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Good afternoon. Thank you for holding.  

Hello, and welcome to the national transportation operation coalition talking operations webinar incorporating pricing into the long range planning.  

I will be giving a brief introduction about the web conferencing environment before turning it over to Darren Buck from the Federal Highway Administration. Please be advised that today's seminar is being recorded. The seminar will last approximately one hour and 30 minutes.  The first hour will be for the presentation and the 30 minutes will be for questions and answers.  If you have a question you can type your question in the chat box and submit it to the person you choose to ask your question to. The presenters are unable to answer your questions during the presentation, but the moderator will use some of the questions typed into the chat box during the question and answer portion of the seminar.  

If you did not register beforehand for this seminar and you would like to receive that notification, please send your address to me via the chat box and I will be sure to send you the list. We encourage you to direct others in your office that were not able to attend this webinar to access the recording. 
The presentation used today is available for download. To download a file, click with your mouse on the name of the file that you wish to download, and then click on the box that says download the presentation.  

I would like to introduce Darren Buck, the moderator of today’s webinar. Darren is the marketing specialist for the Federal Highway Administration Office of Operations. His duties include overseeing the outreach activities of the National Transportation Operations Coalition. Now, I will turn things over to Darren who will start things off for us.  

Thank you.  

This is the second series that we have been doing on the topic of value pricing. It has been proven to be informative, especially for someone like me who is new to this type of realm. We hope you find today's seminar very valuable.  We are going to hear from the state department of transportations and regional planning authorities. We’ll get details on how and why they have gone through the pricing, what is behind the decisions, how their transportation agencies are routinely assessing the pricing and the managing as the solutions and the congestion problems. Washington and Texas provide 2 very interesting case studies on pricing roads and we hope you find the diversity perspective to be valuable. 

Rob Fellows is responsible for full planning and policy development within the Washington State DOT. He has 29 years with the transportation planning experience split 50/50 between highway and transit long range planning and masters degrees in public administration and transportation science from the University of Washington and MIT respectively. Rob has managed major corridor planning processing including the 520 transit Washington study, the FAST corridor freight program and the system-wide HOV pre-design studies. Joining him from Washington State is Matthew Kitchen, the program manager for development in the data system and analysis department. He has ten years of experience of transportation planning and economic development.  He specializes in transportation planning, economics, and financial analysis. Recent work has included $3 million behavioral research experiment of traffic choices studies. One of a kind research project designed to collect and analyze procedural data of drivers’ choices. 
Mr. Kitchen has served on a number of project panel and classrooms and has presented numerous papers at the national and international conferences. With that, I will turn it over to Mr.  Fellows and Mr. Kitchen.  

Thank you.  

Good afternoon from Seattle.  I want to mention one thing about this first slide and that is I heard I was going to be moving to a new division called the washed-out tolling division. We are changing our organization as we go. When I saw the announcement for this webinar, I got a little worried.  It suggested the irrational process for systematically planning and prioritizing toll projects. I have been working with tolling for a year now. I can't seem to encompass it all yet. What I think the better story here is that we’ve made substantial progress over the past few years to raise awareness and acceptability of tolling to the point where we can have a serious policy decision about it. Pricing, now, is a big part of our policy consideration as part of the development of our metropolitan transportation plan.  I'm going to spend a few minutes describing the content and the history about the process that our MPOs are undertaking.

So we’ll talk about how tolling projects come about and how decisions are made and then we will turn it to Matthew. Making progress in tolling is not just a matter of developing plans and methods. Tolling remains a difficult topic. It may be a good thing inevitably, we need to move slowly into discussing it.  In that context it is very difficult for us at the state DOT to get state legislature to see we have concrete and specific plans that go beyond the planning that they have directed us to pursue. It is important to note that much of the progress that we have made on tolling has occurred outside of the state DOT and through processes that promote dialogue and raise awareness and acceptance about tolling.  Internally, we have a struggle to keep the system concept in our minds front and center and to develop methods with the tolling options policies and financial issues. That is what we focus on internally. There are a lot of immediate deadlines to deliver and it's always a challenge, I think, to inject a systemic look when you have fast-paced delivery schedules.  I am sure you have all been through that. We have two toll facilities and we are working on a third. I will describe that in a few minutes. The legislature’s approach to tolling is that we will consider it when we have to, but they don't want to give the impression that we’re on a path to systematically tolling everything.  

A little on the history: We have a long history of tolling in Washington State, mostly on bridges. We have a 20 year period between tolling eras where all of the freeways were free. And the newest tolling facilities are breaking new ground.  Wanted to describe a little bit about how we got here. A few years ago -- this is not passed in 2005, I'm sorry about that. I should have put a decade ago.  We had a period of interest where the legislature showed a lot of focus on the private partnerships which include the tolling. That bill passed unanimously and that happened a good decade ago.  Of the six projects that washed up with parts to deliver public/private projects, five of them went by the wayside, there is a lot of public opposition. I would suggest that, you know, it was possible that it was never clear to people why they were paying for tolling and others were getting through for free. It was an innovative program, in the sense that the proposers did not have to advance projects that were on regional plans or even on facilities that were owned by the state DOT.  It did result in one of projects that survived which is the Tacoma Narrows Bridge.  That's the picture in this slide. The Tacoma Narrows Bridge started out as a public/private partnership, but our legislature became concerned about the private aspect of it and felt that the state could finance the project just as effectively and bought the project back. So now that is a public washed out project. 
I want to talk a minute about the efforts outside of the wash-out that raised awareness of tolling and brought us to the point that we can even have this discussion.  One was the state transportation commission. The legislature funded an effort that the commission carried out to a book In that case, comprehensively at tolling across the state.  They recommended 7 potential tolling quarters. I don't have them all mapped out here, but there are stars on the map. Meanwhile, the Puget Sound Regional Council has done several things to promote the tolling, and they are going to be talking about that a little bit more in a minute. Matthew did a demonstration a few years ago about regional tolling and that was very instructive and raised a lot of awareness about the potential of tolling. And the PSRC has also convened fairly high level pricing task forces to engage business community and policy leaders. We have also had outside groups that have had discovery institutes that have had a lot of attendance. 

The next step in our road towards tolling was the development of some major projects. Basically, there is a practical thing that has moved us in to the tolling, and that is that we have expensive projects that we have no way to pay for otherwise.  We have a bridge which has a limited life, and it absolutely needs to be replaced. I think people understand that here. The cost to do that is much higher than the traditional gas tax and funding that we get paid for. We had an earthquake here that didn't knock it down, but it crippled the waterfront freeway here and it needs to be replaced. And then we have some other projects around the region that have gained this major project status. A couple years ago, a major effort was made to fund these through a tax funding process, and there would still have been some funding on 520, but the rest of the projects would have been tax funded. That has failed at the polls. The second time was for the transit piece of that which passed. But these mega projects are sitting here unfunded at this point and the only way they are going to move forward is with non-traditional financing.  

A couple of years ago, or last year, legislature set up a frame work for the tolling in Washington. They established legislature as the toll authority for levy tolls in the corridors, and they established the transportation commission as the toll rates authority. So tolling authority is shares.  A couple of things that are worth mentioning is that they have established that there are two goals for tolling in Washington: revenue and also traffic management.  So that is something that is may be a little different from what you hear from the folks in Texas. It allows the tolls to continue even after the levy is built and even after the improvement project is completely financed. It leaves the door open for a variety of mobile options if you’re part of an improvement projects.  

This is the summary of current tolling projects in Washington. The Tacoma Narrows bridge in 2007. The SR 167 HOT Lanes Pilot project which was converted from the utilized HOV lanes south of Seattle, which has been open for a year.  Both of those have been successful projects and we are working hard on implementing a unique project on the SR 520 voting bridge where we are part of the urban partnership program that will establish early tolling, meaning we’ll start tolling in October 2010 before the bridge replacement begins; and that is intended to not only raise the revenue to bring down the finance cost of doing the actual project, but also to manage the traffic while it is going on. It involves advance technology, as well as transportation and management efforts.  

I going to skip through this. We have electronic tolling and if you are interested you can read this later in the packet. 
I want to talk a little bit about how the legislation charged us to make a decision on the SR 520.  It was a two-part process.  The first part of getting to the toll authority was to establish a toll implementation committee and that is made up of the department's secretary, the executive director of our regional MPO over here, and the transportation commission member.  And it also had a technical program that models the scenarios to test the revenues and diversion effects. And a lot of public outreach and public polling and other types of things that were summarized in a report that went to the legislature this year. Allowing the legislature in the next session to authorize tolling this year to begin in 2010.  It is a lengthy process.

They also funded several other processes to look at financial feasibility of two-lane express toll lanes in Seattle. Also, an outreach process to look on tolling on the Columbia River bridge project which extends to Oregon. And toll feasibilities to extend to other highways. So this is how we begin the planning process and we basically establish the line items in the legislation.  

So I said earlier maybe too strongly that we follow the legislatures lead on the toll implementation. It is not entirely true that WashStart doesn’t take a position on tolling. We have a program called Moving Washington, which is aimed at balancing operating efficiently and managing demand. Tolling is a big part of that program. We just received a federal value pricing award to plan for the conversion of our 250 mile HOV lane system and to hold express lanes. I hope that is a subject of some future webinar. We haven't gotten started on that yet. That is it for my presentation. I'm going to turn it over to Matthew.  

Thanks, Rob. Hello, everyone.  

We are having an unusually warm and sunny day here in Seattle. I hope everyone else is enjoying the weather. I'm going to take off where Rob left off and talk about a regional transportation planning process that we are currently engaged in.  We are updating our regional plan, and pricing and tolling are a major dimension of all of the plan alternatives that we are currently evaluating. We are going to talk about the planning objectives for our plan updates,  the analytical tools that we have developed to help with the assessment of tolling and pricing, and I'm going to talk a little bit about the actual construction of the planning alternatives where tolling is a major design element,  and then I'm going to present, briefly, some data results from some of the modeling and the economic analysis that we have done and then conclude with the broad findings on implications of other planning processes.  We here at the Puget Sound Regional Council, we are not only a metropolitan planning organization, but we have a role under the state for coordinating land use on a regional scale. We are also are the economic development district for the four counties that constitute our region. So we have a role in economic development planning. So the objectives that we have for any regional plan update, like the transportation plan that we are engaged in now, are very broad and conclusive of those other functions. To be consistent with those objectives, we have developed a very deliberate process for identifying some criteria that we would use for making assessments for plan alternatives and ultimately developing the final plan that would be adopted for our region. That evaluation was fed by data results, analytical results, across a range of the identified criteria.  They are listed here. I won't talk about each one of them, but we have specific measures of what we are doing so that those who are involved in making the decisions have some quantitative information on the relationships they care about. Today, I am really going to talk about the mobility measures, some finance measures, and some of the findings related to environmental consequences of, in particular, the vehicle emissions consequences and alternatives that we are testing.  

So to facilitate in doing some better analysis of tolling and pricing, we have been involved in a multi-year effort to continue to improve our analytical tools. In particular, we have an integrated travel and land use modeling platform where the land use model, urbanism, and that is a micro simulation model, where the travel model is a trip-based model. We have made specific improvements to the travel-model in the area of pricing analysis. Some of those include the development of a tour generation model, and this is the first step toward a more full implemented activity based model. We now have a new choice model with transit sub modes. This is important to our region when we are implementing the rail and in looking at the pricing.  We have looked at and updated the approaches of representing the vehicle classes, and I will show you information for that in a minute.  These updates values of time have benefited from the research we were able to do on the traffic choices study that was mentioned earlier, the instrumentation of vehicles with GPS tolling devices. We have made use of satellite tools with the hot lane analysis like the toll optimization model, which was developed by Eco Northwest, because simply analyzing hot lanes in an aggregate model setting is not very fruitful. And we have developed benefit costs accounting software that allows us to appropriately treat and develop measures of consumer surplus for travel time benefits, as an example, that is not simply taking the aggregate model information and represent that as benefit cost findings, but aggregating those in the surplus mass and throughout the model frame work.  

So a quick chart to show the values of time that we have for both our travel model and our benefit cost analysis, simply to show you a reasonable disaggregation of values of time by vehicle classes and the times of day for certain vehicle classes. I want to take a moment to describe the process that we use to develop plan alternatives.  We knew tolling pricing was going to be a major design component to these alternatives. We started by doing some simplified tests on the hot lanes, area charges, parking charges, tolling, freeway net work,  and we have done this in the model without including any new changes in the networks or the investments in the projects. That was to help us gain the insights on designing the plan alternatives where we would want to reinvest the revenues in new supply. The process was to first look at the tolling concepts, use the information to design the plan alternatives, design supporting elements to the pricing and the investment packages for each alternative during the evaluation, and that is where we are at this point, and we have not developed the alternatives, but that will be a future step.  How this looks for any alternative is something we would be looking into the rational policy, in this case, it's part of the quote by William Victory. It is going to supply the design and the price response, and that is going to give the price policy on the demand.  And then we would integrate those in the model and analyze those as a single analytical package.  

Briefly, I’ll describe the six alternatives. We have a baseline condition. We have alternatives and the first one is the price element. The tolling element is a one-lane, hot-lane, network in terms of the expense of our freeway system.  There is a minimal amount of investments on capacities on the road way and the transit sides. It has a two-lane network and that is amongst much of the same in the network, but it also has non HOT lane related roadway supply and transit supply, and that is especially for the rail transit and alternatives. Alternative three deals with issues on the tolling and the freeway network and that is geared towards the highway projects. This is a traditional approach in the highway supply.  Alternative four is broadly tolling freeways within our network but it is not specifically to the supply side, it is not constrained to the portion of the network where there are new projects planned.  Alternative five is a broad application of tolling across the highways in the arterial networks, not unlike the principle we tested as a pilot in the traffic study. What will become clear as I am going to show you information now on the findings is that the pricing policy can't be completely independently evaluated from the other investments and supply that are associated with any one of these alternatives.  We have measures of improvements, reliability, travel time reliability, changes in the vehicle operating costs and other measures that are associated with the consumer surplus benefits or costs associated with toll payments. What we are showing, essentially, is one of the building blocks of one of the benefit cost findings where they are heavily influenced, especially in the cases of alternatives three, four, and five, by the tolling policy. These are monetary benefits in millions of dollars in the year 2040.  

We have benefits in the financing and the costs of these alternatives. These are going to be the cost of 20 to $40 million to allow the direct comparison to the benefit. We are also able to estimate the revenue opportunities associated with in this case, the toll policies. The gray bars are the revenues and in the cases of the hot lanes there is a generous amount of revenue that is generated from hot lane networks. We can also measure and monetize the air quality implications and the various pollutants and the case that you will see here is more of a broad based type of tolling and you see the substantial benefits associated with reduced emissions. This is the type of information we are able to generate.  We package these along with the other measures that are part of the evaluation measures which were listed earlier. They are being reviewed at this point by our boards to make the judgments on the utility and the various applications on the tolling and pricing. All of those pieces can be brought together in a benefit cost. As a result, these were no longer constrained to looking at the benefits and the analysis.  You can see that we can give the information to our boards about, essentially, the production opportunity for the economy associated with different transportation alternatives.  

So in brief, just to wrap things up, what have we learned so far in the analysis of tolling and pricing in terms of regional planning analysis. The objective in all cases was to maximize the benefits of the users within the system and not to generate or yield large revenues. That brought up analytical challenges. In the case of HOT lanes, it must be done outside of the four step model. And in the case of tolling parts of the network, you have to consider the diversion consequences and make adjustments to the toll rates and this is in application of the Ramsey type pricing. 
We also face the challenges in other aspects of modeling and we have to have reasonable treatments in this time of day and response.  We have to make sure there is reasonable feedback in all of the elements of the modeling. In our case this is the effects of toll policy and potential changes in the land use.  In the case of the hot lanes you have to think carefully about what the alternatives to the hot lanes would be. That may not be reasonable for a 30 year out analysis. We also did work on coordinating type pricing, parking pricing, and it should not be a particularly refined approach to providing benefits to the system. Almost any variability in the price by time of day, it attempts to approximate the prices by the low conditions which are producing sizable benefits to the users.  A few of the findings are broadly related to the planning as opposed to the just narrowly tolling. In developing the planned alternatives, we found that there were practical advantages to setting the pricing policy first and then making adjustments to supply it.  It frankly helps to resolve the potential design problems.  Anything to do with pricing, the question of how you use those revenues matters significantly, and in the toll questions, that is answered for you. In the question of the broader planning analysis, this is a major determinant of the toll policy. We found that it is important and we have done it already. We have the midsized capitol investments and it becomes redundant in the face of pricing.  We do know that in a more refined manner than we are able to represent in our modeled environment, having some variation of tolls in the specific classes can significantly aid in addressing fairness issues. Finally, there is no real substitute for the proper accounting of benefit costs in the retail manner. This is some of the disaggregated means of being able to apply the consumer surplus math.  We’ve got the next steps. Those are developing the new alternatives  and the jury is still out on whether this is going to significantly help the decision makers come to the judgments about whether the pricing should be a greater part of our future or not. We will keep you posted as we find out.  

Thanks very much.  

Thank you, Rob and Matthew.  

Next up is Dan Lamers for transportation planning with the Texas council of government, and he has been with them since September 1985, and he has received his bachelors from Virginia Tech and he has subsequently received his masters, and he is a registered engineer in Texas. And joining us from Dallas' district is Matthew MacGregor. Matt worked in the urban and congestions in north Texas. He is engaged with the regional partners to develop pricing policies, conduct traffic and environmental analysis and pricing objectives.  

Gentleman, the floor is yours.  

Thank you.  

We are going to go through north Texas' experience and developing the capabilities over the last 15 or 20 years.  

Yes, it is not morning in Dallas right now, but this is what many residents of the Metroplex wake up to every morning. We have not been able to keep up with the capacity of growth that has happened over the past 20+ years in our region.  We are not going to solve our mobility problems as we have in the past with the line of revenue and trying to build our way out of the congestion. The reason they have turned to the toll roads in order to provide for the additional capacity is that we are experiencing a funding short fall of $30 million to operate and maintain our existing transportation system. That does not include adding any additional capacity, that is just to maintain the system. We want to make sure we are including the HOV component inside our opportunities to reduce the number of vehicles on the road. 
The opening slide gave you the idea of the type of congestion that we face.  This slide is geographically showing you where we are today. Ft. Worth is on the left, Dallas is on the right, and the airport is in the center there. If we spend all of our money on maintenance, which looks like what we are going to have to do, and we don't have the money this is what the picture is going to be. It's going to expect to lead to a grid lock in our area. If you plan to build, the picture looks better, but it is still not close to what it was in 2007. This should be noted that the 2030 picture has $18 billion worth of projects on the toll roads and managed lanes.  

So what would happen if we had to cut $18 billion out of our roadways and our plans? In other words, if we didn't get the $18 billion worth of revenue of toll lanes, this is what the picture looks like.  Congestion gets significantly worse and would be in pretty bad shape. You can see the metropolitan plan which was developed in 1997. It is called mobility 20/20. That is 130 center line miles with roadways and prices on them.  We have the mobility 20/30 which is containing $18 billion with over 700 centerline miles. It has not been easy. Literally, it has been a bottom-up education effort to demonstrate that the money for the sorely needed capacity was not going to come from our traditional revenue sources; it has come from the state legislature who has allowed us to continue to explore the roadway pricing options. It has not been easy. We are reminding our elected officials that money does not grow on trees and it is not going to fall from the sky. It depends on the time of day, the pricing, the congestion. Not all of these are going to be implemented right away, but they will be phased in to adapt to a future condition.  You will see how we are going to implement the pricing from the first only fully functional lane which will be introduced next year.  

The challenges continue as we move towards the implementation of price facilities It's one thing to put this in as long range plans and maps, it is quite another to actually put them into operation. We quickly found out that others have ideas on how to do this. It's scary and uncomfortable at times, but it is rewarding when you see those who have previously been skeptic of the road pricing options have turned into some of our strongest supporters once they understand the economics of the situation. Matt will walk you through the process that we went through and the policy and how we are putting this type of pricing into practice here in the DFW area.  

Thank you Dan.  

I want to slide chairs just a little bit. On a mobility plan, it's important to integrate these too. We can't implement these projects unless we have good congruence between the mobility planning and the project development process.  It is kind of like the age old question that is further illustrating the aspects of the regional plan with the air quality and policy direction. Which came first? The chicken, the egg or the road. We would like to know also, which came first, the policy, the practice or the law. You have to revisit each of these over time because one of those have build on the other and in Texas we visit with our legislative sessions every two years  and that gives us an opportunity to update based on where we go through the practices and the research and other technical sides of the equation. We have had five major legislative actions over the last decade or so. They have laid the ground work, initiated the program, refining the program, and it is too early to tell what the definition of the refinement may be. It will be depending on the progress that we can make with the tolling and the pricing.  What I want to focus on is:  Dan mentioned a bunch of strategies in this region to implement the congestion pricing.  What we focused on first was the lane concept and policies. We have a lot of facilities that can be a price-type of project.  

On these various policies which have been written since 1993 all the way to 2006 where we have adopted the specific managed lane policies, and I will go into that in more detail, but they each build on each other confirming the fact that we want to convert existing freeways to toll type facilities. If you have the access revenue, what do you want to do with the revenue? If you have the contributor of the project, then you should share within that game to apply that back towards the transportation. Working through our toll authority, we are developing the policies on the toll roads and that is used for the toll roads.  We think that we can manage lane facilities in three ways. The top way on the managed toll roads those are on the managed toll roads, that is more like a traditional toll road, and that is going to implement the congestion on the toll road that isn’t traditionally be done.  You can charge more during the peak hours and off-peak it can change a little bit so it is more revenue specific. We have not implemented that on the local toll roads yet, but we have future triggers that may make more of an incentive to do that. On the initiatives of the HOV, that is your hot lane networks. We are looking at that in more detail as we move forward.  And the managed express lane is what we are going to employ on major projects and the initiatives. We are expanding some facilities and we are reconstructing them and we are adding money on each of the projects and that has helped to leverage the remainder of the project. We began the process three years ago to develop the policies. We had to ask what the purchase of the managed lanes,  what is the elements of the managed lanes, the time of day, the occupancy, is it fixed, scheduled or dynamic, what should the rate be, and how do you vary it by the corridor. We had to take the leveraging and the market-base pricing, and we have developed what is called a boxed cap. It allows you to adjust the price below the cap to allow the traffic to move appropriately. You have to have that cap move so it is above the conditions all of the time.  The operator can operate under the cap, but if there is a need to meet the cap, they can raise the cap.  As they change, you have to reduce it to underneath the cap.  

We have developed a 19-point policy. I'm not going to read all of the points, but in the PDF version of the PowerPoint presentation, at the end of it we included the 19 point policy. We have set a 75 cents per mile cap.  After six months we think we can have a dynamic pricing. The soft cap could come in to play after you move forward. We are going to have an HOV discount during the peak period. We need some consistencies for revenues for the operator.  As far as the revenue is concerned, they are going to return it to 50% back to the operator of the HOV. The HOV patron will pay his 50% out of his account.  They will keep track of what the rest of the toll is and we will pay the developer or the operator the 50% returned toll.  

There is no discount for specialty vehicles. What we mean by that is no transit buses are allowed. The van pools get a 50% discount, a low emitting vehicle, the green vehicle, per se, we are not giving you a discount at this time. There is a minimum speed of 50 miles per hour.  If they are dropping below 30 miles per hour, there is a return that is going to go back through the region to be distributed to the region.  We don't have the funds to return yet, so that is subject to be amended. It was in 1996 that we got the chicken or the egg project approved. Not all of the policies were even in place, but we have a provision. Not all of those in place as far as the regional plan.  Those programs provided a better mechanism to implement the management policies that we are looking to develop. The I-30 project is in the HOV mode first. As Dan mentioned, probably about two years from now we will be able to open that up for pricing. And then the 635 project in express are the first two pricing lane projects. These listed are all three rather large projects.  Each of the projects if you sum them up there is about $3 billion worth of public money to be spent on the projects for the construction subsidies or maintenance requirements over time. There is a $6 billion dollar return of private sector money over a 50 year time frame.
This is another map that illustrates that we are making progress within our regional plan. The brown facilities are the managed lane projects. The dark maroon ones are the toll projects, and there are some projects that considered a big major loop that is called loop 9, and that is a long-ranged study. We are making progress on these to have more forward priced facilities.  Some of the future possibilities as Dan mentioned in his strategies, and there is a whole list of strategies we can use. We have the HOV system which is introducing more of the hot lane system over time as they are getting congested.  We have the employer based incentives to reduce the congestion. We want to demonstrate the toll lanes and two to five years from now, we will update and monitor these yearly as required for our future projects.  One of the things we are finding and Dan will echo this as well, but we have a common theme of topics when it comes to pricing. We have leaders, transportation agencies, and what changes are the projects themselves that we need to find solutions to the problems.  In any of the groups, people are changing every two to three years and some of those in the industry are being maintained and we are talking about those over time to maintain our stuff. We have to stay in an educational mode.  That's our biggest challenge is to continue to look in the mirror and answer questions as we move forward.  

Do you want to echo anymore on that, Dan?  

I think Matt is exactly right that the future of where we are going, technically, we can figure out how to make all of the facilities work.  We can figure out the sweet spots so to speak as far as what to charge under the various conditions, and that is the easiest part. The hard part is to help sell projects to the various public that you see in the puzzle. We have to figure out a way to help them understand the pros and the cons of what we are trying to do. Technically, we are in good shape. Right now, legislatively and public policy wise we are in good shape, but as we move ahead with the implementation, that can all change. Stay tune as we are moving forward.  

With that, I think Matt and I are done.  

Great. Thank you. This is Darren again. We will start hitting some of the questions you have submitted. If you have further questions, please feel free to type them in the chat box.  I have been joined by Wayne Burman who is the program evaluator here. 
The first question is echoing the last point that Dan was making regarding the selling of congestion pricing. Congestion pricing needs to be sold.  Is there funding available for the officials to travel to that piece on an application.  I ask the presenters if they have concrete examples of the legislators or the administrators who saw a successful application of priced or managed lanes and if that swayed their opinion on it or them if you will.  

I would say that here in Texas we could probably come up with several examples of legislative champions of toll roads, managed lanes, pricing in general. For example, we can come up with a long list of those who have opposed it, but if you are interested, we can point in the right direction to have you talk to the local officials and the legislators who have strong contact with. I wish there were money to send folks out to see how it really works.  There is so much misinformation on how it really works. It would be nice to have the elected officials talk to the peers so they can understand it better. 
We know the examples in Minnesota, Denver, California, and elsewhere across the country, Seattle, and we have our first launch project in Houston, the freeway, and it seems to be working well in the pricing and the projects that are out there but they are far spread. And it is hard to get people out there to see the success in each of the communities.  

This is Rob in Washington and I think there is a lot you can do without travel, of course, to fill people in and show people what is going on in other parts of the country, but we also had back before we had to fill out the state travel forms, but we had people to look at Minnesota. It may be a FHWA question, but we have programs that can be used to raise the awareness with the electives and the policy makers. 
I know there is a program with the TRB to quantify the performance measures with the toll roads and the managed lanes and the system priced facility and there is a lot of research going on with that.  As I said earlier numbers and statistics are the easy part and it only goes so far and it is really helping, and I will just pick on this right now, but it is the elected officials and they are concerned about the political livelihood, and I think it would benefit for them to see that the projects work technically and make sense, but politically they are not a death sentence to the elected officials.  I think that is the part where there need to have effort put into it. 
Okay. The next question is with regards to the revenues. How is that shown with the MPO and the financial plan within the STIP and TIP.  

You are out of my league on that one.  

That is a good question for Matthew, maybe, but the STIP are a big organization that is handled by a small group handled in Olympia.  

How are the transit and the highway costs split on the five alternatives shown on your slide?
Sure you know it's -- depending on the alternative, quite a mix. Each of the alternatives over a 30 year period, essentially, have projects in them that range between about 150 and $200 billion. For instance, alternative five, an aggressive investment in the transit capital, and there is nearly $24 billion in the transit capital in our funded baseline. And there is about $8 billion in the highway capital. Whereas in alternative two there is a $35 billion roadway capitol package beyond the funded baseline in the smaller transit. It varies quite considerably. And in the cases where there are modest tolling in the hot lane networks, that's going to have a larger influence on the benefit cost results rather than the toll policy.  

Revenues in our planning process as distinct from the TIP, is not really something that we have to worry about yet. We have minimal toll projects in operation. Revenues are both the cost and the benefit, the transfer essentially, and that is from one portion to the other. There are cost implications not necessarily for the beneficiaries of the given policy. That is an interesting area. 
We have had a few questions with transit.  Can you characterize, if you haven't already, the role that transit does play in your plan. 
This is Rob. I think in the DSRC scenarios, they are looking at using toll revenues and using those for a different purpose.  That is one area that comes into play. Traffic plans in this region are extensive and are a part of all of our corridor projects. And are a part of our open partnerships with the 520, and, you know, it is hard to exactly nail down the connection between the transit and tolling except through the use of programs question and the use of managed lane question.  

This is Matthew. I think there is a strong opportunity for synergy. What we do is work with our local transit authority and we try to marry where they have the parking right stations or light-rail stations with access to and from the managed lanes. Sometimes it will be a grade type access where you have to merge into the traffic, but in many cases we are having separated entrances and exits to help the bus side incorporate the routing when they are open.  They are not going to put the bus routes on the freeways because it is not predictable, they need a separate facility where we are operating at a 50-mile an hour average.  That is a long-term benefit while they are open. We have a van pool component where the employers can have a van pool for their employees and there is a benefit there. There is a transit and passage for the HOV employees and you can arrange the buses within that capacity. That is the benefit of it.  

This is Dan. I will add to that and say that specifically the speed guarantee that we are offering to use the managed lane and essentially the ability to manage the traffic to any type of the tolling or the price structure on the road system that you might have the transit on, you may provide an ability that is going to go hand in hand on what the mission of the transit agencies are. A lot of the corridors are looking at potential uses of the managed lanes as they are perhaps expressed bus, maybe even a bus-type of preliminary rail corridors where you want try some of the long range transit corridors in the roadway before you invest in the rail corridors. I think the benefits of pricing go hand and hand with the mission of transit agencies, and I don't see why we can't pull it together. In our area, we are partners in the managed lanes process.  

One more follow up on that, relating to the revenue, the cost of this is so large that there is not a tremendous amount of money that can be returned immediately. It has to go back for debt, operations and maintenance.  There may be excess revenue, and the region wants to ideally put that in the transportation as the needs may come up.  

Okay.  

Next question is with regards to Matthew with regards to tolling and whether or not the toll revenue that is coming out of people's pocket, is that disposable income, and were you able to assess the impact on the local economy as a multiplying effect.  

Not directly. Another way to think about this is: In no case are we generating the revenues in the excess of the costs and the investments that are involved.  If you didn't generate revenues from tolling, you would have to generate it from another financial instrument and those are likely to have a larger distortionary effect on the economy, especially if they are taxes of a general nature because as the displacement of the economic tax increases.  We have accounted for the revenues as a transfer and precisely the way that the taxes are referred to as the toll revenues. It's interesting.  In any of the facts whether they are a benefit or a toll paid as a transfer, those are likely to be capitalized in the other markets. Transportation is a drive to man, so they are going to be capitalized elsewhere.  How that happens is, frankly, if you ask a dozen economists you will get two dozen answers, so I am not sure that we have a good answer for that.  

Okay.  Public reaction. For each of the representatives, how did the general driving public react to these projects, both initially and over time?  

Do you want to start in Washington? We have only the two operating projects and I will say that the Tacoma Narrow Bridge has been a significant success and that is because up until the bridge was open, it was one of the worst places to be any where in the region. You could sit and wait for a long time and if there is an incident on the bridge you wouldn't be able to get home in the evenings.  When the new bridge opened it was completely clear.  I think those who are die-hard opponents of the projects have come around and have seen that it is a net improvement. Our hot lane example hasn’t had the use that we were anticipating, but it is still well accepted.  People think it is an advance in moving people out of the congested lanes and move it out and expand it for more capacity. People are acceptable to it. We got like 60% of the people who we polled are in favor of tolling that facility.  They are more in favor when we talk about the variable tools because they think it will help the traffic, and they are more in favor if things were a little bit counter-intuitive that is on the progressive end of tolling,  but it tends to help with the public attitudes. There is quite a bit of support -- again, this is a question that has been polled and we have two crossing is that I-90 and SR-520, and the question was: should you toll both bridges so you don’t have a negative affect on I-90? It depends a little bit on the public, where it is, who is impacted, the alternatives such as not paying the toll,  whether they feel like they are being tolled fairly compared to other people who are getting other improvements without paying a toll and those sorts of things, conditional.  

Here in Dallas, Ft. Worth area, with go back 40 or 50 years with toll roads in our area.  The residents here have experience with road pricing being a daily part of their lives for a while now.  We are able to capitalize on that.  In fact some of the early successes on the toll road expansion have been pretty extraordinary. We have had some of the roadways that are expected to be freeways that the communities came to us and said, boy, we really need that roadway, but we don't want to wait around for 15 or 20 years to have funding can we have it built as a toll road and we don't mind paying it. We have had several successes with that over the years along those lines.  It wasn't really anything that we had to sell the public on. They understand it and they get it. Many of the supporters come from the public.  They want the option. They want the reliability.  And they like the idea of the direct user fee as opposed to a general tax or raising of the taxes. We have had that type of experience.  

This is Matt Macgreger, and we have had success in San Diego, Los Angeles, Ft. Myers, and Houston with the first waves of pricing projects to develop our projects with managed lanes because we have told everybody you are going to pay more during the peak period, less off-peak, it's going to be a higher price, but you are going to get that reliable service. And we were able to capitalize on that and develop these other projects and get through the implementation and the executing over the contract. The regional policies that we have developed, those were taken to the community to get the buy-in on the policies before we incorporated them in the contracts to be sure. The public involvement has worked on both sides of the equation.  

Another questioner mentions the experience of I-Pass lanes. The managed lanes had a greater queue than the cash toll lanes and he is wondering if that has been an experience in these toll projects as they grow more popular.  

I'm not familiar with the project, so I can't comment on it. It seems counter-intuitive that the managed lane would be less managed than the unmanaged lane.  

Yeah, this is Dan. I have the same opinion. Without knowing the project specifically, it seems very odd that that would be the case. You know, perhaps it's just a case where they are trying to shoe horn in something to an existing facility that just doesn’t work with the rest of the facilities I can't comment on it since I don't know much about it.  

It would be interesting to know what the HOV policy is there, is it 2 plus or something like that?  

I work with Rob Fellows at WashStart. We have the national pricing conference call co-hosted with federal highway out of our office and we had a presentation last summer from the I-Pass program. I know they have been trying to go to the open road all electronic tolling because they have had the lousy cash toll booths back there and this is an effort to improve the operations and to reduce the levels of congestion. I'm not familiar with it either, but it is my understanding that they are doing it to move away from the cash toll lanes and to reduce the congestion, and there may be some aspects where you have the problem, I'm not aware of it. There is not an HOV back there; it's a toll-road system. We can do some research and follow up with that if there is an interest to that question.  

There is somebody on the call that knows the answer but they can't say it. We can follow up with them on that question.  

Somebody just sent a point of clarification that the I-Pass lanes are expressed tolling rather than managed lane regular tolling.  

Next question: How exactly do you quantify the reliability?  

How many minutes do we have left? No. The short version. We estimated the statistical relationship from the observed data on our freeway network and that is between the mean speed and measures of variance speed across the range of conditions on the road way. We have used that to our advantage to be able to incorporate it in our modeling and the benefits cost accounting what is called the equivalent in the changes in the unreliability of the travel under various conditions and what that means in laymen terms is that it is not like paying for a insurance policy to guarantee a speed condition, if you will, or a performance condition, and that allows us to quantify that in monetary terms in equivalent ways that you would travel time savings. The right answer to the question is technically involved, but that is the basic principle. It turns out to be important as is not probably surprising to people. It is an abstraction, we are not doing it in simulation models and we are not representing the time periods and the variations of the micro simulation context, but we think it is a good method. We have some write-ups on this that we can make available to people.  

Thank you.  

I'm going to give you information on the national transportation operations coalition NTOC. We encourage you to go to the website at www.notc.com. You can see the NTOC website here and there is information on other webcasts that you can register for. The next one is on weather information and traffic management and operations and it should prove to be very interesting. The site also contains the webcast archive page with the slides and the previous recordings of webcasts. We will have the slides of the recording of this presentation up in about a week.  We have two types of discussion forms and one of those focuses on the ITS performance issues and lessons learned. You can also sign up on the website for the NTOC newsletter that is mailed out monthly and contains information on upcoming websites.  

Thank you for joining us and thank you most of all to our presenters. All four of you did a fantastic. Thank you very much.  
