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Project Description: 

Summarize the overall scope of the project.  Highlight attributes that explain why this 
project should be selected for an Outstanding Highway Construction Award for Large 
Contract projects.   

The 1517-07-77 project was a $56 million dollar project, consisting of the construction of 3 
complex structures (B-70-401, B-70-405, and B-70-406), the redecking of an existing 
complex structure (B-70-061), the construction of median piers for structures B-70-407 and 
B-70-409, the construction of sign structures S-70-206, S-70-209, and S-70-254, common 
excavation, borrow and embankment excavation, storm sewer, base aggregates, HMA, 
concrete barrier wall and concrete paving, lighting, electrical, ITS, erosion control and all 
incidentals to construction.   
 
The structures were very complex.  Three of them were built over the Canadian National 
Railroad, and one of them was built over a widened area of the Fox River known as Little 
Lake Butte des Morts. Structures contained enhancements including aesthetic surface 
treatment, multi-colored concrete staining, and structural steel painting.  
 
The existing structure (B-70-061) over Little Lake Butte des Morts, known as the Roland 
Kampo Bridge, was a 22 span, steel girder structure that was opened to traffic in 1975.  This 
structure is the connection over the Fox River between Neenah and Menasha.  With the 
reconstruction of the US 10/WIS 441/I-41 Interchange, this structure needed to be re-decked 
and have slight alignment changes at the ends to accommodate the required horizontal 
curves for the new interchange.  The entire deck was removed, and six new piers on the west 
end were constructed, 3 of them in the river, to account for the new horizontal curvature.  The 
heads of three piers were modified to accommodate the super elevation and grade changes.  
The existing steel girders were blasted and repainted from piers 8 to 18.  New concrete 
girders were placed from the west end, pier C1, to pier 6.  New steel girders and 
superstructure were placed from pier 6 to pier 8, and from pier 18 to the east abutment.  The 
existing structure had 3.5 feet shoulders which bottlenecked traffic when incidents occurred 
on the structure.  The new structure increased the shoulders to at least 8 feet which greatly 
improved the safety of traveling public.  Now if an incident would occur, traffic can be aligned 
with the additional clearances to help maintain traffic flow for the traveling public while limiting 
delays. 
 
Along with the deck removal, some known repairs of the steel superstructure were planned to 
be addressed.  Some additional areas in need of repair were also discovered and addressed 
during construction.   
 
The deck of this structure was also very complex, especially on the west end.  At the west -
end of the B-70-061 structure, the bridge split to three other separate structures, B-70-401, B-
70-405, and B-70-406.  It took 7 separate bridge deck pours to complete this 3,448.39 foot 
long structure.  
 
B-70-401 is the 12- span westbound US10/WIS 441 structure over I-41.  Demolition of the 
existing structure over I-41 and construction of the new structure involved planned, well 
executed closures to minimize impact to the traveling public on mainline I-41 and interchange 
ramps.  Three different sizes of wide flange concrete girders (45W, 54W, and 72W) were 



placed in this structure.  The east end of this structure is at the split with structure B-70-405, 
and the varying widths and cross-slopes in that area were a challenge to construct. There 
were 4 separate deck pours to complete construction of this 1,379.6 foot long structure. 
 
B-70-405 is the west US 10/WIS441 to south I-41 flyover ramp.  B-70-405 is a 14-span steel 
girder structure that involved the use 3 depths of steel web girders; 62-inch, 66-inch, and 
110-inch.  This structure was constructed over US 10/WIS 441 and I-41 while traffic remained 
on those facilities.  This structure is in both a horizontal and vertical curve with super 
elevation, which added to the challenge of construction.  This 2,248.5 foot long structure was 
completed with 4 separate bridge deck pours.  
 
B-70-406 is the west US 10/WIS441 to north I-41 ramp.  This ramp was constructed to 
provide for a west to north ramp movement, which had not previously been included in the 
interchange.  The 9-span concrete girder structure was in both a horizontal and vertical curve 
with super elevation.  This structure connected to the B-70-061 structure along with B-70-401 
at its east end, adding some deck pour challenges with changing cross slopes and deck 
widths.  Since this was a narrow structure, only 2 deck pours were needed to pour out the 
deck concrete on this 952.12 foot long bridge. 
 
There are two structures within this interchange that were constructed on another adjacent 
project at the same time that this project was under way, the B-70-407 and B-70-409 bridges, 
both of which were over I-41.  As part of this project, both of the I-41 median piers only for 
those two structures were constructed on the 1517-07-77 project.  This was done to reduce 
the number of traffic staging changes, so that the median piers could be constructed while I-
41 traffic was already pushed to the outside for the construction of the B-70-401 and B-70-
405 structures.  
 
Although considered mostly a structures project with some connecting roadway sections, 
more than 100,000 CY of roadway embankment was added to this project via change order.  
There was ample excavation required for this project, and a subsequent project (1517-07-80) 
would need fill to construct the west bound US 10/WIS 441 roadway.  It was decided to place 
the majority of that fill on this project, partly because of the availability of suitable material, but 
mostly in part because it would allow for a longer period of time for the fill to settle or 
compress prior to building the roadway section on top of it while eliminating the costs 
associated with installing wick drains.  As discussed with the geotechnical team, by 
overloading the area with additional embankment and allowing to settle for an extended 
period, similar settlement results would occur.  This increased efficiency by eliminating 
settlement times for the subsequent project and to replace high cost specialized material with 
easily accessible embankment.  The contractor used extra forces to ensure that the majority 
of this large fill section was placed prior to the winter of 2016 into 2017.   
 
There was a total of 128,324 CY of embankment excavation, and 229,411 CY of common 
excavation on this project- however it was not all a mass hauling operation.  Due to the 
structure construction requiring large cranes and difficult access points, the bridge 
contractor’s needs for access to different areas of the project were constantly changing.  The 
grading contractor did a great job of providing and maintaining those accesses, while 
completing their work, maintaining drainage, and finishing localized areas in a timely manner.  

 

 



Project Schedule: 
  Start Date Completion Date  

(Open to Traffic) 
 Scheduled Actual Scheduled Actual 
Entire Project 8/18/16 8/18/16 7/2/18 7/2/18 
Grading  8/23/16 9/17/16 5/29/18 6/15/18 
Bridge(s) 8/29/16 9/8/18 7/2/18 7/2/18 
Concrete Paving 4/17/18 5/7/18 5/18/18 5/18/18 
Asphalt Paving 4/20/18 5/14/18 5/29/18 6/4/18 
     

 
If the contract included interim completion dates, were the dates met?  ☒Yes ☐No ☐N/A 

Was the prime contractor effective in planning and scheduling work throughout the 
project?  Were the construction schedules provided accurate?  Describe any special 
efforts that the prime or subcontractors, made to ensure the project schedule was met?   

Considering the overall complexity of this project, the contractor did an excellent job 
managing both their labor forces, as well as the subcontractors.  The contractor developed 
and kept a CPM schedule, and adjusted it monthly throughout the duration of the project.   
 
The contractor identified prior to construction that the constraints on the existing structure 
blasting and painting would be the controlling item in the spring of 2018.  Therefore, the 
bridge contractor worked extended hours throughout the beginning of the project to ensure 
that both the B-70-061 and the B-70-405 structures were ready for structural steel painting in 
spring of 2018. Deck pours were conducted as long as the weather would allow in the fall of 
2017.  Deck stripping operations and parapet pours continued throughout the winter, heating 
the forms and blanketing pours when necessary.   

 

Describe any incentives, or disincentives, included in the contract to reinforce the need 
for the contractor to meet the contract project schedule. 

This contract included disincentives under the Failing to Open Road to Traffic item, however 
the item was not needed to be used.  There was a liquidated damages provision of $20,000 
per day, however no liquidated damages needed to be assessed. The contractor was always 
aware and concerned about the progress of work and possibility of liquidated damages, and 
they were always very open with the Department in identifying potential conflicts that may 
keep them from hitting that completion date, as well as ways to mitigate those conflicts.    
 
Ultimately, the contractor completed the work prior to the completion date, and no liquidated 
damages were assessed for any punch list work items that remained.  

 

 



Did the contractor implement any additional efforts or practices to accelerate work 
operations?  Explain WisDOT’s participation in the costs for acceleration.   

The contractor was diligent in their work efforts from the beginning to the end.  They 
recognized the amount of labor that would be required for the project and started by utilizing 
additional labor forces working extended hours.  With a known tight schedule, the contractor 
often stated that it would be easier to slow down than to speed up, and they ended up 
needing all available contract time to complete the project by July 2nd.   
 
Setting up their schedule to allow them to strip decks and pour parapet through the winter 
was a major key to finishing on time.  There was a big push by the contractor to complete as 
many deck pours as possible in the fall of 2017- as they could only pour the parapets and 
strip decks if the decks had been poured and cured out.  By using the winter to strip and pour 
parapets, in a time of the year where not many other operations are practical to be 
performed- set the contractor up to have just enough time to blast and re-paint the existing 
structural steel on the B-70-061 structure in the spring of 2018.  
 
The contractor incurred some significant additional costs to accelerate the work to ensure that 
the structural steel would be ready to blast and repaint in spring.  Deck and parapet pours 
with cooler temperatures often needed to be heated or covered with blankets, at a significant 
expense in labor, materials, and equipment.  Since the contractor identified conducting the 
work in this manner in order to meet the schedule, the Department did not, and as was not 
asked to participate in those additional costs.   
 
Use of some of the specialized equipment and practices as mentioned below helped them 
significantly to be able to complete on time.  The use of belts to place concrete, use of the 
stripping platform, and utilizing the conveyor for placing parapet concrete all were contributing 
factors to their efficiency and effectiveness of work.   

 

Project Budget: 
Original Contract Amount $ 54,147,977.10 
38 Contract Modifications $   1,669,369.11 
Final Contract Amount $ 55,810,958.21 

 

Discuss significant changes to the contract that resulted in Contract Modifications.  

There were 38 contract modifications written for this project.  Some of those modifications 
included minor adjustments such as change in specification language, adding minor items, 
and compensating the contractor for additions to the contract that differed slightly in scope.   
 
A number of contract modifications were written as a result of the contractor’s request to 
perform work slightly differently than illustrated in the plan.  A contract modification was 
written to add the CRI for the reduction in coffer dam size.  Another contract modification was 
to eliminate bored piling in a pier, and place a spread footing instead because of the close 
proximity to rock.   
 



Since the contractor remained the prime contractor on multiple contracts in the corridor, they 
were able to utilize storage areas unrecognized from the subsequent projects.  A number of 
contract modifications were added to the contract to move items that were not completed 
from previous projects onto the 1517-07-77 project to allow the items to be installed in a more 
efficient manner and to allow for a safer construction area by eliminating some staging and 
rework. 
 
While some contract modifications were written to move items from a past project to this one, 
one contract modification was written to move work on a future contract to this one.  The most 
significant contract modification was to add over 100,000 CY of additional embankment to 
this contract to allow the project to utilize the excess common excavation material from the 
project.  By allowing the embankment to be placed at the westbound US10/WIS 441 area 
during this project, settlement could occur prior to the next project for a longer period of time 
to help ensure the maximum duration for a settlement period.  The contractor provided a 
good price for this work, and by adding embankment to this contract, ultimately a better road 
was able to be constructed, and the additional cost added to this project would have been 
included on a future project regardless.  
 
There were a few contract modifications that were added to address issues that may have 
been overlooked during design, and were at no fault of the contractor. A contract modification 
to compensate the contractor for temporary shoring that was required to complete the project.  
Another contract modification was written to address a design bushing issue at pin and 
hanger joints, and another contract modification was written for structural fabrication issues 
due to plan errors.   
 
Contract modifications were added to the project to monitor or correct issues that were 
encountered or a result of previous corridor projects.  There was a contract modification 
written to lift and an approach slab with a high density injectable foam that was settling due to 
the compressible soils.  Another contract modification was written to monitor the movement at 
the girders on the bearings on the B-70-403 structure, which was constructed on a previous 
project.  
 

 

Project Complexity: 
Project Attributes 

Project Length (mi) 0.979  
Project Geometry:  
Urban/Rural Rural/Interchange 
Number of Lanes 4 
Divided/Undivided Divided 
Number of Intersections 0 
Number of Interchanges 1 
Number of Railroad Crossings 2 
Number of Utility Manholes 0 
Number of Pavement Gaps 0 

Structure(s): B-70-61/401/405/406 
Number of Structures (≥ 20 ft.) 4 



 

 

 

 

 

Quantities: 

 
Item 

 
Unit 

Contract 
Quantity 

Actual 
Quantity 

Common Excavation CY 221,713 229,411 
Rock Excavation --- 0 0 
Unclassified Excavation --- 0 0 
Marsh Excavation --- 0 0 
Borrow Excavation --- 0 0 
Select Borrow --- 0 0 
Embankment CY 22,973 128,324 
Subgrade Improvement --- 0 0 
Base Aggregate Dense ¾-inch Ton 2305 1465.79 
Base Aggregate Dense 1 ¼-inch Ton 2273 8362.76 
Base Aggregate Dense 1 ¼-inch CY 0 285 
Breaker Run Ton 1510 1957.12 
Breaker Run CY 0 457 
Structure(s)*    
Concrete Masonry Bridges CY 32,794.1 32,794.1 
H.S. Bar Steel Reinforcement, Bridges LBS 6,651,940 6,774,900 
H.S. Structural Steel LBS 8,133,557 8,133,757 
Prestressed Girder LF 22,769 22,769 
Steel Girder LF 7078 7078 
Steel Box Girder --- 0 0 
Piling, Steel HP 12-Inch x 53 Lb LF 5928 5848 
Piling, Steel HP 14-Inch x 73 Lb LF 41,962 43,083 

Asphalt Pavement Ton 546 560.76 
Concrete Pavement SY 7119 7434 

*General summary of quantiles for all the structures on the project. A couple of significant  
Structures could be broken out separately if appropriate. 

 

Innovation:  Cost Savings and Efficiency Improvements 
Describe innovative cost reduction measures that were implemented on this contract 
and the resulting benefits.  For example: incentives/disincentives, use of recycled 
materials, modifications in staging, Cost Reduction Incentives (CRI), partnering, etc.) 



Perhaps one of the most impactful innovations utilized on this project was the deck removal 
of the B-70-061 structure.  The contractor sawed and removed the deck in sections, and then 
hauled it by flatbed truck to an infield area on the project.  The contractor had built a steel 
grid, with earth ramps on either side.  They drove sheet piling to retain the material from the 
ramp fills such that an off-road dump truck could be backed up underneath this steel grid.  
The contractor would then off-load a section of the concrete deck, and an excavator with a 
breaker attachment would break the concrete free of the reinforcing steel.  The concrete was 
broke into smaller pieces, and would fall through the steel grid and into the box of an off road 
dump truck, and the reinforcing steel would be retained on the steel grid. The concrete was 
hauled a short distance and stockpiled, while the reinforcing steel was separated out, and 
picked up to be recycled as scrap iron.  The contractor was compensated for the steel, and 
the rubblized concrete was eventually purchased and used on subsequent adjacent projects 
by another contractor as breaker run stone.  Therefore, the contractor was able to be 
compensated for waste products from removal while re-using materials on the project with 
minimal trucking.  This was a benefit to the contractor, the traveling public, and to the 
environment by reusing resources, and minimizing fuel consumption.   
 
This process recycled approximately 130,000 CY of concrete, making approximately 
$130,000 of reusable product.  The contractor was able to be reimbursed approximately 
$200,000 for the recycled reinforcing steel, and that amount saved was built into the 
contractor’s bid.  This process was discussed and written about in the March 2017 WisDOT 
Connector newsletter by Melissa Kok, and can be found at the location below:  
 
https://wisconsindot.gov/Pages/about-wisdot/newsroom/newsletters/connector-march-
17.aspx  
 
In addition to the innovation used in deck removal, the structure contractor proposed a CRI 
which reduced the overall size of cofferdams that were built in Little Lake Butte des Morts to 
construct the new piers for B-70-061.  By reducing the plan size of the coffer dams, the 
contractor poured the concrete masonry seal and footing “neat” or tight to the sheeting of the 
cofferdam, which saved on forming time and materials cost for the footing, and also reduced 
the amount of excavation in the coffer dams as well as minimizing the quantity of 
contaminated soils to be handled.  This CRI was accepted, and the CRI generated an overall 
savings of $49,090, which was split by the contractor and the Department.   

 

 

 

 

 

 

 

 

 



Deck Recycling Operation: 

 

 



Describe any modifications to the equipment, materials or means and methods used by 
the contractor.  Explain the affect that the modifications had on the project quality, 
safety, budget, or contractor’s efficiency. 

The bridge contractor utilized some proprietary specialized equipment and processes in order 
to be as efficient as possible.   
 
Starting with demolition, a pier cap needed to be removed and replaced per plan, reinforcing 
steel had to be retied and concrete had to be re-poured on pier 20 of the B-70-061 structure.  
The contractor drew from experience on a previous project, and built a platform which a mini-
excavator sat on with a breaker to remove the cap.  The contractor had better control of the 
operation, and did not have to work above the excavator.   
 
There were 17 bridge deck pours on the project between all four structures.  The contractor 
used their belts in some fashion on every pour.  Depending on the widths and locations of the 
deck pours, the contractor would use one run of belts, two runs of belts, or a combination of 
belts with a pump truck.  The contractor could discharge as many as 4 trucks at a time if 
using two runs of belts.  With one deck pour of over 1600 CY placed in 16 hours, the 
contractor was able to consistently deliver and place concrete over 100 CY/Hr. using the 
double line of belts.  
  
On the B-70-405 structure, the bridge superintendent employed method which he never had 
before, using a run of belts and a pump truck at the same time.  The structure was too narrow 
to allow the use of two runs of belts, so one run of belts, and the largest, farthest reaching 
concrete pump truck available was utilized.   
 
There was a challenging area at the west end of the B-70-061 structure where it split to 
become the B-70-401 and B-70-406 structures.  At this location, there was a varying width, 
and multiple breaks and transitions in the design cross-slope of the structure.  The contractor 
used two Bidwell deck paving machines on the same deck pour in order to get all the cross-
slopes correctly built into the structure.   
 
The bridge contractor used a motorized stripping platform that spanned the entire width of the 
bridge.  The platform has an adjustable width, and the stripping platform was suspended from 
the motorized framework that travels on top of the poured deck surface.  The platform could 
move freely from pier to pier, then the platform would be removed and put back into place 
using cranes to move it into the next span.  Using this platform for stripping was much more 
efficient than working out of man lifts on barges, or using suspended “C” style stripping 
platforms.  It was also much more stable, and it allowed for the stripped falsework to be 
dropped directly onto the platform, instead of having to handle and control every piece of 
decking to ensure that it didn’t fall into the water or onto traffic, railroad, or construction 
operations below.   
 
There was 56-Inch bridge parapet on the B-70-061 project.  This is usually too high for a 
concrete truck to straight discharge concrete into the formwork, so in the past, 56-inch 
parapet was usually placed a yard at a time utilizing a crane with a bucket.  The contractor 
designed and constructed a conveyor device which would be handled by a forklift to allow a 
concrete truck to continuously discharge, and the concrete would be placed into the parapet 



forms.  This ingenuity allowed the contractor to place parapet at an increased rate, and 
increase their efficiency. 

 

Pier 20 Cap Removal: 

 
Deck Stripping Platform: 

 



 

Parapet concrete placement conveyor: 

 

 

 

Project Attributes: 
Traffic Control / Staging:  How was the traffic maintained as part of the project?  (Open 
to traffic, Staged construction, Closed Road, Open to Local Traffic, etc.)  Did the 
contractor safely and effectively maintain the traffic control through the work zone(s)? 
Briefly discuss the complexity of different staging needs/requirements. 

The plan indicated two major stages.  In the first stage, traffic on I-41 was moved to the 
outside, so that the median piers could be constructed. In stage two, eastbound USH 10/WIS 
441 was reduced to one lane, and lane widths were reduced. The closure of the ramp for 
west US10/WIS 441 to north I-41 was in effect.  Eastbound and westbound US10/WIS 441 
traffic was maintained on the recently constructed B-70-400 and B-70-403 structures. 

Traffic control on this project was such that the structures were to be built while maintaining 
through traffic.  One movement of the interchange, the west US10/STH 441 to north I-41 
ramp was shut down and detoured to allow construction of the B-70-406 structure. The other 
structures were constructed by putting traffic bi-directional on newly built structures that 
would be one direction at the completion of the project. Traffic for the west US10/STH 441 to 



south I-41 movement was maintained by utilizing an existing ramp and a connection that was 
modified on an adjacent project.   

Many lane closures, and some full closures in the interchange were needed for various 
operations, including demolition, pier construction, girder setting, stripping, and staining.  The 
traffic control specialist determined peak times of traffic for all movements in the interchange, 
and work hours including closures were allowed outside of the peak traffic times. Particular 
attention was paid to minimizing closures, by utilizing closures for multiple operations, and for 
multiple projects.  

 

Community Impacts:  Describe any special effort, or practices, by the contractor to 
maintain through/local traffic, pedestrian accommodations, and prevent construction 
activities from impacting access to local businesses. 

The contractor often requested the use of a full closure on a local street named Lake 
Street/Little Lake Butte des Morts drive.  In order to minimize impacts to the local residents 
along this route, this closure was agreed to be allowed and utilized by the contractor 
generally between the hours of 8am and 3pm.  This allowed the contractor to have the 
convenience of a closure when needed for critical operations, yet still allowed the majority of 
resident’s passage to and from work.  

Being that this was an interchange project, walkways for pedestrians were not applicable.  
There were also no direct closure impacts that closed down roads or accesses for any 
businesses.   

The completion of this interchange was very impactful for residents and businesses in the 
area, mostly due to the fact that the interchange now provides two ramp movements that 
previously were not there.  Prior to completion of the US 10/WIS 441/I-41 interchange, the 
traveling public was not allowed to exit eastbound US10/WIS 441 to go north on I-41, and 
there also was not a ramp that allowed for northbound I-41 to go westbound US10/WIS 441.  

The completion of this project which provides all required ramp movements coupled with the 
conversion of US 41 to Interstate 41 has significantly increased amount of new businesses 
and industry to the immediate area.  

 
Utilities:  Describe the coordination between the utilities and the contractor during 
construction.  Provide details concerning any special efforts or practices that the 
contractor used to accommodate utility relocations that were behind schedule, 
incorrectly relocated, or to be relocated during construction.  Provide information 
concerning utilities damaged/repaired during construction.   



The contractor worked well with utilities on this project. For the most part, there were not too 
many possible utility conflicts to consider.  There was a gas line near the corner of a bridge 
pier footing just east of Lake Street, however the contractor potholed for it, and was careful 
while driving the sheet piling near it.  There were also utilities between Lake Street and the  
Canadian National Railroad tracks, but both the bridge contractor and grading contractor 
coordinated well with the utility contractors and the railroad to avoid conflicts.  

 
Erosion Control:  Was the Erosion Control Implementation Plan (ECIP) submitted in a 
timely manner and include appropriate temporary, permanent and emergency erosion 
control measures?  Did the erosion control contractor respond timely concerning the 
stabilization of disturbed areas?  Describe any innovative erosion/sediment control 
practices implemented on this project, and any project modifications to the original 
ECIP.  Provide comments received by DNR. 

The ECIP was submitted and revised as required per the contract.  Appropriate measures for 
temporary, permanent, and emergency erosion control was considered in both the original 
ECIP, and also in the revisions that were submitted for additional waste areas.   

The erosion control contractor was responsive to written inspections and orders. Disturbed 
areas were restored and landscaped as soon as practical for all individual areas.   

Erosion control inspections and orders were conducted weekly or whenever there was a rain 
event.  Winter shutdown meetings were conducted in mid-October, and the DNR was 
involved in those meetings to ensure needed measures were taken prior to winter.  

 

Structure(s):  Provide a general overview of the scope of the structure work in the 
contract.  Highlight one or two of the structures that presented the most significant 
challenges and explain how the contractor overcame these challenges to deliver 
WisDOT a quality structure. Include information on the structure foundation, 
substructure, super structure and any enhancements that were added. 

The structures were briefly discussed in the first section.  Although all structures were 
complex, the work at B-70-061 was most challenging. 

To elaborate on the work at B-70-061, a lot of the work was done off of barges and a 
causeway in the water.  Cranes, backhoes, and lifts were placed on large sections of barges 
and pushed around using a tugboat from location to location.  The existing deck was sawed 
and removed in slabs to reduce the amount of material that broke and fell to the barge and 
river below. 



Sheet piling was driven at new pier locations to make cofferdams.  Piles were driven, and 
seals were poured.  After dewatering the cofferdams, then the footing and stems were poured 
to get up and out of the water.  The Fox River at this location (Little Lake Butte des Morts) is 
controlled by a dam in Menasha to regulate water levels in Lake Winnebago and the Fox 
River system by the Army Corps of Engineers.  Therefore, the contractor had to deal with 
changing water levels, and access from their causeway was often restricted due to high water 
levels that overtopped their causeway.  When the causeway was overtopped, work off of the 
causeway ceased. The contractor could have built the causeway higher, however the 
contractor weighed the cost of added rock against the schedule, and in the end they were 
able to complete work on time without having to add height to the causeway.     

Another challenge was working around an area in the lake bottom where there is an armored 
cap of rock to protect an area of potentially contaminated sediment.  The contractor had to 
repair any areas that were disturbed, so caution had to be taken when working in this area.  
There was extensive coordination effort between the contractor, WisDOT, project consultant, 
environmental consultant, and the DNR to ensure that this area was protected and restored 
as needed. 

The deck of the structure was 3,448.39 feet long- so long that it required 7 separate deck 
pours to finish. With the steel girder superstructure, the contractor had to consider and 
analyze the sequencing of deck pours to ensure proper loadings and deflections.  There was 
coordination with both the construction and design teams when a proposed deck pouring 
sequence differed from the sequence as shown in the plan.     

There were seven modular joints that needed to be placed on this structure.  These take time 
and expertise to set, and the opening needs to be set according to temperature and elevation 
to allow for contraction and expansion of the deck concrete.  An erection subcontractor did a 
nice job of setting these joints, so they function according to temperature changes and do not 
affect the ride.  

The existing structural steel had to be repaired as needed, then blasted and repainted.  The 
top flanges were addressed after decking operations, and the webs were addressed after the 
deck had been poured and stripped. This was a labor intensive process, which included the 
construction of a containment system under the deck.  Stringent temperature and humidity 
requirements and a multi-step process for structural steel painting was a challenge to 
accommodate and keep the schedule.  The prime contractor communicated continuously with 
the painting contractor to ensure that they were aware of schedule requirements. The 
structural steel painting was being completed near the completion date of the project, and at 
the same time that the staining of the parapets and concrete girders was taking place- so 
coordination between painters and stainers needed to take place during a very critical time of 
the project.  

 

Subsoils:  Provide information on the different soil types encountered (silt, clay, sand, 
rock, marsh/organic, etc.) and features (surface water, high water tables, springs, 
wetlands, etc.) encountered during construction. Describe any issues that occurred and 
explain how the contractor resolved these issues.     



The geotechnical section identified the presence of bedrock prior to the project at various 
depths.  On top of that bedrock, there is a layer of wet clay, compressible material present. 
Plans for the interchange projects have been designed to address on prior projects through 
the use of wick drains, and settlement periods for high fills. Previous projects had settlement 
gauges, inclinometers, and piezometers installed to monitor the settlement and movement of 
the fills. Even though the settlement was planned for, there was still slight settlement that 
occurred on previous projects.  This settlement at the match points was acknowledged, and 
the grades were adjusted for smoother transitions.  

Being that the same contractor was involved in previous projects in the area, the soil 
conditions and the presence of bedrock was mostly known, so no real issues were 
encountered there was an item included in the plan that called for pre-boring for piling in 
areas where a hard pan layer or rock would be encountered.   

There is an area within the footprint of the B-70-061 structure that was identified previously 
as having potentially contaminated lake bottom soils.  That area was covered with a layer of 
sand and stone, and that layer is referred to as an armored cap.  The DNR was very 
concerned about impacts and damage to this armored cap, so the contractor had to work 
around the cap, and repair any potential damage to the cap as part of the contract.   

 

Safety:    The safety of both contractor personnel and the traveling public are of paramount 
importance to the Department. Provide a summary of incidents that occurred within the project 
limits and any corrective measures that were taken. 

There were very few safety concerns/incidents associated with this project, and no major 
injuries to note.  

The contractor did a good job in coordinating with the traffic control contractor to get the 
proper devices in place for any work that needed to occur along shoulders and closed lanes 
of traffic.  Designated entry and exit points for construction traffic were installed, signed, and 
adhered to.   

With all of the work in the Little Lake Butte des Morts, temporary navigational lighting was put 
in place to guide boat traffic through the work zone. 

 

Ride Quality: 
Was the ride quality measured using a: 

Non-Contact Profiler: ☒Yes  ☐No 

Rolling Straight Edge:  ☐Yes  ☒No 
 
Please provide the following information for Ride Quality specification projects: 



The Average International Roughness Index (IRI) for the project:  
____117.55________inches/mile 

 
Pavement Areas Requiring Corrective Action: 

Localized Roughness:  Number of locations having localized roughness 
exceeding 200 inches per mile:  ____0_____ 

Excessive Segment IRI:  Number of 500 ft. sections exceeding IRI of 140 inches 
per mile after correction of localized roughness that require correction to reduce 
segment IRI to specified values:  ____0_____ 

Number of locations pavement was removed and replaced:  ____0_____ 

Quantity of pavement removed and replaced:  ____0____ (SY and/or Tons) 
 

Ride Quality Pay Adjustment (Subsection 440.5.2 of the Standard Specifications) 

Pavement eligible to receive a bonus/penalty: __30,530 SY______ (SY and/or 
Tons) 

Pavement receiving bonus:  __9,431 SY______ (SY and/or Tons) 

Average price adjustment:  _____---____ (% of contract unit price) 

Pavement receiving penalty:  ____0____ (SY and/or Tons) 

Average price adjustment:  _____0____(% of contract unit price) 

 

Describe the pavement transition(s) to structures, structure approaches, RR Tracks, 
roundabouts, side roads, interchanges, or other obstacles.  What were the key factors in 
achieving a smooth ride?   

The ride quality incentive listed above is for IRI Ride Bridge, which was an item on 
this project. The concrete pavement on this project was in short segments leading up 
to structures, or ramp concrete, so it was not subject to IRI ride requirements.  That 
being the case, special attention was taken to adjust profiles and grades in these 
segments and at match points in order to provide the smoothest ride possible.   
 
The ride and transitions points for the structures ended up very well.  There was a 
small area that a minor grinding correction was performed on the north end of the B-
70-406 structure to remove a minor bump at the approach slab in a fully super-
elevated curve.   
 
There were several key factors to achieving a smooth ride.  First, the plan top of deck 
and top of approach slab grades were analyzed for matching plan long-slopes and 
cross-slopes.  Then, after the structure was built, the actual top of deck grades were 
shot by corridor survey staff to see what that actual as-built elevations were.  Then 



the grades on the approach slabs/adjacent pavement were adjusted as necessary.  
New grades were shared with the contractor staker.  After placement of forms, the 
existing deck and forms were checked with a string line and shot with a level prior to 
pouring to verify that the elevations and cross-slopes were correct.  

 

Quality Control: 
Discuss Quality Management Program(s) implemented by the contractor.  For example:  
Subgrade, Aggregate, Pavement, Structure work, etc. 

QMP reports were submitted by the contractor for Concrete Masonry, Aggregate, 
Pavement, and IRI Ride.  The contractor took care to ensure operations were 
performed to their respective items.  The contractor performed all their required 
testing for the work operations. 

 
Discuss the cooperation from the contractor’s material representative throughout the 
project.  Were all required material submittals/documentation submitted in a timely 
manner so they could be reviewed and approved prior to installation? Discuss any 
materials not meeting project requirements.  Were Buy America Certifications provided 
in a timely manner? 

The Contractor’s Materials Representative was responsive to material requests that were 
required.  He was present for the weekly meetings and was available to meet in the field 
during the week if questions arose.  Out of the 32,794 CY for the concrete masonry bridges, 
only 8 CY of concrete was found to be out of specifications- less than 0.03% of the quantity 
placed.   

The elastomeric laminated bearing pads had a groove that the department received a credit 
for a groove mark that was to be acceptable for use in the upcoming specifications, but not 
for the current project.   

There were also 7 precast girders that were found to have defects in the field or plant that 
required repair, but were able to be used with a credit being taken.   

The Buy America Certifications for the project were submitted in a timely manner. 

 
Was there any unacceptable pavement that was subject to Section 106.5 
Nonconforming Materials of the Standard Specifications?   ☐Yes  ☒No   If yes, 



Amount accepted at Reduced Price:  SY and/or Tons 
Payment Factor(s):  % 

Amount removed and replaced:  SY and/or Tons 
 

Was there any thickness deficient concrete pavement?   ☐Yes  ☒No   If yes, 

Amount accepted at Reduced Price:  SY and/or Tons 
Payment Factor(s):  % 

Amount removed and replaced:  SY and/or Tons 
 

General Appearance: 
Describe the overall appearance of the work completed under this contract.  Include 
details such as construction joints, handwork areas, surface finish, raised medians 
pedestrian accommodations, and aesthetics. 

This ended up being a very good looking project, with aesthetic enhancements incorporated 
to the interchange structures.  The structures in the heart of the interchange had an ashlar 
aesthetic pattern incorporated into the parapets, with a two-tone brown staining scheme on 
parapets and piers. The elevation of the B-70-405 flyover structure over both US 10/WIS 441 
and I-41 is very striking as motorists travel northbound on I-41. 

The B-70-061 structure has denim blue girders over the water of Little Lake Butte des Morts 
to match the structure to the south of it (B-70-403) to complement the two tone brown ashlar 
parapets and abutment.  Little Lake Butte des Morts is a popular fishing and recreational 
boating location, and the aesthetics and quality of the completed structure are certainly 
apparent from the water.  The grading contractor did an excellent job of placing riprap at the 
water’s edge, and extending the slope paving up the slope away from the water.   

The contractor paid extra attention to rubbing and staining the inside of the parapet walls as 
well with a pigmented surface sealer for a clean, uniform appearance.   

The grading contractor did an excellent job of blending slopes and shoulder points, finishing 
around piers, placing riprap in ditches and at bridge drains, building bridge cones up and 
around wing walls, and placing storm and culvert end walls that match the slope of the fore 
slopes correctly.  They also did a nice job of finishing out waste areas, and did not leave a 
mess for the next contractor on the subsequent project.  The railroad had some specific 
requests for grading and ditching along their tracks, and they were very happy with the 
results.    

Even though a rural project, the landscaping contractor finished slopes nicely by picking up 
large rocks and debris, and by smoothing out ruts and low spots prior to placing seed, mulch, 
and erosion mat.  

The time and attention to detail put in by the grading and landscaping contractor may be 
overshadowed by the structure work, but it is very apparent. 

 



Staining and Structure Aesthetics at B-70-061/B-70-401:

 
 

Contractor Performance: 
Describe the contractor’s outstanding performance in completing all work operations.  
Include significant challenges and the contractor’s role in resolving these challenges. 

This was a very difficult project to deliver on time, and that was known from the start.  The 
prime contractor pushed his crews and his subcontractors from beginning to end to complete 
on time, and they succeeded in that goal.  Since there were a series of separate contracts let 
associated with this interchange reconstruction project, it made sense in some instances to 
move items of work to this contract instead of completing those items on a past or future 
project.  Even with the added items of work to this contract, the contractor was able to still 
meet the original completion date with no added time, and within 3% of the original contract 
budget.  There was one CRI on the project for an overall savings of $24,545, however 
throughout the project the contractor and staff worked hard to identify other areas to reduce 
temporary work for cost savings.   
 
The contractor and project staff worked through challenges to keep the project moving 
forward.  Besides a massive amount of complicated work to complete within a compressed 
timeframe, a few of the challenges were design/plan issues and changes, materials 



fabrication lead times and delays, fluctuating water levels in Little Lake Butte des Morts, 
communication issues and non-performance with subcontractors, and structural steel painting 
issues.  Issues were brought up by the contractor to the construction team, and extended 
efforts were made to obtain the correct answers as quickly as possible. The contractor took 
all issues in stride, and was able to keep moving forward until the project was completed.   

 

Describe the contractor’s involvement with additional stakeholders such as community 
members, business owners, municipal utilities, private utilities, and contractors to 
ensure successful outcomes for the project.  Attach letters of commendation from any of 
these groups, as appropriate. 

The contractor attended weekly meetings, which were often attended by local officials as well.  
The Village of Fox Crossing was very interested and involved in this project, and their 
concerns were addressed in a timely manner.   
 
The Department held separate meetings to address and inform the public about this project 
and other corridor projects, so most of the public’s concerns and curiosities were handled 
through WisDOT representatives involved with the project.   

 

Please attach the Report of Contractor’s Performance evaluations for both the prime 
contractor and the subcontractor. 

 

Construction and Project Complete Photos: 
Photos may be inserted into the above write-ups, to better illustrate the issue being 
discussed, or attached as an exhibit to the award submittal.   

As part of the submittal include five (5) JPG images that highlight the achievements of 
the construction project. 

 

List of Exhibits 
Exhibit A:  Title Sheet (8.5” X 11”) 

Exhibit B:  List of Contract Modifications (Summary from Project Tracking) 

Exhibit C:  Report of Contractors Performance  

Exhibit D:  Construction Photos 

Exhibit E:  Completed Project Photos 



 

Contact Information: 
Contact person for any questions or requests for additional information. 

Name: Heath Hagner Ph 
No.: 

262-224-035 Email: Heath.hagner@daarcorp.com 

 

Award Recipient: 
Project Engineer: Heath Hagner, FVC/DAAR Engineering Inc. 

Project Manager: Marc Roesler, Resident Engineer, WisDOT 

Project Manager: Kurt Peters, WisDOT 

Project Supervisor: Tammy Rabe, WisDOT 

Prime Contractor: Kevin Weber, Lunda Construction Company 
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EXHIBIT D 

CONSTRUCTION PHOTOS 
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COMPLETED PROJECT PHOTOS 
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