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As money and power
are increasingly concen-
trated in Washington, the
line of supplicants
stretches all the way to
Monticello. That has created a “barbarians at the gate” mental-
ity among the congressional conservatives and budget experts
who guard the Treasury. Infrastructure advocates claim great
benefits from public investment. But so do many others.

Pete Ruane, a veteran of the infrastructure funding wars,
calls Washington a “fact-free zone.” The firewall that for 56
years has protected the federal highway trust fund from being
used for deficit reduction is in grave danger of being breached.
“We’re going to be fighting for every penny from this point
on,” he says.

If not direct federal investment then
what about tax credits and other lever-
aging tools? Advocates for these pro-
grams have been pulling their hair out
for years over how tax credits are
scored for infrastructure programs.
There is no acknowledgement of the federal revenue upside
created by public investment in mobility, safe water etc. That’s
not going to change easily because those rules are embedded
in the federal budget bureaucracy.

Because so much is political, the members of the elite infra-
structure technocracy in the U.S. too often are forced to bow
to the politicians who dispense the subsidies. Compliance with
unending regulations is seen as a cost of doing business, but
taxpayers, not contractors, pay the full price.

U.S. construction companies are carrying a much heavier
regulatory burden under the Obama administration than ever
before. EPA is an untethered driver of regulations. Owners,
public and private, are as likely to find themselves in court as
under construction.

Enforcement actions under the various federal set-aside
programs are up by 10 times in the past three years. Dept. of
Labor audits are up by 25 times. “There is a huge new regula-
tory component to our work and more political impact,” says

Bruce Grewcock, CEO of
Kiewit Corp., whose man-
agers generate 50 million
man-hours of craft labor a
year. “The Obama

Administration is listening to a different audience,” he says.

Powerful advocates for smaller government charge that the
federal public works budget is so skewed toward political ends
and insiders that any increase in public investment from taxes or
user fees should be opposed as wasteful. They have a large and
growing audience of believers because they are partly correct.

Consider this from the director of a major U.S. infrastruc-
ture investment fund: “Every big transportation project in
America is political now. It has very little to do with delivering
infrastructure projects when there’s big money involved.”

He continues: “Lobbyists have
found out that the money is at the
project level, not in Washington. They
add a political tone to everything, and
they’ve convinced local governments

that they need political influence to get anything done.” As a
result, he says, too little gets built because too few decisions
are made on the merits of a project.

We are at a crossroads. No amount of “needs” surveys will
spur voters or politicians to support a major commitment to
meet future demands for transportation, water, public build-
ings and other critical infrastructure services. That will come
when the public and private planners, designers, builders and
operators of these facilities convince a skeptical public that
they are getting the services they pay for at a fair price and
without political favoritism. To do that, the infrastructure tech-
nocrats must take back their industry from the political opera-
tives who promise subsidy but deliver mainly invoices.

Toward that end, Public Works Financing has begun a
series of monthly columns, “Infrastructure Advocate,” to be
a “fact zone” for the best ideas of our industry leaders, public
and private, on how to take back infrastructure. To contribute
your ideas, please contact PWF Editor William G. Reinhardt at
pwfinance@aol.com or (908) 654-6572. �

“There is a huge new regu-
latory component to our work
and more political impact.”

Take Back Infrastructure
by William G. Reinhardt, Editor
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� 495 Express Lanes Average Trip $6.00
The country’s first private managed-lanes project,
Transurban’s I-495 Capital Beltway HOT lanes, will
open late this year with dynamically priced electronic
tolls of between 20¢ and $1.25 per mile in some sec-
tions, well within the affordability limit of the wealthy
commuters who are expected to choose the managed
lanes.

Equity investors Transurban (90%) and Fluor (10%)
are completing 14 miles of 2x2 HOT lanes in the medi-
an of I-495, with four free lanes on either side.
Substantially widening this corridor between the I-95
interchange and just north of the Dulles Toll Road exit is
impossible for cost and political reasons. So the dynam-
ic pricing of road space on the express lanes is the only
way to regulate demand.

The average rush-hour toll for average commuter
trips is expected to be $5.00 to $6.00, according to
Transurban’s website “495 Express Lanes.” That isn’t
far off preliminary estimates in 2004 by Fluor’s project
manager Gary Groat, who estimated the peak-period
starting toll for a typical trip at $4.85.

The $1.4-billion design-build contract signed in 2008
with Fluor Corp. and Lane Construction is on schedule
and, so far, there have been only a few change orders,

almost all of them scope that VDOT wanted. There have
been no claims, nor disputed change orders, according
to Fluor Senior VP Richard Fierce. That extraordinary
result on such a complex project is one of the key bene-
fits of private development, says Ron Kirby, transporta-
tion director for the Washington Area Council of
Governments (COG). “No bureaucratic provision was a
problem for them,” says Kirby, who has been involved
with the project from the start. “It was ‘Tell me the issue
and I’ll figure out a way to solve it,’ ” he says.

To encourage car tolls, there will be no price regula-
tion of HOV-3+ users who don’t have to pay to use the
express lanes, and can get on and off anywhere they
choose at any time of day.

HOV-3 carpools, buses and emergency vehicles—
estimated to be about 20% of the express lane traffic—
will travel for free. On any day that carpools exceed
24% of the total flow in any direction, VDOT will com-
pensate the private operators for 70% of the lost toll rev-
enue. The state’s shadow toll agreement will extend for
the first 40 years or until the private operator earns a pre-
tax rate of return of 12.98%.

One concern expressed by Kirby and others is that
eventually there will be too much demand from carpools
and commuters at some choke points for Transurban to
deliver the assured trip times at a politically acceptable
toll.

At that point, a study done last year for the
Washington Area COG predicts tolls of as much as $2
per mile may be required to maintain free flow on a
HOT regional system. Peak-period tolls would have to
be much greater than that on some segments of a more
limited HOT-lane network serving just the capital area
where adding lanes would be too costly.

Kirby says $2 a mile may not be such a bad thing.
Letting the private sector lead the way, he hopes, will
make it politically possible for government transporta-
tion planners to manage congestion more effectively as
well.

The HNTB Companies
Engineers  Architects  Planners
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“No bureaucratic provision was a
problem for them. It was ‘Tell me
the issue and I’ll figure out a way
to solve it.’ ”
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� New LaGuardia Terminal Not A Concession
The Port Authority of New York and New Jersey is seeking responses by
Jan. 31 to an RFI for private development of a new central terminal at
LaGuardia Airport, plus roads, utilities, parking garages and taxiways
totaling about $3.6 billion, to be put under construction early in 2014.

A $1.5-billion to $2-billion design-build or DBOM contract for the ter-
minal is being considered, with capital costs financed with rental payments
as the credit for tax-exempt special facility bonds. The aeronautical, park-
ing and other elements would be financed with passenger facility bonds
and other sources.

Rather than a full concession with equity taking the upside potential, if
it adopts a P3 for the terminal, the Port Authority probably will choose an
availability-financing approach under a fixed-return contract that limits
developer fees. “It’s more like the Goethals Bridge approach than the
Terminal 4 deal at JFK,” says a banker familiar with the thinking of the air-
port group at the Port Authority.

Terminal 4, one of eight at JFK, was developed as a full concession at
Gov. George Pataki’s urging in 1997 by Schiphol, LCOR and Lehman
Bros. Project revenues fell after 9/11 and the deal had to be restructured to
finance $100 million in unanticipated construction costs. The equity was
negotiated away by the Port Authority, which took on the $100 million as

subordinated debt. The terminal is now managed under an operating agree-
ment with Schipol Management Services.

The central terminal at LaGuardia houses about half of the gate capaci-
ty at the airport. To reduce the pricing power of a private operator, the
banker says it is likely to be managed under a compensatory-use agreement
under which the private operator assumes the operating risk and airlines
pay rates and charges equal to the costs of the facilities they use, as deter-
mined by cost accounting.

� Russ Zapalac To Head TxDOT P3 Efforts
Russell Zapalac, former senior vice president and director of transportation
at HDR's central region, in mid-January was named chief planning and
project officer at TexDOT in charge of alternative procurements.

His selection by Gov. Rick Perry comes at a difficult time for P3s in
Texas. There are few P3 experts left at TxDOT’s division offices after the
long hiatus when the legislature shut down new projects in 2009. Regional
Mobility Authorities are expected to initiate projects, but few have the
money to support the P3 procurements and provide public subsidies.

LaGuardia “is more like the Goethals
Bridge than the Terminal 4 deal at JFK.”

To find the most experienced P3 experts,
turn to p. 36 for PWF’s Public-Private

Services Directory.

For advertising and subscription
information, visit www.PWFinance.net
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Unexpectedly, local stakeholder groups, called 1420
committees, are exercising strong control over procurement
and financing approaches—demanding that RFI, and possi-
bly RFP, respondents for Houston’s Grand Parkway submit
both design-build and concession bids, for example.

Finally, TxDOT is rapidly running out of money, inten-
sifying competition between the state’s powerful design-
bid-build community and the proponents of alternative
procurements. TxDOT’s bid lettings have been running at
about $4 billion to $5 billion-plus per year. At current rev-
enue projections, bid lettings will be $2 billion in 2014,
says an engineering association executive.

Rebuilding TxDOT’s P3 capabilities may not take as
long as some think, observers say, because its core group
of experts, James Bass, John Muñoz and Ed Penstock, are
still actively engaged.

Zapalac has wide P3 expertise. His credentials while at
HDR include heading its consulting work on the Dulles

Metro Extension phase 1 design-build project, TxDOT’s
SH 130 toll concession with Cintra, and Cintra’s compre-
hensive development agreement with TxDOT for the
Trans Texas Corridor. Zapalac began his P3 career as
director of design and construction for a 67-mile, $5-bil-

Public Works
Financing pub-
lished its first
issue in January
1988 and quickly built a strong
base of loyal subscribers by pro-
viding accurate, objective and
timely information about public-
private partnerships and innova-
tive finance of public works infra-
structure projects.

But our advertisers have taken
loyalty to new heights. Of 33 cur-
rent advertisers, 19 have market-
ed their services in PWF for over
10 years (eight of them for over
15 years and four for 20 years).

Our first advertiser, Jerry
Pfeffer of CRSS, came aboard in
1990 and was quickly followed
by Parsons Brinckerhoff,
Nossaman, Wilbur Smith,
Washington Group, (now URS),
Herzog and Hawkins Delafield &
Wood, who are still the P3 lead-
ers in America. The Canadians,
Spanish and French transportation
developers (11), and municipal
water operators (4), came next.
Then, starting in 1995, the full
compliment of technical, legal and
procurement advisors came

aboard, most
recently Raba
Kistner.

Together, these firms dominate
the P3 market—they have successful-
ly closed well over $300 billion
worth of road, rail, water and build-
ings projects worldwide since 1985.

FFor information about how to
market your services in PWF,
please visit PWFinance.com or
contact William Reinhardt at
(908) 654-6572 or email:
pwfinance@aol.com �

Thanks to PWF’s Loyal Advertisers

TexDOT is running out of
money, intensifying competi-
tion between the state’s
design-bid-build community
and the proponents of alterna-
tive procurements. 
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lion design-build toll road program at the Transportation
Corridor Agencies in Orange County, Calif. 

� Muni Debt Subsidy $177.6 Billion
The Congressional Joint Committee on Taxation released
its five-year estimate for tax expenditure estimates on Jan.
17 showing a $177.6-billion tax subsidy for public-pur-
pose muni bonds from 2011-2015. 

Losses to the Treasury over that period for other types
of tax-exempt debt are expected to be $54.5 billion for
private-activity bonds, $24.4 billion for direct-pay bonds,
including Build America Bonds, and $1.8 billion for tax-
credit bonds, according to the report.

The nonpartisan committee defines tax expenditures as
any reductions in income tax liabilities that result from
special tax provisions or regulations that provide tax ben-
efits to particular taxpayers. 

The tax exemption on interest given to investors in
muni bonds always draws attention from tax reformers
because it is one of the largest individual income tax
expenditures. A number of deficit reduction reports in the
past year and even President Obama have proposed cur-
tailing or eliminating the tax exemption for muni bonds,
for example. 

But the U.S. municipal bond market, at $2.7 trillion, is
the largest, most liquid capital market in the world, say its
supporters, and the principal source of infrastructure
funds in America.

Lars Etzkorn, of the National League of Cities, told the
Bond Buyer that “Eliminating tax deductibility would
fundamentally alter how we pay for infrastructure at a
time when we have recognized we haven’t invested in our
infrastructure and there is a need to modernize infrastruc-
ture.”

� Yonkers, N.Y., Launches Schools P3
The Yonkers, N.Y., public school system, 70% of whose
students are below the poverty line, aims to hire a full P3
consulting team in February to divine how to finance
$700 million worth of off-balance sheet improvements in
five years under a performance-based contract. Yonkers
issued the RFP on Nov. 10, 2011, and a long list of deliv-
erables from the consulting team is due in December,
2012.

Schools superintendent Bernard Pierorazio hopes a lit-
tle-used public benefit corporation, the Educational
Construction Fund, can be leveraged to finance the

improvements. The state law creating the fund is subject
to the Wicks law, however, which requires that separate
prime contracts be awarded for HVAC, electrical and
plumbing contractors. Breaking out those trades would
prevent a developer from negotiating a fixed-price
design-build contract, the core document in a P3.

Among other things, presumably the P3 advisors
would be tasked with drafting enabling legislation to
amend the Educational Construction Fund Statute so that
it could be used as the financing vehicle. 

“An example of an active version of this type of
fund is the New York City Educational Construction
Fund (ECF),” according to Pierorazio’s Jan. 23 testi-
mony to the city’s budget committee. “The ECF, dor-

The state law creating the school
funding vehicle is subject to Wicks
law protections, which inhibit
design-build.
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mant from 1980 until its recent revival in 2008, builds
mixed-use real estate projects that feature new schools,
delivering new seats to the City along with those creat-
ed in the Department of Education’s five-year Capital
Plan.”

The RFP sets out the following goals: 

• Develop a value-for-money analysis that will dictate
which procurement method makes the most sense for
the District to pursue. Conduct a preliminary risk
analysis and prepare a financial model of the pro-
posed transaction, including a risk-adjusted public
sector comparator and the reference bid or shadow
bid. 

• As part of this prioritization, the advisory team would
be needed to help assess how many projects and which
types of projects are the most financeable and provide
the greatest value for money, while maintaining afford-
ability. 

• Appraise the proposed PPP program through a “desir-
ability and convenience study,” an analysis to under-
stand issues on the potential public-private partnership
projects pertaining to risk transfer, lifecycle costing,
accounting treatment, budgetary impact, and technical
and financial viability, etc.

� Rest Area P3s: Maryland, Connecticut
A large Spanish travel hospitality operator has given
Maryland something it’s been talking about for seven
years—a fair and enforceable contract to substantially
upgrade its two I-95 travel plazas, share revenues, and
guarantee performance, including hazardous waste
removal, for 35 years.

The agreement is being held out as an example of the
P3 potential Lt. Gov. Anthony G. Brown hopes to tap via
new enabling legislation  introduced in January. Maryland
is modeling its program on Virginia’s successful P3 efforts
under Barbara Reese, Virginia DOT’s former CFO, who
recently joined Parsons Brinckerhoff’s strategic consult-
ing group.

Pending a 30-day review by the Maryland General
Assembly, a design, build and operate team assembled by
Areas USA will begin a $56-million program to rebuild
the two plazas. Design will be done by the state’s largest
architect, Ayers St. Gross, and construction by its largest
contractor, Clark Construction. The group will take con-
trol of the state-owned facilities in September 2012 and
rebuild the most critical facility, the Maryland House, in
13 months.

The state’s estimate for rebuilding the two plazas, built
in 1964 and 1976, was over $80 million.

Ayers St. Gross, known for its university work, has
designed the plazas as gateways to impress the 5 million
visitors per year who will use these facilities. 

Maryland requires subcontracting to small and minori-
ty-owned business in its public contracts. P3s are not sub-
ject to those rules, however, so Clark set its own minority,
woman and small business goal at 27% and met them in
its subcontracting. Sunoco is responsible for convenience
stores and fueling, which also will be operated by minor-
ity-owned businesses.

Environmental risk is always an issue in fueling facili-
ties. The state already is under orders to clean up ground-
water and hazardous waste at the plazas. The Areas con-
tract shares the risk. The RFP set out the maximum
amount of contaminated soil that had to be removed by the
private operator and a unit price to be paid for certain
amounts over that. The state assumes the full financial risk
for contamination that exceeds estimates. The private
operator takes all performance risk for the full cleanup,
however. 

Áreas, one of Europe’s largest airport and highway hos-
pitality operators, will finance the contract from its bal-

Delivering
Your Vision

Helping owners achieve exceptional results on 
large capital improvement projects through 
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ance sheet. The company recently
began construction of eight travel
plazas in Florida and is seeking other
opportunities in the U.S. Maryland has
six other facilities it wants to out-
source.

A 1956 law prohibits commercial
operation of rest areas on Interstates. I-
95 in Maryland is grandfathered, as are
sections of Oklahoma’s Interstates, and
Connecticut’s. But many states have
been forced to shut down rest areas to
conserve capital, so support is growing
to lift the ban in the next reauthoriza-
tion of the surface transportation bill.

However, there is strong opposition
to lifting the ban, mostly from local
businesses and national retail chains that operate exist-
ing Interstate fuel and food stops on private land at inter-
changes. For example, despite Virginia’s budget prob-
lems, early in his term Gov. Bob McDonnell chose not
to concession its rest stops, and instead said public funds
would be used to reopen 18 stops that were closed in
2009. 

Maryland’s share of the
revenues from its two travel
plazas is about $8 million per
year now from Host
International. There is no
accounting for the state’s
spending to maintain the
plazas, however, so the goverment’s net gain is not
known. 

The gross revenue-sharing component of the Áreas
agreement is estimated by the Maryland Transportation
Authority (MDTA) at $400 million over the 35-year
term of the contract. The state’s share starts at 10% and
grows to 50% as revenues reach certain thresholds.

MDTA and its consultants tried and failed to attract
interest in a P3 for the travel plazas in 2010. Its 700-
page draft agreement was highly prescriptive, which is
not the approach used in Europe, and there is little expe-
rience with these projects in the U.S. The procurement
was cancelled in November 2010.

MDTA’s second attempt, a performance contract
drafted with advice from consultants Laurie Mahon and
Jacobs Engineering and awarded on a best-value basis,
drew more interest in July 2011. 

Mahon was financial advisor to Maryland
Transportation Authority in 2009 on its $334-million
Seagirt marine terminal P3 with Highstar Capital. The
state received an upfront payment of $140 million for
Seagirt, and equity funded half the cost of building the
improvements, which are being completed early by
McClean Contracting Co. 

Though demand for post-
Panamax berths won’t begin
until after 2014, the ability to
handle the largest container
ships has drawn interest in
Seagirt from CSX, which is
considering connecting the

new terminal to its double-stack intermodal rail service.
Several new container lines also are considering a move
there.

Connecticut: “Overwhelmingly pleased”
Judd Everhart, Director of Communications for the

Connecticut DOT, says the agency has been “over-
whelmingly pleased” so far with the work and commit-
ment of Project Service LLC, the company that took
over the operations and renovation of the 23 service
plazas in Connecticut under a contract signed at the end
of 2009 (PWF 4/10, p. 25). 

Two of the service plazas have been completely
overhauled and reopened (both are in North Haven on
Rt 15, the Wilbur Cross Parkway). Two more—in
Milford on I-95—will reopen in the next six weeks or
so. All 23 will be done by 2015, he says.

IRIDIUM CONCESIONES 
DE INFRAESTRUCTURAS, S.A.
(F l D d C i d I f t t S A)

 

(Formerly Dragados Concesiones de Infraestructuras, S.A)

.
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Áreas, one of Europe’s largest
airport and highway hospitality
operators, will finance the con-
tract from its balance sheet.
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The 35-year concession requires the private operators
to fund an estimated $178 million in upgrades, including
replacing most of the underground fuel tanks, during the
first five and a half years. The custodial services union
SEIU Local 32BJ is a member of the winning consortium.
A total of 340 new jobs will be created in the construction
and operation of the facilities, which now employ 750
service and custodial workers. 

Project Services LLC is led by Doctor’s Associates, the
parent company of Subway restaurants, and includes Paul
D. Ladino, President of Subcon, which develops Subway
restaurants. The Carlyle Group, based in New York City, is
the equity partner in the 478-page concession agreement. 

� Veteran P3 Experts Find New Homes
Three industry veterans, public and private, have taken
new jobs recently:

Barbara Reese, former Virginia DOT CFO and
Commonwealth Deputy Secretary of Transportation, who

oversaw Virginia’s successful P3 program including the I-
495 HOT lanes project deal, recently joined Parsons
Brinckerhoff’s strategic consulting group in PB’s
Richmond, Va. office. In her new role at PB, she will advise
clients on capital project development, financial planning,
and funding and solving organizational, process, and pro-
curement issues. 

Laurie Mahon, a veteran P3 advisor and public finance
expert, will join McKinsey & Company’s Americas
Infrastructure practice in early February as a senior expert.
She’ll be working with a broad spectrum of infrastructure
owners, investors, developers and contractors to provide
consulting services in the areas of strategy, organization,
operations and project development.

Russ MacDonald has joined AECOM Water as part of the
new business team in the global water group, the company’s
fastest growing sector. During a long career at CH2M Hill,
he executed P3, design-build and global program manage-
ment programs for large water, wastewater systems.

In 1991,
Jerry Pfeffer
and Ralph
Stanley were the advocates during the
debate on the Intermodal Surface
Transportation Efficiency  Act (ISTEA) for
permitting FHWA funds to be used for
toll projects. Federal funds had been
barred from being used on toll facilities
since 1956. The change was adopted
into federal transportation law with an
amendment to Section 129(a) when
ISTEA was passed in December of 1991. 

The first application of the law was
in 1994 for the initial financing for the
President GHW Bush Tollway, north of
Dallas, for the Texas Turnpike Authority.
Ron Marino, as the senior manager to
the project with then Salomon Smith
Barney, now Citigroup, negotiated a
$135-million loan of TxDOT’s federal
highway funds to be combined with
$445 million of tax-exempt toll revenue
bonds to build the first four phases. .
TxDOT is being repaid $188 million as
its loan matures, making this the first
time that a public equity investment in
a toll road was recouped. This initial

loan formed the precedent for TIFIA, as
the terms used for the loan were simi-
lar to the terms adopted in the law by
the TIFIA statute 3 ½ years later.

Jane Garvey, then the FHWA Deputy
Administrator, approved the loan and
the use of FHWA funds. Bryan Grote,
who worked for Garvey’s financial

group at FHWA, headed the TIFIA pro-
gram for its initial four years. Garvey is
now Meridiam Infrastructure North
America Chairman, and Grote is a
founder and principal at Mercator
Advisors. 

R o n
Marino has
a r r a n g e d

financing for five other toll projects
using TIFIA’s patient, subordinated
loans to support $7 billion in senior lien
debt. 

Jerry Pfeffer retired a few years ago
as head of Kiewit’s development group,
which built the landmark SR91 Express
Lanes project in California. 

In 1991, Ralph Stanley, who had
directed urban rail privatization efforts
under President Reagan, was strug-
gling to finance the Dulles Greenway in
northern Virginia. He was fired that year
by the Bryant family, the sole investors
at that time, partly for spending $18
million on the development effort. The
family took over and spent almost $80
million to get to financial close in
January 1993. 

Stanley went on to work for Bechtel,
developed the Portland Airport Max
Light Rail in 2001, and died of cancer
that year at age 49. �

TIFIA History: Pfeffer-Stanley-Marino-Garvee-Grote

Ron Marino has
arranged financing for
five other toll projects
using TIFIA’s patient,
subordinated loans to
support $7 billion in
senior lien debt. 
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Special Report
TIFIA Hopefuls Line Up Again

The P3 transportation industry in the U.S. was launched
with strong support from the US DOT’s TIFIA credit
program—all but one of the eight P3 projects under con-
struction today were financed with long-term, flexible,
subordinated loans under the Transportation
Infrastructure Finance and Innovation Act (TIFIA).

The once obscure TIFIA program is gaining visibility
with the release of yet another wish-list of 37 mostly
megaprojects, and with the recent markup of a TIFIA-
friendly Senate surface transportation reauthorization
bill. The bill calls for $1 billion in both fiscal 2012 and
2013 for the TIFIA credit program. It also proposes sig-
nificant reforms sought by states and borrowers and an
expansion of the loan amount from 33% to 49% of eligi-
ble project costs. Early drafts of the uncompleted House
bill also call for the same $1 billion a year program, and
for five years.

(DOT Secretary Ray LaHood predicted recently that
time would run out on reauthorization this year because the
two bills are too far apart to reach a compromise by the
March expiration. That would push consideration of the

TIFIA funding and reforms until after the November elec-
tion.)

The backlog of letters of interest (LOIs) from states
indicate there is enough demand to support a large
increase in funding. The overall demand for TIFIA loans
began to outstrip its ability to meet the requests about
three years ago. That led to the decision by USDOT to
seek letters of interest (LOI) from all comers, in part to
build a case in Congress for increased funding and
staffing. 

The annual call for projects since 2010 has resulted in
a TIFIA backlog, mostly highways and transit, of over 150
projects worth $200 billion. (FHWA’s annual core high-
way program is $39 billion). The mostly state DOT spon-
sors of these TIFIA projects are seeking loans of about $50
billion, which would require credit subsidies of roughly
$5 billion at estimated default rates of about 10%.

At TIFIA’s current funding and staff resources, how-
ever, those numbers are meaningless. Based on pub-
lished leverage rates of 30:1, a $120-million TIFIA pro-
gram could generate $3.6 billion in federally assisted
projects annually. The program has fallen far short of
even that potential, however. The actual numbers of
loans closed is relatively small—25 at an average rate of
two loans a year since 2000 when final rules were set. In
dollars, an average of about $400 million per year of
loans were approved.

That low run rate is largely due to long lead times, and
a scarcity of credit-worthy projects. But it’s also because
of administrative problems at the TIFIA Joint Program
Office.

In fact, Bryan Grote, a principal at Mercator Advisors,
believes that “TIFIA, at its core, does not have a funding
problem so much as a policy problem. The program
needs to be utilized more effectively with a better, more
consistent policy goal in mind.

“TIFIA management—including program procedures,
project decisions, risk assessments and portfolio moni-
toring—needs to be improved. Especially if the program
grows dramatically, TIFIA needs more internal
resources, greater credit expertise, less political decision
making, and overall a higher level of professionalism.
Perhaps an infrastructure “bank” is not required, but cer-
tain independent Government Corporation models like
Ex-Im Bank and OPIC are seen as better managed (less
political, more independent, more commercially-orient-
ed, more professional operations).”

LaHood Selects Tiger III
Benefactors

Months ahead of schedule, the U.S. Department of
Transportation (USDOT) on Dec. 15 awarded $511 mil-
lion in TIGER III grants to 46 projects in 33 states.
Administrative earmarks were sought from USDOT
Secretary Ray LaHood for a total of 848 projects totaling
$14.3 billion.

In November, President Obama directed USDOT to
expedite transportation projects by accelerating the
process for review and approval and by leveraging pri-
vate sector funding to promote growth and job creation. 

Of the grants awarded, only three included payments
to support TIFIA loans and only one of those involves
private investment—Virginia DOT’s I-95 HOT Lanes,
which received $20 million toward the credit subsidy
needed to secure a $350-million TIFIA loan. The other
projects that will receive TIFIA payments are the SR-91
Corridor Improvement Project managed lanes being
developed by the Riverside County Transportation
Commission in California; and Dallas Area Rapid
Transit’s Orange Line Extension in Texas. �
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TIFIA reformers also would like to end US DOT’s LOI
process. Among other things, the free-for-all has pro-
duced a swarm of lobbyists who claim to represent the
interests of local project stakeholders in Washington.

“Every big transportation project in America is politi-
cal now,” says the head of a large infrastructure equity
fund. “It has very little to do with infrastructure when
there’s big money involved. They can get very rich on a
$1-billion project.

“Lobbyists have found out that the money is at the pro-
ject level, not in Washington,“ he says. “They add a polit-
ical tone to everything, and they’ve convinced local gov-
ernments that they need political influence to get any-
thing done.” As a result, he says, little gets done because
too few decisions are made on the merits of a project. 

Shovel-Ready Projects List 

New York City, $1.6-billion Goethals Bridge: owner
Port Authority of New York and New Jersey

Application accepted for $500-million availability-pay
TIFIA loan/DBM+F/NTP 2012. 

A PWF source says Patrick J. Foye, the
new executive director appointed by Gov.
Andrew Cuomo last November, has
ordered  his legal department to issue an
RFP by late February to the three finalists
selected in June 2011 to compete for the
$1.6-billion DBM contract. Financing
would be done separately using availabil-
ity payments in a structure that limits the
equity interest and developer fees. 

One of the three finalists, Dragados
USA, in mid-January hired Christopher
Ward, the Port Authority’s former execu-
tive director, as its executive vice presi-
dent for major projects. Ward initiated the
P3 procurement in 2009, but will not be
involved in the Spanish company’s bid for
Goethals. 

Dragados has a number of New York
City contracts, among them a $428-million
hard-rock tunnel it won in 2007 on the
MTA’s East Side Access project. A bidding
mistake by 30% partner Judlau Contracting

has resulted in overruns and delays, which will need close
attention by Dragados to protect its reputation. 

Democratic fund raiser Tonio Burgos, who was

appointments chief for former Gov. Mario Cuomo, repre-
sents Dragados in New York, according to the Wall Street
Journal. A Jan. 25 story in the Journal noted that compa-
nies involved in P3s were asked by Burgos to donate
$50,000 for a seat on a Democratic Governors
Association panel on P3s with Gov. Andrew Cuomo in
New York on Jan. 27. The three-hour panel “Policy
Discussion on Successful Public-Private Partnerships:
Creating Jobs by Reinvesting in Our Infrastructure” will
be chaired by former USDOT Secretary Rodney Slater.

Norfolk, Va., $2.1-billion Midtown Tunnel: owner
Virginia DOT

TIFIA application accepted 3/10, granted a $422-mil-
lion toll-revenue TIFIA loan/DBFOM/Notice to Proceed
(NTP) est. 4/12.

Executive Director Patrick Foye
has ordered his legal department
to issue a Goethals RFP by late
February.

                 Shovel-Ready Projects Awaiting TIFIA Loans

state project name
intended  

NTP

project 
size       

($ mln)

 est.  
tifia 
loan      

($ mln) owner developer

  Virginia Midtown Tunnel Apr-12 2,100 422 Virginia DOT
Skanska/ 
Macquarie

  California Presidio Pkwy Apr-12 488 150 Caltrans
Hochtief/ 
Meridiam

  New York
Tappan Zee 
Bridge Aug-12 6,000 2,000

NYS Thruway Authority + NYS 
DOT

  Virginia
US 17/ Dominion 
Blvd. Bridge Sep-12 468 146 Virginia DOT

  Virginia I-95 HOT Lanes 2012 940 350 Virginia DOT
Transurban/ 
Fluor

  N. Carolina
Mid-Currituck 
Bridge 2012 850 200 N. Carolina Turnpike Authority Iridium (pda)

New York Goethals Bridge 2012 1,600 500 Port Authority NY/ NJ

  Alaska Knik Arm Bridge 2012 1,100 306
KABATA, state-owned 
authority

  Georgia
Northwest 
Managed Lanes 2013 1,500 270 Georgia DOT

  Virgina
Metrorail, Phase 
2 2013 3,200 900

Metropolitan Washington 
Airports Authority 

  Pennsylvania-                                          
New Jersey

I-95, Scudder 
Falls Bridge 2013 310 102

Delaware River Joint Toll 
Bridge Commission

Texas MoPac Jul-09 240 70
Central Texas Regional 
Mobility Authority 

Texas
I-35E Managed 
Lanes 2013 2,467 800 Texas DOT

Oregon-
Washington

Columbia River 
Crossing 2013 3,500 1,000 Oregon + Washington DOTs

Indiana
East End 
Crossing 2013 1,300 na Indiana DOT

26,100

source: Public Works Financing, Major Projects Database
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One of the central purposes of the
TIFIA loan program is to provide flexible
subordinate financing that fills a tier in
project financing that either cannot be
filled or bears exorbitant interest rates
in the commercial markets. Moreover,
its purpose is to finance transportation
projects that typically have early-year
ramp-up challenges in demand growth. 

Such financing has always been
recognized as more risky. But the
risk is justified by the public bene-
fit. The TIFIA program closes the
feasibility gap for many worthwhile
transportation projects and pro-
duces significant public benefit, in
terms of jobs, mobility, economic
development and environmental
protection, that would be deferred
or never happen without it.

The TIFIA program is structured
to automatically adjust for the
default risk exposure. Should expe-
rience reveal that the subsidy rates
are out of line with loss experience
on a programmatic basis, then the
OMB should and will adjust the
subsidy requirement (up or down). 

While there are several TIFIA-
financed projects with actual or
threatened TIFIA defaults, it must
be recognized that the cash flow diffi-
culties for these projects are directly
attributable to the most severe econom-
ic recession the nation has faced since
the Great Depression. Land develop-
ment projected to occur in the project
areas did not materialize. These harsh
economic conditions are not character-
istic of the nation's overall economic
history and should not be viewed as the
norm going forward.

In addition, more and more of
TIFIA-eligible projects will support the
TIFIA loan with cash flows more reliable
and creditworthy than tolls. There is a
trend toward use of availability payment
PPPs in lieu of toll concessions. The
availability payments are backed by
state DOT highway accounts, legislative
appropriations and other sources not
susceptible to the revenue risk of the

project being financed. LA Metro's
plans to use TIFIA financing for its LA
Fast Forward program contemplates a
pledge of its sales tax revenues for
repayment. The blending of these
financing structures with toll revenue
financing will reduce TIFIA risk on a
programmatic basis.

Administration of the TIFIA program
needs substantial improvements.
Today, it takes six months or more after

a bid is awarded for the TIFIA office to
close a loan with a winning proposer.
Under the current procedures, the TIFIA
joint project office (JPO) will not com-
mence due diligence, discussions, term
sheet processing or other efforts until
after a procuring public agency selects
the winning proposer. There is no large
policy reason behind these new time-
wasting procedures. The TIFIA JPO has

put them in place only because of
understaffing. 

The adverse impacts of this
inordinate processing time on the
public interest are significant.
Bidders cannot hold to their pro-
posal pricing for so long; either
they must get price adjustments or
they must build material contin-
gency into the pricing, driving up
project costs. Bidders also face
greater risk that the TIFIA JPO will
deny the credit assistance or
impose unexpected terms. Bidders
pass on those risks to the public
sector as well. For example, public
agencies must offer interest rate
change protection and mar-
gin/spread change protection over
this extended period of delay—not
only regarding the TIFIA debt but
the senior debt financing as well.

These procedures must change. The
TIFIA JPO should have the expertise,
staffing and commitment to engage in
due diligence and negotiation of condi-
tional credit commitments during the
procurement process, and to process
credit approvals and loan documenta-
tion in the same time frames after pro-
poser selection, that commercial
lenders/underwriters do. �

Infrastructure Advocate

The Case For A Better TIFIA
By Fred Kessler, Nossaman LLC
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A financial close is planned by April on a $2.1-billion,
58-year concession that will involve tolling an existing
free tunnel under the Elizabeth River between Portsmouth
and Norfolk while a new tunnel and improvements to two
other crossings are being completed. At completion, all
three free tunnels will be tolled and there are no alterna-
tives in the low-income region being served. In fact, the
private developers have the right to petition VDOT for
compensation if competing facilities are built.

Transponder-equipped cars will initially be charged
$1.84 during peak periods and $1.59 off-peak, as well as
between $0.50 and $1 to use a short extension of a freeway
that will allow drivers a choice of which tunnel to use.
Truck tolls will be four times the car tolls; all tolls are
allowed to increase by the greater of CPI or 3.5% p.a.,
starting in 2016 and for 58 years after that. 

Toll revenues collected before and during the construc-
tion period are estimated to be $300 million. Financing by
equal partners Skanska/Macquarie will include private
activity bonds and the $422-million TIFIA loan, plus equi-
ty. VDOT has agreed to pay $362 million in either mile-
stone or substantial completion payments to support the
project financing.

A potential issue is the aggressive tolling of the low-
income users of these much-needed congestion relievers.
Three other toll facilities are planned for the Hampton
Roads region—the Dominion Bridge, Route 460, and the
Hampton Roads Bridge-Tunnel—which, if built, could put
further stress on commuters and truckers in the depressed
local economy there.

The DBFOM expansion of the Hampton Roads Bridge-
Tunnel is a priority for Virginia Gov. Bob McDonnell. The
$4-billion project would include capacity improvements to
I-64 near the bridge-tunnel, and immediate assumption of
operations and maintenance for the bridge-tunnel, the
Monitor-Merrimac Bridge and James River Bridge in
Hampton, Norfolk and Virginia Beach. Skanska, Ferrovial
and ACS have submitted proposals.

San Francisco, Calif., $488-million Presidio
Parkway: owner Caltrans

TIFIA application accepted 3/10 for a $150-million
availability pay TIFIA loan/DBFOM/NTP est. 4/12.

Internal review at US DOT began in mid-January of a
TIFIA loan application from Hochtief/Meridiam
Infrastructure, which hopes to begin construction in the
next few months under a $245-million design-build con-
tract with Flatiron/Kiewit.

A DBFOM contract was signed early in 2011 to replace
the existing Doyle Drive approach to Golden Gate Bridge
with a six-lane untolled road to be known as Presidio
Parkway. The first segment of the $488-million project is
being built under a design-bid-build contract funded by
public agencies. The second phase will be a DBFOM con-
cession financed with availability payments from Caltrans
over 30 years. 

Both public and private segments will be operated under
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a performance-based contract. The concession calls for a
milestone payment of $173 million on substantial com-
pletion and a $28.5-million annual availability payment,
20% less than the state’s legislated affordability limit.
That gap allows some leeway in the financing which still
could go ahead if the TIFIA loan is not approved, project
sources say.

New York, $6-billion Tappan Zee Bridge replace-
ment: owner New York State Thruway Authority 

Letter of Interest (LOI) 12/11 for a $2-billion toll-rev-
enue TIFIA loan/design-build/NTP scheduled 8/12.

The New York State Thruway Authority submitted an
LOI last month for a $2-billion TIFIA loan to support the
toll-revenue debt financing for a new I-287/87 bridge
between Westchester and Rockland counties. The twin 3-
mile-long, cable-stayed bridges over the Hudson River
are a national priority project of the Obama
Administration. A draft EIS was completed this month.
New York Gov. Andrew Cuomo has pledged to obtain all
environmental approvals and sign a design-build contract
in eight months, by August 2012, before the Democratic
National Convention on Sept. 3 (PWF 1/12, p. 1).

The TIFIA loan amount being sought suggests the
state’s cost estimate has grown from $5.2 billion to $6
billion, although some contractors have told the state the
project could be built for substantially less than that. 

Steel fabrication could be a major cost factor. To hold
down the cost of replacing the eastern section of the San
Francisco-Oakland Bay Bridge in 2006, for example,
Fluor Enterprises and American Bridge bid the $7.2-bil-
lion project using Chinese steel fabricated and shipped
from a state-owned yard in China. Caltrans determined
that using U.S. suppliers would impact steel costs nation-
ally. Cost savings on the 2.2-mile suspension bridge are
estimated at $400 million.

At peak, according to The New York Times, 3,000
Chinese steel workers were employed at the 1.2-sq-mile

fabrication yard and port where the large Chinese ships
used to deliver the prefabricated pieces were loaded.
Former Gov. Arnold Schwarzenegger backed the use of
Chinese steel and praised the workers when he visited
their fabrication yard in 2009.

Unless they choose a concrete bridge, TZB designers
may also find they have to fabricate their steel bridge in
China, the world’s largest steel maker. Further, Chinese
firms are responsible for building most of the cable-
stayed bridges completed or under construction in the
world, so it’s possible one or more will bid aggressively
to manage the TZB construction here. Bechtel teamed
with China State Construction International on an unsuc-
cessful bid last September to be prequalified on a
DBFOM concession for the Knik Arm Bridge in Alaska.

A TZB executive project manager will be hired soon
to direct a joint project office comprised of NYS DOT
and Thruway Authority staff. Additional resources from
other agencies, such as the Metropolitan Transit
Authority, and consultants, will support the procurement
effort by the Thruway Authority.

Gov. Cuomo’s budget message on Nov. 18 included $5
billion for the TZB project from the Thruway Authority.
Bankers say issuing that much new debt would require
tolls on the entire system to be increased well beyond the
current 4.4-cents-per-mile average rate. (New Jersey and
Pennsylvania rates average 10.5 cents per mile).

Unless they choose a concrete
structure, TZB designers may find
they have to prefabricate and ship
their steel bridge from China. 
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Adding a surcharge to the tolls on the existing bridge
to help pay for its replacement is being considered. But
the amounts that could be raised on the TZB probably
would not offset the need for major toll increases on the
Thruway’s full network, bankers say. 

A large surcharge on the 135,000 daily users of the
existing TZB, they say, could result in unacceptable
diversions by truckers to any of three alternative cross-
ings within 18 miles north and south of the TZB. Large
trucks constitute 19% of the TZB traffic but pay 37%
of the $120 million in bridge tolls collected annually
now.

A general plan of finance will be completed soon by
consultant Jeffrey A. Parker. A more detailed plan will
be presented before proposals are due in June 2012.
No federal funds are expected for construction so state
tax and toll revenues will back any bridge financing.
Using some of the state’s existing federal highway
funds to help secure a TIFIA loan is not allowed by US
DOT. 

Bonding some of the state’s future federal grant oblig-
ations is a possible option, though NYS DOT has no leg-
islated authority to issue debt. Besides, rating agencies

have warned that the uncertainty of federal appropria-
tions makes these grant-anticipation Garvee bonds risky.

State funds have never been used to help pay for
Thruway Authority projects, say bankers, though pro-
viding state credit support to upgrade the TZB project
debt would make sense. Other states, most recently
Texas and Washington, have done that. And Alaska’s
legislature is being asked to provide a $150-million
reserve fund as credit support during the ramp up of toll
revenues on the proposed Knik Arm Bridge in
Anchorage. 

A test of Gov. Cuomo’s political will on the TZB
financing will come in June or July, 2012, when $868
million in Thruway Authority bond anticipation notes
(BANS) must be rolled over or converted to long-term
debt. The one-year notes have already been rolled twice
so a third time could trigger a downgrade by the bond
rating agencies. Converting the BANs to long-term debt
would put a new obligation of close to $1 billion on the
Authority’s balance sheet, triggering a major toll
increase, bankers say.

Finally, to qualify for a $2-billion TIFIA loan, the
Thruway Authority will have to get letters from rating
agencies stating that the federally subsidized toll-rev-
enue bonds are investment grade, again requiring anoth-
er major toll increase. Getting all this done by this sum-
mer seems unlikely. “This may be a case where the king
has no clothes,” says one banker.

Chesapeake, Va., $468-million US 17/Dominion
Boulevard Bridge: owner Virginia DOT

LOI 12/11 for a $146-million toll-backed TIFIA
loan/DB/NTP 9/12.

Virginia’s Commonwealth Transportation Board
approved a $151.9-million, 3.33%-loan from the
Virginia Transportation Infrastructure Bank (VTIB) on
Jan. 18 for a high-level bridge to replace a draw bridge
in Chesapeake, Va., at the southern entrance to the Port
of Norfolk. 

Revenues from two nearby toll roads will be com-
bined with bridge tolls to support the senior lien VTIB
revenue bonds. About $85 million in state funds also are
committed to the project. Construction costs are estimat-
ed at $411 million.



Northern Virginia, $940-million I-95 HOV lane
conversion: owner Virginia DOT

LOI 3/11 for a $350-million toll-backed TIFIA
loan/DBFOM/NTP 2012.

After years of delay, VDOT and Transurban/Fluor
agreed on the terms of a deal in December for the I-95
HOT lanes project. The breakthrough came after local
consultants completed environmental permitting in less
than a year, as required by Transurban. The private spon-
sors have agreed to raise $843 million in debt and equi-
ty, with the state contributing $97 million. Financial
close is set for this year.

North Carolina, $850-million Mid-Currituck
Bridge: owner North Carolina Turnpike Authority

LOI 3/10 for $200-million toll revenue + state subsidy
TIFIA loan/DBFOM or DB/NTP 2012.

Steady support from the legislature for annual appro-
priations to support revenue bond financing for this low-
traffic toll bridge makes a financial close by year-end
possible. A FEIS was completed this month by Lochner-
MMM. The Turnpike Authority will decide on the deliv-
ery approach after a best-value comparison is made
between a DB and concession. The predevelopment
work is being done by a consortium led by Iridium and
Dragados which is responsible for completing the
design, traffic study, and financial structuring work
under a contract it signed in May 2009.

Anchorage, Alaska, $1.1-billion Knik Arm Bridge:
owner state-owned authority KABATA 

LOI 3/11 for a $306-million availability-pay TIFIA
loan/DBFOM/NTP est. 2012.

An RFP is set to be issued to three finalists in April for
a 35-yr DBFOM contract to develop a 2.7-mile toll
bridge connecting Anchorage with Port Mackenzie.
Significantly, Kiewit is participating as both an investor
and contractor in a U.S. group led by Meridiam and
including Parsons Transportation Group. Foreign
investors lead the other two finalists.

Legislation seeking a $150-million state appropriation
to fund a toll-revenue reserve will be introduced again
this session. One of the bidders believes a substantially

larger commitment will be needed to backstop availabil-
ity payments, support the state’s administrative budget
and to increase the $30 million set aside for milestone
payments during construction. 

Design-build construction costs are estimated at $700
million although substantial scope reductions are possi-
ble, among other things, by reducing the deck capacity to
two lanes from four. Preliminary traffic studies estimate
first-year bridge traffic at 6,700 vpd, growing to 42,000
vpd in 2039. 

Atlanta, Ga. $1.5-billion North by Northwest
Corridor: owner Georgia DOT

Application accepted 8/11 for $270 million toll rev-
enue + state grants TIFIA loan/DB/NTP 2013.

An unsolicited proposal made by Bechtel and
Citigroup in 2004 is being reconsidered for delivering 29
miles of reversible HOT lanes on I-75/I-575 as a publicly
financed DB project. Bechtel’s group also included
Gilbert Southern (Kiewit) and CW Matthews, PBS&J,
financed DB project.
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Since 2004, GDOT has started and stopped three
DBFOM procurements. Most recently, final DBFOM
bids for Northwest from three foreign teams were due
Feb. 3, but Gov. Nathan Deal, a Gingrich conservative,
cancelled the procurement abruptly in December. Now it
will go forward as a DB.

In a subsequent speech, he said: “I was, am, and will
be opposed to contracting away Georgia’s sovereignty for
a period of 60 to 70 years over a transportation corridor
that is so vital to our future. I remain committed to
improving the Northwest Corridor, but there is a better
way forward.”

A P3 advisor to GDOT says Deal believed the TIFIA
loan was a grant that would count toward the public con-
tribution in the project financing. “Somebody sold the
governor on the idea that this [TIFIA] is free money that
does not have to be paid back,” he says.

Virginia, $3.2-billion Metrorail Phase 2: owner
Metropolitan Washington Airports Authority (MWAA)

Application accepted for est. $900-million toll/tax-
backed TIFIA loan/DB/NTP 2013. 

DOT Secretary Ray LaHood last fall promised a
TIFIA loan to Virginia as part of the financing for an
extension of its Metrorail project to Dulles Airport. In a
subsequent memo of understanding, TIFIA committed
$30 million in loan subsidy to MWAA and its public or
private partners. The MOU allows MWAA to compete for
more subsidy in the future. Virginia projects have previ-
ously received $739 million in TIFIA loans, and current-
ly, besides Metrorail, there are three other projects seek-

ing a total of $1.4 billion in loans.

Bechtel and Washington Group (now
URS) are on time and slightly over bud-
get on their $3.8-billion DB contract for
the first phase of the commuter rail line,
due to start late next year. 

For the second phase, RFI responses
from DB teams were due this month to
MWAA to consider ways private capi-
tal could augment public funding. DBF
was quickly ruled out, though private
development of park and ride facilities
is being considered. 

The major source of funding for the
extension will be $2.1 billion in revenue-bond proceeds
from mandated toll increases on MWAA’s Dulles Toll
Road. Federal Transit grants also are being sought,
although ridership estimates are well below FTA’s cost-
benefit test. The state has committed $150 million, but
with strings attached. Gov. Bob McDonnell is insisting that
Virginia be given two more seats on the MWAA board, and
the legislature wants right-to-work language written into
any project labor agreement for the construction. Fairfax
County will put in a small percentage of the financing, but
Loudoun County is rumored to be dropping out, which
would put the northern terminus at Dulles Airport.

Pennsylvania-New Jersey border, $310-million
I-95/Scudder Falls Bridge: owner Delaware River

Joint Toll Bridge Commission

LOI 3/10 for a $102-million toll-backed TIFIA
loan/DBFOM/NTP 2013.

Former Gov. Ed Rendell hoped this DBFOM project
would be his signature P3, but it has fallen to his succes-
sor Gov. Tom Corbett to advance the procurement by the
bi-state toll bridge commission. After years of delay, a
finding from FHWA of no significant environmental
impact could come this spring.

No enabling legislation is needed for the bridge P3. A
consultants’ report on DBFOM feasibility was originally
due last November. A commission spokesman would
only say this month that it was still pending. After seven
years of debate, statewide transportation P3 legislation is
hung up over whether or not it will include prevailing
union wage rules.
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Rob Collins, who advised Rendell on the turnpike
lease, is now with Greenhill advising Gov. Tom Corbett
on P3 potential in the state. A legislative staffer is not
optimistic about deal flow. “The governor is incredibly
deliberate,” he says.

The Scudder Falls project calls for replacement of an
existing four-lane bridge with a new six-lane bridge to
carry I-95 across Delaware River between Bucks County,
Pa. and New Jersey. Demand forecasting uncertainties
due to three untolled bridges within five miles of the new
bridge could complicate the toll-revenue financing.

Austin, Tex., $240-million Mopac Managed
Lanes: owner Central Texas Regional Mobility

Authority (CTRMA)/TxDOT

(LOI 3/11 for $70 million toll-revenue TIFIA loan/DB
or DBFOM/NTP 2013).

CTRMA, advised by KPMG/First Southwest/Wilbur
Smith Associates, is evaluating RFI responses from 15
firms and expects to decide this spring whether to pursue
a DB or 52-year concession in a comprehensive develop-
ment agreement for its MoPac managed lanes project
north of Austin, Tex. A well-informed engineering exec-
utive in Texas believes there’s a 50% chance a P3
approach would be politically acceptable in Austin.

Strong early demand for the two express lanes
planned for this I-35 congestion reliever, and the fast
growth of transponder use in the region—from zero to
700,000 tags sold in five years—probably will support a
pure revenue-bond financing, the only option being con-
sidered by CTRMA. All users will pay a toll, which will
be dynamically priced to ensure free flow at 50 mph.

Bill Chapman, CFO of the CTRMA, believes the
rampup on Mopac will be similar to the experience on
its 183-A toll road, which received a $66-million TIA
loan in 2005. The 12-mile, four-lane road was built by
Granite Construction and J.D. Abrams. It opened in
2007 with first-year traffic of 56,000 adt, twice
Vollmer’s estimate.

One of Chapman’s concerns is that the approach used
by the TIFIA credit office in assessing its 183-A loan has
been changed from one based on credit quality to a more
political approach based on “sustainability.” 

Environmental permitting, traffic and revenue studies

and other work still needs to be done on Mopac. The
CTRMA is funding the procurement with the expectation
it will be reimbursed from $59 million in TxDOT funds
set aside for the project. 

Dallas, Tex., $4.7-billion I-35E Managed Lanes:
owner TxDOT.

LOI 3/11 for $800 million toll-revenue TIFIA loan
with public subsidy/DB + OM or DBFOM/NTP 2013.

Qualifications are due March 23 for what is now esti-
mated to be a $4.7-billion project to rebuild and add 28
miles of 4x4 general purpose lanes and 2x2 managed
lanes and frontage roads to I-35E in northwest Dallas. A
local stakeholder committee requires that bidders pro-
pose on one or both of a 52-year real toll concession—
TxDOT’s preference—or a design-build contract with a
15-year capital maintenance agreement. 

The project's costs have increased by $840 million
from the $3.86-billion estimate that TxDOT included in
the project's June 2011 request for information. About
$546 million in public subsidy is available to augment
TIFIA loans and/or private activity bonds.

www.veoliawaterna.com
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Portland, Ore.-Vancouver, Wash., $3.5-billion
Columbia River Crossing (CRC):
owner Washington  + Oregon DOTs 

LOI 12/11 for a $1-billion toll-revenue+grants TIFIA
loan/DB/DBFOM possible/NTP est. 2013.

The state DOT sponsors of a second crossing of
Interstate 5 over the Columbia River submitted an LOI
last month for a $1-billion TIFIA loan to support the toll-
revenue debt financing for this well-advanced project.

As proposed, twin-deck truss bridges will carry 10
lanes of I-5 and a 2.9-mile light rail extension between
Portland, Ore. and Vancouver, Wash. at an estimated cost
of $3.1 billion to $3.5 billion. A record of decision was
issued Dec. 7, 2011 and plans
call for a construction start in
2013. The form of contract has
not been decided, though
design-build and a DBFOM
concession have been consid-
ered. Consulting engineer
David Evans & Assoc. and
Nossaman LLP are advising.

The transit component  of
the Tappan Zee Bridge had to
be severed to make the project
feasible. Preliminary engineer-
ing estimates are usually low,
so a battle over the CRC scope
may have to be fought before
this bridge reaches closure. 

Southern Indiana, $1.3-
billion East End Crossing:
owner Indiana DOT

LOI 12/11 for toll-revenue
and availability financing of
TIFIA loan/DB or
DBFOM/NTP 2013.

The Indiana Finance
Authority, the grantor of the
Indiana Toll Road lease with
Cintra/Macquarie in 2006,
issued an RFQ on Jan. 6 for a
law firm to advise on the pro-
curement of a new toll bridge,
connector road and tunnel eight

miles east of Louisville, Ky. Low traffic volumes indicate
only about one-third of the debt could be covered with toll
revenues. Whether Gov. Mitch Daniels will commit to fund
the balance with availability payments in his final year as
governor will determine the fate of this project, sources say.
As much as $600 million in unspent funds from the ITR
lease could be used to support the project.

Kentucky’s proposed highway plan for 2012-2018
abandons a P3 approach and calls for $300 million in
direct federal aid, $236 million of Garvee bonds, and
$846.2 million of toll revenue bonds to fund a design-
build contract for a new Ohio River bridge in downtown
Louisville. �

Before You Risk a Million
Spend 30 Minutes with PWF

to Get It Right

Global Lessons Local Projects

The infrastructure business is changing rapidly. The winners will be those individ-
uals and companies who understand how to apply the lessons being learned global-
ly in infrastructure project development. Timely, accurate, project–specific infor-
mation is your most critical need.

There’s only one way to get it right . . . PWF

Risk Reward

A new architecture is being invented for sharing risks and rewards between public and
private players. New procurement methods, new alliances among strategic partners,
new sources of capital, new approaches to selling these complex deals to your con-
stituents—all will be required for success, both for government and private sector
players.

There’s only one way to get it right . . . PWF

Winners Losers

The greatest rewards will go to the smartest players. Your competitors for scarce cap-
ital resources are preparing for the future. They have learned you can’t buy the
expertise you’ll need to make the right choices. You must develop it in-house.

There’s only one way to get it right . . .

Public Works Financing
You can Bank on it . . . Since 1988

Westfield, NJ • (908) 654-6572 • PWFinance@aol.com

www.PWFinance.net

PUBLIC WORKSFINANCING
The international business guide to public-private partnerships and innovative finance

Robert Poole, Jr. is the director of
transportation studies at the Reason
Foundation.



PWFinancing / January 2012 19

In the debates over reauthorizing
the federal surface transportation pro-
gram, the mantra we hear from public
officials of both parties is “It’s fine to
toll new capacity, but we won’t sup-
port tolling existing capacity.” This
sharp dichotomy blurs over a third
category that is a vastly greater oppor-
tunity for tolling and PPPs—recon-
struction of aging and obsolescent
highways, especially the Interstate
system.

Highways don’t last forever.
(Thinking that they do is one of the
beliefs underlying the “we’ve already
paid for it” rationale against tolling
and/or fuel tax increases). Highways
built to typical U.S. standards have a
design life of about 50 years—and
often less, if states have not done rigor-
ous and timely preventive maintenance.
With the first-built Interstates now
exceeding 50 years, an enormous back-
log of reconstruction is starting to
appear. Detailed cost estimates don’t
exist, but plausible ballpark numbers
are in the $2-trillion to $3-trillion range.

Using toll finance to completely
rebuild a worn-out Interstate is not
“tolling existing capacity.” In addition
to simply rebuilding what was there
before, such projects will involve
upgrading from 1950s standards to
today’s design and safety standards,
plus current environmental mitiga-
tions. In many cases, there is also the
need to add capacity, especially on (a)
urban Interstates, and (b) truck-heavy
long-distance Interstates.

A good example of the latter is the
proposed reconstruction of 800 miles
of I-70, from Kansas City on the west
to the eastern border of Ohio. A sever-
al-year feasibility study, funded by
U.S. DOT via a “Corridors of the
Future” grant, selected as the pre-
ferred alternative a new I-70 configu-
ration that includes adding two dedi-
cated truck lanes in each direction, in
addition to reconstructing the existing
general-purpose lanes. The study also
concluded that, realistically, the only
way this mega-project could be paid
for is via tolling, most likely of all

lanes. And the authors also had the
good sense to realize that a tolled
megaproject like this is an excellent
candidate for a long-term toll conces-
sion. (www.i70dtl.org)

Under current federal law, this
ambitious project cannot be done. The
tiny federal pilot program for toll-
financed Interstate reconstruction
allows only three states to do such a
project. Virginia and Missouri already
hold two of the three slots, and a num-
ber of states (Arizona, North Carolina,
and Rhode Island, so far) are vying
for the third one. So of the four I-70
states, only Missouri has the legal
authority to proceed, even though all

four state DOTs (including Illinois,
Indiana, and Ohio) want to move for-
ward.

Hence, there is an urgent need to
liberalize existing federal law so that
more such projects can be planned,
with a realistic chance of going for-
ward. But so far, neither the Senate
nor the House reauthorization bills
addresses this issue. The Senate
Environment and Public Works
Committee draft doesn’t mention
tolling at all, though it might leave the
existing toll pilot programs
unchanged. In the House, T&I
Chairman Mica has repeated “tolls for
new capacity, not existing capacity”
on many occasions, and like his
Senate EPW counterparts, wants to
streamline the myriad transportation
programs to a much smaller number,
which might wipe out the small
tolling and pricing pilot programs.

All is not lost, however. There’s a
bipartisan move afoot in the Senate
drafting an amendment that would
retain the pilot programs while
removing the caps on the numbers of
states and projects. That would be a
home run. Groups like the recently
formed Tolling Coalition (including
many state affiliates of ARTBA and
some state DOT and toll agencies) are
hoping to interest Chairman Mica in
something similar. If such amend-
ments get into one or both bills, would
they survive the legislative process?

That may depend critically on what

Transportation Policy
Review

Reconstructing the Interstates
by Robert W. Poole Jr.

I-70 reconstruction:
Under current federal law
this ambitious project
cannot be done.



� Victoria Wastewater P3 Lives 
Procurement for the long delayed Cdn $782 million
wastewater treatment plant for the city of Victoria in
British Columbia could be underway late this year.

The project has been stalled since mid-2010 as three
levels of government work out the funding. With the
province facing a financial squeeze, the lack of activity
has led to rumors that the project—mandated by the
province—is not going ahead.

But following meetings with B.C. cabinet ministers,
the chairman of the Capital Regional District (Victoria is
B.C.’s capital) told PWF that “the province remains com-
mitted to the project.” 

B.C. is actively discussing ways to fund its share, one-
third of capital costs under the usual equal split between
the federal, provincial and municipal governments, said
CRD elected board chairman Geoff Young.

Following a recent trip to Victoria, a large P3 develop-
er told PWF “it’s going to happen.” It also appears that
the private role in the project might be bigger than in
2010, when one of three parts—a Cdn $260 million
biosolids  facility—was contemplated as a P3.

With both the provincial and federal governments
favoring P3s, a second part, the treatment plant, may go
ahead as a DBFM. It was to be done by the public sector
in the last published version of the project plan. The third
leg, the collection system, will likely remain a public pro-
ject.

While the province’s lack of money is widely seen as
the sticking point, B.C. actually ordered Victoria to build
the plant by 2016. The federal government will also
require the city to treat its sewage under new environ-
mental rules. 

Victoria now releases its sewage untreated into the
strait between Vancouver Island and Washington State.

� Waterloo LRT Seen As P3
Staff in the Waterloo Region of Ontario have recom-
mended the city adopt a DBFOM for a Cdn $818-million
(capital cost in 2014 dollars) 30-year LRT project.
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the toll revenue can be used for. The
current Interstate construction and
reconstruction toll pilot programs
restrict the revenue to being used for
the construction or reconstruction,
operation, and maintenance of the
toll-financed Interstate. Period. That
makes the toll a pure user fee. And
those using the reconstructed, mod-
ernized Interstate would be paying
for real value that they would other-
wise not get (since there is close to
zero chance of large increases in fed-
eral or state fuel taxes for Interstate
reconstruction). That provision has
been battle-tested—twice—in
Pennsylvania. That state applied
under the reconstruction pilot pro-
gram to toll I-80, but planned to use
the majority of the revenue as a
statewide transportation funding
source—transit, two-lane highways,
sidewalks, etc. The U.S. DOT, citing
the very clear wording approved by
Congress, twice turned them down.

I think it’s critically important that
any liberalization of Interstate tolling
retain that restriction on the use of the
toll revenues. The trucking industry
has fought every effort to toll “exist-
ing” (i.e., unimproved) capacity,
describing it as “putting up toll
booths on the Interstate” and repeat-
ing the “we’ve already paid for it”
mantra. They will likely oppose
expanding the pilot program, as well,
just as they are now supporting a bill
by Sen. Frank Lautenberg (D, NJ) to
impose federal regulation on toll
bridges and tunnels (in response to
the Port Authority of New York and
New Jersey’s recent huge toll rate
increase, in part to pay for recon-
structing its World Trade Center).

Simply removing the current fed-
eral ban on Interstate tolling would
likely face all-out opposition from
highway user groups—not just truck-
ers but very possibly AAA, as well.

They are right to be concerned about
tolls being turned into taxes, just as
federal fuel taxes have evolved into
an all-purpose funding source for just
about anything that can be remotely
connected to “transportation.” In the
great majority of cases nationwide,
tolls are a true user fee, like utility
bills. Americans understand utility
bills, whether for electricity, gas,
cable, or mobile phones. “Value-
added” Interstate tolling—where you
are only asked to pay a toll if you get
a much better highway in
exchange—is understandable and
supportable, even in today’s general-
ly anti-tax climate.

That’s why the best way forward
for Interstate reconstruction is to
remove the caps on the existing
Interstate tolling program, while
retaining the wise restrictions on uses
of the toll revenues.

Canadian
Infrastructure

Canadian
Infrastructure Finance



Advised by Deloitte, staff believes the DBFOM repre-
sents a potential saving of 18%, compared with a public
sector comparator. The region has been working on the
plan for some time, and has secured the promise of Cdn
$565 million from the Ontario and federal governments.

The proposal heading for a regional council vote in
February includes a 19-km LRT between Waterloo and
Kitchener, two of the three cities in the region about 115
km west of Toronto.

The staff report  noted there could be problems inte-
grating a privately-operated LRT with the existing
regional bus service and with a second proposed LRT, but
said the problem could be solved. 

Infrastructure Ontario, the provincial P3 agency, may
be retained as an advisor on the project. IO is advising
Ottawa on its LRT project.

� New Brunswick Drops P3 Schools
The New Brunswick government changed its mind about
two possible P3 schools after receiving an unfavorable
draft audit on an earlier two-school P3 deal from the
province’s auditor general. 

The government’s change was revealed in the auditor’s
report delivered on the earlier deal in January. It conclud-
ed that the government had not done an analysis before
signing the first P3 schools deal, and it would have been
cheaper as a public-sector deal because of unsupported
costs the government had loaded on to the public-sector
comparator. 

Auditor Kim MacPherson reported that following the
Conservative election win in late 2010, the new govern-
ment asked the auditor  to present an interim report on its
analysis of the 2008 Cdn $93-million two-school deal.

She said the public-sector comparator in the 2008 deal
had been inflated by Cdn $14.2 million, which gave P3 a
Cdn $12.5 million advantage. Without the inflated costs,
the public sector acquisition would have been slightly
cheaper. 

The Cdn $14.2 million was the amount the department
estimated the government would have to pay in the future
years to do catch-up maintenance, on the assumption that
it wouldn’t do regular maintenance. 

� DBF Condos For PanAm Games
A real-estate group has taken all the real estate risk on a
DBF project of 750 condos units for the 2015
Pan/Parapan American Games in Toronto, and is getting

a payment that reflects that risk.

Dundee Kilmer  Developments will build 1,040 condo
units on a brownfield site just east of Toronto’s down-
town core. It will get milestone payments for the project,
Cdn $21 million in December 2012, Cdn  $100 million in
2013, and Cdn $393 million on substantial completion in
early 2015.

With the tight timeline for the project, the developer
agreed to build the condos, which will be used for ath-
letes and officials, and then sell them after the games.
About 253 units will become affordable rental housing. 

The negotiated risk premium paid for the Cdn $514-
million deal Dundee Kilmer Developments closed with
Infrastructure Ontario won’t be known till the value-for-
money report is published. Dundee Kilmer is headed by
Toronto developer Dundee Realty and Kilmer Van
Nostrand Co., the holding company of Toronto business-
man Larry Tanenbaum. Both are equity investors. �
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Baha Mar a $3 6-Billion Tropical ParadiseBaha Mar, a $3.6-Billion Tropical Paradise
Jointly Developed by Baha Mar Ltd andJointly Developed by Baha Mar Ltd. and 
China Construction America (CCA)China Construction America (CCA).
The Constr ction Manager is CCAThe Construction Manager is CCA.

Alexander Hamilton Bridge RehabilitationAlexander Hamilton Bridge Rehabilitation
The largest single NYSDOT contractThe largest single NYSDOT contract 
awarded to date (approximately $407 Million)awarded to date (approximately $407-Million).
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“Everyone complains about the
weather, but no one seems to do any-
thing about it.” The same could be said
of federal transportation funding. There
is widespread agreement that the nation
should invest more in rebuilding and
expanding our surface transportation
system. However, there appears to be
little political willingness—on either
side of the aisle—to raise the gas tax or
to allow Interstate tolling.

The Funding Gap 

The Senate version of the surface
transportation reauthorization bill—
Moving Ahead for Progress in the 21st
Century (MAP 21)—proposes federal
spending of $109 billion from the
Highway Trust Fund (HTF) over the next
two years (mostly in the form of grants,
except for an expanded TIFIA program).
This proposal still leaves an unfunded
gap, relative to the current (SAFETEA-
LU) spending level, of at least $12 bil-
lion. House Republicans have proposed
a five-year bill of $260 billion to main-
tain current levels, but even that
requires identifying at least $57 billion
of new revenue sources. With no realis-
tic prospect of significant General Fund
(GF) assistance, an alternative approach
must be considered.

Solving the Problem
through the Tax Code

In light of these budgetary con-
straints, a more promising way to sup-
plement HTF resources may be through
the Internal Revenue Code—specifical-
ly, a new federal tax credit bond pro-
gram dedicated for surface transporta-
tion. Tax Credit Bonds are debt obliga-
tions issued by non-federal borrowers,

where the US Treasury covers most or
all of the interest cost by providing an
annual federal tax credit to bondhold-
ers. For a long-term (30-year) bond, the
federal interest subsidy is equivalent to
a 65% to 75% outright grant in present
value terms. Stated differently, a given
level of revenues pledged to pay debt
service on tax credit bonds—from tolls,
fees or taxes—can support approxi-
mately three times the capital invest-
ment as conventional tax-exempt
bonds. 

Using the tax code as a federal poli-
cy tool to spur infrastructure invest-
ment has several
attractive features
over grant spending.
Tax credit bonds do
not require annual
appropriations from
the federal discre-
tionary budget, nor
do they compete with
other programs for
HTF resources.
Rather, their bud-
getary cost--fore-
gone GF tax receipts
(“tax expenditures”)-
-is reflected in the
federal budget for
mandatory spending
programs. Unlike
discretionary spend-
ing, which is severely
constrained by annu-
al appropriations, the
fiscal impact of tax
code changes is
assessed over a ten-
year budget window.
This allows the cost
of encouraging

investment in long-lived infrastructure
assets to be spread over a multi-year
period.

Further, the scored fiscal cost of
these programs is estimated by the
Joint Tax Committee to be about 25
cents on the dollar—as opposed to 100
cents on the dollar for grant spending.
Finally, tax-advantaged investments by
definition face a litmus test of market
acceptance—the project’s financial fea-
sibility must be sound enough to attract
equity or debt capital from private
investors. 

Infrastructure Advocate

TRIP Bonds Could Help Close The Federal Funding Gap
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Tax Credit Bonds vs.
Grants

Last July, Senators Wyden (D-OR),
Hoeven (R-ND) and Begich (D-AK) co-
sponsored a bill to authorize $50 billion
of tax credit bonds [S. 1436, the
Transportation and Regional
Infrastructure Projects (TRIP) Bond
Act]. A similar bill [H.R. 3736] was
introduced in the House last December
by Reps. Whitfield (R-KY) and Boswell
(D-IA). The TRIP Bonds legislation
would authorize states, through their
infrastructure banks, to issue 30-year
bonds over a six-year period. The tax
credit bond volume cap would be allo-
cated equally among the states, and
states would be required to provide a 20
percent matching grant. 

Precedents

In recent years, the Congress has
established over $35 billion of tax credit
bond programs for targeted sectors like

public schools, renewable energy and
conservation. The other programs typi-
cally have the project sponsor identify
the state, local or project-based revenue
stream to repay the principal. The TRIP
Bonds bill proposes using a portion of
federal customs revenues to repay prin-
cipal. 

But even if the states were responsi-
ble for the principal, the present value of
the annual state revenues required
(about 25-35% of the bonds) is not dis-
similar from the 20% match contem-
plated under the current TRIP Bonds
proposal. In other words, tax credit
bonds in financial terms are tantamount
to 65%-75% federal grants.

Another key feature is the nature of
the tax credits. In 2010, Congress
approved refundable (“direct-pay”) tax
credits for most of the existing pro-
grams, as opposed to non-refundable
(“investor”) tax credits. Providing cash
interest subsidies substantially

enhances the marketability of the bonds,
and broadens their appeal to non-tax-
able buyers such as pension funds and
endowments. The current bills do not
explicitly address this “refundability”
issue.

Conclusion

The bi-partisan sponsorship of the
Senate and House TRIP Bond bills offers
encouraging evidence that tax credit
bonds could receive support from both
parties as a way to responsibly expand
federal assistance for transportation. If
the bills advance, they no doubt will be
further refined in terms of how the vol-
ume cap is allocated nationwide, which
entities can serve as issuers, and what
revenue streams are used to repay prin-
cipal. But at least in the near term, TRIP
Bonds may be a politically feasible, bud-
getarily cost-effective way for the feder-
al government to supplement the HTF
and help close America’s surface trans-
portation funding gap. �

23. . . World News

� Bouygues Wins French HSRail
France’s state-owned railroad infrastructure manager
Réseau Ferré de France (RFF) has awarded a 25-year
design, build, finance, operate and maintain contract for
the estimated Euro 2-billion (US$2.6 billion) Nîmes-to-
Montpellier high-speed bypass to a consortium led by
Paris-based Bouygues. Financial close is expected by
mid-year on a deal exposing the contractor to no traffic
risk.

Before reaching financial close, RFF must conclude
funding agreements with the French government,
Languedoc-Roussillon Regional Council, the Gard
General Council and municipal authorities of Montpellier
and the Nîmes. The funds will provide the consortium
with a capital grant plus operating fees.

As well as various Bouygues subsidiaries, the consor-
tium includes Alstom Transport, Spie Batignolles and
financiers Meridiam and Fonds d’Investissement et de
Développement des Partenariats Public-Privé (Fideppp). 

The award leaves each of the country’s three major
contractors with a high-speed rail project. A Vinci-led
consortium won the Tours-Bordeaux line in 2010 and
Eiffage secured the Le Mans-Rennes link last year. Only
Bouygues and Vinci lodged bids for the latest project.

Due to start operations in 2017, the Nîmes-Montpellier
project includes 60 km of high-speed track between
Manduel, east of Nîmes, and Lattes, close to Montpellier.
Another 20 km of conventional track connecting with the
rest of the network are also included. The lines will add
another section of Paris-Lyons-Marseilles-Spain high-
speed railroad. It will be France’s first high-speed line
that can carry both freight and passenger trains. RFF val-
ues construction of the project at Euro 1.83 billion
(US$2.4 billion).

� U.K. HSRail Enters Economic Debate
With a planning horizon stretching decades into the
future, the economic case for the U.K.’s next high-speed
railroad project has become fertile ground for dispute.
Economics is one major line of attack being deployed by
opponents of the High Speed Two (HS2) railroad project
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that secured official backing from the Department for
Transport this month.

According to current government plans, the first 225-
km-long phase from London to Birmingham will start
operations in 2026. The project will be extended some
265 km in two branches to Manchester and Leeds within
seven years of then. The government’s capital cost esti-
mate for the full Y-shaped system is £32.7 billion (US$55
billion) at 2011 values. The benefit cost ratio over 60
years would be an attractive 1.8-2.5, forecasts the govern-
ment.

Among the litany of challenges to official projections
is one from Douglas McWilliams, Chief Executive of the
Centre for Economics and Business Research. He claims
the benefit cost ratio to be nearer 0.5 than 2.5, making the
project “a triumph of PR over economics.”

Forecasting traffic and revenues so far ahead in volatile
times will continue to be contentious as the government
develops the project, aiming to introduce enabling legis-
lation late next year. But in terms of project delivery, it is
also the robustness of construction cost forecasts that con-
cerns the PPP industry.

The International Project Finance Association believes
HS2 would pose risks that would be difficult for the pri-

vate sector to bear because of the proposed lengthy con-
struction period. “Support may be needed from govern-
ment to optimise risk transfer,” IPFA said in a submission
to the House of Commons finance committee.

In a study for Greengauge 21, a not-for-profit promot-
er of high-speed rail, PriceWaterhouseCoopers (PWC)
concluded that HS2 “is too large and complex for the pri-
vate sector to deliver without considerable government
support.” The government’s role in planning, specifying,
funding and procuring the project would be “significant.”

Doubts over privatizing construction of HS2 appear to
be supported by the government experience in the 1990s
with HS1, from London to the Channel Tunnel. The pro-
ject effectively flopped as a privately financed project and
needed massive government financial underpinning to
keep on the tracks. However, the government could repli-
cate for HS2 the way in which it finally privatized HS1 as
a going concern in late 2010, believes PWC.

Selling a franchise of HS2’s completed first phase
could generate proceeds covering about half its construc-
tion cost, says PWC in a separate study. It recalls that
Ontario Teachers Pension Plan paid £2.1 billion (US$3.2
billion) for a 30-year concession for HS1 in late 2010. A
similar approach for HS2 would schedule its sale in 2029.

The government is now focusing on broad value-for-
money considerations and the controversial environmen-
tal impact of the scheme, particularly in the affluent and
scenic Chilterns region northeast of London. Ministers
have yet to disclose serious work on their procurement
strategy for the project. 

But given the nation’s parlous financial condition, the
government will certainly be interested in novel financing
options. And as chief finance minister George Osborne
toured China this month, partly to secure investors in
U.K. infrastructure, HS2 was likely to have been high on
his agenda. China now has the cash and the experience in
high-speed railroads to use the U.K. as a stepping-stone to
Europe.

� New London Mega-Airport Private
Having ruled out expansion of London’s Heathrow air-
port, the U.K. government is preparing to launch this
spring studies into future aviation capacity around
London, including a major new hub in the Thames
Estuary, east of the city. 

Various estuarial schemes are on the table, but the most
developed is one being promoted by a team of architect
Foster and Partners, the engineering firm Halcrow, and
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economists at Volterra Consulting. The propo-
nents claim the £50-billion (US$77 billion)
integrated infrastructure scheme could be pri-
vately financed.

Foster’s scheme would include an airport
with four runways able to serve 150 million
passengers a year. It would be built on the Isle
of Grain, nearly 60 km from the capital, sub-
stantially on reclaimed land. The airport
would be served by high-speed railroad cross-
ing the north of London and linking with the
national rail network. The railroad would
cross the estuary on a new tidal barrier with
power generating capacity. A high capacity
communications infrastructure spine would be
built into the corridor.

The project has secured support in principle
from some financial institutions, claims Huw
Thomas, a partner of Foster. He believes indi-
vidual components of the whole scheme could
be packaged in separate concessions, such as
the £6-billion (US$9.3 billion) electricity-generating bar-
rier and the £20-billion (US$31 billion) railroad. 

However, financing for the airport itself, forecast also
to cost £20 billion (US$31 billion), could be tricky. BAA,
which owns Heathrow, regards the estuary scheme as a
non-starter. However, an estuary airport is being champi-
oned by London’s mayor Boris Johnson, who is a major
force in the ruling Conservative Party and viewed as a
potential party leader.

� Impregilo Shares Scooped Up
Italy’s Grupo Gavio has boosted its control of the coun-
try’s largest contractor and infrastructure developer
Impregilo, S.p.A. Gavio acquired the 33% held by the
Ligresti family in IGLI, the holding company which con-
trols 30% of Impregilo for a reported Euro 146 million
(US$184 million). 

The deal requires approval by Atlantia S.p.A., Italy’s
major toll road owner, which holds the remaining third of
IGLI. Atlantia has until March to decide whether to
approve the acquisition or become an equal partner in
IGLI with Gavio. Meanwhile, Rome-based constructor
Salini Costruttori S.p.A, has accumulated 15% of
Impregilo from the 56% of the shares on the market.

Impregilo recorded a 9% decline in earnings last year
to Euro 2.1 billion (US$2.6 billion). Some 13% of rev-
enues came from its concessions division, including a
29% interest in the Brazilian toll road operators

EcoRodovias, S.A. EcoRodovias has concessions cover-
ing 1,459-km of toll roads in four states with Impregilo
as operator.

� Spain Nixes Coastal Airport Deal
The operator Concesiones Aeroportuaria, S.A is suing
Spain’s Valencia regional government over its termina-
tion of the 45-year concession covering the coastal air-
port of Castellón. The government’s move followed the
operator’s demand for increased operating fees to com-
pensate for lost traffic caused by the collapse of the
tourist market that the airport was built to serve.  Resorts,
golf courses and marinas in Valencia remain half-built as
a result of the burst real estate bubble, and passengers
that were to fly to Castellón have vanished.

Built by the consortium at a cost of Euro 110 million
(US$139 million), the airport has stood idle since its
completion in December 2011 as the economic crisis hit
local tourism. The project was 60% funded by the con-
sortium using debt and equity, topped up by a regional
government loan. Globalvia controls 45% of
Concesiones Aeroportuaria, S.A., with 5% owned by
Abertis Infraestructuras and the rest held by local
investors.

To help compensate for the lost revenue, Valencia
agreed last year to pay an additional Euro 29 million
(US$37 million) annual fee, on top of the agreed Euro 21
million (US$47 million), to run the airport for an initial
five years. But the regional government is understood to
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have changed its mind on the offer in December, and
decided to take back the airport instead as deep federal and
regional budget cuts threw its own finances into trouble.

� Spain’s La Mancha Region Pays Up
Despite fears of ratings agencies, Spain’s La Mancha
regional government at the last minute met its full finan-
cial obligations for 2011 to Autovías de los Viñedos, S.A.
(Auvisa) for operations of a shadow toll road. The region
also doubled monthly fees from December to Autovías de
la Mancha, S.A. (Aumancha), another concessionaire.

By this June, the government plans to be current with
fees and also meet that month’s scheduled bank interest
payments. Moody’s ratings agency issued a credit opinion
note in November outlining concerns that Auvisa and
Aumancha faced possible defaults by the government. It
also downgraded the companies’ credit ratings from Baa2
to B3 to reflect the government’s delayed payments in the
second half of 2011.

Aumancha, which is 67% owned by ACS Iridium, owes
Dexia bank Euro 110 million (US$139 million) for its
52.3-km toll road between Toledo and Consuegra.  Under
its 2003 shadow toll concession, Auvisa owes Euro 64.1
million (US$81 million) to bondholders and Euro 103 mil-
lion (US$130 million) to the European Investment bank
for its 74.5-km Consuegra-Tomelloso highway. Acciona
owns 42% of Auvisa, and local firms hold the remainder.

… Latin American News

� Mexico Increases P3 Funding Effort
Mexico’s state infrastructure trust fund (Fonadin) plans to
step up the sale of development capital certificates (CCD)
to encourage foreign private sector involvement in pro-
jects, following the recent enactment of the revised PPP
(Asociaciones Público Privadas) code.  

Fonadin will float on Mexico’s stock market by this
summer CCDs for four infrastructure projects with a com-
bined value estimated at pesos 12.7 billion (US$933 mil-
lion). Fonadin’s fund managers want to sell the equity-like
certificates to foreign private investors replacing local
pension funds which have acquired virtually all CCDs
since their introduction in 2009.

Proceeds raised by certificate sales will be used to fund
highway, wastewater plants, renewable energy and other pro-
jects. Mexico’s Congress reformed the PPP law adopting
U.K. practice to create a more friendly investment environ-
ment. Mexican PPP deals are limited to 40 years’ duration and
cost overruns are capped at 15% above the approved budget.

� Brazil’s CCR Takes To The Air  
The Brazilian toll road investor Companhia de Concessôes
Rodoviarias (CCR) is to create a new airport division by
acquiring assets held by two of its major investors,
Camargo Correa Participacôes, S.A. and Andrade
Gutierrez, S.A.

A special shareholders’ meeting sanctioned the new air-
port division in mid-January.

CCR is reportedly paying US$140 million for Camargo
Correa’s 45.5% interest in Quiport Corp., which is build-
ing Quito’s US$683-million Mariscal Sucre International
Airport, and paying US$50 million for  Camargo Correa’s
7.5% share of Juan Santamaria International Airport serv-
ing Costa Rica’s capital of San Jose. 

The acquisition also includes Andrade Gutierrez’s
40.8% share of the international airport that operates in the
Caribbean island of Curaçao for a reported US$24.5 mil-
lion. CCR shareholders also agreed to back bids for the
airport concessions covering Sâo Paulo’s Viracopos and
Guarulhos airports.

� Brazil To Auction Three Airports 
Brazil’s leading toll road operators are due to bid for the
nation’s three busiest airports in a one-day auction in Sâo
Paulo’s stock exchange, called by the civil aviation author-
ity (ANAC) for February 6. The three airports handle
some 30% of Brazil’s overall passenger traffic and 57% of
its cargo.

Overall, some 14 local firms have reportedly teamed up
with five international airport operators to bid. Among
them, a team of OHL Brasil with Spanish airport operator
AENA will likely compete against EcoRodovias with
Germany’s Fraport for all three airports. However ANAC
will allow only one concession to be awarded to any sin-
gle consortium. 

Bids will be based on the highest upfront fee above a
minimum set by ANAC for 51% of a special purpose com-
pany that will run each airport. Infraero, the Brazilian state
airport operator, will own the other 49%. 

Sâo Paulo’s Guarulhos International airport will be
offered with a 20-year concession requiring an upfront fee
above Reais 3.4 billion (US$1.9 billion). Sâo Paulo’s
Viracopos International airport will have a 30-year conces-
sion and minimum fee of Reais 1.5 billion (US$840 mil-
lion). Brasilia’s Juscelino Kubitscheck International
Airport has a 25-year lease and a Reais 582-million
(US$326 million) fee. 
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� EcoRodovias Wins Brazil Toll Road   
Brazil’s federal highways authority, Agência Nacional de
Transportes Terrestres (ANTT), has awarded a 25-year toll
concession covering 475.9-km of Êspirito Santo state’s
BR-101 highway to the consortium Rodovioa de Vitoria.
The deal calls for Reais 2.14 billion (US$1.2 billion)
investment to upgrade the route, on which ANTT forecasts
an 8% internal rate of return.

Rodovioa de Vitoria bid the lowest toll charge of
US$0.03391 per kilometer, which was 45.63% below the
ceiling set by ANTT. The consortium is controlled by
EcoRodovias, which is 45% owned by local firm CR
Almeida and 29.2% by Italy’s Impregilo, S.p.A. The local
company SBS Engenharia e Construçoes is also part of the
winning consortium.

The concessionaire must upgrade half the road by year
six and complete the project four years later. The highway
links the borders of Rio de Janeiro and Bahia states.
Rodovia de Vitoria beat six rival groups for the contract,
including units of Spain’s OHL and Isolux Infraestructuras. 

� Colombia Trades Oil For PPPs 
Colombia’s president Juan Manuel Santos has approved the
nation’s first legal code on PPPs (Asociaciones Público
Privadas) aimed at easing procurement of a US$8-billion
project pipeline for this year and next. The deals are await-
ing approval by the recently formed national infrastructure
agency ANAC. To help finance PPPs, the government will
sell 10% of Ecopetrol, the oil company that is 88.5% con-
trolled by the state.

Under the code, the private sector must own at least 80%
of a project company, with the state holding the balance.
For unsolicited projects approved for procurement, the
sponsor will earn extra points in the bid scoring used by
ANAC. The sponsor will also be offered 10 days to
improve its bid should a rival offer be more attractive. The
code also limits project cost overruns by placing a 20% cap
over the approved cost. 

� Sacyr Sells 49% Of Chile Toll Roads 
Spain’s Sacyr Concesiones, S.A. has agreed to sell to local
investors 49% of its interests in recently secured conces-
sions covering Chile’s Valles del Bio Bio and Rutas del
Desierto highways. The highways, due to open in 2014, are
forecast to earn together whole-life revenues of Euro 500
million (US$630 million).

The buyers include the privately owned holding compa-
ny Corso, which paid Euro 120.7 million (US$152.7 mil-

lion) for 49% of the 35-year Valles del Bio Bio concession,
in southern Chile. The concession requires Euro 245.2 mil-
lion (US$308 million) of upgrade work on the 103-km
Concepción-Cabrero section of Ruta 5. 

Auguri, another privately owned company, paid Euro
116.4 million (US$146.6 million) for its stake in the 32-
year Rutas del Desierto concession. The project calls for an
overall investment of Euro 116.4 million (US$146.6 mil-
lion) to lengthen and upgrade 78.4 km of roads from
Iquique to Ruta 1 and Ruta 16.

. . . More World News

� Gulf State Boosts Water Sector PPPs
Kuwait government’s Partnerships Technical Bureau this
month invited expressions of interest for a 25-year build-
own-operate-transfer contract covering the Umm Al
Hayman wastewater treatment system. The successful bid-
der will own 40-50% of the project company with the rest
being divided among Kuwaiti individuals and state entities.

The overall contract will include the plant itself on a
BOOT basis. The concessionaire will also be responsible
for designing, building and operating the transmission sys-
tem, pressure main and pumping facilities, which will all be
financed directly by the government.

The bureau, which manages the government’s PPP pro-
gram, plans to invite bids from prequalified groups this
July, aiming to award the contract in March 2013 and finan-
cially close the deal that June. Construction is scheduled to
end in 2015. Government advisers on the project are under-
stood to include HSBC and the law firm Norton Rose.

In the project’s first phase, covered by the proposed con-
tract, the concessionaire will provide 500,000 cubic meters
a day treatment capacity, serving around one million peo-
ple. According to current government forecasts, the capac-
ity will be increased to 700,000 cubic meters a day around
the end of this decade under separate contractual arrange-
ments.

For this project, the government is building on experi-
ence gained on its first wastewater PPP, at Sulaibiya, which
started operations in late 2004. With a construction value
exceeding $400 million, the Sulaibiya wastewater treat-
ment and reclamation plant is being managed under a 30-
year concession by Utilities Development Company, which
is owned by locally based contractor Mohammed
Abdulmohsin Al Kharafi & Sons Group and GE Water &
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Process Technologies. Debt financing was provided by
National Bank of Kuwait, Gulf Bank, and the Bank of
Kuwait and the Middle East.

Partnerships Technical Bureau is, meanwhile, procur-
ing a desalination and power plant at Az-Zour North
under a 30-year PPP. The plant is planned to have a power
generating capacity of 1,500-MW while producing 100
million gallons a day of water. BNP Paribas, the law firm
Chadbourne & Parke and engineering consultant
Lahmeyer International are advising the bureau on this
deal.

� Bidders Line Up For Mumbai Bridge
Prequalification bids for the Rs 8.8-trillion (US$175 mil-
lion) Mumbai Trans-Harbour Link highway project in
India are due in early February with a shortlist scheduled
for selection within three weeks. The design, build,
finance and transfer deal covers a 22-km-long crossing of
the mouth of Thane Creek between Sewri, in south
Mumbai, and Navi, close to the Jawaharlal Nehru Port
Trust. The link will form part of a southern corridor to
Pune and beyond. 

The project includes a 16.5-km-long bridge and 5.5-
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km of approach viaducts carrying six highway lanes and
with provision for a possible twin track metro at a later
date. The procuring agency, Mumbai Metropolitan
Region Development Authority, last summer appointed a
consortium of Arup Group, locally-based Consulting
Engineering Services and KPMG as its project adviser. 

This is Mumbai’s third go at procuring the project. It
abandoned an attempt at a BOT in 2004 and a
design/build, lump sum effort failed to secure a contract
four years later.

� India Grapples With Road Delays
India’s Ministry of Road Transport and Highways says it
is restructuring its project management to eradicate bot-
tlenecks in the country’s large PPP program to widen
national highways. Around 100 mainly privately financed
toll projects are now under implementation in over 20
states while another batch has just been approved.

By creating new regional offices in the National
Highways Authority of India, led by empowered Chief
General Managers, the ministry hopes to overcome
delays on many projects. Other measures aimed at
improving progress include setting up special units and
committees led by top state civil servants to deal with
land acquisition and utilities diversions.

These steps are in line with observations by the ratings

agency Fitch last month. “If issues pertaining to land
acquisition, permits and systemic fuel shortages are
addressed through committed and forceful policy action,
completion and operations risks may be mitigated,” it
said. Fitch gave India’s infrastructure companies a nega-
tive outlook partly because of the sector’s difficulties,
warning of potential downgrades. 

The government has conceded that its vast program to
widen highways to four to six lanes has been hit by poor-
ly performing contractors, land acquisition delays, and
law and even order problems in some states.
Nevertheless, the widening program rolls on. This month
the government approved more toll roads schemes under
BOT concessions. 

� Ayala Wins Philippines Road PPP
A joint venture led by Manila-based Aayala Corporation
is to build the Philippines’s first of three upcoming PPP
toll highway projects, having last month offered the high-
est bid for a 30-year concession covering the estimated
PHP 1.1-billion (US$25 million) Daang-Hari SLEX
Connector from the Department of Public Works and
Highways. 

Teamed with Spain’s Getinsa Ingineieria, Ayala won
the contract with a bid of PHP 902 million (US$21 mil-
lion), beating a rival offer from a San Miguel Corp. con-
sortium by 48%, according to the department. 

This Q&A continues our conversation
that began last month with Mike
Schneider, managing partner at
InfraConsult, which is advising the Los
Angeles County Metropolitan
Transportation District on its highway
and transit P3 projects.

PWF: When does DBOM or DBFOM
work with transit?

Mike Schneider (MS): Unless you’re
going to get a savings resulting from
O&M efficiencies, which generally imply
a more efficient labor structure than cur-
rent, you’re not going to get any savings
on a P3 that you wouldn’t get on a DB, on
a transit project. 

Most transit contract operators are
not interested in non-right-to-work states
and getting into that labor conversation
at this point. That’s because the savings
are not necessarily going to be in the first
five years. But if you have a union rene-
gotiation every 5 years, 10 years, 15
years, and that negotiation is with a pri-
vate operator as opposed to a public
operator, then maybe you will be able to
do what the bus operators have done,
which is to change work rules and not
necessarily wage rates. For a project that
has a lot of ridership concentration in the
morning and evening, a change in work
rules might be a really effective thing.
Bus service is far more labor intensive
than rail so the gains are much greater.

That has happened on the transit side
in various applications including Los
Angeles, with Foothill Transit in the San
Gabriel Valley of Los Angeles. The cities
formed a joint powers authority, negotiat-
ed with LA Metro to take over  the lines
that Metro was previously running and
then negotiated with a commercial transit
operator to provide the labor and O&M
for the new lines. They’re saving 40 to
50% of what it would have cost under the
Metro arrangement.

Question: That’s not possible for rail
transit?

MS: A lot of the authorities are asking
about that, including New York MTA’s

Q&A: Mike Schneider On Transit P3s
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East Side Access. But if you were to pri-
vatize all of the systems and maintenance
of the track and the electrification and the
fixed facilities on a rail line, and not
include the operations of the vehicles and
their maintenance, you get into a difficul-
ty.  

Question: Why?

MS: Let’s say you’re getting unusual
wear on the track. Is it because the private
sector concessionaire who is maintaining
the track has not done its job, or is it
because the unions in the public sector
that are maintaining the rolling stock
haven’t trued the wheels in an appropriate
way. So who is causing the wear?  

The leads to the conclusion, if you’re
going to privatize rail in a PPP you’re
going to have to bundle things that have
an impact on one another. That’s a really
important concept. If you’re going to take
a piece of something and make it a pri-
vate-sector commission or concession
and not other things that are involved in
using it or can affect it’s performance or
wear, then you get into the same exact
interface debate that P3s are supposed to
alleviate. 

It’s very complex to undertake a rail P3
unless you plan it right from the begin-
ning, and it does not interface with or
have an impact on other lines. 

Question: Who is doing that now?

MS: Nobody, and for good reason. The
principal railroad privatization activity in
this country is commuter rail and why is
that?  It’s not the LIRR or Metro North.
It’s the 30 or 40 new commuter rail
authorities that are starting from scratch
with a new institutional authority. The
game is acquire commuter rail vehicles,
pull them with a diesel locomotive, pick
up riders, charge fares, those services are
being contracted out because there is no
legacy union or no legacy operator.

You can ring-fence it in a way that you

know you can generate the metrics, the
measurement, that will allow you to
gauge the availability payment. Without
that key mechanism it is very difficult to
determine success or failure and alleged
blame if anything goes wrong.

Question: Why was Denver Eagle
able to do this? 

MS: They had a champion for a long
time in Cal Marsella, Regional
Transportation District’s CEO when he
was there, who was very much a propo-
nent of the private sector.  

In creating the RTD the state required

as part of its enabling legislation to permit
RTD to operate, that it contract out at
least 15% of its operations.  That is
unusual, that usually does not occur, so
that set the stage obviously.

Thirdly, these are all new parts of the
system. In fact the commuter rail line to
the airport is a different technology and it
doesn’t interface with any of RTD’s other
lines, so it makes sense. 

Question: Why wasn’t a DBF alterna-
tive considered for Crenshaw or the
other transit DBs?

MS: We looked at
a DBF approach, but
what’s the point?
Metro has a AAA
credit rating; it’s
great at borrowing
money; we have a
TIFIA loan; we don’t
need PABs; and there
is an institutional
force against involv-

ing a life-cycle interest of the private sec-
tor, which would be the only way it would
have made a difference.

So there’s no point in doing a DBF
because money is cheaper to be bor-
rowed from the public sector, and there’s
no point in doing an equity investment
because you’re not going to be operating
it anyway, so just having Metro move
from DBB, which they’ve done everything
except one small piece of one project, to
DB, we declared victory. That was a major
movement.

Besides no one is going to do the “F”
piece unless you’ve got an iron-clad pay-
back mechanism and you’ve got a return,
not on your investment, but a return on
your renting the money.

Question: Just like the Presidio
Parkway availability-pay project in San
Francisco?

MS: Right, it’s effectively a private sec-
tor bond deal. You’d have to have all the
same covenants and all the same guaran-
tees, just like Presidio Parkway deal. A
cabinet-level agency forced Caltrans and
the California Transportation Commission
to make a commitment that’s never been
made before in California, which is an off-
the-top, multi-year, commitment to avail-
ability payments. In effect, this has exact-
ly the same, if not more, power than
would a bond covenant or typical bond-
holder indebtedness coverage ratios, so
that’s why Presidio is happening.�

If you’re going to pri-
vatize rail in a PPP you’re
going to have to bundle
things that have an
impact on one another.
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Letting the nation’s roads and
bridges deteriorate may worsen traffic
congestion and add to our commuting
woes, but when water and sewer sys-
tems begin to fail, our very civilization
is at risk. That is the message of a
recent story in The Washington Post
drawing attention to the alarming state
of the nation’s water and sewer infra-
structure. The story looks at the
Washington D.C. system as a poster
child for neglected and dilapidated
municipal utilities. The average District
water pipes are 77 years old and a
great many were laid in the 19th centu-
ry, notes the Post article. Emergency
crews rush from site to site to tackle
an average of 450 breaks a year.
(“Billions needed to upgrade America’s
leaky water infrastructure,” by Alfred
Halsey III, January 2, 2012).

Antiquated municipal water and
sewer systems are indeed a ticking
bomb, all the more so since their dete-
rioration, unlike that of highways and
bridges remains invisible until a break
occurs. But maintaining water and
sewer infrastructure in a state of good
repair is a fairly straightforward chal-
lenge, for water supply and sewers are
a public utility. As such they are in a
position to cover their maintenance
and replacement costs through user
charges. To be sure, we, the ratepay-
ers, may have to face higher fees in the
future, fees that reflect the rising cost
of maintaining aging water and sewer
lines. But then, we’ve been paying
ridiculously low fees for the enormous
convenience of municipal water and
waste treatment systems, not to men-
tion for the public health benefits of
avoiding cholera epidemics, such as
the outbreak that decimated the popu-
lation of Paris in the 1830s.

Finding resources to keep the sur-
face transportation infrastructure in a
state of good repair is a more compli-
cated challenge. There are no rate pay-
ers to charge and no political support
for raising fuel taxes or imposing tolls.
Politicians and the public seem to
attach a low priority to fixing aging
transportation infrastructure. The issue
did not even make the top ten list of
public priorities in the latest Pew
Research Center survey of domestic
concerns. Nor has the subject of trans-

portation ever come up in the numer-
ous policy debates held by the
Republican presidential candidates.

There are various theories as to
why the public seems so indifferent.
One widely held view is that people
simply do not trust the federal govern-
ment to spend their tax dollars wisely.
As proof, evidence is cited that a great
majority of state and local transporta-
tion ballot measures get passed
because voters know precisely where
their tax money is going.

Another explanation, and one that I
find highly plausible because it reflects
my own experience, has been offered
by Charles Lane, editorial writer for the
Washington Post. Lane wrote in an
October 31, 2011 Washington Post col-

umn,”How come my family and I trav-
eled thousands of miles on both the
east and west coast last summer with-
out actually seeing any crumbling roads
or airports? On the whole, the highways
and byways were clean, safe and did
not remind me of the Third World coun-
tries . . . Should I believe the pundits or
my own eyes?” asked Lane.

Along with Lane, I think the
American public is skeptical about
alarmist claims of “crumbling infra-
structure” because they see no physical
evidence of it. State DOTs and transit
authorities take great pride in maintain-
ing their systems in good condition.
Collapsing bridges, happily, are few and
far between. The oft-cited “D” that the
American Society of Civil Engineers has
given America’s infrastructure (along
with an estimate of $2.2 trillion needed
to fix it) is taken with a grain of salt,
says Lane, since the engineers’ lobby
has a vested interest in greater infra-
structure spending. So do the legions
of road and transit builders, rail equip-
ment manufacturers, construction
firms, planners and consultants.

This does not mean that the country
does not need to invest more dollars in
preserving and expanding its road and
transit infrastructure. Only that, in
making a case for higher spending, the
transportation community must do a
much better job of explaining why,
how, where they propose to spend
those dollars. Unsupported claims that
the nation’s infrastructure is “falling
apart” just will not do. We must learn
from state and local ballot measures to
document our needs with enough
specificity so that the public has the
confidence that their money will be
spent wisely and well. �

Infrastructure Advocate

Learning To Advocate Effectively
by Kenneth Orski, Editor/Publisher, Innovation NewsBriefs

I think the
American public is
skeptical about
alarmist claims of
“crumbling infra-
structure” because
they see no physical
evidence of it.
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KPMG’s Global Infrastructure professionals in the US and
Canada provide specialist Advisory, Tax, Audit, Accounting
and Compliance related assistance throughout the life cycle
of infrastructure projects and programs. Our teams have
extensive local and global experience advising government
organizations, infrastructure contractors, operators and
investors. We help clients ask the right questions and find strate-
gies tailored to meet the specific objectives set for their busi-
nesses. KPMG can help set a solid foundation at the outset and
combine the various aspects of infrastructure projects or pro-
grams – from strategy, to execution, to end-of-life or hand-
back. Contact Andy Garbutt, Practice leader for KPMG’s US
team, at +1-512 501 5329 and Brad Watson, Practice leader for
KPMG’s Canadian team, at +1- 416 777 8142, or e-mail: infra-
s t r u c t u r e @ k p m g . c o m
www.kpmg.com/infrastructure 

Osler, Hoskin & Harcourt LLP has one of the leading public-pri-
vate partnership (P3) legal practices in Canada. Osler has
extensive experience in all types of P3 arrangements including
concessions, outsourcing of services, and privatizations of vari-
ous government agencies, crown corporations and service
providers. We have advised on a broad spectrum of P3 pro-
jects including major transportation (highways and airports),
public transit, hospitals, schools, prisons, police stations, casi-
nos, waste, water treatment, power generation and transmis-
sion facilities and other infrastructure projects. We represent
public and private sector participants including developers,
contractors, consortiums, service providers, governmental
agencies, consultants and financial institutions. Please contact
Bob Beaumont at (416) 862-5861 (e-mail: rbeau-
mont@osler.com), Lorne Carson at (403) 260-7083 (e-mail: lcar-
son@osler.com), Tobor Emakpor at (416) 862-4268 (e-mail:
temakpor@osler.com) or Rocco Sebastiano at (416) 862-5859
(e-mail: rsebastiano@osler.com).

Raymond Tillman, P.E. has been a widely recognized toll road
expert for over 35 years. Services he provides to a broad range
of public and private sector clients throughout the US and Latin
America include: traffic and revenue forecasts (back-of-the-
envelope through investment grade); quantified risk and prob-
ability assessments; internal and external peer reviews; P3 advi-
sory services (former president of the ARTBA/P3 Division); pro-
ject development consulting, including viability assessments
and implementation strategies; and toll road advisory services.
He has worked closely with toll agencies, underwriters, lending
institutions, rating agencies, “greenfield” facility investors and
developers, and equity participants. Reports prepared under
his direction have supported over $30 billion worth of bonds,
and his credibility in the financial community reflects this record.
Contact information is: (917)328-2265 (cell) or (212)315-3566, or
raymond.tillman@lmstone.com 
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RT

At Williams Mullen, our attorneys understand that successful
infrastructure and P3 projects depend upon strategic plan-
ning along with innovative, pragmatic thinking. Through our
experience across a wide array of disciplines, we leverage
this understanding to assist clients in transforming concepts
into realities. Over the past 30 years, firm attorneys have
partnered with clients to achieve:
• 165+ public-private partnerships
• 170+ design-build or design-build-operate projects
• 130+ power projects (65+ renewable energy and 38+
waste-to-energy) 

• 40+ water or wastewater projects
• 30+ transportation projects, including a major U.S. port
representation

• 200+ solid waste management projects
• A multitude of education, corrections and other public
infrastructure projects.
Contact Stuart Broom (202) 293-8110, sbroom@williamsmullen.com,
Warren Nowlin (202) 293-8119, wnowlin@williamsmullen.com, or
Chuck Wall (804) 420-6498, cwall@williamsmullen.com, or visit
www.williamsmullen.com
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Wilbur Smith Associates is an internationally recognized toll
road expert, providing financial, procurement, operations
and construction support for public agencies and private
clients on hundreds of toll facilities worldwide. For more
than 50 years, WSA has worked with investment bankers,
debt holders, rating agencies, and equity partners to place
$65 billion of revenue based financings, providing us with
unparalleled credibility in today’s financial markets. We pro-
vide services that help define a public-private partnership
and ensure that our clients are able to design a procure-
ment to maximize their objectives. Notable projects include
91 Express Lanes (California), 407 ETR (Ontario), Melbourne
CityLink, President George Bush Turnpike (Texas), and South
Bay Expressway (California). Contact Ed Regan (203) 865-
2191, Kamran Khan (630) 434-8111, or Grant Holland (770)
936-8650, or visit us at www.WilburSmith.com.

As part of SUEZ ENVIRONNEMENT, United Water provides
water, wastewater and asset management services to
7.3 million people in 25 states through the dedication of
its 2,600 employees. In addition to owning and operat-
ing 20 regulated utilities, United Water operates 200
municipal and industrial systems through public-private
partnerships and contract agreements. Founded in
1869, the company’s core expertise in providing safe,
clean drinking water has evolved into providing a full
range of services, from technical assistance to total
asset ownership. We assist communities improve service,
reduce costs, comply with environmental regulations,
manage labor relations and provide excellent customer
service. For more information visit unitedwater.com or
contact Gary Albertson at 201-767-9300 or at
BD@UnitedWater.com.

PUBLIC-PRIVATE SERVICES DIRECTORY

Veolia Water North America is the leading provider of
comprehensive water and wastewater services to municipal
and industrial customers, providing
services to approximately 14 million people in more than 600
communities. Our services include designing, building and
operating water and wastewater treatment facilities and
systems. We operate the nation’s largest public-private part-
nership for water services in Indianapolis, where we serve 1
million people, as well as the country’s very first partnership
established in 1972 with Burlingame, Calif., an 
ongoing customer now for more than 30 years. The compa-
ny is part of Veolia Water, the No. 1 water company in the
world, serving more than 110 million customers. Veolia Water
is the water division of Veolia Environnement (NYSE:VE and
Paris Bourse: VIE), the largest environmental services compa-
ny in the world, with more than 252,000 employees in more
than 80 countries and annual revenues of approximately
$30 billion. Visit the North American web site at
www.veoliawaterna.com or call (800) 522-4774.

FFor information about
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Parsons Brinckerhoff provides a total package of consulting
services for infrastructure projects worldwide. We advise
senior decision-makers of private firms, public agencies
and financial institutions in all aspects of assessing, devel-
oping and delivering projects and programs. With a world
class strategic advisory group within our leading interna-
tional engineering and construction management firm, we
draw on over a century of successful experience with chal-
lenging and complex projects to provide cutting-edge
strategic advice. From initial assessment of project feasibili-
ty to procurement or bid development and on through pro-
ject delivery, we work side by side with our clients to make
you successful. Our senior team has successfully helped our
clients close international transactions through our Program
Management, Procurement Advisory, Due
Diligence/Owner’s Engineer, and P3/Concession Advisory
services. Contact David Earley, Director of Strategic
Consulting, (202) 661-5310 earleyd@pbworld.com or
Matthew Bieschke, Investor Advisory Services Manager,
(202) 661-5311 bieschke@pbworld.com 
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Scully Capital is a specialized investment banking and finan-
cial services firm providing a broad range of project finance
and mergers and acquisitions expertise to clients in the envi-
ronmental and infrastructure industries. The firm serves public
sector entities and private developers in water, wastewater,
biosolids management, solid and hazardous wastes disposal,
power generation, transportation and infrastructure devel-
opment. Scully Capital brings a unique combination of
industry knowledge and financial expertise to help your pub-
lic-private partnership reach a successful closing. The firm is
active in structuring senior debt, mezzanine financing and
equity capital through the bank and private equity markets.
Please contact Brian T. Oakley or John G. Ravis, 1133 15th St.
NW, Washington, D.C. 20005, ph. (202) 775-3434, fax (202)
775-6049.

With over $4 billion in P3 projects, Raba Kistner Infrastructure
(RKI) has established its reputation as a leader in quality
management programs. We are a national company that
provides professional consulting and engineering services
in the areas of Right of Way (ROW) Management and
Acquisition, Program Management Plus (PM+) TM, Design
and Construction Quality Management, Independent
Engineer and Owner’s Verification and Testing, and
Construction Quality Control/Quality Acceptance
Programs to government and industry. Our expertise in
quality programs goes beyond satisfying the fundamentals.
We ensure that quality programs address the unforeseen
challenges that arise in Design and Construction QC/QA
programs. Our award winning data management and
document control program, ELVIS, provides real time man-
agement information to assist in making time-critical deci-
sions. Contact Gary Raba at graba@rkci.com or by calling
1-866-722-2547.
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Nossaman LLP, a U.S. law firm dedicated to representing gov-
ernment agencies, is widely acknowledged to possess the
broadest and deepest practice in the world focused on U.S.
transportation infrastructure, specializing in the effective
deployment of P3s and other forms of innovative project
delivery, finance, operations and maintenance.
Recently we helped our clients achieve significant milestones:
• Texas DOT $2.8B LBJ Express Project – Toll Concession –
Financial Close, June 2010
• Texas DOT $2.02B North Tarrant Express Managed
Lanes Project – Toll Concession – Financial Close,
December 2009
• Utah DOT $1.1B I-15 Corridor Expansion – Design-Build
Contract – Proposer Selected, December 2009
• Florida DOT $900M Port of Miami Tunnel Project – 
Availability Payment Contract – Financial Close, -
October 2009
• Texas DOT $1.02B DFW Connector – Design-Build
Contract – Notice to Proceed, October 2009
• Texas DOT $2.68B LBJ-635 Expansion – Toll Concession 
– Commercial Close, September 2009
• North Carolina Turnpike Authority $640M Mid-Currituck
Bridge Project – Pre-Development Agreement – 
Executed, April 2009
• Florida DOT $1.8B I-595 Managed Lanes Project – 
Availability Payment Contract – Financial Close, March 
2009

Contact Geoffrey S. Yarema at gyarema@nossaman.com
/ 213.612.7842, Patrick Harder at pdhard-
er@nossaman.com / 213.612.7859, or Simon Santiago at
ssantiago@nossaman.com / 202.887.1472. On the web at
www.nossaman.com and www.InfraInsightBlog.com

PUBLIC-PRIVATE SERVICES DIRECTORY

OHL Concesiones, SL OHL Concesiones, SL is one of the
world’s leading private developers of transportation infra-
structure, being active in all its modes: highways, railways,
airports and seaports. The company, founded as a sub-
sidiary of the OHL Group, provides expertise and state of
the art technology for developing under concession all
types of infrastructure in any part of the world. Currently
participating in 24 concessions comprising 2,737 miles in
the highway sector, the corporation is also active in urban
and suburban train lines, airports and commercial ports
and marinas. In contrast to other groups in the sector, OHL
Concesiones holds control stakes in practically all of the
concessions comprising its portfolio, guaranteeing the best
quality service. For more information please contact:
Roberto Hombrados 34 (91) 348 47 58 rhombra-
dos@ohlconcesiones.com; or visit
www.ohlconcesiones.com.

O .
R. Colan Associates (ORC) provides a full range of real estate
services related to the appraisal, acquisition and relocation
phase of design-build highway projects. With more than 30
offices in 18 states nationwide, the company is broadly rec-
ognized as a leader in providing real estate solutions for pub-
lic works projects. ORC provided the right of way acquisition
and relocation assistance for the following successful design-
build highway projects: Segments 1-6 of SH 130 in Texas; the
Pocahontas Parkway in Virginia; Route 3 North in
Massachusetts; I-64 in Missouri; and portions of the Indiana
Toll Road in Indiana. Currently ORC is in the final stages of
providing program management for the right-of-way acqui-
sition phase of I-69 in Indiana and the DFW Connector pro-
ject in Texas. Time is money on a design-build project. ORC
has the proven ability to deliver the right of way in time for
construction on fast-paced projects while meeting all state
and federal requirements. Contact Steve Toth, COO, at
stoth@orcolan.com or visit us at www.orcolan.com

Jacobs is one of the world’s largest and most diverse providers
of professional technical consulting services. As a full-spec-
trum lifecycle solutions provider we focus on developing
close strategic partnerships with our clients over the life cycle
of their projects. Jacobs provides a distinctive range of com-
prehensive planning, design and management expertise in
almost every industry—public and private. We are often
called upon by government agencies to provide program
advisory services related to public-private partnerships (P3)
including financial and economic feasibility, procurement
and other related services. As project funding decreases,
public-sector clients are partnering with Jacobs to identify
and implement P3 programs tailored to meet their
project delivery and financing challenges. 
For more information, please contact Katie Nees at (214)

801-8822 or Pamela Bailey-Campbell at (303) 968-7897.
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Ferrovial Agroman is a leader in the global construction mar-
ket. In addition to Spain, the company has significant activity
in eight other countries: Poland, USA, Greece, United
Kingdom, Chile, Puerto Rico, Ireland and Portugal. Wholly
owned by the same parent company as CINTRA, the world’s
largest transportation developer by invested capital, Ferrovial
Agroman has 80 years of construction experience in DBB, DB,
and P3 projects in all types of infrastructure assets. These
decades of experience result in 2,300 mi highway conces-
sions; 9,400 mi new roads; 16,700 mi rehab of roads; 250 mi tun-
nels; 2,500 mi canals; 3,800 mi water pipelines; 2,200 mi gas
and oil pipelines; 25 hydroelectric power stations; 145 dams;
215 water treatment plants; 17 mi wharfs and ports; 35 airports;
20 stadiums; and 2,550 mi railways including 440 mi HSR.
Contact Daniel Filer, VP of Business Development for North
America at +1-512-637-8587.

With more than 40 years of experience, IRIDIUM Concesiones
(formerly Dragados Concesiones) is the ACS Group company
that promotes, develops and operates concession projects
worldwide. With over 100 projects developed in 21 countries,
including 4,397 miles of highways, 1,107 miles of railroads, 16
airports, 17 ports and several social structure concession pro-
jects, IRIDIUM Concesiones is the world leader in this field. We
are proud to have global presence with local commitment.
ACS Group companies apply their unsurpassed technical skills
to the planning, design, construction, operation and mainte-
nance of infrastructures, using the latest technologies in any
area and providing the highest level of excellence through-
out. A solid financial capability combined with an innovative
approach allows IRIDIUM Concesiones to structure the neces-
sary financial resources for any project. Contact Salvador
Myro (smyroc@iridium-acs.com) at +(34) 91 703 85 48 or visit
www.iridiumconcesiones.com or www.grupoacs.com for fur-
ther details.

Designing and building infrastructure has been the
core of HDR’s business for nearly 100 years. An employee-
owned firm, HDR ranks among the best in every market
sector we serve, including water, wastewater, transporta-
tion, environmental services and power. As your partner, we
help you achieve exceptional results on large capital
improvement projects through the use of alternative pro-
ject delivery. We adopt your goals and vision for the pro-
ject and then work to foster an integrated and collabora-
tive environment by establishing the right mix of people,
systems and tools for success. And our application of value-
driven services such as risk management, cost estimating,
scheduling and value engineering results in greater value
throughout the project life cycle.

What makes us different? We bring added leadership
to a project, backed by multidisciplinary expertise, proven
innovation and superior performance to help accomplish
your goals. 

When you need a partner to deliver your vision, call
HDR: 185 Offices Worldwide, 7,800 employees: 

• Mel Placilla (Mel.Placilla@hdrinc.com) at 714-730-2300
for transportation or 

• Andy Shea (Andy.Shea@hdrinc.com) at 484-612-1102 for
water.

PUBLIC-PRIVATE SERVICES DIRECTORY

With more than 2,000 staff across North America, Lochner
MMM Group combines the respected transportation engi-
neering and planning reputation of H.W. Lochner Inc. with
the extensive global P3 experience of MMM Group Limited.
The firms’ project portfolios feature major award-winning
transportation assignments in the U.S. and Canada, includ-
ing many P3s. Lochner MMM Group has proven working
relationships with leading constructors and transportation
infrastructure investors. Its project implementation know-
how and access to private capital and concessions exper-
tise allow governments to achieve their infrastructure goals
more quickly and at a lower cost.
Besides transportation planning and engineering, Lochner

MMM Group’s core services include process consulting, pro-
ject management, and investment and due diligence adviso-
ry services for large P3 transportation undertakings. With over
35 North American office locations, Lochner MMM Group is a
partner of choice for U.S. P3 transportation projects. 

Contact: Tom Stoner, PE, tel. (727) 572-7111; tston-
er@hwlochner.com, or Dave Jull, P.Eng., tel. 905-882-7203; e-
mail: JullD@mmm.ca



PWFinancing / January 2012 37

PUBLIC-PRIVATE SERVICES DIRECTORY

Hawkins Delafield & Wood LLP has the largest specialized pub-
lic contract and finance legal practice in the United States. We
have successfully negotiated and closed major infrastructure
transactions in every state. Our clients consist exclusively of gov-
ernmental, non-profit and financial institutions. In the water sec-
tor, Hawkins has served as special planning, procurement and
negotiating counsel to local governments on more than 75
public-private partnership projects. In the transportation sector,
we are consistently ranked by Thompson Securities Data as the
leading finance counsel nationally. 
For over 30 years Hawkins has pioneered highly successful alter-
native delivery approaches to public works development and
implementation using design-build, design-build-operate, and
design-build-finance-operate contracts, franchise and conces-
sion agreements, project financings and private activity bonds.
The breadth and depth of our contract and finance practices
provide a unique foundation for the firm’s practical and cre-
ative counsel and strategic advice to clients seeking solutions to
infrastructure challenges in the water, transportation, solid waste
and power sectors. 
Contact: Eric Petersenat (212) 820- 9401 or Ron Grosser (212) 820-
9423 in New York, or Rick Sapir at (973) 642-1188 in Newark, or
through our website at www.hawkins.com

Global challenges. Real solutions.
Established in 1868, Halcrow specializes in planning design
and management services for infrastructure development
worldwide. We offer expertise in virtually all areas related
to the built environment. Our teams are also specialists in
a number of innovative areas, leading the way in markets
like public-private partnerships. Our expert strategic trans-
action advice helps clients harness the potential of P3’s in
infrastructure delivery through:
• Strategic procurement
• Due diligence
• Risk management
• Asset management
At Halcrow, we’ve developed an unparalled track

record of public-private partnerships. Our ability to lis-
ten and our detailed understanding of P3 transactions
have led to strong relationships with a range of clients
including public agencies, project promoters, conces-
sionaires and financiers. For information on how we’re
solving some of our clients’ greatest challenges, visit
halcrow.com or email P3info@halcrow.com.

Herzog Contracting/Herzog Railroad Services Inc. – Design-
build/CMGC for highway / heavy construction and railroad
mass transit. North America’s largest rail and commuter rail
construction and maintenance contractor, provides rail mass
transit operations and dispatching in North America and rail-
road expertise worldwide, delivering state-of-the-art technolo-
gy for Hi Speed Rail Flaw Detection and railcar and railroad
equipment leasing, ballast distribution, rail re-laying and railcar
unloading, railways systems and signals. Also, development
and operation of municipal and industrial solid waste facilities.

� At (816) 233-9001, fax (816) 233-9881, or 600 S. Riverside Rd.,
P.O. Box 1089, St. Joseph, MO 64507-1089, please contact:
Joe Kneib, Sr. VP Market Development
joekneib@herzog.com; 
Tim Francis, VP Marketing, Herzog Rail Technologies
tfrancis@hrsi.com 
Ray Lanman, VP Corp. Development, Herzog Transit
rvlanman@htsi.com; 
Scott Norman, V.P. Estimating/Project Development, snor-
man@herzog.com at (816) 233-9001

Infrastructure Management Group, Inc. (IMG) is a results-driven,
full-service advisory firm specializing in improving the manage-
ment, financing and operations of utilities, airports, transporta-
tion and other public-use infrastructure. IMG helps infrastructure
owners and operators provide more and perform better
through innovation, performance management technology,
creative finance solutions, and public-private partnerships. IMG
identifies and implements pragmatic approaches and bold ini-
tiatives for superior customer service delivery and efficient
operations. From San Diego to Boston and from Detroit to
Miami, our innovations have saved clients billions of dollars in
operating costs and capital investment. Our corporate motto,
“bringing business to government”, is a testament to both the
demands of our times and IMG’s commitment to our clients’
public service goals. For more information, contact Steve
Steckler at (301) 907-2900, fax (301) 907-2906, or at 4733
Bethesda Avenue, Suite 600; Bethesda, MD 20814.



Formed in 1922, Granite Construction Incorporated is today
one of the largest heavy civil contractors in the United
States. It is positioned in all the major U.S. markets with
offices located throughout the country serving over private
and public clients. Over the past 88 years, Granite has
earned a nationwide reputation as the preeminent builder
of quality projects in a timely manner. Always progressive,
Granite has developed into one of the top Design-Build
contractors in the U.S. and has recently enacted an
Environmental Affairs Policy to take a leading role in the
construction industry in protecting the environment and
our natural resources. Through our corporate Sustainability
Plan, we actively engage in industry, and direct efforts at
the local, state, and federal levels to advocate for adequate
and sustainable public infrastructure funding to
maintain and improve America’s transportation system.
Granite is nationally recognized for its expertise in the
majority of construction sectors including tunnels, highways
and roadways, dams, bridges, railroads marine, airports,
heavy and light mass transit, and have become
renowned design-build and mega project constructors.
Granite leads the market in the design-build turn-key
delivery of complex fast paced transportation projects.
Contact Robert Leonetti, at (914) 606.3612 or120 White Plains

Rd., Tarrytown, NY 10591 www.grani teconst ruct ion.com

Elias Group LLP provides legal and consulting services to gov-
ernment and industry. We are a boutique law firm internation-
ally recognized for our expertise in project finance, pub-
lic/private partnerships, industrial outsourcing, joint ventures
and strategic alliances, and M&A of regulated and non-regu-
lated entities. The firm’s unique accomplishments include the
first 20-year concession agreement executed in the U.S. for the
rehabilitation and operation of a municipal wastewater treat-
ment facility. Our skills and practical experience are evident in
the multitude of transactions successfully completed. 
Contact: Dan Elias or Michael Siegel at 411 Theodore Fremd

Avenue, Rye, NY 10580; tel: (914) 925-0000; fax: (914) 925-9344;
or visit our web site: www.eliasgroup.com

Global Via Infrastructure Globalvia was founded in 2007,
being its shareholders (50:50) the construction and environ-
mental services company Fomento de Construcciones y
Contratas S.A. and Spanish savings bank Bankia. Globalvia,
the world’s second largest transport infrastructure developer
by number of concessions, is specialized in DBFOM and
DBFM projects. Globalvia has the financial capability to
accelerate delivery of projects, as well as the construction
and operational expertise to meet the highest standards for
the life of a project. We take pride in working with local con-
tractors, employing area business and individuals during
operation and incorporating community feedback to deliv-
er the best possible public service. Currently, the company
manages more than 41 PPP projects world wide including
roads, railways, ports, airports and hospitals although its
objective for the near future is focused on road and railway
concessions (78% of its portfolio). Contact Michael Lapolla at
(212) 618-6310 or mlapolla@globalvia.com.
www.globalvia.com.

Egis Projects has unrivaled experience in most types of infra-
structure P3 and concessions: motorways, bridges, tunnels,
urban infrastructures, and, more recently, airports. We are
experienced with all types of remuneration (real toll, shadow
toll or availability schemes). Egis Projects relies on the spe-
cialized skills of its shareholders: Groupe Egis, a leader in
infrastructure engineering, and Caisse des Dépôts, a AAA
financial institution. Egis Projects acts as promoter, develop-
er and investor in concession/P3 projects, as turnkey equip-
ment integrator, as operator and manager of airports, and,
via its wholly owned subsidiary Egis Road Operation, as oper-
ator of roads and motorways. Egis Projects has also extend-
ed its activities to electronic toll collection, toll network inter-
operability, and safety enforcement, as well as associated
services for road users under the Easytrip brand.
Egis Projects has financially closed 22 infrastructure projects

for a total value of Euro 12 bn. Egis Road Operation is oper-
ating 27 motorways totalling 1,840 km in 15 countries. 
Contact: Alain Poliakoff in Paris, France at (33) 1 30 48 48 09,

fax (33) 1 30 48 48 91 or alain.poliakoff@egis.fr or visit
http://www.egis-projects.com

PUBLIC-PRIVATE SERVICES DIRECTORY
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China Construction America (CCA) is a wholly-owned subsidiary
of China State Construction Engineering Corporation Limited, a
Fortune Global 500 company publicly listed in China, with core
businesses in construction, real estate and infrastructure devel-
opment. CCA has undergone a long process of success in local
construction and real estate markets in America. CCA has at
present more than $2.5b building and infrastructure work includ-
ing bridge and underground structures, and is looking for P3
opportunities. We have the financial capability to accelerate
the delivery of infrastructure projects. Our team has the local
and international expertise for any size project. We will continue
to work with local authorities and professionals to ensure achiev-
ing the highest possible standard for the projects. Contact Jietai
Huang at (201) 876- 2788 or huang_jietai@chinaconstruction.us

Successful project finance requires the
development and integration of mar-
keting, engineering and environmen-
tal strategies into the overall financial
framework. The Louis Berger Group,
Inc. has a proven track record and
an established practice in all three
areas and has developed innova-
tive tools creating a seamless web
between the technical and the financial design of projects.
This has resulted in the successful financing and execution of
projects in the United States, Europe and the World. With
offices in over 90 countries, the Group brings in-depth local
understanding and an unequaled ability to respond rapidly
to clients’ needs. Contact: Nicholas Masucci (973) 407-1000,
nmasucci@louisberger.com

that best meets the unique demands of its environment
and exceeds client expectations. With client relationships
spanning decades, we understand infrastructure life cycles
and have the perspective to solve technical challenges
with clarity and imagination. Using a highly collaborative
approach, we see and help address far-reaching issues of
financing, legislation, design, construction, community out-
reach and ongoing operations. As employee-owners com-
mitted to the highest levels of performance, we enable
clients to achieve their goals and inspiring visions. 
Contact Keith Rosbury at (972) 661-5614 or visit hntb.com.

FFor information about

how to list your firm in PWF’s 

Public-Private Services Directory,

please contact William Reinhardt

at (908) 654-6572 or

fax (908) 654-6573

or email: pwfinance@aol.com

With a proud t radi t ion of  serv ice dat ing back to
1886 ,  Amer ican  Wate r i s  the  wate r  so lu t ions
p rov ider.  Th rough ou r  subs id ia r ie s ,  we se rve
approx imately  16 mi l l ion people in  35 U.S .  s tates
and two Canadian provinces.  Our  exper ience in
water  and wastewater  serv ices i s  extens ive and
we are dedicated to apply ing our  expert i se to
solve our  partners’  water  and wastewater  chal-
lenges .  Our  commi tment  to  qua l i t y  i s  c lear :
We’ve cons i s tent ly  scored among the h ighest  of
al l  water  companies for  compl iance with s tate
and federal  dr ink ing water  s tandards as  wel l  as
wastewater  requi rements .

Our  serv ices include:  
• Publ ic-pr ivate partnersh ips  customized to the
needs of  your  munic ipal i ty-
• Solut ions for  water- re lated f inancial ,  opera-
t ional  and resource-re lated chal lenges-
• Innovat ive water  reuse systems for  total  water
cycle opt imizat ion-
• L ineSaver® Serv ice L ine Protect ion Program,
offer ing water  l ine,  sewer l ine and in-home
plumbing emergency protect ion for  homeown-
ers  
Contact Mark St rauss at (856)  346-8200 or  v i s i t
www.amwater.com
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Cintra plays a leading role in transport infrastructure development
throughout the world, with nearly 2,000 miles of managed high-
ways worldwide. This represents a total global investment in traffic
congestion improvements of more than US $25 billion. Cintra has a
portfolio of 25 concessions in seven countries distributed among
Spain, Canada, United States, Portugal, Ireland, Greece and Chile.
Cintra was recently selected for two projects in Dallas, the LBJ
Express and North Tarrant Express. The Cintra-Ferrovial merger in
2009 created one of the world's largest private operators of trans-
portation infrastructure and a leading services provider. It currently
generates net revenues of more than $16 billion a year, has oper-
ations in 49 countries and assets totaling approximately $59 billion.
Ferrovial's business model is focused on end-to-end infrastructure
management, design, construction, financing, operation and
maintenance. To this end, the company is active in complemen-
tary sectors, such as airport and toll road construction and opera-
tion, as well as services. Contact: Carlos Ugarte
(cugarte@cintra.us.com) (512) 637-8545. More information:
www.cintra.es

PUBLIC-PRIVATE SERVICES DIRECTORY

abertis is an international group that manages infrastructures
for mobility and telecommunications in three business areas:
> Tollroads > Telecommunications infrastructures > Airports.
The group, with a presence in a total of 15 countries, has a
staff of over 11,000 employees and practically 50% of its
income is generated outside Spain. abertis 2010 key figures:
> Total net profit: 662 million Euros. > Operational income:
4,106 million Euros. > Cash-flow: 1,616 million Euros. > Gross
operational income (EBITDA): 2,494 million Euros. >
Investments: 757 million Euros.
Contact: Studies and Corporate Communications Direction

(34) 93 230 50 39
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Alain Poliakoff in Paris (33) 1 30 48 48 09
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rvlanman@htsi.com
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Frank_finlayson@urscorp.com
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Scott Edwards (800) 522-4774
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