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APWA Announces the 2010 Public Works Projects of the Year

KANSAS CITY, MO. --  The APWA Public Works Projects of the Year awards are presented annually to promote excellence in the management and administration of public works projects, recognizing the alliance between the managing agency, contractor, consultant and their cooperative achievements. The award winners are recognized during APWA’s International Public Works Congress & Exposition.

The 2010 Public Works Projects of the Year Awards Committee consists of Committee Co-Chair Peter M. Adler, Public Works Project Manager, City of Arvada, Colo.; Co-Chair Judith F. Wortkoetter, P.E., County Engineer, Greenville County, S.C.; Richard J. Benevento, President, WorldTech Engineering, Woburn, Mass.; Donald D. Jacobovitz, P.E., Public Works Director, Putnam County, Fla.; John J. Mercurio, retired, Concord, Calif.; James J. Proce, MBA, Public Works Director, City of Palm Bay, Fla.; Brian Keith Pugh, P.E., Engineering Services Director, City of High Point, N.C.; Stephanie L. Reid, City Engineer, City of Lincoln City, Ore.; Joel G. Schilling, Water Resources Scientist, Schilling Consultant Services LLC, Mahtomedi, Minn.; and Bill E. Stogsdill, Jr., Director of Public Works, City of Fairway, Kan.

Winners of the 2010 Public Works Projects of the Year Award are:

Disaster or Emergency Construction/Repair 
$5 million: Dayton Water Incident…………………………………………p. 3.

1. $5 million but less than $25 million: Emergency Earthquake Damage Assessment and Tunnel Intake Repair………………………………………………………………p. 5.

Environment
1. <$5 million: Cedar Creek Culvert Replacement…………………………………..p. 7.

1. $5 million but less than $25 million: Sandy Hill Flood Remediation…………….p. 9.

1. $25 million–$75 million: Nogales International Wastewater Treatment Facility...p. 10.

1. >$75 million: All-American Canal Lining Project………………………………..p. 12.

Historical Restoration/Preservation
1. <$5 million: Balboa Park Ornamentation Restoration……………………………p. 14.

1. $5 million but less than $25 million: Historic Kilbourn Avenue Bascule Bridge Restoration………………………………………………………………………..p. 16.

1. $25 million–$75 million: Milwaukee City Hall Exterior Restoration……………p. 18.

Structures
1. <$5 million: Fred Howard Park Bridge Replacements……………………………p. 20.

1. $5 million but less than $25 million: Samuel Hadley Public Services Building….p. 22.

1. $25 million–$75 million: San Joaquin County Administrative Building…………p. 24.

1. >$75 million: Camelback Ranch………………………………………………….p. 26.

Transportation
1. <$5 million: Three-Mile Creek Trail……………………………………………...p. 28.

1. $5 million but less than $25 million: College Avenue Bridge……………………p. 30.

1. $5 million but less than $25 million: Sauk River Bridge…………………………p. 32.

1. $25 million–$75 million: Belleair Beach Causeway Bridge Replacement Project.p.34.

1. >$75 million: New I-64…………………………………………………………...p. 36.


PROJECT OF THE YEAR: DISASTER OR EMERGENCY CONSTRUCTION/REPAIR LESS THAN $5 MILLION

Dayton Water Incident


Managing Agency: County of Monterey, California
Primary Contractor: Rain for Rent
Primary Consultant: Mark Thomas & Company
Nominated By: APWA Monterey Bay Chapter

The Dayton Water Incident was a coordinated response to a major hazardous materials spill that was the result of an industrial explosion and fire on May 29, 2009 in Salinas, California. The County of Monterey and the City of Salinas operated a joint Emergency Operations Center to contain, abate and prevent millions of gallons of contaminated water from reaching the Monterey Bay National Marine Sanctuary.

A multi-stage water treatment plan was installed within seven days which operated at 700 gallons per minute (GPM) around the clock for 28 continuous days filtering and discharging over 10 million gallons before obtaining state and federal agency permission to end the operation. This project was very challenging for numerous reasons including:

1. Various City and County departments were involved in the response to the incident and had to coordinate with numerous state and federal agencies. This included Monterey County Environmental Health, Public Works Department, Administrative Office, and Emergency Services, and City of Salinas Fire, Engineering, and Operations & Maintenance Departments.

1. The Reclamation Ditch where the contaminated water was contained has years of farmland runoff that deposited DDT and other pesticides, making it very difficult to ascertain what constituents came from the Dayton Street site and therefore what the County and City were responsible for clearing.

1. The State of California Regional Water Quality Control Board does not have an emergency permit process, and ultimately the Incident Commander asked permission from the U.S. EPA to discharge filtered water to a downstream section of the Reclamation Ditch.

1. Local contractors and consultants performed significant work early in the project on a “hand shake.” Actions like this prevented the contaminated water from flowing further to the west as the overriding concern was that it was reaching the wealth of wildlife found in the Monterey Bay National Marine Sanctuary.

A total of seven dams were constructed in various locations in the Reclamation Ditch to manage the tailwater issues. The Reclamation Ditch traverses through agricultural lands and residential and commercial developments. Flooding in any one of those areas was a constant concern. Each dam constructed created numerous issues such as pockets of stationary water; hosting mosquito hatching with the potential for a West Nile outbreak and algae blooms; and reducing the oxygen levels in the water, suffocating the aquatic life. The installation and removal of the dams as well as the constant monitoring, pumping and repair work was enormous.


PROJECT OF THE YEAR: DISASTER OR EMERGENCY CONSTRUCTION/REPAIR $5 MILLION BUT LESS THAN $25 MILLION

Emergency Earthquake Damage Assessment and Tunnel Intake Repair


Managing Agency: State of Hawaii, Department of Agriculture
Primary Contractor: Royal Contracting Company Ltd.
Primary Consultant: Yogi Kwong Engineers, LLC
Nominated By: State of Hawaii, Department of Agriculture

The October 16, 2006 earthquake that originated under the northwest coast of Hawaii (6.7 on the Richter scale) triggered hundreds of catastrophic landslides and rock falls in the Waipio Valley canyons. Water transported through the 100-year-old Lower Hamakua Irrigation System (LHIS) stopped flowing two weeks after the earthquake. Farms and livestock along the Hamakua coast depend on the LHIS for survival, especially in the dry summer months.

The State of Hawaii, Department of Agriculture (DOA) retained Yogi Kwong Engineers, LLC (YKE) in early January 2007 to perform an emergency earthquake damage geotechnical assessment to investigate the causes of tunnel blockage and to develop recommendations for emergency repairs. Within two weeks, the primary causes of the tunnel blockage were determined to be massive rockslides within Waima Canyon resulting in rock debris flowing inside the Waima Crossing tunnel, and huge rock falls and landslides crushing the Alakahi Canyon crossing tunnel and burying its intake. Landslides between the Kawainui Intake to Waima Crossing resulted in debris flowing through numerous tunnel adits, clogging miles of the seven-foot-diameter tunnel with landslide debris. Governor Linda Lingle issued an emergency declaration that allowed tunnel and intake design and construction work to begin in the spring of 2007.

WAI Engineering cleared the Waima Crossing Tunnel by late 2007 and allowed partial restoration of irrigation flows to the downstream farmers. The design and bidding of the Alakahi Intake was a major challenge, and at times seemed impossible due to the continuing threat of catastrophic rock falls during and after intake reconstruction and the site’s remote location. Royal Contracting Company Ltd. submitted the only bid, but the rock slope stabilization for worker protection during intake reconstruction far exceeded the available funds. The DOA requested YKE to provide geotechnical support to Royal Contracting as part of a design/build effort to repair and protect the crossing tunnel and the intake.

YKE developed an innovative design concept that incorporated grouted riprap with large boulders obtained from the rock fall debris on the engineering geologic evaluation, state-of-the-art rock fall simulation and finite element analysis, and the construction limitations given the remote and hazardous site. This innovative design was configured to minimize rock fall impact forces and kinetic energy on the tunnel crossing under the stream and the intake under a large overhanging and fractured rock ledge while not altering stream flow and water intake quantities. In turn, Royal Contracting developed construction sequencing and a precast reinforced concrete slab system to minimize worker exposure under and near the overhanging rocks.

The Alakahi tunnel repair, clearing and intake repair, and rock fall protection were substantially completed in September 2008. Irrigation water flow through the entire LHIS was restored in August 2008.


PROJECT OF THE YEAR: ENVIRONMENT LESS THAN $5 MILLION

Cedar Creek Culvert Replacement


Managing Agency: City of Sherwood, Oregon
Primary Contractor: Kerr Contractors, Inc.
Primary Consultant: Otak, Inc.
Nominated By: APWA Oregon Chapter

The Cedar Creek culvert, located beneath SW Washington Street in Sherwood, Oregon, was identified by Clean Water Services as undersized, which means it did not meet flood conveyance standards and that it was a barrier to fish migration. The culvert was included in the Action Plan from the 2005 Healthy Streams Plan.

Otak, the primary consultant, confirmed that the existing 9’6” x 13’6” structural plate arch culvert was undersized, which resulted in a velocity barrier to fish migration in Cedar Creek. The existing culvert restricted flood flows and nearly overtopped SW Washington Street during a flood greater than a 10-year return period. The feasibility study evaluated and compared three alternative solutions.

Once an alternative was selected, Otak was contracted to design, permit and prepare contract documents for construction of the preferred alternative. The resulting scope of work included the design of a single-span bridge; stream and wetland restoration; an undercrossing for a multi-use, regional trail; improved roadway safety and function; stormwater treatment; accessibility enhancements; and other improvements.

Protecting the environment was at the core of this project. Key objectives included improving fish migration, restoring stream and area wetlands, and enhancing stormwater treatment—all while minimizing the project footprint. The environmental protection effort involved everything from the design phase through the use of retaining walls.

The new bridge and new stream channel were built on the side of an existing culvert to allow construction to occur while leaving the existing culvert in place as long as possible. This provided a single fish salvage operation.

As a restoration project, environmental expectations were emphasized with the contractor at a preconstruction conference and at each weekly progress meeting. The opportunity to revise the stream restoration grading limits and reduce the overall project footprint and impacts to jurisdictional waters and riparian areas was identified during construction, and the design team quickly developed a revised grading plan. Excavation dewatering water was filtered using a dirt-bag and discharged to riparian areas away from the main stream channel. A full-time inspector was responsible for evaluating erosion and sediment control measures.
The Cedar Creek culvert project now provides a great environmental benefit to the area’s fish and wildlife while also improving the experience for those visiting the adjacent Stella Olsen Memorial Park, a major park facility featuring a children’s playground, a shelter and an entertainment pavilion.


PROJECT OF THE YEAR: ENVIRONMENT $5 MILLION BUT LESS THAN $25 MILLION

Sandy Hill Flood Remediation


Managing Agency: City of Ottawa, Ontario
Primary Contractor: Doran Contractors Ltd.
Primary Consultant: Stantec Consulting Ltd.
Nominated By: APWA Ontario Chapter

The flooding in Sandy Hill is due to a combination of both surface flooding and sewer backup. The preferred solution was designed to effectively manage both causes of flooding. The design was based on a combination of underground and surface storage within Sandy Hill Park. Individually, the two main components of the flood control solution are designed to do the following:

Control surcharge levels on the combined trunk sewer system. The underground storage tank buried under Sandy Hill Park has a footprint of 54m x 54m with an average height of 5m for a storage volume of approximately 12,500 m3. A diversion chamber (DC) draws flow from the Somerset Trunk Sewer (STS) during extreme rainfall events and directs it towards an inlet sewer leading to the underground storage tank. The underground storage facility provides temporary storage of excel flows within the STS and is sized to accommodate a storage volume large enough to ensure that there is no surcharge (i.e., water level maintained below the top of the pipe) in the STS during a major storm event. After the event passes, the stored volume is pumped back into the STS to drain to the Rideau River Collector. On average, some flows will be diverted to the tank once per year with the tank being 33% filled once every five years and completely filled once every 50 to 100 years. The tank will be fully drained within 24 hours of the end of a storm event.

Manage the accumulation of surface water at the low point in the system. The surface storage element is located within the central portion of the Sandy Hill Park roughly within the boundary of the existing looped pathway. The surface storage element is intended to temporarily store excess stormwater runoff and release it at a controlled rate to the combined/storm sewer system via a park underdrain system. The runoff in this element is excess runoff that cannot be captured by the sewer system, and which currently accumulates within Sandy Hill Park as well as along the low-lying sections of Sweetland, Nelson and Templeton Streets.

The surface storage area within the park is located above the underground tank and required depressing the surface of the open area within the park, with varying types of slope and edge treatments, to provide approximately 4,000m3 of runoff storage below the lowest point on Sweetland Ave. There are four swales located at the four corners of the park which convey the storm surface flow during extreme events to the park. At each one of these swales, there are double catchbasins in the roadway which capture the first flush, thus only permitting “the cleaner” stormwater to enter the park.


PROJECT OF THE YEAR: ENVIRONMENT $25 MILLION–$75 MILLION

Nogales International Wastewater Treatment Facility


Managing Agency: City of Nogales, Arizona
Primary Contractor: PCL Constructors Inc.
Primary Consultant: Stantec Consulting Services Inc.
Nominated By: City of Nogales, Arizona

The Nogales International Wastewater Treatment Facility project garnered significant public attention as the project was initiated due to a court order against the City of Nogales and International Boundary and Water Commission (IBWC) for failure of the existing lagoon-based facility to meet effluent requirements for the Santa Cruz River discharge. There were also a large number of stakeholders and agency decision makers involved in the project from its inception to completion, including the Environmental Protection Agency, Arizona Department of Environmental Quality, City of Nogales, U.S. Section of the IBWC, Border Environment Cooperation Commission, and North American Development Bank. Because of this, strong cost control and proactive management of stakeholder involvement were keys to project success.

The two most significant challenges on this project included the very limited project budget and management of the large and diverse project stakeholder group. The budget was viewed as being so limited that many contractors refused to bid the project; and of the two teams shortlisted for the project, the PCL Constructors team was the only team to provide a solution that met the constrained budget.

One unforeseen issue that arose during construction was a change in influent characteristics relative to what was stated in the RFP documents. The City of Nogales acknowledged this change, which had a significant impact upon the process performance; and, in particular, had a significant impact on nitrogen removal. The design-build team was able to identify an optimal solution during construction that included the design of a carbon supplementation system for denitrification. The carbon supplementation system uses waste from a biodiesel facility and is both environmentally sustainable and cost effective.

The design-build team was required to incorporate principles of green building design, as outlined in the Border Environment Cooperation Commission’s guidelines for green building practices. The areas where they incorporated green building practices into the facility design included planning, earthwork/erosion control/site drainage, backfill, site paving, landscaping, concrete, and special construction. Some of these practices included reuse of treated effluent onsite, separating clay and native fill material during construction to allow both to be used for dike and backfill material, use of gravel finishes eliminating need for landscape irrigation, minimizing the use of import fill, and employing as much common wall construction as possible to minimize concrete use.

The project’s impact upon the community has been immediate. The U.S. Geological Survey has conducted follow-up sampling in the river indicating a number of fish species have now returned to the area in the vicinity of the effluent discharge. In addition, many of the citizen and environmental groups that monitor the river have complimented the plan operators on the effluent quality and significant improvement in the river’s health.


PROJECT OF THE YEAR: ENVIRONMENT MORE THAN $75 MILLION

All-American Canal Lining Project


Managing Agency: San Diego County Water Authority
Primary Contractor: Kiewit Pacific Company and Ames-Coffman Joint Venture
Primary Consultant: Dahl Consultants, Inc./GEI Consultants, Inc.
Nominated By: APWA San Diego and Imperial Counties Chapter

The All-American Canal Lining Project (AACLP) is a congressionally authorized project (Public Law 100-675, Title II) and a key element of the 2003 Quantification Settlement Agreement to reduce seepage loss from the existing earthen All-American Canal, an 82-mile structure that since its construction in 1938 has been the source of Colorado River water into the Imperial and Coachella valleys. The lining project includes building a 23-mile concrete-lined canal parallel to and replacing a section of the earthen canal. The project is a model for partnerships between state and local water agencies to invest in California water supply.

The lining project conserves and transfers 67,700 acre-feet of water per year (afy), a portion in 2009 (50,000 acre-feet) and the full amount beginning in 2010, to the San Diego County Water Authority (Water Authority) and the San Luis Rey (SLR) Settlement Parties for up to 110 years. The water supply to the SLR Settlement Parties, six bands of San Diego County Indian tribes, resolves decades-old water rights litigation by providing 11,500 afy of conserved water.

The AACLP was built in three sections (Reaches 1, 2 and 3) based on the tie-ins to three hydroelectric generating facilities along the canal (Drops 1, 2 and 3), making the project more cost effective and reducing the impacts on the Imperial Irrigation District’s power generation. The project extends from a point approximately 20 miles west of the Yuma, Arizona state line through the Algodones Dunes to Drop 3 where it again ties into the existing earthen canal. The project also includes the building of an off-line storage reservoir with the capacity to hold 1,200 acre-feet of water for use by the Imperial Irrigation District. Additionally, extensive environmental mitigation was required which included the creation of wetlands, fish rescue/ponds, 1,025-acre species habitat, dune restoration, large mammal mitigation, and safety ladders, buoy lines, and warning signs, along with a human safety outreach campaign.

Construction began in June 2007 after a lengthy injunction period. On April 30, 2009, the partnering agencies celebrated the early and on-budget completion of the 23-mile mainline section of the AACLP, deeming the project substantially complete, with remaining appurtenant and environmental projects to be complete by spring of 2010. The early completion date allowed the transfer of conserved water supplies to San Diego that are desperately needed to offset the impacts of statewide drought and regulatory restrictions on water deliveries from other imported water sources. The $300 million investment by the Water Authority and the California Department of Water Resources will save ratepayers millions of dollars annually by limiting the need to purchase water at market rates. The price of the conserved water will remain constant for 110 years, while the cost of imported water is anticipated to escalate.


PROJECT OF THE YEAR: HISTORICAL RESTORATION/PRESERVATION LESS THAN $5 MILLION

Balboa Park Ornamentation Restoration


Managing Agency: City of San Diego, California
Primary Contractor: Soltek Pacific Construction
Primary Consultant: Heritage Architecture & Planning
Nominated By: City of San Diego, California

Balboa Park comprises 1,170 acres of parkland in the heart of the City of San Diego, California. The park is considered the crown jewel in the park and recreation system and receives over 10 million visitors each year. The park was first established as City Park by the City Trustees in 1868. In 1915 Balboa Park hosted the Panama-California Exposition, and a “Spanish City” was constructed on the central mesa of the park, embodying the Spanish Colonial style of architecture.

The California Building & Tower was one of the first buildings constructed for the exposition, and was one of only three buildings intended to be permanent. The building was constructed of steel reinforced concrete with hollow clay tile infill. Today the California Building is home to the San Diego Museum of Man and is arguably the most photographed building in the City of San Diego.

Constructed in 1926, the Museum of Art building was designed in the Spanish Renaissance style by renowned architect William Templeton Johnson. The building was constructed of concrete with steel reinforcement and hollow clay tile infill. Ornamentation on the building was constructed of reinforced architectural precast concrete.

In recent years the ornamentation of the California Building & Tower had been gradually deteriorating. Past repairs were failing and many pieces were considered falling hazards. The scope of this project included restoration of the ornamentation on the main building’s frontispiece and on the 208-foot-tall California Tower. Work included repair of cracks, spalls and failed patches in the ornamentation, restoration of the frontispiece doors and windows, restoration of ornamental iron railings and repair of damaged ceramic tiles. Smaller missing pieces of ornamentation were repaired or reconstructed with a special patching mortar while other larger pieces were replaced with new castings using glass fiber-reinforced concrete to reduce weight. The existing ornamentation was thoroughly cleaned and treated with a migrating corrosion inhibitor and liquid water repellent.

The ornamentation on the Museum of Art had been deteriorating as a result of reinforcing steel located too close to the exterior surface. Corrosion of the reinforcing steel resulted in significant spalling of the architectural preacast concrete. Testing and observations also showed the ornamentation was loosely attached to a hollow clay tile wall that was structurally unsound. This project included the construction of a new reinforced shotcrete structural backing wall for the frontispiece ornamentation, replacement of approximately 70% of the frontispiece, repair of the remaining frontispiece, and repair of the ten window surrounds along the front façade of the building. Old and new ornamentation received a coat of liquid water repellant and old ornamentation received a coat of migrating corrosion inhibitor.


PROJECT OF THE YEAR: HISTORICAL RESTORATION/PRESERVATION $5 MILLION BUT LESS THAN $25 MILLION

Historic Kilbourn Avenue Bascule Bridge Restoration


Managing Agency: City of Milwaukee, Wisconsin
Primary Contractor: Edward Kraemer and Sons
Primary Consultant: Bloom Companies, LLC
Nominated By: APWA Wisconsin Chapter

The West Kilbourn Avenue Bridge over the Milwaukee River was constructed in 1929. The importance of the bridge is evidenced by the ornate design, the four control towers, and the fact that the street was named after one of the three founding fathers of Milwaukee. The section of minor arterial roadway is a vital link to the Central Business District of the City of Milwaukee.

In 1996 a Programmatic Agreement between the Federal Highway Administration, the Wisconsin State Historic Preservation Office, and the Advisory Council on Historic Preservation regarding implementation of the Historic Research Plan for Bascule Bridges in Wisconsin indicated that the bridge was an ideal candidate for rehabilitation. The West Kilbourn Avenue Bridge was also determined eligible for inclusion in the National Register of Historic Places in 1996 as part of the intensive survey that reassessed the National Register eligibility of 12 of the 13 remaining bascule bridges in the state.

A Concept Definition Report prepared in August 2004 assessed a sufficiency rating of 25.9. That is when the City began the project to provide a rehabilitated bridge that addresses all of the City’s safety and operational concerns, meets all state and federal requirements, and maintains the unique, historically significant aspects of the structure.

A significant requirement of the project included the reconditioning of the trunnion supports and the trunnion bearings. The entire bascule leaf was reinforced, stabilized and raised out of the trunnion bearings with the use of eight 100-ton hydraulic jacks. This was a carefully-orchestrated, synchronized lift that would allow in-place machining of the trunnion shafts. There were four trunnion shafts and eight sets of bearings to recondition per bascule leaf. Project scheduling also played a critical role during this process as the bascule leaf steel replacements had to be accounted for before additional weights could be added or taken from the bascule span.

During the bridge demolition phase of the work the outdated bridge machinery and electrical systems had to be removed and replaced. The City wanted to maintain the operation of one of the bascule spans so that boat traffic on the Milwaukee River would not be affected. Therefore, the contractor maintained operation of at least one bascule leaf throughout the duration of the project. This was done through the use of four 10-ton hydraulic winches set up for 40,000 pounds of line pull and the use of temporary ballast weights at the toe end of the bridge.

The breathtaking view of the completed project is evidence of successful collaboration between the City, the engineering consultant and the contractor. They were able to bring together 345,000 pounds of structural steel and 310 cubic yards of concrete to restore this distinguished landmark for the citizens of Milwaukee.


PROJECT OF THE YEAR: HISTORICAL RESTORATION/PRESERVATION $25 MILLION–$75 MILLION

Milwaukee City Hall Exterior Restoration


Managing Agency: City of Milwaukee, Wisconsin
Primary Contractor: J.P. Cullen & Sons, Inc.
Primary Consultant: Engberg Anderson, Inc.
Nominated By: APWA Wisconsin Chapter

Milwaukee’s City Hall was designed by Milwaukee architect Henry C. Koch in 1892. It is technologically significant as a “transitional” masonry structure, with its traditional thick-walled, load-bearing masonry structure below rising up to become integrated with a lightweight steel frame that could support the enormous height of the building’s south tower.

Milwaukee City Hall is a unique representation of German Renaissance Revival architecture and is the only American city hall to be constructed in this style. Added to the National Register of Historic Places in 1973, the building was named a National Historic Landmark in 2005. The building’s main façade materials include granite, carved sandstone, pressed brick, ornate terra cotta, ornamental copper details, and slate and copper roofing.

Over 100 years of weathering, modifications and events served to change the appearance of the building. As originally constructed, the steeply sloping tower roofs were clad in dark slate, capped with an ornamental copper drum and cupola, itself topped by a fifty-foot cast iron flagpole. Less than two decades later, high winds caused slate tiles to break and fall to the street below, so the tower was reclad in copper. Elsewhere on the building, time and weathering necessitated the clipping and removal of ornament and gable tops.

The challenge was to discover how and where water had worked its way into the building, what the long-term damage to the surface and structure was over time, and what measures needed to be taken to effectively repair and stabilize the structure while recreating the precise look and feel of the original design. After four years of analysis, design and planning, and three years of physical restoration, the project team was able to bring this century-old masterpiece back to its original appearance, blending new in-kind replacement materials with original existing.

In order to minimize the potential for future water damage to the building materials, the design team created paths for water management behind the masonry face materials. Flashing material used to sweep the water out of the assemblies is hidden behind and under the masonry so that the historic appearance of the structure is maintained.

Because of soot deposits from a nearby coal-fired power plant, the white faces of the 15-foot clock turned black over time and, by the 1920s, the clock was nearly unreadable. A replacement black face was installed in 1931. As part of the restoration, the cast iron clock frames were completely removed and refurbished following metallurgical studies and the development of specific welding procedures. The clock frames were reinstalled with new hands and white, translucent glass to match the original appearance. Interior lighting was added and the clock faces once again appear as the original architect intended.


PROJECT OF THE YEAR: STRUCTURES LESS THAN $5 MILLION

Fred Howard Park Bridge Replacements


Managing Agency: Pinellas County, Florida
Primary Contractor: Zep Construction, Inc.
Primary Consultant: Kisinger Campo & Associates Corp.
Nominated By: Pinellas County, Florida

Fred Howard Park consists of 155 acres and is located on the Gulf of Mexico. Since the park’s dedication on April 16, 1966, its popularity has continued to increase and nearly two million visitors enjoy the park and its facilities annually.

In addition to its many amenities, Fred Howard Park’s location provides access to the Gulf of Mexico by a one-mile-long causeway. While this causeway is protected by concrete slope pavement, it contains two 120-foot-long bridges that allow for tidal flow. Due to the extremely aggressive environment and heavy usage, these bridges became severely deteriorated and no longer met the needs of the park visitors. Pinellas County decided to replace the bridges with the goal of providing a structure with design life of 75 years and increased safety for pedestrian traffic such as bicyclists, walkers and fishermen.

Park visitor and worker safety during construction was extremely important to the County. After much consideration, it was decided to close the beach area and causeway during construction. This approach would eliminate phase construction and worker/visitor interaction, resulting in a safer, quicker and more cost-effective project. Advanced signage and public notification were utilized to inform the public of the temporary closure.

The original structures were flat slab bridges comprised of four 30-foot spans that accommodated one lane of traffic in each direction, with minimal shoulders and sidewalks. The bridges also carried water, sewer, telephone and electrical utilities for the facilities provided at the beach area.

The new structure consists of prestressed slab units with a 6½”-thick cast-in-place topping spanning three 37’-6” spans. The revised span lengths avoid conflicts between the existing and new substructure units. The new bridges still accommodate one lane of traffic in each direction; however, four-foot-minimum shoulders were provided for bicyclists, and the new eight-foot sidewalks are protected with traffic railing barrier. The existing utilities were incorporated into the new bridges as well.

Concrete additives were used throughout the bridges to extend the design life. The superstructure elements used calcium nitrite while the substructure elements used silica fume. Other concerns included fishermen emptying their bait buckets on the sidewalk areas, and jet skis and other recreation vehicles spilling saltwater on the deck while being towed. These issues led to the use of fiber entrainment concrete for the cast-in-place topping to minimize cracking, and a penetrant sealer once the topping hardened. In addition, corrosion-resistant MMFX steel was utilized in the cast-in-place topping and all of the bulkheads for the steel sheet pile walls.

The construction engineering and inspection focused heavily on safety through careful reviews of contractor procedures and weekly safety discussions. The safety efforts undertaken proved successful as there were no lost-time injuries on the project.


PROJECT OF THE YEAR: STRUCTURES $5 MILLION BUT LESS THAN $25 MILLION

Samuel Hadley Public Services Building


Managing Agency: Town of Lexington, Massachusetts
Primary Contractor: CTA Construction
Primary Consultant: HKT Architects, Inc.
Nominated By: APWA New England Chapter

The new Samuel Hadley Public Services Building, located within a few miles of the historic Lexington Battle Green, the site of the opening shots of the American Revolution, and named to honor one of the ten Lexington Minutemen who perished that fateful morning of April 19, 1775, represents both a new sustainable facility for the Town and a new way of planning for a public works facility. The building and site were designed to provide space for personnel and equipment to operate in an efficient and effective manner thereby providing enhanced public services to the Town, to be as energy efficient as possible using standard design features, and to be an outstanding example of how sustainable design goals can be integrated during early programming to achieve the Town’s municipal requirement that buildings be designed to meet Leadership in Energy and Environmental Design (LEED) Green Building Rating System™ standards.

The main building anchors the facility on the 9.6-acre site, which includes a fuel island, sand and salt shed, and exterior canopy storage. At 82,300 square feet the main building on the public road is comprised of a 16,900-square-foot administration area; 9,300-square-foot central storage area and shops; 11,600-square-foot maintenance area; 41,100-square-foot vehicle staging and preparation area; and 3,400 square feet of mezzanine space.

The final layout for the facility adopted a different strategy for the way the Department of Public Works does business. Emphasizing collaboration among individual divisions and the newly-created Public Facilities Department, inventory control, shared work space for superintendents and foremen, and shared workshops, the building is a model for efficient  
operations. With this focus on efficiency, the Town believed the building, materials and systems should match those operational expectations.

The studies for site layout embraced where passive solar design, orienting the building to take advantage of southern exposure through proper location of garage doors, limiting the northern walls to clerestory windows for natural lighting and focusing the occupied spaces on west and south elevations. The program elements characterized by long, low buildings were embraced in the design and material selections process. The exterior materials, a precast concrete base, horizontal corrugated metal panel with insulation values exceeding code-mandated requirements, a white roof with a portion devoted to a “green” roof, and polycarbonate clerestory were chosen because of their durability, cost effectiveness, energy-saving capabilities, and cohesive aesthetic. These materials used throughout the building, with clear glazing in the administration portion and a flat metal plane system to define its entry, come together to form a unified language along all façades of the building that is visible from all sides with its location along the heavily used bike path.


PROJECT OF THE YEAR: STRUCTURES $25 MILLION–$75 MILLION

San Joaquin County Administration Building


Managing Agency: San Joaquin County, California
Primary Contractor: Hensel Phelps Construction Co.
Primary Consultant: Fentress Architects
Nominated By: APWA Sacramento Chapter

The San Joaquin County Administration Building in Stockton, Calif., stands as the County’s first public project completed within the design-build method of project delivery. The design-build method of project delivery is as much the delivery of a process as it is the delivery of a product. This was particularly important for the San Joaquin County Administration Building where a precise design and construction schedule required proficient work.

One of the most important design issues for this project was the creating of a “Sense of Place” that uniquely states the essence of the San Joaquin Valley. The building is a significant visual element within the city and its appearance needed to provide a compelling symbol of the progressive, contemporary nature of Stockton while remaining sensitive to the region’s history as well as to the existing urban fabric. The imposing volume of the building is mitigated by articulating the main façades in such a way as to mimic the scale and massing of the existing downtown Stockton streetscape.

The glass volume of the atrium features fractured geometries harkening to Stockton’s historic role as the “Gateway to Yosemite.” It sets the tone for the entire space—communicating the openness of government and the dynamic nature of downtown Stockton.

The lobby design weaves together the imagery of San Joaquin County, providing a dynamic iconographic abstraction of the region. It is a powerful, light-filled space sure to elicit a “wow” response from visitors. Mountain, agriculture and the historic port of Stockton are the three key elements from the region’s part and present woven together to create the whole.

The design for the stone flooring within the lobby was inspired by the agrarian farming patterns outside of Stockton. Different granite hues form abstracted representations of rural land parcels. A stone “canal” bisects the space tying together the interior and exterior water features of the plaza and lobby while simultaneously providing for clarity of way-finding for the public. This gesture reinforces Stockton’s role as being the “Harbor of the Heartlands”—tying government to the trade, industry and agricultural innovations from which this title originated.

The grand stair combines all three themes into a single iconographic focal point for the space. A flight of nine stone treads flows up to the oratory platform above the agrarian ground plan. A waterfall feature is incorporated into this intermediate landing. The stair symbolically flows down to the canal, traveling past and through the farmlands, and then outward to the plaza where it empties into the large public fountain.

The lobby design takes a holistic approach to the space, reading as one integrated design concept in its telling of the story of Stockton.


PROJECT OF THE YEAR: STRUCTURES MORE THAN $75 MILLION

Camelback Ranch


Managing Agency: City of Glendale, Arizona
Primary Contractor: Mortenson Construction
Primary Consultant: HKS Architects
Nominated By: APWA Arizona Chapter

Camelback Ranch, the spring training home for the Los Angeles Dodgers and Chicago White Sox, is located on a 141-acre site in Glendale, Arizona. Designed in a campus/park-like setting, the facility’s architecture and landscaping portray a desert vernacular. Staying in character with the natural environment, building massing takes cues from the stark beauty of the desert and surrounding mountain ranges. The minimal palette of stained concrete, stone and weathered steel evokes the hues and textures of this environment. The stadium and the future hotel development are the bookends to the campus while the water feature connecting them (a 1,300-foot-long lake system with a river separating the two teams’ practice fields) acts as an environmental design element. The water feature provides a source for landscape irrigation defining each team’s distinct training facilities with a major circulation element.

The stadium is the centerpiece of the design, designed from the outside in, making it visually transparent throughout the overall entire campus plan, no matter where you are. This was an important factor in accomplishing the overall mission of the campus, “to provide the best fan experience in baseball.”

The main stadium holds 10,000 seats and 3,000 lawn seats with parking lot accommodations for over 5,000 vehicles. Twelve practice fields, four major leagues and eight minor leagues, are situated on the facility along with five separate clubhouse buildings. The clubhouses contain over 300 player lockers, four 5,000-square-foot weight rooms, training/therapy facilities and a diet nutrition area.

Natural turf fields were implemented to sustain the beauty and real outdoor feel of Arizona, as well as to be independently sustainable and earth-friendly. Conscientious recycling efforts are implemented throughout the park with recycling bins provided for plastic bottles and cans. The HVAC system was properly zoned to allow for cooling or heating in areas actively in use.

Multiple entry points around the campus encourage fans to walk around and enjoy the broad baseball experience beyond just sitting in a stadium seat. The structures ultimately improve the social aspect of the game and make the facility about much more than the game itself. Fans engage in conversations, request autographs, watch practice and make a day out of their visit to the ball park. The openness of the design, the orientation of the stadium, and the scale of the buildings makes all of this a reality.

The facility is the result of a collaborative effort between multiple entities whose expertise, commitment and enthusiasm served to deliver the project on time and on budget. The aggressive schedule and a firm budget posed a challenge for the project team, which in the end delivered a facility that the community is extremely proud of.


PROJECT OF THE YEAR: TRANSPORTATION LESS THAN $5 MILLION

Three-Mile Creek Trail


Managing Agency: City of Leavenworth, Kansas
Primary Contractor: Mega Industries Corporation
Primary Consultant: Olsson Associates
Nominated By: APWA Kansas City Metro Chapter

The Three-Mile Creek Trail project is a $2.24 million bike/pedestrian path that stretches from the Missouri River at Leavenworth Landing Park to Haymarket Square located at 7th Street in Leavenworth. The trail’s design theme complements the adjoining historic downtown district and meets the needs of the community. An important component of this trail is the historical significance of Three-Mile Creek and Leavenworth—on the return of the Lewis and Clark expedition in 1806, Meriwether Lewis collected his final botanical specimen near the confluence of Three-Mile Creek and the Missouri River.

This project was selected by the Kansas Department of Transportation for funding as part of the Transportation Enhancement Program. The unique feature of this 0.75-mile trail is its location within the banks of Three-Mile Creek, allowing users to experience the natural beauty of the tributary and its aesthetic qualities. The desire to construct the trail in and along the tributary required a design that allows accessibility to its users, coordinates with existing vehicular bridges crossing the tributary, incorporates the use of elevated sections of trail, and emphasizes a sensitive placement of the trail along the stream bank. The design incorporates a high level of sensitivity to the natural environment and adjacent property while complying with all regulatory agencies that govern the trail and tributary.

The required permits included nationwide and individual permits from the Corp of Engineers, a permit from the State of Kansas, and a permit from the Kansas Department of Health and Environment. Two properties adjacent to the creek were identified as contaminated sites, which kept the project team holding its breath due to the mandated mitigation costs that could have killed the project. Fortunately, through further investigations, it was determined that the two contaminated sites were clear of the project limits by only 30-40 feet.

As with most projects in and around a creek, challenges occurred and engineering adjustments were made during construction to maintain a stable, usable trail. This included performing additional soil stabilization for weak and changing soil types, adjusting for ongoing stream erosion and deposition, making retaining wall and slope adjustments, addressing slope instability, locating/relocating utilities, and handling a variety of smaller issues. The contractor, the project engineer/inspector, and the City of Leavenworth worked together throughout the project to identify problems, develop solutions, and ensure the solutions were the most economical to meet the project goals.

From start to finish the project took nearly eight years to complete, but it has left a legacy for both residents and visitors of the City of Leavenworth. The trail provides an important link from the west edge of downtown to the riverfront, and it provides a unique opportunity to enjoy a natural stream-side setting in an urban environment for generations to come.


PROJECT OF THE YEAR: TRANSPORTATION $5 MILLION BUT LESS THAN $25 MILLION

College Avenue Bridge


Managing Agency: Wisconsin Department of Transportation, NE Region
Primary Contractor: Edward Kraemer & Sons
Primary Consultant: OMNNI Associates
Nominated By: APWA Wisconsin Chapter

This project involved the design and replacement of the College Avenue Bridge in the City of Appleton, Wisconsin. College Avenue is an east/west arterial on the National Highway System that runs through downtown Appleton. The College Avenue Bridge, located one-half mile east of downtown Appleton, carries 20,000 vehicles per day and is one of three local arterial crossings of the Fox River. When the Wisconsin Department of Transportation (WisDOT) approached the City of Appleton in 2001 and notified them that the existing fracture-critical structure needed to be replaced by 2008, the City knew that this was a special project that mandated a high level of community planning due to the importance of the bridge for motorists, pedestrians and cyclists.

The project design proved to be extremely complicated. The new bridge is a 76-foot-wide by 1,375-foot-long, four-lane structure positioned more than 65’ above the Fox River channel. The new structure has ten spans, a horizontal curve, and two different skews for the piers and abutments. The structure spans the Fox River below an adjacent dam (four spans), a navigation channel (one span), a hydroelectric canal (one span), and has four spans over land, including the Banta Court roadway and the Banta Court Bridge which is directly below a portion of the College Avenue Bridge. East of the Fox River and navigation channel, the bridge was constructed in close proximity to a 100-year-old hydroelectric facility and over the top of a railroad bridge.

Construction of the $16.2 million dollar project began in August 2008, and it was equally as complicated. Due to shallow depths of the Fox River, the only access to the river for demolition and new bridge construction was from the east side via an elaborate causeway that consisted of multiple temporary bridge spans which were necessary to pass seasonal river flows. Careful removal of the existing structure was required due to the deteriorated fracture-critical, dual-steel-girder support system. The contract contained environmental restrictions that essentially mandated that bridge construction crews work throughout the harsh Wisconsin winter to meet interim deadlines.

The contract work included many aesthetic features and intricate details. The abutments and sidewalk face of the exterior parapet wall required rustic ashlar formlining and staining. Concrete pedestal posts capped with concrete balls were required along the exterior parapet walls of the bridge. Bridge wing extensions were required leading to monument posts at all four corners of the bridge. Decorative steel railing was required on parapet walls, and matching railing was required for both slope protection along the mechanically stabilized earth (MSE) retaining wall and railing on the stairway that connects College Avenue to Banta Court. The sidewalk side of the interior parapets required recessed “window” panels. Decorative streetlighting was required on the bridge and roadway approaches.


PROJECT OF THE YEAR: TRANSPORTATION $5 MILLION BUT LESS THAN $25 MILLION

Sauk River Bridge


Managing Agency: Snohomish County, Washington
Primary Contractor: Mowat Construction Company
Primary Consultant: BergerABAM
Nominated By: APWA Washington State Chapter

Raging white-water rapids, salmon swimming to spawning groups, and bald eagles soaring overhead all contribute to the Sauk River’s official status as a “wild and scenic” river. And the only way to reach the Sauk Prairie community, part of the Town of Darrington, and adjacent recreational and logging areas of the Mount Baker National Forest, is to cross the river.

Since 1930, a two-truss steel bridge had been the sole access to the town and its main employer, the Hampton Lumber Mill, from the Sauk Prairie area east of the river. But the bridge was extremely narrow and dangerous, especially for logging vehicles, and had become both functionally obsolete and structurally deficient. Its overhead clearance, bridge curb-to-curb width, and structural load carrying capacity did not meet current standards. “That old bridge was never built for all those heavy trucks,” said longtime resident Mildred Pierce. “About one hundred families live here on Sauk Prairie, and we were all at risk.” She led a community campaign demanding that Snohomish County do something. They did.

Today, a new two-span steel truss bridge, the County’s longest at nearly 479 feet, carries two lanes of traffic across the Sauk River to the Sauk Prairie community in Darrington and the Mount Baker National Forest. With a wide pedestrian shoulder, the bridge is comprised of a continuous truss, with the main span being 266 feet. Built on a new alignment just downstream from the existing bridge, it features drilled-shaft, scour-proof foundations up to 125 feet deep to ensure survival during extreme spring and winter floods. It now handles an average daily traffic of 750 vehicles, 25 percent of which are heavy logging trucks. It also provides a dramatic stopping point for tourists on the Mountain Loop Highway, viewed against a backdrop of snow-capped Whitehorse Mountain and other nearby Cascade peaks.

The Sauk River Bridge is the first steel bridge in the Pacific Northwest to be both hot-dip galvanized and powder-coated, a technique that provides much better paint adhesion over the life of the bridge. All steel members were submerged in a zinc bath at 850 degrees, using zinc as a sacrificial anode. Then a top coat of paint was applied, and steel components were baked in a huge oven to cure the paint. Not only does this process extend the life of the structure, but it also avoids the need for repainting for the rest of the century.

When calculating deflections for the new bridge, the design consultants introduced a 3-D model. It illustrated stiffness of the structure, including lateral bracing of both the top and bottom. This proved to be much more accurate than a conventional 2-D analysis of just the truss itself, and confirmed greater strength and rigidity than was indicated by older techniques.



PROJECT OF THE YEAR: TRANSPORTATION $25 MILLION–$75 MILLION

Belleair Beach Causeway Bridge Replacement Project


Managing Agency: Pinellas County, Florida
Primary Contractor: Johnson Bros./Misener Marine, A Joint Venture
Primary Consultant: HDR Engineering, Inc.
Nominated By: APWA Florida Chapter

The Belleair Beach Causeway corridor is a two-lane facility that provides an important link between the mainland and the beach communities of Belleair Beach, Belleair Shore, Sand Key and northern Indian Rocks Beach. The roadway connects Gulf Boulevard on the barrier island with other north-south roadways in Pinellas County and serves as a principal hurricane evacuation route for the barrier island. The existing bridges, completed in 1950, had exceeded their original life expectancy of 50 years and were functionally obsolete.

The Belleair Beach Causeway Bridge Replacement Project had many stakeholders that had substantial input along the various project stages. Foremost, the project owner was Pinellas County Public Works Department. Pinellas County had funded the design and construction of the project. A congressional earmark of $34 million was awarded to the project by the Federal Highway Administration (FHWA) and managed through the Florida Department of Transportation (FDOT), who provided oversight during the design process. Most important of all stakeholders were the citizens who worked, lived and used the causeway for recreation. Citizen groups were involved throughout the design and construction process, as well as local government officials and local businesses, all wanting to assure citizen representation.

The new replacement bridge is 65 feet wide and carries two 12-foot travel lanes, two 10-foot shoulders, and two 8-foot sidewalks. The Intracoastal Bridge is a 3,350-foot-long high-level structure crossing the navigable Intracoastal Waterway, which can be subdivided into the following units:

Intracoastal bridge approach spans. These spans consist of 600 feet of approach structures on both sides of the navigational channel. Each approach structure is a continuous unit. The approach spans are located at the beginning and end of the bridge where the bridge vertical clearance requirements are governed by the need to provide a parking facility underneath the bridge that will allow boat trailers.

Intracoastal bridge high-level spans. These spans consist of a 530-foot three-span continuous structure over the navigational channel, and a 750-foot five-span continuous unit on both sides of the navigational channel unit.

The minimum horizontal clearance requirement of the navigational channel is 165 feet. In seeking to optimize the foundations and reduce the ship impact requirements, a 200-foot span became an alternative for the main channel span. In coordination with the Pinellas County Public Works Department, it was decided that a 200-foot span would satisfy the clearance requirements and provide a less obstructive view with less pier clutter. In addition, the 200-foot span was achieved with a more aesthetically appealing variable depth superstructure section versus the constant depth section for the 165-foot span.


PROJECT OF THE YEAR: TRANSPORTATION MORE THAN $75 MILLION

The New I-64


Managing Agency: Missouri Department of Transportation
Primary Contractor: Gateway Constructors
Primary Consultant: HNTB Corporation
Nominated By: APWA Missouri Chapter

Interstate 64/US Route 40 is the oldest highway in St. Louis dating back to the 1930s. Originally designed for cars going 30 mph, the Interstate had more of a parkway feel as it meandered east and west through the heart of St. Louis. Now more than 150,000 vehicles use the highway each day at speeds in excess of 60 mph. Unfortunately, this old highway and its 30 bridges had become so deteriorated and outdated that they had to be replaced to improve safety and capacity and to meet Interstate standards. Limited funds, limited space and a need to complete the project quickly to limit the impact of construction complicated the plan for how the Missouri Department of Transportation (MoDOT) would rebuild it.

The New I-64 Project involved the complete reconstruction of approximately 10 miles of I-64 in the St. Louis metropolitan area. It included 13 interchanges (including a freeway-to-freeway connection with I-170), eight major overpasses or other bridges, and the removal and replacement of all mainline pavement between Spoede Road in St. Louis County and Kingshighway Boulevard in the City of St. Louis.

With an original program budget of $535 million, the New I-64 Project was the largest construction contract ever awarded by MoDOT and its first-ever design-build project. Groundbreaking occurred in March 2007. The first phase of the project included construction of new direct-connect ramps from I-64 to I-170. Reconstruction also began on several interchanges and overpasses during 2007.

In January 2008, the project’s second phase began when the western five miles of the project corridor were completely closed and all traffic was diverted to other roadways. During 2008, all lanes of the old highway were torn up and crushed and new concrete pavement was installed. Despite record-setting amounts of spring and summer rains, the western five miles of the project were reopened to traffic two weeks ahead of schedule on December 14, 2008. Work immediately began on the eastern five miles of the project. Once again, the highway was completely closed to traffic and crews began the process of complete reconstruction. The eastern half also finished early. It reopened to traffic on December 7, 2009. It was three weeks ahead of schedule and MoDOT came in $11 million under its overall budget. While some punchlist items remain to be finished, the project is on schedule to achieve final completion prior to the contract date of July 31, 2010.

The contractor was required to provide a plan for maintaining safe pedestrian access through work zones when construction was taking place on active streets. Temporary pedestrian barriers were installed on all streets to separate the public from construction. Any pedestrian or bicycle paths there were present prior to construction were rebuilt or improved as part of the project.
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