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Inside
Katrina’s impact on infrastructure featured 
at pavement conference

Roads, bridges, guardrails, signals—no element of the 
transportation infrastructure was left untouched 

by Hurricane Katrina. In the plenary session of the 
10th Annual Minnesota Pavement Conference, Randy 
Battey of the Mississippi DOT described the damage 
and told of his department’s actions before and after 
the storm.

Katrina continued on page 4

Toward Zero Deaths conference: 
Best practices for local agencies

Associations announce awards

TZD continued on page 2

U.S. 90 bridge at Biloxi Bay, Mississippi

Toward Zero Deaths is a coopera-
tive program, building partnerships 
between community groups and state 
agencies to improve the traffic safety 
of a designated area. The annual TZD 
conference provides a venue for shar-
ing best practices in the areas of engi-
neering, enforcement, education, and 
emergency services, and for charting 
the course for a future with fewer traf-
fic fatalities and life-changing injuries.

The 2005 conference, held 
November 16–17 in St. Cloud, fea-
tured a number of sessions of inter-
est to local agencies. Here are just a 
few examples:

• DWI as a Community Concern

• Speed Management Program
•  Law Enforcement and Teen 

Drivers 
•  How Safe Is Your Driving? Do 

You Recognize Yourself?
•  De-mystifying Traffic 

Engineering
A proceedings of selected confer-

ence sessions is posted on the Center 
for Transportation Studies Web site 
at www.cts.umn.edu/publications. We 
also reprint selections from the pro-
ceedings on page 2.

Conference sponsors were the 
Minnesota Departments of Public 
Safety and Transportation, and the 
TZD Program. 

Minnesota County Engineers 
Association
Project of the Year: Blue Earth 
County Public Works Department, 
CSAH 16/Stoltzman 
Road project

Blue Earth County 
public works director 
Alan Forsberg was 
recognized for the 
partnership between 
the county and the 
City of Mankato to 
upgrade Stoltzman Road (CSAH 16) 
with center turn lanes, consolidate 
driveway entrances for public safety, 
and add a trail and sidewalk for added 
safety and recreational opportunities. 
Extensive landscaping and aesthetic 
treatment of retaining walls were 
incorporated to provide a more pleas-
ing highway. The project had been in 
the planning stages since 2000, and 
was completed summer 2005. 

Special Project of the Year: Winona 
County, Schell Hill project

It could have easily been a $5.8 
million standoff with preservation 
groups over Winona County State Aid 
Highway 25 along the scenic bluffs of 
the Mississippi River. Instead, Winona 
County Engineer David Rholl and 
his staff involved stakeholders in the 
project to earn National Preservation 
Route (NPR) designation, build a safer 
road, and come in $4.4 million under 
budget. The project, completed in 

2005, was estimated to cost far above 
what funding would allow, but the 
county was able to reduce costs by 
designating the Schell Hill portion of 

CSAH 25 as an NPR, 
making the project 
much more attrac-
tive fiscally while 
remaining mindful 
of safety consider-
ations. Lane widths 
and shoulders were 
not compromised, 

alignment curvature was improved, 
and accident severity probability 
was reduced. In this way, Rholl and 
Winona County made the road safer, 
preserved the beauty of the Mississippi 
River bluffs, and saved dollars for the 
next project. 

County Engineer of 
the Year: Greg Isakson, 
Goodhue County

MCEA recognized 
Goodhue County’s county 
engineer and public works 
director Greg Isakson as the 
county engineer of the year 
for 2005. Isakson worked 
with the U.S. Army Corps 
of Engineers and as county 
engineer in Faribault County 
before his seven years of 
experience in his current 
position. He is also a mem-
ber of the Minnesota LTAP 

Awards continued on page 3

Al Forsberg David Rholl

Sponsors of the February 16 conference were Mn/DOT, 
Minnesota LTAP, and a number of other organizations. Coverage 
appears on pages 4–6; Minnesota LTAP will also post summaries of 
all the sessions on our Web site later this spring. 

Pavement repair was only one of the challenges faced by the 
Mississippi DOT, Battey said. The department had begun emer-
gency planning earlier in 2005 with the creation of a hurricane 
evacuation guide (www.mdot.state.ms.us/cetrp/default.htm) and 
contraflow instructions. Before Katrina made landfall, 52 miles of 
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Departments of transportation across 
the country are taking innovative 
steps to reduce vehicle crashes. In 
this session, Mn/DOT traffic engi-
neer Gary Dirlam discussed one such 
innovation—cable median barriers. 
Minnesota averages 15 fatal cross-
median crashes (CMCs) annually, with 
that number on the rise. 

A cable median barrier is a high-
strength, flexible cable system that 
catches vehicles in the median and 
helps to prevent head-on crashes when 
vehicles cross through the median into 
the oncoming traffic lanes. There are 
a variety of different types of cable 
median barriers and different installa-
tion techniques.

Mn/DOT uses the Trinity CASS 
system, a three-cable system, through-
out District 3, Dirlam reported. “I 
was concerned when we put it in that 

it wouldn’t handle an impact from a 
semi-trailer truck, though I’ve seen an 
instance with the Trinity system where 
two heavy vehicles hit the system at 
the same time and the system kept the 
vehicles on the right sides.”

With CMCs occurring at increasing 
frequency along the Interstate 94 cor-
ridor, Mn/DOT has already installed 
cable median barriers along several 
segments of I-94. “We know major 
roadways that do not have CMC prob-
lems today eventually will,” Dirlam 
said. Because cable median barriers are 
so effective in preventing fatal CMCs, 
the public will want more barriers 
installed, not just on freeways, but on 
other roads as well, Dirlam added. 
“Currently, there is no other safety 
device available that virtually guarantees 
consistent success in saving lives every 
year on the interstate system.” LTAP

In Minnesota in 2004, drivers aged 65 
and older made up 14 percent of the 
driving population and accounted for 
7 percent of the crashes; however, they 
accounted for 19 percent of traffic 
fatalities. They are “under-involved in 
crashes, but over-involved in fatalities,” 
said session moderator Bob O’Brien. 
O’Brien, of Safe & Sober, gave an over-
view of the safety issues of a rapidly 
aging population that is driving more 
miles than ever before, and at older 
ages than ever before. 

“Fatalities per 100 million vehicle 
miles traveled for people over 75 years 
of age is quite radical,” O’Brien said. 

“The only [age group] with a higher 
fatality rate is 16–20-year-olds.” 

Older drivers involved in crashes 
also are more likely to break bones 
and sustain injuries at lower speeds, 
to have lengthy hospital stays, and 
to need lengthy rehabilitation time, 
O’Brien said. 

Among other actions, O’Brien 
believes we need better public educa-
tion, safer and easier-to-use auto-
mobiles, safer roads, policies for 
evaluating driving competency, and 
stricter sanctions, such as a primary 
seat belt law, to reduce crashes and 
fatalities. In addition, health and social 

service personnel should be trained 
in older driver safety, and alterna-
tives to driving should be more 
readily available.

Mike Weiss of Mn/DOT dis-
cussed new guidelines to improve 
traffic signing in Minnesota, which 
are found in the Minnesota Manual 
on Uniform Traffic Control Devices 
Revisions/Updates (online at www 
.dot.state.mn.us/trafficeng). LTAP

SAFETY
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Toward Zero Deaths conference: session sampler
from page 1

Best practices for communities
There are numerous ways commu-
nity members representing the “four 
Es” (engineering, education, enforce-
ment, and emergency response) have 
creatively addressed traffic safety 
problems in their areas. 

As a county engineer in Mille 
Lacs County, Dick Larson says his 
office is often asked to address a vari-
ety of issues. One difficult situation 
is knowing what to do when crashes 
that result in fatalities occur. “People 
come into our office, and they want 
something done. They don’t care 
what, they just want something,” 
Larson said. “The difficulty is...try-
ing to figure out what to do every 
time there is a fatality.” Part of the 
problem, he said, is that people don’t 
really perceive how dangerous our 
roads can be. “It used to be that only 
20 percent of drivers didn’t stop at 
a stop sign; now it’s 80 percent who 
don’t stop. [As engineers,] we’re not 
always sure what we can do to fix 
that.”

Everything starts with one indi-
vidual, he added, and he urged 
audience members to get involved 
and get others in their communi-
ties involved. “I always try to look 
at a crash site and think about what 
more I can do to make the road safer 
even for people who have made bad 
choices.” 

Sergeant Rich Watkins of 
Faribault Safe & Sober talked about 
some of the unique approaches taken 
by his region’s Safe & Sober program. 
The team came up with two different 
strategies: create a strong media pres-
ence to advertise the program and 
inform the public, and take a more 
unified approach to enforcement.

Prior to undertaking three 
enforcement waves last spring and 
summer, team members tried to set 
up as much media exposure as pos-
sible. They contacted several busi-
ness owners in the community, who 
were eager to get involved. A local 
photographer donated time for a 

photo shoot, a printer donated post-
ers, a sign company posted a variety 
of billboards, and local radio sta-
tions aired public service announce-
ments. Their safety belt campaign 
increased the compliance rate from 
around 70 percent to 81 percent, and 
the number of crashes with injuries 
decreased within Rice County. 

John Justin of the St. Cloud Police 
Department described his work with 
the St. Cloud Area Child Passenger 
Safety (CPS) program. In one initia-
tive, the program teamed up with 
Miller Auto, a local auto dealer-
ship that allows CPS instructors to 
conduct courses at its facility. “Our 
instructors can actually install the 
seats and work with different types of 
cars,” Justin said. 

Sergeant Dan Griffin of 
Moorhead Safe Communities dis-
cussed the extensive traffic safety 
efforts his department has used 
as part of the Safe Communities 
Coalition of the Red River Valley. 
Among other things, the coalition 
has posted signs displaying the safety 
belt use rate, asked businesses to 
post “Buckle Up” messages on their 
marquees, and included the “Buckle 
Up” message with utility bill mail-
ings and city employee paychecks. 
As a result, safety belt use increased 
from 53 percent to 84 percent 
between 2002 and 2005 in Clay 
County. “The key here is that we 
asked for help from businesses, and 
they responded. If you don’t ask,” 
Griffin explained, “you don’t get.”

In another initiative, Griffin’s 
coalition provided local churches 
with information for their bulletins 
about the importance of using safety 
belts. The coalition also works with 
a local university and high school, 
conducting twice-monthly seat belt 
checks on campus and at a high 
school parking lot. “Students are a 
targeted age group because histori-
cally this group has a low seat belt 
use rate,” he said. LTAP

Older driver strategies

Innovations for reducing crashes
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Steering Committee. 
He and his Goodhue 
County staff received 
the 2002 MCEA 
Outstanding Highway 
Project. 

City Engineers 
Association of Minnesota
Engineer of the Year: David Jessup

David Jessup has served the City of 
Woodbury for more than 20 years. He 
was hired as city engineer in May 1985 
and promoted to public works director 
in 1989. During his tenure with the 
city, Jessup has overseen a huge expan-
sion of Woodbury’s infrastructure, 
including two freeway interchanges, a 
challenging storm water system, and 
“new urbanist” developments.

Jessup has been active in profes-
sional associations, serving as presi-
dent of CEAM in 2001. 

Municipal Project of the Year
CEAM awarded its 2005 

“Municipal Project of the Year” award 
to two projects: the City of St. Paul’s 

Phalen Boulevard 
Project and the City 
of Maplewood’s 
MMATI Area 
Improvements. 

Phalen Boulevard 
is a 2.6-mile-long 
roadway between I-

35E and Johnson Parkway. The project 
included extensive right-of-way acqui-
sition and soil remediation as well as 
construction of a long list of compo-
nents: three bridges, retaining walls, 
storm and sanitary sewer, water main, 
private utilities, storm water ponding, 
traffic signals, street lighting, land-
scaping, and bicycle/pedestrian paths. 

Phalen Boulevard is the longest 
“new” road to be built in Saint Paul 
in more than 40 years. Total cost of 
the project, which was completed and 
opened to traffic in fall 2005, is $60 
million. The boulevard is the back-
bone of the Phalen Corridor Initiative, 
a community-initiated, urban devel-
opment project on the east side of 
Saint Paul. 

Traffic congestion in the area of the 

Maplewood 
Mall has been 
an issue for 
the City of 
Maplewood for more than 25 years. 
Staff developed a plan to relieve con-
gestion on arterial and collector road-
ways in the area, improve traffic safety, 
improve access to local businesses, 
and provide for economic develop-
ment/redevelopment.

After a traffic study of the area, 
staff developed an implementation 
plan to coordinate all the various 
transportation improvements required 
in the Maplewood Mall area. The plan 
included 17 different projects. To date, 
12 of the 17 projects have been com-
pleted, and the remaining 5 are under 

various stages of planning and design. 
Cooperation and coordination among 
consultants and public agencies was 
a major challenge in the successful 

completion of this project.
To read more about these 

projects, visit http://ceam 
.govoffice.com.

North Central Section of the 
Institute of Transportation 
Engineers

These awards are presented to 
section members or affiliates to recognize 
exemplary service to the profession. The 
Transportation Professional of the Year, 
awarded this year to Kristi Sebastian 
with Dakota County, 
demonstrates honor-
able achievements by 
an individual in the last 
year and over the course 
of his or her career. The 
Young Transportation 
Professional of the Year, 
awarded to Marc Briese of Mn/DOT, rec-
ognizes a “rising star” in the organization 
and profession. LTAP

Project leader: Gregory A. Nikodym, County 
Engineer, Kanabec County Highway Department

Problem: Kanabec County has several gravel 
roads providing access to gravel pits throughout 
the county. The dust and damage from repeated 
loads is a concern to the residents along these 
roads. In addition, the cost to maintain these 
roads continues to increase.

Solution: Apply Base One, a soil stabiliza-
tion product developed by TEAM Laboratory 
Chemical Corp., to aggregate surface roads.

Procedure: A 2.6-mile segment of gravel county 
road, with 4 to 6 inches of existing Class 5 aggre-
gate, was widened and shaped. An additional 3 
inches of modified Class 5 with a clay content 
of approximately 15 percent were added to the 
road segment. This material was placed in a 
windrow and compacted in three equal lay-
ers. The recommended amount of Base One 
chemical was added between layers. A final 
surface application of the chemical was applied 
before final compaction. The road surface was 
analyzed three times by Braun Intertec—once 
before compaction, once after compaction, and 
once after the spring thaw.

Results: Deflection testing and analysis con-
ducted by Braun Intertec indicated a signifi-
cant increase in load capacity as a result of the 
application. The amount of dust from traffic 
was greatly reduced, but not eliminated. There 
was also a significant reduction of maintenance 
needed after the application

Cost: $13,780 ($4,900 approved for project)

Implementation: Base One has been used on an 
additional six miles of road in Kanabec County, 
more for soil stabilization than dust control.

Status: Completed LTAP

OPERA project: 
Dust reduction and stabilization of gravel roads

Finding a balance between 
loads and roads

LRRB UPDATE

The Exchange regularly highlights projects 
completed under the LRRB’s Local Operational 
Research Assistance Program (Local OPERA). 
Following is another example from the 2005 
OPERA annual report. For a copy, please visit 
www.mnltap.umn.edu/opera.

Local OPERA helps to develop innovations in 
the construction and maintenance operations of 
local government transportation organizations. 
Learn more about the program and apply for 
OPERA funding online at www.mnltap.umn.edu 
/opera, or contact Jim Grothaus, Minnesota LTAP 
director, 612-626-1077, mnltap@umn.edu.

Striking a balance between the needs of commerce 
to carry heavy loads on roads and the need to pre-
serve the significant investment in our transporta-
tion infrastructure is a delicate process. Both sides 
of the picture can present compelling arguments. 

The Minnesota Local Road Research Board 
(LRRB) Research Implementation Committee 
recently completed a 20-minute educational/train-
ing DVD, Loads and Roads: Finding a Balance. This 
DVD can be shown in its entirety for a comprehen-
sive look at the subject, or it can be divided into 
about five-minute segments for viewing by differ-
ent audiences.

The DVD is being distributed to Minnesota city 
and county engineers, along with a brochure and 
other materials that can be used when making pre-
sentations about this subject. The DVD is also on 
the LRRB Web site—www.lrrb.org. LTAP

Awards from page 1

Greg Isakson David Jessup

Kristi Sebastian

Phalen Boulevard, 
before and after
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PAVEMENT CONFERENCE
MnROAD’s greatest hits
The Minnesota Road Research 
Project—the world’s most advanced 
cold-climate pavement research cen-
ter—is now a teenager. Known as 
MnROAD, the center was opened 
to traffic in 1993. Since then, it has 
contributed significantly to pavement 
design and construction in Minnesota 
and many other parts of our nation 
and the world.

Located near Albertville, 
Minnesota, MnROAD has two com-
ponents. The “mainline” section 
is a 3.5-mile segment of Interstate 
Highway 94 composed of heavily 
instrumented asphalt- and portland 
concrete-surfaced pavement “cells.” 
As part of an interstate highway, 
the mainline section receives live 
high-volume loading. The sec-
ond component, which is adjacent 
to the mainline, is just as heavily 
instrumented. But its character is 
completely different. It is a 2.5-mile 
closed loop composed of asphalt-, 
PCC-, and aggregate-surfaced seg-
ments. The loop simulates low-vol-
ume roads and receives loading from 
just one calibrated truck that tra-
verses it continuously.

In a presentation at the pavement 
conference, Derek Tompkins, a civil 
engineering graduate student at the 
University of Minnesota, reviewed 
some of MnROAD’s most significant 
contributions to pavement engineer-
ing and discussed the research pro-
gram’s near-term future. Following are 
highlights of his presentation.

Mechanical-empirical pavement 
design

Since MnROAD arrived on the 
scene in the early nineties when the 
idea of mechanistic-empirical (M-E) 
pavement design was relatively new, 
it is not surprising that validation and 
development of M-E design models 

was one of the research center’s first 
stated objectives. As a direct result of 
many M-E studies using MnROAD 
data, Mn/DOT created its free down-
loadable software, MnPAVE, which 
allows computer-based M-E pavement 
design (software available at www 
.mrr.dot.state.mn.us/research/mnpave 
/mnpave.asp). M-E models such as 
MnPAVE are more sophisticated 
than so-called empirical models. The 
latter take into account only histori-
cally observed performance from a 
limited number of locations, whereas 
M-E models include factors for theo-
retical behavior, local conditions, and 
increases in loading over time.

Savings from soil moisture data
Taking advantage of MnROAD’s 

tremendous data gathering and analy-
sis capabilities, important research 
has been conducted on how the 
moisture content of base and sub-
grade soils affects soil strength. This 
research has been done in collabora-
tion with the U.S. Army Cold Regions 
Research and Engineering Laboratory 
and the University of Minnesota’s 
Department of Soil, Water, and 
Climate, among others. One impor-
tant result is that Minnesota city and 
county agencies can include localized 
climate and soil characteristics to 
refine their MnPAVE calculations. A 
related group of studies showed that 
sealing of pavement edge joints can 
decrease moisture absorption and 
retention in soils under pavements by 
up to 85 percent. The moisture reten-
tion information also has been incor-
porated into the MnPAVE software 
and is likely to be reflected in a future 
Mn/DOT specification. 

Furthermore, soil moisture data 
also is currently being used by local 
officials all over Minnesota to refine 
their spring load restriction postings. 

MnROAD officials estimate that this 
data helps to increase the life spans of 
some local roads by up to ten percent 
and is therefore saving Minnesota’s 
local agencies about $14 million 
annually.

Whitetopping: an effective pavement 
rehabilitation

Another important result of 
MnROAD research has been refine-
ment of the practice called ultra-thin 
whitetopping (UTW)—that is, over-
laying asphalt pavement with a thin 
layer of fiber-reinforced concrete that 
is bonded to the asphalt. Beginning 
in 1997, several MnROAD sections 
on I-94 were whitetopped with excel-
lent results. As a direct result of this 
research, several states have done their 
own research with whitetopping. A 
current Mn/DOT objective is to vali-
date the UTW design methods used 
at MnROAD, compare them with the 
experience of other researchers, and 
ultimately to write a national UTW 
design specification.

Dynamic cone penetrometer 
validation

A byproduct of the original con-
struction of MnROAD’s pavement 

sections has been the validation of the 
dynamic cone penetrometer (DCP) as 
an effective tool for measuring sub-
surface soil conditions and strength. 
An analysis of the more than 700 DCP 
tests conducted during MnROAD’s 
construction showed that when soil 
has been properly compacted, DCP 
testing is a reliable indicator of soil 
strength. As a result, MnROAD engi-
neers refined the design of the DCP 
apparatus and developed training 
materials for workers. Use of the DCP 
method was then incorporated into 
Mn/DOT’s specification for pave-
ment edge drain backfill and granular 
base compaction. The relatively inex-
pensive DCP apparatus is now used 
throughout the state.

Tangible and intangible results: 
international cooperation

If you build it (“it” being the 
world’s premiere cold-climate pave-
ment testing facility), they will 
come—and “they” have come from 
all over the U.S. and the world to take 
advantage of MnROAD’s capabili-
ties. In its first 13 years, the facility 
has hosted researchers representing 
the National Cooperative Highway 
Research Project, the U.S. Army Cold 

MnROAD and TERRA

In his welcome to the conference, Mn/DOT deputy commissioner Doug Differt 
reviewed the past year’s accomplishments and touched on upcoming initiatives, 
including plans for MnROAD. The governance structure that oversees MnROAD—
the Transportation Engineering Road Research Alliance, or TERRA—is working to 
expand utilization of the facility and attract additional partners. New partners of 
late include Iowa, Michigan, and Norway. “MnROAD is a national treasure right 
here in Minnesota,” he said. “We’re making national headlines with it.”

Differt also reviewed the budget outlook and advised audience members to pay 
attention to a state constitutional amendment on the ballot this fall. Voters will 
have an opportunity to dedicate all of Minnesota’s motor-vehicle sales-tax revenue 
to highways and transit by voting YES on November 7 to the proposed amendment. 
LTAP

—Pamela Snopl, Minnesota LTAP Editor

interstate—the north/south routes for more than 1.4 
million residents of southeast Louisiana—were set 
up for contraflow. This required 250-plus construc-
tion and maintenance personnel, 100-plus barri-
cades, 80 barriers, 40 variable message boards, and 
“too many drums and barrels to count,” Battey said. 
It was all done in just eight-and-a-half hours.

The afternoon of the hurricane (Monday, 
August 29), MDOT began clearing roads to open 
paths for emergency vehicles. “Debris was on every 
highway in the southern half of the state, and most 
routes were not passable immediately after the 
storm,” Battey said. One lane was open on U.S. 49 
south by 11 p.m. Monday. Crews made every high-
way passable by Wednesday evening and opened 
all lanes by Friday. Personnel were brought in from 
northern districts to help.

In the second phase of debris removal, debris 
was cleared off shoulders; in the third phase, still 
under way, debris is being hauled to approved land-
fills. To date, an estimated 6 million cubic yards of 
debris has been moved, at a cost of more than $172 
million. 

Other issues immediately after landfall included 
a problematic supply chain, fuel shortages (three 

tankers are being purchased for future storms), and 
downed communications.

Damage assessment teams made up of MDOT, 
FHWA, and city crews inspected bridges, roads, 
and signals. The teams found that emergency repair 
costs were very inflated—on average, by 50 per-
cent—because materials were scarce, prices inflated, 
and housing limited (which meant trailers had to 
be brought in for staff). 

MDOT gave incentives to contractors to com-

plete repairs quickly. For example, MDOT recon-
structed more than 29 miles of four-lane pavement 
(over 116 lane miles) of U.S. 90 in Harrison County 
in three months, using three paving contractors, at 
a total cost of approximately $25 million. 

The scope of destruction was immense. More 
than 18,000 miles of guardrail and 12,000 signs 
were damaged. On U.S. 90 in Harris County, Battey 
said, traffic signals were “obliterated” and 40 inter-
sections were damaged. (All signals were up and 
running by September 19.) 

As of February 9, projected storm costs were 
$765 million, Battey said, with the amount grow-
ing weekly. 

Many issues remain for the longer term. 
Planners in northern areas, where traffic counts are 
50 to 70 percent higher post-Katrina, are struggling 
to gauge if the population shift is temporary or 
permanent. “Never-ending debris” keeps appearing 
in areas that were cleaned, Battey said, apparently 
dumped by nearby residents. And reaching consen-
sus on the balance of aesthetics and functionality 
has slowed rebuilding. LTAP

—Pamela Snopl, Minnesota LTAP Editor

Katrina from page 1

MnROAD continued on page 7

Katrina moved this entire casino onto U.S. 90.
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 PAVEMENT CONFERENCE
The past and future of asphalt paving
Dave Newcomb is familiar to many civil engineers 
in Minnesota because he was their professor at the 
University of Minnesota. Now the vice president 
of research and technology at the National Asphalt 
Pavement Association, he spoke in the plenary ses-
sion about the past and future of asphalt paving.

Recycling to avoid oil importation
Newcomb began by summarizing past mile-

stones in asphalt paving technology. He recalled that 
asphalt recycling was developed as a response to 
the oil embargo of 1974. He said recycling provided 
a consistent product—as good or better than that 
produced with virgin materials—and eliminated the 
cost of hauling material from an asphalt plant and 
then stockpiling it. Newcomb also said the “unsung 
hero” in recycling was the development of the mill-
ing machine.

Emphasis on quality
The Quality Control/Quality Assurance (QC/

QA) movement of the mid-1980s was Newcomb’s 
second asphalt paving milestone. By defining and 
tracking the consistency of critical mix properties, 
he said, QC/QA has shifted responsibility from 
agencies to contractors. In turn, this has allowed 
agencies to “do less about telling a contractor how 
to put a mix together and more about what you 
want at the end.” This, Newcomb said, has shifted 
the emphasis away from price to where it ought to 
be: on quality.

Superpave: son of SHRP
Newcomb identified the “Superpave” specifica-

tion, which appeared in 1993, as a third major mile-
stone in asphalt paving. A product of the Strategic 
Highway Research Program (SHRP), Superpave 
introduced the idea of performance-graded (PG) 
binders, which include ratings for maximum and 
minimum service temperatures. Newcomb said 
this “gave us a more rational means of choosing an 
asphalt binder and was probably the most success-
ful result of SHRP,” though he added that Superpave 
had to be considerably refined in Minnesota and 
other states to make it work “in the real world.” He 
reported that, in a national survey conducted in 
2005 by NAPA and FHWA among agency and con-
tractor pavement professionals, about twice as many 
agreed that Superpave has improved asphalt per-
formance as disagreed. Newcomb said most people 
who like Superpave do so because its ability to tar-
get high-temperature performance has significantly 
reduced rutting.

Stone-matrix surface
The fourth and last major milestone identified 

by Newcomb was stone-matrix asphalt for surface 
mixes, which was developed in Europe and brought 
to the U.S. in the 1990s. This provided “a binder-
rich stone skeleton mix that was resistant to rutting 
and had all the durability people would hope for in 
a surface mix…Today it’s the premiere surface mix 
in the U.S. for asphalt pavements. For high-volume 
roads, it’s…definitely a big benefit for us.”

Next, Newcomb turned his attention to the 
future of asphalt pavements.

Pavement everlasting
He first addressed the idea of perpetual pave-

ment: “How do we get around the issue of having to 
go in and completely reconstruct a pavement struc-
ture?” Answering his own question, Newcomb said, 
“You want to eliminate bottom-up fatigue cracking 
and structural rutting.” Then he asserted that paving 
designs are often thicker than they need to be. “If 
you design for the weight of the trucks as opposed 
to the volume…you wind up with a more realistic 
pavement section than if you just keep increasing 
the thickness.”

Porous pavement
Porous pavements for parking lots were 

Newcomb’s next topic. As shown in the figure 
below, a porous pavement is composed, from top 
to bottom, of open-grade HMA, small aggregate (a 
“choker course” that provides a stable paving plat-
form), 2-to-3-inch aggregate with about 40 percent 
voids, and a non-woven geotextile—all placed over 
an uncompacted subgrade.

Though porous pavements have been around for 
about 20 years, Newcomb said they need to be con-
sidered more because of their environmental and 
cost implications. They eliminate the need for other 
forms of drainage, such as retention ponds and 
storm sewers. He cautioned, however, that porous 
pavement cannot be used where winter sanding and 
salting are employed, nor at the bottom of a slope 
where erosion would be washed onto the pavement.

Nip noise at the surface
Newcomb’s next topic was noise pollution. He 

summarized a United Kingdom study showing that 
a highway noise reduction of 2 decibels produced 
a reduction of 25 percent in the number of people 
nearby who said they were annoyed by the noise. 
Instead of constructing expensive noise walls, 
Newcomb recommended two strategies for reduc-
ing noise at the source. First, incorporate voids in 
the pavement surface because voids absorb noise. 
Second, apply a fine-textured surface. “Surface tex-

ture is related to essentially the amount of coarse 
aggregate [used] and the maximum size of the 
aggregate.” He discussed results of a New Jersey 
study showing that the quietest surface was a crumb 
rubber asphalt with fine aggregate. But he also 
pointed out that diamond-grinding a PCC pave-
ment reduces noise considerably. “It’s not a con-
crete-versus-asphalt type of issue.” And a Purdue 
study showed that “for every one decibel you drop 
the noise, you can decrease the height of the sound 
walls by two feet. If you take into account how 
much it costs to build sound walls, two feet makes a 
lot of difference.”

WMA: warm-mix asphalt
Newcomb then turned his attention to asphalt 

temperature. “For those of you who are paying gas 
bills, you can appreciate the need for reducing the 
energy consumption.” He pointed out that reducing 
asphalt temperature reduces emissions and allows 
paving in cooler weather because material that starts 
out cooler loses less temperature during transport-
ing and application. Furthermore, “warm-mix 
asphalt quality is the same as what we get with hot-
mix asphalt.”

Plant feedback loops
Building from his earlier remarks on QC/QA, 

Newcomb said another important strategy for the 
future is to improve feedback systems in asphalt 
plants. “The ability to constantly monitor gradation 
and moisture content will give contractors a better 
understanding of the variability in their operations.” 
This, in turn, will allow producers to control in real 
time what they’re putting into their mixes.

E-learning
Newcomb also stressed the need to improve 

asphalt paving by taking greater advantage of the 
Internet. He said NAPA has already developed two 
computerized training tools with the University of 
Washington: a Virtual Superpave Laboratory, “which 
is an interactive lab manual,” and an online “hot-mix 
asphalt encyclopedia.” But he said these are just the 
beginning. “We firmly believe…people are going to 
need [computerized] access to information about 
construction, mix design, and material selection.”

Product acceptance—not ingredient control
Newcomb’s last strategy for future improvement 

of asphalt pavement was product acceptance criteria. 
“If we’re going to encourage innovation…we’ve got 
to have a system [that tracks] not so much the ingre-
dients [but] performance.” Several states already do 
this for rutting, he said, and the UK highway depart-
ment’s product acceptance system allows contractors 
to submit proprietary materials for evaluation. When 
these products have passed an approval process, they 
can then be specified in contracts.

Newcomb ended with the following advice: 
“Without innovation, the whole thing just sort of 
collapses…and in order to do that, the industry has 
to be proactive in encouraging research and educa-
tion.” LTAP

—Richard Kronick, Minnesota LTAP freelance writer

What are Porous Pavements?
Open-Graded HMA ~ 2 1/2 “

1/2” Agg. (#57) ~ 1-2” Thick

Clean Uniformly Graded 2-3”
Crushed Agg. (#2) - 40% Voids

Non-Woven Geotextile

Uncompacted Subgrade
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• FHWA pavement initiatives
•  Concrete pavements: The road 

map
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base for local pavements
•  Pavement condition 

Measurement on county roads

• Precast concrete pavement
• Intelligent compaction
• Mobile concrete crusher
•  Pavement rehabilitation  

selection
•   Duration of spring-thaw recovery 

for aggregate-surfaced roads

•  Cold in-place recycling vs. full-
depth reclamation

Other conference coverage at www.mnltap.umn.edu/publications:

Pat Hughes (right) accepts the 2006 Minnesota Pavement Conference 
Award from Wayne Fingalson, last year’s winner. Hughes’s long career 
at Mn/DOT included positions as assistant commissioner and director of 
the Office of Minnesota Road Research.
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Have PG binders changed performance?
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PAVEMENT CONFERENCE 
Heavier trucks proposed

Why use a pavement management system? Don 
Theisen of Washington County said there are many 
reasons: to select projects, track pavement histories, 
monitor repair costs, and compare the performance 
of mixes, designs, and methods. “Pavement man-
agement can be a powerful tool,” he said. 

In his county’s experience, Theisen said, the 
primary purpose of pavement management is to 
inform the county board of the overall condition 
of the road network. Board members use the data 
as a starting point to discuss and prioritize all 
preservation projects, rather than debate specific 
roadway repairs. 

The county uses a 1-100 pavement rating sys-
tem, Theisen explained, and illustrates the differ-
ent pavement conditions with photos from county 
roads. The use of the visuals is key to helping poli-
cymakers understand the measurement system and 
the implications of their budget decisions, he said. 

Theisen also gave some advice for choosing a 
pavement management system. Decide how you 
will use the data (for project selection or cost track-
ing, for example), since this drives your choice, and 
avoid the tendency to try to do too much. “It’s easy 
to make this much more complicated than it needs 
to be,” he said. Also, consider the technical support 
available and whether other locals have experience 
with the software. 

Data collection used to make up 80 to 85 per-
cent of pavement management work, Theisen 
said, but thanks to Mn/DOT’s pavement condition 
measurement program (see related article on the 
Minnesota LTAP Web site), it’s a resource problem 
that “has gone away.” Some staff expertise is still 
needed to understand the data, however. 

Pavement management doesn’t replace field 
investigations or common sense, Theisen added. 
“It’s much easier to get good data now, but [it] 
doesn’t replace the need for good engineering.” 
LTAP

—Pamela Snopl, Minnesota LTAP Editor

Betsy Parker, director of the Minnesota Department 
of Transportation (Mn/DOT) Office of Government 
Affairs, outlined a pending state legislative proposal 
to allow heavier trucks on Minnesota roads, chang-
ing current truck-size-and-weight (TSW) allow-
ances. Overall, the TSW plan is aimed at helping 
Minnesota shippers to stay competitive.

Opponents, including the American Automobile 
Association (AAA), the Minnesota State Patrol 
trooper’s union, and the rail industry, have raised 
issues about both truck and vehicle driver safety. In 
response, Parker cited a significant drop in crash 
rates, better equipment and enforcement, and 
research studies showing no significant damage or 
harm resulting from heavier trucks.

“We recognize that this is a series of tradeoffs,” 
Parker said. “Minnesota haulers are feeling severely 
disadvantaged when it comes to dealing with the 
states around them.” (Other states permit heavier 
trucks.)

Parker said the proposal is a response to a steady 
stream of requests for truck weight increases and 
exceptions as well as to an increase in truck traf-
fic. Forecasts point to a 60 percent increase in the 
amount of freight moving within Minnesota between 
2001 and 2020—the vast majority riding on trucks.

The proposal is based on a comprehensive review 
of Minnesota’s truck weight laws. More than 40 
meetings were held with public and private stake-
holders throughout the state, and committees were 
convened to provide policy and technical reviews of 

research conducted by a Mn/DOT consultant. 
Though Minnesota doesn’t set weight limits 

on the Interstate Highway System—the federal 
government does that—it can bring the rest of the 
Minnesota-controlled roads up to a consistent 10-
ton weight limit. State law regulates trunk highways 
as well as county, municipal, and township roads.

Parker outlined several truck configurations that 
Mn/DOT has proposed for consideration during the 
2006 legislative session to allow increased vehicle 
weights and truck sizes. The proposal will include 
appropriate additional driver requirements, permits, 
and other requirements on the vehicles to assure 
their safety. In addition, Mn/DOT has proposed 
uniformity across spring load restrictions, including 
an increase to 7 tons, up from the current default 
of 5 tons, on all county roads during the busy con-
struction and hauling season. LTAP

—Michael McCarthy, Minnesota LTAP Web editor

Mn/DOT proposals for truck sizes and 
weights 

• 80,000-pound gross-vehicle-weight (GVW) straight trucks 
would be able to use all roads, including the Interstate and 
10-ton network. In order to allow the full 80,000-pound limit, 
these trucks would be allowed up to 45 feet long, up from the 
current restriction of 40 feet.

• 90,000-pound GVW, six-axle trucks, 53-foot trailer. By 
putting an extra axle under a standard truck, an extra 10,000 
pounds could be loaded without doing extra damage to the 
road. This weight is not allowed on the Interstate system but 
it could be used on the 10,000 miles of state highways that 
are rated for 10-ton axle weights. The additional axle spreads 
weight out and reduces the stress on the pavement. With the 
extra axle and the addition of brakes on that axle, this con-
figuration actually adds a better braking capacity per pound 
of weight.

• 97,000-pound GVW, seven-axle trucks, 53-foot trailer. By 
adding another axle, the weight limit on a standard size truck 
could rise to 97,0000 pounds. This could also be used on the 
10-ton Minnesota network.

• 108,000-pound GVW, eight-axle, twin trailers (28.5 feet 
each), is the same size as twin trailers used by express 
carriers on a preapproved system of about 5,000 miles of 
Interstate and other Minnesota roads. This proposed con-
figuration would add three extra axles to handle the higher 
weights within the same size limits. It would also require an 
improved connection between the two trailers. It could be 
used on the Twin Trailer Network, except for the Interstate 
system. This configuration was approved by the 2005 legisla-
ture for the transport of lumber products from Grand Rapids 
to Duluth. LTAP

Pavement management 
for local roads

The question of whether to pave a 
gravel road was again raised at this 
year’s conference. This time around, 
the answer is becoming clearer. 
Ann Johnson of the University’s 
Department of Civil Engineering 
introduced a PowerPoint presenta-
tion designed to aid local engineers 
in making the decision of how 
and why to upgrade a gravel road. 
Minnesota LTAP is set to release the 
presentation later this spring. 

The one-hour presentation, titled 
“To Pave or Not to Pave? Making 
Informed Decisions on When to 
Upgrade a Gravel Road,” equips the 
engineer with necessary economic, 
political, and social information when consider-
ing an upgrade on local roads. The format of the 
presentation allows the engineer to easily share the 
information with employees, local boards, citizens, 
and others who weigh in on the decision. While 
the data trends represent those of Minnesota, the 
presentation includes slides in which the presenter 
can turn off the voiceover and insert data relevant 
to his or her area. The presentation is designed to 
supplement current Minnesota LTAP gravel road 
training materials. 

The presentation is based on the findings of two 
reports, SD 2002-10: Local Road Surfacing Criteria 
and MN 2005-09: Cost Comparison of Treatments 
Used to Maintain and Upgrade Aggregate Roads. 
Together these reports create the foundation of 
the presentation by answering two key questions: 
“When is it best to maintain a gravel road?” and 
“When should it be upgraded to a paved surface?”

The reports detail the multitude of reasons to 
pave as well as reasons to hold off, and provide a 
tool to simplify the decision-making process. These 
reports also provide information including cost 
analysis based on historical spending for low-vol-

ume roads, a method for estimating cost of main-
tenance and construction specific to an engineer’s 
area, and an economic analysis using data such as 
present worth evaluation. 

The two reports and subsequent PowerPoint 
presentation will aid local engineers in the face of 
current trends in road use and maintenance. Rural 
areas are experiencing dramatic shifts in their popu-
lations including an increase in large commercial 
farms. These factors change the needs of agribusi-
ness and road maintenance. Minnesota has also seen 
increased development in the urban fringe.

In addition, the maintenance costs of gravel 
roads are increasing while funding and resources are 
decreasing. These factors have created the need to 
optimize maintenance costs and plan for the future 
and long-term duration of gravel roads. 

The results of the two research reports and 
PowerPoint presentation introduced by Johnson 
pave the way toward making informed decisions 
on the maintenance and upgrade of gravel roads. 
Look for more information about the presentation’s 
release in future LTAP publications. LTAP

—Lisa Hartley, Minnesota LTAP intern

To pave or not to pave? New tools to inform decisions 
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Questions? Contact Arlene Mathison, Minnesota LTAP librarian, 612-624-3646, e-mail amathison@cts.umn.edu.The Shelf

A manual published by Mn/DOT State Aid 
in September—State Aid Concrete Pavement 
Rehabilitation (CPR) Best Practices Manual (2005-
33)—provides specifications for concrete repair 
of local city streets and county pavements. It was 
developed from existing concrete repair standards 
used by Mn/DOT since 1981, and incorporates suc-
cessful modifications by the cities of Owatonna and 
Austin, Minnesota. For the first time, the manual 

also incorporates 
standards for side-
walk, curb, and 
gutter repairs into a 
specification format. 

Content from the 
manual is used in 
Minnesota LTAP’s 
Concrete Pavement 

Repair workshop. Minnesota LTAP is also under 
contract with Mn/DOT to redesign the manual into 
an easy-to-use format later this year.

To download the current version (1.1 MB PDF), 
visit www.lrrb.org. LTAP

Reports
Transportation Asset Management 
in Australia, Canada, England, and 
New Zealand (Federal Highway 
Administration, FHWA-PL-05-019)

The Federal Highway Administration, 
American Association of State Highway 
and Transportation Officials, and National 
Cooperative Highway Research Program spon-
sored a scanning study of asset management 
experience, techniques, and processes in 
Australia, Canada, England, and New Zealand.

In its study, the U.S. team observed that 
asset management as an organizational cul-
ture and decision-making process is critical 
to transportation programs facing significant 
capital renewal and preservation needs and 
that successful programs require top-level 
commitment. The team also learned that 
agencies in the countries studied used asset 
management practices to obtain funding for 
transportation infrastructure. 

The team’s recommendations for possible 
implementation in the United States include 
using asset management principles to assess 
and invest in the Interstate System, creat-
ing a National Asset Management Steering 
Committee to distribute the information and 
provide the training, developing a Web-based 
asset-management toolbox, and conducting 
research on asset management topics. 

Why Your Agency Should Consider 
Asset Management Systems for 
Roadway Safety (Federal Highway 
Administration, FHWA-HRT-05-077)

This primer provides a general overview 
of asset management systems for roadway 
safety elements, and initial guidance for agen-
cies beginning to consider them. Information 
in the primer can help state departments of 
transportation (DOT) increase their use of 
state-of the practice techniques on roadway 
safety hardware management systems. The 
primer was developed for state DOT person-
nel, particularly chief engineers and other 
top management, involved with the planning, 
funding, and execution of roadway safety 
hardware management systems.

This report can be downloaded (1.6 MB PDF) 
at www.tfhrc.gov/safetypubs/05077/05077.pdf

Roadway Safety Hardware 
Asset Management Systems 
Case Studies (Federal Highway 
Administration, FHWA-HRT-05-073)

This study provides information to state 
DOTs on roadway safety hardware manage-
ment systems that could help increase their 
use of state-of-the-practice techniques. This 
report was developed for state DOT person-
nel (particularly chief engineers and other 
top management) involved with the planning, 
funding, and execution of roadway safety 
hardware management systems.

Superpave: Final Report of the 
TRB Superpave Committee 
(Transportation Research Board)

This report summarizes the work of the TRB 
Superpave Committee, which was formed 
in 1999 to advise AASHTO and the Federal 
Highway Administration on a research plan 
that would further the development and 
deployment of the Superpave system. The 
committee’s work, however, is part of a larger 
canvas. Implementation efforts that began 
well before the committee was formed and 
still continue are the context for its work. For 
that reason, this report also briefly sketches 
the story of the campaign to bring the SHRP 
asphalt research products, organized as the 
Superpave system, into general use. The full 
report can be viewed online (428 KB PDF) at 
www.trb.org/publications/sp/superpave.pdf.

Summary of Trenchless Technology 
for Use With USDA Forest Service 
Culverts (USDA Forest Service)

Trenchless technology consists of the meth-
ods, materials, and equipment used for replac-
ing, rehabilitating, or installing pipes with 
little or no excavation of the ground above. 
Closely associated with this technology are 
various techniques for investigating, locating, 
inspecting, and assessing conduits and the 
surrounding earth materials.

This report, which summarizes the trench-
less technologies most appropriate for U.S. 
Department of Agriculture (USDA) Forest 
Service roadway culvert applications, can 
help USDA Forest Service engineers best 
determine where and when to use this rapidly 

evolving technology. Techniques for replacing 
or rehabilitating corrugated metal pipe (CMP) 
culverts, 18 inches or greater in diameter, are 
emphasized because they are commonly used 
for USDA Forest Service culverts. The discus-
sion of trenchless technology that benefits 
other, smaller nonculvert pipes, such as small 
utility lines, is incidental to this report.

Improving Pavements with Long-
Term Pavement Performance: 
Products for Today and Tomorrow 
(Federal Highway Administration, 
FHWA-RD-03-049)

The papers contained in this document 
are the results of the 2001–2002 contest on 
the use of LTPP data initiated by the Federal 
Highway Administration (FHWA), Long-Term 
Pavement Performance (LTPP) Program, and 
the Highway Division Pavements Committee 
of the American Society of Civil Engineers 
(ASCE). The competition was designed to 
promote the use of LTPP data and involve the 
future pavement engineers in the analysis of 
data from the LTPP database. 

Design of Continuously Reinforced 
Concrete Pavements Using Glass 
Fiber Reinforced Polymer Rebars 
(Federal Highway Administration, 
FHWA-HRT-05-081)

In this study, an analytical model has been 
developed to stimulate the shrinkage and 
thermal stress distributions in concrete due to 
the restraint provided by glass fiber reinforced 
polymer (GFRP) rebars in comparison with 
the stresses induced by steel rebars. Many 
distresses occurring in concrete structures are 
attributed to the corrosion of steel reinforcing 
rebars, a condition to which steel-reinforced 
concrete pavement (CRCP) is typically sub-
jected. According to a CRCP performance 
report, corrosion has been a major deteriorative 
factor for CRCPs in Wisconsin, causing delami-
nation, spalling, and steel rupture. Therefore, 
GFRP rebars—which are increasingly gaining 
attention for structural application because of 
their noncorrosiveness and high longitudinal 
strength, light self-weight, and nonmagnetic 
quality—can also be viable alternatives to 
steel reinforcing rebars for CRCP. 

In-Vehicle Display Icons and 
Other Information Elements, Vol. 
I: Guidelines (Federal Highway 
Administration, FHWA-RD-03-065)

This is one of a series of reports produced 
as part of a contract to develop precise and 
detailed human factors design guidelines for in-
vehicle display icons and other information ele-
ments. The contractual effort consists of three 
phases: analytical, empirical, and integrative.

This report is a product of the integrative 
phase. This handbook summarizes human 
engineering data, guidelines, and principles for 
use by designers during the development and 
evaluation of in-vehicle icons and other infor-
mation elements.

Roadway Pavement Preservation 
2005 (Transportation Research 
Board, Circular no. E-C078)

Roadway Pavement Preservation 2005 
contains papers written for the TRB First 
National Conference on Roadway Preservation 
held in Kansas City, Missouri, Oct. 31-Nov. 1, 
2005. The conference addressed all aspects of 
successfully implemented roadway pavement 
preservation activities, including management, 
engineering, economics, the establishment of 
strategic performance goals, and the imple-
mentation of routine maintenance, preventive 
maintenance, and minor rehabilitation activi-
ties. Download this document (8.5 MB PDF) 
online at www.trb.org/publications/circulars 
/ec078.pdf.

DVD
Lifelines: Your National Forest 
Roads (USDA Forest Service)

This DVD explores the relationship between 
the people and the land—past, present and 
future—as it celebrates the partnership 
between the USDA Forest Service, Federal 
Lands Highway Administration, and state 
and local communities in providing continued 
stewardship and access to our national for-
ests. LTAP

Concrete Pavement Rehabilitation 
Best Practices for Local RoadsRegions Research and Engineering Laboratory, 

many state DOTs, private industry, and researchers 
from Manitoba and Finland. Tompkins reported 
that one important focus for visitors is the design 
of road test tracks themselves. MnROAD’s exten-
sive publications on instrumentation, design and 
construction, and data collection methods have 
proved invaluable to other test tracks. Furthermore, 
many people have brought their unique MnROAD 
experience with them when they have moved on to 
other agencies. On this intangible benefit, Tompkins 
quoted Roger Green, a research engineer at Ohio 
DOT: “The major impact [of MnROAD] is the 
number of young engineers from Mn/DOT and 
the University who have learned about pavement 
while working on projects at MnROAD and are now 
making an impact on the pavement community by 
training others.”

Research on the drawing board
Tompkins closed by listing additional research 

studies that are likely to be conducted using existing 
MnROAD data:

•  Base type study and distress/performance 
comparison

•  Introduction of thinner PCC pavements as a 
result of M-E design verification, especially for 
low-volume roads

•  Rational base thickness selection
•  Overall comparison/analysis of test section 

performance and design
•  Account for test cell responses during spring 

using spring load findings
•  Seasonal effects on International Roughness 

Index
•  Distribution of strains under loading
•  Use knowledge of concrete thickness to further 

inform design

Using MnROAD data
To harvest some of MnROAD’s bounty, go to: 

http://mnroad.dot.state.mn.us/research/mnroad 
_project/mnroadreports/mnroadreports.asp and 
http://search.state.mn.us/dot/query.html. LTAP

—Richard Kronick, Minnesota LTAP 
freelance writer

MnROAD from page 4
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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 and nationwide, please see the LTAP events Web page: www.mnltap.umn.edu/workshops.

Date Event Location Contact

May
LTAP 5 Truck-Weight Compliance Training (1.0 cr) St. Cloud Shirley Mueffelman, 612-624-4754, conferences2@cce.umn.edu
LLTAP 8 Truck-Weight Compliance Training (1.0 cr) Shoreview Shirley Mueffelman, 612-624-4754, conferences2@cce.umn.edu
LTAP 9 Best Pavement Design Practices for City Streets and County Roads (1.0 cr) Brainerd Shirley Mueffelman, 612-624-4754, conferences2@cce.umn.edu
  10–12 Minnesota Public Works Association Spring Conference Nisswa  Oona Besse, 612-624-3492, conferences3@cce.umn.edu
LTAP 11 Best Pavement Design Practices for City Streets and County Roads (1.0 cr)  Hutchinson  Shirley Mueffelman, 612-624-4754, conferences2@cce.umn.edu
LTAP 12 Truck-Weight Compliance Training (1.0 cr) Alexandria Shirley Mueffelman, 612-624-4754, conferences2@cce.umn.edu
 24-25 17th Annual CTS Transportation Research Conference St. Paul Julie Grazier, 612-624-3708, conferences5@cce.umn.edu

Summer
LTAP   Motor Grader Operator Training TBD Mindy Carlson, 612-625-1813, carlson@cts.umn.edu

October

 4–5 Minnesota Fall Maintenance Expo (0.5 cr/day) St. Cloud Kathy Warren, 651-351-7432, kwarren@usinternet.com
 10–12 AirTap Fall Forum Breezy Point Mindy Carlson, 612-625-1813, carlson@cts.umn.edu 

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/workshops. 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, 
please 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, consider 

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 training courses and special presenta-
tions are:

•   Asphalt Pavement Maintenance (0.5 cr)
•   Culvert Installation and Maintenance (0.5 cr)
•   Dust Control on Unpaved Roads (0.5 cr)
•   Gravel Road Maintenance (0.5 cr)
•   Roadside Vegetation Management and Erosion Control 

(0.5 cr)
•   Snow and Ice Control (0.5 cr)
•   Work-Zone and Flagger Safety (0.5 cr)

CTAP workshops are informal and usually hands-on—in 
fact, many are held in or adjacent to maintenance facilities. 
Sites with easy access for the van are preferred. CTAP fees 

are $250.00 for 8 to 10 participants and $350.00 for 11 to 40 
participants. The fees are for a two- to four-hour CTAP work-
shop. 

To schedule classes, call the CTAP instructor, Kathy 
Schaefer, at 651-282-2160, or e-mail Kathleen.Schaefer@dot 
.state.mn.us. 

Roads Scholar credit
You can earn credits in Minnesota LTAP’s Roads Scholar 

program by attending LTAP and CTAP workshops and other 
cosponsored events. (Credits are indicated above.) To learn 
more or enroll in the program, visit www.mnltap.umn.edu 
/program/roadsscholar. LTAP

EVENTS & TRAINING

SHARE YOUR

PLEASE ROUTE TO OTHERS

What’s Ahead

• Intelligent compaction
• Spring Maintenance Expo coverage
• Pavement rehabilitation selection
• And more!

Scholarship opportunities 
Minnesota County Engineers 
Association

Civil engineering students may 
apply for one of seven $1,000 schol-
arships offered by the Minnesota 
County Engineers Association. 
Five scholarships are awarded to 
two eligible students attending the 

University of Minnesota (U of M), 
one eligible student attending North 
Dakota State University (NDSU), 
one eligible student attending South 
Dakota State University (SDSU), 
and one eligible student attending 
Minnesota State University, Mankato 
(MSU). Interested students should 
contact their respective university 
for consideration for the MCEA 
Scholarship. Your university will pro-
vide the application forms and process 
the application.

There are also two “at large” schol-
arships for eligible civil engineering 
students attending a university other 
than the U of M, NDSU, SDSU, or 
MSU. Applicants must meet several 
prerequisites. Civil engineering stu-
dents must be attending a university 
having an ABET accredited civil 
engineering program. Students must 
be a resident of Minnesota. You must 
attend school full-time for three quar-
ters or two semesters during the aca-
demic school year. Applicants must 
have an academic status as a sopho-

more, junior, senior, or graduate stu-
dent at the time of scholarship award 
to be eligible. 

To apply, download the applica-
tion form at www.mncountyengineers 
.org and submit it by July 1. For more 
information, contact Roger Gustafson, 
MCEA Scholarship Committee chair, 
at rgustafs@co.carver.mn.us.

American Society of Civil Engineers
Any full-time student who is 

enrolled in or admitted to a transporta-
tion/traffic engineering degree program 
(master or doctoral) in civil engineering 
at a qualified university is encouraged 
to apply for the 2006 Jack E. Leisch 
Scholarship, made available by the 
American Society of Civil Engineers.

The amount of the award is 
expected to be up to $2,500 depend-
ing on funds available from the 
endowment. Applications should be 
submitted before May 12.

Visit ASCE’s Web site at www.asce 
.org/inside/stud_leisch.cfm for more 
information. LTAP

Helpful plans for a culvert spreader 
are on the Idaho LTAP site. Kathy 
Schaefer, instructor of Minnesota’s 
Circuit Training and Assistance 

Program (CTAP), says she’ll use the 
plans and photographs in her culvert 
classes this spring. Get a preview at
www.uidaho.edu/engr/ME/sr_des
/culvert. LTAP

CTAP trainer to share  
culvert tips

Idaho LTAP’s culvert spreader


