviewed. The interview study was based
on a semi-structured interview methodology. A lessons-learned experience was gathered, and the
following conclusions were contrived: Firstly, official guidelines on how to construct, consult, and
maintain permeable pavements are required. Secondly, more contractors should be able to offer the
same product. Finally, official guidelines on the relationship between the contractors are required.
These three indicators were extracted from the study.

Keywords: interview study; permeable pavements; water management; SuDS solutions; climate
adaption; semi-structured interview; pluvial floodings

1. Introduction

Climate change is causing several uncontrollable events to occur, affecting the in-
frastructure globally. According to the 2021 IPCC report (2021) [1], an increase in pluvial
flooding and wetter areas is expected in the future. Particularly, Europe, Asia, and Africa
are predicted to have an increase of 32%, 38%, and 57% more wetter areas from 2021
to 2100, whilst other regions will be more affected by an increase in warmer and colder
temperatures. Recently, a heavy rainfall event occurred once per decade [1]. The 2021 IPCC
report further describes how, at present, this is at a frequency of 1.2–1.3 times per decade,
resulting in approx. 7% wetter areas. If global warming levels rise by 1 to 1.5 degrees
Celsius or 4 degrees Celsius, wetter areas are expected to increase by 11% to 30% [1,2].

An increase in more pluvial flooding will occur in almost all regions of the world,
and this flooding must be handled immediately. During the past 10 years, many regions
have experienced flooding, and as a consequence, the transport infrastructure has been
weakened as the existing infrastructure is not able to handle intensive and heavy rainfall [1].
Therefore, secure infrastructure is a necessity, especially in city areas where space to expand
the side area for drainage as part of road construction is limited [3,4].

Permeable pavements are, in some cities, one of the solutions used as part of local
drainage systems. These pavements are road constructions with two purposes: (1) to safely
carry and withstand traffic loads and (2) to manage water through pavement construction
without any additional utilities [5,6]

Experiences with such sustainable urban drainage systems (SuDS solutions) are gen-
erally limited and vary between to industry actors such as consultancies, contractors,
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and clients (road owners). How can the transport infrastructure be helped by using more
local drainage systems such as permeable pavements, and what is the experience?

This paper is an interview-based study focusing on permeable pavements. The aim of
this study is to present more knowledge about experience regarding permeable pavements
in Denmark. The study is divided into five sections. Section 2 is a small literature review
focusing on pavement design and permeable pavements, Section 3 is the methodology
of the interview-based study. Section 4 presents the results from the interview. Further
discussion of the results extracted from the interview is in Section 5. Lastly, a conclusion is
presented in Section 6.

2. Background

As early as the 1970s, permeable pavements became of interest globally and have
since then evolved with respect to design and usage. Depending on usage and location,
these systems can either be constructed with a top layer of porous asphalt, porous concrete,
interlocking pavers, or grid systems. The sub-base layer is a porous medium that has to
work either as a reservoir or as an infiltration system that infiltrates the water through the
pavement construction down to a recipient [3–5,7–14].

In Denmark, however, the use of these types of local drainage systems with asphalt as
a top layer is rather new. The first permeable pavement with asphalt as a surface course
was constructed in 2012 [3]. Since then, many local roads and residential streets with low
traffic have been constructed with such water management systems.

The actual design of a permeable pavement depends on the area, traffic load, and the
quality of the subgrade soil. A permeable pavement can either be constructed with:

• Full infiltration;
• Partial infiltration;
• No infiltration.

Full infiltration is chosen when the subgrade soil is able to infiltrate the accessed
rainwater as fast as it takes the pavement construction to infiltrate the water from surface to
the subgrade. Partial infiltration is a combi-solution, where the sub-base layer is used as a
reservoir with overflow, with a pipe connected to a drainage system [3,4,11]. This solution
is used when the subgrade soil is clay and silt based. When the permeable pavement is
constructed with no infiltration, the sub-base layer is used as a reservoir. This solution is
used when the subgrade soil is very silty and the infiltration rate of the subgrade is too
low [4,11].

The purpose of traditional pavements are to carry the heavy traffic load easily and
without any structural difficulties [15]. Water is managed through a water system that
allows surface water to run via the slope of the constructed sealed top layer. Hence,
the water is not intentionally let through the pavement, as with permeable pavements.
How water affects the permeable sub-base is of interest, as no studies were identified in the
researching of the bearing capacity in comparison to water content. Different studies have
assessed the effect of water on roads, especially [8,16–20]. In these studies, it is explained
that, traditionally, the lifespan of a sub-base material in a pavement depends on the traffic
load, the subgrade, and whether the pavement construction is under optimal conditions.
Deformation of the sub-base material will occur once a moving wheel load appears on the
surface of the pavement. The deformation can be described as resilient and permanent
deformation. Study [19,20] explains that a pavement construction is resilient, but it is not
resilient enough to recover fully, so the material will also be deformed permanently to some
degree. The degree of deformation is highly affected by the moisture content in the sub-base
material and if water occurs earlier than expected theoretically [16–18,21–27]. According
to several studies [17,18,26–28], adding water to a fine-grained material will increase the
risk of permanent deformation and reduce the resilient properties in the material. Sub-base
materials that are moistened to the optimal level will increase in strength. A further increase
will, however, cause a reduction in the strength of the material. Especially discussing
traditional sub-base material, previous studies [17,18,26–28] indicate that increased water
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content reduces the bearing capacity and the stiffness of the material. When discussing
permeable pavements, this has not been evaluated yet [3].

According to the Danish pavement standards [15], the pavement design is always
constructed with a frost protection layer between the subgrade and the sub-base material
if the subgrade is considered as clay and/or silty. A principle sketch of traditional pavement
following Danish standards is shown in Figure 1. If the pavement is constructed without a
frost protection layer, the pavement will have a high risk of permanent deformation due
to permafrost. Table 1 is shown below, where the total thickness of the pavement design
is presented according to traffic level and frost suspectibility. As per Danish standard,
the thickness of the pavement increases when the soil subgrade is very susceptible to frost
and when there is a high traffic volume. As shown, the pavement construction should be
minimum 900 mm if the soil subgrade is very susceptible, whilst there are no requirements
needed when the soil subgrade is not susceptible. If the soil subgrade is not susceptible,
the only leading factor for pavement thickness is the stiffness of the subgrade and the
number of heavy vehicles.

Figure 1. Principle sketch of a permeable pavement.

Table 1. Danish standards for pavement thickness when the soil subgrade is not susceptible to frost,
susceptible to frost (clay-silt), or very susceptible to frost (very silty) [15].

Not Susceptible Susceptible Very Susceptible

No traffic to low - 400 mm 500 mm

Low traffic to medium - 500 mm 700 mm

Medium traffic - 600 mm 800 mm

High traffic - 700 mm 900 mm

An issue related to water in roads, as in studies in [8], is seasonal variation and specifi-
cally frost heave and spring thaw. When an unbound material with a moisture content is
exposed to freezing temperatures, the water in the unbound material will start forming ice
crystals. If the unbound material is sensitive to water, the ice crystals will continue to grow
until ice lenses are formed. Because of the ice crystals’ growth, the water expands, and
this will lead to heaving of the road construction. The ice lenses will eventually melt, and
the road construction will deform in spring. This will lead to a major reduction in bearing
capacity and stiffness [3,15,16,29,30].

Through a water management perspective, water must be handled and considered
throughout the full pavement lifecycle, from design through operation, and especially
during the various phases of construction [15]. This is especially of interest when already
constructed pipes and drainage systems are too small. A spatial analysis of base course
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thickness of a permeable pavement in different areas of Australia was performed in [31].
The study identified a close relationship between soil classification, base course thickness,
and rainfall intensity. For more clay-classified soil subgrades, it is expected that a slower
infiltration will occur, and hence a thicker base course thickness is needed [15,29]. This is
relatable to Denmark, as the soil subgrade in Denmark is very different depending on the
region and even in-between areas of the same region.

In Denmark, the oldest existing drainage systems are constructed as combined sys-
tems, where sewage water and storm water are shared in the same pipe. The most frequent
issue with these combined systems is that their capacity is too small to manage extreme
rainfall events, and therefore, they can be overwhelmed by heavy precipitation, causing
pluvial flooding. One way to solve this problem is to separate the combined systems so
sewage pipes and storm water pipes are separated [1,3]. Each municipality in Denmark
handles the expenses for all public roads. However, each homeowner has to pay between
1.500 and 15.000 € for the separation of their sewage and drainage systems [32]. The water
from the pipes is then transported and connected to separate artificial man-made lakes
or reservoirs where the excess water is kept. The most important function for such reser-
voirs and the artificial man-made lakes is storage or a functionality as a retarding basin.
For smaller properties, rainwater is often also drained locally on the private property using
gravel percolation or soakaway crates. Many municipalities have been actively engaged in
transforming the existing drainage system from combined to separate, but the main issue
in this regard is the economic and sustainability aspect of it. In some situations, it is too
expensive to separate the sewage and stormwater pipes and reservoirs. Instead, many mu-
nicipalities look into SuDS solutions, such as permeable pavements called “semi-separate
solutions”. Nonetheless, this type of climate adaptation solution arouses an interest in
clients (e.g., municipalities and supply companies). A hybrid solution, in theory, can handle
both the water and transport infrastructure in one element. However, according to some
studies, a lot of issues regarding clogging in the surface of a permeable pavement has been
reported [5,6,10,11]. The clogging in the surface is especially observed in pavements with
porous asphalt, where there air voids are clogged with dirt. According to [4], permeable
pavements needs maintenance at least twice a year to be able to hold up its infiltration rate,
and according to study [33], which was conducted on porous concrete, it was concluded
that periodic cleaning is necessary to maximize the life of the surface. In principle, this
type of clogging is natural and thus also problematic to avoid. The challenge is therefore
the maintenance of the drainage capacity. Permeable pavements are self-cleaning when
the permitted speed is more than 70 km/h. Firstly, a speed of 70 km/h on a residential
road/city street with low heavy traffic is unsafe in terms of traffic safety, and secondly,
the self-cleaning effect is not effective enough to completely clean the clogged pores in
the asphalt pavement, even at 70 km/h. This results in the water not being able to seep
down through the pavement and thus having a greatly reduced lifespan [4,5,7,10,34]. This
study aims to obtain knowledge about the existing experiences of permeable pavements
and whether they are a sustainable solution or not. To acquire this knowledge, this paper
includes results from semi-structured interviews and a data analysis of the information
acquired from the respondents through said interviews.

3. Research Methodology

This study is based on literature found through a small literature review and qualita-
tive semi-structured interviews as a means of acquiring empirical data regarding perme-
able pavements in the Danish construction and infrastructure industry, hence the research
methodology. In addition to presenting the methods utilised in collecting scientific lit-
erature and empirical data, the chapter presents how the empirical data were analysed
through identifying meaning units and essential non-redundant themes in the collected
interview data in order to answer the problem-statement of the study.
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3.1. Literature Collection

A small literature review was performed before the qualitative semi-structured inter-
view. This was done to obtain a small overview regarding permeable pavements. Scopus
and Google Scholar databases were used to find papers regarding permeable pavements
and basic theory of traditional pavements. This resulted in approx. 15.000 records, of which
36 studies where screened and used in this paper.

3.2. Empirical Data Collection

The empirical data collection was divided into two parts. Firstly, by conducting the
24 semi-structured interviews, and secondly, through transcription of the interviews.

3.2.1. Selection of Respondents

Twenty-four respondents were selected for this interview, as they have been working
with permeable pavements directly in either the role of client, contractor, or consultant.
This was chosen to obtain a balanced understanding of how permeable pavements function
in Denmark between the three categories. The selection criteria were therefore based on:

• Obtaining a balanced interview between clients, contractors, and consultants;
• Interviewing different companies in different regions of Denmark to observe any

differences;
• Interviewing people with different years of experience to observe any variation in the

respondents.

The experiences from the 24 respondents were therefore unique to gather for this
study, as these are seen as professionals in regards of permeable pavements in Denmark.
The respondents’ expertise and experience are described further in Table 2.

In all, 24 respondents from the Danish construction and infrastructure industry partici-
pated in the empirical data collection, divided into three groups of eight respondents, which
were (1) the clients, (2) consultants, and (3) contractors, representing the key stakeholders
in the industry with respect to permeable pavements.

All respondents, as shown in Tables 2 and 3, were professionals with experience in
owning, maintaining, or constructing permeable pavements.

3.2.2. Interview Process

The semi-structured interviews were guided by [35], utilising the conversation as
a means of collecting information in a narrative format. To structure the interviews,
an interview protocol was developed, which specified the introductory information which
was given to all respondents, as well as the questions which were used as a conversation-
starter in all interview sessions:

• Can you please introduce yourself?
• Have you been working with permeable pavements?
• In which way have you been working with permeable pavements?
• Where do you think permeable pavements should be used?
• Are there any issues and/or positive aspects to using permeable pavements?

Use of semi-structured interviews has the benefits of providing a formal and structured
outline for the interview, whilst also allowing the interviewer to ask spontaneously arising
questions in response to the respondent’s answers [35].

The interviews were conducted in the time period from 1 December 2021 through
10 March 2022. All interviews were conducted through Microsoft Teams, which made it
possible to video-record all interviews, or using the phone, in which case the interview was
sound recorded.

All recordings were transcribed as recommended by [35] as it provided a great foun-
dation for the thematical analysis, which allowed the person transcribing the recordings to
attain a deeper understanding of the interview data.
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Table 2. No. of respondents, gender, expertise, and experience.

No. of Respondents Gender Expertise Experience, Years

1 Female Road/pavement engineer +10

2 Female Project Manager
in climate adaption projects

+20

3 Male
Project Manager,
construction engineering,
working with drainage

+20

4 Male Road-owner of
permeable pavements

+20

5 Male Construction engineer,
pavement maintenance

+20

6 Male Material science
and pavement design

+20

7 Male Water engineering +20

8 Female Construction engineering,
pavement maintenance

+20

9 Female Lab. Manager,
asphalt and porous asphalt

+20

10 Male Lab. Manager,
construction engineer

+20

11 Male Specialist in permeable pavements +20

12 Male Specialist in permeable pavements +20

13 Male Foreman,
porous asphalt layout

+20

14 Male Foreman,
layout of permeable pavement

+20

15 Male Hydraulic engineering,
water management

+20

16 Male Foreman,
layout of permeable pavement

+20

17 Male Pavement specialist +20

18 Male Climate adaption projects,
water management

+20

19 Female Climate adaption projects,
permeable pavement specialist

+20

20 Male Road Engineer, inspection of
permeable pavements

+10

21 Female Road Engineer, inspection of
permeable pavements

+10

22 Male Landscape architect,
permeable pavements

+20

23 Female Project Manager
in climate adaption projects

+20

24 Male Pavement design +20
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Table 3. No. of respondents, profession, company, and interview platform.

No. Respondent Profession Company Interview
Platform

1 Road/pavement,
engineer

Municipality Teams

2 Project Manager Municipality Teams

3 Project Manager Utility Company Teams

4 Department Manager Private company Teams

5 Supervisor Municipality Phone

6 Chief Consultant Danish Road Directorate Teams

7 Engineer Utility Company Teams

8 Operation Manager Municipality Teams

9 Lab. Manager Construction, asphalt Teams

10 Lab. Manager Construction,
All materials

Teams

11 Sales Chief Construction,
All materials

Teams

12 Sales Chief Construction,
All materials

Teams

13 Foreman Construction, asphalt Phone

14 Owner and foreman Construction,
only construction

Teams

15 Chief Advisor Construction, asphalt Teams

16 Foreman Construction, sub-base Teams

17 Head of Section &
Project Manager

Consultant Teams

18 Development manager Consultant Teams

19 Market Chief Consultant Teams

20 Road Engineer Consultant Teams

21 Road Engineer Consultant Teams

22 Researcher University Teams

23 Head of Section &
Project Manager

Consultant Teams

24 Senior Engineer Consultant Teams

3.3. Data Analysis

In order to analyse and interpret the empirical data, a thematical analysis was utilised,
as described by [36], following the five steps below:

1. Reading of the transcripts to obtain an overall understanding of the interview content;
2. Natural meaning unit selection, based on the respondent’s comments;
3. Thematisation of collected meaning found in the selected meaning units;
4. “Interrogating” the meaning units with respect to the purpose of the study;
5. Completion of the description of the essential and nonredundant statements of

the data.

This process was followed to ensure a structured meaning condensation process, which
allowed an extensive explication of the interview data. This was achieved through breaking
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down the interview-transcription text into smaller units to understand both what was said
by the respondents directly, as well as facilitate a reliable interpretation of meaning [36].

Based on the first readthrough of the interview transcriptions, ten meaning units were
generated, which were then collected in the three themes: (1) issues of permeable pave-
ments, (2) benefits of using permeable pavements, and (3) supplier versus local government
desires, as shown in Figure 2.

In the thematical analysis process, measures were taken to ensure objectivity and an
unbiased selection of meaning units through multiple people in step one and two, whilst
step three was carried out by the principal investigator of this study initially, after which
the results of the thematisation were discussed with peers in order to explore alterna-
tive collected meanings and themes. Steps four and five were additionally conducted in
collaboration between the principal investigator of the study and two other researchers.

Figure 2. Coding Dictionary used for data analysis.

4. Results

In order to evaluate the response from the interviews, this section is divided into four
different topics: (1) experience with permeable pavements, (2) permeable pavement issues,
(3) permeable pavement benefits, and (4) road-owner vs. supply company.

4.1. Experiences with Permeable Pavements

Permeable pavements are, as mentioned earlier, used as an SuDS solution in several
European countries. In Denmark, these solutions are rather novel, with the first permeable
pavement constructed in 2012 on a trafficked road near Billund Airport in Denmark. Since
then, approx. 40 places with porous asphalt as the top layer and a permeable sub-base have
been constructed all around Denmark; some of these are shown in Figure 3. The mapped
overview shown in Figure 3 is gathered from the interviewed contractors in Denmark.

As mentioned in Section 3, 24 respondents have been interviewed for this paper. When
asking the respondents which experiences they have gathered in the past 10 years with
respect to the usage of permeable pavements, the answers were very different. Respondent
1, the road owner of a permeable pavement construction, explains that "it is not everywhere
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you can use permeable pavements. It has succeeded here due to its design and the location of the
road." The road is a blind alley and a residential area where no heavy vehicles are present.

Figure 3. Mapped overview of places with asphalt toplayer, permeable pavements in Denmark.

After working with three designs of permeable pavement with porous asphalt as the
top layer, respondent 2 has gathered the following experience: "If we knew what we knew
today after all these experiences, we would never have used or constructed permeable pavements
with porous asphalt as the top layer." These pavements were constructed at the beginning of
2016 and late 2017, so they are merely 5–6 years old. Already a lot of damage appears on
the pavement. These types of pavements appear to be unsuitable for use in the city centre,
where transit traffic is heavy. Even on residential roads, substantial damage has occurred,
indicating a significant difference to the experience gathered from respondent 1.

Respondent 14 explains the difficulties of laying out the porous asphalt due to its
sticky consistency and, construction-wise, being focused on not compressing it but still
keeping it loose to keep up the air-void in the surface.

Looking at it from the consultants’ perspective, respondent 19 explained that the use
of permeable pavements really depends on the topography, subsoil, and traffic load in the
area. Respondent 1 is the road-owner of a permeable pavement that is a great example of
how it can function well when the terrain is flat and there are no heavy vehicles, except for
municipal waste vehicles coming once a week.

Compared to another work, where permeable pavements were used at a busy inter-
section in Greater Copenhagen, here the pavement construction had settled and was in
bad shape after only 4–5 years of construction. This experience made the consultant realise
that heavy, channelized traffic load is critical for the lifetime of the permeable pavement.
It also indicates that a better solution could have been proposed to the client before the
construction if there were any official guidelines on how to advise and calculate the lifespan
of a permeable pavement.

The experiences are rather different among the respondents. Therefore, it would
be of interest to extract all the issues, benefits, and the relationship between the supply
companies and the municipalities to determine what is actually needed or what solutions
should be prioritised when using permeable pavements.
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4.2. Permeable Pavement Issues

Permeable pavements are, in fact, a pavement design where the surface layer allows
the water to infiltrate and the permeable sub-base material allows the water to transport it
further into the pavement.

In Table 4, issues from different respondents have been extracted from the interviews.
As it appears, a larger variety of different issues regarding permeable pavement are pre-
sented in the interview data, indicating that all parties shared similar opinions, especially
regarding clogging in the surface asphalt layer and the surface asphalt being in bad shape
already after only 5 years, the limited possibilities of being able to use permeable pavements
in other places than residential areas, missing official guidelines and tender documents for
each material in a permeable pavement, not being able to ensure the compaction level of
the sub-base material, and lastly, that the CO2 emissions might not only become higher
in the future due to the import of gravel and rocks, which is a necessity for construction,
but also because of the need to reconstruct the surface layer as it is worn out already after
a few years. In the following, some of the interviews with the respondents are extracted,
presented, and discussed.

Respondent 2 is the road owner of three small roads with permeable pavement.
The respondent clearly stated that they are no longer interested in using the porous asphalt
course as the top layer or using permeable pavements as part of a sustainable solution to
climate adaptation as a result of cracked and worn roads already after 5–6 years. This was
an overall issue noted by most of the respondents.

Traditionally, a pavement design is designed with an intended lifespan of 20 years [15].
When using permeable pavements, which in fact is a more expensive material than tradi-
tional solutions, the lifespan should also be minimum 20 years.

Many municipalities are aware of this and are, therefore, very conservative about
using permeable pavements as a SuDS solution. Respondent 5 stated that they do not
believe this solution is sound, neither financially nor in terms of CO2-emission, and that
they prefer to use other SuDS solutions instead. Talking about CO2-emission, Denmark
is running out of gravel in the near future—within 10 years—and is in need of imports
from Norway for larger infrastructure projects. This will increase CO2 emissions in Den-
mark due to infrastructure projects, thereby making the solution less sustainable in a full
lifecycle perspective.

As part of not living up to its 20-year lifespan, many interview respondents claimed
that they lack knowledge regarding the bearing capacity of the permeable sub-base ma-
terial and how it changes over time when it is exposed to water infiltration throughout
its lifespan. In Denmark, traditional sub-base materials are usually well-graded gravel.
The permeable sub-base material is sorted sub-base material and therefore constructed
with a high percentage of air void (up to 30%). Hence, it is expected to have a lower bearing
capacity due to its openly graded structure [19,20].

All respondents had at least one opinion in common. The knowledge about the
materials’ properties and the requirements for them during construction are not visible
nor described in any official guidelines. For instance, respondent 8 has experience with a
pavement that has settled over time, but with no knowledge about why this has happened.
The respondent, however, suspected that it is due to the properties of the permeable sub-
base material over time. It is rather difficult to determine the specific reason, as there is
no real reference to the beginning stage of the constructed pavement nor any detailed
knowledge about the properties of the materials that are used.

This leads to the discussion about missing: (1) tender documents with requirements
for the products (e.g., permeable sub-base material), (2) knowledge about how to measure
the degree of compaction, and (3) material specification of the permeable sub-base material.
The Danish Road Directorate was also interviewed in this paper. In Denmark, the Danish
Road Directorate publishes standards for highways and other roads that are state-owned.
For instance, official guidance and standards for standard materials are used and modified
for each project, even in smaller municipalities.
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Table 4. Issues of using permeable pavements in the sector.

No. of Respondents Respondent Type Issue

21 6 Clients, 7 Contractors, 8 Consultants
Surface asphalt layer is clogging
over a short period of time

4 3 Clients, 1 Consultant
Expensive to clean the surface after clogging,
or cleaning as recommended—once a year

17 7 Clients, 2 Contractor, 8 Consultants
There is only one certified contractor
of these materials for a permeable sub-base

4 2 Contractors, 2 Consultants
Would be easier to offer the product if
there were general requirements set for it,
hence more contractors about the bit

14 6 Clients, 2 Contractors, 6 Consultants
The surface asphalt layer already
looks cracked and worn after only 5–6 years

3 1 Client, 1 Contractor, 1 Consultant
The surface asphalt layer is clogged with
cigarette shutters and other dirt over time.
This cannot be removed even after cleaning

9 3 Clients, 2 Contractors, 4 Consultants

There are no knowledge about how the
bearing capacity of the sub-base material
changes over time due to water infiltration
and frost

24 8 Clients, 8 Contractors, 8 Consultants Can only be used in residential areas

24 8 Clients, 8 Contractors, 8 Consultants
There is no official guidance on
tender documents for the contractors,
like for traditional pavements

24 8 Clients, 8 Contractors, 8 Consultants
There are no official guidance on how to
calculate or dimension
these permeable pavements

8 2 Clients, 4 Contractor, 2 Consultants There are no specifications for a permeable sub-base

12 4 Clients, 4 Contractor, 4 Consultants
It is difficult to determine the degree of
compaction of the permeable sub-base material

10 4 Clients, 6 Contractor
Heavy vehicles, traditional compaction
machines are not allowed to drive on
permeable sub-base materials

6 3 Clients, 3 Consultants
The surface is not only
impermeable when clogged, but
sometimes also seen as part of the contractors job

6 6 Clients

It is difficult when other excavators
excavate in the permeable pavements
and reconstruct the road with
traditional materials afterwards

24 8 Clients, 8 Contractors, 8 Consultants
CO2 emissions might be high,
as Denmark needs to import gravel from Norway in the future

6 2 Clients, 1 Contractor, 5 Consultants
Heard from others’ experiences
that these solutions are not economically beneficial.

Permeable pavements are not a solution directly for state-owned roads, as these roads
are highly trafficked, and highways and other state-owned roads are constructed in an area
where there is enough space for ditches in the side area, which, in fact, are much more
efficient when it comes to water management. Permeable pavements have, therefore, rarely
been a topic of interest for the Road Directorate. It can therefore be discussed if official
guidance from the Road Directorate could help solve the issues mentioned in Section 4.
Respondent 6 agreed with the preceding and explained that, unlike municipalities, they
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do not rely on SuDS solutions because they have room for ditches at side areas. However,
he agreed that official guidelines for SuDS solutions, specifically permeable pavements,
should be developed in the near future. The majority of the interviewed respondents
agreed on the three mentioned points, especially from the interviewed group of contractors
and consultancies. Respondents 17–24 explained the difficulties of advising the client when
it comes to permeable pavements, as there are no requirements or guidance documents
to take inspiration from or to legally follow, as is the case with traditional pavements and
road designs. Respondent 18 said: It is difficult to advise clients and give them a solution
that we know can obtain a lifespan of 20 years. The contractors, respondents 9 and 10, also
added the difficulty of selling permeable pavement as a solution when there are no official
specifications regarding its use giving exact "promises" to the client regarding capability
and durability. They both expressed the fact that this is a bigger issue if a future with
permeable pavements is likely.

Another issue that was discussed and mentioned throughout the interviews was
clogged pores on the surface. Water still infiltrates through the pavement, but the pores
are visually clogged with dirt from cigarette shutters, gum, etc. Respondent 6 elaborated:
. . . these pores are very difficult to get cleaned, as the vacuum cleaners that are used for cleaning
permeable pavements are not strong enough to remove these more physical and heavy items that are
just stuck in the pores. Then you need a real person to go and remove them. That takes a lot of time,
and time is equal to money. Also it seems like visually the dirt does not effect the infiltration rate
at all but it gives a unpleasent look in the city center. . . . This leads to a general discussion of
the expenses used for cleaning permeable pavements, together with the hassle of keeping
the road-users informed that they cannot unload gravel, sand, or the likes of it on the
pavement, as this will clog the pores fully, which is an uncontrollable factor, as noted by
respondents 11, 12, and 17.

4.3. Permeable Pavement Benefits

As shown in Table 5, the benefits of using permeable pavements are few. As discussed
in Section 4.2, a lot of experience still indicates the fact that there is a need for general
guidance and specifications to be able to use permeable pavements as a SuDS solution.
The benefits of using permeable pavements are few, but the few seem to outweigh the
disadvantages, at least to some degree. The majority of the interviewed respondents agreed
on the convenience of using the pavement construction as both a drainage system as well as
a transport path. As respondent 24 explained: . . . you can construct a storage capacity beneath
the terrain in a cheap way by using permeable pavements if you are going to dig up the original
pavement construction anyway. Or, if you are already constructing a new parking lot, it can only be
"quite cheap" if you are reconstructing the whole existing pavement construction.

Respondents 23, 18, and 8 all explained that many projects in different municipalities
are rebuilding the existing road or milling the existing asphalt to build a new one. Here,
the solution will not be beneficial, but once the road owner reconstructs the existing from a
pavement design perspective, constructing a new area where both drainage systems and
roads are needed can be a cheaper solution from a water management perspective.

Respondent 7 additionally explained that permeable pavements are usable in areas
where the existing drainage system is already overloaded and will overflow once high-
intensity rainfall events occur. Permeable pavement will create a solution to the problem
at the location, whereas reconstructing the existing pipe to a bigger pipe will only move
the problem further away in the subsurface utilities unless every pipe system is changed.
Respondent 4 further added that, even though permeable pavements are not a proper
solution for every road type, there is still a need to investigate how to manage stormwater
and flooding.
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Table 5. Issues of using permeable pavements in the sector.

No. of Respondents Respondent Type Benefit

19 6 Clients, 8 Contractors, 5 Consultants
Water infiltrates easily once
the surface course is cleaned

24 8 Clients, 8 Contractors, 8 Consultants
An easy solution to combine
a detention basin and road
to handle cloudbursts

14 5 Clients, 4 Contractor, 5 Consultants
More convenient to use a semi-separated solution
instead widening the existing pipeline

5 3 Contractors, 2 Consultants

When first constructed,
the pavement has a high infiltration rate,
higher than what is needed during
cloudbursts and heavy precipitation

3 1 Client, 1 Contractor, 1 Consultant
Even though it looks clogged in the surface,
the surface is still able to infiltrate water

24 8 Clients, 8 Contractors, 8 Consultants
Can easily be used in a cities or areas
where there is no room for basin etc.

24 8 Clients, 8 Contractors, 8 Consultants It is used as a reservoir with large capacity

24 8 Clients, 8 Contractors, 8 Consultants
Using the permeable sub-base as a reservoir
and pairing it with traditional asphalt layer

Respondents 1 and 3 were the clients of a permeable pavement project, as mentioned
in Section 4.1. All parties have performed infiltration tests, where they placed a 100 mm tall
plexiglass cylinder on top of the permeable pavement and measured the surface infiltration
rate in mm/s. The measurements were taken once a year at the same exact location, starting
in 2014 through to 2021. The results are shown in Figure 4 and are gathered from respondent
3. The permeable pavement is divided into lanes, so the left lane is cleaned once a year
with a vacuum cleaner, whilst the right lane is cleaned with a sweeper. These methods are
also used for traditional pavements. These are illustrated with blue and red regressions in
Figure 4, together with error bars that indicate the variation between each measurement.
The constant green line indicates 10 mm within 15 min of rain, which can be categorized as
a cloudburst.

Figure 4. Received measured data a permeable pavement, where drainage functions well.

As shown in Figure 4, it is clear to see that the permeable pavement is constructed
with a lot more ability with respect to water management than what is actually needed
during cloudbursts. The effect of either sweeping the pavement with a traditional sweeper
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or cleaning with a vacuum cleaner results in a limited difference, and the respondents
concluded that the cleaning process with a vacuum cleaner is not needed in the early stages
of the pavement’s lifecycle.

4.4. Road-Owner vs. Supply Company

The reoccurring theme during these interviews is the relationship between being a
road owner and a supply company. According to the contractors and consultancies, both
parties are seen as clients when it comes to constructing a pavement design that could
benefit both traffic and water management. Whom is permeable pavement really most
beneficial towards? The answer is simple: it is the supply companies, but who pays for the
pavement design?

The municipalities pay for the construction, and for the most part, also the maintenance
of the permeable pavements. Due to this settlement, many municipalities are not keen on
using permeable pavement as a solution. Respondents 2 and 5 addressed this as a difficult
issue, by stating that they are not interested in using permeable pavements due to the
expenses. However, if the supply company cared to at least pay for the maintenance, it
would be a better deal.

Respondent 1, the road owner, explained the following: We have agreed with the supply
company that we take care of the maintenance of the surface course and the curbs, while the supply
company takes action to clean the surface course of the permeable pavement in regards to obtain a
high infiltration rate, so it can still function and drain as desired.

Another road-owner, Respondent 8, pays for the vacuum cleaning themselves as the
supply company, and the road-owner could not agree on several things. Respondent 3
explained that it was important that the supply company is part of the conversation when
choosing to use permeable pavements as a SuDS solution in a certain area. Especially, the
supply company has the responsibility to (1) register information about the specific pipes,
reservoirs, etc., in a database where all required data for subsurface utility engineering are
registered, and (2) it is in the interest of the supply company to find a solution for water
management when the existing pipes are not capable of handling the high-intensity rainfall
events. It is important to specify that the excavators need knowledge about what they
should be aware of when excavating and what material they should use when constructing
the pavement again. The interviewed consultants, specifically respondents 20, 21, and 22,
explained that the factor of "who is responsible for what" is a big issue, and there should be
more official and general rules about it in the future. Respondent 22 additionally expressed:
". . . we cannot deny that roads and water systems in the future should be handled together, so there
is a general official need to have newer rules and newer guidance of who does what".

This clearly illustrates that there is a need for more communication about the mainte-
nance of permeable pavements. As indicated in the statements presented above, permeable
pavements are a combined solution to both water management and regular roads. The re-
sults of the semi-structured interviews are summarized in Table 6 and in the following
section:

1. Giving the client the assurance that permeable pavements can be used as SuDS
solutions;

2. The client is not aware of how to construct or what requirements to define for perme-
able pavements in tender documents;

3. The specifications for all materials in permeable pavements are issued in official
documents, including calculating the lifespan of permeable pavements;

4. All contractors being able to offer the same products fulfills the given official guide-
lines;

5. Between the municipality and the supply company—who manages what?
6. Guidelines for maintenance;
7. Limited usage of permeable pavements due to clogging and worn off top layer.
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Table 6. Empirical results.

No. No. of Respondents Respondent Type Conclusion

1 8 2 Clients, 1 Contractors, 5 Consultants
Giving the client the assurance that
permeable pavements can be used as SuDS solutions.

2 8 8 Clients
The client is not aware of how to construct or what
requirements to define
for permeable pavements in tender documents.

3 24 8 Clients, 8 Contractors, 8 Consultants
The specifications for all materials in
permeable pavements are issued in official documents,
including calculating the lifespan of permeable pavements.

4 17 7 Clients, 2 Contractors, 8 Consultants
All contractors being able to offer the same products
fulfills the given official guidelines.

5 8 6 Client, 2 Consultant
Between the municipality and the supply company.
Who manages what?

6 24 8 Clients, 8 Contractors, 8 Consultants Guidelines for maintenance.

7 11 8 Clients, 3 Consultants
Limited usage of permeable pavements due to
clogging and worn off top layer.

As extracted from the interview, these seven points clearly indicate the need for official
guidelines regarding both material properties, construction methods, and maintenance
to ensure a higher demand for permeable pavements from clients. This will be further
discussed in the following sections.

5. Discussion

Permeable pavements are, in theory, a great solution for water management. In reality,
they still cause a lot of issues, despite the benefits.

The respondents spoke freely about their experience with permeable pavements,
and the majority of the respondents agreed that permeable pavements are, in general, a
good solution, as water penetrates through the surface easily. There is, however, still room
for improvement. As discussed throughout this paper, in theory, permeable pavements
function as a great solution due to the merging of handling water through the pavement
construction, similar to a symbiosis. However, there are a lot of specific functional aspects
that make clients hesitant to invest in a SuDS solution and that kept the respondents from
seeing the solution as being beneficial in an all regards.

Referring back to Section 4 and Table 6, in which, seven bullets were extracted from
the interview data, the following is a discussion for each bullet:

(1) How can the client be assured to use permeable pavements as a SUDS solution
and (2) how can the client become aware of to how to construct and what requirements to
define for permeable pavements?

Traditionally, water is not allowed to enter the sub-base materials in regards to short-
ened lifespan [3,19,20], as discussed in Section 2. Using permeable pavements definitely
contradicts with the traditional pavement method and is unusual to all the interviewed
respondents categorized as clients, contractors, and consultancies. Some of the respon-
dents indicated a more conservative attitude and compared the permeable pavement to
the traditional pavement design. As discussed earlier and in other studies, water and
moisture has a risk of resulting in a greater loss of bearing capacity, thus causing permanent
deformation [10,18,23,27–29]. What should be kept in mind is the fact that permeable
pavement is constructed for water management; hence, nearly all fines are discarded from
the permeable sub-base material to function as a reservoir and still keep up with the bearing
capacity. It is therefore of interest and importance that the bearing capacity of a permeable
sub-base material under varying water level is identified to be able to ensure how big of a
loss in bearing capacity is applicable in this situation.
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As discussed in Section 2, Danish pavement systems are constructed based on frost
protection; hence, a minimum thickness for each traffic group is important [15]. Frost
protection is based on the water that evolves from the subgrade of clay or silt, which holds
the water and creates air voids [17,18,26]. With respect to permeable pavements, this aspect
changes the fact the pavement system should be constructed only based on frost protection,
as water is intentionally let through the pavement and all the materials in the pavement
design are exposed to water. Therefore, further experiences and guidelines, as well as
requirements, are important to specify to be able to construct a permeable pavement that
can withhold the traffic load and also function as a water management system.

The discussion above indicates that only some of the needs that should be looked into
to be able to give clients the assurance that permeable pavements are a sustainable solution
and hence also requirements to define.

Points (3) and (4) concluded that there is a need for specifications regarding construc-
tion, operation and maintenance, and official documents and that all contractors offering
the same product might be what is needed to actually be able to give the client the as-
surance that these pavements are a SuDS solution. Specification and official documents
are, as previously described in this paper, necessary to be able to provide the client with
what is expected and also for the client to know what to expect when investing in a SuDS
solution. One of the problems discussed during the interviews focused mainly on missing
official guidelines, calculation guidelines, and especially tender documents for this type
of pavement construction. To urge the clients and the industry to use these types of SuDS
solutions, this calls for fixed industry-wide guidelines. This, as well, applies to the building
industry. According to [37], tender documents in the building industry are rather lacking.
In fact, tender documents are in general lacking in the construction industry, which is
surprising, as tender documents are rather important documents for the contractor to be
able to construct what the client wants and what the consultant has advised.

(5) In this study, it was found that the relationship between the supply company
and the road owner is quite an important topic to take into account. Especially as water
and roads are expected to be more dependent on each other, a more general approach or
standard should be made as a standard agreement between the municipality and the supply
company. This will help out with the discussion between the two about who manages
what.

(6) Guidelines for maintenance are rather difficult to formulate, as the experience of
permeable pavements are project-dependent and depend on the surrounding area and
traffic. However, the maintenance can become of minor consideration if the permeable
pavement is constructed with a sealed top layer and a permeable sub-base.

(7) One of the issues regarding the permeable pavement surface that cannot be solved
with official guidelines is the clogged, cracked, and visually poor looking surface of the
porous asphalt top layer. This was discussed in Section 4.2 as one of the problems, which
is also mentioned in several studies [4,7,14,34]. Some of the clients were worried as they
are experiencing issues with the top layer as the construction of the pavement is finished,
and as the study [33] states for concrete porous surface top layers, it is necessary to perform
periodic cleaning to obtain the best results. However, this does not solve the specific
problem based on these interview, where the problem is not water management directly,
but the appearance and condition of the pavement a couple of years after the construction
phase has concluded. The top layer can be clogged with dirt that looks unappealing but
still functions for drainage. The clogged area can typically not be cleaned with a vacuum
cleaner, as this does not remove enough of the dirt accumulated in the surface. One way to
solve the issue is by constructing a sealed top layer instead of a porous medium and then
building in drain grates with sand traps that can be emptied once in a while. The sub-base
layer should be constructed with a permeable sub-base, so the pavement construction is
still used as a reservoir. This would eliminate the issue of clogging in the asphalt pores and
the expense of cleaning and similar maintenance.
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6. Conclusions

Permeable pavements are known to be sustainable urban drainage solutions. However,
is it a efficient solution?

The interviews reflected on many topics, revealing that the issues of permeable pave-
ment usage and maintenance and operation are strong and many. In general, there is a long
way to go for the client to be interested in permeable pavements with asphalt as a surface
layer and to finalize the deal.

Based on the empirical results, presented in this paper, permeable pavements are
clearly not the most efficient solution to climate adaptation, when looking at it from
both an economic and a sustainable (resource) perspective. Permeable pavement needs
maintenance, as also found in this empirical study, which revealed that the pavement
surface already needs some sort of reconstruction after 6–7 years of the pavement’s lifespan,
which is too soon according to clients when compared to traditional pavement.

As pointed out in the bullet points below, there are several needs to be satisfied by
different actors in the industry before this specific SuDS solution will increase in demand
and be useful in the future. As discussed in Section 4.2, the respondents clearly stated that
there is a need for knowledge about the materials that are used so that this can be part of
official guidance of construction, operation, and requirements for permeable pavements,
answering questions such as: What is it that we buy from the contractor? or Is the material
fulfilling the requirements set for it? Questions which are imminent to obtain answers to
for the contractor, consultant, and client to be able to design, build, and operate permeable
pavements.

• There is a need for official guidance and official tender documents on how to construct,
how to consult, and what to expect for the intended performance of the road.

• There is not enough information about the specific materials that are used in permeable
pavements.

• It should be considered whether a porous top layer is a solution that should be
recommended in the future.

• There is a need for official or general guidance between the road owner and the supply
company when using SuDS solutions.

The question remaining is: who will take the first step?

Author Contributions: D.V.M. wrote the entire draft version of the paper and revised it according
to comments from S.W. and J.V. All authors have read and agreed to the published version of
the manuscript.

Funding: This research was funded by the Innovation Fund Denmark, grant number 1044-00063B,
and by WSP Denmark A/S as part of an industrial PhD.

Institutional Review Board Statement: Not applicable.

Informed Consent Statement: Not applicable.

Data Availability Statement: The data presented in this study are available on request from the
corresponding author.

Acknowledgments: This research was supported by grants from the Innovation Fund Denmark,
grant number 1044-00063B, for the Industrial PhD program and by WSP Denmark A/S and Aalborg
University as part of an industrial Ph.D. Other partners are as follows: WSP Denmark A/S, Aalborg
University, Aalborg Municipality, and Danish Technological Institute.

Conflicts of Interest: The authors declare no conflict of interest.



Sustainability 2022, 14, 12432 18 of 19

References
1. Masson-Delmotte, V.; Zhai, P.; Pirani, B.; Connors, S.L.; Péan, C.; Berger, S.; Caud, N.; Chen, Y.; Goldfarb, L.; Gomis, M.I.; et al.

IPCC, 2021: Summary for Policymakers. In Climate Change 2021: The Physical Science Basis. Contribution of Working Group I to
the Sixth Assessment Report of the Intergovernmental Panel on Climate Change; Cambridge University Press: Cambridge, UK, 2021;
pp. 1–3949.

2. Climate, Energy and Building Ministry. Fremtidige Klimaforandringer i Danmark; Danmarks Klimacenter Rapport; DMI: Copen-
hagen, Denmark, 2014; pp. 1–35, ISBN 978-87-7478-652-8.

3. Muttuvelu, D.V.; Kjems, E. A Systematic Review of Permeable Pavements and Their Unbound Material Properties in Comparison
to Traditional Subbase Materials. Infrastructures 2021, 6, 179. [CrossRef]

4. Danish Road Directorate; COWI A/S. Permeable belægninger; Ministry of Transportation: Copenhagen, Denmark, 2015; pp. 1–98.
5. Hansen, K. Porous Asphalt Pavements for Stormwater Management; National Asphalt Pavement Association: Greenbelt, MD,

USA, 2008.
6. Harvery, J.; Shan, S.; Li, D.; Jones, J.; Wu. R. Fully Permeable Pavement for Stormwater Management: Progress and Obstacles to

Implementation in California; University of California: Berkeley, CA, USA, 2017.
7. Gerald, H. Performance Survey on Open-Graded Friction Coarse Mixes; NCHRP Synthesis of Highway Practice: Washington, DC,

USA, 2000; Chapters 1, 3 and 5.
8. Dawson, A. Water in Roads Structure-Movement, Drainage and Effect; Springer: Berlin/Heidelberg, Germany, 2008; ISBN 978-1-4020-8561-1.
9. Adlinge, S.S.; Gupta, A.K. Pavement Deterioration and its Causes. J. Mech. Civ. Eng. 2018, 10, 9–15
10. Kline, L. Comparison of Open Graded Friction Coarse Mix Design Methods Currently Used in the United States. Master’s Thesis,

Glemson University, Clemson, SC, USA, 2010.
11. Kurupou, U.; Rahman, A.; Rahman, M.A. Permeable pavement as a stormwater best management practice: A review and

discussion. Environ. Earth Sci. 2019, 78, 327. [CrossRef]
12. Beecham S.; Myers B. Structural and design aspects of porous and permeable block pavement. J. Aust. Ceram. Soc. 2007, 43, 74–81.
13. Beecham, S.; Pezzaniti, D.; Kandasamy, J. Stormwater treatment using permeable pavements. Water Manag. 2010, 165, 161–170.

[CrossRef]
14. Scholz, M.; Grabowiecki, P. Review of Permeable Pavement systems. Build Environ. 2007, 42, 3830–3837. [CrossRef]
15. Danish Road Directorate. MMOPP Dimensioneringsprogram for Vejbefæstelser; Ministry of Transportation: Copenhagen, Denmark ,

2017; pp. 1–108.
16. Brodersen, R. Consequences of Extreme Precipitation for the Deterioration of Road Constructions. Master’s Thesis, Aalborg

University, Aalborg, Denmark, June 2013.
17. Kolisoja, P. Large Scale Dynamic Triaxial Tests with Coarse Grained Aggregates. In Proceedings of the 4th International

Conference, Bearing Capacity of Roads and Airfields, Minneapolis, MI, USA, 17–21 August 1994.
18. Ekblad, J.; Isacsson, U. Influence of water on resilient properties of coarse granular materials. Road Mater. Pavement Des. 2006, 7,

369–404. [CrossRef]
19. Lekarp, F.; Isacsson, U.; Dawson, A. State of the art. I: Resilient response of unbound aggregates. J. Transp. Eng. 2000, 126, 66–75.

[CrossRef]
20. Lekarp, F.; Isacsson, U.; Dawson, A. State of the art. II: Permanent strain response of unbound aggregates. J. Transp. Eng. 2000,

126, 76–83. [CrossRef]
21. Cetin, A.; Kaya, Z.; Cetin, B.; Aydelik, A.H. Influence of laboratory compaction method on mechanical hydraulic characteristics of

unbound granular base materials. Road Mater. Pavement Des. 2014, 15, 220–235. [CrossRef]
22. Allen, J.J.; Thompson, M.R. Resilient response of granular materials subjected to time dependent lateral stresses. Transp. Res.

Board 1974, 510, 1–13.
23. Kamal, M.A.M.; Dawson, A.R.; Farouki, O.T.; Hughes, D.A.B.; Sha’at, A.A. Field and laboratory evaluation of the mechanical

behaviour of unbound granular materials in pavements. Transp. Res. Rec. 1993, 1406, 88–97.
24. Sangsefidi, E.; Wilson, J.D.; Larkin, J.T.; Black, M.P. The Role of Water in Unbound Granular Pavement Layers: A Review. Transp.

Infrastruct. Geotechnol. 2019, 6, 289–317. [CrossRef]
25. Rahman, S.M.; Erlingsson, S. Influence of Post Compaction on the Moisture Sensitive Resilient Modulus of Unbound Granular.

Int. Conf. Transp. Geotech. 2016, 143, 929–936. [CrossRef]
26. Tamrakar, P.; Nazarian, S. Moisture effects on moduli of pavement bases. Int. J. Pavement Eng. 2019, 22, 1410–1422. [CrossRef]
27. Kolisoja, P. Resilient Deformation Characteristics of Granular Materials. Ph.D. Thesis, Tampere University of Technology, Tampere,

Finland, 1997.
28. Isa, M. Unbound Pavement Base Coarses Parallel Study of Stiffness and Drainage Characteristics. Ph.D. Thesis, Louisiana Tech

University-UMI, Ruston, LA, USA, 1999.
29. Ovesen, N.K.; Leif Fuglsang, G.B.; Krogsbøll, A. Lærebog i Geoteknik; Polyteknisk Forlag: Lyngby, Denmark, 2012; ISBN

978-87-502-1042-9.
30. Danish Road Directorate. Dimensionering af Befæstelser og Forstærkningsbelægninge; Ministry of Transportation: Copenhagen,

Denmark, 2017; pp. 1–26.
31. Iqbal, A.; Rahman, M.M.; Beecham, S. Permeable Pavements for Flood Control in Australia: Spatial Analysis of Pavement Design

Considering Rainfall and Soil Data. Sustainability 2022, 14, 4970. [CrossRef]

http://doi.org/10.3390/infrastructures6120179
http://dx.doi.org/10.1007/s12665-019-8312-2
http://dx.doi.org/10.1680/wama.2012.165.3.161
http://dx.doi.org/10.1016/j.buildenv.2006.11.016
http://dx.doi.org/10.1080/14680629.2006.9690043
http://dx.doi.org/10.1061/(ASCE)0733-947X(2000)126:1(66)
http://dx.doi.org/10.1061/(ASCE)0733-947X(2000)126:1(76)
http://dx.doi.org/10.1080/14680629.2013.869505
http://dx.doi.org/10.1007/s40515-019-00084-9
http://dx.doi.org/10.1016/j.proeng.2016.06.074
http://dx.doi.org/10.1080/10298436.2019.1696460
http://dx.doi.org/10.3390/su14094970


Sustainability 2022, 14, 12432 19 of 19

32. Aalborg Supply Company. Separate Sewage, Separatkloaring. Available online: https://aalborgforsyning.dk/privat/priser/
(accessed on 14 May 2022).

33. Merten, F.R.M.; Dutra, V.F.P.; Strieder, H.L.; Graeff, Â.G. Clogging and maintenance evaluation of pervious concrete pavements
with recycled concrete aggregate. Constr. Build. Mater. 2022, 342, 127939. [CrossRef]

34. Young, C.F. Predicting physical clogging of porous permeable pavements. J. Hydrol. 2019, 481, 48–55. [CrossRef]
35. Brinkmann, S.; Tanggaard, L. Qualitative Methods, Kvalitative Metoder: En Grundbog; Hans Reitzel: Copenhagen, Denmark, 2015;

ISBN 9788741259048.
36. Brinkmann, S.; Kvale, S. Interviews: Learning the Craft of Qualitative Research Interviewing; SAGE Publications: Thousand Oaks, CA,

USA, 2015.
37. Mpofu, B.; Ochieng, E.G.; Moobela, C.; Pretorius, A. Profiling causative factors leading to construction project delays in the

United Arab Emirates. Eng. Constr. Archit. Manag. 2016, 24, 346–376. [CrossRef]

https://aalborgforsyning.dk/privat/priser/
http://dx.doi.org/10.1016/j.conbuildmat.2022.127939
http://dx.doi.org/10.1016/j.jhydrol.2012.12.009
http://dx.doi.org/10.1108/ECAM-05-2015-0072

	Introduction
	Background
	Research Methodology
	Literature Collection
	Empirical Data Collection
	Selection of Respondents
	Interview Process

	Data Analysis

	Results
	Experiences with Permeable Pavements
	Permeable Pavement Issues
	Permeable Pavement Benefits
	Road-Owner vs. Supply Company

	Discussion
	Conclusions
	References

