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Sponsor Statement for CSHB 8 TRAL
PIONEER ROAD DEVELOPMENT TASK FORCE

Title: An Act establishing the Legislative Pioneer Road Development Task Force;
and providing for an effective date

CSHB 8 (TRA) establishes a Legislative Pioneer Road Development Task Force
whose duties would include: research existing plans for road development in the
slate, |den,t|I5{_ roads that are important to Alaska's future economic development,
study feasibi |t?/ of developing or upgrading roads in order to promote future
ecoriomic development, determine availabiTity and source of funds to develop or
upgrade those roads, review alternative funding sources for ongom% maintenance,
and establish a priority ranking for projects to'develop or upgrade those roads
identified by the Task Force. The Task Force would include various members as
described in the legislation.

Without a better transportation infrastructure, many areas in Alaska cannot be
developed to their full potential. The Ieglslatlon sets forth many roads the Task
Force may consider. Many of ihese roads have been discussed dvprewous
legislatures and these discussions have mwessed on me the need for some forward
thinking when it comes to road projects. We need to get roads up and gomq 0
benefit all areas of the state, Besides natural resource” projects, fourisni could
benefit from roads to all points of the state, thus offering smaller areas more
economic opportunities, While new roads could be viewed as interrupting the way
of life in rural areas, it is important to remember that if those rural areas want to
become viable, they need transportation access for business, industry, local
communication, and commerce.

The Task Force would complete Its work and make recommendations in January
2002.
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Representative Norman Rokeberg
e-meil: Representalive_Norman_.Rokeberg@legis.stale.ak.us

SECTIONAL ANALYSIS
o . CSHB 8 (TRA)
An Act establishing the Legislative Pioneer Road Development Task Force; and
providing for an effective date

Prepared by: Rep. Norman Rokeberg

tion 1: Creates the Legislative Road Development Task Force. Sets forth
membership and objectives of the Task Force. Lists seme roads that may be
considered with particular emphasis. Task Force is to meet as frequently as it
desires and may meet and vote by teleconference. Compensation not to be paid to
Task Force members but per diem and travel may be paid for all except legislative
and commissioner members. A written report is to be presented to the Legislature
and the Governor before the Second Session of the 22nd Alaska State Legislature,

which convenes in January 2002.

Section 2: Act is repealed on first day of 2002 legislative session.

Section 3: Immediate effective date.

ED 2:01/31/201
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January 12, 20D1

Representative Vic Kohring
Chair _ _
Transportation Committee

State Capitol "JAN1 6 A0
Juneau, AK 99801

Re:  HB 8 Legislative Road Development Task Force
Dear Representative Kohring:

On behalf of the thousand of Teamsters that we represent throughout the State and many of
whom transport goods on our road system, Iwould like to go on record in support of HB 8. The
long-term viability of our State, as you and your committee members are aw »re, Is dependent on
a strong road system structure. We support the intent of this bill to identify those systems
important to future economic growth and development throughout the State.

We also strongly believe that the inlermodal transportation system needs to be considered as the
task force looks at future development of our road systems. Due to the vastarea of our State, the
effective interlinking of our various transportation systems is the key to our successful ability to
transport goods and provide an effective road system for the motoring public as well.

It is further imperative that the financial support of such development needs to be induded in any
and Il considerations. Like any other infrastructure, the financial support to build must indude
a commitment to maintain such road structures in the future.

We appreciate your time and consideration in hearing this bill and your support in assuring that
our road systems meet the needs and concerns of all Alaskans, not only in furthering economic
development, but for the general motoring public as well.

Sincerely,

TEAMSTERS LOCAL 959

a  Tragoortaao Comittee Members

o Wl



P.O. Box 110800, Juneau, AK 99811-0800
Telephone: (907) 465-2500 « Fax: (907) 465-5442 « TDD: (907) 465-5437
Email: questions@ dced.state.ak.us « Website: www.dced.state.ak.us/

January 17, 2001

JAN 2 3 2001

The Honorable Norman Rokeberg
Alaska House of Representatives
Stale Capitol, Room 1IS
Juneau, AK 99801-1182

Dear Representative Rokeberg:

Thank you for the opportunity to comment on HB8, “an Act establishing the Legislative
Road Development Task Force.” This bill provides an opportunity for me to serve along
with Commissioner Perkins with the Department of Transportation and Public Facilities
as nonvoting members of the task force.

As 1 understand the bill, the task force will rank road development projects. Road
development projects have implications for many of the functions ol my department
ranging from promoting community and economic development to enhancing tourism. |
assume the task force would be open to considering alternative transportation modes
where appropriate.

Many of the road projects are currently part of regional plans being studied by DOT and
in many cases road development may be the most efficient and effective approach to
accomplish the goals of increased development. In those cases 1will be pleased to oifer
the assistance of the department to expedite road development. The Alaska Industrial
Development and Export Authority stands by to pruvidc its assistance in financing roads
associated with the development of large projects.

Sincerely.

Deborah B. Sedwick
Commissioner

Cc: Robert Poe, Executive Director, AIDEA

"Promoting a healthy economy and strong communities
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Representative Norman Rokeberg

QAN 92m

January 15, 2001

Alaska State Legislature
State Capitol (MS 3100)
Juneau, Alaska 99801-1182

Re: House Bill 8 "An Act establishing the Legislative
Road Development Task Force; and providing for an effective
date "
Dear Representative Rokeberg:
The Associated General contractors of Alaska support this
bilj. and initiative. For Alaska to grow and develop its
natural resources we need additional roads that will connect
remote parts of the state with communities on the road
system. It has been many years since Alaska built a new
road and action in that direction is long overdue. This
taskforce can address the priorities of the State and the
report will be a useful tool to implement a program of

development.

We look forward to working with you on

Sincerely,

Richard Cattanach
Executive Director
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Honorable Norman Rnkchvrg
sr ™ H"™ jan 2 4 2001

Juncju, AK 99801
RE: House Bill 8. Legislative Read Development Task Force
Dear Representative Rokeberg.

Thjnk you Tor llw opportunity to conuncn! on llousc Dill il which would establish j legislative
Road Development Tusk Fore*. "This bill will provide aneeded venue for discussing dllomntiics
for new ro.tds that ure needed. The Stale planning process ha* typically focused on repair and
maintenance of existing roads bul has not effectively addressed the need Tar new muds.

Wewould recommend one chjngc to 1(11*8 and (his is toadd one additional route into Section
1that would be considered. This is cs follows:

(22) 3 road front (he Dalton Highway west to the Ambler copper district:

This road was contemplated in ANII.CA where specific language wes included
to ensure n ripltl of way would be allowed m follow this rouse. It would be
appropriate for the Task I'oree to evaluate whether tlic time has come In develop
this road.

e appreciate that the Alaska Federation of Natives is represented on the Task Force and observe
thet support from local Native groups will he exMimtial for new roads llitat involve their ljoJsand
regions. These Native Corporations :«d their village* have much to guio if m*ds are developed
and they also have concerns and views that should bx considered hy the Task Force.

Tlutitk you for the opportunity to continent on this bill. We look forward to work mg with you «>
il move forward.

Sincerely,b

Sitven C. Dorell, I' E
Ekccuiive Director

jHh 24 2Wh 12135 997 563 8225 PSWb.02
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State must improve transportation, mining session told

By DIANA CAMPBELL
Staff Writer

Proudly r>
ANCHORAGE-Alaska has enormous economic potential for mining despite a poor GpoiiGorcd by
trans_portatlon infrastructure and rigid environmental rules, said Cominco President Daily Now M inur
David Thompson. The NensMrer

The state has a pro-mining Legislature, administration and congressional delegation CnCE
and an enviable record of tax stability, he said. Cominco runs the Red Dog zinc mine 5 \nigmd Senmtf'mt
near Kotzebue.

"Our leading choice is Alaska,"” Thompson told the lunchtime crowd of about 250
people attending the Alaska Miners Association annual convention.

Thompson urged the mining industry to work three areas that would encourage
mineral development in Alaska. Improve transportation, bring environmental
regulations back to a state level and learn to better explain how mining works, he said.

For instance, zinc is used to galvanize steel and increases its life three times, Thompson said. Zinc is used
to galvanize steel in the automotive industry and in household appliances. That cuts down on the need for

smelting plants that are responsible for 23 million tons of greenhouse gases annually, he said. Cominco's
zinc would help reduce that, he said.

"We are the essential ingredient to stop environmental pollution,” he said.

Thompson's assertion had some people thinking. "I've never heard that before,” said Art Roth, industrial
products specialist for Svcdala Industries.

Most in the audience agreed with Thompson. The industry needs to promote how mined minerals arc used
in everyday life, said Bill Jeffress, Fairbanks Gold Mining Inc.'s manager of environmental services.

"It's like how people think milk comes from a milk carton in the store, " lie said.
Jeffress agreed with Thompson about the need to have more state involvement in environmental regulation.
"A lot of federal laws arc broad based, and they are written to cover a lot of situations in the Lower 48," he

said. "Any time you have your regulations at a state level, you have an opportunity to write reasonable
regulations.”
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More state money needs to go into the state Department of Natural Resources and the state Department of
Environmental Conservation, many in the mining industry say.

Recent cutbacks have resulted in short staffs, translating into a longer permit process time, said Steve
Borrell, AMA executive director. That, he said, gives the federal government more muscle. There needs to
be a strong voice on a state level to understand Alaska's peculiarities, he said.

"Local people understand environmental concerns,” Borrell said.

Thompson's evaluation of the state's transportation system is right, Borrell said. Cominco's Red Dog Mine
IS a success because its high-grade ore makes transporting it to market affordable, he said.

The mine is the largest zinc producer in the world. In 1999 Red Dog produced 521,000 tons of zinc and
announced S123 million in operating profit.

© 2000 MediaNews Group, Inc. and Fairbanks Publishing Company, Inc.
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Gold mining companies announce promising finds

By DIANA CAMPBELL
Staff Writer

Proudly n
ANCHORAGE-North Star Exploration Inc. has announced promising results of sponsored by *
recent assays from test holes near Northway. DtilyNows-MInur
The NevieMrer
The tests showed the presence of gold in significant quantities, said Tom Bundtzen, relle” an
the company's manager of Alaska field operations. G C |l .net

] ) ) ) ] for Intermet services
"With one drill hole, we ran into something pretty sweet," Bundtzen said.

North Star, a privately funded exploration company based in New York, has an
exclusive exploration and development agreement with Doyon Ltd. to evaluate and
develop mineral resources on 7 million acres.

The company was one of two that announced significant gold findings on
Wednesday. Copper Ridge Explorations announced a significant gold find on its Ogopogo project in the
Goodpaster area near the Pogo mine site.

North Star collected samples mid-September through mid-October near Northway Junction northeast of the
Alaska Highway. The claim is called Road Metal.

One ore sample showed gold at 2.865 ounces per ton or S757.85 per ton. The least amount in the same
drilling was 0.535 ounces of gold per ton or S141.43. In comparison, Fort Knox Gold Mine mills ore at
0.0245 ounces per ton.

North Star is focusing its Alaska exploration program on five areas within the Doyon region, Bundtzen
said. The company is looking at claims near Hughes, called the Indian River trend; the Tofty prospect near
Manley Hot Springs; Elephant Mountain project near Rampart; and Kaiyaii project near Kallag, in addition
to the Northway work.

Bundtzen said the company is looking for a major mining firm interested in developing the Northway
project.

Owners of the Ogopogo project arc hoping the same rich geology that produced the Pogo mine's 5.6
million ounces of gold for Tcck Resources and Sumitomo will do the same for them.

"Structurally, we may actually be connected to Pogo," said Mark Fields, Copper Ridges vice president and

Nwm »m
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director.

Recent drillings from Ogopogo indicated a high of 123 parts per billion of gold. That's enough to conduct
an intensive drilling program, Fields said, The work was done in August.

"We need to trench and do diamond drilling," he saia. A company press release said it is in discussion with
several major gold companies.

The Ogopogo project covers 114 state claims and 8,040 acres on the northern boundary of Pogo.

© 2000 MediaNews Group, Inc. and Fairbanks Publishing Company, Inc.
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EUREKA TO RAMPART ROAD LOCATION STUDY

I. PURPOSE AND NEED

The citizens of Rampart desire year-round surface access to improve their social and economic
conditions. There is no reliable road access linking Rampart to the State highway system.
Community activism placed the project on die State’s 20-year transportation plan. The community
lies on the south bank ofthe Yukon River, approximately 161 kilometers (km) (100 miles [mi])
northwest of Fairbanks (Fig. 2).

The road would extend 40 km (25 mi) northward from Eureka on the Elliott Highway to Rampart It
would follow the approximate route of the wagon trail constructed in 1906 by the Alaska Road
Commission to transport mail and supplies to gold miners at Rampart. In 1963, the Alaska
Department of Highways converted 12 km (7 mi) of trail into a gravel road from the Elliott Highway
to Joseph Creek. Further work was suspended when construction funds were diverted to repair roads
in southern Alaska damaged by the 1964 “Good Friday” earthquake. A portion of the 1963 road and
an additional 3 km (2 mi) up to Lost Creek were rebuilt by ADOT&PF in 19S3, and another 3 km (2
mi) at the north end has been improved over the years by Rampart residents. Beginning at Eureka.
ADOT&PF maintains the first 3 km (2 mi) of the existing road. The remaining 22 km (14 mi) of
trail has not been upgraded. Local residents provide minimal maintenance on the rest of the
roadway and the trail.

When the ground is frozen and road conditions permit, snow machines, four-wheel-drive trucks, or
heavy equipment can travel on the trail from Lost Creek to Rampart. All-terrain vehicles use the
trail during the summer, but severe rutting and sinkholes force operators to use adjacent lands that
arc classified as wetlands. Destruction of wildlife and anadromous fish habitat is occurring.

Barges and aircraft are the only commercial transportation to and from Rampart. Barges deliver
freight, except fuel, three or four times each summer. (Fuel is not shipped by barge due to exorbitant
costs but is delivered by airplane). Air service is the only year-round means for transporting people
and perishable goods. Air transport is expensive and unreliable due to frequent fog and wind
conditions along the Yukon River.

A reliable, year-round road will provide Rampart residents with a lower cost of living and increase
employment opportunities, and protect wetlands, wildlife, and fisheries resources.

Eureka Rampart Road Environmental Assessment
Project No.STP-06S2( 1)'65S55 April, 1999
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TANANA CHIEFS CONFERENCE, INC

Yukon Tanana Subregion
1302 21st Avenue
Fairbanks, Alaska 99701
(907)459 39J0 /-

November 11,1996

State of Alaska Department of Transportation & Public Facilities
Division of Design & Construction

2301 PegerRoad

Fairbanks, Alaska 99709-5399

Dear Mr. John Rezek, P.E.

EncJosed is a copy of Tanana Chiefs Conference/Yukon Tanana Subregional Advisory
Board resolution 96-07, Resolution 96-07-'"Continued Support of the Rampart-Eureka
Road-was passed and approved by the Advisory Board on Oct. 23,1996.

The Subregional Board consists of the villages of Alatna, Allakaket, Evansville,
Fairbanks, Hughes, Lake Minchumina, Manley, Minto, Nenana, Rampart and Tanana.
The road has been supported by the villages of the subregion for almost ten years.
The proposed Eureka-Rampart Road has been a community goal of Rampart since the
earty 80's; and was submitted to the State Transportation Improvement Plan (STIP) for
several years for consideration as a road project.

Our Subregional Office looks forward to the proceeding of the location study and
environmental analysis. We want to be involved and will attend the Scoping meeting
scheduled for Fairbanks.

Thank you.

Sincerely,

TANANA CHIEFS CONFERENCE. INC.

Q

Oscar Frank, Jr.
Community Resource Coordinator

cc: Rampart Village Council «

B-17
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Tanana Tri'ual Council JAHZ

P.O. Box 130
Tanana, Alaska 99777
Ph; (907) 366-7160
Fax: (907)366-7195

January 7, 2000

Rampart Village Council
Rampart Alaska

Dear Council Members,

The Tanana Tribal Council discussed the Rampart - Eureka Road and has decided to supportyour
efforts in ha\ing the road built to Rampart. When the initial requestfor support came in, we did not realize
or understand how important it wasfar the village ofRampart to hale this road in place. .Vown: based on
facts thatyour village has provided to us. we realize the very existence ofyour community is at stake here
and we cannot stand by and allowyour community to becorme exanct. Without reliable transportation into
asmall community, such as Rampart, services only becomefewer andfewer. The Slate ofAlaska hat an
obligation to protect and promote the viability ofour village residents, regardless oftheir size. Without
access into the rural areas ofAlaska, our State will neNer live up to its potential.

A resolution ofsupport is enclosed and ifyou need us to testify onyour behalf, please give us acall and

we will provide supportfor your village. Our very best inyour endeavor.

Sincerely,

sdulie Roberts
Executive Director

Cc: Department ofTransportation



Tanana Tribal Council
P.O. Box 130
Tanana, Alaska 99777
Ph: (907) 366-7160
Fax: (907)366-7195

Resolution 01-00
Titles: Resolution of Support for the Village of Rampart

Whereas: the Tanana Tribal Council is the duly constituted and legal governing body of the
federally recognized Indian Tribe organized as the Native Village of Tanana; and

Whereas: the Rampart Village Council has requested our support in having the proposed Rampart -
Eureka Road built; and

Whereas; tribal members of the Tanana Tribal Council currently resides in the village of Rampart
and strong family ties have existed for many years; and

Whereas; thesafety and general welfare of the people of Rampart is of the utrmost importance tothe
Tanana Tribal Council; and

Now Therefore Be it Resolved that the Tanana Tribul Council hereby requested the State of Alaska: the
Bureau of Indian Affairs and Congress lo fully support funding to build the Ranpart - Eureka Rood for the
ucneral well being and existence of the village of Rampart Alaska.

Passed and Approved this <2/ day of . 2000, by the Tanana Tribal Council seated in
Quorum. *7
Signed: Date: '/~ of 2*>0q

Chairnoman

Atlest: fY ItA u
Secretary



The Pogo Land Rush

Among the largest of land rushes in Alaska’s rich and varied mining history, it seems
that the Pogo area play has been appropriately nicknamed the “Goldpaster,” even
though that name was first coined as a typographical mistake in a newspaper headline.

Tom Hor-vrd, left, and Ron Hanson, drillers working for Tonto Drilling, take diamond core samples in July 1998 at the
Badlands hole at the Pogo prospect. Such drilling work helped spark a land rush in the upper Goodpaster River Valley

By Patrjcial ones

L ess than three years ago, the
upper Goodpaster River val-
ley was considered mineral-
poor moose pasture by most

gold prospectors. Only a handful of

old-timers working placer claims and
aJapanese-financed hard-rock explo-

ration team considered the area as a

prospective mining district.

But one single discovery-a 5 million
ounce-plus gold deposit called Pogo-has
dramatically changed geological opinion
of the rolling, spruce-covered hills
and river valley located about 40
miles northeast of DeltaJunction in
Alaska's Interior.

Now, it'sthe hottest place in Alaska
to prospect for gold and interest in the
area has sparked a virtual land rush.
More than a half million acres of state LAND STATUS OF THE GOODPASTER MINING DISTRICT

»»->i MABMINGi Monthly NoSmor 199



land was staked the last 18 months by
prospectors hoping to find another
Pogo, according to Erik Hansen, aland
status consultant based in Fairbanks.

“Some Canadianjunior mining com-
panies decided to go in and slake all
around Pogo," Hansen said. “That
caused other people to wake up and
smell the cofTee."

Sumitomo Metal Mining Co., which
holds the claims to the 72-square-mile
claim block called Pogo, also has some
surrounding and nearby land staked,
compiling a considerable property
package. And North Star Exploration,
which signed an exploration property
deal to work on Doyon Ltd. land in the
area, also staked asizeable position in
the Goodpaster area.

In all more than 700,000 acres-equal
to about |.I0OOsquaremilesoflandinihe
Goodpaster area-has been claimed for
mineral exploration and development
by gold prospectors.

mThey've pretty much saturated the
whole country with claims, so the Pogo
land rush is coming to an end." Hansen
said. "Next will be to see who keeps the
claims and who drops them."

Prospectors are now looking at
potential sites both to the northwest
and the southeast of Pogo, he said. On
aweekly basis, Hansen tracks claim fil-
ings and has produced a land status
mayp of the Goodpaster mining district.

Staking the Goodpaster
Dunng the Pogo area play, prospectors
used both existing geologic data for the
Goodpaster as well as the theory’ of
closeness to make their land selections.

“It was a combination," Hansen
said. “Anything in proximity of Pogo
is fair game for the staking, but a lot
of companies used existing public
geological data to delineate targets
for their staking."

Copper Ridge Explorations Inc., a
recently formed junior exploration com-
pany, used both theones to select its
24.000-acre claim block located just
north of the Pogo deposit, according to
company president Gerald Carlson.

“By the urne we decided to look for
gTOund in the area, most of the prospec-
tive ground on the east-west trend
had been taken up," he said.

Pnor geological surveys conducted
by the U.S. Geological Survey and
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ARCTIC FOUNDATIONS

fell Arctic Mid, IK MV a* tn il iur . «0TALTTA . L~«:
www.arcticfoundations.com

When You’'re
On The Go....

Nothing Beats
A Card From Home.

A pre-paid calling card from ASTAC
is a great way to stay in touch.

Whether you’re traveling on business, your kids are off to
college, or you are just taking a weekend trip, it's important to
check in from time to time.

Using an ASTAC Pre-Paid Calling card lets you call home
without searching for loose change or having to remember com-
plicated long dislance calling card numbers. No additional charges
will appear on your normal monthly phone hill, so it's a card you
can use at virtually any phone with no hassles and no headaches.

Keep intouch the easy way with a pre-paid calling card from ASTAC
using ASTAC Long Distance.

1-800-478-6409
N o D99 AledaBsimsmMoniik It
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Miami

Alaska t Air Cargo Connection
Low Balsa ¢ Fre%ent Service
ACEPAK

Small Package Sarvica
General APriority Air Cargo m€harier

3551 Postmark Drive « P.O. Box 190248
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recent stream sedimentation samples
that produced trends similar to Pogo-
stvle mineralization caused the com-
pany to select us property, called
Ogopogo, he said.

“1think il is also quite significant that
we were able to acquire this ground
within only a few miles of the Pogo
deposit iiself-lhe ‘doseologv’ factor,"
Carlson said.

Most agTee that news about Pogo
created this land rush. But die relatively
unexplored land of the Goodpaster also
made the disincl attractive, said Curt
Freeman, a Fairbanks-based consult-
ing geologist.

“Part of it was the fact that Pogo
was unknown ... in adistrict that
had absolutely nothing else going
for it during the last 100 years. It was
a dope-slap for geologists, telling us
that we really don't understand what
we think we do," said Freeman.

The land rush, which peaked about
ayear ago, was S0 great that junior-sized
exploration firms were looking lo hire
claim-stakers to work on Christmas
Day. Freeman was one who turned
doati such holiday pay.

“1 don't think | could have hired a
(helicopter) pilot then." he said. “The
first real bunch of claim-staking started
injune andjulv last year; then it
ramped up to complete madness."

Because of the rough terrain and
lack of road access, most of the land
rush occurred with the help of heli-
copters, which were used to drop off
claim-staking crews. That increased
the initial land acquisition costs, as well
as the first stage of exploration work
conducted this past summer.

Exploration Spending
Two years ago, only Sumitomo and
Teck Exploration (Sumitomo's joint
venture partner on the Pogo project),
were spending lime and money in die
Goodpaster area.

Now, about 20 companies are
actively exploring the area, according
to Richard Swainbank. the state's min-
eral development specialist headquar-
tered in Fairbanks.

“There’salot of interest around Pogo,
but not a lot of money," Swainbank
said. “ If the pnee of gold was in the
$330 to $380 (per ounce) range, die
amount of activity in the I\)go areawould
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be double or triple. It'svery. scry hard
to fund exploration programs nght now."

When cold prices dropped to the
S250 per ounce ranee this summer,
exploration crews found that funding
also decreased. No mailer what
prospectors turned up on their prop-
erties. exploration firms couldn’t seem
to escape the financial drag of the
slumping gold market.

“The fall in the pnee of gold couldn’t
have come at a worse lime for the
stale of Alaska." Swainbank said. ‘Note:
Gold prices rose in late September..

Freeman, who has several clients
holding claims in the Goodpaster area,
estimates (hat Sd million to S mil-
lion was spent during the I'J>ll sum-
mer season by prospectors working
around Pogo.

That number does not include about
S15million in developmental expenses
incurred bv Teck Exploration to start
construction of a mile-long tunnel that
will access the Pogo deposit.

"If you would have asked me in
March how much would be spent in
the area. | would have estimated two
to three times that which was spent.”

said Freeman. "With the drop off in
interest tn gold, money for the high-
risk stuff has been that much harder
to come.”

There's one small consolation for
such tight exploration funding. Swain-
bank said. Less money means that
prospecting work has been more care-
lulls planned and paced, rather than a
willvmlly process that can often accom-
pans the start of such an exciting explo-
ration area.

"Claims svill get looked at more gen-
erally. instead of bringing in drill ngs
prematurely,” Ssvainbank said. "Noth-
ing can kill a project quicker than a
dry drill hole."

"Goldpaster” District’s Future
Most in the industry expect to see in
upcoming months some changes in
land status surrounding Pogo. Tem-
porary prospecting sues svill be con-
verted into more tangible mining
claims while less prospective land will
be dropped.

"A svhole bunch (of prospecung sites)
are being converted and seme land has
been svindrowed out." Freeman said.

"There’sasifting process going on nght
now and by the end of the sear, the
Hansen map will look different svith
checkerboard holes svhere land has
been dropped."

In addition to land changes. Swain-
bank expects to sec continued partner-
ships and consokdaoon of efforts between
junior exploration firms and major min-
ing companies that have money to invest
in prospecting and development.

“Major companies that have cash on
hand svill be shopping in the bargain
basement because even the cost of main-
taining the claim rent on those prop-
erties has to be a pretty good-sized
burden on some of thejuniors," he said.

Finallv, some companies are pressing
on with exploration on their properties
after a successful start with their ground
exploration efforts earlier this summer.

“We svill be soil sampling and
prospecting in the area of the anom-
alous gold results to try to localize the
bedrock source of the gold." Carlson
said in early September, about his com-
pany's Ogopogo property. “We are very
excited by the results of the program
so far." 0
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Teck begins tunne? work on Pogo Ridge gold deposit near Delta

By Tim Bradner

Journal lleporlvr

‘Ibck Resources
crews are ltusy
A . ilij:i;inn into Pogo
Midge ill the com
paay’s big Pogo gold prospect
35 miiles nortlic;isl of Della
llie company nlso has inili.it
od piefeasibility studies of devel
epnirnlof n mini.lidial, if [x*iilivc,
will Ix: folloned liy environmental
studies and Litestart ofn long per
nulling prunes, Km! Ilannemmi,
'll-cK's Alaska Regional Manager,
told the Resource Development
CounriJ May ft
More than 50 feel of a
planned 5,500 leel underground
explonilion iira’ss tunnel Lsmm-
pletcd, lie said 'Nmnel work will
piiusc 200 feet into Uie mountain
lo allow installation of a treat
inenl facility lo |irocess dralLiage
water and then resunme, lie said
‘Ibck received final i lear;inie
on permits friun stale ngeiiiie*
Marrli | mid ledi-ial ngeiirie-t
Mali 0 1 Wnill Ml .1 -1l linil

»tey WV

road liegan Llie snme day from
die present cang near the Good-
[laster Itiver, 200 feel up die side
of I’ogo Ridge lo the portal, or
entrance, to die tunncL

I'nnncl work liegan alter
heavy equipment wan moved
up the road. The tunnel is living
limit at a 15 degree downslojie
and upslope to come up under
die ore Ixxdy

Configuration of the tunnel
allows water todrain lo llie low
point in the tunnel for treat-
ment, widi no chance of drain-
ing out with a risk of contami-
nation of the Goodpaster River

'Ibck now has about *15 peo
Jile at work on the project, Ilan
nemnn said. About 30 will he
employed over die next 12to 18
months on the tunnel and lest
work.

3\tk also plans an additional
50 lest holes drilled from the
surface in 1999 and a similar
iininlier in Jliun and '.dm
These are mainly "in lill hole-

N o

Interest.

lo obtain ore samples between
the holes drilled earlier, which
are at 50-foot intervals.

Once the tunnel is complet-
ed, drilling nlso will lie done

Ker die next 12 1o 18 nmnllis
Ibck will do ndditionnl cxplo-
nition drilling, both from surface
and from Llie underground tun-
rel, to further defire llie ore body.

from under- ] The compnny
ground to test |('t:k hits about 15  will niso carry
suspected  ore people ill work on oul tests on

deposits that nrc
loo deep to reach

the* project. About

strength of the
rock, gain infor-

fromthe surface 30 will bo omployod Melionon Niten
l'ogo has an Ih | 12 | linl wnter
identified gold ovor Ihc nox 0 drainage prob-
18 months. lemms, nnd mine

million ounces in
10 million tons of ore grading
an average of 0.5 ounce per ton,
I lann+j’iinn told die RDC.

liy wny of comparison, Han-
nemnn said, nl this enrly 6lage
of exploration, the Port Knox
Mine near Fairbanks had
about't million ounces of identi-
fied gold resource in a lower*
grade ore liody.

i’ogo is n higltcr-grade gr'd
deposit and will lie mined with
a smaller, more comli:ict under-
i;round project than the lyjof
linger, o|mii pit mine lined nl
Knit Knox. In-n.iml

No Deposit.

hulk ore unnmples
to test underground mining
methods nnd procedures lo
extract gold from the ore.

The flat-lying orientation of
the gold deposit poseB a serious
engineering challenge to the
mining — how to “hold up the
roof — nnd llie tests of rock
strength arc particularly inpor-
Unit. Alxmt 30 (>eople will lie
employed through this phase of
exploration, llmwiermnn said.

The prrsenre of tlic Pogo gold
deposit was first delected in

No Kidding.

ils todav!’

1901 Hint Sumitomo Melnl Min-
ing Arizona Inc., a subsidiary of
Japanese-owned Sumitomo
Mclnls, staked claims on slate
lands in the area and Itegnn
serious exploration,

Ibck. a long established 11 S.
minerals company, bought 40
(icrcent of tin: project and
became its ox*ralor The disrtrv
ery was annoimced in I't>7

'Ibck him become nrlive in
Alaska in recent years, hut the
company owns lfi percent of
Cominco, which operates lin-
ing Risl Dog Mine in Northwest
Alaska, and 15 percent of Aha
cus Miner s, which is explnr
ing, witn 11k as a partner, the
Nihlack base metals prospect in
Southeast Alaska.

‘Ibck, which operates mines
in Lie WS , Cnnnda. Chile nnd
Auslialia, had $713 million in
revenues and $193 million in
profits lasi year Sumitomo
Metals is a subsidiary of
Japan's Sumitomo <nrp,a 3.0
year old i nuipauy that, aiinaig
till suli-iidiai ioi, had $95 1dlaai
ill levi-niM". L.et \e,n
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Teck weighs Pogo Mine route options

Bk i

Cra Eoute irsrgyair. e Dyintend
Wﬂhoﬁerco Ines a thwle Dyingend |

A urd |c/nano mv@ ga bu*?

a¥1 dNt I ree ai% oarb%

lne,f% erC ﬁllve cd\dr ol
he&maae delicate

once ru LVUoL:

ma an

Hg ot ¢ 0N alnlng mWon mme

H banghh ““”“ V%QP th

mun

Jim eeeeht or

ining.
Hahnw réeéerad'put theﬁpE%ns
MErce

&I:eﬁnﬁ WETOF{:\I C?flgs OF%EI Wan

bite prlht nng a Nnoue

roeat
“« MifE rom dﬁ,%n area POG 1T Te t Rrwocrco is currently midbng over he ed w nto the Po Dopoefl + remote parcet at lend Inthe
he ﬁa” \ E[ ”QH aa@ est e Vetcy conaing 5 %JC oPoX ounces ol gokt ¢ 000" Yenata ncluHeaﬂydno AN

T e i cv tlion—if m|I " ther trail mute* her* batn Ide gA like that ja.o0ing to i ehere aLbo
mﬂhonaj tnr?h)]oae alnlnp Bor(ﬁlo he T[H %ﬂh 33“‘% ;ﬁ' Al gerveég1 i %rg{ ;%c on wErOH]e I %”C
H%HC” 3 b B ?80 n?ﬂm V\%ufyareaoéE T  Coate ere meconcerns ve Eg to%
A man t|on e O rrcrcouooa iir Ta (foig pé) on qu A Eggﬁﬁmz}ﬁ ol

ﬁ%jdln \;VI er rr]?éﬁﬁilfﬁe 9&%0?}@ it ln[l%\(/] oby ang)e arﬁ” %t"?gtg enna inn St River Pe%}gr vvouldelan >l4 ﬂ{l”loné:i%e%&
o foth
all

S, Cgﬂwlng vvm il Inojey P et g rwerqléof tgnbéa\baotlute e sl The Hre%p%‘g‘}ﬁ we

%g he mzl\a | Etemn m\é&yei\nblq él‘i waharwrlﬁs |Jtym|lea"darrﬁf3%u & arm%nmgre{)seee
m%a@grﬁleﬁngds f%ﬁﬁmﬁ %% UJW e roa%Q'”\% Sl o an ﬁ]Haa?n %}?” o B |'°f°

? Hannemoa bea |pd|cd out

i) iokreyund ore
I “ # 6Wgeenanosddler é)r% qrhgaﬁc%ﬁ%ﬁh WmAnﬁ“ﬂ"P%a ia underv\x/wg(ong thﬁaﬁbe eovl-
t

0ne_common
|n 0) rmation W||

eaveaorrmoour}h] o o onie um i amoun TbH%ra UG perm %ﬂ

;%L;?aagg le@it :n S%ar r%ﬁ ) dﬁﬁigaieijamons nramlr:]gaajl); fowﬁg%%xgﬁ?ngg el gfgzc Reahy%g
W

DR R e

C

?IS‘#~<



ROCK CREEK -NOME AREA



The Rock Creek Nome Area Road
January 27, 2000

The Rock Creek Road will help to encourage potential economic development of the hard
rock mineral resources in the Nome area currently under investigation by a group of
companies including Novagold, Alaska Gold, Sitnasuak, and the Bering Straights Corp.

The existing road is built along existing contours and is seasonal in nature. The road
could not be used for transport of construction material during potential mine start-up due
to it’s windy nature, gradient and narrowness.

The new rerouted road would shorten the haul distance by two miles and be built across a
flat plain that would make maintenance and use possible year round.

The City of Nome fully supports the road project for the potential economic benefit it
could provide.

The City has recently lost 70 job* due to the temporary shut down of mining operations in
the Placer mining fields. The job loss is due to the current low prices of gold. Hard rock
mining may still be viable at the current prices due to the higher tenor of the gold present.
It must be remembered that the potential for sustained mining operations are speculative.

Currently, The rock creek gold deposit contains an estimated 500,000 ounces of gold.

GP:sp



STATE OF ALASKA
DEPARTMENT OF TRANSPORTATION A PUBLIC FACILITIES
P.0.BOX itm
NOME, ALASKA 9*702

PHONE: (507)443-3444
FAX: (907) 443-261X

SdCP 1 I P = _ VAX*: 4 13> -z0 b
DATF.. |
LOCATION. e
FROM: TIME:

KMIELrv->ix=c”_

NUMBER Or PAGi 3INCLUDING THIS PACE ?

\& crL”M"CIEQg- rP.ggl’ IZH3.
"IN jtjM~rrec M O-Le
~  UdLS err
foda.l — -SQp.p.

| COPY Qil ORIGINAL WILL ALSO DC MAIJilJ.



GLACIER CREEK ROAD
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ENVIRONMENTAL ASSESSMENT
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CHAPTER | PURPOSE AND NEED

The Alaska Department of Transportation and Public Facilities (ADOT&PF) in
cooperation with the Federal Highway Administration (FHWA) is proposing to either
upgrade or reroute Glacier Creek Road in Nome Alaska. The proposed project’s
objective is to enhance economic development. Glacier Creek Road accesses
numerous gold mining operations with new development and exploration expected
during the next several years.

The proposed project would provide an all-season, year-roundlaccess road to areas
that are believed to contain large mineral deposits. The existing road was originally
constructed as a sidehill cut for much of its length and is therefore susceptible to early
and lengthy closure due to snow accumulation.

Glacier Creek Road has major deficiencies, especially for heavy equipment. Grades
on the existing road are severe, and when combined with the many sharp curves sight
distance becomes severely limited. The existing road is approximately 4.3 meters [14
feet] wide, is gravel surfaced, and without shoulders. There is very little room for
maneuverability or passing. These aspects are a hinderance for drivers, especially
when a vehicle breaks down, becoming more extreme when operating larger

equipment.

Several large gold deposits have been identified in the vicinity of Glacier Creek Road
by private sector exploration firms. Reports from both federal and state agencies have
also documented the potential for economic lode gold deposits in this area.
Additionally, there are several gold mines currently in production. However, the

*Currently, Glacier Creek Road is not maintained during the winter.



operation of these current mining ventures are sometimes hindered by the length of
time the existing road is open to traffic.

Currently, mining companies are in the process of defining the Rock Creek ore body,
in the anticipation of bringing it into production. (Rock Creek crosses the existing
Glacier Creek Road at about 1 kilometer [A mile]) beyond Glacier Creek. Exploration
of the entire area is under the "Rock Creek" designation and encompasses nearly
13.760 hectares [34,000 acres]. An adjacent 14,165 hectares [35,000 acres] tract is
also being explored. Until recently, these two tracks were being explored by separate
companies. The Kennicatt Mining Company has assumed Newmont Exploration’s
13.760 hectare [34,000 acres] track.

It is estimated that between 100-200 jobs would be created ifa new mine were to begin
production. This is a significant economic boost to an area which has a labor force of
about 3,000 and an unemployment rate typically near 10 percent.

CHAPTER |l ALTERNATIVES

Four alternatives have been evaluated for this proposal. They are the no-action (or no-
build), upgrade the existing roadway alignment, and two options to re-route the road.

All of the build alternatives would have a finished road width of 5.5 meters (eighteen
feet] including shoulders. The typical section for the build alternatives would have
foreslopes varmg from 1:4 to 1:1J4 [4:1 to 114:1]. Design criteria recommended with all
build versions would result in horizontal curves at or above the minimums. Other
recommendations include flatter grades, and hand clearing alders and willows out of
the right-of-way to help facilitate snow removal. The proposed facility would require
?ddlitional right-of-way to establish a corridor width of approximately 30.5 meters [100
eel].

-Page 2 -
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Alternatives 3 & A _
Re-route Glacier Creek Road

Two locations were considered for realignment. An alternate route on the west side of
the Snake River (Alternative 4) was investigated and discarded because of its longer
length and higher cost; and a greater potential for environmental impacts, particularly
with regard to crossing the Snake River. Because of its width, crossing the Snake
would entail a bridge structure substantially increasing construction costs.

The recommended route, Alternative 3, starts on the east side of the Snake River,
approximately 10 kilometers [6.3 miles] on the Bob Blodgeit Nome-Teller Highway
traversing into the Snake River valley and intersecting into the existing Glacier Creek
Road near Kilometer 9 [Mile 5.6]. From this point, the existing Glacier Creek Road
would be upgraded to Rock Creek. The approximate length would be 6 kilometers [3.6

miles].

Asspur road connecting the new alignment with the existing Glacier Creek Road south
of Glacier Creek is also proposed to access the area to eliminate the need for a new
and additional crossing of Glacier Creek. This spur road would be about one-quarter
mile long (approximately 400 meters). Two 3.7-meter [12-foot] culverts would replace
the existing road crossing at Glacier Creek.

The topography along this alignment is flat open terrain with sparse vegetation
consisting of a combination of alpine tundra/barren ground system, with alders and
willows lining the numerous drainage channels.  Underlying soils are primarily
undisturbed tundra consisting of fine material with a high moisture content that is
interspersed with ice lenses.

The major advantage of this alternative is that it allows the desired all-season capability
with minimal maintenance efforts.  Another cost saving would be realized by
incorporating an overlay throughout the proposed alignment and hand-clearing alders

K AR A A |
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and willows to the right-of-way limits, This in turn would reduce snow drift accumulation
on the road’s surface enhancing vehicle safety and minimizing maintenance costs.

A potential disadvantage with this alternative is possible differential settlement of the
embankment placed over undisturbed tundra. Although eventually this type of problem
generally reaches a point of equilibrium.

Right-of-way costs would be increased with this alternative. Land ownership along the
proposed route is primarily native corporation lands.2 This alternative's alignment
would for the most part, avoid the numerous patented mining claims, except near the
end of the project where the many claims cannot be avoided.

Alternative 3
Preferred Alternative

The department is recommending re-routing the rcad to the east of the Snake River,
as described above. This alternative is preferred because it offers the best means to
satisfy the purpose and need for the proposed project. It would provide users with a
safe, all-season driving surface at minimum costs; and with minimal social, economic
and physical environmental impacts.
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Alternative 1. No-Build
Phase 2: Design
Phase 3: Right-of-Way
Phase 4: Construction
Maintenance: Summer
Maintenance: Winter
TOTAL

TABLE 1

ESTIMATED COST

Alternative 2: Upgrade Existing Route

Phase 2: Design
Phase 3: Right-of-Way
Phase 4. Construction
Maintenance: Summer
Maintenance: Winter
TOTAL

Alternative 3: Re-route road
Phase 2: Design
Phase 3. Right-of-Way
Phase 4: Construction
Maintenance: Summer
Maintenance: Winter
TOTAL

Alternative 4. Re-route road
Phase 2. Design
Phase 3: Right-of-Way
Phase 4: Construction
Maintenance: Summer
Maintenance: Winter
TOTAL
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S 300.000
$ 521.909
S4.054.334

S 8105
S 390.184

S 300.0C0
S 159.770
$2,947,854
S 4.053
S 8105

&L41&7-82,

S 400.000
S 234.013
S4.866.526
S 4.053
S 130.061
£271053



REQUEST FOR FUNDING
PRELIMINARY ENGINEERING AND DESIGN
CROOKED CREEK DONLIN CREEK MINE ROAD

PROJECT BACKGROUND

The Donlin Creek mine is a lode-gold exploration project located 15 miles north of the village of
Crooked Creek (population 144). Small placer mining operations (total production 35,000 0z.)
have been present in the area since 1915. In the mid-1980's, Calista geologists determined that a
significant lode source could exist in the uplands above the existing placer mining operations
near Snow Gulch.

In 1958 and 1989 Western Gold Mining an Exploration Ltd. (WcstGold) spent S2 million
drilling and trenching the Donlin Creek deposit. Based on their fieldwork the/ estimated the
Donlin Creek gold reserve to be over 400,000 ounces. In 1995, Placcr-Dome North America
(PDNA) operated a S2 million exploration and drilling program. In 1996 and 1997 they
extended S18 million on additional drilling and exploration work at Donlin Creek, delineating a
3.6 million-ounce gold resource. Successful field results in 1998 produced art estimated 11.5
million ounces of resource which could lead to a preliminary mine feasibility determination by
the end of 1999,

The level of exploration and financial investment PDNA is making at the Donlin Creek Project is
asign this area is considered a very advanced exploration property. The actual development cost
for a mine facility will require an outlay of more than S600 million dollars. The construction of
an access road is just one of the costs associated with developing a producing mine. It is in the
best interest of the mining industry that the State of Alaska encourages the development of
remote mines.

An airstrip suitable for Hercules and DC-6 type aircraft was constructed at American Creek.
Although it was expensive, Placcr-Dome and Calista believed the expenditure was necessary to
conduct advanced exploration. The airstrip will meet this project’s needs for exploration support,
but it will not be sufficient for use during actual construction and development of amine. Long-
term mine development will require access lo the mine site over land. Over the next two years, it
is essential to link the mine site with the Kuskokwim River via a road.

There is minimal road access to the Donlin Creek area. A pioneer road is in place from the
placer mine sites at Snow Gulch and Queen Gulch. PDNA constructed an additional one and
one half miles of road during 1997 from Queen Gulch to American Creek. The road provides
access to the general location of the exploration camp, which was constructed in 1996. The road
project and campsite represent a very high level of commitment by PDNA to undertake a viable
exploration program to prove up the gold reserve in the area.



PROJECT DESCRIPTION:

Road access from the Kuskokwim River is required to move equipment, supplies and materials
into the Donlin Creek area. Engineering studies to design and site a 24-mile road from Donlin
Creak South, down the Crooked Creek /alley, which .erminatcs on the Kuskokwim River about
0.5 miles South of the Jungjuk Creek confluence, along with construction cost estimates, arc
requir d before actual road construction can begin.

Work which needs to be completed as soon possible includes; a) a preliminary engineering
analysis, including the delineation of alternative and initial cost estimates and; b) soil borings at
critical points along the proposed road alignment and at potential material sites to determine soil
suitability. A field program can be completed using locally available equipment and manpower
during late winter and early spring. It is estimated that the preliminary engineering and design
work will cost S500.000 for engineering services and field studies. An engineering study will
identify a suitable road alignment and determine construction costs. Other work needed is an
examination of available mapping and further investigation into the environmental issues so the

cost estimate can be finalized.

SUMMARY OF DESIGN STUDY SCOPE OF WORK BY TASK

Establish Land Ownership for route area
Control Survey GPS

Air Photo Mapping

Route Engineering

Geotcch Field Work

Bridge, Drainage and Alignment Refinement
Environmental and Assessment

Cost Estimating

PROJECT JUSTIFICATION

The Kuskokwim Corporation, representing 10 villages in the upper Kuskokwim River, are in
favor of this project. They will be sending in a resolution or letter of support for this project.
Immediate benefits will be to employment of local residents during the construction of the road.
It is estimated that during construction of the road it could employ in the neighborhood of 30-50
employees. The road will provide a critical link between the Kuskokwim River, and the mine
and campsite at American Creek and Snow Gulch. Without a road, it will be difficult to move
equipment and materials to the mine site for the construction and operation of a producing mine.
The development of a mine in the region will provide a significant amount of employment
opportunities for many years to come Provided the exploration site docs become a mine il is
anticipated that 600 employees will be needed during the construction phase, and thereafter for
operations an estimated 400 permanent jobs will be needed.
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Corporation

601 W. 5th Avenue, Suite 200 « Anchorage, AK 99501-2226 « (907) 279-5516 Facsimile (907) 272-5060

March 31, 1999

The Honorable Ted Stevens
United States Senate

522 Hart Building —
Washington, D.C. 20510-0201

Dear Mr. Chairman:

Per my conversations with Representative Gail Phillips, she indicated
that you require certain information of the proposed road route, from
Donlin Creek to Jungjuk Creek on the Kuskokwim River, namely, how much

federal land does the road cross.

It is estimated, the proposed road map which was provided to your
staff, the road crosses over the following designated lands:

2 miles of BM lands

S.5 miles of ANCSA conveyed lands
e 1.5 miles of ANCSA selected lands
11 miles of State selected lands

Please be aware that the estimated total miles of the road may differ
from what we originally submitted because we lack an actual road survey
for the proposed route. In addition, we are .producing an alternative
road route, which will cross over more federal lands and could be a
more preferable road desijn. As soon as we complete the proposed
mapping we will send it to you, at least you will have an option to

choose from.

If you need any further information please feel free to contact ne at
(907) 279-551(3. Think you for your assistance and your attention in

this critical matter.

Sincerely,

I's Vice President

oc:  Representative Gail Phillips



REQUEST FOR FUNDING
PRELIMINARY ENGINEERING AND DESIGN
CROOKED CREEK DONLIN CREEK MINE ROAD

PROJECT BACKGROUND

The Donlin Creek mine is a lode-gold exploration project located 15 miles north of the village of
Crooked Creek (population 144). Small placer mining operations (total production 35,000 oz.)
have been present in the area since 1915. In the mid-1980's, Calista geologists determined that a
significant lode source could exist in the uplands above the existing placer mining operations

near Snow Gulch.

In 1988 and 19S9 Western Gold Mining an Exploration Ltd. (WcslGold) spent S2 million
drilling and trenching the Donlin Creek deposit. Based on their fieldwork they estimated the
Donlin Creek gold reserve to be over 400,000 ounces. In 1995, Placcr-Dome North America
(PDNA) operated a S2 million exploration and drilling program. In 1996 and 1997 they
extended S18 million on additional drilling and exploration work at Donlin Creek, delineating a
3.6 million-ounce gold resource. Successful field results in 1998 produced an estimated 11.5
million ounces of resource which could lead to a preliminary mine feasibility determination by

the end of 1999.

The level of exploration and financial investment PDNA is making at the Donlin Creek Project is
a sign this area is considered a very advanced exploration property. The actual development cost
for a mine facility will require an outlay of more than S300 million dollars. The construction of
an access road isjust one of the costs associated with developing a producing mine. It is in the
best interest of the mining industry that the State of Alaska encourages the development of

remote mines.

An airstrip suitable for Hercules and DC-6 type aircraft was constructed at American Creek.
Although it was expensive, Placer-Domc and Calista believed the expenditure was necessary to
conduct advanced exploration. The airstrip will meet this project's needs for exploration support,
but it will not be sufficient for use during actual construction and development of a mine. Long-
term mine development will require access to the mine site over land. Over the next two years, it
is essential to link the mine site with the Kuskokwim River via a road.

There is minimal road access to the Donlin Creek area. A pioneer road is in place from the
placer mine sites at Snow Gulch and Queen Gulch. PDNA constructed an additional one and
one half miles of road during 1997 from Queen Gulch to American Creek. The road provides
access to the general location of the exploration camp, which was constructed in 1996. The road
project and campsite represent a very high level of commitment by PDNA to undertake a viable

exploration program to prove up the gold reserve in the area.
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BERiINg Straus N atlve C orporation

March 19, 1999

Representative Gail Phillips
State Capitol, Room 411
Juneau, Alaska 99801-11S2

Dear Representative Phillips,

Thank you for your letter of March 9th in response to my letter suggesting a new
resource road in the Nome area. | am enclosing some information for your review

from our files including:

1) A Finding of No Significant Impact (FONSI) of the proposed road
2) BSNC'’s offer to grant an easement to the State to move the project forward
3) Portions of DOT/PF’s Environmental Assessment of the project

The preferred alternative (#3) route would cost roughly three million to build.
Summei maintenance is minimal (S4,000). This road would eliminate the sharp
switch back at Anvil Creek and provide a shorter route into a known lode gold
resource at Rock Creek. Published data from Kennecott Exploration indicate that
the Rock Creek deposit has a resource of ten million tons grading .075 ounces per

ton or, 750,000 ounces of gold.

Please let me know if I can provide further information. Isincerely, appreciate
your assistance.

Sincerely,

Thomas S. Sparks
Land & Resource Manager BSNC

PO BOX 1008 ‘Nome,Auas“ 99762 =« (907) 443-5252 =« FAX (907) 443-2098%5



BERINg Straps N atlve C orporation

BERING STRAITS NATIVE CORPORATION
RESOLUTION 2-4-94-2

A resolution of the Bering Straits Native Corporation granting a perpetual subsurface
easement and restrictive covenant to the Department of Transportation and Public
Fecilities.

RECITALS

WHEREAS , approximately eight million dollars of private exploration funds have been
spent during the period between 1987 to present to assess the potential economic
mineral reserves at Rock Creek and surrounding lads; and

WHEREAS, the State of Alaska, residents of the conmunity of Nome and residents
throughout northwesterm Allaska will berefit from such a road through increased
employment gyportunities, severance taxes, and increased economic development

within the private sector; and

WHEREAS, the existing Glacier Creek Road has numerous switch backs and steep
grades, which pose a threat to public safety and do not adequately provide access for
eploration and development of known and inferred economic mineral resenves; and

WHEREAS, a new resource development road will provide for greater public safety,
increased access for exploration and development, and decrease winter maintenance

aost; and

WHEREAS, the new resource development road connecting the Bob Blodgett Nome
Teller Highway to Glacier Creek Road has been idtified as a Prioity #3 in the

Department of Transportation and Public Fecilities October 1993 Draft List of Priarities;
and

WHEREAS, iwll be at lease six to ten years before any Priority No. 3"s will be under
construction; and

WHEREAS, thisroad will be ready for constnjction in 1994; and

WHEREAS, mireral development B imminent and i pending completion of
oconstruction of this road; and

WHEREAS, it+es been understood by BSNC, the City of Nome, Representative
Richard Foster and Senator Al Adams that this project would remain a top priority of the
DOT & PF; and

P.0. Gox 100B +« Nome. Alaska 99762 « Phone (907) <143-5252 « FAX (907) 443-2965



Representative Fred D yson

Memorandum 04-0D-'J9P01 :55 CFND

May 4,1999
To: Gail Phillips
From: Fred Dyson
RE: Roads for Development

| would like to nominate the existing road from Iliamna Bay, Cook Inlet to
Pile Bay, Lake Iliamna for development. This isan old road about 15
miles long. DOT has estimated some S15 million for rebuilding it to a
really useful road.

The road goes from the NE comer of Lake lliamna across a small river
across the low mountain pass and down to tidewater at the head of
Iliamna Bay on Cook Inlet. The existing bridge is too narrow for most
traffic and may have weight limit problems. The road at the pass isnow

VEery narrow.

A rebuilding of this road and the same sort of docks or ramps at the

waterfront will open the Lake Iliamna country to:

(1) Easier and cheaper logistics (supply) for area residents and business.
Now freight must go across the North Pacific, through False Pass, east
through Bristol Bay and up the Kuichak River to Lake Iliamna. The
transverse of the Kuichak Flatsus difficult at all times and impassable
at low river periods.

(2) Access for the entire population riming Cook Inlet (Cl) to immense
and magnificent recreation opportunities. CIl residents could take their
watercraft from Homer (or other parts) to Iliamna Bay or Cook Inlet
and then have access to all of Lake Iliamna. | anticipate that support
services will develop to provide: barge service, trucking/trailing
services, and watercraft rentals to meet customer needs.

(3) Tourist opportunities, the Lake Country has world class fishing,
beauty, bird-watching, rock-hounding and good hunting.

(4) Ultimately there are some excellent mineral deposits in the area that
will be economic someday. This haul road will be an asset to that

development.

The only foreseeable downside to the road improvement is the significant
impact on existing non-commercial residents. When | have discussed this
issue with local residents, native corporations, and local legislators, there
is consistent ambivalence. The existing local people will be impacted. The
question is, should we improve access for thousands?



KENAI PENINSULA BOROUGH

134 N. BINKLEY ~ SOLDOTNA. ALASKA  99669-7599
BUSINESS (907) 262-4J41 FAX (907)262-1892

DALE BAGLEY
December 29, 1999 MAYOR

The Honorable Tony Knowles
Alaska State Governor

Post Office Box 110001
Juneau, Alaska 99811-0001

Re:  Kcnai Peninsula Borough Resolution 99-088
Williamsport - Pile Bay Road Upgrade

Dear Governor Knowles:

Following discussion with the numerous parties that would benefit from an
upgrade of the Williamsport - Pile Bay Road, the Kenai Peninsula Borough Assembly
adopted Resolution 99 - OSS on December 14, 1999.

The enclosed copy is being forwarded to you and cross-copied to those listed
below. The Kenai Peninsula Borough Assembly considered the upgrade of this road of
such importance to the borough that it is included in the list of capital improvements
priorities.

Your efforts to support this project will be appreciated by all concerned.

Sincerely yours

Dale L. Bagley
Kcnai Peninsula Borough Mayor

cc. Mayor Glen Alsworth, Sr., Lake and Peninsula Borough
Manager Ron Drathman, City of Homer
Senator John Torgcrson, Kenai Peninsula Borough Legislative Delegation
Senator Gary Davis, Kcnai Peninsula Borough Legislative Delegation
Representative Jerry Ward, Kenai Peninsula Borough Legislative Delegation
Representative Hal Smalley, Kenai Peninsula Borough Legislative Delegation
Representative Gail Phillips. Kenai Peninsula Borough Legislative Delegation
Representative Carl Moses, Lake and Peninsula Legislative Delegation
Senator Lyman Hoffman, Lake and Peninsula Legislative Delegation
Commissioner Joseph L. Perkins, Department of Transportation



Imroduccd b> Mayor

Date: 12/ 14/99
Action: Adopted
Vote 7 Yes. 0 No, 2 Absent

KENAI PENINSULA BOROUGH
RESOLUTION 99-088

A RESQLtfJTION in sOTtbortTer-the WILLIAMSPORT-PILE BAY ROAD

WHEREAS,

WHEREAS,

WHEREAS,

WHEREAS,

WHEREAS,

WHEREAS,

WHEREAS,

WHEREAS,

' UPGRADE PROJFCT

there is a demonstrated need to improve the transportation system linking Cook Inlet
with lliamna Lake; and

the Williamsport-Pile Bay Road acts as a gateway from Cook Inlet to Lake Iliamna
and Lake Clark National Park, and

the Williamsport-Pile Bay Road upgrade will provide economic opportunities for
increased boat hauling traffic, freight transportation and tourism into the region; and

the Kenai Peninsula Borough adopted Resolution 93-103 agreeing to act as local
sponsor for a Corps of Engineers reconnaissance study in 1993; and

the Corps of Engineers completed a feasibility study in 1995 that found the project
to be economically feasible and environmentally acceptable; and

the Williamsport-Pile Bay Road is a priority-on the Kenai Peninsula Borough Capital
Improvement list adopted in Resolution 99-010; and

elected representatives and officials of the Lake and Peninsula Borough, the Kenai
Peninsula Borough, and the City of Homer held a joint meeting on November, 6,
1999, to discuss the Williamsport-Pile Bay Road upgrade; and

the Kenai Peninsula Borough will economically benefit from the increased use of the
Williamsport-Pile Bay Road.

NOW, THEREFORE, BE IT RESOLVED BY THE ASSEMBLY OF THE KENAI
PENINSULA BOROUGH:

SECTION 1 The Kenai Peninsula Borough strongly supports the Williamsport-Pile Bay Road

upgrade project and supports the efforts of the Lake and Peninsula Borough to get the
Williamsport-Pile Bay Road upgraded.

Kenai Peninsula Borough. Alaska Resolution 99-088

Page | of 2



Lake and Peninsula Borough
. P.0.Box 495
King Salmon, Alaska 99623

Telephone: (907) 246-3421
ax: (907) 246-6602

January 14, 2000

Mayor Dale L. Bagley
Kenai Peninsula Borough
144 N. Binkley

Soldotna, AK 99669-7599

SUBJ: Williamsport-Pile Bay Road / KPB Resolution 99-088

Dear Mayor Bagley:

The Lake and Peninsula Borough would like to express its appreciation to you and the
Kenai Peninsula Borough Assembly for adopting Resolution 99-088: A Resolution In
Support Of The Williamsport-Pile Bay Road Upgrade Project. We also appreciate your
letter of support to Governor Knowles and your efforts to make this support known to
legislators and other interested parties. Strong support for this project from the Kenai
Peninsula Borough will definitely help us raise the profile of this project.

We would also like to thank you and the Borough Assembly for the hospitality you
provided us back in November when we had our joint meeting in Soldotna. We really
appreciated the warm reception we received. We believe the meeting was very productive
and came away from h feeling that a mutually beneficial partnership was possible. It has
been our intent to write a follow-up letter to that meeting and your recent letter and
attached resolution reminded us that it was time to do so.

We believe that now is a good time to begin discussing where we should go next and how
we can further develop our partnership. Following are several ideas on ways the Kenai

Peninsula Borough could help us achieve our immediate objectives on this project so that
we can keep making progress:

« Matching Money for FDA Grant. You will recall that we are applying for a $250,000
grant from the Economic Development Administration to replace or repair three and
possibly four bridges on the road. The Lake and Peninsula Borough Assembly has
pledged $50,000 as a local match to leverage this grant. DOT/PF will also be making
a significant contribution. A local match contribution from the KPB would be very
helpful because it would enable us to leverage more money and plan for additional

in . Virhnnb e lvwwnloc*



upgrades. This could include replacement of the Iliamna River bridge. This isthe
bridge whose size isplacing limits upon the number of fishing boats that can be
transported across the road. A contribution from the KP B also seems appropriate
because two of the four bridgeswe are proposing to repair or replace are inthe KPB.

e Memorandum ofUnderstanding on Maintenance: As you know, one of the reasons
that this project does not appear inDOT/PFs S1IF isthe fact that neither borough
has agreed to accept responsibility for routine maintenance. It isour understanding
that routine maintenance would cost approximately 550,000 to $60,000 per year
maximum provided that major repairs were made first and we assume that the road
will only be open in the late spring, summer, and fall. In other words, taking over
routine maintenance responsibility might cost each borough between $20,000 to
$30,000 per year. There are many other details to work out of course, but doing this
would be avery significant step forward,

e Local Match for Military Operation:You may remember that we have asked the
military to make improvements on the road as part of a training exercise under the
IRT program. They have expressed some initial interest in this project and ifthey got
involved, would probably do so inthe summer 0f2001. They will require local
participation and this could include cash, logistical support, planning and permitting
support, housing and supplies for the troops, etc.

< Technical and Planning Assistance:We could use assistance and support from your
planning department. For example, Commissioner Perkins has made ttknown thathe
does not believe there should be a large State commitment to this project until it can
be demonstrated that the public will have equal and unrestricted access to the dock
tnd port facilities at either end. Therefore, we need to research existing land
ownership at either end and identify suitable public lands (ifany) thatwould be
available for these facilities. Ifnecessary, we need to identify willing sellers of
private land and put together a package for the acquisition of those lands.

» Local Sponsorship /Corps of Engineers Project: Our borough 3 most immediate
objective isto improve this road ro that itispossible to transport more freight
including fuel, construction material nd equipment, and other goods and services.
This will lower the cost of living and stimulate economic development in the Lake
Iliamna and upper Bristol Bay region. Itisalso likely that our communities will begin
purchasing more goods and services from the Kenai Peninsula rather than Seattle or
other commercial centers. Eventually, we may shift our focus to improving the dock
and nort facilities at either end of the road. This will of course mean dredging and
new dock construction atWilliamsport. A 20% local cash match isusually required
for Corps of Engineers Projects of thL type. This ispotentially a large financial
commitment that we all should be aware ofand planning for.

We believe itwould be prudent to establish a meeting schedule and get together on a
regular basis to discuss these issues. The M 0 U on maintenance, local match for the ED A
grant, and research on land ownership are our most immediate concerns.

Thanks toyou and the Assembly for your time and consideration. Please do not hesitate
to contact either myselfor Walt Wrede, the Borough Manager, ifyou want to schedule a
meeting. We are available to meet with you in Soldotna and want you to know that you,



your stafE* and the Assembly are welcome to visit us in King Salmon or in one of the

Lake Iliamna communities that would be most affected by this project. "W\e hope to bear
from your soon.

Glen Alsworth Sr.
Mayor

C.

Governor Tony Knowles
Commissioner Joseph Perkins
Senator Lyman Hoffman
Representative Carl Moses
Senator John Torgerson
Senator Gary Divis
Representative Jerry Ward
Representative Hal Smalley
Representative Gail Phillips
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INTRODUCTION

This report explores the probably freight movement impacts of selected alternatives developed
as part of the Southwest Alaska Transportation Plan. The analyses presented herein focus on
the proposed Trans-Peninsula Roadway, which would create an new overland route from
Williamsport, which lies on the western shore of Cook Inlet, down the Alaska Peninsula,
terminating at lvanof Bay, Between these beginning and endpoints, the road would also link the
following communities:'

* Pile Bay * Pilot Point

* Pedro Bay Ugashik

* lliamna m Port Heiden

* Nondalton V' Chignik Lagoon
* lgiugig m  Chignik Lake

*  Naknek V' Chignik

*  Egegik *  Perryville

Ferry service linking the Kenai Peninsula with the Alaska Peninsula at Williamsport is proposed
in conjunction with these roadway segments. Of the many transportation concepts explored and
developed as part of the Southwest Alaska Transportation Plan, it is the proposed roadway links
c.nd Kenai to Alaska Peninsula ferry service, which taken together constitute a regional surface
network, that have the most potential to impact freight movement—as reflected in changes or
shifts in mode split, intermodal transfer nodes, and shipping costs. For this reason, the probable
freight impacts of the Trans-Peninsula Roadway System merit special attention. The freight
movement impacts of two scenarios within this alternative are explored: (1) those impacts
associated with implementation of the Trans-Peninsula Roadway System in its entirety; and (2)
those impacts resulting from implementation of a select portion of the alternative, namely, the
proposed roadway and improvements between Williamsport and Pile Bay. along with
navigational improvements at Williamsport.

Rehabilitation of the existing Williamsport to Pile Bay Road has important freight movement
implications in its own right, whether or not any other links are built. The existing Williamsport to
Pile Bay road is a 15.5-mile gravel road with one drained, earthen lane and no shoulder.
Histoncally, the road has bean used to transport fishing vessels of the Bristol Bay gillnet fleet
between Cook Inlet and Bristol Bay, which allows a safer, faster route than sailing around the
Alaska Peninsula. However, the road and its bridges are in extremely poor repair. Portions of
the road do not meet minimum width standards and are too narrow for current use. Al of the
bridges have sufficiency ratings below 50, and one has washed out and been dismantled. The
major limitation restricting boat-haul traffic is the existing metal bridge across the Iliamna River,
whose interior dimension of 12 feet is too narrow for the typical gillnet boat. The project
contemplated as part of this regional transportation plan would reconstruct and widen the
existing road in accord with national design standards.2Also included as part of this project

LevelocX could ba added lo this list, depending on which of two options were selected

* The project would rebuild the existing road lo meet standards set forth for a rural major collector with an ADT of lass than 250
vehicles per day. as specified by the American Association of Slabs Highway and Transportation Officials (AASHTO).

ARSONS Sotrthwas| Alaska Transportation Plan
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element would be navigational improvements at Williamsport, including dredging the approach
channel, as recommended by the US Army Corps of Engineers in its 1995 study.

If this project were implemented, then it would become feasible (technically) to barge goods to
Williamsport, truck them to Pile Bay, and then barge them to communities lying along the shores
of lliamna Lake. Goods could be moved down the Kvichak River to Bristol Bay between early
August and late October, when the river is ice-free and when its water level is high enough to
support navigation. The lake itself is navigable for six months a year, between May and

October. As such, a marine shipper would need to dedicate a barge to serve lliamna Lake
communities during the six months the lake is navigable.3

Three challenging tasks had to be accomplished in order to quantitatively estimate the impacts
of the roadway links proposed as part of the Southwest Alaska Transportation Plan: (1)
documentation of existing freight movement patterns in the region-by mode, volume, direction,
and commodity type, (2) development of freight demand forecasts by community and basic
commodity type for the 2020 design year; and (3) development of a methodology with which to
compare aggregate freight movement costs under both existing conditions and under the
proposed infrastructure improvements. Each of these tasks was made difficult by the paucity of
detailed and complete data on commodity flows by type, volume, seasonal split, shipping cost,
or mode.

Moreover, to the author’s knowledge, to date, no systematic study of freight movement in
Southwest Alaska has ever been undertaken.4 While this report constitutes an effort to develop
a stronger, more empirically based understanding of the region’s freight patterns and needs, the
scope of the planning effort precluded the level of additional primary data collection that would
be necessary to develop a suitably accurate, detailed understanding of how freight moves into,
out of, and around the region.

Because of the many gaps in the data, and other data issues, such as comparability, the
discussion and findings reported hr-ein have had to be built on the basis of numerous
assumptions. Although these assumptions are based on the best information currently available
(absent a major new data collection effort), there is no denying that changing one or more
assumptions could change the outcome significantly. In this case the ultimate outcome of the
report is an estimate of total freight movement cost savings achievable by building a road from
Williamsport to Ivanot Bay. In sum, the findings reported herein should be taken for what they
are— a conceptual, planning-level estimate of costs and benefits. Even where data are
available, problems exist in terms of their comparability. For example,

« While the US Army Corps of Engineers (COE) Waterborne Commerce Statistics Department
collects data on marine shipments to and from Chignik, the Federal Aviation Administration
(FAA) does not collect data on airborne cargo for this community. In fact, "complete” data
'lets, that is, COE, FAA, and AMHS, are only available for a handful of communities.

1 Another reason to explore the frei(?ht movement impacts of this project as a stand-alone olement has to do with the fact that of
all the roadway links contemplated this one faces fewer environmental and political obstacles than do the others Tho
Williamsport to Pile Bay se%ment may face fewer implementation obstacles because a roadway— albeit in poor repair and
pnmitive— already oxists. The Protect proposed as part ol this transportation plan would renovate this road, paving it. widening
It, and bnnging it up lo national standards As such, the political and environmental issues surrounding most roadway projects
in AJaska would not be as formidable as building a new stretch of infrastructure through undeveloped wilderness.

* To the author's knowledge this report reflects the first instance in which available primary data sources for different modes
hove been assembled in a single document for what comparative analyses they can support
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« While the COE data on marine shipments specify both origin and destination, the FAA
reports only 'freight enplaned.”

« While the COE reports the basic type of commodity shipped by sea. no specification of any
kind of airborne cargo is available in FAA data, nor in the AMHS data.

* None of the available sources provide any indication of the value of goods shipped.

Insofar as these fairly disparate data sources had to be combined in order to develop a single,
multimodal picture of overall volumes moved, mode split, and other measures, the level of
specificity was determined by the “lowest common denominator." From the data it was possible
to determine how much freight, in aggregate, is handled in Southwest Alaska; mode split by
volume, and gross breakdowns of commodity type. Additional manipulations were used to
develop a sense of freight movement in the many smaller communities for which no data at all
are available. These analyses are discussed in Part 3.

Because understanding the nature, sources, and limitations of the data upon which the report is
based is so important to interpretation of the results, the report begins with a discussion of the
data sources themselves.

NOTES ON THE FREIGHT MOVEMENT DATA

Three major source types were used to gain an understanding of freight movement in
Southwest Alaska: (1) published primary sources; (2) unpublished primary sources, namely, in-
person and telephone interviews with representatives of shipping companies operating in
Alaska; and (3) published secondary sources.

Primary Sources

Published sources. Compilation by mode of the “raw" data needed to establish existing freight
movement patterns in the region had already been carried out in an earlier deliverable for this
planning effort, 'Southwest Alaska Existing Conditions Technical Memorandum," April 1998.
This document reported statistics gathered by the Federal Aviation Administration, the US Army
Corps of Engineers Waterborne Commerce Statistics’Division, and the Alaska Marine Highway
System,5The nature and type of data provided by each of these sources are summarized in
Table 1. These data are at the core of the freight demand forecasting process, and in turn, for
the analysis of freight movement impacts attributable to the proposed alternatives, with
particular emphasis on the Trans-Peninsula Roadway System.

AMHS provided tno consultant team with access to its computerized database, which includes information on the volumo of
freight vans earned, by sailing, origin, and destination.
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Table 1.
Primary Sources of Freight Movement Data
for Southwest Alaska

Freight Mode Primary Sources Type of Data

SW Communities for which

data are available

Air Freight* Federal Aviation Administration: + Tons of enplaned mail and ~ Cold Bay Port Heiden
L Apohcuy Susiesof SO HELS L oilnghan st eorg
Certificated Route Air Carriers from 1988 to 1996 for small  lliamna St. Paul
2. Commuter Air Carrier Activity gﬁrtlflcated and commuter King Cove Sand Point
+ Enplaned tons are tons put  KIng Salmon  Togiak
on the airplane at the given Kodiak Unalaska
location carriers
AMHS Freight7 ~ AMHS Database +  Van volumes by number and  Chignik Kodiak
van length Cold Bay Port Lions
+  Origin and destination for all :
ports served by AMHS False Pass Sand Point
King Cove Unalaska
Private Marine US Army Corps of Engineers. * Incoming and outgoing Chignik Naknek
Freight \évéantferi)orne Commerce Statistics tonnage by freight category: 4 Bay 0Old Harbor
* Petroleum and Dillingham Port Heiden
petroleum products
Egegik Port Lions
+  Durable goods 9e0
) L False Pass St. George
+  Fish and fisheries )
products lliamna St. Paul
All other commodities King Cove  Sand Point
1966 to 1994. King Salmon  Togiak
Kodiak Unalaska

PARSONS
BRINCKERHOFF A

Data on cargo and mail shipped via air are available from the Federal Aviation Administration /Bureau of Transportation
Statistics (BTS) from two sources: 1) Airport Activity Statistics ot Certified Route Air Cemors and 2) Commuter Air Carrier
Actrvit). These data provided the tons of enplaned mail and cargo from 1987 to 1995 lor certified route air carrier, and from
1988 to 1996 lor small certified and commuter air carrier freight For this analysis, data from more reoent years was used, that
is, 1990 to 1995 for certified route air earner and 1990 to 1996 for small certified and commuter air earner. The data (foi both
cargo and mail) from those data sets were summed (or each year to develop an annual average for each airport. The data me
collected as enplaned lons; to., cargo put on the airplane at the given location.

QOata on freight movement via AMHS were available from the AMHS Database, which provides van volumes, including each
van's length in (eel, by oriPin and destination. Van volumes were converted lo a tonnago unit based on length. To convert feet
to tons, each foot was multiplied by 650 for total pounds, then divided by 2000 The authors acknowledge that this egurvalent is
imprecise, sinco vans' weights are not measured or recorded. Nonetheless, the 650-pound figure iS a conservative estimate
the reference forwhich Is TRB Special Report 220. *Providing Access tor Largo Trucks' 1989, rp 177. Data were available tor
each year from 1988 lo 1997. For this analysis, data was averaged tor the more recent years of 1992 101996, because the data
set tor 1997 appeared incomplete.

Southwest Alaska Transportation Plan
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Table 2.
Freight Movement Summary
for Southwest Alaska

Community FREIGHT MOVEMENT MODE Total
Tonnaae
Air AMHS Vans Private Marine
Combined Air Ongin Destination ~ Total Average  Total Average  Total Reported
(tons of cargo | mail (incoming tons)  (outgoing tons)
enplaned)
Akutan | 8.300 11.200 19,500
Chignik 11 2 9.800 1,500 11,313
Cold Bay 782 8 29 3.100 900 4,819
Dillingham 4.372 | 10,900 7,300 22.572
Egegik | 400 1,100 1,500
False Pass 4 0 300 100 404
lliamna 1,155 0 0 1,255
King Cove 44 0 0 7.100 4500 11.644
King 5,413 19,800 23.600 48.823
Salmon/Naknek
Kodiak & 3516 770 845 252.900 304,800 562,831
Surrounding
Old Harbor | 600 700 1,300
Port Heiden 119 | 119
St. George 59 I I | 59
St. Paul 181 | [ 181
Sand Point 185 2 6 9,100 100 9.393
Togiak 118 | 118
Unalaska 1.272 15 1 312,700 436,100 750.098
Total 17.326 810 893 635.000 791,900 1.445.929

Interviews. Another key source of primary data were in-person and telephone interviews
conducted with representatives of Alaska Airlines, PenAir, ERA Aviation, Everts Air Fuel,
Samson Tug and Barge, Crowley Marine Services, Bush Consolidators, Northland
Transportation, Coastal Marine Transportation, Coastal Freight and Salvage, lliamna
Transportation Company, Harkness Enterprises, Sea-Land, Airland, and Carlile Transportation.
These interviews elicited the carriers’views as to the probable pricing and service level effects
of the alternatives proposed in this planning effort. These representatives also served as a
'sounding board" in terms of the reasonableness of the methodology established to assess the
freight movement impacts of the proposed alternatives.

In addition to the shippers and consolidators, a useful resource was found in Dennis
Niedermeyer, at the suggestion of Southwest Alaska Advisory Committee member, Sheila
Bergey. Niedermeyer, who is employed by the Lake and Peninsula School District, manages the
district's capital projects. The projects are scattered throughout the Borough (whose boundaries,
incidentally, incorporate almost all of the communities that would be linked by the Trans-
Peninsula Roadway System). His work puts him ina unique position in terms of experiencing
firsthand the difficulties and high costs associated with getting a wide range of goods, including
building materials, heavy machinery, and petroleum products, to construction sites. His firsthand
knowledge provides insight into the cost of moving goods to and within the region by type,
mode, community, direction, and season.
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In fact, Niedermeyer was in several respects a better source than the shippers themselves.
First, he, unlike them, was able to provide candid, realistic rate estimates. The shippiny
companies contacted were, virtually without exception, circumspect about revealing rates for
contract shipments. They attribute their reticence to two primary factors: (1) that revealing their
rates would give their competition useful intelligence which would then be used to compete
against them; and, (2) that revealing rates in a public document could open shippers up to
charges of price gouging and other undesirable public scrutiny. The shippers did provide broad
rate ranges, but anonymously. To the extent that shippers were used to estimate rates, under
existing conditions, and under the hypothetical situation involving the proposed roadway
system, multiple shippers v/ere contacted and rate quotes were generally averaged to strive for
as much validity in those rate quotes as feasible. Another reason that Niedermeyer's input was
helpful is that shippers appeared to be familiar with only their mode and market niche, whereas
Niedermeyer was able to provide a more accurate overview of freight shipment across
commodity types and modes.

Secondary Sources

As noted, available primary sources in Southwest Alaska are limited in their ability to illuminate
the full extent of regional freight movement. Therefore, a literature review was conducted to
ferret out bits and pieces of freight movement information—particularly for smaller communities,
on which subject the primary sources are completely silent. What we had hoped to find at this
point was a clearer indication of how freight moves on to the smaller communities after having
reached the marine and aviation hubs for which primary data are collected. Ultimately, this effort
simply revealed how little freight movement in the Southwest has been studied. As such, the
information uncovered in this literature review was of limited value in painting with even broad
brushstrokes a picture of regional freight movement. In any case, listed in Table 3 are the
secondary sources referenced in this effort to “fill in the blanks."
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Table 3.
Secondary Sources of Freight Movement Data for Southwest Alaska

Alaska Department of Transportation and Public
Facilities, Alaska Intermodal Transportation Plan,
Appendices A-C, October 1994

Alaska Department of Transportation and Public
Facilities, Division of Planning Central Region,
Nondalton-Newhalen/lliamna Pioneer Road
Economic Feasibility Study, March 1986.

Alaska Marine Highway System Department of
Transportation and Public Facilities, Alaska
Marine Highway System Master Plan, July 1991.

Community Planning, Draft Secondary and
Cumulative Impacts Study of the Proposed
lliamna-Nondalton Road Reconstruction. Alaska
Department of Transportation and Public
Facilities, September 1996.

Department of Community and Regional Affairs,
Community Information Summaries, downloaded
from website www comreqaf state.ak us. June
1997.

Fried, Neal and Windisch-Cole, Brigitta, "A
Trends Profile- The Bristol Bay Region* Alaska
Economic Trends, July 1997.

HDR Alaska Inc.. Draft Assessment of
Transportation Need, King Cove-Cold Bay
Transportation Improvement Assessment. Alaska
Department of Transportation and Public
Facilities. December 1997,

Kodiak Chamber of Commerce, Kodiak
Cé)gmmunlty Profile and Economic Indicators,
1997,

Lake and Peninsula Borough, Lake and
Peninsula Borough FY'95 Transportation
Improvement Program Priorities. Prepared for the
Alaska Department of Transportation and Public
Facilities, October 1993.

10.

11.

12.

13.

14.

15.

16.

Parsons Brinckerhoff. HDR Alaska, the Glosten
Associates, Northern Economics, and Ogden
Beeman Associates, Southwest Alaska
Transportation Plan- Existing Conditions Technical
Memorandum. Alaska Department of
Transportation and Public Facilities, April 1998.

TRA-BV Airport Consulting, Alaska Aviation System
Plan Update Appendices. Prepared for Alaska
Department of Transportation and Public Facilities,
March 1996.

TRA-BV Airport Consulting, Alaska Aviation System
Plan Update Executive Summary. Prepared for
Alaska Department of Transportation and Public
Facilities, March 1996.

Tryck. Nyman, Hayes, Inc., Reconnaissance of
Navigation Improvements. Western and Arctic
Coasts of Alaska, Task 1, 2, & 3. Prepared for
Alaska District Corps of Engineers. August 1997.

Economic Impacts of the Copper River Highway.
Prepared for the State of Alaska Department of
Transportation and Public Facilities, by the Institute
of Social and Economic Research. University of
Alaska, Anchorage. June 1993.

Navigation Channel Feasibility Report and
Environmental Assessment, Williamsport'. US Army
Corps of Engineers, Alaska District. December
1995.

Parsons Brinckerhoff, Northern Economics, and the
Glosten Associates, Southwest Alaska
Transportation Plan- Travel Demand Estimates
Technical Memorandum. Alaska Department of
Transportation and Public Facilities, September
1998.
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PART 1. OVERVIEW OF FREIGHT MOVEMENT IN
SOUTHWEST ALASKA

Because manufacturing in the region, outside of fish processing, is extremely limited, virtually
everything Southwest Alaskans consume, apart from the subsistence resources they harvest,
must be shipped in— by air or by sea. Imports include building materials, machinery, fishing
support supplies, groceries, and consumer durables.

The vast majority of imports to the region originate not in Anchorage, but in the Puget Sound
ports of Seattle and Tacoma. This is due to the fact that (1) Anchorage is a relatively minor
manufacturer; and (2) Anchorage has few warehousing facilities, which limits its ability to serve
as a transshipment point (Terry Hart, Sea-Land, Alaska Northbound Marketing Director,
personal communications, September 23, 1999). In fact, Alaska ranks among the Port of
Tacoma's biggest customers.8 Unalaska, in addition to its role as a major fishing and fish-
processing source, serves as a key international transshipment site—for Asia-bound goods and
ship traffic.

MODE SPLIT

By volume, the vast majority of goods to and from Southwest Alaska are shipped by sea, via
private carriers, which include both ships (container and Ro-Ro0) and barges. Marine shipping
accounts for over 98% of the volume of goods shipped through Southwest Alaska.9 AMHS
freight haul makes up a miniscule percentage (less than 1%) of the region's total freight

nr vement (Figure 1).

Figure 1.
Combined Freight Movement
Mode Splitin Southwest Alaska

1.52%
O Air
O AMHS
O Private Marine
98.36%

1 Both SeaLand and TOTE, (he largest Alaskan shippers, operate out of the Port of Tacoma.

Data on pnvate fFEI% t marino was available from the US Army Corps of Engineers. Waterborne Commerce Statistics Center.
This data Included both incoming and out%omg lons for 1906 to 1994 for 4 major categories: 1) petroleum and petroleum
products, 2) durable goods, 3) fish and risheries products, and 4) all other commodities. In analyzing the data it was important
to note that in 1990 the Wateidome Commerce Statistics Center changed its data collection molhods and started to record
data in short tons, so an entry after 1990 of '0" indicates less then 500 short tons were reported. Annual data was averaged for
Petroleum, Petroleum Products, Durable Goods, Fish, Fisheries Products, and All Other Commodities for 1906 to 1995.
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Marine shipping in Southwest Alaska is challenging because of the region's harsh weather,
small populations, and relatively undeveloped ports. Winter ice typically prevents any navigation
to Bethel and other Bristol Bay ports as well as the northwest coast of the Alaska Peninsula.
Small villages must often be served by lightering cargo from oarges or small ships to landing
craft or small boats. In the Bristol Bay region it is common for barges to be grounded at low tide
and to spend a tide cycle on the beach discharging cargo. Barge-mounted cranes are typically
used.

There are three primary components to marine shipping in Southwest Alaska:

(1) The large international shipping fleet represented by Sea-Land Services and American
President Lines, both of which call at Unalaska on a weekly basis and transport frozen
seafood products to the Far East. Sea-Land serves Kodiak and Dutch Harbor with freight
from Seattle; APL only picks up export products for the Far East.

(2) The specialty ship fleet of Coastal Transportation and Western Pioneer Shipping. Both
maintain fleets of small refrigerator ships. They are configured to carry frozen seafood south
and general cargo and seafood processing supplies north. Coastal has a fleet of seven
ships and Western Pioneer has a fleet of ten. Western ilso operates a fleet of bulk
petroleum barges that distributes refined products from the Alaska Peninsula to Southwest
Aiaska and other points in Western Alaska.

(3) The barge operators that operate seasonal common carrier and contract services to
Southwest Alaska. The principal barge operators are Northland Services and Samson Tug
and Barge. These operators carry the majority of bulky freight to and from the towns and
villages of Southwest Alaska. Container and individual items, such as buildings, vehicles,
boats, construction equipment, and bulk materials can be transported on the flat deck
barges operated by these carriers. Crowley Maritime also operates petroleum barges in the
region. These carriers also act as feeder services for the international shippers and gather
and distribute freight using Dutch Harbor as the hub. Other hubs include Naknek, Bethel,
Sitka, and Kodiak. Sitka and Kodiak are used for transshipment of cargoes moving from
Southeast Mlaska and Prince William Sound ports.

A feature of marine service to Southwest Alaska is that capacity is quite elastic. Extra voyages
can typically be added at the end of the normal season. For long-range projects, extra
equipment can be dedicated to a service area. For example, both Western Pioneer and Coastal
supplement their service during the peak of the fishing season. Furthermore, contract towing,
wherein a customer contracts for a particular service, can provide substantial capacity;
particularly for remote areas with only occasional service. Although excess capacity exists, it
may not be available to all of the region's remote villages, or even some of its relatively large
communities. This is because the fixed cost of making a stop is quite high. Aside from the fuel,
and fixed vessel costs for the voyage, there is also the likelihood that a full longshore gang has
to be called out—even for a small amount of cargo. One operator even noted that they provide
service at a substantial loss during the off-season, in order to maintain relationships with
customers for the peak season.

Table 5 contains a general schedule for marine service to Southwest Alaska ports. Do note that
one item in this table is not up to date. Crowley recently rescinded its regularly scheduled
service to Southwest Alaska for 1999, citing declining business, ostensibly related to poor fish
harvests in Bristol Bay.
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Table 4.
Freight Movement Mode Split
by Southwest Alaska Community

COMMUNITY MODE.. : TOTAL ... Y.QOE SPLIT
; ; T Combined % OF
Combined Air Combined inbound TOTAL % OF TONNAGE
tonsolcargo&mal  andoutiound IPundad - ppeighr V. OF TONNAGE JONNAGE, " MOVED BY PRIVATE

enplaned) AMHS Marine MOVED AMHS MARINE
Akutan 19.500 19,500 000% 0 00% 100.00%
Chigniks* 13 11.300 11.313 0 00% 0 11% 99 09%
Cold Bay 782 37 4,000 4819 16 23% 0.77% 83 00%
Dillingham 4372 18,200 22,572 19 37% 0 00% 80 63%
.qeqlk 1.500 1,500 0 00% 0 00% 100 00%
False Pass 4 400 404 000% 099% 99 01%
lliamna 1.255 1.255 100 00% 000% 0 00%
King Cove 44 11,600 11.044 0 38% 0 00% 99 62%
King Snimon/Naknek 5,423 43.400 48.823 1111% 0 00% 88 89%
King Salmon 5.423 5.423 100 00% 0 00% 0 00%
Kodiak 3.516 1.615 557.700 562.831 062% 029% 99 09%
Naknek 0 43.400 43 400 0 00% 000% 100 00%
Old Harbor 1300 1.300 0 00% 0 00% 100 00%
Port Heiden 110 119 100 00% 0 00% 0 00%
S| Georoe 59 * 59 100 00% 0 00% 0 00%
St. Paul 181 181 100 00% 0 00% 0 00%
Sand Point 105 8 9.200 9.393 197% 0 09% 97 95%
Tooiak 118 118 10000% 0 00% 0 00%
Unalaska 1,272 26 748,800 750.098 0.17% 0 00% 99 83%
Total 22,749 1,703 1,470,300 1,494,752 1.52% 0.11% 98.36%

Note that 'complete’ mode split data are available only for a small subset of Southwest Alaska communities: Cold Bay,
Dillingham, Kodiak, Sand Point, and Unalaska. This is a function of the basis upon which the data are collected. Akutan, as well
as the Chigniks, for example, certainly experience some degree of airfreight movement. However, since cargo enplanement data
are not available for these communities, il is no possible to ascertain the aviation cargo mode split without additional data
collection. Similarly, the absence of marine cargo data for the communities in the lliamna Lake area is another limitation. Though
waterborne commerce statistics from the US Army Corps of Engineers are unavailable for lliamna, it has been reported in another
secondary source that only about 40% of freight is flown into lliamna. the rest arriving by barge and landing craft (US Army Corps
of Engineers, Navigation Channel Feasibility Report and Environmental Assessment, December 1995). The absence of marine
cargo data for the communities In the lliamna Lake area is another limitation.



Table 5.

General Service Schedule for Private Marine Shipping
to Southwest Alaska
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Frequenci
Pnrf
Alekrvegik
Anchorage
Chignik
Clarks Point
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Dillingham
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PRIVATE MARINE TRANSPORT

The only mode for which it is possible to determine what commodity is being shipped, as
opposed to simply volumes, is private marine. The statistics collected by the US Army Corps of
Engineers Waterborne Commerce Statistics Department are broken down into four broad
categories: Petroleum Products (which include gasoline, jet fuel, and industrial lubricants);
Durable Goods; Fish and Fisheries Products; and “All Other." For the purposes of the analyses
conducted in this report, Durable Goods and “All Other" are collapsed into a single category, “All
Other."

The single largest category of goods shipped to and from Southwest Alaska communities as
reported in the Waterborne Commerce Statistics is "Other," which includes diverse
commodities, such as lumber, dry groceries, fishing gear, machinery, mobile homes, cement,
boats, automobiles, toys, office supplies, and apparel. All told, '‘Other* accounts for about 40%
of the goods shipped by sea to and from Southwest Alaska communities (Table 6).

Trailing close behind “Other" by volume, is the region's primary economic mainstay and export:
fish products. Overall, fish products make up about 35% by volume of products shipped to and
from Southwest Alaska by private marine carriers. The highest percentage is experienced in
Egegik, where 60% of goods carried by marine carriers are fish products, percentages in King
Salmon/Naknek and King Cove are also relatively high.

Petroleum products make up a significant proportion of the freight carried by private marine
shippers within Southwest Alaska. Petroleum products, compared to products such as lumber,
dry groceries, or heavy machinery, are relatively inexpensive to ship, since they require much
less handling and less wasted space than do products that have to be packaged and moved
individually. Petroleum products are simply pumped in and pumped out mechanically.

Overall, about 26% of the volume of cargo moved by private marine carriers consists of
petroleum products. The percentage is particularly high in selected communities, such as Old
Harbor, where it reaches fully 83.3%, and to slightly lesser extents in Cold Bay and Chigniks,
where the totals are 74.6% and 64.6%, respectively. Unalaska is by far the single largest
recipient of petroleum products—ostensibly related to its role as a fueling and transshipment
point for marine vessels. Unalaska alone accounts for 447,873 tons of petroleum shipments per
year, which represents 70.5% of the regional total of petrol products.
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Trip End

Chignik (or Fisheries or Lagoon)
Cold Bay

Dillingham and Aleknagik
Egegik

False Pass

[liamna and Newhalen
King Cove

King Salmon and Naknek
Kodiak

Old Harbor

Port Heiden

Port Lions

Sand Point

St. George

St. Paul

Togiak and Togiak Fish
Unalaska

Total

Private Marine Shipments for Southwest Alaska:
Basic Commodity Type Splits

Table 6.

(incoming and outgoing, in tons)

Incoming or  Incoming or  Incoming or
Outgoing Petrol Outgoing Fish Outgoing Other
5,250 375 2,500
2,750 935
7,000 3,750 11,265
375 1,125 375
125 125

976
3,375 3,62. 4,414
11,000 24,375 24,387
65,875 105,625 427,903
625 125
114
625 882
139
60
176
139
293,500 383,250 122,930
390,500 522,250 597,320

TOTAL

8,125
3,685
22,015
1,875
250
976
11,414
59,762
599,403
750
114
1,507
139
60
176
139
799,680
1,510,070

PETROL
SPLIT
64.6%
74.6%
31.8%
20.0%
50.0%

29.6%
18.4%
11.0%
83.3%
0.0%
41.5%
0.0%
0.0%
0.0%
0.0%
36.7%
25.9%

FISH
SPLIT
4.6%
0.0%
17.0%
60.0%
0.0%
0.0%
31.8%
40.8%
17.6%
16.7%
0.0%
0.0%
0.0%
0.0%
0.0%
0.0%
47.9%
34.6%

"OTHER”
SPLIT
30.8%
25.4%'
51.2%
20.0%
50.0%
100.0%
38.7%
40.8%
71.4%
0.0%
100.0%
58.5%
100.0%
100.0%
100.0%
100.0%
15.4%
39.6%



AMHS FREIGHT TRANSPORT

As noted, the percentage of freight carried by AMHS in Southwest Alaska is extremely small.
Private carriers simply do not perceive AMHS in its current capacity as a competitor for marine
shipment (Terry Hart, Alaska Northbound Marketing Director, personal communications,
October 1999).7his is likely due to several factors, including the following:

e« Current AMHS service to Southwest Alaska communities along the Alaska Peninsula and
Aleutian chain is extremely infrequent.

« Compared to private marine shippers, AMHS vessels have very little capacity. For example,
while the vessels used in Sea-Land's Alaska service have capacity for about 400 vans, the
Tuslumena can only accommodate in the neighborhood of eight vans.

* Given that they make multiple port calls, AMHS vessels are relatively slow cargo conveyers,
compared to private service.

« As a non-competing freight carrier, AMHS is not oriented to providing high-volume, highly
efficient logistical capability. For ins.ance, while private carriers often arrange for the delivery
of goods from ship or barge to its ultimate destination, AMHS does not offer full service
shipping services.

« Most goods shipped to Southwest Alaska originate in SeattlefTacoma, not Anchorage. Even
if they did originate in Anchorage, they would still have to be transported overland ti-the
current ferry terminal at Homer, since AMHS does not curiently operate out of Anchorage.
Costs accompany each modal transfer. In contrast, private carriers can sail directl.
Southwest Alaska from Seattle, or they can proceed to Southwest Alaska following a brief
stop in Anchorage to unload goods.

AIR FREIGHT TRANSPORT

Although air freight makes up less than 2% of all Southwest Alaskan freight movement by
volume, it is very important for certain types of goods, such as those with high value and or
relatively low weight and volume. Another function served by air freight is to move goods thal
could be moved by barge more economically—such as building materials—but which, for
whatever reason, including poor planning, have to be flown in—either because they are so time-
sensitive or because winter ice precludes marine shipment.

Air freight is also critical to those communities, such as Dillingham and lliamna. which are
difficult or impossible to reach by water during much of the year. The dependence of
communities like Dillingham and Iliamna on air freight is reflected in Table . This table indicates
that 19% of Dillingham'’s freight moves by air, and 100% of lliamna's.10 Cold Bay, and King
Salmon also rely relatively heavily on of air freight. In Cold Bay, 16.23% of freight by volume is
handled by air. In King Salmon, the figure is 11.11%.11

0 The 100V. air height figure lor lliamna is misleading insular as it does not lake into account the bargo shipmenls provided by
Coastal Transportation Inc , which serves communities on Lake lliamna dunng the bnel summertime window when the Kvichak
River is high enough to support navigation This case again reflects the limitations of the US Army Corps ol Engineers
statistics, which are only collected at relatively major manne ports; the data collection does not extend to cover what happens
lo the freight once it ts broken down lo smaller vessels at ports such as Naknek.

1 Another possiDility for these communities' high air freight mode sp.(is tnat me communities that experience higher rates of air
transport also havo lower rales of seafood * /ports—which magnifies the weight of cargo flown out since the mode splits are
calculated on a percentage of volume bssis
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Three of the four communities that are relatively dependent on air freight have long runways
(Cold Bay, Dillingham, and King Salmon), tn fact, pach of these communities was considered a

candidate in an earlier analysis to serve as a regional aviation hub. Clearly, these communities
are already to some extent functioning as hubs.

Table 7.
Airport Runway Lengths for SW Alaska
Communities Most Dependent on Air Freight

Airport Runway Length
(feet)

Cold Bay 10,420

Dillingham 6,404

lliamna 5,085

King Salmon 8,500

The Role of the Mail Service in Southwest Alaskan Air Freight
Movement

The US Postal Service (USPS) plays a bigger role in air freight movement in Bush Alaska than
virtually anyplace else in the country. In fact. Crowley Marine cites USPS Bypass Mail as the #1
factor in its suspension of regularly scheduled barge service to Southwest Alaska vJ'm
Vandeveen, Crowley Marine, personal communications, 11/10/99). The USPS is mandated by
law to provide universal mail service throughout the US at uniform rates, regardless of the fact
that it is far more expensive to carry out this service in places like Southwest Alaska, where long
distances and harsh conditions make air movement of the mail (including freight, such as
groceries, carried as mail) necessary. Because mail rates must be uniform throughout the
country, it costs far less to mail freight by parcel post through the USPS than it would to send
goods through a private carrier. Tables 8 and 9 provide a comparison of rates for private air
freight movement, priority mail, and Bypass Mail.12

*  The Bypait Mjil Program allows poll shipments lo bypass a poll office, with postage affixed at it* ongin, thui benefiting from
the uniform rale utod by Ihe postal service as descnbed below.
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City Pairs

Anchorage-Dillingham
Anchorage-lliamna
Anchorage-King Salmon
Anchorage-Kodiak
Anchorage-St. Paul
Dillingham-Anchorage
lliamna-Anchorago

King Salmon-Anchorage
Kodiak-Anchorage

St. Paul-Anchorage

City Pair

Distance

(ml)

329
195
289
252
767
329
195
289
252
767

Table 8.
Typical Air Freight and Mail Rates
Between Representative City Pairs

USPS Priority Mall

($/Pound)
Freight
Rato
1001b  1001b- Up to
4991b 11b

.70 .50 10.00
45 34 10.00
.70 .50 10.00
.70 49 10.00
1.07 97 10.00
45 .32 10.00
.35 32 10.00
45 .32 10 00
45 .34 1000
.69 58 10 00

Table 9.

2 days
101b

1.00
1.00
1.00
1.00
1.00
1.00
1.00
1.00
1.00
1.00

USPS Parcel Post

(Bypass) Mall 4-7 Days

101b-

701b 11b iOlb

(limit)

48 231 31
48 231 31
48 231 31
48 2.31 31
48 2.31 31
48 2.31 31
48 231 31
48 231 31
48 231 31
48 2.31 31

Rates Applied to Example of 70-Ib. Package

Anchorage-Dillingham
Anchorage-lliamna

Anchorage-King Salmon

Anchorage-Kodiak
Anchorage-Sl. Paul
Dillingham-Anchorage
lliamna-Anchorage

King Salmon-Anchorage

Kodiak-Anchorage
SI. Paul-Anchorage

Shipping Cost via  Shipping Cost
Commercial Air

$49.00
$31.50
$49.00
$49,00
$74.90
$31.50
$24.50
$31.50
$31.50
$48.30

via Priority Mail

$33.60
$33.60
$33.60
$33.60
$33.60
$33.60
$3360
$33.60
$33 60
$33 60

Shipping Cost via Parcel

Post (Bypass Mail)
$5.60
$5.60
$5.60
$5 60
$5.60
$5.60
$5.60
$5.60
$5.60
$560

701b
(limit)

.08
.08
.08
.08
.08
.08
.08
.08
.08
.08



An example illustrates the tremendous savings achievable by sending goods via the US Postal
Service. Whereas it would cost S49.00 to send a 70-pound package from Anchorage to
Dillingham via a private air freight shipper, the same package could be sent for S33.60 via
Priority Senl/ice, or for a mere 55.60 if sent via Bypass Mail. No wonder one overland shipper in
Alaska noted that, ‘Everything that can be shipped through the Mail already is." Another cited
the case of an Alaskan who had had most of the materials he used in building his house
shipped piecemeal via Bypass Mail.13 Freight consolidators, whose niche in the logistics market

focuses on exploiting the opportunities provided by the USPS, operate in both Anchorage and
Seattle.

The subsidization of mail delivery costs provides considerable benefits for the Alaskan residents
and for air carriers that operate in the state. Air carriers rely on their mail delivery work as a
mainstay of their Alaska service (Neil Fried, State of Alaska Economist, personal
communications, September 30,1999). The carriers' duty to carry mail to remote areas of the
state also makes it more economical for them to provide passenger and private freight service.
In the absence of the air freight business provided by the federal government to carriers to
deliver mail by air, Alaskans would receive less frequent air service— at higher cost.

Under the current system, the USPS allocates mail equally among all carriers offering regularly
scheduled service within a similar time frame. “The requirement to maintain competitive service
frequency to handle a share of the mail has resulted in more frequent passenger sen/ice
between Anchorage and Fairbanks and western-arctic hubs, and between hubs and outlying
villages that could be supported otherwise" (Alaska Intermodal Transportation Plan, Alaska
Department of Transportation and Public Facilities. October 1994). Communities in Southwest
Alaska that currently serve as hubs include Cold Bay, Port Heiden, Dillingham, Kodiak, King
Salmon, and Unalaska/Dutch Harbor.

Between 1987 and 1995, about 11% of total air freight by volume to Southwest Alaska
comprised mail. Moreover, this percentage is increasing. The costs borre by the USPS to serve
Alaska with the Bypass MailProgram have multiplied rapidly (Table 10). Between 1986 and
1991 the intra-Alaska air transportation costs paid by the USPS increased from 559 million to
595 million, most of which went to pay to move parcel post mail. ‘The increase in costs is due to
increased volume, especially to Lush destinations, as well as rate increases made under the

continuing ratemaking responsibility of the US Department of Transportation to regulate the mail
pay rates to air earners in Alaska.

The deficit resulting from the difference between Alaska parcel post revenue from postage and
the cost of purchased air transportation alone has risen from 523 million in 1986 to $70 million in
1991 (Alaska Parcel Post Task Force Report. 1993, provided by Carl Siebe, DOT&PF, January
1999). According to this report, the USPS, which was separated from direct Congressional
control in 1971, is under pressure to operate more cost-effectively, and to balance user fees, in
the form of postage, with delivery methods that allow the USPS to meet the actual costs of
providing service. With this goal in mind, the USPS is seeking ways to deliver mail to remote
regions of Alaska at a lower cost. Any such efforts will be monitored carefully by Alaska's
congressional delegation, insofar as their effects on Alaskans' mobility and access to goods and
services will be significant, particularly in the bush. In light of this pressure, one observer

As the result ol public outcry ower this case. USPS regulation* ware tightened up lo specifically exclude building materials from
ellglbll%for mini shipment (Sam Krogstad, Bush Consolidator*, personal communications, October 4, 1999) Other items that

cannot be mailed are harardous matenals, as defined by either the USPS or the air earner.
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suggested that the assumption that Alaska will always enjoy low postal rates may not be valid—
particularly if and when the state's clout in Congress, now at an all-time high—were to suffer
(Neil Fried, personal communications, September 30, 1999 u

Table 10.
Alaska Parcel Post
Financial and Operating Summary, 1986-1991

Fiscal Year Volume (pounds) Bush Revenue Costs Loss
Mainline
1986 90.5 36.4 S3 S31 323
1987 96.2 38.5 S8 347 S39
1988 102.3 42.6 S9 358 349
1989 108.5 47.0 S11 562 S51
1990 113.2 49.5 S10 379 369
1991 113.7 52.0 312 382 370
% Increase 25.6% 42.9% 50.0% 164.5% 204.4%

Were postal rates paid to move freight as mail to rise to levels that more accurately reflect the
actual costs of delivery, then several repercussions would be likely.

Rural Alaskans, including those who live and work in Southwest Alaska, would have to pay
higher rates to mail in consumables, including groceries;

The price of private freight and passenger movement would likely increase, with decreases
in service frequency and convenience;

As the result of the first two repercussions, benefits due to provision of a modal alternative,
e.g., the Trans-Peninsula Roadway System, woultf be much magnified, with a shift from air
to roadway ‘ransport of mail and other goods assumed.

Congress could end the bypass mail system, which would adversely affect the convenience of using parcel post and add lo the
total cost of moving goods (though not the postage rales themselves) Congress could also require that all postage rales reflect
the cost of provisiun, but that would affect communities in every state and would probably not be politically feasible regardless
of Alaska Congress could not selectively change rales for Alaska alone.

RSONS Southwest Alaska Transportation Plan
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PART 2. FREIGHT TRANSPORT DEMAND FORECASTS

Described in this section is the methodology developed to forecast freight transport demand for
Southwest Alaska. Forecasts were developed for Petroleum Products, Fish Products, and
"Other" Products, including Mail.

FREIGHT FORECASTS FOR PETROLEUM PRODUCTS

To forecast petroleum freight moved, several variables were tested statistically to determine
which of them produced the best "fit" in predicting freight volumes. The best and final model
includes population, arid a variable to indicates the type of airport and marine facilities at the
community (either only a community services port, a commercial services port or airport HUB, or
both a commercial services port and an airport HUB). For the purpose of the forecast it is
assumed that the types of marine or airport facilities at a community will be the same in the year
2010 and 2020. This model is as follows:

Tons of Petroleum Shipped = (2.443375)(Population) +
(27778.04)(Port Types)

The “goodness of fit" or R2 coefficient for this model was poor, about 0.286, indicating that only
about 25% of the variation in petroleum shipped can be explained by population and marine and
airport types. This model is based on a limited data set of only 11 records. Only a limited data
set is available because confidentiality requirements. To help improve the accuracy of the
model, forecast volumes were adjusted.'4

Petroleum shipments are forecast to stay about the same at most communities in Southwest
Alaska. Petroleum shipments, however, are forecast to decrease at Cold Bay for the low, base,
and high 2010 and 2020 scenarios. Shipments are also forecast to decrease slightly at several
other communities in the low and base 2010 scenarios, and in the low 2020 scenario. These
forecast decreases in petroleum movement are related to projected population decreases in the
corresponding communities. The complete results of this analysis can be found in "Southwest
Alaska Transportation Plan Travel Demand Forecasts," (September 1998).

FREIGHT FORECASTS FOR “OTHER” CARGO, INCLUDING MAIL

To forecast freight movement for "Other" cargo, including mail, several variables were tested
statistically. The model that proved most effective in mathematically replicating existing freight
movement relied on a single variable: population. This model is as follows:

Tons of Other Cargo Shipped = (36.21088203)(Population)

At 0.95, the ‘goodness of fit" measure for this model, otherwise known as the R2coefficient, was
quite high. This indicates that about 95% of the variation in “Other" cargo shipped can be

"* Forecast volume* wero ad|u*tod by companng initial modeling output lo known, oxuling volume*. That it, volume* 'forecatl’
by the model for the existing year, based on current condition*, wero compared to the actual volume reported. The ratio
between axitling year volume* ‘forecast' and the actual volume reported was then applied to future foreeails
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predicted on the basis of population. However, this model is based on a limited data set of only
16 records. Therefore, it improve its accuracy, forecast trips were adjusted.16

Other cargo shipped are forecast to increase at most communities in Southwest Alaska.
However, shipments are forecast to decrease at Cold Bay for the low, base, and high 2010 and
2020 scenarios. This decrease corresponds to the forecast for a decreasing population in Cold
Bay through the year 2020. In the low and base 2010 scenarios, shipments are also forecast to
decrease at Chignik. Shipments are also forecast to decrease at several other communities for
the low scenario only for 2010 and 2020.

FREIGHT FORECASTS FOR SOUTHWEST ALASKA COMMUNITIES

A limitation of the freight forecasts at the level just described is that they only project freight
volumes for a relatively small number of Southwest Alaska communities—the communities for
which primary source data are available. However, only about 40% of Southwest Alaska's
residents live in these communities. To fill in this gap in the forecasts, another analytical step
was taken. To provide community-specific freight movement forecasts for all Southwest Alaska
communities, freight movement values were imputed.

A straightforward process was used to impute freight movement values to Southwest Alaska
communities. First, the region’s 2020 freight movement forecasts (base case) were totaled and
then divided by the 2020 base population forecast for the region as a whole. Separate
calculations were applied to Petroleum Products and “All Other.” Note that Fish and Fisheries
Products movements were not allocated among the communities.T7

Note too, that Unalaska, which experiences by far the region's highest freight per capita, was
excluded from this averaging process. This is because the vast majority of Unalaska's freight
movement is attributable to two of its unique roles in the region: (1) its role as a major fish
processing location; and (2) its role as a transshipment point for international freight lines bound
for Asia. Had Unalaska not been excluded from the equation, then the resulting per capita
freight movement estimate would have been grossly inflated. It would not have been as good
an approximation of freight moved through the rest otthe region’s communities, which do not
serve as major fish processors or transshipment nodes. For similar reasons, Kodiak's freight
movement and population were excluded from the average. In essence, the goal of this exercise
was not to develop the most accurate average, in terms of per capita freight movement in the
region, but rather, to develop a reasonable proxy measure with which to predict consumption-
based cargo flows to specific communities. The exclusion of Unalaska and Kodiak from the
regional average helped meet this objective.

This averaging process produced a value of 2.7 tons per person for petroleum products, and
4.05 tons per person for ‘Other" cargo. These values were multiplied by the 2020 base case

Forecast volumes were adjusted by comparing initial modeling output lo known, existing volumes Thai is, volumes 'forecast’
by the model lor the existing year, based on current conditions, were compared lo the actual volume reported. The ratio
between existing yeai volumes 'forecast* and the actual volume reported was then applied lo future forecasts.

The reasoning lor not imputing fish value is as follows Fish and Fishenes products are overwhelmingly exported out of
Southwest Alaska, and the largest producers appear to be represented in the pnmary source data that are available. Itis
reasonable to impute freight values for Petroleum Products and 'All Other* because consumption of food, fuol. and clothing, all
of which must be imported to the region, cart safely be assumed. However, any assumption that every community in the region
axports fish products or serves as a transshipment point would be far more tenuous, and in some cases, would run contrary to
what is known about regional freight movement.

/h\RS NS Southwest Alaska Transportation Plan

PARSO
BRINCKERHOFF 20 Fralght Movement Issues and Impacts



population forecasts for each community. The result was an “imputed' 2020 freight movement
forecast total for each community. The results of this process for affected Southwest Alaska
communities are compiled in Table 11.

Once the volume of freight movement, roughly categorized by type, had been established for
each affected community, it finally became possible to “cost out" the price of moving the
forecast volumes under selected scenarios. The process used to establish approximate rates
currently paid to move freight to Southwest Alaska, along with estimated rates under different
circumstances than currently exist; i.e., under the alternatives proposed as part of this regional
transportation planning effort—is described in the following section.

Table 11.
2020 Freight Movement by Southwest Alaska Community
2020 Population 2020 Petrol 2020 "Other" Total
Forecast Forecast Forecast (tons)
(tons) (tons)

Chigniks 377 1,018 1,527 2,545
Dillingham and Aleknagik 2,943 7,946 11,919 19,865
Egegik 167 451 676 1,127

Igiugig 68 184 275 459
lliamna and Newhalen 346 934 1,401 2,336

Ivanof Bay 27 73 109 182
Kakhonak 207 559 838 1.397
King Salmon and Naknek 1,372 3,704 5,557 9,261

Levelock 139 375 563 938
Nondalton 317 856 1,284 2,140

Pedro Bay 45 112 182 304

Perryville 116 313 470 783

Pilot Point 115 311 466 776
Port Heiden 158 427 640 1,067
South Naknek 165 446 668 1,114
TOTALS 6,562 17,717 26,576 44,294
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PART 3. DEVELOPMENT OF A FREIGHT
ASSESSMENT METHODOLOGY

ESTIMATING EXISTING RATES

Having established a means of predicting freight movement volumes for each community, the
next step in the analysis was to develop a framework with which to understand two facets of
regional freight movement: (1) how much it would cost to move predicted volumes under an
unchanged regional transportation network; and (2) how much it would cost to move predicted
volumes if specified improvements in the regional transportation network were implemented.
The improvements of interest are implementation of the Trans-Peninsula Roadway System in its
entirety, as well as implementation of one element of that system, rehabilitation of the
Williamsport to Pile Bay Road. Separate modal rates for the movement of “household goods" for
each affected community were eventually established, under both existing conditions and the
proposed alternatives.

Rate establishment was one of the most challenging tasks in developing this freight movement
assessment methodology. There is no single, convenient source of shipping rates, which in any
case vary by mode. Different shippers serve different communities within Southwest Alaska.
Many shippers insist on keeping their actual rates confidential since much freight movement in
Southwest Alaska is negotiated on a contract basis among competitors. Other shippers are
reluctant to reveal their contract rates for fear that their publication will result in accusations of
price gouging.

Aside from these complications, establishment of a single set of rates for analytical purposes
was also complicated by the very nature of the multiple industries that transport goods. The rate
that is ultimately paid to move goods from one point to another depends on complex interactions
among many variables, including those listed below. Shipping rates among goods, among
modes, and among times of the year—can and do vary tremendously.

 Mode. It is generally more r xpensive to ship goods by air than by sea. For bulk
commodities, it is often less expensive to ship goods by sea than by land.

« Handling. The amount of handling required. It is relatively inexpensive to move petroleum
products, for example, because they can be pumped directly in an out of dedicated storage
facilities. They do not have to be assembled, wrapped, unloaded by hand, etc.

» Special handling requirements. Goods that require refrigeration or freezing are more
expensive to haul than those that do not require this special treatment. Hazardous materials
command a premium. In some cases, certain modes are precluded from even carrying the
goods.

Spatial dimensions. The dimensions of goods and or their packaging have a bearing on
shipping costs. Bulky goods that take up a lot of space are more expensive, per pound, to
ship than those that are more compact.

 Backhaul. The opportunity for backhaul is a factor. When a shipper can bring a load of
goods to a point, and then fill up the vehicle, vessel, or aircraft with goods for the return
journey, costs are much lower than if the shipper were to return to home base with an empty

container.
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« Port facilities. Characteristics of marine ports have a bearing on marine shipping costs.
Ports with shallow water, such as Ivanof Bay. are more expensive to serve than deep-water
ports, such as Chignik.

 Volume. Related to the backhaul factor is volume. All other things equal, rates will generally
decrease with increased volume on a per trip basis. In addition, frequent shippers will
generally enjoy lower rates than infrequent shippers.

» Distance between ports is a factor, insofar as longer distances entail higher fuel and labor
costs.

» Season. This factor has to do with the region's extreme and challenging weather. It is much
more expensive to move goods during the winter than during the summer. This is because
some ports are not accessible by any mode other than air during the winter. Whereas
communities around Lake lliamna can be reached by moving barges up the river when the
river water is high enough, and when it is not frozen (roughly three months per year), the
rest of the year, goods, including petroleum products, must be fiown in.

« Natural navigational features. Freight movement rates are affected by natural limitations to
the size and efficiency of vessel that can be used to transport goods. The size of vessel that
can currently be used to supply the communities of lliamna Lake via the Kvichak River, for
instance, is limited by the river. Only small barges, in the neighborhood of 150' by 45" are
used in this area.

+ Competition between shippers is a factor. Where two or more shippers compete to haul the
same cargo, prices would ostensibly be lower than if one shipper held a monopoly.

Current and forecast rates were developed separately for Petroleum and “All Other' products.'5
Ultimately, distinction of petroleum from “all other' cargo is only possible because the US Army
Corps of Engineers separates out petroleum in its Waterborne Commerce Statistics. As
desirable as it would have been to provide this level of specification of “Other' commodities, the
underlying data upon which the analyses in this report are based do not support that level of
detail.

Because there is no way to know what is being shipped by air (absent a major new commodity
flow study for Southwest Alaska), and because even the available primary source data are not
available for points beyond the region's cargo hubs, a proxy had to be used to represent freight
flows. Based on input from shippers, “household goods" were used as a proxy for “Other"
freight.

The consultant team is grateful to the many individuals and organizations who provided input
and information for the rate establishment task. The data gathering for this task included
multiple interviews with overland, marine, and air shippers in the region. The following
organizations and individuals provided input into the rate estimation and forecasting process:

It is mu;h less expensive, on a unit basis, to move petroleum than most other commodities because petroleum, a pumped
product requires so little labor and handling
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Alaska Airlines FS Air Services

Bush Consolidators Harkness Enterprises
Carlile Transportation lliamna Transportation Company
CAT Transport Lake and Peninsula School District
Coastal Freight and Salvage Northland Services
Coastal Marine Services PenAir
Crowley Marine Reeve Aleutian Airlines
Crowley Petroleum Samson Tug and Barge
ERA Air Cargo Sea-Land
Everts Air Fuel Orson Smith, Ph.D., University of Alaska
Neal Fried, Economist, State of Alaska Reeve Aleutian Airlines

Listed in Table 12 and Table 13 are separate rate estimates for petroleum and “Other” cargo
movement under existing conditions. Communities in the Iliamna Lake area are presented
separately.19 Ultimately, existing shipping rates will be compared lo projected rates under the
assumption of a changed infrastructure. This comparison will allow us to assess the economic
impacts of the Trans-Peninsula Roadway; as they relate to freight movement in particular. This
analysis and comparison will call upon the freight movement forecasts described earlier in this
report. Rates under the existing infrastructure and projected rates under the improved
infrastructure will be multiplied against forecast freight volumes to derive overall cost savings. In
evaluating the alternatives, these costs or benefits will be weighed against the capital and
maintenance and operations costs associated with the proposed alternative.2

19 The lliamna Lake communities are accessible via eilher Bristol Buy or Cook Inlet, shipping rales for each point of access are
distinct. As such, separating the lliamna Lake .communities from the others makes it easier to understand to the rate tables.

20 This companson will bo documented in the course of carrying out the evaluation process
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Petroleum

Marine

($/gal)
Chignik $0,250
Chignik Lake $0,500
Chignik Lagoon $0,600
Egegik $0,500
Ivanof Bay $0,270
King Salmon and Naknek $0,300
Perryville $0,300
Pilot Point $0,520
Pod Heiden $0,350

Table 12.
Existing Freight Rates for Selected Southwest Alaska Communities

MARINE

Petroleum
Pound Price Equiv

($/b)
$0,038
$0,076
$0,091
$0,076
$0,041
$0,046
$0,046
$0,079
$0,053

Other
Marine

($/b)

$0,250
$0,500
$0,600
$0,510
$0,700
$0,510
$0,600
$0,540
$0,510

Petroleum
Air
(S/gal)
NA
NA
NA
NA
NA
NA
NA
NA
NA

AIR
ANC-KS

($/1b)
$0,420
$0,420
$0,420
$0,420
$0,420
$0,420
$0,420
$0,420
$0,420

KS-

($/b)

$0,560
$0,560
$0,560
$0,250
$0,670
$0000
$0,650
$0,360
$0,450

AIR TOT

($/Ib)
$0,980
$0,980
$0,980
$0,670
$1,090
$0,420
$1,070
$0,780
$0,870

*Air rates in this table are based on a 500-pound shipment. Note thal marine rates lo Chignik are relatively low, compared to

Chignik Lake and Chignik Lagoon. Chignik has a year round, ice-free pod. which makes i:s access relatively easy (and

inexpensive). In contrast, a premium must be paid by the residents ol Chignik Lake and Chignik Lagoon lo impod freight from
Chignik. It is also notable that although Naknek is much fadher from cargo destination points than Chignik, it is not much more
expensive to get goods lo Naknek than to Chignik. This is in pad a function of the volumes carried, Goods Iranspoded lo Naknek
are also transported to the relatively large market of Bristol Bay communities, including Dillingham.



Igiugig
lliamna -
Kokhanok
Newhalen
Nondalton
Pedro Bay

Petroleum
Marine

($/gal)
$0,800
$0,800
$0,800
$0,800
$0,800
$0,800

Table 13.

Existing Freight Rates for Iliamna Lake Communities

From Naknek

Petroleum
Pound Price

Equiv

($/b)
$0,121
$0,121
$0,121
$0,121
$0,121
$0,121

MARINE

Other Petroleum
Marine Marine

($/1b) ($/gal)
$0,765 NA
$0,765 NA
$0,765 NA
$0,765 NA
$0,765 NA
$0,765 NA

From Williamsport

Petroleum
Pound Price
Equiv

($/b)
NA
NA
NA
NA
NA
NA

Other
Marine

($/Ib)
$0,370
$0,370
$0,370
$0,370
$0,370
$0,370

Petroleum

Air

($/gal)
$0,961
$0,961
$0,951
$0,961
$0,961
$0,961

air

Petroleum ANC-ILI

Pound Price

Equiv

($/b)
$0,146
$0,146
$0,146
$0,146
$0,146
$0,146

$0,390
$0,390
$0,390
$0,390
$0,390
$0,390

ILI-

$0,250
$0,000
$0,200
$0,000
$0,000
$0,200

AIR TOT

$0,640
$0,390
$0,590
$0,390
$0,390
$0,590

Marine shipping rates for petroleum via Williamsport are not provided because petroleum is not currently shipped via Cook Inlet, primarily because
of the difficulty of meeting hazardous materials regulations (Rick Harkness, Harkness Enterprises, personal communications, November 1999).



Freight Movement to Il1amna Lake Communities

It bears mentioning that waterborne freight reaches the communities of lliamna | ake via two
routes. The primary route, which accounts for some 80% of lliamna Lake communities'
waterborne cargo, is via Naknek, where barges originating in the Seattle-Tacoma area offload
onto much smaller barges that navigate the Kvichak River during its brief season of navigability.
This season, during which the river is both ice-free and high enough to support even shallow-
draft vessels, generally runs from early August to late November (Rick Harkness, personal
communications, November 1999). The rate charged to lighter the goods from Naknek to
lliamna Lake communities is approximately 50% over and above the cost of getting the goods
from Seattle to Naknek (Coastal Marine). Via Naknek, petroleum shipment runs $0.80 per
gallon, while ‘Other" cargo runs about SO.77 per pound.

Although reliance on air shipment in the region is atypically high, this route is very important to
lliamna Lake communities because it is the only way to bring in particularly heavy and or bulky
equipment, which can neither be flown in nor barged-trucked via Williamsport because of that
route's width, height, and weight limitations. The fart that heavy equipment can or.'y be
transported for a brief period of the year (and some years not at all, if the river remains low) is
thought to have expensive repercussions for area construction costs. The reason for this is that
contractors realize that they may have to keep an expensive capital asset, a piece of heavy
machinery—in the area for months in which it is not in use. For this reason, it is thought that
contractors add a substantial margin to their bids on construction projects to cover their costs
and asset depreciation.

The other marine route to lliamna is via Williamsport, which accounts for some 20% by volume
of the cargo surface shipped to Illiamna Lake communities (Rick Harkness, Harkness
Enterprises, personal communications, November 1999). Despite Williamsport's navigational
challenges (it is shallow, muddy, and strewn with boulders), barges operated by Coastal Freight
and Salvage call on this port from Homer from June until November. The limiting seasonal
factors are both ice on the lake, and the road's passability due to snow. Upon amival at
Williamsport, barges are offloaded onto a truck operated by Ray Williams’ outfit, the Illiamna
Transportation Company—which has been in existence since 1938. Upon completion of the
road trip, at Pile Bay, cargo may be distributed to its ultimate destination in two ways:

« Some consumers sail their own vessels to Pile Bay to pick up shipments.

* A licensed operator on lliamna Lake picks up the shipments and distributes them among the
lliamna Lake communities in his vessels.

The rate breakdown, according to area operators, is as follows:

Homer to Williamsport (barge) SO.12/Ib

Williamsport to Pile Bay (truck) SO. 10/1b

Pile Bav to Ultimate Destination (barge) 50.15/lb

TOTAL $0.37/1b
PARSONS Southwest Alaska Transportation Plan
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This rate is considerably lower than the SO.77 per pound rate estimated for shipment via

Naknek. However, route is arduous, for several reasons, including Williamsport's shortcomings
as a port. Shallow water restricts barge deliveries to about two tides per month, each of which
lasts about five days (Otto Kilcher, Coastal Freight and Salvage, personal communications,
November 1999). Once transferred to the truck, there are other obstacles, including the washed
out bridge on the road at Chinkelyes Creek, which requires that the truck ford the stream. This is
hard on vehicle transmission and bearings, and on some cargo in particular, such as sheetrock
and cement. Moreover, it poses safety hazards for operators (Ray Williams, lliamna
Transportation Company, personal communications, November 1999).

ESTIMATING RATES UNDER PROPOSED ALTERNATIVES

Having established freight shipment rates under existing conditions, the next analytical task was
to project freight shipment rates under two separate scenarios related to alternatives proposed
as part of this regional transportation planning effort. Two scenarios were explored:
implementation of the Trans-Peninsula Roadway as a complete system, and implementation of
the Williamsport to Pile Bay Road as a stand-alone project, While projecting rates for the
Williamsport to Pile Bay Road was relatively simple, insofar as it had been studied previously
(US Army Corps of Engineers, 1995), projecting rates for the larger project, the Trans-Peninsula
Road was more complex.

This task required interface with area shippers, most of whom were reluctant to speculate on
what they perceived as an extremely remote possibility. Most of those contacted expressed
skepticism that the populations and volumes of freight to be served w e 'd justify the projects’
large capital and maintenance costs. Ultimately, however, they were p  jaded that their
educated guesses as to the freight cost impacts of the proposed alternatives would be superior
to those of anyone without firsthand experience with shipping in Southwest Alaska.

Modal rate estimates for affected communities were developed by breaking the journey from
cargo origin to destination into its constituent modal links or elements. Unit costs were used
where possible. Three sets of rates were developed:

» Petroleum Rates Assuming that the Trans-Peninsula Roadway System is Implen,anted;
+ "Other" Cargo Rates Assuming that the Trans-Peninsula Roadway System is Implemented,;

e "Other" Cargo Rates Assuming that the Williamsport to Pile Bay Road is Implemented as a
Stand-Alone element.

For reasons to be discussed, separate petroleum rates under the Williamsport to Pile Bay
Roadway as a stand-alone element were not projected.

Estimated Petroleum Movement Rates (Whole Road Built)

To project what it would cost to transport petroleum products to selected communities if the
Trans-Peninsula Road were built, estimates for the barge portion of the trip, as well as the

trucking portion of the trip, were elicited from Crowley Petroleum and from several trucking

companies now operating in Alaska.

While multiple marine shippers have long served the communities, regional-scale trucking
operations on the Alaska Peninsula are nonexistent because Southwest Alaska has so little
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