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Memorandum 
 
To:   Maine Turnpike Authority:  Daniel Wathen, Chair, James Cloutier, Vice Chair, 

Gerard Conley, John Dority, Robert Stone, Freeman Goodrich, Karen Doyle, MaineDOT 
 
From: MTA Staff:  Peter Mills, Executive Director, Doug Davidson, Chief Financial Officer, 

Peter Merfeld, P.E., Chief Operating Officer, Bruce Van Note, PLS, Esq., Dir, Policy and 
Planning, Ralph Norwood, P.E., Project Manager, Sara Zografos, Planning and Permitting 

 
Re: Staff Recommendation for the Preferred Site for the New Toll Plaza in York 
 
Date: November 16, 2015 
______________________________________________________________________________ 
 
Before the Board is the question of choosing a preferred alternative for permitting and final design 
of a replacement toll plaza at York.   Jacobs Engineering has recommended the site near Mile 8.8, 
a recommendation that is consistent with the previous analysis by HNTB, the MTA’s General 
Engineering Consultant. 
 
MTA staff recommends that the Board select the Mile 8.8 site as its preferred alternative.  It 
is one of the safest sites; it meets all applicable design standards and guidelines; it has low 
environmental impacts.  It has limited effect on very few abutters, except for those who will 
benefit from closing the existing plaza at Mile 7.3.   It will be straightforward to construct and will 
impose few challenges for travelers or toll collectors.  It will cost less to build and will minimize 
revenue losses during construction. 
 

Background 
 

The York Toll Plaza, the gateway to Maine, is one of the most important elements of 
transportation infrastructure in the State.  It generates about $56 million in tolls per year (about 
45% of all MTA revenue) and is a central reason why two-thirds of all MTA tolls are paid by out-
of-staters. 
 
The existing plaza is old and must be replaced.  Originally designed in the 1960’s as a temporary 
barrier plaza for all vehicles to stop, take tickets and pay tolls, its approaches are sinking into clay 
soils.  It has a leaking tunnel full of electrical components.  Its present suite of outdated toll 
equipment is held together with used parts.  The plaza is located on a curve at the bottom of a hill 
near an interchange and an overpass.  This raises safety concerns and contributes to an 
environment of unnecessary noise.  It is located on poor soils, surrounded by wetlands.  It does not 
provide highway speed electronic tolling that travelers and freight haulers now expect and deserve.  
The MTA has been seeking to deliver this project for over ten years.  
 
In the early phase of MTA’s studies, extensive expert analysis by HNTB supported replacing the 
current barrier plaza with a new open road toll at any of several locations north of the current 
plaza, including one at Mile 8.7. 
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In 2011, MTA decided to take a fresh look at critical project issues such as toll collection systems 
(ORT vs. AET), plaza sizing, and plaza locations.   MTA retained CDM Smith, a nationally 
known toll consultant, to analyze the impact and consequences of implementing AET. 
 
On July 24, 2014, after three years of study, the Board accepted the recommendation of staff that 
AET is not feasible on the Maine Turnpike.  Nor would it be in the best interests of Turnpike 
users.   Among other things, it would require non E-ZPass toll rates at York initially to double 
from $3 to $6 to compensate for lost revenue from toll violations and from diversion, estimated at 
3,400 to 5,500 vehicles per day.  This would further snarl already congested roads like Route 1.  
 
In August 2014, MTA retained Jacobs, another experienced engineering consultant, to obtain more 
detailed environmental information, reconsider ORT plaza sizing, take a fresh look at options near 
the current plaza at Mile 7.3, and analyze other plaza locations.  In June 2015, after a detailed look 
at the current plaza site, Jacobs recommended focusing on Mile 8.8 for further evaluation. 
 
Throughout the years, MTA staff has fully engaged the Town of York and its residents.  Since the 
project was first proposed over 10 years ago, MTA staff has met with York officials and residents 
dozens of times, including about 14 times since Jacobs was retained.  On September 3, 2015, 21 
York residents expressed concerns at the Board’s regular meeting.  In a separate Memorandum to 
the MTA Board, MTA staff has responded to each comment.  MTA will continue to listen to 
concerns arising in York, including those who will benefit from closure of the old plaza at Mile 
7.3. 
 
Although local opinions are important, MTA’s legal and fiduciary obligations extend to all 1.3 
million residents of Maine and to Turnpike customers who make 62 million Turnpike trips each 
year.   It is the Turnpike’s obligation to seek a site that is safe, affordable, and least disruptive to 
travelers, abutters, toll collectors, and the environment. 
 
Mile 8.8 is that site.  MTA staff concur with previous expert analyses and recommendations by 
Jacobs and HNTB, and recommend that the Board do so as well. 
 
 

Reasons for Recommending the Mile 8.8 Site 
 
Voluminous technical memos, reports, maps, and charts support the selection of the Mile 8.8 site 
as a preferred alternative.  Perhaps the most useful document is the final Evaluation Matrix and its 
supporting Technical Memorandum dated October 13, 2015, prepared by Jacobs. 
 
MTA staff recommends the Mile 8.8 site because it will be safe and will have low environmental 
impact with negligible effect on abutters.  It will be more straightforward to construct, will reduce 
impacts on travelers and toll collectors, and will cost less than other sites. 
 
1. Overview of All Sites.  The Evaluation Matrix and supporting Technical Memorandum 

describe commonly accepted criteria for such an alternatives analysis.  The matrix identifies 
25 evaluation criteria grouped in five categories:  (a)  Engineering/Safety, (b) Environmental, 
(c) Abutter Impacts, (d) Logistics During Construction, and (e) Cost/Financial.  Each factor is 
defined.  To provide a convenient comparison, relative ratings are color coded.  Although not 
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determinative, a summary of these site suitability rankings for each of the five sites analyzed 
by Jacobs is illustrative. 

 

 
 
 

Two observations are apparent from this chart.  First, the Mile 8.8 site has the highest number 
of green ratings (tied with one other site) and has no red ratings.  Second, the Mile 7.3 site – 
with 4 green and 8 red ratings – is inferior to any of the other four. 

2. Engineering/Safety.  Mile 8.8 is one of the safest sites for a new ORT plaza.  It meets national 
engineering standards and guidelines and is consistent with the Turnpike’s obligations under 
environmental rules.  There will be less braking, weaving, and confusion at Mile 8.8, and thus 
fewer accidents and less noise.  All lanes will be used more fully, thus easing congestion.  
Regarding engineering and safety considerations as a whole, the bottom line is this:  
Professional Civil Engineers having substantial experience with such facilities would all 
agree that an ORT plaza located on a straight section of highway at the crest of a hill away 
from interchanges and overpasses will be safer than an ORT plaza located on a curve, at the 
bottom of a hill, near an interchange and overpass, if all other factors are equal. Other sites 
also have favorable engineering or safety ratings, but they have other less desirable impacts - 
such as the displacement of a home. 

3. Environmental.  The Mile 8.8 site has low environmental impact.  Applying the conceptual 
plaza design to field mapping of wetlands and other environmental features yields anticipated 
impacts to only one acre of wetland, two vernal pools, and 80 feet of stream.  These are low 
for a project of this significance, and will likely be less after mitigation during final design.  
Environmental rules require regulators to select the least environmentally damaging 
practicable alternative (LEDPA).   MTA staff firmly believe that Mile 8.8 is that site. 

4. Abutter Impacts.  Although questions from people who live near any site are to be expected, 
the reality is that impacts to abutters and nearby residents at the Mile 8.8 site are the lowest of 
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all the five sites examined.  The site will not displace any homes.   There are only four houses 
within 1,000 feet of the project limit lines and two of these are at the outer edge of this 
perimeter.  There is one house to the east in the Whippoorwhill subdivision and three houses to 
the west on the Chase’s Pond side. 

Although questions from nearby residents are expected, it is important to consider net local 
impacts.   Moving the plaza to Mile 8.8 will lead to demolition of the existing plaza at Mile 
7.3.  Vehicles will no longer need to brake for a plaza there, nor accelerate as they depart.   An 
ORT plaza, by design, produces less noise and fewer emissions.  The result will be fewer 
impacts overall and fewer residents affected.   

5. Logistics During Construction.  The project at Mile 8.8 will be straightforward to build and 
take less time.  Like most of the sites considered – other than Mile 7.3 and possibly Mile 8.1 – 
construction phasing is easier and disruption to travelers and toll collectors will be less 
because the existing 3 lanes of highway will essentially become the ORT lanes.  Soils are more 
favorable.   Traffic from the existing toll booth will not interfere with construction. 

6. Costs / Financial.  Jacobs’s current estimate of the capital cost for Mile 8.8 is $40.8 million, 
the second lowest of the five sites considered.  That estimate includes the cost of demolishing 
the existing plaza and of narrowing the highway near Mile 7.3.  But it does not include the cost 
of property acquisition to allow “apples-to-apples” comparisons among all sites.  (The cost of 
acquiring the Morrison property was $925,000.)  Although the Turnpike must develop all 
capital projects with a sensitivity to cost, cost alone is not a primary consideration in 
recommending the site at Mile 8.8.  Even if the cost were significantly higher, its safety, 
environmental, logistical, and other benefits make it far superior to other choices. 

Mile 8.8 and all sites considered – other than Mile 7.3 - will cause minimal loss of toll revenue 
during construction.  Mile 8.8 and all the alternative sites considered – other than Mile 7.3 – 
are estimated to have similar life cycle and operational costs going forward.   

7. Mile 8.8 vs. Mile 7.3 Comparison.  Despite the weight and depth of the information outlined 
above, certain York citizens continue to advocate for building at Mile 7.3 and argue that the 
MTA Board must evaluate how the two sites compare with each other.   By any objective 
comparison Mile 7.3 is inferior to the Mile 8.8 site and to any of the other sites.  More study 
will not alter that conclusion. 
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The Mile 7.3 site is inferior in every category. 

a) Engineering/Safety.  Mile 7.3 is located at the bottom of a hill, on a curve, near an 
interchange and an overpass on poor soils surrounded by wetland.  It was built in the 
1960’s as a temporary barrier plaza at which all vehicles stopped to take tickets and 
pay tolls in cash.  At that time, high speed tolling, current design standards, and today’s 
environmental rules did not exist.  If they had, it would not have been built where it is 
today. 
 
The new site selected should meet today’s national engineering standards and 
guidelines, consistent with MTA’s obligations under environmental rules.  The Mile 
7.3 site does not do so.  The Mile 8.8 site will. 

b) Environmental.  Mile 7.3 would impact about 5 times more wetlands and streams.  The 
wetlands at Mile 7.3 have higher function and value than those at Mile 8.8.  
Environmental rules require the selection of the least environmentally damaging 
practicable alternative (LEDPA). 

c) Abutter Impacts.  There are 47 houses within 1,000 feet of the project limit of the plaza 
at Mile 7.3.  There are far fewer houses near other sites.  There are only four houses 
within 1000’ of the Mile 8.8 project limits and two of these are at the outer fringe of 
that perimeter. 
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d) Logistics During Construction.  Construction phasing, maintaining toll collection, and 
shoring of potentially unstable soils at the Mile 7.3 site would make construction 
significantly more complicated there.  It will take longer and cause more disruption of 
traffic and the surrounding terrain. 

e) Costs/Financial.  The estimated capital cost of construction at Mile 7.3 is $60.4 million, 
as much as 50% more than other alternatives.  Mile 7.3 is projected to cause toll 
revenue losses due to diversion estimated at one to two million dollars per year.  The 
long term cost of maintaining an ORT plaza at Mile 7.3 will be higher than other sites 
because some continued settlement is anticipated despite soil stabilization.  This would 
likely require more frequent re-paving cycles. 

8. All Factors Point Toward Mile 8.8.  The site alternatives analysis does not present a significant 
conflict among the factor categories as sometimes happens with other projects. Mile 8.8 is one 
of the safest alternatives and has relatively low environmental impact.  It is estimated to cost 
less and it compares well on other factors. 

For these reasons, MTA staff recommends that the Board select the Mile 8.8 site for the 
replacement ORT plaza in York for the purpose of applying for permits and moving to final 
design. 
 
 
Turnpike staff remain committed to working with all interested parties, including York officials 
and nearby residents, in a fair, open and respectful manner toward the goal of replacing the current 
deteriorating and outdated barrier toll with a modern ORT plaza that is safer, affordable, and less 
disruptive to travelers, abutters, toll collectors, and the environment. 
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1.0    Executive Summary 
 

The Maine Turnpike Authority's (MTA) recent recommendation for replacing the existing York 
Toll Plaza with a new, hybrid toll plaza at Milepost 8.8 that offers cash and open road toll (ORT) 
options is inconsistent with its own findings.  

On March 17, 2010, after studying options for the York Toll Plaza for several years, the Maine 
Turnpike Authority (MTA) submitted a Draft Phase I reporti for the environmental review 
process by the U.S. Army Corps of Engineers (ACOE).  In its May 5, 2010 responseii to the MTA's 
initial submittal, the ACOE noted that the MTA: 

• did not properly consider safety issues associated with conventional (cash) toll 
collection; iii and,  
 

• dismissed one-wayiv and all electronic tolling (AET)v options inconsistent with Federal 
Highway Administration Guidelines for environmental review per Section 404 (b)(1) of 
the Clean Water Act (hereafter referred to as Guidelines).  
 

Therefore, the MTA commissioned CDM Smith to conduct "an impact assessment for possible 
conversion to Open Road Tolling (ORT) or All Electronic Tolling (AET) at two toll plazas on the 
Maine Turnpike." vi  THowever, the CDM Smith study (Final Draft released on March 18, 2014) 
does not adequately respond to several ACOE requests. and It is also fraught with significant 
structural and other issues that bias its results against AET.  (e.g. The CDM Smith study only 
considered an AET pilot program at these two plazas).vii  Nevertheless, even with significant 
bias in their results, after "considering traffic, toll rates, operating costs, net revenue over a 10-
year period, and capital costs to a hypothetical continuation of the current cash collection of 
tolls" viii: 

   The CDM Smith study found AET to be a   
            "financially feasible option" at the York Toll Plazaix. 

The CDM Smith study also noted that: "AET offers free flow travel for all motorists with 
lower overall capital costs."x   
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However, due to the bias in their resultsb) T the CDM Smith study estimated that a 
$3.00 (passenger car) surcharge xi would be required for those customers not actively 
enrolled in the ETC program (up to 20% of all customers eventually). However, t  The 
author isn't unaware of any MTA policy this would violate. In fact, a significant surcharge 
(though $3.00 is rarely required, a significant surcharge) is normally charged AET 
customers who use the license plate toll option and do not pre-enroll in the AET 
program.  This is done to avoid those actively enrolling in the AET program from cross-
subsidizing the costs of those that do not actively enroll.  This is the fair and equitable 
approach.   

c) The CDM Smith study also estimated that: "The imposition of a $3.00 video 
surcharge is also estimated to result in diversion of traffic to US Route 1 from 3,400 to 
5,500 per day." xii  Therefore, Iin addition to the bias against AET in their results leading 
to an overestimate ofing the video surcharge that will be necessary, the exaggerated 
estimate of the video surcharge was used to predict trip diversions to Route 1 upon 
implementation of AET.  , sSuggesting that long-term traffic diversions from 3,400 to 
5,800 would be realized over the long term is not defensibleat this level are unrealistic. 
At these levels, the traffic assumed to divert onto Route 1ed would be a major portion 
of that assumed will not be actively enrolled in the AET program. to be video tolled; and, 
And, even if traffic diversions at these levels of this significance did occur initially, the 
level of service on US Route 1 the diverted traffic would encounter on US Route 1 would 
be so poor that few motorists would leave the MTA mainline a second time and the 
challenges associated with the alternative route would be quickly spread amongst the 
motoring public.  i.e. tThe problem would, to a great extent, be self-regulating. 

Therefore, the CDM Smith study found the AET option at the York Toll Plaza financially 
feasible in spite of the fact that this study suffers from several major shortfalls, which bias the 
results of this work against the AET option at the York Toll Plaza.  The CDM Smith study also 
noted that  

"the plaza reconstruction cost <of AET> is greatly reduced.  As importantly, there is 
essentially no additional right-of-way typically required, since the gantries are 
constructed across existing roadways only.  AET also has the benefit of virtually 
eliminating accident risk at toll plaza locations; toll plazas typically represent high 
accident locations on toll roads across the country."  xiii 

Nevertheless, on July 23, 2015 the MTA released the results of a Jacob's Engineering study that 
reviewed the safety and environmental impacts of five alternative solutions for the York Toll 
Plaza.xiv  However, even though the CDM Smith study found AET financially feasible, an AET 
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alternative was not considered for the York Toll Plaza in these analyses. Therefore, the 
significant environmental and safety benefits of the AET option were not considered. 

In summary, the MTA has eliminated the AET option from the York Toll Plaza 
analyses even though its own advisors have found it to be economically feasible.   

Further, this report will demonstrate that the CDM Smith analysis is fraught with several 
structural and other issues that bias the results against AET, making the AET option an even 
better solution from a financial perspective than the results of the CDM Smith study would 
suggest. Since the AET option is, by far, the most environmentally friendly option, and it 
eliminates all of the safety issues associated with collection of tolls at the roadside, elimination 
of the AET option from the York Toll Plaza analysis is highly irregular and indefensible.  
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2.0     U.S. Army Corps of Engineers (ACOE) Observations/Requests 
 

2.1  Major Oversights in the MTA Submittal 
In its May 5, 2010 responsexv to the MTA's initial submittal, the ACOE noted that the MTA's 
analyses: 

• did not properly consider safety issues associated with conventional (cash) toll 
collection; xvi and, 

 
• dismissed one-way xviiixvii and all electronic tolling (AET)  options inconsistent with 

Federal Highway Administration Guidelines for environmental review per Section 
404 (b)(1) of the Clean Water Act (hereafter referred to as Guidelines). 

 
The MTA has yet to appropriately respond to these concerns. 
 

2.2  Other Issues the ACOE Investigation Requesteds the MTA Investigate 
The ACOE asked the MTA to investigate: 
 

1) "available and practicable strategies <that> exist to address out of state/country 
toll collection"; xix and, 
 

2)  "the percent loss in revenue with high speed electronic toll collection within the 
context of a mixed tolling arrangement" <including> other state's experiences with 
this option". xx 

 
However, the MTA has yet to appropriately respond to these requests. 

A number of commercial options are available to increase the effectiveness of collecting tolls from out 
of state vehicles, including: 

http://bestpass.com   and   https://platepass.com 

There have also been several mobile apps introduced to help resolve this issue, including: 

https://www.bancpass.com/ptoll/    and    http://www.paytollo.com/ 
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There is also at least one company currently offering to provide toll payment services through 
cell phones.  Other commercial solutions will also likely be introduced.  Collectively, these will 
have a significant impact on the ability of the MTA and others to collect out of state tolls. 

The CDM Smith Study also assumed a slight increase in Open Road Toll (ORT) violations at the 
York Toll Plaza - citing no observed increase in violations at the New Gloucester Toll Plaza since 
introduction of ORT as justification for this.  However, several toll authorities have been 
wrestling with escalating ORT violations - and E-ZPass lane violations are not limited to just 
ORT.  For example, the E-ZPAss lanes on the Pennsylvania Turnpike (gate-free lanes in the toll 
plazas) have been subject to such fraud and abuse that:  

"When the Pennsylvania Turnpike’s fiscal year ended in May, there were $33.3 
million still outstanding in unpaid tolls."xxi 

Therefore, the CDM Smith study assuming only modest violations in ORT lanes at the 
York Toll Plaza is overly optimistic for ORT operations and biases their results against 
AET.  
 
In response to the MTA's initial submittal, At that time the ACOE also asked the MTA to: 
 
      3)  provide a technical response to York's recommendation to carry the AET option 
forward into Phase II of the Highway Methodology process that addresses: xxii 
 

a) how losses in toll revenue under the AET toll option might be mitigated 
b) how revenue risks can be reduced to a practicable level, and 
c) the availability and practicability of  "innovative enforcement programs".; and, to 

 
The MTA has yet to appropriately respond to theseis requests. 
 
The ACOE also asked the MTA to 
 
     4)  provide a technical response to the Whippoorwill Home Ownership Association's 
(WHOA): xxiii 
 

"compelling arguments that AET is in fact, economically practicable, particularly if the 
high costs of new toll plaza construction, long-term maintenance costs of a new toll 
plaza, and employee salaries are eliminated. Equally compelling is their position that the 
AET would meet the majority of project goals." 

  
The MTA has yet to appropriately respond to this request. 
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The ACOE also asked the MTA to: 
 
       5)   "consider an AET option but with a design that enabled conversion/expansion in the 
event that "leakage" could not be addressed or exceeded acceptable thresholds." xxiv  
 
The MTA has yet to appropriately respond to this request. 
 

2.3  MTA's Response to ACOE Requests - A Quick Summary 
Also, oOf the ACOE requests above: 
 

#1 and #2 were given only cursory review; xxv  
#3 a, b and c do not appear to have been addressed; 
#4 was dismissed based on the biased results of the CDM Smith study; xxvi and,  
#5 was dismissed though no defensive reason was presented. xxvii  

 
Also, the CDM Smith study only evaluated the benefits of an AET pilot program at these two 
toll plazas.xxviii  On March 18, 2014 the MTA released the results of a CDM Smith study to 
conduct an independent assessment of conversion to ORT or AET operations at the York and 
the Gardiner toll plazas on the Maine Turnpike. CDM Smith developed a detailed model to 
analyze the potential net revenue impacts of both AET and ORT at each toll plaza. That 
effort included a waterfall algorithm to estimate revenue recovery rates at different stages in 
the process and a detailed sensitivity analyses of the impacts of variations in their major 
assumptions (e.g. the potential impacts of speculative AET pricing surcharges).  However, 
the CDM Smith studyxxix is subject to many of the same limitations as the MTA's previous 
alternative evaluation efforts that were equally biased against AET. xxx  
 
These anomalies and several other major assumptions in CDM Smith's analysis resulted in 
the retention of significant bias against AET in the MTA's recent evaluation of alternative 
solutions for the York Toll Plaza.  For example, the MTA never considered full deployment 
of AET:  

 
"The Maine Turnpike Authority may ultimately consider all electronic tolling on the full 
system in the future, but this analysis only addressed the potential pilot implementation 
of AET or ORT at the York and/or Gardiner facilities." xxxi   
 

Therefore, on the direction of the MTA, the CDM Smith study only evaluated the benefits of 
an AET pilot program at two of the 18 (eighteen) toll plazas operated by the MTA. The 
impacts of how this assumption biased the MTA's analyses are explained in further detail in 
the (Refer to summary of Safety and Financial Analyses below.) 
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Further, onOn July 23, 2015 the MTA released the results of a Jacob's Engineering study to 
review the safety and environmental impacts of five alternative solutions for the York Toll 
Plaza.xxxii However, as a result of the biased results from the CDM Smith limited safety reviews 
inappropriately focused and structured financial analysis biasing the results of the CDM Smith 
study, an AET alternative was not considered for the York Toll Plaza in these analyses. 
Therefore, the significant environmental and safety benefits of the AET option were not 
considered; and, as a result, all electronic tolling (AET), a technology successfully introduced on 
the Highway 407 ETR in Toronto, Ontario, in 1997, has been overlooked in the final options to 
be reviewed in detail. 
 

2.4  The MTA Dismissed AET - the Most Viable Option for the York Toll Plaza  
.  Twenty five toll authorities are currently operating AET successfully in the U.S. and Canada, 
and several more authorities are planning for the implementation of AET in the near future.  
There are also several AET operations in South America (Chile, Brazil), Europe , Scandinavia, 
Japan and Australia, and AET has been recently deployed AET operations in the Caribbean and 
South Africa. Many of these operations have been successfully operating for over a decade. 
These successful AET operations also span a wide variety of operating conditions, from 
deploying AET on green-field facilities where the transponder penetration was in the low teens 
when toll collection started (e.g. H407 ETR in Toronto), to successfully collecting tolls from 
large percentages of vehicles from outside of the country (e.g. several operations in Europe).  For 
example, the Central Florida Expressway Authority, which serves large volumes of out of state 
travelers. recently studied AET deployments throughout the U.S. and Canada and elected to 
move forward with AET deployment because AET: 

a) greatly reduces the environmental impacts of toll collection 

b) reduces capital, operations and maintenance costs 

c) requires less right-of-way  

d) offers increased traffic throughput, 

e) eliminates the safety issues with toll plazas, and  

f) leads to less driver confusion.   
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Source: Central Florida Expressway Authority 
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Nevertheless, the MTA has dismissed AET again - even though the AET option for the York Toll 
Plaza: 
 

a) has essentially no environmental impacts (and even provides the opportunity to 
reclaim several acres of wetlands through removal of the existing toll plaza (a net 
environmental gain),  

b) eliminates the safety risks (and costs of crashes) of collecting cash tolls at the 
roadside,  

c) is the better option financially (once all capital and operating costs are considered), 
d) avoids the congestion (and its commensurate environmental impacts) associated with 

collecting cash tolls at the roadside, and  
e) provides those using the Turnpike with a level of service significantly better than 

other options.  
 
According to the ACOE:  
 

"An alternative can only be dismissed if it is not available, not practicable (after 
considering cost, logistics, and available technology), or more environmentally 
damaging." xxxiii 

Since AET is clearly available, the MTA has not demonstrated that AET is not practicable, 
considering costs, logistics and available technology, and the AET option offers a net positive 
environmental impact, the AET option should not have been dismissed. 
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3.0     Environmental, Safety and Financial Issues Not Properly Addressed 
in MTA's Analyses 
 

Several environmental impacts have been identified with the hybrid toll plaza proposed for 
Mile Marker 8.8 (refer to summary above), not the least of which is possible intrusion on 
nearby homes (noise, light and groundwater impacts).  Additional details on the summary of 
additional environmental and safety benefits of the AET option are presented below. , and 
additional b Biases against AET from both the structure, inappropriate focus and assumptions 
of MTA's financial analyses are provided below. 

 

 

  Source:  INSERT SOURCE 
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3.1A)  Environmental Benefits of an AET Solution for the York Toll Plaza 
An AET toll gateway can be easily installed immediately North of the Connector at Mile 
Marker 6.7 is the best solution identified from an environmental perspective.  At this location 
vehicles would be tolled on both the ramps and the mainline.  

 
 All Electronic Tolling Footprint at Mile Marker 6.7 xxxiv 

The net aquatic and wetlands environmental impacts of 
an AET toll gateway at MM 6.7 are positive. 

 
An AET toll gateway at this location allows the reclamation of several acres of wetlands once 
the existing toll plaza footprint outside of the mainline R/W can be abandoned - without 
transferring the environmental problems at the existing toll plaza to a new location such as the 
pristine environment that currently exists at MM 8.8.  For example, the AET option eliminates 
the need to spread additional salt on the roadway at the toll gateway during inclement cold 
weather to improve the safety of both vehicles and pedestrians at a barrier toll plaza. The 
impacts of oil, brake, radiator fluid and other contaminates that, like salt, can leach into the 
groundwater are also minimized by the AET option since vehicles are not required to stop to 
pay a toll. Since many of the homes along the MTA corridor in this area are served by 
groundwater wells, this is a significant environmental benefit of the AET option. 
 
An Installing AET toll gateway at MM 6.7 also avoids other negative impacts to housing. 
Though no home displacements are expected at the recommended location for the new York 
Toll Plaza at MM 8.8, new homes in the area could be significantly impacted by other 
environmental impacts such as noise, vehicle emissions and light intrusion should a new hybrid 
toll plaza be built at that location. The AET option avoids the need to stop and queue vehicles 
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on the corridor and the resultant heavy vehicle braking and acceleration noise and increased 
vehicle missions associated with imposing a stop and go environment on through traffic.  The 
AET option also offers a commensurate reduction in fuel consumption for roadway users. Also, 
unlike the recommended hybrid toll plaza at MM 8.8, the AET solution at MM 6.7 woulddoes 
not impose visual blight on the corridor, or introduce additional impacts fromnegatively impact 
vehicular noise and emissions.  ; and, tFurther, although  nighttime lighting would be required 
at the AET toll gateway, the impacts of this lighting on housing along the MTA corridor at an 
AET gateway at MM 6.7 would be likely significantly less than the impact of lighting those for an 
ORT and cash toll plaza at MM 8.8 since the interchange immediately south of the proposed 
AET toll gateway at MM 6.7 is already artificially lit. 
 

3.2 Safety Benefits of an AET Solution for the York Toll Plaza 
 

An AET toll gateway immediately North of the Connector at Mile 
Marker 6.7 is the best solution from a safety perspective.   

The MTA and its advisors repeatedly identify safety as a primary concern in their alternative 
evaluations for the York Toll Plaza, including providing comparative safety issues between 
options being investigated. However, since the AET option was inappropriately dismissed early 
in the original analysis (July 2006), xxxv and eliminated from the list ofscreed out of viable 
options by the MTA using similarly the biased results from the CDM Smith study of March 18, 
2014, the significant safety benefits of the AET option have been overlooked.    

The York Toll Plaza is currently identified as a High Crash Location (HCL) by the Maine DOT.xxxvi  
A summary of Jacob's efforts to review crash data on the Turnpike in this area in an attempt to 
identify possible roadway alignment or other geometric issues that could be problematic for 
location of a toll plaza is presented on pp. 5 and 6 of this Technical Memorandum.  Though this 
is appropriate, no estimates appear to have been made regarding the possible increase in 
crashes that will occur from introducing a toll plaza at the alternative locations investigated.  
Cash toll collection at the roadside requires placement of a physical barrier across the roadway 
to stop vehicles paying the toll. This introduces severaling major conflicts into the traffic flow.  
In addition to the physical barriers - the toll booths and safety appurtenances around them, this 
also requires vehicles to merge from traffic, slow, get in queue with other vehicles, stop to pay 
the toll, then accelerate and safely merge back into traffic as they approach mainline speeds.  
Also, tThough a tunnel can help reduce pedestrian safety issues, pedestrian traffic within the 
immediate confines of the toll plaza will invariably occur and introduce additional conflict. This 
creates an inherently dangerous situation even where one may not have existed - a 
phenomenon that is well documented in the literature.  
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Relocating the York Toll Plaza to "safer" location only relocates the inherent problems 
associated with the toll plaza environment at the new toll plaza.  A hybrid solution like that 
being proposed (ORT and cash toll collection) reduces the safety issues somewhat. However, 
the fact that a barrier toll plaza is proposed where a significant portion of mainline traffic will 
be required to merge from traffic, successfully navigate through the toll plaza, pay the toll, then 
merge back with mainline traffic, must not be overlooked. The AET option for the York Toll 
Plaza reintroduces free-flow traffic operations on the MTA corridor and avoids all of the safety 
issues associated with a toll plaza in theirthis issue entiretly.   

A recent study funded by SAFER-SIM and the Florida Department of Transportation (FDOT) 
evaluated the safety effectiveness of converting from traditional mainline toll plazas (TMTP) 
and Hybrid Mainline Toll Plazas (HMTP) to All-Electronic Toll (AET) collection.  (Refer to 
Attachment X.)  Before and after data were collected from one hundred mainline toll plazas on 
more than 750 miles of toll roads in Florida.  The data indicated that converting from a TMTP to 
an AET operation resulted in an average reductions of 77, 76, and 67 percent for total, fatal-
and-injury and Property Damage Only (PDO) crashes, respectively. The safety benefits of 
converting from a HMTP to an AET operation resulted in reductions of 23, 29 and 19 percent for 
total, fatal-and-injury, and PDO crashes respectively. xxxvii The results of this work proved that 
converting to an AET operation significantly improved traffic safety for all crash categories, 
especially, fatalities.  Such conversions also changed tolling points from amongst the highest 
risk locations on expressways to posing safety risks similar to routine expressway segments. 
 

 

Highway 407 ETR®, Toronto, Ontario 
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The significance of the risk of fatalities at conventional barrier toll plazas this safety issue is 
exemplified by the fact that there have been at least fivethree fatal crashes at toll plazas in the 
region since MayAugust of 2015.   
 
 Recent Fatal Crashes at Toll Plazas in the North East Region 

 Atlantic City Expressway Egg Harbor Toll Plaza  November 2015 
 Garden State Parkway Paramus Toll Plaza  October 2015 
 New Hampshire Turnpike Merrimack Toll Plaza  August 2015 
 Massachusetts Turnpike Auburn Toll Plaza  July 2015 
              I-95 (New Hampshire) Hampton Toll Plaza  May 2015 
 
Crashes involving personal injury are far more frequent and can be catastrophic. Though not a 
fatal crash, the following URL of a tractor trailer also collided with a car and crashing through 
athe Dover Toll Booth on the Spaulding Turnpike in May 2015 demonstrates the major physical 
risks of collecting cash at the roadside.   
 

https://www.youtube.com/watch?v=pE_83KbHp7g 
 
Catastrophic and fatal accidents are difficult to predict.  However, treacherous winter driving 
conditions that frequently occur in this region greatly increase the risk of a serious incident at 
this location.  The fact that a significant share of the motorists using the York Toll Plaza are from 
out of State, many which are unfamiliar with the area or the Toll Plaza itself, further increases 
the likelihood of a major incident at this location. ThAs long as a barrier toll plaza is used to 
collect tolls at the York Toll Plazaus the possibility of a major vehicular crash at the York toll 
Plaza (at its current location or a new location) is not a matter of IF this will happen, but WHEN 
it will happen.  

Estimates of the costs of all such crashes should be included in the life-cycle cost analyses 
conducted for the alternatives analyses reviewing options for the York Toll Plaza.  As with other 
costs of AET conversion, these costs should be estimated on a systems-wide basis. 

An additional safety issue of collecting tolls at the roadside that appears to have been 
overlooked by the MTA is dangers to MTA personnel and the public - exemplified by a robbery 
on Sunday afternoon, January 10, 2016, at an East Orange tollbooth on the Parkway. The perpetrator  

"leaned into the tollbooth, pushed the attendant out of the way and took money from 
the drawer before he drove away," xxxviii  

Though revenue loss from this incident was likely limited by cash drawer limitation policies 
established by the authority, collecting cash at the roadside poses a significant risk to life and 
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limb for both MTA personnel and the public at large during such robberies - a risk that can be 
avoided entirely through the implementation of AET. 

3.3 Inherent Biases in the MTA's Financial Analyses 
Good industry practice suggests that a financial analyses of alternative options for a project of 
this magnitude (refurbishing or relocating the York Toll Plaza) consist of a review of the life-
cycle costs of the most-likely operating scenario for each option being considered, as well as a 
sensitivity analysis of the possible impact on the results of variations in major assumptions. 
However, the MTA's financial analysis falls significantly short of expectations. Structurally, there 
are three significant errors with the financial analyses of the AET option.  The financial analyses 
by CDM Smith consider only: 

a) Estimates of retained revenue (vs. life-cycle costs). The CDM Smith study focuses 
on a worst case scenario and appears to assume that estimated worst case 
conditions, including revenue losses and diverted traffic, would be sustained 
throughout the 10 year study period instead of the most likely scenario.  This 
suggests that MTA management would be unwilling or incapable to manage toll 
operations to improve revenue collections, reduce violation activity and minimize 
diversion over time. One has to assume that this would not be the case, but this is 
what was analyzed.  

b) A pilot study of AET toll operations at the York and Gardner toll plazas. The 
remainder of the MTA operation was assumed to operate "as is", which is mostly in 
conventional (cash) toll collection mode. Therefore, cost savings from AET 
operations at the 16 (sixteen) remaining toll plazas on the Turnpike - locations not 
plagued by the extent of out-of-state traffic and the challenges associated with 
collecting these tolls as the York Toll Plaza location - were not considered. 

c) A 10 year study period. Since this analysis was comparing the AET option with a 
hybrid toll plaza offering ORT and conventional cash toll collection, xxxix limiting the 
study to only 10 years enabled avoiding consideration of the significant costs of 
maintaining the conventional toll operation facilities in the out-years, as well as the 
salaries of the staff required to man the conventional toll operation at the roadside 
on a 24/7 basis. 

All three of these structural anomalies are significant and bias the results of the CDM Smith 
work against AET.  A number of oversights and major assumptions also bias the results of these 
analyses against AET.  The more significant of these include: 
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a) Estimates of the more significant benefits of converting to and AET operation (including 
significant enhancements in both environmental and safety conditions) are not considered 
in the financial analyses. 
 

b) AET toll surcharges and fees assumed are inconsistent (significantly higher) than those 
typically encountered on AET operations, and the reasons for establishing these 
surcharges are inconsistent with Good Industry Practice  for AET operations. xl (Refer to 
"AET Business Model" , a summary of appropriate AET pricing policies provided as 
Attachment Y.) 
 

c) Toll plaza relocation cost data used were inconsistent with current estimates. 
HNTB estimates for the capital costs to maintain the existing York Toll Plaza (about 
$22.1 million), costs for ORT conversion at $36.0 million, and AET capital costs of 
about $4.8 million were used. xli or about $17.3 million less than the existing 
condition."  However, Jacobs recent report (16 Nov 2015) assumes relocation costs 
to Milepost 8.8 at $40.8 MM. xlii  Therefore, the cost analyses should be updated to 
include all costs associated with providing ORT at the York Toll Plaza location, 
including those above. 
 

c)d) Traffic diversion estimates are based on surcharges significantly greater than 
those likely necessary - and it appears that these traffic diversions are assumed to occur 
through the entire ten year financial analysis. 
 

d)e) Toll revenue shrinkage in cash toll operations do not appear to have been 
considered in the financial analyses.  Revenue leakage in cash toll operations is typically 
significant and admittedly a problem at the MTA based on observed reduced "run-
through violation rates" at the New Gloucester Toll Plaza after violation enforcement 
systems were installed in the conventional lanes. xliii (It should be noted that run-through 
violation rates are just one of many sources of "leakage" in cash toll lanes - all which 
appear to not have been addressed in the MTA's alternatives analyses.) 
 

e)f) The business rules for ORT operations (including license plate tolling and violations 
enforcement) were assumed to be significantly different than those assumed for AET 
operations. However,  when, in reality, the business rules for both operations need to be 
similar to sustain viability of toll operations in each mode over the long-haul. 
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4.0     Summary 
 

The proper review and evaluation of options for the York Toll Plaza requires an investigative 
effort that responds to observations and requests of the ACOE, and includes anthe unbiased 
review and consideration of all options, issues and risks so that a prudent and responsible 
decision canhas been made.  This measure of care and responsibility, commonly referred to as 
due diligence, is especially critical when public expenditures and safety risks as significant as 
those encountered at conventional mainline barrier toll plazas are being considered.  
Conducting such a review requires a thorough assessment of all aspects of the project, 
technical, financial and socio-political, to ensure that the best decision is made.  From an 
environmental perspective, an unbiased review clearly denotes the beneftis of AET when 
compated to the MTA's preferred option.    

 

Anticipated Environmental and Other Impacts of 
AET vs. RecommendedPracticable Options 

Estimated Impacts \ Option 
ORT/Cash@ 

MM 8.8 
AET @MM 

6.7 
NRCS Wetland (Ac) 1.01 0 
Stream (ft) 801 0 
Vernal Pools 21 0 
FEMA Flood Plain (Ac) 0.31 0 
Threatened/Endangered Species 
Habitat 

31 0 

Right-of-Way 0.31 0 
Net Environmental Gain No Yes 
Meets Engineering Requirements Some1 Yes 
Safety (Toll collectors and public) Poor Best 
Satisfies Purpose & Need Marginally Yes 
Customer Service Poor Yes 
Estimated Construction $ $ 40.8 m2 $ 3.8 m2 

Life-cycle Costs/Retained Revenue Poor Best 
 

Acceptability:     Best  Marginal  Worst 

1) "Southern Toll Plaza, Technical Memorandum on Alternatives Analysis (draft)", Jacobs 
Engineering, Evaluation Matrix, July 23, 2015. 
2) "Maine Turnpike ORT/AET Analysis (Final Draft)", CDM Smith, March 18, 2014, pg. ES-3 
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For example, the AET solution offers NO additional environment damage, recovery of areas 
that were damaged, NO vehicles stopping and creating pollution, and less heavy salting. 
The footprint of the Maine Turnpike also becomes smaller throughout the entire system 
when AET is implemented. 

The MTA's analysis of options for this project does not adequately consider some critical issues, 
while giving inappropriate credence to others. This has resulted in the MTA offering a short-list 
of options for public review and recommendation that do not pass the scrutiny of an 
independent assessment.  Individually, these oversights suggest that the MTA's review of 
alternatives for the York Toll Plaza is based on faulty logic.  Collectively, they demand a more 
thorough and current review of the facts to ensure that an appropriate decisions is made on 
the best way to resolve the York Toll Plaza relocation issue. 

End of File 
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1.0    Executive Summary 
 

The Maine Turnpike Authority's (MTA) recent recommendation for replacing the existing York 

Toll Plaza with a new, hybrid toll plaza at Milepost 8.8 that offers cash and open road toll (ORT) 

options is inconsistent with its own findings.  

On March 17, 2010, after studying options for the York Toll Plaza for several years, the Maine 

Turnpike Authority (MTA) submitted a Draft Phase I reporti for the environmental review 

process by the U.S. Army Corps of Engineers (ACOE).  In its May 5, 2010 responseii to the MTA's 

initial submittal, the ACOE noted that the MTA: 

 did not properly consider safety issues associated with conventional (cash) toll 

collection; iii and,  

 

 dismissed one-wayiv and all electronic tolling (AET)v options inconsistent with Federal 

Highway Administration Guidelines for environmental review per Section 404 (b)(1) of 

the Clean Water Act (hereafter referred to as Guidelines).  

 

The MTA commissioned CDM Smith to conduct "an impact assessment for possible conversion 

to Open Road Tolling (ORT) or All Electronic Tolling (AET) at two toll plazas on the Maine 

Turnpike." vi  However, this study (Final Draft released on March 18, 2014) does not respond to 

several ACOE requests. It is also fraught with significant structural and other issues that bias its 

results against AET.  (e.g. Under the direction of the MTA, the CDM Smith study only considered 

an AET pilot program at these two plazas).vii  Nevertheless, even with significant bias in their 

results, after "considering traffic, toll rates, operating costs, net revenue over a 10-year period, 

and capital costs to a hypothetical continuation of the current cash collection of tolls" viii: 

   The CDM Smith study found AET to be a   

            "financially feasible option" at the York Toll Plaza.ix 

CDM Smith also noted that: "AET offers free flow travel for all motorists with lower overall 

capital costs."x   

Turnpike Exhibit X



 

The eTrans Group, Inc. Page 2 March 30, 2016 

However, limitations of scope of this study result in biases in the results, including an 

estimated  $3.00 (passenger car) surcharge xi would be required for those customers not 

actively enrolled in the ETC program (up to 20% of ALL customers).  The author is unaware of 

any MTA policy this would violate,  though a $3.00 surcharge is rarely required. A significant 

surcharge is normally charged AET customers who use the license plate toll option and do not 

pre-enroll in the AET program.  This is done to avoid those actively enrolling in the AET program 

from cross-subsidizing the costs of those that do not actively enroll.  This is the fair and 

equitable approach.  

This  study also stated that: "The imposition of a $3.00 video surcharge is also estimated to 

result in diversion of traffic to US Route 1 from 3,400 to 5,500 per day." xii  Further, it appears  

that traffic diversions from 3,400 to 5,800  per day were assumed to be realized over the long 

term. This is not likely as these levels of traffic diversion would be a major portion of that traffic 

assumed not actively enrolled in the AET program.  And, even if traffic diversions at these levels 

did occur initially, the congestion the diverted traffic would encounter on US Route 1 would be 

so bad that few motorists would leave the MTA mainline a second time and word about the 

anticipated congestion on the alternative route would be quickly spread amongst the motoring 

public.  i.e. The problem would be self-regulating and not occur over the long term. Further, 

traffic diversions at these levels have not been experienced elsewhere.  

The Mystic River Bridge (60 miles south of the York Toll Plaza) converted to all AET in July, 2014.  

While highway engineers argued that there would be significant traffic diversion, there was no 

drop in traffic after AET was installed.  In fact, traffic increased by over 7%.  (See data below.) 

Total Transactions - Mystic River Bridge  

AET Implemented in July 2014 

Month / 
Year Aug Sep Oct Nov Dec Year Total 

2014 1,029,823 996,819 1,022,968 931,389 959,549 10,677,868 

2015 1,122,826 1,056,865 1,102,529 1,003,845 1,022,756 11,023,092 
Change 93,003 60,046 79,561 72,456 63,207 345,224 

Increase 9.03% 6.02% 7.78% 7.78% 6.59% 7.44% 

  Source:  Massachusetts Turnpike Authority 
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This is particularly significant because drivers using this facility have three options to avoid AET:  

US Route 93 (no tolls), the Ted Williams Tunnel (ORT), or the Callahan Tunnel (ORT).  

Even though an abnormally high level of traffic diversion was assumed upon the 

conversion to AET, CDM Smith found the AET option at the York Toll Plaza financially 

feasible in spite of the fact that this study suffers from several major shortfalls which 

bias the results of this work against the AET option at the York Toll Plaza. 

CDM Smith study also noted that  

"the plaza reconstruction cost <of AET> is greatly reduced.  As importantly, there is 

essentially no additional right-of-way typically required, since the gantries are 

constructed across existing roadways only.  AET also has the benefit of virtually 

eliminating accident risk at toll plaza locations; toll plazas typically represent high 

accident locations on toll roads across the country." 
 
xiii 

On July 23, 2015 the MTA released the results of a Jacob's Engineering study that reviewed the 

safety and environmental impacts of five alternative solutions for the York Toll Plaza.xiv  

However, even though CDM Smith found AET financially feasible, an AET alternative was not 

considered for the York Toll Plaza in these analyses. Therefore, the significant environmental 

and safety benefits of the AET option were not considered.  In summary, 

The MTA eliminated the AET option from the York Toll Plaza analyses even though 

its own advisors found it to be economically feasible.   

This report provides a summary of the information requested by the ACOE and the MTA's 

response to these requests. Environmental, safety and financial issues not properly addressed 

by the MTA in its alternatives analyses are also presented.  

This report demonstrates that the AET option is, by far, the most environmentally friendly 

option.  It also demonstrates that the AET option eliminates all of the safety issues associated 

with collection of tolls at the roadside, as well as the costs and risks associated with this type of 

toll operation.  Consideration of all such costs, as well as realistic estimates of net retained 

revenue, in a life-cycle cost analysis should also demonstrate that AET is the most financially 

feasible alternative for the York Toll Plaza. 
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2.0     U.S. Army Corps of Engineers (ACOE) Observations/Requests and 
the MTA's Response 
 

2.1  Major Oversights in the MTA Submittal 
 

In its May 5, 2010 responsexv to the MTA's initial submittal, the ACOE noted that the MTA's 

analyses: 

 did not properly consider safety issues associated with conventional (cash) toll 

collection; xvi and, 

 

 dismissed one-wayxvii and all electronic tolling (AET)xviii options inconsistent with 

Federal Highway Administration Guidelines for environmental review per Section 

404 (b)(1) of the Clean Water Act (hereafter referred to as Guidelines). 

 

The MTA has yet to appropriately respond to these concerns. 

 

2.2  Other Issues the ACOE Requested the MTA Investigate 
 

The ACOE asked the MTA to investigate: 

 

1) "available and practicable strategies <that> exist to address out of state/country toll 

collection"; xix and, 

 

2)  "the percent loss in revenue with high speed electronic toll collection within the 

context of a mixed tolling arrangement" <including> other state's experiences with 

this option". xx 

 

However, the MTA has yet to appropriately respond to these requests. 

A number of commercial options are available to increase the effectiveness of collecting tolls 
from out of state vehicles, including: 

http://bestpass.com   and   https://platepass.com 
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There have also been several mobile apps introduced to help resolve this issue, including: 

https://www.bancpass.com/ptoll/    and    http://www.paytollo.com/ 

There is also at least one company currently offering to provide toll payment services through 

cell phones.  Other commercial solutions will also likely be introduced.  Collectively, these and 

other commercial solutions will likely have a significant impact on the ability of the MTA and 

others to collect out of state tolls. 

The CDM Smith Study commissioned and managed by the MTA also assumed a slight increase 

in Open Road Toll (ORT) violations at the York Toll Plaza - citing no observed increase in 

violations at the New Gloucester Toll Plaza since introduction of ORT as justification for this.  

However, though not routinely reported for several reasons, toll authorities throughout North 

America have been wrestling with escalating ORT violations.  In addition, E-ZPass lane violations 

are not limited to just open road lanes in ORT operations.  For example, the E-ZPass lanes on 

the Pennsylvania Turnpike (gate-free lanes in the toll plazas) have been subject to such fraud 

and abuse that:  

"When the Pennsylvania Turnpike’s fiscal year ended in May <2015>, there were 

$33.3 million still outstanding in unpaid tolls."xxi 

Therefore, for this study to assume only modest violations in ORT lanes at the York Toll 

Plaza is overly optimistic and biases the results against AET.  

 

In response to the MTA's initial submittal, the ACOE also asked the MTA to: 

 

      3)  provide a technical response to York's recommendation to carry the AET option 

forward into Phase II of the Highway Methodology process that addresses: xxii 

 

a) how losses in toll revenue under the AET toll option might be mitigated 

b) how revenue risks can be reduced to a practicable level, and 

c) the availability and practicability of  "innovative enforcement programs". 

 

The MTA has yet to appropriately respond to these requests. 

 

The ACOE also asked the MTA to 

 

     4)  provide a technical response to the Whippoorwill Home Owners Association's 

(WHOA): xxiii 
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"compelling arguments that AET is in fact, economically practicable, particularly if the 

high costs of new toll plaza construction, long-term maintenance costs of a new toll 

plaza, and employee salaries are eliminated. Equally compelling is their position that the 

AET would meet the majority of project goals." 

  

The MTA has yet to appropriately respond to this request. 

 

The ACOE also asked the MTA to: 

 

       5)   "consider an AET option but with a design that enabled conversion/expansion in the 

event that "leakage" could not be addressed or exceeded acceptable thresholds." xxiv  

 

The MTA has yet to appropriately respond to this request. 

 

2.3  MTA's Response to ACOE Requests - A Quick Summary 
 

Of the ACOE requests (above) in response to MTA's initial submittal: 

 

#1) and #2) were given only cursory review; xxv  

#3 a), b) and c) do not appear to have been addressed; 

#4) was not given adequate consideration in the study commissioned by the MTA; 
xxvi and,  

#5) was dismissed though no defensive reason was presented. xxvii  

 

On March 18, 2014 the MTA released the results of a CDM Smith studyxxviii it had 

commissioned to conduct an independent assessment of conversion to ORT versus pilot AET 

operations at the York and the Gardiner toll plazas on the Maine Turnpike. CDM Smith 

developed a detailed model to analyze the potential net revenue impacts of both AET and 

ORT at each toll plaza. That effort included a waterfall algorithm to estimate revenue 

recovery rates at different stages in the process and a detailed sensitivity analyses of the 

impacts of variations in their major assumptions (e.g. the potential impacts of speculative 

AET pricing surcharges).   

 

Primary objectives of this study commissioned by the MTA and major assumptions in the 

analyses resulted in the retention of significant bias against AET in the MTA's recent 

evaluation of alternative solutions for the York Toll Plaza.  For example, the MTA study 

never considered full deployment of AET: 
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"The Maine Turnpike Authority may ultimately consider all electronic tolling on the full 
system in the future, but this analysis only addressed the potential pilot implementation 
of AET or ORT at the York and/or Gardiner facilities." xxix   
 

Therefore, under the direction of the MTA, the CDM Smith study only evaluated the 

benefits of an AET pilot program at two of the 18 (eighteen) toll plazas operated by the 

MTA. This resulted in many of the costs associated with the ORT option and benefits of the 

AET option being overlooked. (The impacts of how this assumption biased the MTA's 

analyses are explained in further detail in the summary of Safety and Financial Analyses 

below.) Therefore, the results of this studyxxx are subject to many of the same limitations as 

the MTA's previous alternative evaluation efforts that were biased against AET. xxxi  

 

Further, on July 23, 2015 the MTA released the results of a Jacob's Engineering study to review 

the safety and environmental impacts of five alternative solutions for the York Toll Plaza.xxxii 

However, under the direction of the MTA, an AET option was not considered for the York Toll 

Plaza in these analyses. Therefore, the significant environmental and safety benefits of AET 

were not considered; and, as a result, all electronic tolling (AET), a technology successfully 

introduced on the Highway 407 ETR in Toronto, Ontario, in 1997, and successfully implemented 

at dozens of toll facilities throughout the world since then, has been overlooked in the final 

options for the York Toll Plaza to be reviewed in detail. 

 

2.4  The MTA Dismissed AET - the Most Viable Option for the York Toll Plaza  
 

Twenty five toll authorities are currently operating AET successfully in the U.S. and Canada, and 

several more authorities are planning for the implementation of AET in the near future.  There 

are also several AET operations in South America (Chile, Brazil), Europe , Scandinavia, Japan and 

Australia, and AET has been recently deployed in the Caribbean and South Africa. Many of 

these operations have been operating AET successfully for over a decade. These AET operations 

also span a wide variety of operating conditions, from deploying AET on green-field facilities 

where the initial transponder penetration was in the low teens when toll collection started (e.g. 

H407 ETR in Toronto), to successfully collecting tolls from large percentages of vehicles from 

outside of the country including several operations in Europe.   
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 Source: Central Florida Expressway Authority, February 2016 
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The Central Florida Expressway Authority, which serves large volumes of out of state travelers, 

recently studied AET deployments throughout the U.S. and Canada and elected to move 

forward with AET deployment because AET.xxxiii 

a) greatly reduces the environmental impacts of toll collection 

b) reduces capital, operations and maintenance costs 

c) requires less right-of-way  

d) offers increased traffic throughput, 

e) eliminates the safety issues with toll plazas, and  

f) leads to less driver confusion.   

Nevertheless, the MTA has dismissed AET again even though the AET option for the York Toll 

Plaza: 

 

a) has essentially no environmental impacts (AET actually enables reclamation of 

several acres of wetlands resulting in a net environmental gain), 

  

b) eliminates the safety risks (and costs of crashes) of collecting cash tolls at the 

roadside,  

 

c) is the better option financially (once all anticipated capital and operating costs and 

net revenue are considered in a life-cycle cost analysis), 

 

d) avoids the congestion (and its commensurate environmental impacts) associated 

with collecting cash tolls at the roadside, and  

 

e) provides those using the Turnpike with a level of service significantly better than 

other options.  

 

According to the ACOE:  

 

"An alternative can only be dismissed if it is not available, not practicable (after 

considering cost, logistics, and available technology), or more environmentally 

damaging." xxxiv 

Since AET is clearly available, the MTA has not demonstrated that AET is not practicable, 

considering costs, logistics and available technology, and the AET option offers a net positive 

environmental impact, the AET option should not have been dismissed.  
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3.0     Environmental, Safety and Financial Issues Not Properly Addressed 
in MTA's Analyses 
 

Several environmental impacts have been identified with the hybrid toll plaza proposed for 

Mile Marker 8.8 (refer to summary above), not the least of which is possible intrusion on 

nearby homes (noise, light and groundwater impacts).  The AET solution for upgrade of the York 

Toll Plaza imposes none of these impacts on the community. Additional details on the 

environmental and safety benefits of the AET option are presented below.   

Residences Near Proposed Location of Relocated York Toll Plaza 

 

  Source:  Town of York Maine 
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3.1  Environmental Benefits of an AET Solution for the York Toll Plaza 

An AET toll gateway has been proposed immediately North of the Connector at MM 6.7.   

 
 

 All Electronic Tolling Footprint at Mile Marker 6.7 is the  
Best Solution 

from an Environmental Perspective xxxv 

 

The net aquatic and wetlands environmental impacts of an AET toll gateway at 

this location are positive. 

 

An AET toll gateway at this location allows the reclamation of several acres of wetlands once 

the existing toll plaza footprint outside of the mainline R/W can be abandoned - without 

transferring the environmental problems at the existing toll plaza to a new location such as the 

pristine environment that currently exists at MM 8.8.   

An AET toll gateway at MM 6.7 avoids negative impacts to housing. 

The AET option eliminates the need to spread additional salt on the roadway at the toll gateway 

during inclement cold weather to improve the safety of both vehicles and pedestrians at a 

barrier toll plaza. The impacts of oil, brake, radiator fluid and other contaminates that, like salt, 

can leach into the groundwater are also minimized by the AET option because vehicles are not 

required to stop to pay a toll. Since many of the homes along the MTA corridor in this area are 

served by groundwater wells, this is a significant environmental benefit of the AET option.  

Though the recommended location for the new York Toll Plaza at MM 8.8 is not expected to 

displace existing residences, homes in the area could be significantly impacted by other 
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environmental impacts such as noise, vehicle emissions and light intrusion should a new hybrid 

toll plaza be built at that location.  

By negating the need to stop and queue vehicles on the corridor, the AET option avoids the 

heavy vehicle braking and acceleration noise and increased vehicle missions associated with 

imposing a stop and go environment on through traffic.  The AET option also offers a 

commensurate reduction in fuel consumption for roadway users. Also, unlike the 

recommended hybrid toll plaza at MM 8.8, the AET solution at MM 6.7 would not impose visual 

blight on the corridor, or introduce additional impacts from vehicular noise and emissions.  

Further, although  nighttime lighting would be required at the AET toll gateway, the impacts of 

this lighting on housing along the MTA corridor at MM 6.7 would be significantly less than the 

impact of lighting for an ORT and cash toll plaza at MM 8.8 since the interchange immediately 

south of the proposed AET toll gateway at MM 6.7 is already artificially lit. 

3.2 Safety Benefits of an AET Solution for the York Toll Plaza 
 

An AET toll gateway immediately North of the Connector at Mile 

Marker 6.7 is the best solution from a safety perspective. 

The MTA and its advisors repeatedly identify safety as a primary concern in their alternative 

evaluations for the York Toll Plaza, including providing comparative safety issues between 

options being investigated. However, the AET option was inappropriately dismissed early in the 

original analysis (July 2006), xxxvi and eliminated from the list of viable options by the MTA 

during its recent review. Therefore, the significant safety benefits of the AET option have not 

been given adequate consideration.    

The York Toll Plaza is currently identified as a High Crash Location (HCL) by the Maine DOT.xxxvii  

A summary of Jacob's efforts to review crash data on the Turnpike identifies possible roadway 

alignment or other geometric issues that could be problematic for location of a toll plaza.xxxviii  

However, no estimates appear to have been made regarding the possible increase in crashes 

that will occur from introducing a toll plaza at the alternative locations investigated.  Cash toll 

collection at the roadside requires placement of a physical barrier across the roadway to stop 

vehicles paying the toll. Therefore, the ORT solution proposed by the MTA introduces several 

major conflicts into the traffic flow.  In addition to the physical barriers - the toll booths and 

safety appurtenances around them, the ORT solution requires vehicles to merge from traffic, 

slow, get in queue with other vehicles, stop to pay the toll, then accelerate and safely merge 

back into traffic as they approach mainline speeds.  In addition, though a tunnel under the toll 

plaza can help reduce pedestrian safety issues, pedestrian traffic within the immediate confines 

of the toll plaza will invariably occur and introduce additional conflict.  
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Introducing a toll plaza to a mainline corridor creates an inherently dangerous situation where 

one may not have existed - a phenomenon that is well documented in the literature.  

Relocating an ORT solution for the York Toll Plaza to a "safer" 

location only relocates the inherent problems associated with 

the toll plaza environment to the new location. 

A hybrid solution like that being proposed (ORT and cash toll collection) reduces the safety 

issues somewhat. However, the fact that a barrier toll plaza is proposed where a significant 

portion of mainline traffic will be required to merge from traffic, successfully navigate through 

the toll plaza, pay the toll, then merge back with mainline traffic, will cause accidents.  

The AET option for the York Toll Plaza reintroduces free-flow traffic 

operations on the  Maine Turnpike at this location and avoids all of the 

safety issues associated with a toll plaza in their entirety. 

 

Source: Central Florida Expressway Authority, February 2016 
  
A recent study funded by SAFER-SIM and the Florida Department of Transportation (FDOT) 

evaluated the safety effectiveness of converting from traditional mainline toll plazas (TMTP) 

and Hybrid Mainline Toll Plazas (HMTP) to All-Electronic Toll (AET) collection.xxxix  (Attached)  

Before and after data were collected from one hundred mainline toll plazas on more than 750 

miles of toll roads in Florida.  The data indicate that converting from a TMTP to an AET 

operation resulted in an average reductions of 77, 76, and 67 percent for total, fatal-and-injury 
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and Property Damage Only (PDO) crashes, respectively. The safety benefits of converting from a 

HMTP to an AET operation resulted in reductions of 23, 29 and 19 percent for total, fatal-and-

injury, and PDO crashes respectively. xl The results of this work demonstrate that converting to 

an AET operation significantly improves traffic safety for all crash categories, especially, 

fatalities.  Such conversions also change tolling points from amongst the highest risk locations 

on expressways to posing safety risks associated with routine expressway segments. 

  

The significance of the risk of fatalities at conventional barrier toll plazas is exemplified by the 

fact that there have been several fatal crashes at toll plazas in the region in recent years. 

These include two fatal crashes at the Hampton Toll Plaza on I-95 in New Hampshire, which is 

essentially an extension of the Maine Turnpike.  Two fatal crashes have also occurred at toll 

plazas in Massachusetts and New Jersey. 

  
I-95 (New Hampshire) Hampton Toll Plaza October 2010 
I-95 (New Hampshire) Hampton Toll Plaza May 2015 

 

 New Hampshire Turnpike Merrimack Toll Plaza August 2015 
 Massachusetts Turnpike Auburn Toll Plaza  July 2015               

  
Garden State Parkway Paramus Toll Plaza  October 2015 
Atlantic City Expressway Egg Harbor Toll Plaza November 2015 

 

Note that five of these fatal crashes were within the last year! 
  
Further, although there were no fatalities, in March 2016 six people were injured when a 

vehicle struck two toll booths at the Newark Toll Plaza on I-95 in Delaware, and four people 

were injured when a car failed to stop at the Delaware Toll Plaza just outside of Newark. 

 

Crashes involving personal injury are far more frequent and can be catastrophic. Though not a 

fatal crash, the following video of a tractor trailer crashing through a Dover Toll Booth on the 

Spaulding Turnpike in May 2015 demonstrates the major risks of collecting cash at the 

roadside.   

https://www.youtube.com/watch?v=pE_83KbHp7g 

 

Treacherous winter driving conditions that frequent this region greatly increase the risk of a 

serious incident at this location. The fact that a significant share of the motorists using the York 

Toll Plaza are from out of State, many of whom are unfamiliar with the area and the Toll Plaza , 

further increases the likelihood of a major incident at this location.  

As long as a physical barrier is used to collect tolls at the York Toll Plaza,  

a major vehicular crash (whether it is at its current location or a new location)  

is not a matter of IF, but WHEN. 
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Estimates of the costs of all such crashes should be included in the life-cycle cost analyses 

conducted for the alternatives analyses reviewing options for the York Toll Plaza.  As with other 

costs of AET conversion, these costs should be estimated on a systems-wide basis. 

 

Thefts at roadside toll collection points are a safety issue that also appear to 

have been overlooked by the MTA. 

Theft at roadside toll collection points pose significant risk to MTA personnel and the public - 

exemplified by two recent robberies at toll plazas in the North East. On Sunday afternoon, January 10, 
2016, at an East Orange tollbooth on the Parkway. The perpetrator  

"leaned into the tollbooth, pushed the attendant out of the way and took money from 

the drawer before he drove away," xli  

Though revenue loss from this incident was likely limited by cash drawer management policies 

established by the authority, collecting cash at the roadside poses a significant risk to life and 

limb for both MTA personnel and the public at large during such robberies.  These events 

exemplify the risks of armed robbery where cash is collected at the roadside - a risk that can be 

more effectively managed in a customer service center environment through the 

implementation of AET. 

3.3 Shortfalls in the MTA's Financial Analyses 

Good industry practice suggests that a financial analyses of alternative options for a project of 

this magnitude (refurbishing or relocating the York Toll Plaza) consist of a review of the life-

cycle costs of the most-likely operating scenario for each option being considered, as well as a 

sensitivity analysis of the possible impact on the results of variations in major assumptions. 

However, the MTA's financial analysis falls significantly short of expectations.  

Structurally, there are three significant oversights in the financial analyses of the AET option: 

a) Estimates were developed of retained revenue (vs. life-cycle costs that consider 

net revenue). The MTA commissioned study also appeared to focus on a worst case 

(assuming estimated worst case conditions) instead of estimating the results of the 

most likely scenario.  This appears to have included assuming that significant 

revenue losses and diverted traffic would be sustained throughout the 10 year study 

period instead of the most likely scenario.  This suggests that MTA management 

would do nothing to manage toll operations to improve revenue collections, reduce 

violation activity and minimize diversion over time.  One has to assume that this 

would not be the case.  
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b) The study commissioned by the MTA only considered deployment of a pilot AET 

toll operation at the York and Gardner toll plazas. The remainder of the MTA 

operation was assumed to operate "as is", which is mostly in conventional (cash) toll 

collection mode. Therefore, cost savings from AET operations at the 16 (sixteen) 

remaining toll plazas on the Turnpike - locations not affected by  out-of-state traffic 

and the challenges associated with collecting these tolls as the York Toll Plaza 

location - were not considered. 

When analyzing AET, economies of scale must also be considered. Amortizing the fixed 

costs of back office operations of AET over all 18 locations is a key component of the 

total cost savings. As part of their AET conversion plan, the Massachusetts Department 

of Transportation will be computerizing the reading and, upon conversion, invoicing all 

cash users throughout their system. Each license plate becomes an account that can be 

invoiced on a scheduled basis. Because the single largest group of cash payers on the 

Maine Turnpike are Mainers, it is easier to enforce the collection of non-cash tolls on 

these customers.  

c) The study commissioned by the MTA only considered a 10 year study period. 

Since the analysis compared the AET option with a hybrid toll plaza offering ORT and 

conventional cash toll collection, xlii limiting the study to only 10 years did not 

require consideration of the significant costs of maintaining the conventional toll 

operation facilities in the out-years, as well as the salaries of the staff required to 

sustain conventional toll operations at the roadside on a 24/7 basis - nor did it 

consider the significant cost savings that would be realized by AET during this period.  

Some of the greatest savings in labor expenses can be achieved by converting to AET 

at the less traveled toll plazas because all 18 locations are currently manned 24 

hours per day, 7 days a week in both directions. 

These structural anomalies are significant and bias the results of this evaluation effort against 

AET.  A number of other anomalies also bias the results of these analyses against AET.  The 

more significant of these include: 

a) Estimates of the more significant benefits of converting to an AET operation (including 

significant enhancements in both environmental and safety conditions) are not 

considered in the financial analyses. 

 

b) AET toll surcharges and fees assumed are inconsistent (higher) than those typically 

encountered on AET operations, and the reasons for establishing these surcharges are 

inconsistent with Good Industry Practice  for pricing AET operations. xliii  
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c) HNTB's estimate for the capital costs  of ORT conversion at the existing toll plaza ($36.0 

million) was used. xliv  However, Jacobs' recent report (16 Nov 2015) estimates 

relocation costs to MM 8.8 at $40.8 million. xlv  The cost analyses should be updated to 

include current estimates of costs associated with providing ORT at the recommended 

York Toll Plaza relocation site. 

 

d) Traffic diversion estimates are based on surcharges significantly greater than those likely 

to occur - and it appears that these traffic diversion estimates are assumed to occur 

through the entire ten year financial analysis.  Should such levels of traffic diversions 

occur, especially over an extended period of time, action would certainly be taken to 

effectively reduce these diversions. 

 

e) Toll revenue shrinkage in cash toll operations do not appear to have been adequately 

considered in the financial analyses.  Revenue leakage in cash toll operations is typically 

significant and admittedly a problem at the MTA based on observed reduced "run-

through violation rates" at the New Gloucester Toll Plaza after violation enforcement 

systems were installed in the conventional lanes. xlvi  Run-through violation rates are just 

one of many sources of "leakage" (revenue losses) in cash toll lanes - all which should 

have been addressed in the MTA's alternatives analyses. 

 

f) The business rules for ORT operations associated with license plate tolling and violations 

enforcement were assumed to be significantly different than those assumed for AET 

operations. However,  the business rules for managing these issues in both operations 

need to be similar to sustain viability of toll operations in each mode over the long-term. 
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4.0     Summary 
 

The proper review and evaluation of options for the York Toll Plaza requires an investigative 

effort that responds to observations and requests of the ACOE, and includes an unbiased 

review and consideration of all options, issues and risks so that a prudent and responsible 

decision can be made.  This measure of care and responsibility, commonly referred to as due 

diligence, is especially critical when public expenditures and safety risks as significant as those 

encountered at conventional mainline barrier toll plazas are being considered.  Conducting such 

a review requires a thorough assessment of all aspects of the project, environmental, technical, 

financial and socio-political, to ensure that the best decision is made.   

From an environmental perspective, an unbiased review clearly denotes the benefits of AET 

when compared to the MTA's preferred option. (A summary of anticipated environmental and 

other impacts for both options is provided below.)  Of particular note is the fact that the AET 

option (even if implemented system-wide) requires no additional right-of-way beyond the 

existing footprint of the Maine Turnpike - versus projected right-of-way impacts of relocating 

just the existing York Toll Plaza at MM 8.8 of 0.3 acres (an estimate that is misleading because it 

does not include land already purchased by the MTA, or land that may be required to build an 

access road to the new administration building).   

In fact, in addition to offering NO additional environment damage, NO vehicles stopping and 

creating pollution, and less heavy salting, the AET solution enables reclamation of several 

acres of wetlands that have been damaged.  The environmental footprint of the Maine 

Turnpike also becomes significantly smaller when AET is implemented throughout the 

entire system. 

The MTA's analysis of options for this project does not adequately consider some critical issues, 

while giving inappropriate credence to others. This has resulted in the MTA offering a short-list 

of options for public review and comment that do not pass the scrutiny of an independent 

assessment.  The MTA's review of alternatives for the York Toll Plaza is based on faulty logic and 

reasoning.  A more thorough and current review of the facts is necessary to ensure that an 

appropriate decision is made on the best way to resolve the York Toll Plaza relocation issue. 
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Anticipated Environmental and Other Impacts 
at York Toll Plaza for  

MTA Recommended Option vs. All Electronic Tolling (AET) 
 

Estimated Impacts \ Option 
ORT/Cash@ 

MM 8.8 
AET @ 

MM 6.7 
NRCS Wetland (Ac) 1.01 0 

Stream (ft) 801 0 

Vernal Pools 21 0 

FEMA Flood Plain (Ac) 0.31 0 
Threatened/Endangered Species 
Habitat 

31 0 

Right-of-Way 0.31,3 0 

Net Environmental Gain No Yes 

Meets Engineering Requirements Some1 Yes 

Safety (Toll collectors and public) Poor Best 
Satisfies Purpose & Need Marginally Best 

Customer Service Poor Best 

Estimated Construction $ $ 40.8 M2 $ 3.8 M2 

Life-cycle Costs/Retained Revenue Poor Best 
 

Acceptability:     Best  Marginal  Worst 

1) "Southern Toll Plaza, Technical Memorandum on Alternatives Analysis (draft)", 
Jacobs Engineering, Evaluation Matrix, July 23, 2015. 
2) "Maine Turnpike ORT/AET Analysis (Final Draft)", CDM Smith, March 18, 2014, 
pg. ES-3. 
3)  Potential Right-of-Way Impacts includes only land that would need to be 
acquired and used as a right-of-way for the new toll facility.  Land already 
purchased by the MTA and  land that may be required to build an access road to 
the new administration building is not included in this estimate. 
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Peter Mills 
 
Education/Background: 

Born in Farmington, ME  1943 
Gorham High School, Gorham, ME   Graduated 1961 
Harvard College BA.  Graduated cum laude in English 1965 with courses qualifying to become a naval officer. 
U.S. Navy 1965-70 
Univ of Maine School of Law; Law Review.  Graduated 1973. 
Attorney in Portland 1973-82; owner of the law firm Mills, Shay, Lexier and Talbot in Skowhegan since 1982. 
Married to Nancy Mills, Superior Court Justice.  Three adult daughters.  6 Grandchildren. 
State Senate 1994-2002; Maine House of Representatives 2002-04; State Senate 2004-10. 
Executive Director, Maine Turnpike Authority since March 17, 2011. 
 

Military Experience (1965-70):  Five years as a destroyer line officer with sea duty billets in communications, 
operations and intelligence.  Deployed to Vietnam, the Central Pacific and the Mediterranean.  Was awarded the 
Navy Commendation Medal for gun line duty in Vietnam and the Navy Achievement Medal for intelligence work 
on Soviet missile testing. 

 
Maine Turnpike Experience:  During my tenure as Executive Director, I have overseen: 
 Submission of six Turnpike budgets for approval by the Turnpike Board and the Maine Legislature 
 Capital construction of between $40 and $60 million per year 
 Labor force reductions and efficiencies to reflect greater reliance on technology 
 Drafting and passage of a number of changes to state law to improve Turnpike operations 
 The public process by which tolls were increased by 20% in 2012 
 Two bond issues to substantially reduce interest on outstanding debt 
 An increase in the S&P rating for Turnpike bonds 
 Two long range (3 year) labor contracts each containing material reforms 
 Significant improvements to the administration of E-ZPass 
 Resolution of conflicts making use of prior experience in construction and design litigation 
 
Public Service: 
In the 117th Legislature (1995-96), chaired Judiciary and served on Labor Committee.  In 1995, chaired the Property 

Rights Task Force. 
In the summer of 1996, chaired the Critical Review Committee to rewrite Learning Results for the Dept of Education. 
In 1996 and 1997, served on the Assessment Design Team to implement Learning Results. 
In 1997, served on the Children's Health Task Force (to implement S-Chip coverage for children) and on a committee 

to reform pensions for teachers and public employees. 
In the 118th and 119th Legislatures (1997-2000), served on Labor and Taxation Committees 
In 1998 served on: 

The Learning Results Steering Committee to implement education standards and 
The Task Force to Increase Primary and Secondary Forest Product Manufacturing. 

In 1999 served on a Committee on Sawmill Biomass and an Economic Development Incentives Commission. 
In the 120th Legislature (2001-02), served as the Senate Republican lead on Appropriations. 
In 2001, served on the Education Funding Reform Task Force. 
In 2002-04, was Senate chair and then a House member of the Community Preservation Advisory Commission. 
In the 121st Legislature (2003-04), was a House member on Appropriations; also served on the Task Force on 

Retirement Benefits for Law Enforcement Officers & Firefighters.  Became a member of the Health Insurance 
Public Purchasers’ Steering Group. 

In the 122nd Legislature (2005-06), served on the Select Committee on Tax Reform and the Insurance & Financial 
Services Committee. 

In the spring of 2005, initiated and led the “Don’t Mortgage ME” petition drive that stopped the Legislature from 
borrowing $447 million dollars without voter approval. 

Turnpike Exhibit BB



From August 2005 to June of 2006, conducted an unsuccessful campaign for governor in the GOP primary; spoke to 
over 200 gatherings about the state’s current challenges. 

In the 123rd Legislature (2007-08), served as Republican Senate lead on the Education Committee. 
In 2007, served on the Alternative Education Task Force. 
In the 124th Legislature (2009-10), served on the Health & Human Services Committee, the Labor Committee, the 

Maine Children's Growth Council, LURC’s Comprehensive Land Use Plan Working Group Forum, the Advisory 
Council on Health Systems Development, and the Energy Corridor Commission. 

From August 2009 to June of 2010, campaigned a second time unsuccessfully for governor in the GOP primary. 
From November 2010 to January 2010, served on Governor LePage's transition committee. 
From 2011 to 2013, Governor's Advisory Committee on Development of Broadband Infrastructure 
 
Civic engagements: 

President of the Maine Trial Lawyers Association (1992-94). 
Inducted into the American College of Trial Lawyers in 1991. 
On the Board of Pine Tree Legal Assistance Corporation 1994-1999 
On the Board of HealthReach Community Health Centers 1997-2003 
On the Board of HealthReach Network, a provider of health services, 2000-2006 
On the board of the Maine Math & Science Alliance 1998-2005 
Organized transportation summits for Somerset County in 2000 and 2004 
On the Advisory Committee on Health Systems Development (2009-10) 
On the Steering Committee of the Reforming States Group (1996-2010) (An international group of policymakers 

sponsored by the Milbank Foundation to develop state & provincial health policy.  I was co-chair 2009-10.) 
The Maine Coalition for Excellence in Education (2000-09) 
The Somerset County Economic Development Corporation (Clerk & founding member 2000-2011) 
The Maine Children's Growth Council (2008-10) 
 

Currently serving on the following: 
Chair of the Advisory Board of the Margaret Chase Smith Policy Center (since 2009). 
The Muskie School Board of Visitors (since 2002) 
The Kennebec Regional Development Corp. -- FirstPark (Secretary & founding member.  Since 1998) 
The Maine Children's Trust (since 2009) 
The Board of Health InfoNet (since 2009) 
Board of Maine Community Foundation (since 2012) 
Founding member & Secretary of the Maine Virtual Academy, an online school (since 2012) 
 

Publications:  Numerous Op-Eds and longer writings on education, health, tax and public policy.  Many are available 
at petermills.info.  They include: 

"A Critical Exegesis of Maine's Creaky Tax Code" in the MCS Maine Policy Review in 1997 
"Maine's Dubious Odyssey into the Funding of Local Government" in the MCS Maine Policy Review in 1998 
"Maine Tax Policy:  Lessons from the Domesday Book" in Changing Maine edited by R. Barringer in 2004 
"Megawatts from Mountain Tops:  What's in it for Maine?" Vol IX, Numbers 8 & 9 concerning wind power 

development in the series "Choices" published by the Maine Center for Economic Policy in October 2008. 
"Bite Size Democracy -- The Virtues of Incremental Change," in the MCS Maine Policy Review in 2011 
"Maine as a Bulwark of Democracy" an essay for the MCS Maine Policy Review in 2014 
“Climate Policy 2015:  Reports from the Congressional Trenches” published in MCS Policy Review in 2016 
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GARY T. QUINLIN 

TOLL STUDIES AND FINANCE 

Experience 

Mr. Quinlin is a senior project manager at CDM Smith with more than 27 years of experience in transportation, 
finance, and toll technology projects. He has vast experience in virtually all types of traffic, revenue, and toll studies 
includes traffic and toll revenue forecasting, investment grade studies, toll sensitivity, managed lane/high occupancy 
toll (HOT) lane studies, and all electronic toll (AET) studies. He has been a senior project manager for more than 20 
years and has been involved in work for many toll agencies such as Florida’s Turnpike Enterprise, the New Jersey 
Turnpike, the Pennsylvania Turnpike, the Maine Turnpike, the Miami-Dade Expressway Authority, and many more. 

Much of Mr. Quinlin’s recent efforts have revolved around conducting investment grade traffic and revenue studies 
for use in bond issues, such as those for the New Jersey Turnpike Authority (NJTA) and the Pennsylvania Turnpike 
Commission (PTC) as well as AET conversion studies for the Miami-Dade Expressway Authority, the PTC, NJTA, 
and the Maine Turnpike Authority.  

Education 

M.S. - Urban and Regional Planning, University of Iowa, 1989 
B.S. - Sociology, University of Iowa, 1987 

CDM Smith 

Project Director, Miami-Dade Expressway Authority (MDX) Systemwide Traffic and Revenue (T&R) Update 
Study, Miami-Dade County, FL. - Mr. Quinlin acted as the project director for this investment grade T&R study. He 
coordinated all aspects of this work, including the review of economic data collected by an independent subconsultant. 
Mr. Quinlin developed all final traffic and revenue estimates and developed the study report.  

Project Director, Miami-Dade Expressway Open Road Tolling (ORT) Master Plan, Miami-Dade County, FL. - 
As the project director, Mr. Quinlin worked closely with MDX staff in developing the traffic and revenue forecasts for 
the master plan. Estimates of converting the existing system to ORT were developed for traffic and revenue, as well as 
capital and operations and maintenance (O&M) costs. A key element of the study was to “close” the system so that 
current toll-free movements were eliminated from the system. 

Project Manager, General Traffic Engineering Consultant Services, New Jersey - Mr. Quinlin is the nominated 
project manager for CDM Smith’s current general traffic engineering consultant services contract for the New Jersey 
Turnpike. He is the point person for all work conducted by the firm over the period of this three-year contract. Major 
elements of this contract include the development of periodic investment grade traffic and revenue studies and 
participation in financing team/rating agency meetings. Additional tasks include the creation of monthly traffic and 
revenue reports and annual business interruption insurance certificates.  

Project Manager, Maine Turnpike Authority: Independent Financial Risk Analysis for Toll Collection 
Alternatives at the York Toll Plaza, Maine - Mr. Quinlin is currently managing a study to determine the financial 
feasibility of relocating the York toll plaza and converting its toll collection system to either ORT or to AET. A 
specialized model was developed specifically for the York Plaza to test the impact of alternative business rule 
assumptions and operating characteristics under both ORT and AET operations. Forecasts of annual gross and net 
(excluding O&M costs) toll revenue are being developed and compared to the existing condition. 

Project Director, Pennsylvania Turnpike Commission I-95 Interchange T&R Study, Pennsylvania - The 
Pennsylvania Turnpike Commission retained CDM Smith to update the prior study from 2006 that estimated traffic 
and toll revenue impacts associated with a new interchange between I-276 (PA Turnpike) and I-95. Mr. Quinlin acted 
as project director for this study. He was responsible for overseeing all aspects of work, including client contact, data 
collection and review, and the development of estimated traffic and revenue impacts.  

Project Director, Alabama US 280 Elevate Test Level (TL) Feasibility Traffic and Revenue, Birmingham, AL - 
Mr. Quinlin served as project director on this study. He coordinated an extensive travel pattern survey and traffic 
count program, supervised all traffic modeling efforts, developed estimated traffic and toll revenue forecasts, and 
developed the report document.  

Project Director, Pennsylvania Turnpike and I-80 Traffic and Revenue Study, Pennsylvania - CDM Smith 
conducted a study for the Turnpike Commission to support its proposal to the Federal Highway Authority (FHWA) to 
take over maintenance of the I-80 corridor in Pennsylvania and make annual payments to PennDOT for improving 
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other transportation infrastructure in the state. As the project director of this study, Mr. Quinlin was responsible for all 
aspects of work, including data collection, origin-destination (OD) surveys, and traffic counts, as well as the 
development of traffic and toll revenue forecasts.  

Project Director, Eastbound I-580 High Occupancy Vehicle (HOV) to HOT Conversion, Alameda County, CA 
- The client proposed converting the existing HOV lane on I-580, the second most congested freeway in the Bay Area, 
to a high occupancy toll lane to reduce traffic congestion and delay, encourage the use of high occupancy vehicles and 
transit, support air quality attainment goals, and improve motorist safety. Mr. Quinlin served as the project director for 
the HOT study. He coordinated all work efforts, including data collection (traffic counts and travel time studies); 
supervised and reviewed all modeling efforts; developed final traffic and revenue findings; led weekly progress 
meetings; and developed the final study document.  

Project Manager, Pennsylvania Turnpike 2011, 2012, 2013, 2014, 2015, 2016 and 2017 T&R Studies, 
Pennsylvania - Mr. Quinlin served as the project director for these traffic and revenue studies for the Pennsylvania 
Turnpike Commission (PTC). The 2011, 2013, 2014, 2016, and 2017 studies were Bring Down Letters and keyed off 
of prior investment grade studies. The 2012 and 2015 studies were comprehensive investment grade studies. Each of 
these T&R studies incorporated annual rate adjustments into the forecasts. Part of CDM Smith’s role is to identify the 
impacts of alternative rate increases, as well as the differential application of the rate increases to cash and E-ZPass 
customers. These studies are used in support of the issuance of all toll revenue bonds by the PTC. 

Project Director, 2012 New Jersey Turnpike Investment Grade T&R Study, New Jersey - As project director for 
this work, Mr. Quinlin oversaw the development of formal updated investment grade traffic and revenue forecasts for 
both the New Jersey Turnpike and the Garden State Parkway. A detailed socioeconomic review was conducted as part 
of this study, including meetings with planners and economists in both project corridors, in order to develop updated 
estimates of growth throughout the ten-year forecast period. Mr. Quinlin participated in rating agency meetings and 
investor “road shows” as part of his duties for this work.  

Project Manager, Pennsylvania Turnpike Barrier Conversion AET Studies, Pennsylvania - CDM Smith was 
asked to estimate the traffic, gross revenue, and net revenue impacts of converting individual segments of the 
Pennsylvania Turnpike System to AET. The first portion studied was the easternmost tolling location at the Delaware 
River Bridge. This location was successfully converted to AET operations, the first for the Turnpike, in January 2016. 
Operations at this location have been under study to apply to current potential AET conversion locations on the 
Beaver Valley Expressway, the Findlay Connector, and the northern portion of the Northeastern Extension.   

Project Manager, Pennsylvania Turnpike Preliminary Systemwide AET Study, Pennsylvania - CDM Smith was 
a subconsultant on this project and was responsible for the development of all traffic, toll, and fee revenue impacts of 
converting the entire Pennsylvania Turnpike to AET. CDM Smith was also responsible for all efforts related to the 
development of toll system capital and O&M costs. Public outreach and survey efforts were used to collect user 
characteristics and attitudes toward AET. CDM Smith developed a specialized AET model to estimate the traffic, 
revenue, and O&M cost impacts of converting to AET. A key element of the model is the ability to test numerous 
business rules assumptions and their impact on traffic, revenue, and O&M costs. CDM Smith also worked with the 
prime consultant in reviewing legislative/legal issues related to AET and ways to minimize AET revenue leakage.  

Project Manager, Pennsylvania Turnpike Final Systemwide AET Study, Pennsylvania - CDM Smith is 
responsible for all final traffic and revenue studies to be completed in advance of AET implementation on the 
Pennsylvania Turnpike. In addition to refining the work conducted in the preliminary phase of work, this study will 
include the development of pilot programs to test the impact of AET. In addition, CDM Smith is tasked with 
reviewing capital and O&M costs developed by others for this work. The AET model developed as part of the 
preliminary study will be used to test and refine the final operational assumptions that will be used in the pilot 
programs, as well as for full system implementation.  

Project Director, Delaware River and Bay Authority (DRBA) Investment Grade Traffic and Toll Revenue 
Study, Delaware - Mr. Quinlin is overseeing the development of a formal investment grade traffic and toll revenue 
study for the DRBA, with includes forecasts for both the Delaware Memorial Bridge and the Cape May-Lewes Ferry. 
A detailed socioeconomic review of the region is being undertaken in the development of five-year updated forecasts. 
The study report will be included in an upcoming Official Statement, and CDM Smith will attend rating agency 
meetings in support of the issuance of additional revenue bonds. 
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