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FOR SAFETY AND MOBILITY December 1987

] 1776 Massachusetts Avenue, N.W
] Washington, D.C 20036
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The Honorable Bette Cato, Chairperson
House Transportation Committee

State of Alaska

Juneau, Alaska

Dear Representative Cato:

The Highway Users Federation is pleased to submit this report of a ten-month review of the
Alaska Highway Program. The pages that follow list our major findings and recommendations.
The balance of the report is our perspective on the status of the Program, 1its financing and

management.

While we have made a number of recommendations for change to improve program efficiency
and effectiveness, we did find much to praise. First and foremost, we found a cadre of
dedicated people that have sustained the program over a long period of time throughout
leadership and organizational transitions, criticisms by those outside the program that may not
have understood the magnitude or complexity of the job to be done and sometimes difficult
working conditions.

Also we found much has been accomplished for which Alaskans can be proud. Alaska 1s in
the national forefront in traffic safety and bridge conditions. Notwithstanding the elements
that must be dealt with, Alaska®s state highway network is "on a par™ with other states.
Anchorage®"s arterial street and highway system has come a long way 1in the 1980"s toward being
as modern as any in the nation. And the Marine Highway System and most of Alaska®s major
airports provide reasonable service to its users and the Alaskan economy.

We also pay tribute to the current and previous ADOT&PF management teams that have had to
deal with a wider range of responsibilities than any of their counterparts in other state
highway or transportation departments of the nation. While most such state officials have
highway responsibilities and little more, ADOT&PF officials must administer the state highway
program, as well as the operations of the two International Airports, 215 other airports, a
nine-ship ferry system, most state-owned buildings and the state equipment fleet.

While Alaska 1is unique in this most important aspect, the Federation recommends that the
current scope of responsibility remain unchanged. However because of this extraordinary scope,
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it is recommended that the headquarters staff be augmented to provide more effective policy
direction.

Some of the recommendations are far reaching and politically sensitive - ie. transferring
some state highway responsibilities to Alaska®s boroughs and cities, and raising highway user
taxes and dedicating these to th” State Highway Program. However these actions should free up

other currently earmarked transportation funds thereby allowing the Department to undertake the
other recommendations that require added resources.

Transportation is vitally important to the social and economic well being of Alaskans.

The public side of the Alaska transportation System - that is highways, airports, ferries and
harbors - is a fragile network and the public responsibility to keep the system up and
operating safely and efficiently is great. Much progress has been made 1in building the
network. It is important that resources be found to keep what you have and to make those

advances that are prudent expenditures within Alaska®s overall resources.

The opening page of the report lists the members of the Alaska Highway Program Review
Advisory Council. The Council met five times during the course of the review and assisted
Highway Users Federation staff in outlining the key issues to pursue and in reviewing factual

information and findings.

The pages that follow contain our major findings and recommendations. The rest of the
report contains charts and graphs to give interested persons a better understanding of the
current status of the Alaska Highway Program. The first chapter outlines how the state and
municipalities share road responsibilities, where the money comes from and what agencies spend
it. The second chapter discusses road conditions and traffic service. Chapter three indicates
the accomplishments of the State Highway Program and how the Program relates to needs. The
fourth chapter deals with managing the State Highway Program. Changes over time are shown as
well as comparisons with national averages.

The Highway Users Federation is a 55 year old business league made up of the key
industries and their associations that have an interest in safe and efficient highway
transportation at reasonable costs. On behalf of our members and our affiliate, the Highway
Users Federation of Alaska, we appreciate the opportunity to offer our perspectives on the
Alaska Highway Program. We are grateful for the cooperation of Commissioner Hickey and the
entire staff of the Alaska Department of Transportation and Public Facilities. We stand ready
to further assist you in the months and years ahead.

Lester P. Lamm



MAJOR FINDINGS AND RECOMMENDATIONS

Distinguishing Characteristics of Alaska®s Highway Program

Alaska®s Highway Program has many characteristics that set the Program apart from other

states highway programs. The major distinguishing characteristics are as follows:

1. High Road cost. The annual cost of administering, maintaining and improving Alaska's
highway rail roads) and supplementary ferry system - $48,000 per mile and $1,100 per
capita - is above comparable national averages - $16,000 per mile and $260 per capita.

This is due to Alaska®s severe weather conditions, unusual foundation characteristics
(permafrost), difficult terrain, restricted building and repair seasons, remoteness of
many parts of the system and the high cost of materials, supplies, equipment and

services.

2. Highway User Taxes Are A Small Portion Of Funds. Unlike most states where highway wuser
taxes and fees are the only state funds used to support the state highway program,
Alaska®"s highway user taxes and fees meet only a small fraction (ten percent) of the

Alaska State Highway Program costs.

3. Highway User Taxes Are Low. Alaska truck taxes and fees are the lowest in the nation

while Alaska automobile user taxes and fees rank 37th from the top state in the nation.

4. Fitst In Federal $ Received/Federal Taxes Paid. Alaska 1is first in the nation 1in
the ratio of Federal Aid Highway Program payments received to federal highway user taxes
paid. Over the fiscal year 1956 to 1985 period, Alaska has received $2.2 billion in
Highway Trust Funds as compared to $256 million in federal highway user taxes paid by

Alaskans - a 9 to 1 ratio.



Unicme State Highway System. Unlike any other state, Alaska®s state highway systenm
serves less than half ofAlaska®s communities of over 250 persons.Unserved communities
are however connected tothe rest of the state through a system of state-owned

airports and by a state-owned ferry system.

Traffic Density Low. Alaska has the second lowest population and the fewest registered
motor vehicles of any state in the nation. Only three states have fewer vehicle miles of
motor vehicle travel. The average daily traffic on Alaska®s roads is one half the

national average.

Lowest Road Density. Alaska has the largest land area of any state in the nation (2-1/4
times the land area of Texas) and the lowest road density in the nation, only 1 mile of
public road per 57 square miles of land area. By wayof comparison, Nevada has the next

lowest road density withl mile of road for every 2.5 square miles of land.

Road Miles Are Low. Despite Alaska®s vast land area, only Delaware, Hawaiil and Rhode

Island have fewer miles of public roads.

Bridge Leader. Based on a national survey, Alaska 1is first in the nation in bridge

conditions. Alaska has the smallest proportion of deficient bridges among the 50 states.

Fewest Traffic Fatalities. Among the 50 states, Alaska and North Dakota had the fewest

1986 traffic fatalities. For 1986, Alaska®"s mileage death-rate stood at 2.13 deaths per
100 million vehicle-miles of travel or 14 percent below the national average. And when
all facts are in, it appears thit Alaska®™s 198-7 traffic safety record will improve upon

the 1986 record.

Most Comprehensive State Department of Transportation. Unlike other state highway and
transportation departments, which are mainly responsible for state highway system

administration, maintenance, operation and improvement, the Alaska Department Of
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Transportation & Public Facilities has major responsibilities for airports, ferries,

harbors, public buildings, as well as highways.

13. Most .Decentralized Department. The ADOT&PF 1is more decentralized than any other state
transportation agency with major control vested in regional offices as well as the

International Airport System and Marine Highway System offices.

I1. Major Recommendations
1. Keeping A Good Program Going. First and foremost, Alaska needs to find the money
necessary to maintain its record of progress 1in transportation service. Major strides
have been made in developing and improving the state highways, bridges,airports, marine
highways and harbors. In all aspects, it is a system in which Alaskans can be proud.
Finding the resources to sustain the progress, or at least to sustain the existing systenm

and service levels, in the face of Alaska®"s social needs, 1is the most serious challenge.

2a. Setting A State And Municipal Road Responsibility Policy. Currently, the ADOT&PF and
Alaska®s municipalities share the management of roads within municipalities without a
state-municipal, agreed-upon policy that is based on the traffic service (functional)
characteristics of the roads. Unlike the state highway networks in other cities of the
nation, which serve principally as distributors of statewide traffic to major centers of
traffic attraction within urban areas, many of Alaska®s urban state highways function as
minor arterials or collectors of traffic through or around residential neighborhoods.
As a result, the ADOT&PF is looked to for funding the maintenance and improvement of
streets and roads that are primarily of concern to citizens in urban neighborhoods.
Alaska®"s rural and urban state highways of statewide traffic significance must compete
for scarce funds with streets and roads of only local importance.

2b. Establishing An Urban Arterial Fund. Urban street and highway development has been
predicated largely by legislative earmarking of funds for specific improvement projects
and by such initiatives as the Anchorage Accelerated Road Program. A statewide
approach to meeting urban arterial needs has been lacking. However, once road

responsibility policy has been agreed upon and streets and highways transferred to the
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appropriate agency (ADOT&PF, cities and boroughs), it is recommended that an Urban
Arterial Fund be established to fund the improvement of those arterial streets in

Alaska®s major municipalities that are not included in the state highway system.

Increasing ADOT&PF Maintenance And Operations Resources. Funds for highway maintenance
must be increased to ensure that state highways are preserved and that safe andefficient
levels of service are made available to the public.

Responsibility for 292 airports and 5,542 miles of state highway is now spread among a
maintenance force of 570 people (as of 6/30/87) as compared to 661 people at the same
point in time 1in 1985. Based on a national survey, Alaska is among the stateswith the
fewest highway maintenance personnel per lane-mile of highway 1in the nation.
Furthermore, the highway and aviation portion of the maintenance and operations
expenditures dropped 24 percent from $71.2 million in FY 1986 level to $53.9 million 1in
FY 1987. While the FY 1988 authorization level increased to $61.6 million, this is not
adequate to restore effective maintenance operations. Snow and 1ice removal operations
have been reduced to the point where motorists are being inconvenienced, and if a severe
winter 1is experienced, moie problems will occur. Signs of physical neglect, while
already noticeable, will become more pronounced as water and ice continue to widen
unsealed cracks and as shoulder erosion and unrepaired pavement edges continue to break
up .-

Develop And Publish Maintenance And Operations Options. To arrive at the appropriate
highway maintenance funding level, it is suggested that the ADOT&PF develop and publish
highway maintenance and operations options. It is suggested that this study define three
or more levels of highway maintenance that might be provided With such information
specified, along with clear indications of costs and benefits, the Department, the
Legislature and the public will have the best possible basis for funding decisions.
Service level A would be the optimum with little or no inconvenience to motorists during
snow and 1ice conditions. Potholes and edge raveling would be eliminated. All pavement
cracks would be sealed each year. All ditches and culverts would be kept cleaned. Ten

percent of the state highway system would be seal-coated each year. Brush would be cut
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back annually on all state highways. Shoulders would be leveled each year. Signs,
pavement markings, culverts and guardrail would be kept in good repair at all times. The
object of the Service Level A evaluation is to determine the cost to 1) gain the maximum
service life from each highway and bridge and 2) gain the best possible service for the
motorist.

Service level B would be a lower increment of service on all state highways, especially
the 1,000 miles of Major Collector Highways. As is the case today, some routes would be
closed during winter months. Service level B is most nearly consistent with the 1987

maintenance programs.

Service level C would be a still lower level of maintenance and operations than has
heretofore existed.

In each case a full explanation of the options should be developed and published. The
short and long range benefits of the optimum service level should be specified, as should

che consequences of providing the optional lesser service levels.

Initiating A Comprehensive Needs Analysis. To determine the optimum level of funding
for the state highway improvement program, it is recommended that the ADOT&PF make an
engineering appraisal of the cost to meet state highway system deficiencies as they are
likely to occur over the next ten years. Such an analysis should be carried on
concurrently with the maintenance and operations analysis and the revision of state
highway responsibilities, because these associated analyses directly affect the needs
appraisal. For example, a heavy emphasis on highway preservation reduces the need for
surface rehabilitation and visa versa. Also, a smaller urban state highway system will
reduce the overall magnitude of state highway system needs.

Building On The Recently Completed Interstate Highway System Needs Estimate. The
ADOT&PF has recently completed a mile-by-mile analysis of Interstate Highway System
needs. This carefully prepared analysis compared the existing 1,089 miles of Alaska’'s
designated Interstate Highways with "tolerable™ highway standards. Deficiencies were
noted, estimates of costs to correct deficiencies were calculated and a priority of need

assigned to each deficiency. The Interstate Highway Needs Estimate provides an excellent
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basis for similar estimates of needs (with different standards of tolerability) for the
other four functional systems of state highways, that is Other Principal Arterials, Minor
Arterials, Collectors and Local Access Roads.

A summary of the needs estimates, along with the priority established for each need, will
provide a sound basis for determining total state highway program needs (capital plus
maintenance) with options to fit Alaska®s financial capability.

Determining Highway User And Other Tax Resources. Together with an agreed-upon,
restructured state highway system and an accurate appraisal of the cost to meet the most
needed state highway deficiencies and a determination of highway maintenance and
operations costs, it is also recommended that a fiscal analysis be made of highway user
taxes and other funds that might be used to meet long range goals for state highway
system development, 1improvement and maintenance. A financial plan should then be set to
provide long term stability for a goal-oriented program.

Relating Highway User Taxes To The State Highway Program. Unlike most states, where
highway user taxes and fees - motor fuel taxes, motor vehicle registration fees and
other special taxes on motor vehicles, their operation and use - are the principal
resource for funding the state highway program, Alaska®s Constitution precludes strict
dedication of any tax. However a few other states and the Canadian Provinces have a
situation similar to Alaska, and in these cases such taxes are informally dedicated to
the state highway progranm. Officials and the public have recognized that the highway
program has such far reaching economic and social implications that a secure funding
source 1is 1important. It is also recognized that state and provincial highway programs
benefit, 1in terms of effective and efficient use of resources, when transportation
officials have reasonable assurance of funds over at least a five year period.

The success of the nation®s highway program over the past 70 years 1is primarily
attributable to the fact that it has been supported by user-based funds. Alaska“®s
highway and airport progress has been based on a readily predictable and reasonably
stable supply of funds stemming from the Federal Aid Highway and Federal Aviation

Programs which are both funded by federal user taxes.
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Raising Motor Fuel Taxes and Ofﬁg?;Highway User Fees or Dédication of Other Taxes. In
order to completely fund the state highway program from state highway user taxes, it will
be necessary to raise the existing taxes and fees. New highway user taxes and fees, such
as use or sales taxes on motor vehicle transfers, not presently in existence in Alaska 1is
another possibility. Dedication of a portion of mineral severance taxes to the State
Highway Program might also be considered. Determining how much of an increase or what
new taxes should be employed is beyond the scope of this review, but should be included
in the fiscal analysis recommended.

In comparison with their counterparts in the rest of the nation, Alaska®™s truckers and
other motorists currently pay low taxes and fees for truck and automobile use.

For heavy trucks, Alaska ranks lowest in the nation with a tax load of $1,598 per year or
2.0 cents per vehicle-mile of heavy truck travel. This compares to Washington

which collects over three times as much ($4,990 per truck, and 6.2

cents per vehicle-mile of heavy truck travel). The highest taxer of heavy trucks 1is
Arizona which collects $11,012 per truck or 13.8 cents per vehicle-mile of heavy truck
travel.

For automobiles. Alaska ranks 37th among the states with a $122 tax per average
automobile or 1.0 cents per vehicle-mile of travel. The highest in the nation is Rhode
Island with an annual tax load of $731 per automobile or 5.9 cents per vehicle-mile of
automobile travel “six times the Alaska load). The lowest is New York at $73 per year
and 0.6 cents per vehicle-mile of travel. Washington®s annual tax on automobiles 1is $310
per vehicle or 2.5 cents per vehicle-mile of auto travel.

Keeping Trucking And Railroad Industries Competitive. An 1increase in highway user taxes
will increase trucking industry costs, while railroad costs remain unchanged. The
existing economic balance between the trucking and railroad industries will have changed.
To retain current levels of profitability and service, truck rates may have to increase
which may result in loss of business. And there are other consequences that have to be
considered in any such tax change. Therefore it is recommended that the change 1in

highway user taxes be preceded by economic analyses of highway/railroad competition and



proposed initiatives that would retain the economic viability of the two competing modes

after the tax change.

Planning To Upgrade The Existing State Highway System. The recently adopted and
implemented process of annually updating the Six Year Capital Improvement Program in
close alignment with estimates of federal funds should be maintained as a fundamental
tool in managing ADOT&PF capital improvements.

It is also suggested that a state highway surface restoration program be specified with a
goal of resurfacing a prescribed number of state highway miles each year - a number that
is consistent with the need to upgrade, or at least retain, the current level of
riaeability, skid resistance and pavement structural integrity. Similar goals as well as
schedules of accomplishment should be set to complete the modernization of each of the

functional classes of state highways.

Planning State Highway System Expansion. Most of Alaska®™s Interstate Highways, Other
Principal Highways, Minor Arterials and Major Collector Highways that link together
Alaska®™s economic centers were built over the past 50 years. It is realistic to forecast
that additions will be made to this System over the next 50 years as Alaska expands 1its
economic base. Now is the time to set an overall plan for expansion of the State Highway
System and to establish priorities of need for each planned route. With such a plan (cr
future updated versions of the plan) and link-by-link estimates of cost, Alaska citizens
can then decide the time schedule for building each and the means for its financing.

Not only should the plan address Alaska®s mineral, forest and recreational resources but
also Alaska®"s strategic military and defense situation. Because of the uncertainty about
the amount of traffic that would be generated by many such routes, the use of special

cost design standards should be explored for the 1initial primitive routes.

Setting Statewide Highway Improvement Priorities. At present state highway improvement
priorities are based on regional priorities after geographic apportionment of funds. As

a result, some funded improvements are of low statewide significance and some

low



10.

projects of high statewide importance are not being fundod. A statewide priority system,
developed in concert with the proposed engineering appraisal of highway deficiencies,

will aid in setting equitable geographic apportionment of funds and funding the most

urgently needed improvements.

Recapitalizing the State Equipment Fleet. The ADOT&PF Program includes maintaining a
$118 million, 6,500-vehicle equipment fleet for ADOT&PF and 18 other state agencies. A
Highway Equipment Working Capital Fund was established by law in 1960 as the accounting
mechanism for deposit of lease funds and the appropriation of money for servicing the
equipment and replacing worn or obsolete pieces. However, as the result of transfers out
of the Fund to meet other State of Alaska needs and a FY 1987 reduction in lease fees to
help agencies with budget constraints, the HEWCF was reduced to the point where the 1986
and 1987 schedules of equipment replacement could not be met. As a result state agencies
are having to cope with the problem of maintaining equipment that should have been
replaced or making do without those pieces that cannot be kept operable.

To meet the problem, the ADOT&PF raised lease rates in FY 1988 and appointed a task group

to review the needs of the State Equipment Fleet and to recommend other necessary

actions.
Establishing A Motor Carrier Advisory Council. There are a number of important issues
that face government officials and the trucking industry. Sizes and weights, industrial

use highways, safety, taxation and railroad competition are a few of the current issues
that need to be discussed in open forums. To gain greater cooperation and better
understanding of the issues and positions of the various interests, it is recommended
that the ADOT&PF establish a Motor Carrier Advisory Council representing truckers,
shippers, and the state agencies involved with truck regulation, and that
recommendations be made to the ADOT&PF Commissioner. It is suggested that a trucking

industry leader act as chairman of the Council but with ADOT&PF staff support in setting

agendas.



11. Retaining A Strong Research Effort Program. By the nature of Alaska®"s climate and
topography, the ADOT&PF has had to maintain a strong research program aimed at finding
the most economical and effective methods of building and maintaining highways, as well
as airports, harbors, ferries and public buildings. Finding the funds to keep a strong
researcn program 1is vital to the ADOT&PF Program. Likewise, it is essential that
important research results be brought to the attention of design, maintenance and

construction staff.

I11. Other Recommendations

The following are a list of other suggestions to enhance the efficiency and effectiveness of
administering the ADOT&PF program:

1. Strengthening the Headguarters Function. The technical capability of the ADOT&PF
headquarters staff should be augmented to strengthen 1its role of providing policy
direction, improve the monitoring of Program expenditures, provide better support for
the diverse elements of the ADOT&PF Program, better monitor the condition and
performance of the state transportation systems, better plan for transportation
systems that will promote safe and efficient travel as well as economic development,
establish both maintenance management and pavement management systems and better
inform the public of Alaska®s transportation progress and problems.

This recommendation is not to be construed as a criticism of decentralized management
of Alaska®s Transportation Program but as a necessary augmentation that will provide

resources to better coordinate the decentralized management team.

2. Improving Accountability. The ADOT&PF public information program should be expanded to
better inform the public on:
a) how tax resources are being spent overall as well as according to mode,
b) on progress or lack of progress on meeting goals and,

c) on special problems that need to be addressed.



At the minimum, comprehensive ADOT&PF annual, or biennial, reports should be prepared and
published.

In 1987 the Department placed heavy emphasis on accounting for previous and current
expenditures on capital projects. A training program aimed at improving staff
understanding and use of the Alaska State Accounting System was also implemented.

Nevertheless, continued effort is needed to resolve the capital project accounting

problem.

Enhancing Productivity. With one out of every three ADOT&PF Program dollars devoted to
personnel services, the ADOT&PF should continue to give high priority to reviewing and
analyzing staff productivity, and a comprehensive plan of manpc r needs should be
developed. Furthermore, guidelines need to be established on the use of consultants

based on comparative analyses of public/private costs.

Improving Staff Morale. The ADOT&PF should continue to seek to bring more

middle management and other employees into the decision making process. The
formation of task committees to make a full evaluation of internal needs and to study
specific problems 1is a good method of gaining greater employee appreciation of the

Program, a greater sense of involvement and more pride of accomplishment.

Upgrading the ADOT&PF Personnel Function. The ADOT&PF needs to establish a career-
guidance program aimed at retaining key leaders and preparing others to step up to
leadership assignments. The personnel section should become the key resource in meeting
the needs of employees while at the same time assisting management to place the best

qualified person in each management position.



Coordinating Maintenance Management. There is a need for a review of the current methods

of managing the maintenance and operations program. Revisions should be made where it is

found necessary to improve on the reporting of information needed to set program goals

and to monitor progress toward meeting such goals. An Alaska highway and airport

maintenance manual should be developed to enhance maintenance efficiency and

effectiveness.
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INTRODUCTION, BACKGROUND AND ACKNOWLEDGEMENTS

The Review of the Alaska Highway Program was performed under contract with the
Alaska Legislature. Most of the Investigative work wa9 accomplished fiom January through
September 1987.

This Is the seventh in a series of highway program reviews that the Highway Users
Federation has accomplished over the 1984 through 1987 period. Prior to tho Alaska Review,
the highway programs of Tennessee (1984), Idaho (1984-1985), mdiana (1985), Mississippi
(1985-1986), Nebraska (1986-1987), and Missouri (1987) were reviewed and reports submitted.
Mr. Marshall Reed, PE, the Federation's Manager of State Transportation Studios has directed
each of the efforts. Mr. Antony Petty managed the Alaska report production, arid Ms. Nancy
Calvin assisted with reporl graphics.

Advisory Council. A Highway Program Review Advisory Council was established to
assist in the Review. Its members, all Alaskans, are listed on the second page of this reporl.
All have close ties to the Alaska Highway Program.

The Council met five times during the course of the Review to help establish the
most important issues to be pursuod and to counsel the Federation on the findings.

The Highway Users Federation is indebted to the Council members for their
assistance. It was observed that while each member has an economic stake in tho Alaska
Highway Program, each displayed an overriding interest in pursueing the best course for
Alaskans and the Alaska economy.

ADOT&PF Cooperation. In each of the reviews, the work was carried out
cooperatively with the stato highway or transportation department. The ADOT&PF found office
space for the Project Director within the headquarters' building, and Ms. Ginger Johnson (the
ADOT&PF Public Information Officer) wa9 appointed Project Liaison Officer. All of the Alaska
data used in the Review came from the ADOT&PF and other Alaska agencies.

Highway Users Federation. The Highway Users Federation is a national business
league made up of those corporations and associations that have an interest in safe and
efficient highway transportation. The organization was first established in 1932, and it has
been instrumental over the years championing the many aspects of our nation's highway
programs that increase highway efficiency and safety at reasonable costs.

Highway Users Federation of Alaska. Tho Highway Users Federation of Alaska is an
affiliate of the national organization, and it focuses on Alaska highway and traffic safety
issues. All members are Alaska citizens. They represent such groups as the Alaska Trucking
Association, the Alaska Chapter of the Aciociatod General Contractors and Alaska's oil
Industry. It was the HUFA that brought the highway program revlow process to the attention of
the Alaska House Transportation Committee, and that Committee sponsored the legislation
required to establish the agreement for the $60,000 Alaska Highway Program Review.

Review Process. The object of the highway program review process Is to evaluate
Ihe eflectivenoss of each state's total highway program in meeting its citizens needs for safoty,
service and cost effective transportation now and in the future.

Strengths of the current program and areas which can be improved are identified.
Current assignments of responsibilities and resources botween the state and local
governments are analyzed as are the processes by which decisions are made in the planning,
construction, maintenance and operation of tha state highway system.

While much of the Review entailed interviews of key ADOT&PF officials In Juneau,
trips were made - via the State Highway System, the Alaska Marine Highway System and both
commercial and chartered aircraft - to most of Alaska's major cities and many of the smaller
communities. Officials in each ADOT&PF Region were contacted as well as the Directors ol
the Alaska Marino Highway System and the International Airports.

Anchorage oflicials were interviewed to gain their perspective on municipal street
and higtiway progress and problems. Also many remote communities were visited for first
hand impressions on transportation operations and System needs.

The ADOT&PF maintenance foremen in many of the maintenance stations were
contacted to determine their impressions of needs versus available resources. Over half of the
State Highway System was driven.

Based on data summaries, comparisons with national statistics, visual impressions,
interview comments, knowledge of other state highway programs and Advisory Council
discussions, the major findings and recommendations were formulated and refined. Tho
ADOT&PF headquarlers' staff, as well as the Region and Division staffs, reviewed and
commented on both the major findings and recommendations and the facts and figures
presented in preliminary drafts of this final report.

In general, ADOT&PF officials and employees displayed an extraordinary amount of
interest in the interviews and findings. The Highway Users Federation considered all
comments in formulating this final report.

We hope that our perspectives on the Alaska Highway Program wil be useful as you
plan lor the future.
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CHAPTER 1

TRANSPORTATION FINANCE AND RESPONSIBILITIES

This Chapter includes a Review of the Role of the State, Cities

and Boroughs in Sharing Responsibilities for Administering,

Maintaining, Operating and Improving Alaska®s Transportation System as

well as a Review of the Funds Available to Meet These

Responsibilities.
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Per 10,000 Miles Of Road, Discounting the 224,000 miles of road that are under
the direct control of federal agencies, there are 3.6 million miles of land seivice roads in the
Unitod States. Alaska's 12,370 miles is less than three one hundreths of a percent. Vet
Alaska's land area is 16 percent of the nations total. Only Delaware, Hawaii and Rhode Island
have fewer miles of road.

Marine Hiahwav Routes Are State Highways. Including the ferry routes ol the Marine
Highway System, there are 7,824 miles of highway that are considered state highways. These
routes are administered, operated, maintained and Improved by the Alaska Department of
Transportation and Public Facilities.

Since 1S60the state highway system (including Marine Highway System routes) has
doubled in extent. The most significant change is the expansion of the Marine Highway
System, due largely to the shift in the status of service to the Aleutian Chain in 1981 from
testing and demonstration to permanently, scheduled service.

However during this 27 year period, the 416 mile Dalton Highway was built by
private interests and added to the State Highway System, Also during this time, the 325 mile
Parks Highway was completed to provide better highway service between Alaska's two largest
centers, Anchorage and Fairbanks. Other shorter links of state highways have also been
added.

Alaska Unique. The truly striking transportation distinction between Alaska and the
rest of the nation is that the majority of Alaska's communities of over 250 people are not
connected by land via the State Highway System. The remoteness of some places, the water
barriers and the difficulty of traversing the terrain have made such connections either
impossible or inordinately expensive. Alaska has therelore relied on a system of ferry routes
with nine ships capable of conveying both passengers and vehicles to some communities and
to an extensive system of airports that allows air service to all other communities of over 30
people.

The Alaska Railroad. Alaska also has a 480 mile railroad system that is vitally
important to the shipmont of general commaodities as well as mineral and forest products over
the Seward to Fairbanks mainline. A spur to Whittier connects the main line with the Marine

Highway System on Prince William Sound and to barges that service the “lower 48 states"..

In 1982, the State of Alaska purchased the railroad line, equipment and properly.
The Alaska Railroad Corporation operates the freight and passenger service. While tho
railroad is independent of tho ADOT&PF, the ADOT&PF Commissioner is a member of the

Alaska Railroad Company's Board of Directors.

Cities And Boroughs Also Have Road Responsibilities, In those parts of Alaska that
have a population base and a system of local government (city 0' borough), the governmental
entity can accept responsibility for some roads. While the ADOT&PF is not required to take
into the State Highway System those roads that cities and boroughs will not accept, typically

the ADOT&PF does take on this responsibility.

Leap In City And Borough Roads. Note that the chart indicates a significant growth
in city and borough road and street mileage over the 1960 to 1986 period. Some of the
increase is related to subdivision street construction by developers and some Is related to
state appropriations for specified roads. However some of the increase is due to better
accounting by the cities and boroughs for road miles, since 1980 state legislation greatly

increased the state revenue sharing funds that are based on miles of road.
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Functional Highway Classification - A Bnsls For Management Decisions. Most state
highway agencies classify their slate highways based on their traffic service functions. The
resulting hierarchy gives managers a tool for doclslon-mnking regarding the distribution of
scarce resources. Design standards, Improvement priorities and maintenance standards are
all related to the functional classification ol roads. The map shows the functional designation
of Alaska's major rural roads and their extensions through urban areas.

Interstate Highways. The Most Important Arteries. Alaska's most Important rural
roads are those designated to be Interstate Highways (1,089 miles). These connect Alaska's
largest centers - Anchorage and Fairbanks - with each other and to the main route ol land
travel Into Alaska. An Interstate Highway Spur also connects Anchorage with the Kenai

Peninsula.

As tho chart at right shows, the average mile of Interstate Highway Is traversed by
1,750 vehicles per day. Aaska's Interstate Highway System's average traffic density Is only
one seventh tho 12,900 vehicles per day average traffic density on all rural Interstate Highways
in the nation. Due to this lower traffic density, Aaska's rural Interstate Highways are built to
two-lane design standards rather than the four-lane, divided highway standards found In other
states.

Other Principal Arterials Next In Importance. In terms of traffic service, Aaska's
Other Principal Arterials are next In importance. The Egan Expressway In Juneau and the
Klondike and Haines Cut-Off Highways are examples of Other Principal Arterials. They are
important because they connect Haines, Skagway and Juneau to the Acan Highway and to
the Aaska Marine Highway System.

Minor Arterials Expand The System. As seen, the Minor Arterials link other Important
Aaska centers with the Interstate Highway System.

Major and Minor Collectors, the Major and Minor Collector Highways further expand
the system. Al remaining rural roads that serve long-distance travel are designated as
Collector Highways. However not all Collectors are state highways, as some are under the
jurisdiction of Aaska's cities and boroughs. The Major Collector classification Is given to the
more heavily travsllod Collectors.

Local Access Roads. The remaining rural roads (not shown on the map) that serve
Individual or small groups of houses, camps or farms are tormed local access. These roads
function predominantly as a means of access to land, rather than as a means to convey
people, products and raw materials through an area. Most such roads sre in the Matinuska-
Susltna and Kenai Boroughs.

INTERSTATE

OTHER PRIMC.

MINCR ART.

MAJOR

MINOR COLL.

LOCAL ACCESS

ALL AX ROADS

ALL U3 ROADS

FUNCTIONAL CLASSES

OF RURAL ROADS
MILES

HAJOn COLLECTORS 18.8!
MINOR ARTERIALS 1.7!

OnCR PRINCIPAL HIPMATS .41

MINOR COLLECTORS 8.4K
DFTEWTATC HIPM ATS 10.fl

LOCAL ACCESS ADAOS 32.2X

TOTAL: 3. 980 HUES
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Functional Highway Classification Also An Urban Managomenl Tool, The maps area maintained’. By agreemont with the Municipality, the service areas levy road taxes and
show three typos ol Anchorage road classifications. Inthe upper left are the functional classes maintain all non-state highways within their area.
agreed upon cooperatively by ADOT&PF and Anchorage officials. The deslgnatod Federal Aid
Highway Systems are shown In the upper right. And the map on the bottom right shows the
designated state highways.

Not shown la the streol and highway maintenance scheme agreed upon by
ADOT&PF and Anchorage officials In which some state highways are maintained by the
Municipality of Anchorage and some municipal streets are maintained by the ADOT&PF. Also
not shown are the 780 miles of Local Access Streets In the Anchorage urbanized area.

The below table Indicates tho Importance of each functional class of Anchorage
streets and highways. Of particular significance is the 88 miles of Interstate Highways,

Freeways, Expressways and Major Arterials (9 percent of the miles) which serve almost two

thirds (65.4 percent) ol Anchorage’s dally motor vehicle travel.

Functional Traffic
.Classes Hilos % MI. 4 Travel Denolty*
Interstate,

Freeways,

Expressways

and Major

Arterials 86 9.0 65.4 25,400
Hinor

Arterials 29 3.0 11.4 13,400
Collectors 80 8.2 10.1 4,300
Local Access 780 79.8 13.1 600

977 100 100

» Average dally vehicles per road mile.

The designated Federal Aid Highway Svstom routes - Interstate, Primary and Urban
- were adopted based on the traffic service function. These are the routes eligible for *NCHORAC[ STATE HIGHWAYS
improvement with Federal Aid Highway Program funds. 1-3

High Proportion of State Highways. There are 176 miles of state highway in the

Municipality of Anchorage and 801 miles of either municipal street or streets that are "service
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At 18 p«'cent ol the road miles, tho stale highway system serving Anchorage is more
extensive than the average urban state highway network (13 percent) In the nation. (And tho
national statistics are biased on the high side by high proportions ol state highways in the
cities of several Eastorn states.) Furthermore In Alaska's urban areas, many streets and roads
that serve a collector or minor arterial function are state highways.

As a result state resources must be used for the operation, maintenance and
Improvement of routes with only a minor traffic service function. Routes of greater statewide
traffic service slgnlficance-In terms of their function In either connecting communities or
distributing statewide traffic to Important economic centers within urban areas-must compete
for scarce state resources with the urban collector and minor arterial routes of low statewide
significance. Compounding the problem Is the fact that ADOT&PF officials must
unnecessarily deal with urban Issues such as land use and traffic control that are more
properly alocal responsibility.

Joint Action Needed. While the ADOT&PF has authority to transfer responsibility for
state highways to local government, this Is a very difficult problem due to the local
government cost Implications. Therefore, to resolve the Issue of urban highways, It is
recommended that the ADOT&PF and the Legislature first establish a state highway
jurisdiction policy in concert with municipal officials and then make the changes that satisfy
the policy.

Use The Functional Classification Plan. The most widely accepted basis for
redefinition of state highways Is the functional classification hierarchy of streets and highways.
This is used to test alternative state/local jurisdictions! plans.

Suggested Alternatives. One obvious alternative Is to place only urban extensions of
state highways on the urban etate highway network. A second Is to add to the first by
including all Freeways and Expressways. The third alternative would be the addition of Major
Arterials.

Financial Resources Are An Important Consideration. To ease the burden of a shift
in urban road responsibility, there are financial and management arrangements that can bo

established.

One such arrangement is the Urban Arterial Board In the State of Washington. Only
6.7 percent of the urban road mileage In Washington la designated as state highway.
Therefore the Washington Legislature established an Urban Arterial Fund and an Urban Arterial
Board in 1968 to assist municipalities on a fund matching basis to make Improvements to
those designated urban arterials that are not state highways. H Is recommended that
Washington's success in limiting urban state highway responsibilities to major arterials and the
success of the Urban Arterial Board and the Urban Arterltu Fund In meeting Washington's
urban arterial needs be studied for possible application In Alaska.
First Steps Taken. The need for a clear policy on road control la recognized by

Alaska officials. In 1987 the Alaska Legislature set forth the following arective to begin dealing
with the Issue:

‘ITISTHE INTENT OF THE LEGISLATURE THAT DOT/PF: 1)

ESTABLISH A ROAD RESPONSIBILITY TASK FORCE COMPRISED

OF REPRESENTATIVES OF DOT/PF, LOCAL GOVERNMENTS,

UNORGANIZED AREAS, AND USER GROUPS. THE TASK FORCE

IS TO REVIEW THE FEASIBILITY OF TRANSFERRING THE

RESPONSIBILITY OF DIRECT MAINTENANCE ON CERTAIN

ROUTES FROM THE STATE TO LOCAL GOVERNMENTS, AND TO

EXAMINE REASONABLE AND EQUITABLE FUNDING SOURCES FOR

MAINTENANCE ACTIVITIES. INCLUDING A REVIEW OF THE MOTOR

FUEL TAX AND OF THE EXISTING ROAD SERVICE ACCOUNT IN

THE STATE' REVENUE SHARING PROGRAM.

THE TASK FORCE SHALL ALSO STUDY THE ISSUES OF ROAD

OWNERSHIP. LIABILITY, AND THE TRANSFER OF

EQUIPMENT AND EMPLOYEES...*

In September 1987, the ADOT&PF selected a facilitator to assist the Commissioner
in responding to the mandate. In November, tho Task Force wes named and a first meeting

planned.
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Highway Expenses Five Timas The National Average. For 1986 (calendar year) the
ADOT&PF reported to the Federal Highway Administration that Il spent $353 million on Mato
highway administration, maintenance, operations and Improvement. This Is about $700 per
capita and compares with a $140 per capita national average of oxpendituro on stale
highways.

Marine Highway System Costs Included. Included are all 1986 capital as well as
maintenance and operations expenditures for both land service stato highways and the Marine
Highway System. Also Included are $45.3 million to service the state debt on borrowing for
previous state highway system Improvements. Law enforcement and safety expenditures
amounting to $11.4 million are Included in the ‘other’ category of expenditure as well as $4.7
million for highway program administration and $4.2 million for highway planning and
research. Finally In the other category Is the 1986 expei diture of $4.3 million lor Local Service
Roads and Trails, which Is a portion of the State Highway Program (administered by the

ADOT&PF) but directed toward local road betterments.

15
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Total Road Spending High. Alaskans raised and spent $237.B million In 1985
(calendar year) for upkeep and Improvement ol the 3,992 miles of local streets and roads. For
a population base of only 536,000 pereons, this Is a very significant level of expenditure.
When combined with the 1986 state highway program of expenditure, it Is estimated that total
1986 highway, street and road spending was about $590 million or $1,090 per capita, about
four times the national average ($260 per capita).

Important ADOT&PF Factfinding Function. To assist the Office of the Governor and
the Legislature and to comply with federal mandates, the ADOT&PF annually surveys,
compiles and reports on local road and street spending. The ADOT&PF also verifies annually
the current mileage of local roads and streets and this provides the base for state apportioning
of road revenue sharing funds. 1985 Information Is the latest available on local road finance.

Ftoaa Flevenue Sharing FunJs. When the Legislature fully funds this program, each
community receives a base of $2,500 per mile of conventional road and $1,500 for each mile
of ice roads. However these amounts are adjusted upwards to accomodate higher costs in
many areas of the state.

While communities are required to use only 20 percent of the funds for road
purposes, ADOT&PF studies show that a majority of the road revenue sharing funds are
actually used for road purposes.. Only that portion of the road revenue sharing funds that
were actually devoted to municipal road programs are reported In the annual ADOT&PF
surveys of municipal road expenditures.

Special Terminology Used. Note tho special terminology used In the ’Units of
Government* chart. 'State Highway Communities’ refers to all cities (15) directly served by the
land service State Highway System, excluding Anchorage and Fairbanks. 'Marine
Communities' are the 20 cities, excluding Juneau, that are served by the Marine Highway
System but not connected to the land service State Highway System. The 'Remote
Communities’ are the remaining Incorporated or unincorporated places not served by state

highways or ferries.

Slate Funds Rising. In 1985, state grants for local roads amounted to $145 million,
up from $88.4 million In 1984. This includes the portion of road revenue aharing funds that
were used In road upkeep and other state funds appropriated for specific local road
Improvements. On the average the 1985 state contribution toward local road and attest
upkeep amounted to $270 per capita, but ranged from $120 per capita In the seven boroughs
to $740 per capita In the Flemote Communities.

Fairbar,-3 High In 1985 State Road Receipts. Based on miles of local road In each
community, Fairbanks led with $132,000 per mile in state road receipts, while at the other
extreme, the seven boroughs received an average of $13,000 per mile. Anchorage received
550,500 per mile. However in reviewing municipal road receipts and expenditures, It should
be recognized that the year-to-year fluctuations are largo and closely related to specific road

improvements authorized by the Legislature.
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ADOT&PF Spont $525.4 Million In 1986. The charts above and at right are live
perspectives on Alaska Department of Transportation and Public Facilities expenditures in
fiscal year 1986. The ADOT&PF It not only responsible for State Highway System
administration, operation*, maintenance and Improvement, but also owns, operates and
maintains the nine-shlp Marine Highway System, two International Airports, 215 other airports,
45 seaplane floats, harbor facilities, ih* etate equipment fleet and almost 400 state owned
buildings.

monlorts

o Payments for construction In progress,
mostly highway and airport Improvements,
represented almost hall of all expenses,
*247.5 million.

o Some of tho 'other’ Income Is from
concessions and fees Irom Anchorage and
Fairbanks International Airport usage.
These funds are deposited in the
International Airport Enterprise Fund.

o Spending In the Northern Region, which

has the most miles ol state highway, led o Two thirds (66.8 percent) of all

the three ADOT&PF regions.

0 Not Included as ADOT&PF Income Is the
533.8 million in passenger and vehicle
feet for Marine Highway System passage,
which accrue directly to the Alaska
Treasury,

expenditures were directed to private
enterprise for construction in progress,
supplies and other costs ol business
operation. One third (33.2 percent) was
for ADOT&PF salaries and benefits.

0 57.2 percent ol all expenditures were

lor design (consulting or in house;,

right of way purchase and construction
progress payments for Improvements to
highways, airports, ferries, haroors and
other public facilities.

o0 About three fourths of the federal funds
are reimbursements from tho Federal
Highway Trust Fund for state highway
improvements. The other one fourth Is
from the Federal Airport Trust Fund for
airport Improvements.

More Information Needed On Finance Trends. The Information shown Is the result
ol a special analysis made for this Review by the ADOT&PF. However it has been Highway
Users Federation experience In other state highway program reviews that such information Is
readily available In the annual reports of the state highway and transportation departments.
The information Is Important for the following reasons:

1) to place the Program In perspective with the programs of other stale highway and
transportation departments In order to detect possible Inconsistencies,

2) to place modal components In perspective,

3) to analyze trends, and

4) to provide legislators, oaministrators, other officials and constituent organizations
wilh information necessary to make inlormed decisions regarding Program direction and
support.

MAJOR BUDGET

OPERATING 42.BX
224.0

ELEMENTS

CAPITAL 57.2X
300.6

TOTAL: S5S5.A MILLION
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ADOT&PF Spending Up Modestly Over LaSt Sovon Years. Two views of ADOT&PF
spending ovu tho 1981 to 1987 period are shown In tho above chart. Tho dashed lino shows
the actual spending while the solid line depicts tho value of the spending when Inflation Is
considered. (The Anchorage Aroa Consumer Price Index was used to stiow the 1981 valuo of
each current year's sponding.) As a result of Ino eroding value of money, ADOT&PF spending
of $493 million In FY 1987 was worth only $385 million In terms of what could be purchased
wllh 1981 money. Despite the apparent $120 million Increase In ADOT&PF funds, the 1987
spending level was up by only $20 million or five percent ovor the 1981 level,
ADOT&PF Expenditure Increases Are Low When Related To Travel Increases. Travel
change Is onn Indicator of transportation finance need. During the 1981 to 1987 period motor
vehicle travel In Alaska Increased 62 percent, airport enplanements Increased by 25 percent
and Marine Highway System passengers were up by 9 percent. Furthermore, the lane-miles of
slate highway Increased 12 percent, thereby Increasing the demand for such maintenance
activities as snow and Ice control.
ADOT&PF Proportion of Total Slate Spendina Has Diminished. While ADOT&PF ADOT&PF & TOTAL STATE EXPENDITURES
spending has risen from $212 million In 1979 to $493 million In 1987, other state spending has TOTAL STATE AOOTCPf
risen even faster. This is notod by the fact that 1987 ADOT&PF expenditures represented 13

percent of total State of Alaska expenditures In 1987, down from 20 percent in 1979. BILLIONS OF DOLLARS
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Waterborne Highway System. AlJaska has moro coastline than the rest of the United
States combined. And more than half of Its cities are unreachable by conventional highways.
Those are the reasons that Alaskans In 1960 voted the necessary bonds to establish the state's
waterborne highway system. Operating as a division of the Department of Transportation and
Public Facilities, the Marine Highway System started with one vessel - the Motor Vessel
Chllkat. During Its first fully operational year In 1963, four ships served the fleet.

Nine Vessel Fleet. Tho original system operated from northern terminals at Skagway
and Haines, to Prince Rupert In the south. Since then service has been extended to Seattle.
And the nine ships, which now comprise the fleet, also provide feeder service In Southeastern
Alaska, as well as from the Kenai Peninsula to the island city of Kodiak, to the communities of
the Aleutian Chain, and to the communities on Prince William Sound.

The Motor Vessel Columbia Is the largest ferry. Built In 1973 the Columbia is 418
feet long, with a capacity for 1,000 passengers and 180 automobiles. She has a service speed

of 19 knots. There are 20 2-berth cabins and 71 4-berth cabins.

The other ferries range In size from 100 feet to 408 leet and have passenger carrying
capacities ranging from 75 tc 750 persons as well as auto and truck carrying capability. Food
service, state rooms, cocktail lounges and solarlums are available.

Unigue System. No other state department of transportation In the nation operates

a ferry fleet that offers such extensive service.

1987 BUDGET

Contracts 17.JX

Personnel Services 64.BX

Total:

S63.4 HUIlur

Susalies is.es
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Fares Cover Over Half AMHS Costa. A3 shown above, passonger and vohicle faros
and olher an route receipts mat about 55 percent of all costs In fiscal year 19B6. (FY 1987
expenditures were $65 million while revenues were $33.8 million.) And this relationship
between revenues and expenditures has remained approximately steady for the past 12 fiscal
years.

Operations Are The Malor Costs. As shown In the 1987 budget charts on the right,
the costs of ship operations Including necessary overhauls and Improvements are 90.6 percent
($56.4 million) of all costs. The manning of shore facilittesand overall administration costs,
Including the operation of tho reservation system, Is 9.4 percent ($7.0 million) of budgeted
costs.

Personnel Costs Are Almost Two Thirds of Al Costs. The 1987 budgeted
complement Included 879 persons, (705 permanent, 174 seasonal or part-time), fo operate
the ships safely and efficiently, to maintain the equipment and to serve tho personal needs of
passengers, AMHS personnel costs are almost two thirds (64.8 percent) of total costs.

Morale Good. Despite the extensive travel, crew morale seems to be good,
Management In recent years has made progress In attending to member concerns and In
giving crew members a greater voice In management decisions. Periodic Director and crew
meetings have proved to be successful.

Need To Budget For Ship (Replacements. The ferries range In age from 10 to 24
years with the average being 18 years old. With ship replacement costs ranging from $10
million for the smaller ships to $100 million for the larger ships, It would be prudent for
Alaskans to begin setting aside funds annually to meet replacement needs. As Is tho case for
Alaska's Internallons Al,port capital assets, It Is suggested that future needs be accounted for
In the annual budget provJS#. Passenger and vehicle revenue Is the suggested source ol
depreciation funds.

Need For Secure Funding Sources, As Isthe case for highway planning, ADOT&PF
officials need the assurance ol secure funds over a three to five year period In order to plan the
most effective and efficient program of AMHS operations, maintenance and Improvements.
Passenger and vehicle revenue should form the base of such funds with set annual

supplements from the Legislature and the communities served.
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There are 698 airport* and bush lending strips In Alaska with 215 out of 294 state-
owned facilities actually maintained by the ADOT&PF. The Anchorage and Fairbanks airports
are Included In the Alaska International Airport System In that they serve commercial aircraft of
many nationalities. Due to their complexity, the International Airports are managed by a

opeclaJ division of the ADOT&PF.

AIRPORT OWNERSHIP

FUNCTIONAL
CLASSIFICATION

INTERNATIONAL

REGIONAL
CENTER

DISTRICT

TRANSPORT

COMMUNITY

LOCAL

TOTA:

Total:

Other Public 23*
247

CENTIIAL NORTHERN
REGION REGION

1 i

6 A

7 A

4 5

83 46

39 50

138 1io

990

AIRPORTS

SOUTHEAST
REGION

17
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TOTAL
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INTERNATIONAL AIRPORTS
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Because of Its fast growth, extensive capital needs, oolf-sufficlent nature and tho
need to guarantee the amortization of Alaska International Airport System bonds, all operating
revenue generated and all expenditures are accounted for In a special Enterprise Fund. As
Indicated, revenues In fiscal year 1966 amounted to $47.9 million up from $42.5 million in
1965. And despite Alaska's economic downturn, revenues continued upward In 1987 to $48.9
million. As of June 30, 1986 tho combined value of the two airports stood at $293 million up
from $251 million ayear eaftlsr.

Bond Debt Up. At the closo of fiscal year 1966 bonded Indebtedness stood at $41.9
million. An additional $38.0 million of revenue bonds were Issued In November 1986 for
construction of the parking garage at the Anchorage International Airport.

Improvements. In fiscal year 1986 the $22.4 million In operating Income together
with $2.0 million In federal grants and net Interest Income of $0.9 million were used to make
bond principal payments ($2.0 million), to Increase restricted assots ($0.1 million), to Increase
working capital ($3.8 million) and to upgrade airport property, plant and equipment

($19.3 million).
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Secure Funding Source Needed. Ono ot the probloms of providing a secure,
predictable sourca of funds for Alaska's State Highway Program la that the highway user tax
bast does not provide enough revenue to support highway system maintenance and
Improvement needs. However for most other states of the nation tho motor fuel taxes, the
auto end truck registration fees and assortod other taxes and fees levied on motor vehicles
and their use do provide the necessary funda to support tho State Highway Program. Tho
success of the nation's highway programs Is largely attributable to tho fact that secure and
predictable highway user taxes have met the capital, operating and maintenance needs.

l-ow Hlohwav User Taxes And Fees. The reason that Alaska’s highway user taxes
and toes do not meet highway program needs Is that they are low In comparison with other
states.

For heavy trucks. Alaska ranks lowest In the nation with a tax load of $1,598 per year
or 2.0 cents per vehicle-mlle of heavy truck travel. This compares to Washington which
collects over three times as much ($4,990 per truck, and 6.2 cents per vehlcle-mlle of heavy
truck travel). The highest taxsr of heavy trucks Is Arizona which collects $11,012 per truck or
13.6 cents per vehicle-mile of heavy truck travel.

For automobiles. Alaska ranks 37th among the states with a $122 tax per average
automobile or 1.0 cents per vehicle-mlle of travel. The highest in the nation Is Rhode Island
with an annual tax load of $731 por automobile or 5.9 cents per vehicle-mlle of automobile
travel (six times the Alaska load). The lowest Is New York at $73 per year and 0.6 cents per
vehlcle-mlla of travel. Washington's annual tax on automobiles Is $310 per vehicle or 2.5 cents
ptr vehicle-mlla of auto travel.

The above facte are based on a 1987 U. S. Department of Transportation report,
‘Road User and Property Taxes*. The taxes and fees were those In effect on January 1,1987.
Included are all highway user taxes and, where applicable, state personal property taxes, The
study compared annual taxes on a 80,000 Ib. gross vehicle weight truck/trailer combination
driven 80,000 miles per year and a 4,200 Ib. gross vehicle weight automobile driven 12,500 per

year.

Raising Motor Fuel Tavs Alaska's motor fuel tax, which has not changed since
1961, Is olght conts por gallon and the revenue trend from the tax Is as shown In the chart.

A comparison of the 1986 revenues with 1988 State Highway Program receipts
(page 15 show* a wide disparity. A ninefold Incroose In the tax on fuel used In highway travel
would have been required to raise the $200.5 million per year of state funds, Including debt
service, motor vehicle law enforcement and highway safety programs.. Over a fivefold
Increase In total motor fuel tax receipts (highway plus aviation and marine fuel taxes) would
have been required to raise the $200.5 million of state funds used to support the 1986 State
Highway Program

However as shown on page llI* 11, a doubling of the total motor fuel tax would meet
tho FY 1988 budget for highway and airport maintenance. Aa has been the experience of state

highway program managers In other states, the earmarking of highway user taxes and fees (or

other taxes, such as mineral severance taxes) for the state highway program or distinct parts
of the program, such as highway maintenance, enables program managers to better plan for
efficient and effective use of the funds.

Maintaining Balance Between Competitors. The Alaska Railroad Corporation and
private truckers compete for freight movement In some Important corridors. And It Is
Important to maintain the existing balance In trucking and railroad costs when enacting
highway finance Initiatives. Higher highway user taxes would Immediately change costs in the
trucking Industry to the railroads advantage - unless the railroads costs were raised
concurrently.

Two Possibilities That Need Further Study. One solution Is enactment of legislation
requiring the Alaska Railroad Corporation to pay motor fuel taxes. The Railroad Is currently
exempt from such taxes.

A second solution Is to establish a regulation requiring ths Alaska Railroad
Corporation to pay monthly, quarterly or annual fees to the Alaska Treasurer In lieu of the
taxes.

In either case it is suggested that at least half of the added railroad payments be
used for rallroad/hlghway grade separations. This would expand the program of constructing
grade separations thereby enhancing safety and the efficiency of both rail and truck freight

operations.
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Transportallon Oobl Being Rapidly Amortized. As shown In lhe fight hand pie chart,
the nlate transportation debt stood at $288.6 million as ol December 31,1986. This Is down by
$47.6 million from the close of tho previous calendar year and $95.5 million down from two
yoars previous. At that rate of amortization, state transportation bonds will be eliminated in six
years.

At $155.1 million, tho debt for land highways and the Marine Highway System
represented 53.7 percent of the December 31, 1985, transportation debt (The revenue bonds
sold by the Alaska International airport System are not Included In the charts.)

Some states rely extensively on tho bond market for their state highway capital
Improvement programs. As a nation, total state highway debt was $20 billion as of December
31,1985,tho latest year in which debt summary Information Is availablo.

Alaska leads The Wav In Public/Private Cooperation. Alaska has three outstanding
examples ol private funding for highway construction - 1) tne 416 mile Dalton Highway built
by oil Interests; 2) the 50 miles of Red Dog Mine Access Road being financed by the Alaska
Industrial Development Authority which will be reimbursed by private mining Interests; and 3)
the $1.3 million contribution by a trucking firm for the upgrading of the Klondike Highway to
allow heavy-laden ore trucks to gain access from Canadian mines to tho port at Skagway,

Military Involvement Also Important, The construction of the Alaska Highway In both
Canada and Alaska by the U.S. A/my during the early part of World War Il was also a

tremendous contribution to Alaska highway development.
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Federal Aid Highway Program Dllicallv Important To Alaska. Tho chart on tho
upper left Indicates tho trends In tho amounts of federal funds:
1) apportioned to AJaska, and 2) made available after budget limitations were applied by
lawmakers and actually used (obligated for subsequent spending on Alaska road and bridge
Improvements). Federal aid highway funds are restricted by federal mandate for highway,
ferry and ferry terminal Improvements as woll as planning, research and safoty activities.
Federal funds cannot be directed to highway maintenance activities.

1987 A Record, The upper right chart tracks actual payments to AJaska from 1977 to
1987 (tederal fiscal years). Note that 1987 was .Alaska's record-high year for Federal Aid
Highway Program receipts. The federal funds stem largely from a nine cents per gallon tax
on gasoline, a three cents per gallon tax on gasohol, a 16 cents per gallon tax on diesel and
other special motor fuels, as well as a 12 percent ealev tax on heavy truck and truck trailer
purchases, a tax on truck tire sales and an annual use tax on heavy trucks. The federal
highway user taxes are accounted for In tho U.S. Treasury In a Highway Trust Fund and
apportioned to each state tor the modernization of major highway systems and bridges.

Federal Budget Controls Umit Soendino. For the October 1,1985 to September 30,
1986 federal liscal year, Alaska was apportioned $165 million of authorized funds, but due to
federal obllgatlonal control limitations only $151 million of the apportioned funds were actually
available to Alaska. In other worde $14 ($9 federal and $1 state) million worth of highway
Improvement projects could not be started because the obligation celling restricted the use of
authorized and available Highway Trust Fund money.

Slowdown In Highway Improvements. The situation Is far worse for fiscal year 1988
because It la controlled by the authorization levels mandated by the Surface Transportation
and Uniform (Relocation Assistance Act of 1987. This act reduced annua) authorization levels

over the 1988 to 1991 period.

jaam w teK tx a

Furthermore, obllgatlonal control further limits fiscal year 1988 fundi to about $130 million.
Unless obllgatlonal controls are lifted, Alaska's highway Improvement program will be sharply
lower than the 1983 to 1987 experience.

Federal Incentives For Road And Bridge Modernization. The portion ot the coet
borne by federal highway user taxes, depends on the Federal Aid Highway System -
Interstate, Primary, Secondary, Urban classification of the road to be improved Federal funds
will participate In 94.7 percent ol the cosl of Interstate Highway System original construction or
rehabilitation, 91.4 percent of the cost of Improving the other Systems and 80 percent of
bridge replacement or rehabilitation costs. Overall, every dollar of Alaska funds that aro made
available for highway and bridge Improvements I3 matched by nine dollars of Federal
Highway Program funds - up to the limit of federal obligation authority. This Is a great
incentive for Alaska highway and bridge modernization.

Alaska Benefits The Most From The Federal Aid Highway Program. The bottom luft
chart indicates the amount of Federal Aid Highway Program funds apportioned to A'aska In
1985, as well as the amount of federal highway user taxes paid by Alaskane In that year. The
bottom right chart summarizes both Alaska's apportionment ol Federal Aid Highway Program
lunds and Alaskans payment of federal highway user taxes over the 1956 to 1985 period. At
five and one half to one for FY 1985 and nine to one overall, Alaska leads all other states In the
ratio of apportionments to taxes paid. This Is due primarily to the fact that state
apportionments of federal funds are related to the extent of land area In each state. Alaska,
having the largest proportion ot land of any state In the nation, receive* disproportlonally large
shares ol Federal Ald Highway Program lunds.

Non-monetarv Benefits. Besides financial assistance, there ere other benefits that
come with a strong Federal Aid Highway Program. First, It Is required that national design
standards be used and this promotes national uniformity as well as the safest possible
highway environment. Second, federal officials on the scene In Alaska (the Juneau office ol
the Federal Highway Administration has a 12-person professional staff) provide both an
oversight function as well as technical assistance to ADOT&PF officials. Lastly, the long
standing spirit of cooperation that has prevailed between federal and ADOT&PF officials has

been a stabilizing Influence in Alaska's program ol highway improvement.



CHAPTER |

TRANSPORTATION FINANCE AND RESPONSIBILITIES

This Chapter includes a Review of the Role of the State, Cities

and Boroughs in Sharing Responsibilities for Administering,

Maintaining, Operating and Improving Alaska"s Transportation System as

well as a Review of the Funds Available to Meet These

Responsibilities.
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Over 10.000 Miles Of Road. Discounting the 224,000 miles of road that are under
the direct control of federal agencies, there aro 3.6 million miles of land service roads in the
United States. Alaska's 12,370 miles Is less than three one hundrelhs of a percent. Yet
Alaska's land area Is 16 percent ot the nations total. Only Delaware, Hawaii and Rhode Island
have fewer miles of road.

Marine Highway Routes Are State Highways. Including the ferry routes of the Marine
Highway System, there are 7,824 miles o( highway that are considered state highways. These
routes are administered, operated, maintained and Improved by the Alaska Department of
Transportation and Public Facilities.

Since 1960 the state highway system (including Marine Highway System routes) has
doubled In extent. The most significant change is the expansion of the Marine Highway
System, due largely to the shift In the status of service to the Aleutian Chain in 1981 from
testing and demonstration to permanently, scheduled service.

However during this 27 year period, the 416 mile Dalton Highway was built by
private Interests and added to the State Highway System. Also during this time, the 325 mile
Parks Highway was completed to provide better highway service between Alaska's two largest
centers, Anchorage and Fairbanks. Other shorter links of slate highways have also been
added.

Alaska Unloue. The truly striking transportation distinction between Alaska and the
rest of the nation Is that the majority of Alaska's communities of over 250 people are not
connected by land via the State Highway System. The remoteness of some places, the water
barriers and the difficulty of traversing the terrain have made such connections either
impossible or Inordinately expensive. Alaska has therefore relied on a system ol ferry routes
with nine ships capable of conveying both passengers and vehicles to some communities and
to an extensive system of airports that allows air service to all other communilies ot over 30
people.

The Alaska Railroad. Alaska also has a 480 mile railroad system that Is vitally
Important to the shipment of general commodities as well as mineral and forest products over
the Seward to Fairbanks mainline. A spur to Whittier connects the main line with the Marine

Highway System on Prince William Sound and to barges that service the “lower 48 states"..

In 1982, the Slate ol Alaska purchased the railroad line, equipment and property.
The Alaska Railroad Corporation operates the freight and passenger service. While the
railroad is independent of the ADOT&PF, the ADOT&PF Commissioner is a member of the

Alaska Railroad Company's Board of Directors.

Cities And Boroughs Also Have Road Responsibilities. In those parts of Alaska that
have a population base and a system of local government (city or borough), the governmental
entity can accept responsibility for some roads. While the ADOT&PF is not required to take
into the State Highway System those roads that cities and boroughs will not accept, typically

the ADOT&PF does take on this responsibility.

Leap In City And Borough Roads. Note that the chart indicates a significant growth
in city and borough road and street mileage over the 1960 to 1986 period. Some of the
increase is related to subdivision street construction by developers and some Is related to
state appropriations for specified roads. However some of the increase is due to better
accounting by the cities and boroughs for road miles, since 1980 stale legislation greatly

increased the state revenue sharing funds that are based on miles of road.
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Functional Highway Classification - A Basis For Management Decisions. Most state
highway agencies classify their state highways based on their traflic service functions. Tho
resulting hierarchy gives managers a tool for decision-making regarding the distribution of
scarce resources. Design standards, Improvement priorities and maintenance standards are
all related to the functional classification of roads. The map shows the functional designation
of Alaska's major rural roads and their extensions through urban areas.

Interstate Highways. The Most Important Arteries. Alaska's most Important rural
roads are those designated to be Interstate Highways (1,089 miles). These connect Alaska's
largest centers - Anchorage and Fairbanks - with each other and to the main route of land
travel Into Alaska. An Interstate Highway Spur also connects Anchorage with the Kenai

Peninsula.

As the chart at right shows, the average mile of Interstate Highway Is traversed by
1,750 vehicles per day. Alaska's Interstate Highway System’s average traffic density Is only
one seventh the 12,900 vehicles per day average traffic density on all rural Interstate Highways
In the nation. Due to this lower traffic density, Alaska's rural Interstate Highways are built to
two-lane design standards rather than the four-lane, divided highway standards found In other

states.

Other Principal Arterials Next In Importance. In terms of traffic service, Alaska's
Othor Principal Arterials are next In importance. The Egan Expressway In Juneau and the
Klondike and Haines Cut-Off Highways are examples of Other Principal Arterials. They are
important because they connect Haines, Skagway and Juneau to the Alcan Highway and to
the AJaska Marino Highway System.

Minor Arterials Expand The System. As seen, the Minor Anerials link other important
Alaska centers with the Interstate Highway System.

Malor and Minor Collectors, the Major and Minor Collector Highways further expand
tho system. All remaining rural roads that serve long-distance travel are designated as
Collector Highways. However not all Collectors are state highways, as some are under the
Jurisdiction of Alaska's cities and boroughs. Tho Major Collector classification Is given to the

more heavily travelled Collectors.

Local Access Roads. The remaining rural roads (not shown on the map) that serve
Individual or small groups of houses, camps or farms are termed local access. These roads
function predominantly os a means of access to land, rather than as a means to convey
people, products and raw matorlals through an aroa. Most such roads are in the Matinuska-
Susltna and Kenai Boroughs.
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ANCHORAGE ROAD CLASSIFICATIONS



Functional Highway Classification Also An Urban Management Tool. The maps
show three types ol Anchorage road classifications. Inthe upper left are the functional classes
agreed upon cooperatively by ADOT&PF and Anchorage officials. The designated Federal Aid
Highway Systems are shown In the upper right. And the map on the bottom right shows the
designated state highways.

Not shown Is the street and highway maintenance scheme agreed upon by
ADOT&PF and Anchorage officials In which some state highways are maintained by the
Municipality of Anchorage and eomo municipal streets are maintained by the ADOT&PF. Also
not shown are the 780 miles of Local Access Streets In the Anchorage urbanized area.

The below table Indicates the Importance ol each functional class of Anchorage
streets and highways. Of particular significance Is the 88 miles of Interstate Highways,
Freeways, Expressways and Major Arterials (9 percent ol the milos) which serve almost two

thirds (65.4 percent) of Anchorage's dally motor vehicle travel.

Functional Traffic
-gltujfla... -Miles- _JLKli .. \ Travel csnaiti*
Interstate,

Freeways,

Expressways

and Hajor

Arterials as 9.0 65.4 25,400
Hinor

Arterials 29 3.0 11.4 13,400
Collectors 80 8.2 10.1 4,300
Local Access _7.99,- 79.8 13.1 600

977 100 100

* Average dally vehicles per road mllo.

The designated Federal Aid Highway System routes - Interstate, Primary and Urban
- were adopted based on the traffic Borvice function. These are the routes eligible for
Improvement with Federal Aid Highway Program funds. 13

High Proportion ol State Highways. There are 176 miles ol state highway in the

Municipality of Anchorage and 801 miles of either municipal street or streets that are "service

area maintained’. By agreement with the Municipality, tho service areas levy road taxes and

maintain all non-stalo highways within their aroa.






At IB percent of the road mil*#, the state highway system serving Anchorage Is more
extensive than the average urban state highway network (13 percent) In the nation. (And the
national statistics are biased on the high side by high proportions of state highways In the
cities of several Eastern statee.) Furthermore In Alaska's urban areas, many streets and road3
that serve a collector or minor arterial function are state highways.

As a result state resources must be used tor the operation, maintenance and
Improvement of routes with only a minor traffic service function. Routes of greater statewide
traffic service slgnificance-Jn terms of their function In either connecting communities or
distributing statewide traffic to Important economic centers within urban areas-must compete
for scarce state resources with the urban collector and minor arterial routes of low statewide
significance. Compounding the problem Is the fact that ADOT&PF officials must
unnecessarily deal with urban Issues such as land use and traffic control that are more
properly a local responsibility.

Joint Action Needed. While the ADOT&PF has authority to transfer responsibility tor
state highways to local government, this Is a very difficult problem due to the local
government cost Implications, Therefore, to resolve the Issue of urban highways, it Is
recommended that the ADOT&PF and the Legislature first establish a state highway
Jurisdiction policy In concert with municipal officials and then make the changes that satisfy
the policy.

Use The Functional Classification Plan. The most widely accepted basis for
redefinition of state highways Is the functional classification hierarchy of streets and highways.
This is usod to test alternative state/local jurisdictional plans.

Suggested Alternatives. One obvious alternative Is to place only urban extensions of
state highways on the urban state highway network. A second Is to add to the first by
Including all Freeways and Expressways. The third alternative would bo the addition of Major
Arterlals.

Financial Resources Are An Important Consideration. To ease the burden of a shift
in urban road responsibility, there are financial and management arrangements that can be

established.

One such arrangement Is the Urban Arterial Board In the State ol Washington. Only
6.7 percent of the urban road mileage In Washington Is designated as state highway.
Therefore the Washington Legislature established an Urban Arterial Fund and an Urban Arterial
Board in 1968 to assist municipalities on a fund matching basis to make Improvements to
those designated urban arterlals that are not state highways. It Is recommended that
Washington's success in limiting urban state highway responsibilities to major arterlals and the
success of tne Urban Arterial Board and the Urban Artorlal Fund In meeting Washington's
urban arterial needs be studied for possible application In Alaska.
First Steps Taken. The need for a clear policy on road control Is recognized by

Alaska officials. In 1987 the Alaska Legislature set forth the following directive to begin dealing
with the Issue:

8T IS THE INTENT OF THE LEGISLATURE THAT DOT/PF: i)

ESTABLISH A ROAD RESPONSIBILITY TASK FORCE COMPRISED

OF REPRESENTATIVES OF DOT/PF, LOCAL GOVERNMENTS.

UNORGANIZED AHEAS, AND USER GROUPS. THE TASK FORCE

ISTO REVIEW THE FEASIBILITY OF TRANSFERRING THE

RESPONSIBILITY OF DIRECT MAINTENANCE ON CERTAIN

ROUTES FROM THE STATE TO LOCAL GOVERNMENTS, AND TO

EXAMINE REASONABLE AND EQUITABLE FUNDING SOURCES FOR

MAINTENANCE ACTIVITIES, INCLUDING A REVIEW OF THE MOTOR

FUEL TAXAND OF THE EXISTING ROAD SFRVICE ACCOUNT IN

THE STATE REVENUE SHARING PROGRAM.

THE TASK FORCE SHALL ALSO STUDY THE ISSUES OF ROAD

OWNERSHIP. LIABILITY, AND THE TRANSFER OF

EQUIPMENT AND EMPLOYEES...*

In September 1987, the ADOT&PF selected t facilitator to assist the Commissioner
in responding to the mandate. In Novomber, the Task Force was named and a first meeting

planned.
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Highway Expenses Five Times The National Average. For 1986 (calendar year) tho
ADOT&PF reported to the Federal Highway Administration that It spent $353 million on state
highway administration, maintenance, operations and Improvement. This Is about $700 per
capita and compares with a $140 per capita national average of expenditure on state
highways.

Marine Highway System Costs Included. Included are all 1986 capita) as well as
maintenance and operations expenditures for both land service state highways and the Marine
Highway System. Also Included are $45.3 million to service the state debt on borrowing for
previous state highway system Improvements. Law enforcement and safety expenditures
amounting to $11.4 million are Included In the 'other' category of expenditure as well as $4.7
million for highway program administration and $4.2 million for highway planning and
research. Finally In the other category Is the 1986 expenditure of $4.3 million for Local Service
Roads and Trails, which is a portion of the State Highway Program (administered by the

ADOT&PF) but directed toward local rord betterments.
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Total Road Spending High. Alaskans raised and spent $237.6 million In 1985
(calendar year) for upkeep and Improvement of the 3,992 miles ol local streets and roads. For
a population base of only 536,000 persons, this Is a very significant level of expenditure.
When combined with the 1986 slate highway program of expenditure, It Is estimated that total
1986 highway, street and road spending was about $590 million or $1,090 per capita, about
lour times the national average ($260 per capita).

Important ADOT&PF Factfindino Function. To assist the Office of the Governor and
t'3 Legislature and to comply with federal mandates, the ADOT&PF annually surveys,
compiles and reports on local road and street spending. The ADOT&PF also verifies annually
the current mileage of local roads and streets and this provides the base for state apportioning
of road revenue sharing funds, 1985 Information Is the latest available on local road finance.

Road Revenue Sharing Funds. When the Legislature fully funds this program, each
community receives a base of $2,500 per mile of conventional road and $1,500 for each mile
of ice roads. However these amounts are adjusted upwards to accomodate higher costs in
many areas of the state.

While communities era required to use only 20 percent of the funds for road
purposes, ADOT&PF studies show that a majority of the road revenue sharing funds are
actually used for road purposes.. Oniy that portion of the road revenue sharing funds that
were actually devoted to municipal road programs are reported In the annual ADOT&PF
surveys of municipal road expenditures.

Special Terminoloov Used. Note the special terminology used In the “Units of
Government" chart. “State Highway Communities’ refers to all cities (15) directly served by the
land service State Highway System, excluding Anchorage and Fairbanks. “Marine
Communities* are the 20 cities, excluding Juneau, that are served by the Marine Highway
System but not connected to the land service State Highway System. The “Remote
Communities* are the remaining Incorporated or unincorporated places not served by stats

highways or ferries.

Stalo Funds Rising. In 1985, state grants for local road.i amounted to $1-15 million,
up from $88.4 million In 1984. This Includes the portion of road nv inue i-harlng funds that
were used in road upkeep and other state funds appropriated for specific local road
improvements. On the average the 1985 stale contribution toward local road and street
upkeep amounted to $270 per capita, but ranged from $120 per capita In the eoven boroughs
to $740 per capita In the Remote Communities.

Fairbanks High In 1985 State Road Receipts. Based on miles of local road In each
community, Fairbanks led with $132,000 per mile In state road receipts, while at tha other
extreme, the seven boroughs received an average of $13,000 per mile. Anchorage received
$50,500 per mile. However in reviewing municipal road receipts and expenditures, It should
be recognized that the year-to-year fluctuations are large and closely related to specific road

Improvements authorized by the Legislature.
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ADOT&PF Spent $525.4 Million In 1986. Ths charts abovo and at right are five
perspectives on Alaska Department ot Transportation and Public Facilities expenditures in
fiscal year 1986. The ADOT&PF Is not only responsible for State Highway System
administration, operations, maintenance and Improvement, but also owns, operates and
maintains the nine-ship Marine Highway System, two International Airports, 215 other airports,
45 seaplane floats, harbor facilities, the state equipment fleet and almost 400 state owned
buildings.

Hlohtlohte:

o Payments for construction In progress, 0 Some of the "other* Income Is from
mostly highway and airport Improvements, concessions and fees from Anchorage and
reprssented almost half of all expenses,
$247.5 million.

Fairbanks International Airport usage.

These funds are deposited in the
International Airport Enterprise Fund.

0 Spending In the Northern Region, which
has ths moat miles of state highway, led
the three ADOT&PF regions.

o Two thirds (66.8 percent) of all
expenditures were directed to private
enterprise for construction in progress,

o Not Included as ADOT&PF Income Is the
S33.8 million In passenger and vehicle

fees for Marine Highway System passage,

which accrue directly to the Alaska
Treasury.

0 About three fourths of the federal fund3
are reimbursements from the Federal
Highway Trust Fund for state highway
improvements. The other one fourth is

supplies and other costs of business
operation. One third (33.2 percent) was
for ADOT&PF salaries and benefits.

0 57.2 percent of all expenditures were
for design (consulting or in house),
right of way purchase and construction
progress payments for Improvement to
highways, airports, ferries, harbors and
other public facilities.

from the Federal Airport Trust Fund for
airport Improvements.

More Information Needed On Finance Trends. The Information shown Is the result
of a special analysis made for this Review by the ADOT&PF. However it has been Highway
Users Federation experience In other state highway program reviews that such information Is
readily available In the annual reports of the state highway and transportation departments.
The information Is Important for the following reasons:

1) to place the Program In perspective with the programs of other state highway and
transportation departments In order to detect possible Inconsistencies,

2) to place modal components In perspective,

3) to analyze trends, and

4) to provide legislators, administrators, other officials and constituent organizations
with information necessary to make Informed decisions regarding Program direction and
support.

MAJOR BUDGET

ELEMENTS

CAPITAL 57.2X
300.6
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66.1

MAINTENANCE C
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TOTAL: $525.4 MILLION

DESIGN G CONSTRUCTION 10. IX
53.1

%l}TERNATIONAL AIRPORTS 4.6X

REGION ADMINISTRATION 4.5X
23.9

[STATEWIDE OFFICE 3. IX

~o16.1
REGION PLANNING .8t
4.3

CONSTRUCTION IN PROGRESS 47, IX
241.5
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ADOT&PF Spending Up Modostlv Over Last Seven Years. Two views of ADOT&PF
spending over (he 1381 to 1907 period are shown In lhe above chart. The dashed lino shows
the actual spending while the solid line depicts the value ot the spending when Inflation Is
considered. (The Anchorage Area Consumer Price Index was used to 6hcw the 1981 value of
each current year's spending.) As a result of the eroding value of money, ADOT&PF spending
of $493 million In FY 1987 was worth only $385 million in terms of whet could bo purchased
with 198i money. Despite the apparent $120 million Increase In ADOT&PF funds, the 1987
spending level was up by only $20 million or five percent over the 1981 level.
ADOT&PF Expenditure Increpses Are Low When Related To Travel Increases. Travel
change Is one Indicator of transportation finance need. During the 1981 to 1987 period motor
vehicle travel In AJaska Increased 62 percent, airport enplanements Increased by 25 percent
and Marine Highway System passengers wo.e up by 9 percent. Furthermore, the lane-miles of
state highway Increased 12 percent, thereby Increasing the demand for such maintenance
activities as nnow and Ice control.
ADQT&PF Proportion of Total State Spendino Has Diminished. While ADOT&PF ADOT&PF & TOTAL STATE EXPENDITURES
spending has risen from $212 million In 1979 to $493 million In 1987, other state spending has TOTAL STATE AQOTCPf
risen oven faster. This Is noted by the fact that 1987 ADOT&PF expenditures represented 13

percent of total State of Alaska expenditures In 1987, down from 20 percent In 1979. BILLIONS OF DOLLARS
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Watorborne Highway System. Alaska has more coastline than the rest of the United
States combined. And more than half of Its cities are unreachable by conventional highways.
These are the reasons that A'askons In 1060 voted the necessary bonds to establish the stato's
waterborne highway system. Operating as a division of the Department of Transportation and
Public Facilities, the Marino Highway System started with one vessel - th» Motor Vessel
Chllkat. During lIts first fully operational year In 1963, four ships served the fleet.

Nine Vessel Fleet. The original system operated from northern terminals at Skagway
and Haines, to Prince Rupert In the south. Since then service has been extended to Seattle.
And the nine ships, which now comprise the fleet, also provide feeder service In Southeastern
Alaska, as well as from the Kenal Peninsula to the Island city of Kodiak, to th9 communities of
the Aleutian Chain, and to the communities on Prince William Sound.

The Motor Vessel Columbia 13 the largest ferry. Built In 1973 the Columbia is 418
feet long, with a capacity for 1,000 passengers and 180 automobiles. She has * service speed

of 19 knots. There are 20 2-berth cabins and 71 4-berih cabins.

The other ferries range In size from 100 feet to 408 feet and have passenger carrying
capacities ranging from 75 to 750 persons as well as auto and truck carrying capability. Food
servicr, state rooms, cocktail lounges and solarlums are available.

Unique System. No other state department of transportation In the nation operates

aferry fleet that offers such extensive service.

1387 BUDGET
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Fares Cover Over Half AMHS CosK As shown above, passenger and vehicle faros
and other an route racelpU met about 55 percanl of all costs In fiscal year 1986. (FY 1987
expenditures were $65 million while revenues were $33.8 million.) And this relationship
between revenues and expenditures has remained approximately steady for the past 12 fiscal
years.

Operations Are The Maior Costs. As shown In the 1987 budget charts on the right,
the costs of ship operations Including necessary overhauls and Improvements are 90.6 percent
($56.4 million) of all costs. The manning of shore facilitesand overall administration costa,
Including the operation of the reservation system, Is 9.4 percent ($7.0 million) of budgeted
costs.

Personnel Costs Are Almost Two Thirds of All Costs. The 1987 budgeted
complement Included 879 persons, (705 permanent, 174 seasonal or part-time). To operate
the ships safely and efficiently, to maintain tho equipment and to serve the personal needs ot
passengers, AMHS personnel costs are almost two thirds (64.8 percent) of total costs.

Morale Good. Dosplto the extensive travel, crew morale seems to be good.
Management In recent years has made progress In attending to member concerns and In
giving crew members a greater voice In management decisions. Periodic Director and crew
meetings have proved to be successful.

Need To Budget For Ship Replacements. The ferries range In age from 10 to 24
years with the average being 18 years old. With ship replacement costs ranging from $10
million for the smaller ships to $100 million for the larger ships, It would be prudent for
Alaskans to begin setting cslda funds annually to meet replacement needs. As Is the case for
Alaska's International Airport capital assets it Is suggosted that future needs be accounted for
h the annual budget process. Passenger and vehicle revenue Is the suggested source of
depreciation funds.

Need For Secure Funding Sources. As Is the case for highway planning, ADOT&PF
officials need the assurance of secure funds over a three to five year period In order to plan the
most effective and efficient program of AMHS operations, maintenance and Improvements.
Passenger and vehicle revenue should form the base of such funds with set annual

supplements from the Legislature and the communities served.

SHIP-BY-SHIP ANALYSIS
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There are 998 airports and bush landing strips In Alaska with 215 out of 294 atate-
owned facilities actually maintained by the ADOT&PF. The Anchorage and Fairbanks airports
are Included Inthe Alaska International Airport System In that they serve commercial aircraft of
many nationalities. Due to their complexity, the International Airports are managed by a

special division of the ADOT&PF.
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INTERNATIONAL AIRPORTS

19BB REVENUE 19B6 OPERATING EXPENSES
LANOING G PARKING 17.1* SECURITY 2137

ADMINISTRATION 23.3*
25.3

40.2 37

TOTAL: $47.9 Million TOTAL: $25.5 Million



Because of Its (sat growth, extensive capital needs, self-sufficient nature and the
need to guarantee the amortization of Alaska International Airport System bonds, all operating
revenue generated and all expenditures are accounlod for In a special Enterprise Fund. A3
Indicated, revenues In fiscal year 1986 amounted to $47.9 million up from $42.5 million in
1985. And despite Alaska's economic downturn, revenues continued upward In 1987 to $48.9
million. As of June 20,1986 the comblnod value of the two airports stood at $293 million up
from $251 million a yuar earlier.

Bond Debt Up. At the close of fiscal >sar 1988 bonded Indebtedness stood at $41.9
million. An additional $38.0 million of revenue bonds were Issued In November 1986 for
construction of the parking garage at the Anchorage International Airport.

Improvements. In fiscal year 1986 the $22.4 million In operating Income together
with $2.0 million In federal grants and net Interest Income of $0.9 million were used to make
bond principal payments ($2.0 million), to Increase restricted assets ($0.1 million), to Increase
working capital ($3.B million) and to upgrade airport property, plant and equipment

($19.3 million).
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Secure Funding Source Needed. On# of the problems of providing a secure,
predictable source of funds for Alaska's State Highway Program Is that the highway user tax
bate does not provide enough revenue to support highway system maintenance and
Improvement needs. However for most other states of the nation the motor fuel taxes, the
auto and truck registration feet and assorted other taxes and fees levied on motor vehicles
and their use do provide the necessary funds to support the State Highway Program. The
success of the nation's highway programs Is largely attributable to the fact that secure and
predictable highway user taxes have rtet the capital, operating and maintenance noeds.

Low Highway User Taxes Ani Fees. The reason that Alaska's highway user taxes
and fees do not meet highway program needs Is that they are low In comparison with other
states.

For heavy trucks. Alaska ranks lowest In the nation with a tax load of $1,598 per year
or 2.0 cents per vehlcle-mile of heavy truck travel. This compares to Washington which
collects over three times as much ($4,990 per truck, and 6.2 cents per vehicle-mlle of heavy
truck travel). The highest taxer of heavy trucks Is Arizona which collects $11,012 per truck or
13.8 cents per vehlicle-mlle of heavy truck travel.

For automobiles. Alaska ranks 37th among the states with a $122 tax per average
automobile or 1.0 cents per vehlcle-mlle of travel. The highest In the nation Is Fthode Island
with an annual tax load of $731 per automobile or 5.9 cents per vehicle-mlle of automobile
travel (six times the Alaska load). The lowest Is New York at $73 per year and 0.6 cents per
vehlicle-mlle of travel. Washington's annual tax on automobiles Is $310 per vehicle or 2.5 cents
per vehicle-mlle of auto travel.

The above facts are based on a 1987 U. S. Department of Transportation report,
"Ftoad Usor and Property Taxes*. The taxes and fees were those In effect on January 1,1987.
Included are all highway user taxes and, where applicable, state personal property taxes. The
study compared annual taxes on a 80,000 Ib. gross vehicle weight truck/trailer combination

driven 80,000 miles per year and a 4,200 Ib. gross vehicle weight automobile driven 12,500 per

year.

113

Ftalsing Motor Fuol Taxes. Alaska's motor fuel tax, which has not changed since
1961, Is eight cents per gallon and ths rsvenuo trond from the tax Is as shown In the chart.

A comparison of the 1986 revenues wiLh 1986 State Highway Program receipts
(page 1-5) shows awide disparity. A ninefold Increase In the tax on fuel used In highway travel
would have been requlrod to raise the $200.5 million per year of state funds, Including debt
service, motor vehicle law enforcement and highway safety programs.. Over a fivefold
Increase In total motor fuel tax receipts (highway plua aviation end marine fuel taxee) would
have been required to raise the $200.5 million of state funds used to support the 1986 State
Highway Program

However as shown on page im 11, a doubling of the total motor fuel tax would meet

the FY 1988 budget tor highway and airport maintenance. As has beer, the experience of state

highway program managers In other states, the earmarking of highway user taxes and fees (or

other taxes, such as mineral severance taxes) for the state hithway program or distinct parts
of the program, such as highway maintenance, enables program managers to better plan for
efficient and effective use of the funds

Maintaining Balance Between Competitors. The Alaska Railroad Corporation and
private truckers competo for freight movement In some Important corridors, And It Is
Important to maintain the existing balance In trucking and railroad costs when enacting
highway finance Initiatives. Higher highway usor taxes would Immediately change costs In tho
trucking Industry to the railroads advantage - unless the railroads costs were raised
concurrently.

Two Possibilities That Need Further Study. One solution Is enactment of legislation
requiring the Alaska Railroad Corporation to pay motor fuel taxes. The Railroad Is currently
exempt from such taxes.

A second solution Is to establish a regulation requiring the Alaska Railroad
Corporation to pay monthly, quarterly or annual fees to tho Alaska Treasurer In lieu of the
taxes.

In either case it is suggested that at least half of the added railroad payments be
used for railroad/highway grade separations. This would expand the program of constructing

grade separations theroby enhancing safety and the efficiency of both rail and truck freight

operations.
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Transportation Debt Being Rapidly Amortised, As shown In tho right hand plo chart,
the state transportation debt stood at $268.6 million as o( December 31,1966. This la down by
$47.6 million from Ihe close of the previous calendar year and $95.5 million down from two
years previous. At that rate of amortization, state transportation bonds will be eliminated In six
years.

At $155.1 million, the debt for land highways and the Marine Highway System
represented 53.7 percent of the December 31,1965, transportation debt. (The revenue bonds
sold by the Alaska International airport System are not Included In the charts.)

Some states rely extensively on the bond market for their state highway capital
Improvement programs. As a nation, total state highway debt was $20 billion as of December
31,1965,the latest year In which debt summary Information is available.

Alaska leads The Wav In Public/Private Cooperation. Alaska has three outstanding
examples of private funding for highway construction - 1) the 416 mile Dalton Highway built
by oil Interests; 2) the 50 miles of Red Dog Mine Access Road being financed by the Alaska
Industrial Devalopment Authority which will be reimbursed by private mining Interests; and 3)
the $1.3 million contribution by a trucking firm for the upgrading of tho Klondike Highway to
allow heavy-laden ore trucks to gain access from Canadian mines to the port at Skagway.

Military Involvement Also Important. The construction of the Alaska Highway In both
Canada and Alaska by the U.S. Army durlij the early part of World War Il was also a

tremendous contribution to Alaska highway development.

1-14
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Federal Aid Highway Program Critically Important To Alaska. The chart on the
upper left Indicates the trends In the amount* of federal funds:
1) apportioned to Alaska, and 2) made available after budget limitations were applied by
lawmaker* and actually used (obligated for subsequent spending on Alaska road and bridge
Improvements). Federal aid highway funds are restricted by federal mandate for highway,
ferry and ferry terminal Improvements a* well as planning, research and safety activities.
Federal funds cannot be directed to highway maintenance activities.

1937 A Record. The upper right chart track* actual payments to Alaska from 1977 to
1987 (federal fiscal years). Note that 1987 was Alaska's record-high year for Federal Aid
Highway Program receipts, The federal fund* stem largoly from a nine cents per gallon tax
on gasolin*. a three cents per gallon tax on gasohol, a 16 cents per gallon tax on diesel and
other special motor fuels, as well as a 12 percent sales tax on heavy truck and truck trailer
purchases, a tax on truck tire sales and an annual use tax on heavy trucks. The federal
highway user taxes are accounted for In tho U.S. Treasury In a Highway Trust Fund and
apportioned to each state for the modernization of major hignway systems and bridges.

Federal Budget Controls Umit Spending. For ths October 1,1985 to September 30.
1986 federal fiscal year, Alaska was apportioned $165 mlllicn of authorized funds, but due to
federal obligations! control limitations only $151 million of Iha apportioned funds were actually
available to Alaska. In other word* $14 ($9 federal and $1 state) million worth of highway
Improvement projects could not be started because tho obligation celling restricted the use of
ajthorlzed and available Highway Trust Fund money.

Slowdown In Highway Improvements. The situation Is far worse for fiscal year 1988
because it Is controlled by the authorization levels mandatod by the Surface Transportation
and Uniform Relocation Assistance Act of 1987. This act reduced annual authorization levels

over the 1988to 1991 period.
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Furthermore, obligations! control further limits fiscal year 1968 fund* to about $130 million.
Unless obligations! controls are lifted, Alaska's highway improvement program will be sharply
lower than the 1983 to 1987 experience.

Federal Incentives For Road And Bridge Modernization. The portion of the coat
borne by federal highway user taxes, depends on the Federal Aid Highway System -
Interstate, Primary, Secondary, Urban classification of the road to be Improved. Federal fund*
will participate In 94.7 percent of the cost of Interstate Highway System original construction or
rehabilitation, 91.4 percent ol the cost of Improving the other System* and 80 percent of
bridge replacement or rehabilitation costs. Overall, every dollar of Alaska funds that are mad#
available for highway and bridge Improvements Is matched by nine dollar* of Federal
Highway Program funds - up to the limit of federal obligation authority. This Is a great
incentive for Alaska highway and bridge modernization.

Alaska Benefits The Most From The Federal Aid Highway Program. The bottom left
chart Indicates the amount of Federal Aid Highway Program funds apportioned to Alaska In
1985, as well as the amount of federal highway user taxes paid by Alaskans In that ysar. The
bottom right chart summarizes both Alaska's apportionment of Federal Aid Highway Program
funds and Alaskans payment of federal highway user taxes over the 1956 to 1985 period. At
five and one half to one for FY 1985 and nine to one overall, Alaska leads all other states In the
ratio of apportionments to taxes paid. Thic Is due primarily to the fact that state
apportionments of federal funds are related to the extent of land area in oach state. Alaska,
having the largest proportion of land of any state In the nation, receive* dleproportlonaJly large
shares of Federal Aid Highway Program funds.

Non-monetarv Benefits. Besides financial assistance, there are other benefits that
come with a strong Federal Aid Highway Program. First, It Is required that national design
standards be used and this promotes national uniformity as well as the safest possible
highway environment. Second, federal officials on the scene In Alaska (the Juneau office of
the Federal Highway Administration has a 12-person professional staff) provide both an
oversight function as well as technical assistance to ADOT&PF officials. Lastly, the long

standing spirit of cooperalion that has prevailed between federal and ADOT&PF officials has

been a stabilizing Influence In Alaska's program of highway Improvement.



CHAPTER I

HIGHWAY PERFORMANCE AND CONDITION



CHAPTER 11

Highway Performance and Conditions

Population, Registered Motor Vehicles, Motor Vehicle Travel
and Traffic Safety Trends are Analyzed. The Status of Alaska“"s
Highways and Bridges as well as the Means for Measuring the
Status are Reviewed. The Trends 1in Passengers and Vehicles
Carried by the Marine Highway System are Presented along with the
Trend 1in Airport Use. Where applicable, Comparisons ara made

with National Averages.
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National Comparison. For tho last 25 yaars, the total United States population
Increased by 30 percent while registered motor vehicles doublod and travel tripled. Significant MOTOR VEHICLE TRAVEL TREND
as these statistics are, Alaska's growth far surpasses the national averagos. Between 1960 and

1985 Alaska's population doubled while the number of registered motor vehicles quadrupled BILLIONS OF VEHICLE-HILES PER YEAR

and the vehicle miles of motor vehicle travel Increased sixfold.

Motor Vehicles Catching Up With People. Uke the rest of the nation, the number of
registered motor vehicles Is approaching unity with population. In 1960 there was one vehicle
for every three people In Alaska. Now there are two vehicles for every three Alaska citizens.

Anchorage Important. Just under half (47 percent) of Alaska's citizens live In

Anchorage and almost d third (31 percent) ol the motor vehicle travel Is on Anchorage

urbanized area streets and state highways.
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While much of Alaska's future is difficult to predict because of its heavy ties to
resource development, Alaska's picturesque scenery and exceptional hunting, fishing and
camping opportunities aro certain to continue attracting national and international visitors. A
1985 survey of Alaska's visitors shows the significance of the travel modes and the popularity

of the various regions and communities.
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ANALYSIS OF
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Tho page above and the following six pages graphically show the status of Alaska's
major state highways. The cross-hatched sections were being improved in 1907 or were
judged by ADOT&PF planners and engineers to moet tolerable standards of design. The
blank sections are judged to be Intolerable In terms of surface conditions, pavement width or
alignment. A cursory review shows that about half of the road miles have tolerable physical
and traffic service characteristics while half have serious deficiencies that need to be
corrected.

The charts are arranged by ADOT&PF Flegion beginning with the Northern Region

which has the most extensive miles of state highway.
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ANALYSIS OF NORTHERN REGION HIGHWAYS
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ANALYSIS OF CENTRAL REGION HIGHWAYS
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ANALYSIS OF CENTRAL REGION HIGHWAYS
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ANALYSIS OF SOUTHEAST REGION HIGHWAYS
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Starting In 1978 the ADOT&PFs Research Section began surveying the condition of
the paved sections of the Btate highway system. Both the structural integrity and the
smoothness, or rideabllity, of the pavement were judged.

Structural Improvement: Deterioration In Rideabilitv. The uppermost chart indicates
the trend In the proportion of highways judged to be "good*, "fair* and 'poor* In terms r(
pavement soundness. The proportion of pavement In good structural condition has moved
from 58 percent In 1978 survey* to & percent In 1985-1986 surveys, while over the same
period of time, the proportions of paved state highway with fair and poor structural ratings
decreased.

On the other hend, the lower chart shows that the proportion of very rough
pavement (in terms of rldeability) rose from les3 than one percent In 1978 to seven percent in
1986. At the same time, the proportion of state highways with smooth pavement dropped
from 58 percent In 1978 to 41 percent In 1986.

National Surveys Give Low Ratings To Alaska’'s Highways. The ADOT&PF
participates In periodic national surveys of sample sections of highways in order to provide
federal officials and Congress a national overview of pavement conditions and highway
performance. This Information Is used to judge the effectiveness of the Federal Highway
Program. However according to the latest compilation of theses nationwide assessments of
pavement condition, Alaska does not fair well. For example based on 1985 information,
Alaska's rural Interstate Highway System was judged to be 45th among the 50 states in
pavement serviceability.

Applauding Condition Rating Efforts. Alaska officials are commended for finding the
resources to periodically measure the structural soundness and rideability of .ell state highway
pavements. The Information Is used to not only accurately determine overall trends in
pavement serviceability but also to pinpoint the most critical pavement rehabilitation needs.

Not all states have Identified ths Importance of such information to policymakers.

Further Efforts Needed. However other eloments of the ADOT&PF physical
inventory of the State Highway System need to be Improved to provide up-to-date information
on current physical characteristics, functions and traffic service and to provide the best
possible information on trends. In general, the public a»d Alaska's policymakers need to be
better able to answer the question, ‘Is the System improving, deteriorating or remaining
static?'

Need For Better Information On Municipal Roads. With the exception of road miles,
there is currently no central source of information on the physical and traffic service
characteristics of the city streets and borough roads that are not a part of the State Highway
System. But this is important information in that over $100 million In state funds are directed
annually to municipal road programs (see page 1-6). ft Is thorefore recommended that the
ADOT&PF - in cooperation with municipal officials - develop and keep current the physical
and trallic service inventories of municipal roads, as well as state highways, and to report
periodically on changes that take place.

Pavement Management System Needed. Many states have coupled their pavement
rating processes with technigues for evaluating alternative improvements and estimates of the
economic advantages of each. Greater pavement maintenance efforts can bo compared with
seal coats, various thicknesses of overlays or recycled overlays, and more complete
rehabilitation of the pavement and subgrade to determine cost comparisons, both now and
over the pavement life. Such information has proven to be an Important aid to policymakers In
making cost effective Improvement program decisions.

While the ADOT&PF Is making good progress toward Implementing a pavement
management system, It is recommenced that the ADOT&PF and the Legislature continue to

give high priority to this Important new tool.
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Almost 400 Miles Of Paved Highways Added To Stale System. The above chart is a
comparison of paved and unpaved miles of the more important state highways - Interstate,
Other Principal Arterials and Minor Arteriala. While the miles of paved highways has increased
by 392, the amount of unpaved routes is still a significant proportion of Alaska's most
important state highways.

More Trend Information Needed. In order for officials and Alaska's taxpayers to
determine whether or not progress is being made, more trend information is needed. As
Alaska's highway inventories and highway evaluation techniques are Improved, such
information will become available to better judge State Highway Program effectiveness.

More Comprehensive Annual Reports Needed. The ADOT&PF, like many
transportation agencies in the nation during the 1970's stopped the development and
publication of poriodic (annual or biennial) comprehensive reports on program progress. But
now with greater public concern for the expenditure of tax resources, transportation agencies
are returning to the documentation of progress or lack of progress in meeting overall
objectives.

Periodic reports with emphasis on charts and maps are an excellent method of
communicating the facts about complex transportation programs. The information is needed
by the ADOT&PF management team and by Alaska's lawmakers to help make the best use ol

scarce resources.
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Alaska Excels In Bridges. Il by nalional standards Alaska's highway pavement Is
bolow the average, likewise by national standards Alaska is the loader In bridge conditions. As
compared with the nation as a whole whore deficiencies have been found in 42 porcent of tho
bridges, 85.5 percent of Alaska's bridges are in satisfactory condition. No other state has as
high a percentage of their bridges In satisfactory condition.

Biennial Bridge Surveys. In 1970 Congress mandated that every state Inspect and
report on bridge conditions on a biennial basis. The above charts and the cited statistics are

as found in these national surveys and the resulting reports.
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Tragic Safely Statistics Headed In Right Direction. Both tho number ol annual traffic
fatalities and the number of annual traffic fatalities per 100 million vehicle miles of travel have
been on a downward trend since 1983 . Alaska's 1986 2.4 fatality rate (traffic deaths per 100
million vohicle-mllos of travel) is 41 percent below the rate just ten years ago. Furthermore,
Alaska's traffic fatality rate has been below the national average for the last two years.

As shown In ths tabla below, traffic fatalities are not the only positive accident
statistics, as both the number of accidents and the number of injuries decreased from 1985 to

1986 and from the three-year, 1983-10-1985 averages to 1986.

% Change

% Change froa previous

1985 1986 from 1985 3-vear average

Vehlcle-miles of

Travel (millions) 4.8 4.7 -1.7% +4._4%
Accidents 7,700 14,858 -19.1% -23.8%
Fatalities 127 101 -20.5% -25.7%
Injuries 6,165 5,525 -11.6% -18.9%

Challenoino 1988 Traffic Safety Goal. The traffic safety statistics are as reported in
the Alaska Highway Safety Plan For Fiscal Year 1988, published by the Alaska Highway Safety
Planning Agency. This Agency, which is responsible for the coordination of Alaska's overall
traffic safety program, has established a 1988 goal of a further reduction in Alaska's traffic
fatality rate to 2.0 deaths per 100 million vehicle miles driven. Judging by the preliminary
estimates of 1987 traffic fatalities, which are down considerably from 1986 levels, the stated

goal for 1988 may have been reached In 1987.

Engineered Safety Important. One of the major challenges ahead for the Alaske
Highway Program is to continue the reduction of annual traffic fatalities in the face of
Increasing motor vehicle travel. Much of the progress to date nationally and in Alaska is due to
the program of ever-improving the highway environment in terms ol wider lanos, wider
shoulders, separation of opposing lanes of traffic with medians, botter control of intersections,
increasing sight distances, improved signing and markings and all the other elements of
highway modernizations. Much of the traffic safety progress of the future depends on

continuing the modernization of Alaska's highways and bridges.
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New Integrated Data Retrieval System. The ADOT&PF In 1987 made operational a
new automated system for storing and analyzing highway and bridge information. The chart
Indicates soma of the types of data that are being stored, retrieved and analyzed in the
System. The Department now has s new powerful tool. However as discussed previously,
some of the highway Inventory Information remains to be obtained and entered Into the
System.  Much progress has been made, but there is a formidable job ahead for the

ADOT&PF before this System becomes completely useful.
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Outsido ol the strike year, 1978, the Alaska Marine Highway System has enjoyed
almost constant growth In passengors and vehicles served. Based on observations and
interviews with passengers, the System appoars to be a popular and vital part of the
economics ol both Southeast and Southwest Alaska.

Recent Studies. However to deal with a number of Important Issues surrounding
AMHS service, the ADOT&PF (n 1985 commissioned a series ol studies. Some ol the more
Important issues dealt with by the consulting team are as follows:

1. The capacity ol the System is taxed by the tourist demand to and from
Seattle thereby causing reservation problems lor Al aska citizens.

2. Likewise the capacity from Juneau northward to Haines and Skagway is
sometimes overtaxed.

3. Providing mainline service to out-of-the-way communities causes
navigational problems and adds a days time to through travellers or travellers between Juneau
and all points south.

4. Building highways, new terminals and adding short ferry links to
shorten some trips might relieve capacity problems and improve overall accessibility thereby
generating induced travel and economic expansion.

5. The addition of high speed ferries might also relievo capacity problems,
allow additional service to some communities and provide basic service to other communities
not now served.

While the studies did indicate much could.be done, the estimated, initial capital
costs for most alternatives studied wera prohibitively high. The exceptions were the proposals

to add new, high-speed ferries, but even these had a high budget impact.
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Commercial Airline Use Of Key Airports. Tho chart Indicates lhe trends in
commercial airline enplanements at Alaska three key airports.

Anchoraoe Growth Spectacular. Since 1980 the Anchorage International Airport has
seen a 50 percent rise In airline deplanements and eoplanemants. And these figures do not
include the Europe-to-Cfient refueling, stopover flights that Anchorage International Airport
enjoys.

Good Physical Condition. While the evaluation of Alaska's airports was beyond the
scope of the Review, It was observed that each of the key airports were In good physical
condition with modern terminals and good parking and road access.

Other Airports Being Improved. The other 215 airports, that are operated and
maintained by the ADOT&PF, are In various stages of improvement. With the aid of Federal
Airport Improvement Program funds, It appears that Alaska has made good progress in
ensuring that isolated communities have reasonable airport facilities.

Private Airplanes Important To Alaskans. The Federal Aviation Administration
reports that there were 9,604 licensed private aircraft bolonging to Alaska citizens in 1986.

Thus about five percent of Alaska families have air mobility.
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CHAPTER 111

HIGHWAY PROGRAM AND NEEDS

A Review of the State Highway and Bridge Improvement
(Construction) Program in terms of both Accomplishments to date
and Plans for the Future. The Utility of Engineering Analyses of
Highway Needs 1is Discussed, as 1is the Expansion of the State
Highway System. Also reviewed 1is the Highway and Airport
Maintenance and Operations Program as it Relates to the Physical
Condition of Alaska®"s Highways and the Traffic Service Provided.

The Accomplishments of the ADOT&PF Research Program are also

Analyzed.



HIGHWAY IMPROVEMENT HISTORY

STATE-ONLY FEDERAL-STATE
$ MATCHING $

MILLIONS OF DOLLARS IN CONTRACT AWARDS




$1.3 Billion. 13 Year Program. The above chart ahows that over the 1974-1986
period (calendar yean), the ADOT&PF awarded $1.3 billion In contracts to both build new
Hate highway* and to recomtruct, rehabilitate or otherwise modernize existing state highways.
While the sum of each year* annual contract awards ranged from $60 million in 1976 to $157
million in 1981, the average for the period was $100 million. While not shown on the chart,
ADOT&PF official* Indicate $108 million In highway construction awards were made in
calendar year 1967.

Disappearance Of State-Only Improvements. Two types of funding were used. The
first and most prevalent Is the combination of Federal Aid Highway Program funds with
matching state funds. The other Is state-only funds. The downward trend in state-only
contracts since 1981 Is consistent with Alaska's downtrend In state resources.

Matching Federal Funds Important. Most state highway and transportation officials
view matching federal aid funds as the first call on available resources. This is especially true
In Alaska where each Alaskan dollar made available for highway construction contract awards,
generates nine matched dollars from the Highway Trust Fund (the repository of federal
highway user taxes and fees) - up to the limit of obligational authority set by Congress and
the National Admli. jtratlon.

Highway Contract Awards And Federal Obligations, Note that the dollar volume of
highway contract awards Is consistently less than the dollar volume of annual obligations of
Federal Aid Highway Program funds (see page H5). The apparent discrepancy is due to the
fact that more than just highway Improvements are committed to in the process of obligating
federal aid highway funds, such as bridge rehabilitation or construction projects, construction
engineering and Inspection, highway planning and research activities and right of way

purchases.

Up And Down Nature Of Annual Construction Awards Tough On Contracting
Industry, ftIs Important for Alaska to retain a cadre of experienced highway contracting firms
in order to gain the lowest possible bid prices and the best quality Improvements. However
the wide deviations In annual ADOT&PF contract awards make It difficult for the contracting
industry and lts employees. The uncertainty about the dollar volume of ADOT&PF
Improvement Programs Impedes the contractors' ability to plan ahead In terms of equipment,
materials and manpower. Such uncertainty could force tome Alaska contractors out of
business (especially the small ones) or could force some contractors to relocate In other
states.

Need For Slate-Only Program. Most states find the resources to maintain at least a
small state-only highway Improvement program In order to make some essential, usually low
cost improvements that cannot wait for the normal federal clearances or that are not eligible
for federal financing. Furthermore, some states maintain a large state-only Improvement
program to both accomplish many low cost Improvements and to augument the larger more
comprehensive federal aid program.

However when highway and transportation oflicials face a situation - such as
Alaska faces now - where It Is difficult to raise the funds to match federal aid highway funds,
most state-only improvements are deferred. As a result, the state loses the ability to fund
some types of low cost Improvement, such as highway resurfacing, that do not always need to
Include other design Improvements like alignment changes, pavoment widening, guardrail
installation - but are necessary to qualify for federal funds. In other words, there are some
improvements that while necessary, do not meet federal criteria for matching funds.
ADOT&PF officials need the flexabillty of at least a $10 million stale-only highway

improvement program.
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$96 Million. 10 Year Bridge Program. Out of the 676 bridges that aro on tho Stato
Highway System, 173 havo been built, replaced or rehabilitated over the ten year, 1977-1986
period. A total of $96 million In bridge construction projects were awarded to contract - an
average of 17 per year.

Because of the specialized nature of the work, all bridge design and plan
preparation, that Is accomplished by ADOT&PF staff, is done In the Juneau headquarters

office.
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Highways And Bridges Are Two Thirds Of Total ADOT&PF Capital Improvement
Program. For the 1979 to 1986 period, tho Central Region awarded the most capital
Improvement projects, that is (or highways, bridges, harbors, (errios, terry terminals, airports
and state buildings. The highway and bridge share of the $1.5 billion in contract awards was
$948 million or two thirds o the total.

The charts above show the distribution of the $1.5 billion of contract awards for the
years 1979 through 1086, as well oa how the distribution rotates to population, motor vehicle
travel and lane-mllea of state highway In each Region.

Distribution ol Improvements. A Hot Issue. One of the 'hotesf issues In
most state highway programs Is the distribution of resources for capital Improvements. In
some states the distribution Is based on formulas with factors such as population, miles of
highway, lane-milea of highway, engineering appraisals of need or some combination of
factors.

In tome states either 'he legislature or the highway (or transportation) commission
sets the distribution. And In some states - like Alaska - the chief executive officer of the
department sets the distribution.

In no state Is their oomplsta agreement on who should set the formula or the factors
that should be used In the formula for distributing tho improvement program funds
geographically. The best practice Is to consider all possible factors end to make adjustments
as new factors, or combinations of factors are agreed upon as more equitable bases for fund
distribution.

Distribution Targets. The following are the distribution targets used by the

ADOT&PF In recent years for the geographical distribution of highway improvements:

Percent
Central Region 45.6
Northern Region 38.5
Southeast Region 9.7
Marine Highway System - 60

100.0

Note from the chart at right how close the total ADOT&PF capital Improvement
program lor the 1979-1986 period has come to the highway distribution taroeis.

In recent years, the ADOT&PF has based the distribution of highway improvement
funds on a formula that includes population, land area, paved lane-miles of highway, total
lane-miles of highway and annual vehicle-miles of travel In each Region. However, the
distribution process is currently under examination to ensure that it la promoting equity In the

modernization or upgrading of the State Highway System.

TOTAL CAPITAL IMPROVEMENTS. 1979-19B6

it.it

.Cmtril 43.U

TOTAL- $1.9 Billion

Kot«: Ssuthmt Includii HwInt Hlghxty Syltie.
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In calendar year 1986 the ADOT&PF awarded $160.9 million in improvement
contracts. Almost half (46.1 percent) were (or highway and bridge improvements. The Central
Region awarded 45.5 percent of the total projects, very close to the highway target (45.8
percent) for that Region.

Federal Participation. Six out of every ten dollars of the funds necessary to
accomplish the Improvements were federal dollars. In that the federal government does not
ordinarily participate In build' 3 and harbor improvements, the federal participation was 87.2
percant of tha $110.5 million In highway (and brldga), aviation and Marine Highway System
improvements. $50.4 million of state funds were directed to buildings and harbor projecls and
$14.1 million directed to federal participation projects.

New Analytical Process Beino Examined. With over $100 million of improvement
projecls being awarded to private contractors each year, it Is important to closely monitor the
contract prices being bid to both guard against possiblo fraud and collusion and to assist the
designers In finding the most cost-effective of alternative designs. To aid the bid analysis
process, the ADOT&PF la now examining d new computer-assisted procedure, sanctioned by
the American Association ol Stata Highway and Transportation Officials, that will provide faster
review of construction project bids. Other elates have found that the procedure has been
helpful In speeding the bid analysis process and In detecting inconsistencies in the bids.

Decentralized Program Control Part Ot The Problem. Alaska’s decision to
decentralize the manegement of the ADOT&PF Program in 1982 may be an inhibiting (actor In
gaining centralized Information about many aspects of ADOT&PF Program - such as the
construction contract bidding proceaa. Without an ADOT&PF, department-wide model, each
Region and Division has developed and employs their own set of processes. Analysis of all
the various management techniques used by the decentralized management team is beyond

the scope of this Review.

Need To Standardize Management Systems. Decentralized control ol the ADOT&PF
Program appears to ba absolutely essential for a state as large aa Alaska and with so much of
its Program In remote areas. However, In order to facilitate the aggregation ot essential
information on how the Program Is being carried out, it it recommended that the ADOT&PFs
management systems be standardized. The progress being made in improving the
accounting lor capital expenditures (see Chapter IV) is an example of this suggested approach
to improved management of the ADOT&PF Program.

Need To Augment The Headquarters Staff. In order to develop a standard bid
review process, as well aa highway and airport maintenance management procedures,
accounting procedures, construction practices, design standards, preconstruction and
construction scheoiiling procedures, right ol way purchase procedures, training procedures,
career guidanco practices, construction quality control procedures, improvement program
goals and all the other systems and policies needed to effectively manage and monitor the
ADOT&PF Program, it will be necessary to augment the ADOT&PF headquarters staff. The
added staff should be employed to find tho appropriate systems from the various techniques
in use by the Regions and Divisions - or In other states, to document and last the aystems and

then to assist in their promulgation and application.
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In 1937 the Department with the aid of a consulting firm completed a two year,
$94,000, planning project to assess the needs of Alaska's 1,089 mile Interstate Highway
System. The results show that 490 miles of this System currently meet reasonable standards
of tolorability. However the results also show that 599 miles are deficient In one or more ways.
Costs to upgrade the deficiencies were sstimated to be $9/6 million.

Exemplary Analysis. The team of engineers that carried out the needs analysis were
made up of people with much former experience with the Washington Department of
Transportation. The realistic approach to the analysis and the attention to detail prompt the
note that this is a model analysis, one of the best of its kind. Great care was taken to relate
pavement and bridge widths and curvatures and grades to the latest national standards of
tolerability. To this was added assessments of accident experience, pavement condition and
speed reductions.

Narrow Roadways A Critical Problem. Narrow roadways closely followed by poor
pavement condition were the most critical eloments. However 42 miles had curves and grades
that were too sharp or too steep for safe, efficient driving. 40 of the 140 bridges on the system
were found to be too narrow In terms of safe side clearances or not capable of carrying heavy
truck loads (29 were both narrow and restrictive In load carrying capability).

Priorities Also Set. Another exemplary feature of the needs assessment is that it
establishad a priority rating system and listed the improvement priority for each deficient

section of Interstate Highway.

Recommendation: Set Goals For Interstate Upgrading. Based on the needs
estimate and estimate of future availability of federal funds, it is recommended that a multi—
year target bo set for Interstate Highway System upgrading. [f it is anticipated that Alaska will
realize about $130 million each year in Federal Aid Highway Program fundti. it is suggested at
least half be devoted to Interstate modernization. At that rate and allowing for modest
inflation, it would take 15 to 20 years to complete the effort. Other options of placing more or
less resources into the Program should be investigated.

Also Ftecommended: Make Similar Needs Analyses Of Other Principal Arterials Anc

Minor Arterials.



PrK*io8 Bay

fouotue

Bethel

Horer

Kodiak

fairtunks

Pdlrer Saiyuy
\aldcr

Juneau

rordova Yakutat

Polecatur

Sitka

[Ketchikan

1972 STATE HIGHWAY PLAN
Existing Routes (1987)

Proposed Trunk Routes

Note: One Inch Equals 200 Miles

am



Expanding Slate Highway Service. Tho above plan ((1 expansion ol the State
Highway System ha3 no official status, hwas doveloped In 1972 by the Alaska Deparlmeni ot
Highways and It prasantsd hare to stimulate thinking about Alaska's future.

Many of the routes may not be feasible to build. The plan in its entirety Is beyond
the financial capability of Alaska. However, such routes as the Alaska Highway were probably
once thought Impossible. And a route to Prudhoe Bay was also beyond anyone's Imagination.
Is It time for Alaskans to again plan to open up more of their state by building first-phase,
primitive roads? Should major communities such as Nome and Bethel be connected to the
Stale Highway System? And should a highway be built north of Juneau to provide land
access between the state capitol and Alaska's largest city? And what route or routes would be
first priority?

Alaska's Strategic Location. Just as the National Interstate Highway and Defense
Systsm was conceived to tie together strategic points In the United States, a basic road

network for more of Alaska would also seem militarily important.
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Important Control Mechanism. Annually the ADOT&PF updates and publishes a six
year capital Improvement program. ft is the source document (or the scheduling ol
Improvement projects' preconstructjon engineering activities. Only those projects that are
lined in the six year program oan be let to contract. And only those listed projects can be
advanced to the design stage. Annually the proposed improvement projects are studied and
revisions made ru project priorities change and year-to-year scheduling shifts are (cund
necessary.

Stabilizing Influence. This master document ol long range planning has been
import. .1In stabilizing tho work activities ol the Department. No longer is it justifiable (or
Rigion or Division officials to insert unlisted projects Into their surveying, preliminary
engineering or design work programs, without prior official application for a change in the
capital improvement program.

Sources Of $2.0 Billion Frooram. The total dollar value of the projects listed in the
1888-1993 (Including a seventh year, 1087, which was added due to the late date in receiving
1987 Federal Aid Highway Program funds) is $1.06 billion. The Program anticipates that 69
percent of the funds will come from federal sources, 12 percent from the Stale General Fund,
9 percent from the International Airport Revenue Fund and 10 percent from other sources. The
other sources Includes equipment lease fees accruing to the Highway Working Japital Fund
for State Equipment Rest replacements. Also in the other catogory are funds that will be
reimbursed to the Department by other other agencies for both plan preparation and
construction. Lastly the other source of funds Includes International Airport Revenue bonds for
Anchorage and Fairbanks airport Improvements that are beyond that which can be financed

by International Airport revenues.

Planned Distribution Qf Funds. It Is estimated that $1.2 billion or almost 60 percent
of the total program of expenditure is for Improvements In the Central and Northern Regions.
However It should be noted that the $310 million (15.7 percent) that Is listed for statewide
expenditures includes all the state matches of federal funds (regarless of Improvement project
location), as well as planned expenses for State Equipment Fleet replacements, ths funds for

research and tho funds for transportation planning,
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Planned Program Of Accomplishment. The charts Indicate, In dark cross-hatched
linss, ths miles of Interstate, Other Principal and Minor Arterial Improvements to be
accomplished over the 1083 to 1094 period in each of the ADOT&PF Regions, that Is as listed
In the 1088-1004 Capital Improvement Program. Also shown are the miles ol those most
Important highways that according to ADOT&PF officials now (1987) meet standards of
tolerabllity as well as thoee highways that will remain defici :.:t or must wait to be Improved
until bevond the 1088-1004 planning period.

Mileage Summary. In sum, 1,254 miles are currently performing satisfactorily or are
In satisfactory oondition, while 365 miles are to be awarded to contract for improvement by the
end of fiscal year 1004. 722 miles will remain to be Improved In ensuing yoars.

Impressive Goal. Assuming that these figures are correct and that 50 percent of the
deficiencies on Alaska's most Important highways can be corrected by 1995, Alaska will be in
an enviable situation. It means that by July 1, 1994, 70 percent of Alaska's Interstate
Highways, Other Principal Arterlals and Minor Arterials and their urban extensions will be in
satisfactory condition. Few states In the nation are In a position to indicate that state their
highway Improvement programs will yield such positive results.

To Be Sure Make Needs Evaluation And Implement The Pavement Management
System. More accurate evaluation of the status of Other Principal and Minor Arterials is
necessary to confirm the facts and figures. Furthermore since pavement is a never-ending
challenge to keep In reasonably good condition, the ADOT&PF pavement management
system, that is currently being developed, will be an excellent tool for accurately and

continually monitoring progress or lack of progress in pavement status.
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34,9 Percont Of Design Work Bv Private Firms. Of the $25.4 million spent on design

In 1986, 34.0 percent was accomplished by private consulting engineering and architectural
lirma. Aviation, Including the dosign of airports and ancillary facilities, led the way with over
half (54 peroent) accomplished by private enterprise. In second place was the $2.6 million In
engineering analysis end design of buildings and facilities for other stale and local
government agencies. Only 16 percent of the combined highway and bridge designs in 1986
were accomplished by private engineering firms.

Most States Call On Outside Consultants, While some states, accomplish all
design work with atalo staff, most states rsserve some work for consulting engineering firms,
in some states consultants help out with the very straight-forward designs where the chance of
a communications problem between the state and the engineers ia small. However most
states reserve for private foroas complex bridge or urban highway work, where specialized
effort Is required. While some states aim for a specified portion of all work to go to
consultants, others reserve the '‘peaks' In design work load for consulting firms.

Recommendation: Set Consulting Engineering Policy. There Is always the debate
about which method, public or private engineering design and plan preparation, is most cost
eflective. Currently, the ADOT&PF lacks both the facts on public and private costs and a
policy on the use of engineering firms based on such facts. It is therefore recommended that
a consulting engineering policy be developed based on a cooperative effort by private and
ADOT&PF engineers to find comparable, public and private design and plan preparation

costs.

TOTAL CAPITAL IMPROVEMENTS, 1979-1986

Nortmrn 37.81

loutnon [*.St

cantri) 48.u
TOTAL: $1.5 Billion

Hon: Southitit ineludii Mrim Hlghaiy Syitaa.



MAINTENANCE AND OPERATIONS

TEACA
Rgga 1080 EXPCTCITURES IM MILLTOMS



Maintenance And Operations. Perhaps the most unrewarding work In the highway
industry is that of the people that are responsible for keeping our highways operable, safe and
In as near to their as-built condition as resources allow. In fiscal year 1986 the ADOT&PF spent
$91.3 million In maintenance and operation of highways, airports (excluding the international
Airp and Marine Highway System maintenance and operations), harbors, ferry terminals
and most state buildings.

Responsibilities. The above charts Indicate tho relative maintenance manpower
strengths of the three Regions and the split of maintenance and operations expenditures in
fiscal year 1986. Also shown are the broad mix of maintenance and operations
responsibilities, including lane-miles ol highway, airports and seaplane floats, buildings and
harbors.

Manpower. As ol June 30, 1987, the Department omployed 570 maintenance and
operations people down from 661 people at the same point in time in 1985. Based on 1986
survey Information from all state highway and transportation agencies In the nation, Alaska
ranked 49th In the nation In maintenance personnel per lane-milo of state highway.
Furthermore Alaska Is the only state whose maintenance forces must not only maintain
highways but also buildings and airports.

Maior Airport Responsibility. With 215 state-owned and maintained, land airports
and 45 seaplane floats, the ADOT&PF must not only ensure that the physical components of
the airports are safe but aiso the operational equipment (landing lights, signs and wind
Indicators) of airports are In safe working condition. This is a major responsibility, especially
where heavy snowfall may impede operations. Nevertheless, the ADOT&PF maintenance
foross are responsible for advising pilots as to safe or unsafe landing conditions. To further
oompound the problem, most (68.4 percent) of the airport maintenance and operation

function is contracted out to private Individuals or corporations in remote areas where the

supervision of work effort is difficult and cosily.

1-10

A vimmM 1

Force Spread Thin. The highway maintenance function Is divided into maintenance
districts. There are 85 maintenance stations, (one per area) each responsible for between 20
and 150 miles of road as well as the stats airport or airports within the area. Manning has
dropped to aa low as two people at some maintenance stations making It difficult to schedule
leav9. Sickness or Injuries sometimes mean snow removal operations must be stopped.
Overtime Is common. Al leave must be scheduled In the frost-free months. Not only does the
lack of flexibility hamper winter operations but summer crack sealing, mowing, brush cutting,

seal coating and ditch and culvert clearance operations are affected.

MAINTENANCE OF LAND AIRPORTS

TOTAL: 215 AIHPCFITS
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Stale Budget Constraint have Severely Impactod M&O. During the 1980 to 1988
period, maintenance and operations funds have variod from a low of $66.9 million in fiscal
year 1980 to a high of $91.3 million in 1086. The highway and aviation portion (about 80
percent) of M&O expenditures varied from $52.0 million In 1981 to $71.2 million in 1986.
Taking Into account Inflation and added lane-miles of highway responsibilities, fiscal year 1987
highway and aviation expenditures were 33 percent lower than seven years earlier. While
fiscal year 1988 highway and aviation funds are up $6.8 million over 1987 expenditures, in
terms of 1980 buying power and additional road responsibilities, 1988 budgeted funds are 25
percent less than spant In 1980.

Recommendation; Make A Highway And Aviation M&Q Analysis. While Federation
staff did witness highway maintenance problems In our cursory field checks, these visits and
Interviews were not sufficiently comprehensive to indicate the most cost-effective level of
highway and aviation funding. However It Is suggested that ADOT&PF staff establish a
maintenance management procedure (with adequate monitoring of actual use) to henceforth
gain accurate Information on maintenance resource management. Furthermore it Is
suggested that optimal, minimum and several Intermediate lovets of service for all
maintenance management activities be established and these service levels be used as a
basis for publio debate on the ADOT&PF service level to be provided. The analysis should
provide estimates of the oost of each service level along with the benefits and consequences.

Maintenance Facilities Excellent. In the field evaluation of Alaska's roads it was
noted that ADOT&PF maintenance stations were at least as good and in many cases better
than others in the nation.

federal Concern For Highway Maintenance. While fedora) aid highway funds are
not available for highway maintenance, the Federal Aid Highway Act (Title 23) mandates that
states adequately maintain all highways that were built or upgraded with federal aid highway
funds. In fact the law stipulates a holdback of federal funds if it is found that a state highway

or transportation department Is not adequately maintaining such highways.
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Highway Research A Must In Alaska, No where else in the nation is it as necessary
as in Alaska to use materials on hand In road building. The cost to transport rock to remote
places tor the construction of highway subgrades is often prohibitive. Curing of bituminous
pavement and concrete structures is difficult in the extreme cold of the Arctic as well as the
extrema dampness of Southeast AlaSka. Obtaining a stable, hard-surface highway over
permafrost Ice - that la subject to melting due to the heat-absorbing nature of bituminous
materials - Is a construction challenge. To meet these and many other problems, Alaska's
highway designers must rely on research and researchers to find cost-effective solutions.

Research Program Lew Than One Third Of One Percent QI 1995 ADQT&PF
Program. In 1986 *1.7 million were appropriated for ths ADOT&PF Research Program, or
about 0.3 percent of the *525 million of ADOT&PF fiscal year 1986 expenditures. By private
industry standards, the ADOT&PF research effort is extremely low.

Comparable To National Averages. Nevertheless, the proportion of transportation
fund devoted to research is roughly comparable to the nationwide average. Total nationwide
highway research spending in 1986 was 0.2 percent of nationwide highway spending.

Fortv-four Percent Federal Funds. Two federal programs - Highway and Energy -
provided 44 percent of 1986 ADOT&PF Research Program funds. The remaining 56 percent
were appropriations of Alaska's General and Capital Funds.

Research Section Located At University of Alaska. The 14-person Research Section
of the ADOT&PF is headquartered on the main campus of the University of Alaska in
Fairbanks. Both the University's and the ADOT&PF Research Programs benefit from this
association. Fourteen other states hove similar joint transportation department and University

research efforts.

Research Committee Sets Programs. While the Research Program is administered
by the ADOT&PF Northern Region, representatives of each regional offices, the headquarters
office and the Marine Highway System meet to monitor progress and to consider additional
needed research.

Two Important Recent Contributions. After six years of investigation and testing by
the Research Section, radioluminescent runway edge lighting has become operational. This Is
vitally important to Alaska's remote communities where lock of electric power has hampered
sale airport operations.

The Falling Weight Dellectometer was tested by the Research Section and made
available to designers in 1981. This machine simulates the Impact upon pavement of a
moving truck. The machine not only enhances the design of pavemonts and subgrade but is
an Important tool In assessing possible pavement damage due to heavy truck passage during
spring thaw conditions.

Other Ongoing Research. As of January 1, 1988 there were 24 research projects
going forward to improve: highway design, operations and maintenance; airport operations
and design; building design and energy supply; harbor design; coastal navigation; ferry hull

design; communication systems; and air quality measurement.
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CHAPTER 1V

MANAGEMENT AND PRODUCTIVITY

A Review of the Alaska Department of Transportation and
Public Facilities Organization as it Compares with other State
Highway and Transportation Departments. The Size of the Staff as
Compared with total State of Alaska Employees. Salary
Comparisons with other Western States are shown. The Status of
Capital Project Clean-up is reported, as is the Status of the

Highway Equipment Working Capital Fund.



1956:

1959:

1960:

1962:

1964 :

1967:

1970:

1971:

1971:

Major Milestones of Alaska

1) Federal highway funds made available
to Alaska

2) Statehood - transfer of public works
(including highways) from federal to
state jurisdiction.

3) Marine Highway System formed.

4) Alaska Department of Highways
separated from Alaska Department of
Public Works.

5) Extensive earthquake damage to roads.

6) Alaska Highway (ALCAN) completely
paved (Alaska portion).

7) Federal Highway Act allows highway

funds to be used for ferry upgrading.

8) Local Service Roads and Trails
Program implemented.

9) Parks Highway completed.

1974

1977

1979

1981:

1982:

1982:

1985:

1986:

Highway Program

10)

11)

12)

13)

14)

15)

16)

17)

Dalton Highway opened by oil
companies.

Alaska Department of Transportation
and Public Facilities formed.

Oil revenues generate majcr expansion
in transportation capital
expenditures.

High point in contract awards, $260.7
million (highways $157.2 million).

Regionalization of ADOT&PF.

Alaska Interstate Highway System
designated.

Last appropriation for Local Service
Roads and Trails Program.

High point in Highway and Airport
Maintenance and Operations
authorizations, $71.2 million.



Alaska's road program and its management has soen some dramatic changes over
the past 30 years; more so than any state highway or transportation agency in tho nation.
From the perspective ot this Fleview, the most significant milestones or events are shown
above.

Two Important Management Decisions. The formulation of the Alaska Department
of Transportation and Public Facilities in 1977 and ths regionalization or decentralization of
Program control In 1982 war* most important changes. Bringing all state transportation
agencies into one organization was certainly an important management decision from both
the perspective of the Governor and the Legislative. Transferring much of the control to the
Regional and Division Directors was a decision that lessened the Commissioner's and
headquarters' staff roles and gave great latitude and flexibility to the Ftegion and Division
Directors.

Highway Program “Weathers The Storm'. Whenever a strong program such as the
Slate Highway Program Is combined with other efforts such as Public Facilities, the weaker
program Is usually strengthened and the strong program loses some of its stature.

While this has been the case in some states, we conclude that the State Highway
Program has not suffered In Alaska. The improvement and maintenance of highways romains
as one of the most Important issues for the Commissioner, the ADOT&PF headquarters' staff
and ths Regional staff. The responsibility for public facilities, the International Airports,
other state airports, harbors and the Marine Highway System has not eclipsed the highway
responsibility. The decision to combine these agencies and functions with the Highway
Department and the highway functions was a good one and it should stand.

Regionalization Also Sound Decision. The decision to allow the Regions and
Divisions greater control over the ADOT&PF Program and particularly the Slate Highway

Program was also logical and beneficial.

However, as discussnd In Chapter Il and I, the ADOT&PF headquarter staff needs to
strengthen both its roll of providing policy direction to the Regions and Divisions and its role
of monitoring program status and progress. To accomplish this, the ADOT&PF budget should

be increased to allow additional staff In the headquarters' offices.



ALASKA

DEPARTMENT OF TRANSPORTATION

AND FUBLIC FACILITIES



Management Instability. One of the probleme of the previous Department of
Highways and now the Department of Transportation and Public Facilities Is the rate of
turnover at the top two levels of management. Since 1B77, the ADOT&PF has had six chief
executive officers. Communications, plans, programs and policies all go through transition aa
the new team of managers moves Into their function and responsibilities over a large
organization with a large budget

Bright Future. For the first time In recent years, the Commissioner was selected In
early 1087 from within the ranks of the ADOT&PF and this has tended to provide “ability at a
time when It was most needed. He has taken over with a minimum of confusion and has
brought people with professional end technical experience to key positions.

Organization. The above organization chart depicts the lines of responsibility as
they stood in late 1087. However, the Commissioner has a mandate to report to the
Legislature in January 1988 on his recommendations for reorganization.

-Dtiftrsncei Between ADOT&PF And Other Slate Highway And Transportation
Aflsncitt. The following are a list of notable differences between the ADOT&PF organization
and the other state transportation and highway agencies:

1 Moat states have appointed boards or commissions to advise and assist the
departments' chief executive officers on policy matters.

2. The ADOT&PF Is the most comprehensive state transportation agency In tho
nation. Most state agencies are chiefly highway departments with only minor rolvu In
administering federal and state grants for aviation, mass transportation, waterways and
railroad Improvements, with no construction, operational and maintenance responsibilities for
the othenthan-hlghway-tronsportatlon modes.

3. Most state agenolea have a cadre of senior highway construction, mainteniutoe
and design engineers In the headquarters office that set policies and procedures to guide
region, division or district staff. These people also monitor field activities and provide

technical edvioe. The ADOT&PF tacks such headquarters' expertise in all areas.

4. The budget finance office Is not normally at the deputy level. However, It Is
obvious with ADOT&PFs accounting problems why this office is positioned aa It Is.

5. In Alaska, each Region office operates similarly to an Independent state highway
agency with planning, contract letting, personnel, training functions, as well as the
maintenance, construction Inspection and design functions normally found In regional,

division or district offices.
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ADOT&PF Complement Has Remained Level While Oilier Agencies Ajo Up Bv 45
Porcent. According to ADOT&PF personnel files and the (iloa of the Alaska Department of
Administration, the state had 10,303 employees on the payroll as of the end of January 1987
and the ADOT&PF 2,916, or 28 percent of the total State complement. However, while the
total of the other state agencies Is 45 percent above 1977 manpower levels, the ADOT&PF
overall complement has remained virtually unchanged over the 1977 to 1987 period.

Overall ADQT&PF Productivity Uo. Total employees have remained constant.
Discounting the affects of Inflation, ADOT&PF* 1987 funds were only marginally ahead of
1977 funds (see page 1-8). At the same time, travel has greatly increased as has lane-miles of
highway, both of which Increase the workload, particularly of maintenance force. It is therefore
concluded that ADOT&PF staff productivity has Increased over the 1977-1987 period.

Engineering And Marine Highway Positions Mrst Prevalent. The charts at right
indicate: l) the location of the 1987 ADOT&PF authorized permanent complement and 2) the
functions of 2,727 employees that were on the payroll as of April 1987, a point in time when

vary few temporary or seasonal employees were employed.
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PERSONNEL ANALYSES

FULL TIHE TOTAL
POSITIONS POSITIONS
POSITIONS PER $1 MILLION OF IMPROVEMENTS
DESIGN S CONSTRUCTION
jp POSITIONS PER 100 LANE MILES OF HIGHWAY
CENTRAL NORTHERN SOUTHEAST

REGIONS

MAINTENANCE S OPERATIONS

CENTRAL NORTHERN SOUTHEAST
REGIONS



Preliminary Judnmonl:  Productivity Ugliest In Central & Northern Regions.
Preliminary judgments about raglon-to-rogion employoe productivity can ba judged by the two
charts However, other (actors must be considered In making final judgments. With tho
fewest milee ol highway to maintain and the lowest share of highway improvement funds, the
Southeast Region must maintain, a minimum force that does not necessarily relate to
workload.

Impact of Retirement Prooram. As , .January 31,1987, the ADOT&PF had lost 142
people to the statewide retirement Incentive program offered by the Legislature. Two early
analyses of the effects of these retirements are shown at tho right. Other conclusions are as
follows:

1 54 percent of the retiroes' positions were left vacant or abolished.

2. $1.37 million of wageu were saved in fiscal year 1967.

3. Costs to the State of Alaska for offering early retirement are spread over a four
year period and amount to $4.2 million. This compares to four-year, wage savings of $5.4
million.

By the end of the fiscal year cutoff period, 355 ADOT&PF employees took advantage
of the RIP program.

Young ADQT&PF Work Force. In part due to the reduction in personnel program
and in part due to the generally youthful nature of Alaska's population, the ADOT&PF is judged
to be the most youthful of the nation's state highway and transportation department
employees. With a retirement program that allows full retirement after 55 years of ago with at
least five years of service, it was observed that very few people stay beyond age 55.

Furthermore, no other state can boast a commiss.on executive staff all under the age of 45.

V-4

RETIREMENT INCENTIVE PROGRAM

Position Refilled 43.1S

Positions deleted B.3X

Position Left Vacant 43.6X
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Salaries And Benefits Generous. Whilo the incentives lor retirerr ent are go*1, the
Incentives lor making the ADOT&PF a career are high. This page and the next shew the 1986
average monthly salaries of seven categories of ADOT&PF staff as they compare to their
counterparts In the other Western States. Note for each category of employee that the Alaska
earned salary Is compared with the 0 highest (only) of the other 17 Western Slates. The survey
results are as reported by the American Association of State Highway and Transportation
Officials.

Comparability. Note also that the categories were limited to thost categories of
ADOT&PF employees that had reasonable comparability with other states. Where it was
deemed that ADOT&PF personnel of the same job title as their Western State counterparts had
different functions, the category was eliminated.

Alaska Cost of Living Is Between 36 and 43 Percent Higher. Based on ths January
1987, 'Cost of Living Index' published by the American Chamber of Commerce Research
Association, the cost of living In Alaska cities is between 36.4 percent and 43.5 percent higher
than the average for all U.S. cities. These facta and Alaska's 1985-1987 economic transition
should be considered when assessing the current applicability of ADOT&PF salaries.

Salary Issue Brought Forth Because Of The 1587 Debate. The facts are included in
this reviaw largely because of the debates in 1987 between government representatives that
are trying to cope with Aiaska'a sudden drop in revenue resources and the public employee
unions that are working hard to maintain current wages.

Federation's Position. In moat of the other stato highway programs reviewed to
date, the Highway Ueera Federation found that salaries were low when compared with the

responsibilities Involved, in Alaska, however, we find the salaries consistent with the need to

attract and retain capable peoplo.
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Highway Maintenance Workers. The group of ADOT&PF employees that appear to
bo most out of line with their counterparts in Western States, are the highway maintenance
workers. However, In Alaska’s case most highway maintenance employees are expected to be
skilled heavy equipment operators, while for the most part the average highway maintenance
employee in other states is not expected to have such skills. Furthermore, Alaska's salary
differentials for remote locations have a considerable Impact on maintenance worker salaries.

Transportation Planners. ADOT&PFs 12 transportation piannara also appear to have
abnormally high salaries in comparison with their counterparts In other Western States.
However, in the context of Alaska's decentralized program and unlike other state highway and
transportation programs, each ADOT&PF Region as well as the headquarters office, has a
transportation planning staff that maintains important public liaison functions. As in all States,
ADOT&PF transportation planners are the koy group for pinpointing highway deficiencies,
nseds and priorities, making environment assessments and

setting improvement

accomplishing preliminary engineering functions.
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Facilities. Not only are the salaries and benefits conducive to maintaining a highly
trained and motivated staff, but the working conditions In shops, laboratories and offices
appear to be an Important asset to the Program, with some exceptions.

Reoional and Headouarters Offices Good. Tho headquarters office facility as well as
the regional offices In Fairbanks and Anchorage are excellent and provide good working
conditions. Tha facilities In Nome and Valdez were viewed as adequate.

Southeast Hection Headouarters Functions Need To Be Consolidated. The
Southeast Region staff are divided between two officen, eight miles apart. In order to be
effectively managed, the Southeast Region headquarters staff noeds to be consoidated in a
tingle building.

More Space Needed For Marine Highway System Staff. It was observed that among
all the ADOT&PF offices visited, those of the Alaska Marine Highway System were most
cramped for space. Kls therefore recommended that a space allocation plan be developed
for AMHS headquarters staff, and that either the existing AMHS building be expanded or that

another suitable building be found to meet AMHS space allocation needs.
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Capital Pfoieci Cloan-uo. For « number ol years the ADOT&PF has found it dillicult
to accurately account lor and report the financial status ol its Capital Improvement Program
(CIP). The Increase In project appropriations during the early 1980'a coupled with the then
new decentralization policy, frustrated tho Department's efforts to gain and retain accounting
for the costa of preconstruction engineering activities, right of way costs, construction progress
payments and the other elements of the CIP Program.

Objectives. Ths Capital Project Clean-up offort is designed to accomplish the
following objectives:

1. Restore confidence in DOT&PFs ability to effectively manago capital
improvemant projects.

2. Use the State's accounting system (AKSAS) to control and accurately report the
status of improvement projects.

3. identify appropriation adjustments needed to correct the ADOT&PFs financial
data base.

4. Develop a management reporting system for preconstructing engineering and
construction projects.

5. identify and develop needed policies, procedures and training.

Status. The original CPC effort (January 1984 through June 1985) produced an
interim report to management based upon project and appropriation data as of June 30,1985.
This report revealed the current status of all ADOT&PF projects. However, the
recommendations In the report were never implemented. Additionally, the accounting data
base In AKSAS was not adjusted to reflect the proper financial balances as of that date.

In January of 1987, the Department gave Its 'highest priority* to the current CPC
effort. In April the Department produoed a preliminary status report of ail of its capital
Improvement projects, as shown graphically above.

-1987. Findings. The report Identified over 3,343 projects with a authorized dollar

value of $3.2 bWUon. 1,617 are highway projects with a $1.8 billion dollar value.

While the majority of these projects are cited In specific legislation, the remaining
projects are authorized by agreements with othar agencies and are composite, non-project-
specific appropriations such as for highway planning and highway research. The report
provides the current status of each project in terms of level of completion, the project budget,
the unexpended balance, the cost to complete and tine oost to cancel tite project.

Overspending Found. The reported *coat to oomplete* (determined by project
managers) exceeded the programmed balance by approximately $144 million Indicating that
an additional $144 million is needed to engineer and build the projects.. ADOT&PE officials
anticipate that the final amount will be substantially less, following an accurate assessment of
actual financial data.

The 'coat to cancel* element includes reimbursement of Federal Aid Highway
Program receipts for projects that were stoppod before the improvement was awarded to
contract.

The ADOT&PF indicates that the CPC effort wili be completed In June 1988.
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Among the many responsibilities ol the ADOT&PF is the management ol the 6,517
vehicles and equipment that are leased to ADOT&PF (orces and 18 other divisions of state
government. Among the vehicles are car6 trucks, road graders, bulldozers, asphalt heating
pots, sanders, snow plows and fire trucks. Alaska statutes state that the ADOT&PF shall
’supervise and maintain ail state automotive and mechanical equipment*. A special Highway
Equipment Working Capital Fund was established to receive leased (unde and to expend
appropriations from the Fund for maintaining, repairing and replacing the $117.7 million (1987
vcJue) ol vehicles and equipment.

HEWCF Low On Resources. The October 1987 draft of an audit of the state
equipment fleet and ADOT&PF management procedures Indicates the current HEWCF
balance Is Inadequate to assure that needed vehicles can be replaced in order to sustain a
modern and efficient fleet.

Main Problems Cited: Management Decisions To Reduce Lease Rales and
legislative Transfers Of HEWCF Funds To General Fund. Lease rates were set previous to
1986 to establish funds for replacements after careful analysis of expected future service lives
of the vehicles and equipment. However, a steep reduction in the rates (49 percent) was made
In FY 1987 to reduce state agencies' operating budgets in a time of fiscal crisis. Also because
it was perceived that HEWCF fund balances were too high, the Legislature appropriated $62.7
million of HEWCF over the 1983 to 1987, five year period for other than State Equipment Reel
purposes.

Replacements Being Put Off. As of the audit rept't date, HEWCF balances have
allowed only 75 percent of the scheduled fiscal year 1986 replacement to be made and almost
none of the vehicles scheduled to be replaced in fiscal year 1987. The result: an aging fleet.

Recent ADQT&PF Steps. Two steps were taken in 1987 to resolve state equipment
fieri problems. One, lease rates were again raised. And two the ADOT&PF appointed a task

force to review and make recommendations regarding state equipment fleet problems.
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FOR SAFETY AND MOBILITY
1776 Massachusetts Avenue. N.W.
Washington. D C. 20036



Alaska B>tate 1Cegislature

House of Representatives

5 L

Committee on Transportation stTclpLi

Juneau, Alaska 9981
Rep. Bette Cato, Chairman (907) 465-4858

(Press Release: Juneau, January 22, 1988)

ALASKA HIGHWAY PROGRAM REVIEWED

The Alaska Department of Transportation and Public
Facilities continues to improve service to Alaskans, despite
being the nation®"s most comprehensive state transportation
department, according to a report released today by the
Highway Users Federation.

Unlike most state transportation departments, which
concern themselves mostly with highways, the report says
Alaska®"s department maintains a system of 5,542 miles of
state highways, two international airports, 215 regional
airports, and a nine ship ferry system.

These special demands on the department are a major
factor in the findings and recommendations included 1in the
report titled "Alaska Highway Program Review."

Although Alaska is the nation®s largest state, only
three other states - Delaware, Hawaii and Rhode Island -

have fewer miles of public road.
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Alaska leads the nation in the ratio of Federal-aid
Highway Program money received compared to actual highway
user fees paid. Between 1956 and 1985, Alaska received
$2.2 billion federal dollars while contributing $256
million, a nine to one ratio.

Yet state highway users taxes, such as trucking and
state gasoline taxes, have remained extremely low in
comparison with other states, the report says. While
highway user taxes cover all of highway program costs 1in
most states, Alaska®"s highway user taxes meet only one
percent of its highway program costs.

Because the state maintains a higher proportion of
minor roads than most states, roads of major significance
must compete with local roads for scarce state highway
funds. The analysis recommends that local governments
increase their role in maintaining minor roads, so the state
can concentrate its funds on more important routes.

Despite its tremendous dependence on transportation
facilities, Alaska lags behind most states in the number of
maintenance employees per lane-mile of highway.

The 59 page report also cited the need for more
centralized planning and system analysis so that Alaskans
can better manage their overall transportation priorities.

The department is essentially spit into three regional
offices, which determine their priorities after a geographic
apportionment of funds. This hinders the department from

setting overall transportation policy directions.



The Highway Users Federation, a private sector road
transportation organization with affiliated business
coalitions in every state, 1is conducting highway program
reviews throughout the county at the request of state
transportation authorities and highway user groups.

The report 1is available from the House Transportation

Committee of the Alaska State Legislature.
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LEGISLATIVE AFFAIRS AGENCY

CONTRACT BETWEEN

STATE OF ALASKA
LEGISLATIVE AFFAIRS AGENCY

AND

HIGHWAY USERS FEDERATION FOR SAFETY
AND MOBILITY
1776 Massachusetts Avenue, N.W.
Washington, D. C.

CONTRACT AMOUNT: $60,000

JThe parties to this agreement, made and entered into this 30~- "day of
, 1987, are the Legislative Affairs Agency, on behalf of the
House Transportation Committee, (hereinafter referred to as the
"Agency") and Highway Users Federation for Safety & Mobility, a
nonprofit corporation, (hereinafter referred to as the "Consultant™).

THE PURPOSE OF THIS AGREEMENT 1is to provide the House Transportation
Committee with a review of the Alaska highway systenm.

CLAUSE 1 - STATEMENT OF WORK
The Consultant shall:

(A) review the Alaska highway system to study the manner 1in
which the highway system of the State and its
administration, maintenance and planned improvements meet
and may continue to meet the needs of the highway using
public in the State;

(B) work with the Alaska Department of Transportation and Public
Facilities and a study advisory committee established for
the contract by the House Transportation Committee, under
the oversight of the House Transportation Committee; and

(C) prepare a detailed report of the Consultant®s findings and
recommendations for use by the legislative, administrative,
and other public leaders of Alaska and a second report for
distribution to the general public highlighting the findings
and recommendations.

CLAUSE 11 - PERIOD AND DATES OF PERFORMANCE AND TERMINATION

The work under this contract shall be performed from November 17, 1986
through December 31, 1987.
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CLAUSE 111 - PROJECT DIRECTOR

The Project Director shall be Pvepresentative Bette Cato, Chair of the
House Transportation Committee.

CLAUSE IV - COMPENSATION AND METHOD OF PAYMENT

(A) For the work specified in this contract the Consultant shall
be:

(1) ~compensated Forty Thousand and No/100 Dollars
($40,000.00) for the Consultant®"s services; and

(2) reimbursed for:

(a) travel expenses in the amount of Fifteen Thousand
and No/100 Dollars ($15,000.00); and

(b) other expenses, including publication expenses, in
the amount of Five Thousand and No/100 Dollars
($5,000.00).

(B) If payment is not made within 90 days after the payment
becomes due under this contract, the Agency shall pay
interest on the unpaid balance of the billing at the rate of
1.5 percent per month from the date payment becomes due to
the date the payment is made. A payment is considered made
on the date it is personally delivered or mailed to the
Consultant.

(C) The payments under this clause are conditioned on the
Consultant submitting billings with available receipts and
the Project Director approving the payments.

(D) Total payments under this contract, 1including reimbursement
for expenses, may not exceed Sixty Thousand and No/100
Dollars ($60,000.00).

CLAUSE V - RECORDS. DOCUMENTS. AUDITS

The Consultant shall maintain accurate records, including detailed
time records, as may be required by the Project Director. The records
are subject to inspection by the Agency or the Project Director at all
reasonable times. All documents, reports and writings generated as a
consequence of work done under this contract shall become the property
of the State of Alaska and, upon completion of the work or at the
termination of this contract, shall be delivered to the Project
Director.

CLAUSE VI - WORKERS®™ COMPENSATION INSURANCE

During the life of this contract, the Consultant shall provide and
maintain for all employees of the Consultant engaged in work under
this contract, workers®™ compensation insurance as required by AS
23.30. The Consultant shall require any subcontractor to provide and
maintain workers®™ compensation insurance for the Consultant®"s
employees doing work under this contract.
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CLAUSE VIl - CERTIFICATION

Execution of this contract by the Executive Director or his designee
hereby constitutes a certification that funds have been appropriated
and encumbered for the amount of this contract.

CLAUSE VIIlI - INDEMNIFICATION

The Consultant shall Indemnify, save harmless, and defend the State,
its officers, agents and employees from liability of any nature or
kind, 1including costs and expenses, for or on account of any and all
legal actions or claims of any character whatsoever resulting from
injuries or damages sustained by any person or persons or property as
a result of any error, omission or negligence of the Consultant
relating to its performance of this contract.

CLAUSE IX - ASSIGNMENT

This contract may not be assigned to another party unless in writing
and signed by all the parties to the contract.

CLAUSE X - MODIFICATION AND PREVIOUS AGREEMENTS

This agreement replaces the 11-17-86 agreement between the Consultant
and Representative Cato for the House Transportation Committee. This
agreement contains all the terms and conditions agreed upon by the
parties. No other understandings, oral or otherwise, regarding the
subject matter of this agreement shall be deemed to exist or to bind
either of the parties to this agreement. This contract may not be
modified unless in writing and signed by all parties to the contract.

IN WITNESS WHEREOF, the parties have executed this agreement on
the dates indicated below.

CONSULTANT STATE OF ALASKA
LEGISLATIVE AFFAIRS AGENCY

Executive Vice President Executive Director

Tfflc 1D No. ,$ 3 - £>334

Accepted: Approved as to form:
REPRESENTATIVE BETTE CATO Date

Chair, House Transportation Division of Legal Services

Committee
Accepted:
o -
"RESENTATIVE BE) SENDORF Date

Speaker, House of Representatives
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ALASKA HIGHWAY PROGRAM REVIEW

Major Findings —-- Program Strengths:

1.

10.

Alaska ranks among the best nationally in bridge

CONDITIONS.

Alaska"s traffic safety record is on a par with the

REST OF THE NATION.

Anchorage s arterial street and highway improvement

RECORD IS IMPRESSIVE.

Cooperative, public/private highway finance plans
have been important to Alaska®s highway

DEVELOPMENT .

Federal support has been and remains a vital Tfactor

in Alaska"s highway development.

A recently initiated 6 year program of

transportation modernization has brought relative

STABILITY TO STATE HIGHWAY PROGRAM MANAGEMENT .

The Marine Highway system is unique and the service

good .

Alaska® major airports are in excellent condition,

AND GOOD PROGRESS 1S BEING MADE IN UPGRADING SMALL
AIRPORTS.

The ADOT&PF staff is the most youthful 1i1n the
NATION THEREBY PROVIDING AN EXCELLENT BASE FOR
DEVELOPING FUTURE LEADERS.

The PAY AND BENEFITS PLAN AS WELL AS THE OFFICES
AND MAINTENANCE FACILITIES ARE AMONG THE BEST IN
THE NATION, AND THESE FACTORS CONTRIBUTE TO A
STABLE AND DEDICATED ADOT&PF WORK FORCE.



Major

1.

ALASKA HIGHWAY PROGRAM REVIEW

Findings —-- Concerns:

Roadway preservation ac .v/ities have been cut to

THE POINT WHERE ALASKA MAY NOT NOW BE GAINING THE
MAXIMUM SERVICE LIFE FROM HIGHWAY IMPROVEMENT

INVESTMENTS.

The ADOT&PF maintenance manpower level has TfTallen
TO THE POINT WHERE THE RESULTING REDUCTIONS IN SNOW
AND ICE REMOVAL ACTIVITIES SOMETIMES CREATE
HAZARDOUS CONDITIONS AND INCONVENIENCE MOTORISTS.

Because Alaska®s State Highway Program lacks a
DEDICATED FUND SOURCE, IT IS DIFFICULT TO SET A
LONG RANGE PLAN FOR SYSTEM MODERNIZATION, PAVEMENT
UPGRADING, AND SYSTEM EXPANSION.

The state is looked to for the finance of local
ROAD NEEDS, THEREBY DILUTING THE EFFECTIVENESS OF
the State Highway Program in meeting maintenance
AND MODERNIZATION NEEDS OF RURAL AND URBAN ROUTES
OF STATEWIDE SIGNIFICANCE.

While decentralized control of Alaska’'s
TRANSPORTATION SYSTEM IS NECESSARY, THIS MAKES IT
MORE DIFFICULT THAN IN OTHER STATES FOR ADOT&PF
OFFICIALS TO DEVELOP AND APPLY UNIFORM POLICIES.
The paucity of technical staff in the ADOT&PF
HEADQUARTERS OFFICE FURTHER COMPOUNDS THE PROBLEM
OF BOTH DEVELOPING SUCH POLICIES AS WELL AS THE
MONITORING OF POLICY IMPLEMENTATION.

There is a need to develop better information on
THE CONDITION AND PERFORMANCE OF ALASKAT™S
TRANSPORTATION SYSTEMS AND THE ADEQUACY OF FUNDS TO
MEET THE NEEDS.
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COMMITTEE Subject of meeting

House Transportation Committee A Presentation by Highway I"sers Federation

President Mr. Les Lamb and HUF State Manager
January 22, 1988 of Transportation Studies Mr. Marshall Peed
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