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CTS Winter Luncheon:

Caught speeding—
by your car?
Speeding is 
a factor in 
nearly a third 
of fatal traf!c 
crashes. Interest 
is growing in 
technologies 
such as intel-
ligent speed adaptation (ISA) to 
reduce this dangerous behavior. 
ISA is a driver-assistance sys-
tem that can inform the driver 
of changes in the speed limit, 
warn the driver when the speed 
limit is being exceeded, or even 
take control of the drive train to 
prevent speeding. What would 
it take for ISA to become 
acceptable to the U.S. public? 

Professor Oliver Carsten of 
the University of Leeds will 
share his thoughts at the CTS 
Winter Luncheon on February 
11. The luncheon is sponsored 
by the Intelligent Transportation 
Systems (ITS) Institute at CTS.

Research in Europe on ISA 
has been going on systemati-
cally since the mid-1990s. Field 
operational tests (FOTs) have 
taken place in several countries, 
most recently in France and the 
United Kingdom.

The response to ISA in the 
United States has generally been 
“good idea but not feasible here.” 

Luncheon continued on page 4
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History holds lessons for future transportation policy
Big changes are on the hori-
zon for transportation. The 
2005 surface transportation 
bill (known as SAFETEA-
LU) expires next year, and 
policymakers are already 
discussing ideas for alterna-
tive !nancing, fuels, and 
more. This makes it a good time, said historian 
Bruce Seely, to look back at how the nation’s 
transportation systems—in particular, funding 
structures and federal involvement—came to 
be.

Seely, dean of the College of Sciences and 
Arts at Michigan Technological University, 
presented “American Transportation Policy: 
Patterns of the Past, Implications for the 
Present” at the CTS Fall Luncheon on 
November 6. 

From 1850 to 1916, Seely began, highways 
received no federal or state support. Railroads 

provided long-distance transportation, and 
roads were seen as simply a local responsibil-
ity. The property tax was thus the primary 
means of !nance, and people could donate 
their labor to pay their bill—a farmer could 
bring a team of oxen to work on a stretch of 
road, for example. Convict labor (chain gangs) 
were used in the South. Not surprisingly, he 
noted, standards during this time varied enor-
mously. Bonds and toll bridges also played a 
role during these years. 

With the Progressive Era of the 20th century 
came a push for building highways, Seely con-
tinued, along with an emphasis on experts and 
engineering. The focus was to create a system 
that would better respond to the needs of the 
public and serve the entire country. The core 
principle was the federal-aid partnership, he 
said, with clearly de!ned responsibilities for 
each partner. 

During the prosperity of the 1920s, the 

Bruce Seely
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Preliminary results of U of M I-35W bridge study 
parallel NTSB report
Civil engineering chair 
Roberto Ballarini presented 
preliminary !ndings from the 
University of Minnesota’s 
independent academic study 
of the I-35W bridge collapse 
at an Institute of Technology 
public lecture on November 
19. (See page 3 for a related article about his 
talk.) 

Ballarini was one of the leaders of the 
University study, working with faculty mem-
bers Taichiro Okazaki, Ted Galambos, and 
Arturo Schultz. Much of the structural mod-
eling at the heart of the study was performed 
by graduate and undergraduate students under 
the direction of the faculty members. 

The University’s study was smaller in 
scope than those performed by the National 
Transportation Safety Board and by Wiss, 

Janney, Elstner Associates (consultants 
retained by the Minnesota Department of 
Transportation) following the collapse, 
Ballarini said. 

Nonetheless, he said, the results of the 
Minnesota study are consistent with the results 
of those investigations. All three studies identi-
!ed failure in the bridge’s gusset plates—large 
steel plates that form connections between 
steel girders—as the primary cause of the 
collapse. 

“The gusset plates at the time of collapse 
were in a state of instability. In essence the 
demand on them was equal to their capacity, 
and they simply gave way,” said Ballarini. 

The researchers arrived at their conclusion 
by creating a structural computer model of 
the bridge and studying how it responded to 
stresses such as the weight of vehicles and 
the asphalt and concrete bridge deck. This 

Roberto Ballarini



Toward Zero Deaths Conference highlights trauma care, traf!c safety
In December 2005, 16-year-old 
Bethany Pearson lost control of 
the car she was driving and spun 
into the path of an oncoming 
truck. She sustained serious inju-
ries and barely survived, while her 
sister, who was a passenger in the 
car, died. At this year’s Toward 
Zero Deaths Conference, Pearson and oth-
ers shared their accounts of the crash and 
recovery process and what they hope can 
be learned from it.

The Toward Zero Deaths annual con-
ference serves as a forum for sharing 
information on how to reduce the number 
of fatalities and injuries on Minnesota 
roads. This year’s event, held October 7 
and 8 in Rochester, Minn., drew about 
600 attendees. 

Sergeant Matt Langer, a Minnesota 
State Patrol trooper who was the !rst 
responder on the scene of Pearson’s 
crash, began by showing a poignant 
video made about Pearson’s story, as 
well as those of other teenage drivers 
involved in fatal and injury crashes. The 
video is used to share four simple rules 
that will save lives, he said: Pay atten-

tion, drive the speed limit, never drink 
and drive, and wear your seat belt. 

The University was well-represented 
at the conference. CTS assistant director 
Gina Baas moderated the conference’s 
luncheon, which included a presentation 
by Tom Horan, a researcher with the 
Center for Excellence in Rural Safety 
(CERS). Horan is part of a team focusing 
on technological developments that affect 
rural safety and the issues surrounding 
their deployment. He has collaborated 
with the Mayo Clinic to analyze emer-
gency processes and data as well as the 
"ow of information. 

In a concurrent session on intersec-
tion collision prevention, Professor Max 
Donath, director of the ITS Institute 
at CTS, discussed research efforts to 
develop infrastructure-based technologies 

capable of reducing driver error 
at unsignalized rural highway 
intersections.

Mike Manser, director of the 
HumanFIRST program at the 
University of Minnesota, talked 
about a study that is using video 
feedback as a coaching tool for 

beginning drivers.
Another researcher with the 

HumanFIRST program, Janet Creaser, 
shared results from a study on the effects 
of alcohol on motorcycle riding skills 
during a concurrent session on motor-
cycle safety. 

Toward Zero Deaths is a multiagency 
partnership that includes representatives 
from Mn/DOT, the Minnesota Department 
of Public Safety, the Minnesota 
State Patrol, the Federal Highway 
Administration, and CTS. The conference 
was hosted by CTS and sponsored by  
Mn/DOT, the Department of Public 
Safety, and the Minnesota TZD program.

A proceedings of the conference will 
be published in early 2009. To receive a 
copy, call CTS at 612-626-1077 or visit 
www.cts.umn.edu/publications. CTS

CERS launches partnership with Isanti County TZD
A partnership between the 
Center for Excellence in 
Rural Safety (CERS) and 
the Isanti County Toward 
Zero Deaths (TZD) was 
launched October 18 at 
a town hall meeting in 
Cambridge, Minnesota. 
The meeting focused on CERS and TZD 
strategies for reducing traf!c fatalities and 
serious injuries.

U.S. Rep. James Oberstar, chair of the 
House Transportation and Infrastructure 
Committee, along with Isanti County 
Judge James Dehn and Isanti County 
TZD chair Bob Bollenbeck, joined CERS 
director Lee Munnich, CTS director 
Robert Johns, and CERS research direc-
tor Tom Horan at the event.

Bollenbeck and Dehn gave an overview 
of their TZD program and discussed Isanti 
County’s innovative strategies for reduc-
ing deaths on rural roads. Horan intro-
duced SafeRoadMaps.org, a new interac-
tive Web-based tool developed by CERS 

to help create safer roads 
and save lives. Oberstar 
provided perspectives on 
rural safety and the new 
partnership, and gave a 
preview of the upcoming 
surface transportation bill. 

The new partnership 
with Isanti County is exploring ways to 
use Safe Road Maps to support the safety 
efforts of a rural county. CERS launched 
SafeRoadMaps.org in August to provide 
citizens, policymakers, and practitioners 
a visual way to understand the problem 
of traf!c fatalities in rural areas.  

Isanti County TZD has undertaken 
a set of innovative strategies to reduce 
deaths on rural roads. Judge Dehn, at 
the center of those efforts, has tackled 
the problem of drunk driving with such 
approaches as DWI tracking, staggered 
sentencing for repeat offenders, bar/com-
munity partnerships, and safe cabs. These 
strategies will be a primary focus of the 
new partnership.

The Minnesota Toward Zero Deaths pro-
gram launched a redesigned Web site, 
minnesotatzd.org, at the Annual TZD 
Conference (see related article).

The new site features year-to-date track-
ing of traf!c fatalities, a gateway to safety 
statistics, more user-friendly navigation, 
and expanded coverage of topics included 
in the Minnesota Strategic Highway 
Safety Plan. The site also offers tips for 
how groups can organize to identify and 
help !nd solutions to the traf!c safety 
problems in their communities.

The minnesotatzd.org site is managed 
by CTS. For more information, contact 
Stephanie Malinoff at malinoff@cts.umn 
.edu, 612-624-8398. CTS

TZD program launches 
redesigned Web site

James Oberstar Lee Munnich

Tom Horan Max Donath Mike Manser Janet Creaser

Congress created CERS in 2005 as part 
of the SAFETEA-LU surface transporta-
tion funding legislation. CTS collaborates 
with the Humphrey Institute of Public 
Affairs to provide CERS services. CTS



History from page 1

gas tax seemed the ideal way to fund 
highways. It was small and had low 
administration costs, and motorists could 
understand the linkage. “It caught on like 
wild!re,” Seely said. “It was the only pop-
ular tax in American history.” By 1928, 
27.6 percent of state revenues came from 
the gas tax and roughly 30 percent from 
motor vehicle fees, planting an important 
idea for the future: user fees are the foun-
dation of U.S. highway !nancing. 

Road building was a major part of the 
federal government’s work relief efforts 
during the Great Depression. A crucial 
change emerged at this time: The federal 
level assumed more responsibility for 
transportation. Still, fewer than 20 per-
cent of roads were eligible for federal aid 
through the 1930s. 

Postwar prosperity brought a "ood 
of traf!c and a new interest in tolling. 
President Eisenhower favored bonds and 
tolls for the Interstate Highway System, 
but Congress rejected the idea. The result 
was the Highway Trust Fund, !nanced by 
an increase in the gas tax. The act, under 
which the federal government provided 
90 percent of the system’s cost, “took the 
interstate out of the political climate of the 
time,” Seely said. It also was an invest-

ment that broke from the past and put us 
ahead of the curve rather than behind it. 

In the early 1960s came the freeway 
revolt, the !rst serious opposition to road 
building in the country’s history, Seely 
said. A key change was a loss of trust in 
experts and a changing balance between 
politics and technological expertise. 

In the post-interstate era (since 1990), 
the challenge is between escalating 
vehicle-miles traveled versus the “read my 
lips” tax revolt, Seely said. The future of 
the “old reliable” gas tax is also cloudy 
due to growth in alternative fuels and 
hybrid vehicles. What’s more, almost the 
entire funding increase in SAFETEA-LU 
was absorbed by earmarks. “Only political 
muscle got money,” Seely said.

Some now look to public-private part-
nerships for funds, particularly given 
the advancements in tolling technology. 
“Is the American public ready to pay for 
every mile they drive? Technically, it’s 
beginning to look possible,” Seely said, 

but tolling isn’t an option for many areas. 
Large but sparsely populated states like 
Montana wouldn’t have the ability to fund 
their share of a national system—risking 
a return to the patchwork patterns of the 
past. 

A national system also must move 
beyond the modal politics and funding 
of previous centuries, Seely said. In the 
1800s, railroads were vili!ed as arrogant 
monopolies that needed regulation to 
serve the public good. The 1912 Panama 
Canal Act prohibited railroads from 
expanding into other forms of transporta-
tion, and such restrictions continued for 
decades, even after rail faced competition 
from autos and airlines. The irony, Seely 
said, is that the genuinely intermodal 
companies that emerged after 1990 were 
UPS and FedEx—and not railroads.

Seely concluded his talk with several 
questions for the next authorization: Will 
it provide sound !nancing, from multiple 
sources? Will it provide adequate funding 
for an investment in the future? Will it 
envision transportation as a whole, or as 
individual modes? The long-term needs of 
the country demand that we be up to the 
challenge, he declared. CTS

To watch a video recording of 
Seely’s presentation, please see 

www.cts.umn.edu/ Events 
/Luncheon/2008/Fall

A nation’s roads, bridges, and pub-
lic buildings are powerful symbols of 
its vision and capabilities, asserted 
Department of Civil Engineering chair 
Roberto Ballarini at an Institute of 
Technology public lecture November 19. 
But nations that lack the will to invest 
in maintaining and improving their vital 
infrastructure risk being left behind in a 
rapidly changing world. 

The lecture, titled “Investing in 
Infrastructure: The Effects of Our 
Decaying Infrastructure on Our National 
Security and Culture,” highlighted the 
importance of infrastructure in promot-
ing economic, scienti!c, and cultural 
development and in safeguarding national 
security. 

Although roads and railways are among 
the most familiar forms of national 
infrastructure, Ballarini also drew the 
audience’s attention to the educational 
infrastructure of the land-grant universi-
ties in the United States and to the utility 
services on which our population relies. 

Many of these systems—the products of 
large public investments initiated by for-
ward-looking political leaders—are cur-
rently suffering the effects of insuf!cient 
maintenance. 

In the 1950s and 1960s, Ballarini said, 
the United States invested roughly 4 
percent of its gross domestic product in 
infrastructure; in the last 25 years, while 
the population has grown, the average 
yearly investment has fallen to less than 2 
percent of annual GDP. In contrast, China 
today invests approximately 9 percent of 
its annual GDP in infrastructure projects 
such as a rapidly expanding network of 
interurban highways and massive hydro-
electric projects. 

“If your competitors are spending more 
than you are on research and develop-
ment, you can only go one way—and it’s 
not up,” said Ballarini.

The Report Card for America’s 
Infrastructure, published by the American 
Society of Civil Engineers, paints a bleak 
picture of the condition of the nation’s 

infrastructure, Ballarini said. The most 
recent report card gives the United States 
an overall grade of “D” and recommends 
an investment of $1.6 trillion, not includ-
ing security needs. 

Achieving this level of investment is not 
impossible, Ballarini argued, but doing 
so will require strong political leadership 
and broad grassroots support. The fact 
that we have committed $700 billion for 
economic rescue programs and have spent 
$1.5 trillion on war efforts since 2001, 
he said, proves that our country can take 
strong action when we believe there is a 
real necessity. 

“It’s about democracy,” Ballarini con-
cluded. “We have political mechanisms to 
do things that people value.” CTS

Civil engineering chair calls for renewed commitment to infrastructure

New research reports available 
The enclosed insert lists research reports 
written by University researchers and pub-
lished by CTS, Mn/DOT, the Minnesota 
Local Road Research Board, and other 
sponsors since August 2008. CTS
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Jan. 20–23  Minnesota County Engineers 
Association Annual Meeting, 
Brainerd, Minn. See www.cce 
.umn.edu/conferences 
/mncoengineers.

Jan. 28–30  City Engineers Association of 
Minnesota Annual Conference, 
Brooklyn Center, Minn. See 
http://ceam.govof!ce.com.

Feb. 5  Transportation Career Expo, 
Minneapolis. Contact Shawn 
Haag, 612-625-5608, 
haag0025@cts.umn.edu.

Feb. 11  CTS Winter Luncheon, Min-
neapolis. Contact Sara Van 
Essendelft, 612-624-3708, 
cceconf5@umn.edu.

Feb. 12  13th Annual Minnesota Pave-
ment Conference, St. Paul. 
Contact Shirley Mueffelman, 
612-624-4754, cceconf2 
@umn.edu. 

March 16–18   Association of Asphalt Paving 
Technologists Annual Meet-
ing, Minneapolis. See www 
.asphalttechnology.org. 

Apr. 14–15  Spring Maintenance Training 
Expo, St. Cloud. See www 
.mnltap.umn.edu/Events.

May 19–20  20th Annual CTS Transporta-
tion Research Conference, 
Sheraton Hotel, Bloomington. 
Contact Sara Van Essendelft, 
612-624-3708, cceconf5 
@umn.edu. 

June 15–16  International Transport 
Economics Conference, Min-
neapolis. Contact Sara Van 
Essendelft, 612-624-3708, 
cceconf5@umn.edu. CTS

To publicize your event, call CTS at 612-626-1077, fax 612-625-6381, or e-mail snopl001@cts.umn.edu. Visit the CTS Web site—
www.cts.umn.edu—for more comprehensive event information. 

CTS director Robert Johns and asso-
ciate director Laurie McGinnis have 
announced the following changes to the 
CTS leadership structure. The changes 
are intended to increase capacity to 
pursue and deliver new research, 
education, and outreach opportunities. 

Gina Baas, formerly the communica-
tions and outreach director, has been 
appointed CTS assistant director for 
education and outreach. This position 
identi!es program opportunities, secures 
funding, directs programs, and estab-
lishes future directions in transportation 
education, stakeholder engagement, and 

communication outreach. 
Dawn Spanhake, formerly the !nan-

cial strategy and administration director, 
has been appointed CTS assistant direc-
tor for program and !nancial manage-
ment. This position identi!es program 
opportunities, secures funding, and 

directs programs. In addition, Spanhake 
will provide strategic direction on !nan-
cial management and will lead program 
development and program delivery 
activities.

Arlene Mathison, formerly the infor-
mation manager/librarian, was appointed 
director of digital information and library 
services. This position provides lead-
ership in the delivery of projects and 
processes that facilitate the "ow of infor-
mation between CTS and researchers, 
professionals, students, legislative staff, 
and others interested in transportation-
related issues. CTS

What makes it more acceptable in Europe? 
Has acceptance changed over time? 

Carsten’s talk will cover both attitudi-
nal and behavioral results from the FOTs, 
especially from the United Kingdom ISA 
trials. It will also look at the accident sav-
ings and environmental bene!ts from ISA.

Carsten is a professor of transport safety 
with the Institute for Transport Studies 
(ITS) at the University of Leeds. He 
obtained his Ph.D. from the University of 
Michigan. His work on ISA includes lead-
ing the UK External Vehicle Speed Control 
project and a recent ISA-UK project.

For information about the luncheon, con-
tact Sara Van Essendelft, 612-624-3708, 
cceconf5@umn.edu. CTS

CTS leadership structure

Correction
The November 2008 CTS Report article 
about the second phase of an investigation 
of low-temperature cracking in asphalt 
pavements contained several errors. The 
total grant amount is $475,000; Sonia 
Mogilevskaia is also a co-investigator; and 
Mihai Marasteanu is an associate (not 
assistant) professor. Our apologies. CTS 
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analysis showed that critical gusset plates 
should have been twice as thick as the 
ones actually installed on the bridge—
an error in the original design that was 
never detected. 

Construction on the bridge deck in the 
1970s and 1990s, including the addition 
of thicker road beds and guard rails, added 
signi!cant weight to the bridge. The pres-
ence of construction equipment on the 
bridge at the time of collapse also added 
weight, increasing stresses on the gusset 
plates, which had already been loaded 
beyond a safe level. CTS


