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Background

The concession contract entered into between the Provincial Government of Ontario and the 407 Concession Company represented one of the first design-build-finance-operate and maintain (DBFOM) contracts in North America. The contract also included the privatization of the public agency that had built the first segment of the project. The project served to accelerate the development of the eastern and western segments of the Highway 407. 
As part of the transaction, the Province of Ontario received a concession fee of C$3.1 billion (approximately $2.6 billion in 1999 US $) for a 99-year lease to “own” and operate the 67-mile toll road. Once the facility was completed, traffic demand exceeded initial forecasts due to unanticipated growth in the area adjacent to the project, making Highway 407 one of the more profitable toll roads in North America. A valuation analysis that was conducted three years later found that the total value of the project had doubled to about C$6.2 billion. 

Pursuant to the contract, the concessionaire was able impose increases in toll rates without public review, which lead to strong revenue generation. The concessionaire was also responsible for customer service and back-office operations. These allowances led to a strong negative public and political reaction against the transaction as well as legal disputes between the concessionaire and the Province of Ontario. Table 1 summarizes the main elements of the project, including pre-existing conditions, the Province’s objectives related to this project, contractual terms and benefits to the public. 
Table 1: Project Description

	Lead Public Agency:
	Provincial Government of Ontario

	Pre-Existing Conditions
	The Province of Ontario had completed the construction of the 41.5 mile (67 km) central segment in October 1997.

	Project Description
	The project involved the transfer of the central segment and the development of the (i) western 15-mile segment (24 km) from Highway 403 to the Queen Elizabeth Way (QEW); and (ii) the 9-mile (15 km) eastern segment. The entire facility has a total length of 67 miles (108 km), which runs along Toronto’s northern edge. 

	Goals
	The Province goals were to accelerate project development, obtain private sector financing to complete the 407 ETR, recover previously incurred costs, and reduce congestion. 

	Estimated Cost
	Initial project cost was C$4.0 billion, including C$3.1 billion for the concession fee to the Province of Ontario and another C$900 million in design and construction costs. The cost of lane widening and other improvements that were completed in 2007 was C$180 million.

	Contract Type
	DBFOM 

	Contract Duration
	99-years

	Construction Began
	1999

	Operation Began
	Transfer of the Central Segment:1999;  

Opening of the Eastern and Western Extensions: 2001

	Concession fee or Revenue Sharing
	The Provincial Government received a concession fee of C$3.1 billion as part of the transaction. The Province does not share in the future revenue generated by the project. All toll revenues are the exclusive property of the concessionaire. The Province is eligible to receive congestion payments received from administrative fees, which are contingent on congestion levels for each segment.                

	Non-Compete Clause
	Competing facilities include the QEW and Hwy 401.  Although the contract does not appear to restrict the expansion of these facilities, both are heavily congested and cannot be expanded due to right-of-way constraints. The provincial government can also develop and provide transit services along Highway 407.

	Toll Setting Authority
	Once a specified level of congestion is reached, the concessionaire has the authority to raise toll rates. 

	Public Benefits
	The project accelerated construction of the eastern and western segments, reduced congestion, and generated a C$ 3.1 billion concession fee for the Province

	Facility Ownership
	The concessionaire took stock ownership of the Ontario Transportation Capital Corporation and effectively “owns” the facility under a 99-year lease.

	Value for Money 
	The Highway 407 transaction appears to have predated the adoption of value-for-money analyses in Canada. As a result, a value-for-money analysis was not undertaken. The Province’s financial objectives for the project focused on the recovery of previous expenditures, reducing debt obligations on the project, and obtaining private financing to complete the western and eastern extensions. As per the terms of the transaction, the Provincial Government received a concession fee payment of C$3.1 billion. However, a subsequent valuation conducted in 2002 found the facility to be worth an estimated C$6.2 billion. The facility is currently expected to worth up to C$10.0 billion.

	Impact on State Debt Limits
	The project appears to have had a generally positive impact on the Province’s debt limits. The Province received a C$3.1 billion concession fee which was used to pay of previous debt obligations and the remainder was placed in the Province’s general fund. Private sector financing freed up funds for other provincial initiatives. 


Project Planning and Delivery Method
The project was initiated in 1994 through the establishment of the Ontario Transportation Capital Corporation (OTCC), the provincial agency that owned the facility. In developing the project, OTCC entered into a design-build agreement with Canadian Highways International Corporation (CHIC), a consortium of local engineering and construction companies.
 By 1999, OTCC had incurred about C$1.3 billion in debt and capital costs, but had only been able to complete the central segment of the facility. As a result, the Province of Ontario concluded that private financing could be used to complete the facility as well as recover previously incurred expenditures. 
In order to transfer the ownership of the central segment, the transaction involved the privatization of OTCC, giving the winning bidder the right to own and operate the central segment during the contract term. The concessionaire selection was based primarily on the provision of the highest concession fee. By offering C$3.1 billion, the 407 ETR Concession Company Ltd, a consortium lead by Cintra was awarded the contract. 
As per the terms of the contract, the concessionaire became responsible for the design, construction, operation, and maintenance of the eastern and western segments. These segments were completed in 2001 at a total cost of approximately C$900 million. Figure 1 provides a map of the project area, including the existing segment and the eastern and western extensions. 
At the time of the transaction, the equity owner in the concession company consisted of SNC-Lavalin (26.92 percent), Cintra (58.46 percent) and Ferrovial (14.62 percent). Ferrovial indirectly owned part of Cintra’s shares in the project through its ownership of Cintra. In 2001, Macquarie Infrastructure Group (MIG) acquired a 40 percent share in Cintra, taking a 16.1 percent share in the concession company. SNC-Lavalin reduced its ownership by selling off a 6 percent stake in the concession company in 2002.  To raise additional capital, Cintra sold about 40 percent of its shares through an initial public offering (IPO) on the Spanish stock market in 2004. As part of this equity sale, Macquarie Infrastructure Group (MIG) increased its ownership stake in the 407 ETR Concession Company to approximately 42 percent.  
Figure 1: Project Map
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Source: Macquarie Infrastructure Group (MIG) 
Enabling Legislation

The enabling legislation for this transaction was the 407 Highway Act of 1998. The key elements of this legislation allowed the following:

· Authorization of the full or partial privatization of Ontario Transportation Capital Corporation (OTCC);

· Authorization of the transfer of all or part of the right-of-way and other assets comprising or relating to Highway 407; 
· Authorization of the development of the eastern and western segments;
· Establishing that the owner of the highway would be able to collect and enforce payment of toll revenues, charge administrative fees and interest on unpaid tolls, exempt vehicles, and determine the methods of payment of tolls, fees and interest; 
· Designation of the facility as private, controlled-access toll highway; 

· Mandating that the owner of the Highway 407 maintain and repair the facility;
· The relieving of the municipalities located along Highway 407 of the liability for maintaining and repairing the facility; and
· The ability of the Ontario Provincial Police (OPP) to charge the owner the reasonable costs of providing services on a full cost recovery basis.
Regulation enacted in 2000 by the Province dealt with the enforcement of toll payments, including the process for notifying patrons of unpaid toll charges, account dispute resolution procedures, and the imposition of license plate holds by the Registrar of Motor Vehicles for continued non-payment. This regulation was later revoked on February 23, 2003. 
Project Financing

From the government’s perspective, a critical element of the transaction involved covering the cost of existing debt obligations and other costs that had been incurred in the development of the central segment. Prior to the transaction, the Province had spent about C$250 million in cash for construction activities and had borrowed just under C$1 billion, making its total outlay approximately C$1.25 billion. With the concession fee, the provincial government was able to retire its project-related debt obligations and place the remaining funds into the Province’s general fund. From this amount, each Ontario resident received a $200 check from the government. The 407 ETR company estimates that  project costs were approximately C$4.0 billion as of 2003. This amount includes the C$3.1 billion concession fee to the Province. From 2005 to 2007, the concessionaire widened and undertook other improvements on the facility, which had an estimated cost of C$180 million.
In the financing of the Highway 407, the 407 Concession Company used a mixture of senior debt, junior debt, subordinated notes, and private equity. Initially, the concessionaire issued senior bonds and took on bank loans to finance the purchase of OTCC shares from the provincial government and the concession fee. The bank loans,  which had higher interest rates and bullet repayment schedules,
 served as bridge financing until more favorable financing terms could be obtained. The concessionaire refinanced a significant percentage of this debt at more favorable lending terms in later years. In all, the concessionaire issued approximately C$2.9 billion in senior bonds between 1999 and 2000. Table 2 summarizes these debt obligations. This includes the private placement of C$650 million to the Ontario Teachers' Pension Plan. 
 Table 2: Debt Financing for the Project Concession Fee
	Source
	Amount (C$ Million)

	Senior Bonds
	$1,100

	Private Placement Bonds (Ontario Teachers’ Pension Fund)
	$650

	Senior Bonds 
	$400

	Senior Bonds 
	$325

	Senior Bonds
	$430

	Total 
	$2,905


Source: Official Statement for the Issue of $233.5 million in bonds, January 24, 2008

As an ongoing corporate concern, the total amount of debt obtained for this transaction is continually changing due to periodic refinancings and new debt issues. Figure 2 provides a snapshot of the debt issued and refinanced, including interest rates (coupon) and maturities as of January 2006. 

Figure 2: 407 ETR Debt Summary, 2006
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Source: Cintra, Experiences in North America, January 4, 2006

Concessionaire’s Requirements 
Pursuant to the contract, the concessionaire is responsible for the following activities:

· Design, build, finance, operate, and maintain the eastern and western extensions of the 407 ETR as well as operate and manage the central segment. This includes all of the Highway 407 structures;
· Winter maintenance of auxiliary or speed change lanes adjacent to the provincial and municipal highways that lead to and from the 407 interchange ramps; 

· Costs associated with the maintenance, operation, rehabilitation, and energy for the traffic signals and illumination systems on provincial and municipal highways, if these are directly required because of Highway 407;
· Costs associated with the maintenance and rehabilitation of Highway 407 signage on provincial and municipal highways;
· Develop, employ, operate, and maintain an all-electronic toll system with no toll booths or automated coin machines. Users are identified through a transponder or license plate image;
· Administering customer services activities, including back-office operations for the 407 ETR;
· Establish, collect, and enforce the payment of tolls for any vehicle and for all classes of vehicles; 
· Establish, collect, and enforce payment of administration fees as well as establish and collect interest on unpaid tolls. Administrative fees can be linked to distance traveled (e.g. vehicle-kilometers traveled);
· Ability to exempt vehicles and vehicle classifications from the payment of tolls; 

· Ability to establish the terms and conditions for registering and distributing toll devices; and
· Determine the method of payment for tolls, administrative fees, and interest on unpaid tolls. 

The concessionaire will own and operate the facility before it is handed back to the Government of Ontario at the end of the 99-year contract. Moreover, the concessionaire is leasing the right of way along the Highway 407 and for the operations center as well as the patrol yards from the provincial government. The concessionaire pays rent equating to one Canadian dollar per year for these lands. 

Toll rate policy is linked to traffic levels. In particular, the concessionaire’s ability to set and increase toll rates is subject to the following guidelines:

· Once a segment has been completed, a base year peak-hour “Traffic Threshold” is established. This threshold can increase by 1 percent to 3 percent per year and up to a maximum of 1,500 vehicles/lane/hour;
· The contract limits toll increases to inflation, as measured by the Consumer Price Index (CPI) plus 2 percent each year for the first 15 years. After this initial period, toll increases are limited to CPI;
· Toll rates below the “Traffic Threshold” can only increase with inflation. If toll rates are set higher than the regulated limit and traffic falls below the “Traffic Threshold,” then penalties will be assessed at twice the private operator’s gain per vehicle; and

· At any time that the traffic threshold is achieved, tolls may be raised without limit. 

Toll rates vary depending on vehicle classification, time of day, and distance travelled. Peak-periods are defined as being from 6 am to 10 am and 3 pm to 7 pm on weekdays. Vehicle classification is based on the following categories: (i) under 11,000 lbs (5,000 kg), which covers automobiles and motorcycles; (ii) vehicles weighing more than 11,000 lbs, e.g. buses and light trucks; and (iii) trailer trucks weighing more than 11,000 lbs. In addition, there are separate “zones” with differential toll rates. All vehicles are also assessed a per trip toll charge, which ranges from C$0.25 for light vehicles to C$0.75 to multiple-trailer trucks. 
Heavy vehicles are required to have a valid transponder. In the absence of valid transponder, light vehicles are required to pay a C$3.25 video toll charge, while heavy vehicles are required to pay $15.00 video toll charge.
 In addition, there are slightly higher toll rates per kilometer on the busy 30-mile “Regular Zone” along the central segment. In contrast, the eastern and western ends of the highway have been designated as “Light Zones” with lower toll rates. In this manner, the toll rate policy was intended as a mechanism for managing congestion. Toll rates are indexed to inflation if actual traffic levels for the entire facility are below the traffic threshold, but are not regulated if actual traffic exceeds the traffic threshold. Table 3 summarizes toll rates by vehicle classification, distance travelled and time of day. Estimated average tolls are based on a 20 km trip, which was the average trip length in 2007. 
Table 3: Toll Rates by Vehicle Classification and Time of Day (as of July 15, 2009)
	
	Light Vehicles
 (>5000 kg)
	Heavy Vehicles (5000 kg+)
	Heavy Vehicles (5000 kg+)

	
	Off-Peak
	Peak
	Off-Peak
	Peak
	Off-Peak
	Peak

	Minimum Distance Traveled 
(1 km)
	C$0.18
	C$0.1963
	C$0.36
	C$0.3926
	C$0.54
	C$0.5889

	Trip Toll Charge
	C$0.25
	C$0.25
	C$0.50
	C$0.50
	C$0.75
	C$0.75

	Total
	C$0.43
	C$0.45
	C$0.86
	C$0.89
	C$1.29
	C$1.34

	Average Distance Traveled 

(20 km)
	C$3.85 
	C$4.18 
	C$7.70 
	C$8.35 
	C$11.55 
	C$12.53 

	Trip Toll Charge
	C$0.25
	C$0.25
	C$0.50
	C$0.50
	C$0.75
	C$0.75

	Total
	
	
	
	
	
	

	Maximum Distance Traveled 
(107 km)
	C$19.31
	C$21.06
	C$38.62
	C$42.11
	C$57.93
	C$63.17

	Trip Toll Charge
	C$0.25
	C$0.25
	C$0.50
	C$0.50
	C$0.75
	C$0.75

	Total
	C$19.56
	C$21.31
	C$39.12
	C$42.61
	C$58.68
	C$63..92


Source: 407 ETR Website

To date, traffic levels have generally exceeded the traffic threshold, which has enabled the concessionaire to set toll rates to match demand conditions.
 In its first two years of operation, the concessionaire increased tolls three times—off -peak tolls increased by 57 percent, evening tolls increased by 50 percent, and peak tolls increased by 10 percent above initial levels. Vehicle kilometers traveled (VKT) increased about 25 percent in the two years after the transaction was initiated. 

Finally, the concessionaire is also responsible for the reimbursement of services provided by the Ontario Provincial Police (OPP) on a cost recovery basis. This amount is estimated to be approximately C$4.74 million in year 2009.
Government of Ontario’s Requirements 
As part of the share agreement, the Government of Ontario transferred ownership of OTCC, including the central Highway 407 segment. According to Ontario officials, proceeds from the 407 ETR transaction were added to the Province’s general revenue fund. These funds were not dedicated to a long-term investment or other specific capital projects within the transportation sector. As part of the agreement, the government of Ontario has the following responsibilities:
· Maintenance and rehabilitation of provincial and municipal highways that cross Highway 407; 

· Winter maintenance of the continuous through lanes on provincial and municipal highways at the interchanges with Highway 407; 
In connection with the Concession Agreement, the Province and 407 ETR entered into a five-year Police Services Agreement made as of October 1, 2005, which expires on September 30, 2010. The agreement provides for the provision of police services by the OPP on Highway 407. 

Impact on State Debt Limits

The project had a positive impact on the Province’s debt limits. An immediate impact was that the concessionaire provided a C$3.1 billion concession fee that was placed into the Province’s general fund and was used to pay off previous debt obligations. The Canadian Ministry of Transport noted that these funds were not specifically directed toward transportation projects within Ontario. Another impact was that private sector financing freed up financial resources for other initiatives. In addition, the concession company is required to pay corporate income and sales taxes, which would have a positive impact on the fiscal position of the Province. 
Complexity
At the time that the concession agreement was executed, this project was considered to be relatively complex in that it represented one of the first toll road concession projects in North America. Specifically, the agreement involved both the transfer of shares of a public agency and a long-term lease agreement. The toll rate policy is relatively complex, especially if traffic levels fall below the traffic threshold. If traffic levels are above annual threshold levels, then toll rate increases are unregulated. At higher traffic levels, the concessionaire must pay the Province congestion payments received from administrative fees. These payments are based on a complex formula that takes into consideration congestion levels, administrative fees received, and vehicle-kilometers traveled (VKT) for each segment.                
Project expansion triggers are based on lane flow. If a segment link in a single direction records more than 1,700 vehicles for more than 125 calendar days in one year, then that link is designated as an “expandable segment” which can be expanded to its ultimate configuration. In any calendar year, the concessionaire can designate the expandable segment with the highest average traffic flow during all peak hours as being ready for expansion. Once a segment has been designated for expansion, then the concessionaire has two years to add an additional core lane and complete the related widening works. The concessionaire is required to expand the facility in both directions. If the widening cannot be completed within two years due to a factors outside of the control of the concessionaire, then the widening must be completed “as soon as reasonably possible.” The concessionaire recently completed widening works on Highway 407 in 2007.   

In addition, the contract does not appear to have rate of return limits or a non-compete clause, which can increase the complexity of the agreement. These elements have been subject to intense negotiations and complicated formulas in later concession agreements in other jurisdictions. In terms of competing facilities, the Queen Elizabeth Way (QEW) runs parallel to the Hwy 407 along its western portion and Hwy 401 competes with Hwy 407 along its central and eastern sections. Both of these facilities are heavily congested and cannot be expanded due to right-of-way constraints. 
Public Benefits and Value for Money 
It does not appear that the Provincial Government quantified and compared the potential benefits of developing Highway 407 through a public-private partnership in relation to traditional procurement methods. At the time of the transaction, a number of similar PPP transactions involving transportation projects focused on the transfer of risk and financing responsibilities to the private sector rather than the optimal risk transfer.  Later PPP programs, such as the Partnerships BC program in British Columbia, began to use value-for-money (VFM) approach to better manage and optimize the transfer of risk to the private sector. To that end, the Province of British Columbia developed guidelines for assessing value-for-money in 2002, which has been considered and/or adopted by other Canadian Provinces and some U.S. states.
In this manner, the Highway 407 project likely predated the use of value-for-money analyses for transportation projects in Canada. Moreover, the government’s financial objectives for the transaction were that would achieve the following: (i) pay off its outstanding debt commitment for the facility; (ii) recover about C$250 million in expenses, and (iii) obtain financing for the western and eastern extensions. When the government of Ontario concluded the transaction for the 407 ETR, it received a C$3.1 billion concession fee in exchange for the long-term lease for the 407 ETR and the transfer of ownership in OTCC. The winning bid represented nearly double the Province’s initial costs incurred in the development of the central segment. 

The bid submitted by the Cintra/SNC-Lavalin team was the highest tender obtained from a group of a least 4 bidders through two rounds. As per the guidelines of the procurement process, the Province required the top two companies to resubmit their bids if the difference between the two proposals were within 5 percent. During the second round of bids, the Cintra/SNC-Lavalin consortium increased its initial offer by C$400 million beating out the second highest firm by C$150 million. 
In the years following the concession agreement, commercial and residential development along the 407 ETR corridor exceeded initial government projections, increasing the estimated value of the roadway. In 2002, a valuation conducted by an investor in the concession estimated that the market value of the facility had doubled—from C$3.1 billion to C$6.2 billion. This valuation included the additional 25 miles (40 km) that were added to the 407 ETR by the concessionaire, the increase in toll rates, and new parking lots. It is currently believed that the facility may be worth up to C$10.0 billion.
Project Successes
The project provided a badly needed connection in the northern Toronto area. The 407 ETR has helped relieve congestion in Toronto area by attracting traffic from a parallel, untolled highway. The tolling schedule on the 407 ETR has been used to optimize traffic flows on the 407 ETR, which has helped to better manage congestion in the Toronto metropolitan area. Unlike congestion pricing in the United States, the 407 ETR was one of the first to use congestion pricing on all lanes of the toll facility regardless of vehicle occupancy.  
The Toronto 407 ETR represents one of the few toll road concessions in recent years in which actual traffic has exceeded forecasts during the ramp-up period—these initial three to five years are critical to the long-term financial viability of the project.  In a recent Standard & Poors' analysis of toll road projects in the United States, it found that traffic forecasts tend to be approximately 20 to 30 percent below forecast levels during project ramp-up. 
Potential Disadvantages

The overall financial success of the project has created political difficulties and legal challenges. The optimization of toll rates combined with the private sector’s ability to increase tolls without public review has led to user complaints.  Another issue is related to the concessionaire’s handling of toll violations, which have involved incorrect billing, high administrative fees for late payments, aggressive collections efforts, and limited dispute resolution. As a result, this has led to a strong public backlash. In response to these concerns, the provincial government filed a legal dispute against the concessionaire four years after executing the agreement. The Province’s legal dispute: 
· Challenged the concessionaire’s authority to increase tolls without government approval; 
· Pursued arbitration related to how toll rates are calculated; 
· Fought against the 407 ETR's attempt to require the Registrar of Motor Vehicles to deny license plates to individuals who 407 ETR claimed had unpaid tolls; and 
· Challenged the amount of money owed to it by 407 ETR under the contract. 
During three years of legal disputes, the provincial courts consistently ruled against the provincial government, stating that the concession agreement was in line with the concessionaire’s interpretation. Notwithstanding, the provincial government threatened to place the concessionaire in default of its contractual obligations. In 2006, the concessionaire and the Province agreed to a negotiated settlement whereby the Province would drop all of its lawsuits. As part of this settlement, the concessionaire agreed to undertake the following activities: 
· Invest over C$40 million into a customer benefits program for approximately 100,000 customers, which will translate into savings on toll rates of up to 10  to 15 percent for frequent users; 
· Not raise tolls until the benefits program is in place in January 1, 2007; 
· Appoint an ombudsman to deal with customer disputes and issues;

· Put a stop to efforts by collection agents and the reporting of unpaid debts to consumer reporting agencies while the dispute resolution process is underway;

· Improve the information provided to customers regarding the dispute resolution process to ensure they are aware of their options to dispute a bill;
· Introduce a multi-tiered reward program for heavy-vehicle users. This would provide discounts on night and weekend rates, off-peak rates, and full to partial refunds on video toll charges. These discounts are tied to the use of transponders by heavy vehicles; and
· Build over 100 km (61 miles) of new lane capacity by adding one core lane in each direction between Highways 401 and 404 by late fall 2007. This would increase capacity by 33 percent (as well as increase revenue generation). 
Under legislation introduced by the previous government, 407 ETR can request the Registrar of Motor Vehicles to deny license plate renewal for drivers with unpaid tolls. The legislation provided the following consumer protections: 
· Immediate notification to the Registrar of Motor Vehicles of any plate denial errors, fix any errors, and offer compensation to customers;
· A repayment plan to customers; and
· Appointment of an independent auditor to ensure that plates are denied according to existing legislation and regulation. 

Lessons Learned
With respect to this concession agreement, it appears that the public agency did not obtain the potential full value of the facility. A subsequent valuation carried out three years later after the transaction was completed found that the facility was worth nearly double the initial valuation. Moreover, the project has received extensive negative publicity with respect to the escalation of toll rates and customer services activities. 
In a recent report, the current government of Ontario compiled the lessons learned from the Toronto 407 ETR, which it will use in the upcoming procurement of the Eastern Extension. These include the following: 

· The Province will retain public ownership of the highway;
· The length of any operating contract must be significantly less than 99 years;
· Toll rates must be regulated by the Province; and 
· Customer service expectations must be set out from the start.
Table 4 summarizes the new business model developed by the Province of Ontario for the eastern extension of Highway 407. The updated business model is based on the lessons learned from the Highway 407 transaction. 
Table 4: The Province of Ontario’s Lessons Learned from the 407 ETR
	THEN
	NOW

	Taxpayers paid initial construction costs for central segment
	Private sector to pay construction costs

	Government sold highway asset to private sector
	Government will retain ownership of the highway

	Government lost its ability to regulate tolls 
	Government will set and regulate tolls

	Government can set customer service objectives 
	Government will set and regulate customer service objectives, including resolution 


Source: Provincial Government of Ontario
Contact: Brad Larsen 651-366-4821/ brad.larsen@state.mn.us
Mn/DOT’s Innovative Finance Website: www.dot.state.mn.us/funding/innovative
�  CHIC is composed of four local engineering and construction companies: AGRA Monenco Inc., Armbro Construction Ltd., BFC Construction Corporation, and Dufferin Construction Company.


�   A bullet or balloon payment is a large payment that comes due near or at the end of the loan or bond. These payments carry a certain amount of risk for the borrower who intends to refinance the debt. These risks include the inability to refinance, insufficient liquid funds, and poor market conditions. 





�    The video toll charge for heavy vehicles was recently reduced from C$50.00 to C$15.00.


�  The central segment opened to traffic in 1997. In its first year of operations, traffic and revenue more than tripled. In October 1997, the facility generated C$3.2 million with about 1.6 million total trips. By October 1998, this increased to C$11.8 million and 5.5 million total trips. 
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