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Foreword

This report was prepared by 
Apogee Research, Inc., 
under the direction of the 
AASHTO Special Committee 
on Economic Expansion and 
Development, and was 
approved for publication by 
a mail ballot of the

Committee on November 8, 
1990.
The case studies in this 
report which demonstrate 
the relationship of 
transportation investment 
and economic productivity

are drawn from more than a 
hundred identified by a 
survey of the AASHTO 
member departments, and 
the Federal Highway 
Administration.
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The U.S. and 
the New Economy 
of the 1 9 9 0 s
As we rapidly approach the 
21st Century, the U.S. faces 
new economic challenges at 
home as well as abroad.
Our economy is no longer 
self sufficient. Rather we 
now depend on a global 
economy, w! ‘re foreign 
trade in goods and services 
totals some one-fourth of 
our economic activity.

Too often we lag in the 
competitive battles with our 
largest economic rivals.
Our annual trade deficit 
exceeds $100 billion a 
year— larger than the 
economy of many countries. 
New rivals appear regularly, 
such as a united Germany 
and the new economic 
strength of the European 
Community when trade 
barriers fall in 1992.

At home, growth in 
consumption continues to 
outpace savings, making it 
difficult to increase invest­
ment in new capacity and

technology. Growing 
concern over quality of life 
issues, such as the 
environment, divert atten­
tion and resources from 
traditioiud economic answers.

At the same time, the United 
States has become a debtor 
nation, dependent on a 
steady flow of cash from 
other countries to finance 
government spending as 
well as much of our 
domestic investment.

Answers to these challenges 
are beginning to appear in 
the form of an economy that 
emphasizes practical 
innovation, attention to 
quality, renewed investment, 
and recognition of the 
global marketplace. Indeed, 
these same watchwords are 
used by our most direct 
competitors.

Not surprisingly, many 
business leaders and 
economists are calling for

more effective use of our 
labor and capital 
resources— in other words, 
improved economic 
productivity— as the key to 
future economic growth. 
Unlike the past when rapid 
labor growth or access to 
new raw materials were the 
economic forces that drove 
growth, productivity gains 
now generate some 80 
percent of the nation’s 
economic growth.

The key role played by 
improved productivity in a 
modern economy can be 
seen through what may be 
called the “circle of 
economic growth and 
productivity". Very simply, 
new capital investment 
serve, as a catalyst for 
research and development 
and a series of 
improvements in new 
technology and management 
techniques (Figure 1). As 
described on page 3, new 
evidence shows the vital role



Figure 1 
CREATING ECONOMIC GROWTH

Growth in Productivity is Key to Economic Growth 

Capital investment is Key to Productivity Growth

played by investment in 
transportation in stiiiuihitini* 
this “circle of growth".

Given the clear importance 
of productivity, it is disturbing 

' : rate of growth
in economic productivity has 
fallen to half vvhat it was just 
20 years ago—  only 1.4 per­
cent a year versus 2.8 per­
cent annually in the 1960s.
A drop of 1.4 percent a year 
sounds minuscule, but even 
small changes have dramatic 
effects on a five trillion 
dollar economy.

Lower productivity affects 
everyone— workers, 
managers, and consumers 
alike. For example, twenty 
years of productivity gains at 
2.8 percent a year, rather 
than I.h percent, means a 
more than ~tO percent 
increase in output per 
worker. Such gains 
translate directly into higher 
wages.' V,' , f" ,anda 
better standard of living.

07138889

16276740



importation: Key to a Better Future

Transportation 
and 
Economic Growth

“le s s  than one 

p e ; cent o f  the 

n ation ’s  econom ic 

resources (0 .75  

percen t) a re  invested 

in tran sportation  

each y ear , abou t h a l f  

that o f  ju s t  2 5  y ears  

a g o . Recent 

fin d in g s show that it  

is  probab ly  not a  

coincidence th at the 

n a tio n ’s  ra te  o f  

growth in 

productiv ity  has 

been cut in  h a l f  a t  

abou t the sam e tim e 

that the level o f  

n a tio n a l resources 

devoted to 

investm ent in  

in frastructu re has 

dropped sharply. ”

Just as we search for new 
answers to tiiis broad array 
of challenges, there is 
growing recognition that 
traditional tools such as 
investment in transportation 
and other public works can 
once again provide a 
powerful force for 
stimulating economic 
growth and productivity.

Less than one percent of the 
nation’s economic 
resources (0.75 percent) 
are invested in 
transportation each year, 
about half that of just 25 
years ago (Figure 2),
Recent Findings show that it 
is probably not a 
coincidence that the nation’s 
rate of growth in 
productivity has been cut in 
half at about the same time 
that the level of national 
resources devoted to 
investment in infrastructure 
has dropped sharply.
Indeed, reversing the recent 
national trend toward

r//.vinvestment in public 
works appears likely to help 
solve far broader economic 
problems.

Transportation affects our 
daily lives more than almost 
any other public service. It 
determines how we get to 
work and where we live; it 
affects the cost of what we 
buy and the profitability of 
our local businesses; it 
makes it possible to 
compete in world markets 
just as it provides access to 
products from distant 
points; it is a major force in 
our quality of life, making it 
easier to visit friends and to 
enjoy leisure activities.

Good transportation 
obviously has more lasting 
importance as well. This 
link be tween transportation 
and future economic 
strength was most obvious 
in earlier times when 
shipping lanes, post roads, 
and canals connected the
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Figure 2
GOVERNMENT INVESTMENT IN TRANSPORTATION 

HAS DECLINED AS A PERCENTAGE OF GNP

1.2%

0.4%

1960-63 1964-67 1968-71 1972-75 1976-79 1980-03 1984-87

Years

colonies. Later in ilie 19th 
Century, the transcontinental 
railroads became a 
conscious national tool used 
to speed the development of 
the West.

In the 2()ih Century, a 
national and regional 
network of roads and 
bridges became the leading 
force for economic growth. 
Starting more than "0 years 
ago. the federal government.

in partnership with the 
states, built a high quality 
national road system 
including the Interstate and 
Defense Highway System. Of 
course, today's transport 
system is more than just

* r
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“Inadequate governm ent in frastructu re can 
impede im provem ents in  productivity 

growth

“Taking advantage o f  productive 
opp ortu n ities to  m ain ta in  an d  im prove the 

in frastru ctu re  is  an  im portant p a r i  o f  

fe d e ra l, s ta te , an d  lo c a l governm ent p o lic ie s  

to  ra ise  econom ic grow th.”

M ichael Boskin, Chairman o f  the Council o f  
Economic Advisors 

Economic Report of the President, 1990

roads and bridges. It 
includes an inter-connected 
network of airports and 
control towers, urban mass 
transit, inter-city railroads, 
;uid ports and harbors.

But transportation is not just 
a tool for opening up new 
regions for economic 
development. Indeed, an 
effective transport system 
may play an even more 
critical economic role in a 
modern, time-sensitive 
economy than it did 100 
years ago.

Transportation will always 
play a leading role in 
helping business to reduce 
the costs to produce and

distribute goods and 
services. With new 
production methods such as 
"just-in-time” (JIT) 
manufacturing, however, 
failure to deliver a part on 
time can shut down an 
entire factory. Because of 
their geographic dispersion 
and high-value shipments, 
the rapidly expanding 
service and high-tech 
industries are surprisingly 
dependent on transportation 
as well.

(>



Productivity: 
The Key to 
Economic Growth
Economic productivity is 
more than a watchword for 
the U.S. (iiven the limited 
extent of new natural 
resources to he discovered 
and exploited and the 
predictable growth in our 
available labor force, 
productivity remains the one 
key determinant of 
economic growth that we 
can influence. It also 
provides a yardstick to 
measure our success 
relative to that of our major 
economic competitors.

Not only has the rate of U.S. 
productivity growth fallen in 
recent years, it remains low 
relative to our major 
competitors. For example, 
between 1965 and 1985, 
Japan achieved a labor 
productivity growth rate in 
excess of 3 percent per year 
and West Germany’s labor 
productivity grew at an 
annual rate of more than 2 
percent while the U.S. has 
lagged at close to one

percent.

This low growth in U.S. 
produidvily, coupled with 
persistently high 
consumption growth, helped 
to change our position 
during the 1980s from the 
world’s largest creditor to 
the world’s largest debtor 
nation.

Figure 3 compares the 
recent trends in productivity 
for each of the seven major 
industrialized nations with 
the rate at which they have 
invested in public capital. 
The estimates of public 
capital spending exclude 
depreciation and are shown 
as a percent of gross 
national product. Spending 
by other countries has been 
adjusted downward to 
reflect the fact that some 
activities that are private in 
the U.S. (telecommuni­
cations and airlines, for 
example) are public in 
some countries.

" Very sim ply, p u b lic  

investm ent im proves 

the e ffectiven ess o f  

the o v e ra ll economy. ”

Even after recognizing the 
major differences in the 
economic and social 
structures of each country, 
the data imply a striking 
relationship between the 
ability and willingness of 
countries to invest in public 
capital and the 
productiveness of their 
overall economy. Very 
simply, public investment 
improves the effectiveness 
o f the overall economy.

Just as future economic 
growth depends on 
increased economic 
productivity, so does our 
domestic standard of living. 
Declining productivity 
means that our future 
consumption opportunities 
will rise more slowly than
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Figure 3
Higher Public Investment Implies Higher Productivity
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otherwise. This means that 
people must work harder 
and longer to obtain the 
same basket of goods or 
must live at a lower standard 
of living than they could 
achieve if the economy were 
more productive. Over

time, even small percentage 
changes in productivity can 
add up to large sums.

From 1950 to the 
mid-1980s, there has been a 
close relationship between 
the trend in L'.S. productivity

and the trend hi the 
nonmilitary public capital 
stock (Figure 4). Increases 
and decreases in public 
capital stock have changed 
along with increases and 
decreases in productivity.

9
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The Need for Public
Investment: 
The Evidence Is In
New research shows that 
public capital can he just as 
important as private capital 
investment in stimulating a 
more productive economy. 
Indeed, after two decades of 
reduced public investment, 
it should not be surprising 
that many public 
investments may even 
provide higher rates of 
return than some private 
investments.

Dr. David Aschauer, while 
with the Federal Reserve 
Bank of Chicago, and Dr. 
Alicia Munnell, Director of 
Research for the Federal 
Reserve Bank of Boston, 
have quantified the link 
between public 
infrastructure investment 
and long-term economic 
productivity. Their 
nation-wide findings provide 
persuasive statistical 
evidence that the slowdown

in public works investment 
over the past two decades 
may well be the most 
significant single force 
behind the relative decline 
in U.S. productivity. A later 
section provides real-world 
examples of how firms have 
taken advantage of 
transportation to improve 
their productivity.

This research shows that:

There is a rob ust, positive linkage between public capital— particularly infrastructure 
capital— and private sector productivity',

There exists a positive linkage between public capital and private sector profitability, 
and

\*,‘A  ' ... A A  • •• X 'JvS ftT

There is a long-run positive relationship between public, uonmilitary investment and 
business investment.

Aschauer estimates that 
more than half of the total 
fall-off in productivity 
growth from the IDSOs to

the mid-1 l)80s can be in the streets would have
attributed to insufficient jarred many fewer motorists
public infrastructure had our nation invested
investment. Just as potholes more in infrastructure, our

10
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“New research show s that p u b lic  c ap ita l can be ju s t  a s  im portant a s  

p rivate  cap ita l investm ent in  stim u latin g  a  more productive

econom y.”

productivity slump would 
have been much less 
noticeable for the nation's 
economy.

While the statistical results 
vary depending on data used 
and specific assumptions, 
the effect is strong, with 
each 1 percent increase in 
public capital stock 
improving overall national 
productivity by between 0.15 
percent and 0.35 percent.

Aschauer finds that each 1 
percent increase in the 
nation's capital stock should 
raise the rate of return to 
private capital by about 
one-tenth of 1 percent. At 
current rates, a one-tenth of 
a percent increase in profit 
rates translates into more 
than .54 billion a year in 
profits. This, in turn, means 
higher private sector 
investment in plant and 
equipment— one of the 
classic ways to improve 
productivity. Over time, this 
same increase in public 
investment will stimulate 
private investment in plant 
and equipment, hav ing the 
net effect of raising the 
national investment rale by a 
substantial amount.

liven at the state and local 
level, where economic gains 
can he disbursed through 
neighboring states, Munnell 
finds that each additional 
dollar of public capital 
stimulates private investment 
by 45 cents. Her research 
also shows that productivity 
is not an abstract concept, 
with an additional 51,000 
per capita in infrastructure 
assets adding roughly 0.2 
percent to the average 
annual rate of employment 
growth— or about 230,000 
new jobs per year.

Such an increase in public 
investment raises the growth 
rate of labor productivity 
directly by allowing the 
available private capital 
stock to be utilized more 
efficiently— and indirectly 
by promoting private 
investment, making more 
private capital available per 
worker. The effect on 
productivity is suhstami;il.

The basic idea linking 
infrastructure and private 
economic activity is simple. 
An adequate and well 
maintained public stock of 
infrastructure capital is 
essential to the profitable

and efficient production and 
distribution of private sector 
goods and services.

Without question, a limited, 
or inefficient transportation 
network acts as a drag on 
overall private economic 
activity. Private business 
relies heavily on public 
infrastructure capital, such 
as roads, bridges, and air­
ports, to support productive 
activity. Consider, for 
example, how the Interstate 
I lighway System provides 
truck access to virtually 
every large- and medium­
sized market and major port 
in the United States.

How does this link between 
transportation investment 
and economic productivity 
work in practice? The next 
section provides a sample of 
real-world examples taken 
from more than a hundred 
identified by state DOTs and 
the Federal Highway 
Administration. This report 
presents these examples for 
the first time.

“An adequate and 

well maintained 

public stock o f  

infrastructure 

capital is essential 

to the profitable and 

efficient production 

and distribution o f  

prii ate sector goods 

and services.”
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Transportation: 
A Partner in 
Business 
Productivity
As with our daily lives, 
business decisions are 
continually influenced by the 
nature and quality of 
available transportation 
services. Improved 
transportation facilities, 
however, often act as a 
catalyst in business 
decisions, allowing and

encouraging firms to change 
their internal operations to 
take advantage of new 
production and marketing 
opportunities. These 
changes have effects well 
beyond the loading dock 
and influence how firms 
organize their production 
activities.

Firms today operate in a 
complex economy, with 
suppliers and markets 
disbursed throughout the 
country and even the world. 
Corporate decisions regarding 
location, capital investment, 
production methods, 
relationships with suppliers 
and customers, and overall 
organization must be based 
on the constant need to 
improve profitability.

Underlying these decisions

are concerns with costs, 
production efficiency, labor 
productivity, and market 
demand. Transport changes 
affect each of these factors, 
not just those associated 
with the obvious concerns 
with reduced transport 
costs. Thus, transportation 
has leverage throughout the 
firm, creating a cascade o f 
benefits to the firm, its 
customers, its employees, 
and its suppliers.

The following table provides 
a summary of the case 
studies presented here. A 
brief review of these 
examples, reveals three 
major findings:

•First, there is a clear 
interaction between high 
technology and 
transportation. Electronic

12
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Summary ol Case Studies of llu* lin k  Between Transportation and Ixononiir Productivity

communication plays just as 
important a role in an 
effective supply chain as 
does the timely movement of 
goods. Indeed, the case 
studies show that private 
firms have already taken the 
lead in using technology to 
maximize the gains from 
improved transportation;

•Second, the success stories 
show a chain-reaction type 
o f effect that links transport 
improvements to a series of 
productivity gains that can 
even affect the structure of 
how firms do business. For 
example, in addition to cost 
savings, “ just-in-time" 
inventory systems improve 
quality and make it easier 
for the firm to react to 
market forces. These, in 
turn, generate new sides and 
make greater cost savings 
possible.

•Third, the large number of 
examples identified illustrate 
that the relationship 
between transportation and 
productivity is robust and 
widespread and covers most 
major industries, every 
region of the country', and 
all modes of transportation.

Name of Case Study Industry
1--------------------------r - — ------------- ;------- ---— --- ---------------------------

Type of Productivity Effect

Koley’s Medical Supply, Inc., 
Omaha, Nit

Wholesale
Distribution

Productivity Improvements achieved by their hospital 
customers through stocklcss purchasing depend on 
good transportation access

Coca-Cola Midwest 
Kagan, MN

Soft Drink High quality highways facilitate the use of rolling 
warehouses, creating productivity gains by reducing 
product handling costs :tml allowing the elimir,. ''on of 
remote warehouses

James River Corporation 
j Berlin, Nil

Paper Improvements to Route 115 Increased transportation 
reliability and encouraged more carriers to come to the 
plant, allowing the plant to Increase production and 
operate more efficiently

Campbell Soup Company 
Camden, NJ

Food Higher productivity achieved through JIT deliveries by 
suppliers depends on reliable transportation

II
Dole Fresh Fruit 
Wilmington, DK

Food Improved access roads to the Port of Wilmington 
improved truck traffic flow to port facilities, leading to 
more effective operations at their banana Importing 
terminal

Aladdin Mills 
Dalton, GA

Carpel An effective highway network helps make the company 
more competitive and facilitates labor access from 
adjacent communities

R.D. Werner Company 
Mercer County, PA

Metal Parts Relocation of State Route 4017 allowed more efficient 
organization of production and also will allow 
expansion of plant

General Motors Corporation Auto Production system based on JIT shipping of components 
substantially increased dependence on effective highway 
transportation

Xerox Corporation 
Rochester, NY

Copier The Interstate highway network facilitates nationwide 
sliipping of its product by long haul trucking from a 
single manufacturing site

1 Hewlett Packard 
Palo Alto, CA

Computer Because of high housing costs, employees must 
commute longer distances making good highways 
essential for labor access

Digital Equipment 
Corporation,
MA and Nil

Computer An effective transportation network between their 
headquarters in MA and Nil, allowed cost-effective 
expansion into Nil

Wal-Mart Stores, Inc. 
Bentonville, AR

Discount Retail Productivity gains and improved customer service 
achieved through its quick response program are 
facilitated by the Interstate Highway network

Federal Express, Ltd. 
Memphis, TN

Small Package Good ground access to airports is essential to efficient 
operation of its “hub and spoke" system

Bank of Boston 
Canton, MA

Financial Construction of Route 128 and access to commuter rail 
allowed the bank to increase efficiency by locating its 
back office activities away from the bank headquarters 
in downtown Boston
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Reducing 
bottlenecks in 
production and 
management

four goner* ,n*s of changes in firm operations, all of which improve productivity, can he 
induced hv improvements in transportation facilities:

Reducing bottlenecks In produciion and management,

Adding flexibility to what gets produced and how this is accomplished,

Improving access to labor, and

Permitting greater specialization of corporate functions.

Each category of productivity enhancements is discussed in more detail below with selected 
case studies illustrating the effect that transportation improvements can have on firms' 
productivity.

Bottlenecks, usually limited 
production inputs or 
product flows, are a natural 
occurrence in every 
production process, firms 
strive to avoid and overcome 
bottlenecks, with their 
decisions dependent on 
whether the limitation is 
short-term or long-term in 
nature. Short-term 
problems require 
adjustments to the 
production process, such as 
increasing inventories or 
beginning over-time 
production. Longer term 
bottlenecks often have to be 
solved with more dramatic 
changes, including capital 
investments, a new location, 
or a new set of suppliers.

Either type of bottleneck 
reduces a firm’s productivity 
by decreasing the efficiency 
or increasing the cost of a 
production process. 
Transportation 
improvements can remove 
some bottlenecks, creating 
productivity gains.

A ty pical short-term 
bottleneck is a shortage of 
certain inputs at the right 
time and place. To 
overcome such bottlenecks, 
firms maintain inventories 
or require suppliers to 
make more frequent and 
smaller deliveries (which 
simply shifts the burden of 
inventories elsewhere). 
Maintaining inventories is

expensive— there are costs 
of purchasing inputs before 
they are needed, costs to 
plan and manage 
inventories, and costs of any 
facilities or production 
processes resulting directly 
from having to hold large 
inventories (such tis nearby 
warehouses). An increase 
in transportation reliability 
along with a better 
structured logistics system 
may remove input shortages, 
allowing firms to reduce 
inventories. Reducing 
inventories frees up money, 
manpower, and space, 
increasing the productivity 
of a firm’s production 
process.

la
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General Motors—-Just-in-Time (JIT) Production

An efficient, effective transportation system is vital to the production and distribution of 
(iM's vehicles and service parts. CM has l-il facilities in the U.S. that ship or receive 
component parts, raw materials, and/or finished vehicles. OfCM's 141 facilities, 2‘) 
are car and truck assembly plants located throughout the U.S. based on its estimates 
for a typical assembly plant, described below, CM estimates approximately 7,000 
trucks provide daily support to its 20 assembly plants. Also, CM estimates another 
7,000 trucks are involved daily for its manufacturing and stamping plants.

According to CM, approximately 2-tO trucks are required to support the daily activity of 
a typical assembly plant (materials and supplies inbound and finished vehicles 
outbound). A typical plant receives and unloads an average of 120 truckloads of 
component parts and supplies daily. The plant then ships approximately 480 vehicles 
(one-half of its daily production) directly to dealers using 60 trucks. The other 480 
vehicles are shipped from the plant on railcars to rail unloading ramps located in 
major market areas. Upon arrival, the railcars are unloaded and the 480 vehicles are 
delivered to dealers using another 60 trucks.

CM's dependence on effective highway transportation has increased substantially in the 
past decade. According to CM, much of its increased dependence upon highway 
transportation is the result of efforts to remain competitive. Operational changes to 
meet this goal revolve around CM’s quality network production system that facilitates 
just-in-time (JIT) shipping of components to meet very precise production schedules, 
Smaller, more frequent shipments of components using JIT are also a method to 
control and reduce in-plant inventory. Likewise, in-transit inventory’ c;ui be minimized 
by reducing the time that component shipments are in transit. Generally, truck 
transportation is faster than rail and CM consequently transports more of its 
component shipments over the highways.

To stay competitive, firms 
today are increasingly 
differentiating their product 
lines and shortening the life 
cycle of individual products. 
In order to achieve this, 
firms require a wider variety 
of inputs from a wider 
variety of suppliers. In 
addition, firms increasingly 
market their product to

more diverse consumers 
over a larger area. As a 
result, both the amount of 
inputs and products being 
transported and the 
importance of speed and 
reliability of deliveries has 
increased.

The availability of an 
effective transportation

network provides firms with 
better anil more reliable 
access to both suppliers and 
consumers. Productivity 
gains often arise from more 
efficient internal operations 
made possible, in part, by 
good access through an 
effective transportation 
network.

General Motors 
Efficient 

transportation 

system allow s 6M to 

institute a 

“ju st-in -tim e” 

delivery system: 

inventories are 
reduced and 

production 

efficiencies 
increased.

Increasing 
flexibility in 
what gets 
produced and 
how

-M
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James River 
Corporation 
Road improvements 
a llow  year-round 

shipments:

Efficient use o f 
equipment is  

increased

Improving 
access to labor

To compete in today's 
rapidly changing business 
environment, firms 
increasingly depend on their 
ability to make rapid 
transformations among

Labor is an essential input to 
virtually every product or 
service, and so access to 
cost-effective labor is a 
major consideration for 
private businesses. Good 
ground transportation is 
essential for access to a 
workforce. If transportation 
access is poor, the labor

products, suppliers, and 
markets. This flexibility 
increases productivity by 
allowing firms to take 
advantage in changes in 
both input and product

costs may increase or firms 
may have to relocate.

Many types of businesses, 
such as research and 
development firms, require 
access to highly skilled 
labor. Attracting these 
employees may bring 
"quality of life"

markets. Transportation 
can play an important, init 
perhaps less obvious role in 
enhancing the flexibility of a 
firm.

considerations into play. In 
terms of transportation, 
these considerations include 
ground transportation 
quality (comfort, length of 
commute), as well as 
proximity or access to 
high-frequency air services, 
good schools, and attractive 
communities. Inadequate or

James River Corporation— Increased Manufacturing Productivity

James River Corporation in Berlin, New Hampshire, manufactures paper rolls, paper 
towel products, and wood flour. Eighty percent of its products are shipped by truck. 
Recent improvements to Route 115 encouraged more carriers to come to the plant. 
Widening the road allowed bigger trucks to use Route 115, which offers more direct 
access to the plant from the interstate than alternative routes. The read improvements 
also allowed trucks to use Route 115 year-round, where previously it could not be 
used for several months in the spring.

With improved transportation access and reliability, the company decided to increase 
production at the plant by picking up the speed of existing machinery. Consequently, 
the company began making more efficient use of its equipment leading to increased 
productivity at the plant. With higher production, the company also increased sales.

In addition to productivity gains achieved at James River's plant, the improvements to 
Route 115 allow James River’s customers to achieve inventory savings. Their 
customers generally do not want to keep large inventories of paper products.
Improved transportation access and reliability allows carriers to make more frequent, 
smaller deliveries to Janies Riv er's customers. As a result, their customers can reduce 
inventories, lowering their inventory carrying costs.

lb
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congested transportation 
sy stems may serve to raise 
the cost of highly skilled

workers, tints reducing the 
productivity of the firms that 
rely on them.

[— — ■    In in  TJ— ■ — B— — — ■

Hewlett Packard—Labor Access

Labor access is an important concern at some Hewlett Packard (IIP) facilities. In the 
San Francisco Bay area, high housing costs cause many HP employees to commute 
long distances to work. The long-distance commuters, as well as many short-distance 
commuters, depend on good highways to get to work. Forty-eight percent of HP 
employees in the San Francisco Bay area commute over 10 miles one way, with 6 
percent travelling over 30 miles one way to get to work.

"Quality of life" considerations are important to HP’s employees. HP's highly skilled 
employees often place great importance on their residential environment. While some 
employees prefer an urban environment, other employees prefer a rural environment. 
Some employees are willing to commute long distances to be able to live in their 
preferred residential environment. To attract and retain highly skilled labor, ilP 
locates its facilities where a highway network allows good access from both urban and 
rural environments. At HP's facility in Roseville, California, for example, employees 
can commute on Interstate 80 from Sacramento, California or from smaller, rural 
communities in the Sierra Nevada Mountains.

Hewlett Packard 
Road access is  
important to f irm ’s  

sitin g  decisions 
because employees 

commute long 

distances

Transportation 
improvements, along with 
improvements in 
telecommunications, may 
allow firms to become more 
specialized in the location of 
different corporate activities. 
Firms can locate certain 
activities, such as corporate 
headquarters, away from 
production centers to 
reduce costs. Specializing 
the location of different firm 
functions al>o allows firms 
more flexibility to remain

competitive in a national or 
international market.

Specializing functions in 
different locations may 
require inputs to be moved 
over greater distances 
during the production 
process, leading to an 
overall increase in traffic.
In many cases, it also causes 
an increase in individual 
travel because of 
management needs to travel 
more to monitor production

and marketing activities. 
Even when the major 
transportation mode 
affected by this increase in 
travel is aviation, there are 
significant inputs of highway 
facilities in order to provide 
ground access to airports.

Permitting 
greater 
specialization 
of corporate 
functions
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Digital Equipment 
Easy transportation 
access allow s J in n  

to expand 
manufacturing 

away from  
headquarters: 

Production costs are 

reduced

Digital Equipment Corporation—Corporate Expansion

Digital Equipment Corporation (DEC) lias its headquarters in Massachusetts. Further 
expansion in Massachusetts was not possible because of high real estate costs and 
traffic congestion. DEC looked for an area with lower property values hut easy access 
to its headquarters, both in terms of employee travel and ease of installing fibre optic 
cables between that location and its headquarters.

DEC purchased a large parcel of land in southern New Hampshire along the F.E. 
Everett Turnpike. An interchange was constructed on the turnpike for easy access to 
the site. DEC installed underground fibre optic cables from the new site to its 
headquarters. Both good highway access and telecommunications allowed DEC to 
expand its operations into New Hampshire.

tm ■



AASHTO

Productivity
Case 
Studies
Kolcy’s Medical Supply, Inc. 
is the wholesale distributor 
for a coalition of six 
hospitals in Omaha, 
Nebraska anil southwest 
Iowa that have converted to 
a stockless purchasing 
system. In the hospital 
industry, stockless 
purchasing goes further 
than just-in-time by offering 
pi«-K-.ind-pack operations in 
addition to frequent 
deliveries of medical 
products to hospitals. The 
distributor packages 
medical products for 
delivery directly to hospital 
carts or supply closets in 
hospital departments. In the 
Omaha area, Koley’s packs 
items in their proper units 
of issue and delivers them in 
bins several times a day to 
user departments in the 
hospitals. Koley's makes 
daily deliveries to the 
smaller hospitals in Iowa.

Transportation access is 
critical to meeting the

TRAN SPORTA T ION  
IS  C R IT IC A L

Inventory for 6 hospitals 
shifts to 

distributor

Cential supply 
operations for 6 hospitals 

Jhilts to distributorEconomies ol Scale 
permits distributor to 

negotiate lower prices

Reduo., total 
Inventory \ assets Redeployed / I

Reduced product 
handling costs

Fewer employees Fewer employees

F ig u re  5

P ro d u c tiv ity  G a in s  fo r H o sp ita ls  U s in g  S to c k le s s  P u rc h a s in g

Distributor makes more Distr.butor make: Distributor delivers
frequent deliveries to bmo-based products usmg pick

hospdais deliveries (JIT) and pack operations

Hospitals eliminate 
central supply operations 

creating labor savings 
and allowing conversion 

ol space to mote 
productive uses

Hospitals elimmato 
storerooms, creating 
labor savings and 

allowing convors'on ot 
storeroom spaco to more 

productive uses

Key
CD Aclior.s
f —j  Pioduct/vity 

Eilocts

Koley’s Medical 
Supply, Inc. 
S t o c k l e s s  

P u r c h a s i n g  f o r  

H o s p i t a l  

C u s t o m e r s
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Coca-Cola 
Midwest 
Rolling  
Warehouse

frequent order cycles of a 
stockless purchasing' system. 
Generally, the distributor 
must be no more Hum three 
hours by truck from the 
hospital. Adequate access 
makes such frequent 
deliveries efficient and 
reduces costs over the 
whole hospital materials 
supply chain from 
manufacturer to patient. 
Completion of the Storz 
Freeway improved Koley’s 
access to its more distant 
customers in Iowa.

Through streamlining 
operations, stockless 
reduces inventory storage 
and handling costs for the 
hospitals (Figure 5). With 
very frequent deliveries, 
hospitals can eliminate 
inventory storerooms and 
central supply operations. 
Although these costs shift to 
the distributor, a distributor 
often can manage those 
operations at a lower overall 
cost through economies of 
scale not possible in an

The Coca-Cola Midwest 
bottling plant, part of 
Johnston Coca-Cola Bottling 
Group, serves a market area 
covering Minnesota, 
Wisconsin, eastern North 
Dakota, and the upper 
peninsula of Michigan. 
Among its strategies to

individual hospital.
Stockless also lowers the 
costs of product How by 
reducing the number of 
limes the product is handled.

Labor savings can be 
significant as fewer 
employees can achieve 
faster, more efficient 
distribution of hospital 
supplies. Hospitals can 
eliminate labor involved in 
warehouse and central 
supply functions and the 
distributor can leverage 
labor for those functions 
over many hospitals. In 
addition, hospitals often can 
convert space previously 
used for inventory storage to 
more productive use.

Other savings are achieved 
through standardization of 
high-volume items among 
participating hospitals. 
Inter-hospital
standardization of materials 
can achieve cost savings 
beyond the already common 
standardization of materials

achieve higher efficiencies, 
Coca-Cola Midwest ships 
their product using a 
transportation system the 
company developed called 
“double-bottoming." 
Midwest Coca-Cola also 
consolidated its production 
at a larger, more efficient

among various departments 
within a hospital. Koley’s 
negotiates for all six 
hospitals collectively to get 
lower prices from 
manufacturers.

At Bishop Clarkson 
Memorial in Omaha, 
stockless purchasing 
allowed the hospital to 
reduce inventories, reduce 
its receiving and distribution 
staff by 12 full-time 
employees, eliminate trucks 
and drivers associated with 
their off-site warehouse, and 
streamline payment 
schedules. Bergan Mercy 
Hospital in Omaha 
eliminated its storeroom, 
converting it and other 
space formerly used for 
receiving and warehousing 
to more productive uses. 
Mercy Hospital in Council 
Bluffs, Iowa, reduced 
inventory and purchasing 
costs through its stocldes > 
system.

bottling plant in Eagan, 
Minnesota.

Double-bottoming involves 
using two route trailers that 
are hooked together to 
transport the product from 
the bottling plant to 
distribution points within its
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Elimination of 
lomoto warehouses

Figure 6
P ro d u c tiv ity  G a in s fo r  B o ttlin g  C o m p a n ie s  

U sing  th e  R olling W a re h o u s e  C o n c e p t

market area. Such tandem 
trailers require high quality 
highways to operate 
efficiently7 and safely. In 
fact, current regulations 
restrict tandem trailers to 
Interstate highways, 
specified distances from 
Interstate highways, and to 
certain state highways.

Orders for route drivers 
already are loaded onto 
route trailers when they 
leave the production plant.

At the distribution point, the 
route drivers pick up a 
trailer and drive their routes 
with their own tractors. 
Because the trailers are 
insulated and have a 
self-contained heating 
system, they also serve as 
rolling warehouses. The 
route trailers are picked up 
after retail deliveries are 
completed and brought 
back to the bottling plant.

The efficiencies from

double-bottoming derive 
from reduced product 
handling costs, reduced 
overall mileage, and 
increased route driver 
productivity (Figure 6). The 
product is handled only 
once, instead of loading the 
product onto trucks at the 
bottling plant, unloading it 
at a warehouse or 
distribution center, and 
reloading it onto route 
trucks for delivery to retail 
outlets. Using tandem 
trailers on deliveries to 
distribution points creates 
savings on total mileage the 
product is transported.
Route drivers can 
immediately begin deliveries 
and no longer incur the 
waiting time previously 
necessary for loading route 
trucks at warehouses. Other 
savings arise from the ability 
to eliminate remote 
warehouses and their 
associated costs, including 
inventory and labor costs as 
well as property taxes.

Iwo route traitors 
.HjokiKi toQvmor in 

double bonom.ng system

Reduced product 
hand’ng costs 

(product handled 
only cnco)

Key
I 1 Actons 

ProduClwity 
Effects
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Campbell Soup 
Company 
S u p p ly  C h a i n

Over the lust four-five years, 
Campbell has embarked on 
a just-in-time (JIT) delivery 
program for its food 
production operations. Fart 
of a wider corporate 
program to improve quality 
and productivity, the goal of 
JIT is to receive incoming 
materials just prior to 
production in appropriate 
quantities and meeting 
quality standards. 
Accompanying the JIT 
program is Campbell's 
Select Supplier program, 
whereby Campbell works 
with vendors to achieve 
quality assurance from its 
ingredient and packaging 
suppliers.

Optimizing productivity 
s..ins from JIT deliveries 
requires reliable

transportation. Because rail 
transportation did not 
provide the needed 
reliability, Campbell 
gradually switched from rail 
to truck. Much of the 
incoming supplies to 
Campbell’s production 
plants are now delivered by 
truck and some plants 
actually have eliminated rail 
deliveries. Because most of 
Campbell’s production 
plants are not located in 
urban areas, highway 
congestion has not been a 
serious problem for its JIT 
delivery program.

Together, Campbell'sJIT 
and Select Supplier 
programs have reduced 
costly inventories, waste, 
and handling costs. The 
greater reliability and

reduced travel time achieved 
with truck transportation 
allowed Campbell plants to 
achieve faster turnover of 
inventory' and as a result, 
cany less inventory. 
Previously, Campbell’s 
quality'control program 
involved repetitive 
inspections of supplies after 
delivery , with rejections that 
could disrupt production 
and necessitate large 
inventories. Now JIT 
delivery of quality assured 
supplies contributes to 
overall productivity gains in 
the production process. 
Campbell also believes that 
using fresher raw materials 
results in the highest quality 
product and increases 
customer satisfaction.
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Because the Port of 
Wilmington, Delaware, has 
excellent highway access, 
the majority of all general 
cargo moves in and out of 
the port by truck. Improve­
ments to secondary roads 
serving the port have 
complemented the growth 
of banana importing 
operations at Wilmington. 
As a result, Wilmington is

now the largest banana port 
in the world.

There tire two access roads to 
the port. Terminal Avenue 
connects to Interstate 495 
within 1/4 mile of the port 
and Christina Avenue provides 
truck access via local roads, 
'liiese access roads have been 
widened to accommodate 
truck traffic, regraded, and

resurfaced. Smoother traffic 
How because of these 
improvements leading to 
more efficient operations for 
all companies using the 
lion. Dole Fresh Fruit is die 
major commercial 
enterprise at die port. 
Improved truck traffic flow 
led to more effective 
operations at their banana 
importing terminal.

Dole Fresh Fruit 
H ig h  w a y  A c c e s s  

t o  a  P o r t

Aladdin Mills is a carpet 
manufacturer in Dalton, 
Georgia. Dalton has 
excellent access to a major 
Interstate (I-"S), nearby 
railcards in Chattanooga, 
Tennessee, air services in 
Atlanta, Georgia, and ports 
in Savannah. Georgia, and 
Charleston. South Carolina. 
Because of its highly 
developed transportation

infrastructure and high 
manufacturing base, Dalton 
also has a very competitive 
trucking market with 
unrivaled freight rates.

Aladdin takes full advantage 
of the dependable 
transportation system 
available to the company. 
Aladdin owns its own 
warehouses (mini-dis­

tribution centers) in New 
Jersey, Ohio, Illinois, and 
Florida. Most of the carpet 
produced by the company is 
shipped longdistance by 
truck to these warehouses. 
The Interstate highway 
network is very important to 
making Aladdin's carpet 
competitive in its U.S. 
market. Aladdin recently 
increased its exports of

Aladdin Mills 
E f f e c t i v e  

T r a n s p o r t a t i o n  

N e t w o r k
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R.D. Werner 
Company 

R e d u c e  

B o t t l e n e c k s  i n  

P r o d u c t i o n

Xerox
Corporation 
L o n g  H a u l  

T r u c k i n g

carpet, excellent highway 
access to the ports of 
Savannah and Charleston via 
the Interstate highway 
network also helps make the 
company competitive in its 
overseas market. Highway 
access to railyards

(Norfolk-Southern and CSX) 
and air services in Atlanta is 
also excellent, when needed 
by the company.

Although not as obvious as 
these oilier lranx;'ortalion 
advantages, the goon highway

system allows labor access 
from adjacent communities. 
This gives the company, 
which employs roughly 
1,701) at the Dalton mill, 
access to a wide labor pool.

R.l). Werner Company is 
located in Mercer County in 
northwest Pennsylvania,
The company manufactures 
metal extrusions for ladders, 
radios, and car alternators, 
among other products. With 
the relocation of State Route 
40i 7 (Werner Road), 
Werner will he able to 
increase efficiency in 
production and expand its 
operations to producing 
finished products (ladders). 
Previously, orders lor 
finished products had to be 
contracted to other 
companies.

Werner receives raw 
materials at the north end of 
the plant and ships products

Xerox manufactures 
photocopiers in Rochester, 
New York. To serve a 
nationwide market. Xerox 
has three distribution 
centers in Rochester, New 
York, Dallas, Texas, and 
Sante Fe, California. Xerox 
ships copiers from its

from the southern end.
Until one year ago, State 
Route 4017 ran through the 
middle of the quarter mile 
long, two building plant, As 
Werner’s production 
increased, the limited space 
restricted options for 
efficiently organizing 
production and caused 
bottlenecks in production.

Bottlenecks in production 
occurred when an extrusion 
was completed at one end of 
the plant and had to he 
transported the long 
distance of the plant to the 
southern end to be shipped. 
This wasted labor and 
machinery' hours as large 
extrusions were moved with

manufacturing plant to the 
two outlying distribution 
centers by long haul 
trucking. The Interstate 
highway network makes it 
possible for Xerox to ship its 
copiers by truck over long 
distances on time and in 
undamaged condition.

fork lifts to the other end of 
the plant to gel them out of 
the way, while other parts 
scheduled for the same 
shipment had to be 
transported later when they 
were finished. With Stale 
Route 4017 now rerouted 
around the side of the plant. 
Werner will be able to 
increase its plant size by M) 
percent— a 140,000 square 
foot increase. This will 
enable them to organize 
production in a more 
efficient manner. Expansion 
of the plant also will add 
flexibility to what gets 
produced by allowing 
Werner to begin production 
of finished products.

Because customer 
satisfaction is a high priority 
for Xerox, the efficiency and 
reliability of long haul 
trucking over the Interstate 
highway network 
contributes to more 
productive operations for 
the company .
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to manage inventory levels 
in the distribution centers 
and stores. The goal is to 
electronically exchange 
forecasting and sales 
information to keep a model 
stock inventory in the store 
by using automatic 
merchandise replenishment. 
Quick response also allows 
the supplier to better 
schedule production and 
reduce its inventory. 
Although quick response 
can hold down inventory 
costs, it increases 
distribution costs because it 
requires making more 
frequent deliveries. Overall, 
the most important benefit is 
higher sales from better 
customer service.

deliver merchandise to the 
stores. The Interstate 
highway network is a 
strategic part of Wal-Mart’s 
distribution system. Most of 
Wal-Mart’s merchandise 
moves through its regional 
distribution centers. 
Wal-Mart sites its 
distribution centers based 
on the availability of good 
north-south and east-west 
access in the nation’s 
Interstate highway network. 
Merchandise is shipped 
from the distribution centers 
to the stores by truck, using 
the company's private fleet.

Wal-Mart’s quick response 
program involves 
partnerships with suppliers

Wal-Mart’s superior 
merchandise in-stock 
conditions depend on its 
distribution system to

Wal-Mart currently operates 
its discount retail stores 
(Wal-Mart stores, and its 
newer Hypermarts and 
Supercenters) in 29 states. 
The company is aggressively 
expanding its discount store 
business into new markets, 
with plans to be in 36 states 
at the end of 1990. 
Wal-Mart’s legendary 
success derives from 
delivering better quality 
merchandise at lower prices 
and providing customers 
better in-stock conditions 
than competitors.

Wal-Mart 
Stores, Inc. 
Q u i c k  R e s p o n s e
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Federal 
Express, Ltd. 
C r o n  f i d  A c c e s s  

t o  A i r  [ t o r t s

Bank of Boston 
R e l o c a t i o n  o f  

B a c k  O f f i c e  

A c t i v i t i e s

Federal Kxpress operates on 
a "lull) and spoke" system, 
which the company 
developed. Impress mail is 
carried— usually by 
truck— from its local 
stations to a local or 
regional airport, and flown 
to a "huh," where the mail 
is sorted. When sorted mail 
leaves the huh, it is carried 
in the same fashion along 
the "spokes" to its 
destination. The major huh 
for Federal Kxpress is 
Memphis, Tennessee, where 
the company originated. In 
addition, there are three 
"sub-huhs" in Newark, New 
Jersey; Indianapolis,
Indiana; and Los Angeles, 
California.

Federal Kxpress offers two 
types of deliveries: the I* I or 
overnight service, and the 
1*2 service that promises 
delivery by the day after. 
Delivery times at huh 
airports are staggered or 
"pulsed" to make unloading 
and sorting at the huh more 
efficient, Therefore, closing 
times for drop-off points are 
also staggered, first 
regionally and then at 
stations within a given 
region. With so many 
stations throughout the 
nation, precise planning and 
arrival limes are of utmost 
importance to the company.

Because timing is crucial, 
traffic congestion and 
ground access to airports

have a major effect on 
efficient operation of the 
"huh and spoke" system. 
Where traffic congestion is a 
problem, Federal Kxpress 
has trucks make fewer slops 
in order to arrive at stations 
or huh airports on lime.
This adds costs in terms of 
using more trucks and 
drivers as well as increasing 

re
costs. Where ground access 
to airports is inadequate, 
Federal Kxpress must close 
its stations early to make 
timely truck deliveries to the 
airport from those stations. 
As such, the delivery of a 
Federal Kxpress package 
depends on good highway 
access to airports.

With constp'ctiou of Route 
128 around Boston, the 
Bank of Boston was able to 
increase productivity by 
relocating its back office 
activities away from its 
headquarters in downtown 
Boston. Because of the size 
and nature of its financial 
operations, the Bank of 
Boston has a large number 
of back office employees 
doing paperwork. Before 
construction of Route 128, 
the bank's hack office 
operations were scattered 
throughout the City of

Boston because it was not 
possible to find affordable 
office space of the size 
required.

Construction of Route 128 
and access to a commuter 
rail station allowed the bank 
to relocate its back office 
activities (and a few 
hundred employees) to 
Canton, a suburb of Boston. 
A new building is able to 
accommodate the entire 
back office operations in 
one location, increasing 
productivity by making it

easier for employees to 
communicate with each 
other. In addition, office 
space at the new location is 
much less expensive than 
the previous downtown 
locations. Lower costs also 
result from office supplies 
being delivered to one 
location, rather than all over 
the city. Finally, the new 
location allows employees 
easy access by auto along 
Route 128 or by commuter 
rail.

^
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Policy
Implications

The link between 
transportation and 
economic productivity 
examined in this report has 
two important policy 
implications. First, it shows 
the potential gains that can 
be obtained by redressing 
the two decades of 
underinvestment in the 
nation’s highways and 
bridges. Secondly, it shows 
that an effective 
transportation network has 
economic importance well 
beyond the immediate 
benefits of improved 
transportation services. As a 
result, significant increases 
in the overall level of 
investment (federal, state, 
local, and private) in the 
nation’s transportation 
infrastructure is likely to 
produce high economic 
returns.

The report shows the

importance of focusing 
America’s transportation 
infrastructure policy on the 
long-term economic impact 
of an adequate national 
transportation 
infrastructure. The 
short-term effects of 
infrastructure investment 
already are well known. 
Spending on infrastructure 
leads to new jobs or new 
business locations, 
spreading ripple effects 
throughout the economy. 
However, because much of 
the nation’s future economic 
growth will depend on using 
its existing resources more 
efficiently, providing an 
adequate transportation 
system to support gains in 
productivity will become 
increasingly important. 
Indeed, the effect on 
productivity, and in turn, 
long-ter: conomic growth
are the ' reasons

Americans should be 
concerned about 
infrastructure investment.

More importantly, the report v  
highlights the need to 
understand the importance 
of public capital for the 
profitability of private firms.
Good highways serve 
multiple functions, allowing 
for access to labor and 
other key inputs, 
just-in-time inventory' 
management, as well as 
reliable shipment to local, 
national, and international 
customers. Without good 
public infrastructure, private 
business would be a difficult 
— in some cases, impossible 
— task. The case studies 
presented in this report 
illustrate how an effective 
highway network plays and 
important role in private 
economic activitv.
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DEVELOPING A STATE TRANSPORTATION PLAN

Office of Strategic Management, Planning and Policy 
April 30. 1991



OVERVIEW

Over the course of the last few 
months, departm ent staff has been 
working on preparation of the State 
Transportation Plan. The plan is 
not intended to replace the capital 
improvement program, nor is it to be 
project specific. The plan is m eant 
to be a brief, concise sum m ary of 
where the departm ent is headed and 
how it intends to deal with the m a­
jo r issues facing it in the years 
ahead. More importantly, w hat is 
being proposed is as m uch a new 
process as it is a written plan or 
product. In this respect, the project 
to develop the State Transportation 
Plan can be viewed as an effort to 
change the culture of the organiza­
tion to be more forward looking.

The process th a t is being used to 
build the S tate Transportation Plan 
began last Ju n e . The first task  in 
the initial planning effort was to 
focus efforts on the issues expected 
to have the greatest impact on de­
velopment of the transportation 
system. Four critical issues were 
identified: 1) W hat should be done 
to support economic development 
and diversification of our state’s 
economy; 2) How can a stable and 
adequate funding source for capital 
development, replacement, and 
operations be created; 3) What is 
“appropriate” state responsibility 
and what can be done to facilitate 
the transfer of transportation facili­
ties in which there is “no compelling 
state interest;" and, 4) What actions 
can be taken to minimize the impact 
of state and federal laws and regula­
tions?

As part of the process, a strong 
public involvement effort was initi­
ated. During February and March, 
file departm ent solicited comments 
from consumers, the transportation 
industry, labor, business, govern­
ment agencies, elected officials, 
environmental groups and many 
others to help identify options to 
address the four key issues. This 
was done by:

□ Publication of a newslet­
ter distributed to more 
than 300 community 
leaders and organizations 
throughout the state.

□ A series of open houses 
held a t various locations 
throughout the state.

□  Establishm ent of an 
Inter-agency Review 
Committee.

Using information gathered during 
the outreach effort strategies will be 
identified to deal with each of the 
key issues. It is im portant th a t the 
plan be a  docum ent tha t responds 
to these issues with specific recom­
m endations for action. The issu­
ance of the plan will not m ark the 
end of th is process. The plan will 
become an  integral part of the 
departm ent’s strategic management 
process.
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STATE TRANSPORTATION PLAN 
STRATEGIC MANAGEMENT PROCESS/NARRATIVE

Phase I/Goals and Oblectives

*1V/hat is the goal o f the plan?  Identify project mission, goals and objectives. This will
establish the strategic direction for the development of the policy 
plan.

The mission statement, goals and objectives will be prepared by 
the Project Manager and submitted to the Strategy Managers for 
a preliminary review. The document will then be transmitted to the 
Policy Committee.

Phase Il/Cirateqic Issues Identification

Identify issues/trends important for the department if it Is to meet 
its service delivery mission. This involves taking a quick look at 
what is going on in the state. This initial review will be 
accomplished by the Technical Review Committee. The list will be 
consolidated according to service delivery objectives by the 
Project Manager and resubmitted to the Technical Review 
Committee for subsequent analysis.

This task will use the Technical Review Committee to evaluate the 
short-list of issues and how they affect the department’s ability 
to deliver transportation services. This process will analyze and 
forecast which of the Issues/trends will be challenges and which 
will be opportunities, as well as assess internal strengths and 
weaknesses of the department In addressing these issues.

On the basis of the analysis conducted by the Technical Review 
Committee, the Policy Review Committee will then identify a few 
key (strategic) issues whose successful resolution are critical to 
the mission of the department.

Phase lll/lden tifv  Alternative Strateoies 
and Formulate Recommendations for Policy Plan

'What are w e going  to d o  about The Technical Review Committee will identify alternative 
it?' strategies for each of the key issues. This discussion will include

development of criteria (brainstorming) and then some analysis of 
each alternative strategy using the approved criteria. This process 
will help define what can be achieved with respect to each key 
issue and how it can be achieved (strategy).

The alternative strategies will then be distributed for outside 
agency review and public comment. Review comments will be

*What is going on  that a ffects the 
d e liv e ry  o f  tra n sp o r ta tio n  
services.'

'How do the is su e s  affect  u s? '

'What things are the m ost 
important?'



State Transportation Plan 
Strategic Management Process Page 2

'Who does w hat when, and  what 
will it cost? '

consolidated by the Project Manager and transmitted to the Policy 
Review Committee.

The Policy Review Committee will evaluate the alternative 
strategies. During this review the committee will identify funding 
constraints and related issues needed to successfully Implement 
the strategies. The Policy Review Committee will then formulate 
service delivery recommendations and transmit the draft 
document to the Policy Committee.

The recommendations will be transmitted to the Policy Committee. 
The final result will be release of a policy plan to guide the 
delivery of transportation services in the Alaska. The time horizon 
to be encompassed is long-term (i.e. the next fifteen to twenty 
years), but is intended to be reviewed and revised remain flexible 
so that shorter-term changes can be addressed.

Phase IV/lmplementation Plan

Finally, an implementation plan will be prepared for the 
department. As a supplement to the transportation policy plan, 
this document will identify recommendations that require 
legislation, funding, or further study. This document will be 
specific about timelines, resources, and responsibilities for carrying 
out actions recommended in the policy plan. This document is 
not intended to take the place of the capital improvement program 
but rather guide its development. This plan will provide an initial 
guide for future legislative and agency actions.
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Alaska Department o f Transportation and Public Facilities

WHAT IS IN STORE FOR THE FUTURE 
FOR OUR ROADS, AIRPORTS, AND 
HARBORS?

Providing a safe and efficient transportation system to 
serve Alaskans in the future is a priority. But limited 
funding, combined with the addition of a significant 
number of miles to the road network, and increased 
aviation and marine traffic arc placing increasing de­
mands on the transportation system. Unless action is 
taken now, our transportation system will not meet the 
demand.

WHAT ARE THE MOST CRITICAL 
ISSUES WE MUST FACE?

Four important issues related to transportation need to be 
addressed by state policymakers.

Support of Economic Development and System 
£ Expansion

As Alaska works to diversify its oil-dependent economy, 
we look to our other natural resources and how we can 
make our strategic Pacific Rim location work for us. Well- 
planned harbors, docks, roads, and airports w ill help us 
toward that diversification.

However, experience has shown that, in the absence of 
other economic incentives, the presence of infrastructure 
alone does not lead to development. We must plan for a 
transportation system that targets market opportunities, 
allows for growth and flexibility, and most importandy, 
one that isn't based on wrong assumptions. The state 
can't afford to build transportation infrastructure on 
speculation any more-we can’t afford die financial risk.

What actions should the department ta^e to support economic 
growth in Alaska given the number and variety o f available 
transportation improvements associated with economic develop­
ment opportunities and competing demands for public funding 
to support those improvements?

■ ' .. -.y : .

Stable and Adequate Funding for Capital I 
Development, Replacement and Operations

Unlike most states where user taxes and fees-mol.or fuel 
taxes, motor vehicle registration fees and other special 
taxes--arc the funds used to support transportation system 
improvements, Alaska’s user taxes and fees meet only a 
small fracdon of die cost. The state receives approximately 
85 percent of its general revenue from petroleum taxes and 
royalties.

Alaska’s good fortune resulting from die oil finds of recent 
years is well-known. The wealth was so great at one time 
that the state eliminated personal income taxes. In early 
1986, however, the price of oil dropped. Oil industry 
employment declined rather than increased, and state 
government was in a tenuous financial situadon. Then, in 
August, 1990, Iraq invaded Kuwait and oil prices soared 
once again.

The department is limited to funds from general appro­
priations to finance on-going investment in capital im­
provements as well as maintenance and replacement of 
facilities. The repeated episodes of “ boom and bust” , as 
the price of oil moves up and down, do not provide 
stability of resources to meet this need.

What actions should the department take to pursue stable and 
adequate funding fo r  capital development, replacement and 
operation o f  the transportation infrastructure?

\ State and Federal Laws and 
Environmental and Regulatory Impacts

Several important environmental and regulatory issues 
continue to be of concern to transportation, including: 
failure to meet air quality standards in urban areas; clean­
up of surface contamination and leaks from submerged 
tanks and containers in transportation rights-of-way; and 
wetlands preservation activities.

What actions should the department take to minimize the impact 
o f  state and federal laws and regulations on the cost o f develop­
ment o f the transportation system while still maximizing the 
benefits o f  an efficient transportation system?
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Appropriate State Responsibility for 
Transportation Services

In July, 1988, the Governor’s Task Force on Transporta­
tion Facilities compiled a report on the delivery of trans­
portation services in Alaska. The task force rc.jm - 
mendcd a realignment of responsibility, clarification of 
areas of responsibility and transfer of some transportation 
facilities from the state to local governments.

What actions should the department lake to define "appropriate 
state responsibility" for the provision o f  transportation services 
and what can be done to facilitate the transfer o f transportation 
facilities in which there is "no compelling state interest" to local 
government?

STATE GOVERNMENT ALONE CAN 
NOT SOLVE THE PROBLEMS
Leadership and vigorous action at the state level arc 
necessary, but state government cannot and should not be 
expected to shoulder the full responsibility for develop­
ment and implementing a plan of action. A partnership of 
rl. public sector at all levels of government and private 
enterprise will be needed.

YOU CAN HELP IDENTIFY A FUTURE 
COURSE OF ACTION
We become so familiar with our job that what used to be 
done, tends to become a fixed procedure. We keep doing 
things the same way, over and over. But with your help, 
we can explore new solutions to our problems.

It is our goal over the next two months to identify a range 
of options that might be appropriate and select a future

course of action that w ill best improve the quality of 
service to you.

We will solicit the views of many groups to help identify 
alternatives for the future-altemativcs diat might take us 
in new directions. Plans call for a number of meetings to 
be conducted in a variety of locations around die state in 
February.

A calendar w ill be mailed to you soon svidi meeting dates 
and locations. I f  you have questions regarding die meet­
ings, please write or call Janet George, Project Manager, at 
(907) 266-1442.

NEW DIRECTIONS AND NEW 
OPPORTUNITIES
There is no simple, permanent solution to the problems 
diat we face. To manage a department so complex, an 
erdless series of choices must be made. This is why your 
participadon in helping us set our future direction is so 
important.

No matter how much money the stale has, resources w ill 
always be limited. As a consequence, die state should 
always do "the most important things" first. Adhering to 
diis principle confers on the department the responsibility 
for developing ways to choose wisely among possible al­
ternatives.

There is no simple permanent soludon to the problems we 
face. However, unless we plan now widi vision and 
enduring commitment to provide for the needs of future 
generations, the benefits o f the transportation system that 
we now enjoy w ill be gone forever.

Frank G. Turpin 
Commissioner

Alaska Department of Transportation 
<£ Public Facilities 

P.O. Box Z
Juneau, Alaska 99811
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ALASKA IS UNIQUE
One of the greatest differences between Alaska and the 
rest of the nation is tliat the majority of Alaska’s commu­
nities are not connected by a road system. The remote­
ness of some places, the water barriers and the difficulty 
of crossing the terrain have made road connections either 
impossible or too expensive to construct. Instead, Alaska 
has come to rely on a system of ferry routes and an 
extensive system of airports to help meet transportation 
needs.

While service needs and statutory mandates to provide 
services have continued to expand, revenues to support 
this diverse system have declined. The challenge is to 
find ways to ensure the provision of high quality services 
in an era characterized by continuing cost increases and 
declining revenues.

STATE TRANSPORTATION PLAN 
^ T O  FOCUS ON FUTURE NEEDS

To meet this challenge, the department has initiated 
preparation o f a State Transportation Plan. The intent is 
to focus actions on the fundamental responsibilities of the 
department so that investments are made wisely in the 
future.

This project is being undertaken in an effort to anticipate 
and better understand the significant issues which are 
likely to impact the delivery of services and performance 
of the system in the future. An understanding o f these 
issues is essential i f  the department, and state govern­
ment as a whole, is to identify a strategy that meets 
transportation needs in the future.

In this period of change, perhaps the worst mistake that 
can be made is assuming that things will stay as they are. 
Limited resources require careful choices to be made.
New directions may be necessary.

STRATEGIC PLANNING PROCESS
Developing and implementing a plan w ill not be an easy
(ob. It w ill require the cooperation of all levels of govem- 
nent, business, labor, and transportation users.

Above all, in developing the plan, we must think strategi­
cally. Strategic planning is a technique which focuses

resources on a handful of tilings that are most important 
to future success. This type o f planning also requires 
one to examine resource use and economics regionally, 
nationally, and even internationally. Business has long 
used strategic planning to prepare for the future. Gov­
ernment planning-transportation planning, in parricular- 
-can benefit by strategic thinking as well.

The strategic planning process we are using to build the 
State Transportation Plan consists of a variety of activi­
ties:

Iden l,,fy .JK e .Y -Iranspfl£ latiQ)iL-lssups

The first step, which the department has already begun, 
involves taking a look at what is going on in the state 
that affects the delivery of transportation services. Our 
first product, Challenges Facing The Delivery o f  Transporta­
tion Services in Alaska; An Identification o f  the Issues is an 
overview of the current situation. There is considerable 
diversity in the issues affecting the department: system 
expansion needs; environmental concerns; safety con­
cerns; stable funding sources; support to economic 
development activities; and preservation needs.

The second step is to evaluate how these issues affect the 
department’s ability to deliver transportation services. 
This step w ill idendfy opportunities as well as challenges 
facing the department in the delivery of services. It is 
important to examine economic trends within the state, 
trends in the regulatory environment, as well as numer­
ous other factors. This type o f analysis provides a 
realisdc look at die relauonship between opportunides 
and challenges facing the department.

On the basis of the evaluadon, a few key (strategic) issues 
w ill be identified. The key issues w ill become the focus of 
the plan. This focus w ill help set priorities so efforts can 
be concentrated on those issues thought to have over­
riding importance and which the department can affect.

SoliciUbfi-Views-Qf.Transportation .Users. and-.Prtmdere
to Identify Alternative Slrntepies

The private sector as well as local governments are essen- 
dal partners in building a State Transportauon Plan. Con­
sumers, the transportauon industry, labor, business, 
government agencies, elected officials, environmental 
groups and many others tiave valuable knowledge and 
perspectives to contribute to this effort. So does the State 
Legislature, its key transportauon committees, and other 
state agencies.



It is o u r goal, by  reaching  o u t to all tran sp o rta tio n  users

• an d  prov iders, to b roaden  the  d ep a rtm en t's  know ledge  
and  h e ig h ten  o u r aw areness to the n eed s th a t o u r s ta te ­
w ide tran sp o rta tio n  system  m u st serve.

D uring the late fall and w inter, the departm en t will 
solicit the view s of these g roups to h e lp  id en tify  a lte rn a­
tive strateg ies to add ress each of the  k ey  issues. Vari­
ous outreach efforts, such as this new sletter, will be used 
to reach as m any people as possible. In add ition , a series 
of m eetings will be held at various locations around  the 
state. M eeting dates and locations will be  announced 
later.

State Transportation Plan Notes_____________________________

The plan is view ed as a begining step m ore than an  end 
product. O u r goal is to lay  the g roundw ork  so that the 
new  adm inistration will have a headstart on  the difficult 
job ahead.

Im p lem en t the S tra te g ie s jm d J la n s

The final phase of the project will be to  p repare  an  Im ­
plem entation Plan. It will identify specific recom m enda­
tions tha t require legislation, funding  o r further s tudy  to 
com plem ent the departm en t's  capital im provem ent 
program . The Im plem entation Plan will serve as a gu ide 
to  identify actions for addressing  the transporta tion  stra te­
gies developed in  the plan.

WHAT YOU CAN DO TO PARTICIPATE

You are invited  to  participate in  this effort. You can: 
A ttend  a com m unity  m eeting ; p rov ide  w ritten  com m ents 
to the departm en t (see ad d ress below ); o r, w rite  o r call 
Jan e t G eorge, P roject M anager, a t (907) 266-1442.

There will be difficult trade offs in  the fu tu re  allocation of ou r 
lim ited transporta tion  resouces. It is im portan t tha t the 
resources available to the departm en t be  directed to m eet the 
departm ent's  m ission "to cost effectively  p rov ide, operate  
an d  m ain ta in  safe, en v iro n m en ta lly  so u n d  an d  re liab le  
tran sp o rta tio n  system s an d  p u b lic  facilities fo r the S tate of 
A laska".

_____________________________________  Page 2~]

Form ulate P .ecom m endations fo r the  State 
TraxisportationPlttii

U sing the inform ation gathered  from  the agencies, tran s­
porta tion  users and providers, and  o ther g roups the 
departm ent will p repare a d ra ft State T ransportation  
Plan for presentation to the new  G overnor and  the Legis­
lature early  in  1991. The d ra ft docum ent will be u sed  to 
help facilitate the transition to the new  adm inistration.

I hope th a t all in terested g ro u p s and  individuals will take 
advantage of this opportun ity  to  contribute their view s on 
the fu tu re of transporta tion  in  Alaska.

M ark S. Hickey, 
Com m issioner

Alaska Department of Transportation 
& Public Facilities 
P.O. Box Z
Juneau. Alaska 99811
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The Alaska Department of Transportatlon & Public 
Facilities is one of the most comprehensive 
transportation agencies in the United States. The 
state has responsibility for 5,500 miles of roads, 
two international airports, 270 smaller airports, a 
fleet of ferry vessels, 80 ports and harbors, and 
more than 500 public buildings.

You cannot pick up a 
newspaper today 
w i t h o u t  s o m e  
reference to the 
c r u m b l i n g ,  
deteriorating con­
d i t i o n  of  o u r  
highways, airports, 

ports and harbors. The host of issues that has 
been laid on the table is mind-boggling: 
environmental concerns; system expansion 
needs; safety concerns; stable funding; 
reconstruction; and so on.

in Alaska, issues relating to our transportation 
system are becoming so complex and so costly 
that we must face up to the situation if we are to 
survive economically. It is no longer a matter of 
trying to get *a little more for a little less*. 
Economic growth and a stable quality of life will 
rely upon the existence of an adequate 
transportation system.

Too often in the past we have looked at airport or 
highway development separately from their 
relationships to other modes. We have der.lt with 
our transportation system and our public facilities 
as if they were all operating in isolation. That !s 
clearly short-sighted. The relationships are very 
intricate. They must be recognized and built 
upon.

The published State Transportation Policy Plan 
has not been revised for almost a decade. This 
causes an unfortunate lapse in communication 
with the legislature and the public. There are two 
major activities in which the department has 
recently engaged to overcome this problem.

September, 1990

NEW UNIT ESTABLISHED AT DOT&PF

First, a new unit has been established within the 
Commissioner's Office by reass'gning existing 
department resources. Major duties of the Office 
of Strategic Management, Planning and Policy will 
be to oversee and coordinate statewide planning, 
and provide policy development support for the 
department.

TRANSPORTATION POLICY PLAN INITIATED

Second, development of a multimodal state 
transportation policy plan has been initiated. The 
intent in this strategy is to focus on the 
fundamental responsibilities of the department so 
that investments and resource allocation 
decisions are made wisely in the future.

Overall responsibility for preparation of the state 
transportation plan is being shared by Clyde 
Stoitzfus (465-3900) and Kit Duke (266-1440). 
Clyde is the Chief of the new Office of Strategic 
Management, Planning and Policy, and Kit is the 
Regional Director, DOT&PF Central Region. 
Preparation of the document is to be aided by the 
help of a technical committee of department 
personnel. Janet George is the Project Manager 
(266-1442).

A draft of the plan is to be available in December. 
This first phase is viewed as a beginning step 
more than an end product. Our concentration is 
in laying the groundwork so that the new 
administration and legislature will have a 
framework for stating their own transportation 
policy.

Publication of the statewide transportation plan 
will not end with this effort. The plan is to 
become a biennial activity of the department, 
better communicating information on development 
needs to the Governor, the Legislature, and the 
public.



An effective transportation plan is more than 
bricks and mortar. It Is more than airports and 
highways, or ports and harbors. It Is more than 
railroads and pipelines. A balanced transportation 
system Is one that recognizes the relationship 
between transportation facilities, land use, 
economic development, urban and rural
development and environmental protection. A 
healthy transportation system contributes greatly 
to the quality of our lives.

A long-range plan Is Important since it can Identify 
priorities for funding so that In future years the 
department can focus limited state and federal 
financial resources where state government 
responsibility Is most appropriate, and where the 
greatest public benefit can be achieved.

Over the course of 
the next four months 
there will be a variety 
of opportunities to 
exchange Information 
and discuss issues 
regard ing future 
transportation policy 
planning.

There will be difficult trade-offs 
in the future allocation of our 
l i mi t ed t ranspor t at i on 
resources. It Is Important that 
the resources available to the 
department bo directed to 

help meet the department's mission to  cast 
e/fectivoty provide, operate and maintain safe, 
environmentally sound  and  reliab le transportation 
systems and p u b lic  facilities lor tho Stato of 
Alaska'.

Over the course of the next few months we will 
use this newsletter format to inform you of our 
progress.

Mark S. Hickey 
Commissioner

Mark S. Hickey, Commissioner 
Department ol Transportation 
and Public Facilities 
P.O. Box Z 
Juneau, AK 99811
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J u l y  30,  1990

TO: Lo c a l  E l e c t e d  O f f i c i a l s

FROM: Mark S.  H i c k e y ,  C o mm i s s i o n e r

RE: S t a t e  T r a n s p o r t a t i o n  P l a n

You c a n n o t  p i c k  up a n ews p a p e r  t o day  or  a ma j o r  we e k l y  or  mo n t h l y  
ma g a z i n e  w i t h o u t  some r e f e r e n c e  t o  t h e  c r u m b l i n g ,  d e t e r i o r a t i n g  
i n f r a s t r u c t u r e  o f  o u r  h i g h wa y s  and a i r p o r t s .  The h os t  o f  i s s u e s  
t h a t  has been l a i d  on t h e  t a b l e  i s  m i n d - b o g g l i n g :  e n v i r o n m e n t a l  
c o n c e r n s ;  s a f e t y  c o n c e r n s ;  f u n d i n g ;  r e s t o r a t i o n ,  and so on .  But  
I do n o t  need t o  say t h i s  t o  y o u .  As c ommun i t y  l e a d e r s  you  ar e  
w e l l  awar e  of  t h e  p r o b l e m s .

I n A l a s k a ,  p r o b l ems  r e l a t i n g  t o  o u r  t r a n s p o r t a t i o n  s y s t em ar e
b e c om i n g  so c omp l e x  and so c o s t l y  t h a t  we must  f a c e  up t o  t he
s i t u a t i o n  i f  we a r e  t o s u r v i v e  e c o n o m i c a l l y .  I t  i s  no l o n g e r  a
ma t t e r  o f  t r y i n g  t o  ye t  "a l i t t l e  mor e f o r  a l i t t l e  l e s s " .  The
s t a t e  has r e s p o n s i b i l i t y  f o r  5,500 m i l e s  o f  r o a d s ,  two 
i n t e r n a t i o n a l  a i r p o r t s ,  270 s m a l l e r  a i r p o r t s ,  a f l e e t  o f  f e r r y  
v e s s e l s ,  80 do c ks  and h a r b o r s ,  500 p u b l i c  b u i l d i n g s ,  and a 
r a i l r o a d .  I f  you  l ook  20 y e a r s  f r om now i n  t r a n s p o r t a t i o n  , 
h u n d r e d s  o f  m i l l i o n s  o f  d o l l a r s  a r e  at  s t a k e .

Too o f t e n  i n  t h e  p a s t  we h a v e  l o o k e d  at  a i r p o r t  or  h i g hwa y  
d e v e l o p m e n t ,  o r  f a c i l i t y  c o n s t r u c t i o n  s e p a r a t e l y .  R a r e l y  have  we 
t a k e n  i n t o  a c c o u n t  t h e i r  i n t e r r e l a t i o n s h i p s .  We have  d e a l t  w i t h  
o u r  t r a n s p o r t a t i o n  s y s t em and o u r  p u b l i c  f a c i l i t i e s  as i f  t h ey  
we r e  a l l  o p e r a t i n g  i n  i s o l a t i o n .  Tha t  i s  c l e a r l y  s h o r t - s i g h t e d .  
The r e l a t i o n s h i p s  a r e  v e r y  i n t r i c a t e .  We need t o r e c o g n i z e  and 
b u i l d  on t h e s e  r e l a t i o n s h i p s .

To p u t  "our  h ous e  i n  o r d e r " ,  e s p e c i a l l y  on a t i g h t  b u d g e t ,  we 
need a p l a n .  We c a n ' t  s i m p l y  go i n  and r e p l a c e  t h e  p l u m b i n g ,  
e l e c t r i c i t y ,  and t h e  b o i l e r .  We d o n ' t  have  t h e  r e s o u r c e s  t o do 
e v e r y t h i n g  we wan t  r i g h t  away .  So l i k e  any f a m i l y  on a b u d g e t ,  
we mus t  i d e n t i f y  o u r  n eeds  c a r e f u l l y  and make p r u d e n t  
i n v e s t m e n t s .  On l y  by o p e r a t i n g  i n  t h i s  way w i l l  ou r  
t r a n s p o - t a t i o n  p o l i c y  p r omo t e  l o n g- t e r m e f f i c i e n c y  and b e t t e r  
managemen t  of  t he  t r a n s p o r t a t i o n  s y s t em.

The p u b l i s n e d  S t a t e  T r a n s p o r t a t i o n  P o l i c y  P l a n  has not  been  
r e v i s e d  f o r  a l mo s t  a d e c a d e .  T h i s  i s  an u n f o r t u n a t e  l a p s e  i n



c o mmu n i c a t i o n  w i t h  t h e  l e g i s l a t u r e  and t h e  p u b l i c .  T h e r e  a r e  two 
ma j o r  a c t i v i t i e s  i n  wh i c h  t he  d e p a r t me n t  has r e c e n t l y  e n gaged  t o 
o v e r c ome  t h i s  p r o b l e m .  F i r s t ,  a new u n i t  has been  c r e a t e d  w i t h i n  
t h e  C o mm i s s i o n e r ' s  O f f i c e  by r e a s s i g n i n g  e x i s t i n g  d e p a r t me n t  
r e s o u r c e s .  Ma j o r  d u t i e s  o f  t h e  O f f i c e  of  S t r a t e g i c  Managemen t ,  
P l a n n i n g  and P o l i c y  w i l l  be t o manage  t he  d e p a r t me n t ' s  s t r a t e g i c  
managemen t  p r o c e s s ,  o v e r s e e  and c o o r d i n a t e  p l a n n i n g  s t a t e w i d e ,  
and p r o v i d e  p o l i c y  d e v e l o pme n t  s u p p o r t  f o r  t h e  d e p a r t me n t .  I 
b e l i e v e  t h i s  c h a n g e  w i l l  r e s u l t  i n  a more f o c u s e d  and r e s p o n s i v e  
o r g a n  i z a t  i o n .

S e c o n d ,  I h a v e  i d e n t i f i e d  t he  need t o  d e v e l o p  a mu l t i -mo d a l  s t a t e  
t r a n s p o r t a t i o n  p l a n  as a h i g h  p r i o r i t y .  O v e r a l l  r e s p o n s i b i l i t y  
f o r  p r e p a r a t i o n  o f  t h e  s t a t e  t r a n s p o r t a t i o n  p l a n  i s  b e i n g  s h a r e d  
by C l y d e  S t o l t z f u s ,  C h i e f ,  O f f i c e  o f  S t r a t e g i c  Managemen t ,  
P l a n n i n g  and P o l i c y  and K i t  Duke ,  D i r e c t o r ,  C e n t r a l  R e g i o n .
J a n e t  G e o r g e ,  DOT&PF C e n t r a l  R e g i o n  P l a n n i n g ,  has been s e l e c t e d  
t o  a c t  as P r o j e c t  Manage r  f o r  p r e p a r a t i o n  o f  t h e  i n i t i a l  
d o c u m e n t .

One goa l  o f  t h e  e f f o r t  i s  t o d e v i s e  a s y s t e m a t i c  means whe r e by  
t h e  g e n e r a l  p u b l i c  h a v e  t he  o p p o r t u n i t y  t o p r o v i d e  i n p u t  i n t o  t h e  
d e p a r t m e n t ' s  p l a n n i n g  and p o l i c y  p r o c e s s e s .  A d r a f t  o f  t h e  p l a n  
i s  t o  be a v a i l a b l e  i n  De c embe r .  The d r a f t  do c umen t  w i l l  be used 
t o  h e l p  f a c i l i t a t e  t h e  t r a n s i t i o n  t o  t h e  new a d m i n i s t r a t i o n .
T h i s  f i r s t  p h a s e  i s  v i e we d  as a b e g i n n i n g  s t e p  more t h a n  an end 
p r o d u c t .  Our  c o n c e n t r a t i o n  i s  i n  l a y i n g  t h e  g r oundwo r k  so t h a t  
t h e  new a d m i n i s t r a t i o n  w i l l  have  a h e a d - s t a r t  on t he  e f f o r t .

We mus t  r e c o g n i z e  t h a t  an e f f e c t i v e  s t a t e  t r a n s p o r t a t i o n  p l a n  i s  
mor e t h a n  b r i c k s  and mo r t a r .  I t  i s  more t h a n  a i r p o r t s  and 
h i g h w a y s .  I t  i s  more t h a n  p o r t s  and h a r b o r s .  I t  i s  more t han  
r a i l r o a d s  and p i p e l i n e s .  A h e a l t h y  t r a n s p o r t a t i o n  s y s t em makes 
p o s s i b l e  t h e  e f f i c i e n t  e x c h a n g e  o f  p r o d u c t s  and s e r v i c e s ,  a l l o w s  
g r e a t e r  o p p o r t u n i t i e s  f o r  t o u r i s m  and r e c r e a t i o n ,  b o o s t s  e c o n om i c  
a c t i v i t y ,  and a f f o r d s  an i mp o r t a n t  s o u r c e  o f  e x i s t i n g  and new 
j o b s .  A s p e c i f i c  goa l  o f  t h e  new p l a n  w i l l  be t o  p r o v i d e  p o l i c y  
g u i d e l i n e s  on t h e  r o l e  o f  t r a n s p o r t a t i o n  i n  e c o n omi c  d e v e l o pme n t  
a c t i v i t i e s .

P u b l i c  p a r t i c i p a t i o n ,  as any e l e c t e d  o r  a p p o i n t e d  go v e r nme n t  
o f f i c i a l  c an  t e l l  y o u ,  i s  a b s o l u t e l y  key t o t h e  s u c c e s s  of  s uc h  
an e f f o r t .  As p o l i c y m a k e r s  and t r a n s p o r t a t i o n  o f f i c i a l s  we 
c a n n o t  i g n o r e  t h e  i mp o r t a n c e  of  t h e  p u b l i c  i n  t h i s  e f f o r t .  I 
b e l i e v e  t h a t  y o u ,  l o c a l l y  e l e c t e d  o f f i c i a l s ,  can be e s p e c i a l l y  
h e l p f u l  i n  i n f o r m i n g  t h e  p u b l i c  a b o u t  t n i s  t r a n s p o r t a t i o n  
p l a n n i n g  e f f o r t  and e n c o u r a g i n g  t h e i r  p a r t i c i p a t i o n .

Ove r  t h e  c o u r s e  o f  t h e  n e x t  s i x  mon t h s  t h e r e  w i l l  be a v a r i e t y  o f  
o p p o r t u n i t i e s  t o e x c h a n g e  i n f o r m a t i o n  and d i s c u s s  i s s u e s  
r e g a r d i n g  f u t u r e  t r a n s p o r t a t i o n  p o l i c y  p l a n n i n g .  Your  s u p p o r t  i n  
t h i s  e f f o r t  i s  i m p o r t a n t  t o me and t o  t he  f u t u r e  of  t he  s t a t e .  I 
hope  you  w i l l  g i v e  some t h o u g h t  t o t h e  d i f f i c u l t  t r a d e - o f f s  we 
mus t  f a c e  i n  t h e  a l l o c a t i o n  of  our  l i m i t e d  t r a n s p o r t a t i o n  
r e s o u r c e s .  The d e c i s i o n s  ahead w i l l  not  be easy  t o  make and many 
p e o p l e  w i l l  be a f f e c t e d  by what  we do t oday  t o s o l v e  our  
p r o b l e m s .
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Bonnie Friedman, Section Chief 
Department of Natural Resources 
P.O. Box 949 
Palmer, AK 99645

Mr. Wayne E. Larson, P.E.
Northern Latitude Associates 
P.O. Box 6120 1 
Fairbanks, AK 99706

AK Association of Harbormasters 
& Fort Administrators, Inc.

334 Front Street 
Ketchikan, AK 99559

Underwater Construction, Inc.
8740 Hartzell Road 
Anchorage, AK 99507

Tyler Jones, Director Trans.
Anchorage Economic Development
Corporation
550 W. 7th Avenue
Anchorage, AK 99501

Federation of Community Councils 
301 E. Fireweed, Suite 10 1 
Anchorage, AK 99503

Southwest Alaska Municipal
Conference
1007 W. 3rd, Suite 20 1
Anchorage, AK 99501

Alaska Center for the Environment 
519 West 8th Avenue, Suite 20 1 
Anchorage, AK 99501

Roy S. Ewan, President 
AHTNA, INC.
P.O. Box 649 
Glennallen, AK 99588

John E. Larsen, Jr., President 
THE ALEUT CORPORATION 
4300 Old Seward Highway, Suite 300 
Anchorage, AK 99503



Jacob Adams, President 
ARCTIC SLOPE NATIVE 
CORPORATION 
P.O. Box 129 
Barrow, AK 99723

Lawrence O'Connor, President
BERING STRAITS NATIVE
CORPORATION
P.O. Box 1008
Nome, AK 99762

Frank Pagano, President 
KONIAG, INC. REGIONAL NATIVE 
CORPORATION 
4300 B Street, Suite 407 
Anchorage, AK 99503

James W. Hart, President 
BRISTOL BAY NATIVE CORPORATION 
P.O. Box 100220 
Anchorage, AK 99510

Johnny Hawk, President 
CALISTA CORPORATION 
601 West Fifth Avenue, Suite 200 
Anchorage, AK 99501

Michael Chittick, President 
CHUGACH CORPORATION 
3000 A Street, Suite 400 
Anchorage, AK 99503

Roy Huhndorf, President 
COOK INLET REGION, INC.
P.O. Box 93330 
Anchorage, AK 99509-3330

Morris Thompson, President 
DOYON LIMITED 
201 First Avenue 
Fairbanks, AK 99701

Byron Mallott, President & CEO 
SEALASKA CORPORATION 
One Sealaska Plaza, Suite 400 
Juneau, AK 99801

Roswell Schaeffer, President 
NANA REGIONAL NATIVE 
CORPORATION 
P.O. Box 49 
Kotzebue, AK 99572

Julie Kitka, President 
ALASKA FEDERATION OF 
NATIVES
4 West 4th Avenue, Suite 30 1 
Anchorage, AK 99501

AVCP, Inc.
P.O. Box 219 
Bethel, AK 99559

KUSKOKWIM NATIVE 
ASSOCIATION 
P.O. Box 10 
Aniak, AK 99557

Deborah Tennyson, Executive 
Director
BRISTOL BAY NATIVE 
ASSOCIATION 
P.O. Box 310 
Dillingham, AK 99576

Emil Notti, President 
ALASKA NATIVE FOUNDATION 
P.O. Box 10-0278 
Anchorage, AK 99510

Cathy Ipalook
TANANA CHIEFS CONFERENCE, 
INC.
201 First Avenue 
Fairbanks, AK 99701

THE KUSKOKWIM CORPORATION 
429 D Street, Suite 307 
Anchorage, AK 99701

Mel Monson, Executive Director 
Alaska Fisheries Development 
Foundation, Inc.
508 West 2nd Avenue, Suite 212 
Anchorage, AK 99501

Michael J. Meehan, A1CP, Director of 
Planning
Municipality of Anchorage 
P.O. Box 196650 
Anchorage, AK 99519-6900

William W. Kakel, Colonel 
U.S. Army Corps of Engineers 
P.O. Box 898
Anchorage, AK 99506-0898



National Park Service 
2525 Gambell, Room 107 
Anchorage, AK 99503-2892 
Federal Aviation Administration 
P.O. Box 14 
Anchorage, AK 99513

Robert E. Ruby, Division Administrator
Federal Highway Administration, Alaska
Division
P.O. Box 21648
Juneau, AK 99802-1648

Mr. Kurt Engelstad, President 
THIRTEENTH REGIONAL 
CORPORATION
12503 SE Mill Plain Road, Suite 200 
Vancouver, WA 98684

Alaska Trucking Association 
33 Minnesota Drive 
Anchorage, AK 995503

Alaska State Chamber of Commerce 
801 B Street, Suite 405 
Anchorage, AK 99501

Associated General Contractors of Alaska 
P.O. Box 240609 
Anchorage, AK 99524

U.S. Forest Service 
P.O. Box 21628 
Juneau, Ak 99802

U.S. Fish and Wildlife Service 
01 Tudor Road 

Anchorage, AK 99503

Ronald Morris, Supervisor 
National Marine Fisheries Service 
701 C Street, Box 43 
Anchorage, AK 99513

Bureau of Land Management 
6881 Abbott Loop Road 
Anchorage, AK 99507

Alaska Wetlands Coalition 
P.O. Box 101525 
Anchorage, AK 9951C

Becky L. Gay, Executive Director 
Resource Development Council 
Box 100516 
Anchorage, AK 99510

North Pacific Rim 
3300 "C" Street 
Anchorage, AK 99503-2775

James R. Kinney, President 
Institute of Transportation Engineers- 
Alaska Section 
632 West Sixth Avenue 
Anchorage, AK 99501

Executive Director 
Commonwealth North, Inc.
935 W. 3rd Avenue 
Anchorage, AK 99501

Northern Alaska Environmenta' 
Center
218 Driveway Street 
Fairbanks, AK 99701

Alaska Air Carriers Association 
4040 B Street 
Anchorage, AK 99503

Alaska Airmen's Association, Inc. 
1515 E. 13th Avenue 
Anchorage, AK 99501

Alaska Municipal League 
217 Second Street, Suite #200 
Juneau, AK 99801

Mr. Thomas H. Wardleigh, Chairman 
Alaska Aviation Safety Foundation 
4134 Ingra, Suite #20 1 
Anchorage, AK 99503

Mr. Dennis Nottingham 
Peratrovich, Nottingham & Drage, Inc 
1506 W. 36th Avenue 
Anchorage, AK 99503

Tom Duncan
Alaska Planning Association,
Fairbanks
Box 1267
Fairbanks, AK 99707

Todd Boyce/Lee Johnson 
Fairbanks N orth Star Borough 
Box 1267
Fairbanks, AK 99707



Fairbanks Cycle Club 
Box 60358
Fairbanks, AK 99706

Juneau Freewheelers 
Box 345
Juneau, AK 99803

Transportation Committee 
Fairbanks Chamber of Commerce 
P.O. Box 746 
Fairbanks, AK 99707

Ms. Lyric Ozburn 
4070 Birch Lane 
Fairbanks, AK 99709

Ms. Cheryl Richardson 
Clean Air Coalition 
1747 Laurence Court 
Anchorage, AK 99501

Statewide Office 
Alaska Miner's Association 
501 W. Northern Lights, Suite 203 
Anchorage, AK 99503

Alaska Public Lands Information Center 
250 Cushman St., Suite 1A 
Fairbanks, AK 99701

Alaska Land Use Council 
1689 C Street, Suite 100 
Anchorage, AK 99501

Alaska State Chamber of Commerce
Juneau Branch
217 - 2nd St., Suite 20 1
Juneau, AK 99801

Anchorage Chamber of Commerce 
437 E. S t, Suite 300 
Anchorage, AK 99501

Valentine S Rader, P.E.
Department of Public Works 
P.O. Box 196650 
Anchorage, AK 99519-6900

Dick Knapp, Marketing E lec to r 
Alaska Railroad Corporation 
P.O. Box 107500 
Anchorage, AK 99510-7500

Bill MacKay, Regional Manager 
Alaska Airlines
4750 International Airport Road 
Anchorage, AK 99502

Jim Dodson 
Pacific Movers, Inc.
P.O. Box 1752 
Fairbanks, AK 99707

Alan Austerman 
P.O. Box 33177 
Juneau, AK 99803

Chuck Coyle, Manager 
Western District DOT&PF 
P.O. Box 1048 
Nome, AK 99762

George Levasseur, Manager 
Southcentral District DOT&PF 
P.O. Box 507 
Valdez, AK 99686

Mr. Joe Wehrman 
Comcor Forest Products 
3501 Denali, Suite #202 
Anchorage, AK 99503

Norm Israelson 
P.O. Box 190706 
Anchorage, AK 99519

Casey Kellman 
6940 Freitag Drive 
Anchorage, AK 99516

William J. O'Brien 
5950 Alpine Woods Drive 
Anchorage, AK 99516

Frank J. Dillon 
33 Minnesota Drive 
Anchorage, AK 99501

Allen Kemplen 
1403 LaTouche Street 
Anchorage, AK 99501

David Knight 
1719 Northwestern 
Anchorage, AK 99508



Peter Mackey 
3217 Wyoming Drive 
Anchorage, AK 99577

Diane Hayes 
3 1 "C" Street, #520 
Anchorage, AK 99503

Taku Campbell Community Council 
8321 Summerset Drive 
Anchorage, AK 99518

Mark Andrews 
P.O. Box 74898 
Fairbanks, AK 99707-4898

Alaska Rural Newspapers
3709 Spenard Road, #200 
Anchorage, AK 99503

ACCESS ALASKA, INC.
3710 W oodland Drive, Suite 900 
Anchorage, AK 99517

Rick Tessandore, Deputy Director 
ACCESS ALASKA, INC.—Fairbanks 
3550 Airport Way, Suite 3 
Fairbanks, AK 99709

The Honorable A1 Adams 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Virginia Collins 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Sam Cotten 
Alaska State Legislature 
P.O. Box V.
Juneau, AK 99811

The Honorable Richard Schultz 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Paul Fischer 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Lyman Hoffman 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Jay Kerttula 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Curt Menard 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Drue Pearce 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Pat Pourchot 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Pat Rodey 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Rick Uehling 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Fred Zharoff 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Betty Bruckman 
Alaska State Legislature 
P.O. Box V 
Juneau, AI< 99811

The Honorable Ramona Barnes 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Larry Baker 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811



The Honorable Kay Brown 
Alaska Stale Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Pat Camey 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Dave Choquette 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Cliff Davidson 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Betty Davis 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Dave Donley 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Johnny Ellis 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable David Finklestein 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Richard Foster 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Max Gruenberg 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Mark Hanley 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Ivan M. Ivan 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The IlonorabJ e George Jacko 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Gene Kubina 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Ron Larson 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Loren Leman 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Georgianna Lincoln 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Terry Martin 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Mary Miller 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Mike Navarre 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Gail Phillips 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Randy Phillips 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811



The Honorable Kevin Parnell 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Jim Zawacki 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Robin Taylor 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Cheri Davis 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Jerry Mackle 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Ben Grussendorf 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Bill Hudson 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Fran Ulmer 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Richard Schultz 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Michael Miller 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Tom Moyer 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Bert M. Sharp 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Mark Boyer 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Niilo Koponen 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Eileen Panigeo 
MacLean
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Lloyd Jones 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Jim Duncan 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Bettye Fahrenkamp 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Richard Eliason 
Alaska State Legislature 
P.O. Box V 
Juneau, AI< 99811

The Honorable Steve Frank 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811

The Honorable Rick Halford 
Alaska State Legislature 
P.O. Box V 
Juneau, AK 99811



Dick Jacobsen, Mayor 
Aleutians East Borough 
P.O. Box 349 
Sand Point, AK 99661

Tom Fink, Mayor 
Municipality of Anchorage 
P.O. Box 196650 
Anchorage, AK 99519-6650

Fred W. Pike, Mayor 
Bristol Bay Borough 
Box 189
Naknek, AK 99633

Rick S. Brew er, Mayor 
Denali Borough 
P.O. Box 3140 
Anderson, AK 997

Juanita Helms, Mayor 
Fairbanks North Star Borough 
P.O. Box 1267 
Fairbanks, AK 99707

Frederick L. Shields, Mayor 
Haines Borough 
P.O. Box 1209 
Haines, AK 99827

Bruce Botelho, Mayor 
City and Borough of Juneau 
155 South Seward Street 
Juneau, AK 99801

Donald E. Gilman, Mayor 
Kenai Peninsula Borough 
1 North Binkley Street 
Soldotna, AK 99669

Ralph M. Bartholomew, Mayor 
Ketchikan Gateway Borougn 
3 Front Street 
Ketchikan, AK 99901

Jerome M. Selby, Mayor 
Kodiak Island Borough 
710 Mill Bay Road 
Kodiak, AK 99615

Glen Alsworth, Mayor 
Lake and Peninsula Borough 
P.O. Box 495 
King Salmon, AK 99613

Dorothy A. Jones, Mayor 
Matanuska-Susitna Borough 
P.O. Box 1608 
Palmer, AK 99645

Jeslie Kaleak, Mayor 
North Slope Borough 
P.O. Box 69 
Barrow, AK 99723

Chuck Greene, Mayor 
Northwest Arctic Borough 
P.O. Box 10 
Kotzebue, AK 99752

Dan Keck, Mayor 
City and Borough of Sitka 
304 Lake Street 
Sitka, AK 99835

Judy Simeonoff, Mayor 
City of Akhiok 
P.O. Box 5050 
Akhiok, AK 99615

Andrew Jasper, Mayor 
City of Akiak 
P.O. Box 52167 
Akiak, AK 99552

Jacob Stepetin, Mayor 
City of Akutan 
General Delivery 
Akutan, AK 99553

Peter A. Black, Mayor 
City of Alakanuk 
Box 167
Alakanuk, AK 99554

Wassillie Ilutsik, Mayor 
City of Aleknagik 
P.O. Box 33 
Aleknagik, AK 99555

Eddie Bergman, Mayor 
City of Allakaket 
P.O. Box 30 
Allakaket, AK 99720

Cornelius Douglas, Mayor 
City of Ambler 
P.O. Box 9 
Ambler, AK 99786



Zaccharias Hugo, Mayor 
City of Anaktuvuk Pass 
P.O. Box 21030 
Anaktuvuk, AK 99721

Charlie Roat, Mayor 
City of Anderson 
P.O. Box 3100 
Anderson, AK 997

Daniel Johnson, Jr., Mayor 
City of Angoon 
P.O. Box 189 
Angoon, AK 99820

Harry C. Allain, Sr., Mayor 
City of Aniak 
P.O. Box 43 
Aniak, AK 99577

Robert Walker, Mayor 
City of Anvik 
General Delivery 
Anvik, AK 99558

Moses L. Dirks, Mayor 
City of Atka 
Atka Rural Branch 
Atka, AK 99502

Elizabeth Hollingsworth, Mayor 
City of Atqasuk 
General Delivery 
Atqasuk, AK 99791

Donald Long, Mayor 
City of Barrow 
Box 629
Barrow, AK 99723

Gary Vanasse, Mayor 
City of Bethel 
P.O. Box 388 
Bethel, AK 99559

Neil Morris, Mayor 
City of Betties 
P.O. Box 26023 
Betties, AK 99726

Elmer Seetot, Jr., Mayor 
City of Brevig Mission 
Box 85021
Brevig Mission, AK 99785

Willie Thomas, Mayor 
City of Buckland 
P.O. Box 49 
Buckland, AK 99727

Franklin Matchian, Mayor 
City of Chevak 
P.O. Box 6083 
Chevak, AK 99563

Richard Skonberg, Mayor 
City of Chignik 
General Delivery 
Chignik, AK 99564

David Phillips, Mayor 
City of Chuathbaluk 
General Delivery 
Chuathbaluk, AK 99557

Pat Rowland, M tyor 
City of Coffman Cove 
310 Harbor Avenue 
Coffman Cove, AK 99950

Julius Fey, Mayor 
City of Cold Bay 
Box 10
Cold Bay, AK 99571

Robert VanBrocklin, Mayor 
City of Cordova 
P.O. Box 1210 
Cordova, AK 99574

Dennis Watson, M ayer 
City of Craig 
P.O. Box 23 
Craig, AK 99921

Martin Karmun, Mayor 
City of Deering 
P.O. Box 36049 
Deering, AK 99736-0049

Frank W. Geiger, Mayor 
City of Delta Junction 
P.O. Box 229
Delta Junction, AK 99737

Joe McGill, Mayor 
City of Dillingham 
P.O. Box 889 
Dillingham, AK 99576



Thomas O. Menadelook, Mayor 
City of Diomede 
General Delivery 
Diomede, AK 99762

David Helmer, Mayor 
City of Eagle 
P.O. Box 1901 
Eagle, AK 99738

Marie C. White, Mayor 
City of Eek 
P.O. Box 009 
Eek, AK 99578

Wallace Amaktoolik, Jr., Mayor 
City of Elim 
P.O. Box 39009 
Elim, AK 99739

Larry Lujan, Mayor 
City of Emmonalc 
P.O. Box 8
Emmonak, AK 99581

Wayne Nelson, Mayor 
City of Fairbanks 
410 Cushman Street 
Fairbanks, AK 99701

Borge Larsen, Mayor 
City of False Pass 
P.O. Box 50 
False Pass, AK 99583

Nancy James, Mayor 
City of Fort Yukon 
P.O. Box 269 
Fort Yukon, AK 99740

Russ Sweetsir, Mayor 
City of Galena 
P.O. Box 149 
Galena, AK 99741

Merlin Koonooka, Mayor 
City of Gambell 
P.O. Box 189 
Gambell, AK 99742

Charles A. Lewis, Sr., Mayor 
City of Golovin 
P.O. Box 62059 
Golovin, AK 99762

Christian Small, Mayor 
City of Goodnews Bay 
P.O. Box 70
Goodnews Bay, AK 99589-0070

Martha Maillelle, Mayor 
City of Grayling 
P.O. Box 89 
Grayling, AK 99590

Frank L. Wallace, Mayor 
City of Haines 
P.O. Box 1049 
Haines, AK 99827

Stan J. Peters, Mayor 
City of Holy Cross 
P.O. Box 203 
Holy Cross, AK 99602

Plarry E. Gregoire, Mayor 
City of Homer 
491 East Pioneer Avenue 
Homer, AK 99603

Albert W. Dick, Mayor 
City of Hoonah 
P.O. Box 360 
Hoonah, AK 99829

Maria C. Green, Mayor 
City of Hooper Bay 
P.O. Box 37
Hooper Bay, AK 99604

William J. Peters, Mayor 
City of Houston 
P.O. Box 940027 
Houston, AK 99694

Gerald Oldman, Acting Mayor 
City of Hughes 
P.O. Box 45010 
Hughes, AK 99745

Maudy Sommer, Mayor 
City of Huslia 
P.O. Box 10 
Huslia, AK 99746

Bruce Cook, Sr., Mayor 
City of Hydaburg 
Box 49
Hydaburg, AK 99922



Philemon D. Morris, Mayor 
City of Kachemak 
P.O. Box 958
Kachemak via Homer, AK V v. >3

Lonnie Anderson, Mayor 
City of Kake 
P.O. Box 500 
Kake, AK 99830

Herman Aishanna, Mayor 
City of Kaklovik 
P.O. Box 27 
Kaktovik, AK 99747

Fred W. Alexie, Mayor 
City of Kaltag 
P.O. Box 9 
Kaltag, AK 99748

Robert R. Young, Sr., Mayor 
City of Kasaan *
City Office 
Kasaan, AK 99924

John J. Williams, Mayor 
City of Kenai 
210 Fidalgo 
Kenai, AK 99611

Ted Ferry, Mayor 
City of Ketchikan 
334 Front Street 
Ketchikan, AK 99901

Robert T. Curtis, Mayor 
City of Kiana 
P.O. Box 150 
Kiana, AK 99749

Harvey Mack, Mayor 
City of King Cove 
P.O. Box 37 
King Cove, AK 99612

Alan Butera, Mayor 
City of Kivalina 
P.O. Box 50079 
Kivalina, AK 99750

Aaron T. Isaacs, Jr., Mayor 
City of Klawock 
P.O. Box 3 
Klawock, AK 99925

Rosie Ward, Mayor 
City of Kobuk 
Box 20
Kobuk, AK 99751

Robert B. Brodie, Mayor 
City of Kodiak 
P.O. Box 1397 
Kodiak, AK 99615

Pius G. Akaran, Mayor 
City of Kotlik 
P.O. Box 20268 
Kotlik, AK 99620

Willie Goodwin, Jr., Mayor 
City of Kotzebue 
P.O. Box 46 
Kotzebue, AK 99752

Frank Kavairlook, Sr., Mayor 
City of Koyuk 
P.O. Box 29 
Koyuk, AK 99753

David Dayton, Mayor 
City of Koyukuk 
P.O. Box 49 
Koyukuk, AK 99754

Sharon Sprague, Mayor 
City of Kupreanof 
P.O. Box 50 
Petersburg, AK 99833

Richard L. Long, Mayor 
City of Kwethluk 
P.O. Box 63 
Kwethluk, AK 99621

Charles Christensen, Mayor 
City of Larsen Bay 
P.O. Box 8
Larsen Bay, AK 99624

Wassilie Kameroff, Mayor 
City of Lower Kalskag 
P.O. Box 81
Lower Kalskag, AK 99626

Wassillie Tugatuk, Sr., Mayor 
City of Manokotak 
P.O. Box 170 
Manokotak, AK 99628



Mora Tikiun, Mayor 
City of Marshall 
P.O. Box 09 
Marshall, AK 99585

B. R. "Walt" Walton, Mayor 
City of McGrath 
P.O. Box 30 
McGrath, AK 99627

Walter T. Amos, Mayor 
City of Mekoryuk 
P.O. Box 29 
Mekoryuk, AK 99630

Ted A. Littlefield, Sr., Mayor 
City of Metlakatla 
P.O. Box 8
Metlakatla, AK 99926

ITarry O. Wilde, Sr., Mayor 
City of Mountain Village 
P.O. Box 32085 
Mountain Village, AK 99632

James Willie, Mayor 
City of Napakiak 
General Delivery 
Napakiak, AK 99634

Phillip Nicholai, Sr., Mayor 
City of Napaskiak 
P.O. Box 6109 
Napaskiak, AK 99559

Robert Knight, Mayor 
City of Nenana 
P.O. Box 70 
Nenana, AK 99760

Dennis Andrew, Mayor 
City of New Stuyahok 
P.O. Box 10
New Stuyahok, AK 99636-0010

Gusty Wassillie, Mayor 
City of Newhalen 
P.O. Box 165 
Iliamna,AK 99606

Joe Post, Mayor 
City of Nightmute 
General Delivery 
Nightmute, AK 99690

Jeffery W. Stokes, Mayor 
City of Nikolai 
P.O. Box 25 
Nikolai, AK 99691

Jolm K. ITandeland, Mayor 
City of Nome 
P.O. Box 281 
Nome, AK 99762

William Trefon, Jr., Mayor 
City of Nondalton 
General Delivery 
Nondalton, AK 99640

William Field, Mayor 
City of Noorvik 
P.O. Box 146 
Noorvik, AK 99763

Carleta Lewis, Mayor 
City of North Pole 
P.O. Box 55109 
North Pole, AK 99705

Mark Ahmakak, Mayor 
City of Nuiqsut 
P.O. Box 148 
Nuiqsut, AK 99789

Peter J. Demoski, Mayor 
City of Nulato 
P.O. Box 65009 
Nulato, AK 99765

Ivan N. Wassillie, Mayor 
City of Nunapitchuk 
P.O. Box 190 
Nunapitchuk, AK 99641

Sven D. Haakanson, Mayor 
City of Old Harbor 
P.O. Box 109 
Old Harbor, AK 99643
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CHALLENGES FACING THE DELIVERY OF TRANSPORTATION SERVICES 
IN ALASKA: AN IDENTIFICATION OF THE ISSUES

G E N E R A L
CATEGORIES

G E O G R A PH Y

D E M O G R A PH IC  A ND  
ECO N O M IC  G RO W TH

LA N D  O W N ERSH IP  A ND  
U S E

SPECIFIC CATEGORIES

Geographic Diversity 

G lobal Location

Intcrmodal Demands 

Population Growih

Federal Ownership 

ANCSA

Adequate T itle  Interest

Surveying, Mapping & Monumentation

Real Property Management

Public Land O rder and O ther Right-of- 
Way Reservations

ISSUES

Should the department establish guidelines 
o r  standards to determine the minimum 
level o f  service required to adequately 
serve these diverse communities?

Can the department afford to provide 
multimodal transportation services to each 
o f  these communities in the future?

How can the department ensure that there 
is adequate and adequately maintained 
infrastructure to meet transportation 
needs, including the need to connect with 
the global marketplace and the evolving 
world economy?

How can the transportation system support 
national security goals and emergency 
transportation requirements in the event o f 
armed conflict?

How can the department improve 
intermodal connections?

WTiat are the impacts o f population and 
economic growth on the delivery o f  
services?

What are the most effective ways o f 
dealing with land use conflicts on federal 
inholdings?

T o  what extent do the ANCSA provisions 
stimulate o r  impair development o f  the 
rural transportation network?

Should the department reevaluate the need 
fo r fee title acquisition o f  lands fo r 
transportation infrastructure?

How does the department ensure that 
there is adequate surveying, mapping and 
monumentation o f  public rights o f way?

Should the department promote a system 
o f  real property management? And, how 
can this be done fairly?

T o  what exlenl do these reservations 
impact the development o f  the
transportation system?

LEVEL I ISSUE 
ANALYSIS
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JU R ISD IC T IO N A L
RESPO N S IB IL IT Y

F IN A N C IA L  RESO URCES

Reserved (States

Ixxa l Platting & Zoning Compliance

D N R /D O T & P F  Land Management 
Responsibilities

T ransfer o f  Responsibility

F u n c t i o n a l C la s s i f i c a t i o n  an d  
Administrative Jurisdiction

Budget Crisis

Federal Program Receipts

Federal Program Criteria

Design Standards

User Costs

Tax Policy

What ro le should the department take in 
securing these estates? And, at what cost?

How can the department improve 
coordination with local governments in the 
course o f project development?

How can this duplication o f service be 
minimized?

How should the financing responsibility be 
allocated between local and state
government and the private sector?

Should there be a more active department 
ro le  in s tanda rd iz ing  functiona l
classification o f  the transportation system 
to identify more important facilities or 
more critical needs?

Should the department pursue a stable 
funding source?

What are the barriers to establishment o f 
such a funding source?

Should the state augment its current 
improvement capabilities through the 
establishment o f  a state funded 
transportation improvement program?

How does the department ensure that 
there is an adequate opemting budget to 
maintain the federally-funded capital 
improvements and meet ou r grant 
obligations?

How much flexibility is available to the 
department to apply innovative design 
solutions to construction?

How would any deviation from  standards 
affect liability?

A re user charges applied appropriately?

How should costs o f transportation 
services be assigned between users and 
non-users?

T o what extent could innovative financing 
techniques, including developers fees, 
contribute to infrastructure financing?

To what extent should the department
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E N G IN E E R IN G  A ND
EN V IRO N M EN TA L
CO NSTRA INTS

D e fe rred  M ain tenance/In frastructure 
Disinvestment

Distribution o f Resources W ithin the State 
fo r Construction o f Capital Improvements

Local Service Roads & Trails Program 

Alaska Constitution

System Expansion

Provision o f  Emergency Transportation 
Services

Provision o f Transportation Services to 
M ajor Recreation Facilities

Climate

Permafrost

G lobal Warming

lobby fo r changes in state tax policy to 
finance capital and operating costs o f the 
transportation system?

T o what extent do existing policies 
stimulate o r  impair competition between 
and within modes?

How do the department ensure that there 
is adequate and adequately maintained 
infrastructure to meet transportation 
needs?

How can the department ensure that 
investment is directed wisely and that 
financing decisions balance competing 
p rio ritie s-capac ity  expansion versus 
rehabilitation, urb3n highways versus 
village airports?

S h o u ld  the d ep a rtm en t p u rsu e  
reestablishment o f  the LSR& T  program?

Should the department propose a
constitutional amendment that dedicates 
transporta tion  revenues so le ly  fo r
transportation purposes?

What are the barriers to expanding the 
existing systems, and how might those 
barriers be overcome?

How can the development o f  the 
transportation system help meet the needs 
o f emergency transportation service 
providers?

Should the department enter into
cooperative agreements with other 
agencies to provide specialized services, 
such as maintenance o f  park roads and 
parking areas, etc?'

What further research is needed to meet 
the climatic challcng-s o f this state?

How should the department use its 
resources to promote innovation in ways to 
deal with this engineering hurdle?

What is the effect o f global warming on 
performance o f  the transportation system?

Earthquakes How can the department mitigate the nsks 
associated with this phenomenon?
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R E G U L A T O R Y  PO L IC IES

PO L IT IC A L
EN V IRO N M EN T

O RG A N IZA T IO N A L
EN V IRO N M EN T

Construction Camps 

National Environmental Policy 

FAA Security/Safety Programs

D i s a d v a n t a g e d  B u s i n e s s  
Enterprise/External EEO  Programs

Encroachments/Trespass 

U tility Relocation

M otor Carrie r Regulation

Short Time Horizons fo r Decision making 

Rights-vs-Rcsponsibililics

Environmental Activism

Leadership Turnover 

Strategic Management Process

How can the department best balance the 
concerns o f  labor and the work place?

How can the department balance the 
conflicting demands fo r a quality 
environment with the need fo r responsive, 
inexpensive transportation?

I f  the department is forced to comply with 
th e  m o re  s t r in g e n t  r e g u la t o r y  
requirements, ou r operating costs at many 
airports would increase substantially. 
What course o f  action should the 
department pursue in complying with this 
regulation? And, at what cost?

How can the department fairly meet 
D B E /E xE E o  goals in the future?

What are the most effective means o f 
dealing with violations?

Should the department .tontinue to bear 
the entire financial burden fo r utility 
relocation within state right-of-way? And, 
at what cost to other transportation 
improvements?

Given the differences among modes and 
their user fees (taxes), how can 
enforcement be don fairly, without 
inappropriate competitive advantages fo r 
one mode over another?

What strategy is available to the 
department to minimize this shortcoming?

A  key transportation issue is what level o f 
transportation service is a public sector 
responsibility, and how should that 
responsibility be divided among local and 
stale government?

H ow  can the departm ent w ork 
cooperatively with environmental activists 
in achieving environmental goals?

How can the length o f this transition 
period be minimized?

What innovative techniques are available 
through this process to improve the 
organizational management?
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A V A IL A B IL IT Y  O F E N E R G Y  
F O R  TRA N SPO RTA T IO N

SPEC IA L
T R A N SPO R T A T IO N  N EEDS

T E C H N O LO G Y

General Efficiency

Program Development Cycle

Training and Productivity 

System Management

Accountability to the Public through 
Improved Reporting

D O T& PF  Legal Services

T o  what extent should management 
information system be used to improve 
planning, design and construction 
management?

What changes might be accomplished in 
the budget o r  management process to 
reduce this lengthy development cycle?

How can the department meet the 
manpower loss o f  the R IP  program?

A re there significant other gaps in current 
data resources that hamper research and 
development e fforts and innovations?

How can the department improve the 
assembly, management, transmission, and 
analysis o f transportation-related data to 
make it more understandable too the 
public?

What are the barriers to overcoming the 
fra g m en ta t io n  betw een  the two 
departments?

How should the department address the 
need to conserve the use o f transportation 
energy within the state in the next decade?

How can the transportation network better 
respond to the special needs o f elderly, 
disabled and low-income travellers? W ho 
should bear (he cost o f such service?

How can the department better prepare 
itself to be responsive to technological 
in nova tion  and impact on the 
transportation system?
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CHALLENGES FACING THE DELIVERY OF TRANSPORTATION SERVICES 
IN ALASKA: AN IDENTIFICATION OF THE ISSUES

The first half of the 19S0’s brought Alaska a tremendous economic boom. Alaska's state government 
created that boom by pumping tens of billions of dollars in oil revenues into the economy within a few years. 
High North Slope oil production and high oil prices made the State of Alaska wealthy during the first part of 
the decade, and it spent its oil wealth in ways that reached throughout the economy. During that time, the 
transportation infrastructure grew at an unprecedented rate.

By late 1985 Alaska's economic picture was changing. Oil prices had been drifting down since 1982, and 
by mid-decade a drop in state spending had already started an economic slowdown. In particular, construction 
began a steep decline. In the spring of 1986 oil prices crashed, and the slowdown quickly became a recession 
as state revenues and spending dropped.

The 1990’s have produced a clearly different environment for the state. Service needs and demands have 
continued to grow, while revenue increases have declined in absolute and real terms. At the same time, statutory 
mandates to provide services have increased. Management’s present challenge has been to find creative ways 
to ensure the provision of high quality services in an era characterized by continuing cost increases and stable 
or declining revenues.

The effort to maintain and expand the transportation infrastructure is complicated by the impact of a 
growing number of complex issues. As a result, the department has initiated the preparation of a State 
Transportation Plan that will provide a comprehensive, multimodal policy review of Alaska’s transportation 
system from a statewide perspective. This i' being done in an effort to anticipate and better understand 
significant issues which are likely to impact services and performance in the near future.

An understanding of these issues is essential if the Department of Transportation and Public Facilities 
(DOT&PF) and state government as a whole arc to identify a realistic strategy o meet its total transportation
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needs in the future. These issues will influence the development and implementation of state policies, plans, and 
programs, extending far beyond the transportation system.

1982 STATE TRANSPORTATION POLICY PLAN

The 1982 State Transportation Policy Plan identified a number of major issues affecting the development 
of Alaska’s transportation system. Those issues are identified in Table 1.

The issues, as identified in the 1982 Policy Plan, still exist. What has changed--the economic climate, 
energy and environmental concerns, demogiaphic trends and population distribution--does not mandate wholesale 
adjustments because of those changes. They do indicate, however, a need to reexamine the previous analysis, 
and perhaps to redirect, expand, or change emphasis.

ISSUE IDENTIFICATION PROCESS

The function of forecasting the future is often less a matter of scientific precision than of human 
judgment and intuition. To aid in the issue identification process the department has established both a 
Technical and Policy Review Committee. This multiple team approach is intended to build on the knowledge 
of many people within the department who can bring a variety of points of view to the process.

The first step in the issue identification process is to review previously published reports (i.e., system 
and regional planning studies. Transition Report, Management Plan. Crossroads Report, etc.). Numerous issues 
have been identified in the reports that impact the department’s ability to deliver transportation services. This 
report is a compilation of that material.

Next, the Technical Review Committee will review the background report and identify and describe any 
issues that should be incorporated in the document. To develop a workable list, the "long-list" will be narrowed 
by the Project Manager to concentrate on those issues that relate to the service delivery objectives which frame 
the project's goals and objectives. The "short-list" will be returned to the Technical Review Committee for 
subsequent analysis.

The Technical Review Committee will identify the forces affecting these issues and identify strengths 
and weaknesses (internal), along with opportunities and challenges (external). The Technical Review Committee 
evaluation will be transmitted to the Policy Review Committee. On the basis of the information presented in 
the evaluation, the Policy Review Committee will identify a few key issues. The key issues will become the focus 
of the plan.
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T a b l e  O n e

STATE TRANSPORTATION POLICY PLAN, 1932 
M«ijor I s s u e s

State Transportation Related Issues: Regional and local issues were Identified in the modal, regional 
and local planning studies and reports.

Development ot an Integrated Transportation System in Alaska: Many cases have been identified 
where the service between communities in Alaska is not convenient, not available on an equal basis, 
or otherwise lacks high quality.

Role of the Public and Private Sectors in Providing Transportation: Which roads should be state 
highways or which airports should be financed by the federal government

Distribution of Transportation Development Resources Between Rural and Urban Areas: Most 
of Alaska's population growth is expected to occur in the metropolitan areas. Yet, tourism, agriculture, 
mining, forest products, fisheries and other industries vitally important to Alaska's economy are largely 
located In rural areas.

Energy Considerations: Alaska’s transportation system consumes about thirty-eight percent of the 
total energy used in the state. This suggests a fertile area for energy conservation.

Economic Development and Land Use: Population growth, economic development and land use 
patterns are primary determinants of future travel. Because of these interrelationships, public policies 
and statutes concerning growth and land use are extremely important in providing future directions 
for the transportation system.

Consideration for Transportation Access Across Federal Lands: Access is a legal right to use 
certain lands for a specific purpose and access across federal to state, native and privately held lands 
is a prominent issue.

Transportation for the Disadvantaged: Disadvantaged persons include the handicapped, elderly, 
young and those with low incomes. Many of these persons are unable to use automobiles and do not 
have alternative forms of transportation available to them.

Socio-Economic Considerations: With vast areas of undeveloped and unsettled lands, many 
Alaskans follow a lifestyle that includes varying degrees of subsistence. The movement of people and 
goods needed to compliment this lifestyle must be considered when evaluating transportation 
demands.

S t a t e  T r a n s p o r t a t i o n  P o l i c y  Pla n ,  1982, pp. 8 / 1 - 7 .
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This process will help set priorities so efforts can be concentrated on those issues though! to have 
overriding importance and which the department can affect. The issue agenda is expected to evolve and change 
with time but this initial effort offers a framework to begin work.

CURRENT ISSUES/AN OVERVIEW

Will today’s transportation policies and infrastructure meet tomorrow’s needs? Indeed, bow well are 
wc meeting today’s needs? Transportation plays a vital role in advancing Alaska’s future economic development. 
A responsive, well-maintained, and efficient transportation system can further economic growth and increase the 
state’s competitiveness in the global market place. The desired goal "the department is committed to achieve 
in the future" was described in the FY’9fl & '91 Management Plan:

MISSION STATEMENT

To cost effectively provide, operate and maintain safe, environmentally sound 
and reliable transportation systems and public facilities for the State of Alaska.

Alaska needs a transportation policy that will help meet this goal. The policy must be a strategic 
approach based on cooperative public and private action. Businesses rely on strategic planning to think ahead, 
to identify priorities, and to position themselves for the future. Government policy-transportation policy--must 
be driven by strategic thinking as well.

Strategic management focuses attention on the recognition and resolution of "strategic issues." Strategic 
issues include "actual or anticipated conditions, internal or external to the department, that have or will have a 
significant influence on the department in terms of its functioning or its ability to achieve a desired goal in the 
future." This document provides an overview of the trends and factors that shape transportation in Alaska both 
now and in the future. The issues are arranged according a few broad categories to stimulate and focus 
discussion:

•  Geography
o Demographic and Economic Growth
•  Land Ownership and Use
•  Jurisdictionai Responsibility
•  Financial Resources
•  Engineering/Environmental Constraints
•  Regulatory Policies
•  Political Environment
•  Organizational Environment
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•  Availability of Energy for Transportation
•  Special Transportation Needs
•  Technology

( y f  ISSUE AREA: GEOGRAPHY

Adequate transportation services arc essential for the residents of Alaska to maintain and expand the 
economy of the state. Providing adequate transportation services in Alaska is more difficult than in most areas 
of the United States, or even the world, because of the geographic diversity of the state and the impacts of its 
strategic global location.

Geographic Diversity

The total land area of Alaska is 586,412 square milcs-approximatcly one fifth the total 
area of the 48 contiguous slates. Its 33,000 miles of coastline is half again that of the 
continental United States. Alaskan coasts face two oceans (North Pacific and Arctic) and two 
major seas (Bering and Chukchi). The state stretches out between latitudes of 51 degrees and 
72 degrees north and meridians 130 degrees west and 173 east--an cast-west span of 2,400 miles 
and a north-south span of 1,400 miles. Because of this subcontincntal size, Alaska is not a 
single homogenous region but several distinct regions.

Thousands of acres of forest and tundra, miles and miles of rivers and streams, valleys, 
bays, coves and mountains, arc spread across a vast area. Current assessments indicate that 
approximately 160,000 acres of Alaska have been cleared, built on or otherwise directly altered 
by man, either by settlement or resource development, including mining, pipeline construction 
and agriculture. In comparison to the 365 million acres of land which comprise the total of the 
state, the settled area currently amounts to less than l/20lh of a percent.

The remoteness of some places, the water barriers and the difficulty of traversing the 
terrain have made overland connections between communities cither impossible o. inordinately 
expensive. To meet this diverse need the department has developed a comprehensive 
transportation network, including 5,500 miles of roads, two international airports, 270 smaller 
airports, a fleet of ferry vessels, 80 ports and harbors, and more than 500 public buildings.

Should the department establish guidelines or standards to determine 'he minimum 
level of service required to adequately serve these diverse and distant comm unities? Can the 
department afford to provide multimodal transportation services to each of these communities 
in the future?

Global Location

Foreign air carriers have traditionally used Alaskan international airports when they 
fly between Europe and Asia. While the political climate of the past forty years has caused the 
major countries of Europe and East Asia to avoid Soviet airspace, recent political changes 
within the USSR have resulted in a revised airspace policy which allows foreign airlines to 
consider overflying that country as a viable alternative to operating through Alaskan airports.
How can the department ensure that there is adequate and Jidequatcly maintained
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infrastructure to meet transportation needs, including the need to connect with the global 
marketplace and the evolving world economy?

In addition to the civilian use of Alaska as a center of operations, the military has 
developed a number of strategic bases in the state to support critical missions. The location 
of these bases has provided opportunities for the development of the civilian transportation 
network. However, combined operations create additional demands on the department to 
maintain 24-hour service. How can the transpoit ition system support national security goals 
and emergency transportation requirements in the event of an armed conflict?

Interniodal Demands

No matter how good the individual parts of the transportation system may be, the 
effectiveness of the overall system depends on the effectiveness of the connections a traveler 
or a carrier can make in getting from origin to destination. Intercity passenger travel frequently 
involves use of air or rail service in combination with a shorter trip by automobile, taxi, or local 
bus. For freight, many shipments arc picked up ond delivered by truck, but piggybacked onto 
the railroad for the long-distance journey. Millions of shipping containers each year arc moved 
on linerships across the ocean and transferred to rail or truck ic get between a port and other 
points in the state.

The transportation system that serves this diverse state cannot work effectively if critical 
segments in the system arc not connected. When trips involve transfers from one form of 
transportation to another, good connections between modes are essential from local streets and 
artcrials to the interstate highways, from air travel to shorter distance ground transportation, 
from truck to rail, from rail to ship. Too often in the past we have looked at airport or 
highway development separately from their relationships to other modes. We have dealt with 
our transportation system and our public facilities as if they were all operating in isolation. 
How can wc improve intcrmodal connections?

fyj* ISSUE AREA: DEMOGRAPHIC AND ECONOMIC GROWTH

The strategic planning process must also start with a review of factors affecting the state’s future mobility 
needs. Many of these trends arc demonstrated in the changing patterns of people and the movement of goods. 
The state has a history of rapid growth, both in population and the economy, punctuated by periods of short, 
but severe declines. Major population shifts are often associated with these cycles, both within the state and into 
and out of the state. Possible consequences of these changes include increases in the growth of personal travel 
and tourism and growth in demand for specialized transportation services and improved transportation amenities

Population Growth

In the last fifteen years, the population of Alaska has grown at an average annual rate 
of 4 percent (Alaska Department of Labor). Alaska’s rate of increase during the decade was 
the third highest among all states, but with a population of just over half a million people 
(537,800), it still ranks fiftieth among all states in total population.
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Natural Increase (Births and Deaths)

Alaska has had and continues to have, a crude rate of natural 
increase (births minus deaths per thousand persons) greater than any other 
state in the U.S. This reflect both the highest crude birth rate (births per 
thousand persons) and the second lowest crude death rale (deaths per 
thousand persons) in the U.S. The low crude death rate is primarily due to 
the unusual age distribution in Alaska--a concentration of population in ages 
fifteen to thirty-four where death rates are low.

In 1987, the birth rate for Alaska Natives was 32.6 per 1000: the death 
rate in that same year was 6.7 per 1000; together these rates made for a 
natural increase of 2.6 per year. The birth rate for white Alaskans in 1987 
was 19.6 per 1000; the death rate was 3.4 per 1000; together this made for a 
natural increase of 1.6 percent. Nationwide the birthrate is 16 per 1000 and 
the death rate is 9 per 1000 making a natural increase of .7 per year.

Over the period since 1960, the major trends and differentials in vital 
rates in Alaska can be summarized as follows:

•  General declining fertility among all groups and all regions of the 
state, with non-white fertility (particularly Native) declining faster, but 
still staying at a higher level than white.

•  Mortality declines of modest proportions among mcst groups and 
regions.

•  Slowing rales of natural increase, as birth rates fall faster than death 
rates, for Natives and whites, and for all regions of Alaska.

Migration

Patterns of migration within Alaska and between Alaska and the 
Lower 48 can be summarized as follows:

•  Although the gross migration flows were very large, Alaskan 
population growth during the last twenty years was not primarily the 
result of net migration to the state. Net migration accounted for less 
than one-fourth of the total population change.

•  Alaskan mobility is characterized by the Native population migrating 
within the state and the white population moving between stales. 
More Alaska Natives now live in Anchorage that in any other 
borough or census areas in the state. This area held 57 percent of the 
state’s total population in 1987, compared to 48 percent in 1960. 
Young adults have been the most mobile, as is true elsewhere.

•  The pattern of intrastate and interstate migration during the last 
twenty years has markedly changed the regional distribution of
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population, with both non-whites and whites concentrating in the 
Anchorage/Southcentral urbanized regions.

•  This pattern of growth and mobility took place during a continued 
decline of the highly mobile armed forces population. In 1980, the 
military accounted for 15.7 percent of the total population. While the 
military gradually increased during the early 1980’s, the non-military 
population in Alaska grew so rapidly that by 1985 the military 
represented only 12.5 percent of the total population.

In the past decades, military migration to Alaska was an important 
component of both net migration and total population increase. The 
decreasing proportion of military population to total population 
reflects the relative decline in the role of the military in the Alaska 
economy, though the size of the military population is still substantial.

Regional and urban growth patterns will play a significant role in influencing future 
travel trends and determining transportation investment requirements.

Trends in Employment

The general economy of Al-aska reflects its vast federal, state and native land holdings, 
government employment, military importance, natural resources, construction, tourism and 
agriculture. There is very little manufacturing in Alaska. Most finished products must be 
transported to the state from the other states or foreign markets. Therefore, the condition of 
Alaska’s transportation delivery system is a critical factor in enhancing the state’s productivity 
and Alaska’s ability to compete and survive in today’s demanding economic environment.

The greatest number of jobs in 1989 was in the government sector (66,000) followed 
by seafood processing (9,000) and oil and gas mining (8,100). Employment is but one measure 
of activity within the state. In terms of labor force, there are some prominent patterns. Since 
1950, the labor force participation rate of females has increased substantially. The retail trade 
and service sectors of the economy have high relative growth rates, and women comprise a 
relatively large part of employment in these sectors. There has been a trend toward early 
retirement. And, the unemployment rate has fluctuated seasonally and annually.

Other Economic Trends

Development of Alaska’s natural resourccs-fueL, energy, and miner als-takc on national 
importance not only because of the energy crisis but also relative to unstable international 
markets and the international balance of payments deficit. While the availability of 
transportation does not assure development, it is a necessary condition and consideration for 
resource development.

Alaska’s potential for petroleum production has been recognized for a long time. 
Exploration activities began early in this century, and in 1923, a large area in northern Alaska 
was designated Naval Petroleum Reserve #4. It was in the late 1950's and early 1960’s that the 
first significant production began on the Kenai Peninsula in southcentral Alaska, and in adjacent 
waters of Cook Inlet. These developments were of moderate size and although they caused a 
flurry of local activity, had only a minor influence on the growth of the state as a whole. Then,

Page 8
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with the discovery of oil on the North Slope and the Prudhoc Bay lease sale in 1969, Alaska 
entered fully into the age of petroleum. The state was catapulted into an entirely new phase 
of economic growth.

There are many natural resources in Alaska beyond oil and gas. According to the 
Mineral Industry Research Laboratory at the University of Alaska in Fairbanks, there are two 
"World Class" mineral deposits in the United States and both of them are in Alaska. One is 
found in the Kobuk Region east of Kotzebue, and the other is in a large b;-nd on the north side 
of the Alaska Range extending generally east from the Usibclli Coal Mine toward Delta 
Junction. A resurgence in the minerals market continues to impact Alaska’s mining industry.

In recent years, some of the most significant transportation improvements have Livolved 
the development of public/private sector partnerships (e.g. the 360-mile Dalton Highway built 
by oil interests, the 52-miles of Red Dog Mine Access Road being financed by the Alaska 
Industrial Development and Export Authority, and the $1.3 million contribution by a trucking 
firm for the upgrade of the Klondike Highway to allow heavy-laden ore trucks to gain access 
from Canadian mines to the port of Skagway).

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 are certain to continue attracting national and international visitors. 
International commerce and travel are growing at unprecedented rates. Tourism brought in 
$800 million in 1987.

In general, Alaska’s employment, labor force and population will grow very slowly between now and the 
year 2000, more slowly than the U.S. as a whole. Also, the population and labor force will grow older and more 
female. Higher levels of economic activity will mean more jobs, more goods to be shipped, higher incomes, and 
greater demand for travel. Even under a slow-growth forecast, Alaska’s needs for transportation services is likely 
to continue expanding. Higher incomes, growth in the active elderly population, and global economic 
interdependence will also generate greater demands for transportation services.

g f  ISSUE AREA: LAND OWNERSHIP AND USE

The issue of land ownership is an important key to the development of the state's transportation 
infrastructure. Specifically, if transportation systems are to be extended in Alaska, provision must be made for 
access and rights-of-way through various use classifications of federal and native lands.

Federal Ownership

In most places, the free market affects patterns of land ownership, but in Alaska, ai! 
land ownership patterns until recently were the result of a century-long process of a single 
landowner, the United States government. Since the purchase by the United States of Alaska 
from Russia in 1S67, the federal government has exerted a predominant influence on the 
territory and the slate.
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Prior to statehood, about 99 percent of Alaska was federally-owned. With the passage 
of the Statehood Act, the new state was given the authority to select 104 million acres of lands 
from the public domain of some 365 million acres. The Statehood Act also gave Alaska title 
to submerged offshore lands to the limits of the territorial sea.

The 1980 Alaska National Interest Lands Conservation Act (ANILCA) or (d)(2) 
provision authorized the Secretary of the Interior to withdraw up to 80 millio.i acres of land for 
possible inclusion in the National Park, Forest, Wildlife Refuge, and Wild and Scenic Rivers 
Systems. Under these systems, the development of the natural resource potential of the land 
would be prohibited or restricted to varying degrees. Thus, the possibility for land use conflicts 
arise. What are the most effective means of dealing with this issue?

Alaska Native Claims Settlement Act

The Statehood Act did not deal with the territorial claims of Alaska’s natives. In 1966, 
the Secretary of Interior ordered a halt to further state land selections until the native claims 
could be resolved by Congress. In 1971, Congress passed the Alaska Native Claims Settlement 
Act (ANCSA), giving natives the right to select '14 million acres of land.

ANCSA recognized the rignts that the Alaska Natives had to the lands they 
traditionally occupied. Village corporations, comprised of village residents, were entitled to the 
lands around their villages. The village corporations could not select lands which had already 
been transferred by patent from the federal government to people or to the state of Alaska.

Section 14(c)(3) of ANCSA requires that the village corporations obtain their land they 
are to transfer some of it to individuals, non-profits organizations and cities or the state in trust 
for future cities and federal, state and municipal governments. Typically, such lands are the 
remaining improved lands in the village, additional community expansion lands, appropriate 
village rights-of-way and lands for other foreseeable community needs.

The Section 14(c)(4) provision requires the reconveyance of land used for airports and 
air navigation and related purposes as such existed on December, 1971 to the present airport 
operator. In most cases, DOT&PF has been the recipient of 14(c)(4) land since it is the 
leading operator of Alaska airports. To what extent does this policy stimulate or impair 
development of the rural transportation network?

Adequate Title Interest

In order that the department may properly perform its functions, and to protect the 
public investment, it is essential that an adequate title interest be acquired and retained not only 
to construct but to operate and/or maintain transportation facilities. It has been the traditional 
view that the department will always acquire a fee simple interest. This view often conflicts 
with the expectations of land owners. Should the department reevaluate the need for fee title 
acquisition of lands for transportation infrastructure?

.SurvevinQ. Mapping & Monumentation

Page 10

Existing facilities including highway rights of way, airport boundaries, and public 
facilities are inadequately surveyed, mapped, and monumented. The result is that airport and 
highway property managers cannot effectively control encroachments and trespass, adjoining
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property owners cannot define their boundaries, and M&O forces are unable to determine the 
limits of their operation. How docs the department ensure that there Ls adequate surveying, 
mapping and monumentation of public rights of way?

Real Property Management

There arc a growing number of unresolved Issues related to properly management that 
should not be addressed on a piecemeal, case-by-casc, emergency basis as problems erupt (e.g. 
RS 2477, section line casements, fee vs. less-lhan-fce acquisitions, surface/subsurface estates, 
lack of casement document records, etc.). So long as the department lacks a uniform property 
management system, the state will suffer from inconsistent decision making, the loss of potential 
revenue and unnecessary litigation expenses. Should the department promote a system of real 
property management? And, how can this be done fairly?

Public Lind Orders and Other Richt-of-Wav Reservations

Many rights of way for existing facilities throughout the state were initially created by 
federal Public Land Orders (PLO), or by other Patent Reservations. These rights of way arc 
utilized, as valid existing rights, by the department in its efforts to both improve existing 
transportation facilities and to develop new ones. To what extent do these reservations impact 
the development of the transportation system?

Reserved Estates

This is a variation on the issue of v hether sand and gravel are part of the surface 
estate or part of the subsurface estate. It is an issue in national Wildlife Refuges were the 
department owns a surface interest while subsurface interests are reserved to a federal agency. 
In cases currently being debated, the federal agency contends that sand and gravel are 
automatically part of the subsurface estate and, even when such materials arc extracted to 
support the dedicated use of the surface estate, the maximum practically revenue should be 
generated. What role should the department take in securing these estates? And, at what cost?

Local Platting & Zoning Compliance

Various Alaska Statutes require the department to comply with local platting and 
zoning authorities in the course of project development. The statutes generally require that the 
state be treated in the same manner and extent as other land owners. The statutes do not 
consider the fundamental differences between the process of acquiring right of way for public 
facilities and the concept of land subdivision and development as addressed by the local 
ordinances. Local compliance without special consideration can have the effect of limiting the 
use of eminent domain proceedings for acquisitions, substantially increasing project costs, 
delaying schedules, and limiting the department’s ability to efficiently manage airport facilities 
and lease lots. Kow can the department improve coordination with local governments in the 
course of project development?

DNR/DOT&PF Land Management Responsibilities

DNR takes an excessively active role in the management of DOT&PF airport 
properties, material source permitting and highway rights-of-way. This requires an inordinate
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amount of administration by both agencies which does not efficiently serve the interests of the 
state. How can this duplication of service be minimized?

jv f  ISSUE AREA: JURISDICTIONAL RESPONSIBILITY

In Alaska, local road needs arc not easily separated from state needs. Unlike many other states where 
local taxes pay for local roads, in Alaska state dollars routed to local governments have paid for reads at this
icvel, loo. The reason for this is that an inconsistency exists between accepted responsibility among
municipalities, organized boroughs, the unorganized boroughs and among private ventures. For the local 
government entities, the range of powers granted under the Municipal Code (AS 29.35) for duties related to 
transportation issues vary significantly from one local government type to another. Governments across Alaska 
have a difficult time meeting their transportation responsibilities because current program arrangements ignore 
the relationship between funding and responsibility.

Tran >f<:r of Responsibility

In 1987 the Alaska Lcgislatu-c set forth the following directive to begin dealing with 
the issue of road control:

"It is the intent of the legislature that DOT&PF establish a road
responsibility task force comprised of representatives of DOT&PF, local
governments, unorganized areas, and user groups. The task force is to
evaluate the feasibility of transferring the responsibility of direct maintenance 
on certain transportation facilities 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 issue of road ownership, liability, and the transfer of equipment and 
employees."

In July, 1988, the Governors’ Task Force on Transportation Facilities compiled a report 
on the delivery of transportation services in Alaska. The task force recommended a 
realignment of responsibility, clarification of areas of responsibility and transfer of some 
transportation facilities from the state to local governments to enable DOT&PF to more clearly 
focus on strategic statewide planning. In addition to the benefits gained, the task force 
determined that the delivery of transportation services could be more efficiently and equitable 
provided if the continued care of some of Alaska’s transportation facilities would be more 
widely distributed among various private and governmental entities. How should the financing 
responsibility be allocated between local and state government and the private sector?

Functional Classification and Administrative Jurisdiction

The classification of highways, airports, and harbors into systems provides a basis for 
assigning responsibility for administration and finance at the level of government most directly 
concerned with the service provided. Inherent in the functional classification process is the
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implication of differing levels of importance based on service function. Without a classification 
system it is difficult to compare facilities fairly.

Importance is based on economic and social values which are measured in a variety 
of ways. However, the basic idea is the same regardless of the system: more important 
facilities or more critical needs deserve the most attention which usually means more funding.
Some of the uses of functional classification are to: 1) provide a basis for assigning jurisdictional 
responsibility according to overall importance of the facility, 2) provide for appropriate design 
standards according to service function; 3) provide a basis for evaluating present and future 
needs; and, 4) provide a basis for the apportionment of scarce fiscal resources. Should there 
be a more active department role in standardizing functional classification of the transportation 
system to meet these uses?

(v f  ISSUE AREA: FINANCIAL RESOURCES

There will be increasing demands tor investment in transportation to keep up with rising costs 
and emerging needs, and the necessary funding will have to come from a variety of sources. The state needs 
a more rational, systematic approach for meeting its transportation responsibilities. It is important that the 
necessary funds be identified to support the transportation system.

Budget Crisis

Unlike most states where user taxes and fces--motor fuel taxes, motor vehicle 
registration fees and other special taxes-arc the funds used to support transportation system 
improvements, Alaska’s user taxes and fees meet only a small fraction of the cost. The state 
receives approximately 85 percent of its general revenue from petroleum taxes and royalties.

Alaska’s good fortune resulting from the oil finds of recent years is well-known. The 
wealth was so great at one time that the state eliminated personal income taxes. In early 1986, 
however, the price of oil dropped. Oil industry employment declined rather than increased, and 
the state government was in . tenuous financial situation. And then, in August, 19°0, Iraq 
invaded Kuwait and oil prices soared once again.

Presently, it looks as if the latest price spike will balance the budget for the coming 
year. But in FY’91 it appeared the state would be hundreds of millions of dollars short, causing 
the Governor to veto S325 million from the S2.9 billion budget enacted earlier in the year by 
the legislature. Transportation suffers from the inability of the current budgeting process to 
provide a stable source of funding for maintenance and capital improvements. The lack of 
stable funding hinders long-range planning and interferes with the delivery of transportation 
services to Alaskans. Should the department pursue a stable funding source? What are the 
barriers to establishment of such a funding source?

Federal Program Receipts

In addition to the volatile state revenue picture, the state faces a potential decline of 
unknown magnitude in the federal contribution to the highway and aviation capital construction 
program. The statute that authorizes federal highway dollars expires in October, 1991 and it 
is recognized that the program as it exists today may be greatly changed. At the same time, 
rcauthorization of the federal aviation construction program in 1992 could have a similar impact 
on the aviation construction program.
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Dedicated trust funds have provided the fo nidation for federal transportation programs 
for highways since 1956, for aviation since 1971, and for transit since 1982. Taxes or.' motor 
vehicles fuels and on heavy vehicles go into the Highway Trust Fund are disbursed to the States, 
with a specific matching level of funds contributed by the states themselves. Aviation users 
contribute to the Airport and Airways Trust Fund. These funds are disbursed in much the 
same way.

i he federal highway program is paid for by federal gasoline taxes that are channeled 
into the Federal Highway Trust Fund. This tax is now 9 cents a gallon, with one cent dedicated 
to mass transit. There arc donor states like California, that get only 80 cents back on every 
dollar their motorists pay. Then there are states like Alaska that in 1985 received S5.50 for 
every dollar spent at the pump.

This is primarily due r.o the fact that state apportionments of federal funds are related 
to the extent of land area in ccch state. Alaska, having the largest proportion of land of any 
state in the nation, receives a disproportionate share of federal highway program receipts. 
Alaska currently receives approximately a seven to one return on its tax payments. The 
national direction, however, is toward a program directed toward congestion relief and tax 
refund, or "turnback', which would relate each state’s fundi v return to the levels the state 
deposited in the trust fund.

The federal Airport Improvement Program (AJP) is financed by several aviation user 
taxes (airline ticket tax, fuel tax, freight waybill tax) that are channelled into the Aviation Trust 
Fund. The State of Alaska receives between $35-40 million in AIP funding annually, divided 
into specific funding categories. In addition to funding earned by airports enplaning > 10,000 
passengers annually, the state also receives approximately $13 million in AIP funding based on 
the state’s area and population. Another $10.1 million in "Alaska Supplemental" funding is 
apportioned to the state annually. No other state receives a similar, special apportionment.

Should the state augment its current improvement capabilities through the 
establishment of a state funded transportation improvement program? Such a program could 
broaden the state’s capability to meet transportation improvement needs by supplementing and 
complementing our current improvement efforts which are typically restricted to facilities 
eligible for federally-funded improvements.

Federal Program Criteria

Federal highway funds are restricted by federal mandate for capital improvements as 
well as planning, research and safety activities. Federal highway funds cannot be directed to 
maintenance activities. Airport improvement funds are available for airport development, 
airport planning and noise compatibility project. Like highways, routine maintenance work is 
not eligible for federal reimbursement. How do we ensure that there is an adequate operating 
budget to maintain the federally-funded capital improvements and meet our grant obligations?

Design Standards

Rigid design standards directly govern project financing and feasibility. These 
standards can impose unnecessary costs and prevent the state and local governments from 
pursuing the most cost-effective options. Standards also impact user costs and maintenance
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costs. How much flexibility is available to the department to apply innovative design solutions 
to construction? How would any deviation affect liability?

User Costs

An important principle of allocating development responsibilities is that the users of 
services or infrastructure should pay their costs. Users may include a development company, 
subsequent developers attracted by the initial infrastructure investment, or the residents of the 
community who benefit from the improvements to the airports, road or harbors. Are user 
charges applied appropriately? How should costs of transportation services be assigned 
between users and non-users? To what extent could innovative financing techniques, including 
developer’s fees, contribute to infrastructure financing?

Tax Policy

Tax policies can have a considerable effect on transportation financing. For example, 
fuel taxes affect freight rates that in turn affect modal choices and freight volumes. If highway 
fuel taxes are increased but rail fuel taxes are not, there would be an immediate shift in 
competitive advantage from trucking to the rail mode. To what extent should the department 
lobby for changes in state tax policy to finance capital and operating costs of the transportation 
system? To what extent do existing policies stimulate or impair competition between and within 
modes?

Deferred Maintenance/Infrastructure Disinvestment

There is a vast inventory of transportation facilities that require constant maintenance 
and periodic rehabilitation. Current inadequate funding, combined with the addition of a 
significant number of lane miles to the road network, increased traffic, and expanded state 
maintenance responsibilities, have placed increased demands on the maintenance budget.

Responsibility for 270 airports and 5,500 miles of state highway is now spread among 
a maintenance force of 570 people (6/30/87) as compared to 661 people at the same point in 
time in 1985. Furthermore, the highway and aviation portion of the maintenance and 
operations expenditures dropped 24 percent from $71.2 million in FY'86 to S53.9 million in 
FY’87. How do we ensure that there is adequate and adequately maintained infrastructure to 
meet transportation needs?

Distribution of Resources Within the State for Construction of Capital Improvements

Most of Alaska’s population growth is expected to occur in the metropolitan areas. 
This fact underscores the need to focus major transportation investments in these areas. 
Nevertheless, urban areas do not exist in isolation. Many of the goods consumed in the urban 
areas are not produced there, and vice versa. City dwellers travel to rural areas or other cities 
for recreation and other purposes. Tourism, agriculture, mining, forest products, fisheries and 
other industries vitally important to Alaska’s economy are largely located in rural areas.

In recent years, the DOT&PF has based the distribution of highway capital 
improvement funds within the state on a formula that includes population, land area, paved 
lane-miles of highway, total lanc-milcs of highway and annual vehicle-milcs of travel in each 
region. The total highway capital improvement program closely matches the highway
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distribution targets. The distribution process may not be promoting equity in the modernization 
and upgrade of the transportation system.

The distribution of aviation funding with the state has essentially been according to the 
number of airports in each geographic region. However, because AIP funding is received in 
separate funding categories, which restricts use to certain airport facilities, some of the higher 
priority project must be delayed because of funding limitations. How can we ensure that 
investment is directed wisely and that financing decisions balance competing prioritics-capacity 
expansion versus rehabilitation, urban highways versus village airports?

Local Service Roads & Trails Program

The Local Service Roads and Trails Program provided for construction of local roads 
and trails which were not included in the federal-aid primary, urban or interstate highway 
systems. Local labor and equipment were utilized wherever practical in the construction of 
these projects. Not only was this bencfici.il to the economy of the communities, but it normally 
reduced the overall cost of the project. A side benefit was the training of local residents who 
did, in many eases, maintain the completed project. Loss of funding for this program has 
meant a loss of flexibility for the department in meeting local community needs. Should the 
department pursue reestablishment of the LSR&T program?

Alaska Constitution

Alaska’s Constitution precludes stria dedication of any tax. Under the Alaska 
Constitution, tax revenues may be dedicated for a specific purpose only if a constitutional 
amendment to that effect is approved by the voters. While it is possible to earmark a portion 
of a particular tax stream for a special purpose, it is not possible to bind the actions of future 
legislatures to that dedication with a constitutional amendment.

As has been the experience of state transportation program managers in other states, 
the earmarking of user taxes and fees for the transportation program or distinct parts of the 
program, such as highway and airport maintenance, harbor development, etc., has enabled 
program managers to better plan efficient and effective long-term programs. Should the 
department propose a constitutional amendment that dedicates transportation revenues solely 
for transportation purposes?

System Expansion

Alaska is at a time in its development when diversification of the economy is becoming 
critical. Each opportunity must be examined and fairly valued for its contribution potential 
immediately and in the future. Mining, timber industries, fishing, tourism, the oil industry, and 
others can fit into a system that supports this development.

Most of Alaska’s Interstate Highways, Principal Highways, Minor Arterials and Major 
Collectors that link together Alaska’s economic centers were built over the past 50 years. To 
meet long-term transportation needs, the state must anticipate and plan for expansion in the 
current system. The Western Access Road from the Interior to the Seward Peninsula, 
completion of the road to Cordova (Copper River Highway), and new access to Kantishna 
(Stampede Road) are among the most prominent. The Bradfield Canal Road and the Taku
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Highway could prove a valuable asset for tourism, recreation and international commerce 
(Canadian access to seaport).

In the aviation system, though its is not expected that a great number of new facilities 
will be constructed, it is anticipated that some resource development areas may require new 
airports. Further, as demand for more economical air service in the villages increases, there 
will be a need to expand existing facilities to accommodate that demand.

Some important needs for transportation improvements arc being ignored because our 
budget process discourages attention to statewide needs and programs. In particular, careful 
analysis of economic justification will lead to the conclusion that some extensions to our existing 
transportation system arc warranted. What are the barriers to expanding the existing systems, 
and how might those barriers be overcome?

Provision of Emergency Transportation Services

Probably one of the most critical services offered by any transportation system is 
emergency transportation. Whether it is for the transport of persons in need of emergency 
health care unavailable in their community or for the movement of emergency cargo such as 
medical equipment, food or special tools or equipment. How can the development of the 
transportation system help meet the needs of emergency transportation services?

Provision of Transportation Services to Major Recreation Facilities

Alaska’s outdoor recreation-oriented residents and the increasing numbers of out-of- 
state visitors desire and expect accessible outdoor recreation opportunities. Accessible public 
recreation areas arc important to the state. To that end, should the department enter into 
cooperative agreements with other agencies to provide specialized services, such as maintenance 
of parks roads and parking areas, etc?

(v f  ISSUE AREA: ENGINEERING/ENVIRONMENTAL CONSTRAINTS

The annual cost of administering, maintaining and improving the Alaska transportation system is above 
comparable national averages. 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.

Climate

There are four climate zones in Alaska. The maritime climate zone includes Southeast, 
the northern gulf coast and the Aleutian Chain. Temperatures are mild-rclatively warm in the 
winter and cool in summer. Precipitation is heavy, 50 to 200 inches annually along the coast 
and up to 400 inches on moumain slopes. The transition zone is the area between the coastal 
mountains and the Alaska Range. Summer temperatures are warm, with cold winter 
temperatures and less precipitation than the maritime zone.
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The continental climate zone covers the majority of Alaska except the coastal fringes 
and the arctic slope. It has extreme high and low temperatures and low precipitation. 
Precipitation is light because air masses affecting the area lose most of their moisture crossing 
the mountains to the south. The Arctic, north of the Brooks Range, has cold winters, cool 
summers and descrtlikc precipitation. Prevailing winds are from the northeast off the arctic 
ice pack, which never moves far offshore. What further research is needed to meet this 
challenge?

Permafrost

Permafrost, perennially frozen ground, is defined as ground which remains frozen for 
two or more years. In its continuous form, permafrost underlies the entire arctic region to 
depths of 2,000 feet. Discontinuous permafrost occurs south of the Brooks Range and north 
of the Alaska Range. Much of the Interior and some of Southcentral are underlain by 
discontinuous permafrost. How should the department use its resources to promote innovation 
in ways to deal with this engineering hurdle?

Global Warming

The global warming theory has enormous implications in Alaska. Many roads and 
airports are built over permafrost that will become unstable if the climate warms. A series of 
warmer than normal winters has already had an effect in marginal permafrost areas. What is 
the effect of global warming on performance of the transportation system?

Earthquakes

Between 1899 and mid-1989, ten Alaska earthquakes occurred that equaled or exceeded 
a magnitude of 8 on the Richter scale. During the same period, more than 70 earthquakes took 
place that were of magnitude 7 or greater. Alaska is the most seismic of all the 50 states. How 
can we mitigate the risks associated with this phenomenon?

Construction Camps

The issue of construction camps or campgrounds on remote state construction projects 
was raised in the 16th Legislature. It was a high priority of organized labor groups, as they lost 
this benefit in labor agreements several years agj. It would require the state mandate camps 
and food service for construction workers on projects meeting the definition of "remote." The 
department responded administratively by requiring full-service campgrounds for such projects, 
which addresses the basic sanitation and living condition problems typically used to support the 
legislative initiative. How can we best balance the concerns of labor and the work place?

[v f  ISSUE AREA: REGULATORY POLICIES

State and federal laws and regulations describe established national and state policy for transportation. 
These laws and regulations stipulate requirements to be met in transportation planning and, therefore, they form



an important basis for the planning program. A significant issue that must be addressed Ls how can we best 
balance environmental concerns and what role should the department play in doing so?

National Environmental Policy

Spurred by policies set forth in the National Environmental Policy Act and other 
environmental legislation, federal, state, and local policy makers have become increasingly 
concerned with the effects of their decisions on environmental quality. The problems receiving 
the most attention today relate to the environmental damage associated with the use of 
transportation facilities. These issues, ranging from air and noise pollution to tanker spills, arc 
like to continue to shape the future of traasportation.

An important concern in developing and operating transportation systems is the 
contribution of vehicles with internal combustion engines to urban air pollution, acid rain, and 
potential global climate changes. Traasportation activities generate noise and congestion. 
Transportation is a major contributor to air pollution, including emissions of carbon monoxide 
and a variety of other pollutants, even in Alaska. Transportation cannot avoid affecting the 
environment, but a major goal must be to minimize the negative side effects.

Existing laws already require assessment of the effects of significant actions on the 
environment, special attention to air pollution, and protection of wetlands and coastal zones.
The Clean Air Act requires the EPA to enforce vehicle and equipment maintenance standards 
to preserve emission control performance.

The Environmental Protection Agency (EPA) is intensifying its enforcement of 
wetlands regulations, and transportation agencies are required to mitigate wetland losses by 
creating new wetlands, often in substantially greater amounts than are lost in taking of the 
rights-of-way. The Corps of Engineers and the USDOT also exercise regulatory responsibilities 
relating to wetland preservation. The USDOT, in coordination with other agencies, is 
developing guidelines for carrying out the "no net loss" goal with respect to the effects of 
transportation on wetlands.

How can the department balance the conflicting demands for a quality environment 
with the need for responsive, inexpensive transportation?

FAA Securitv/Safetv Programs

FAA regulations require that the state maintain a specified level of security at state- 
owned and operated airports which receive scheduled service by aircraft having a passenger 
seating configuration of more than 30 scats. Amendments to 14 Code of Federal Regulations 
(CFR) Part 107, the regulation governing airport security, are resulting from an increased 
national emphasis on the need to improve security at airports. The requirements of the revised 
regulations, together with stricter interpretation by the FAA of existing regulations, will 
continue to result in increased operating and capital costs at many rural airports throughout the 
state. These include, for example, Part 107 fencing and access control requirements and law 
enforcement officer (LEO) response requirements.
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In addition. Part 139, the federal regulation which governs airport certification and 
operation for airports served by aircraft having a seating capacity of more than 30 seats, may
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be expanded by Congress to apply to airports receiving service by aircraft with 10 passenger 
seats or more. This could potentially impact an additional 48 state-owned airports and would 
result in increased capital and operating costs for ARFF vehicles and associated personnel 
costs, safety fencing, etc.

The Slate of Alaska has, in the past, received waives from the FAA for many of the 
more stringent legulatory requirements. Current efforts to extend these waivers to apply to the 
revised regulations have been unsuccessful. If the department is forced to comply with the 
more stringent regulatory requirements, our operating costs at many airports would increase 
substantially. What course of action should the department pursue in comp'yiug with this 
regulation? And, at what cost?

Disadvantaged Business Enterprise/External EFO Programs

Current short-term issues within the Disadvantaged Business Enterprise and External 
Equal Employment Opportunity (DBE/ExEEo) office are as follows: 1) complete new Title 
VI Plan; ?) complete DBE Procedure Manual; 3) eliminate backlog of DBE certifications and 
recertifications; 4) prepare procedure manual for EEO/DBE Contract Compliance Reviews; 
5) fill DBE and Supportive Services Coordinator positions; 6) develop Supportive Services 
Program to assist DBE’s; 7) review and revise methodology for setting DBE utilization goals 
for construction projects; and 8) write policies and procedures. How can the department fairly 
meet DBE/ExEEo goals in the future?

Encroachments/Trespass

Under Alaska Statutes, the department has the responsibility for the protection and 
control of highways and airports. The control of trespass and unauthorized encroachments are 
included in that responsibility. Trespass is an illegal activity ihat can increase the state’s liability 
exposure and jeopardize fedetal-aid funding. To what extent should the department rely on 
regulatory authority to overcome this problem?

Placement of political signs or other outdoor advertising in the right-of-way and, in 
many cases, adjacent to, is in violation of both state and federal law. The signs create roadside 
obstacles to sight distance along the roadways. Statutes currently require a 30-day notice prior 
to requiring removal of illegal signs. What arc the most effective means of dealing with this 
problem?

Utility Relocation

Currently the state pays to relocate utilities within the state right-of-way that are in 
conflict with construction projects. Alaska is the only state that entirely funds the cost of utility 
relocation with highway construction funds. Should the department continue to bear this 
financial burden? And, at what cost to other transportation improvements?

Motor Carrier Regulation

Regulation of the trucking industry has an impact on the transportation system of the 
state and the delivery of goods. The state imposes registration requirements on motor carriers 
operating within the state, and requires various billing and reporting requirements. The state 
also issues permits for oversize and overweight truck movements.
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Under the established domestic weight limits for moving freight on state highways, 
significant numbers of overweight containers are being shipped over those roads, causing 
additional wear and safety concerns, without adequate contribution in highway user fees to 
compensate. Stricter enforcement of weight limits could alleviate the problems somewhat, but 
questions of incentives and liability for overweight shipments would still remain. Given the 
differences among modes and their user fees (taxes), how can this be done fairly, without 
inappropriate competitive advantages for one mode over another?

[g* ISSUE AREA: POLITICAL ENVIRONMENT

Transportation is vitally important to the social and economic well-being of Alaskans. The public side 
of the Alaska transportation system-highways, airports, ferries and harbors--is a fragile network and the public 
responsibility to keep the system up and operating safely and efficient is great.

Short Time Horizons for Decision Making

The department is subject to scrutiny from the mass media and from a wide array of 
interest groups that have a stake in the decisions which it makes. Probably the most important 
difference in the time frame of public and private sector managers is related to the political 
cycles of government. The appropriation process generally operates on an annual basis. 
Governors often serve only one or two terms (two-term l<mit) and support for a specific policy 
may turn into a liability when the next governor takes over. This leads to constant pressure to 
achieve quick results. What strategy is available to the department to minimize this 
shortcoming?

Rights-vs-Resnonsibilities

Alaskans have grown accustomed to low state and local taxes. Even though individual 
Alaskans carry the lightest state and local tax burden in the nation, many Alaskans believe they 
are already paying more than enough for government services. Just about everyone is 
convinced that he’s already paying his fair share of taxes, and that if taxes have to be raised 
somebody else should pay.

Despite these arguments against taxes, in the "typical state" taxes and user fees paid 
by individuals and businesses necessarily represent the cost of public services the government 
provides. But in the past decade, when petroleum revenues paid for almost everything, Alaska 
lost the link between what residents pay in taxes and what they receive in services. When 
citizens aren’t aware of the cost of services, public spending is no longer restrained by a sense 
of the value of services provided.

The psychological and symbolic nature of government and political authority create 
significant expectations on the part of the public. Once the state budget is moved to a higher 
level, the political and economic realities of the situation make it difficult to later reverse. The 
individual comes to assume that the provision of basic services is a "right" and that it is the 
"responsibility" of government to continue to provide these services. To regain the balance 
between taxes and spending, citizens must gradually shoulder more of the cost of government.
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A key transportation issue is what level of transportation service is a public sector responsibility, 
and how should that responsibility be divided among local and state government?

Environmental Activism

Alaska is a focal area for both local and national protection and conservation efforts.
How can the department work cooperatively with environmental activist in achieving 
environmental goals?

0 "  ISSUE AREA: ORGANIZATIONAL ENVIRONMENT

If an issue related to organizational goals has managed to reach a point where formal action is required, 
then it is reasonable to assume that it is a strategic issue.

Leadership Turnover

The department has experienced a high rate of turnover at the top two levels of 
management. Since 1977, the DOT&PF has had six chief administrative officers. 
Communications, plans, programs, and policies all go through transition as the new team of 
managers moves into their function and responsibilities over a large organization with a large 
budget. How can the length of this transition period be minimized?

Strategic Management Process

A key development from the Management Plan is the commitment to develop a 
strategic management process. One part of the strategic management process is the 
continuation of the management plan. However, the strategic management process goes further 
in that it also links department planning resources, department policy development and the 
department’s priority strategies into one cohesive effort. What innovative techniques are 
available through this process to improve the organizational management?

General Efficiency

In the previous era of the 1980's, there was a greater emphasis on the department 
getting work done quickly rather than getting work done in the most efficient manner. One of 
the legacies of the oil boom years is the perception that the department’s design and 
construction staff grew significantly in response to increased capital spending in the beginning 
of the decade, but has not reduced its staff as those general funded projects disappeared toward 
the end of the decade.

Measurements of comparative efficiency of in-house work-vs-contracted work have 
been extremely difficult to quantify. Efforts are in progress to develop systematic methods for 
capture of reliable data for comparative analysis of efficiency. To what extent should this 
information be used to improve planning, design and construction management?
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Program Development Cycle

All but the simplest capital projects take from three to seven years from initial funding 
to completion. Major urban highway projects can take ten years or more to begin construction. 
Issues of local, state and national significance have increasingly made the project development 
process more complex and more controversial.

Land acquisition has been more contentious in urban areas due to declining land values 
and in rural areas due to changing and new interrelationship of federal and native land interest. 
The preservation of wetlands, the discovery of hazardous waste sites and a greater emphasis on 
public involvement have added time and expense to the project development process.

These factors, combined with an annual allocation of federal highway capital funds, 
which for the most part must be used within a fiscal year or lost, yield an inelastic process 
within a fixed funding cycle. With the exception of AIP discretionary funding, all other 
categories of AIP funding have a three year life.

What changes might be accomplished in the budget or management process to reduce 
this lengthy development cycle?

Training and Productivity

Ultimate success by the department in achieving its goals and basic mission is 
dependent on the abilities and dedication of its employees more than any other single factor. 
The department has traditionally had a well-trained and competent work force. The first 
retirement incentive program (RIP) resulted in a considerable loss of knowledge and experience 
within a relatively short period of time. The new RIP will exacerbate this situation. How can 
the department meet this manpower loss?

System Management

The department has developed a number of methods to manage its vast transportation 
system. It is strengthening its data collections and information management activities in order 
to provide more accurate monitoring and description of the system. Are there significant other 
gaps in current data resources that hamper research and development efforts and innovation?

Accountability to the Public through Improved Reporting

One of the major strategies identified in the FY’90-91 DOT&PF Management Plan was 
the need to prepare a Management Reporting System to provide easily understandable 
presentations (report, graphs, etc.) which may be used by the managers to support their 
strategic and operational decision-making. How can we improve the assembly, management, 
transmission, and analysis of transportation-related data to make it more understandable to the 
public?

DOT&PF Legal Services

Page 23

Department managers arc convinced that relations between the department and its 
attorneys within the Department of Law (DOL) arc too fragmented to allow a good attorney- 
clienl relationship. Because of this fragmentation, the state has increased legal exposure,
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especially for tort liability, but also believes the department has a less than optimal operational 
arrangement for public contracts and condemnation eases. In the latter two situations, the 
fragmented system docs little to capture or utilize the collective expertise established in either 
agency. What arc the barriers to overcoming this issue?

g *  ISSUE AREA; AVAILABILITY OF ENERGY FOR TRANSPORTATION

The future of transportation is lightly linked to the future of world energy markets, particularly 
petroleum. Although there have been significant gains in energy efficiency in transportation, consumption 
continues to grow. Reliance on petroleum persists.

During the 1981 to 1987 jxrriod, motor vehicle travel in Alaska increased 62 percent, airport 
cnplancments increased by 25 percent and Marine Highway System passengers were up by 9 percent. 
Furthermore, the lane-miles of state highway increased 12 percent, thereby increasing the demand for energy 
consumption. Although improvements in fuel efficiency have made an important contribution to energy 
conservation in transportation, the overwhelming reliance on petroleum for meeting the demands of the 
transportation sector is expected to continue into the foreseeable future.

The role of the department to resolve energy concerns is limited. However, priorities established and 
actions taken in the planning and development of transportation facilities and services by the state can have a 
sizeable impact upon use of available transportation energy use within the state. How should the department 
address this issue in the upcoming decade?

0f* ISSUE AREA; SPECIAL TRANSPORTATION NEEDS

Some Alaskans-especially the elderly, disabled, and low-income--have special transportation needs that 
are unmet. Many of these persons are unable to use automobiles and do not have alternative forms of 
transportation available to them. Various programs have been implemented in some areas to make facilities 
more useable and provide specialized services to more adequately meet the needs of these individuals. 
Significant architectural barriers remain that have an affect on their mobility.

The U.S. Congress recognized the need for public transportation for physically and mentally disabled 
persons in the 1970 and 1974 amendments to the Urban Mass Transportation Act of 1964. Additional 
Congressional interest in improving the travel environment for persons with disabilities was expressed in the 
Rehabilitation Act of 1973, which prohibits discrimination on the basis of handicap in federally assisted and 
administered programs. The Air Carrier Access Act of 19S6 requires the U.S. Department of Transportation 
to issue regulations prohibiting discrimination in air travel on the basis of handicap.
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How can the transportation network better respond to the special needs of elderly, disabled, and low- 

incomc travellers? W ho should bear the cost of such services?

gf* ISSUE AREA: TECHNOLOGY

T here arc countless technological possibilities for the transportation system of the future. Technological 

advances along with population and economic development patterns, all arc contributing to growth and change 

in transportation dem and. U se of com puters has changed the automobile by reducing emissions, increasing fuel 

efficiency, and improving operating safety. Technological progress will continue to change transportation in many 

ways.

An issue which relates to  flights via the USSR concerns aircraft technology advancements and the ability 

o f airlines to  fly non-stop between Europe and Asia. As airlines explore the profitability of operating between 

Asia and E urope, non-stop service will becom e m ore attractive as a competitive tool. O n the o ther hand, 

passenger com fort dem ands for an enroute stop may prove continued incentives to maintain an Alaskan presence 

for passenger aircraft.

How can the departm ent better prepare itself to be responsive to technological innovation and impact 

on the transportation system?



CHALLENGES FACING THE DELIVERY OF TRANSPORTATION SERVICES

IN ALASKA: AN IDENTIFICATION OF THE ISSUES

The first step  in the issues identification process was to review previously published reports (i.e. system 
and regional planning studies, Transition R eports, M anagem ent Plans, C rossroad R eport, etc.). N um erous issues 
were identified in the reports. Next, T he Technical Review C om m ittee identified any additional issues to 
incorporate in the issues paper. Now, the "long list" must be narrowed to  concentrate on those issues that relate 
directly to the delivery of transportation services. This process will distinguish service delivery issues from those 
issues that relate to the m anagem ent of the departm ent.

Service delivery issues generally deal with the different modes; their physical and service properties; the 
way people, vehicles, and freight move over different systems; how well they function; and how they can be 
improved. M anagem ent Issues generally deal with procedures for im plem entation, communications, detailed 
programming of projects, and m onitoring system perform ance.

Please take a few m inutes to read through the list o f issues and check tne category which you think the 
issue area affects m ost greatly. Service Delivery ("What We Do") o r M anagem ent ("How We Do Things"). 
There is a large gray area  into which many issues will fall. Please select the category you feel "best" represents 
the issue. A dd short definitions under the "Rationale" column if you feel it is necessary to illustrate the reason 
for your choice. Your com m ents will be used by the strategy m anagers to  help in the final selection of issues 
for this project.

ISSUE AREA
WHAT WE 

DO
HOW WE 

DO IT RATIONALE

Geographic Diversity

Global Location

Interm odal Dem ands

Popula'i^ii Growth

Federal Ownership

ANCSA

Adequate Title Interest

Surveying, M apping & 
M onum entation

Real Property M anagem ent

Public Land O rder and 
O ther Right-of-Way 
Reservations

Reserved Estates

Local Platting & Zoning

D N R /D O T & P F  Land 
M anagement Responsibilities

Transfer of Responsibility
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Functional Classification 
and Administrative 
Jurisdiction

Budget Crisis

Federal Program  Receipts

Federal Program  Criteria

Design Standards

U ser Costs

Tax Policies

D eferred M aintenance/ 
Infrastructure Disinvestment

Local Service Roads & Trails

Alaska Constitution

System Expansion

Provision of Emergency 
Transportation Services

Provision of Transportation

Services to M ajor 
Recreation Facilities

Climate

Perm afro '!

G lobal W anning

Earthquakes

Construction Camps

National Environmental 
Policy

FAA Security/ 
Safety Programs

Disadvantaged Business 
Enterprise/E xternal EEO

Encroachm ents/Trespass

Utility Relocation

1 M otor C arrier Regulation
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Short T im e H orizons for 
Decision M aking

Rights-vs-Responsibilities

Environm ental Activism

Leadership Turnover

Strategic M anagem ent Process

G eneral Efficiency

Program  Developm ent Cycle

Training and Productivity

System M anagem ent

Accountability to the Public 
Through Im proved Reporting

D O T& PF Legal Services

Availability of Energy for 
T ransportation

Special T ransportation Needs

Technology



TRANSPORTATION SERVICE DELIVERY: AN IDENTIFICATION 
OF THE KEY (STRATEGIC) ISSUES

GENERAL
CATEGORIES

GEOGRAPHY

JURISDICTIONAL
RESPONSIBILITY

DEMOGRAPHIC AND 
ECONOMIC GROWTH

LAND OWNERSHIP 
AND USE

FINANCIAL RESOURCES

SPE C IFIC  CATEGORIES

Geographic Diversity

Global Location

IntL-rmodal and Multimodal Demands

Transfer of Responsibility

Population Migration and Growth

Economic Development

Access

Surveying, Mapping & Monumentation

Transportation Budget

Federal Program Receipts

ISSUES

Should the department adopt minimum 
service guidelines for implementing its 
programs?

Wfhat action is needed to ensure Alaska's 
infrastructure supports participation in 
the global marketplace?

Wfhat actions need to be taken to 
improve intermodal connections?

What actions need to be taken to 
improve capital choices between modal 
investments?

What criteria defines appropriate state 
responsibility for transportation services?

Should the service life (life expectancy) 
and jurisdictional responsibility be 
determined before construction financing 
is approved?

WTiat actions will be needed to 
accommodate population migration and 
population change?

What actions should the department take 
to promote economic growth in Alaska?

What action does the department need to 
take to preserve access corridors across 
federal lands?

What level of surveying, mapping and 
monumentation should the department 
provide to adequately manage and 
operate facilities?

What actions should the department take 
to pursue stable and adequate funding 
for capital development, replacement and 
operations?

What state programs are needed to 
complement federal program receipts, 
particularly if they decline in the future?

LEVEL II ISSUE 
ANALYSIS
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GENERAL
CATEGORIES

ENG INEER ING  AND
ENV IRONMENTAL
CONSTRAINTS

REGULATORY POLICIES

SPE C IFIC  CATEGORIES

Federal Program Criteria

User Fees

Deferred Maintenance

User Costs

System Expansion

Provision of Emergency Transportation 
Services

Provision of Transportation Services to 
Major Recreation Facilities

Global Warming

Design Standards

National Environmental Policy

ISSUES

What action does the department need to 
take to ensure (hat there is an adequate 
operating budget to maintain federally- 
funded capital improvements?

What role should user fees play in paying 
for state transportation services?

What should be the department's 
standards for asset maaagement- 
(replacement-vs-reconstruction)?

What actions does the department need 
to take to provide a cost effective 
transportation network that minimizes 
boih user costs and infrastructure costs?

What process should the department 
recommend to help determine the 
system expansions needed?

What changes should be made to 
department programs to identify short­
term and long-term emergency 
transportation requirements, and to 
assure that the transportation system can 
fulfill its role in meeting those 
requirements in the event of a 
catastrophic disaster?

What transportation services should be 
provided by the department to support 
the recreation industry?

What alternatives need to be considered 
to accommodate trends in global 
warming?

What design standards should change to 
encourage innovative solutions to 
Alaska's special transportation needs?

What can the depanment do to balance 
the conflicting demands for a quality 
environment with the need for an 
efficient transportation system?
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GENERAL
CATEGORIES SPEC IFIC  CATEGORIES

FAA Security/Safety Programs

Utility Relocation

Motor Carner Regulation

ISSUES

What course of action should the 
department pursue to comply with the 
more stringent federal regulatory 
requirements i t  certificated airports?

What responsibility does the department 
have for the financial burden of 
relocating utilities in state right-of-way?

What position should the department 
take regarding heavy vehicle usage on 
highways?

POLITICAL
ENVIRONMENT

Public-Private Partnership What transportation responsibilities in 
the state are better borne by the private 
sector and improve the efficiency with 
which we use our transportation system?

AVAILABILITY OF 
ENERGY FOR 
TRANSPORTATION

Energy Use What programs should the department 
develop to help conserve energy used for 
transportation within the su te?

SPECIAL Special Travellers Needs
TRANSPORTATION NEEDS

What can the department do to better 
respond to the special needs of elderly, 
disabled and low-income travellers?
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TRANSPORTATION SERVICE DELIVERY: AN IDENTIFICATION OF 
THE KEY (STRATEGIC) ISSUES

The first phase of this project involved taking a look at what is going on in the 
state that affects the delivery of transportation services. The first product, Challenges 
Facing the Delivery o f Transportation Services in Alaska: An Identification o f the Issues, 
represented an overview of the existing situation. The Technical Review Committee 
assisted in this task.

The next task was to divide these issues into two broad categories. The Task 
Managers (Kit and Clyde) were responsible for sorting the list of issues between service 
delivery functions-vs-management functions (what we do-vs-how we do it).

In this phase of the study the objective is to select the key (strategic) issues. The 
key issues will become the focus of the plan. This focus will help set priorities so efforts 
can be concentrated on those issues thought to have overriding importance and upon 
which the department can affect change.

0 *  ISSUE AREA: GEOGRAPHY

Adequate transportation services are essential for the residents of Alaska to 
accommodate the movement of people and goods. Providing adequate transportation 
services in Alaska is more difficult than in most areas of the United States, or even the 
world, because of the geographic diversity of the state and the impacts of its strategic 
global location.

Geographic Diversity

The total land area of Alaska is 586,412 square miles-approximately 
one fifth the total area of the 48 contiguous states. Its 33,000 miles of 
coastline is half again that of the continental United States. Alaskan coasts 
face two oceans (North Pacific and Arctic) and two major seas (Bering and 
Chukchi). The state stretches out between latitudes of 51 degrees and 72 
degrees north and meridians 130 degrees west and 173 east--an east-west 
span of 2,400 miles and a north-south span of 1,400 miles. Because of this
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subcontinental size, Alaska is not a single homogenous region but several 
distinct regions.

Thousands of acres of forest and tundra, miles and miles of rivers 
and streams, valleys, bays, coves and mountains, are spread across a vast 
area. The remoteness of some places, the water barriers and the difficulty 
of traversing the terrain have made overland connections between 
communities either impossible or inordinately expensive to construct. To 
meet this diverse need the department operates and maintains a 
comprehensive transportation network, including 5,500 miles of roads, two 
international airports, 270 smaller airports, a fleet of ferry vessels, 80 ports 
and harbors, and more than 500 public buildings.

Given the number and variety of available transportation modes in 
Alaska and competing demands for public funding to support those 
improvements, should the department adopt minimum service guidelines 
for implementing its programs? Minimum service guidelines would 
establish criteria that would distinguish between those transportation 
facilities that are, at a minimum, needed to provide basic access and those 
facilities that go beyond minimum service levels and provide a more 
efficient and convenient service.

Global Location

In business and industry, domestic companies that span the country 
and multinational corporations that span the globe require long-distance 
passenger travel and also change the patterns for movement of freight 
around the world. Because of its global location, Alaska has become a 
transportation crossroads for Europe, Asia and the Soviet Union. Airlines 
have seen huge growth in the number of passengers moving between 
Alaska and Europe, Asia, and other continents.

Future transshipment of cargoes by sea between Europe and Asia 
may require port development along Alaska’s Bering Sea coast. Support of 
activities which complement or augment marine commerce and which 
contribute to the state’s economic development will be important in the 
future. As the global economy requires more interconnections, the ability 
of people and products to transfer from one mode of transportation to 
another in moving across the state or the ocean will become even more 
essential.

#



In addition to the civilian use of Alaska as a center of operations, 
the military has developed a number of strategic bases in the state to 
support critical missions. The location of these bases has provided 
opportunities for the development of the civilian transportation network.

What action is needed to ensure Alaska's infrastructure supports 
participation in the global marketplace?

Intermodal a n d  Multimodal Demands

No matter how good the individual parts of the transportation 
system may be, the effectiveness of the overall system depends on the 
effectiveness of the connections a traveler or a carrier can make in getting 
from origin to destination. Intercity passenger travel frequently involves 
use of air or rail service in combination with a shorter trip by automobile, 
taxi, or local bus. For freight, many shipments are picked up and delivered 
by truck, but piggybacked onto the railroad for the long-distance journey. 
Millions of shipping containers each year are moved on linerships across 
the ocean and transferred to rail or truck to get between a port and other 
points in the state.

The transportation system that serves this diverse state cannot work 
effectively if critical segments in the system are not connected. When trips 
involve transfers from one form of transportation to another, good 
connections between modes are essential from local streets and arterials to 
the interstate highways, from air travel to shorter distance ground 
transportation, from truck to rail, from rail to ship.

An additional set of problems must be faced to determine the extent 
of state financial support to the multimodal system. The difficulty is to 
determine what is adequate access. The state continues to provide 
financial assistance to support facilities on the basis of fundamental need. 
This includes facilities needed to assure transportation service for the 
delivery of goods required to support community life. All communities in 
Alaska are now served by some form of transportation.

In the past, uneconomic but needed service has had to compete for 
state dollars with projects that could clearly demonstrate greater economic 
feasibility. Direction is needed to help separate out the pursuit of social 
goals (access) from economic development goals. In the future, it will be 
necessary to make difficult choices between modes. The state may no 
longer be able to construct multiple transportation modes for each

Transportation Service Delivery: An Identification
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community. An economic test to determine least-cost alternatives may 
need to be applied to justify state investment in any project over and above 
minimum service needs (access).

What actions need to be taken to improve intermodal connections 
in Alaska? And, what actions need to be taken to improve capital choices 
between modal investments?

rvf ISSUE AREA: JURISDICTIONAL RESPONSIBILITY

In Alaska, local access needs are not easily separated from statewide needs. 
Unlike many other states where local taxes pay for transportation improvements, in 
Alaska state dollars routed to local governments have paid for improvements at this 
level, too. The reason for this is that an inconsistency exists between accepted 
responsibility among municipalities, organized boroughs, the unorganized boroughs and 
among private ventures. For the local government entities, the range of powers granted 
under the Municipal Code (AS 29.35) for duties related to transportation issues vary 
significantly from one local government type to another. Governments across Alaska 
have a difficult time meeting their transportation responsibilities because current 
program arrangements ignore the relationship between funding and responsibility.

Transfer of Responsibility

In 1987 the Alaska Legislature set forth the following directive to 
begin dealing with the issue of road control:

"It is the intent of the legislature that DOT&PF 
establish a road responsibility task force comprised of 
representatives of DOT&PF, local governments, unorganized 
areas, and user groups. The task force is to evaluate the 
feasibility of transferring the responsibility of direct 
maintenance on certain transportation facilities 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 issue of road ownership, 
liability, and the transfer of equipment and employees."



In July, 1988, the Governors’ Task Force on Transportation 
Facilities compiled a report on the delivery of transportation services in 
Alaska. The task force recommended a realignment of responsibility, 
clarification of areas of responsibility and transfer of some transportation 
facilities from the state to local governments to enable DOT&PF to more 
clearly focus on strategic statewide needs.

What criteria defines appropriate state responsibility for 
transportation services? And, should the service life (life expectancy) and 
jurisdictional responsibility be determined before construction financing is 
approved?

Transportation Service Delivery: An Identification
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0 “ ISSUE AREA: DEMOGRAPHIC AND ECONOMIC GROWTH

The strategic planning process must also start with a review of factors affecting 
the state’s future mobility needs. Many of these trends are demonstrated in the changing 
patterns of people and the movement of goods. The state has a history of rapid growth, 
both in population and the economy, punctuated by periods of short, but severe declines. 
Major population shifts are often associated with these cycles, both within the state and 
into and out of the state. Possible consequences of these changes include increases in 
the growth of personal travel and tourism and growth in demand for specialized 
transportation services and improved transportation amenities

Population Migration and Growth

In the last fifteen years, the population of Alaska has grown at an 
average annual rate of 4 percent (Alaska Department of Labor). Alaska’s 
rate of increase during the decade was the third highest among all states, 
but the population remains at just over half a million people (537,800).

Alaskan mobility is characterized by population migration within the 
state and population migration between the states. Anchorage held 57 
percent of the state’s total population in 1987, compared to 48 percent in 
1960. Young adults have been the most mobile, as is true elsewhere. The 
pattern of intrastate and interstate migration during the last twenty years 
has markedly changed the regional distribution of population, with the 
population concentrating in the Anchorage/Southcentral urbanized region.
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Net migration flows are difficult to predict, but clearly are related to 
the relative growth rates of employment opportunities in Alaska compared 
to the other states. The average absolute value of net migration as a 
percentage of population was 2.94 percent from 1974 to 1987. The gross 
migration flows represent an even larger percentage of population, but net 
flows amounting to almost 3.0 percent per year can have a significant 
impact on the size of the popuiation by the year 2000.

For the past 25 years, there has been a rising trend in the United 
States and in Alaska of the ratio of total employment to total population. 
Some of the reasons for this upward trend are the increased entry into the 
labor market of women, the rapid growth of the labor force due to the 
aging of the "baby boom" generation, and the changing structure of the 
United States economy.

It is expected that Alaska’s population will grow very slowly between 
now and the year 2000, more slowly than the United States as a whole. 
Based on a total employment estimate of 294,829, the estimated population 
in 2000 is 575,100. That is a 1987-2000 annual growth rates of 0.52 
percent. By comparison, the U.S. Bureau of Labor Statistics projected 
national population annual growth rate (moderate case) for the years 1986- 
2000 is 0.75 percent.

Growth rate comparisons are slightly distorted by the fact that, 
unlike the Unites States, Alaska was in a deep recession at the beginning 
of the forecast period (1987). The Alaska population fell in 1987 from 
547,600 to 537,800. This situation has since reversed itself and Alaska 
continues to recover, while the rest of the nation enters a period of 
economic recession. Population changes in response to economic 
conditions generally lag economic changes because most people are not 
immediately mobile. But this reversal could have significant impact on the 
future population growth. A high growth scenario estimates an Alaskan 
population of 621,000 by the year 2000 a growth rate of 1.11 percent.

What actions will be needed to accommodate population migration 
and population growth?

Economic Development

The general economy of Alaska reflects its vast federal, state and 
native land holdings, government employment, military importance, natural 
resources, construction, tourism and agriculture. There is very little



manufacturing in Alaska. Most finished products must be transported to 
the state from the other states or foreign markets. Therefore, the 
condition of Alaska’s transportation delivery system is a critical factor in 
enhancing the state’s productivity and Alaska’s ability to compete and 
survive in today’s demanding economic environment.

The greatest number of jobs in 1989 was in the government sector 
(66,000) followed by seafood processing (9,000) and oil and gas mining 
(8,100). Employment is but one measure of activity within the state. In 
terms of labor force, there are some prominent patterns. Since 1950, the 
labor force participation rate of ferr .les has increased substantially. The 
retail trade and service sectors of the economy have high relative growth 
rates, and women comprise a relatively large part of employment in these 
sectors. There has been a trend toward early retirement. And, the 
unemployment rate has fluctuated seasonally and annually.

Development of Alaska’s natural resources--fuel, energy, and 
minerals--take on national importance not only because of the energy crisis 
but also relative to unstable international markets and the international 
balance of payments deficit. While the availability of transportation does 
not assure development, it is a necessary condition and consideration for 
resource development.

Alaska’s potential for petroleum production has been recognized for 
a long time. Exploration activities began early in this century, and in 1923, 
a large area in northern Alaska was designated Naval Petroleum Reserve 
#4. It was in the late 1950’s and early 1960’s that the first significant 
production began on the Kenai Peninsula in southcentral Alaska, and in 
adjacent waters of Cook Inlet. These developments were of moderate size 
and although they caused a flurry of local activity, had only a minor 
influence on the growth of the state as a whole. Then, with the discovery 
of oil on the North Slope and the Prudhoe Bay lease sale in 1969, Alaska 
entered fully into the age of petroleum. The state was catapulted into an 
entirely new phase of economic growth.

There are many natural resources in Alaska beyond oil and gas. 
According to the Mineral Industry Research Laboratory at the University 
of Alaska in Fairbanks, there are two "World Class" mineral deposits in the 
United States and both of them are in. Alaska. One is found in the Kobuk 
Region east of Kotzebue, and the other is in a large band on the north side 
of the Alaska Range extending generally east from the Usibelli Coal Mine

Transportation Service Delivery: An Identification
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toward Delta Junction. A resurgence in the minerals market continues to 
impact Alaska’s mining industry.

In recent years, some of the most significant transportation 
improvements have involved the development of public/private sector 
partnerships (e.g. the 360-mile Dalton Highway built by oil interests, the 
52-miles of Red Dog Mine Access Road being financed by the Alaska 
Industrial Development and Export Authority, and the $1.3 million 
contribution by a trucking firm for the upgrade of the Klondike Highway to 
allow heavy-laden ore trucks to gain access from Canadian mines to the 
port of Skagway). In spite of these 'r  capital improvements, future
expansion of the transportation infr, ju re  for strategic economic
development is in danger of stagnation icause of the declining funds 
available for new capital construction.

Given the number and variety of available transportation 
improvements associated with economic development opportunities and 
competing demands for public funding to support those improvements, 
what actions should the department take to promote economic growth in 
Alaska?

[vf ISSUE AREA: LAND OWNERSHIP AND USE

The issue of land ownership is an important key to the development of the state’s 
transportation infrastructure. Specifically, if transportation systems are to be extended in 
Alaska, provision must be made for access and rights-of-way through various use 
classifications of federal lands.

Accgg§

Transportation throughout much of Alaska is not adequate for 
anticipated needs in the future. Numerous corridors have been proposed 
to improve existing capabilities to move people, goods, forest and 
agriculture products, minerals, crude oil, natural gas, electricity and other 
commodities within Alaska. Each transportation and utility development 
has special requirements for location and a compulsion to take the 
shortest, more direct route possible. New corridors for public access across 
federal lands will be essential to development of resources.
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What actions does the department need to take to preserve access 
corridors across federal lands?

Surveying, Mapping & Monumentation

Existing facilities including highway rights of way, airport 
boundaries, and public facilities are inadequately surveyed, mapped, and 
monumented. The result is that airport and highway property managers 
cannot effectively control encroachments and trespass, adjoining property 
owners cannot define their boundaries, and M&O forces are unable to 
determine the limits of their operation.

What level o f surveying, mapping and monumentation should the 
department provide to adequately manage and operate facilities?

0 *  ISSUE AREA: FINANCIAL RESOURCES

Many of the facts about high state spending have become obscured by where the 
money has gone. Alaska conditions--huge area, small population, and harsh climate-do 
increase government costs in Alaska. Yet, those factors account for a relatively modest 
share of Alaska’s higher spending. More important are the realities that Alaska has a 
number of unique transfer payment programs. Much of the increased state spending in 
recent years has been in transfer payments to individuals and local govemment--the 
Permanent Fund dividend program, the Longevity Bonus program, the Power Cost 
Equalization program, Revenue Sharing, Municipal Assistance Program, School 
Foundation, School Debt Reimbursement, Pupil Transportation, Aid to Families with 
Dependent Children, and Adult Public Assistance, among others.

Between 1981 and 1988 S34 billion passed through the state general fund. Two- 
thirds of the total $34 billion went for purposes other than state agency spending. This 
shift in government spending priorities--away from investment in the future and toward 
public consumption in the present--is at the root of some of our most important long­
term economic difficulties. This is particularly true for "core" infrastructure 
deveiopment-streets and highways, mass transit, airports, ports and harbors, water and 
sewer systems, and gas and electrical facilities.
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National economic experts agree there is a clear and compelling linkage between 
the amount of infrastructure investment and an economy’s ab'Tity to increase its level of 
productivity. The state needs a rational, systematic approach for meeting its basic 
infrastructure responsibilities. More attention must be paid to the composition of 
government’s expenditures, and particularly the effects various spending patterns may 
have on the state’s private sector productivity. The private sector needs a good 
infrastructure to be competitive.

Transportation Budget

Unlike most states where user taxes and fees--motor fuel taxes, 
motor vehicle registration fees and other special taxes--are the funds used 
to support transportation system improvements. Alaska’s user taxes and 
fees meet only a small fraction of the cost. The state receives 
approximately 85 percent of its general revenue from petroleum taxes and 
royalties.

Alaska’s good fortune resulting from the oil finds of recent years is 
well-known. The wealth was so great at one time that the state eliminated 
personal income taxes. In early 1986, however, the price of oil dropped.
Oil industry employment declined rather than increased, and the state 
government was in a tenuous financial situation. And then, in August,
1990, Iraq invaded Kuwait and oil prices soared once again.

Alaska has been through repeated episodes of exhilaration and 
anxiety as the price of oil moved up and down. Oil prices fluctuate 
because they are controlled by the Organization of Petroleum Exporting 
Countries (OPEC) cartel. The cartel assigns production quotas to each 
member, but when prices are high OPEC members exceed their quotas and 
when prices fall they cut production. So there is no stable price, but rather 
an endless cycling.

Transportation investment suffers from the inability of the current 
budgeting process to provide a stable source of funding for maintenance, 
replacement and capital improvements. The lack of stable funding hinders 
long-range planning and interferes with the delivery of transportation 
services to Alaskans.

What actions should the department take to pursue stable and 
adequate funding for capital development, replacement and operations?
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Federal Program Receipts

In addition to the volatile state revenue picture, the state faces a 
potential decline of unknown magnitude in the federal contribution to the 
highway and aviation capital construction program. The statute that 
authorizes federal highway dollars expires in October, 1991 and it is 
recognized that the program as it exists today may be greatly changed. At 
the same time, reauthorization of the federal aviation construction program 
in 1992 could have a similar impact on the aviation construction program.

What state programs are needed to complement federal program 
receipts, particularly if they decline in the future?

Federal Prograt.;; Criteria

Federal highway funds are restricted by federal mandate for capital 
improvements as well as planning, research and safety activities. Federal 
highway funds cannot be directed to maintenance activities. Airport 
improvement funds are available for airport development, airport planning 
and noise compatibility project. Like highways, routine maintenance work 
is not eligible for federal reimbursement. As a federal-aid recipient, it the 
responsibility of the state to preserve the transportation infrastructure 
through sound management of our capital assets.

What action does the department need to take to ensure that there 
is an adequate operating budget to maintain the federally-funded capital 
improvements?

User Fees

The psychological and symbolic nature of government and political 
authority create significant expectations on the part of the public. Once 
the state budget is moved to a higher level, the political and economic 
realities of the situation make it difficult to later reverse. The individual 
comes to assume that the provision of basic services is a "right" and that it 
is the "responsibility" of government to continue to provide these services.
In the past decade, when petroleum revenues paid for almost everything, 
Alaska lost the link between what residents pay in taxes and what they 
receive in services. When citizens aren’t aware of the cost of services, 
public spending is no longer restrained by a sense of the value of services 
provided.
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An important principle of allocating responsibilities is that the 
"users" of services or infrastructure should pay their costs. Users may 
include a development company, subsequent developers attracted by the 
initial infrastructure investment, or the residents of the community who 
benefit from the improvements to the airports, road or harbors.

Currently, there is no clear view of who should pay for services at 
what level or what revenue sources should be tapped. Moreover, this 
results in major differences between the support that government 
subsidized transportation services provide to some users and the impacts 
that these users have on the system.

What role should user fees play in paying for state transportation 
services?

Deferred Maintenance

Responsibility for 270 airports and 5,500 miles of state highway is 
now spread among a maintenance force of 570 people (6/30/87) as 
compared to 661 people at the same point in time in 1985. Furthermore, 
the highway and aviation portion of the maintenance and operations 
expenditures dropped 24 percent from $71.2 million in FY’86 to $53.9 
million in FY’87.

Since Alaska does not build the cost of operating and maintaining 
new and improved capital stock into the cost of construction, it is not 
surprising that operation and maintenance costs are not accurately 
reflected in the state budget. Current inadequate funding, combined with 
the addition of a significant number of lane miles to the road network, and 
increased traffic have placed increased demands on the maintenance 
budget. Alaska cannot continue to add to the transportation infrastructure 
without recognizing the need to add to the costs of government.

What should be the department standards for asset managem ent- 
(replacement-vs-reconstruction)?

User Costs

While government’s cost of maintaining a quality transportation 
system may seem high, the direct transportation costs to the user are also 
much higher. Last year, there were 4 billion vehicle-miles driven on

#
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Alaskan roads. That represents $13 billion spent annually by the public on 
highway transportation.

Data collected by the department indicates that 48 percent of 
Alaska’s roads are in good condition, 42 percent are in fair condition, and 
10 percent are in poor condition. A study by the World Bank shows that a 
poor road increases the user costs by 25 percent and a fair road increases 
the user costs by 10 percent. That means that poor roads are costing 
Alaskan motorists about $30 million per year in vehicle operating costs.

Poor roads also mean slower driving speeds. Assuming $ 10/hour 
for vehicle occupant costs, these slower speeds result in another $12 million 
cost to the user. There are other sources of delay. About 8 percent of 
Alaska’s roads are under construction each year. The estimated cost of 
delays on construction projects is about $10 million annually.

Highway quality transportation infrastructure can easily reduce the 
user costs by 10 to 15 percent. Ideally, the department should manage its 
transportation systems to minimize the total costs (user costs and 
government’s infrastructure costs) while maximizing the overall benefits. 
Too often, the cost of building and maintaining our transportation facilities 
is the sole decision-making criteria.

How actions does the department need to take to provide a cost- 
effective transportation network that minimizes both user costs and 
infrastructure costs?

Svstem Expansion

Most of Alaska’s Interstate Highways, Principal Highways, Minor 
Arterials and Major Collectors that link together Alaska’s economic centers 
were built over the past 50 years. To meet long-term transportation needs, 
the state must anticipate and plan for expansion in the current system.
The Western Access Road from the Interior to the Seward Peninsula, 
completion of the road to Cordova (Copper River Highway), and new 
access to Kantishna (Stampede Road) are among the most prominent. The 
Bradfield Canal Road and the Taku Highway could prove a valuable asset 
for tourism, recreation and international commerce (Canadian access to 
seaport).

In the aviation system, though it is not expected that a great number 
of new facilities will be constructed, it is anticipated that some resource
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development areas may require new airports. Further, as demand for more 
economical air service in the villages increases, there will be a need to 
expand existing facilities to accommodate that demand.

Some important needs for transportation improvements are being 
ignored because our budget process discourages attention to statewide 
needs and programs. In particular, careful analysis of economic 
justification will lead to the conclusion that some extensions to our existing 
transportation system are warranted.

What process should the department recommend to help determine 
the system expansions needed?

Provision of Emergency Transportation Services

Probably one of the most critical services offered by any 
transportation system is emergency transportation. Whether it is for the 
transport of persons in need of emergency health care unavailable in their 
community or for the movement of emergency cargo such as medical 
equipment, food or special tools or equipment in the event of a disaster. 
Many of the state’s transportation facilities and transportation providers 
have a role in mobilization and deployment of personnel and equipment in 
the event of emergency medical transport or natural disaster.

What changes should be made to department programs to identify 
short-term and long-term emergency transportation requirements, and to 
assure that the transportation system can fulfill its role in meeting those 
requirements in the event of a catastrophic disaster?

Provision o f Transportation Services to Major Recreation Facilities

Alaska’s outdoor recreation-oriented residents and the increasing 
numbers of out-of-state visitors desire and expect accessible outdoor 
recreation opportunities. Accessible public recreation areas are important 
to the state. 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 continue to attract 
residents and visitors alike.

The Alaska Department of Natural Resources/Division of Parks and 
Outdoor Recreations is devising a number of strategies to reduce costs and 
increase revenue, maintaining the level of recreation opportunities and



serving as a catalyst, for the outdoor recreation industry. One of the 
objectives proposed by the Alaska State Park System to increase the 
efficiency of state park system management is to enter into a cooperative 
agreement with the department to maintain park roads and parking areas.

What transportation services should be provided by the department 
to support the recreation industry?
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0 *  ISSUE AREA: ENGINEERING/ENVIRONMENTAL CONSTRAINTS

The annual cost of administering, maintaining and improving the Alaska 
transportation system is above comparable national averages. 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.

Global W anning

The global warming theory has enormous implications in Alaska.
Many roads and airports are built over permafrost that will become 
unstable if the climate warms. A series of warmer than normal winters has 
already had an effect in marginal permafrost areas.

What alternatives need to be considered to accommodate trends in 
global warming?

Design Standards

Rigid design standards directly govern project financing and 
feasibility. These standards can impose unnecessary costs and prevent the 
state and local governments from pursuing the most cost-effective options 
in cc^truction. At the same time there is a need to introduce innovative 
techniques in construction and maintenance to build a system which lasts 
longer with less maintenance.

What design standards should change to encourage innovative 
solutions to Alaska’s special transportation needs?



Transportation Service Delivery: An Identification
of the Key (Strategic) Issues Page 16

0 *  ISSUE AREA: REGULATORY POLICIES

State and federal laws and regulations describe established national and state 
policy for transposition. These laws and regulations stipulate requirements to be met in 
transportation planning and, therefore, they form an important basis for the planning 
program. A significant issue that must be addressed is how can we best balance 
environmental concerns and what role should the department play in doing so?

National Environmental Policy

Spurred by policies set forth in the National Environmental Policy 
Act and other environmental legislation, federal, state, and local policy 
makers have become increasingly concerned with the effects of their 
decisions on environmental quality. Many aspects of transportation have 
adverse effects on the environment. The need to clean up toxic conditions 
on or near transportation properties and to replace leaking fuel tanks is 
posing more concerns for the health and safety of the public. The 
astronomical cost to clean up hazardous wastes and the need to meet fuel 
storage and monitoring requirements could adversely affect the future 
development of the transportation system.

The problems receiving the most attention today relate to the 
environmental damage associated with the use of transportation facilities.
These issues, ranging from air and noise pollution to tanker spills, will 
continue to shape the future of transportation. Transportation activities 
generate noise and congestion. Transportation is a major contributor to air 
pollution, including emissions of carbon monoxide and a variety of other 
pollutants, even in Alaska. Transportation cannot avoid affecting the 
environment, but a major goal must be to minimize the negative side 
effects.

Existing laws already require assessment of the effects of significant 
actions on the environment, special attention to air pollution, and 
protection of wetlands and coastal zones. The Clean Air Act requires the 
EPA to enforce vehicle and equipment maintenance standards to preserve 
emission control performance.

The Environmental Protection Agency (EPA) is intensifying its 
enforcement of wetlands regulations, and transportation agencies are 
required to mitigate wetland losses by creating new wetlands, often in
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substantially greater amounts than are lost in taking of the rights-of-way. 
The Corps of Engineers and the U.S. Department of Transportation 
(USDOT) also exercise regulatory responsibilities relating to wetland 
preservation. The USDOT, in coordination with other agencies, is 
developing guidelines for carrying out the "no net loss" goal with respect to 
the effects of transportation on wetlands.

What can the department do to balance the conflicting demands for 
a quality environment with the need for an efficient transportation system?

FAA Securitv/Safetv Programs

FAA regulations require that the state maintain a specified level of 
security at state-owned and operated airports which receive scheduled 
service by aircraft having a passenger seating configuration of more than 30 
seats. Amendments to 14 Code of Federal Regulations (CFR) Part 107, 
the regulation governing airport security, are resulting from an increased 
national emphasis on the need to improve security at airports. The 
requirements of the revised regulations, together with stricter interpretation 
by the FAA of existing regulations, will continue to result in increased 
operating and capital costs at many rural airports throughout the state. 
TTiese include, for example, Part 107 fencing and access control 
requirements and law enforcement officer (LEO) response requirements.

In addition, Part 139, the federal regulation which governs airport 
certification and operation for airports served by aircraft having a seating 
capacity of more than 30 seats, may be expanded by Congress to apply to 
airports receiving service by aircraft with 10 passenger seats or more. This 
could potentially impact an additional 48 state-owned airports and would 
result in increased capital and operating costs for Airport Rescue & 
Firefighting (ARFF) vehicles and associated personnel costs, safety fencing, 
etc.

The State of Alaska has, in the past, received waivers from the FAA 
for many of the more stringent regulatory requirements. Current efforts to 
extend these waivers t^ apply to the revised regulations have been 
unsuccessful. If the department is forced to comply with the more stringent 
regulatory requirements, our operating costs at many airports would 
increase substantially.4

What course of action should the department pursue to comply with 
the more stringent federal regulatory requirements at certificated airports?
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Utiiity-FelocatiQP

Currently the state pays to relocate utilities within the state right-of- 
way that are in conflict with construction projects. Alaska is the only state 
that entirely funds the cost of utility relocation with highway construction 
funds. This expense often represents a significant financial burden to the 
overall construction cost.

What responsibility does the department have for the financial 
burden of relocating utilities in state right-of-way?

Motor Carrier Regulation

Regulation of the trucking industry has an impact on the 
transportation system of the state and the delivery of goods. The state 
imposes registration requirements on motor carriers operating within the 
state, and requires various billing and reporting requirements. The state 
also issues permits for oversize and overweight truck movements.

Under the established domestic weight limits for moving freight on 
state highways, significant numbers of overweight containers are being 
shipped over those roads, causing additional wear and safety concerns, 
without adequate contribution in highway user fees to compensate. Stricter 
enforcement of weight limits could alleviate the problems somewhat, but 
questions of incentives and liability for overweight shipments would still 
remain.

What position should the department take regarding heavy vehicle 
usage on highways?

0 *  ISSUE AREA: POLITICAL ENVIRONMENT

Transportation is vitally important to the social and economic well-being of 
Alaskans. The public side of the Alaska transportation system-highways, airports, ferries 
and harbors--is a fragile network and the responsibility to keep the system up and 
operating safely and efficient is great. Changes in the relative technical and financial 
capabilities of state and local governments and private interest, and competing priorities 
for resources have altered people's expectations and focused attention on the roles of the 
private and public sectors.
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Public-Private Partnership

State and local governments provide the major share of public 
sector transportation financing. They also build and maintain facilities 
such as roads, and airports, in addition to operating and managing ports 
and rail services.

The private sector has responsibility for providing most 
transportation services-operating the trucks and airlines, intercity buses, 
pipelines, marine vessels, and other commercial vehicles carrying people 
and goods. Cargo terminals and piers generally are owned and operated 
by private firms. Private companies also own and maintain the extensive 
network of gas, oil, and chemical pipelines. There are additional areas in 
which private capital investment in transportation would be both profitable 
and in the public interest.

The mixed system of ownership and financial and operating 
responsibility in transportation is complicated. But this mix of public and 
private sector participants can contribute to the state’s ability to use 
resources efficiently and respond quickly and effectively to ever-changing 
demands.

State and local governments across the country are working with the 
private sector to build new highways as toll roads, with private sector 
involvement that ranges from financing and managing construction to 
owning and operating the roads. Integration of trucking companies, 
shipping lines, and air carriers has improved the productivity and 
attractiveness of many services. Innovative approaches to managing and 
financing transportation are emerging that can attract additional investment 
to transportation.

What transportation responsibilities in the state might be better 
borne by the private sector and improve the efficiency with which we use 
our transportation system?

0 *  ISSUE AREA: AVAILABILITY OF ENERGY FOR TRANSPORTATION

The future of transportation is tightly linked to the future of world energy 
markets, particularly petroleum. Although there have been significant gains in energy
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efficiency in transportation, consumption continues to grow. Reliance on petroleum 
persists.

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 state highway increased 
12 percent, thereby increasing the demand for energy consumption. Although 
improvements in fuel efficiency have made an important contribution to energy 
conservation in transportation, the overwhelming reliance on petroleum for meeting the 
demands of the transportation sector is expected to continue into the foreseeable future.

The role of the department to resolve energy concerns is limited. However, 
priorities established and actions taken in the planning and development of 
transportation facilities and services by the state can have a sizeable impact upon use of 
available transportation energy within the state.

What programs should the department develop to help conserve energy used for 
transportation within the state?

g f  ISSUE AREA: SPECIAL TRANSPORTATION NEEDS

Some Alaskans-especially the elderly, disabled, and low-income--have special 
transportation needs that are unmet. Many of these persons are unable to use 
automobiles and do not have alternative forms of transportation available to them. 
Various programs have been implemented in some areas to make facilities more useable 
and provide specialized services to more adequately meet the needs of these individuals. 
Significant architectural barriers remain that have an affect on their mobility.

The U.S. Congress recognized the need for public transportation for physically 
and mentally disabled persons in the 1970 and 1974 amendments to the Urban Mass 
Transportation Act of 1964. Additional Congressional interest in improving the travel 
environment for persons with disabilities was expressed in the Rehabilitation Act of



1973, which prohibits discrimination on the basis of handicap in federally assisted and 
administered programs. The Air Carrier Access Act of 1986 requires the U.S. 
Department of Transportation to issue regulations prohibiting discrimination in air travel 
on the basis of handicap.

What can the department do to better respond to the special needs o f elderly, 
disabled and low-income travellers?
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A Test for Defining Strategic Issues

i .v r u r n v E

QUESTION L M II COMMENT

GEOGRAPHY

..Should the de paurvnept. adop^minimum setyicpguideline* for, 
implementing its programs? . r- • • «

r

What action is needed to ensure Alaska's infrastructure supports 
participation in the global inarke>place?

What actions need to be taken to improve intermodal 
connections?

What actions need to be taken to improve capital choices 
between modal investments?

JURISDICTIONAL RESPONSIBILITY

What criteria dcnnes appropriate state responsibility for 
transportation services?

t-«■ , . > • ■ — fc. .  ■ ■ - .,. * .(-.I. L. . , . ^ . . J • -•

.Should the service.life (life expectancy) and jurisdictional 
' .responsibility be determined before construction .financing is 

approved? . •'

DEMOGRAPHIC AND ECONOMIC GROWTH

What actions will be needed to accommodate population 
migration and population change?

What actions should the department take to promote economic 
growth in Alaska?

LAND OWNERSHIP AND USE

What action does the department need to take to preserve access 
comdors across federal lands?

What level of surveying, mapping and monumentation should the 
department provide to adequately manage and operate facilities?

FINANCIAL RESOURCES

What actions should the department take to pursue stable and 
adequate funding for capital development, replacement and 
operations?

What state programs are needed to complement federal program 
receipts, particularly if they decline in the future?

What action does the department need to take to ensure that 
there is an adequate opcraung budget to maintain federally- 
funded caoital improvements?

What role should user fees play in paying for state transportation 
services’

i
'

What should be the department's standards for asset 
manacemcnt-f replacement-vs-reconstruction I?

i
i



What actions does the department need to take to provide a cost 
effective transportation network that minimises both user costs 
and infrastructure costs?

What process should the department recommend to help 
Jetermme the svstem expansions needed?

What changes should be made to department programs to 
identify short-term and long-terr: emergency transportation 
requirements, and it; assure that the transportation system can 
fulfill its role in meeting those requirements in the event of a 
catastrophe disaster?

What transpo.'stion services should be provided by the 
department to support the recreation industry?

ENGINEERING AND ENVIRONMENTAL CONSTRAINTS

What alternatives need to be considered to accommodate trends 
in global warming?

What design standards should change to encourage innovative 
solutions to Alaska's special transportation needs?

REGUI.ATORY POLICIES

What can the department do to balance the conflicting demands 
for a quality environment with the need for an efficient 
transportation system?

What course of action should the department pursue to comply 
with the more stringent federal regulatory requirements at 
certificated airports? , ........... ......... ........

What responsibility does the department have'tor the financial • 
burden of relocating utilities in state ngl.t-of-way?

What position should the depanment take regarding heavy 
vehicle usage on highways?

POLITICAL ENVIRONMENT

y/hatjtransportation responsibilities in the state are berter borne 
by the pnvate sector and improve ihe cfficiency with which we'°*J 1 
usc our tnnsportstion system? -

AVAILABILITY OF ENERGY FOR TRANSPORTATION

What programs should the depanment develop to help conserve 
energy used for transportation within the state?

SPECLYL TRANSPORTATION NEEDS

What can the depanment do to better respond to the special 
needs of elderiv. disabled and low-income travellers?



STRATEGIC ISSUES

I. ECONOMIC DEVELOPMENT

W h a t  a c t i o n s  s h o u l d  t h e  d e p o r t m e n t  t a k e  t o  s u p p o r t  e c o n o m i c  g r o w t h  i n  A la s k a ?

a. What action is needed to ensure Alaska's infrastructure supports participation in tho global 
marketplace?

b. What actions does the department need to take to preserve access corridors across federal lands.
c. What process should tho department recommend to help determine the system expansions 

needed?
d. What transportation services should be provided by the department to support specific 

development (e.g., recreation)?

II. FINANCIAL RESOURCES

W h a t  a c t i o n s  s h o u l d  t h o  d e p a r t m e n t  t a k e  t o  p u r s u e  s t a b l e  a n d  a d e q u a t e  f u n d i n g  f o r  c a p i t a l
d e v e l o p m e n t ,  r e p l a c e m e n t  a n d  o p e r a t io n s ?

a. What state programs are needed to complement federal program receipts, particularly if they 
decline in the future?

b. What actions does the department need to take to ensure that there is an adequate operating 
budget to maintain capital Improvements?

c. What role should user fees play In paying for state transportation sen/ices?
d. What actions does the department need to take to provide a cost effective transportation network 

that minimizes both user costs and Infrastructure costs?
e. What design standards should change to encourage innovative solutions to Alaska's special 

transportation needs (I.e. demands of heavy vehicle usage on highways, etc.)?

III. TRANSPORTATION RESPONSIBILITY

W h a t  c r i t e r i a  d e f i n e s  a p p r o p r ia t e  s t a t e  r e s p o n s i b i l i t y  f o r  t r a n s p o r t a t io n  s e r v i c e s ?

a. Should the service life (life expectancy) and jurisdictional responsibility be determined before 
construction financing is approved?

b. What transportation responsibilities in the state are better borne by the private sector and improve 
the efficiency with which we use our transportation system?

c. What responsibility does the department have for the financial burden of relocating utilities in state 
right-of-way?

d. Should the department adopt minimum service guidelines for implementing its programs (e.g., 
not only capital improvements but maintenance and operations, as well).

IV. ENVIRONMENTAL AND REGULATORY POLICY

H o w  s h o u l d  t h e  d e p a r t m e n t  r e s p o n d  t o  t h e  c h a n g i n g  f e d e r a l  a n d  s t a t e  r e g u l a t o r y  e n v i r o n m e n t ?

a .  What can the department do to balance the conflicting demands for a quality environment with 
the need for an efficient transportation system?

b. What course of actions should the department pursue to comply with the more stringent federal 
regulatory requirements at certificated airports?

c. What programs should the department develop to help conserve energy used for transportation 
within the state?

d. What can the department do to better respond to the special needs of elderly, disabled and low- 
income travellers?

LEVEL III ISSUE 
ANALYSIS



W ilY PIJ\N FOR THE FUTURE?

The difference between Alaska and the 
rest o f the nation is that the majority 
of Alaska’s communities arc not 
connected by a road system. 
Remoteness, water barriers and 
difficulty traversing the terrain have 
made road connections either 
impossible or Inordinately expensive. 
As a result, Alaska relies on a m u lti­
modal system of ferries, airports and 
roads to meet its needs.

While service needs and statutory 
responsibilities have continued to 
increase, revenues to support this 
diverse system have declined in both 
absolute and real terms. The 
department's challenge is to find ways 
to ensure the provision of high quality 
services in an era characterized by 
continuing cost Increases and 
declining revenues.

To meet th is challenge the department 
in itiated preparation o f a State 
Transportation Plan. T ills  project is 
being undertaken to identify the key 
issues which are like ly to impact, 
services and performance in  the near 
future. This action is essential i f  the 
department is to identify a strategy 
that meets transportation needs in  the 
future.

^SSfr'

For more information contact:
M. Clyde Stoltzfus
Chief, Strategic Management, Planning 
and Policy
Department of Transportation and 
Public Facilities
P.O. Box Z
Juneau, Alaska 99811 
(907)465-3900

February 1991

W hat is in store fo r  our Roads, 
Aii-ports, and  Harbors?
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g g K  DOT&PF
S t a te  T r a n sp o r ta t io n

7fah P lan

NEW DIRECTIONS
NEW OPPORTUNITIES

The Alaska Department of 
Transportation and Public Facilities Is 
one of the most comprehensive 
transportation agencies In the United 
States. The department has 
responsibility for 5,500 miles of roads, 
two international airports. 270 smaller 
airports, a fleet o f ferry vessels, 80 
docks and harbors and 500 public 
buildings.

In Alaska, problems relating to our 
transportation system are becoming so 
complex and so costly tha t we must 
face up to the s ituation If we are to 
survive economically. It is no longer a 
matter of try ing to get “a little  more for 
a little  less". Wc m ust plan for the ^  
future. ^ ( 9

A long-range plan is im portant since it  
can identify priorities for funding so 
that in  future years the department 
can focus lim ited state and federal 
financial resources where state 
government responsibility Is most 
appropriate, and where the greatest 
public benefit can be achieved.

WI IAT ARE THE MOST CRITICAL ISSUES WE MUST FACE?

lerc Is no simple, permanent solution to the problems that we face. To manage a 
cparlment so complex, an endless series of choices must be made. There w ill be d ifficu lt 

tradeoffs in  the future allocation of our lim ited transportation resources.

Four areas have been identified by the department as key to the development o f the fu tu re  
transportation system. The goal In preparation of a State Transportation Plan Is to Identify 
a range of options that m ight be appropriate to deal w ith these Issues.



WHAT IS IN STORE FOR 
OUR ROADS, AIRPORTS AND HARBORS

OPEN HOUSE
Sponsored by Ihc Alaska Dcj-artment o f Transportation and Public Facilities

WELCOME!

This is an informational open house. There is no scheduled activity. This time is provided 
for you to talk, listen, read, review, write comments, and look around as long as you wish. 
Representatives from the Department of Transportation and Public Facilities have on name 
tags. They are here to provide you with information and answer your questions.

The department is interested in receiving your comments regarding four important 
questions:

"WHAT SHOULD WE DO?" W liat actions should  the departm ent take to support economic 
growth in AJaska given the num ber an d  variety of available tran sp o rta tio n  im provem ents 
associated  with economic development opportunities and com peting dem ands for public 
funding to  su p p o rt those im provem ents?

"HOW  DO WE PAY?" W hat actions should  the departm ent take to  pursue stab le  and 
adequate funding sources so th a t a sound financial base for tran sp o rta tio n  capital 
im provem ent program m ing, as well as m aintenance and  replacem ent of facilities can be 
developed?

"HOW TO  PROCEED?" W hat actions should the departm ent take to  minimize the im pact 
of sta te  an d  federal laws and regulations on the cost of development of the tran sp o rta tio n  
system while still maximizing the benefits of an  efficient tran sp o rta tio n  system?

"WHO SHOULD DO WHAT?" W hat actions should  the departm ent take to define 
"appropriate  sta te  responsibility" for the provision of tran sp o rta tio n  services an d  w hat can 
be done to  facilitate the transfer of tran sp o rta tio n  in which there is "no com pelling sta te  
interest" to  local government?

It is our goal to identify a range of options that might be appropriate and select a future 
course of action that will best improve the quality of transportation services provided to you. 
With your help we can explore new solutions to our problems.

YOUR COMMENTS

A table is set up with a "COMMENT FORM". You may complete the form here, or you 
may take your form home and mail it to Janet George, Project Manager, Department of 
Transportation and Public Facilities, P.O. Box 196900, Anchorage, AK 99519-6900. Please 
return your comments by March 15, 1991. If you prefer, call Janet at 266-1442 with your 
comments.



STATE TRANSPORTATION PLAN 
COMMENT FORM

Name:

Address:

City:

•W HAT SH O ULD  W E DO?*

ECONOM IC CROWTIL- What actions should the depanment take to support economic growth in Alaska given the number and variety 
o f available Iransportation improvements associated with economic development opportunities and competing demands for public funding 
to support those improvements?

•HOW  D O  W E PAY?*

FINANCIAL RESOURCES: What actions should the department take to pursue stable and adequate funding sources so that a sound 
financial base fo r transportation capital improvement programming, as well as maintenance and replacement o f facilities can be developed?

ENV IRONM ENTAL AND REG U LA TO RY  PO L ICY : What actions should the department 'ake to minimize the impact o f state and 
federal laws and regulations on the cost o f development o f the transportation system while still maximizing the benefits o f an efficient 
transportation system?

. « •

•W HO SH O ULD  D O  WHAT?*

TRANSPORTATION RESPONSIB IL ITY : What actions should the department take to define "appropriate st ic responsibility" fo r the 
provision o f transportation services and what can be dene to facilitate the transfer o f transportation in which th' re is "no compelling state 
interest" to local government?

•H O W T O  PROCEED?*

(Please use additional pages if necessary)



Janet George, Project Manager
Alaska Department of Transportation and Public Facilities 
P.O. Box 196900 
Anchorage, AK 99519-6900



STATE TRANSPORTATION PLAN
Meetings & Open Houses

C l

©

C om m unity Date Tim e M eeting
r -  -

Unalaska January 31 10:30 a.m. Meeting with I’aul Fuhi, Mayor, City of Unalaska and I’olly Frchul, City 
Manager/DOT&PF' Conference Room

Mat-Su Borough February 7 2:00 p.m. Meeting with Dorothy Jones, Mayor, Don Moore, Manager, arid Kuy Carlson, 
Public Works Director

Nome February 11 7:30 p.m. Presentation to the Nome City Council/Nome City Council Chambers

February 12 10:00 a.m.- 
1:00 p.m.

Open House for the Nome Area/Nome City Council Chambers

Kotzebue February 12 6:00 p.m.- 
8:00 p.m.

Open House for the Kotzebue Area/Kotzebue City Council Chambers

February 13 9:00 a.m.- 
Noon

Open House for the Kotzebue Aica/Kotzebue City Council Chambers

Kodiak February 14 Noon Presentation to die Kodiak Chamber o f Commcrce/RIiSCHEDUI.HD DUB TO 
WEATHER

February 14 2:00 p.m.- 
5:00 p.m.

Open House for the Kodiak Island Borough/R['.SCHEDULED DUE TO j 
WEATHER

Ketchikan February 19 2:00 p.m. Presentation to the Ketchikan Area Transportation Study Committee including 
Mayors from die City of Ketchikan, City of Saxman, and Ketchikan Borough

February 19 5:30 p.m. Presentation to die Ketchikan Borough Assembly

Bethel February 21 Noon Presentadon to the Bethel Chamber of Commerce
February 21 2:00 p.m. Meeting with City o f Bediel: Manager, Public Works Director, Chief o f Police, 

Fire Chief, Harbormaster
February' 21 5:00 p.tn.- 

7:00 p.m.
Open House/Bcdiel City Conference Room

Alaska State Chamber of 
Commerce

February 22 Noon Distribute Open House Meedng Nouce following presentadon by Dennis 
Nottingham, Alaska Highway Users Federauon

.  Anchorage. . . March. 4 . • 11JX) <j.m.- , 
6:00 p.m.

Open Housc/DOT&PF Main Conference Room .

Barrow March 6 3:00 p.m. 
7:00 p.m.

Open House/North Slope Borough Chambers

Fairbanks March 7 7:00 a.m. Presentation to the Fairbanks Chamber o f Commcrce/Transportauon Committee

March 7 3:00 p.m.- 
7:00 p.m.

Open House/North Star Borough Chambers

Southwest Cities March 13 11:00 a.m. Presentadon to the Southwest Municipal Conference/Transportadon Comminec 
(in Anchorage)

Anchorage March 20 2:00 p.m. Presentadon to the Anchorage Metropolitan Area Transportadon Study 
Technical Committee

Kodiak March 21 Noon Presentadon to the Kodiak Chamber o f Commerce (Rescheduled)

March 21 3:00 p.m.- 
7:30 p.m.

Open House for the Kodiak Island Borough (Rescheduled)

Juneau April 9 7:00 p.m. Presentadon to the Juneau Planning Commission



STEVE COWPER, GOVERNOR

DEPARTMENT OF TRANSPORTATION A N D  PUBLIC FACILITIES

OFFICE OF THE COMMISSIONER

September 21, 1990

P .O . B OX  7.
JUNEAU. ALASKA 99011-2500 
PHONE: (907) ‘165-3900

Mr. Frank Turpin, President &  C E O  
Alaska Railroad Corporation 
421 W. 1st Avenue 
Post Office B o x  107500 
Anchorage, A K  99510-7500

The Alaska Department of Transportation and Public Facilities (DOT&PF) is 
one of the most comprehensive and diverse transportation agencies in the 
United States. Yet, it has been almost a decade since w e  have taken a look 
at a state transportation plan.

The department has responsibility for planning, constructing and operating 
roads, the international airports, most regional and feeder airports, a fleet of 
ferry vessels, ports and harbors, public buildings, and rail and transit system 
support. In the past, w e  have dealt with our transportation system and our 
public facilities too often as if they were all operating in isolation. However, 
the relationships are very intricate. W e  need to recognize these 
relationships and enhance opportunities for state development and 
economic growth.

T h e  1989-90 D O T & P F  M a n a g e m e n t  Plan redefined the overall mission of 
the department and identified the need to develop a long-range, multimodal 
state transportation plan as a high priority. The intent is to focus on the 
fundamental responsibilities of the department so that investments and 
resource allocations are m a d e  wisely in the future. T h e  plan will include all 
transportation m o d e s  (aviation, highway, marine, pedestrian, public 
transportation, pipelines, and railroad services).

A  long-range plan is important since it can identify priorities for funding so 
that in future years the department can focus limited state and federal 
financial resources where state government responsibility is most 
appropriate, and where the greatest public benefit can be achieved. W e  feel 
it is important that w e  involve other agencies in this effort, since the 
relationship between transportation facilities, land use, economic 
development, urban and rural development and environmental protection is 
so significant.

* •
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Overall responsibility for preparation of the state transportation plan is being 
shared by M. Clyde Stoltzfus, Chief, Office of Strategic Management,
Planning and Policy, and Kit Duke, Regional Director, Central Region. The 
preparation of the document is to be aided by the help of a technical 
committee of department personnel. Sandi Anderson, D O T & P F  Alaska 
Railroad Coordinator, has been appointed a m e m b e r  of the technical 
committee. A  draft of the plan is to be available in January. The draft 
d o c u m e n t  will be used to help facilitate the transition to the n e w  
administration. Publication of the statewide transportation plan will not end 
with this effort. The plan is to b e c o m e  a biennial activity of the department, 
better communicating information on development needs to the Governor, 
the Legislature, and the public.

A  critical factor in enhancing the state's productivity and Alaska's ability to 
compete a n d  survive in today’s demanding international economic 
environment is the condition of our transportation delivery system. In 
Alaska, the desire is for extension and expansion of the transportation 
system to provide the infrastructure needed to unlock the mineral resources 
of the state, in which expansion of the rail m o d e  has an important role to 
play. While the Alaska Railroad operates as a separate entity under the 
auspices of the Alaska Department of C o m m e r c e  and Economic 
Development, w e  share the c o m m o n  goal of a well-coordinated and 
responsive transportation system for the benefit of the state. For this 
reason, the railroad's participation in this effort is very important to us.

Over the course of the next few m o n t h s  there will be a variety of . 
opportunities to exchange information and discuss issues regarding the 
transportation plan. It is our intention to distribute key documents for 
interagency review and comment. Please let m e  k n o w  if there is a contact 
person at the Alaska Railroad that you can appoint to work with us on this 
project in addition to Sandi. A  well-coordinated interagency ’effort can help ' 
define realistic strategies for future m a n a g e m e n t  of our entire transportation 
system.

If you have any questions regarding the planning project, please call Clyde 
(465-3900) or Kit (266-1440).

M a r k  S. Hickey 
Commissioner

cc: M. Clyde Stoltzfus, Chief, Office of Strategic Management,
Planning and Policy. D O T & P F  

Kit Duke, Regional Director, Central Region, D O T & P F  
Sandi Anderson, Alaska Railroad Coordinator, D O T & P F



D E P A R T M E N T  O F  T R A N S P O R T A T I O N  A N D  PUBLIC FACILITIES 
S T A T E  T R A N S P O R T A T I O N  P L A N  
PUBLIC I N V O L V E M E N T  P R O G R A M

As part o f the process in  development o f the State Transportation Plan, a strong public 
Involvement effort was Initiated. During February and March, comments were solicited from 
consumers, labor, business, government agencies, elected officials, environmental groups and 
many others to help Identify options to address the lou r key Issues. T ills  was done by:

•Publication of a newsletter distributed to more than 300 com m unity leaders 
and organizations throughout the state.

•A series of open houses held at various locations throughout the state.

•Establishment of an Inter-agency Review Committee.

The department received many comments on a wide variety of topics. The following summary 
is not Intended to represent them all. The Items included here are only those which speak 
most directly to the four Issues o f prim ary concern in  the current study effort. We paraphrased 
to the best of our ab ility  the comments received.

Many partic ipants, especially other state agencies, expressed strong support for a serious, 
m u lti-m o da l, long-range p lann ing  e ffort for provis ion o f tran spo rta tio n  services and 
facilities. The consensus among partic ipants was tha t the transportation in frastructure  is 
fa lling  apart. There Is concern fo r the fiscal capab ility  o f a ll parties, Inc lud ing local 
governments, to be able to physically preserve and upgrade the existing system w ith in  existing 
means. Specific concerns include:

ECONOMIC DEVELOPMENT

Public Meeting Participants

There is no formal connection between economic development decisions and transportation 
planning. Participants expressed concern about the need for a formal statewide strategy to 
address economic growth.

Public Recommendation: Coordinate with DCED, DNR, DCRA, AIDEA and A R R  
to assure that the capacity and potential oj Alaska's surface transportation 
facilities support "designated" growth areas. Transportation infrastructure 
improvements should be done in support of economic development initiatives 
developed by other agencies/organizations.

Many people /organ izations believe th e ir  com m unities would benefit economically from  
having DOT&PF bu ild  access to potentia l sites o f developable resources, or transportation 
links w ith  other developed areas.

Public Recommendation: Coordinate and undertake improvements in facilities 
and services that maximize the benefits of energy-efficient and cost-effective 
goods movement.

There Is an understanding tha t growth creates a demand fo r transporta tion, and new 
transporta tion facilities can, in  tu rn . Increase pressure for development on adjacent land. 
S trik ing  the proper balance between desired land-use patterns and needed transportation 
facilities and services is a growing concern for those involved in  c ity/v illage, regional, and 
state planning and development.

1 PUBLIC & AGENCY 
RECOMENDATIONS



Public Recommendation'. To be effective, land use and transportation planning 
must be connected, There should be a defined relationship between local, 
regional, and state transportation plans.

Enhancement o f existing iransporta tlon facilities to support economic development was a 
strong theme In many areas and from many people. We heard that the poor condition of roads 
and runways was sta lling development. M ainta in ing a ir service to sm all communities is a 
m ajor concern.

P ub lic  R ecom m endation : Preservation of the state's existing surface 
transportation sys.tem should be the primary goal of any future transportation 
program since it is this system which provides the basic network upon which 
the economic health and international vitality of the state depends.

Small, local, relatively low cost enhancements could provide some opportunities for private 
investment In resource development. Pertinent to the enhancement theme were comments 
recommending we look closely at the use of "appropriate technology" for facilities to provide 
"basic access."

Public Recommendation: Flexible standards which are more compatible with 
local needs should be developed

Preservation o f a water transportation system should be a prim ary goal o f the state since the 
water mode is part o f the intermodal movement of goods which supports the state's economic 
strength.

Public Recommendation: Funds generated by water transportation-related 
activities (from user fees, etc.) should be returned to the water transportation 
Industry. Clear priorities should be established for state investments in ports 
and harbors development. A  state policy is needed to guide state, regional and 
local efforts in a manner that will encourage the development of projects that 
best serve the interests of the state.

One concern was voiced in several ru ra l communities which are re lian t on a ir transportation. 
DOT&PF's policies fo r management of its  properties have a s ign ifican t Influence in  the 
operation of "supply and demand" for private sector providers of transportation services. It 
appears that incognizance o f this fact has resulted In a pricing structure  which may not be in 
the public interest.

Public Recomm endation: Manage state-owned highway, marine, and air 
properties to assure maximum public benefit-including sale of surplus 
properties, use of market-rate rentals where appropriate, and examine airport 
administration.

An overriding theme which emerged is that a single development strategy is not appropriate 
for such a large, diverse state as Alaska. A  state of contrasts--a resources rich state (fisheries, 
forests, and minerals) and a land of natural beauty and recreational a ttractions-A laska each 
year attracts an Increasing number of visitors. Yet, there is tremendous geographical disparity 
in  the d istribu tion o f resources and wealth.

Public Recommendation: Any economic development strategy or infrastructure 
plan to support development will need to be a composite of various smaller 
strategies which are tailored to the needs of various geographical regions.



All of the agency partic ipants are enthusiastic that DOT&PF Is undertaking a coordinated 
multi-agency planning process. Most o f the state agencies commented that DOT&PF's role In 
specific resource or com munity development strategies Is supportive, w ith other state agencies 
developing economic growth plans.

The Department of Commerce and Economic Development (DCED), the Department of Natural 
Resources (DNR) and Com m unity and Regional Affairs (CRA) provided recommendations for 
addressing the economic goals of transportation Infrastructure planning:

DCED & DNR R ecom m endations: Emphasize future planning for resource 
development related access to state lands over short term planning. Use Alaska 
Regional Development Organizations (ARDORs) for perspective on the economic 
utility of transportation proposals. Develop project ranking criteria focused on 
investment opportunities: the criteria should reviewed by a working group of 
state, industry, and community representatives.

Additionally, D O T & P F  slwuld work with the Jones Act, exploring exemptions, 
such as for the Yukon River, for sea transport options and exploring the 
possibilities for repeal. W e  should work actively to assert Alaska's rights under 
RS2477 to obtain fee simple title to these rights-of-way, and work with D N R’s 
land selection process toward additional state ownership. D N R  believes we 
should focus on providing trunk routes for resource development purposes-- 
multimodal if possible-wiih feeder routes to communities wanting them.

Specifically, D O T & P F  is urged to take actions which promote Alaska in the 
international market (including consideration of transshipment staging areas 
to make Alaska a hub in Pacific Rim transport of goods), supporting the opening 
of a Northern shipping route, and exploring expansion of our transportation 
links with Canada, especially through Southeast Alaska.

CRA Recommendations: D O T & P F  should address site control by comprehensive 
local/regional planning and work toward more flexible federal land 
ownership/transfer mechanisms. Examples include airport relocations and 
upgrades, easements, and stafffor planning. The Local Service Roads &  Trails 
program for rural communities should be reestablished. Their success was due 
to not having extensive design standards, ROW, etc. This comment echoed the 
appropriate technology concept voiced at the public meetings.

The Departments of Fish and Game (F&G) and Community and Regional Affairs provided some 
additional cautions to be considered In planning transportation in frastructure:

F&G Recommendations: D O T & P F  should emphasize long term stability over 
short term economic growth. Additionally, planning should include economic 
least-cost alternatives, with costs including Jlsh and wildlife related tourism 
and recreation, environmental impacts, subsistence use interests, etc. Specific 
objectives/policies were offered which D O T & P F  could incorporate to address 
F & G  interests. They also urged that long term maintenance of facilities be 
adequately funded.

CRA R e com m en da tions : Criteria for decision-making regarding capital 
investments should include social goals (basic transportation service) and



generation of development, as well as economic feasibility. Transportation 
corridor decisions should consider social and economic (mjxicts to owners and 
residents (subsistence, etc.).

FINANCIAL RESOURCES

Public Meeting Participants

Alaska Is faced w ith  a gap between the needs of the transportation system and the revenues 
anticipated to meet these needs. The large gap between revenues and needs Indicates that a 
greatly Increased effort Is needed to keep the existing system from fa lling in to  a worsened state 
of disrepair. Of great concern ts the fact that postponement o f needed rehabilita tion work w ill 
greatly Increase the costs of repairs when they are eventually undertaken.

The pub lic  generally voiced support for draw ing a connection between the costs of 
transportation system maintenance and operations, and revenues collected from user fees.

P u b lic  R ecom m enda tions : The department should identify funding 
mechanisms to support the continuing development and maintenance of 
highways, airports and harbors and promote partnerships with government 
and community groups to strengthen the funding, construction and 
maintenance of the transportation system.

User and benefiter fees, set at an appropriate level to cover the economic cost of 
the transportation facilities provided, should be dedicated to funding 
transportation improvements.

D O T & P F  should work with local governments to promote balanced taxing and 
funding mechanisms to support the construction and maintenance of state and 
local transportation systems.

A tten tion  to  use o f "appropria te technology" for tran spo rta tio n  fac ilitie s  could make 
construction and maintenance money go farther. There Is Interest In  re Institu ting  the Local 
Service Roads &  Trails program.

Public R ecom m endation: Provide technical information, facillr.ate local and 
regional trail development, and cooperate with other state agencies' trail 
initiatives.

There are opportun ities fo r substantia l savings from  tim e ly  highway m aintenance that 
reduces ultim ate replacement and reconstruction costs. Supporting p rograms of effective and 
tim ely m aintenance and Improvements can a ffirm  pub lic  confidence th a t payments for 
in frastructure are well managed.

P u b lic  R ecom m endation : Routine, continuous pavement maintenance 
programs need to be established to preserve the state's investment In 
infrastructure.
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SUUg .Agency-Reyie-wjers

DCED Recommendations: Design standards should be amended to give priority 
to highest potential use system additions, and should be lowered for specific user 
needs where possible. Commitment to commercial user fees should be obtained 
prior to construction. D O T & P F  Is also urged to Investigate the federal "aviation 
trust" account for potentially greater support funding.

DNR Recommendations: The gas tax approach to funding is appropriate, and 
toll roads should be considered where appropriate. The D O T & P F  should, 
however, analyze dedicated funds carefully before committing the state to a 
fixed percentage. We should consider a state lottery for highway expansion, and 
private industry should build and maintain some components-especially 
bridges, ports, railroad, pipelines, airports, ice roads.

F&G Recommendations: D OT&PF should seek new sources of revenues. F & G  
provided an interesting list of possibilities.

CRA Recommendations: The fuxancial discussion should address the influence 
of D O T & P F s  property management policies on availability of economical air 
service. This comment reiterated a concern heard in the public meetings.

TRANSPORTATION RESPONSIBILITY

Public Meeting Participants

Most com m u n itie s  stated th a t tak ing  over any a d d ition a l m a in tenance /opera tion  
responsibilities for transportation facilities and services would be unacceptable w ithout some 
arrangement for increasing the ir revenues. Various possible methods for funds transfer were 
brought up by the communities.

The p u b lic  m eetings never got to consideration o f c r ite ria  fo r "appropria te  state 
responsibility." D iscussion In th is  area was clouded by the Category III roads issue. The 
public's reaction Is quite defensive and some undoing o f pub lic perception about our intentions 
may be required before we can get a fa ir reading on transfer o f responsib ility . Public 
perception is key to the success of any future initiative.

P u b lic  Recom m endation: Utilizing functional classification as a general 
philosophy might provide a framework in which to discuss administrative 
Jurisdiction. These criteria should be measurable and applied with sensitivity 
to local circumstances.

Many ru ra l com m unities believe that transfer of responsib ility w ithout funding would create 
un fa ir hardsh ip on them  because they lack a tax base from which to increase th e ir own 
revenues. Urban areas believe that it  would be unfa ir to  transfer maintenance responsibilities 
there, bu t not In the unorganized borough.

Public Recommendation: The range of transportation funding alternatives for 
rural communities w ill in most cases be much narrower than for more urban 
areas due to the size and density necessary to make many options viable.



DCED Recommendations: The 1988 Task Force recommendations should be 
redistributed in the context of this planning procsss. Private sector 
responsibilities may not have been adequately addressed. Responsibility for 
relocation of utilities should be legally established, if not through law or 
regulation, then through right-of-way agreements. And, again, it was suggested 
that D O T & P F  change road construction standards to provide minimum service 
guidelines.

DNR Recommendations: D OT&PF should be responsible only for main trunks. 
Industry and communities should build the feeder systems. Maintenance 
responsibility should be identified in planning phase of projects, so that design 
Is appropriate to available levels of maintenance funding. Additionally, the 
state should monitor overloads by heavy trucks.

C R A  R ecom m endations: Any discussion of funding responsibility for 
transportation, either construction or maintenance, must, consider the ability 
of local government or users to pay for them. Furthermore, any planning 
regarding Jurisdictional responsibility must include representation from 
municipalities, the legislature, Alaska Municipal League. Native Corporations, 
industry and the DCRA.

ENVIRONMENTAL AND REGULATORY POLICY

S ta te  A gency  R eview ers

Public Meeting Participants

Although most people at the public meetings Indicated that little  could be done about state and 
federal environm ental and adm inistrative requirements, several stated tha t DOT&PF could 
make an active effort to w ork w ith  other agencies to reduce conflicts in  tim ing  of requests, 
perm itting, avoiding duplication, etc. We must ensure tha t transportation policies are not at 
odds w ith  social and economic goals in  such areas as the environment and public safety since 
these are im portant goals. Transportation solutions m ust be sensitive to these concerns.

Public Recommendation: Develop, maintain and expand (where appropriate) 
procedures and agreements with state and federal environmental agencies to 
identify and help resolve issues early in the planning process. This cooperative 
approach would help bring to light subtleties of costs and benefits and ensure 
that decisions result from consensus building among all affected parties.

State Agency Reviewers

DCED Recommendations;
D O T & P F  must balance conflicting demands, examining requirements for 
reasoned, factual basis and actively helping to keep the extremes in check. 
D O T & P F  must balance habitat requirements of other species with consideration 
of human needs and full presentation of the benefits of the project. Energy 
conservation would be best served by DOT&FFs siting roads and facilities to 
maximize their usefulness.

DNR Recom m endations: Initial planning should build in environmental 
benefits (scenic turnouts, campgrounds, etc.) anal consider environmental 
policies and laws.

6



FAG Recommendations: D O T & P F  should accept and accommodate required 
compliance and work on reducing costs (time delays, litigation, etc.) F & G  
provided a list of ways we can do that by early planning to accommodate, etc.

CRA Recommendations: D O T & P F  should establish policies which will prevent 
development in areas subject to flooding and erosion when "no-build" or other 
viable alternatives exist. A  multi-agency review of FAA requirements is needed 
to determine where they are inappropriate and should be amended or waived. 
There is also a need to examine FAA policies related to ANCSA's denying 
compensation for airport properties selected by the community or state.
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