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MEMORANDUM 
 

Date:  October 11, 2021 

To:  Doug Crabtree 

From:  Hales Engineering 

 

Subject: Ashton Hill Estates and U.S. 20 Intersection Redesign 
UT21-2034 

This memorandum discusses the Ashton Hill Estates access onto U.S. 20, North of Ashton, Idaho. 

A study completed by Brigham Young University – Idaho (BYUI) students in January 2021 (see 

Appendix A), discussed alternative intersection configurations at this access to increase safety 

along U.S. 20. Hales Engineering has reviewed these alternatives and has the following 

comments and recommendations. 

Existing Configuration (no-build) 

The existing configuration of the intersections requires northbound left-turning vehicles to turn 

from the through movement passing lane. While warning signs for the approaching left-turn are 

present on northbound U.S. 20, this is still not an ideal solution and presents rear-end collision 

hazards as vehicles slow and queue to make the left-turn movement into the Ashton Hill Estates 

access from U.S. 20 (posted at 65 mph).  

Convert Northbound Passing Lane into Turn Lane 

In the BYUI study, the first alternative to the existing configuration would be to convert the existing 

northbound passing lane into a left-turn lane until just north of the intersection. Based on the ITD 

average daily traffic (ADT) data provided in the BYUI study, nearly 25 percent of the daily traffic 

on U.S. 20 are commercial vehicles. This potentially high volume of truck traffic in addition to the 

steep grade on U.S. 20 at the Ashton Hill Loop Road access show the need for the existing 

acceleration / passing lane on the highway. Hales Engineering does NOT recommend this option.  

Adding a Northbound Left-turn Lane 

An additional option presented by BYUI would be to widen U.S. 20 at the Ashton Hill Estates 

access and to install a northbound left-turn lane at the access. Due to the ridge on the east side 

of the U.S. 20 and the steep drop off on the west side of U.S. 20, this would likely be an expensive 

project and presents some considerable design constraints. This is a viable option. 
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Connection to Fisherman’s Drive 

An additional alternative would be to connect the existing Ashton Hills Loop to Fisherman’s Drive, 

south of the Ashton Hills / U.S. 20 access. The existing Fisherman’s Drive / U.S. 20 intersection 

has northbound left-turn and southbound right-turn pockets and is much safer than the Ashton 

Hill Estates access onto U.S. 20. Connection to Fisherman’s Drive could either be completed 

through a new roadway south from a point on the south end of Ashton Hills Loop (shown in blue 

in Figure 1) or through a roadway connection to 1600 North (shown in red in Figure 1). Hales 

Engineering would then recommend that the existing Ashton Hills Loop Road access onto U.S. 

20 be reduced to right-in right-out movements only to remove the existing safety hazard for 

northbound left-turning vehicles, and that a southbound right turn pocket be added for safety 

precautions.  

 

Figure 1: Sentence-cased without period at the end 
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Recommendations 

Of each of the alternatives evaluated, Hales Engineering recommends that a connection to 

Fisherman’s Drive be pursued. The Fisherman’s Drive / U.S. 20 intersection has the appropriate 

facilities and will allow full access into the project site without blocking northbound or southbound 

through traffic, greatly reducing conflict points and safety hazards on U.S. 20.  If this connection 

is obtained, Hales Engineering would recommend restricting the existing Ashton Hill Loop Road 

access to right-in, right-out movements only with a southbound right turn deceleration lane and 

pocket.  

If connection to Fisherman’s Drive is not feasible, Hales Engineering recommends that U.S. 20 

be widened at the Ashton Hills Estates access and that a northbound left-turn pocket and a 

southbound right turn pocket be added to separate these movements from the through traffic. 

Hales Engineering recommends that the northbound passing lane on U.S. 20 be maintained due 

to the steep grade and high percentage of truck traffic on the roadway. 
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Executive Summary 
The intersection of US 20 and Ashton Hill Estates poses a safety hazard for travelers along US 20 and 

residents of Ashton Hill Estates. This report describes and discusses several alternatives to increase the 

safety of this intersection.  

Several alternatives are presented with several factors analyzed by the design team including 

economics, impact on traffic, and accessibility to the subdivision in order to select the best solution out 

of the alternatives provided. A frontage road beginning at Fishermans Drive with retaining walls running 

parallel to US 20 was selected as the alternative for further analysis. With a frontage road running from 

Fishermans Drive it was found that the safety of the intersection would be greatly improved due to US 

20 being able to safely handle turning at that point in the highway. 

 Based on analysis, it was concluded that a frontage road running parallel to US 20 in order to access the 

Ashton Hill subdivision would be the best solution to the current concerns faced by both residents and 

travelers. As such it is recommended that the interested parties pursue proposing the selected 

alternative to the Idaho Department of Transportation.  
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Project Background 
The Ashton Hill Estates subdivision is accessed directly from the US 20 highway via a left turn shown in 

Figure 1. It is located about 3 miles north of Ashton, Idaho. US 20 is a preferred route for commercial 

vehicles accessing Montana due to the grade of the highway. Tourist traffic also comprises a great deal 

of traffic since US 20 leads to Yellowstone and Island Park.  

As the highway heads North of Ashton and goes over Henrys Fork, the ascension up the Ashton Hill 

begins. At the beginning of that bridge over Henrys Fork, there are two lanes for climbing up the hill. 

Due to commercial trucks slowing down to deal with the grade of US 20, most traffic passes the 

commercial traffic using the left lane. About 620 feet North from the bridge is the access to the Ashton 

Hill Estates subdivision. It is located on the West side of the highway. There are no turn lanes from 

either direction of traffic for this subdivision. When an induvial is traveling North on US 20 and wants to 

turn left (West) into the subdivision, the individual must stop in the passing lane to wait for a break in 

the oncoming traffic to complete the turn. This intersection is a cause of safety concern for the residents 

of the subdivision who risk obstructing traffic or a rear end collision as they decelerate in the passing 

lane and eventually come to a stop and wait for a chance to turn left into the subdivision. It is a 

particular safety concern to have vehicles decelerating and stopping in a passing lane as other vehicles, 

most notably those of tourists and travelers unfamiliar with the intersection will be accelerating as they 

try to pass the slower commercial traffic heading up the hill. 

The most recent construction completed on the Ashton hill was performed during the summer of 2019. 

The highway on the Ashton hill up to dump ground road was rebuilt because it had reached its design 

life (ITD). The residents of the subdivision were frustrated that the construction that was performed 

right in front of their subdivision did not do anything addressing the safety of the residents entering and 

exiting the subdivision.  

Annual Average Daily Traffic (AADT) of US 20 north of Ashton Idaho was approximately 3700 cars in 

2006 according to the U.S. 20 Corridor Plan Refresh report. With a growth rate of 1.34% per year the 

AADT projected by the year 2027 is approximately 4750 vehicles for this stretch of highway. However, 

according to GIS data from AADT 1999-Present provided by Idaho Department of Transportation 2019 

AADT was recorded to be approximately 4500 vehicles as shown in Figure 2, showing a sign of greater 

degree of growth that originally planned for from the U.S. 20 Corridor Plan Refresh. Figure 3 shows the 

commercial daily traffic.  
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Figure 1 – Ashton Hill Estates subdivision with a star marking the entrance to it from US 20 
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Figure 2 – Total Daily Traffic from ITD GIS 
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Figure 3 – Total Commercial Daily Traffic from ITD GIS 

 

According to GIS data provided by Idaho Department of Transportation Crash App, three recordable 

accidents have occurred at the intersection in question that can be directly attributed to the intersection 

as seen in Figure 4. Although there is not a lot of crash data, it can be concluded that there is an increase 

of accidents at the intersection as the AADT rises. 

 

 

Figure 4 – Recordable Accidents on Intersection of U.S. 20 and Ashton Hills Estates 

 

Residents of the Ashton Hill Estates subdivision including the presidents of the homeowner's association 

and a member of the Fremont county board of county commissioners and have expressed concern 
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regarding the risks involved in a left turn into the subdivision and have approached BYUI for alternative 

solutions to present to Idaho Department of Transportation.  

 

Proposed Alternative 1: No-Build Alternative  
By choosing to keep the intersection unchanged, the state would have no immediate cost. Though traffic 

flow is high during peak hours, the rest of the day has little congestion. Summer months may also show 

worse level of service (LOS) than state data and calculations have considered. The state should evaluate 

the number of users affected during peak hours before considering other build alternatives. It is unlikely 

to become worse in terms of LOS, peak hour users would remain dissatisfied, and the concern for safety 

at the intersection remains, potentially resulting in the need of alterations or further repairs in the 

future. Figure  5 shows the model used to run simulations in Vissim, with Figure 6 showing an example 

of the queues that occur when a resident turns into the subdivision. With a no build alternative this 

issue would not be addressed. Using a turn rate of approximately .5% these queues will occur at an 

increasing rate as annual daily traffic increases. Under current unfixed conditions it is approximated that 

this will occur three to six times an hour.  

 

 

Figure  5 – Vissim model of no build solution 
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Figure 6 – Example of a queue formed by left turn in Vissim model 

 

Proposed Alternative 2: Add Turn Lanes 
It is proposed to cut and fill material 12 feet from the west side of US 20 beginning from milepost 363.6 

to milepost 365. Making this change permits the space needed for a dedicated turn lane for vehicles to 

turn right into the development and another turning lane for vehicles turning left into the development. 

This solution will allow for cars turning left into the development to have a set aside area to safely wait 

for a left turn. With the ITD’s estimates on highway construction to be around one million dollars per 

mile per lane, it can be estimated at a cost of approximately 1.4 million dollars for this improvement. It 

will be the most inconvenient for the traffic on US 20. Using surface data provided by ITD, a full design 

was made of this alternative in MicroStation OpenRoads designer. The following figures display the 

horizontal alignment and proposed corridor in Figure 7 and the vertical alignment in Figure 8. In 

modeling this turn lane provided a safe space for the vehicle to wait, however wait time for the vehicle 

turning into the subdivision was still excessive as traffic coming down the Ashton Hill prevented safe 

turns for long periods of time.  
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Figure 7 – Horizontal Alignment and proposed corridor on Highway 20 

 

 

 

Figure 8 – Vertical profile and alignment of the proposed section of US 20 
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Proposed Alternative 3: New Road from Fishermans Drive with Retaining 

Walls 
With this alternative the access from the subdivision to US 20 would be closed after the state would 

purchase an easement on the land just west of the highway and build a road from Fishermans Drive to 

Ashton Hill Loop. It will require some cut and fill, along with some retaining walls in a worst-case 

scenario. US 20 already has turn lanes running both northbound and southbound at the intersection of 

US 20 and Fishermans Drive. Figure 9 shows the location of the proposed new road and retaining walls 

from Fishermans Drive. 

  

 

Figure 9 – Proposed location of Alternative 3’s new road and retaining walls 

 

 

Proposed Alternative 4: New Road from E 1600 N 
With this alternative the access from the subdivision to US 20 would be closed after the state would 

purchase an easement of the short dirt road leading from E 1600 N to Ashton Hill loop shown in a red 

outline of route in Figure 10. The road would need to be upgraded from a two-rut farmer road to a 

standard rural asphalt road. E 1600 N connects to Fishermans Drive. US 20 already has turn lanes 

running both northbound and southbound at the intersection of US 20 and Fishermans Drive. E 1600 N 

would need repairs or improvements along the road to handle the additional traffic flow from residents 

accessing the Ashton Hills Estates development. 

Fishermans Drive 

US 20 
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Figure 10 – Proposed Alternative 4 new road from E 1600 N to the subdivision 

 

 

Selected Alternative: New Road from Fishermans Drive with Retaining 

Walls 
 

Horizontal Alignment 

 Figure 11 displays the horizontal alignment of the proposed road designed in MicroStation Openroads 

designer. It follows an existing trail leading into the subdivision from Fishermans Drive leading onto 

Ashton Hill Loop. The curves of the existing trail were reduced in order to extend stopping sight distance 

and to soften the tighter radii. 
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s  

Figure 11 – Horizontal alignment of the proposed road 

 

 

Vertical Alignment 

The surface data provided by the Idaho Transportation Department did not cover the location of the 

proposed frontage road. For elevations needed for vertical alignment Google Earth was used to find 

elevation of points along the proposed route. Elevations found from this method are found in Figure 12 

and recorded in Table 1 below. 
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Figure 12 – Elevation stations locations used to find elevations found on Google Earth 
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Table 1 – Elevations at each station in relation to Figure 12 

Station 

Distance 

from 

stations (ft) Elevation (m) Elevation (ft) 

0 0 1585 5200.13 

1 50 1588 5209.97 

2 100 1589 5213.25 

3 150 1590 5216.54 

4 200 1593 5226.38 

5 250 1596 5236.22 

6 300 1597 5239.50 

7 350 1599 5246.06 

8 400 1600 5249.34 

9 450 1601 5252.62 

10 500 1601 5252.62 

11 550 1601 5252.62 

12 600 1601 5252.62 

13 650 1599 5246.06 

14 700 1599 5246.06 

15 750 1599 5246.06 

16 800 1599 5246.06 

17 850 1600 5249.34 

18 900 1600 5249.34 

19 950 1600 5249.34 

20 1000 1600 5249.34 

21 1050 1600 5249.34 

22 1100 1600 5249.34 

23 1135 1600 5249.34 

 

 

Using these elevations from Google Earth, a slope of 2.8% was found to be needed for the road with 

approximately 11,200 yd3 of cut needed to maintain proper slope. Retaining walls will be needed for 

slope stability along the proposed route which will be discussed in the retaining wall section of this 

report.  

 

Retaining Wall 

Under worse case scenarios, a retaining wall on each side of the new road will be needed for the first 

200 feet beginning from Fishermans Drive. A simple cantilever retaining wall would be sufficient for the 

requirements that are needed to hold the soil back and allow for a safe roadway to be present. The 

elevation difference form Fishermans Drive to the top of the hill that the road will be going through is 

55.5 ft.  
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The retaining walls will need to be 8 feet tall. Figure 13 shows all the dimensions of the retaining wall. 

The soil above the retaining wall would be able to slope up to 10 degrees from the wall. A proper soil 

sample was not conducted at the exact site, but consultation from a Geotechnical Engineer Professor at 

BYU-Idaho, Arron Smith, advised some conservative soil sample numbers that would be adequate and 

safe for the initial stages of this retaining wall. The retaining wall has factors of safety for overturning, 

sliding, and bearing considered when designing it. Those numbers for this design calculated to be as 

follows: 3.7, 6.9, and 12.9, respectively. The cross-sectional area of the retaining wall is 16 ft2 and for a 

wall on each side of the road the volume of concrete required is 237 yd3. Other calculations for the 

Retaining wall are found in Appendix C in Table C1. Figure 14 shows a cross-sectional view on how they 

would sit in relation to the road in the worst-case scenario. 

 

 
Figure 13 – Required dimensions of the retaining wall 

 

 

 

Figure 14 – Cross-sectional view of both retaining walls with road 
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Pavement Design 

Pavement will be in accordance with Idaho Department of Transportation requirements. In order to 

select appropriate pavement binder temperature data for the area in question is required. Due to the 

proximity of Ashton Hills Estates to Rexburg, Idaho climate data from Rexburg will be used for a base 

selection of pavement binder. In order to attain a more accurate binder selection, temperature data 

from Ashton would be required. Based on provided climate data for Rexburg, Idaho in Appendix C Figure 

C1 through Figure C4, a pavement binder was selected for both the 98% and 50% confidence levels. For 

98% confidence PG  70-34 was selected and for 50% confidence PG52-10 was selected.  Calculations for 

binder can be found in Appendix C, Figure C4.  

Typical Cross Section 

The ITD rural two lane road standard was followed in the design of the pavement cross section of the 

proposed road. The road will have 4” of asphalt on top of 6” of a ¾" aggregate base and 6” of a granular 

subbase. Below is shown the ITD standards in Figure 15 and the proposed design via MicroStation in 

Figure 16. 

 

 

 

 

Figure 15 – Typical Cross Section for Rural Two-Lane Road from Idaho Department of Transportation 

 

Figure 16 – Design of the proposed road in MicroStation OpenRoads Designer 
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Hydraulic Design 

According to FEMA, “Flood zones are land areas identified by the Federal Emergency Management 

Agency (FEMA).  Each flood zone describes that land area in terms of its risk of flooding.  Everyone lives 

in a flood zone-it’s just a question of whether you live in a low, moderate, or high risk area.” The 

proposed frontage road will fall in a Flood Zone X shown in Figure 17. A flood zone with this designation 

is an area of minimal flood hazard with approximately a .2% chance of annual flood hazard. These are 

usually depicted by Flood Insurance Rate Maps as above the 500-year flood level. According to Flood 

Zone codes for Freemont County, these areas may have local drainage problems that do not warrant a 

detailed study or designation as a base floodplain. 

 

Figure 17 – Flood zone of proposed road (Idaho Flood Hazard Map) 

 

 

From the Idaho Department of Transportation Roadway Design Manual Appendix B.3 several technical 

data factors need to be determined from the proposed roadway in order to use the small area 

nomograph method for ungauged drainage basins of less than 10 square miles. Appendix B.30.02 states 
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that thunderstorm runoff must be obtained through finding several factors. The elevation drop of 

drainage on the proposed road is approximately 50 feet. The length of the proposed frontage road is 

1200 feet with a width of 40 feet giving an area of approximately 1 acre to consider for drainage 

watershed. A runoff factor of approximately 15 was calculated using Figure 18 as well as from Figures in 

Appendix A.  

Figure 18 – Q Factors for Runoff 

 

 

Using the Small Area Nomograph from the Roadway Design Manual Appendix B with the estimate of a 1 

hour 50-year thunderstorm raining at 2 inches per hour, discharge generated from the roadway would 

be approximately 15 cubic feet per second. Nomograph results are shown in Figure 19.  
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Figure 19 – Small Area Nomograph for Design Discharge 

 

 

As shown in Figure 20, the main cause of concern for flood in the affected area will be a combination of 

convective storms and snowmelt.  
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Figure 20 – Major Causes of Flooding In Idaho 
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 According to Idaho Department of Transportation Roadway Design Manual Appendix B “Floods greater 

than about 300 cfsm (cubic square feet per minute) have rarely been observed on basins greater than 4 

square miles. Most floods having rates greater than 300 cfsm occur in unforested basins, a few of which 

have been denuded by range fires. This large a flow has been recorded at only one site on a forested 

basin, Canyon Creek tributary near Lowman (M13234215), and there the forest cover was light. All 

floods greater than 300 cfsm were from intense thunderstorms and were unassociated with snowmelt. 

All basins with floods greater than 100 cfsm have drainage areas less than 40 square miles, and only five 

of these floods were not caused by intense thunderstorms. Conversely, a flood greater than 100 cfsm 

has not yet been recorded in Idaho on a basin larger than about 400 square miles.” The area in question 

is safely within these parameters set this proposed roadway safely within conditions where heavier 

floods than calculated should not occur.  

Drainage designed with these considerations in mind will be adequate for all drainage issues caused by 

both snowmelt and thunderstorms for the affected area. 

 

Traffic Control 

The traffic control of the proposed design includes signage, striping, and the general reconfiguration of 

the lanes on the roadway. A stop sign is recommended on the proposed street and the intersection with 

E 1580 N and at the intersection of Ashton Hill Loop. Striping shall be in accordance with MUTCD 

guidelines with passing lanes established according to Figure D1 in Appendix D. The speed limit on the 

road will be 25 mph in accordance with AASHTO sight distance guidelines in Figure D2 in Appendix D. 

 

Sight-Distance Analysis 

The minimum stopping sight distance for the proposed road is 155 ft. This sight distance was 

incorporated into the design of the horizontal alignment and vertical curve to be able to maintain a 

speed limit of 25 mph throughout the corridor Figure D3 in Appendix D. 

 

Roadside Design 

According to Idaho Department of Transportation Roadway Design Manual, “The vertical or near vertical 

face of pavement edges affect the steering and recovery of a vehicle onto a surfaced roadway when the 

right wheels drop over the pavement edge. Backfilling against the pavement edge with foreslope 

material is a temporary solution. Roadway drainage tends to flow along the pavement edge, eroding this 

backfill material and causing either a re-occurring maintenance requirement or an exposed pavement 

edge.” To comply with standards for roadway design a shoe of 18 inches wide will be used for pavement 

depths of .2 feet or less, for depths greater than .2 feet a shoe width of 24 inches will be used.  

Clear zones for proposed roads shall be in accordance with Idaho Department of Transportation as 

shown in Figure 21. With a proposed speed of 25 miles per hour fill slopes and cut slopes for 40 miles 

per hour will be used to design clear zones in order to maintain safe clear zones and roadside design. 

Clear distances from US 20 will be observed in the positioning of the frontage road.  
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Figure 21 – Clear Zone Distances 

 

 

For specific roadside design on major horizontal curvatures, the formula found in Figure 22 will be used. 

No major horizontal curvatures needing specific clear zone calculations are in the proposed frontage 

road with the proposed horizontal alignment. 
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Figure 22 – Clear Zone formula 

 

 

Any isolated item located on the roadside but outside of the selected clear zone should be analyzed for 

solutions to issues that may arise. No objects that need to have special analysis considered are known to 

exist.  

 

Economic Analysis 

Similar projects at ITD cost about one million dollars per lane per mile for highways, and slightly less for 

rural roads (Calderwood). With this assumption base values could be easily attained by knowing the 

length of the road and the number of lanes. With these figures it was estimated that the road itself 

would cost about $400,000 and the cost of the concrete retaining walls would be an additional 

$150,000. Prices for concrete were sourced from local concrete companies and labor costs were 

estimated using the 2018 edition of the National Construction Estimator. With these summed the total 

cost of the project will be about $550,000. Additional calculations pertaining to the economic analysis 

can be found in Appendix E in Table E1 and Table E2. 

 

Conclusion 
The intersection of Ashton Hill Loop and U.S. 20 in Fremont County, Idaho needs redesign or other 

improvements to decrease daily traffic congestion. There are many viable solutions to this congestion. 

Possibilities are the construction of an additional lane on U.S. 20 for turning, the installation of a 

frontage road running parallel to U.S. 20 intersecting with Fishermans Drive, or the purchase and 

improvement of E 1600 N. Several factors were analyzed including economics, impact on traffic, and 

accessibility to the subdivision, it was determined that the best option is closing the existing entrance to 

Ashton Hills Estates with the addition of a new frontage road running parallel to US 20 running from 

Fishermans Drive going into Ashton Hill Estates. As a secondary option purchasing the rights for 1600 N 

and making improvements on that road would provide an alternative solution to address safety 

concerns.  
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Appendix A: Hydraulic Data 

 

Figure A1 – Idaho Hydrology Zones 
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Figure A2 – Zone I Intensity Curves
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Appendix C: Engineering Calculations 
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Figure C1 – Temperature Data 
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Figure C2 – Temperature Data Continued 
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Figure C3 – Temperature Data Continued 
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Figure C4 – Temperature Data and Binder Calculations 
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Table C1 – Calculations for the Retaining Wall used on Proposed Alternative 3 
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Appendix D: MUTCD Figures 
 

 

Figure D1 – Example of Approved Striping Patterns (Idaho Supplementary Guide to MUTCD) 
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Figure D2 – Passing Sight Distance 

 

Figure D3 – Minimum stopping sight distance and speed limit 
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Appendix E: Economic Analysis 
 

Table E1 – Economic Analysis Calculations 

 Given: Find:    /yr or /m 

A P A i: 5% %/yr 

F Given Value:  $500,000.00  n: 20 yr 

G New Value:  $40,121.29     

P      

      

%/m  Alt. 1 Alt. 2 Alt. 3 Alt. 4 

%/yr Cap. Cost 0 1400000 5032214 200000 

 Ann. Maint. 0 35000 1500 500 

 Ann. User Cost 0 0 0 0 

 Salvage Value 0 0 0 0 

 Totals 0 1435000 5033714 200500 

 Cost 0 1400000 5032214 200000 

 Benefit 0 35000 1500 500 

      

 BC 2/1 -0.025    

 BC 3/2 0.009223025    

 BC 4/3 -0.000206944    

 

 

Table E2 – Concrete Cost Estimates 

Concrete Database 

         

     Suppliers 
DESCRIP

TION TYPE 
CATEGO

RY SIZE UNITS 
Walter(R

ex) 
KnifeRiv

er 
BMC(RE

X) SunRoc 
2500 psi 
Concrete 2500 Cncrt 1 yd  $116.00   $117.00   $-     
3000 psi 
Concrete 3000 Cncrt 1 yd  $118.00   $119.00   $-     
3500 psi 
Concrete 3500 Cncrt 1 yd  $122.00   $123.00   $-     
4000 psi 
Concrete 4000 Cncrt 1 yd  $126.00   $127.00   $-     
4500 psi 
Concrete 4500 Cncrt 1 yd  $136.00   $138.00   $-     
5000 psi 
Concrete 5000 Cncrt 1 yd  $146.00   $148.00   $-     
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FOUNDA
TION 
COATING Coat CncrtMat 1 gal  $-      $10.25   $13.20  
Foundatio
n Parging Coat CncrtMat 1 SF    $0.32   $1.07  
Foundatio
n 
Damppro
ofing Coat CncrtMat 1 SF    $0.18   $1.31  
Lime 50# 
Bag Mark CncrtMat 1 bag  $-      $11.99   $12.25  
Marking 
Paint Mark CncrtMat 1 can  $-      $6.52   $4.97  
Concrete 
Form 
Release 
(Covers 
1000 SF) Oil CncrtMat 1 gal  $-      $13.80   $14.95  
WOOD 
STAKES  
1" X 2" X 
18" Stks CncrtMat 24 Stks/bndl  $-      $9.52   $10.64  
WOOD 
STAKES  
1" X 2" X 
24" Stks CncrtMat 24 Stks/bndl  $-      $13.65   $12.66  
WOOD 
STAKES 
1" X 2" X 
36" Stks CncrtMat 24 Stks/bndl    $19.50   $15.47  
STRING  
#18 X 
800' Strg CncrtMat 1 roll  $-      $4.19   $8.98  
Concrete 
Tie Wire  Tie CncrtMat 1 roll  $-      $5.97   $4.97  
1/2" x 8" 
Foundatio
n Bolts Bolts CncrtMat 1 Ea    $0.99   $1.49  
1/2" x 10" 
Foundatio
n Bolts Bolts CncrtMat 2 Ea    $0.99   $1.75  
1/2" x 12" 
Foundatio
n Bolts Bolts CncrtMat 1 Ea    $1.75   $1.99  
1 Gal. 
Conc. 
Cure 
(covers 
300 SF) Cure CncrtMat 300 SF    $12.00   $16.28  
         

         
3/8" X 20' 
GRADE 
40 
REBAR #3 Rebar 20 ft  $-      $6.50   $8.75  
1/2" X 20' 
GRADE 
40 
REBAR #4 Rebar 20 ft  $-      $9.54   $10.97  
3/4" x 20' 
Grade 40 
REBAR #7 Rebar 20 ft  $-      $12.99   $14.97  
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5/8" X 20' 
GRADE 
40 
REBAR #5 Rebar 20 ft  $-      $11.27   $15.97  
         
6" x 6" 
W1.4 
xW1.4 (#6 
x #6) 6" WWM 1 SF    $1.10   $2.73  
         

         
3/8" 
Crushed 
Stone 
Road 
Base  3/8 

Aggregat
e 1 CY  $38.00     

3/4" 
Crushed 
Stone 
Road 
Base  3/4 

Aggregat
e 1 CY  $36.00     

1-1/2" 
Crushed 
Stone 
Road 
Base 1 1/2 

Aggregat
e 1 CY  $35.00     

3/4" 
Washed 
Gravel  3/4 

Aggregat
e 1 CY  $38.00     

1-1/2" 
Washed 
Gravel 1 1/2 

Aggregat
e 1 CY  $36.00     

Fill Sand Sand 
Aggregat

e 1 CY  $17.80     

         
Silt Fence 
2' x 100' x 
6 mill poly  Silt Fence 100 LF    $24.99   $26.33 
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