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PDH Certification Information

1.5 Professional Development Hours (PDH) – see follow-up email

You must attend the entire webinar.

Questions? Contact Andie Pitchford at TRBwebinar@nas.edu 

The Transportation Research Board has met the standards and requirements of the 
Registered Continuing Education Program. Credit earned on completion of this program 
will be reported to RCEP at RCEP.net. A certificate of completion will be issued to each 
participant. As such, it does not include content that may be deemed or construed to be an 
approval or endorsement by the RCEP.
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Learning Objectives
At the end of this webinar, you will be able to:

• Understand what works and does not work in emergencies in terms of freight mobility of 
overweight loads

• Apply actionable strategies for a more sustainable and resilient freight system

3

Purpose Statement
This webinar will explore strategies and innovations addressing these pressing freight 
mobility challenges. Presenters will highlight innovative approaches to mobility during 
emergencies, freight trip generation dynamics in urban settings, and the economic and 
operational costs of inadequate truck parking infrastructure.



Questions and Answers

• Please type your questions into your webinar 
control panel

• We will read your questions out loud, and 
answer as many as time allows
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TRB Webinar 

Transporting Freight In Emergencies: Special 
Permits And Weight Requirements 



Problem
During COVID-19, states and federal agencies eased CMV 
weight limits to support emergency transport.

States adopted varying and sometimes conflicting 
regulatory approaches:

o X-state suspended gross weight provisions for 
80,001–84,999 lbs.

o Neighboring states allowed CMV weights up to 
90,000–100,000 lbs.

o Other states also implemented temporary relief 
measures.

These inconsistencies created confusion and 
compliance challenges for CMV operators crossing state 
lines.

Key Issue: Lack of consistency and harmonization across 
jurisdictions in OS/OW regulations.



RESEARCH PANEL & TEAM

Research Panel Research Team [TTI]
Scott Singer (Chair) [Michigan DOT] Sushant Sharma (PI)
Lisa Destro [Cambridge Systematics] David Bierling 
Evangelos Kaisar [Florida Atlantic University] Curtis Morgan
Geno Koehler [Illinois DOT] Brad Trefz 
Jonathan Nicastro [New York DOT] Jeff Warner
Diana Ramirez-Rios [University at Buffalo] Michelle Benoit
Thomas Schriber [CALTRANS]
John Berg [FHWA]

Trey Wadsworth (SPO) & Mazen Alsharif (SPA) [TRB]

NCHRP 23-13(05) : Regulatory Relief of Commercial Vehicle Weight Requirements for Emergency Transportation 
of Critical Commodities
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RESEARCH OBJECTIVES
1. Develop consistent definition of emergencies, emergency commodities 

(classification/type), and other concepts.

2. Identify successful practices, procedures, and processes for increasing weight 
limits during emergencies, including coordination and harmonization with 
neighboring jurisdictions.

3. Develop a decision framework that considers different emergency scenarios that 
are linked with successful practices, procedures, and processes.

4. Highlight successful communication practices and training opportunities to 
conduct before emergencies occur.



Information/Data Collection



Online
Survey



Completed 
Surveys

49

Unique State 
Responses 

37

States that took web survey



Q1 - Do you work for state oversize/overweight (OS/OW) permitting 
office/authority and are you knowledgeable about permitting and policies for 
commercial vehicles during emergencies?

Answered Yes (%) No (%)

46 93% 7%

Q2 - Has your state implemented special permitting or waivers for 
commercial vehicles or OW vehicles for a prior major emergency or disaster 
(including COVID-19)?

Answered Yes (%) No (%)
39 90% 10%

Q2.1 – What was the most-recent state-level emergency or disaster where this was used?

Q2.2 – Was that action coordinated with other states or agencies? Answered Yes (%) No (%)
34 53% 47%

Q3 - Has your state recently initiated changes to its overweight laws, regulations or 
policies based on prior experiences with emergencies or disasters?

Answered Yes (%) No (%)

36 25% 75%

Q4 - Has your state been impacted by emergency special permits or waivers for 
commercial vehicles that were issued in another state?

Answered Yes (%) No (%)
42 21% 79%

Q5 - Does your state conduct outreach or education efforts with the trucking 
industry about emergency overweight special permits or waivers?

Answered Yes (%) No (%)
41 61% 39%



State/Agency
1 Georgia
2 Florida
3 Illinois
4 Missouri
5 Montana
6 South Dakota
7 FHWA
8 TRANSCOM (DoD)
9 CVSA

Interviews and Virtual Workshops

Participants Average Attendance Time
1 26 1 hour 11 minutes
2 22 1 hour 9 minutes
3 30 1 hour 30 minutes



Findings, Challenges & Opportunities



Laws and Regulations

“Administrative codes contain regulations, while statutory code contains laws.”



Inconsistency in Definitions of Permits

Special Permits are Not Waivers

“Waivers for OW vehicles are never allowed. Special permits are granted, which are 
not waivers”

• OW special permits for divisible and non-divisible loads under 23 USC 127 are “special 
permits.” 

• FMCSR exemptions are “waivers” or “relief” from regulations. 

• State or federal declarations may refer to both special permits and FMCSR exemptions in an 
emergency declaration. 

*FMCSR Federal Motor Carrier Safety Regulations



Inconsistency in Definitions of Emergency

• The permitting agency’s definition is based on either of these
• the state Governor’s executive order (as per state statute) 
• the President’s emergency declaration 
• as stated by state/federal emergency management office 

• For permitting offices, involvement in defining emergency/commodities varies. 

• No single generic list of emergency commodities, it depends on the nature of the emergency. 

Potential Solution: Develop a generic list of emergency commodities that can be tailored and used by state 
permitting agencies and used for emergency declarations that affect some specific commodities



Steps for Developing Emergency Commodity 
List
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Language specifying 
specific commodities 

(grain, fuel, etc.) should 
appear in both the 
disaster declaration 
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and state emergency 

management should work 
with FEMA and other federal 
agencies to develop lists of 

affected commodities 
needed in major, well-known 

disasters.

List should be included with 
special permits and provided 

to Commercial Vehicle 
Enforcement agencies to 

ensure compliance.
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Emergency Response Commodities
Relief Supplies 

Medical supplies and equipment.
Equipment, supplies and persons necessary to establish and 
manage temporary housing or quarantine.
Highway maintenance materials (such as salt for roadways).
Construction materials required for emergency repairs.
Debris or Garbage or other waste.

Consumption Response Commodities 
Supplies and equipment necessary for community safety, 
sanitation, and prevention of disease or viruses.
Food, drink, paper products and other groceries for emergency 
restocking of distribution centers or stores.
Food supply chain (including livestock, grain, and hay).
Immediate precursor raw materials such as paper, plastic or 

alcohol used to manufacture essential items.
Fuel.



Variation in Special Permit Issuance
• Depend on the State Permitting Office’s available resources and staffing.
 

• For instance, some state permitting offices have in-house permitting systems for emergencies. 
• Some utilize third-party vendor products, some have a customizable template form for emergencies, 

and a few others have a blanket template. 

Potential Solution: Some state permitting agencies developed applications and processes tailored to issuing 
special emergency permits (Illinois).  These systems provide all necessary information to carriers and 
enforcement. Other states use blanket permit systems (like those mentioned above).

Case studies of each may be required to develop models that fit specific state needs, as the state regulatory 
requirements and enforcement expectations associated with the different models may prevent a single “national 
model” for emergency permitting.



Different Enforcement Standards
• Commercial vehicle enforcement during emergencies may also depend on available 

resources. Some states have lenient mechanisms. 

• For example, 
• a Governor’s disaster declaration is a permit in some states. 
• other states require the carrier to carry a general permit and the current emergency declaration. 

Different states have stricter issuance and enforcement requirements where a carrier 
needs to apply for a special permit in each emergency. 

Potential Solution: The impact of lenient mechanisms on neighboring states and the potential for safety issues 
require further study before making any recommendations. One model may not serve all states or regions in the 
United States.



State implemented policies, procedures, or processes that had 
greatest impact

“By creating a multi-state standardized approach to divisible overweight 
loads during a declared emergency it allows shippers to know in advance 
that during an emergency they can move a load of 88,000 lbs. gross 
weight across member states confidently.” 

“No cost and up to 12’6” wide blanket permit or 14’0” wide for single 
trips and allowed for hauling during holiday periods and at night.”



Steps for Developing MOUs

1. Identify Champions and Convince Decisionmakers:

Identify champions 
who are passionate 
about the permit 
harmonization

Seek approvals from 
the top decisionmakers

2. Scope Definition and Engage Nearby Regional States:

Clearly define the 
scope of the MOU.
Engage with all nearby 
regional states to 
ensure everyone is 
aligned and in 
agreement.

3. Determine Maximum Overweight Allowance & Standards:

Decide on a common 
denominator regarding 
the maximum 
overweight allowance 
and standards and their 
acceptability.

4. Develop the MOU Document:

Based on the consensus 
and decisions, draft the 
MOU document.

Ensure all key points, 
roles, responsibilities, 
and terms of 
understanding are 
clearly mentioned.

5. Review & 
Feedback:

Circulate the draft 
MOU among all the 
stakeholders for 
feedback.

Make necessary 
revisions based on 
feedback received to 
ensure clarity and 
mutual understanding.



Confusion Regarding Types of Roads
The language in Governors’ emergency declarations may confuse carriers and 
authorities. 

States combine declarations waiving the FMCSRs (federal-only) and emergency OW 
special permitting, carriers may presume one or other when a declaration does not apply. 

• For example, 
• States do not have the authority to issue special permits for the interstate highway system absent a Presidential 

Disaster Declaration. 
• Some declarations only affect specific state roads. 
• State may restrict overweight loads to the interstate system and not allow access to state roads for emergency 

loads transiting the state to another state where the disaster declaration applies. 

Potential Solution: AASHTO and CVSA's engagement with the National Governors Association may allow for the 
creation of standardized emergency declaration language agreements or sample orders



Confusion About Restricted Loads and Routes
• Although regular OS/OW carriers understand the restricted load requirements, the 

carriers operating with OW loads during emergencies may not regularly carry loads 
and, therefore, may not understand the importance of restricted load requirements. 

• State permitting agencies must provide the carriers with written instructions on routing 
and safety compliance.

Potential Solution: Developing special permit QR codes with routing and other information carriers and drivers 
need, especially those not used to operating with overweight loads frequently. The benefit of the QR code is that a 
digital copy becomes available for commercial vehicle enforcement officers and carriers to use, and enforcement 
officers can quickly verify the permit and route information and when the state issued the permit.



Standardized Communication Processes



Standardized Communication Processes
• Communication is vital during an emergency, and while informal communication 

channels offer some efficiencies, they may fail in a crisis. 

• Interpersonal relationships form informal communication networks between 
neighboring states, agencies, and regular OS/OW carriers. 

• In an emergency, personnel and carriers may come from many places, including out of 
state. No experience/connections with OW shipping or the state permitting office.

Potential Solution: In addition to publicizing and educating emergency management officials, carriers, and state 
permitting offices on the efficacy of the CVSA emergency declaration portal and the importance of timely 
submissions to that system, state emergency management agencies, state departments of transportation, and 
state permitting offices should establish uniform, formal communication, and organizing principles.



Standardized Communication Processes
Step 1.

• Formalize 
communication 
networks

• Align them with 
FEMA standards

Step 2.

• Educate officials, 
shippers, carriers, and 
truck permit issuing 
offices about the 
CVSA Emergency 
Declaration Portal

Step 3.

• Establish uniform, 
formal 
communication and 
organizing principles 
for emergencies and 
disasters 

• Formal Processes
• Regular Meetings

Intra-agency 
Communication

• Dedicated Staff
• Collaboration with emergency offices

Inter-agency 
Communication

• Dedicated Champions
• Monthly meetings and follow ups

Regional 
Communication

• Multiple Communication channels
• Redundancy in Communication External Communication



Definition of Divisible and Non-divisible loads
• The state issues special permits during emergencies with a clear understanding of 

divisible and non-divisible loads

• Divisible and non-divisible loads may not be as clear to non-traditional carriers 
applying for special permits.

• Shippers and carriers may not be aware of state-specific permitting requirements 
when the shippers or those requesting the shipments come from other states or 
organizations unfamiliar with special permitting.

Potential Solution: AASHTO is already developing clear examples for divisible and non-divisible loads. The 
research project can incorporate AASHTO’s findings. 



Definition of Divisible and Non-divisible loads



Confusion about Safety Regulations
• There is confusion regarding special permits and FMCSR waivers for carriers and 

truck drivers. 

• State permitting agencies seemed clear that safety regulations do not change 
irrespective of weight requirements during an emergency.

Potential Solution: Recommend developing training and informational fliers and worksheets for the trucking 
industry.



Roadmap for Success
1. Define Consistent Frameworks
2. Identify Promising Practices for Emergency CMV Weight Exemptions
3. Identify Successful Way

 



Emergency Management Cycle



Pre-Disaster Flowchart



Post-Disaster Flow Chart



Deliverables

• Guidebook
• Final Report
• Implementation Plan



Guidebook
Part I—Introduction to Special Permitting for Overweight Divisible Loads in Disasters and Emergencies 
• Chapter 1 introduces the Guidebook, its organization and purpose. 
• Chapter 2 discusses emergencies and explains what constitutes an emergency and disaster declaration with explanation of rules 

and regulations.

Part II—Preparing for Emergency Overweight Special Permitting 
• Chapter 3 introduces the steps involved in emergency preparedness and the role of state permitting offices within each phase of 

the emergency management cycle. 
• Chapter 4—This chapter focuses steps decisionmakers and state permitting offices can take before an emergency or disaster 

declaration for effective harmonization and coordination. 
• Chapter 5 —This chapter discusses best practices during and after an emergency that weaves in the findings of the case studies 

or interviews with stakeholders. 

Part III—Tools and Resources
• Chapter 6 covers tools and other resources for implementation.



Final Report

• Chapter 1—Introduction. 

• Chapter 2—Literature Review. Summarizes findings from the literature review (Task 2) 

• Chapter 3—State of Practice. Details outcome of interviews conducted in Task 3.

• Chapter 4—Final Deliverables. Summarizes the approach towards developing the final deliverables based on the Task 4 and 
Task 5

• References. The reference list includes all cited studies, the laws, regulations, and codes. 

• Appendix A— contains a summary of state disaster and emergency authorities.
• Appendix B— online survey and follow-up phone interview questions.
• Appendix C— summarizes responses to each survey question.



THANKS!
s-sharma@tti.tamu.edu



2 0 2 5

Addressing the Impacts and Costs of Truck 
Parking Shortages

1
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Project Objective

Purpose
Phase 1: Truck Parking Profile

• Literature Review
• Outreach and Coordination
• System Inventory
• System Performance
• Needs Identification
• Policies/Strategies/Solutions

Phase 2: Action Plan
• Identification of Projects
• Conceptual Designs
• Funding Recommendations

Phase 1 Objectives

• Truck parking shortages are a critical issue 
facing drivers and the industry. 

• Insufficient capacity results in unauthorized or 
unsafe parking and increased crashes.

• Inefficient locations result in additional miles of 
travel or lost productivity.

• Truck parking shortages impact communities.

• Identify needs through qualitative and 
quantitative analyses.

• Understand operational deficiencies of current 
truck parking locations, including cost of delay 
and crashes.

• Develop Policy Framework for NJDOT to 
consider solutions for further study in Phase 2.

Today’s 
Focus



Driver survey showed that parking availability 
is very limited in New Jersey
Conducted two truck driver-focused surveys: 

Long-haul drivers/overnight parking (432 responses)
Short-haul drivers/daytime parking (117 responses)
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Very good
1%

Good
2%

Poor
27%

Very 
poor
69%

Not sure
1%

Very 
good 0%

Good
10%

Poor
25%

Very poor
60%

Not sure
5%

Availability of overnight truck parking Availability of daytime/staging parking



Parking shortages make trucking less efficient by 
reducing revenues and increasing costs
Average unused drive time (HOS) to 

secure a space
Typical detour to find parking 

No unused 
hours of 
service 

typically
4%

15 minutes 
0%

30 minutes
3%

45 minutes
4%

1 hour
26%

2 hours
33%

More than 
2 hours

30%

No detour
18%

Less than 
5 miles

11%

5-10 miles
22%

10-25 
miles
26%

More than 
25 miles

23%

4

Costs
Emissions

CongestionRevenues



NJ Truck Parking Needs Analysis Framework



Machine Learning Truck 
Parking Demand Model

6

 Developed ML model that estimated the 
demand at all NJ truck parking facilities
 Gradient Boosting Machine (sequential 

regression tree models)
 ML model considered:

 Characteristics of all parking facilities
 GPS data on where trucks are parking
 Roadway characteristics and volumes
 Parking counts at selected facilities

Availability of Truck Parking Spaces 
at Midnight

Timelapse Video Counts Overnight Manual Counts
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 NJ truck parking facilities are generally operating at capacity, with 94% of 
spaces statewide occupied during peak hours

 Availability is most limited in northeast NJ
 East-West corridors of I-78 and I-80 are operating at 102% and 96% capacity
 I-95 corridor has 75% of all parking spaces in NJ, with the segment south of 

Trenton having mixed availability. 

NJ Parking Demand Availability Analysis Results



Detours to Find Parking
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Highway Access Detour Staging DetourRoute Detour

 Truck GPS data was processed and analyzed to identify how 
frequently truck drivers take the following three types of detours 
to find parking: 



Detours to Find Parking
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Highway Access Detours Staging DetoursRoute Detours



Detours to Find Parking

10

0 500,000 1,000,0001,500,0002,000,0002,500,0003,000,0003,500,000

Cape May
Atlantic

Monmouth
Mercer

Cumberland
Warren
Morris

Camden
Hunterdon

Union
Salem

Gloucester
Hudson
Bergen

Middlesex
Essex

Burlington

Additional Yearly Truck VMT from Parking

Route Detours

Highway Access Detours

Staging Detours

Yearly Truck Detours to Find ParkingRoute parking detours lead to 
2.3M mi/yr of truck VMT 
 3.3 thousand MT of CO2 / yr
 11.9 MT of NOx/yr
 0.4 MT of PM10/yr
 Social costs total $7.0M/yr, with $5.1M 

accruing to trucking companies 

 Staging parking detours lead to 
8.3M mi/yr of truck VMT
 12.2 thousand MT of CO2 / yr
 43.8 MT of NOx/yr
 1.4 MT of PM10/yr
 Social costs total $25.8M/yr, with $18.8M 

accruing to trucking companies 



NJ Truck Parking Needs Analysis Framework



Truck Parking Needs Scoring
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Combined Truck Parking 
Needs Score

Truck Parking Needs Scoring for the NJ Turnpike 



Thank You

Janice Marino-Doyle
Program Lead, Office of Freight Planning
Statewide Planning, Safety and Capital Investment
Janice.Marino-Doyle@dot.nj.gov 

Sebastian E. Guerrero, PhD
Vice President and Practice Lead, WSP
Sebastian.Guerrero@wsp.com 
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Which is the Top Freight Trip Generator in Urban Areas?
Deliveries to Households (B2C) or 

Deliveries to Commercial Establishments (B2B)?

1
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Center of Excellence for Sustainable Urban Freight Systems
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Motivation
 Urban Freight Management should be based on rational considerations of:
 The costs and benefits of the potential interventions
 The impacts on communities, environment, and the private sector
 Implication  Focus on the sectors that contribute the most to the “problem”

 Identifying which sectors create the “problem” is not always obvious:
 Lack of data and tradition on freight demand modeling
 The surge of ecommerce and the tsunami of parcels

 Anecdotal evidence and personal impressions may be misleading
 Identifying priorities for action requires the use of state-of-the-art models 

to quantify freight trip generation

2



The Legacy of the COVID-19 Pandemic



4
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1 dolly
5 hand carts
8 groups of parcels
105 parcels
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Objectives and Methodology
 Research Objective: To determine which sector—B2B or B2C—should be 

the top priority for city and transportation agencies
 Key Question  Which Sector generate more freight trips?

 Methodology:
 Analyze the temporal patterns of fulfillments (deliveries received, and shipments 

sent out) for both commercial establishments (B2B) and households (B2C)
 Estimate the freight trip generation (attraction and production) at the level of ZIP 

code for Boston, Massachusetts, using the models developed at Rensselaer
 Compare results for other cities
 Analyze the results
 Identify policy implications
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Temporal Patterns of Deliveries and Shipments (Fulfillments)



B2C vs B2B Fulltilment Rates 9

Note: The B2B rates assumed to be constant because we are not sure if the time-
dependents effects we have measured are transient or permanent



B2C vs B2B Fulfillment Rates: Compound Annual Growth Rates 10

Note: (1) The B2B rates assumed to be constant because we are not sure if the 
time-dependents effects were transient, (2) B2C Rate for 2025 was estimated

Key Question: 
Which Sector Produces More Freight Traffic?



Number of Deliveries ≠ Freight Trip Attraction 
Number of Shipments Sent Out ≠ Freight Trip Production 
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Deliveries (Orders) and Shipments vs. FTP and FTA 12

Loaded vehicle-trip Commodity flow

Notation:
Identical stores that 
get one delivery/day Empty vehicle-trip

FTA = 
1 veh/day

FTA = 
0.5 veh/day

FTA = 
1/3 veh/day

FTA = 
1 veh/day

FTA = 
0.5 veh/day

FTA = ??!
Distribution 

Center

1

2 3

4

5

Key Insights:
- FTA changes from place to place, even if 

establishments are the same!
- In contrast, ordering and shipping practices 

are stable
- Using orders and shipments to estimate FTG 

is better than using FTG directly

(Number of deliveries)
(Average number of deliveries per vehicle-trip)Freight Trip Attraction =

(Number of shipments sent out)
 (Average number of shipments per vehicle-trip)Freight Trip Production =



Key Market Factors Influencing Ability to Consolidate Fulfillments13

More ConsolidationLess Consolidation

The number of carriers 
in the market Less carriersMore carriers

Geographic Density of 
Deliveries and Shipments More denseLess dense

B2C

B2C

B2B

B2B



Empirical Results: 
Number of Fulfillments and Freight Trip Generation Estimates



Numbers of Fulfillments



Methodology
 Estimate number of deliveries and shipments (fulfillments) 
 B2B  Using RPI’s Freight And Service Trip Generation System (FASTGS) 
 B2C  Using models based on the National Household Transportation Survey

 Estimate the freight trip attraction and production (generation)
 Using the Amazon Last Mile Routing Dataset
 Assuming values based on conversations with industry 

16



Local Context 17



Estimation of B2B and B2C Fulfillments
 Fulfillments for both B2B and B2C were estimated using the FASTGS

18

B2B fulfillments (shipments and deliveries) B2C fulfillments (only deliveries) 



Estimates of Freight Trip Generation 



Amazon Last Mile Routing Dataset 20

 Data from delivery routes executed 
in 2018 by Amazon Drivers

 9,184 routes within
 Los Angeles
 Boston
 Chicago
 Austin 
 Seattle

 Processed to provide 
 The number of stops per route
 The number of deliveries per stop
 Socioeconomic data regarding 

the stop’s ZIP code



Results for Combinations of D-VT and S-VT 21

Dark green areas  
B2B produce more 
traffic than B2C)

Light green areas  
B2C produce more 
traffic than B2C)

D-VT: Number of deliveries per stop; S-VT: Number of shipments per stop



FTG Comparison: Google Street View Matrix 22
H

igher density

Preliminary analyses indicate that 
the same pattern hold for other 

American cities



Policy Implications



Implications
 There may be reasons to focus on B2C
 Successful experiences with B2C may encourage city leaders to engage B2B

 However, the bigger generator of freight trips is not B2C, it is B2B:
 Moreover, the vehicles used for B2B tend to be older and less efficient than B2C’s
 Focusing on B2B is crucial to reduce freight externalities

 Potential actions:
 Take steps to provide suitable parking allocation for freight vehicles
 Freight demand management: Foster consolidation of orders, re-timing of 

deliveries including off-hour deliveries, etc.
 Engaging the B2B sector could be challenging… that’s the fun of life… 
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Thanks!
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Upcoming events for you

May 16, 2025

TRB Webinar: Climate Conversations: 
Coral Reefs

May 27-29, 2025

TRB's Conference on Data and AI for 
Transportation Advancement

https://www.nationalacademies.org/trb/
events

https://www.nationalacademies.org/trb/events
https://www.nationalacademies.org/trb/events


Spread the word and subscribe!
https://bit.ly/ResubscribeTRB
Weekly 

Subscribe to TRB Weekly

Each Tuesday, we announce the latest:

• RFPs

• TRB's many industry-focused webinars 
and events

• 3-5 new TRB reports each week

• Top research across the industry

If your agency, university, or organization 
perform transportation research, you and 
your colleagues need the TRB Weekly 
newsletter in your inboxes!

https://bit.ly/ResubscribeTRBWeekly
https://bit.ly/ResubscribeTRBWeekly


Discover new 
TRB Webinars weekly

Set your preferred topics to get the latest 
listed webinars and those coming up soon 
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