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MAP-21 Transportation Bill Boosts P3s

P3s fared well in the two-year surface transportation authorization bill,
MAP-21 (Moving Ahead for Progress in the 21st Century Act), which was
passed on June 29. Most importantly, the US Dept. of Transportation’s TIFIA
loan program went from $122 million now to $750 million in fy 2013, and $1
billion in 2014. The bill also increases the maximum project cost share that
TIFIA can cover from 33% to 49%.

The increased TIFIA funding will be available in three months.
Expectations are high. There is an urgent demand for loans from key projects
like the Tappan Zee Bridge replacement in New York ($5.4 billion), the East
End Bridge in Indiana ($1.45 billion), I-95 in Virginia ($927 million), and the
North Tarrant Express in Texas ($1.5 billion). In all, according to Chris
Bertram, USDOT’s CFO, 16 public and private projects are currently await-
ing TIFIA loans.

The title of the TIFIA section,
“AMERICA FAST FORWARD
FINANCING,” causes some con-
cern among P3 industry partici-
pants, however, because of the long
lead times for complex P3 project financings. The TIFIA credit committee at
US DOT has approved only a total of $9.2 billion in TIFIA loans to 28 pro-
jects worth $36 billion since final regulations were written in 2000.

Sean Connaughton, Virginia Transportation Secretary, who oversees the
largest state P3 program in the country, says, “We got what we want [in the
bill]. Now we have to deliver.”

VDOT is working with European concession developers on a number of
projects, he says, “and they’re all looking over their shoulders at the situation
back home. There is so much uncertainty in the financial markets overseas
that you worry whether they’ll be able to come up with the private financing.”

The big picture: The House of Representatives passed the conference
bill, H.R. 4348, by a vote of 373 to 52 and the Senate, by 74 to 19. The bill
provides no new money and still requires a transfer of $20 billion from gen-
eral funds to meet programmed spending through September 2014. Increasing
the gas tax and other user fees to deal with declining gas useage and tax rev-
enues was not addressed in MAP-21.

Against that backdrop, the six-fold increase in TIFIA spending authority is a

“We got what we wanted.
Now we have to deliver.”
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big vote of confidence. “Certainly the increase in TIFIA will
help deal with the pent-up demand,” says Jane Garvey, for-
mer FHWA admininistrator, who chairs Meridiam

Infrastructure, the largest investor in U.S. P3 transportation
projects. The bill is “good news generally, and good news for
P3s,” she says.

ARTBA, which has been cam-
paigning for years for environmental
streamlining, is pleased with the bill.
Nick Goldstein, Vice President of
Environmental & Regulatory Affairs
and Assistant General Counsel, of
ARTBA explains:

“The conference report includes
two of ARTBA’s long-held priorities
in reforming the review and approval
process: greater “lead agency author-
ity” for the USDOT, and the integra-
tion of the planning and NEPA
processes. USDOT (or a modal
agency of its choice), as lead agency,
now has the option to call a meeting
of participating agencies and set a
schedule for the review process.

Additionally, there is a dispute res-
olution process which can now be
used to resolve differences between
cooperating agencies. Also, the con-
ference report allows for the utiliza-
tion of planning process documents
in the NEPA process, though it does
not mandate such use. Still, this is an
improvement over the current
process as it provides an opportunity
to avoid duplication of work.

MAP-21 also will allow for the
expanded use of the categorical
exclusion (CE) process in a number
of additional areas. The CE process,
which is the least rigorous form of
review, is used where projects will
only have minimal, if any, environ-
mental impacts. CEs may now be
used for: projects within an existing
right-of-way; certain components of
multi-modal projects; repair and
reconstruction of existing roads,
highways and bridges; projects dam-

aged by natural disaster; and projects
receiving minimal federal funds.

The conference report allows pro-
jects developing a final environmental
impact statement (FEIS) to simply
attach a document showing changes to
the original environmental impact
statements (EIS) when additional infor-
mation is so minor that it does not war-
rant preparation of a completely new
document. Additionally, projects in the
EIS phase for more than two years have
the option of requesting the USDOT to
set a schedule to ensure the project will
be completed within four years.

The conference report also contin-
ues SAFETEA-LU’s efforts to dele-
gate responsibilities to states, allow-

ing all states to assume control of
either CEs or the entire environmen-
tal review process. Additionally,
states are allowed to use Surface
Transportation Program funds to
cover legal costs associated with del-
egation.

The conference report narrows the
180-day time limit to file lawsuits on
a project decision started in
SAFETEA-LU to 150 days.

Further, the bill would establish
time limits on permitting decisions.
Agencies must issue decisions on per-
mits for transportation projects within
180 days of the application or the final
NEPA decision on the project,
whichever is later.” �

ARTBA ON ENVIRONMENTAL STREAMLINING
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Disappointments

There were also some dis-
appointments for P3s in the
bill:

• It did not increase
USDOT’s private activity
bonds (PAB) authority, a
key component of P3 pro-
ject financings;

• Incentives for sponsors to
submit TIFIA applications
prematurely are still strong;

• Provisions to revamp the
Federal Railroad
Administration’s RRIF loan
program were ignored;

• USDOT was given new
authority to assemble stan-
dardized P3 contract docu-
ments and best practices,
which could lead to federal
regulation of individual
deals.

More broadly, the confer-
ence dropped Senate provi-
sions that would have elimi-
nated the PAB volume cap for
water and sewer bonds, and
would have authorized state
infrastructure banks to issue
tax-credit bonds (TRIPs) for
transportation projects.

There may be a chance for
another look. Bryan Grote, a
principal at Mercator
Advisors, believes a technical
corrections bill may be needed,
given the speed with which the
conference bill was conceived.
“To the extent that there are
any truly glaring inconsisten-
cies or technically problematic
provisions (especially in the
finance-P3-tolling space) we
should help folks identify / cat-
alogue them,” he says. �

P3 Market Status Report
Source: Public Works Financing 6/15/12

• Financial close in 2012: $12 billion
• RFPs in 2012: $11.1 billion
• RFPs in 2013-14: $23.5 billion
• Opening in 2012: four projects, $3.7 billion

(Public Works Financing es�mates)
Financial close intended in 2012 Total $12 billion Risk

(*closed)

Virginia—Midtown Tunnel* $2.1 billion demand
California—Presidio Parkway* $365 million availability
Indiana—Cline Ave. toll bridge $200 million demand
Virginia—I-95 HOT lanes $930 million demand
Virginia—U.S. 460 toll road (63-20) $1.5 billion demand
Texas—North Tarrant HOT lanes, ph. 2 $1.5 billion demand
No. Carolina—Mid-Currituck Bridge $700 miillion availability
Georgia—Northwest Corridor HOT lanes (DBF) $950 million availability
Ohio—Ohio State Univ. parking $483 million demand
Puerto Rico—airport lease $1 billion demand
California—Carlsbad desalination $800 million availability
California—Rialto water utilities $177 million availability
N.Y—Nassau County wastewater $1.3 billion availability
N.J.—Bayonne water-wastewater na availability

RFPs expected in 2012 $11.1 billion Risk

New York—LaGuardia terminal $3.6 billion availability
New York—Goethals Bridge $1.6 billion availability
Indiana—East End Bridge $1.45 billion availability
Texas—SH 183 Dallas $1.1 billion demand
Texas—Travis County courthouse $270 million availability
New Jersey—NJ Transit parking $750 million demand
New York—Yonkers schools $700 million availability
Ohio—Portsmouth Bypass $600 million availability
Pennsylvania—Scudder Falls Bridge $300 million availability
North Carolina—I-77 HOT lanes $200 million demand
California—Woodland-Davis wwtr DBO $400 million availability
Rhode Island—Woonsocket wwtr DBO $100 million availability

RFPs likely in 2013-2014 $23.5 billion Risk

Alaska—Knik Arm Bridge $1.1 billion availablity
Florida—I-75 HOT lanes $420 million availability
Florida—I-4 HOT lanes $2.15 billion demand
Colorado—US 36 $140 million na
California—bundled highway projects $700 million availability
California—I-710 gap closure $3 billion availability
California—I-710 freight corridor $6 billion availability
California—Sepulveda Pass multimodal tunnel $10 billion availability

Brownfield leases possible in 2012-2014 Risk

Virginia I-95 na demand
North Carolina I-95 na demand
Ohio Turnpike $2.4 billion demand

Est. Project Opening Dates Risk

7/12 Virginia—Jordan Bridge $140 million demand
8/12 Maryland—Seagirt terminal $340 million demand
10/12 Virginia—495 HOT lanes $1.9 billion demand
11/12 Texas—SH-130 $1.4 billion demand
12/13 Florida—I-595 HOT lanes $1.8 billion availability
5/14 Florida—POMT $1.1 billion availability
2015 Texas—No. Tarrant HOT lanes, seg. 1-2 $2 billion demand
2015 Texas—LBJ HOT lanes $2.6 billion demand



Bryan Grote, a
principal at Mercator
Advisors and one of
the drafters of the
TIFIA law, has catalogued the new
provisions in MAP-21 for PWF this
way:

• It increases TIFIA program funding
from $122 million per year to $750
million for FY 2013 (becoming
available in 3 months) and $1 bil-
lion for FY 2014;

• Increases the maximum project
cost share that TIFIA can cover
from 33% to 49%;

• Broadens the definition of
“Project” to include a group of
related projects secured by a com-
mon pledge of revenues;

• Authorizes DOT to enter into
Master Credit Agreements (MCAs)
that can be made for a single project
as well as for a large program of
related projects;

• Authorizes DOT to allow borrow-
ers to pay for limited interest rate
buydowns;

• Authorizes DOT to waive the
springing lien (non-subordination)

provision for public agency bor-
rowers that are financing ongoing
capital programs and have out-
standing senior bonds under a pre-
existing indenture, under certain
conditions (including TIFIA loan
with at least A-category rating and

pledged revenues unaffected by
project performance);

• Eliminates most of the discre-
tionary selection criteria and man-
dates a rolling application process;

• Sets aside 10% of the program
funding for “rural” projects outside
cities of 250,000 or greater popula-
tion;

• Requires applicants to demonstrate
that construction procurement
process can begin within 90 days of
TIFIA credit commitment.

Changes that
were proposed
for considera-
tion by the con-

ference committee and rejected
include:

• increase annual funding from $122
million to $1.2 billion;

• provide up-front funding to states
for early development-period
expenses;

• provide gap-funding for user-fee
projects;

• allow states to use part of their fed-
eral-aide highway apportionment to
cover the credit subsidy costs of a
TIFIA-type loan;

• accept TIFIA applications by a
public sponsor where the private
party for a PPP is not yet identified
but will be the obligor once the
public procurement and selection is
made. �
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The bill sets aside 10%
of the program funding
for “rural” projects.

TIFIA Provisions A Big Win For P3s

� Pennsylvania P3 Bill Passes
Pennsylvania’s legislature finally passed a transportation P3
bill, H.B. 3, on June 30 that creates a mixed board of polit-
ical appointees and P3 experts working under PennDOT to
review proposed projects.

To override a board decision, the legislature must pass a
concurrent resolution by the majority of the House and
Senate within 20 calendar days of receiving notice.

Gov. Tom Corbett had not signed the bill by press time.
The bill’s champion for the past five years, House
Transportation Committee chairman Rep. Richard Geist, R-
Altoona, was defeated by a Tea Party candidate in a prima-
ry election on April 24, and was cheered when the bill
passed late Saturday night. Greg Grasa, Legislative Director

for Rep. Geist, says rules implementing the bill will be
drafted over the next 18 months.

Among other things, the bill allows leasing of existing
facilities for up to 99 years, with the exception of the
Pennsylvania Turnpike. Freight lines may be converted into
commuter lines. Unsolicited proposals are allowed, and
PennDOT may make availability payments.

Among the private companies supporting the legislative
effort were Gannett Fleming, Macquarie, Lane
Construction, ACS Infrastructure Development, and DBI
Services, a Pittsburgh transit-oriented development expert.

Greenhill & Co., which hired former Governor Ed
Rendell last year, is advising Gov. Corbett on P3s. �



Nossaman LLP had a team of lawyers
working with the bill’s drafters to encour-
age language friendly to P3s. Fred
Kessler, a Nossaman partner, laid out the
best case for P3s last month in Public
Works Financing as the transportation bill
was being drafted (PWF April 2012, p.
24). Here, he comments on the P3 provi-
sions of MAP-21 as they emerged in the
House-Senate conference bill approved
on June 29.

TIFIA: “I’m a little disappointed that
they shaved the 2013 TIFIA budget
authority to $750M, and that the project
readiness requirement for eligibility is so
loose. Combined with the increase from
33% to 49%, the significant simplifica-
tion of eligibility criteria, and the removal
of FHWA discretionary selection author-
ity, I predict TIFIA will remain heavily
oversubscribed at least through 2013,
and that as a result there will be a race to
submit applications prematurely.

“The easiest cleanup to deal with this
would be to tighten up the project readi-
ness requirement. We proposed that it
require a reasonable demonstration that
the construction contract procurement
process will begin no later than 90 days
after application submission. That would
have been very effective in preventing
premature filings of applications. Instead,
it only requires showing a reasonable
expectation that the procurement
process will start within 90 days after
obligation of TIFIA funding—not much of
a gate-keeper standard.

PABs: “I’m disappointed there was no
action to expand and improve the trans-
portation private activity bond program.
We can see on the not very distant hori-
zon exhaustion of the $15 billion in PABs
currently authorized by law. They are an
important source of first-priority financing
given the weakening international bank
participation due to the Euro crisis.

RRIF rail loans: Congress really
missed an opportunity to improve the
RRIF program. It has a lot of unspent
lending capacity. It could have easily
been converted into something akin to
the TIFIA program for intercity passenger
rail. That would have been a real coup
and could have relieved some pressure
on TIFIA demand. Rep. Mica wanted to

see the RRIF program improved, but I
guess it was too big a stone to move
without a vocal constituency and what
with all else going on. Maybe next round.

Sect. 129 tolling provisions:
“The changes to section 129, most of
which we drafted for committee staff,
significantly expand federal authority to
toll federal-aid highways. Of utmost
importance is the ability to toll new
Interstate capacity, and to introduce
Interstate tolling in connection with
reconstruction, so long as the number of
non-HOV, general purpose lanes is not
decreased. This ushers in tolled
Interstate construction, reconstruction
and managed lanes, without necessity for
using a pilot program or for a discre-
tionary approval from FHWA. Section 129
is now self-executing; there is no need
for a section 129 agreement with FHWA.
We have some disappointment that the
existing pilot programs were not expand-
ed and extended. There is still a place for
them, e.g. converting all interstate lanes

to tolled lanes as part of reconstruction;
introducing truck-only tolling to an exist-
ing interstate; or converting HOV lanes to
tolled lanes with tolling of HOVs.”

(Sect. 129: Reason Foundation’s
Robert Poole responds:

I don’t see this as ushering tolled
Interstate reconstruction. The numbers
don’t work unless all lanes are tolled,
as in the four-state I-70 example. I
think it’s a step backwards, since one
toll pilot program (Express Lanes
Demo) was repealed and it is now
more explicitly required that only new
lanes on Interstates may be tolled.

This is more restrictive than FHWA’s
previous interpretation of the law,
which is that under the Value Pricing
pilot program all lanes of a congested
Interstate could be tolled (though
nobody has had the political courage
to do so). Without expanded tolling
authority, needed efforts like rebuilding
and modernizing the aging Interstate
system cannot move forward.)

Potential danger ahead? “The
P3 industry needs to watch like a hawk
what USDOT does with the new require-
ment for it to assemble and disseminate
best P3 practices and standardized P3
transaction documents,” says Kessler,
“and its authority to render advice and
assistance on practices and methods
“upon request.”

Will they use their tools to compel
“requests” and start moving into greater
federal control and regulation of P3s?
Does this presage future unwanted insin-
uation into state and local agency P3 pro-
curements?

We all need to be wary and send a
consistent, repeated message that this
must not occur.” �
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“The P3 industry
needs to watch like a
hawk what USDOT does
with the new require-
ment for it to assemble
and disseminate best P3
practices and standard-
ized P3 transaction doc-
uments.”

Nossaman Analysis: TIFIA Will Remain Oversubscribed
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� Tappan Zee Financing Plan
In its June 18 warning about the creditworthiness of New
York State Thruway Authority’s general revenue bonds,
Moody’s revealed that the authority expects to debt
finance much of the estimated $5.4-billion cost of the
Tappan Zee Bridge (TZB) replacement “with parity bonds
under its existing bond resolution.”

A Moody’s spokesman said the Thruway Authority
approved use of that language in the agency’s credit rating
report on a Thruway Authority bond issue this month.

Getting support from the Thruway Authority’s many
constituencies for a major toll increase on all users will be
a great challenge for Gov. Andrew Cuomo, who has
promised to deliver his signature project in record time,
possibly as early as September.

Debt Service Doubles

Without TZB financing included, the Thruway
Authority’s annual debt service on its $3.2-billion general
revenue bond is already projected to almost double by
2016, to $300 million. Jacobs
Civil Consultants forecasts
Authority revenues will grow
to $800 million by then. That
assumes a 45% truck toll
increase will take effect in late
September. If the forecasted
revenue impacts are correct,
the Thruway’s general revenue bond will have a 1.32x debt
service coverage in 2016. Again, that does not include any
new debt issued for TZB.

(The Authority needs the big truck toll increase to sup-
port $1.15 billion in 30-year revenue bonds it issued at
4.01% on June 19. Those bonds were sold mainly to refi-
nance 1-year Bond Anticipation Notes that the Thruway
Authority issued two years ago to fund operations. Failure
to impose at least that large an increase could result in a
downgrade, Moody’s said, putting pressure on the
Authority’s already tenuous bond rating.)

A key question at this late date is how much federal sup-
port will be made available by the Obama Administration
to buy down a much larger toll increase needed to support
bonding for the TZB.

Jacobs sees little growth in TZB peak or off-peak traf-
fic in the foreseeable future, largely because of capacity
constraints on the approaches that are too expensive to fix.
So there will be little incremental traffic to toll once the
twin four-lane bridges are completed in about five years.

Plan of Finance

The detailed plan of finance being developed by TZB
financial advisor Jeffrey A. Parker will take into account
all of the likely revenue sources when it is unveiled.

As proposed now, bonds probably would be sold annu-
ally to pay contractor draws, says Andrew O’Rourke, the
Thruway Authority’s information officer. At least $400
million will be needed within a month of the notice to pro-
ceed to pay for mobilization costs, he says. Dredging must
stop by Nov. 30 for environmental reasons so there is some
urgency to the financing program so that work can start,
quickly, O’Rourke says.

TZB toll increases would probably be preapproved by
the Thruway Authority board and rolled in over time, much
the same as the Port Authority did for its river crossings last
year. Car tolls would be raised first, and trucks a few years
later. Existing Tappan Zee Bridge users now account for
about 20% of all Thruway tolls (it used to be much more),
so they will fund a large part of the cost of the replacement
structure.

Design-build bids, including
a $1.5-billion performance
bond, are due in late July with
an award in September or
October. The four bidders for
the design-build contract have
been told by the Thruway

Authority that the project will proceed with or without a
hoped-for $2-billion TIFIA loan, contractor sources say.

The Authority’s application for what would have been
the largest TIFIA loan ever made was rejected by FHWA in
April. A new application under an expedited process will be
made soon, says O’Rourke. Congress passed a transporta-
tion bill on June 29 increasing fiscal 2013 TIFIA funding
from $122 million to $750 million, with new funds avail-
able starting in late September (see p. 1). That six-fold
increase is well beyond the credit subsidy needed for the
$2-billion loan.

A key question for contractors is whether Gov. Cuomo
will move quickly to seek a commitment for a large
TIFIA loan from FHWA in order to meet his earlier dead-
line for a contract signing in about three months.
Alternatively, the governor could wait to sign a contract
until environmental challenges are resolved and financ-
ing is in place. The latter is preferred by contractors who
are required to guarantee their price and schedule and
want a firm start date.

NYState Comptroller Thomas
DiNapoli: “He’s the guy we’re
going to have to work with” to get
P3 projects approved.



Another key question is whether the regional planning
organization in the TZB region north of New York City
will include TZB in its transportation improvement pro-
gram (TIP) at its July 10 meeting. County executives
from both Rockland and Westchester, NY, who have
been critical of the lack of a full bus rapid transit system
as part of the replacement proiject, both must vote to
include it in the TIP. Gov. Cuomo recently agreed to

operate the bridge with dedicated bus lanes at peak
hours. If that is not enough to win a unanimous vote on
the TIP, then federal funding would be greatly complicat-
ed, says O’Rourke. �
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PPP Project Financing Leverages State Funds (5/12)

Public Financing PPP Project Financing
($ millions) ($ millions)

State Grant* TIFIA ** PABs Bank Sr. Debt Equity Total Close

SSRR 9911 EExxpprreessss LLaanneess,, CCAA $0 $0 $0 $100 $30 $130 7/93
DDuulllleess GGrreeeennwwaayy,, VVAA 0 0 0 298 80 378 9/93
SSoo.. BBaayy EExxpprreessss,, CCAA 0 140 0 400 160 700 5/03
II--449955 EExxpprreessss,, VVAA 409 589 589 0 350 1,937 7/08
SSHH 113300 sseegg.. 55++66,, TTXX 0 430 0 686 210 1,326 3/08
II--559955 (avail. pay), FFLL 0 603 0 781 208 1,592 2/09
PPOOMMTTuunnnneell (avail. pay), FFLL 100*** 341 0 342 80 863 10/09
NNoorrtthh TTaarrrraanntt EExxpprreessss,, TTXX 573 650 398 0 426 2,047 12/09
II--663355 LLBBJJ EExxpprreesssswwaayy,, TTXX 490 850 606 0 672 2,618 6/10
DDeennvveerr EEaaggllee rraaiill,, CCOO 1,030! 280 396 0 55 2,046 8/10
JJoorrddaann BBrriiddggee,, VVAA 0 0 400 0 100 100 1/11
MMiiddttoowwnn TTuunnnneell,, VVAA 308 422 663 0 272 2,100!! 4/12

Total $1,880 $4,025 $2,256 $2,607 $2,588 $13,791

* excludes public development costs
** excludes capitalized interest                                                                                                          Source: Public Works Financing
*** milestone payment
! Federal grant (FTA FFGA)
!! includes est. $362m toll revenues to be collected on existing free tunnels during 5-yr construction period

AECOM, a world leader in professional technical and 
management support services, delivers expertise in 
Public-Private Partnerships (PPP) to clients around the 
world.  AECOM advises grantors seeking the best 
procurement options for their infrastructure programs.  
AECOM also works with developers, financiers, owners 
and other key players in the PPP market to improve their 
competitiveness in projects.  

Please visit www.aecom.com or contact:

PARTNERING 
MORE 
POWERFULLY

Regis Damour
PARIS
regis.damour@
aecom.com
+33 1 7373 9361     
 

Ashley Yelds
LONDON
ashley.yelds@
aecom.com
+44 20 7776 2398

Simon Shekleton
NEW YORK
simon.
shekleton@
aecom.com
+1 212 973 3091

P3 OPTION STILL ALIVE?

As yet, “there is no clear plan to pay the contrac-
tors,” says a political advisor to one of the design-build
bidders. He says construction trade union pension
funds have been approached for financing, but that they
insist on having control of the O&M for the term of
their investment.

Adding private O&M to the project or requiring con-
tractors to make a bridge loan to finance their draws
would require P3 legislation, he says. And while pro-
union Assemblyman Sheldon Silver defeated an
attempt to pass a P3 bill late last month, a new effort is
already being mounted and would only require Gov.
Cuomo’s support to pass, he believes.

Even with P3 legislation, however, P3 opponent
Thomas DiNapoli, the state Comptroller, could make
life difficult. “He’s the guy we’re going to have to work
with” to get P3 projects approved, says the advisor.
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The New York State Thruway Authority’s 570-mile
toll road system is one of the New York State's most
productive and politically sensitve invesments. Tolls
on both its Tappan Zee Bridge and main stem are well
below the Hudson River crossings to the south, serv-
ing New York City, or the extensive toll road network
in New Jersey. Pushback on a big Thruway toll
increase could come from many directions.

Low tolls: The Thruway Authority’s political over-
seers and managers fostered a low-toll culture that
resulted in no toll increases for 16 years until small
increments were approved in 2009 and 2010, and now
a 45% truck toll increase that’s up for a board vote in
September.

Politics: Political decisions included not only no
toll increases for 16 years (while operating costs
roughly doubled), but increasing Thruway responsi-
bilities to include the maintenance of the state canal
system, sections of I-84, and the Cross Westchester
Expressway, all non-revenue-generating assets.

Need: Structural members and the TZB bridge
deck were reported to be in good condition in 2010
after a $700-million deck improvement project and
other upgrades were completed. Reduced O&M costs,
one of many TZB goals, have been partially achieved
in the near term.

Poor management: A recent report by Navigant
found the Thruway Authority deficient in most aspects

in managing the state’s most valuable asset. The report
was ordered by Howard P. Milstein, Gov. Cuomo’s
appointed Chairman of the Thruway Authority board.
From a recent bond prospectus, those assets include:
2,818 lane miles of highway and more than 800
bridges that supported 247 million trips in 2009, rep-
resenting more than 8.1 billion miles traveled.

Bad information: According to the Thruway
Authority’s public information officer, Andrew
O’Rourke, business representatives from upstate New
York are being told they will not have to pay higher
tolls. Milstein repeatedly made that claim to upstate
users a few months ago. If true, then the plan of
finance would have to ask TZB users to pay the full
cost of the replacement, which would force large
numbers of users onto alternative routes.

Further, in an apparent bid to build support upstate
for the TZB project, Gov. Cuomo won the option to
fabricate rebar offsite during negotiations in mid-June
on a project labor agreement. Contractors in Buffalo
and Syracuse have been identified.

Labor productivity savings of over $450 million
are claimed by the governor, but none of that will
come from lower rebar labor costs. Cuomo’s agree-
ment with Local 46 of the Metallic Lathers and
Reinforcing Ironworkers Union in Rockland County
calls for rates to be the same wherever the work is
done. �

� Rahm’s Trust: Clear As Mud
Chicago Mayor Rahm Emanuel on June 11 nominated five
people to serve on the inaugural board of the Chicago
Infrastructure Trust, a vaguely defined effort to leverage
new user fees and efficiency savings to finance $1.7 billion
in “transformative” public works projects over the next
three years.

A public finance banker working with the city to launch
“Rahm’s trust” said that at this point, “It’s as clear as mud.”

A political wild card, he says, is David Hoffman, a public
corruption expert, who was nominated as one of the trust’s
new board members. As the city’s inspector general from 2005
to 2009, Hoffman roundly criticized the Chicago Skyway and
parking meter leases. He subsequently ran for U.S. Senate,

unsuccessfully, and is now a partner at Sidley & Austin.

All of the proceeds from both leases were spent quickly
by Mayor Richard Daley to fund city operations. Emanuel
may be forced to do the same. He is faced with a rising
crime rate, high unemployment, shrinking budget reserves,
falling home prices, a negative outlook on the city’s GO
debt, and a high percentage of the city's operating budget
dedicated to personnel costs for a heavily unionized work-
force whose pensions are “very underfunded,” according to
Moody’s.

An obvious lease candidate, P3 obververs say, is Midway
Airport. Participants in an earlier effort to monetize
Chicago’s second airport say there may be as much as $1
billion in up-front fees possible.

THRUWAY TOLL INCREASE A POLITICAL CHALLENGE
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Tom Alexander, a spokesman for the Mayor, says the
trust was conceived by the Mayor’s policy staff. Projects
procured under the Infrastructure Trust would place “risks
almost entirely onto the private sector in exchange for a
slightly higher rate of return,” he says, adding, “That’s very
attractive to a lot of investors.”

� Washington, D.C. Tram/Bus P3
The District of Columbia Dept. of Transportation issued an
RFI on June 27 seeking responses from DBFOM teams to
a proposed 30-year concession for a 21-mile streetcar/tram
system, together with O&M of the city bus services.

Responses are due August 28. The selected P3 design-
build team will be responsible for obtaining environmental
permits to build the $1.2-billion system.

The payment structure is expected to include fares and
availability payments. Federal transit grants, dedicated
property tax revenues, fares and commercial leasing fees
will support the developer’s quest for TIFIA loans and pri-
vate debt.

Advising the District DOT are HDR, Jeffrey A. Parker
Associates, Shields Obletz Johnsen, and Robert Charles
Lesser.

� Pocahontas P3 In Trouble
Restructuring specialist Moelis & Company was hired this
month by Transurban’s Pocahontas Parkway 895 project
company to negotiate with TIFIA and its bank lenders in
the event of a bankruptcy filing on the Australian conces-

sionaire’s 8.8-mile tollroad south of Richmond, Virginia.

InfraConsult

Experience 
Success

Occupying a unique space in the infrastructure 
world, InfraConsult provides exceptionally 
experienced people who partner with our clients 
to deliver expertise in project delivery and Public-
Private Partnerships. Our focus on providing 
strategic advice and management services 
assures that we maintain objectivity and credibility 
in all aspects of the services we provide.

For more information, visit www.InfraConsultLLC.com

NOTICE IS HEREBY GIVEN that sealed
proposals will be received by the Rahway
Valley Sewerage Authority (“Authority”)
for a Public Private Partnership (“PPP”)
for the operation, maintenance, and man-
agement of an existing sludge dewatering
facility, sludge drying facility and cogener-
ation facility (herein after referred to as the
“Managed Assets”), and such proposals
shall be received by the Authority at the
Authority’s Administration Building, locat-
ed at 1050 East Hazelwood Ave., Rahway,
New Jersey, on WEDNESDAY, OCTOBER
10, 2012 at 11:00 a.m., local prevailing
time. The proposals will not be opened
and read in public.

Complete sets of the request for pro-
posals are on file in the Office of the
Purchasing Agent at the Authority’s
Administration Building, located at 1050
East Hazelwood Avenue, Rahway, New
Jersey. Copies may be obtained, after July
11, 2012, by prospective proposers upon
application to the Purchasing Agent.

The procurement is being conducted
pursuant to the New Jersey Wastewater
Treatment Public-Private Contracting Act,
N.J.S.A. 58:27-19 et seq. (the “Act”),
which authorizes the Authority to procure
long-term wastewater treatment services
pursuant to a request for proposal

process. In addition, the Act states that
agreements for such services would be
exempt from New Jersey statutory
requirements regarding public bidding.
N.J.S.A. 58:27-23. Accordingly, the
request for proposals does not constitute
an invitation for bids and is intended sole-
ly to obtain competitive proposals from
which the Authority may choose a con-
tractor that best meets the Authority's
needs.

Interested partiesmay view the Notice To
Proposers at www.rahwayvalleysa.com.

RAHWAYVALLEY SEWERAGE AUTHORITY
1050 EAST HAZELWOOD AVE. RAHWAY, NEW JERSEY 07065

NOTICE TO PROPOSERS
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No triggering event is likely for 18 months, but the
amounts of money at risk are roughly the same as in the
South Bay Express bankruptcy last year in San Diego
County, California. In that case, SANDAG, a large public
agency, has a strategic interest in the road, and paid
Macquarie’s lenders, including TIFIA, $344.5 million for
the asset last fall.

There is no obvious buyer for the Pocahontas Parkway,
leaving almost half a billion dollars in loans at risk unless
real estate development in the corridor grows strongly and
soon. New traffic and revenue studies done for Transurban
don’t anticipate that happening.

Transurban announced on June 18 that it wrote down its
entire 75% holding of its fund, Transurban DRIVe, resulting
in an accounting charge of $138.1 million. There are no cash
impacts on the operating company, which pays all of its
O&M expenses and produces some EBITDA.

The expected default will trigger a second restructuring
of the ill-fated Parkway. It was built in 1998 for $381 mil-
lion by Fluor and Morrison Knudsen under a 63-20 nonprof-
it corporation structure, which allowed them to project
finance the work with tax-exempt bonds.

Transurban acquired the bankrupt road in 2006, four
years after it opened. The Australian company signed a 99-
year lease with Virginia DOT in 2006 and refinanced about
$100 million of the $408 million in acquisition debt about a
year later with revenue estimates based on about four years
of traffic data.

There are about $490 million in loans outstanding, and
the first annual TIFIA principal repayment is due in

December. It’s less than $1 million, but
there is concern among lenders about a
TIFIA default diluting their position, and
they are interviewing restructuring advi-
sors as well.

The $150-million TIFIA loan made to
Transurban in July 2007 is the only loan
U.S. DOT has ever made where some of
the proceeds were used for a refinancing.

The loan was made under the SEP 15
innovative contracting program and has an
unusual default provision whereby
Transurban must miss two annual pay-
ments to be declared in default. That
would delay a triggering event until
December 2013.

TIFIA’s exposure is at least $182 million, including
accretion. The three project lending banks, Bayerische
Hypo- und Vereinsbank (agent), DEPFA, and Banco
Espirito Santo de Investimento, hold $306 million in long-
term debt. Orrick, Herrington & Sutcliffe represented the
lenders in the 2007 transaction.

� Las Vegas Monorail Debt Wiped Out
The nonprofit monorail company set up 12 years ago by
casino owners in Las Vegas, Nevada, emerged from bank-
ruptcy last month after a judge approved its reorganization
plan, which, among other things, is aimed at continuing
operation of the system by Bombardier through the full term
of its management contract to 2019.

The plan approved by Judge Bruce Markell leaves almost
nothing—$13 million—for holders of $451 million of senior
bonds. Holders of $149 million in unrated second-tier bonds and
$48 million held by the DBOM joint venture and by
MGM/Mirage and Caesars/Park Place Entertainment get nothing.

The 3.9-mile elevated monorail opened in 2003 and has
been operated since then by Bombardier under a 15-year
contract worth about $190 million. Revenue estimates by
URS were based on a promise by casinos to presell tickets
at check-in. They didn’t, and the public benefit corporation
that the casinos set up declared bankruptcy in January 2010.
Ambac, insurer of the senior debt, declared bankruptcy a
few months later.

A new valuation of the project based on cash flow puts the
monorail’s worth at $16 million to $20 million. It was built
by Granite Construction for $142 million under a 50-yr fran-
chise from Clarke County to upgrade and extend an existing
0.5-mile monorail built by Bombardier that opened in 1993.

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)

.

21 COUNTRIES
55 HIGHWAYS & ROADS  4,397 miles
16  AIRPORTS
17 PORTS & TERMINALS 
6 RAILWAYS & SUBWAYS 1 107 il

WORLD
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26  BUILDINGS & FACILITIES 
3 PUBLIC TRANSPORT HUBS
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� DRIC Debt Needs Stronger Support
Canada stepped up this month and pledged to make all
availability payments needed to finance the Cdn$3.5-billion
DRIC border crossing from Windsor, Ontario, to Detroit,
Michigan. The $950-million bridge component would be
built under a long-term availability pay concession with
two-way tolls collected on the Canadian side only.

Michigan Gov. Rick Snyder hailed his state’s agreement
with Canadian Prime Minister Stephen Harper, under which
Michigan assumes no tax or toll liability for the project.
Canada agreed to fund most of the long-planned Detroit
River International Crossing (DRIC) to secure its most
important trade route, which now is served only by the pri-
vately owned Ambassador Bridge, an unregulated monop-
oly two miles upriver.

Among other things, the DRIC project hinges on whether
$300 million in U.S. federal funds will be available to com-
plete customs and inspection facilities on the Detroit side in
time for the bridge opening, now planned for 2017-18. Both
Ontario and Canada commited funds in 2010 to build a
$1.3-billion approach road on the Canadian side of the
DRIC bridge. The so-called Windsor-Essex Parkway, being
built under a 30-year DBFM availability pay contract, will
not be tolled. Canada has agree to contribute $550 million
to build a new interchange with Interstate 75 on the U.S.
side.

Canada hopes eventually to recoup its investment from
tolls, and a recent note from Fitch Investors suggests that
might be possible over the long term.

The 86-year-old Ambassador Bridge is owned by the
very wealthy owner of a Detroit trucking conglomerate who
opposes the DRIC bridge, and has the money to under-cut
almost any toll price set for the public project. Much of his
profit comes from duty-free shops, not bridge tolls. For that
reason, one of the sponsors of the Windsor-Essex conces-
sion says DRIC won’t be a real project until Canada agrees
to fund the bridge availability payments even if toll rev-
enues are zero.

� Scudders Falls Bridge P3 In Limbo
The Delaware River Joint Toll Bridge Commission (DRJT-
BC) on June 26 announced the retirement of Executive
Director Frank G. McCartney to become Toll Industry
Market Leader for Parsons Brinckerhoff. His sudden depar-
ture is expected to delay for months a board decision on
whether the $320-million Scudders Falls bridge carrying I-
95 over the Delaware River will be a toll concession.

A study of procurement options by KPMG and
Nossaman LLP was completed in December but has been

held “close to the vest,” says a project advisor. An availabil-
ity pay revenue model is being considered, he says, to give
governments control of regional toll rates.

A P3 is problematic for a number of reasons, a muni
bond banker says.

• The bistate project was launched in July 2010 by two
governors, one of whom—Gov. Ed Rendell of
Pennsylvania—is no longer in office, and the other, Gov.
Chris Christie of New Jersey, is fighting larger battles.

• The commission is sitting on $200 million in cash.

• Traffic growth will not support the project’s expensive
design, which includes two bus-only lanes that were
included mainly to attract federal funding support.

• Scope changes would trigger a redo of the recently com-
pleted “finding of no significant impact” from FHWA.

• DRJTBC is not likely to downsize its back office, so any
private operator would have to use the authority’s toll
collections system.

• There are four competing bridges, creating problems with
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diversion, although most of the bridges between Pennsylvania
and New Jersey in the Trenton area are at capacity.

DRJTBC’s board named Deputy Executive Director of
Operations Frank J. Toyota as McCartney's interim replacement..
The design team of HNTB and AECOM is continuing its work.

� Denver RTD Competes I-225 Lt. Rail
Denver, Colorado’s Regional Transportation District (RTD)
got competing P3 proposals on June 14 from teams led by
Kiewit and Balfour Beatty for its I-225 Light Rail Project. The
$750-million, 10.5-mile line with eight stations would run
mainly through Aurora, Colo.

Staff will review the two proposals and make a recommen-
dation of the most qualified bidder to the RTD Board at the
FasTracks Monitoring Committee meeting July 3. The Board
would take formal action on the contract award at the July 17
RTD Board meeting.

� NJ Schools P3 Bill Introduced
Facing a contentious vote soon on whether to realign its high-
er-education assets, New Jersey’s legislative leaders on June
15 proposed a large bond for traditional capital projects and a
P3 program directed at developing revenue-producing facili-
ties. All of the projects in both programs would have to be
built and operated by NJ-registered contractors under project
labor agreements at prevailing wages.

The proposed $750-million bond, the largest in state histo-
ry, must pass a voter referendum in November and get the
approval of Gov. Chris Christie. Both are uncertain, given the
state’s precarious fiscal situation.

The P3 leasing law would provide tax abatements and other
incentives for private development of revenue-producing
facilities on public land in order to generate funds for colleges
to build research and academic buildings.

The HNTB Companies
Engineers  Architects  Planners

THE ULTIMATE  
BUILDING BLOCK.

THIS IS THE HNTB SPARK.

A

spark is something  
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The bill, S. 2501, is sponsored by Democratic Senate
President Stephen Sweeney, an organizer for the state iron-
workers union, and Sen. Thomas H. Kean Jr., Republican
leader. Both houses approved similar bills in late June.
However, the Assembly version requires the legislature’s
Joint Budget Oversight Committee to approve leases nego-
tiated by colleges before they can apply for conduit financ-
ing from the state.

The proposed bill expands and extends by one year an
existing law sponsored by Sweeney and Sen. Ray Lesniak
in 2009. Under that law, the New Jersey Economic
Development Authority (NJEDA) has committed to
finance four higher-ed projects so far totaling $417 million,
according to Caren S. Franzini, Chief Executive Officer.

Projects fully negotiated at the college level, including a
signed contract between a bonded developer and a state cer-
tified contractor, must be approved by NJ EDA to qualify for
conduit financing using tax-exempt private activity bonds.

The first project under that program, which is directed
by senior project manager Juan Burgos, is a $211-million
student housing project done by a nonprofit developer to

alleviate a housing shortage at Montclair State University.
Others underway or planned, according to Lesniak,
include:

· Montclair State University: Cogeneration heating, cooling
and electricity plant, plus distribution system;

· The College of New Jersey: Campus Town project;

· New Jersey City University: 300-400 bed residence pro-
ject;

· Ramapo College: Final paperwork on a 5-Mw solar instal-
lation, new roofs and a cogeneration
heating, cooling and electricity facili-
ty;

· William Paterson University: 300-
400 bed residence.

At Montclair State, a 568,000-sq-ft
“state-of-the-art residential complex,”
called The Heights, was built in a stu-
dent residence area on six acres of uni-
versity land over 14 months by
Terminal Construction, Woodbridge,
NJ. Rents, collected by the university,
are unregulated, and competing facili-
ties at the university can only be built
if a proven demand exists for new
dorm capacity.

“I can’t figure out why this
isn’t used on more student
housing.”

www.veoliawaterna.com
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The university will receive all net rev-
enue under a 40-year ground lease after
debt service and a management/O&M fee
of $555,600 paid annually to a nonprofit
LLC called Provident Group-Montclair.
The deal was put together by Capstone
Development of Birmingham, Ala., and
financial advisor Kenneth L. Becker,
President of Becker Capital and Finance,
Atlanta.

The EDA issued $211 million in BB
rated, tax-exempt bonds for the nonprofit
project company last June at 5.25%. The
bonds mature in 2019, according to the
offering statement.

The development fee is about 15%.
About half of the management fee is in the
form of subordinated debt. Capstone isn’t
happy about that, but is seeking similar
opportunities.

In addition to Montclair State, Becker
Capital has been the advisor for over $1 bil-
lion of debt offerings including project financings for over
3,000 beds of student housing for Montclair State, the
University of Florida, Marshall University, and Kennesaw
State University.

“I can’t figure out why this isn’t used on more student
housing,” says Becker, who was Director of Public Finance
for Citigroup Global Markets, Inc. and head of its real estate
group until 2008.

� A Good Vote Makes Rialto P3 A Go
As expected, opponents of a 30-year concession to upgrade
Rialto, California’s water and wastewater systems failed to
deliver enough protest votes by the deadline in mid-June.
The balloting sets in motion months of negotiations to work
out details of a $177-million project financing approved by
the city council in April.

Fulbright & Jaworski and SAIC’s utility experts are
advising Rialto in its talks with Rialto Water Services
(RWS), comprised of American Water Operation and
Maintenance Inc., and Table Rock Capital, based in San
Francisco.

The concession agreement sets the total cost of capital at
8.6%, including the return on equity from RWS, which will
invest $26 million in the city’s capital program. RWS also
will be paid a project design and management fee of 18% on

$40 million in capital projects over five years.

If the talks are successful, American Water will take over
management of the wastewater system’s 20,100 accounts
from incumbent Veolia Water. The city’s 14 water depart-
ment workers will be offered a three-year employment con-
tract with RWS to deliver water to 11,400 accounts. �

A public-private partnership with American Water puts 
the power of the largest publicly traded U.S. water and 
wastewater services company behind you and provides a 
wide range of solutions for municipalities facing financial, 
operational or resource-related challenges. 

Visit www.amwater.com/ppp or call Mark Strauss  
at (856) 346-8200 to learn more.
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Send corrections, additions to pwfinance@aol.com

[x] = construction underway or completed
[o] = proposed

Project Name/State contains lbj = 1 projects | 1 closed -- $2,615m project cost

[x] Texas, I-635 (LBJ) Managed Lanes, Dallas-Fort Worth: United States

Type of Project: Toll Motorway

Description: 52yr CDA (2009-2061) 13 mi of managed
lanes in a heavily congested corridor along the IH-635 and
IH-35E freeways in Dallas County, Texas. 3x3 tolled lanes
will be built mostly in trenches and compete with eight
rebuilt freeway lanes carried on cantilevered structures
above the tolled lanes. All work will be done under traffic,
about 270,000 vpd. Electronic tolls with be set
dynamically starting at $0.75 per mile in 2009 dollars.
Revenue service is set for 2016. Dallas Police and Fire
Pension System is an investor and its members will
enforce toll collections. Tolls will be collected by the
North Texas Tollway Authority. Granite Construction's
unsolicited proposal for LBJ was rejected in 2003.

Cost (US$): Project cost: US$2615m

Contract Type: DBFOM

Public Sponsor: Texas DOT (TXDOT)

Public Advisors: Nossaman LLP (legal)
Goldman Sachs (financial)
KPMG (financial)
Arup (traffic)
Halcrow
HNTB, HDR

Developer: LBJ Mobility Group LLC: Cintra Concesiones
(Ferrovial) (51%)/ Meridiam Infrastructure Finance
(42.4%)/ Dallas Police and Fire Pension System (6.6%)

Builders & Operators: Ferrovial-Agroman (60%)/ WW
Webber (40%)
Bridgefarmer & Associates

Private Advisors: Macquarie Capital (USA) (financial)
White & Case (legal)
Bracewell & Giuliani (legal)

Financiers: Equity: $672m
Debt: $1,456m:
>$850m TIFIA
>$606m 30yr PABs, underwritten by Bank of America
Merrill Lynch/ Estrada Hinojosa & Co./ JPMorgan
Securities;/Natixis.
Public Investment: $490m from TxDOT.

Bank Advisors: Latham & Watkins (legal)
Hatch Mott MacDonald (traffic)
Hawkins Delafield & Wood (TIFIA legal)
Montague DeRose/ High Street Consulting Group (TIFIA
financial)

Status: 11/11 15% complete; expected full completion
2015. 6/10 financial close; construction start; est.
completion 2013-2015. 9/09 Comprehensive Development
Agreement (CDA) signed by TxDOT and Cintra;
construction start est. end-2010. 2/09 award. 9/08 bid
deadline delayed. 11/05 shortlist. 9/05 4 teams responded to
RFQ. 5/05 RFQ issued.

Financial Close: 06/10
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November 2002: The U.S. Congress
and the Bush Administration face a "per-
fect storm" of transportation funding legis-
lation next fall with the reauthorization of
Amtrak and the aviation and highway and
transit programs. The political and eco-
nomic risk of delay is great, especially for
the new Republican majority. Without a
substantial increase in highway funding—
the grease that made TEA-21 possible—
there is little chance of a smooth transition
to the next generation of federal surface
transportation programs before the 2004
presidential election.

To preserve the hard-won peace
achieved since 1999 among competing
transportation modes and interest groups,
all will have to agree relatively soon on
ways to add new money to the pot. 

A major federal gas tax increase is
unlikely. This month’s shift to Republican
control of Congress has brought a uniform-
ly conservative, rural-state leadership to
the Senate committees with authority over
transportation funding. All of the incoming
committee chairmen are new to transporta-
tion; none are diehard supporters of the
roadbuilders or the urban mass transit
lobby.

Other sources of road funding being
discussed on Capitol Hill—innovative
finance, capturing lost revenue from fuel-
tax evasion, and other low-hanging fruit—
are not new ideas and won’t bring new
money.

Unlike in the past, states will not be
able to increase gas taxes themselves. Like
the federal government, most states face
large and growing deficits; 41 governors
report budget shortfalls this year.

In fact, the challenge in the reauthoriza-
tion debate will be to prevent the diversion
of tax revenues from transportation to pay
for defense, homeland security and social
program entitlements in a slow economy.

For all these reasons, I believe we are at
a point in time in the U.S. when tolling the
National Defense and Interstate Highway
System is both necessary and politically
possible. 

That flies in the face of conventional
wisdom. But here’s how it could be done:

Interstate toll rates would be set in law to
fund only the asset maintenance needs of
the existing federally funded highway net-
work, not the capital replacement or
expansion costs. No toll booths would be
built. A low, flat-rate toll for trucks and
passenger vehicles would be collected at
normal driving speeds using a U.S. version
of the telecommunications technology
being installed now on the 7,000-mile
German autobahn system.

If adopted as part of the surface trans-
portation reauthorization, a nationally
inter-operable Interstate tolling system
based on proven GPS (global positioning
system) and mobile communications tech-
nology could be up and running in five
years or less.

Last month (October 2002), Germany’s
Transport Ministry signed a contract with
Daimler Chrysler and Deutsche Telekom
to install and run such a system  for truck
tolling over the entire autobahn system by
next August. The system is being bank-
financed based on the vendors’ guaranteed
collection rate of 99.5%.

Large U.S. truck fleet operators and
express mail carriers already use telematic
tracking systems now. Integrating those
logistics services (freight tracking, vehicle
management) with navigation and auto-
mated emergency call for private users
would vastly stimulate the telecommunica-
tions market. It would also bring a host of
major new players into the transportation
funding discussion.

There would be no federal budget cost
if the U.S. were to apply the German busi-
ness model. The installation and operation
of an Interstate tolling system could be
financed at triple-A rates in the private cap-
ital markets, based on a revenue collection
guarantee from vendors.

There are no privacy issues. GPS units
track vehicle movements, but under a pri-
vacy protection plan that data would not
need to go beyond an in-vehicle computer.
The computer would update toll rates for
different routes and compute the toll due.
Only the toll due data must be transmitted
to the debit/credit card transaction clearing
agency.

That moves the discussion from policy
to practical politics and fiscal realism,
which is where it belongs.

The benefits of assured maintenance by
tolling Interstate highways this way would
be immediate and immense. A federally

Ten Years Ago:
PWF OPINION
(PWF November 2002)

A Way to Survive the Perfect Storm: Toll the Interstates 
by William G. Reinhardt, Editor

For all these reasons, I
believe we are at a point
in time in the U.S. when
tolling the National
Defense and Interstate
Highway System is both
necessary and politically
possible. 
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owned, privately operated system would:

• enhance homeland security; 

• allow states to shift fuel-tax funds
from Interstate maintenance to other,
locally determined, transportation
needs;

• reduce the capital replacement costs
of the Interstate system; 

• support economic development
across rural America;

• reduce the frequency and severity of
accidents and speed critical-care
response times;

• improve freight movement efficien-
cy and reduce wear-and-tear on the
nation’s increasingly important
trucking fleet;

Begun in 1954, the Dwight D.
Eisenhower National Defense and
Interstate Highway System now extends

over 46,000 miles. Its 210,000 lane-
miles represent just 2.5% of the U.S.
total, but carry 24% of all vehicle miles
traveled in America.

Without a first class system of inter-
state highways, life in America would be
more risky, less prosperous, and much less
efficient and comfortable than we take for
granted now. More of us would be crowd-
ed into fewer cities; intercity trips would
be far less safe; freight charges and con-
sumer prices would be much higher; and
tourism would be a cottage industry.

Over $370 billion (2001 dollars, or
about $60 billion in 1954 dollars) in fed-
eral funds have been invested in the sys-
tem since ground was broken on the first
Interstate in 1954. That amount represents
46% of all apportionments by the Federal
Highway Administration in the past half
century.

All of those dollars have come from
gas taxes. Yet, because of higher engine
efficiencies, ethanol subsidies and fuel-tax

evasion, the motor fuel taxes are a dwin-
dling resource. The sad fact is that, with-
out a major gas tax increase, any growth
in federal highway trust fund revenues
now depends on ever-higher SUV use.
Clearly, a major new source of highway
funding is needed to augment fuel taxes.

General Eisenhower is said to have
modeled the U.S. Interstate highway sys-
tem on the German autobahns, after see-
ing how quickly both German and Allied
troops could move on a national super-
highway system. The new Germans are
tolling their autobahns now, to preserve
their economic engine.

The World War II generation in the
U.S. invested heavily to build the
Interstate system. FHWA has estimated it
will cost $16 billion a year just to preserve
it in its current condition. A toll of a few
pennies per mile would more than cover
that cost. That’s a reasonable price to pay
to preserve this economic engine for
future generations. �
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Canadian Infrastructure
Finance

� Toronto Transit Assaults LRT P3
Toronto Transit Commission staff have launched a
frontal assault on the plan to build a Cdn $4.9-billion
LRT using a P3. A staff report on the proposed
Eglinton Crosstown LRT, which is being paid for by
Ontario and developed by the provincial transit agency
Metrolinx, says the proposed P3 can’t be finished by
2020, the target date.

“Completing all the station design and construction
in four years for opening in 2020 is unrealistic in the
opinion of the TTC and the APTA [American Public
Transit Association] panel,” the report said. The TTC
asked the APTA to peer review the project.  

The TTC, which will operate the line once it is
built, also said the project may be too big for most pri-
vate bidders to contemplate, leading to reduced com-
petition. “The contracts may be so large [several billon
dollars] that very few, if any, contractors have the
resources and can raise the financing to participate in
the RFP process.”

The APTA review also questioned the benefits of
private-sector finance.

The TTC commissioners voted to ask Metrolinx and
Infrastructure Ontario, which will run the procurement
for Metrolinx, to address the TTC staff issues. No for-
mal response has been released, but Metrolinx offi-
cials said they believed the project can be done as a
P3.

The only P3 subway in Canada, the Canada Line in
Vancouver, is about the same length, 19 km, as the
Eglinton Crosstown, although it has fewer stations. It
was completed in six years from EOI to opening, the
same time the Crosstown is aiming for, and cost Cdn
$1.9 billion to build.

� Pros And Cons in Manitoba P3 Bill
The new bill to regulate P3s in Manitoba isn’t the
complete ban that organized labor wants, but “it’s an
important step in the right direction,” a labor leader
told the committee studying the legislation. Dave
Sauer, president of the Winnipeg Labour Council,
made the comment two days before June 14, when the
provincial legislature passed the bill with little discus-
sion. However, it won’t come into force until regula-
tions are established and before that there will be a
round of consultations.

The bill, the Public-Private Partnerships
Transparency and Accountability Act, is the first by
any Canadian legislature to establish a legislative
framework for P3s. Other jurisdictions have set up
agencies to undertake P3 projects, such as
Partnerships BC or Infrastructure Ontario, or made ad
hoc decisions. 

The act requires any public body in Manitoba to
meet reporting and disclosure standards for any P3
worth more than Cdn $20 million. (That’s down from
Cdn $50 million when the act was first considered in
2010, according to the city of Winnipeg, which saw an
early draft. But Sauer wants the limit lowered to Cdn
$10 million.) 

Under the act, a public sector partner must publish
a comparator before it begins procurement, any juris-
diction or agency planning a P3 must hold public con-
sultations, and the project must be reported to the
provincial auditor general.

The committee hearing saw the usual arguments
being made by both advocates for P3s and their oppo-
nents. 
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Chris Lorenc, president of the Manitoba Heavy
Construction Association, said the act will “limit, inter-
fere, add process and cost” and thereby discourage
municipalities from using P3s. Depending on what the
regulations say, it could also discourage companies if it
requires too much disclosure of their proprietary plans,
Lorenc said.

The head of the Association of Manitoba
Municipalities and two councilors from Winnipeg,
Manitoba’s largest city and the most active user of P3s
in the province, opposed the bill. “By imposing new
requirements for P3 projects, Bill 34 may discourage or
prevent future P3s,” AMM president Doug
Dobrowolski said in a written presentation.

But John Loxley, University of Manitoba economics
professor and author of the anti-P3 book Public
Service, Private Profits, said the bill won’t add much to
costs and will weed out “dubious or inappropriate” P3s.
“The bill does not prohibit or even inhibit P3s which
have a clear value for money,” he said. Loxley com-
plained about the paucity of information about risk
transfers, despite his use of access to information
requests. He said in one Winnipeg project, the Chief
Peguis road extension, the Cdn $51 million risk trans-
fer alone accounted for more than 100% of the Cdn $31
million savings the P3 produced. “In other words, if it
had been produced in the normal manner by the public,
it would've been a cheaper project,” he said.

Lynne Fernandez, from the Canadian Centre for
Policy Alternatives, supported the bill because of  “sub-
stantial empirical research showing that P3s are often
not the most efficient way to meet our infrastructure
needs.” She said public-sector comparators “frequent-
ly” underestimate the ability of the public sector to
innovate, and the values assigned to risk transfers may
be “highly exaggerated.”

The Manitoba bill coincided with a national push by
the Canadian Union of Public Employees (CUPE)
against P3s. The union is targeting local governments,
planning a guide with questions municipalities should
ask before launching a P3. CUPE made a presentation
at the annual meeting of the Federation of Canadian
Municipalities highlighting problems with P3s, particu-
larly the difficulty in getting accurate assessments of
what the deals actually cost, and comparisons with
doing the same project publicly. 

� P3 For Winnipeg Police Station
Winnipeg has opted to build a new police station using
a design-build-maintain P3 because it was the cheapest

after accounting for the value of the risk the city
retained with other delivery options. The new South
District Police Station will be built by real estate man-
agement company Shelter Canadian Properties of
Winnipeg for Cdn $28.9 million in 2012 dollars.  

That was Cdn $1.3 million, or 4.3%, cheaper than the
next best alternative over the 30-year deal. 

The P3 was not the lowest construction and mainte-
nance price. The straight build alternative was about
Cdn $1.2 million cheaper, but adding the Cdn $2.8 mil-
lion for risk retained put it in second place.

All of the alternatives were much cheaper than the
amount the city had allocated for the station. Using the
P3, there will be Cdn $10.4 million authorized but not
spent which could be used for a planned North District
Police Station, which might also be a P3.

� Veolia Savings Build Slowly In Winnipeg
The first eight months of Veolia’s 30-year deal to help
manage Winnipeg’s wastewater expansion has left the
company with a Cdn $56.4-million hill to climb before
it shares in the savings it helps create.

Under the deal signed in April 2011, Veolia recovers its
expenses and gets part of any savings found in its role as
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advisor, co-manager and risk-sharer in the proposed Cdn
$661-million of the city’s sewage plant expansions and
upgrades. 

But it can’t take out any money it saves until its
“earnings” are greater than the “at risk amount,” a
proxy figure for the future risk in the upgrades. That
figure for 2011 was released in late June, along with
Veolia’s earnings. The risk is Cdn $56.8 million, and
the earnings Cdn $384,000, leaving a Cdn $56.4 mil-
lion gap.

But the report only covers the first few months of a
30-year deal, said Moira L. Geer, manager of finance
for Winnipeg’s water and waste department and the
report’s author. And the report makes it clear that most
of the first eight months of the deal was spent preparing
systems to set up for the upgrades and expansions of
the South End Sewage Treatment Plant, supposed to be
in service in 2016, the North End Sewage Treatment
Plant, opening in 2019, and a biosolids facility. 

“It is far too early in the contract to experience any
substantial savings,” the report said. “It is still the
expectation that the program will protect taxpayers
with savings in the range of 10 to 20% of the program

costs over the life of the agreement.”  

Veolia affiliates can bid on the contracts; the agree-
ment between the company and city ensures the city is
“very much protected” from potential conflicts, Geer
said. 

Veolia was reimbursed Cdn $4.4 million for direct
costs for the eight months, mostly 3,475 days of “expert
time.” The city said it saved Cdn $1.5 million on the
time because it was billed at 30% less than market
rates.

Having access to Veolia’s expertise helped when the
South End plant released a billion liters of partly-treat-
ed sewage last fall. “Veolia’s technical expertise
brought the plant back online much quicker,” the report
said.

� British Columbia Starts Two-Hospital P3
Partnerships B.C. (PBC) has started the process to find
a proponent for a two-hospital DBFM deal with capital
work valued at Cdn $600 million. The RFQ calls for a
153-bed hospital on a greenfield site in Comox and a
95-bed acute care hospital on a brownfield site in
Campbell River. Both communities are on Vancouver
Island. The Campbell River project includes the demo-
lition of an existing hospital.

The Vancouver Island Health Authority will make
progress payments of 35% to 45% of capital costs, and
then availability payments over a 30-year maintenance
term, which will start on substantial completion,
expected in late 2016 or early 2017.

PBC is aiming for financial close in the fall of 2013.
Unsuccessful bidders who make it to the RFP stage will
be paid Cdn $750,000. 

The communities are about 60 km apart on the east
coast of Vancouver Island. Comox, the nearest to
Vancouver, is about 200 km from the city.

. . . European News

� Austerity Takes Its Toll In Madrid
An independent audit of last year's books has prompted
the Madrid autonomous regional government to replace
shadow tolls with the real thing, starting with the 37-km
four-lane M45 semi-orbital highway serving affluent
areas northwest of the city of Madrid. About half a mil-
lion vehicles use the affected highways daily and will
have to pay for their journeys in the future.



PWFinancing/ June 2012 21

Regional president Esperanza Aguirre forecasts tolls
from the M45 alone will generate Euro 900,000
(US$1.1 million) gross revenues in the month of
December, when tolling will begin. Under the current
shadow toll regime, the region is paying about Euro 80
million (US$100 million) a year to Abertis
Infraestructuras and OHL on the R 2, R 3, R5 and M50
highways.

The shadow toll currently stands at Euro 0.85
(US$1.06) per vehicle-km or Euro 2.64 (US$3.33) for
the whole transit. The government has yet to start nego-
tiating with Abertis and OHL on the switch to real
tolling, but already has plans to extend tolling to the
M607, the M501 and five other Madrid region roads
next year.

� Spanish Region Looks For Cash In Water
The autonomous region of Catalonia in Spain is moving
up the sale of its 100%-owned largest bulk water sup-
plier to July 15, with bids due September 15. The deci-
sion to speed the sale of Aigües del Ter-Llobregat
(ATLI) was prompted by austerity conditions attached
to a European loan to Spain of up to Euro 100 billion
(US$126 billion), agreed on this month, to bail out
struggling banks. 

ATLl supplies water to municipal distributors that
serve some five million consumers, 80% of them in the
Barcelona area. It takes water from the Llobregat and
Ter Rivers and operates the Prat seawater desalination
plant that meets some 20% of Barcelona's needs.

The Catalonia government, Generalitat, has con-
trolled water prices by capping the maximum price
ATLI could charge for water it sold to the distribution
companies for retail consumption. That is one reason
the company recorded a Euro 34-million (US$42.8 mil-
lion) loss last year and carries Euro 600 million
(US$756 million) of bank debt.

Under the proposed 50-year concession, Catalonia is
lifting the caps on water prices. Catalonia has set a min-
imum bid price of Euro 400 million (US$504 million).
The regional government will guarantee the winner
12% return on investment, funded by increases in the
previously capped bulk water tariffs. The winner will
have to repay the utility's debt.

� Euro Rules Cloud Insurers’ Role
As project promoters look increasingly to institutional
investors for infrastructure financing, the jury is out on
whether the European Union's new “Solvency ll” rules
will deter the big insurance companies from chan-

nelling their huge resources into the infrastructure pro-
ject market.

The new rules, likely to be implemented in 2014, are
intended to increase the financial resilience of insur-
ance companies of all kinds by setting risk management
standards and regulating the amount of capital they
hold. 

But, as with the Basle lll banking reforms, there are
fears that Solvency ll might throttle the emerging inter-
est shown by insurance companies in providing debt
financing for infrastructure projects.

The E.U.'s new rules stem from a directive enacted
in 2009 that is now going through a protracted imple-
mentation period. The rules will, for the first time,
apply risk-based solvency requirements to insurance
companies’ financing, according to the European
Commission. 

Instead of focussing solely on their insured risks, as
under the existing rules, insurance companies will
under Solvency ll also have to hold capital to cover
potential losses of value in their investments. And it is
the level of these capital charges that raises concerns.
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Thierry Déau, Meridiam Infrastructure's Chief
Executive Officer, is among those who worry that the
E.U. is “shooting itself in the foot by making it difficult
for those institutions to invest in this asset class” at a
time when huge infrastructure investments are required. 

Under Solvency ll, infrastructure will be put in the
same class as hedge funds and private equity, so that the
sector “will be more penalized than [it would be]
investing in emerging market stock exchanges,” asserts
Déau in a recent article. 

While such fears are widespread, they are not univer-
sally shared. “I don't think [Solvency ll] will diminish
the appetite for infrastructure debt,” says Iain Barbour,
Managing Director, Trifinium Advisors Ltd. “We'll
have some institutional investors pausing for thought
while they work out what they believe will be their new
cost of capital and potentially adjusting their return
expectations. But why should this be different [from]
what the same investor will do when considering buy-
ing a corporate or government bond under the new
framework?” asks Barbour.

Meridiam's Déau agrees that insurance companies
should increase their share of capital to match invest-
ments in “so called higher-risk asset classes.” But
applying the same rules to infrastructure “despite the
fact that they are among the most stable and secure
assets available” would be “against all logic,” he adds

Barbour agrees that future capital charges facing life
insurance companies for long-dated BBB bonds, typi-
cal for an infrastructure financing, are high “relative to
what many regard as the implied default risk and loss
severity of the underlying asset.” But there are mitigat-
ing factors. 

Investors are expected to get reductions in capital
charges if they can show they are matching assets and
liabilities in terms of profile and duration, says
Barbour. “In Solvency ll, there are expected to be big
benefits there,” he adds.

“The equation isn't as simple as saying charges on a
10-year BBB bond . . . are higher than on an equivalent
five-year transaction,” says Barbour. “For a life insur-
ance company that does have some longer dated poten-
tial liabilities, it's very interesting therefore to find
some longer dated assets,” he says. 

Whether an insurance company can exploit these
provisions in Solvency ll depends on how it classes
itself under the new rules. Smaller insurers will likely

be classed under the “standard model” which provides
less room for manoeuvre than those registered as
“internal model.”
The latter allows for company-specific internal capital

models, tailored to each individual firm. According to
the U.K. Financial Services Authority, “many larger
insurance companies are expected to apply for internal
model approval.” 

And it is those large, sophisticated insurers that are
likely to be involved in infrastructure financing, says
Barbour. Those companies will be able to “drill down
into the actual performance of the [infrastructure]
assets, which has generally been robust, and apply a
lower capital charge,” he adds.

Barbour and Déau agree that the institutions have a
large potential role in European infrastructure financ-
ing. Déau puts the total investment by insurance com-
panies and pension funds in infrastructure over the last
two years at Euro 30 billion (US$38 billion). 

And though the direct involvement of insurance
companies remains limited, the signs are good, says
Barbour. “You've seen some clear leadership in the way
some European countries are procuring projects now
and are formally requiring consortia to include a bond
solutions in their bids,” he says.

� Aviva Credit Enhancement Fund Launch
U.K.-based institutional investor Aviva Investors has
completed the first financing of a novel fund aimed at
raising credit ratings of infrastructure deals to invest-
ment grade by providing subordinated debt. Fund
adviser Hadrian’s Wall Capital forecasts that the fund in
various tranches will ultimately support around £10 bil-
lion (US$15.6 billion) of senior debt in infrastructure
across the Sterling and Euro areas.

Aviva Life & Pensions U.K. Ltd., the European
Investment Bank, and the Development Bank of Japan
contributed to the Aviva Investors Hadrian Capital
Fund 1, which was targeted at Euro 500 million
(US$629 million). Further tranches of the fund are
planned. 

Founded in 2009, Hadrian's Wall Capital teamed up
with Aviva in 2010 “to provide a new market-based
bond financing solution for European infrastructure
debt markets.” Infrastructure “has low default rates and
high recovery rates throughout the economic cycle,”
says Ian Berry, an Aviva fund manager. “This makes it
an attractive potential proposition for institutional
investors, specifically as a liability matching solution.”
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The new fund is “certainly novel relative to the
infrastructure market,” says a senior financial consul-
tant in London. “It borrows a lot from the securitization
world, but it's different. At a time when finance is con-
strained, it's possible they might get quite a lot of inter-
est,” he adds. In aiming to provide first-loss financing
to shield senior lenders, the fund resembles the
European Union's Europe 2020 Project Bond initiative.

� UK Industry Wants Easier P3s
The U.K. government must completely reform the way
it procures infrastructure to attract the required levels
of private financing, claims a recent report by the
Confederation of British Industry (CBI), the UK’s
leading business lobbying organization. Tax breaks,
one-stop-shopping and credit rating enhancements are
among measures urged by CBI.

“Successfully harnessing just a 1% increase in the
contribution from U.K. pension funds’ total invest-
ment, or a snippet of the global sovereign wealth fund
market, would give a vital boost to our underfunded
infrastructure networks,” claims CBI in its report “An
Offer They Shouldn’t Refuse: Attracting Investment To
UK Infrastructure.” 

Since U.K. pension funds have been slow to enter
the market, government must ease their path, says CBI.
The government should target its scarce cash to
enhance credit ratings of greenfield projects, which
now struggle to reach investment grade, possibly by
providing subordinated debt.

CBI also calls on U.K. pension funds to emulate
their North American counterparts in their more adven-
turous interest in infrastructure. The government is
already promoting the creation of the Pension
Infrastructure Platform to pool investment from the
numerous small funds. But, says CBI, the funds them-
selves should develop the necessary skills.

“If government wants reluctant investors to foot the
bill for building new infrastructure then it needs to go
out there and sell it to them,” urges CBI. “This means
the public sector must commercialize its approach to
securing financing, and create a pipeline that allows
investors to plan for the long term.”

� Rail Contractor Unhappy With P3 Terms
Belgium's first railroad P3 began operating this
month raising smiles on the faces of executives at
the state's infrastructure manager Infrabel and the
project's financiers Northern Diabolo N.V. (NDNV).
But the contractor had less to celebrate, having

found the PPP structure burdensome.

“We won't go into that kind of construction again,”
says Johan Mignon, director of the project's construc-
tion joint venture THV Dialink, that included units of
Netherlands-based BAM and France's Vinci. The con-
tract involved excessive administration, the costs of
which all but eliminated the contractors' profit on the
job, he adds.

The Euro 290-million (US$360 million) project,
with the name of Diabolo, includes a roughly 3-km-
long underground connection from Brussels's airport to
a new railroad on its north side. Infrabel procured the
40-year concession and the construction team separate-
ly and simultaneously. 

To ease the administrative effort, NDNV also took
on a contract from the Flanders regional government to
build highways linking with the new railroad, using the
same construction team.

NDNV is 75% owned by International Public
Partnerships (INPP), a six-year-old infrastructure fund.
Formerly know as Babcock and Brown Public
Partnerships, INPP was listed on the London Stock
Exchange in 2006. 

It has raised over £570 million (US$890 million) in
various tranches since then. This month, INPP secured
another £200 million (US$315 million) by selling new
shares to expand its infrastructure investment activi-
ties.

The German bank HSH Nordbank, Hamburg, is pro-
viding the remaining equity for Diabolo and also the
debt, which accounts for 88% of the financing. The
project was financially closed in late September 2007
after two attempts failed earlier that month because of
tax and insurance reasons.

For purposes of paying the contractor, the rail and
road works were divided into 92 packages, says
Mignon. Each package had to be 100% completed
before the contractor could receive 90% of the pay it
was due. According to the contract, the final full pay-
ment was made this month, 104 days after the work
was completed this past February, adds Mignon.

Agreeing on what represented 100% completion for
numerous interconnected work packages was slow and
laborious, claims Mignon. He estimates the financing
cost of the slower-than-normal payment process to be
over Euro 10 million (US$12.7 million) with extra
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administration adding roughly Euro 5 million (US$6.3
million). 

For Mignon, Infrabel's other railroad PPP in
Antwerp has a more conventional and agreeable con-
tract structure. The 16.2-km long Liefkenshoek Rail
Link, in the Port of Antwerp, was awarded under a 42-
year PPP in late 2008 to the Locorail consortium con-
trolled by BAM and Vinci. It includes new 6-km-long
twin tunnels. Subsidiaries of the group's have the
design/build contract worth around Euro 690 million
(US$870 million). 

Locorail must complete sufficient construction by
this year's end to allow Infrabel to start installing track
and railroad systems, says Mignon. Full construction is
due to end next year. Locorail will maintain the civil
engineering elements, earning quarterly fees linked to
availability. 

� Russian Road Financial Close
The Northern Capital Highway consortium reached
financial close on June 22 on the estimated Ru 206-bil-
lion (US$6.2 billion), 30-year design, build, finance,
operate and maintain contract covering the 12-km-long
central section of the 46-km Western High Speed
Diameter (WHSD) bypass to St. Petersburg, Russia.
Three years' construction is due to start this October,
costing over Ru 120 billion (US$3.6 billion). 

Northern Capital Highway, which won the contract
last August, is controlled by the bank VTB Group and
includes OJSC Gazprombank. Loans totalling Ru 60
billion (US$1.8 billion) were committed to the consor-
tium by a group including VTB Capital, Gazprombank,
the state development bank Vnesheconombank, the
Eurasian Development Bank, and the European Bank
for Reconstruction and Development, making its first
investment in a Russian highway PPP. The federal gov-
ernment, the city of St.  Petersburg, and project equity
of about Ru 20 billion (US$600 million) complete the
financing.

Under the deal, an equal consortium of Italy's
Astaldi and the Turkish contractor IC Ictaas will handle
the engineering, procurement, and construction of the
technically difficult highway, most of which passes
over open water. Astaldi is currently working on the
PPP covering the new terminal at St. Petersburg's
Pulkovo airport.

The financial close of WHSD follows a failed
attempt by an earlier preferred bidder to finance the
deal in the heat of the banking crisis. The contract was

initially awarded in 2008 to a consortium led by
Austria's Strabag and including Bouygues, Hochtief,
Egis Projects, Mostoodryad No.19 and Basic Element.
The city cancelled that procurement when it couldn’t
be financed and started building the highway itself,
leaving the central section for a PPP.

� Astaldi Team Wins Bosphorus Bridge
The Turkish General Directorate of Highways (KGM)
has selected a consortium of locally-based contractor
Içtaş Inşaat and Italy's' Astaldi S.p.A. as preferred bid-
der for a build-operate-transfer contract covering the
North Marmara Highway project, including the third
Bosphorus bridge. The winning team required 10 years,
two months and 20 days to recover its investment, the
shortest concession period bid, according to KGM.

Içtaş Inşaat says the project includes around 100 km
of toll roads and the 1.4-km-long bridge, which will
carry both roadway and rail track. The bridge project,
with a construction value said to be around Tl 4.5 billion
(US$2.4 billion), is due for completion by the end of
2015. 

With this award Astaldi has strengthened its grip on
the Turkish PPP sector. The company was the only for-
eign partner in an otherwise all-Turkish consortium
that was awarded a BOT contract for the 421-km
Gebze-Izmir highway in late 2010. And Astaldi late last
year won one of Turkey's first health sector PPPs, for
the Etlik Hospital campus in Ankara. 

With its Bosphorus bidding partner, Içtaş Inşaat,
Astaldi is also part of the DB teams on the PPPs cover-
ing St. Petersburg, Russia's Western High Speed
Diameter toll highway and Pulkovo airport.

� Vinci Loses French, Wins U.K., Deal
France's Vinci this month had the 55-year concession
for the environmentally controversial A355 Strasbourg
city western bypass snatched from its grip. But the
Paris-based group secured a consolation prize at the
same time by winning a PPP to maintain highways on
the Isle of Wight, off England's southern coast, for 25.5
years.

Citing delays in securing financing, the French min-
istry of ecology, sustainable development and energy
cancelled Vinci's status as preferred bidder for the Euro
750-million (US$930 million) design, build, finance,
operate and maintain contract for the A355 western
Strasbourg bypass. Vinci had won the contract for the
24-km highway this January. 
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“Even as the deadline for submission of agreements
with the banks has been delayed twice, Vinci was not
able to conclude its discussions with the lending banks
in the period fixed by the contract documents,” says the
ministry in a statement. Financing was hampered by
the European Investment Bank's decision not to back
the deal for environmental reasons, it adds. 

Vinci denied walking away from the deal, pointing
out that “several banks had already confirmed their
participation in the financing of the project.” A third
deadline extension beyond the last one on May 28
“would have enabled the last two financial institutions
to confirm their participation in the project and finalize
the financing arrangements within the maximum autho-
rized timeframe,” it adds.

For officials in Strasbourg, the government's deci-
sion “clearly shows that despite the financial assistance
of the state, of the Alsace Region and the General
Council of the Lower Rhine, the economic balance of
operating [the project] is not reachable.” Asserting that
the A355 project “is a wrong answer to a real problem,”
officials claim improving public transportation would
be more beneficial.

Across the English Channel, the Isle of Wight council
named Vinci the preferred bidder for a 25.5-year conces-
sion to upgrade and maintain over 800 km of roads, plus
lights and other street hardware on an availability-fee
basis. The contract has an estimated whole life value of
£720 million (US$1.1 billion) and requires around £145
million (US$225 million) of capital improvements, to be
funded largely by the concessionaire with non-recourse
debt.  Vinci Concessions owns the concession company.
Ringway, a subsidiary of Eurovia, which is a subsidiary
of Vinci, will do the construction, operations and main-
tenance.  This is Vinci’s second UK road maintenance
deal.  Earlier this year it was selected for the London
Borough of Hounslow Highways PFI.

� Poland Prepares More P3s
Municipal officials at Dabrowa, Poland, have started
the competitive dialogue negotiating procedure with
bidders for a design, build, finance, operate and main-
tain contract covering a 9.7-km-long highway north of
the town in Lower Silesia. At the same time, the south-
ern town of Krosno has started procuring a 30-year
PPP for over 3 km of roads, aiming to have bid docu-
mentation ready in the first half of next year. 

The projects are among 120 deals in various stages
of development across Poland, according to a new sur-
vey by Deloitte. Around a third of the projects are in

municipal services with another 25% in the sports and
recreation sector. Transportation accounts for nearly a
fifth of the possible deals, while the health and educa-
tion sectors are generating fewer PPPs than in other
European countries, says Deloitte.

By far the largest deals are for the estimated Euro
1.2-billion (US$1.5 billion) Warsaw – Kukuryki sec-
tion of the A2 and for the Euro 1.35-billion (US$1.7
billion) Tuszyn – Pyrzowice road on the Lodz to
Katowice corridor. Of the latter project, Deloitte fore-
casts only a bypass of Czestochowa and 57 km of the
road to Pyrzowice will be procured under an availabil-
ity-based DBFOM contract. Both projects are being
procured by the General Directorate for National
Roads and Motorways (GDDKiA).  They are likely to
be tollroads.

. . .  Latin American News

� Macquarie To Boost Mexico Fund 
Australian investment bank Macquarie Capital is
reportedly set to inject up to US$10 billion in Mexican
infrastructure through its two-year-old Macquarie
Mexican Infrastructure Fund (MMIF), Macquarie’s
first in Latin America. The fund aims to pick up new
investment opportunities created by a public-private
partnership law recently passed by the Mexican con-
gress covering infrastructure procurement. 

Macquarie set up MMIF in 2010, contributing
around pesos 750 million (US$55 million). Mexico’s
state infrastructure fund Fonadin contributed pesos 1
billion (US$75 million) while local pension funds
added another pesos 3.4 billion (US$250 million).
Pension funds are destined, under recent legislative
changes, to become the main capital providers for
Mexican infrastructure projects, says MMIF.

� Brazil and Others Go For Airport P3s
Brazil’s airport authority ANAC is close to deciding on
the sale of two more airports, following the successful
auctions in Sâo Paulo City and Brasilia earlier this
year. The airport privatization trend appears also to be
spreading to other Latin American nations, with
Colombia and Peru planning sales.

ANAC's next privatization contenders are the
Galeâo International Airport, serving Rio de Janeiro,
and Tancredo Neves/Confins International Airport in
Belo Horizonte, the capital of Minas Gerais state. Bids
will likely be based on the level of up-front fees
payable to ANAC, which will specify the required
investments and retain 49% control of the assets. 
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The proposed bidding system will replicate that used
earlier this year to raise Reais 8.4 billion (US$4.2 bil-
lion) in up-front fees for the concessions covering
Guarulhos and Viracopos International Airports, Sâo
Paulo, and Brasilia's Juscelino Kubitchek Airport. The
total required investment at the three airports is put at
Reais 24.5 billion (US$12.2 billion).

Brazil's Paraná state is also planning a PPP procure-
ment of a Reais 3.5-billion (US$1.7 billion) cargo air-
port in Tibagi.

Elsewhere in South America, Peru's private invest-
ment agency ProInversión plans to call for internation-
al bids for its Chinchero US$500-million airport pro-
ject in Cuzco. Requests to bid are slated for late this
year. Colombia’s infrastructure agency ANI is, mean-
while, planning its first airport concession under recent
legislation allowing up to 80% private sector participa-
tion. The deal will cover the airport at Barranquilla.

� Brazil's Moves On High-Speed Rail 
The Brazilian government in mid-June set up the
agency that will team with the operator of the planned
511-km long high-speed Rio de Janeiro-Sâo Pâulo-
Campinas railroad. The company Empresa de
Transporte Ferroviario de Alta Velocidade, S.A., hold-
ing Reais 50 million (US$25 million) capital, will own
49% of the operating concession when it is finally
awarded.

Having failed to attract bidding interest in the vast,
economically difficult project last year, Brazil’s feder-
al transport agency (ANTT) will break the deal into
two components. The first package, due for procure-
ment starting this October, will cover high-speed rail
technology, rolling stock, and also operation and main-
tenance of train services. 

The second bidding phase, slated for early 2013, will
cover the line’s estimated Reais 25-billion (US$12.5
billion) fixed infrastructure. Local consultants and con-
tractors are reportedly providing technical input to
draw up the line’s final route due to the complexity of
the terrain. 

To improve the project’s bankability, Brazil’s
Congress has approved a bill guaranteeing Reais 20
billion (US$10 billion) of low interest loans to the pro-
ject by the state’s Banco Nacional de Desenvolvimento
Economico y Social (BNDES).

� Chilean Utility Increases Investment
The Chilean water and wastewater utility Empresa de

Servicios Sanitarios del Bio Bio SA (ESSBIO) is to
more than double its investment in repairing damage to
its infrastructure caused by the 2010 magnitude-8
earthquake. With an additional investment of US$300
million, ESSBIO hopes to increase its Ebitda margin
from 50% to 56%. Canada’s Ontario Teachers Pension
Plan owns close to 90% of ESSBIO.

ESSBIO plans to replace additional water pipelines
serving 2.6 million residents in 93 municipalities
including Concepción and Chillán, the hardest struck
regions in the earthquake. The company will also
expand wastewater treatment facilities in Chillán and
Los Angeles. The plan is to reduce water losses in the
underground network and save on energy consumption.

. . . More World News

� India Pushes Infrastructure Spending
India's Prime Minster early this month called for urgent
action in procuring infrastructure as a stimulus for eco-
nomic growth. Manmohan Singh approved an array of
procurement targets for the financial year 2012-2013.
With Indian infrastructure needing US$1 trillion during
the next five years, the state will rely heavily on PPPs
in the absence of sufficient public funding, he noted.

Procurement targets for the year in the aviation sec-
tor include PPPs covering 10-12 airport upgrades and
the same number of airport greenfield projects.
Highway procurement, mainly by using BOTs, is fore-
cast to grow 18.7% during the year to include 9,600 km
of roads. Additionally, new operate-maintain-transfer
deals covering 4,360 km of highways will be procured
for the first time in India.

In the railroad sector, the government is keen for
procurement to start this financial year on the PPP por-
tion of the national Dedicated Freight Corridor pro-
gram. The 1,839-km-long planned Eastern Corridor
will stretch from Ludhiana in Punjab to Dankuni in
West Bengal. The 546-km eastern section of that corri-
dor between Sonnagar, Bihar state, and Dankuni is to
be financed through a PPP. 

Of the rest of the Eastern Corridor, the World Bank
will finance 1,100 km and has already agreed on a loan
of US$975 million for the 343-km Khurja-Kanpur sec-
tion in Uttar Pradesh. India will finance construction of
the Western Corridor, from Dadri in Uttar Pradesh, to
Jawaharlal Nehru Port Trust near Mumbai mainly with
Japanese soft loans. To develop and operate both corri-
dors, the government created the Dedicated Freight
Corridor Corporation of India. �
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U.S. P3 Market Attracts World-Class Players (6/12)

Source: Public Works Financing newsletter

Investors/
Developers
Meridiam (France)
Macquarie Group (Australia)
Goldman, Sachs (U.S.)
Morgan Stanley (U.S.)
Infrared (U.K.)
ACS Group/Hochtief (Spain)
Ferrovial/Cintra (Spain)
Transurban (Australia)
Fluor (U.S.)
Skanska (Sweden)
Bouygues (France)
Lane (U.S.)
Kiewit (U.S.)
Bechtel (U.S.)
Walsh (U.S.)
Traylor Bros. (U.S.)
Vinci/Cofiroute (France)
FIGG (U.S.)
Acciona (Spain)
Odebrecht (Brazil))
SNC Lavalin (Canada)
OHL (Spain)
Balfour Beatty (UK)
Global Via (Spain)
Samsung (Korea)
Shikun & Binui (Israel)
American Water (U.S.)
United Water (U.S)
Capstone Development (U.S.)
Hunt Building (U.S.)
KKR (U.S.)
LAZ Parking Ltd.

Public Advisors

Legal/procurement:
Nossaman
Hawkins Delafield (water)
Mayer Brown
Nixon Peabody
Freshfields
Financial:
KPMG
Jeffrey A. Parker & Assoc.
Morgan Stanley
Goldman Sachs
Citi
Public Financial Management
Macquarie Capital Advisors
Infrastructure Management Group
Scully Capital
RBC Capital Markets
First Southwest
Ernst & Young
PriceWaterhouseCoopers
UBS
First Southwest
William Blair & Co.

Design-Builders
Flatiron
Fluor
Granite
Kiewit
Skanska
Walsh
Traylor Bros.
Bechtel
Lane Construction
CH2M Hill
Balfour Beatty
Sundt
Tudor Perini
Zachry
Clark Construction
Herzog

Design Partners
Parsons Transportation
Jacobs
URS
AECOM
HDR
HNTB
FIGG
Parsons Brinckerhoff
Lochner MMM
Wilbur Smith
PBS&J
O.R. Colan (R-O-W services)
Moffatt Nichol
Raba Kistner
CH2M Hill

Public Advisors
Technical:
HNTB
HDR
Parsons Brinckerhoff
Jacobs
AECOM
Lochner MMM Group
CDM Smith
Infraconsult
Stantec
Halcrow/CH2M Hill
R.W. Beck
Dewberry
Black & Veatch
Arup
Steer Davies Gleave
Atkins

Private Advisors
to developers:
Macquarie Capital
Barclays Capital
to banks:
Milbank Tweed
Latham & Watkins
Skadden Arps
Cadwalader
Orrick
Winston & Strawn
Cleary Gottlieb
Hogan Lovells
Simpson Thacher
Debevoise
Louis Berger
Arup
Hatch Mott MacDonald

Banks/Underwriters

Deal: Presidio Parkway, San Fran-
cisco, CA 6/12 ($170m 3yr bank
loans, TIFIA takeout) five banks

Deal: Midtown Tunnel, Norfolk, Va.
4/12 ($663m 30-year PABs, toll
revenue risk) Barclays, BMO, BoA

Deal: PR-22, Puerto Rico lease 9/11
($750m 7-yr bank loan, toll rev-
enue risk) RBC, Banco Popular
Puerto Rico, Caja Madrid, San-
tander, Credit Agricole, ING, Intesa
Sanpaolo, Scotia Capital, Societe
Generale, Siemens Financial Serv-
ices, WestLB

Deal: Long Beach, Calif. Court-
house 7/10 ($443m, 7-yr bank loan,
state appropriation risk) BBVA, RBC,
BNP Paribas, Credit Agricole,
Deutsche Bank, Scotiabank

Deal: North Tarrant Express and
LBJ Managed Lanes, Dallas 12/09
and 6/10: (30-yr PABs, toll revenue
risk, $400m for NTE and $606m for
LBJ) BoA, JPMorgan Securities

Deal: I-595, Florida greenfield 3/09
$526m, 10-yr bank loan, state ap-
propriation risk) Santander, Calyon,
La Caixa, Societe Generale, Dexia,
Caja Madrid, National Australia
Bank, Banco Popular Español, BBVA,
Banco de Sadabell, West LB, Caixa
Nova

Top-ranked firms selec�vely pursuing greenfield and investment opportuni�es in
the US. public works infrastructure market in 2012
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For well over 10 years, the design-
build industry, and for a shorter time
the P3 industry, has been debating
what is the proper stipend value an
owner should pay to unsuccessful pro-
posers for design-build and PPP pro-
ject pursuits. And even more funda-
mentally, should owners even pay a
stipend at all? These are valid ques-
tions for the industry to tackle.

It’s a fact that the private sector
spends more money to bid design-
build projects than “hard-bid” projects
due to the added preliminary engineer-
ing costs. It spends even more to bid
PPP projects due to the extensive equi-
ty-based financial analysis and lender-
related commitment work.

The key question then is not
whether a stipend should be paid, but
instead what portion of this extra cost
should the owner partially reimburse
to unsuccessful proposers via a stipend
in order to get the “best value” during
procurement? There are various points
of view, such as owners who say the
contractors will simply add these costs
to future bids as “the cost of doing
business,” but the analysis really isn’t
that simple. From the contrac-
tor’s point of view, it’s a business
decision, or at least it should be if
they are thinking clearly.

AA  BBuussiinneessss  DDeecciissiioonn

What does a “business deci-
sion” mean exactly? Well, as
the saying goes: “do the
math.” A quick mathematical
model is not challenging to
build. For analysis’s sake, a
contractor can bid a “hard-
bid” job and spend nothing on
3rd party engineering costs,
solely pay for internal esti-

mating salaries, and have, for
example, a 1-in-6 (depending on
the market) chance of winning a
project, equating into a statistical
profit margin. This would calculate
into a statistical Return-on-
Investment (ROI) for a contractor’s
procurement dollars—in this case
estimating salaries and expenses. 

The contractor then has to weigh
this “hard bid” ROI model against a
design-build ROI model to see if pur-
suing design-build projects even
makes sense. 

The design-build ROI model is a bit
different, considering the fact that a
contractor will spend more pre-bid
(additional prebid engineering
expense), will recoup some of that
expense (stipend), and have a higher
chance of winning (via a shortlist). If
one “does the math” you quickly real-
ize that stipend value AND the number
of teams shortlisted directly impact the
design-build ROI for a contractor, and
contractors can easily compare this to
the ROI for a “hard-bid” project. 

So, why would a contractor bid a

design-build contract with lower ROI
than a “hard-bid” project with a higher
ROI? The short answer is, they would-
n’t. Every contractor has to make their
own decision and “do their own
math,” but the math is pretty straight-
forward: the more shortlisted teams
there are, the higher owners need to set
the stipend value in order to bring the
same ROI to the contractor as it could
get bidding a hard-bid project. Doing
this, owners can attract better competi-
tion to their projects by balancing an
appropriate stipend amount with the
number of shortlisted teams.

CCoommmmiittmmeenntt

In addition to the simple math, the
contracting community looks to the
owner’s decision (and requirement) to
pay a stipend for another critical rea-
son—it indicates their commitment to
the project. For example, if there is no
stipend on a design-build project or if
the owner can cancel the procurement
anytime before award without having
to pay a stipend, the owner is not com-
mitted to the project procurement at
the same level as the contractor is, at
least not financially. 

STIPENDS – WHY AND HOW MUCH?
A CONTRACTOR’S VIEW
By Matt Girard, Flatiron Constructors



That is, if the owner cancels the
procurement in this situation, the con-
tractor loses the money spent on bid-
ding costs, including third-party engi-
neering expenses, while the owner is
not financially damaged by his deci-
sion. The contracting community
wants to make a commitment to a
design-build project procurement, and
its associated additional cost of pur-
suit, but only if the project has a very
high chance of proceeding to contract.
The public owners are much better
able to assess the variables that
affect project reality than the pri-
vate sector is because govern-
ments usually include parame-
ters such as environmental per-
mitting, right-of-way, budgets,
politics and other variables that
owners are directly involved
with. 

If the owner has a made a
financial commitment to pay a
stipend, even in the case of a
cancelled procurement, the con-
tracting community can feel con-
fident that the owner has
assessed the project as most like-
ly happening, and is even finan-
cially committed to making it happen.
It is comparable to a business partner-
ship – why would one partner make a
major financial commitment without
the other party making one as well?

Stipend Value

So what is the proper stipend
value? There is no single correct
answer, as it depends on too many
variables, including whether the con-
tract is DB or P3; the number of bid-
ders shortlisted; and the size and tech-
nical complexity of the project among
others. However, there is data from the
marketplace that show comparisons. 

Flatiron has compiled and analyzed
a list of projects across Canada and the
U.S. (47 design-build projects and 22
P3 projects) with stipends. The aver-

age design-build stipend on these pro-
jects is 0.13% of the project value, and
on P3 projects it is 0.25%. (Figure 1).
This would make sense because PPPs
as compared to design-build have the
additional equity and financial costs of
bidding a project. It is important to
note that this data includes projects
with different shortlists and stipends,
including some projects that did not
necessarily provide good business
decisions (ROI’s) for the contracting
community—many of these projects

were not pursued by contractors for
this reason indicating the number of
bidders shortlisted was either too high
and/or stipend values were too low. 

Another interesting trend is that the
less a P3 contract is worth, the larger
the stipend to construction value ratio,
as can be seen in Figure 2. This would
also be logical because financial trans-
action costs on P3’s tend to stay rela-
tively constant no matter the size of the
project, while design-build prebid
engineering costs tend to grow with
the size of the project. Owners need to
assess all of these parameters when
determining how many teams to short-
list and how much stipend to offer
because the private sector will look at
these matters very carefully in order to
make sound business decisions. If
owners want to ensure “best value”

and, hence, the best competition for
their projects, they need to strongly
consider shortlisting to 3 proponents
and setting stipend values of at least
the average values above. If they do
not, the private sector will tend to drop
pursuits, effectively setting an owner’s
shortlist for them, but not necessarily
with the best or most qualified teams.

In conclusion, alternative delivery
projects are about generating value for
the owner, taxpayer, and contractor,

and the best practice for all is:

• To have the best competition on a
specific project (not necessarily the
most competitors, but the best
three).

• For all parties to be fully committed
to the project’s procurement
process, including an owner’s com-
mitment to pay stipends, and of an
appropriate value.

These parameters help facilitate
success in the initial stages of the pro-
ject and “best value” for the project
outcome. �
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A year and a half after its commercial
close, the DBFOM developer of the
Presidio Parkway in San Francisco
arranged favorable project financing on
June 14 for the $365-million phase 2 of
the project to replace Doyle Drive, the
unsafe approach road to the Golden Gate
Bridge.

The combination of low-cost debt
financing, a design-build price less than
Caltrans’s estimate, and a guaranteed
O&M price well below even the devel-
oper’s estimate will result in annual
availability payments to Golden Link
Concessionaire (GLC) of $28 million
over 30 years. That is about 20% less
than the $35 million affordability cap set
by the State Transportation Commission
in approving the P3 project in 2010.

Financing

Presidio is the first availability pay
project in California and the fourth in
the U.S. The private lenders and TIFIA
were willing to take “California risk”
after the legislature agreed to fund
Presidio’s availability payment each
year before it funded any other capital
spending by Caltrans. 

The financing is comprised of short-
term bank loans totaling $167 million,
combined with a $90-million construc-
tion-period loan from TIFIA. That plus
another $60 million long-term loan from
TIFIA will cover the $317 million debt
portion of the financing. Golden Link
Concessionaire (GLC), an equal partner-
ship of HOCHTIEF PPP Solutions and
Meridiam Infrastructure, will put in $45

million in equity.

Tax-exempt Private
Activity Bonds (PABs)
were originally consid-
ered, but the need was
for a construction loan,
and PABs are typically
used for longer maturi-
ties. “Given the tenor
of three years, the dol-
lar size and the con-
struction risk profile,
we concluded that a
bank facility was more
appropriate and
offered better pricing
and execution,” says
Anne Hird Rabin,
Senior Vice President
of HOCHTIEF PPP
Solutions North
America Inc.

The bank loans
were priced 185 bps
over Libor by Banco

Santander, Bank of Tokyo-Mitsubishi,
BBVA, BMO Capital Markets, and
Scotiabank. The 30-year TIFIA debt
priced at 2.71%, and the construction-
period TIFIA loan, at 0.46%.

No payments will be made by the
public sponsors during the three-year
construction period, starting late this
year. If it approves the finished work,
Caltrans will make a large completion
payment at the end of the construction
period in 2015 to take out the banks and
TIFIA’s short-term loan.

A Market Maker

Engineer Kome Ajise, P3 Program
Director for Caltrans, led the long effort
to finance construction of the state’s first
P3 highway under enabling law passed
in 2009. The financial close is largely a
result of his persistence and leadership,
says Joseph Aiello, a partner at
Meridiam Infrastructure. “This project
happened because of Kome’s team at
Caltrans and a number of key public
officials,” he says.

At a recent conference, Aiello, who
was budget manager at Boston’s MBTA in
the 1980s, made general comments on the
risks to public servants of taking on a P3
project: “For them, it’s a slalom course,”
Aiello says. They think they’re running
one project, “but it’s actually more like
five” when different responses from each
competing developer have to be analyzed
and various agencies are involved.

The $1.1-billion reconstruction of the
1.6-mile southern approach to the
Golden Gate Bridge in two phases is sig-
nificant for the larger P3 market in a
number of ways: 

• It’s the first time it will be possible
to make a side-by-side comparison

CASE STUDY

Presidio Parkway P3 Gets It Right
by William G. Reinhardt, editor

Flatiron, one of the largest infrastructure contractors in the 
U.S. and Canada, has joined forces with HOCHTIEF PPP 
Solutions North America to provide clients with a single 
source for integrated project development and delivery. From 
financing and design to construction and operation, Flatiron 
and HOCHTIEF provide turn-key solutions for PPP projects. 
Contact us to learn more about what we can offer you:

We put the Partnership in PPP.

Matt Girard
mgirard@flatironcorp.com
(720) 494-8110
www.flatironcorp.com

Steve Skelton
sskelton@hochtief-p3.com
(647) 259-3746
www.ppp.hochtief.com

Presidio Parkway Phase II PPP - San Francisco
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of a P3/design-build delivery
approach, and a traditional design-
bid-build contract on the same pro-
ject. Once it accepts the first phase
work, GLC will complete its work
then operate the public and private-
ly developed segments for 30 years;

• It’s the first time FHWA allowed a
portion of a state’s availability pay-
ments to be reimbursed from Title
23 funds, according to U.S. DOT’s
CFO Christopher Bertram (see p.
32);

• It’s the first time a TIFIA loan is
being used for short-term construc-
tion financing, according to Duane
Callender, director of the TIFIA
Credit Office;

• It’s the first time in the U.S. that a
government agency required a suc-
cessful bidder on a P3 project to
subject debt providers to a carefully
prescribed funding competition,
called an IPDC protocol (see p. 32). 

Schwarzenegger’s P3

Project funding for the P3 contract
comes from state appropriations rather
than tolls partly due to opposition to
tolling from commuters in Marin
County. Local contractors say the
approach road could have been tolled by
the Golden Gate Bridge Authority and
built as a public project. But Gov. Arnold
Schwarzenegger went to the mat with the
legislature to get his so-called “perfor-
mance-based infrastructure” bill (SB 4)
passed—and he wanted a project.

Presidio reached commercial close on
Jan. 3, 2011, just before Schwarzenegger
left office. But a lawsuit aggressively
pursued by the Caltrans engineers’ union
(PECG) stopped all financing activity
until November 2011, when the state
Supreme Court affirmed the contract’s
delegation of Caltrans’s quality-check-
ing responsibilities to the private devel-
oper, among other things. Caltrans made
bridge loans to GLP during the lawsuit to

allow design work to
continue.

The P3 project sur-
vived the long delays
partly because the
publicly funded first
phase doesn’t work
without completing
the second-phase P3
component, says Dale
E. Bonner, who was
Presidio’s public
champion as
California Secretary
of Business,
Transportation and
Housing. He is now a
principal at Cal-Infra
Advisors, Inc., Los
Angeles. Bonner
explains that Caltrans
assertively pursued its
defenseof the GLC
contract because “it
was important for the
market for Caltrans
not to give in to
PECG.”

TIFIA Breakthrough

Because of the way the Presidio
appropriation was made in California’s
fiscal 2011 budget bill, there was con-
cern at TIFIA that the project would
violate its prohibition against using a
state’s federal highway grants to help
repay a federal loan. Caltrans had been
working with TIFIA and FHWA to solve
the problem for six months before the
financial close, says Ajise. With a last-
minute push, a way forward was found
in early June (see next page).

U.S. DOT’s Bertram announced on June
19 that FHWA now will allow some of a
state’s availability payments to be reim-
bursed from Title 23 funds even though the
state is not directly paying for the cost of
construction and major maintenance. 

According to PWF’s Major Projects
database, there are eight availability pay

projects worth $6.5 billion in procure-
ment now, and four in southern
California worth $20 billion where RFPs
are possible by the end of 2014. 

This new ability to add non-project
revenues to the debt repayment stream
by reallocating existing funding
resources is ratings positive for availabil-
ity pay projects, says Jodi Hecht, a
Director and Infrastructure Sector
Specialist at Standard & Poor’s. 

TIFIA funding in the new transporta-
tion bill raises the amount available for
loan subsidies from $122 million to $750
million starting in three months (see p. 1).

Bertram praised the “very innovative
and creative” work done by TIFIA and
FHWA on Presidio. He also emphasized
that TIFIA is intended primarily to pro-
vide credit support for P3s: “The legisla-
tion gives clear priority to projects that
bring private capital,” he said.

Groundbreaking 
thinking

Infrastructure: one of the biggest 
and most complex challenges of 
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Public vs. Private Assets

The approach road being replaced, Doyle Drive, was com-
pleted in 1936 and now carries over 100,000 vehicles per day.
It has been on the city’s capital improvements list for over 15
years, largely because of seismic and traffic safety concerns,
but also because of deterioration due to poor maintenance by
Caltrans.

(A project consultant notes that the Golden Gate Bridge,
built at the same time as Doyle Drive, has been well-main-
tained with funding from toll revenues.) 

Work under the first-phase contract began in 2009 using
funding from 15 public sources and with design oversight by a
partnership of eight federal, state and local agencies. The pro-

ject timeline was accelerated to meet the goals of the American
Recovery and Reinvestment Act to create jobs. Work consists
of a temporary five-lane bypass, comprising a number of
bridges and tunnels built by two different contractors. All traf-
fic was detoured onto that road in early April.

The contractors, C.C. Myers Inc. and R&L Brosamer Inc.,
each bid the work well below estimates by Caltrans, but ran
into long delays, partly from heavy rain. Cost overruns have
eaten up most of the bid savings.

Phase two pre-construction began under the P3 contract in
mid-2011. Major construction to complete the remaining ele-
ments of the Presidio Parkway will begin in late 2012, and con-
tinue through 2015. Work includes removing the existing struc-
tures and building a new road consisting of a viaduct and short

For the first time in the U.S.,
Caltrans in its Presidio RFP in July
2010 required the selected bidder to
subject debt providers to a carefully
prescribed funding competition, called
an “IPDC protocol” to address the
uncertainty of the timing of the finan-
cial close.

The Professional Engineers of
California Government (PECG) union
was expected to challenge the State’s
authority to enter into a P3 contract. It
did, and the case was pursued for most
of 2011 to the State Supreme Court,
which declined to review. That took
most of seven months.

In addition, while the
Schwarzenegger administration wanted
to achieve commercial close prior to
leaving office, Phase 1 of the project,
which was procured as a design-bid-
build, was still under construction, and
was not expected then to be completed
until October 2011. It was actually
completed in April 2012.

Anne Hird Rabin, senior vice presi-
dent of Hochtief PPP Solutions,
describes the IPDC process for dealing
with this uncertainty as follows:

“Phase 2, which was procured under
a P3 contract, could not start construc-
tion until Phase 1 was completed, so it
would be costly for Caltrans to borrow
funds and accrue interest until construc-
tion could commence.

The RFP for Presidio Parkway
included proposed terms for a TIFIA
loan. The bidders chose whether or not
they wanted to incorporate TIFIA and
then they proposed a private financing
structure with benchmark rates and
credit margins. 

In the US, the term “committed”
financing is problematic. TIFIA terms
are not committed since it is not until a
“Preferred Bidder” award that can a
consortium can engage in the applica-
tion process and seek approval. PABs
are also not really a committed financ-
ing, as underwriters base their obliga-
tions on a “best efforts” threshold.
Banks typically commit for 90-120
days but with outs. 

The IPDC protocol addressed both
the specific challenges to the Presidio
project and the characteristics of the US
market whereby the public sector is tak-
ing on a large portion of the financing

risk as the majority of changes in mar-
gins from the bid date to financial close
are passed through to the Availability
Payment. 

In the case of Presidio, this risk shar-
ing was 85% for CalTrans subject to an
affordability threshold. The margins
Golden Link Concessionaire (GLC) bid
in 2010 was how our financing was
assessed and they continued to be the
basis for the risk sharing up until finan-
cial close in June 2012.

Since it was the first time the IPDC
was used, there were times when GLC
was concerned it would be a bit clumsy,
but we worked with Caltrans, KPMG
and Sperry Capital to streamline the
process and make it better suited for
current commercial marketplace condi-
tions.

I would not recommend the IPDC
for all procurements, but it provided a
way forward and reasonable risk shar-
ing for the Presidio Parkway under a
unique set of circumstances where the
timing of financial close carried a high
degree of uncertainty. The final results
for both Caltrans and GLC were very
favorable.” �

A Way To Manage Delays in A Financial Close



tunnels, and an interchange with a direct connection to the
Presidio Park.

That work will be done under a $250-million design-build
contract held by joint venture partners Flatiron West (65%) and
Kiewit Pacific (35%). HNTB is the lead engineer, and subcon-
tractor Transfield will handle O&M of both segments of the
approach road for 30 years.

Advising Caltrans are Nossaman LLP, Sperry Capital, and

KPMG. The San Francisco County Transportation Authority’s
advisors are Parsons Brinckerhoff and Arup. Scotia Capital was
financial advisor to GLC.

The benefits promised by Gov. Schwarzenegger—“The P3
method of delivery will reduce costs, free up state funding for
other uses, transfer cost-overrun risks to the private developer,
and ensure a high maintenance standard during the 30 year con-
tract”—appear to be well within reach. �
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Hot on the heels of the financial
close of the Presidio Parkway, FHWA’s
Office of Innovative Program Delivery
issued guidance in mid-June regarding
the eligibility of periodic availability
payments for reimbursement from fed-
eral aid funds.

Nossaman LLP partner Barney
Allison, explains the guidance this
way: Recognizing that availability
payment concessions can offer the
benefits of enhanced performance and
project cost savings, FHWA will allow
a portion of the state’s availability pay-
ments to be reimbursed from Title 23
funds even though the state is not
directly paying for the cost of con-

struction and major maintenance. 

Also, FHWA acknowledges that a
component of the availability payment
is profit to the private developer as con-
sideration for taking on many of the
project risks associated with project
completion and life-cycle costs over the
30-35 year term of a typical availability
payment contract. 

Even though the availability pay-
ment is viewed as a “unitary” payment,
FHWA will look into the developer’s
financial model to subtract those costs
that are not eligible for reimbursement
(regular operations and maintenance as
well as TIFIA loan repayments if TIFIA

is used) over the term of the concession,
and arrive at a formula upfront for cal-
culating the eligible portion of the
annual availability payment throughout
the term of the concession. 

State DOT’s will now be able to con-
sider the use of availability payment
contracts vs. traditional project delivery
methods without sacrificing their abili-
ty to use federal aid funds.   A ground-
breaking project for a number of rea-
sons, the Presidio Parkway served as
the model for FHWA in developing a
form of project agreement between the
feds and the state, which acknowledges
this approach to using federal funds to
reimburse availability payments. �

Public Works Financing pub-
lished its first issue in January 1988
and quickly built a strong base of
loyal subscribers by providing accu-
rate, objective and timely informa-
tion about public-private partner-
ships and innovative finance of pub-
lic works infrastructure projects.

But our advertisers have taken
loyalty to new heights. Of 35 current
advertisers, 19 have marketed 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, all of whom are
still advertisers, and the P3 leaders in
America. 

The U.S., Spanish, French and
Chinese  transportation developers
(12), and municipal water operators
(4), came next. Then, starting in
1995, the full compliment of techni-

cal, legal and procurement advisors
came aboard, including most recent-
ly Arup, and Raba Kistner.

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

For a rate sheet, please visit
PWFinance.net or contact  William
Reinhardt, at (908) 654-6572 or 
info@pwfinance.net

PWF’s Loyal Advertisers

An Availability Pay Breakthrough
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If Congress manages to come up
with a compromise on a surface trans-
portation bill, this will likely be the
last such reauthorization that delivers a
net increase in federal highway fund-
ing. With the revenue base of per-gal-
lon fuel taxes likely to continue
shrinking over time, and with “no-tax-
increase” sentiment still politically
potent, any future spending increases
would have to rely on further transfers
of general fund money into the
Highway Trust Fund.

But the harsh reality that is gradual-
ly sinking in among scholars, the
financial community, and even some

elected officials is this: there will be
no more general fund money. Between
ever-growing budgets for Medicare,
Medicaid, Social Security, national
defense, and interest on the national
debt (the latter alone forecast by CBO
to consume 16% of all federal rev-
enues by 2021), there will simply not
be any money left over to subsidize
either the Highway Trust Fund or
numerous other long-standing pro-
grams.

And don’t expect state governments
to make up the shortfall. Nearly all
states are saddled with massive
unfunded pension liabilities, estimated

at $542 billion by
Fitch Ratings and
a massive $3 tril-
lion by analyst
Andrew Briggs at
A m e r i c a n
E n t e r p r i s e
Institute.

T h u s ,
America’s high-
ways desperately
need a new
source of fund-
ing, one that will
grow along with
the economy and
be independent of
the source of
motor vehicle
propulsion. There
is a growing con-
sensus that future
highways should
be paid for per
mile driven,

rather than per gallon of fuel con-
sumed. This is sometimes referred to
as mileage-based user fees or VMT
(vehicle miles traveled) charges.
Whatever the name, it’s the direction
we need to go.

The mainstream media have
already frightened much of the elec-
torate with visions of a government-
mandated GPS box in every vehicle,
recording exactly where and when
every vehicle travels. That approach to
VMT charging is almost certainly not
the way forward—it’s far too costly
and far too intrusive to be either eco-
nomically or politically viable.

A much simpler approach would be
to break the problem into two parts,
rather than requiring a one-size-fits-
all solution. For “ordinary” streets and
roads, a basic charge of one to two
cents per mile could be assessed via
several possible versions of odometer
reading—very low-tech and low-cost.
For premium roads, such as express-
ways and Interstates, those using them
would pay electronic tolls using
today’s proven technology of
transponders supplemented by
license-plate-imaging. Those rates
would be considerably higher, consis-
tent with the much higher cost of
building and maintaining limited-
access highways.

Critics will denounce the latter pro-
posal as tolling the freeways and
Interstates—and that’s exactly what it
amounts to. So the task before us is to
consider how to make this transition
genuinely in the interest of highway

Transportation Policy
Review

Four Principles for Expanded U.S. Tolling
by Robert W. Poole, Jr.
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Helping owners achieve exceptional results on 
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users. To that end, I’d like to suggest
four principles.

The first of these is 21st-century
tolling. Most people still think of
tolling in the 20th-century version:
temporary (until the initial bonds are
paid off), cash-based, and inconve-
nient (those horrible toll plazas). The
emerging 21st-century tolling model
differs in five ways:

• Permanent funding source, not tem-
porary;

• All-electronic, no toll booths or
plazas;

• Variable rates, where needed for
congestion control;

• Inflation-adjusted, to preserve the
real value;

• Can vary with the type and cost of
road.

These features make 21st-century
tolling a far better user fee than fuel
taxes.

The second principle is to safe-
guard the toll revenues, preventing
their diversion to other uses, so that
highway customers get what they pay
for and pay for only what they get.
Most U.S. toll roads adhere to this
principle (as do new P3 concession
projects). But as documented in a Feb.
15, 2012 report from Moody’s, in sev-
eral notable cases state governments
have begun diverting significant annu-
al amounts of toll revenue to other
purposes, weakening the financials of
the toll agencies involved. The New
Jersey Turnpike must now divert 17 to
20% of its toll revenue; the
Pennsylvania Turnpike diverts more
than half.

What we need instead (principle
#3) is to reposition major highways as
another network utility—like electric-
ity, water, natural gas, cable, telecoms,

etc. These are all
vital networks,
and we pay for
all of them on
the basis of how
much we use
them. But only
with highways
do we pay very
indirectly (and
through a politi-
cal intermedi-
ary). Even in the
water sector,
where local gov-
ernments run
most water utili-
ties, people
expect to get and
pay a water bill,
not have the cost
taken out of
their property
taxes. We’ll
know when
we’ve accom-
plished this paradigm shift when peo-
ple are as matter-of-fact about paying
their highway bill as they are about
paying their mobile phone bill.

The fourth principle suggests the
most user-friendly way of making the
transition to electronic tolling for all
limited-access highways. I call it
Value-Added Tolling. Since people are
accustomed to paying for highways
indirectly, we can’t just throw a switch
and expect them to start paying tolls
for the same old roads. Instead, we
should introduce tolling only where by
doing so we can add significant value
for highway customers. In other
words, use toll finance for:

• New highways;

• Major capacity additions to existing
highways; and,

• Major reconstruction of highways.

The last of these is critically impor-
tant. Federal officials increasingly

embrace tolling for “new capacity”
but not for “existing capacity.” But
that leaves out replacement of a worn-
out highway by a new highway, rebuilt
to 21st-century design and safety stan-
dards, with sufficient capacity for the
next 25 to 50 years. Rebuilding and
modernizing most of the 50-year old
Interstate system is probably the most
important future use of tolling in our
lifetimes. And that is not “tolling
existing capacity.”

Those of us who understand the
need for large-scale highway invest-
ment need to make this case to high-
way customers (the AAAs and ATAs
of the world), to opinion leaders, and
to elected officials. I offer these four
principles (21st-century tolling, users-
pay/users-benefit, highways as net-
work utilities, and value-added
tolling) to help us do that job. �
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CANADIAN PUBLIC-PRIVATE SERVICES DIRECTORY

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-
structure@kpmg.com or www.kpmg.com/infrastructure.com

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

abertis is an international group that manages infrastruc-
tures for mobility and telecommunications in three busi-
ness areas: > Tollroads > Telecommunications infrastruc-
tures > 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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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.
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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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or email: pwfinance@aol.com



38 PWFinancing / June 2012

OHL Concesiones, S.A. is one of the world’s leading private
developers of transportation infrastructure, being active in
all its modes: highways, railways, airports and seaports. The
company, founded as a subsidiary of the OHL Group, pro-
vides expertise and state of the art technology for devel-
oping under concession all types of infrastructure in any
part of the world. Currently participating in 23 concessions
comprising 2,745 miles in the highway sector, the corpora-
tion 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,
guarantying the best quality service.

For more information please contact: Sergio Merino
at +34 (91) 348 46 42,   info@ohlconcesiones.com; or visit
www.ohlconcesiones.com.

Parsons Brinckerhoff provides a total package of consult-
ing services for infrastructure projects worldwide. We
advise senior decision-makers of private firms, public agen-
cies and financial institutions in all aspects of assessing,
developing and delivering projects and programs. With a
world class strategic advisory group within our leading
international engineering and construction management
firm, we draw on over a century of successful experience
with challenging and complex projects to provide cutting-
edge strategic advice. From initial assessment of project
feasibility to procurement or bid development and on
through project delivery, we work side by side with our
clients to make you successful. Our senior team has suc-
cessfully 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 ear-
leyd@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
financial services firm providing a broad range of project
finance and mergers and acquisitions expertise to clients in
the environmental and infrastructure industries. The firm
serves public sector entities and private developers in
water, wastewater, biosolids management, solid and haz-
ardous wastes disposal, power generation, transportation
and infrastructure development. Scully Capital brings a
unique combination of industry knowledge and financial
expertise to help your public-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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O. R. Colan Associates (ORC) provides a full range of real
estate services related to the appraisal, acquisition and relo-
cation phase of design-build highway projects. With more
than 30 offices in 18 states nationwide, the company is
broadly recognized as a leader in providing real estate solu-
tions for public works projects. ORC provided the right of way
acquisition and relocation assistance for the following suc-
cessful 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 acquisition phase of I-69 in Indiana and the DFW
Connector project 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.

Arup Transaction Advice provides a fully integrated service
assisting our clients manage their risks and optimize their invest-
ment returns. Our technical, commercial, financial experts and
engineers cover transport infrastructure of all modes, energy
and utilities, water/wastewater as well as institutional buildings.
Our record of accomplishments in the advisory space, where
we work with public and private sector clients, is evidenced by
our achieving the #1 ranking of Global Technical Advisor of the
Year for the past two years running (2010/11) based on the
enterprise value (>$20bn) of closed transactions (Infrastructure
Journal). We’ll help you take your projects to market, or assist in
your evaluation of delivering your projects efficiently. Founded
in 1946 with an enduring set of values, our unique trust owner-
ship fosters a distinctive culture, intellectual independence
and rigor. From 90 offices in 35 countries, our 10,000 planners,
designers, engineers and consultants deliver innovative pro-
jects across the world with creativity and passion. 

We’ll help you take your projects to market, or assist in your
evaluation of delivering your projects efficiently. Founded in
1946 with an enduring set of values, our unique trust ownership
fosters a distinctive culture, intellectual independence and
rigor. From 90 offices in 35 countries, our 10,000 planners,
designers, engineers and consultants deliver innovative pro-
jects across the world with creativity and passion. Contact:
Ignacio Barandiaran, ignacio.barandiaran@arup.com
or contact Yuval Cohen, yuval.cohen@arup.com

We shape a better world   www.arup.com

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 4,374 miles of high-
ways, 1,107 miles of railroads, 16 airports, 17 ports and sev-
eral social structure concession projects, 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
maintenance of infrastructures, using the latest technolo-
gies in any area and providing the highest level of excel-
lence throughout. A solid financial capability combined
with an innovative approach allows IRIDIUM Concesiones
to structure the necessary financial resources for any pro-
ject. Contact Salvador Myro (smyroc@iridium-acs.com) at
+(34) 91 703 85 48 or visit www.iridiumconcesiones.com or
www.grupoacs.com for further details.
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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.

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

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

FFor information about

how to list your firm in PWF’s 

Public-Private Services Directory, please con-

tact William Reinhardt

at (908) 654-6572 or

fax (908) 654-6573

or email: pwfinance@aol.com



PWFinancing /June 2012 41

PUBLIC-PRIVATE SERVICES DIRECTORY

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-dri-
ven, full-service advisory firm specializing in improving the
management, financing and operations of utilities, airports,
transportation and other public-use infrastructure. IMG helps
infrastructure owners and operators provide more and per-
form better through innovation, performance management
technology, creative finance solutions, and public-private
partnerships. IMG identifies and implements pragmatic
approaches and bold initiatives 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 com-
mitment to our clients’ public service goals. For more informa-
tion, contact Steve Steckler at (301) 907-2900, fax (301) 907-
2906, or at 4733 Bethesda Avenue, Suite 600; Bethesda, MD
20814.

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, transportation, environ-
mental services and power. As your partner, we help you
achieve exceptional results on large capital improvement
projects through the use of alternative project delivery. 
We adopt your goals and vision for the project and then
work to foster an integrated and collaborative 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.

EXPERIENCE SUCCESS
InfraConsult LLC is an infrastructure consultancy whose
professional staff provides advisory services in strategic
planning, program management, project delivery, infra-
structure financing, governmental funding strategies, and
public-private partnerships.  Our staff includes more than
50 industry-renown advisors, strategists, planners and engi-
neers with world-class reputations and experience on a
variety of infrastructure projects spanning urban transit,
intercity and high speed rail, intermodal facilities, high-
ways and toll roads, managed lane programs, freight and
goods movement, and ports and aviation.  As a smaller,
specialized consultancy, InfraConsult provides the ultimate
in objectivity and credibility in developing strategy, bring-
ing projects to market, and assuring that project owners
and sponsors have viable programs for developing,
improving and expanding public infrastructure.  

Major clients include the Metropolitan Transportation
Authority (MTA) and Long Island Rail Road (LIRR) in New
York, LACMTA (Metro) in Los Angeles, San Diego Council of
Governments (SANDAG),  Honolulu Authority for Rapid
Transportation (HART), and Arizona DOT.  For further infor-
mation – and to experience success – contact Michael
Schneider, Managing Partner in Los Angeles at
213.312.9400, or at Schneider@InfraConsultLLC.com

InfraConsult



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

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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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.

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 sec-
tor, we are consistently ranked by Thompson Securities Data
as the leading finance counsel nationally. 
For over 30 years Hawkins has pioneered highly successful
alternative delivery approaches to public works develop-
ment and implementation using design-build, design-build-
operate, and design-build-finance-operate contracts, fran-
chise and concession agreements, project financings and pri-
vate activity bonds. The breadth and depth of our contract
and finance practices provide a unique foundation for the
firm’s practical and creative counsel and strategic advice to
clients seeking solutions to infrastructure challenges in the
water, transportation, solid waste and power sectors. Contact:
Eric Petersen at (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



For nearly a century, HNTB has helped create infrastructure
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 Terry Miller (816) 527-2316 or visit hntb.com.

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, 831-728-7580, or 585 West Beach St.

Watsonville, CA 95077-5085 www.graniteconstruction.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 opera-
tional expertise to meet the highest standards for the life of a
project. We take pride in working with local contractors,
employing area business and individuals during operation
and incorporating community feedback to deliver the best
possible public service. Currently, the company manages
more than 41 PPP projects world wide including roads, rail-
ways, 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.

PUBLIC-PRIVATE SERVICES DIRECTORY
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Successful project finance requires the development and inte-
gration of marketing, engineering and environmental strategies
into the overall financial framework.
The Louis Berger Group, Inc. has a
proven track record and an estab-
lished practice in all three areas
and has developed innovative
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, nmasuc-
ci@louisberger.com

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



Arup (finance/technical)
Ignacio Barandiaran,
ignacio.barandiaran@arup.com
Yuval Cohen, yuval.cohen@arup.com

Infrastructure Management Group, Inc.
Steve Steckler (301) 907-2900

KPMG
Andy Garbutt +1(512) 501-5329
Brad Watson +1 (416) 777-8142

Louis Berger Group Inc.
Nick Masucci (973) 407-1000

Scully Capital Services, Inc.
Brian T. Oakley or John G. Ravis (202) 775-3434

Raymond Tillman
(917) 328-2265

Wilbur Smith Associates
Ed Regan (203) 865-2191
Kamran Khan (630) 434-8111
Grant Holland (770) 936-8650
www.wilbursmith.com

Elias Group
Dan Elias or Michael Siegel (914) 925-0000;
fax (914) 925-9344 or www.eliasgroup.com

Hawkins Delafield & Wood
Eric Petersen in NY (212) 820-9401
Ron Grosser in NY (212) 820-9423
Rick Sapir in Newark (973) 642-1188

Nossaman LLP
Geoffrey S. Yarema (213) 612-7842
Patrick Harder (213) 612-7859
Simon Santiago (202) 887-1472

Osler, Hoskin & Harcourt LLP
Bob Bea   umont (416) 862-5861
Lorne Carson (403) 260-7083
Tobor Emakpor (416) 862-4268 
Rocco Sebastiano (416) 862-5859

Abertis 
Studies and Corporate Communications
Direction(34) 93 230 50 39

AECOM Enterprises
Regis Damour, Paris +33 1 7373 9361
regis.damour@aecom.com
Ashley Yelds, London +44 20 7776 2398 
ashley.yelds@aecom.com
Simon Shekleton, New York +1 212 973 3091
shekleton@aecom.com

China Construction America, Inc.
Jietai Huang (201)876-2788
huang_jietai@chinaconstruction.us

Cintra, S.A.
Carlos Ugarte (512) 637-8545
cugarte@cintra.us.com

EGIS Projects
Alain Poliakoff in Paris (33) 1 30 48 48 09
alain.poliakoff@egis.fr

Ferrovial Agroman
Daniel Filer (512) 637-8587

Global Via Infrastructure
Rafael Nevado, Rnevado@globalvia.com
Michael Lapolla, (908) 208-2100
lapollagvi@verizon.net

Granite Construction Inc.
Bob Leonetti (914) 606-3612

Herzog Contracting/Herzog Transit Services Inc.
Joe Kneib, (816) 233-9001
joekneib@herzog.com
Tim Francis, (816) 233-9001
tfrancis@hrsi.com
Ray Lanman, (816) 233-9001
rvlanman@htsi.com
Scott Norman, (816) 233-9001
scottn@herzog.com

Iridium Concesiones
Salvador Myro in Madrid (34) 91 703 85 48
smyroc@iridium-acs.com

Meridiam Infrastructure
Jane Garvey  j.garvey@meridiam.com
Joe Aiello  j.aiello@meridiam.com
John Dionisio  j.dionisio@meridiam.com

OHL Concesiones
Sergio Merino +34 (91) 348 46 42 
info@ohlconcesiones.com

United Water
Gary Albertson (201) 767-9300
BD@UnitedWater.com 

URS Corporation
Frank Finlayson (208) 386-5887
Frank_finlayson@urscorp.com

Veolia Water North America
Scott Edwards (800) 522-4774

Halcrow
P3info@halcrow.com

HNTB
Terry Miller (816) 527-2316

HDR
Mel Placilla (714) 730-2300 
Mel.Placilla@hdrinc.com (transportation)
Andy Shea (484) 612-1102 
Andy.Shea@hdrinc.com (water)

InfraConsult
Michael Schneider (213) 312-9400
Schneider@InfraConsultLLC.com

Jacobs
Pamela Bailey-Campbell (303) 968-7897
Katie Nees (214) 801-8822

Lochner MMM Group
Tom Stoner, PE (727) 572-7111
tstoner@hwlochner.com
Dave Jull, PE (905) 882-7203
julld@mmm.ca

O.R. Colan Associates
Steve Toth stoth@orcolan.com

Parsons Brinckerhoff Strategic Consulting
David Earley (202) 661-5310
earleyd@pbworld.com
Matthew Bieschke (202) 661-5311
bieschke@pbworld.com 

Raba Kistner
Gary Raba 866-722-2547 graba@rkci.com
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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

Meridiam is the leading equity investor in primary Public
Private Partnership (“PPP”) infrastructure projects with deep
expertise in North America and Europe.  Meridiam has $3
billion of assets under management across its three, long-
term infrastructure funds.  With a focus in transport, social
infrastructure and environmental PPP assets, Meridiam
strives to establish a long-term contractual relationship
between the public and private sector.  Meridiam has suc-
cessfully developed and closed various innovative projects
globally including the Port of Miami Tunnel in Florida, the
Long Beach Courthouse Project in California and the IH 635
Project in Texas.  For further information, please contact Joe
Aiello or John Dionisio, 605  Third Avenue, 28th Floor, NY, NY
10158 ph. (212) 798-8694, fax (212) 798-8690.


