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MR. LEY:  Let's go ahead and get started while we finish up doing the sign in sheet.  
I'm Dave Ley.  I'm the District 7 Construction Engineer.  This is the pre‑bid meeting for Project 496‑09.  Sorry about the short notice.  Glad to see a lot of you here.  
This is MOT‑75‑11.01 Phase 1B, PID 77245.  Project letting date is scheduled for December 9th of '09.  
A few business rules on this real quick before we get started.  If you ask a question, please state your name and the company you're with.  Nancy Bolin is our stenographer.  She will be taking the minutes and the pre‑bid will be posted on the contract's website.  Any questions or any items brought up in the meeting that need to be put into addendum, those will be part of the addendum and those will be part of the contract.  The minutes to the meeting will not be part of the contract.  Just so everybody is aware of that.  
This job does have a 7 percent DBE goal.  As you know the Department ‑‑ we encourage you all to try and use the OJT Program.  
The project runs from Edwin Moses Boulevard to the River bridge that's just north of Fifth Street.  That's on I‑75.  We're widening it to six lanes in those areas.  
Before you leave make sure Nancy gets any business cards if you haven't already given it to her and everybody has signed in.  
Let's start off.  Just go around real quick.  We'll have everybody introduce themselves, state who they are.  Scott?  
MR. KASLER:  I'm Scott Kasler.  I'm Project Manager for District 7.
MR. ARANKSY:  Frank Aransky, American Structurepoint, Roadway Design.
MR. WENNING:  Mike Wenning, Structurepoint, Bridge Design.  
MR. REED:  Jon Reed, District 7 Bridge Engineer.  
MR. COLLIER:  Greg Collier, District 7 Construction Office.  
MR. BOWMAN:  Josh Bowman, Project Engineer.
MR. LeBLANC:  Scott LeBlanc, District 7 Area Project.  
MR. HOUSEHOLDER:  John Householder with Kokosing.  
MR.  WEIST:  Roger Weist, Ruhlin Company.
MR. RUHLIN:  Jim Ruhlin, Junior, Ruhlin Company.  
MR. STUTZ:  Dwight Stutz, John R. Jurgensen Company.
MR. CARTER:  Josh Carter, John R. Jurgensen Company.  
MR. SHEEHY:  James Sheehy, John R. Jurgensen Company.  
MR. MILLER:  Dana Miller, Great Lakes Construction.  
MR. LAYER:  Steve Layer, Great Lakes Construction. 
MR. QUINN:  Gene Quinn, Reinforced Earth Company.  
MR. FIELDS:  Larry Fields, Ahern & Associates.  
MS. WILKIE:  Julia Wilkie, Bright Street, your preferred DBE contractor.  
MR. HUNT:  Bob Hunt, Shelly & Sands.
MR. PRYSE:  Keith Pryse, Thelen Associates.
MR. WOHLFORD:  Bill Wohlford, Barrett Paving.  
MS. BARTLETT:  Starli Bartlett, District 7 Materials Management.  
MR. LEY:  Okay.  Let's go ahead and get started.  I'll run through the different disciplines and what we have for them trying to give you a little background.  
I do know there was recently an addendum to the 4A note.  It should have come out in the last few days.  I talked to the utility coordinator.  He wasn't able to be here today.  So that has been updated.  
He did say that RTA will be removing their facilities.  They will be working in conjunction with the contractor, and they need about one‑week notice.  It will take them about a week to do any removals that they have.  
The main companies you'll be dealing with are DP&L, RTA, MCI, and Level 3 are the names of the companies.  
For railroad coordination, if you're aware of this area at all the tracks are pretty busy in this spot.  There are two tracks running under.  You'll have CSX as one of the railroad companies.  The other is Norfolk & Southern.  And I know there are trains running through there probably 15 to 20 minutes apart.  
MR. KASLER:  That's about right.  
MR. LEY:  And they run all night long.  So it is a pretty busy area.  So railroad coordination ‑‑ keeping with the railroad companies when you're working on those structures will be pretty important.  
Environmental, our coordinator wasn't able to be here.  The main thing is stay out of the river.  You might need to get down onto the bank on the north side of the project there.  You'll be dealing with Miami Conservancy District and I believe there is a note to coordinate with them if you need to get down in there.  
Right‑of‑way on the project, everything is clear and okay on the right‑of‑way so there is no issues there.  
I'm going to go ahead and Jon Reed, our bridge engineer, any items you want to bring up, any touchy issues?  
MR. REED:  Maybe we could start with Scott Kasler with a little overview.  
MR. LEY:  Okay.  Go ahead, Scott. 
MR. KASLER:  Just very briefly a broad view of what we're trying to accomplish with this Project and in general on I‑75 in Dayton. 
We refer to this project in the Department as Phase 1B.  That's our shorthand.  This is the second phase of really three phases to reconstruct 75 through Dayton.  The first one is underway, has been underway since 2007.  Phase 1A, a little bit to the north of this section essentially goes from Riverview Avenue up until roughly Leo Street.  That's been under construction.  The project is moving along rather well.  
This is the second phase.  I guess to begin as soon as we get a contractor under contract and we have, I think, November 1st of 2012 is the completion date that's listed in the contract right now.  
Following this phase, the third and the final phase of the modernization of Dayton, we call phase 2, is under design right now.  We have a tentative schedule to begin construction on that project in the fall of 2012.  Again, that's on the schedule depending on how the funding situation is at that time.  
Generally on this project, as it is with all three phases of the Dayton reconstruction, we're trying to get three continuous thru lanes on 75 in both directions.  So again, in keeping with that theme that is a primary feature of Phase 1B contract.  
The other big thing ‑‑ and that is truly a challenge because our bottleneck is in the 35 interchange itself.  There’s very little room to work with.  In fact, I think we obtained a design exception for shoulder width to be able to hit that third lane through both northbound and southbound.  That's one challenge.  
The other prominent feature of 1B is to close the two ramps that are existing now at Albany Street.  The concept of the job is fairly simple; however, we think this will be a challenging little project.  
Again some highlights for this job.  We need to maintain two lanes thru traffic on the interstate at all times; maintain detours for the 35 ramps.  
We have at least one kind of unique feature in the plans that I'm not aware that it's been done in Ohio before.  Our consultant has termed it the Texas turnaround.  It involves essentially a detour for the ramps at 35 when we need to close 35 ramps taking traffic down to the Edwin C. Moses Boulevard interchange, turning it around and bringing it back up to its normal route.  
We do have structures as Dave mentioned spanning the railroads including one rather large precast arch structure.  We have, with all urban projects these days, a very heavy reliance on retaining wall construction  Just to limit our right‑of‑way take footprint.  
And again, as Dave mentioned, my last item is we need stay out of the river on this project.  
Very broad, Dave.  That's about all I have to cover. 
MR. LEY:  That's fine.  Frank, can you go over the MOT system just a little bit ‑‑ the basics of the MOT scheme?  
MR. ARANSKY:  Sure.  We have three stages essentially for the maintenance of traffic.  The first stage being doing all the temporary widening to the outside of Interstate 75 and also prepping the median for where we're going to have crossovers, ripping out the barrier that's out there.  
We're then going to shift traffic to the northbound side, build all the southbound side.  Scott mentioned we have the Texas turnaround.  We do in both stages two and three shut down the ramps north of the US 35 interchange and exit traffic ‑‑ yeah, if you would point that out ‑‑ to go underneath the bridge there.  They do not enter the Edwin C. Moses Boulevard roadway.  They sort of loop around.  So I guess they're going to come from underneath.  So they come underneath the north side there and then swing around and then go back through the interchange.  We're going to have that in both stages two and three, not for all the phasing, just the phase where the ramps are shut down during both stages.  
And then we come back, shift traffic to the Southbound side and build the Northbound side under stage three of the plans and then wrap up the project.  
Like we said before, we do need to maintain two lanes of traffic at all times in each direction.  But when you do shut down the ramps, the southbound exit ramps, we do carry a third lane all the way through to handle the additional traffic that's going to use the turnaround.  So there's actually five lanes maintained for that short stretch when you pick up the ramp traffic.  So that's part of the agreement we have with ODOT.  
MR. LEY:  Okay.  
MR. ARANSKY:  It sounds easy.  It took a while I guess.  
MR. LEY:  Okay.  Jon, go first.  
MR. REED:  Just real quick.  Good morning.  I'll answer questions, and hopefully we won't create them.  But a couple things.  
Most items were covered but a project of this size you recognize there are a lot of stakeholders were involved and throughout the plans so there is many reasons why the plans are the way they are.  So keep that in mind.  
I always caution we're doing these bridges as scheduled because they're unique.  We want to add a third lane but the condition of the bridges is very low and some of them are in poor condition.  So I always caution planning your work accordingly.  
We do do several projects to try to ‑‑ one project in particular ‑‑ to try to restore the back walls, expansion joints and the approach labs to the bridges so that you could facilitate your work.  We're hoping that will hold up for you.  
One thing we watch for, too, is temporary conditions.  When we shift traffic over we'll have some temporary widenings and these widenings, of course, will have their own special drainage issues and that type of stuff.  So we'll stay cognizant of that as you do your work.  
If you have any questions on bridge numbers, a couple of the bridge numbers change from existing to proposed.  That's just because the lane change so don't worry about that.  
I think Scott will get to this later.  If he doesn't, I'll come back up and address it.  We have several sites particularly where two ramps come together.  I don't recall where it is.  We have some interesting elevations, slopes.  And it'd be something you want to look at when you do prepare bids for when you try to set elevations.  We have fairly wide several breaks that you'd have to put into a bidwell machine or whatever you intend to use.  
Also you might imagine we do have more than one set of line instruction in these locations.  So just be cognizant of that as you prepare your work.  
We are in the process of discussing stay‑in‑place forms for all the decking for the temporary widenings.  There is only one location, however, in the plans ‑‑ that'd be right in here ‑‑ where it's a 10‑foot stretch where we have splayed prestress concrete I‑beams.  They all come together very close.  It's the only place we're going to allow permanent stay‑in‑place forms on the project.  You'll see that in a separate bridge number 11.89‑E.  
Again, we're meeting several existing ramps with our proposed work so horizontal/vertical control is a big deal on this project.  
And I think everything else was covered.  Thanks, Dave.  
MR. LEY:  Okay.  Scott?  
MR. LeBLANC:  Like Jon said, look at the structures on this job.  They are very different than what we're used to.  They're not full tear outs and rebuilds.  There's a lot of take a bridge out to a certain span and stop, and then basically you're going to build the new bridge to meet flush into a bridge splice location.  
Understand that it's been designed theoretically as best as it can be to address camber issues and verticals ‑‑ especially verticals to tie into existing fixed points.  So all we can ask during construction is that if things come to light, the earlier we know about them the better.  And if you have concerns about it, you know, we can work through that in the field through the designer of record and through the contractor if you have some method of construction that may assist or not assist in making those things flush up.  The earlier we can talk about that the better off we're going to be.  
We also have some longitudinal expansion joints which are kind of odd.  So you've got expansion joints at the end dams that T into longitudinal expansion joints as one piece, and so they're fairly irregular as far as is seen typically.  So getting those to tie in, set in place and held elevation with nothing around them, new deck or old deck, might get a little complicated.  So I'll forewarn you to look into that.  
The other thing we have is when you build the MSE walls on the contract there are certain locations where there's very little headroom.  We're basically tucking temporary and permanent MSE structures under existing structures so we've tried to put notes in to identify those locations to let you know you're going to have to use low headroom equipment.  It's just a little different animal.  So I just  forewarn you to look at the MSE walls individually to make sure that you're not putting historical bid pricing on all the walls because some of these are going to be fairly special as far as the method of construction.  So I'll forewarn you of that.  
Really other than that, there is a trapezoidal structure, as I call it.  We have a double skewed structure.  It goes from being skewed one direction to being skewed the other direction which makes it interesting for bidwell placement.  Based on our contract requirements, which way does the bidwell skew to pour the deck when the skew changes in mid pour?  To complicate that, the substructure also changes.  So you have substructure units that are like this with the middle substructure unit being perpendicular to the bridge deck but not catching all the beam lines.  So you are changing the span length basically.  So that's going to be a very complicated structure to say the least.  
Again, we've done everything that we can do, I think, from the design side to try to address the cambering issues and things that we're going to see construction wise when you build that bridge, but that's going to be discussed at a pre‑pour.  We're going to have to have a discussion on a plan of attack for that one as far as the construction side because we had to assume certain construction methods, but you may have other ideas.  So let's keep that in mind for some of these irregular structures that we have.  
The last thing I want to point out is there is a pinch point there at 35.  Part of the design was not to affect the substructure of the flyover bridge ramps at 35.  So that's basically where we're going to have a very restrictive lane width.  We're also doing a superstructure replacement with a partial substructure replacement so we're not getting into the pile foundations of those bridges.  This has a lot to do with the close proximity to the piers that we're protecting.  So we're just doing chop tops to the substructure and then the superstructures.  So that's going to be a very tight location even when we do it in phases because of the proximity to the existing work.  So I'll forewarn you to take a look at that diligently.  
Plan notes, I think addendum 2 came out and we have released smoothness specs.  I think that's a true statement.  
MR. KASLER:  I believe it has. 
MR. LeBLANC:  There's a smoothness requirement that's being released by addendum.  The smoothness requirement takes into account the bridge encounter as we call it.  So in lieu of having a smoothness requirement for the pavement and one for the approach and one for the bridge deck this is a profiled smoothness requirement that relies on IRI, the International Roughness Indexes.  We've used it on a couple projects in the state already.  It's actually also going to be incorporated into the big design build on I‑90 for that bridge.  
What it basically entails is it measures the roughness from 25 foot of the approach pavement, the approach slab, the deck, the exit approach and 25 foot of exit pavement; and it basically calculates how smooth that is.  And there are requirements in the contract as to how smooth it needs to be overall as well as it gives guidance on must grinds, meaning must repairs if the index runs over 400 IRI.  
Brian Schleppi, out of our pavement office, as well as Sean Meddles, out of structures, and myself pretty much wrote the note a year and a half ago.  We've used it experimentally on other projects.  So it will be pertinent to only certain structures, predominantly the mainline structures.  So when you get into the ramp structures we're not really utilizing the same specifications.  There's an actual item special QC/QA superstructure reference that will cover the bridges that will have this additional requirement on them.  So be aware.  Make sure you read into that.   
The other note which has not been added yet but it's in the draft of addendum number 3 ‑‑ I think you can put it up, Greg.  The Department has an issue when we run mult‑year contracts because the contractor, of course, utilizes all the schedule he's allowed to use which is only prudent, that we can end up with what we call multiple winter jumps.  So we could have a ten‑day delay in the first contract year, push work through three winter periods and then end up with a 300‑day delay on the contract by CPM schedule.  
So the Department has been looking for a way to build mitigation ability into the contract.  So we wrote a note, which went through Central Office, and went through FHWA, Federal Highway Administration.  
In essence this is the deal.  The month of November will be a non‑work month in the CPM.  It means you cannot show any work being done in the month of November.  
What will happen is if the contract sees delays in the contract year, those delays will be mitigated the month of November, and they're mitigated in order.  From excusable/compensable, non excusable/rewrite ‑‑ opposite order.  We'll have to fix that before it goes out.  
Basically it's excusable/compensable delays will be mitigated first.  Excusable/non compensable delays will get mitigated second and non excusable delays will be third.  
What that basically means is that if the contract falls under delay there will basically be work into the month of November in order to get those days back.  And if there are no delays on the contract, then you'll be allowed to work in the month of November to basically get back on schedule or create float for the project should you choose to work through the month of November.  
Yes, we know it's going to increase the cost of the job.  We understand that.  We're basically buying 30 days of time that we can utilize to try to alleviate this multi‑year contract jump.  
Again, we didn't hand it out today because again it's not in final format.  It will go out in a new addendum that's going to come out.  
Obviously we can have pre‑bid questions.  If you have any questions about the language, feel free to write it in the pre‑bid process.  But yes, we understand it's going to increase the cost of the job.  Yes, we understand you're going to have to put probably premium time in the job more than you already typically would, work whatever shifts are necessary to get the work put into an 11‑month calendar versus a 12‑month calendar.  We understand that.  We're willing to accept those costs in an effort to mitigate a $2 million claim or a million dollar claim at the end of the job for a delay that we couldn't foresee and/or have a chance to mitigate.  
As we talked about already, on this job we are shutting ramps down on 35.  Typically we will utilize things like that to mitigate delays.  Allowing longer closures of ramps, addressing access issues, allowing you to work longer into the night, these are things that we can use to mitigate delays.  
Unfortunately in the contract, a lot of the mitigation techniques we would use are already in the contract.  So it’s not like we can say, hey, we'll just shut down 35 and allow you to gain time back based on efficiencies because we're already shutting down 35 in that phase of the contract.  
So again, that's intent of the note.  You may have questions.  You may not.  Like I said, if you have a question or concern on how it works, feel free to write a pre‑bid question.  Don't write a question telling me that it's going to increase the cost of the job.  I know.  We're aware of that and the Department is willing to accept that additional cost, whatever that may be, to basically compress your schedule into 11 months.  That's what it basically amounts to.  That's all I got.  
Anybody have questions about that?  The concepts or the language. You can read what contractually is binding.  Okay.  
MR. LEY:  Okay.  We'll go ahead and open up the floor for any questions.  
MR. HOUSEHOLDER:  With this note are you going to adjust the contract completion dates or incentive dates or anything that has been previously published?  
MR. LeBLANC:  Currently no, although we're having discussions on that.  
Again, we understand that it's a compressed schedule as it is.  I'm sure you’re not currently bidding 24 hours a day 7 day a week schedules.  So it is physically possible to do it.  But there is a cost and we understand that.  So right now in house we're trying to address what we think the impact of the cost is going to be. It may make more sense to extend the schedule into the following calendar year to alleviate some of the compression. It still gives you mitigation ability, by alleviating the compressed schedule which is where the costs are going to end up.
MR. HOUSEHOLDER:  The schedule, as we see it, is very tight with the combination of the six‑month closure and the prereqs within each stage.  You can get funky work thrown out that comes out in winter work and all of a sudden you're seeing a push through the winter because the MSE wall has to be done at this time and that doesn't help that situation in the least.  
MR. LeBLANC:  Correct.  
MR. HOUSEHOLDER:  And so we would see this as very difficult and may, you know, like you said, could be significant additional costs to try to ‑‑ 
MR. LeBLANC:  To accommodate that.  
MR. STUTZ:  Is there any noise ordinance we’ve got to worry about here in Dayton ‑‑ night work?  
MR. LEY:  We will have to address that with the City of Dayton.  
MR. STUTZ:  I mean, what you're telling us here you're almost required to do some of this stuff at night and if there's a City ordinance that says we can't then we're kind of maybe at a standoff. 
MR. LEY:  Typically we've always worked in Dayton on the interstate at night.  
MR. STUTZ:  So we can assume that?  
MR. LEY:  We will verify that by addendum.  
MR. STUTZ:  You're talking about having two lanes open all the time.  We'd still be allowed nighttime closures through the restricted hours?  
MR. LEY:  Yes.  By restricted policy, by Permitted Lane Closure policy.
MR. MILLER:  Why is there a 25 percent contingency clause on the piling on every one of these schedules?  Because on all the abutments that throws this from probably a single piece of piling into a splicing situation, we don't know how to bid it.  I mean, is there a reason that you think the estimated lengths are going to go longer or is the previous job experiencing overdriving or why is that in there?  It's very difficult to bid when you don't know if you're going to have to splice piles.  
MR. LEY:  Anyone have background on that?  
MR. WEIST:  We agree, too, also on this shoe issues they are all friction piles.  The contingency item for 590 shoes for friction piles and also the extra splices and there's no item for 595 splices that are possible with the 25 percent increase.  
MR. LeBLANC:  I can address the shoes.  I can't address the piling.  
The shoes are derived from issues on the Phase 1A Project.  We have run into several underground cobbles and obstructions and things of that nature and actually had to extract piles, add shoes, and redrive the piles again and then typically they overdrive.  So they may be tied together.  
The reason why we have 25 percent overdrive may be contingent on if we need to put shoes on them. Say we drive the first one and we realize we're going to be in a cobble field so we direct you to put shoes on the pile and the remaining piles in that abutment. Then we would try to capture the additional overdriving that we're going to anticipate when we put the shoes on a pile. That is probably how it got incorporated in contract.  Now, I don't disagree there might be a bidding issue. I mean how do you bid the 25 percent contingency with the splices.  
MR. LEY:  That sounds like how it got in there.  Sounds like it.
MR. LeBLANC:  I guess we'll have to consider adding a reference for splicing. I guess the simple fix is to consider putting a bid item in for splices and then that pretty well covers how you would bid it.
MR. ROCK FRANTZ:  Scott, you're saying you want the points to come in loose?  
MR. LeBLANC:  Correct. We'll field weld them as necessary.  
MR. MILLER:  I have another question.  On bridge 11.89‑W you have some special deck testing, time of set.  Why is that not on all the bridges and just that one?  At least that's the only one I've seen it on so far.  What is that for?  
MR. REED:  I'll have to look that up.
MR. MILLER:  It's in the notes on deck concrete on 11.89‑W.  It's the only one I've seen, but I haven't done all of them.  
MR. LEY:  We don't see that right now.  It's an issue we'll answer in the addendum.  
MR. LeBLANC:  Central Office has wrote a new note and what it's utilized for is when we have had pre-bid questions where you typically have a concrete diaphragms and we tell you to pour them in separate pours typically by contract ‑‑ 8 feet off center line of the piers and then we use a note that says you're allowed to retard the concrete and pour through the diaphragms with the deck placement.  
And we've struggled with how to address whether the concrete really stays retarded or not.  Sometime we require different things like test pours to make sure that the concrete stays retarded for five hours.  There is actually an ASTM standard which is probably what this thing is quoting that dictates a test you can run while you're placing the concrete to confirm that you haven't reached the initial setting of the concrete yet. 
And I'd have to look but my guess is they're worried about the initial set of the concrete and the deflections, or multiple beam deflections, due to old beams versus new beams.  We'll look into those.  
MR. LEY:  Okay.  Any other questions?  
MR. WEIST:  With the new smoothness note you guys are adding, we've worked under that note and the end dams were special so if there were an issue there could be corrections made in the end dams installed after the fact but these built up end dams and the phasing you may not have the opportunity to correct the must grinds or any issues in closure pour should there arise any from camber design issues.  Especially in the case with the longitudinal at 12.08 ‑‑ or is it 12.08?  Whichever one has the longitudinal joint, the ability to adjust must grinds with that smoothness and I don't know if you thought around that much.  
MR. LeBLANC:  Well, again on the projects that we've addressed it on in the past the profile that's run will obviously locate areas that are must grinds as well as areas that are inducing the roughness index above 150 or 140 that's required for in general over the structure and then there's usually a plan put together to improve that ride.  That can be done by software. ProVal is typically how we run that.  But, yeah, we'll identify whether it's a design issue or whether it's an end dam issue, and some of these bridges obviously are going to be semi-integrals so we'll only have that problem anywhere you have iron end dams.  
Again, we would still anticipate that you put the new end dams in at the correct grade and elevation.  What the profile will pick up is a gap in the end dam typically which will induce some errant smoothness issues but really just looking at the end dams we'll have to address that in the field depending on where the smoothness is being impacted.  
We understand that end dams can cause a problem.  The longitudinal expansion steel is not going to cause a problem.  It shouldn't be too much of an issue with the ride because you check it in the wheel path.  
MR. HOUSEHOLDER:  On the comment ‑‑ I'm not sure who made it ‑‑ considering the use of stay‑in‑place as a temporary ‑‑ I thought that was in there as you can use a stay‑in‑place as temporary.  
MR. LeBLANC:  As long as it is temporary. I didn't see the last release in the last addendum.  It was discussed.  I think the designer came back, and you can address this, on a temporary structure you're allowed to do it on certain ones anyway.  There were a few structures that didn't have the note in there.  
MR. REED:  We didn't have it uniformly applied.  
MR. WENNING:  The one bridge where the beams are to remain permanent, on the permanent construction, and we didn't allow the stay‑in‑place forms for that originally.  But after discussion we're feeling with certain criteria on the removal of those stay‑in‑place forms after the temporary phase that they may be allowed in there.  
MR. HOUSEHOLDER:  So that's going to be addressed then?  
MR. LeBLANC:  Yes.  One bridge that didn't allow it just because you were reusing the old beams on the temporary widening beams.  The concern was we were going to weld on those beams. While putting the temporary forms up you hook the leveling angles on them, typically tack them down, or however you install those, and our concern was that we don't like typically like you welding on temporary stuff to our permanent beams.  That is what the concern was design wise.  
We've looked at that since and said provided you grind the angle off, you know what I mean, I don't really think there's an impact to the integrity of the structure so that will be addressed in the addendum.  
MR. REED:  Scott, we're asking for inspection privileges without creating delay and some tolerances.  That's what you'll see.  
MR. LeBLANC:  So it will be yes, but we want to make sure that angles are removed appropriately I guess.  
MR. LAYER:  This is a complicated phase for us.  I was hoping you'd have a power point here for us to help us through that because that is one of the more challenging ones.  But stage one, you widen ‑‑ say you widen the northbound side.  Are we able to then at the end of the season shift into stage two?  
MR. LeBLANC:  Yeah.  We would hope that would happen. 
MR. LAYER:  That was a little unclear to me there.  
MR. LeBLANC:  The plan would be to have traffic over on the widened northbound so that you would open the schedule for all the winter removals southbound.  And then it would be the same the following year.  We would hope that you had all the southbound built so that before winter you could put all the traffic over on southbound and have all winter on the northbound structures. 
MR. LAYER:  Does that six‑month closure then at the north end of the job going through the winter ‑‑ that doesn't really allow you to do that.  It's just something to think about there.  If you shut down let's say November 1, pick a date, six months, it gets tough ‑‑ just something to consider ‑‑ to allow winter work.  You really don't want this to become a 24/7.  The six months on the ramps still remains so you cannot tear the bridges out because you can't close the ramps, and bridges have to be there for the ramps to function.  
MR. LeBLANC:  What would you recommend?  A nine‑month closure?  I mean, would you extend the closure period?  Would that be ‑‑ 
MR. LAYER:  It's going down to the Texas turnaround, right?  So you extend that to allow to do all that winter work as much as you can in the winter ‑‑  
MR. LeBLANC:  Obviously if I can get input on what the resolution might be, what the working resolution is, I would just as soon  pursue that with the proper parties and whatever the impacts are, versus coming up with my own idea and you saying that didn't work with what I was looking at.  So obviously this is an opportunity to have some input.
MR. STUTZ:  Since you got such a tight completion date why do you have to have this date at all?  It's going to influence maybe when you actually move into that phase and close it.  If you don't think you can do the work that needs to be done during that time period, you're going to have to wait.  So I mean, why have the six‑month date at all or nine months or whatever?  You still got to meet your overall schedule, right?  It would seem to me to get the thing done as quick as you can and everything ought to flow when it has a chance to flow, when you think it works for you.  And if you're starting the six‑month closure period that you can't do some of the work that needs to be done in that six months because of the weather or Winter, or whatever, you may have to wait till after the Winter to start it.  You still only got that six months or nine months or whatever you say.  But still you've got a deadline there that's going to influence when you actually make your move.  
MR. LEY:  I believe probably the reason that was placed there was to limit the amount of time that the ramp was closed down.  I understand what you're saying.
MR. STUTZ:  If you want to get the total job done in a short period of time by putting ‑‑ allow us on the closures you may influence an extension of the job for six, eight months.  It may happen just because physically you can't get in there and do the work during that time period.  That's again something to think about.  If you really want the job done when you want it done, trying to tie the guy up in the middle of the job with certain windows is going to hurt getting the whole job done.  
MR. WEIST:  To add or expound on what he's saying we've done a draft CPM and it appears like obviously stage one being the easier stage and you can get a lot of work done that first year.  It appeared the intent was to not have traffic in a crossover jump during over the Winter.  Is that the intent?  Or is the intent just to not change whatever stage you're in; i.e., if you are in stage two, phase two, on the south end, you are utilizing two crossovers.  Is that allowed during the Winter?  Is that the real issue?  Or is the issue just to not change any patterns during the winter?  
It's unclear.  The note is kind of ambiguous as they define shift as changing the pattern of traffic is driving in or some people call shift any reverse curb geometry like a crossover.  
MR. LeBLANC:  The intent isn't to dictate what geometry you're in through the winter because all the geometries are designed to function with the traffic.  The intent is that we always get into the issue of how do we pave and how do we stripe in the winter.  We get into those issues.  
And so the intent is we don't want your CPM to show doing a traffic shift in the winter because the likelihood of getting that traffic shift done is really slim.  And then you're into:  I'm in a weather delay.  I'm on an indefinite weather delay until it gets above 50 to stripe, by contract, and so if you schedule striping to be done December 22, we don't want that to be your plan of attack because that's not a real good plan because it probably isn't going to happen.  Then we're potentially in a non compensable weather delay for five months until the spring and we're then back into that do‑loop again.  
The intent was to really try to make sure that when you're scheduling your project you're not scheduling these traffic shifts in the wintertime because we don't think that's a real high probability of when it will happen and then potentially you're into a non compensable delay which is not compensable but it still pushes the contract around and we prefer not to do that.  That's the intent.  
MR. HOUSEHOLDER:  As I read it, the wintertime is defined as December 15 to April 1 and that's pretty conservative.  
MR. LeBLANC:  Yeah.  It was a pre‑bid question asked and basically the answer is ‑‑ 
MR. HOUSEHOLDER:  I've seen one addendum.  You're talking about two or three.  As of yesterday I only saw number one.  
MR. KASLER:  I'm not sure two has been issued yet, Scott.  They were waiting on federal approval yesterday.  
MR. LeBLANC:  I have a copy, but I guess you haven't got it yet.    
To answer your question, John, is we will consider that.  Obviously if the weather is good in March, our intention is to make sure we can do a viable traffic shift without being impacted.  So really the March doesn't bother me as much because really if the weather is good it's good.  I'm more concerned about scheduling them in December, January which unfortunately sometimes that's just when they fall in the schedule to get the work done based on all the parameters that are set in the contract.  
MR. LAYER:  Going back to the original point there by what to do, you're talking about incentive, this incentive for the second season that the date was wrong for the original note, I think, but as long as the ramp issue of the six months on the ramp using the Texas turnaround isn't a huge issue for the State, or whoever is concerned about that, and you got that incentive/disincentive date, like Dwight was saying just kind of let that thing flow when you schedule it.  We don't know what the weather is going to be either, and we can get as much as we can done.  You can get the substructure built.  You're not going to pour deck for this profile requirements, the paving and everything has to happen in warm weather time.  And I believe there's still two or three phases afterwards after you do the big work at the north end which there is still two or three phases that have to follow after that now to be completed before your incentive/disincentive.  That was just my thoughts on that.  
MR. LeBLANC:  I guess to put that ‑‑
MR. LAYER:  Get rid of the six months.
MR. LeBLANC:  Back to the six months.  I understand.
MR. LAYER:  Question on 35, I didn't see much in there for maintenance of traffic.  I may have missed it.  Are we allowed to make permanent lane closures to do that work, close 35 down for a period of time?  Because the pier work we're doing there and the abutment work is going to require forms and false work to be in place.  You're not going to do that without making closures.  I don't think.  I'm not sure.  I may have missed it, but I didn't see anything addressing anything on that.  
MR. ARANSKY:  We just have limited closures for right now on US 35.
MR. LEY:  Not 24 hours a day?
MR. ARANSKY:  No.  
MR. LAYER:  We would request at least a permanent lane closure scheduled for the pier work if that's possible.  
MR. LEY:  We'll address that by addendum.  
MR. KASLER:  Steve, the first thing you said, we don't have a presentation showing MOT today.  It's a fairly complicated scheme.  
MR. LAYER:  Is there a way you guys can come up with it?  
MR. KASLER:  We do have ‑‑ it's been out on our website, TP site, for some time a fairly decent graphical representation broken down by phase that's out there.  
MR. LAYER:  Is that on District?  
MR. KASLER:  I don't know the URL.  I think it's on our MTP site.  It's been out for some time.  If you're like me, I have to look at pictures.  So it's easy pictures for you.  I have it rolled up here.  
MR. LEY:  We'll put that out in the addendum what that website is, how to get there.  We'll make sure it's out there.  
MR. HOUSEHOLDER:  Just a curiosity of the plans, there is a huge amount of detail on the temporary retaining walls to deal with structures for the most part.  Just the thing has a bunch of profile changes up and down all over the place and even MOT plan shows some shoring between phases at times.  
Is there any more information available?  That can be a substantial cost if all of a sudden in this phase is ‑‑ if a profile change is significant enough and close enough together that you could end up having to drive a sheet pile wall a thousand feet long to try to separate where traffic is and new build.  I just wondered why all the detail in structures and we get all the way down to section module stuff and virtually nothing on the roadway stuff.  
MR. WENNING:  As far as the structures go we want to make sure we had a constructible method.
MR. HOUSEHOLDER:  We appreciate all that by the way.  That's where I was going with it.  
MR. WENNING:  I think the feeling for the roadway is that you have a lot of options available to you that will be very short walls and constructability wasn't an issue so they weren't addressed. 
MR. WEIST:  To expound on what John said, it seems there's some ambiguity.  In the field sections you have quite a few options.  You have synthetic fabrics and temporary walls and stuff.  There are a few cut sections where the MOT drawings show pretty significant sheet pile wall and then crossing that cross section over 7 foot a grade difference.  So it would be a fairly substantial wall that could be ‑‑ it leaves a lot of ambiguity at bid time.  And I haven't done all the research myself, but I couldn't find where it was covered for pay as a roadway item or part of 614 lump sum which already has a bunch in it.  
MR. LAYER:  Everything but the kitchen sink.  
MR. LEY:  We'll look at that and address it in the addendum.  
MR. HOUSEHOLDER:  As you can imagine the dollars amount of that gets really big really fast if you end up running a bunch of lineal feet and you really want all that stuff in the lump sum maintenance of traffic.  You want it in ‑‑ I think the temporary walls and structure are paid for square footage.  
MR. LAYER:  I have a question on your Texas turnaround.  Looking at a slope protection on a new deck bridge now and some other pavement and sidewalk, how is the removal or the replacement of that paid?  
MR. ARANSKY:  It's going to remain in place after our project is done for possible use during additional phasing.  So I don't think we're looking at putting these all back.
MR. LAYER:  Not looking to replace it?  
MR. KASLER:  Not on this project.
MR. LAYER:  Does that include the sheet pile wall?  Aren't we putting some sheet pile wings on there?  You might just want to look at that and clarify that.  
MR. ARANSKY:  Okay.
MR. WEIST:  I think there is some existing there, too, that's not addressed, mobiles underneath existing slope protection.  
MR. LeBLANC:  As far as removal?  
MR. WEIST:  Yeah.  
MR. LAYER:  To me it looks wide enough now I don't know if you need to tear that all out.  Looks like a shoring wall.  It looks like a road under there.  
MR. LEY:  Any more questions?  
MR. LAYER:  Yeah.  One more question on the barrier wall ‑‑ not bidirectional.  You're just putting a wall out on the outside of the pavement or phasing off on the outside lane.  Do you still need to have the glare screen on the barrier wall?  
For example, on the temporary widening the first year you got 7000 feet of wall and shift that to the outside.  Do you really want to spend the money for glare screen on that particular wall?  You go by bidirectional obviously you want to, a few inches of glare screen.  But what I call the outside stuff, which is basically your 32 inch.  That's a lot of extra.  It's something you might want to consider.  
MR. STUTZ:  Just for information we got a job currently that they had nothing but glare screen wall and they ended up not performing.  Eliminating it when it's not needed.  We got a credit back for it.  It went away.  It should have been a separate bid item.  
MR. LEY:  We'll take a look at it.  We'll get it in the addendum.  
MR. LAYER:  We just did a job in Ashtabula County, and they eliminated all glare screen except the bidirectional.  
MR. LEY:  Anyone think of any more questions?  Any more comments?  
MR. RUHLIN:  With these additional addendums, everything coming out, is there any chance this could be delayed possibly ‑‑ the letting will be delayed or you guys pretty much stuck on the 9th?  
MR. LEY:  We're still on the 9th.  Hopefully we'll get these out pretty soon.  
MR. HOUSEHOLDER:  Yeah.  I notice no pre‑bid questions have even been posted on the website this week at all or any answers.  So the faster we can get ‑‑ with the holidays coming, you know, it sounds like there's some significant changes here.  
Back to the note, that's a big time change and IRI has some costs associated with it.  So we need to get that stuff in our hands pretty quick.  That will generate some questions.  
MR. LeBLANC:  That's why we brought it up today.  
MR. LAYER:  To prepare us?
MR. LeBLANC:  Well, it's easier to talk about in a venue than it is for you to fire a pre‑bid question and me try to respond.  You end up calling me anyway, and everyone here hears the same explanation.  
MR. LEY:  Any other questions?  Comments?  Okay.  Well, thank you all for coming.  
Please sign in if you haven't done that.  And if you haven't given Nancy your business card, please leave her your business card also.  Thank you.
(WHEREUPON, meeting concluded at 11:03 a.m.)

