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concerns prior to commenting.
Recoramendatior:
a. Insert at the end of subsection (b): "Inpreparing a site-

specific plan or proposing a plan amendment, thecommissioner shall
consult with other interested state agencies.”

b. In subsection (g),insert the Jlanguageproposed by Gary

Gustafson.

4. Economic Feasibility. At least for major projects, economic

feasibility, not environmental or social feasibility, generally

determines whether or not the projects go forward. This was true

for Eagle River and Hatcher Pass, and it appears that it will also

be the case for South Denali. Unfortunately, there 1is no

requirement, and to date we have not decided administratively to
require, that a determination of likely economic feasibility be
made prior to the expenditure of thousands of agency hours and
thousands of public dollars. When, for varying reasons, economic
feasibility determinations were finally made for Eagle River and
Hatcher Pass, the conclusion reached was that the projects were not
feasible. We don T know what will happen at South Denali, since
after about 2 1/2 years of agency work attempting to justify the
most recent proposal, an economic feasibility determination
acceptable to the Division of Parks has yet to be made publ _c.

In all three of these cases, we believe enough was known about
the projects to do a determination long before one was actually
done. For example, what did Mitsui learn a couple of weeks ago
about the nature or scope of its proposed project from the phone
calls it made to a few travel agents and airlines (after which it
pulled out) that it did not know more than a year ago when it
submitted its concept development plan- or even earlier? The
relatively little money Mitsui spent doing low quality work on a
prospective multi-million dollar project was for it a drop 1in the
bucket. For state resource agencies with far too few individuals
to do an adequate job of on-the-ground management of state lands,
and budgets stretched about as thin as they can get, the waste of
hours and dollars wat substantial (please also see Tim Bradner 3
Feb 11, 1990 column 1in the Anchorage Daily News, which we have

enclosed).
Recommendations:

a. For large projects, a preliminary determination of economic
feasibility, based on available information, should be made either
by the state before it requests proposals, or by the companies
submitting proposals.

b. Within six months after a lease is signed the lessee should be
required to submit a more detailed determination.

We appreciate Gary Gustafson®s proposals addressing this issue, and



support authorizing the commissioner 1in subsection (g) to require
lessees to prepare an economic feasibility study. This flexibility
is probably appropriate in most situations. For large projects,
however, which Gary would address in subsection (h), we believe
that waiting 18 months for such a study is far too 1long and
unnecessarily puts at risk too many hours and dollars of public
resources.

5. state Subsidies. Another economic issue that 1is of great
interest to the public, and to many decision-makers, 1is the amount
of public subsidies a project is likely to require. For example,

only when 1t became apparent that Mr. Rogner wanted millions of
dollars worth of state loan guarantees did we decide to put a halt
to lease processing pending the completion of an -economic
feasibility study, and require him to fund 1/2 of it (it"s
unfortunate that we aren®t as protective of our public lands as we
sometimes are of our public monies). The South Denali Preliminary
Decision circulated tor public comment contained no discussion of
possible public subsidies, it was only after a direct question was
asked at the Anchorage public meeting that DNR said that a $6-10
million state subsidy for resort roads and utilities was likely.
In the relatively short time since that meeting the estimate has
risen to some $14 million. At the Preliminary Decision stage, DNR
should be required to estimate the likely amount of public dollars
that will be needed (we know that would have been possible, at
least roughly, for South Denali).

Recommendation: Insert a new (c)(3) : "the estimated capital and
operating costs to the state;".

6. Social, Economic and Environmental Studies. It is not unusual,
at the federal level, for those who wish to profit from public
resources to be required to bear the costs of any social, economic
or environmental studies that are needed by the decision-makers and
the public to arrive at a sound decision about the best use of
public lands or resources. We agree with Mr. Bradner that, for
large resource development projects, the state should follow the
federal lead and require the developer to pay for necessary
studies. The state should be a prude T steward of its lands and
natural resources, not a pushover, VVfl such a requirement really
discourage serious developers who have done their homework? We
doubt 1t.. What it might do is prevent the public waste of precious
agency time and money, and weed out the speculators and the flakes.

Recommendation? In subsection (h) change "may"™ to "shall™".

7. Adequate.Financial Return to state. We understand that one of
the primary reasons for this bill is DNR1s desire to ensure that
the public receives a reasonable return for the use of public land
for profit making purposes by private individuals or businesses.
As we said earlier, we fully support that goal. However, why
shouldn"t this goal apply to all leases, not just those for
recreational facilities? And why is Gary proposing to delete the
requirement that the state receive at least fair market rental



value for its lease? Although a dollar figure might not be able
to be <calculated wuntil an appraisal 1is done, the ultimate
requirement should remain.

Recommendations:
a. Apply the financial return provisions to all leases.

b. At subsection (1), page 4, line 21, insert between "section"
and "Huty" the phrase "must at a minimum eq;.:"l the fair market
rental value of the land to be leased and".

8. Evaluation of Alternative Sites. After a .,eneral area for
possible leasing has been identified in subsection (b), it is still
critical that several potential specific locations be evaluated.
The environmental impacts at, or the political acceptability of,
different specific locations can vary tremendously, as our
experience at South Denali has demonstrated.

Recommendation: Insert at subsection (g) the language suggested
by Gary Gustafson.

9. Bonding. At subsection (0), why shouldn®"t the bond cover all
three possible needs: completing the development, maintaining the
development, and restor~ig the lease site?

Recommendation: Rewrite lines 14 and 15 at page 5 to read "the
department of the following:™.

Thank you again for all your work on this bill. We would be happy
to answer any questions you might have or to help in any way we

can.

Sincerely,

Cliff Eames
Issues Director

cc: Committee Members
Senator Kerttula
Gary Gustafson



State can learn from the failure of ambitious resort plans

Mitsui's cantillation of ilt
Hatcher Past ski resort was
¢ real disappointment But
comine not tone otter Aus-
trian developer Robert Rog
ner shelved his ambitious
Eagle River aki resort plan.
It should have been no sur-
prise.

Id terms of winter tour-
ism development, we're now
left with Selbu's planned ex-
pansion at Mount AlJyeska.
which fortunately Is moving
ahead, Selbu Alaska (old
stale officials last week.

All this seems to confirm
the cynic’s view that these
ambitious plans were
spawned *by Anchorage's

BRADNER: Alaskans can learn from disap

| Continued tram p*gg E-1 j

for the agencies Invdvi-d,
but with considerable in-
volvement by the developer

If this has the effect ol
increasing a developer's
front-end investment in the
conceptual stage, that's cot
all bad. If we up (he entry
fee a bit, it might make
entrepreneurs and develop-
ars look more carefully, and
perhaps do their homework

Aac k.
Tel* I, 1110

tim bradner

Winter Olympics bid. That
having failed, for now at
least, the "world-scale" re-
sort projects faded eway
fait.

What hove we learned
from 1his? Two things are
striking about Mitsui's plan,
mml that of Rogner’s as well.

more thoroughly, before
launching a process that
costs us all money, arouses
our expectations and then
leads to disappointment.
Going to the first point
made earlier: 1 was sur-
prised at the evident lack of
basic market research by
Rogner and Mitsui. Rogner
hadn't done a real market
study until the legislature,
as a condition to discussions
ol state investment, required

First is that neither seemed
to have their project really
thought out In terms of mar-
kets and problems like get-
ting seats on international
air carriers coming into An
chorage, both pretty basic
The .second Is that both proj-
ects'required a considerable

Itim to foot balf the blU fora
study done through Alaska
Industrial Development and
Export Authority Rogncr't
project d ‘t look very-
good in Ib ssrnent, pos
slblv a fact m nis shelving
the project.

With Rogner. we can ac-
cept. even admire, a certain
amount of entrepreneurial
scat-of-the-pants venturing,
even if It costs uc money.
But we hold Mitsui, which is

Investment of public dolinrs
io dealing with their appli-
cations,

Lei me first deal with this
seoond issue: State agencies
and locnl governments pul a
lot of time and money, in-
cluding contracted consult-
ing studies. Into dealing
with projects that la retro-
spect seemed highly specula-
tive Rogner and Mitsui also
put up money, but I'll wager
the puhllr expenditure ex-
ceeded that private Invest-
ment.

I'll admit the counter-ar-
gument that public agencies
mbv spend too much money
on planning and studies. But

| don't really buy that, In
these coses.

Another argument. The
planning work may not be
watted if it can be used by
others someday proposing
resorts in Hatcher Pass or
Eagle River. That, however.
Just reminds me of the huge
public expenditure we blew
on environmental tind feasi-
bility studies for the Susltna
River hydro project, now
abandoned, that are still sit-
ting around on shelves.

I'm a believer In the idea
ol public-private partnership
in economic development,
and that, at a certain poln”.
It makes -venae for public

pointment after resort plans

a major Jrpenesc world
trading company, to a differ-
ent standard

We assumed Mi* ,at had
It* project thought-out and
Knew its own market in Ja-
pan. T\ims out. It didn't. As
far as stale officials in-
volved with the project
could determine. Mitsui nev-
er did do a real market
study. It did make Inquiries
of tour agencies and airlines.

the company told atate offi-
cials.

In fairness, Mitsui always
candidly wild that Its project
was contingent on markets
and feasibility. If Alaskans
allowed their expectations
to soar, that was their prob-
lem, not Mitsui’s.

But all this has left a bit
of a aour taste for me. We
desperately need new tour-
ism facilities In Alaska, and
a winter resort, properly

investment to help a private
project that generates public
benefits move along.

Bui having seen two
“world-scale" International
tourism projects fade away,
1 would suggest federal and
slate governments require
developers of these large re-
sourcedevelopment projects
to pay for an environmental
Impact statement (or an en-
vironmental assessment, in
the case of state agencies!
that also includes social and
economic components. TWi
work is actuolly done by
private contractors working

Ptaaaa aeo Papa E-3, BRABMin

fall through

planned, could help ease the
overr iwdlng during sum-
mer. 1 just hope our disap-
pointment with the Rogner
and Mitsui projects doesn't
hurt public acceptance of
other tourism proposals.

O TWh Bradner la editor of an
Madia economic reporting eer-
vtca. and doea rptoaroh and
wrrtttag far privala clients. In-
cluding petrofajm companies.

&



Tanana Chiefs Conference, Inc.

122 First Avenue
Fairbanks, Alaska 99701-4897
(907) 452-8251
Fax (907) 451-8936

February 2, 1990

Representative Curt Menard
Alaska State Legislation
P.0. Box V (MS 3100)
Juneau, Alaska 99811

Dear Representative Menard:

The Tanana Chiefs Conference, 1Inc. would like to comment on
HB 290, ™"an Act relating to the leasing of State land for
recreational facilities development™. The implications of
this legislation greatly concerns us. As you can imagine, a
commercially leased hunting lodge on a river can have as
much impact in terms of competition for Natural Resources as
a state subdivision could have.

With the history of problems surrounding land disposals in
our region in the past, we must 1insist on a through review
of this legislation by your committee complete with public
hearing.

Our region has 2 area plans and a large part of the region

is not covered by an area plan. The area plans are not
nearly site specific enough to base a decision to lease a
commercial Tfacility on. We are not comfortable with the

public participation process outlined in the site specific
planning process for areas not covered by area plans.

We appreciate your consideration of our concerns and look
forward to working with you on this in the future.

Sincerely,

TANANA CHIEFS CONFERENCE, INC.

Mitch Demientieff
President

CC: *Members of House Resource Committee
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Tanana Chiefs Conference, Inc.

122 First Ave
Fairbanks, _Alaska Od%el-4807
0&%%% 428036

Fax |

February 27,1990

Represeixlative Curt Menard
Alaska S ite Legislature
P.O.Box! / 'MS3100)
Juneau, t Lleska 99811

Dear Re resentadve Menard;

Enclose; is a resolution passed by the Tanana Chiefs Conference Executive Board on
February 21, concerning the State Land Leasing Bill, HB 290. Our region is about the size of
France e id has an abundance of State land mixed with Federal and Native land. The
potentialjpfFects of this bill are very serious for the region.

Woc have had a great deal of experience with state land disposal activity. The 100,000 acre
mandate )f the early 80’ left a wake of outrage in the region with proposals made by the
state in e #*rcmely sensitive areas. One lawsuit over a disposal still remains and the future of
state lam disposal activity in the region is unclear. The biggest potential threat of land
disposal 4)[ lease is increased competition for natural resource!. The land is already at human
carrying Opacity for the most part.

Thecour eofthe bill isvery unsettling. The attempts of the original bill to involve the public
and Fish tad Game early in the process were removed in the current working draft adding
insultto i jury.

The.Ta_n_9ba Chief! Conference supports the adjustment to the statutes allowing the state to
receiveifi ricompensation for leases it presently does. But. as the resolution states, we do not
support authorizing the Commissioner of Natural Resources to identify lands for leasing.
Sincerely

TANAN, CKttEPS CONFERENCE, INC

dcPC & Jj &

Mitch Dc piientieff
President

290-228.1

[13
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TANANA CHISSB CONFERENCE, INC,
Executive Board
Resolution No. 90- 20

LEASING OF STATE LAND

WHEREASj i the uses of State land can profoundly affect the
availability of natural reaources for the TCC
villages/ and;

WHEREASI I a program by the Department of Natural Resources
to actively go out and identify new lands to offer
to the general public for leasing could result in
unmitigated competition for resources the villages
depend on, and;

WHEREAS the public in-put process and Alaska Department of
Fish and Game 1in-put process 1is not adequate 1in
the proposed version of House Bill 290.

NOW THEREFORE BE IT RESOLVED that the Tanana Chiefs Conference
opposes the provisions of House Bill 290 that
allow the Commissioner of Natural Resources to
identified land for leasing.

SJHIL-X U LIL-fiJLX. LS. H

I hereb] certify that this resolution was duly passed by the
Tanana c liefs Conference, Inc. Board of Directors on February 21,
1990 at iTuneau, Alaska and a quorum was duly established.

Jffrd~rciaxl
Daisy Ntfrthway JF/
Searatary-TraasurBr U /&
3ubmitte< by: VGS Tanana chief* Conference/ Inc,

Ujf-T



ALASKA STATE LEGISLATURE
HOUSE OF REPRESENTATIVES
RESEARCH AGENCY

P.O. Bon Y. Slate Capiiol
Juneau. Alaska99811-3100
Mail Slop 3100
(907) 465-3991

March 27, 1989

MEMORANDUM

T0: Representative Curt Menard
ATTN: Johanna Munson

FROM: Gretchen Keiser

Legislative Analyst)

RE: Leasing State Lands for Commercial Development
Research Request 89.329

You asked us to obtain information on the provisions other states make for the
leasing of state lands for commercial development. You were specifically
interested in provisions for land-use planning, solicitation of bids,
compensation to the state and other lease terms and conditions, and public
notice, as proposed under Senate Bill No 213 (Attachment A). You asked us to
consider commercial development 1in general and specifically development of
recreational facilities, as elaborated in SB 213.

In the time available, 1 was able to obtain information for Colorado, Montana,
Vermont, and Washington. Since many commercial vrecreational facilities,
particularly ski resorts, in the western states are located on National Forest
lands, | also contacted the U.S. Forest Service (USFS) in order to determine
how it allows for commercial development of federal lands. This memorandum
summarizes the main points, and several attachments provide more details for
your review.

Summary

The other states and the USFS follow a different sequence for the leasing of
public lands for commercial development than 1is proposed 1in SB 213. They
determine the minimum acceptable compensation to the state or federal
government prior to requesting proposals and do not restrict the award of
leases to the highest bidder. In cases where one developer approaches the
states or USFS with a commercial proposal and no other interest exists, the
public agency still conducts sufficient market analysis to determine fair
market value of the proposed lands for that type of commercial development.



Representative Menard
March 27, 1989
Page 2

Land-use Planning

States®™ approaches vary with respect to the extent of state land-use planning
that specifically identifies potential sites for commercial development.
Montana classifies and reclassifies state lands for grazing, timber,
agricultural, and "other" (including commercial activities) purposes
(Attachment B). According to Reed Lommen, land management specialist, Montana
Department of State Lands, the state--rather than initiate development
proposals itself--often responds to a proposal by a private developer who
wishes to lease state lands for commercial activities (e.g., apple orchards,
Christmas tree farms, or industrial buildings).

During the 1980s, Washington has begun to designate more of 1its state
"resource" lands--traditionally managed for their timber, oil/gas, or
agricultural value--as "transition” lands available for leasing for commercial
development. To date, most of the commercial leasing has been highly urban in
nature (i.e., buildings, supermarkets, etc.) although the state is
investigating the potential for land exchanges with the U.S. Forest Service in
order to obtain title to existing ski developments and adjacent federal land
in order to expand into overnight accommodations and encourage tourism.
Attachment C provides considerable detail on Washington®s Transition Lands
program and policy.

In Vermont, there has been considerable public sentiment since the 1970s
against further recreational skiing developments because of the rapid
development and wurbanisation of formerly vrural areas since ski resorts
blossomed in the early i960s. As a result, the state has had a policy that
there will be no new leasing of state lands for ski developments. The
Colorado State Board of Lands, as a general rule, contracts for land-use
planning services and requests the consultant to identify potential recreation
sites.

On the other hand, the U.S. Forest Service undertakes an 1in-house land
management planning process and has been in the mode of identifying sites and
permitting ski developments on federal lands since the 1930s. The USFS
planning process includes a survey of state and local officials and the public
to get a sense of the public need and marketability of a new recreational
development.

AlIl  individuals noted that their agencies react to a private developer”s
specific proposal as much as actively designate specific sites for potential
commercial or recreational development. Proposals are examined in light of
existing land-use plans for serious conflicts which would preclude further
consideration. The USFS conducts an in-house public need/marketability
analysis as part of its preliminary review of unsolicited proposals. It does
not appear to be unusual for states to have the flexibility to modify existing

1Rod Barber, Assistant Director of State Lands, Vermont Department of
Forests, Parks, and Recreation, personal communication, March 22, 1989.



Representative Menard
March 27, 1989
Page 3

land-use plans or to reclassify state lands for other purposes. Senate Bill
<13 appears to provide for this flexibility and also references AS 38.04.065,
which specifies several factors that must be taken into consideration by the
commissioner of the Department of Natural Resources (DNR) in land-use planning
decisions.

Solicitation of Proposals for Commercial Development
Without exception, the individuals 1 contacted Indicated that their agency

identifies the minimum acceptable state compensation and other major elements
of the lease document prior to the solicitation ot proposals or bids for

commercial development of state lands. In general, the solicitation requires
information on a developer®s financial backing/capability, experience in the
proposed commercial wundertaking, development 1idea/project, and what the

developer is willing to pay (at or above the state®s minimum)--all of which
constitute selection criteria. Although <he bid is an important criteria, the
other factors are given serious consideration, and the various states contacted
apparently do not specify the automatic selection of the highest bidder.

Although the USFS issues long-term special use permits instead of leases, they
also define conditions and require detailed information from respondents to
their prospectus. For your information, Attachment D provides USFS regulations
governing special wuse applications and Attachment E presents a 1987 USFS
prospectus seeking interest in a tour boat operation on Portage Lake south of
Anchorage. Even in the case where a developer approaches an agency regarding
a specific development proposal, the state or USFS will, at a minimum, 1issue
a public notice regarding the proposal/application and seek other potential
competitors. Several individuals noted that the public solicitation ensures
that competitors have an opportunity and that the state receives fair market
value.

Under SB 213, the DNR would provide the public an opportunity to comment on the
agency"s intent to seek proposals for commercial development of specific state
lands. Following public review, the DNR would issue a written decision that
is was in the state"s best interest to solicit development proposals. Senate
Bill 213 specifies that 1) the written decision would present eligibility
criteria for "potential lessees,”™ 2) the Commissioner would select the highest
bid if two or more potential lessees were acceptable, and 3) the department
would then begin negotiations on the terms and conditions of the lease. It is
unclear to me what potential lessees would bid on if the lease terms and
conditions--particularly the minimum acceptable compensation to the state--
are not in hand at the time proposals or bids are solicited.

Alaska®s procedures for leasing of state Jlands for oil and gas

activities involve detailed specification of the lease terms and conditions at
the time of a lease sale. Companies offer bids on the basis of these lease

specifications.
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State Compensation and Other Lease Terms and Conditions

Unlike Alaska, much of the state lands in western states is trust land received
from the federal government at statehood. These lands are to be managed for
the maximum benefits to the designated trust beneficiaries (e.g., public
school, universities, mental hospitals, etc.) Montana, Colorado and Washington
are required to obtain fair market value for state lands which they lease for
commercial development. Larned Waterman, of the Colorado State Board of Lands,
suggested that Alaska has to determine what 1is a minimum acceptable rate of
return for private use of state land; Colorado and Washington seek returns of
ten and 11 percent, respectively. Today, these states lease lands under
varying combinations of up to ten to 11 percent fair market annual rental
(typically reappraised every five years) and 3.0 to 5.0 percent of the annual
gross receipts. Vermont®s leases for state lands in several of its well known
ski areas of Killington, Stowe, Jay Peak, Smuggler®s Notch and Okemo require
five percent of gross receipts. A percentage of gross receipts is preferred
because it allows for a development stage and also encourages efficiency in
operations by not basing the state's share on net receipts.

Unlike the states--which are more oriented toward economic development--the
Forest Service approaches commercial recreational development from a
perspective of seeking private partners who are willing to provide a recreation
opportunity for the general public on federal lands. The Forest Service
employs a fairly complicated, graduated rate fee system which generally
translates to about three percent of gross receipts.

Several individuals offered caution regarding commercial development leasing,
noting that commercial real estate experience 1is a crucial requirement for
state staff. Rod Hilden, real estate manager in the Washington Department of
Natural Resources, said that states cannot expect foresters or recreation
planners to have the in-house expertise needed to conduct preliminary market
studies, determine fair market values, and negotiate successfully with private
developers. Attachment F provides a copy of a sample commercial lease from the
Washington Department of Natural Resources.

Lease terms are typically 30 to 55 years, depending upon the type of commercial
development. The USFS 1is operating under recent federal Ilegislation which
extended the maximum term for special use permits for winter sports from 30
years to 40 years.

3Jim Cochrane, director, Recreation, Subsistence and Cultural Resources
Section, U.S. Forest Service, Alaska Regional Office, personal communication,
March 23. 1989.
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Public Notice

All the states contacted and the USFS generally provide for public notice and
public participation throughout the land-use planning and commercial leasing
process. Likewise, requests for development proposals are widely advertised.
In general, previous research that 1| have conducted regarding various states”
public process with respect to the leasing or sale of public resources suggests
that Alaska®s statutes (Title 38: Public Lands) pvwide comparatively greater
opportunities for public participation.

Please contact me if you have any questions regarding this information.

Attachments






Date Referred: ,May 4, 1989 FURTHER" REFERRALS:

Date of ,Committee Action: s>lk fn
FINANCE Committee considered: HB 311
HOUSE BILL NO. 311 [REVENUE BONDS/PORTAGE TO WHITTIER ROAD]

"An Act approving the issuance of revenue bonds for construction of a road
from Portage to Whittier; and providing for an effective date."

RECOMMENDATIONS: \ [ ] the same title
be replaced with C,S_ a new title

have attached amendment(s)
do pass

do not pass

no recommendation

individual recommendations

additional referral to the Committee
ADOPTS: letter of intent
ATTACHES NEW FISCAL NOTE(s): APPROVES PREVIOUS:
(Dept) (Date/Dept)
[ ] fiscal impact [ ] fiscal note(s) Ron ;
[ 1 zero fiscal note [ 3 zero fiscal note(s)_
¢ 1 zero with analysis [ 3 zero fn/analysis __

SIGNING DO PASS: SIGNING: J



STA™™E OF ALASKA Bill Version: CS HB 311 (Trans)
1939 LEGISLATIVE SESSION Publish Date:

FISCAL NOTE
REQUEST-
Revision D a t e : Agency Affected: State Bond Committee
Title: $49,300.000 Revenue Bonds for Portage BRU:
to Whittier and Bradfield River Roads
Sponsor: House Transportation Components:,
Requestor: House Transportation

EXPENDITURES/REVENUES:  (Thousands of Dollars)
[ 1FY 8 I1FY 8 IFY 9 iFY 91 1FY 92 1FY 93

OPERATING
! PERSONAL SERVICES | 0 ! 0 0 1 0 1 0 ] 0
| TRAVEL I 0 ! 0 i 0 1 0 i 0 I 0
1 CONTRACTUAL | 0 1 0 I 0 1 0 : 0 | 0
| SUPPLIES I 0 1 0 1 0 1 0 ! 0 | 0
| EQUIPMENT | 0 ! 0 I 0 1 0 : 0 1 0
j LANDS & STRUCTURES [ 0 i 0 i ] ! 0 ! 0 ; 0
j  GRANTS, CLAIMS ! 0 1 0 1 0 i 0 : 0 [ 0
1 MISCELLANEOUS i 0 1 0 1 0 [ 0 | 4,798.71 4,798.7
1 TOTAL OPERATING 1 0 1 0 1 0 1 0 | 4,798.7] 4,798.7
1 CAPITAL 1 0 1 0 1 0 1 0 1 0 1 0
1 REVENUE 1 0 1 0 1 0 1 0 1 0 | 0
FUNDING:  (Thousands of Dollars)
i GENERAL FUND | 0 1 0 1 0 1 0 1 0 1 0
I FEDERAL FUNDS | 0 1 0 1 0 1 0. 1 0 1 0
| OTHER | 0 ! ) ! 0 1 0 | 4,798.71 4,798.7
1 TOTAL | 0 1 0 1 0 1 0 | 4,798.7] 4,798.7
POSITIONS:
| FULL-TIME | 0 1 0 1 0 1 0 1 0 | 0
| PART-TIME | 0 1 0 I 0 1 d I 0 | 0
1 TEMPORARY i 0 1 0 1 0 0 1 0 | 0

ANALYSIS: Attach a separate page for analysis.

$2,628,100 annual debt service for Portage to Whittier Road and $2,170,600 annual debt
service for Bradfield River Road on $27 million and $22.3 million revenue bonds
respectively. 30 year maturities and 9 percent interest estimated on bonds.t Fund
source is Toll Facilities Construction Fund for FY 92-93 and Toll Facilities Revenue
Fund thereafter. Construction assumed to begin FY 92.

Prepared By: Milt Barker hAES Phone: 465-2350
Division: Treasury Date:
Approved by Commissioner Date:

Agency: Department of Revenue

Distribution (by preparer):
Legislative Finance
Legislative Sponsor

Requestor
Office of Management and Budget
Impacted Agency(ies) page o f___
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Offered: 5/4/C9 6-1315E
Referred: Finance

Original sponsor: Cato

IN THE HOUSE BY THE TRANSPORTATION COMMITTEE
CS FOR HOUSE BILL NO. 311 (Transportation)
IN THE LEGISLATURE OF THE STATE OF ALASKA
SIXTEENTH LEGISLATURE - FIRST SESSION
A BILL
For an Act entitled: "An Act approving the issuance of revenue bonds for
construction of a road from Portage to Whittier and
of the Bradfield River resource road; and providing
for an effective date."”
BE IT ENACTED BY THE LEGISLATURE OF THE STATE OF ALASKA:

* Section 1. In accordance with AS 37.15.610, the issuance of revenue
bonds in an amount up to 827,000,000 for the construction of a road from
Portage to Whittier by the Department of Transportation and Public Facil-
ities under AS 37.15.610 - 37.15.760 1is approved.

* Sec. 2. In accordance with AS 37.15.610, the 1issuance of revenue
bonds in an amount up to &22,300,000 for the construction of the Bradfield
River resource road by the Department of Transportation and Public Facil-
ities under AS 37.15.610 - 37.15.760 is approved.

* Sec. 3. This Act takes effect immediately under AS 01.10.070(c).

HBO311B 1 CSHB 311(Trsp)
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CAPITALCOST STUDY SYNOPSIS *

PORTAGE TUNNEL TOLL ROAD

. Whittier Transportation AlternativesCTAMS, 1986)

Highway from Portage to Bear Valley $10.6 million
Rail/Hwy 1 Lane in Existing Tunnel from Bear V. $20*24.8 million
Rail/Hwy 1.5 Lane " " " " $102.7  million
Rail/Hwy 1Lane inExisting Tunnels from Portage $47.6 million
Rail/Hwy 1.5 Lane Tunnel " " " " $159.7  million

. Shotgun Cove Road Location and Design Study (Forsi, 1984):

Gravel road fromWhittier Towmite toNeptune Pt $14.2million
. Whittier Access Road - Location Study Report (ADOTPF, 1983):
Highway from Portage Valley Road toBear Valley  $25 «30 million
. Alternatives Study -Whittier Access (Galliet. Silides and Kreig, 1932):

Highway around Portage Lake and over Pass $54.3 million
New 2 Lane Highway Tunnel $85  million

. Whittier Transportation Options Study (Forssen, 1981):

Rail/Hwy 1Lane inExisting Tunnels $36.7 million
Highway around Portage Lake and over Pass $47.9 million
Rail/Hwy 2 Lane in Existing Tunnels $64.3 million
New 2 Lane Highway Tunnel $68.3 million

* All Studies funded by ADOTPF or ASL Senate Transportation Committee
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THE WHITE HOUSE

Office of the Press Secretary

For Immediate Release January 2, 1983

FACT SHEET

U.S.-CANADA FREE TRADE AGREEMENT

The United States and Canada have entered 1into a free trade
agreement that, 1if approved and implemented, will take effect on

January 1, 1989. The agreement wills

0 Eliminate all tariffs on bilateral goods trade within 10
years of implementation?

0 Reduce nontariff trade barriers;

0 Establish principles for the conduct of bilateral trade in
services?

0 Establish rules for the conduct of bilateral investment;

0 Resolve many outstanding bilateral trade issues?

0 Enhance the energy and national security of the two countries;

0 Facilitate business travel; and

0 Establish a timely bilateral dispute settlement mechanism.

Economic Implications

Each year the U.S. and Canada exchange more goods and services
than, any two countries in the world. Bilateral trade in goods
and services exceeded $150 billion in 1986.

The elimination of tariffs and most other barriers to trade
between the two countries juill 1increase economic growth, [lower
prices, expand employment and enhance the competitiveness of both
countries in the world marketplace.

Chronology of the Negotiation

0 In March 1985, President Reagan and Prime Minister Mulroney
asked their trade officials to explore ways to reduce and

MORE



eliminate existing barriers to trade between the U.S. and
Canada.

0 On September 26, 1905, Prime Minister Mulroney formally
requested that the U.S. and Canada examine the potential for
negotiating a comprehensive free trade agreement.

0 On December 10, 1985, President Reagan notified the Congress

of his 1intent to enter into bilateral negotiations with
Canada using "fast track"™ procedures.

0 On June 17, 1986, U.S. and Canadian negotiators on the free
trade area met for the first time in Ottawa.

0 On October 3, 1987, President Reagan notified Congress of
his intent to enter into a free trade agreement with Canada.

0 On~December 9, 1987, U.S. and Canadian negotiators initialled
a fTinal text of the agreement.

0 On January 2, 1988, President Reagan and Prime Minister
Mulroney signed the final text of the agreement.

The Fast Track

Section 102 of the Trade Act of 1974 authorizes the President to
enter into bilateral free trade agreements and to have the
Congress approve them on a "fast track"” basis. Section 102
authority expires at midnight on January 2, 1988.

In order for a bilateral agreement to qualify for fast track
consideration, several conditions must be met:

0 The negotiation must be requested by the foreign country;

0 The President_must notify the House Ways and
Senate Finance Committees of the negotiations,
60 legislative days advance notice:

Means and
giving them

0 The- President must notify the Congress of his intent to

enter into an agreement 90 days before doing so.
After entering into an agreement, the President must submit it to
Congress, along with a draft implementing bill, a statement of
any administrative action proposed to implement the agreement, an
explanation of how the bill or statement changes or affects
existing law and a statement of reasons why the agreement serves
the interests of U.S. commerce and why the bill and proposed
action are required and appropriate.

MORE



The implementing bill 1is introduced in both Houses of Congress on
the day it 1is submitted and 1is referred to the committees of
jurisdiction. House committees have 45 days in which the House
is iIn session to report the bill; they are discharged automatically
from further consideration after that period. The House votes

within 15 days 1in session after the measure has been received
from the House committees.

After receiving the bill from the House, the Senate committees
have 15 days 1in wh”oh the Senate 1is in session to report the
bill; they are discharged automatically from further consideration
after that period. The Senate votes within 15 days 1in session
after the measure has been received from the Senate committees.

Amendments to the bill are not 1in order. A simple majority of
each House 1is required for approval.



BRADFIELD-CRAIG ROAD AND PORT PROJECT
ALASKA SENATE TRANSPORTATION COMMITTEE

May 2, 1989

An intercontinental road linking the British Columbia Highway
system to the coast in Southeast Alaska has been a topic of
discussion for many years. During the past 15 years the Alaska
Department of Transportation has conducted a number of road
reconnaissance studies that identified as many as 8 potential
routes from the Canadian border to the coast. The area studied
stretched from the Stikine River on the north to the Unik River
on the south. After considering costs, engineering feasibility,
environmental concerns and accessibility, the route through the
Bradfield-Craig Watersheds appears to be the most feasible. It
is the shortest route to the sea. It does not infringe upon any
Wilderness area, and there is adequate water depth and land base
at the head of the Bradfield Canal to accommodate a deep water
port facility. On the Canadian side of the border the road will
travel through the rich mineral and timber area in the Iskut
River Basin and link up with British Columbia Highway 37 to
complete the international road to the sea.

The economic benefits to be derived from the Bradfield-Craig Road
and Port Project, ore many. This Project will open the door for a
broad scope of long term growth and d3-versifxcat.ion. Initially
the mines in the Iskut region will begin trucking large amounts
of raw materials to the Bradfield Port. This would be the
beginning of a new flow of commerce through Southeast Alaskan
waters and ports. The road will encourage the development of
other natural resources, especially timber, which in turn can
provide an alternative saw log supply for our mills and encourage
new growth in our timber industry facilities. The road will
justify the activation of many known mineral deposits that are
presently dormant for lack of cost efficient transportation. The
road will afford us the opportunity to access new markets and
take full advantage of the United States-Canada Free Trade
Agreement, and the road will provide an alternate route for the
independent traveler dispersing the pressure on our overtaxed

ferry system. These are but a few of the myriad of economic
opportunities that will arise.

Contained in the informational packet 1 distributed to you
2 page document titled, "Natural Resource Development 1in
Northwestern British Columbia* 1988." The material in this
document was compiled by Dr. Ted Grove, a highly respected
Consulting Geologist with 30 years experience in natural resource
development in Northwestern British Columbia and Alaska.

Dr. Grove states, "Road access to the coast and electrical power
would change the economics of developing the forest and mineral

resources of the entire Iskut River, Unuk River and Sulphurets
Creek Area."

is a



BRADFIELD-CRAIG ROAD AND PORT PROJECT
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He further states that, "If only a few of the potential copper
mines were considered there would be a potential for over 300,000
tons of concentrates per year. Lead and zinc, coal and asbestos
could add a further 1.3 million tons per year at peak cycles.
Together with wood forecast the area could be projected to export
2 million (+) tons per year, provide hundreds of new jobs, and
import large tonnages by sea and road."

The overall economic returns to Soui_aeast Alaska from the
Bradfield-Craig Road and Port Project are difficult to forecast
but looking at Wrangells recent experience with just one
operating gold mine and another in the construction phase you
will see that in the past 12 months we have handled in excess of
6,300 tons of equipment and supplies. We have realized hard cash
income of 2.5 million dollars. We have three new businesses and
20 new jobs. Since 1986 international flights at the Wrangell
Airport have risen from 279 to 7,372 annually.

If you take these known dollar and volume figures and meld them
into Dr. Groves projections it will give us some idea of what to
expect in economic return if the road project is completed.
An annual hard cash return of better than 374 of a bi3,lion
dollars annually with an economic factor of 5.5 billion dollars.

Thousands of new job opportunities and many new business
ventures.

This Project should be looked upon, not as an expense, but as a
viable investment in the future of Southeast Alaska



NATURAL RESOURCE DEVELOPMENT

IN NORTHWESTERN BRITISH COLUMBIA, 1908

Resource development in northwestern B.C. 1is highly dependant
upon access and power. The area is rich 1in natural resources
but has only Jlimited access via Highway 37, a few aircraft
landing strips, no rail, and no major developed power supply.

Stewart, B.C."s most northerly port on the Pacific coast, has
recently become the transportation hub for much of the area and
is now a booming community because of logging along part of
Highway 37, and mine exploration and development from Stewart
to the Sulphurets Creek area. This surge of activity came
about at Stewart largely because Cassiar Asbestos abandoned its
Skagway route and chose a cheaper truck-barge haul through
Stewart. Logging operators have also taken advantage of the

route and are now shipping increasingly larger volumes of saw
and pulp wood through this port.

Recent plans to build a major pulp mill at Stewart appear to
have many obstacles at this time and an alternative will be to
ship 1logs and chips to existing mills. The cut from the

Telegraph Creek area alone has been estimated from 400-500,000
tons annually.

At the present time 1.2 million cubic meters of wood are
shipped annually through, Stewart. Current timber cutting
licenses are good until 1996 at the same allowable cut from the
North Kalum T.S.A. The larger Cassiar T.S.A. has a volume of
330 million cubic meters of mature timber of which 70 million
cubic meters (21%) are found in the relatively small Iskut
River timber block which currently lacks access and power.

The main mineral product now shipped along Highway 37 through
Stewart 1s asbestos from the Cassiar Mine. Because of a recent
B.C. government loan of $25 million new jobs have been added
and production from open pit and underground has been assured
to the year 2000. Stewart will also benefit from the new open
pit operations at the nearby Silbak Premier and Big Missouri
mines which will process 2,000 tons per day of gold-silver-

copper-lead-zinc ore. Numerous new and revived mineral devel —
opments 1In the immediate Stewart area have added to the town"s
prosperity. In spite of the distance and lack of easy access,

Stev*art and Terrace, B.C. have also benefited from the huge
surge .of activity in the Iskut River-Unuk River-Sulphurets
Creek area where at least 75 resource

companies are actively
developing major new gold-silver deposits. One of these,

Skyline Explorations Ltd. Johnny Mountain Gold Mine, 1is now 1in
production and a second, the nearby Cominco-Delaware SNIP
property is nearing a production decision. Both these develop-



ments as well as a number of others in the Iskut River Gold

Dolt have largely switched to Wrangell as the more convenient
air transportation centre.

Other deposits in the same area include copper, lead

and zinc
mineralization which because of the lack of

access and power
must remain undeveloped. Road access co the coast and
electrical power would change the economics of developing the
forest and mineral resources of the entire Iskut River, Unuk

River and Sulphurets Creek area.

Most of the area from Stewart to Telegraph Creek was explored
in the 1950% through the 70"c for porphyry copper and
molybdenum deposits. Several world scale copper-moly deposits
such as the 1.6 billion -ton Shaft Creek, the Stikine Copper
deposit and others have been found and partly developed but
will go into production only when economic conditions including
power and access to a sea port are considered appropriate.

Coal and ore concentrates from the general area extending from
Cassiar to Stewart, but particularly from the Iskut River axis,
would benefit from shorter road access to a sea pPO0lt.other than
that currently provided by Stewart. A road along the Iskut
River route to Bradfield Canal and a deep sea shipping facility
would <cut about 75 km off the current route. As Cassiar

Asbestos has shown resource companies will switch routes and
transport i1f there are benefits.

Shipments through the system are extremely difficult to
forecast but if only a few of the potential copper mines were
considered there would be a potential for over 300 000 tons of
concentrates per year. Lead and zinc, coal, and asbestos could
add a further 1.3 million tons per year at peak cycles.
Together with wood forecasts the area could be projected to

export 2 million (+) tons per year, provide hundreds of new
jobs, and import large tonnages by sea and road.

Good road access to the sea would also benefit

local tourist
industries -of the entire region.

GW C"QVE CONSULTANTS LTC

EDWARD W. GROVE.PhD.PE-g

consul rmi geologist
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B.C. MINING OPERATIONS
VOLUMES, VALUES & FLIGHTS
NUMBER OF INTERNATIONAL FLIGHT OPERATIONS WRANGELL AIRPORT

Year 1986 1987 1988 1989
# Flights 279 3,600 6,361 7,372

AIRCRAFT CARGO VOLUME 4/1/88 - 4/1/89

FUEL

7,646,308 LBS.
LUBRICANTS

108,352 LBS.
FOOD & SUNDRIES 356,937 LBS.

BLDG. & HARDWARE SUPPLIES 177,000 LBS.
EQUIP. REPAIR & FABRICATION 72,000 LBS.
PROPANE, ACETYLENE, OXYGEN ETC. 236,900 LBS.
MISC. EQUIPMENT & SUPPLIES 22,000

IN TRANSIT HEAVY EQUIPMENT & SUPPLIES 3,943,892 LBS.
ORE CONCENTRATES 76.275 LBS.

TOTAL AIRCRAFT CARGO VOLUME 12,642,644 LBS.

AIRCRAFT CARGO VALUE (local purchase) 4/1/88 -4/1/89
PETROLEUM PRODUCTS

$1,678,228
FOOD AND SUNDRIES 497,000
BUILDING, HARDWARE, AUTOMOTIVE 178,000
MISCELLANEOUS SERVICES 135,000
(trucking, equipment repair, longshore,
video rentals, hotel, meals etc.)
TOTAL LOCAL PURCHASES $2,488,228

NEW BUSINESSES & JOBS AS A DIRECT RESULT OF MINING ACTIVITY

North Arm Expediting (new business)
White Pass Oil (new business) 3employees
Bradfield Electric (new business) lemployee
(will have construction crew for power line)

U.S, Customs lnewemployee

City Market 5newemployees
Diamond Aviation 1 newemployee

Chevron 0Oil lnewemployee
Longshoremen 5new jobs

3employees

TOTALS: 3 NEW BUSINESSES & 20 NEW JOBS

In addition there are 3 Canadian air carriers working out of
Wrangell. Two servicing mining operations daily with 3 -4

employees staying in Wrangell. One transporting mining personnel
for R < R one trip per week.

Estimated Overall Economic Value to Wrangell is

in excess of
$15,000,000.00.
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PROPOSED BRADFIELD-CRAIG ROAD
APPROXIMATE MILE/KILOMETERS
BRADFIELD CANAL TO CASSIAR HIGHWAY (@ BOB QUINN LAKE)
BRADFIELD CANAL TO CANADIAN BORDER
CANADIAN BORDER TO JOHNNY MOUNTAIN MINE
JOHNNY MOUNTAIN TO CASSIER HIGHWAY

BRADFIELD CANAL TO CASSIAR JUNCTION

STEWART B.C. TO BOB QUINN LAKE

STEWART B.C. TO CASSIER JUNCTION

MILES

86.
31.
15.
45.

278.

134.

327.

o oo

KILOMETERS
138.40

41.38
24 .14
72.50

447.60

217.0

526.0



15. Bradfield Canal

LOCATION: At head of Dradficid Canal, southeast of Wrangell.

LEGAL DESCRIPTION: T.65S,R. S9E;T 658, R. 90 E., C.R.M.

ACREAGE: 5,020 - nominated
4,090 - proposed for selection

NOMINATED BY: City of Wrangell

.VCCESS: By boat to anchorage in Bradfield Canal. Tidewater terminus of future
transportation corridor into British Columbia (Iskut River, Cassier Highway). Airstrip

for Tyee power project is within nomination. OIld logging roads lead up North Fork
Bradfield River.

NEARBY COMMUNITIES: Wrangell -45 miles NW, Myers Chuck -60 miles SW
LAND STATUS: National Forest

GENERAL DESCRIPTION: Flat valley land from above confluence of north and east
forks of Bradfield River to Bradfield Canal. There are extensive mudflats and wet
grasslands (over 2 square miles) at head of Bradfield Canal. The valley walls are
steep and forested. Proposed selection includes some steep slopes adjacent to

Bradfield Canal and relatively flat areas near the mouth of the Harding P.ivcr that
could be used as a port site.

The Tyee Lake hydroelectric project powerhouse is located within nomination, Tyee

Lake 1is to the south. This power project, administered by the Alaska Power

Authority, supplies electricity to Wrangell and Petersburg (see selection proposal
#16).

East Fork Bradfield River is a natural transportation corridor to active mining areas
near Mt. Johnny B.C., 35 miles to the NE. Mine developers are interested in power

line to Tyee project and eventual road to tidewater. A road could eventually link to
Cassier Highway and continental road system.

PURPOSE AND SUITABILITY: |Ifa road or railroad is built into B.C., this site would

become a port. Development of a new community is possible. There is~a~large area
of flat land suitable for community development.

The North Fork of the Bradfield River 1is one of the two most likely transportation
routes to the Iskut River, the other route being along Aaron Creek and the Katctc

River. Routes up the Stikine River are costly due to necessary bridges and also run
through federally designated wilderness.

SELECTION HISTORY: None.

DIFFERENCE BETWEEN STATE AND FEDERAL MANAGEMENT :
would be much easier if the land is state owned.
occur under state ownership.

Port development
Community development could only

RECOMMENDATION: Priority A, although future use is speculative. Steep slopes

on north side of Bradfield Canal and extensive mudflats that have high habitat values
have been excluded from the selection.
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DECISION NOTICE
and
FINDING OF NO SIGNIFICANT IMPACT

ENVIRONMENTAL ASSESSMENT
BRADFIELD ELECTRIC TRANSMISSION CORRIDOR

USDA, Forest Service, Tongass National Forest
Stikine Area, Wrangell Ranger District

An environmental assessment that discusses the proposed Bradfield Electric

power transmission line is available for public review in the Forest Service,
Wrangell Ranger District office in Wrangell, Alaska.

Bradfield Electric,

of Wrangell, Alaska, has requested a special use permit to
survey, construct,

operate and maintain a 69 kv power transmission line across

National Forest lands from the Tyee power house to the Canadian border to serve
snort term mining interests around Johnny Mountain, B.C.

A Forest Service interdisciplinary team analyzed the potential environmental
effects of this proposal, as well as the alternatives of using a long span
design and buried transmission cable. Alternative routes were not considered
because all other routes were either physically, economically, or legislatively

undesirable. In addition, an alternative of denying the permit was considered.
An environmental analysis document was then prepared.

The analysis indicates that alternative number 3 would provide the most

desirable corridor for the powcrlinc ROW because this route would have the
least adverse environmental effects;

the greatest potential for mitigation;
would be acceptable within a LUD Il area;

and would not significantly interfere
with the potential for future development within the corridor.

Based on this evaluation, it is my decision to adopt alternative number 3.
short span power transmission line,

and to issue the required special use
permit to Bradfield Electric, Wrangell,

Alaska. This permit will allow for the
survey, construction, operation and maintenance of a 69 kv power transmission
line across National Forest lands. The approved route is from the Tyee

powerhouse to the Canadian border along the North Fork Bradfield and Craig
River drainages. All mitigation measures for protection of fish, wildlife,
visual and soils resources os listed in the Environmental Assessment are
adopted and shall be incorporated in the special use permit. In addition, the
powerline will be designed to cross rivers and streams at a low angle ot
incidence, where physically possible, to help avoid bird strikes.

a

The proposed action will have no significant effect on subsistence uses or
resources in accordance with ANILCA section 810.

I have determined that this action would not significantly affect the quality

of the human environment. Therefore an Environmental

Impact Statement is not
needed.

Since the proposal to plan, construct, operate and maintain a power
transmission line on National Forest lands may include wetlands or floodplains,

implementation of this project shall not take place until thirty days after the
date of this decision notice.
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DECISION NOTICE
and
FINDING OF NO SIGNIFICANT IMPACT

ENVIRONMENTAL ASSESSMENT
BRADFIELD ELECTRIC TRANSMISSION CORRIDOR

L*SDA, Forest Service, Tongass National Forest
Stikine Area, Wrangell Ranger District

An environmental assessment that discusses the proposed Bradfield Electric
power transmission line is '™ ilable for public review in the Forest Service,
Wrangell Ranger District office in Wrangell, Alaska.

Bradfield Electric, of Wrangell, Alaska, has requested a special use permit to
survey, construct, operate and maintain a 69 KV power transmission line across

National Forest lands from the Tyee power house to the Canadian border to serve
short term mining interests around Johnny Mountain, B.C.

A Forest Service interdisciplinary team analyzed the potential environmental
effects of this proposal, as well as the alternatives of using a long span
design and buried transmission cable. Alternative routes were not considered
because all other routes were either physically, economically, or legislatively
undesirable. In addition, an alternative of denying the permit was considered.
An environmental analysis document was then prepared.

The analysis indicates that alternative number 3 would provide the most
desirable corridor for the powcrlinc ROW because this route would have the
least adverse environmental effects; the greatest potential for mitigation;
would be acceptable within a LUD Il area; and would not significantly interfere
with the potential for future development within the corridor.

Based on this evaluation, it is my decision to adopt alternative number 3. a
short span power transmission line, and to issue the required special use
permit to Bradfield Electric, Wrangell, Alaska. This permit will allow for the
survey, construction, operation and maintenance of a 69 KV power transmission
line across National Forest lands. The approved route is from the Tyee
powerhouse to the Canadian border along the North Fork Bradfield and Craig
River drainages. All mitigation measures for protection of fish, wildlife,
visual and soils resources as listed in the Environmental Assessment are
adopted and shall be incorporated in the special use permit. In addition, the
powerline will be designed to cross rivers and streams at a low angle oi
incidence, where physically possible, to help avoid bird strikes.

The proposed action will have no significant effect on subsistence uses or
resources in accordance with ANILCA section 810.

I have determined that this action would not significantly affect the quality

of the human environment. Therefore an Environmental Impact Statement is not
needed.

Since the proposal to plan, construct, operate and maintain a power
transmission line on National Forest lands may include wetlands or floodplains,

implementation of this project shall not take place until thirty days after the
date of this decision notice.



This decision is subject to administrative review pursuant to 36 CFR 211.18.

Notice of appeal must be in writing and submitted to Douglas K. Barber, Acting
Forest Supervisor, Stikine Area, P.G. Box 309.

Petersburg, AK 99833. within 75
days of the date of this decision.
May 6, 1988 is/ Douglas K. Barber
Date

DOUGLAS K. BARBER
Acting Forest Supervisor
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SOUTHEAST CONFERENCE
RESOLUTION #88-09

RELATING TO THE CONSTRUCTION OF A ROAD FROM THE CANADIAN BORDER TO
THE SEA VIA THE BRADFIELD-CRAIG RIVER CORRIDOR AND THE CONSTRUCTION

OF A DEEP WATER PORT FACILITY ON THE BRADFIELD CANAL

is dedicated to improving the

the Southeast Conference
Southeast Alaskan"

WHEREAS,
life in all

economic stability and quality of
communities; and
WHEREAS, efficient transportation systems are the key element
for the movement of goods and services and the resulting development
in Southeast Alaska; and
is
market

of a stable and diverse economic foundation
WHEREAS, economic development 1in Southeast Alaska today
Jones Act restrictions,

severely handicappec by high tariffs,
inaccessibility and other barriers directly attributable to

inadequate transportation systems; and

the success of any effort to broaden the economic base

WHEREAS,
in Southeast Alaska is highly dependent upon our ability to develop a
haru surface link to the mainland that will provide a viable
in the United States and

alternative for accessing new markets

Canada; and
the pending United States-Canada Free Trade Agreement

WHEREAS,
affords and opportunity for furthering our economic relationships
if we have access to the Canadian markets; and
resource developments in British
long term demand for access to the
Southeast Alaska; and

with Canada

WHEREAS, massive natural
Columbia have created a legitimate
sea via a road system through Central

WHEREAS, the State of Alaska has completed numerous
in Central Southeast Alaska to determine the
and

reconnaissance studies

most practical road route to access the mainland;
WHEREAS,.a road up the Bradfield-Craig River Corridor and

has been

construction for a deep water port on the Bradfield Canal
least sensitive environmentally and the most viable from

-.diudged the
an engineering standpoint by the Alaska Department of Transportation
(AK DOT/PF); and

WHEREAS, this route lends itself to AK DOT/PF
transportation plans for expansion of road systems
Southeast Alaska; and

land selections for

WHEREAS, the State of Alaska has nominated
port development on the Bradfield Canal 1in anticipation of road

construction; and

and Puhlic Facilities
long range

in Central

Working For All Alaska’



RESOLUTION #88-09, P.2

WHEREAS, the State of Alaska has allocated funds for, and is

proceeding with, an economic feasibility study on the Bradfield-Craia
Road and Port Project; and

WHEREAS, a utility corridor to supply power to Canadian mining
companies has already been established parallel to the proposed
Bradfield-Craig road route; and

WHEREAS, the State of Alaska has initiated diplomatic contact
with British Columbia to discuss the Bradfield-Craig road and its
continuation on the Canadian side of the border to intersect with the
British Columbia highway system to complete the intercontinental link

from Central Southeast Alaska to Canada and the Continental United
States; and

WHEREAS, Canadian resource development interests have given
their assurances to the State of Alaska and the Province of British
Columbia that they find the proposed Bradfield-Craig Road and Port
highly desirable as a route to the sea for export of raw materials,

and that they will 1lend their support to the development of the
project; and

WHEREAS, the City and Borough of Juneau, the Ketchikan Gateway
Borough, and the Cities of Wrangell and Petersburg have endorsed the
project by passing formal resolutions expressing their support for
the Bradfield-Craig Road and Port Project.

NOW THEREFORE BE IT RESOLVED that the State of Alaska 1is urged
to expedite construction of a road to Canada via the Bradfield-Craig

River Corridor and the construction of a deep water port facility on
the Bradfield Canal; and

BE IT FURTHER RESOLVED that because of the importance of this
project to the future economic security of all Southeast Alaska, the

Southeast Conference places the Bradfield-Craia Road and Port Project
as a high priority of the Conference.

Adopted by the Southeast Conference this 24th day of September, 1988.



K 2T Ccil Il KAM GATEWAY B OROUGH
Resolution No. 785

A RESOLUTION OF THE ASSEMBLY OF THE
KETCHIKAN GATEWAY EOROUGH, ALASKA,
URGING THE GOVERNOR AND THE ALASKA
LEGISLATURE TO APPROPRIATE FUNDS
FOR THE TIMELY CONSTRUCTION OF A
ROAD FROM THE CANADIAN BORDER TO
THE SEA VIA THE BRADFIELD-CRAIG
RIVER "CORRIDOR AND CONSTRUCTION OF
A DEEP WATER PORT F"CILITY ON THE
BRADFIELD CANAL; AND ESTABLISHING
AN EFFECTIVE DATE i

i

RECITALS

A. The Ketchikan Gateway Borough Assembly supports
construction of a road from Canada through Central Southeast
Alaska to access a deep sea port on the Bradfield Canal.

B. The Alaska Department of Transportation and Public
Facilities (ADOT/PF) has conducted studies to determine the
most practical route for such a road. Of the several corri—
dors identified, designated roadless and wilderness areas
selected by the American and Canadian governments hinder
road construction on 11 but the route from the Canadian
Border to the Bradfielu-Craig River watersheds.

C. Extensive mining activity in British Columbia
creates long-term demand for road access to deep water port
facilities. Canadian mining and other resource development

interests have expressed a preference for a route through

the Bradfield-Craig corridor because of 1its access to the
sea.

D. The Canadian mining company involved has a major
capital investment 1in their operations and has assured the
City of Wrangell they will actively participate in road
construction to link up with the Bradfield-Craig route.

E. . Construction of this road now will assure continu—
ing trade relations with our Canadian neighbors.

F. The centralized location of this corridor lends
itself to future expansion of transportation systems vital
to the diverse economic development of Southeast Alaska.
This corridor will promote commerce and industry, provide an
alternate land route, and improve national defense.

NOW THEREFORE, EE IT RESOLVED BY THE ASSEMBLY OF THE
KETCHIKAN GATEWAY BOROUGH, ALASKA, as follows:

Section 1. The Assembly requests Governor Cowper to
direct ADOT/PF to determine the construction cost tor the
Bradfield-Craig River Route Road and deep water port facili—
ty on the Bradt”eld Canal.



Section 2. Governor Cowper is Jlurcher requested to
join with the Alaska Stace Legislature to introduce legisla—
tion based upon the ADOT/PF cost findings that will enable

the Bradfield-Craig Road and Bradfield Deep Water Port
Projects to proceed in a timely manner.

Section 3. The Assembly urges all Alaska Legisla-

tors to support the development of the vroad and port
proj ect.

Section A . The Borough Clerk -s directed to send
copies of this resolution to Governor Cowper, Commissioner
Hickey, Commissioner Brady, Commissionerer Smith, Colonel

Willbur T. Gregory Jr., and all members of the Alaska State
Legislature.

Section 5. This resolution shall become effective
upon adoption.

ADOPTED this 20th day of June, 1988

ATTEST:

CLERK

/ Approved} as to form:

CIPAL ATTORNEV



“Ila mEND((

O T OF UTHIQEB,

ALASIMA
Presented by: The Manager
Introduced: 05/16/G3
Drafted by: K.C.R.

RESOLUTION OF THE CITY AND BOROUGH OF JUNEAU, ALASKA
Serial No. 1310

A RESOLUTION SUPPORTING THE CONSTRUCTION OF A ROAD FROM THE
CANADIAN BORDER TO THE SEA VIA THE BRADFIELD-CRAIG RIVER CORRIDOR

AND SUPPORTING THE CONSTRUCTION OF A DEEP WATER PORT FACILITY ON
THE BRADFIELD CANAL.

WHEREAS, the City of Wrangell has
and Borough of Juneau

and port project, and

requested that the City
support the proposed Bradfield-Craig road

WHEREAS, economic development anywhere 1in Southeast Alaska

is directly or indirectly of benefit to all of the residents of
Southeast Alaska, and

WHEREAS, extensive mining in British Columbia fifteen miles
from the border crossing of the proposed Bradfield-Craig route
has created an immediate and legitimate long-term demand for road
access to the sea and deep water port facilities, and

YJKEREAS, Canadian mining and other resource development

interests have expressed a preference for the route through the
Bradfield-Craig area because of its close proximity to the sea,
and

WHEREAS, the mining 1interests already have major capital
investment in their operations and have assured city and borough
officials that they will actively participate in road
construction to link up with the 3radfield-Ci.aig route, and

WHEREAS, construction now of a twenty-six mile segment of

road will ensure continuing trade relations with our Canadian
neighbors, and

WHEREAS, this"-international road connection would provide
many opportunities to implement the new United States-Canada Free
Trade Agreement and thereby foster social, cultural, and economic
relationships beneficial to both countries;



NOW, THEREFORE, BE |IT RESOLVED BY THE ASSEMBLY OF THE CITY
AND BOROUGH OF JUNEAU, ALASKA:

1. That the State of Alaska 1is wurged to pursue the
construction of a road from Canada down the Bradfield-Craig River

Corridor and the construction of a deep water port fTacility on
the Bradfield Canal.
2. Effective Date. This resolution shall be

effective
immediately upon adoption.

Adopted this 16th day of May, 1988.

Att: st:

u gfierk

2. Res. 1310



A RESOLUTION OF THE PETERSBURG CITY COUNCIL URGING THE GOVERNOR AND-tX5-------
LEGISLATURE OF THE STATE OF ALASKA TO INITIATE LEGISLATION TO APPROPRIATE
FUNDS TO ENABLE THE TIMELY CONSTRUCTION OF A ROAD FROM THE CANADIAN BORDER

TO THE SEA VIA THE BRADFIELD-CRAIG RIVER CORRIDOR AND CONSTRUCTION OF A
DEEP WATER PORT FACILITY OH THE BRADFIELD CANAL.

WHEREAS, for the past three decades the City of Petersburg has

supported construction of a road iron Canada through Central Southeast
"Alaska to the sea; and

WHEREAS, these requests have resulted in seemingly interninable
reconnaissance studies by the Alaska Department of Transportation and

Public Facilities to determine the nost practicable route for such a road;
and

WHEREAS, the reconnaissance studies have resulted

in a number of
designated route potentials for a road; and

WHEREAS, legislative actions by the governments of the United States
and Canada have now designated roadless and wilderness areas that would

discourage road construction on all but one of the routes proposed in the m
reconnaissance studies; and

WHEREAS, a twenty six mile segment cL that cne remaining alternate
route is from the Canadian Border down the Bradfield-Craig River watersheds
and is the shortest route to the sea and deep water port capability; and

WHEREAS, extensive mining activity in British Columbia, fifteen miles
from the border crossing of the proposed Bradfield-Craig route, has created

an immediate and legitimate long tern demand for road access to the sea and
deep water port facilities; and

WHEREAS, Canadian mining and other resource development interests have
expressed a preference for the route through the Bradfield-Craig area
because of its close proximity to the sea; and

WHEREAS, the mining interests already have a major capital investment
in their operations and have assured us they will actively participate in
road construction to link up with the Bradfield-Craig route; and

WHEREAS, construction of a twenty six mile segment of road now will
ensure continuing tr?de relations with our Canadian neighbors, but to
procrastinate will send them the message that we are not interested and
force them.to go inland with all of their business; and

WHEREAS, construction of twenty six miles of road in this centralized
location lends itself to future expansion of hard surface transportation

systems vital to the economic diversification and development of all
Southeast Alaska; and



WHEREAS, this international road connection would provide the
opportunity for maximum utilisation of the new United Statcs-Canada Free

Trade Agreement and foster social, cultural and economic relationships
beneficial to both countries; and

WHEREAS, said international road would
efficiency for commerce and industry, provide a viable alternative land
route for the traveler, improve national defense in the event of foreign

hostilities and provide an evacuation route in the event of a coastal
catastrophe.

increase traffic flow

NOW THEREFORE BE

IT RESOLVED BY THE CITY COUNCIL OF THE CITY OF
PETERSBURG, ALASKA:

1. Governor Cowper is hereby requested to direct the Department of
Transportation and Public Facilities to make an accurate determination of
construction costs for the Bradfield-Craig River route to the Canadian
Border and a deep water port facility on the Bradfield Canal.

2. Governor Cov;per is further requested to join with the Alaska State
Legislature to introduce legislation based upon the cost finding of AK
DOT/PF, that will enable the Bradfield-Craig Road and Bradfield Deep Water
Port projects to proceed in a timely and expeditious manner.

3. In the name of prudent economic development and the furthurance of a
strong self-supporting economic base in Southeast Alaska, we ask all

legislators of the State of Alaska to support the development of this road
and port project.

4. The City Clerk is hereby directed to transmit copies of this resolution
to:

Governor Steve Cowper

Commissioner Mark Hickey, AK DOT/PF

Commissioner Judith Brady, AK DNR

Commissioner Anthony Smith, AK DOC/ED

Colonel Wilber T. Gregory Jr., Army Corps of Engineers
All members of the Alaska State Legislature

PASSED and APPROVED this 0? day of 1988.

Mayor

ATTESTr:

(L~ "z U j
City Clerk



CITY OF WRANGELL, ALASKA

RESOLUTION MO. 4-83-295

RESOLUTION OF THE COUNCIL OF THE CITY OF WRANGELL,
ALASKA URGING THE GOVERNOR AND THE LEGISLATURE OF THE
STATE OF ALASKA TO INITIATE LEGISLATION TO APPROPRIATE
FUNDS TO ENABLE THE TIMELY CONSTRUCTION OF A ROAD FROM
THE CANADIAN BORDER TO THE SEA VIA THE BRADFIELD-CRAIG
RIVER CORRIDOR AND CONSTRUCTION OF A DEE? WATER PORT
FACILITY ON THE BRADFIELD CANAL.

YEF"~AS, for the rast three decades the City of Wrangell has be n
asking ror construction of a road from Canada through Central Southeast
Alaska to the sea; and

WHEREAS, these requests have resulted in seemingly interminable
reconnaissance studies by the Alaska Department of Transportation and

Public racilities to determine the most practicable route for such a
road; and

WHEREAS, the reconnaissance studies have resulted

in a number of
designated route potentials for a read; and

WHEREAS, legislative actions by the governments of the United
States and Canada have now designated roadless and wilderness areas

LJi<iC wouilu uj-ucourage road construction on all but one ox the routes
proposed in the reconnaissance studies; and

WHEREAS, a twenty six mile segment of that one remaining alternate
route is from the Canadian Border down the Bradfield-Craig River water—

sheds and is the shortest route to the sea and deep water port capabil —
ity; and

WHEREAS, extensive mining activity in British Columbia fifteen
miles from the border crossing of the proposed Bradfield-Craig route
has created an immediate and legitimate long term demand for road
access to the sea and deep water port facilities; and

WHEREAS, Canadian mining and other resource development interests
have expressed a preference for the route through the Bradfield-Craig
area because of its close proximity to the sea; and

WHEREAS, the mining interests already have a major capital invest—
ment 1in their operations and have assured us they will, actively parti—

cipate in road construction to link up with the Bradfield-Craig route;
and

WHEREAS, construction of a twenty six mile segment of road now
will ensure continuing trade relations with our Canadian neighbors, but
to procrastinate will send them the message that we are not interested
and force them to go inland with all of their business; and

WHEREAS, construction of twenty six miles of road in this central —
ized location lends itself to future expansion of hard surface trans—

portation systems vital to the economic diversification and development
of all Southeast Alaska; and



WHEREAS, this intercontinental road connection would provide the
opportunity for maximum utilization of the new United Stat-es-Canada

Free Trade Agreement and foster social, cultural and economic relation—
ships beneficial to both countries; and

WHEREAS, said intercontinental road would increase traffic flow
efficiency for commerce and industry, provide a viable alternative land

route for the traveler, improve national defense in the event of foreign

hostilities and provide an evacuation route in the event of a coastal
catastrophe.

MOW THEREFORE, BE

IT RESOLVED BY THE COUNCIL OF THE CITY OF WRANGELL,
ALASKA:

Section 1. Governor Cowper is hereby requested to direct the
Department of Transportation and Public Facilities
to make an accurate determination of construction
costs for the Bradfield-Craig River route to the

Canadian Border and a deep water port facility on
the Bradfield Canal.

Section 2. Governor Cowper 1is further requested to join with the
Alaska State Legislature to introduce legislation
based upon the cost findings of AK DOT/PF, that will
enable the Bradfield-Craig Road and Bradfield Deep

Water Port projects to proceed in a timely and cx-
peditreus manner.

Section 3. In the name of prudent economic development and the
furtherance of a strong self-supporting economic base
in Southeast Alaska, we ask all legislators of the

State of Alaska to support the development of this
road and port project.

Section 4. The City Clerk 1is hereby directed to transmit copies
of this resolution to:

Governor Steve Cowper

Commissioner Mark Hickey, AK DOT/PF
Commissioner Judith Brady, AK DNR
Commissioner Anthony Smith, AK DOC/ED

Colonel Wilbur T. Gregory Jr., Army Corps of Engineers
All members of the Alaska State Legislature

Section 5. This resolution shall become effective on approval.

PASSED AND APPROVED:

April 12 1988
)
Mayor
a*-i ... . .l'anderrud
crov cl II-3 criRinol tiled
*y dict

ATTEST:
City Clerk (Acting)



CHAMBER OF COMMERCE
CITY OF WRANGELL, ALASKA

A RESOLUTION OF Till: CHAMBER OF COMMERCE OF THE CITY

OF WRANGELL, ALASKA SUPPORTING CONSTRUCTION OF A ROAD
FROM CENTRAL SOUTHEAST ALASKA TO BRITISH COLUMBIA VIA
THE BRADFIELD-CRAIG RIVER CORRIDOR, AND THE ESTABLISH-—
MENT OF DEEP WATER PORT FACILITIES AT AN ACCEPTABLE
SITE. WE REQUEST THAT OUR LOCAL, STATE, AND FEDERAL
OFFICIALS TAKE APPROPRIATE MEASURES TO INSTITUTE THE

PLANNING, PERMITTING AND FINANCING NECESSARY TO COM-—
PLETE *YHIS PROJECT IN A TIMELY MANNER.

WHEREAS, the Wrangell Chamber of Commerce has historically

supported construction of a road system connecting Central South-—
east Alaska with British Columbia; and

WHEREAS, a road between Central
Columbia would generate industrial, commercial and recreational

opportunities essential to the economic stability, diversification
and future growth of the region; and

Southeast Alaska and British

WHEREAS, recent mining activity in British Columbia has created
a rapidly expanding demand for road access to the sea and deep
water port facilities in Central Southeast Alaska; and

WHEREAS, the Alaska Department of Transportation and Public
Facilities has conducted a series of reconnaissance studies during
the past three decades, to determine the most feasible routes for
road access from Central Southeast Alaska to Canada; and

WHEREAS, within the past ten years congressional action and other
considerations 1in Canada and Alaska have created roadless and wild—
erness areas within the reconnaissance study area; and

WHEREAS, the wilderness and/or roadless designation adversely
affects road construction on all routes proposed in the reconnaissance

studies with the exception of the route through the Bradfield-Craig
River watershed area; and

WHEREAS, the Bradfield-Craig route
distance to deep water port potential
other proposed
Columbia; and

is geographically the shortest

from the mining operations and
renewable resource (timber) harvest areas 1in British

WHEREAS, Canadian mining firms have expressed a preference for

this road route to the sea for shipment of ore concentrates to out—
side refining facilities; and

WHEREAS, the Canadian timber industry would open new areas and
utilize the road for timber shipments to the sea; and

WHEREAS, the route from deep water on the Bradfield Canal to the
Canadian border (approx. 75 miles) will accommodate the demand for
deep water access at a cost considerably less than heretofore pro—
posed routes; and



WHEREAS, construction of this road will herald the beginnings of
long term Canadian-American relationships mutually beneficial to
the future growth, economic diversification and overall economic
development programs for the citizens of both countries.

NOW THEREFORE, BE IT RESOLVED BY THE CHAMBER OF COMMERCE OF THE CITY
OF WRANGELL, ALASKA:

Section 1. The City of Wrangell, The State of Alaska Office of
the Governor, Departments of Transportation, Natural
Resources, Commerce Economic Development; The United
States Forest Service and the United States Corps of
Engineers are hereby rquested to jointly and coopera-—
tively take appropriate measures to institute planning
permitting, financing, and diplomatic intercourse with
Canada in order to expidite construction of a road
from Central Southeast Alaska to British Columbia via
the Bradfield-Craig River corridor and to establish
a deep water port facility at an appropriate site.

Section 2. The Secretary of the Wrangell Chamber of Commerce 1is

hereby directed to transmit a copy of this resolution
to each of the following:

Mayor Fern Neimeyer, City of Wrangell

Paul Meyhoff 11, Office of the Governor
Commissioner Mark Hickey, AK DOT/PF

Commissioner Judy Brady, AK DNR

Commissioner Anthony Smith, AK DOC/ED

Walt Sheridan, USFS ANILCA Coordinator

Colonel Wilbur T. Gregory Jr., U.S. Army Engineers,

Alaska District
Senator Ted Stevens

Senator Frank Murkowski

Congressman Donald Young

Lloyd Jones, Alaska State Senator

Robin Taylor, Alaska State Representative
John Sund, Alaska State representative

Section 3. This Resolution shall become effective on approval.
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Alternative 2 - Single Lane Joint Use Tunnel.

Bear Valley to
Wftl.ttles

As illustrated 1in Figure 2~2,

this alternative would provide
direct vehicular

access to Whittier through the construction ofl4b-

a road to Bear Valley and by improving the existing Passage rail

tunnel. All passenger/vehicle movements would be carried out
using automobiles and motorcoaches. Rail

activity would be
limited to freight transport.

Direct access via a joint use one

lane tunnel has been evaluated
several times 1in the past,

most recently in the 1985 "Whittier
Access Road Tunnel Feasibility Study™ (ref. 22).

Major system elements required for this alternative include:

Construction of a roadway from Portage to Bear Valley.

2. Construction c¢cC a roadway within the Portage tunnel to

accommodate rubber tired vehicles.

* cost estimates provided by the Alaska Railroad.



NEW PORTAGE OUTLOOK
BEAR VALLEY ROAD
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3. Excavation of the Passage tunnel to accommodate

necessary ventilation equipment

and emergency turnout
lanes.

4. Additional safety features such as lighting, signing,

traffic signals and barriers, fire alarm and protection
equipment, and emergency phones.

5. Grouting, lining, and insulating the tunnel to prevent
water leakage and ice build-up during the winter
months.

Road to Bear Valiev. The

Bear Valley road would extend

Valley from the current road serving
Visitors Center. Several
evaluated 1in the 1983 "Whittier

Report™ (ref. 2), traversing
feet west of the Portage
parking/staging area about
No. 2 (the west portal

vehicular access to Bear

the Portage Glacier alignments were

Access Road Location Study
a route from approximately 3,600
Glacier Visitors Center to a new

1,900 feet southwest of Portal Door
of the Passage tunnel).

All alignments 1included <crossings of
creeks. The

same for all

both Portage and Placer
route segment between the creek crossings was the

alternatives evaluated, and included an alignment

which parallels the shore of Portage Lake. Extensive rock cuts

(up to a maximum of about 150 feet) would be required along that
segment, which traverses a steep rock slope.

Tunnel Improvements. A roadway must be built within the tunnel

to allow passage of rubber-tired

configurations have been 1identified
joint use facility. The
tunnel

vehicles. Two basic tunnel
for development of the

least costly would be to leave the
width essentially unchanged (14 1/2 feet),
emergency turnouts at regular

decrease the risk of tunnel

and to provide
intervals (ref. 14). To further

blockage and to provide emergency



access a second option would be to enlarge the width of the

tunnel to include a full width shoulder (ref. 22). Both
options would require increasing the

height of the tunnel to
install ventilation

equipment while at the same time providing
the minimum clearances needed for train cargo.

Widening the tunnel to provide a continuous shoulder will add
significantly to the initial construction cost. Prior to final
selection of an alternative careful consideration must be given

to the operational requirements and emergency response
characteristics needed to ensure public safety.

The tunnel may require grouting and 1insulation to

prevent
potential groundwater and icing problems.

Safety 1items such as ventilation, lighting,
systems would

and traffic control
be needed to ensure passenger comfort and safety,

and to provide for smooth traffic flow within the tunnel systetA**A

Potential negative impacts may include:

. Significant delays arising from disabled vehicles in
the restricted-width tunnel.

. Hazardous situation due to one lane roadway and fire
potential.
. Increased owner/operator Jliability when compared to

other alternatives that do not incorporate single lane

reversing traffic operations or joint rail/vehicle
tunnel use.

. Train traffic would be disrupted or

stopped during
construction.

Disruption of traffic flow for train movements.



capital Costs. Alternative route alignments considered for the
Portage-Bear Valley road vrange in cost from $10.6 to $17.8
million (August 1983 dollars, vref. 2). Cost differentials in
the alignments considered were due primarily to the selection of
location and type of bDbridge crossings over Portage and Placer
creeks. All alignments provide essentially the same level of
service, with only relatively minor differences in environmental

impact. Consequently, for this analysis the least-cost
alternative has been assumed to be acceptable.

As indicated above, substantial modifications to the tunnel will

be required to provide for joint vehicle/rail use. The cost of
tunnel improvements which included widening only for periodic
turnouts, as previously described, were estimated in 1981 to be
$20,000,000 (ref. 14). A more recent analysis (1985)

recommended full-length widening of the tunnel, resulting in an
estimated cost of $102.7 million (ref, 22).

An evaluation of the public safety considerations inherent in

each of the design alternatives is
study. Consequently,the range of
presented, with the upper and
options as described above.

beyond the scope of this
development costs is
lower figures representing the

Another issue that has been recently discussed

for wusing the existing pipeline tunnel
tunnel ventilation system.
rail tunnel, and it has
savings could be

is the potential
as a plenum for the

The pipeline tunnel parallels the
been suggested that significant cost

realized by eliminating the excavation needed
to provide ventilation space 1in the

rail tunnel. Since a
detailed engineering analysis of

thepipeline tunnel proposal
would be required to ensure that it would provide a safe and

effective means of ventilation, this study includes the cost of

enlarging the rail tunnel and installing ventilation equipment
as previously proposed.



Estimated construction costs for the
summarized in Table 2-1.

system elements are

TABLE 2-1
Estimated construction Costs, Alternative 2
Estimated Updated
Item Cost ($™* Source Date Cost

Low-cost tunnel improvement alternative:

Portage-Bear
Valley Rd. $10,600,000 ref.2 Aug "83 $ 10,800,000

Tunnel improvements $20,000,000 ref.14 Mar "81 S 24.800.000
TOTAL $ 35,600,000
Full-length tunnel widening alternative:

Portage-Bear

Valley Rd. $10,600,000 ref.2 Aug "83 $ 10,800,<3~ *
Tunnel improvements $102,700,000 ref.22 July "81 $102.700.000

TOTAL $133,500,000

* Estimates include engineering, administration, and
construction costs

Source: TAMS Engineers

Operating and Maintenance Costs. Operation of the joint use

tunnel will vrequire significant annual outlays for staffing,

energy use, equipment maintenance, and spare parts and
materials. Total annual costs are estimated at $1,450,000
(1985 dollars, ref. 22), Some additional expense will be

required to maintain the Portage-Bear Valley road; this cost

will be minimal in relation to the tunnel operating costs,

and
is neglected for this analysis.



CHAPTER 3
HISTORICAL AND PROJECTED TRAFFIC

CURRENT TRAFFIC

The Alaska Railroad keeps historical records of passenger and

auto traffic between Portage and Whittier. As illustrated in

Table 3-1, traffic counts between 1979 and 1985 have
each year. The most drastic changes

ridership were in 1983 and 1985.
recent jump

increased
in passenger and auto
The underlying cause of the
in recorded ridership vas that prior to 1985, cruise

ship passengers were transferred from Whittier to Anchorage by

chartered train service, and thus were not recorded with the

shuttle service between Portage and Whittier.

TABLE 3-1
Portage to Whittier Shuttle Traffic
Historical Data

Annual Annual

Annual
% Total % Total* %
Passengers Change Vehicles Change Passengers Change
1979 68,691 16,039 84,730
1980 71,131 3.55% 16,226 1.17% 87,357 3.10%
1981 75,519 6.17% 17,879 10.19% 93,398 6.92%
1982 77,665 2.84% 17,784 -0.53% 95,449 2.20%
1983 98,224 26.47% 19,516 9.74% 117,571 23.18%
1984 100,351 2.17% 19,779 1.35% 120,130 2.18%
1985** 125,250 24.81% 21,878 10.61% 147,128 22.47%
Average Annual Traffic
Growth 180-785 11.98% 6.16% 10.99%

* Total Passengers mea/".s passengers plus vehicles. Vehicle
drivers are not counted with passengers.

** Estimated. December 1984 ridership was used to calculate
total 1985 ridership.

Source: Data: Alaska Railroad
Table: TAMS Engineers



FACTORS INFLUENCING FUTURE TRAFFIC

Future traffic levels to and from Whittier will be

influenced by
several factors 1including:

community development plans by the
City of Whittier; the possible construction of a new harbor
facility at Shotgun Cove; a growing population base; increases
in tourism and cruise ship activity; and the completion of the

Begich, Boggs Visitor Center at Portage Lake. Each of these

factors is discussed in more detail below.

Land Ownership Trends

Over the past 15 years, patterns of land ownership in Whittier

have changed from a single landholding by the U.S.
several major landowners.

grants and a City

government to
With the prospect of a number of land

land disposal program, land ownership trends

can be expected to dramatically change in the years to come.

State of Alaska. The State of Alaska
landovner in Whittier.
to

is presently the major
The federal government transferred title
5,205 acres of land to the State through provisions of a 1983
National Forest Community Grant Selection. Most of this land
is located 1in the Shotgun Cove area. One hundred acres of this
land grant will be transferred to Chugach Alaska Corporation,
and another unspecified amount will

be transferred to the city
of Whittier. With the

January 1985 transfer of the Alaska

Government to the State of Alaska, the
valuable railroad lands concentrated

Railroad from the Federal

in the Whittier core area
and the West Camp Delta also came under State ownership.

Chugach Alaska Corporation.

In December 1982, Chugach Alaska
Corporation vreceived titlement

lands through the Alaska Native
Claims Settlement Act and became the third largest landowner in

Whittier. The ~corporation made two selections, one for 400
acres at the east of tha Whittier core area, and one for 100
acres near the site of the proposed Shotgun Cove Harbor.



Citv of Whittier. The City of Whittier has always been a minor

landowner in Whittier. Currently, the only land the City has
title to 1is a few small parcels in the Whittier cove area which
were purchased when the U.S. Army deactivated 1its Whittier
operations. Most of the federal land originally purchased by
the <city was subsequently sold following its incorporation in

1971, in an effort to raise revenues and encourage residential
development.

In 1984, state legislation was enacted to transfer 600 acres of

the lands received from the federal land grant to the City of
Whittier. Consequently, the City of Whittier will receive 200
acres of land 1in the Whittier subdivision, and 400 acres from
the Shotgun Cove area. A provision of the legislation is that

lands not needed for public purposes must be disposed of by the
City within ten years.

Private Landholdings. A total of 250 acres of land in Whittier

are owned by private landholders, excluding

Corporation. Most of these lands are located
Delta, the Whittier Cove area,

Chugach Alaska

in the West Camp
and near the Shotgun Cove area.

Although the City"s lands at the Shotgun Cove harbor site will

be wused for public service wuse, much of the
600-acre State land grant will

public use. The City 1is

land from the
probably not be retained for

in the process of developing a land
disposal program, and has developed general

disposal of lands in the Whittier
Subdivisions. It

lands will become

guidelines for the

and Shotgun Cove
is expected that a significant amount of these

available for purchase by private owners for
residential development.

3-3



Goals and Policies for Future Development

The City"s general goals for community growth are to encourage a
limited rate of growth that maintains and enhances Whittier"s
small-town, marine-oriented character, and to
enhance the natural features, environment,
the community (ref. 11).

protect and
and scenic beauty of
The city also plans to encourage the
expansion of marine/onshore recreation opportunities, the
commercial fishing industry, tourism, commercial

locally-preferred industries, vresidential development, and to

work with state and federal agencies, and the Chugach Alaska
Corporation to encourage community development.

business,

Shotgun Cove Harbor Development Plans

One of the primary attractions of Whittier is
Passage Canaland Prince William Sound.
boat harbor which

its access to
Whittier has one $3*11

is predominantly used by recreational boaters.
Currently, all existing slips at the

harbor are permanently
assigned to boat owners and there

is an extensive waiting list.

The City has 1issued a funding request to

Legislature for development of a small
Cove, and

the Alaska State

boat harbor at Shotgun
completion of the Shotgun Cove Road to provide access
to the  harborsite.

The city regards construction of the harbor
and access road as

key to Whittier®s economic future, and has
made this project its highest-priority funding request.

The U.S. Army Corps of Engineers (COE)

is currently examining
alternative sites

in Shotgun Cove for the proposed boat harbor.
Projections of future dnmand for harbor
summarized as follows:

facilities are

Existing Harbor Demand. The existing Whittier Small

Boat Harbor
has a total of 332 permanent berthing slips.

Essentially all



available harbor slips are rented to year-round berth holders,

most of whom own private recreational craft,

while a smaller
portion own commercial fishing or

charter vessels. Over 90
percent of the permanent berth holders reside within the

boundaries of the Municipality of Anchorage, while the remaining

10 percent live in Palmer, Whittier, Soldotna, and various other
locations.

There are currently 210 vessel owners on the waiting list for

permanent harbor moorage space at the Whittier Small

Boat
Harbor. More

than 85 percent of these wait-listed vessels are

recreational boats, while the remaining 15 percent are
commercial vessels.

An estimated waiting time of 5 to 7 years for permanent moorage

space has served as a «cirong disincentive for prospective

wait-listed boat3. For this reason,

the COE has estimated the
actual number of vessel owners

desiring moorage space at-fche
harbor as 350 rather than the 210 on the wait-list.

The harbor is designed to accommodate 20 to 30

transient
vessels, depending on size.

However, as many as 250 vessels
have been recorded at one time at the transient float.

In 1984, a total of 506 transient vessels were recorded to have

used Whittier harbor facilities. Most of this use occurred from

May to September during the summer recreational and salmon

fishing season; Approximately 60 percent of
vessels were commercial fishing boats,
percent were recreational boats.

the transient
while the remaining 40

fuJaua Recreational Vessel Demand. The

primary factor
influencing future

regional demand for recreational moorage was
determined to be population growth 1in the
Anchorage, the Matanuska-Susitna
Peninsula Borough.

Municipality of
Borough, and the Kenai

Population projections for these areas are
summarized in Appendix A.



Preliminary COE studies of the proposed Shotgun Cove Boat Harbor

indicate that only two harbors

in the Anchorage-Kenai Peninsula
area

(Homer and Seward) compete with Whittier facilities.
projected regional population growth,
current or planned moorage at Homer,
COE study concluded that 672! new vessel
Whittier by the year 2000.

Using
driving distances, and
Seward, and Whittier, the
slips would be needed in

Because the Shotgun Cove Harbor site provides ample opportunity

for future expansion, the COE

recommendation is that only 50
percent of the long-term

future demand (336 spaces) be
considered for present near term development planning.

The fleet composition of

future vessels and geographic
distribution of owner®s

residences is assumed to be similar to
present users of the Whittier Small Boat Harbor.

Charter and Commercial Fishing

recreational vessel wuse, there are currently 18 marine charter
boats and 18 commercial fishing vessels using the Whittier Small
Boat Harbor. The COE study indicated that approximately 15 new

charter boats would be expected to commence operation at the new
harbor during 1its first year of

vessels commencing operation

Yeggs! .DeEffiTifl.  In additiom)to

operation, with another 10
during the following five-year
period. Furthermore, approximately 25 additional commercial

fishing vessels are expected to wuse harbor facilities 1if

additional space becomes available.

Estimates of all existing and future vessel

moorage demands in
Whittier are summarized in Table 3-2.

Preliminary plans by the Corps for

considerations thus are based on projected requirements for 326
new slips (the difference between the aggregate moorage demand
of 1,158 and total existing moorage space of 332). The
anticipated slip demand through the vyear 2010 1includes an
additional 336 slips for a total of 1,162 new slips.

initial harbor design



TABLE 3-2
Summary of Vessel Moorage Demands
For Initial Phase of Shotgun Cove Harbor Development

1985-2010
Recreational Commercial Charter Total
Existing Full-Time 296 13 18 332
Existing Wait-Listed 302 48 - 350
Existing Transient 40 60 10 100
Future 336* 25 15 376
Total 974 141 43 1,158

* Figure shown is 50 percent of the total
demand to be served in Whittier.

Source: U.S. Army Corps of Engineers

estimated recreational

Population Needs

Whittier 3 population as of 1984 was 273  (ref. 11).

Historically the resident population has fluctuated widely,
mostly reflecting the extent of military involvement in the

community. As 1is illustrated in Table 3-3,

the community was
established

in the early 1940°s and has fluctuated in population
from 130 to 809 between census recording periods.

TABLE 3-3
Historical Whittier Population

YhiS PQPUIla ftl ftn

1939 0

1950 627

1960 809

1970 130

1980 198

1982 211*

1983 263* 24 6%
1984 273 3.8%

* revenue sharing estimates

Source: City of Whittier Community Comprehensive Plan,

Draft,
Nov. 1984 with updated editing.



Currently, Whittier residents are primarily

dependent upon
access to Anchorage for groceries,

medical care, and other
consumer products and services. Although Whittier has some
two hotels, two
two small general stores,

Anchorage are required for major purchases of consumer

consumer service businesses including
restaurants, seasonal eateries, and
trips to
goods.

Population projections for the community, shown

have been recently prepared by the Alaska Department of
Community and Regional Affairs. The projections are based on an
assumed annual net growth rate of 7.5 percent.

in Table 3-4,

TABLE 3-4
Projected population, City of Whittier

Year Population Year Pooulati
1986 363 1997 806
1987 390 1998 866
1988 419 1999 931
1989 450 2000 1,001
1990 484 2001 1,076
1991 520 2002 1,157
1992 559 2003 1,244
1993 601 2004 1,337
1994 649 2005 1,437
1995 698 2006 1,544
1996 750 2007 1,660

Source: State of Alaska, Department of

Community & Regional
Affairs, January 1986.

Projected Tourism lIncreases

Results of the Alaska Traveler Survey
Analysis 1983, conducted by the State Division of Tourism,

indicated that 649,960 visitors came to Alaska between October
1982 and September 1983.

some time in Anchorage.

and Visitor Industry

Two-thirds of these visitors spent
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The Division of Tourism estimates that the number of people

visiting the state since the 1983 study has increased by 7
percent annually to approximately 691,200 in 1984 and 740,000 in

1985. Similarly, a 5 to 7 percent increase in the number of
statewide visitors has been projected for 1986.

According to the Anchorage Convention and Visitor"s
(ACVB),

Bureau
the number of non-Anchorage residents visiting Anchorage
increased by 5.5 percent from 787,400 in 1983 to 830,700 in
1984. Asimilar increase has been estimated by ACVB for 1985.

The 1984 Anchorage Visitors Study conducted by ACVB indicated

that 44 percent of the summer 1984 visitors went to Portage

Glacier during their visit, and 32 percent visited the Kenai

Peninsula area. However, only 9 percent of the summertime
visitors went to Prince William Sound, an indication of
Whittier®"s current vrole as a transfer point rather than a
stopover destination for most visitors. <~ m

Although Whittier"s existing facilities
much increased wuse, tourism
local economy. The City

lack the capacity for

is viewed as a major sector of the
of Whittier has adopted policies to
encourage increased tourism by: 1) having Whittier recognized
as a short-term and overnight stopover point for cruise ship,

ferry and railroad tourist passengers, and 2) expanding

through the
construction of Shotgun Cove Harbor, the development of Decision

Point as a Marine Park, and increasing the number of charter
boat services.

marine-oriented recreational opportunities

Future tourism increases at Whittier, generated by the expansion
of <cruise ship activity and the completion of the Begich,

Visitor Center at Portage, are discussed 1in the
sections.

Boggs
following



Cruise Ship Activity

In June 1983, Whittier became the northern termination point for

the Tour Alaska cruise ship, Cunard Princess. The cruise ship
docks at Whittier following 1its voyage north from Seattle
through southeast Alaska®s inside passage. After disembarking
in Whittier, passengers board the Alaska Railroad to tour
Anchorage and make optional trips to Portage, Turnagain Arm,
Mount McKinley, and Fairbanks. Since the Cunard Princess™ first
9 landings in 1983, two new cruise ship lines have begun landing
their ships in Whittier: French Pecquet®"s Rhapsody, and World
Explorer Cruise"s Universe, for a total of 26 cruise ship calls
to Whittier in 1985 (a 188.8 percent increase over 1983). Each

ship®s ridership during 1985 is discussed in more detail below:

s/s Rhapsody Discussion with marine operation personnel at

Pacquet French Cruises, Inc. indicated that the Rhapsodes

presence in the 1985 season generated a total of 9000 one way
trips between Anchorage and Whittier.

The company expects to be
carrying 25 percent more passengers,

generating approximately
11,200 one way trips between Anchorage and Whittier in 1986.

The expected 1increase in passengers translates

into 85 percent
capacity ridership for the Rhapsody.

M/v  Cunard Princess. During the 1985 summer season, the Cunard
Princess generated roughly 1000one-way transfers
Anchorage and Whittier per call, according to the

Maritime Agency in Whittier. In addition,
M/V

between
Alaskan
it was noted that the
Cunard Princess was often near capacity (700 passengers with

800 capacity), but that on average 500 passengers left the boat

and that roughly the same number ofnew passengers arrived from

Anchorage.

s/s Universe. Marketing personnel with World Explorer Cruises

indicated that 3,411 passengersfrom the Universe rode the

Alaska Railroad between Portage and Whittier in 1985, indicating



that the Universe was operating on average at 88 percent
capacity. Most Universe passengers ride the trainto Anchorage
with no stop over in Portage,

although the cruise line does
provide that option for passengers.

Regency. Traffic in 1986 will also be augmented by the addition

of a new ship, the Regency, calling inWhittier.The
a 708 passenger luxury liner that 1is
Whittier 9 times in the 1986

Regency 1is
expected to call in

summer season. As with the M/V
Cunard Princess and the S/S Rhapsody, Whittier will
turnaround point, so

of

serve as a
that the Regency will be unloading 9 sets
passengers who will travel to Anchorage to fly home,

and will
be picking up 9 sets of passengers

in Whittier to begin their

trip. Transfers of these passengers between Whittier and
Anchorage will be by the train to Portage and then by bus to
Anchorage.

N«Z.
Beaich Boggs Visitor Center

Construction of the new Begich, Boggs Visitor Center in the

Portage Glacier Recreation Area started in 1984 and
for completion in 1986.

will accommodate up to

is scheduled
The 13,600 square foot center, which

400 people at one time, 1is expected to
attract a significant increase

in visitors at Portage, with its
200-seat theater and enclosed

observation platform facing the

glacier. As the Visitor Center is in closa proximity to all of

the alternative access routes to Whittier, some carryover
traffic to Whittier can be expected.

Currently, the Portage Glacier Recreation Area

most frequently visited site of 1its kind
miles southeast of Anchorage via
provides easy,

is considered the
in Alaska. Only 50
Seward Highway, the site

inexpensive access to Portage Glacier and nearby
attractions. Visitation has

increased steadily since the
Portage Valley access road was

constructed in 1954. Between



1966 and 1981, the number of people visiting the glacier more
than tripled from 110,000 to 340,000. Visitation to the Portage
Center for 1985 was estimated at 400,000.

The U.S. Forest Service projects annual increases of 17 percent

in non-resident visitors and 10 percent in resident visitors to
Portage until the first year of operation of the new visitor
center in 1986. A 15 percent increase is projected for both
non-resident and resident visitation during the center"s first
year of operation. Thereafter, annual increases of 13 percent
in non-resident visitation and 10 percent in resident visitation
are expected wuntil a maximum capacity of 2,300,000 total
visitors (1,771,800 non-resident and 529,000

resident) is
reached in 1997 (ref. 21).

TRAFFIC FORECASTS 1986-2007

Methodology

Traffic projections were prepared

by estimating the number of
trips

generated annually by each of the user groups described
the preceding sections. The assumptions
high, medium and

in
used in developing
low forecasts were based on current practices

and anticipated community changes. It was also assumed that

access improvements under each of the transportation
alternatives would be operational beginning in 1988.

High Forecast Assumptions

Local Population. As previously described Whittier®s population

is expected to increase 7.5 percent annually.

For the high
forecast scenario

it wac assumed that 26 percent of the Whittier

population, representing 40 percent of the working age



population would commute to work 1in Anchorage.* Each of the
commuters was assumed to generate 500 one-way trips per year.

It was also assumed that the non-commuting balance of the
Whittier community would still make trips for recreational,
shopping, and medical purposes. Trips generated by the
remaining 74 percent of the Whittier population were derived by

assuming that on average each individual would generate trips
according to the following schedule:

Prior to improved access

1 trip per month, September - May.

9 trips per month, June, July, August.
Total annual one-way trips per person: 72

with improved access

1 trip per month, October - April.

2 trips per month, September, May.

9 trips per month, June, July, August.
Total annual one-way trips per person: 76

The trip generation assumptions were based on the local resident

survey prepared for the Whittier Transportation Options Study,
March 1981 (ref. 14).

* The percentage of working age adults, age 20 to 64, in the
Whittier community was assumed to remain the same as

determined by the 1980 census data as recorded in the City of
Whittier Master Plan (ref. 11).

According to the Mat-Su Borough Planning Dept, approximately
40 percent of the working age adults living in the borough
work in Anchorage. As travel time from Whittier to Anchorage
would be comparable, the same proportion was used.



Population projections for the surrounding areas, including the

Municipality of Anchorage, the Mat-Su Borough, and the Kenai
Peninsula Borough are incorporated into traffic projections by
their effect on moorage demand and charter boat wusage 1in
Whittier, as described in subsequent sections.

cruise ships. Cruise ship activity for the

high forecast
scenario was assumed to grow at

an annual average rate of
approximately 7 percent, -equivalent to the upper bound of
non-resident tourist growth anticipated for the state as
indicated by the Alaska State Division of Tourism.*

This rate
of growth would require the

addition of a new cruise ship at
intervals of 3 vyears beginning in 1938.

current practices each new ship would call
per season.

In accordance with
approximately 9 times

The maximum capacity of the new ships was assumed to be 720 (the

average size of the ships presently calling in Whittier;. It

was also assumed that the new vessels would operate at 85

percent of passenger capacity, since the ships now serving the

area are operating at abc/ 1T this level.

Total trips generated were derived assuming that Whittier would

be wused as a turn around point and thus would service 18 sets of
passengers, as 1is

typically the case with existing cruise ship
service.

According to these assumptions each additional

be expected to generate approximately 11,000
trips between Whittier and Portage.

cruise ship can

annual one-way

* Alaska State Division of Tourism, Telephone conversation with
personnel in the Marketing Research Department, Dec. 18,

1985. The expected annual growth in non-resident tourism in
southcentral Alaska is between 3 and 7 percent.



Chartered boats. The high forecast for chartered boat usage

assumes that the proposed Shotgun Cove

harbor will begin
operating in 1991.

According to the current harbor development
study by the Corps of Engineers, the 18

chartered craft
currently operating will be

supplemented by 15 new craft the
first year of the new harbor®s operation and 10 additional boats

by 1995. These vessels typically offer half day to several day

excursions. The high forecast assumes an average of

excursion offered daily by
vessel

one
each vessel, and that each charter
operates at approximately 85 percent capacity for the May
to September season. Each vessel is assumed to carry an average

of 5 passengers per excursion, and each passenger is expected to
generate two, one-way trips.

Boat Owners. Recreational
slips typically make
to May, and
resulting

boat owners with permanently assigned
one round trip per month during September
two round trips per week during the summer motjfchs,

in an average for non-Whittier residents of 72 one-way
trips annually (ref. 14).

was assumed to increase
one-way trips per year.

For the high forecast improved access
the annual total to approximately 100

It was also assumed that on average each trip generated by a

boat owner would generate at least one additional passenger
trip.

As with the forecasts for charter boat traffic, it was assumed
that the harbor at Shotgun Cove would be completed and operating
in 1991. Under current planning by the Corps of Engineers 678
slips are projected to be used for recreational
equivalent of approximately 40 slips
transient use (ref. 8).

purposes. The
will be demanded for

Currently, approximately 97 percent of

recreational and
chartered boat owners who

permanently moor their boats 1in



Whittier®s small boat harbor Jlive outside of Whittier, and it

was ? ssumed that this percentage would

remain the same
following development of the new harbor.

As discussed previously, initial

harbor development at Shotgun
Cove

is assumed to be 50 percent of the anticipated recreational
moorage demand for the year 2010 (ref. 8).

For the high
forecast scenario

it was assumed that harbor expansion to meet

the remaining demand (336 slips) would be completed by the year

20004

Currently there are 18 commercial vessels moored

in the Whittier
small boat harbor, and approximately 70

percent of these
vessels®™ owners vreside outside of Whittier (ref. 8). By the

year 2000, 141 total commercial moorage slips will be required

in Whittier. Sixty of these slips are projected to be demanded

by transient vessels (ref. 38). 0Of the 63 total commerfiital

vessels owners expecting to demand
approximately 92 percent will

decline in the proportion
owners

permanent moorage space,
reside outside of Whittier. The
of Whittier-based commercial vessel

is derived from the residential composition of commercial
boat owners cvirrently on the waiting

space (ref. 8). It was
would generate travel
boat operators.

list for permanent moorage
assumed that commercial boat owners
demands at the same rate as recreational

It was also assumed that available

transient slips would
generate tripe to and

from Whittier on an equivalent basis to
permanent slips. In additio.i,

transient boat owner traffic was
estimated to increase it

a rate proportional to the projected
growth in Anchorage area population.

Ferrv Traffic. It is a goal of the City of Whittier to pursue

increased ferry service to Whittier (ref. 11).

For this
analysis,

it was assumed that Alaska Marine Highway ferry access



to and from Whittier would be extended to year round service by

1990. Currently the M/V Bartlett, which services Whittier from

mid-May through mid-September, transports 22,000 passengers and

4,500 vehicles on average each year, operating near capacity

(ref. 11). It was assumed that when service is extended
throughout the vyear that the system on average would operate at
80 percent capacity. Total traffic to and from Whittier

generated by 12 month ferryservice was estimated tobe 52,800
passengers and 10,800 vehicles annually.

The Glacier Queen was estimated to generate 6,800 trips to and

from Whittier based on a 17 week summer season,

making 4 calls a
week to Whittier,

and servicing 100 passengers each call.

Begich. Boggs Visitor Center. As a major tourist attraction for
both residents and non-residents, the Begich, Boggs Visitor ., .

Center can be expected togenerate some additionaltraffic to
Whittier. Withimproved access to Whittier travelers
the vicinity may decide to take the additional
currently 1.5 percent of the visitors

who are 1in
trip. As

complete a trip to
Whittier, the high forecast assumes that vith

five percent of the
those

improved access
net visitors to the visitor center (e.g.,
who would not otherwise be expected to travel to Whittier)
would be induced to take the additional

trip to Whittier.
Traffic projections based on the high

forecast scenario
assumptions are summarized in Table 3-5.



RESIDENTIAL

POPULATION
1986 26,136
1987 28,080

*1088 78,035

1989 83,808
1990 90,140
1991 96,845
1992 104,108
1993 111,930
1994 120,870
1995 129,996
1996 139,680
1997 150,109
1998 161,284
1999 .173,389
2000 186,426
2001 200,394
2002 215,480
2003 231,683
2004 249,003
2005 267,627
2006 287,555
2007 309,158
SOURCE:
Note:

nilITSF

SHIP
TOURIST

39.772
39.772
50.788
50.788
50.788
61.804
61,8U4
61.804
72.820
72.820
72.820
83.836
83.836
83.836
94.852
94.852
94.852
105.868
105.868
105.868
116.884
116.884

TAMS ENGINEERS
*1988 - first year of new service

TURBCASTTED TRIPS GENERATED BETWEEN PORTAGE AND WHITHER

CHARTERED
BOATS

27,540
27,540
27,540
27,540
27,540
50,490
53,550
56,610
59,670
62,730
65,790
65,790
65,790
65,790
65,790
65,790
65,790
65,790
65,790
65, 79U
65,790
65,790

TABLE 3-5

RECREATIONAL CHAKFER

BOAT
OWNERS

41,345

41,453

56,850

56,998

57,146
186,912
187,798
187,885
188,374
188,863
189,355
189,847
190,340
190,835
251,460
252,114
252,769
253,426
254,085
254,746
255,408
256,072

BY SOURCE
HIGH
COMMERCIAL
. BUAT
1,257 907
J,257 907
1,729 1 247
1,729 1 247
1,729 1 247
3,169 4 008
3,361 6 376
3,553 8 744
3,745 11 112
3,937 13 753
4,129 13 753
4,129 13 753
4,129 13 753
4,129 13 753
4,129 13 753
.4,129 13 753
4,129 13 753
4,129 13 753
4,129 13 753
4,129 13 753
4,129 13 753
4,129 13 753

FERRY

33, 300
33, 300
33, 300
33 300
70, 400
70, 400
70, 400
70, 400
70, 400
70, 400
70, 400
70, 400
70, 400
70, 400
70, 400
70, 400
70, 400
70, 400
70, 400
70, 400
70, 400
70, 400

BEGICH-BUGGS

VISITOR"S
CENTER

5804
6639
24703
28210
30294
34166
39133
44713
50431
57474
65388
73732
83729
94967
106737
106737
106737
106187
106187
106187
105636
105636

HIGH

FORECAST

TOTAL

176,062
178,948
274,191
283,620
329,283
507,793
526,130
545,639
577,421
599,973
621,315
651,597
673,262
697,100
793,548
808,170
823,911
851,236
869,215
888,500
919,555
941,823

HIGH
FORECAST

AVERAGE
DAILY
TRAFFIC

482

490

751

77

902
1,391
1,441
1,495
1,582
1,644
1,702
1,785
1,845
1,910
2,174
2,214
2,257
2,332
2,381
2,434
2,519
2,580



assumption, the high, medium and
8.8 percent, 7.0 percent,
rate, respectively.

low forecasts incorporate an
and 3.4 percent average annual growth

Sharp increases in traffic for the medium and high scenarios are

projected to occur in 1991 and 2000, due to the assumption that

the first phase of the Shotgun Cove small boat harbor
development will be completed in 1991, and that additional
recreational harbor space will be completed by 2000.

Alternative 2

Under this development scenario all
transported
that on

passenger traffic will be

by private vehicles or motorcoaches. It was assumed

average each vehicle Would transport 2.5 passengers,
this was considered

per vehicle for the

as
to be a representative number of occupants

primary groups traveling to and from
Whittier (e.g., private residents, boat

owners, charter boat
users, and ferry passengers) (ref.14).

Alternative 2a

Alternative 2a assumes both direct vehicular traffic and Budd

car shuttle access to Whittier. To estimate a split between

rail and drive-through traffic it was assumed that the Budd car
shuttle would be given priority use of the tunnel during peak

(daytime) traffic hours. Consequently tour operators would to a
large extent utilize the

train service options for
transportation

between Portage and Whittier,

to avoid the travel
restrictions applied to motorists.

Recreational boaters, on the other hand, are expected to drive
directly through to Whittier
hauling recreational gear and

early morning and evening hours.

because of the convenience of
availability of access in the



Charter boat wusers and ferry

riders were assumed to use both
forms of access to Whittier.

These categories of travelers
include both regional residents and out-of-state tourists,

indicating that a significant proportions of each group will
demand access by private vehicle as well as by public transport.

Local population traffic to and from Whittier was also assumed

to be split between the two transportation options, with the
largest proportion assumed to travel by private vehicle.

Table 3-8 summarizes the percentages of each traffic category

assumed tc travel by train and by vehicles.

TABLE 3-8

Transport Mode .Percent of category

Autos/Buses: 60% of local population traffic
90% of recreational boating
40% of charter boating

20% of Begich, Boggs incidental
50% of ferry traffic

20% of cruise shi;-» passengers

Trains: 40% of local population traffic
10% of recreational boating
60% of charter boating

80% of Begich, Boggs incidental
50% of ferry traffic

80% of cruise ship passengers

Source: TAMS Engineers



1985
1986
1987
1988
1989
1990
1991
1992
1993
1994
1995
100ft
1997
1998
1999
2000
2001
2002
2003
2004
2005
2006
2007

jrage
Annual
Growth

HIGH

TOTAL TOTAL
PASSENGERS  VEHICLES
403 60
482 72
490 73
751 300
777 311
902 361
1,391 556
1,441 577
1,495 598
1,582 633
1,644 658
1,702 681
1,785 714
1,845 738
1,910 764
2,174 870
2,214 886
2,257 903
2,332 933
2,381 953
2,434 974
2,519 1,008
2,580 1,032
8.80% *6.72%

Source: TAMS Engineers

Note:

TABLE 3-10

ALTERNATIVES 2, 3, 4, and 5

ANNUAL AVERAGE DAILY TRAFFIC

MEDIUM

TOTAL TOTAL
PASSENGERS ~ VEHICLES
403 60
467 69
475 71
568 227
580 232
635 254

m -

T M
1,125 450
1,160 464
1,227 491
1,258 503
1,286 514
1,316 526
1,379 552
1,564 626
1,582 633
1,600 640
1,650 660
1,670 668
1,693 677
1,716 687
1,772 709
6.96% *6.18%

*1988 - first year of new service.

LUW
TOTAL TOTAL
PASSENGERS ~ VEHICLES
403 60
451 67
457 68
533 213
542 217
551 220
560 224
Ty g 22a
612 245
624 250
638 255
653 261
669 268
716 286
735 294
756 303
764 306
772 309
810 324
819 328
828 331
838 335
848 339
3.44% *2_48%

1986 and 1987 figures are based on current service.
Percentage growth is derived with base year 1986.



[rg— = -
i ] , . . | J I 1 |_| Wr/M

FIGURE 3-3

ALTERNATIVES 2, 3, 4, and 5

PASSENGER ANNUAL AVERAGE DAILY TRAFFIC

1985 1987 1989 1991 1993 1995 1997 1999 2001 2003 2005 2007

YEAR
0 HIGH + MEDIUM * LOW

SOURCE: TAMS Engineers



ALTERNATIVES 2, 3, 4. and 5

" VEHICLE ANNUAL AVERAGE DAILY TRAFFIC
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CHAPTER 4
FINANCING ALTERNATIVES

The wuse of local revenues to fund capital as well

as operating
and maintenance costs will

be critical to the economic viability
of improving access to Whittier. This

analysis of a number of local
use of revenues derived from
potential revenues
of the rail

chapter presents an
financing options, including the
access tolls; local taxes; and
derived from transporting by truck a portion
freight projected to be shipped through Whittier.

CONSTRUCTION FINANCING USING NET REVENUES

A central element of this
proportion of construction
improvements that

study effort 1is to determine the

costs for transportation access

could be financed through annual
(the balance of gross toll

maintenance costs). In this

maintenance (0&M) costs are
described cost

on a review

net revenues
receipts less operating, jand
section annual operating and'"
determined wusing previously
components and projected traffic volumes.
of appropriate tariff levels,
revenues are estimated, leading to

Based
gross and net annual

estimates of potential
revenue bonding capacity for each alternative.

Key assumptions used

in determining the bonding capacity of each
alternative include:

e Passenger and vehicle tolls, as well as 0 &M expenses,

are assumed to increase at the rate of inflation, taken

for this analysis to be 5 percent per annum.



Revenue bonds are based on the net revenues of the
project. Typically, a debt service coverage factor of
at least 1.35 1is required to satisfy the financial
safety requirements of potential bond buyers. This
factor implies that for every $1.00 borrowed in the

form of revenue bonds $1.35 must be available to repay
the debt from net revenues.

The Bond Buyer®s Index of Municipal Bond Interest
Rates, which is an indicator of bond interest trends
for the United States published by the

Daily Bond
Buyer, 1indicated a range of

interest rates from 8.85 to
10.31 percent for revenue bond
1985. Bond rates in Alaska are generally on the high

end of the scale, due to the relatively volatile nature
of the state economy.

issues nationwide 1in

For this analysis revenue bonds
are assumed to be issued at a tax free market

interest”,
rate of 10 percent per annum.

Revenue bonds are typically 1issued for
twenty to

a period of

thirty years following completion of capital
construction. For

this analysis a twenty year period
has been used.

Eighty five percent of projected bonding capacity was
assumed to be available to pay for the
construction, including

costs of
outlays for engineering design
and construction administration. The
percent

remaining 15
was assumed to be required to offset bond sales
costs, reserve requirements, and other
expenses.

up-front

Bonding capacities were based on the net revenue

streams for the period 1988 to 2007. For
alternative, the net present value of the

each

revenue
streams was deflated to represent 1986 dollars.

4-2



