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Wind continued on page 6

A wind turbine blade on a truck. Photo courtesy Jackson County

Road damage: the unintended consequence of 
wind farm development
The wind farms are coming whether we like it 
or not (and there are loud voices on all sides of 
the issue). Minnesota is currently fifth in wind 
power capacity after Texas, Iowa, California, 
and Washington. At the end of 2007, nine 
counties in southwestern Minnesota had 1024 
megawatts (MW) of installed wind energy 
capacity. Experts estimate that our state’s 
capacity will be from 4,000 to 6,000 MW by 
2025. Currently, there are existing or permit-
ted “Large Wind Energy Conversion Systems” 
(LWECS—defined as potential producers of 
5 or more MW) in more than one-quarter of 
Minnesota’s 87 counties.

In addition to the promise of clean energy, 
this growth industry is bringing other ben-
efits to Minnesota. Wind farm construction 
provides jobs. Furthermore, the state exacts a 
wind production tax that varies from 0.0012 

A handbook developed for a new Minnesota 
LTAP workshop—Minnesota’s Best Practices for 
Traffic Sign Maintenance and Management—will 
soon be available on our Web site. 

In 2005 the Federal Highway Administration 
revised the Manual on Uniform Traffic Control 
Devices (MUTCD) and changed the guidance 
related to maintaining minimum levels of traffic 
sign retroreflectivity from a recommended prac-
tice to a required activity. This new provision went 
into effect in January. By January 2012, agencies 
are required to adopt a method of maintaining 
their signs. By January 2015, most signs along 
your system must meet the new requirements, and 
by January 2018, ALL of your signs must meet the 
minimum levels of retroreflectivity.

The first offering of the workshop, held this 
past spring, provided an overview of the new 

provisions of the MUTCD, summarized the alter-
native methods for sign maintenance, and then 
focused on a potentially powerful strategy that has 
only been hinted at in the previous training mate-
rial—reducing your sign maintenance costs by 
substantially reducing the number of signs along 
your system of roadways. 

The handbook presents information about which 
signs are considered to be required, which signs 
have been proven to be effective at either changing 
driver behavior or reducing crashes, and how to 
establish policies and procedures for your agency 
that move you toward compliance with the new 
requirements while also managing your risk. It 
was produced by Mn/DOT, the LRRB, Minnesota 
LTAP, and CH2M HILL. Check the Minnesota 
LTAP Web site in a few weeks to download your 
copy or attend one of our fall trainings. LTAP 

Best practices handbook from Minnesota LTAP Jim Grothaus elected NLTAPA vice 
president

Jim Grothaus, director of Minnesota LTAP, 
was elected vice president of the National 
Local Technical Assistance Program 
Association (NLTAPA) at the 2010 
NLTAPA meeting in July. Grothaus is the 
director of training and technical assistance 
at the Center for Transportation Studies 
(CTS), which houses Minnesota LTAP. 
NLTAPA is a not-for-profit organization 
representing and serving the 58 LTAP and 
TTAP member-centers in the United States 
and Puerto Rico.

In other news, Laurie McGinnis, a 
member of Minnesota LTAP’s Steering 
Committee, was appointed director of CTS effective July 
5, 2010. She had served as acting director since October 
2009. LTAP

Laurie McGinnis

Jim Grothaus

CTS research conference coverage 
inside

Sprinkled throughout this issue of the Exchange are 
articles summarizing presentations from the 21st Annual 
CTS Transportation Research Conference, held April 27 
and 28 in St. Paul. The conference featured more than 75 
presentations over two days by leading scholars, public 
officials, and professionals in the fields of transportation 
funding, technology, infrastructure, and land-use plan-
ning. Watch video and download presentations at www
.cts.umn.edu/Events/ResearchConf/2010. 

The 22nd Annual CTS Transportation Research 
Conference will be held May 24–25, 2011, in St. Paul. 
LTAP
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Local Roads Safety Resource CD

A new Federal Highway Administration (FHWA) 
CD provides quick and easy access to the latest 
information on local roads safety. Organized by 
topic area, the Local Roads Safety Resource CD 
provides guidance, tools, and other resources 
from government agencies and national associa-
tions on local roadway safety.

The CD is organized by the following topic 
areas: crash data, crash types, FHWA safety pro-
grams, general resources, road user safety, out-
reach material, and local roads safety research. 

Order a copy of the CD at safety.fhwa.dot.gov
/local_rural/training/resourcecd. LTAP

The vast majority of Americans interviewed in a 
national poll believe winter is the most dangerous 
time for driving, but the truth is that summer driv-
ing is the most perilous, according to the University 
of Minnesota’s Center for Excellence in Rural Safety 
(CERS). 

In survey findings, CERS researchers discovered 
that 83 percent of Americans consider winter to be 
the most dangerous season to be driving on rural 
roadways. Only 8 percent believe summer is the 
most dangerous time. However, about one in three 
fatalities happen during the three months of sum-
mer, a significantly higher fatality rate than the 
winter months, as well as the overall non-summer 
rate. Moreover, the Fourth of July is often the most 
dangerous driving day of the year, according to the 
National Highway Traffic Safety Administration. 
Crowded rural roads and holiday-related drinking 
are among the many factors that contribute to the 
danger.

The survey also found that Americans are over-
whelmingly supportive of policies to reduce road 
fatalities, including many policies considered by 
public officials and citizens to be too contentious 
to implement.  CERS researchers conducted an 
extensive review of research related to various road 
safety public policies. The research found that six 

public policies are particularly effective in reducing 
rural road fatalities: primary seat belt laws, sobriety 
checkpoints, a motorcycle helmet mandate, gradu-
ated driver’s licenses, automated speed enforcement, 
and breathalyzer-based ignition locks. 

Adoption of many of these evidence-based poli-
cies has been limited in part by a perception among 
some policymakers that the policies lack public sup-
port. However, the findings of this national survey 
call these assumptions into question, CERS director 
Lee Munnich said. 

More information about the survey and its find-
ings, including a link to a June 28 webinar, are 
online at www.ruralsafety.umn.edu. LTAP

The Minnesota Local Technical Assistance Program is part of the Federal 
Highway Administration’s Local Technical Assistance Program (LTAP). LTAP is a 
nationwide effort designed to foster and improve information exchange among 
local practitioners and state and national transportation agencies. Minnesota 
LTAP is administered by the Center for Transportation Studies at the University of 
Minnesota, and cosponsored by the Minnesota Local Road Research Board and the 
Minnesota Department of Transportation. 

The University of Minnesota is committed to the policy that all persons shall have 
equal access to its programs, facilities, and employment without regard to race, 
color, creed, religion, national origin, sex, age, marital status, disability, public assis-
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The transportation policy bill signed this spring by 
Gov. Pawlenty included a new state Complete Streets 
policy. Complete Streets is a movement aimed at 
designing our transportation infrastructure with 
consideration for the safety and accessibility of users 
of all ages and abilities (see page 5 for related article). 
Mn/DOT is embarking on a process to better define 
what Complete Streets means on its facilities as 
well as what it means on city and county state-aid 
facilities. In the meantime, the legislation has raised 
awareness related to better accommodating pedestri-
ans and bicyclists on our transportation system.

This doesn’t necessarily mean adding expensive 
infrastructure for bicyclists and pedestrians. It is 
more an awareness of balancing the infrastructure 
to accommodate all users, not just providing the 
fastest car commute possible. A recent case study 
of an economical Complete Streets conversion is a 
small project I did for the City of Pine Island.

Unfortunately, there have been two crashes involv-
ing pedestrians on Main Street in Pine Island in 
the last three years. This is a disturbing trend since 
only 1.2% of crashes in Minnesota involve pedes-
trians, yet 5.5% of the people killed in car crashes 
were pedestrians, according to the Minnesota Motor 
Vehicle Crash Facts, 2008.  The city asked me to 
analyze the two key intersections on Main Street 
and recommend ways to make the three-block Main 
Street safer for pedestrians. I analyzed the vehicle 
capacity at the intersections, the on-street parking, 
and the pedestrian patterns. Then I ranked 10 dif-
ferent pedestrian enhancements that could make 
Main Street safer for pedestrians.  

We settled on a relatively low-cost solution that 
has been pioneered in New York City over the last 
five years, but to our knowledge doesn’t yet exist in 

Minnesota. The city and Goodhue County (Main 
Street is a county state-aid highway) have agreed to 
paint bump-outs on the corners of the intersections 
and place large planters in the bump-outs.  This will 
narrow the crossings so pedestrians don’t mix with 
vehicles as long. We’ll also be eliminating a right-
turn lane on Main Street, which should slow down 
traffic without creating congestion.  

Adding some paint and planters can be imple-
mented quickly and it is much cheaper than chang-
ing curb lines and storm sewer catch basins. This 
treatment has the benefit of being a beautification 
project, and it can easily be changed if need be. 
All of these benefits for the cost of some paint and 
planters. LTAP

—Mike Spack, LTAP contributor
(Mike Spack, P.E., is the president of 
Spack Consulting and an adjunct pro-
fessor in the University of Minnesota 
Department of Civil Engineering. He is 
a regular contributor to the newsletter, 
writing brief articles on traffic engineer-
ing topics.)

the traffic corner: inexpensive Pedestrian improvements

Public perception of rural driving and safety policies

A bump-out

Mike Spack



M i n n e s ota te c h n o lo gy exc han g e          

Fall 2010 • Page 3

lrrb uPdateThe Local Road Research Board is a 
major supporter of Minnesota LTAP

Project	leader: Tom Wesolowski 

Agency: City of Shoreview

Phone: 651-490-4652

Problem:	The city’s current strategy for sealing 
along cold longitudinal asphalt joints and at the 
interface of asphalt pavement and concrete curb 
and gutter was to use the same tack material that 
was placed between the asphalt lifts. The tack 
works well initially to seal the joint and keep out 
water, but as movement of the pavement and/
or curb and gutter occurs, the seal is broken and 
water starts to penetrate the joint and undermine 
the asphalt.

Solution: An asphalt joint adhesive was used as a 
sealant on the cold longitudinal asphalt joints and 
at the interface of asphalt pavement and concrete 
curb and gutter as part of the city’s 2007 Road 
Reconstruction Project. The asphalt joint adhesive 
is pliable and will allow movement to occur with-
out breaking, keeping the joint sealed.

Procedure: The joint adhesive was placed over 
the entire face of cold joints or interface edge of 
asphalt pavement and concrete curb and gutter 
immediately in front of the paving
operation.

Results:	The asphalt joint adhesive did provide a 
seal between the asphalt pavement and the con-
crete curb and gutter, but the adhesive will need 
to be evaluated over time to determine if it will 
provide a long-term seal.

Approximate	Cost:	$10,000

Implementation:	A majority of the streets 
included in the city’s 2007 Road Reconstruction 
Project included the use of the asphalt joint 
adhesive.

Status:	Complete LTAP

oPera spotl ight: 
Hot-Applied Asphalt as an Adhesive on Cold Longitudinal Asphalt Joints

Urban mailbox installation 
guidelines

Urban mailboxes come in all types and sizes, and 
some are aging or installed improperly—putting 
them at risk for damage during winter maintenance 
operations. Many residents expect replacement or 
repair if their mailboxes are damaged. 

The City of Eagan created several documents to 
educate the city council and residents on the need 
for proper mailbox installation:

• Standard plate—mail and paper box installation 
guidelines. The guidelines specify that the front 
of the mailbox must be behind the back of the 
curb, and the bottom of the mailbox must be a 
minimum 48 inches above street level.

• Memo to mayor and city council members. 
This memo explained the need to standard-
ize mailboxes to reduce damage from winter 
maintenance. 

• Resident notice flyer. This notice is sent to resi-
dents with non-complying mailboxes notifying 
them of the need to modify their mailbox.

The materials are available on the LRRB Web site 
at www.lrrb.org/PDF/2010MAIL.pdf. LTAP

Safer roadways, reflectivity, and signage
In the CTS Research Conference session titled 
“Keeping the Road Visible,” presenters focused on 
reducing deaths on Minnesota roadways by empha-
sizing the importance of maintenance crews, sign 
reflectivity, and effective signage.

Ranae Kuehl and Carla Stueve of SRF Consulting 
presented highlights from two rural road safety 
workshops funded by the Minnesota Local Road 
Research Board (LRRB) to help reach the goals of 
the state’s Toward Zero Deaths program. 

The first workshop, developed in 2008, focused on 
rural road safety solutions and was targeted at state 
and local agency engineers. Its goal was to cultivate 
a “culture of safety,” Kuehl said. The workshop was 
presented in eight locations statewide and attended 
by 136 engineers.

The second workshop, developed in 2010, focused 
on rural road maintenance and was targeted at 
maintenance staff. The workshop emphasized 
safety through change and encouraged mainte-
nance workers to think of themselves as the eyes 
and ears of the highway/road departments in the 
state. Maintenance workers were encouraged to look 
for and make note of the condition of pavements, 
shoulder drop-offs, signs, pavement markings, and 
traffic signals, as well as off-road obstructions such 
as broken guardrails, vegetation affecting sight lines, 
and water drainage problems. 

The maintenance workshop was presented at the 
2010 Minnesota Spring Maintenance Training Expo, 
and 40 maintenance staff attended. Minnesota LTAP 
will offer the workshop periodically. 

“We promote workers to be safety advocates by 
taking on a personal role to advocate for safety,” 
Stueve concluded.

Kuehl was then joined by Mark Vizecky of  
Mn/DOT to discuss new sign retroreflectivity 
guidelines. By 2018, all road signs will need to 
adhere to the Federal Highway Administration’s sign 
retroreflectivity standards. (By January 2012, agen-
cies must establish and implement a sign assessment 
or management method to maintain minimum lev-
els of sign retroreflectivity.) This presents a problem 
for many smaller communities that do not know 
how to measure retroreflectivity and are not sure 
how to organize such a revamp, he said.

The FHWA’s Sign Retroreflectivity Guidebook, 
developed in 2009, is available for download from 
Mn/DOT State Aid’s Web site. The guide includes 
retroreflectivity requirements, a summary of assess-
ment and management methods, and budgeting 
information. An interactive online version of the 
guidebook is available at http://safety.fhwa.dot.gov
/roadway_dept/night_visib/retrotoolkit. 

In addition, the LRRB funded the development 
of a supporting document: Sign Retroreflectivity—a 
Minnesota Toolkit. It includes MnMUTCD require-
ments and a summary of the FHWA guidelines. The 
toolkit can be used to estimate cost, implement a 
sign replacement project, and identify the best ret-
roreflectivity practices. Appendices include example 
sign inventories, inspection checklists, and maps; 
example sign management policies; and an example 
sign maintenance agreement. It’s available for down-
load on the LRRB site at lrrb.org.

Vizecky also gave insight on how to remove 
unnecessary and ineffective signage in a sneak 
peek of the Traffic Sign Maintenance/Management 
Handbook (see article on page 1). Mn/DOT, the 
LRRB, Minnesota LTAP, and CH2M Hill created the 

guidebook, and Minnesota LTAP is offering work-
shops this fall based on the material. 

According to the handbook, good candidates for 
removal are signs that warn drivers of hazardous 
conditions they may rarely encounter. These signs 
quickly lose credibility and become part of the back-
ground noise that drivers tune out. For example, 
Mn/DOT is removing static DEER CROSSING 
warning signs because they have not proven to be 
effective in stopping collisions.

Likewise, a number of studies have found that 
marked pedestrian crosswalks and their advance 
warning signs do not improve safety at uncontrolled 
locations. In fact, pedestrian crash rates are higher 
at marked locations. There is also no evidence that 
signs such as “WATCH FOR CHILDREN” change 
behavior or improve safety.

The handbook also touches on processes to follow 
to minimize legal risk when removing signs, such as 
having the county commission or township board 
adopt a removal policy and documenting decisions 
thoroughly. It is on the LRRB site at lrrb.org. LTAP

—Clayton Benjamin and Pamela Snopl

Mailboxes that comply with Eagan’s guidelines

Mn/DOT is removing deer crossing signs.
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Generations continued on page 6

Strategic safety planning for Minnesota counties
Mn/DOT is partnering with 
Minnesota counties to prepare road 
safety plans for the entire local road 
system. The three-year project, 
launched last October, is one of the 
components of Minnesota’s Strategic 
Highway Safety Plan (SHSP). 

“The project is unique,” said 
Howard Preston, an engineer with 
CH2M HILL Inc., in his presentation 
at the research conference. “There’s 
nothing else like this working at the 
local level” in any other state.

The SHSP, issued in 2007, identifies 
specific goals and objectives for mov-
ing the state toward zero traffic fatali-
ties. A key interim goal is to reduce 
the number of traffic-related fatalities 
below 400 this year, and a key objec-
tive toward that end involves increas-
ing the level of participation of local 
highway agencies. “There are more 
fatalities on Minnesota’s local road 
system than on the state system, so 
meeting the state’s safety goals neces-
sarily means making local roads safer,” 
Preston said.

Mn/DOT engaged the counties in 
the development of the SHSP and 
revised the approach to managing the 
state’s Highway Safety Improvement 
Program (HSIP, a federal-aid pro-
gram), dedicating almost half of the 
safety funds for projects on the local 
system and actively encouraging coun-
ties to develop safety projects consis-
tent with the priorities in the SHSP.

However, many Minnesota coun-
ties had never conducted county-wide 
safety planning or developed low-
cost safety projects for their capital 
improvement program. As a result, the 
counties faced significant challenges 
in taking their initial steps in the HSIP 
process. To address this lack of experi-
ence, Mn/DOT launched the current 
project—one that is unprecedented in 
scope among the states.

Mn/DOT has made available almost 
$3.5 million to prepare county safety 
plans for 87 counties over three years, 
Preston said. Mn/DOT also allocated 
technical assistance in the form of a 
consultant team managed by CH2M 
HILL to apply the safety planning 
process, prepare the safety plans, and 
identify a unique set of infrastructure-
based safety projects for each county. 
“This removes barriers from the 
county engineer,” he said.

The project began with an upfront 
analysis to find the greatest opportu-
nities for investment. Mn/DOT part-
nered with the Department of Public 
Safety to hold workshops around the 
state. More than 250 officials from 
county highway departments, emer-
gency management, public health 
agencies, law enforcement, county 
attorney offices, and other groups par-
ticipated. “We had fabulous turnout,” 
Preston said. 

The discussions covered all four 
“Es” of the Toward Zero Deaths pro-
gram: engineering, emergency man-
agement, education, and enforcement. 
Participants voted on high-priority 
strategies: the highest included rumble 
strips and improved signs, markings, 
and street lights, he said.

The question then was how to 
prioritize safety improvements. The 
random, widely distributed nature of 
severe crashes makes it difficult to 
identify specific at-risk locations. For 
example, in Minnesota approximately 
33% of fatal crashes (190 per year) 
involve a single vehicle running off 
the road, 75% of these (145 per year) 
are in rural areas, and 62% of these are 
on the local system. However, this sys-
tem is made up of over 45,000 miles 
of two-lane highways, which results in 
a density of 0.002 fatal road departure 
crashes per mile. Most of the rural 
locations where most severe crashes 

occur have had few or no crashes dur-
ing a typical three- to five-year study 
period. As a result, new methodolo-
gies and analytical techniques were 
required. 

To develop these new methodolo-
gies, Mn/DOT completed research 
studies of three components of 
the state’s rural highway system: 
STOP-controlled rural intersections, 
two-lane highway segments, and hori-
zontal curves. The project team stud-
ied 1,200 miles in 12 counties to see 
what creates risk over a larger data set. 
They used a video log of the county 
highway system that had previously 
been developed by Mn/DOT and the 
counties, and they did a visual tour to 
observe risks. 

They found that the single biggest 
cause of fatalities in rural areas is road 
departure, Preston said. What’s more, 
50% to 60% of severe road departure 
crashes are on curves, but curves 
make up just 10% of the mileage. Of 
the roughly 3,200 curves studied, 
81% had no crashes within a five-year 
period—but the rest had 94 severe 
crashes. Visual traps, which about 
one-third of curves have, appear to 
enhance risk. (A visual trap occurs 
when the county highway curves but 
there is another road on the tangent 
extended, usually a gravel township 
road.) 

The research resulted in the iden-
tification of analytical processes for 

identifying and prioritizing at-risk 
locations. The new approach aggre-
gates crash data from across groups 
of counties to come up with a ranking 
system for risk based on crash sur-
rogates, including traffic and roadway 
characteristics. “The methodology 
changes the view of ‘no crashes equals 
no risks,’ to ‘risks even with no crashes 
if sites have the characteristics as 
determined in the data-driven aggre-
gate,”’ he explained.

Using the new approach, the proj-
ect team is working with each county 
to create a list of safety projects for 
its system, identifying specific road 
segments, intersections, horizontal 
curves, and so on, along with the type 
of improvement project suggested 
and the costs. County engineers will 
receive “literally a sheet of paper” to 
hand in as part of a solicitation for 
highway safety program funding, 
Preston said. 

All materials are on Mn/DOT State 
Aid’s Web site (www.dot.state.mn.us
/stateaid). Safety plans for the coun-
ties in Phase 1 (Mn/DOT Districts 3 
and 6) were completed and delivered 
by the end of September 2010. Phase 
2 (Mn/DOT Districts 4 and 8, plus 
Hennepin County) are under way, and 
those plans are scheduled to be com-
pleted in April 2011. All four phases 
of the project are scheduled to be 
completed by September 2012. LTAP

—Pamela Snopl, LTAP editor

Targeting your message for the generations 
Baby boomers are change agents, 
Generation Xers are scrappy individu-
alists, and Millenials are team-oriented 
planners. Successfully communicat-
ing with these different generations, 
whether in the workplace or elsewhere, 
requires crafting different messages for 
them, said Bob Filipczak of Mn/DOT 
in his conference presentation.

Filipczak, a former staff editor for 
Training magazine, is the coauthor 
(with Roa Zemke and Claire Raines) 
of Generations at Work: Managing the 
Clash of Veterans, Boomers, Xers, and 
Nexters in Your Workplace. 

Filipczak defined the generations 
(with some overlap) as boomers, now 
aged 48 to 65 (78 million of them 
in this country); Xers, aged 28 to 59 
(about 53 million); and Millenials (or 
Nexters), between ages 6 and 29 (about 
79 million). His comments, he cau-
tioned, are broad generalizations.

Overall, he said, two factors shape 

generational differences. One is the 
reaction to the previous generation. 
“Generations that butt up to each other, 
like the boomers and the Xers, or the 
Xers and Millenials, tend not to get 
along very well with each other,” he 
said, because they observe what their 
predecessors do—and then choose a 
different path.

The other factor is the amount of 
attention generations receive during 
their youth from their parents and the 
nation, Filipczak said. Baby boomers 
received lots of attention from their 
parents and the national media. Xers 
were the first generation of divorce and 
latchkey children and spent more time 
on their own. Millenials were hovered 
over (like a helicopter) by boomer 
parents.

Raised under these different influ-
ences, the generations developed dif-
ferent core characteristics. Boomers 
are change agents—“the prophet 

generation,” Filipczak said. They love 
learning and understanding and are big 
on self-actualization. Boomers want 
to see the big picture and are holistic 
thinkers. They like working with stake-
holders and building consensus. 

Xers are pragmatic, like effectiveness, 
and “just want to get the job done,” he 
said. Xers love learning and under-
standing—because it helps their sur-
vival and ability to get their next job. 
They want to know what works and 
what doesn’t, and they tend to be black 
& white thinkers. “They are a very 
extreme generation, and they have a 
lot of attitude. But they had to, because 
they’re survivors,” he said. “They’re 
scrappy. They’re street-smart, and cyni-
cal, and individualistic.” 

Millenials are team-oriented and 
comfortable in large groups (defined 
as 9 to 10 people). They will sacri-
fice individual success for the good 
of the team, he said. They are very 

connected and see texting and social 
media as a social skill; they don’t make 
a dichotomy between face-to-face or 
online communication. Millenials are 
confident and optimistic, conventional 
and less rebellious. They are very big 
on long-term planning and are good 
long-term thinkers—unlike Xers, who 
focused on their own survival, and 
boomers, so self-actualized they didn’t 
plan either, he said.

Unexpectedly, recent research found 
Xer parents hover more over their kids 
than boomers do. Because Xers were 
ignored, Filipczak said, they give even 
more attention to their own children. 



M i n n e s ota te c h n o lo gy exc han g e          

Fall 2010 • Page 5

research conFerence
Partnerships, legislation work toward raising number of Complete Streets
At the 21st Annual CTS 
Transportation Research Conference, 
Mn/DOT’s landscape architecture 
chief Scott Bradley spoke regarding 
the ongoing efforts to bring “complete 
streets” to Minnesota. Bradley also 
serves as Mn/DOT’s first point of 
contact regarding Context Sensitive 
Solutions (CSS) issues in Minnesota.

Bradley began by laying the back-
ground for the Complete Streets ini-
tiative, pointing out that it falls under 
the umbrella of Context Sensitive 
Solutions (previously known as 
Context Sensitive Design), defined by 
the Federal Highway Administration 
and AASHTO as “a collaborative, 
interdisciplinary approach that 
involves all stakeholders in providing 
a transportation facility that fits its 
setting.” CSS aims to develop effective 
transportation solutions while main-
taining and enhancing community 
and natural environments. Mn/DOT 
is an award-winning and nationally 
recognized leader in CSS, Bradley 
said, and Minnesota was one of an 
initial five pilot states designated by 
the FHWA to implement various CSS 
initiatives and share the results with 
the rest of the country.

Complete streets are those that are 
designed and operated to enable safe 
access for all users. Motorists, transit 
users, pedestrians, and bicyclists of 
all ages and abilities must be able to 
move safely along and across com-
plete streets. Bradley clarified that the 
concept is not as simple as “all modes 
on all roads,” nor are complete streets 
those where “one size fits all”—rather, 
the goal should be to plan and develop 
balanced transportation systems that 
integrate all modes and that pro-
vide mobility for all types, ages, and 
abilities. 

Complete streets come in many 
forms, said Bradley. “There’s no 

cookie-cutter template. It all depends 
on context and circumstances.” 

The benefits of complete streets are 
numerous and wide-ranging. They 
include: 

• improved safety for pedestri-
ans, bicyclists, transit users, and 
motorists

• improved mobility and access for 
those who cannot or choose not 
to drive 

• reduced congestion
• improved public and environmen-

tal health
• increased economic activity, com-

petitiveness, property values, and 
consumer savings

• improved quality of life through 
more livable communities and 
sustainable transportation, com-
merce, and growth

In 2000, the USDOT released guide-
lines indicating that biking and walk-
ing facilities would be incorporated 
into all transportation projects barring 
exceptional circumstances—however, 
these directions were not followed by 
many jurisdictions across the coun-
try. Then in 2004, several problems 
were illuminated when the Surface 
Transportation Policy Partnership 
released its Mean Streets report indi-
cating that nearly 5,000 pedestrians 
and bicyclists are killed and 70,000 
injured annually on U.S. roads. 
Additionally, it was reported that a full 
one-third of the U.S. population does 
not or cannot drive.

Proposed Complete Streets Acts 
were introduced in the U.S. House and 
Senate in 2009, and in March 2010, 
the USDOT Secretary Ray LaHood 
announced a new policy regarding 
complete streets designed to give bicy-
cle and pedestrian planning the same 
level of importance that is already 
given to highway and transit planning. 
Policy recommendations included 

considering walking and bicycling 
as equal with other transportation 
modes, collecting data on walking 
and biking trips and setting a mode 
target share, protecting sidewalks and 
shared-use paths in the same ways 
roadways are protected (maintenance, 
snow removal, etc.), and improving 
non-motorized facilities during main-
tenance projects. As of April 2010, 
more than 124 jurisdictions around 
the country have adopted some form 
of complete streets. 

In Minnesota, a 2009 feasibil-
ity study determined that complete 
streets are feasible at all governmental 
levels within Minnesota and so local 
road authorities are encouraged (but 
not required) to create and adopt 
Complete Streets policies for their 
roads. Local governments that have 
already adopted Complete Streets 
approaches include Hennepin County, 
Rochester, Bloomington, St. Paul, 
Duluth, and Albert Lea. 

Complete Streets legislation was 
passed in Minnesota in the spring of 
2010. The proposed legislation, which 
consisted of bills HF 2801 and SF 
2461, was intended to support  
Mn/DOT’s efforts to create a state-
wide partnership approach to com-
plete streets. Bradley noted that the 
bill does not require Mn/DOT to do 
anything it was not already commit-
ted to doing, with the exception of 

additional reporting requirements for 
the legislature. 

In the meantime, the formation of 
an external advisory group to part-
ner with Mn/DOT is ongoing. More 
than 20 organizations around the 
state have already joined, and Mn/
DOT has identified over 20 work 
plan items and timelines related to 
planning, funding, design, training, 
support, and communications. Their 
recommendations include reviewing 
and revising conflicting information 
in design documents, exploring the 
feasibility of integrating complete 
streets guidance into a single manual, 
identifying ways of assisting local gov-
ernments in understanding funding 
sources and constraints that pertain to 
complete streets, serving as a resource 
to assist local agencies in developing 
their own policies, and making vari-
ance processes more accessible and 
transparent.

“[Complete Streets] really is a phi-
losophy and a body of principles that 
doesn’t just apply to design or proj-
ect development or planning,” said 
Bradley. “It applies to programs, ser-
vices, planning, project development 
construction, operations, and mainte-
nance . . .  it has applications to every-
thing we do in transportation decision 
making and delivery.” LTAP 

—Jenny Anderson, Minnesota LTAP

Storm water management using porous pavement
In a session on storm water man-
agement, Ed Matthiesen of Wenck 
Associates gave an update on the 
Shingle Creek Porous Pavement 
Paired Intersection Study. 

The Shingle Creek Watershed 
Management Commission, along 
with the cities of Robbinsdale and 
Plymouth, received a federal grant 
to evaluate if a porous asphalt street 
surface requires less salt to maintain 
a safe winter stopping distance. The 
Minnesota Pollution Control Agency 
is administering the grant.

The Shingle Creek watershed is a 
43-square-mile basin in northwest 
Hennepin County extending from 
Plymouth to Minneapolis. Shingle 
Creek is impaired for excess chloride, 
and a Total Maximum Daily Load 
study showed that a 71% reduction is 
needed to remove it from the impair-
ment list. Ninety percent of the chlo-
ride loading is attributed to road salt 

application, and this study is an effort 
to find a physical method to reduce 
the need to salt streets.

The research has several goals: 
• Estimate the effectiveness of 

porous asphalt on residential 
streets in reducing the need for 
salt as a deicer.

• Determine whether porous 
asphalt is a BMP that can hold up 
to the rigors of regular city street 
use.

• Determine short-term and 
likely long-term maintenance 
requirements.

• Measure the water quality and 
quantity benefits of porous asphalt 
in a residential street applica-
tion in both sandy and clay/loam 
subgrades.

In October 2009 test and control 
sections were installed in Robbinsdale. 
The porous test section showed almost 
no loss of material through one winter 

even though plow scuff marks are 
plainly visible. No salt was applied to 
the section and no loss of pore space 
was observed due to clogging by sand 
from wheel carryover. The site will 
also be monitored in winter 2010–11, 
and a second site will be added in 
Plymouth. The study is due for com-
pletion in 2012.

Clifton Aichinger of the Ramsey-
Washington Metro Watershed District 
said porous pavements are of growing 
interest for storm water restoration in 
urban environments. Volume reduc-
tion is now required by many city and 
watershed rules and may become a 
requirement of state rules.

Costs for porous pavement projects 
vary considerably depending on con-
tractor and project conditions, he said, 
but they are getting less expensive 
with more local competition, more 
local experience, and some innova-
tion and use of local materials. He 

described some of the many local 
examples in the metro area since 2005, 
including parking lots, sidewalks, and 
a street in Shoreview. 

He closed with several cautions 
about using porous pavement: 

• Protection from compaction of 
the native soil is critical.

• Erosion control around porous 
pavement is critical. Every effort 
must be made to keep fines off the 
surface after installation. LTAP

—Pamela Snopl, LTAP editor, from 
presentation abstracts
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Staff of Mn/DOT’s Maintenance Operations Research 
(MOR), along with the members of the Mn/
DOT New Technology, Research, and Equipment 
Committee (NTREC), publish a monthly one-page 
bulletin of their latest news and findings. Below are 
products from recent bulletins. If you would like to 
be added to the bulletin mailing list, please e-mail 
Farideh Amiri of  Mn/DOT Maintenance Research at 
farideh.amiri@dot.state.mn.us.

Q	Star	FlashCAM
The FlashCAM-880 portable, wireless cameras 
sense motion up to 100 feet away. When motion is 
detected, the system starts taking high-resolution 
digital photographs. A bright flash goes off (if it is 
dark) and a loud voice message warns the intruder 
to “leave the area now” and that their photograph 
has been taken. Photos are 12 megapixels, which is 
clear enough to identify vandals up to 150 feet away 
and capture license plate numbers more than 250 feet 
away in total darkness. The Metro district will install 
these cameras in areas where graffiti is a common 
crime. They will evaluate these cameras to see if they 
indeed help curb criminal activity. The Metro district 
will also evaluate time and money savings by repeat-
edly going to the same location to take care of illegal 
dumping and graffiti.

For more information, contact Metro Golden 
Valley traffic services supervisor Jeff Streeter, 
651-366-5191.

JUNO	project
The Operations Asset Management System, or 
Juno Project, will bridge existing gaps in program 
communications by integrating the data with cur-
rent district cost-management information. It will 
produce prompt reports that quickly and efficiently 
provide accurate information from a consolidated 
geo-database to whomever and whenever it is 
needed. This technology is changing daily with end-
less possibilities.

For more information, contact Sharon Wait, 
District 6 Rochester Maintenance, 507-286-7681. 
LTAP

Maintenance 
Wind from page 1

The FlashCAM

Maintenance research corner
Generations from page 4

cent per KWh for smaller projects (250 KW to 
2 MW) to 0.012 cent per KWh for projects of 12 
MW or more. At the TERRA Pavement Research 
Conference in February 2010, Jackson County 
Engineer Tim Stahl estimated that this results in 
payments of $5,000 to $6,500 per tower per year 
for the projects in his southwestern Minnesota 
county. Stahl went on to say that this is currently 
putting about $1.2 million per year into the coffers 
of Jackson County and its townships.

But Stahl also outlined an unintended conse-
quence of wind farm construction: major damage 
to county and township roads that were never 
intended to carry the multiple large loads involved 
in wind farm construction. The gross weight of 
a truck carrying the generator that will sit atop a 
typical 2.5 MW wind tower is 218,000 pounds. The 
gross weights of trucks that carry tower sections 
vary from 134,000 pounds to 232,000 pounds. In 
addition, large amounts of concrete, rebar, and 
gravel are hauled in to construct wind farms. The 
chart at right is Stahl’s comparison between the 
load placed on county roads in one Jackson County 
township by hauling crops (the short black bars) 
and the loads placed on those same roads by wind 
farm construction (the tall green bars). All loads 
are shown in equivalent single-axle loads (ESALs).

Recent permits issued for LWECS by the 
Minnesota Public Utilities Commission (PUC) 
state that the permitee “shall identify all state, 
county or township roads [to be] used for the 
LWECS project and … shall make satisfactory 
arrangements … for maintenance and repair of 
roads that will be subject to extra wear and tear 
due to transportation of equipment and LWECS 
components.” However, currently, neither PUC 
permits nor any statute decrees that any portion of 
the taxes or fees collected from wind farm develop-
ers must go into reconstruction of county roads.

Stahl said that, prior to wind farm construc-
tion, there was no charge for permits in his county. 
Then, he said, he received a call in the middle of 

the night informing him that a large 
wind farm construction crane had been 
moved on a county gravel road and 
had depressed the surface six inches. 
“So we got smarter and started issuing 
moving permits,” Stahl said. “We charge 
$25 for seven axles or less and $100 for 
more than seven axles. From this, we 
recouped about $50K.” Stahl has devel-
oped other permits for driveways, utili-
ties, and road crossings.

The photo on page 1 shows a wind tur-
bine blade on a truck. It also shows how 
intersections must be widened to handle 
the large turning radii of these trucks. 
Stahl said this relates to another set of 
issues: “When you change the intersec-
tion like that, you have to move the stop 
sign back. So we had to work out who is 
in charge of moving the sign—and who will be liable 
for that?” To be sure situations like this are handled 
according to applicable guidelines and statutes, Stahl 
said he assigns a county employee full-time to moni-
tor wind farm construction.

In 2009, Stahl and county engineers from several 
other southwestern counties formed a committee 
that applied for and received a research grant from 
the Minnesota Local Road Research Board (LRRB). 
The group has two objectives:
• Develop a tool that local agencies can use in 

dealing with large traffic generators such as 
wind farms, ethanol plants, and power plants. 
The tool will be published online and be avail-
able to anyone (see sidebar). It will include a 
model county–developer road agreement and 
a list of consecutive milestones that a county 
engineer or other official should achieve to 
define and monitor projects. The online tool 
also will contain comments from public offi-
cials with experience in dealing with large 
traffic generators as well as links to statutes, 
guidelines, and articles.

• Develop a way to calculate the consumption of 
roadway life by large traffic generators. For this 
part of the project, Professor James Wilde of 
Minnesota State University, Mankato is work-
ing with the committee. LTAP

—Dick Kronick, LTAP freelancer

LRRB creating best practices 
document
The Minnesota Local Road Research Board lever-
aged efforts of a group of county engineers to study 
the effects of major traffic generators, such as large 
wind-farm developments, on local highway systems. 
The result is a best practices document for Minnesota 
county engineers. The document is a step-by-step 
process for agencies to follow when managing major 
land developments. It includes Web links and reports; 
sample ordinances, permits, road agreements, and haul 
route maps; a traffic calculator to quantify the impact of 
traffic on roads; and policy options including fees, ordi-
nances, and agreements. The document is expected to 
be final in early 2011. Read more at www
.lrrb.org/PDF/2010RIC11.pdf. LTAP
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Heron Lake Township
Wind Turbine ESAL Increase

Loads placed on county roads by hauling crops (black bars) vs. wind farm con-
struction (green bars)

“They’re called Blackhawk parents: they hover 
above their kids but they’re armed and they make 
demands,” he said. 

These hovering parents don’t go away when 
Millenials join the workforce. “You are going to 
give a performance appraisal to a young person, 
and may get a call from their parents in 24 hours,” 
he said, adding that Xers are holding a lot of orga-
nizations accountable for their children, especially 
universities. 

When they’re on the job, Millenials like rules and 
step-by-step instructions; without them, they’re lost. 
“They’re not a self-directed generation,” he said. 
“They’ve had their whole life scheduled for them.” 
(Millenials trust the federal government more than 
boomers and Xers, he noted.) Pragmatic Xers want 
to solve problems and are very good at project man-
agement. “Give them resources and a goal, and they 
run with it,” he said.  Boomers like to build consen-
sus and change the rules. 

On the road, safety is a huge issue for all three 
generations, but especially for sheltered Millenials. 
They respect law enforcement and can be influenced 
by public service announcements (PSAs) that are 
positive and tell them they can succeed. Negative, 
in-your-face messages don’t work for them. In con-
trast, edgier Xers, who have a very dark sense of 
humor, might “roll their eyes” at a more positive 
PSA, he said. 

Which leads to Filipczak’s main conclusion: “Figure 
out your audience and how to reach them.” LTAP

—Pamela Snopl, LTAP editor
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inForMation services

the shelf
Questions? Contact Anne Shelley, Minnesota LTAP librarian, 612-626-8753, ctslib@umn.edu.

Reports
Roadside Vegetation Management 
Research—2010 Report (Pennsylvania 
Department of Transportation, 2010, 
PA-2010-005-PSU-016)

This annual report discusses an ongoing 
cooperative research project that is explor-
ing several aspects of roadside vegetation 
management.

Greenroads: A Sustainability 
Performance Metric for Roadway 
Design and Construction (Washington 
State Department of Transportation, 2010, 
WA-RD 725.1)

This report examines a method used to 
quantify sustainable practices associated with 
roadway design and construction.

Guide for the Geometric Design of 
Driveways (National Cooperative Highway 
Research Program, 2010, National Cooperative 
Highway Research Program Web-Only 
Document 151)

This document explores guidelines related 
to the geometric design of driveways.

Accelerating Transportation Project 
and Program Delivery: Conception 
to Completion (National Cooperative 
Highway Research Program, 2010, NCHRP 
Report 662)

This report explores the experiences of eight 
state departments of transportation that made 
improvements in their project delivery and 
examines the lessons to be learned from their 
experiences.

Minnesota Motor Vehicle Crash 
Facts: 2009 (Minnesota Department of 
Public Safety, 2010)

This report summarizes information related 
to crashes in Minnesota.

Criteria for Restoration of 
Longitudinal Barriers (Transportation 
Research Board, 2010, NCHRP Report 656)

This report explores the identification of lev-
els of damage and deterioration to longitudinal 
barriers that require repairs to restore opera-
tional performance.

Implementing Traffic Safety 
Evaluations to Enhance Roadway 

Safety (Upper Great Plains Transportation 
Institute, 2010)

This report explores ways to conduct low-
cost road safety audits for counties in North 
Dakota. 

Safe Roads for Development: 
A Policy Framework for Safe 
Infrastructure on Major Road 
Transport Network (Transport Knowledge 
Partnership, 2010)

This report explores the safety of the users 
of major roads and the conflicts between dif-
ferent road users resulting from the heavy use 
of these roads by motorized transport.

Traffic Safety Facts 2008: A 
Compilation of Motor Vehicle Crash 
Data from the Fatality Analysis 
Reporting System and the General 
Estimates System (National Highway 
Traffic Safety Administration, 2010)

This report examines statistics about traffic 
crashes of all severities, from those that result 
in property damage to those that result in 
the loss of human life. The report contains all 
exposure data including vehicle miles traveled, 
registered vehicles, licensed drivers, and more.

Median Intersection Design 
for Rural High-Speed Divided 
Highways (Transportation Research Board, 
2010, NCHRP Report 650)

This report explores common safety issues 
at median intersections on rural divided high-
ways, and examines innovative geometric and 
operational treatments for addressing those 
issues.

United States Road Assessment 
Program (usRAP) Pilot Program-
Phase III: Final Report (AAA Foundation 
for Traffic Safety, 2010)

This report explores the third phase of a 
pilot program designed to examine the techno-
logical and political feasibility of instituting a 
road assessment program in the United States.

Development of a Speeding-
Related Crash Typology (Highway 
Safety Information System, 2010)

This report summary examines recent crash 
data through the development of a speeding-
related crash typology, which is designed 
to help define the crash, vehicle, and driver 

characteristics that seem to result in a higher 
probability of speeding-related crashes.

Digest
Alternative Strategies for Safety 
Improvement Investments 
(Transportation Research Board, 2010, NCHRP 
Research Results Digest 345)

This digest presents the results of a study 
to review the two methods currently being 
used by states to allocate safety resources. 
The terminology commonly used to describe 
these methods is “black spot” analysis and 
“systematic” method. A survey of practice was 
distributed to all 50 states and follow-up case 
studies were conducted in four of the respond-
ing states—Iowa, Minnesota, Missouri, and 
North Carolina. 

Tech Brief
Crash Impact of Smooth Lane 
Narrowing with Rumble Strips at 
Two-Lane Rural Stop-Controlled 
Intersections (Federal Highway 
Administration, 2010, FHWA-HRT-10-047)

This tech brief examines a treatment to 
reduce approach speeds at unsignalized inter-
sections on two-lane rural roads by narrowing 
lanes using rumble strips in the median and on 
the right-lane edge.

Software
Interactive Highway Safety Design 
Model (IHSDM) (Federal Highway 
Administration, 2010)

This suite of software analysis tools 
evaluates safety and operational effects of 
geometric design decisions on two-lane rural 
highways, rural multilane highways, and 
urban/suburban arterials.

Video
Modern Roundabouts: A Safer 
Choice (Federal Highway Administration, 
2010, Video)

This video covers such things as: round-
about features and principles; applicability to 
all roadway types, including state highways; 
accommodation of pedestrians, large trucks, 
and emergency vehicles; and acceptance by 
the public, including older drivers. It discusses 
the safety, operational, environmental, and 
aesthetic benefits of roundabouts. LTAP

Innovative communications strategies explored at conference
For government agencies, social media 
and collaboration tools offer both 
rewards and risks, said Mn/DOT’s 
Linda Dahlen at a CTS Research 
Conference session. Mn/DOT began 
developing policies around the use of 
Web 2.0 tools last year by taking “baby 
steps,” she said. 

The benefits of social networks 
include the ability to communicate 
emergency information to a broad 
audience quickly, such as notifica-
tions about flooding or traffic, and the 
opportunity to educate and commu-
nicate more directly with the general 
public. But social media also pose 
some unique questions and challenges 
for Mn/DOT and other government 

agencies. Among them:
• Who can speak for the agency, 

and is what an employee posts 
legally binding?

• Which employees can use social 
media, and should they have 
training?

• If a member of the public posts 
something inappropriate on a gov-
ernment site and the agency wants 
to remove it, is that censorship?

• How long do Twitter and 
Facebook posts need to be kept 
under Minnesota’s Data Practices 
Act?

Working together, Mn/DOT’s com-
munications and IT staff have now 
developed two separate policies, 

Dahlen says—a more restrictive one 
for outward-facing technologies like 
Facebook, and a second policy guiding 
the use of collaboration tools.

Shannon Tyree of the City of St. Paul 
Public Works Department said she has 
been using Twitter for communicat-
ing public works information with city 
residents and responding to citizen 
comments and complaints. “Our social 
media numbers let me know that I 
reach people who want information 
from the City of St. Paul,” she said. 

Lee Munnich of the Humphrey 
Institute of Public Affairs said 
SafeRoadMaps.org—a tool developed 
by the University that identifies the 
location of fatal crashes through an 

online, searchable map—is a good way 
to communicate safety messages with 
the media.

CTS assistant director for educa-
tion and outreach Gina Baas gave the 
audience a taste of Gridlock Buster, 
the innovative online game designed 
to allow students to experience what 
it’s like to be a transportation man-
ager. Gridlock Buster, developed by 
the Intelligent Transportation Systems 
Institute at CTS, has been played more 
than 1.9 million times since it launched 
in June 2009. (Try it yourself at www
.its.umn.edu/GridlockBuster.) LTAP

—Arlene Mathison, LTAP librarian

Calibration guide 
online
It’s never too late to calibrate with 
the Local Government Snowplow 
Salt and Sander Controller 
Calibration Guide, published last 
year by the Minnesota Local Road 
Research Board (LRRB). The expe-
rience-based guide captures tips 
and techniques from experienced 
calibrators and provides easy-to-
use steps for calibrating snow-
plow sander controllers. “Quick 
Calibration Sheets” (one-pagers) 
are included with less detailed 
instructions to assist experienced 
calibrators. The guide also includes 
calibration forms and a general 
discussion about calibration. 

The guide and other resources 
are listed on the Minnesota LTAP 
snow and ice control Technical 
Topics page. LTAP 

Search me

The Minnesota LTAP Web site fea-
tures custom search engines to help 
you find information. You can search:

 •LTAP & TTAP Centers
 •State DOTs
 •Transit agencies
 •University transportation centers

Bookmark www.mnltap.umn.edu
/SearchOptions.html.

Another great resource is TLCat, 
the Transportation Libraries Catalog. 
It is an online database of the leading 
transportation libraries with extensive 
transportation-related research and 
publications. Along with links to many 
other organizations, TLCat is acces-
sible at www.mnltap.umn.edu/Topics
/TransportationOrganizations.html. 
LTAP
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Calendar
If your professional organization meets on a regular basis, let us include the information here. Contact us at mnltap@umn.edu.
For an up-to-date list of events in Minnesota, please see the LTAP workshops and events calendar: www.mnltap.umn.edu/events.

Date Event Location Contact

November–December
lTAP Nov. 3 Stormwater Maintenance Strategies (1 cr) Blaine, Minn. 612-625-2900, cceconf2@umn.edu 
lTAP Nov. 4 Minnesota’s Best Practices for Traffic Sign Maintenance and Management (1 cr) Arden Hills, Minn. 612-625-2900, cceconf2@umn.edu 
lTAP Nov. 9 CTAP Snowplow Salt and Sander Controller Calibration Hands-on Workshop (0.5 cr) Lac qui Parle County, Minn. 651-366-3575, Kathleen.Schaefer@dot.state.mn.us
lTAP Nov. 18 CTAP Snowplow Salt and Sander Controller Calibration Hands-on Workshop (0.5 cr) Shoreview, Minn. 651-366-3575, Kathleen.Schaefer@dot.state.mn.us
 Nov. 17–19 American Public Works Association–Minnesota Chapter Fall Conference and Workshop Brooklyn Center, Minn. 612-624-3492, cceconf3@umn.edu
 Dec. 2 Annual Concrete Conference St. Paul 612-624-3492, cceconf4@umn.edu
 Dec. 3 Freight and Logistics Symposium Minneapolis www.cts.umn.edu/Events/FLOGSymposium
 Dec. 8 Minnesota Association of Asphalt Paving Technologist’s 57th Annual Asphalt Conference Brooklyn Park, Minn. 651-631-0156, info@mn-aapt.org

January–May

lTAP Jan.–Apr. Truck-Weight Compliance Training (1 cr) Statewide 612-625-2900, cceconf2@umn.edu
 Jan. 26–28 City Engineers Association of Minnesota Annual Conference Brooklyn Center, Minn. www.ceam.org
lTAP Feb. Work-Zone Traffic Control Seminar (0.5 cr) Statewide Highway Technologies, 800-766-5483, Mike.Leaf@hwy-tech.com
lTAP Feb. TBD Traffic Engineering Fundamentals (1 cr) TBD www.mnltap.umn.edu/Events
lTAP Feb. 10 TERRA Pavement Conference (1 cr) St. Paul www.cts.umn.edu/Events/PavementConf
lTAP Feb. 22 Pavement Rehabilitation: Products, Processes, and Strategies (1 cr) Duluth 612-625-2900, cceconf2@umn.edu
lTAP Feb. 24 Pavement Rehabilitation: Products, Processes, and Strategies (1 cr) Rochester 612-625-2900, cceconf2@umn.edu
lTAP Feb. 25 Pavement Rehabilitation: Products, Processes, and Strategies (1 cr) Metro 612-625-2900, cceconf2@umn.edu
lTAP March 1 Transportation Career Expo Minneapolis 612-625-5608, haag0025@umn.edu
 March 2 55th Annual Asphalt Contractors’ Workshop / Quality Initiative Workshop Brooklyn Center, Minn. 651-631-0156, info@mn-aapt.org
lTAP March 8 Seal Coat Operations: A Workshop for Practitioners (1 cr) Metro 612-625-2900, cceconf2@umn.edu
lTAP March 15 Seal Coat Operations: A Workshop for Practitioners (1 cr) Brainerd 612-625-2900, cceconf2@umn.edu
lTAP March 22 Seal Coat Operations: A Workshop for Practitioners (1 cr) Mankato 612-625-2900, cceconf2@umn.edu
 March 15–16 Northland Chapter of ATSSA “How To” Training & Education Workshop (0.5 cr) Fargo, N. Dak. www.northlandatssa.com
 March 10–11 Concrete Paving Association of Minnesota 50th Annual Concrete Paving Workshop Duluth, Minn. www.concreteisbetter.com
lTAP Apr. 12–13 Spring Maintenance Training Expo (1 cr) St. Cloud, Minn. www.mnltap.umn.edu/Events/SpringMaintenanceExpo
 May 24–25 CTS Transportation Research Conference St. Paul www.cts.umn.edu/Events/ResearchConf

training and education

LTAP workshops 
LTAP workshops, along with events cosponsored by 
Minnesota LTAP, are marked with an LTAP above. 
Check the Web for details: www.mnltap.umn.edu
/Events. You may also register online.

Brochures advertising upcoming LTAP workshops 
are mailed six weeks prior to the first scheduled 
workshop. Electronic notices are sent as a reminder 
approximately three weeks later. To be included on 
our electronic mailing list, contact Minnesota LTAP at 
mnltap@umn.edu or call 612-625-1813. 

Disability accommodations are provided upon 
request.

CTAP workshops
If the events above aren’t convenient for you, con-
sider scheduling a Circuit Training and Assistance 
Program (CTAP) workshop in your neck of the woods. 
CTAP uses a fully equipped van to provide on-site 
technical assistance and training. Current CTAP train-
ing courses and special presentations are:
•   Asphalt Pavement Maintenance and Preservation 

(0.5 cr)
•   Culvert Installation and Maintenance (0.5 cr)
•   Gravel Road Maintenance / Dust Control (0.5 cr)
•   Roadside Vegetation Management and Erosion 

Control (0.5 cr)
•   Snow and Ice Control Material Application (0.5 cr)
•   Truck and Equipment Washing Best Practices (0.5 cr)
•   Work-Zone Traffic Control and Flagger Training  

(0.5 cr)

CTAP workshops are informal and usually hands-
on—in fact, many are held in or adjacent to mainte-
nance facilities. Sites with easy access for the van are 
preferred. CTAP fees are $250.00 for 8 to 10 partici-
pants and $350.00 for 11 to 40 participants. The fees 
are for a two- to four-hour CTAP workshop. To sched-
ule classes, call the CTAP instructor, Kathy Schaefer, 
at 651-366-3575, or e-mail Kathleen.Schaefer@dot
.state.mn.us. 

Roads Scholar credit
You can earn credits in Minnesota LTAP’s Roads Schol-
ar program by attending LTAP and CTAP workshops 
and other cosponsored events (credits are indicated 
above). Required workshops and electives are subject 
to change. To learn more or enroll in the program, visit 
www.mnltap.umn.edu/roadsscholar. LTAP

SHARE YOUR

PLEASE ROUTE TO OTHERS

LTAP and CTS staff: bringing services to you Roads Scholar credit 
offered at ‘How to’ 
workshop

The Northland Chapter of the 
American Traffic Safety Services 
Association will hold its 19th annual 
“How to” safety training workshop 
March 15 and 16, 2011, in Fargo, 
North Dakota. The conference is 
intended for field-level installers, 
supervisors, and designers who 
work in the areas of work-zone traf-
fic control, permanent signing, and 
pavement marking. Participants 
may enroll in the work-zone train-
ing and receive half a credit toward 
Minnesota LTAP’s Roads Scholar 
Program.

Advance registration materials will 
be mailed in November, or you can 
register at www.atssa.com. If you 
have any questions, please contact 
Rick Shomion of Mn/DOT, 651-366-
3575, rick.shomion@dot.state.mn.us. 
LTAP

Congratulations to Laurie McGinnis 
in her new role as director of the 
Center for Transportation Studies. 
I’ve had the pleasure of working with 
Laurie for the last 13 years, and I truly 
value her leadership style, her encour-
agement for professional development 
and personal growth, her friendly 
personality, and of course her support 
of our LTAP and technical assistance 
programs. I’m looking forward to the 
future with Laurie as our leader and to 
helping her fulfill her vision for CTS.

Jim Grothaus has also made head-
lines! Jim is not only the director of 
our LTAP and AirTAP programs, but 
now he is also the vice president of 
our National LTAP Association. Jim 
and I have been working together 
for several years now, and it’s easy 
to see why the national program has 
elected him for this role. Jim has a lot 
of character and he is a pleasure to 
work with! Not only does he have the 
technical expertise, but he sees the big 
picture and is passionate about the 
success of LTAP and its programs.

Since I’m sort of bragging a bit 

about our center’s staff I would also 
like to mention, for those of you who 
may not know, that we have an entire 
staff here at CTS filled with dedicated, 
intelligent, and hard-working people 
who all have a hand in some way, 
shape, or form in helping to make 
Minnesota’s LTAP programs the best 
they can be. We have IT help, Web 
design and maintenance, workshop 
facilitation, U of M students, and of 
course library, graphics, communica-
tions, and editorial staff. Thanks to all 
of them!

For training news, our fall LTAP 
and CTAP workshops and the 

Minnesota–APWA Fall Workshop are 
upon us. Be sure to sign up for some 
classes to move closer toward earning 
your Roads Scholar certificate. Look 
for a new storm water workshop in 
November geared toward storm water 
managers who need standardized 
methods to assess and maintain their 
systems. Next spring we will offer a 
storm water workshop for mainte-
nance operations. Also, more of the 
traffic sign management workshops 
are available right now as well as 
CTAP’s calibration and snow and ice 
classes. Happy fall! LTAP

—Mindy Carlson, LTAP coordinator

CTS staff. 


