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POSITION PAPER
ISSUE
Lynn Canal ferry operations
CONDITIONS

Itis widely recognized that current transportation sen/ice is limited in the Lynn Canal
Corridor and that expanded service would result in significant social and economic
benefits.

OPPORTUNITIES

Goldbelt, Inc. is actively researching transportation, tourism, and infrrstructure development
opportunities in the Lynn Canal Corndor and throughout the region. Goldbelt. Inc. has
identified private sector opportunities which, if pursued, will increase transportation service
in Lynn Canal.

POSITION

Goldbelt. Inc. is in a unique position to participate in private sector ferry operations in the
Lynn Canal Corridor. This participation could greatly increase transportation service in Lynn
Canal and provide substantial benefits to the State Goldbelt. Inc.. local communities, and
the region.

KEY POINTS
» Additional transportation service is needed in Lynn Canal.

» Ferry operations will continue to play a vital role in the solution of the Juneau Access
Issue.

* Lynn Canal Corridor represents an area with sufficient ferry traffic volume (demand)
to warrant private sector participation.

» Private sector operations do not have the same constraints as State operations.

» Private sector ferry operations can be efficient and cost effective.

The private sector can greatly assist in providing the critical transportation required
in Lynn Canal.

Lymn Canal Ferry Goklbefl Inc
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GOLDBELT, INC. EFFORT TO DATE

Goldbelt, Inc. has a clearly defined mission, with specific investment and development goals
and objectives.

Goldhelt, Inc. has

e Committed to marine infrastructure development in Echo Cove with the objective of
enhancing marine transportation service in Lynn Canal.

* Invested in the construction and operation of high speed vessels which will be in
service in Southeast Alaska this year.

e Initiated feasibility analysis of specific private sector ferry operations in Lynn Canal.

BENEFITS

Goldbelt, Inc. has concluded that there is a wide range of benefits associated with
infrastructure development in Echo Cove and private sector participation in Lynn Canal farry
operations.

o Participation by the private sector will increase total available capacity.

* Increased capacity to meet demand will encourage use of marine transportation
services and result in an increase of associated benefits.

* Private sector capacity deployed in Lynn Canal would free up State ferries to serve
other areas of high demand.

* Increased capacity in Lynn Canal would greatly enhance access to the State Capital.

» Increased capacity and additional service alternatives will lead to private sector
competition, heightened efficiency, and further economic growth.

o With private sector participation, the above benefits can be attained without an
increase in the State maintenance and operating budget.

A PUBLIC | PRIVATE "PARTNERSHIP"

Goldbelt. Inc. is continuing to analyze specific conditions and opportunities related to private
sector participation in Lynn Canal ferry service.

In all cases Goldbelt, Inc. desires to work in a partnership with the State of Alaska to
effectively address the Juneau Access issue and the need for expanded transportation
service InLynn Canal.

Lynn C*n*l F*ny GokUwA. Inc.
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WHAT’S NEXT?

Goldbelt. Inc. would like to determine the State’s position regarding private sector
participation in Lynn Canal ferry service and how such participation could be integrated with
the current goals and objectives of the State.

Goldbelt, Inc. oncourages the state to issue a request for proposals (RFP) to
determine the level of interest and solicit private sector participation in Lynn Canal
ferry operations.

This RFP should address the following elements:
* Now service which is supplemental to current State service.
 Phased implementation of oxpandod private sector service.
* Aterminal location in Echo Cove.

» Service alternatives and strategies for the MV Malaspina.

Ploaso Contact: Josoph M. Boodle, President and CEO
Goldbelt, Inc.
9097 Glacier Highway, Suito 200
(907) 790-4990

Lynn Canal Ftny GeMbea*, Inc
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TONY KNOWLES, GOVERNOR

- | ‘J= t7i
J PS60 GLACIER HIGHWAY
DEPARTMENT OF TRANSPORTATION FHONE 1507 4654428
AND PUBLIC FACILITIES FAX  1007)465.XX
PRECONSTRUCTION ENGINEER/SOUTHEAST REGION
Goldbelt, Inc.
JL 19 19b
HtCEIVED

July 13. 1995

Mr. Joseph M. Beodle

President and CEOQ

Goldbelt. Inc.

9097 Glacier Highway, Suite 200
Juneau. Alaska 99801

pear Mr. Beedle:

Thank you for stopping by so we could discuss your Echo Bay development project. |
hope that we were able to help you with this endeavor.

The department is looking for innovative ways to fund and maintain roadways and
facilities. The proposal Goldbelt made to Commissioner Perkins earlier this summer
concerning Northern Lynn Canal ferry service is intriguing. A vanation~of vour plan
may help us with constructing the Juneau Access project. An un-subsidized. reliable
marine service providing public sector jobs for public transportation in Alaska is
innovative and would certainly be viewed as another attractive benefit of constructing
a roadwa ~

As you know, the department cannot commit a guarantee or obligation to Goldbelt to
study or provide this service if the roadway is constructed. However, since Goldbelt
has already performed extensive studies to determine the viability of providing ferry
service. | thought we might become partners in developing ideas and possible
scenarios; such as;

1) Providing private sector surface transportation from the Echo Bay area to Haines
and Skagway as an interim service estimated to last two to five years.

2) The same service described above, from the Katzehin River area to Haines and
Skagway. as an interim service estimated to last two to five years. The Echo Bay
service would stop once the roadway and terminal at Katzehin were constructed.

3) Permanent service from either Skagway to Haines or Katzehin to Haines. Haines
would not be accessible by iwad under the East Lynn Canal option,

L Govban. inc.
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Mr. Joseph M. Beedle -2- July 18. 1995

Attached are the traffic volumes we anticipate with construction of the roadway, and
consequently the volumes a shuttle service would be expected to accommodate. This
information will be an appendix to the EIS document and is considered confidential at

this time. Please do not copy the contents or make the information available for public
consumption.

From the three scenarios listed and interfacing with the traffic forecast, we would
welcome your detailed evaluation of what the private sector could provide for marine
transportation with these routings. Details such as vessel size, configuration and
scheduling along with fare structures, capital investments, etc. should be addressed.

If possible, we would like this information prior to October 1, 1995. The details will be
incorporated into our economic modeling so the user costs can be evaluated
accordingly.

Thanks Joe foryour consideration in ihis matter.

Sincerely,

Patrick J. Kemp, P.E.
Preconstruction Engineer

cc:  William F. Ballard, Regional Environmental Coordinator
Mike McKinnon. Chief of Planning
Jonathan Scribner, Southeast Regional Director

PIK/jIn
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GaldbzlIt

9097 Glacier Hwy, Suite 200. Juneau. Alaska 99801 i907) 790-4990 Fax 1907) 730-4999

August 17,1995

Pat Kemp, Preconstruction Engineer

Department of Transportation and Public Facilities
6860 Glacier Highway

Juneau. Alaska 99801

Dear Mr. Kemp:

Thank you very much for your letter of July 18. 1995, regarding innovative alternatives to
addressing the transportation needs of the Lynn Canal Corridor.

As you know, Goldbelt, Incorporated is very interested in private sector participation in this area
and has engaged in significant preliminary analysis of the issue. Our conclusion is that private
tor participation in Lynn Canal ferry operations is a viable expansion alternative with positive
wial and economic benefits to the State of Alaska, traveling public and Goldbelt.

Goldbelt, Inc. welcomes your invitation to “partner” ideas and possible scenarios with the goal of
enhancing transportation service in the Lynn Canal Corridor and improving Juneau Access. The
term “ partner" implies a sharing of costs and benefits to achieve a desired outcome that is
mutually advantageous to the parties concerned. In this case. Goldbelt, Inc. firmly believes that

solutions forged in a public-private partnership will achieve the most desirable results for all
effected parties.

assumptions

Given your correspondence, and for the purpose of discussion. Goldbelt, Inc. assumes the
following:

e Utilizing public funds, a hard link (road) will be phase constructed north out of Juneau, along
the cast side of Lynn Canal and will be maintained throughout the year.

< Initial phase construction will extend the existing road system to Echo Cove; subsequent
construction will proceed to the Ketzehin River (and beyond).

 Dunng phase construction and thereafter, ferry service will remain an integral part of the
enhanced transportation system.

» Private sector ferry service supplemental to existing state ferry service is necessary and
desired by the tune.

e Initially, private sector ferry service would connect the extended Juneau road system with the
communities of Haines and Skagway.

Lynn Canal Ferry

Coldkelt. inc
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Pat Kemp -2- August 17, 1995

Pnvate sector fercy service in Lynn Canal will increase the total ferry capacity throughout the
Southeast region and allow the state to re-deploy certain vessels to critical areas of high
demand,

e Transition from public to private ferry service will be carried out (over time) in phases to
ensure maximum service to the public with minimum disruptions.

Given the above assumptions, Goldbelt, Inc. would consider the following contributions to a
public-private transportation partnership within the Lynn Canal Corridor:

e Waterfront property in Echo Cove for terminal and docking facilities, staging areas and
multi-use uplands development.

Capital construction funds for purpose-built “state of the art” high efficiency ferry vcssei(s).
e Assistance with capital construction funding for terminal, docks and upland facilities.

e« Assumption of maintenance and operating costs of ferry vesscl(s).

e _.Assumption of management and control of ferry vesscl(s).

e Assumption of maintenance and operating costs of terminal facilities in Echo Cove.

Assumption of maintenance and operating costs resulting from increased traffic and terminal
activity in Haines and Skagway.

e Assumption of management and control ofterminal operations in Echo Cove.

 Assumption of management and control of increased traffic and terminal activity in Haines
and Skagway.

e Development and operation of inter-modal link services (i.e. shuttle sendee between
terminals and key transportation centers) to support the transportation enhancement project.

e« Commitmentto optimum operating schedules which maximize service to the public,
minimize cost and maximize operating revenues.

e Commitmentto a reasonable and stable tariff structure.

e Assistance with system reservation and marketing activities.

state/federal participation

Given the above, Goldbelt. Inc. would desire the following types of state/federal participation:

» Assistance with capital construction funding ofdecks, terminals and upland facilities.
e Reconfiguration and modification of existing shore facilities (Haines and Skagway) as
necessary to accommodate new, high efficiency ferry vessel(s).

Lynn Cam! Ferry CGoldboelt. Inc.
Powtion Paper Page 7 Janua/y 199C



Pat Kemp -3- August 17.1995

e Commitmentto modify existing state (ferry) service (routing and scheduling) to achieve
maximum utilization of both state and Goldbelt, Inc. ferry vessels.

e Assistance with promotion of the enhanced multi-modal service in Lynn Canal Corridor.
SUMMARY AND CONCLUSIONS

Existing transportation service in Lynn Canal is insufficient to meet current and anticipated
demand. The state is conducting extensive studies in this area and has expressed an interest in
investigating innovative alternatives emanating from a public-private partnership.

The state can make substantial public contributions to such public-private partnerships as long as
a fair and competitive process is followed. As part of this public process, it is anticipated that a
general solicitation of all interested private parties will take place; Goldbelt, Inc. looks forward to
this with great interest.

It appears that a “escnt, the state is interested in an informal exchange of data and ideas which
will not compromise and future competitive process. Regarding your request that Goldbelt, Inc.
evaluate the information which was provided with your letter, we understand that a consultant
firm has been working on the same scenarios which you have outlined. In order for Goldbelt,
Inc. to best assist the state, we would appreciate a copy of that analysis along w”h the most
cuncnt draft of the Juneau Access project's EIS at your earliest convenience.

We are certain that you arc aware that achieving the proper blend or balance of system variables
(such as vessel size, speed, routing, capital costs and type of vessel service) is the key to the
development of a cost effective marine system. Goldbelt, Inc. has been considering various
combinations of these variables (in order to maximize system viability) and will incorporate the
routing and traffic data that you provided into our analysis.

Goldbelt. Inc. wishes to be of assistance to the State of Alaska. Goldbelt, Inc. possesses a wide
range of resources and is in a unique position to make a substantial contribution toward
addressing the challenges of improving Juneau Access and enhancing transportation in the Lynn
Canal Corridor.

We look forward to hearing from you soon.
Sincerely,

GOLDBELT, INCORPORATED

Joseph M. Beedle
President and Chief Executive Officer

cc: Board of Directors

Lym Canal Ferry Goldbelt Inc
Portion Paper PageS January 1996
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AUSTAL ATJTO EXPRESS 59

Ausul Auto Express 59

Length overall 39.9m
Length waterline 50.9m
Beam 17.5m
Depth moulded 5Jm
Draught (approx) 2.0m
Deadweight (approx) 180 tonnes
Fuel capacity 20.000 litres
Fresh water capacity — 2.000 litres
I Passengers
. r___ p * First class 116
------ ' - * Tounst 334
|| I * Total 450
| { Crew 13
tr | Vehicles 96 can or
. B & _"t‘thT 46 can ¢ 4 coaches
1 . ||' .1 | . . . . N\ Maximum speed 37 knots
I t | | | | Main engines 2xmTu 20V 1163
) 6.500 kW
Wy
ir Z>
Lynn Canal Forty Goldbotl. Inc.
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3 Marino
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3 tarino
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3 Marino
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Highway
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Highway

NATIONAL HIGHWAY SYSTEM TRANSPORTATION NEEDS AND PRIORITIES

Location

C

Namo

M/V LoConto Auxiljnry/Moln
Rgpowor---------—- \r*~—eo-

M/V Malaspina DayBoal Convorsion '

Y

s
M/v Malaspina Main Dock and
Aiuiljruy Sysloms

1 S

fo/V Malaspina NVIC and Door
Modifications'

\/\

M/ Tuslumona Car Elovator
Ovorhaul

M/V Tustumona Navigation Equipmont
and Eloclronics

tssongor Accomodation Upgrado

Shorosido Facriilios Condition Survey
and Maslor Plan A

MP 52-58 Rehabilitation

MP 58-6C Pohat Dilation

TE: Transportation Enhancements

Doscriplion

Roplaco tho main onginos, auxiliaries, switchboard, onginoors
control station and oloctricnl distribution.

Prolimlnary onginooririg and construction for modifications to all
spacos on tho cabin dock, boat dock, and navigation dock. Install
NVIC-roquirod sprinklor systom, smoko dotoctlon and tiro alarm
systom and firo door indicator systom Roplaco various dock
machinorios and navigation oquipmont.

Roptacomonl of Iho main propulsion train (onginos, roduction guars,
shafting, boarings, propollors, control and alarm systom, now
onr’noor oporaling station, bridgo and bridgo wing control consolos,
now rolatod piping systems md ancillary oquipmont structural firo
proloction solf-closing doors to mochinory spacos). Includes bow
lhiustor rofurbishmont, rcplacomont of mam dock stool and shell

plato and elovator rofuiblshmcent.

Safety of Lifo at Soa (SOLAS)roquirod lilosaving oquipmont, now
vohlclo loading doors and monitoring oquipmont. NVIC (Naviatiori and
Vossol Inspoction Circularj roquirod main dock vont systom

modifications, structural firo protection, galloy exhaust firo
extinguishing systom and soil contained omorgoncy lighting.

Major ovorhaul of tho car olovalor and cargo handling oquipmont

Roplaco lho bridgo electronics and navigation oquipmont.

Upgrado lho stalorooms on tho AMHS vossols.

rovido a roconnalssanco report outlining tho work requirod to
oxtond tho usefulness ol tho shorosido lacililios through lho noxt 20
years
Rolocato utililios, acqulro right of-way and rohabilitato from MP
52-57 (Big Lako Road to Houston), widen tho highway shouldors,
rosurtuco iho highway, and mako minor saloly and goomotnc
improvements.
56 5. Rehabilitate tho bridgo ovor lho Liltlo Susitna Rivor.
Rehabilitate from Houston to MP 66 5 (Just south ol Wiliito's
Crossing) Widen tho highway to 40 fool and resurface tho highway
Includos minor goomotnc and safety improvements

page 2].

Construct a grado-soparalod railroad crossing at MP

DATE:

Cost
Eslimato

3.135,000

32,315,000

12,500,000

4,345,000

t.500,000

2.500.000

6.000.000

800,000

7,500,000

11,750,000

11/14/95
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Vehicle Ferr
Optimization Suay

Draft Report
August 199

Submitted to H.k\)N. Lochner, Inc.
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AMHS Fast Passenger Vehicle Ferry Optimization Study

Route speed requirements for the three service areas were optimized through an analysis of block: times
and schedules. Speed requirements for the Lynn Canal and Prince of Wales Island service areas were
found to be the same at 35 knots. In the Prince William Sound service area a lesser speed of 24 knots is
optimal. Thus the vessel should have the flexibility and capability to provide both service speeds as
demanded by the route conditions. The specific results of the analysis were found to be the following:

 If the Lynn Canal southern terminal is at Auke Bay, either excessively high speeds above 40 knots
are required of the fast ferry to maintain two round trips within a 12 hour day, or the work day needs
to be extended to 13 hours at a more reasonable 35 knot service speed, requiring additional manning.

* If the southern terminal is at Auke Bay, the work day for the M/V Malaspina, making one round trip as
a day boat, will be 13.5, requiring additional manning over that required for a twelve hour work day.

* |f the Lynn Canal southern terminal is at Sawmill Creek, the MTV Malaspina could complete one
round trip within a 10 hour work day with improved port turn-around efficiencies.

* |f the southern terminal is at Sawmill Creek, a 35 knot service speed for the fast passenger vehicle ferry
will allow 2 round trips per day, with comfortable port turn-around times, within a 12 hour work day.

» Ketchikan, Hollis, and Metlakatla are adequately served by one round trip a day. A 35 knot service
speed allows for an 8 hour day - saving man-hours while providing comfortable port turn-around times.

» Round trips to Hyder and Stuart, B.C. are possible within a 12 hour work day at a speea of 35 knots.

* In the winter, Cordova and Valdez are adequately served by one round trip a day. A 24 knot service
speed allows for an 8 hour work day, saving man-hours.

* In the spring/summer seasons, a 35 knot service speed opens up the possibility of a new circuitous trip
in 12 hours from Cordova serving Valdez and Whittier, including a 1 hour tour of the Columbia
Glacier for the benefit of the tourist ridenhip. The direction of the circuit would alternate daily.

* In all the service areas the fast ferry provides round trs at regular, non-fluctuating, and convenient
departure times for passengers. For the crews it provides a daily home base and regular working hours.
For the vessels it will mean that overnight accommodations for the complete crew will not be required.

Clearly, in Lynn Canal, there is an advantage in sendee efficiency in shortening the route by moving the
southern Juneau terminal to Sawmill Creek. However there are a great many uncsrtainties associated with
such a move, and therefor, the examination of that option is for comparison purposes only.

An in-depth analysis of current state-of-the-a.. ill forms in service worldwide points to the wavcpiercing
catamaran hull form as being most optimum for AMHS service in the three service areas. The reasons arc:

» From an operation stand point, the wavepiercer is the most cconon ical fast passenger car ferry hull
form in the world today.

» Seakeeping characteristics, in company with an active ride control system, are capable of providing
100% service reliability in the spring and summer months of operation in Lynn Canal.

* In winter in Prince William Sound, 100% service reliability is obtainable due to the relatively protected
waters, and the good seakeeping capabilities of the ride control system equipped wavepiercer.

» On no routes within the seasons and service areas defined are exposure times to rough seas of
sufficient duranon, such that significant numbers of passengers will experience motion sickness.

C nsidering terminal modifications required to accept fast passenger vehicle ferries (and attempting to
ktep these to a minimum while retaining accommodation for the current fleet), the inherent flexibility in
designing the loading facilities on wavepiercen is considered a defininve advantage of the hull form.

Lynn Canal Farry GofcttwA. Inc
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Examination of tho various terminals encompassed by the three regional service areas pointed to the need
to re-assess the future of the M/V Bartlett in Prince William Sound, implementation of planned terminal
renovations, and procurement of a second wavepiercer fully compatible with the wavepiercer working
Lynn Canal (thus reducing the number of loading doors on both from five to three). It is uncertain that
Sawmill Creek can be used as a ferry terminal without a man-made breakwater.

Future use of the M/V Malaspina in year around day boat shuttle service on Lynn Canal wij examined
both from a southern terminus at Auke Bay and from Sawmill Creek. This type of service i;t necessity fo
successful implementation of the fast ferry whose dead™" ight limitations restrict the number of vehicles
over 12 tonnes that can be carried. The M/V Malaspina would be depended upon to carry the vast
majority of such heavy vehicles, with reduced crew (down from 30 to less than 33), providing shuttle
service between the southern terminus and Skagway with a stop at Hiines. Where speed is important, the
wavepiercer will carry the majority of the traffic, and the M/V Malaspina will carry the larger heavier
trucks. Nonetheless, the wavepiercer will be capable of carrying road limit vehicles with respect to
weight, as required in service in the Prince of Wales Island and Prince William Sound service areas.

The financial analysis pointed out the capital cost benefits of retaining the Juneau southern terminus in
upgraded facilities at Auke Bay. On the other hind, it also pointed out the significant long term
operation'll economies in establishing the southern terminus in Berners Bay at Sawmul Creek.

Considering all of these requirements, a preliminary specification was developed for a future procurement
through a competitive design and build process for the AMHS fun

An 80 vehicle aluminum hull, wavepiercing causmaran hullform ferry, powered byfour diesels,
each driving a steerablt and reversible waterjet. The vessel will be capable ofsustaining 35 knots
onfour engines, and 24 knots on two engines. This will provide the capability o fefficient
operation on Prince William Sound routes where 24 knots will suffice, while retaining the
capability o f35 knots in order to provide two daily round trips in Lynn Canal, and one round trip
in an 8 hour work day on the Prince ofWales Island routes.

Thus it is envisaged that in or around the year 2005, a Lynn Canal shuttle service be in place tha. include*
one daily run by the M/V Malaspina configured as a day boat, and two by the fast passenger vehicle
ferry, with a total capacity of 160 vehicles per day under 12 tonnes on the wavepiercer and the larger
vehicles on the slowir M/V Malaspina. All of this shuttle service will, of course, be in addition to the
regularly scheduled mainling service carrying the traffic that boarded south of Juneau for continuing trrvc
north.

One final point to be marie, is to point out the public appeal of the sleek, futuristic, high-tech, and
aesthetic styling of the wavepiercer hull form over all others, and the interest by the public in its wave
piercing action underway. In every market it has entered worldwide, wivepiercers hive creamd
excitement, and have upgraded the image of their operators. Simply put, these v~ascli excite the public.
This fact is deemed to be of importance to the AMHS in building a public image which is seen as being
responsive to public nocda by providing not only the llower monohull service, but also fast, efficient,
and convenient ferry service as weiL

Lynn Canal Parry GoWhafl. Inc
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RESOLUTION OF THE 80UTKEAST CONFERENCE URGING THE STATE OF ALASKA
TO SUPPORT INCREASED PRIVATE FERRT DEVELOPMENT

WHEREAS, the State of Alaska has built and maintained a ferry
system that has provided major benefits to the people of Alaska,
especially in Southeast Alaska; and

WHEREAS, the ferries constructed as part of that system are
now nearly twenty years old and were designed for a different time
when transportation needs were different from what they are today;
and

WHEREAS, the existing state ferries are unlikely to be
upgraded or replaced in a manner that w ill adequately meet all the
contemporary or future needs of Alaskans; ard

WHEREAS, available capacity in the state ferry system is
insufficient to meet demand during peak periods and available
service is infrequent and inconvenient during lo” r volume winter
months: and

whereas, there are a number of ferry routes, particularly in
Lynn Canal, whore traffic demand and economic conditions are such
that private sector ferry operations could succeed; and

WHEREAS, participation by the private sector in Alaska ferry
operations would increase total avallable transportation capacity,
resulting in substantial social and economic benefits to local
communities, the region and the state; and

WHZRIAS, increased capacity in Lynn Canal would greatly
enhance access to Alaska’s capital city. In particular, there
would be operational advantages to adding a new ferry terminal
closer to the northern end of the Juneau road system; and

WHEREAS, private ferry operators could be more flexible than
the State in tho service they provide to tho public;

NOW, THEREFORE, be it resolved that tho Southeast Conference
recommends that the State of Alaska support the private development
of ferry service within Southeast Alaska, particularly in Lynn
Canal, through the following actions:

1) encouragement of private ferry development through the
construction of state transportation links that would provide



access to public and private waterfront property;

22{ solicitation of J)roposals through Requests for Proposals
(RFP)s for ferry and terminal construction that seek private
industry ideas on how to satisfy Southeast Alaskan
transportation needs;

3) development of public/private partnerships that would,
among other things, establish a fast passenger vehicle ferry
shuttle service on Lynn Canal.

BE IT FURTHER RE8OLVED, that this recommendation depends upon the
satisfaction of the following conditions:

1) no unreasonable expenses are imposed on the State
2) enhanced service is not obtained through private monopoly.

3) the private entities involved are financially capable of
providing adequate service.

Authenticated:
Borne C. Miller

Executive Director

1891\resoluti\ferry.res



Goldbelt floats ferry plan
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Goldbelt, Incorporated
Juneau's Urban Native Corporation
Legislative Transportation Committee
March 14, 1996

Lynn Canal Ferry Service

“increased Service Through Private
Sector Participation’

Robert Martin

Goldbelt’s Focus/Vision

¢ Tlingit Culture (Tlingit = Tides People)
¢+ Transportation/Tourism Investments
¢ Commitment to Vertical Integration
¢ Marketing
- Travel Agencies, Economy of Scale
+ Anchor Attractions
- Glacier Ray, Tram, Tour/Ferry UoaU
+ Dedicated Capital ($50 million)
4 33,000 Acres l.and, 2,800 Shareholders

AMHS History

¢ Original Minion "tlaiu transportation Stm tti"
e Alternative to l.and Hlghwayt *llardlink"

¢ 24hr.OpU, "Stow, Soft, Sun™

¢« 4 0rtg. Projection B/E, Sell Supporting

« Year Round Pauengtr A Vehicle Sendee

* Moating Hotel for Krnployeeft/Necesdty

e State Operating Subsidy: 40%t$30 million |

e Capital Fundi Suhtidy: Stale S4M, Fed SIOM
e limited Fundi: Suteand Federal iFIITWA)



AMHS Issues

¢ Increasing Demand

- No Increased cap-icity since 1977 w/Aurora
¢ Aging Fleet
¢ Rising Operating Costs

- Vessel lype/rtliability
+ Declining State Revenues
¢+ Inherent inefficiency due to “Public Nature"

- Politicalpresture/strvicelno profit motive
¢ Increasing Regulatory Requirements

- USCG, SOtAS, F.PA

Echo Cove Terminal

+ Road Extension by
Goldbelt

#Dock/renninal by
Goldbelt

¢ RolFon-Roll -ofT, Fast
Turn

¢ Private or Collaborative
Reservations

¢ Private Terminal
OQerations

’ M| itcnanrc by Goldbelt

Lynn Canal Ferry Solution
« Echo cove:

- Shortens rocu (Sates jo mlin nth dimtlom
- ImffiMV tjfKJIr (Mort rrrqumoi .
- Alan &3/bon ih, Bolull umindsylitvi
¢ Fast Femes: |
- Qetrittdm. }0%m an 1500l m00bnarscymity
Hsam&aHMUmeb|shr Idar
- Alrattitstortdr, rd-anrd-dTaramry lced

. Prlvate Sector - Qi
el MM Idsﬂdy t
- BJIdsInnslthS’dlmml Y



Lynn Canal Ferry Solution
(Continued)

¢ l.ynn Canal:

- Current bottleneck, demand exceeds supply

- Increased through put to other destinations

- Increased service level In Lynn Canal

- Increases the load factor for AMIiS elsewhere

¢ Olhcr AMHS Vessels:

- Re-deploy vessels to other areas of high demand

State Ferry Studies Show

L 4

Load grow th most important factor afTccting
AMHS financials

¢ Lynn Canal:

- Provides over 405- of system traffic
- Has high unaccomodatrd demand

- Ifservice leveb Improved, could Increase traffic
demand by 100%

>

Conventional hulls operating outof Echo
Cove as day boats could make two round
trips per day

Ferry Studies Show:
(Continued)

+ Fast ferry day boats: Can make two trips per
day to both Skagway and Haines during peak

¢ Existing fleet Requires exleiuivr capital
improvements

+ Private participation: Can supplement existing
State stniet and be profitable



Ferry/Lynn Canal Economics

®Public service 0r|g|nally necessary because of
market failures. Socio-economic growth was
stimulated by IHibllc Ferry Senrk®. Current
demand exceeds capacity, private sector can assist
In providing the service.

* Public private partnerships have worked
eLsewhcre, Increased service has resulted

«Growth in Lynn Canal capacity will feed more
traffic Into system, increasing load factors.

+ Socio-economic growth will be stimulated

Partners/International Experience

¢ Goldbelt will utilize established international
talent and apply “best industry practices”

¢ Example: tan Diner, Dev. Mgr,, llolyman itd,
Sydney Australia ( Operates in Australia,
England, Denmark,..,)

¢ Observations: Ak. Is not an isolated cast!
¢ The Alaska situation is similar to others
¢ Others solutions

AMHS Ferry Solutions

¢+ Incremental participation, private sector
¢ Cooperative planning/particJpa‘ion

- Revenue sharing

- Resource sharing

- Flexible deployment
®Qilier solutions



Goldbelt Summary

+ Capacity needs to increase in Lynn Canal

¢ Incr. capacity = positive impacts system wide
¢ Priv. sector partlc. is cost effective alternative
+ “ Best Industry Practices" must be utilized

¢ Learn from similar transitions

¢ Give us an indication of your support:

- Administration

- Legislature
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INTRODUCTION

Reconnaissance design of vessels for the Prince of Wales Island Ferrv Project has
been prepared by Elliott Bay Design Group, naval architects and marine engineers, of
Seattle. Washington. Reconnaissance design of terminals has been prepared by
Peratrovich. Nottingham and Drage. consulting engineers of Juneau. Alaska.

This work was done for the City of Craig. Alaska with funding by the U.S.
Department of Transportation. Federal Highway Administration and the State of
Alaska. Department of Transportation and Public Facilities, under Project No. 75472

Reconnaissance design was prepared pursuant to the conclusions and
recommendatlors of the Project Plan: Kasaan Bay and Whale Pass Ferries a .
prepared for the City of Craig in 1994.

In the course of the project, the consultants and representatives of the City of
Craig met with citizens and community groups in Ketchikan. Craig. Klawock. Hollis.
Thome Bay. Coffman Cove. Wrangell and Petersburg, including the City Councils of
Craig. Thome Bay and Wrangell, the Prince of Wales Community Advisory Council
(POWCAQC). and the Ketchikan. Prince of Wales and Wrangell Chambers of Commerce,
as well as the Southeast Conference at its annual meeting in Whitehorse. Y.T.

The project was carried out under the oversight of Dennis Watson. Mayor 0" the
City of Craig, and Tom Briggs. Craig City Administrator. The project was managed for
the City by Kent Miller. Harold E. Moeser. Statewide Harbors Engineer, coordinated
the project for the Alaska Department of Transportation and Public Facilities.

J- City of Cnug. Alaska. Project Plan Kasaan Bay and Whale Pass Femes, prepared by C. L
Cheshire. DePue A Associates. Kent Miler and James A VanAltvorst. August 194

1 2150196



SUMMARY AND CONCLUSIONS

Alaska Marine Highway service was established between Ketchikan and the Prince
of Wales Island port of Hollis In 1974. Traffic grew very rapidly through 1984. as
service expanded and the Island's road system developed. From 1985 through 1995
average growth of traffic continued at approximately 6.8% annually: however, peak
traffic was reached In 1992.

Since 1992. traffic growth has been constrained by the Marine Highway's inability
to provide adequate service on a regular and convenient year-around schedule. At the
same time, the need for improved ferrv service to help diversify the Island's economy
and improve residents' lifestyles has become a primary concern of Prince of Wales
communities. With improved ferry sendee, historical growth of traffic Is believed
capable of resuming, substantially Increasing ferrv use by both area residents and

tounsts.

The Project Plcuv Kasaan Bay and Whale Pass Ferries * . prepared for the City of
Craig in 1994 recommended two new ferry services: the first - the Kasaan Bay ferry
- would replace the current Marine Highway service as the primary year-around link
between Pnnce of Wales and Ketchikan providing an adequate level of essential
service on ‘hat route. The second - the Whale Pass ferry - would provide a new
seasonal connection of Prince of Wales highways to Wrangell and the Mitkof Highway
(to Petersburg). Together. th» two femes would develop Prince of Wales as an
integral part of Southeast Alaska's north-south transportation corridor. The Prince of
Wales terminus of the Whale Pass ferry has been revised to Coffman Cove, based on
Investigations for the present Reconnaissance Design

The recommended femes would be lIdentical 196 foot shelter deck vessels, with
capacity of 149 passengers; and 28 vehicles. The Kasaan Bay ferry would offer t\1ce
dally service. 365 days a year between the existing Clark Bay Marine Highway
terminal, near Hollis, to a new terminal adjacent to the existing Alaska Marine
Highway Terminal In Ketchikan. Between mid-July and the end of August this ferry
would make one additional trip each week. For three weeks In April, this vessel
would be dry-docked. Limited passenger-only service to Kasaan could be added to
this ferry's year around route. In 2002. the initial service level indicated for this ferry

4 City of Cnug. Ibid.



must be increased to accommodate peak month (August) traffic at a monthly vehicle
deck load factor less than 95%.

The Coffman Cove ferry would offer one daily trip, six days a week, from May
through September, between a new terminal at CofTman Cove, a second new terminal
at Mltkof Highway Mile 24 (Blind Slough), and the existing Wrange)' City barge ramp.
For twenty-one days a year, probably in the spring, this vessel would replace the
Kasaan Bay ferry: during the winter it would be dry-docked and would lay up at Clark
Bay. In 2005. the initial service level indicated for this ferry must be increased to
accommodate peak month (August) traffic at a monthly vehicle deck load factor less

than 95%.

The two recommended ferries would be constructed as "large passenger vessels"
under U.S. Coast Guard Subchapter T*. as applied to vessels less than 200 foot
length, carrying fewer than 150 passengers.

The capital investment required to develop the recommended ferrv system is
estimated at S29.2 million, including $19.2 million for construction of vessels, and
510 million for construction of three new terminals. Improving the Clark Bay terminal,
and other capital requirements. Of this sum the Kasaan Bay ferry would require an
investment of $12.9 million, with $16.2 million for the Coffman Cove ferry.

Sources of capital funds are expected to Include a $4.3 million municipal bond
issue, representing a one-third local matching share of funds necessary for the
‘aisaan Bay Ferry, with a total of $24.9 million provided by the Federal Highway

Administration and State of Alaska.

The Kasaan Bay ferry is recommended for startup in spring 1998. with the
Coffman Cove ferry to follow In spring 1999.

A summary of capital Investment and operating results of the recommended ferry
system for 1999. its recommended first full year of operations, are estimated as

follows:

] 2110196



Kasaar Bay Ferrv  Coffman.Cove Ferrv T4

Capital Investment $12,900,000 $16,200,000 $29,200,000
Number of trips per year 740 122 -
Traffic:

Passengers 82.200 13.300

Vehicles 25.100 5.600 -
Annual Revenues $3,138,500 $846,700 $3,985,200
Annual Costs 2.787.100 822.500 3.609.600
Income Available

for Debt Service 351.400 24.200 375.600
Debt Service:

Interest 258.400 258.400

Debt Repayment 56.900 56.900

Total 315.300 315.300
Net Income $ 36.100 $ 24.200 $ 60.300

The Kasaan Bay ferry is expected from the outset to pay its operating costs and
debt service from earned revenues, using 1996 summer Alaska Marine Highway fares.
In its first year the Coffman Cove ferry would cover its operating costs. This ferry's
revenues are not estimated at a level that would contribute to debt service, although
by 2000 its earnings could be sufficient to improve the system's debt service coverage.
The two ferries together would function as a single system, and a substantial
percentage of total traffic would use both vessels.

The recommended two ferries would provide year-around employment for 16 deck
and engine crew members and seven shoreside personnel, with additional summer
employment for five people. These employees' annual wages and salaries would total
S1.3 million. Food and beverage and other retail sales services aboard the vessels axe
recommended to be operated by a concessionaire. This department would provide
additional full-time employment for approximately 10 full-time people and summer
employment for three or four part-time people, w. h annual wages of approximately

$256,000.

It is recommended that crews' residences be on Prince of Wales Island. The
Kasaan Bay ferry would provide year-round employment for three crews In the Craig -
Klawock - Hydaburg - Hollis area. The Coffman Cove ferry would initially provide
about two-thirds of a full year's work for one crew during its five month season: the

4 2/10/90



remainder of the annual workload for this fourth crew would be on relief of Kasaan
Bay ferry crews.

It is reasonable to project that one crew could live in the Coffman Cove area:
however, some rotation of crew members between the Clark Bay and Coffman Cove
termini is to be expected, providing for scheduled relief of the Kasaan Bay ferry for
maintenance and also to furnish emergency replacements.

The previous Project Plan and the present Reconnaissance Design have developed
these two ferries as a single project. It is now recognized that the Kasaan Bay Ferry is
an inherently smaller, simpler project than the Coffman Cove Ferry. Its development
schedule, on an independent track would be less than two years, contingent primarily
on funding; its terminal improvements could be deferred. The Coffman Cove Ferry
would require environmental assessments for the new highway-ferry route and its two
new terminals. This process would require at least one year regulatory permitting for
the terminals could require an additional year and could involve indefinite delays.
Therefore, the alternative of Independently scheduling the two ferries' development has
been considered. In this alternative, the Kasaan Bay Ferry would initially operate as a
single vessel system. Asummary of capital Investment and operating results for this
alternative is as follows, again 1999 Is the proforma year.

Kasaan Bay Ferry Only:
Easting.Terminals X

Capital Investment S10.663.000
Number of Trips per Year 708
Traffic:

Passengers 78.400

Vehicles 23.900
Annual Revenues 2.991.100
Annual Costs _ 2.645.7QO%
Income Available for Debt Service 345.4
Debt Service:

Interest 212.600

Debt Repayment

Total S 259.500
Net Income $ 85.900

X Includes minor improvements of Clark Bay terminal.

5 2/10/96



These projected operating results indicate the Kasaan Bay Ferry should be capable
of functioning alone as a cJf-supporting independent ferry system. Therefore Its
expedited development should be considered a practical alternative. Of course, the
single-vessel system lacks the redundancy provided by the two-vessel system. It
would be more susceptible to unplanned service ntcrruptions. although these could
be minimized by a high-quality maintenance and repair program. Every two years the
single-vessel system would experience a two-week shutdown for vessel dry docking
required to maintain its operating certificate.

The Kasaan Bay Ferry alone would provide year-around employment for 12 deck
and engine crew members and seven shoreside personnel, with additional summer
employment for two people. These employees' wages and salaries would total $1.1
million. Again, food and beverage services are recommended to be operated by a
concessionaire. Crew residences would be in the Cralg-Klawock-Hydaburg-Hollis area.

In the Ketchikan area five potential terminal sites were identified, and a site
adjacent to the existing Alaska Marine Highway Terminal was selected. The
alternative sites are on the North Tongass Highway at Peninsula Point, and near
Knudson Cove. The North Tongass sites minimize steaming time and expense:
however the Marine Highway terminal site was selected because of user preference and
low'er initial development cost.

Terminal sites also have been ldentified at Coffman Cove and at Blind Slough, near
Mile 24 of the Mltkcf Highway. These sites are on land owned by the State of Alaska.
It is recommended that the ferry system establish its home port at the existing Clark
Bay Marine Highway Terminal. At Wrangell, use of the City barge ramp is

recommended.

At Clark Bay and Coffman Cove it is recommended that fuel be supplied from the
Craig/Klawock area. At Ketchikan and Wrangell weekly it is recommended that the
vessel load potable water and discharge solid waste during Its normal port calls, these
utility services would be provided by the cities of Ketchikan and Wrangell. No support
services would be provided at Blind Slough. The vessel would be equipped with a
marine sanitation device to process wastewater for discharge underway.

6 2/10/96



It Is recommended that both femes be developed by a single municipal operating
authority, organized under the Municipal Port Authority Act (AS 29.35.600-29.35.73).
This authority may be created by one or more municipalities located in the service
area: other municipalities may also be included. This authority would be a self-
supporting enterprise of the sponsoring municipalities. It would create no general
obligation of their revenues or tax base, and would have no taxing powers of its own.
It would have very limited governmental powers and extraterritorial operating

authority.

Procedures for establishing this authority are recommended in the Project Plan:
Kasaan Bay and Whale Pass Ferries, adopted by the City of Craig, in 1994.

7 2/10/96
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Prince of Wales Island Ferry Project

Reconnaissance Design of Passcngcer/Vchiclc Fern Terminals

January 1996

Introduction
Prince of Wales island has been recently recognized as one of Alaska's fastest growing

communities, but the island economy is handicapped by inadequate ferry service In
order to address that deficiency, the City of Craig undertook and completed a feasibility
study titled Project Plan Kasaan and Whale Pass Ferries Funding for the feasibility study
was provided by the U S Federal Highway Administration *"Partnership for Transportation
Investment™ and by the State of Alaska The feasibility study, which was prepared by C L
Cheshire, DePue and .Associates, Kent Miller and James A VanAltvorst was completed
during August 1994 The study recommended that two new ferry routes providing service
to Prince of Wales Island be owned and operated by a local authority One of the routes
would replace the existing .Alaska Marine Highways service between Ketchikan and
Hollis, and the other would provide first time service between northeastern Prince of
Wales Island, Wrangell and Blind Slough south of Petersburg

In August of 1995 . the City of Craig requested proposals to provide a reconnaissance
level report for new ferry vessels and new or modified ferry terminals at Kasaan Bay.
Coffman Cove or Exchange Cove, Ketchikan, Wrangell and Mitkof Island On September
15. the City of Craig selected the Elliot Bay Design Group for the vessel concept designs
and Pcratrovich. Nottingham and Drage (PN&D) for the terminal reconnaissance PN&D
signed a pi Sessional services agreement with the City of Craig on September 29, 1995

The new femes, as conceived by the Elliot Bay Design Group will be 192 feet in length,
53 feet in width and will draft 12 feet The vessels arc designed to carry 28 cars and 149
passengers  The vessel will have a stem port and a starboard side door located
approxomatcly 65 feet aft of the bow The car deck will be approximately 7 toct above
the waterline Ideal loading/unloading conditions will occur when stern and side loading
arc alternated

The following criteria were developed as minimum requirements for terminal sites

1 Access to sheltered water with depths of at least minus 20 feet MLLW and minus
25 feet MLLW desired

2 Clear and safe seaward approaches with adequate turning basin

Page |
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Prince of Wales Island Feiry Project

Reconnaissance Design of Passcngcr/Vchicle Kerrs Terminals

3 Ability to develop practical access to road systens
A Ability to develop adequate uplands

5 Compatible adjacent property uses

Ketchikan Terminal

A total of 5 locations were considered for the Ketchikan terminal  Alternatives examined
include a site adjacent to the south side of the existing Ketchican Ferry Terminal.
Peninsula Point (Mile 50 of Tongass Highway), Refuge Cove (Mile 8 6). north of Totem
Bight (Mile 10 2), and near Knudson Cove (Mile 156) In addition the use of the existing
Ketchikan Ferry Terminal, North Berth was considered

A preliminary site visit evaluation eliminated the three alternatives furthest from
Ketchikan, those sites being Refuge Cove. Totem Bight and Knudson Cove None of the
three had adequate uplands without very expensive filling in submerged areas .-M of the
gites had grade problems associated with accessing Tongass Highway Park service
personnel were concerned that the Totem Bight site would interfere with the view plane
from the monument During public meetings on Prince of Wales Island these sites were
identified as being undesirable due to their distance from downtown Ketchikan

Peninsula Point, while superior to the sites further out-the-road. is also obviously very
expensive to develop. A limited uplands area would require extensive filling of submerged
tidelands Exposed bedrock would present difficulties with pile driving Access to the site
is through an existing seaplane facility .As ferry vehicular traffic would be incompatible
with seaplane movements, an alternate access would need to be developed via a new
causeway over submerged tidelands to a location adjacent to the existing ADOT/PF
Maintenance facility This alternative was determined to be obviously much more
expensive than the location adjacent to the existing ferry terminal

The property immediately south of and adjacent to the Ketchikan Ferry Teiminal is owned
by the State of Alaska The existing uplands has roughly 350 feet of frontage along
Tongass Avenue and is 100 feet wide It is located between Boyer Towing and the Alaska
Marine Highways Ferry Terminal The existing upland, are roughly the same elevation as
Tongass Avenue

An exit road from the AMH ferry terminal roughly bisects the property, and the area to
the north of the exit road o currently being utilized for long term parking The sight

Page2
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Prince of Wales Island Ferry Project

Reconnaissance Design of Passenger/Vehicle Fern Terminals

distance to the south along Tongass Avenue is limited by a crest vertical curve, but the
sight distance is adequate at the existing exit While site distance is adequate at the
existing exit, an access point near the south boundry of the property would have not have
adequate site distance

The property has direct access to the waters of Tongass Narrows via a basin that has been
recently dredged to a minimum depth of minus 25 feet MLLW by ADOT/PF The Alaska
Marine Highways ferry terminal southerly dolphins lie outside and infringe approximately
100 feet in front of the north end of the basin Predominant winds arc aligned with
Tongass Narrows in a northwest/southeast direction The site is protected from severe
wave action

Water, sewer, clophone and electricity utilities arc available at the site

This site was recommended by Alaska Marine Highways for use as a terminal site for the
Prince of Wales ferry system

The proposed ferry slip consists of a line of three breasting dolphins and a mooring
dolphin located on the north side of the basin, with two stem breasting dolphins towards
shore The line of dolphins is located to miss the AMH southerly dolphin  The POW
ferry vc would back into the basin, against the stem dolphins, for loading/unloading
through tne stem door Stem loading in Ketchikan will work well in combination with the
existing side loading facility in Hollis Vehicle and pedestrian transfer will occur via a 16
feet wide by 140 feet long transfer bridge The transfer bridge will be supported on its
seaward end by a float similar to the one at the existing Hollis facility

Predominant southeast winds in Tongass Narrows will be close to right angles to the
berthing alignment, which may cause difficulty docking during storms  Side loading.
paraPel with the wind, is not practical at this site

Additional fill ov:r submerged tidelands is necessary in order to possess sufficient room
for staging, parking and a terminal building The uplands fill must be advanced a distance
of 70 feet seaward Tht proposed concept design provides 19 parking spaces in addition
to the 22 parking spaces in the existing AMH long term parking area for a total of 41
spaces Six hundred linear feet of staging lanes are provided, which will accommodate 30
vehicles One hundred feet of lane is available for commercial van or trailer parking

At the facilities' single intersection, one lane entering, one right turn lane exit and one left
turn lane exit are provided Vehicles departing on the ferry would pull directly into

Page)
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Prince of Wales Island Ferry Project

Reconnaissance DcsiRn of Passcngcr/Vchicle Fern Terminals

staging lanes upon entering the terminal area Vehicles dropping off passengers or long
term parking would park in the spaces provided The arrangement of the vessel berth is
such that the transfer bridge aligns with the exit lane Vehicles arriving on the ferry would
proceed directly of T the transfer bridge to Tongass Avenue Left and nght turn exit lanes
will facilitate traffic entering Tongass Avenue

A 1500 square foot terminal building provides ticket sale space, passenger waiting and
bathroom facilities

Snow removal would be provided by a local contractor
The estimated capital cost to provide this facility is 52 3 million

An alternative would be to use the existing north berth at the AMH ferry terminal and the
terminal facilitie: as well If priority berthing is available from the Alaska Marine Highway
System, the capital costs to construct a new terminal could be eliminated

Hollis Terminal (Clark Bay)

The existing Alaska Marine Highways fern terminal at Clark Bay is available and will be
utilized for the Prince of Wales ferry system southern route The existing berth is a side
loading facility  The facility is owned by the State of Alaska Department of
Transportation and Public Facilities The terminal has existing road access to the Prince
of Wales road system

The existing facility has electrical service at the site Water service is provided by a well
and a treatment plant and ocean outfall dispose of sewage

The waters at the terminal are protected and sufficient turning radius is available for vessel
maneuvers

The existing vessel berth was originally designed for LcConte class vessels The berth
consists of a line of breasting dolphins accessed by a transfer bndgc that is supported on a
tloat One dolphin lies to the west of the bndgc and five others to the east The four
dolphins adjacent to the transfer bndgc are accessed via catwalk from the float at the end
of the transfer bridge The fifth dolphin was added as a moonng point for larger.
Matinuska class vessels While a breasting fender was not included with the fifth dolphin
when constructed, it was designed to (unction as a breasting dolphin with the addition of a
fender The water depth at the existing terminal is in excess of minus 25 fee: MLLW
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Prince of Wales Island Ferry Project

Reconnaissance Design of Passcngcr/Vchlcle Ferry Terminals

The facility will continue to function with the new Prince of Wales ferry much as it has
with .Alaska Marine Highways operations The wvessel will load/unload through a
starboard side door

During lay-up pcnods, the northern route ferry will lay astern of the loading/unloading
berth In order to provide a second berth, a breasting fender will be added to the
outermost dolphin In addition a new catwalk will connect the outer dolphin to the others

The existing terminal building is inadequate for the new system operation Therefore a
new terminal building must be constructed The new building will contain office space, as
well as a ticketing office, waiting room and bathroom facilities In addition the building
will contain warehousing for ships supplies and parts, and a mechanics shop and car-port
space for a pick-up with a snow plow

Snow removal will be accomplished by terminal personnel using a pickup truck with a
snow plow

Sewage disposal will be accommodated by the existing package treatment plant with
ocean outfall The existing water system will be utilized Telephone service will be by
way of cellular telephone

The estimated cost of improvements at the Hollis site is S700.000

CofTman Cove
Two sites on Pnncc of Wales Island were evaluate | for the northern run Exchange Cove

and Coffman Cove

Exchange Cove lies approximately 2 miles northwest of Coffman Cove along the
shoreline, but 39 miles by road Exchange Cove is an isolated site with no existing
communities nearby Water, sewer and electric utilities arc not available at Exchange
Cove and would have to be developed Exchange Cove is located at a stricture in
Clarence Straight between Zarembo Island and P.ince of Wales Island Located in the
restriction arc several smaller islands including Brushy Island. Shrubby Island, Exchange
bland and a number of even smaller islands and rocks Tidal exchange through the
restriction results in swift currents in the vicinity In addition, numerous hazards and
rocks exist near the entrance to Exchange Cove

In contrast, the Coffman Cove sue is located within the community of Coffman Cove
where water, sewer, telephone and electricity are available Workers living in Coffman
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Prince of'Vales Island Ferry Project

Reconnaissance Design of Passenger/Vehicle Ferry Terminals

Cove are available to operate the terminal  Coffman Cove is well protected from wave
action, and access through Stikine Straight to Wrangell and Blind Slough is dear of
hazards Based on the above. Coffman Cove has been selected as the northern Prince of
‘Vales terminal location

The terminal site is located inside Coffman Cove, on property belonging to the University
of Alaska The property is available for purchase from the University

The site has right of way access over an existing platted subdivision road Concern has
been voiced over routing traffic through a residential area, so an alternate access was
examined through Forest Service property, currently under special use permit to Louisiana
Pacific Corporation Louisiana Pacific officials have indicated a desire to cooperate to
provide access

Electricity is available in CofTman Cove through municipal generators Water, sewer and
telephone utilities are available as well Al utilities will have to be brought to the site
from existing service locations

The proposed site is protected from wave action Access to deep water is available and
sufficient vessel turning room is available

The vessel berth is located in a small indention in the shoreline 400 feet north of the
existing log transfer facility the sea floor drops off quickly and water depth in excess of
minus 25 feet MLLW is available close to shore The existing shoreline is charactcnzed
by a relatively steep, rock slope to waters edge The proposed vessel berth isa L ' shaped
tloat anchored in place by steel pipe struts connected to concrete abutments on shore
The proposed berth float is constructed of large diameter steel pip*s with connecting steel
pipe struts The float has a timber deck Vertical, cylindrical, rubber bumpers are provided
for the vessel to lay against Tie up bollards are placed at strategic locations on the float
A transfer bndge is supported on the short leg of the "'L"* and loadint*unloading is through
the stern door

The uplands development in CofTman Cove includes 780 feet of staging area, enough to
accommodate 39 automobiles The site includes parking for 42 automobiles and 7 spaces
for commercial vans Access is to an existing right-of-way

A terminal building will contain office space, as well as a ticketing office, waiting room

and bathroom facilites In addition the building will contain warehousing for ships
supplies and parts, a mechanics shop and car port space for a pick-up with a snow plow
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Prince of Wales Island Ferry Project

Kcconnaimncc Design of Passcngcr/Vchicle Fern Terminals

Snow removal will be accomplished by terminal personnel using a pickup truck with a
snow plow

The estimated cost of the Coffman Cove terminal is 52 8 million

Mitkof Island (Blind Slough)
Blind Slough was chosen, because it is the only protected site with access to the Mitkoff
Island road system on the south end of the island

f he proposed site is located at an old log transfer and rafting siu on the northeast side of
Blind Slough fhe site is within the Tongass National Forest and would require a special
use permit from the Forest Service The Mitkof Highway is located along Blind Slough,
adjacent to the proposed terminal site  The site is isolated, and there are no existing utility
services to the site

The site is relatively protected from wave action. The maximum exposure is a three mile
fetch to the southeast The maximum water depth in middle of the slough is minus 25 feet
MLLW The bottom is gradually sloping A working depth of minus 20 feest MLLW is
located 1100 feet off shore Maneuvering room inside Blind Sough at the proposed
terminal location is somewhat restricted with the navigation channel approximately one

quarter mile wide

f he proposed vessel berth will be a side loading facility located approximately 1100 feet
off shore fhe water depth at the face of the berth is minus 20 feet MLLW fhe vessel
berth includes four breasting dolphins, a mooring dolphin and a transfer bridge supported
on afloat The ferry vessel will berth starboard side to  Access to the berth is via a filled
causeway whose slopes are protected from wave action by riprap

Vehicle staging is provided in a single lane 800 feet long on the causeway Commercial
van parking is provided on the causeway as well A tum-aroi nd is located near the berth
for commercial vans and vehicles delivering pedestrians to the ferry

A parking area with 35 parking places and a terminal building are located ashore The
terminal building will include a ticket office, a waiting room and a rest room Pedestrians

will be delivered to the feny in a terminal van provided for that purpose An open carport
for the van and a pickup truck with snow plow will be included
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Prince of Wales Island Ferry Project

Reconnaissance Design of Passcnjjcr/Vcehicle Ferry Terminals

Access lo MitkofF Highway will be via an 1100 feet long, 30 feet wide, gravel access road
The grade of the access road to Mitkof Highway will be gentle, around 3%

All utilities will need to be developed at the terminal site  Electricity will be provided by a
small generator Sewage disposal will be accommodated by a package treatment plant
with uccan outfall Water will be provided from a well and storage tank with chlorination
trcatmant Telephone service will be via cellular telephone

The capital cost of the Mitkof terminal is estimated at $4 0 million

Wrangell
Two possibilities exist for the Wrangell terminal. Both involve the use of existing

facilities

One option is to use the existing Wrangell Ferry Terminal The existing terminal is a side
loading facility, with a terminal building and adequate staging and parking The transfer
bridge would be operated by state employees This facility, including berth, staging area
and lerminal building will meet the needs of the Prince of Wales fcny service, if priority

use of the facility can be arranged

The other possibility is to use the existing Wrangell freight barge landing The POW ferry
could use this facility as is for stem loading/unloading Staging could occur on the west
lane of the existing Outer Drive Parking would be on city streets  As a minimum, a
ticket office and waiting area would be necessary with this option

All necessary utilities are available in Wrangell

The cost to develop the minimum facility at the freight barge landing is estimated at
$170,000
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ROAD LINK:

The Council Annette Islands
Reserve recognized the Walden
Point Road concept over

30 years ago.

Walden Point road will allow
easy, year-round travel between
Annette Island and Ketchikan
for both car and commercial
container traffic.

Enhanced Economic Development
activity will include, tourism
development, new small business
opportunities, and development
of an industrial zone.

The proposed project will reduce
pressure on the AMHS to
providing service with a small
transfer ferry at Annette Bay.
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POWER EMTERTIE:

In 1987 the Alaska Power
Authority recognized the power
needs of Metlakatla in the SE
Alaska Powc* Intcttie Study.

A 69KV link through Ketchikan
has been recommended along with
several options.

At present the low cost of power
in Metlakatla has resulted in
the highest electricity ﬁer ‘
customer usage in Alas

The Walden Point Road provides
the best available power line route
hetween Metlakatla and Ketchikan.

0.7 Nautical Miles of Submarine
Cable will be required between
Mountain Point and Annette Isl-nd.

POTENTIAL PROJECT PARTNERS

METLAKATLA INDIAN COMMUNITY
METLAKATLA POWER & LIGHT CO.
ALASKA DIVISION OF ENERGY

CITY fie BOROUGH OF KETCHIKAN
STATE OF ALASKA DOT/PF

ALASKA MARINE HIGHWAYS
BUREAU OF INDIAN AFFAIRS
ECONOMIC DEVELOPMENT ADMINISTRATION
U.S. ARMY CORPS OF ENGINEERS
RURAL UTILITY SERVICE (REA)

U5. DEPARTMENT OF ENERGY
ANNETTE REGIONAL INTERTIE



WALDISN POINT ROAD FACTS:

The proposed road is 14.5 milestone
runningfrom Metlakatla to Walden Point.

In 1956 the US Departmento flnterior
surveyed, approved and recommended
lho Walden Point Highway project to
Washington D.C.forfunding.

The Walden Point Project allowsfor
signiftcan economic development activity
to take place on Annette Islands Reserve.

The distance between Annette Island and
the Kctchikan/Saxman road system is
0.7 Nautical Miles.

A smallshuttleferry operated by tl . Alaska
Marine Highway System w ill replc cc the

large vesselnow providing scrv cc between
Ketchikan and M etlakatla (321 dies round-trip).

POWER INTERTIE LINKACE FACTS:

Walden Point Road w ill serve as the right-of-
wayfor a 69 kV linkagefor Metlakatla with
Ketchikan and the Southeast Alaska Regional
Power Intertie Project.

A short underwater cable w ill link Annette Island
with the Regional Interlie atMountain Point.

Metlakatla was included In the 1987 Power
Intcrtic Study o fthe Alaska PowerAuthority
asafuture program partner.
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Something About Metlakatla

Location! 16 Nautical Miles from Keichlkin.

PopuUilom  ISM Alaska Natives

Land llaaei 87,000 Acres

Trans- Served by Alaska Manne Highway System,

portatloni  Scheduled Ail Tasu Service From Ketchikan.
Weekly Barge Service from Seattle

Statusi The Metlakatla Indian Community Is the only

federally recognized Indian Reaervauon in
Alaska. Metlakaila does not participate in

any Alaska Native Settlement Claims Act (ANSCA) Programs.

Metlakatla is a panrcipant in the various programs
of the State of Alaska.

Economic  The Metlakatla Indian Community enterprise
Base: and economic development base includes
+ Annette Island Packing Company A Cold Storage
+  Community Fishing Fleet
+ Tsrngas Creek Hatchery
+ Annette Hemlock Mill (under leaae to IP)
+ Metlakada Indian Timbe-t Enterprise Mill
+ Port of Metlakatla Acrivtiy
+ Tourism Development
+ Individual Small Bus ness Enierpnses

Development The Community actively participates in the OEDP

Planning! process of the Economic Development Administration
Available The Community has available for local and

Eacesa Regional development the Annette Island Airfield
Development Complete C7.500 Feel of Pavement & Cross-winds
Capacity: Runway) and associated faciltucs such as

hanger, office facilities, housing and
uuluies with very favorable tax considerations.

POTENTIAL PROJECT PARTNERS"
+  METLAKATLAINDANGOVMUNTY

¢« METLAKATLA POWER & LIGHT CO.
¢« -LASKADIVISION OF ENERGY

¢« CITY 6c BOROUGH OF KETCHIKAN
e« STATE OF ALASKA DOT/PF

« AAVAMARINE HGHMAYS

+  BRAAUGFINDANATFARS

« ECONOMIC DEVELOPMENT ADMINISTRATION
¢« Ui ARMYCORPSOF ENGINEERS

¢« RURAL UTILITY SERVICE (REA)

« UIUEIARTMENTOF ENERGY

«  ANNETTE REGONAL INTERTIF,

WALDEN POINT

PROJECT

ANNETTE BAY
Firry Tamial

*road UNK between
KETCHIKAN & MENnjVKATLA

*SOUTHEAST ALASKA
POWER TRANSMISSION INTERTIE
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*ROAD LINKBETWEENKETCHIKAN & METLAKATLA

* SOUTHEASTALASKAPOWERTRANSMISSION INTERTIE

The Walden Point Project represents an aggressive effort on the part ol't'ic Metlakatla Indian
Community to maximize resources in development o f one of the most exciting economic
development cffoils within the region during the past three decades Three specific components
of the Walden Point Project Include:

A .Southeast Alaska Regional Power Transmission inline - Conslruclion of69 kV line
between Metlakatla and Walden / Rare Point. A 0.7 Nautical mile submarine cable will link
Race Point with Mountain Point.

0. walden Point Road - A toaU of 14.5 miles in length will be constructed from Metlakatla lo
Walden Point allowing for easy year-iound road transportation between M etiakalli and the
Ketchikan Road System. The road w Il serve as the right-of-way for the |>owcr Intcrtie line.

c. Alaska mamie Highway System Scrvi;c - This project gives AMI IS an opportunity to
demonstrate a major cost reduction in serving Metlakatla by installing a small transfer ferry
between Walden Point and Saxman / Ketchikan. The vessel currently used to service
Annette Island reflects a $20,424.00 per day operating cost.

METLAKATLA
* Residential
eCommercial
« Industrial

NI C M 0 |

NEW OPPORTUNITIES
*Small Business

*RV Park

eIndustrial Zone

e Tourism Activity

rn?e\p{igR ANNELTE BAIY
\ Ferry Termina KETCHIKAN
EO”%IWS \ * Residential
0a AM.M.S. o Commercial
* Industrial

Metlakatla Indian Community

Council Annette Islands Reserve
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Walden Point Road Project
Summary | rofile

Capital Costs
Roed COPARIEN SR8, i, paved roacvey) Bl
oy O 988 e-encvetice foy) R0rilir
Temiral Construction Costs Bdnillion
Tod Capital Costs 1 7nmillion
Maintonanco and Operating Coss
m Road l\/bmt,enanggﬁﬁ:ts $110000
lﬁ%% Ures overa DHuuroperational cey) 8635
Tod Amual QJeer%i%@ Costs el ) ¥1635

Transportation Coridor Characteristics

RNy 0y D

Aporoxinate Feny Qossing Tine ‘Bminutes
Fary Sevice rours per ciav. ontne hour
Feny Fares (Cre-vay. Year 1) $10per person. Sper vehicle
Trafﬁ% Projections serel feree Db T
U it v D ) 3
Yes%)r- Nigles Average Dally Trffic) %5
Projoct Not Present Vialue 1 4million
Project Bonofit Cost Rtio 1
Rroper<JfOr
B ene flt/C 0 St StU d y Dopartmont of’\Trantp:\r'lczzi:l:i(l;‘:]1
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