Maine Turnpike Authority....................................................................3
Long Range Planning and Life Cycle Cost Analysis...........................4
Traffic, Budget and Revenue.............................................................10
Construction Projects....................................................................... 12
Employment Milestones....................................................................16
2013 Financial Statements..............................................................17

The Maine Turnpike Authority was established by the Maine Legislature
as an independent state agency in 1941. It was charged with the task of
constructing and maintaining a toll highway that, in the six decades since,
has become one of the most critical elements of Maine’s transportation
network.
The 109-mile Maine Turnpike includes 65 miles of divided four-lane
highway and 44 miles of divided six-lane highway. Turnpike facilities
include 177 bridges and culverts, 19 interchanges, 19 toll plazas, nine
maintenance facilities, five service plazas, an administration and public
safety building that includes the E-ZPass customer service center.
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appointed by Maine’s governor and confirmed by the Maine Senate. Six are
appointed to staggered six-year terms and the seventh member is Maine’s
Commissioner of Transportation, or the Commissioner’s designee, serving
as a member ex-officio. The board oversees maintenance, construction,
operation and management of Maine’s most traveled highway.
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EXECUTIVE STAFF
Maine Turnpike Authority employees are
responsible for maintenance and operation
of the 109 miles of roadway that serve as the
economic lifeblood for Maine, as well as the
welcome mat for most visitors into the state.
These employees are led by Executive Director
Peter Mills and his team of executive staff.
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Maine Turnpike Authority
Long Range Planning and Life Cycle Cost Analysis
By Peter Mills
There are few business or agencies better suited than the Maine Turnpike to take advantage of long range
planning and life cycle cost analysis. The Turnpike Authority has a singular mission: To maintain one big road
(that carries 9% of all traffic in the state) and support itself with sustainable tolls.
If Maine DOT enjoyed a similar focus with reliable funding, they might be in a parallel position; but they are
not. They fresh every biennium to fight for funds that vary with state and national politics. Although they do
a great job of planning their needs for years ahead, the funding for those plans relies upon Congressional
short-term extensions, unpredictable state bonding debates, and declining fuel taxes caused by high mileage vehicles and political paralysis. Congress has not raised fuel taxes since 1993.
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The Turnpike, by contrast, operates under a constantly evolving 30-year Reserve Maintenance and Capital
Plan. Strategy for the near term is contained in a four-year investment schedule that guides current operations
for design and construction.
The Turnpike’s 30-year plan includes projections for revenue and debt as well as for capital projects of all
types. The Turnpike spends between $40M and $70M per year on capital repairs and improvements.
Turnpike bond issues typically extend out to 30 years with 10 year call features for flexibility in re-financing.
For example, on March 3, 2015, the Turnpike called in about $152M in par value debt bearing interest
of between 5% and 6% and replaced it with $145M in par value bonds costing 2% to 4%. Present value
savings in principal and interest is $24.6M.
The Turnpike is now paying for capital repairs entirely out of revenue and will neither borrow new money nor
raise tolls for the foreseeable future except to take on an entirely new project like the Gorham spur.
Capital Maintenance Planning
The Turnpike’s re-paving program is based on a need to remove the top layer of paving about every 12 to 15
years. Even after filling cracks at the 5 to 7 year mark, the top wearing surface, the first inch or two, needs
to be replaced at regular intervals to preserve the underlying structure for an indefinite life.
When the condition of the surface reaches a critical point, it’s deterioration will rapidly accelerate and yield
more damage to the entire structure than can easily be repaired. Timing for re-paving depends on periodic
inspections of the surface. The Turnpike never compromises on this issue but intercepts damage when it is
most appropriate to curtail it, when the wearing surface has neared the end of its economic life.
Similar concepts apply to bridge decks, steel structures and even plow trucks. The Turnpike has found it
most economical over the long term to keep trucks for 15 years. 87 of them are needed to maintain the
road. That means purchasing about 6 new trucks every year.
To keep trucks that long requires storing them in sheltered garages. When they are 7 or 8 years old, they
are taken apart, sand blasted and repainted. Otherwise, irreversible corrosion sets in too soon. When the
trucks are about 15 years old, it becomes difficult to get parts for them. They are put out to auction where
good value is received for them.
Although the Turnpike does long range planning exceptionally well, two areas come to mind where it is
inherently difficult:
1. Highway capacity planning that depends on predicting future traffic and the state of the economy;
and
2. Capital projects relating to the use and deployment of rapidly evolving electronic systems.
Traffic Planning
Ten years ago, the Turnpike had planned by now to have widened the highway to six lanes from mile 44 in
South Portland up to the Falmouth spur. But suddenly in 2008, our economy was hit with a “black swan”
event, the bankruptcy of Lehman Brothers, the worst recession since 1937, and a downturn of unpredictable
duration.
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Traffic dropped and stayed low for the ensuing years, and the widening plan was indefinitely deferred until
recovering traffic demands may someday make it necessary. The money saved from deferred construction
helped to offset the loss of toll revenue from the recession.
Because Maine offers cheap and recession proof vacations for large populations to our south and west, the
Turnpike’s traffic dropped less than that of most other roads and the Turnpike’s bond rating stayed high. One
of the rating agencies, Standard & Poors, actually increased MTA’s bond rating in 2012 because of how it
weathered the recession.
Long Range Planning for Electronic Toll Systems
Planning to replace electronic systems is always uncertain. In 1997, the Turnpike was the first toll road in
New England to adopt electronic tolling. MTA bought a system called “Transpass” whose transponders were
expensive but highly promising. Within a few years, the Transpass supplier fell on hard times, a competitive
system called E-ZPass came into vogue throughout the northeast, and it soon became uneconomical to
sustain Transpass. The Turnpike’s foray into Transpass was an example of planning too far ahead a little too
quickly.
On February 1, 2005, after a year of extensive preparations, the Turnpike converted to E-ZPass with an
entirely new suite of electronic sensors, computer hardware, and back office software adjustments. This
system enabled MTA to join what has now become the world’s largest tolling consortium, the “Interagency
Group” (IAG) that allows Maine motorists with E-ZPass to travel south to North Carolina or west to Chicago
through 25 separate toll systems in 15 states without paying cash.
E-ZPass has been highly successful. Ten years ago, MTA’s operating costs for toll collection were 26% of
revenue. Today they are 13%. The standard transponder now costs $10 instead of $25. Nearly 70%
of Turnpike revenue is being collected electronically. 39% of revenue is collected from motorists with an
E-ZPass tag from out of state.
Although the electronic systems placed in service during the E-ZPass conversion ten years ago continue to
serve the Turnpike well, they are now obsolete. Anyone who still owns a computer bought in 2004 is probably
using it as a door stop. MTA’s E-ZPass lane servers are just that old. The Turnpike can no longer get parts for
them. Newer sensors, servers, and software are now available that greatly outperform MTA’s legacy system.
Three years ago, MTA began replacing these components in all 19 toll plazas with a more advanced system
that is more effective, cheaper to operate, and easier to maintain. About a third of the plazas have now been
converted and the remaining plazas must be done within the next three or four years before old components
become unserviceable.
The new system is entirely compatible with all electronic tolling (AET). If the Turnpike later decides that it
is feasible or desirable to abandon cash collection in the toll plazas, all of the existing lanes will be capable
of processing traffic either by E-ZPass or by photos for pay-by-plate. All of the new lanes, both E-ZPass and
cash, are equipped with high resolution cameras to record plate photos of vehicles without transponders.
Some people have argued that the Turnpike should abandon cash collection now rather than to invest in
cash booths at York. When leadership changed at the Turnpike on March 17, 2011, it was soon decided
to commission a completely independent study on whether to introduce AET at York or elsewhere on the
highway.
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In a competitive process in the summer of 2011, the Turnpike selected CDM Smith, one of the world’s
leading toll analytical firms who have helped to deploy AET in a number of other jurisdictions. MTA asked the
firm to explain how to adopt AET at two sites, York and West Gardiner/I-295, and to define the consequences
for doing so.
The consultant was not asked for an opinion on the merits of the idea; that was a policy issue for the Turnpike
Board to make. The consultant was asked instead to explain how AET might be done and to spell out the
surcharges, the staffing requirements, the costs, and the traffic diversions that might result if AET were
adopted instead of open road tolling (ORT) where cash collection is preserved.
While the work was underway, the Turnpike commissioned a survey of cash lane traffic so that the consultant
could better calculate what the impact would be to convert those patrons to paying by mail. In the end the
survey, conducted at a cost of $175,615 between August of 2012 and June of 2013, provided a good profile
of cash traffic that improved the quality of the consultant’s AET analysis.
CDM Smith’s study was completed in the spring of 2014 at a cost of $187,000 for York and $136,000 for
West Gardiner. It concluded that to introduce AET at York would cost the Turnpike $6.5M per year in lost
revenue and increased costs. To recover that money would require raising the York toll from $3 to $6 under
toll-by-plate. This would divert several thousand cars per day onto congested Routes 1 and 236.
The report was submitted to the board along with recommendations from staff. After hearings and a period
for public review, the board voted unanimously on July 14, 2014, to preserve the ability to collect cash at York
in order to avoid raising the cash toll and diverting traffic onto local roads.
This vote re-confirmed a decision that had been made by the board five years before -- but this time under
a different chairman, with five intervening changes in board membership, and with a different executive
director and a new consultant overseeing the analysis.
Here Comes the Hard Part
Wayne Gretzky’s father trained him to “skate where the puck’s going, not where it’s been.” That advice is
as cogent for technology as it is for hockey. Modern commerce is littered with abandoned technologies,
8-track tapes, Beta videos, Wang computers, Blackberry phones, and Transpass. There are also many
failed transitions, most notably in Maine the 2005 switch-over for Medicaid claims at DHHS and last year’s
adoption of Epic medical records at Maine Medical Center.
For public utilities, toll highway systems, and other such organizations that seek to remain stable over the
long term, the key to effective planning is flexibility. By way of example, the Maine Turnpike retains its
own customer service personnel to manage E-ZPass and its own staff of experienced code writers to redesign software as tolling technology evolves. In the toll collection field, there are national contractors with
monopolistic ambitions that the Maine Turnpike is protected from by employing its own experts.
If the Turnpike were to abandon cash collection at York and convert to a toll-by-plate system for those who
formerly paid cash and if no surcharge were imposed, then the Turnpike will lose about $27M in the first five
years and $43M in the first ten. The extra capital cost to retain cash collection at York is estimated at about
$31M. This capital cost can be recovered in only six years.
But two other points are important.
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First and foremost, the retention of cash collection capacity at York gives the Turnpike flexibility to convert to
AET at any point in the future when electronic tolling becomes sufficiently accepted by the public to render
AET feasible. No one can reliably predict when that convergence will occur.
The Turnpike has done everything possible in the last four years to promote electronic tolling:
•
•
•

•
•

In August of 2011, Maine, New Hampshire and Massachusetts became the first three states to sign
a contract for toll collection reciprocity.
On February 1, 2012, the price of a transponder was dropped from $25 to $10.
In 2012, the Legislature allowed the Turnpike to drop the commuter discount program so that E-ZPass
transponders could be sold on-line. Since on-line sales commenced on November 1, 2012, Turnpike
E-ZPass sales have doubled to more than 3000 transponders per month. In 2014, 59% of those
sales were on-line.
The new family discount program introduced on November 1, 2012, provides a powerful inducement
to join E-ZPass. This program provides $7M in annual savings to Maine account holders in contrast
to the former program that saved only $2M.
The Turnpike has advertised the virtues of E-ZPass persistently on drive time radio.

In 2014, the Turnpike opened 22,284 new accounts and sold 37,435 new transponders, raising its totals by
over 10% in one year to nearly 200,000 active accounts and over 300,000 transponders. In the meantime,
the Turnpike’s percentage of electronic revenue has been slowly climbing by about 2% per year.
Given the success of transponder sales, the growth in electronic revenue is much less than one might
expect. The difference can be explained by the fact that so few new account holders use the turnpike with
great frequency. Many don’t live near the Turnpike but find it convenient to install a tag on their windshields
for the few occasions when they can use it. In January of 2015, 68,000 account holders -- over 1/3 of them
-- had no transactions. In February, 94,000 accounts had no activity.
Thus, the Turnpike continues to collect 30% of its revenue in cash despite rapidly growing sales of transponders.
Toll roads in other states like those in Dallas and South Florida have adopted AET in tolling environments
where electronic revenue exceeds 85 or 90% and nearly all of the traffic is from in-state commuter cars and
not from out-of-state trucks and tourists.
Massachusetts is making the transition to AET because it has no choice. The capital costs for new plazas,
the unavailability of real estate, the environmental barriers, and the many congestion points on its system
make it extremely difficult for Massachusetts to preserve cash collection. Because the Massachusetts
Turnpike has no bond rating independent of the Commonwealth, the loss of revenue and increased cost of
an AET system have fewer consequences. Their revenue loss is being offset by charging a $50 penalty for
each violation which is causing outrage among those currently being charged on the Tobin Bridge.
Maine’s traffic and real estate environment is entirely different. The Maine Turnpike has the capacity to
install what it needs to remain flexible, to preserve its financial integrity, to avoid imposing penalties or
surcharges, and to prevent traffic diversion onto state highways.
Another concern is the practicality of converting one plaza of the Turnpike to AET without converting all
the others. If a driver without E-ZPass were to enter through an AET system at York and proceed through a
conventional E-ZPass lane at New Gloucester, that person is treated as a customer at York but a violator at
New Gloucester. The billing protocols and the treatment of the patron are quite different under each system.
This gives weight to the argument that a conversion to AET is best done on the whole road at once when the
entire system is ready for it.
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Conclusion
The Turnpike is required by its charter, by state law, by a 38-page rule under the Sensible Transportation
Policy Act (SPTA), and by its bond resolutions to base its decisions on sound long range planning with input
from diverse stakeholders including citizens and municipalities. Language from the SPTA passed by a 1991
citizens’ referendum is typical: “ . . . transportation planning decisions, capital investment decisions and
project decisions must:
B. Require that the full range of reasonable transportation alternatives be evaluated for all significant
highway construction or reconstruction projects . . .
. . .
G. Incorporate a public participation process in which local governmental bodies and the public have
timely notice and opportunity to identify and comment on concerns related to transportation planning
decisions, capital investment decisions and project decisions. The department and the Maine Turnpike
Authority shall take the comments and concerns of local citizens into account and must be responsive
to them.” From 23 MRSA §73.
The York toll plaza was constructed in a poor location on inadequate soils in 1969 with the belief that it would
be dismantled 13 years later when bonds were paid. Plans changed. The plaza has since been expanded,
repaired, and retained for 46 years.
At this stage, the Turnpike must replace all of its aging electronics to keep pace with technological change.
It makes no sense to install new sensors, cameras, lane controllers, and supporting systems in a dilapidated
structure that cannot accommodate high speed tolling.
The Turnpike is considering all of its reasonable options and has engaged the public at every stage. It will
continue to do so. Existing statutes and rules are entirely adequate to guide the process.
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In 2014, two-thirds of
MTA revenue was paid by
out-of-state customers.

75.6 million vehicle transactions, an increase of 3.4 percent over 2013
$123.6 million in revenue, an increase of 1.5 percent over 2013
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Maine Turnpike Authority

*After Discounts*

Toll Revenue by Payment Method NET of Discounts
01/01/2014 - 12/31/2014
E-Zpass Home Tags
E-Zpass Away Tags
Cash
Grand Total

35,185,100.60
48,308,634.35
40,109,238.43

28.47%
39.08%
32.45%

123,602,973.38

100.00%

YTD December 2014 Cash Net
Revenue = $40,109,238
Approximately $26.1 million or
65% of Cash Tolls was paid by
out-of-state customers

Cash
33%

4,574,063.08
48,308,634.35
26,071,004.98

E-Zpass Home
Tags
28%

E-Zpass Away
Tags
39%

YTD December 2014 E-ZPass Away Tags Net
Revenue = $48,308,634

78,953,702.41YTD December 2014
69%
E-ZPAss Home Tags Net Revenue =
$35,185,101
Approximately $7.0 million or 20% of
Home Tags Net Revenue is from outof-state E-Zpass holders.

Total Toll Net Revenue YTD
December 2014 = $123,602,973
Out-of-state revenue =
approximately $81.6 million or 66%
of Total Net Toll Revenue
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Kennebunk to Arundel - Mile 23 to 30
Cumberland - Mile 57 to 59
West Gardiner to Augusta - Mile 102 to 109

York - York River Bridge, Cutts Road Underpass
Saco - Saco River Bridge
Portland - Stroudwater River and MCRR
Portland - Riverside Street and Forest Avenue
Falmouth - Falmouth Road
Falmouth - Piscataqua River Bridges
Gray - Center Street
Lewiston - No Name River
Sabattus - Lisbon Rd
Litchfield - West Road
Litchfield - Litchfield Road
Gardiner - Route 126

Exit 19, Exit 48 and Exit 46 (southbound only)

New Gloucester Mile 63 to 73
Falmouth to Gray Mile 52 to 63
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In 2014 work continued on Exit 80 in Lewiston. The interchange has been designed to improve traffic
operations, accommodate long-term traffic projections and create consistency for existing and planned
development. This new interchange will be a Single Point Urban Interchange (SPUI), the first one in the
state of Maine. This has been ongoing project between the MTA, the MaineDOT and the City of Lewiston.
This year’s work focused on the ramps connecting the mainline of the turnpike to Alfred Plourde Parkway.
The construction on the ramps was the final part of phase I. Phase I was a $5.1 million project that began
in January 2014. In late summer and early fall there was a series of ramp closures for construction
activities. These ramp closures were well advertised and detour routes were provided. There was
minimal disruption to turnpike traffic. Phase II of the project, which includes reconstruction of the
mainline and bridges, began in late 2014. It will continue throughout 2015 and will extend into 2016.
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In the summer of 2014 the Maine Turnpike Authority continued its multi-year project to install new
electronics in all 133 toll lanes, both cash and E-ZPass. The new electronics are manufactured by
UTS/TransCore and is known as the “Infinity System”. Three interchanges underwent the conversion
in 2014, Exit 19 in Wells, Exit 46 Portland and Exit 48 in Westbrook.
This work included the complete reconstruction of the existing structural concrete slabs at the nine
entrance lanes. It also included demolition and reconstruction of the islands, booths and canopy
and the upgrading the cash system tolling equipment. This project also contained the installation
signs and traffic control devices. All of this complicated construction was done while traffic still
flowed through the interchanges.
Work on these toll plazas continues into 2015.
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On August 11, 2014 the Maine Turnpike Authority raised the speed limits on portions of the road.
According to Executive Director, Peter Mills “with the improvements that have made Maine’s
Interstates safer, such as added guardrails in the median and clearing along the highway, it makes
sense to raise the speed limit to the rate of which most people are already traveling, if it is safe to
do so.”
Starting at 5:00 am on a Monday morning the Turnpike maintenance crews were out replacing
approximately 100 signs along the highway. The work was completed in one day. The MaineDOT
also raised the speed limits on portions of I-295 and I-95 in 2014.
Now the speed on the Maine Turnpike is 70 miles per hour with the exceptions of:
• South of mile 2.1 on I-95 in Kittery, the maximum speed remains at 65 mph.
• On the Falmouth Spur, the maximum speed is 60 mph.
• Through Greater Portland, north of mile 44.1 in Scarborough and south of mile
52.3 in Falmouth the maximum speed is 60 mph.
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Casey Hall • Facility Systems Operator
Arlo Pike • Safety Coordinator
Michael Sherman • Highway Maintenance III
Kenneth R. Barnes Jr. • Highway Maintenance III
Lynn M. Benavides • Toll Collector I
Jerry R. Boucher • Toll Collector I
Jason R. Cassette • Toll Collector I
Mark A. Ekholm • Toll Collector I
James A. Hicks • Toll Collector I
Joyce M. Martin • Fare Collection Coordinator
Lorelei E. Michaud • Toll Collector I
Calvin Paquet • Communication Center Specialist
Jean-Guy Paquet • Toll Collector I
Richard S. Parlin • Sign Maker
John P. Sirois • Director of Finance
Danielle Slator • HR & Benefits Specialist II
Cecile Champagne Thompson • Deputy Director Human Resources
Leo P. Labbe Jr • Highway Maintenance III
Ronald E. McCarthy • Equipment Body Mechanic
Gregory B. Stone • Toll Revenue Auditor
Barbara J. Kelley • Toll Collector I
Michael J. Dougherty • Toll Collector I
Timothy E. Harris • Fare Collection Superintendant
Anita F. Metcalf • Toll Collector I
Jane M. Oldham • Communication Center Specialist
James S. Sotir • Highway Maintenance Foreman
Mark F. Gustin • Building Maintenance Foreman
Laurel J. Martin • Communication Center Specialist
Ernest P. Rowe • Automotive Mechanic III
Gregory D. Sotir • Violation Notice Processor
Jo-Ellen Williamson • Toll Collector I
Jay W. Colby • Toll Collector I
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