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roadway infrastructure. Several firms that operate on the Alaska roadway network were 
therefore contacted.

Upon discussions with shippers, it was determined that a logical delivery pattern for petroleum 
products, under the assumption that the Trans-Peninsula Roadway is built, would be for a barge 
to make separate stops in both Williamsport and in Chignik. This is due to the fact that the 
trucking portion of the trip could be accomplished less expensively by choosing a closer port.

Per gallon barge costs were estimated at 12 cents per gallon from Anchorage to Chignik, and at 
10 cents per gallon from Anchorage to Williamsport. Trucking costs were estimated at S6.75 per 
mile. Trucking cost estimates were developed _n the basis of input by Carlile and CAT, trucking 
firms that now operate in Alaska, but outside of Southwest Alaska. Both firms were quick to 
point out the speculative nature of their estimates. They pointed out that rates would be 
sensitive to volume, start-up costs (regarding which there is considerable uncedainty), and 
unusual maintenance and operations costs attributable to Southwest Alaska’s -emote and 
challenging natural environment. In providing their estimates, the trucking companies assumed 
that the road would be paved, maintainea, and designed to AASHTO standards. For the 
purposes of this analysis, a tanker truck with a 7,500 gallon capacity was assumed.

Mileage between each affected community and the ports of Chignik and Williamsport was 
calculated based on specifications provided in an earlier deliverable, “Southwest Alaska 
Description of Alternatives Technical Memorandum." Total petroleum shipment rates for each 
affected community represent the sum of the barge and trucking related costs. Tables 14, 15 
and 16 contain the resulting rate estimates. Table 14 calculates rates under the assumption that 
Williamsport serves as the intermodal transfer point. Table 15 calculates rates assuming that 
Chignik serves as the intermodal transfer point. Finally, Table 16 lists the lowest rate for each 
community, based on marine port of call.
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Table 14.

Cost Analysis for Petroleum Movement (Williamsport as Transfer Point)

Existing
Conditions

Estimated Ratos Assuming that the Trans-Peninsula Roadway Is Built

Current Price Price per gal 
ANCto 

Williamsport

Road Distance 
from Williamsport

Trucking Price 
Total al 
$6.75/mi

Trucking Price per 
gal al 7,500 

gal/load

Total Price 
(barge+road)

($/gal) ($/gal) (mi) ($) ($/gal) ($/gal)
Chignik $0,250 $0.10 466 $3,146 $0,419 $0,519

Chignik Lagoon $0,500 $0.10 462 $3,119 $0,416 $0,516

Chignik Lake $0,600 $0,10 450 $3,038 $0,405 $0,505

Egegik $0,500 $0.10 262 $1,769 $0,236 $0,336

Igiugig $0,800 $0.10 109 $736 $0,098 $0,198

lliami ° $0,800 $0.10 53 $358 $0,048 $0,148

Ivanuf L f $0,270 . $0.10 516 $3,483 $0,464 $0,564

King Salmon and Naknek $0,300 $0.10 184 $1,242 $0,166 $0,266

Nondalton $0,800 so .10 69 $466 $0,062 $0,162

Pedro Bay $0,800 $0.10 26 $176 $0,023 $0,123

Perryville $0,300 $0.10 506 $3,416 $0,455 $0,555

Pile Bay $0,800 $0.10 15 $101 $0,014 $0,114

Pilot Point $0,520 $0.10 317 $2,139 $0,285 $0,385

Pori Heiden $0,350 $0.10 404 $2,727 0.364 $0,464



Table 15.
Cost Analysis for Petroleum Movement (Chignik as Transfer Point)

Anchorage to Current Price Price per gal 
ANC to 

CHIGNIK

Road Distance 
from Chignik

Trucking Price 
Total a! 
$6.75/mi

Trucking Price per 
gal

Total Price 
(barge+road)

(S/gal) ($/gal) (mi) ($) (S/gal) ($/gal)

Chignik $0,250 $0.12 0 $0 $0,000 $0,120

Chignik Lagoon $0,500 $0.12 12 $81 $0,011 $0,131

Chignik Lake $0,600 $0.12 16 $108 $0,014 $0,134

Egegik $0,500 $0.12 204 $1,377 $0,184 $0,304

Igiugig $0,800 $0.12 357 $2,410 $0,321 $0,441

Iliamna $0,800 $0.12 413 $2,788 $0,372 $0,492

Ivanof Bay $0,270 $0.12 50 $338 $0,045 $0,165

King Salmon and Naknek $0,300 $0.12 269 $1,816 $0,242 $0,362

Nondalton $0,800 $0.12 429 $2,896 $0,386 $0,506

Pedro Bay $0,800 $0.12 440 $2,970 $0,396 $0,516

Perryville $0,300 $0.12 40 $270 $0,036 $0,156

Pile Bay $0,800 $0.12 451 $3,044 $0,406 $0,526

Pilot Point $0,520 $0.12 149 $1,006 $0,134 $0,254

Port Heiden $0,350 $0.12 62 $419 $0,056 $0,176



Table 16.
Least Cost Petroleum Rates

Current Price 

(S/gal)

Assumes Community 
Served from

Total Price 
(barge+road)

(S/gal)
Chignik $0.25 Chignik $0.12

Chignik Lagoon $0.50 Chignik 50.13

Chignik Lake $0.60 Chignik $0.13

Egegik 50.50 Chignik $0.30

Igiugig $0.80 Williamsport $0.20

Iliamna 50.80 Williamsport $0.15

Ivanof Bay $0.27 Chignik $0.17

King Salmon and Naknek 50.30 Williamsport 50.27

Nondalton $0.80 Williamsport $0.16

Pedro Bay 50.80 Williamsport S0.12

Perryville 50.30 Chignik SO.17

Pile Bay 50.80 Williamsport SO. 16

Pilot Point 50.52 Chignik 50.25

Port Heiden S0.35 Chignik $0.18

E s t i m a t e d  P e t r o l e u m  M o v e m e n t  R a t e s  ( W i l l i a m s p o r t  
I m p r o v e m e n t s  A l o n e )
Although, as will be seen in subsequent analysis, it is clear that building the Trans-Peninsula 
Roadway in its entirety would produce significant petroleum movement cost savings, it is not 
obvious that rehabilitating the Williamsport to Pile Bay. Road alone would do so. Part of the 
reason for this is that fuel is transported relatively cheaply by plane. According to Everts Air 
Fuel, petroleum can profitably be flown in at a rate of about SO.96 per gallon (personal 
communications, November 1999). This rate is comparable to the SO.80 per gallon rate that it 
costs to move petroleum up the Kvichak River from Naknek.

Also detracting from potential cost savings is the fact that two transfers would be required if only 
the Williamsport to Pile Bay segment of the Trans-Peninsula Roadway were improved. The first 
transfer would be from Cook Inlet barge to truck; the second would be from truck back to 
Iliamna Lake vessel. Because of the labor and coordination they require, transfers are costly.

For these reasons, petroleum shipping rates under the assumption of rehabilitating the 
Williamsport [r Pile Bay Road as a stand-alone element were not developed.

E s t i m a t e d  “ O t h e r ”  C a r g o  M o v e m e n t  R a t e s  ( W h o l e  R o a d  B u i l t )

Although rates to move “Other” cargo were projected in much the same way as were petroleum 
rates, there were a couple of differences in the methodology. First, whereas Alaska has multiple 
oil refineries, from which point products can be shipped directly to Southwest Alaska, most 
“Other" cargo originates in the lower 48, specifically, in the ports of Seattle and Tacoma. As
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such, the cost projections for the barge pc( . ;n of the transport of 'Other'’ cargo originate in 
Seattle rather than Anchorage. This assumption is based on shippers’ input indicating that very 
little of what is shipped to Southwest Alaska originates within the state-for two main reasons. 
First, manufacturing and agricultural production in Alaska are very limited. Second, Alaska 
cities' ability to serve as transshipment points is limited by a lack of warehousing and storage 
facilities (Terry Hart, Sea-Land, Alaska Northbound Marketing Manager, personal 
communications, October 1999).

Another difference is in the type of truck used to transport the goods along the road. Whereas a 
7,500-gallon tanker truck was assumed to be used to deliver petroleum products, a 35-foot van 
is assumed to deliver “Other" cargo. A 35-foot van can carry about 22,750 pounds of cargo.‘ I 
The same 56.75 per mile rate is assumed for both petroleum and "Other" cargo transport.

As was done for petroleum rate projections, the barge portion of the transport costs for “Other" 
cargo was simply added to the truck-related costs for a single per-pound total. Again, rates are 
calculated using both Williamsport and Chignik as the transfer point from marine vessel to truck 
(Table 17 and Table 18). Meanwhile, Table 19 compiles the lowest rate for each community 
based on whicn port of call is used for the intermodal transfer.

” To estimate the freight-carrying capacity ol a van of a given length, the assumed number of feel (35') was multiplied by 650 for 
total pounds. This 650-pound figure is based on the suggested equivalency found in Transportation Research Board, Special 
Report 223-Providing Access tor Largo Trucks. 1989, p. 177.
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Table 17.
Cost Analysis for “Other1' Cargo (Williamsport as Transfer Point)

Seattle to Barge Cost 
($/lb)

Road Distance 
from Wmsport 

(mi)

1 rucking Cost at 
$6.75/mi 

($)

Total Trucking 
Cost ($/lb)

Total Cost ($/lb)

Chignik $0.27 466 $3,146 $0,138 $0,408

Chignik Lagoon $0.27 462 $3,119 $0,137 $0,407

Chignik Lake $0.27 450 $3,038 $0,133 $0,403

Egegik $0.27 262 $1,769 $0,078 $0,348

Igiugig $0.27 109 $736 $0,032 $0,302

Iliamna $0.27 53 $3.2 $0,016 $0,286

Ivanof Bay $0.27 516 $3,483 $0,153 $0,423

King Salmoi and Naknek $0.27 184 $1,242 $0,055 $0,325

Nondalton $0.27 69 $466 $0,020 $0,290

Pedro Bay $0.27 26 $176 $0,008 $0,278

Perryville $0.27 506 $3,416 $0,150 $0,420

Pile Bay $0.27 15 $101 $0,004 $0,274

Pilot Point $0.27 317 $2,140 $0,094 $0,364

Port Heiden $0.27 404 $2,727 $0,120 $0,390



T a b l e  1 8 .
C o s t  A n a l y s i s  f o r  “ O t h e r 1' C a r g o  ( C h i g n i k  a s  T r a n s f  e r  P o i n t )

Seattle Price per U Sea 
to Chignik

Road Distance 
from Chignik (mi)

Trucking Price 
Total at $6.75/m'

Trucking Price 
per Pound

Total Price 
(barge+road)

Chignik $0.22 0 $0 $0,000 $0,220

Chignik Lagoon $0.22 12 $81 $0,004 $0,224

Chignik Lake $0.22 16 $108 $0,005 $0,225

Egegik $0.22 204 $1,377 $0,106 $0,280

Igiugig $0.22 357 $2,410 $0,122 $0,326

Iliamna $0.22 413 $2,788 $0,015 $0,342

Ivanof Bay $0.22 50 $338 $0,080 $0,235

King Salmon and Naknek $0.22 269 $1,816 $0,127 $0,300

Nondalton $0.22 429 $2,896 $0,130 $0,347

Pedro Bay $0.22 440 $2,970 $0,119 $0,350

Perryville $0.22 40 $270 $0,134 $0,339

Pile Bay $0.22 451 $3,CM $0,018 $0.34

Pori Heiden $0.22 62 $419 $0,044 $0,238



T a b l e  1 9 .
L e a s t  C o s t  “ O t h e r ”  R a t e s

Seattle to Current Price 
(S/lb)

Assumes Community 
Served from

Total Price 
(barge + road) 

($/lb)

Chignik $0,250 Chignik $0,220

Chignik Lagoon $0,600 Chignik $0,224

Chignik Lake $0,500 Chignik $0,225

Egegik $0,510 Chignik $0,280

Igiugig $0,765 Williamsport $0,302

Iliamna $0,765 Williamsport $0,286

Ivanof Bay $0,700 Chignik $0,235

King Salmon and Naknek $0,510 Chignik $0,300

Nondalton $0,765 Williamsport $0,290

Pedro Bay $0,765 Williamsport $0,278

Perryville $0,600 Williamsport $0,339

Pile Bay $0,765 Williamsport $0,274

Pilot Point $0,540 Chignik $0,264

Port Heiden $0,510 Chignik $0,238



E s t i m a t e d  “ O t h e r ” C a r g o  M o v e m e n t  R a t e s  ( W i l l i a m s p o r t  
I m p r o v e m e n t s  A lo n e )
To estimate freight movement cost savings that could be achieved by dredging the channel at 
Williamsport, along the existing road and its bridges, the elements of current freight delivery to 
the region were considered. Operators of each of the modal links that is now required to move 
goods from Homer to the communities of Iliamna Lake via Williamsport were contacted and 
interviewed. Their estimates of the per pound cost for each modal link of this journey are noted 
below. Current total costs, that is, under existing conditions, are estimated at $0.37 per pound. 
These shippers, like others contacted in the course of this research, had a difficult time 
predicting the impact of channel dredging and road reconstruction. They put the savings 
achievable by making these improvements in the neighborhood of 20%, as did shippers who 
now operate out of Naknek. However, the US Army Corps of Engineers (USCOE), in its 1995 
study, estimated a much larger shipping cost savings under this scenario— in the neighborhood 
of 56%. In attempt to reconcile this difference, the approach taken in this assessment is more 
conservative than the USCOE’s, but more optimistic than the shippers': A cost savings rate of 
35% was applied to the existing rate, as calculated below.

Homer to Williamsport (barge) SO.12/lb

Williamsport to Pile Bay (truck) SO. 10/lb
Pile Bay to Ultimate Destination (barge) SO. 15/lb
Existing C onditions Total SO.37/lb

Estimated Cost Savings with Project:
SO.37 - (S3.37 * 0.35) = S0.24 S0.24/lb

As pointed out by the USCOE and the shippers themselves, freight movement savings can be
anticipated stemming from several sources:

• Reduced damage and v/ear and tear to transport vessels and vehicles, which should reduce 
shippers' capital and maintenance and operations costs;

• Reduced operating (and possibly capital) costs due to the elimination of the tide-related 
barge delays that are row  frequently experienced;

• Removing the obstacles to freight shipment along this corridor would likely increase volumes 
of goods shipped, reducing unit costs;

• Insofar as volumes shioped would increase, new operators may be attracted to the area, 
thus creating competitive price pressure.
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P A R T  4 .  R E S U L T S

The final step in the assessment of the freight movement impacts of the proposed alternatives 
brings together the three analytical elements just described:

• Freight volume forecasts, by study are community

• Modal rate estimates under existing conditions

• Modal rate estimates under specified transportation improvements

To assess the cost savings achievable by making the transportation improvements proposed, 
one simply multiplies the forecast volume of goods for the 2020 design year by rates under 
existing conditions and by rates under the proposed alternatives. Put simply, the difference 
between these totals represents the freight movement savings achievable by implementing the 
proposed alternatives. Three sets of probable impacts are p-<->vided:

1. Petroleum movement impacts assuming that the “whole . J "  (the Trans-Alaska Roadway) 
is implemented;22

2. “Other" cargo impacts assuming that the whole road is implemented as a coherent system;

3. “Other" cargo movement impacts assuming that the existing Williamsport to Pile Bay Road
and its bridges are rehabilitated, and that the Williamsport channel is dredged, as a stand­
alone improvement.

A S S U M IN G  T H A T  T H E  T R A N S - P E N I N S U L A  R O A D W A Y  IS  B U IL T  

P e t r o l e u m  M o v e m e n t  C o s t  S a v i n g s
Substantial savings in petroleum movement costs can be anticipated if the Trans-Peninsula 
Roadway System is built. Petroleum movement rates are much decreased from communities 
that are now particularly inaccessible, such as Chignik Lake, where the shipment rate is 
projected to fall from SO.60 to SO.13 per gallon. Savings are even greater in Iliamna Lake 
communities, such as Iliamna, where petroleum shipment costs are anticipated to fall from 
S0.80 to SO.15 per gallon, a greater than a five-fold reduction. The road would have the greatest 
freight movement cost savings for those communities that are now hardest to reach— i.e., those 
surrounding Iliamna Lake.

Modest savings, in contrast, are anticipated in Naknek and King Salmon. Naknek is already 
served directly by relatively frequent barge service, as part of the larger Bristol Bay market, 
which also includes communities to the north, such as Dillingham. According to this analysis, 
the cost of petroleum movement to Naknek is projected to fall only a few cents—from $0.30 to 
50.27 per gallon.

In all, 2020 cost savings due to petroleum movement alone are estimated at 5755,000 per year. 
Actual savings could be higher or lower, based on factors including deviations from the 
population base forecast; the extent to which the improvements encourage competition, which

For reasons a lready d iscussed, peiro leum  m ovem ent im pacts under the th ird scenario w ere not analyzed.
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could further lower rates; and the extent to which the improvements foster other forms of 
economic development, such as tourism. Volume increases •‘ punred by such development could 
further reduce rates. By the same token, rates could be higher than forecast if significant 
operating costs faced by shippers have not been taken into consideration; if operating 
conditions on the proposed roadway prove more difficult to manage and maintain than 
anticipated; and if other economic mainstays in Southwest Alaska falter, reducing both 
population levels and the demand for goods shipment.

Beyond the shipping cost savings suggested by this analysis, other economic and social 
benefits would accrue through implementation of the road, in terms of petroleum shipment 
alone. Currently, according to Lake and Peninsula School District administrator, Dennis 
Niedermeyer, the higher cost of shipping petroleum in winter months (when it must be flown into 
inland communities, and to Bristol Bay communities) effectively forces Southwest Alaska 
residents to "stock up" during the periods when petroleum can be barged in. However, 
communities are hard pressed to find storage capacity for all of the fuel needs, which can vary 
significantly by the harshness of a given winter. In his view, overtaxing fuel storage facilities 
creates problems in and of itself, such as fuel leaks and spills, whose cleanup is costly— both 
environmentally and financially. Another of the road's advantages would be reduced 
dependence on air shipment of petroleum products, which has safety drawbacks.

P E T R O L E U M  M O V E M E N T  C O S T  S A V IN G S  S U M M A R Y

T o ta l p e tro le u m  f r e ig h t  m o v e m e n t  c o s t  s a v in g s  a c h ie v a b le  i f  th e  A la s k a  P e n in s u la  R o a d w a y  is  
b u i lt  a re  e s t im a te d  a t  5 7 5 5 ,2 0 0  a n n u a lly  (Tab le  20).
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T a b l e  2 0 .
E s t i m a t e d  P e t r o l e u m  M o v e m e n t  C o s t  S a v i n g s  ( W h o l e  R o a d  B u i l t )

2020 Forecast 
Consumption^ 

a|)

Current
Rate

($/gal)

Estimated 
Rate with 

Road* 
($/gal)

Assumes Product 
Shipped through

2020 Cost Estimate 
Using Existing 

Rates 
($ paid)

2020 Cost Estimate 
Assuming Road is 

Built

($ paid)

2020 Savings 
Achievable 
($ saved)

Chignik 82,787 $0.25 $0.12 Chignik $20,697 $9,934 $10,763

Chignik Lagoon 81,967 $0.50 $0.13 Chignik $40,984 $10,738 $30,246

Chignik Lake 145,082 $0.60 $0.13 Chignik $87,049 $19,441 $67,608

Ecfegik 136,885 $0.50 $0.30 Chignik $68,442 $41,065 $27,377

Igiugig 55,556 $0.80 $0.20 Williamsport $44,444 $11,000 $33,444

Iliamna 283,546 $0.80 $0.15 Williamsport $226,837 $41,965 $184,872

Ivanof Bay 22,465 $0.27 $0.17 Chignik $6,066 $3,707 $2,359

King Salmon and 
Naknek

1,124,590 $0.30 $0.27
*

Williamsport $337,377 $303,639 $33,738

Newhalen 178,810 $0.80 $0.16 Williamsport $143,048 $28,985 $114,063

Nondalton 259,563 $0.80 $0.16 Williamsport $207,650 $42,049 $165,601

Pedro Bay 37,037 $0.80 $0.12 Williamsport $29,630 $4,556 $25,074

Perryville 95,325 $0.30 $0.17 Chignik $28,597 $15,964 $12,634

Pilot Point 94,262 $0.52 $0.25 Chignit $49,016 $23,565 $25,451

Port Heiden 129,508 $0.35 $0.18 Chignik $45,328 $23,311 $22,017

TOTALS $1,335,165 $579,919 $755,247

‘This cost estimate assumes that a tanker truck with a 7,500 gallon capacity is used.



“ O t h e r ” C a r g o  M o v e m e n t  C o s t  S a v i n g s
Cargo movement savings achievable by building the Trans-Peninsula Roadway are anticipated 
in two major areas. The first, and the primary focus of this assessment, is the savings that can 
be achieved in moving goods and commodities to communities in Southwest Alaska. The 
second, has to do with savings achievable by providing the region's gillnet fishers a more viable 
route between their fishing grounds in Bristol Bay, and Cook Inlet, where many store their 
vessels during the off-season, and where many have repair and maintenance done. These 
impacts are explored separately.

C O M M O D IT IE S  M O V E M E N T  IM P A C T S
Listed in Table 21 is a summary of estimated cost savings in commodities movements based on 
the rate calculations, and port call assumptions earlier discussed. This analysis suggests that 
around S5.96 million per year could be saved in freight costs in terms of moving "Other" cargo 
alone, if the Alaska Peninsula Roadway System were built. Note that cargo shipment mode 
shifts under the proposed infrastructure improvements had to be taken into account in this 
analysis. These mode sh ft assumptions are documented in Table 21. These mode shift 
assumptions under both existing conditions and under the assumption that the Alaska Peninsula 
Roadway System is built are based on primary source data and area shippers' input.

A few explanations regarding the Iliamna Lake communities are needed to interpret Table 21. 
First, a weighted average was used in calculating the marine shipment rate under existing 
conditions for Iliamna Lake communities. This weighted average takes into account the 
percentage shipped, and rates paid, for marine freight via Naknek and Williamsport, 
respectively. In terms of projected rates, this analysis assumes that if the Trans-Peninsula 
Roadway is built, that most waterborne cargo will be shipped to Iliamna Lake communities via 
Williamsport.

G IL L N E T  F LE E T  T R A N S P C  ▼ IM P A C T S
In its 1995 economic assessment, the US Army Corps of Engineers (USCOE) pointed out 
another area of savings that could be realized if these improvements were made. They point to 
the many gillnet vessels that each year make the trip from Cook Inlet to the fisheries in Bristol 
Bay and back. Some vessels are transported because they spend the off-season in Cook Inlet; 
others make the trip periodically for repairs and maintenance purposed. In all, about 825 gillnet 
boats are estimated to make the round trip each year.

Of these, the vast majority (about 785) sail around the Alaska Peninsula, a 1,100-mile trip that 
takes three days, and is estimated to cost $1,800. A small contingent (about 40), however, 
makes the trip via Williamsport, which is almost a thousand miles shorter and is estimated to 
cost about $1,233 per vessel. Although this trip is less costly in terms of both time and dollars, it 
is arduous, risky, and can only be undertaken during narrow time windows. Moreover, many 
gillnet vessels cannot be transported via this route because they are too wide to pass through 
existing bridges.

According to the US Army Corps of Engineers' detailed analysis, savings in the neighborhood of 
$1,082,500 could be achieved on the part of gillnet vessel movement alone if the Williamsport 
Channel were dredged, and if the existing Williamsport to Pile Bay Road and its bridges were
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rehabilitated.21 Accordingly, these estimated savings are added to the freight movement savings 
estimated earlier.

"OTHER” C A R G O  M O V E M E N T  C O S T  S A V IN G S  S U M M A R .'
Total ’ Other" freight movement cost savings under the assumption that the Alaska Peninsula 
Roadway is built are estimated at $7,802,300. Of this total, $1,082,500 attributable to gillnet 
vessel transport savings. To these savings can be added $755,000 in petroleum movement 
savings, aiong with $5,964,600 in "Other" commodity movement savings (Table 22).

S1 According to the U SC O E , the number o l g illne t vesse ls taking the W illiam sport route would Increase from  40  to  747 round tnps 
per year (Navigation C h a n n e l  Feasibility R epor t  a n d  E nvironmental A s s e s s m e n t .  Williamsport, US A rm y C orps o f Engineers, 
A laska D istrict, D ecem ber 199S).
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T a b le  2 1 .
E s t im a te * 4 “O th e r ” C a r g o  C o s t  S a v in g s  (W h o le  R o a d  is  B u ilt)

M O D E S P LIT  AN D  RATES U N bER  
CONDITIONS

TING m o d e  Sp l it  a n d  r a t e s  
ASSUM ING THE TR A N S ­

PENINSULA ROAD IS B U ILT

■ R E S U L T S ''

C u rre n t M ode  S p ill P ro jec ted  
M ode S p ilt Rates

-

M arine Air Marine Air 2020 Freight 
Volume 

Estimate

Barge/
Road

Air Barge/
Road

Air Freight Cosls Paid in 
2020 Assum ing No 

Change

Freight Costs Paid in 
2020 Assum ing Road is 

Built

Savings Possible 
due lo Road

% ' % (S/lb) (S/lb) (lbs) % % (S/lb) (S/lb) (S) (S) ($)

Chignik 95% 5% 0.250 0.980 818.000 95% 5% 0 .2 2 0 0.980 $234,357 $211,044 $23,313

Chignik Lake 1 0 % 90% 0.500 0.980 1.434.000 95% 5% 0.225 0.980 $1,336,488 $376,784 $959,705

Chignik Lagoon 60% 40% 0.600 0.980 810.000 95% 5% 0 224 0.980 $609,120 $212,058 $397,062

Egegik 80% 2 0 % 0.500 0.670 1.352,000 90% 10% 0.280 0.670 $721,968 $431,288 $290680

Igiugig 60% 40% 0 .6 8 6 0.390 550.000 90% 1 0 % 0.302 0.390 $312,180 $170,940 $141,240

Iliamna 60% 40% 0 .6 8 6 0.390 1.036.000 85% 15% 0.286 0.390 $588,034 $312,458 $275,576

Ivanof Day 90% 1 0 % 0.700 1.090 218.000 95% 5% 0 232 1 090 $161,102 $59,928 $101,174

King Salm on and 
Naknek

65% 15% 0.510 0.420 11,114.000 85% 15% 0.300 0.420 $5,518,101 $3,534,252 $1,983,849

Nondalton 60% 40% 0 .6 8 6 0.390 2,568.000 85% 15% 0.287 0.390 $1,457,597 $776,692 $680,905

Pedro Bay 60% 40% 0 .6 8 6 0.390 364.000 30% 10% 0.276 0.390 $206,606 $104,614 $101,993

Perryville 90% 1 0 % 0.600 1.070 940.000 95% 5% 0.230 1.070 $608,180 $255,680 $352,500

Pilot Point 75% 25% 0.520 0.780 932.000 90% 1 0 % 0.264 0.780 $545,220 $294,139 $251,081

Pori Heiden 70% 30% 0.510 0.870 1.280,000 90% 10% 0.238 0.870 $791,040 $385,536 $405,504

TOTALS 23,416,000 $13,089,993 $7,125,412 $5,964,581



T a b le  2 2 .
F r e ig h t  M o v e m e n t  C o s t  S a v i n g s  S u m m a r y  

(W h o le  R o a d  B u il t )

T ra n s -P e m n s u la  R o a d w a y  (W h o le )

P e tro le u m $ 7 5 5 ,2 0 0

G illn e t F le e t $ 1 ,0 8 2 ,5 0 0

O th e r C a rg o $ 5 ,9 6 4 ,6 0 0

T O T A L $ 7 ,8 0 2 ,3 0 0

R E S U L T S  A S S U M IN G  T H A T  W IL L IA M S P O R T  I M P R O V E M E N T S  
A L O N E  A R E  IM P L E M E N T E D
By implementing only select elements of the Trans-Peninsula Roadway system, some 
significant freight movement cost savings could still be achieved. These savings are assumed to 
be experienced by the communities of Iliamna Lake.2* To recap, the freight flow under this 
scenario would be as follows: barged or shipped into W illiamspr rt, where it would be offloaded 
onto a truck; trucked across a much wider, completely bridged 15.5-mile roadway; then 
transferred to another vessel at the road's terminus at Pile Bay for final distribution.

If the Williamspcrt to Pile Bay Roa f were rehabilitated, in tandem with navigational 
improvements at Williamsport, it is estimated that most of the Iliamna Lake-bound cargo now 
barged up the Kvichak River from I** aknek would shift to the Williamsport route. In addition, 
since marine transport under this scenario would be viable from June through November (a 
much larger portion of the year than s now the case) it is also assumed that a portion of the 
cargo now flown into Iliamna Lake communities would be barged, trucked, and then shipped 
again via Williamsport. Whereas the node split for Iliamna Lake communities is currently 
estimated to be 48% marine via Naknek, 12% marine via Williamsport, and 40% air; under the 
proposed element of the alternative cargo volumes are assumed to shift to 5% marine via 
Naknek; 65% marine via Williamsp' rt; and 30% air.

It is estimated that these improvements would lower the cost of moving cargo to Iliamna Lake 
communities (via a surface route) from 37 to 24 cents per pound. When the assumed mode shift 
and rate values are applied to the cargo forecast volumes for the 2020 design year, savings 
attributable to the project can be calculated, as shown in Table 23. In all, freight movement 
savings achievable under this scenario are estimated at 52,170,300 per year. Because these 
improvements' value would be comparable to that of building the entire Trans-Peninsula 
Roadway system in terms of allowing gillnet fleet passage across the Alaska Peninsula, the 
same yearly savings can be assumed for this stand-alone element. Accordingly, 51,082,500 in 
gillnet fleet savings can be added to the 52,170,300 figure for ‘ Other" cargo, for a grand total 
cost savings estimate of 53,252,800 per year (Table 24).

“ * Area shippers do not be lieve tha t the benefits ot th is element would extend as tar w est as B nsto l Bay. for two prim ary reasons. 
First, the Kvichak R iver’s navigability  fo r cargo  beanng vessels is a lim iting  fae.or. In good  years, the penod In which the  R iver 
can be navigated by even  sm all barges Is lim ited to the narrow w indow  betw een A ugus t and O ctober. A lthough the Kvichak by 
necessity serves traffic  from  Bnstol Bay to Iliam na Lake, its navigational lim ita tions p rec lude  its utility as a route to  B nsto l Bay. 
Second, it is relatively cost effective to  barge goods to Naknek and o ther Bnsto l Bay com m un ities  This Is because the 
population ot Bnstol Bay com m unities Is la rge enough lo  suppon siaabln barge sh ipm en ts , w h ich  lowers unit costs M oreover, 
service directly to  Bristo l Bay com m unities does not require the extra in le rm oda l transfe r that w ould be required if goods were 
to  shipped by a subsequent, sm aller barge down the Kvichak.
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T a b l e  2 3 .
E s t i m a t e d  “ O t h e r ” C a r g o  C o s t  S a v i n g s  ( W i l l i a m s p o r t  I m p r o v e m e n t s  A l o n e )

20 20 Under Esislmg Conditions Assuming lhal Road and Bridges ate Rehabilitated and Channel Dredged

Forecast 

"O lhe r' Cargo (lbs)

Marine

via

Naknek

Marins

via

Wmsport

Air

TOTAL

Freighl 

Cosls Paid

Marine

via

Naknek

Marine

via

Wmsporl

Air

t o t a l

Freight 

C o ils  Paid

Savings 

Allnbulable lo 

Road

Igiugig

Mode SpM 

Rale

5S0.000 40% 

JO 765

12% 

JO 370

40% 

JO 840

J367.10O 5% 

JO. < 65

65% 

JO 240

30% 

JO 640

J212.430 $154,743

Iliamna and Newhalen 

Mode Splil 

Rale

2.550,000 40% 

JO 765

12% 

JO 370

40% 

JO 640

J 1,707.721 5% 

$0 765

65% 

JO 240

30% 

JO 640

J908.O28 $719,693

Nondallon

Mode Split 

Rale

2,500 000 40% 

JO.765

12% 

JO 370

40% 

JO 640

S I. 713,062 5% 

JO 765

65% 

JO 240

30% 

JO 640

$991,110 $721,944

Pedro Bay

Mode Split 

Rale

364,000 40% 

JO.765

12% 

’ SO 370

40% 

JO 040

J 2 0 .0 0 6 5% 

JO.765

65% 

JO 40

30% 

JO 640

$140,595 S 102.411

Kokhanok

Mode Split 

Rale

1,676,000 40%

J0.765

12% 

JO 370

40% 

JO 640

$1,110,896 5% 

JO 765

65% 30%

JO 240 JO 640 

SAVINGS GRANO TOTAL

$647,355 $471,543

$2,170,334



T a b l e  2 4 .
C a r g o  M o v e m e n t  C o s t  S a v i n g s  S u m m a r y

( W i l l i a m s p o r t  I m p r o v e m e n t s  A l o n e )
Williamsport to Pile Bay Road Only

‘ Other' Cargo 52.170,300

Gillnet Fleet 51.082.500
TOTAL 53,252,800
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2 . C O O K  IN L E T  T O  B R IS T O L  BA Y C O R R ID O R  A L T E R N A T IV E , 
O V E R L A N D

This alternative would provide a surface transportation link between Cook Inlet and Bristol Bay. 
In so doing, this alternative would improve mobility and access for many communities in the 
study area, including Pedro Bay, Nondalton, Iliamna, Newhalen, Igiugig, Levelock, Naknek and 
King Salmon -- providing them for the first time a well developed surface transportation link to 
the Kenai Peninsula, Anchorage, and the state's primary roadway network. This alternative 
also has significant potential for improving the efficiency of regional freight movement and 
economic development.

Explored in this alternative are four separate options for traversing the roughly 250 miles 
between Homer and Bristol Bay (Table 10). Two of the options provide an uninterrupted set of 
roadway links -  one via King Salmon, the other via Naknek. Meanwhile, the other two options 
provide a roadway connection until Iliamna, but then traverse the rest of the distance by either 
a shallow-draft landing vessel, or hovercraft.

T a b le  1 0
C o o k  I n le t  t o  B r i s to l  B a y  C o r r id o r  A l t e r n a t i v e

F o u r  O p t i o n s
O V E R LA N D  O P T IO N S C O M B IN A T IO N  O V E R L A N D /M A R IN E  

O P T IO N

V ia  K ing  S a lm on V ia  N aknek V ia  S h a llo w -D ra ft 
L a n d in g  V e sse l

V ia  H o v e rc ra ft

•  H o m e r to 
W illia m s p o rt 
M anne  S erv ice

•  H o m e r to  
W illia m s p o rt 
M a n n e  S erv ice

•  H o m e r to  
W illia m s p o rt 
M a n n e  S e rv ice

• H o m e : to  
W ill ia m s p o r t 
M a rin e  S e rv ice

•  W illia m s p o rt to  P ile  
B ay R oadw ay LmK

• W illia m s p o rt to  P ile  
B ay  R o a d w a y  L ink

• W illia m s p o rt to  P ile  
B ay  R o a d w a y  L in k

• W illia m s p o rt to  P ile  
B ay  R o a d w a y  L ink

•  P ile  B ay to  Ilia m na  
R oadw ay L ink

•  Iliam na  to  Ig iug ig  
R oadw ay

•  Ig iug ig  to  K ing  
S a lm o n  R o a d w a y  
L ink

•  P ile  B a y  to  Iliam na  
R o a d w a y  L in k

•  Ilia m n a  to  Ig iu g ig  
R o a d w a y

• Ig iu g ig  lo  L e ve lo ck  
R o a d w a y  L ink

Ig iu g ig  to  N a kn e k  
R o a d w a y  L ink

•  L a ke  l l ia m n a -  
K v ich a k  R ive r 
S e rv ic e  v ia  
S h a llo w -D ra ft 
L a n d ing  V e s s t '

• Lake  l l ia m n a -  
K v ic h a k  R ive r 
S e rv ice  v ia  
H o v e rc ra ft
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This alternative would provide several benefits to the region and to the communities along the 
proposed corridor, including the following:

• It would open up a shorter, less dangerous, less expensive freight route from Cook Inlet to 
Bristol Bay. A continuous surface route across the top of the Alaska Peninsula would mean 
that it would no longer be necessary to transport goods by barge all the way around the 
Alaska Peninsula.

■ By making scenic wilderness areas, businesses, and lodges along the corridor more 
accessible to visitors, this alternative would support tourism in the region.

• This alternative would provide the communities of interior Southwest Alaska with greater 
connectivity to one another, which would promote their economic development.

• This alternative would provide communities along the corridor with a modal alternative to 
reaching major activity centers such as Anchorage and Kodiak by air.

• Insofar as this alternative is based in large part on the existing road from Williamsport to 
Pile Bay, it provides a cost-effective means of expanding the core highway system 
because the right-of-way for this link is already established and owned by DOT&PF.

• The project would promote the economic development of Bristol Bay fisheries. Boat repair 
and storage facilities are limited in Bristol Bay, requiring many boat owners to bring their 
boats to Homer. The overland route avoids the time-consuming and hazardous open ocean 
voyage around the Alaska Peninsula, thereby saving money and increasing safety. The 
route also saves deterioration of fishing boats not designed for extensive open ocean 
travel.

B a s e l i n e

A key baseline improvement programmed within the proposed corridor is completion of the 
lliamna-Nondalton Road, a S9.75 million project which will complete the roadway connection 
between Iliamna and Nondalton by bridging the Newhalen River and constructing three final 
miles of roadway on the Nondalton side of the river. This baseline improvement would 
integrate Nondalton, a community with a 2020 base pdpulation forecast of 317 into the rest of 
the proposed corridor. The other baseline improvement relevant to this proposed alternative is 
DOT&PF's Winter Trail Marking project, which will mark 314 miles of trails -  from 3oodnews 
Bay all the way to Levelock and Naknek, communities served directly by the proposed corridor.

E l e m e n t  1 . H o m e r - S e l d o v i a - W i l l i a m s p o r t  M a r in e  S e r v i c e

Proposed in this alternative is new marine service linking Seldovia and Homer, on the Kenai 
Peninsula, with Williamsport, which lies on the western shores of Cook Inlet, just off Iliamna 
Bay. This link would provide the first element of a surface transportation corridor linking 
Alaska's overland transportation system and population concentrations with the communities 
of the Lake and Peninsula and Bristol Bay Boroughs.

As envisioned, this marine service would not only provide a new link between Williamsport and 
Homer, but it would also continue to serve the linkage between Homer and Seldovia now 
provided by current AMHS service. In fact, as configured for planning purposes, it could 
provide an equal or greater level of service frequency and capacity compared to the current 
service provided by the Tustumena,
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T H E  V E S S E L

A separate alternative proposed in this document is a reconfiguration of AMHS service that 
would result in the dedication of the Tustumena to ports in the Southwest Alaska Study Area 
(along with connections to the Kenai Peninsula). As such, a new vessel was explored to 
provide the proposed service between Homer, Seldovia, and Williamsport. Given the run 
across lower Cook Inlet, an area noted for steep seas, strong currents, and winter ice floes, the 
vessel providing this service would have to be capable of navigating in high winds, seas, spray 
icing conditions, and sea ice.

For planning purposes, a basis vessel was chosen to illustrate this alternative. The basis 
vessel selected, the /Vf/V Nunaiq, is a 150'-6* long, with a 47' beam, an 8' depth, a 3'-9* to 6’0* 
draft and a cruising speed of 9 knots. Although the basis vessel and others of this type have 
extensive operation experience in Alaska waters, some design enhancements, including 
minimum ice strengthening, expandable passenger capacity, and increased freeboard and 
bulwark height should be considered. The capital cost of such a vessel is estimated at $2.75 
million.

S C H E D U LE  A N D  FR EQ U EN C Y O F SER VIC E

Physical laws regarding the resistance of displacement vessels limit conventional monohull 
ferries with length on the order of 150' to speeds between 9 and 12 knots. Even at 12 knots, 
the 152 nautical mile trip between Homer and Williamsport would take more than 12 hours for 
running time alone (without allowance for port time, startup, or shutdown). Another factor in 
scheduling this service hinges on the shallow water and dredged channel at Williamsport, 
which would make it prudent to time trips to match the tide at Williamsport. As such, one round 
trip between Homer and Williamsport could be scheduled in any 24-hour period, but the timing 
of departures and arrivals would vary from day-to-day based on tides. Based on a 9-knot 
service speed (and allowing one half hour for morning startup and one-half hour for evening 
shutdown) the service day for a Homer-Williamsport round trip would be about 18 hours, 
which would allow six hours in any 24-hour day to adjust for the tide.

One way, the trip from Homer to Seldovia can be made in two hours, and two round trips per 
day, during daylight hours, are easily feasible. According to the schedule developed for this 
planning effort, the vessel could service Williamsport on seven days in a two-week period and 
Seldovia on the other seven days.

In a 44-week service year (with ten weeks provided for annual maintenance), the vessel would 
call at Williamsport and Homer 154 times apiece, and at Seldovia 308 times. The proposed 
service concept would provide much more frequent service to Homer and Seldovia, which 
received 58 port calls apiece in 1997, according to the ’AMHS 1997 Annual Traffic Volume 
Report.* As configured for planning purposes, the service proposed would provide an annual 
passenger capacity of 15,092, compared to the Tustumena's 12,760.
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T a b l e  1 1
S e l d o v i a  S e r v i c e  C o m p a r i s o n

SELDOVIA

Tustumena New Vessel Historical Demand

Annual Trips 58 308

Annual Passenger Capacity 12.760 15.092 2.303

Annual Vehicle Capacity 3,132 6.160 878

WILLIAMSPORT

Annual Trips N A 154

Annual Passenger Capacity N A 7.546 N A  ; '

Annual Vehicle Capacity NA 3.080 N A

N o te : A n n u a l capac ities  and  h is to rica l d e m a n d  a re  s ta te d  o n  a o n e -w a y  b a s is . T w o -w a y  c a p a c it ie s  a re  e x a c t ly  tw ice  
the  o n e -w a y  capac ities . O n e -v  ay h is to rica l d e m a n d  is  th e  la rg e r  o f th e  h is to n c a l d e m a n d  v a lu e s  fro m  e ith e r  th e  
H o m e r-S e ld o v ia  o r  the S e ld o v ia -H o m e r tn p  d irec tio n s .

Operating costs for the Komer-Williamsport-Seldovia marine service element of this 
alternative are summarized in Table 12.

T a b l e  1 2
H o m e r - S e l d o v i a - W i l l i a m s p o r t  F e r r y  S e r v i c e  

O p e r a t i n g  C o s t s

Minimum Maximum

Shoreside Maintenance S185.000 S185.000

Hull Maintenance & Pass. Services Maint. $36,000 $44,000
Machinery Maintenance $128,000 $156,000
Crew $698,932 $833,152
Fuel $159,000 $194,000
Lubricating Oil S3.600 $4,400
Ports and Terminals O.H. $223,176 $223,176
Management O.H. $366,741 $366,741
Shoreside O.H. $69 $69
Insurance $19,000 $23,000
TOTAL: (Estimated Annual Operating Cost) $1,819,518 S1.873.694
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O P E R A T IO N A L  IS S U E S

Williamsport would require substantial navigational improvements in order to accommodate 
AMHS service. Williamsport is located at the head of tide flats that go dry at low water. In 
addition, large boulders dot the shoal water approaches to Williamsport. Although shallow-draft 
vessels could presumably call briefly at high tide, dredging the channel would be required to 
service other types of vessels, including the basis vessel envisioned to provide the marine 
service in this alternative.

The U.S. Army Corps of Engineers (COE) completed a study exploring the feasibility of a 
dredging project at Williamsport in 1995. That report recommended excavation of a 2,700- 
meter long channel, ending at Williamsport, in Iliamna Bay. The channel bottom would be 30 
meters wide at 0.5 below Me .an Lower Low Water. The channel would end with a turning basin 
5 meters long and 55 meters wide. The turning basin would provide access to a sheet-pile 
bulkhead dock and an adjacent paved, 8-meter wide launch. Capital costs for the project were 
estimated at 53,822,000, of which federal funding in the amount of S1,691,400 was identified 
as available, leaving 52,130,600 to non-federal sources. Annual M&O costs for the project 
were estimated at 5185,000.5

The COE study conducted a rigorous benefit-cost analysis for the project, which determined 
that benefits would exceed costs at a 3.1:1.0 ratio. While the COE study determined that 
dredging a channel to Williamsport would be a worthwhile project, the lack of a local sponsor 
terminated further work on the project. However, it was noted that the project could proceed if 
a local sponsor, such as the State of Alaska, were secured.

E l e m e n t  2 . W i l l i a m s p o r t  t o  P i l e  B a y  R o a d w a y  L in k

Although a roadway currently exists between Williarr ^port and Pile Bay, it is quite primitive and 
in poor repair. The existing road is 15,5 miles long, consisting of one graded and drained 
earthen travel lane with no shoulder. In poor condition, the road is maintained only during the 
summer when a maintenance contractor is available. Portions of the road do not meet 
minimum width standards and are too narrow for current use. One of four bridges along the 
project corridor has w ished out, and the others, all of which have sufficiency ratings below 50, 
are narrow and cannot accommodate oversized traffic. The major limitation restricting boat- 
haul traffic is the existing metal bridge across the Iliamna River, whose interior dimension of 
only 12 feet, is too narrow for the typical gillnet boat.

The project proposed in this link would reconstruct and widen the existing road to design 
standards applicable to a rural major collector traveled by 250 vehicles or less per day. The 
road's four bridges would be repaired, replaced, or widened, as appropriate. The road would 
be maintained year-round.

The road climbs 850 feet through the Chigmit Mountains in the first two miles benched on 
steep rock slopes. The road ‘hrough this section is narrow and subject to avalanche hazards. 
As such, winter maintenance through this stretch would likely be difficult and expensive.

Thu maintenance cost incJudes annual grading of Ihe dock, ramp, and staging area, annual surveys tha f in l 4  yi a n , ihen every 5 
yean; maintenance dredging every 5  yean, replacement of fender p4ej, ramp concrete, and ihee l-p ile  cathode protection every 10 
yean; and replacement of the sheet pile after 00  yean
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Total capital costs for this project are estimated at S14.857.500 for a paved surface, and
512.300.000 for a gravel surface. Annual M&O costs are estimated at 5209,250 and S232.500 
respectively. Demand as part of the full alternative is estimated at 4,200 person trips per year 
(Tables 19 and 21).

E l e m e n t  3 . P i l e  B a y  t o  I l i a m n a  R o a d w a y  L in k

This roadway would complete a link from Williamsport through to Iliamna, allowing travel from 
Cook Inlet into the interior of the Lake and Peninsula Borough at least as far as Iliamna. The 
road would connect as far as Nondalton, given that Iliamna-Nondalton link has been 
programmed and is part of the baseline. This roadway link would provide Pile Bay and Pedro 
Bay access to the airport at Iliamna and would allow for a tourism circuit from Cook Inlet and 
potential access to Lake Clark National Park. The project would also provide the potential for 
interconnection of the electric power of the Tazimina Hydroelectric project.

This project would build 38 miles of new roadway between Iliamna and Pile Bay, passing 
through Pedro Bay. Although no road yet exists from Iliamna to Pile Bay, a 46-mile trail from 
Iliamna to Pedro Bay does exist, as does a 12-mile trail from to Pedro Bay to Pile Bay, denoted 
by the Alaska Department of Natural Resources as a RS2477 route. A likely corridor would 
follow the RS2477 trail route, traveling about half a mile inland from the northern shore of Lake 
Iliamna. As proposed, this road would cross about 15 creeks, which wou'd require culvert 
placements or short-span bridges at these junctions. Like the other roadway links proposed in 
this regional plan, the road would be constructed to meet AASHTO design standards for a rural 
major collector with daily travel of under 250 vehicles per day.

The corridor envisioned consists of relatively easy terrain with numerous stream crossings. 
Construction would include typical fill construction techniques. No unusual construction or 
design issues are anticipated. Normal annual maintenance would be required for roadway 
upkeep. Because the area receives just over 60 inches of snow per year, plowing would 
probably account for the bulk of annual maintenance costs.

Total capital costs for this project are estimated at S51.870,000 for a paved surface, and
545.600.00 for a gravel surface. Annual M&O costs are estimated at S513,000 and $570,000, 
respectively. Demand for this roadway link is estimated at 17,900 person trips per year as an 
independent project and 32,400 person trips per year as a component of the alternative 
(Tables 19 and 21).

E l e m e n t  4 .  I l i a m n a  t o  I g iu g ig  R o a d w a y  L in k

The 56-mile road link proposed to connect the communities of Iliamna and Igiugig, which lie 
along the northern shores of Lake Iliamna, would cross lowlands dotted with many lakes, 
streams, and rivers. Bridges would be required to cross the Newhalen River, the Kvichak River, 
and many smaller rivers along the coast of Lake Iliamna. The 56-mile road would be built 
according to AASHTO design standards for a rural major collector serving 250 vehicle or less 
per day.

This project’s major construction issues pertain to the development of bridges over the 
Newhalen and Kvichak Rivers. Construction materials would have to be barged in via the 
Kvichak River, and landings would have to be developed for staging. Permitting and land use 
concerns would also be an issue given the increase in traffic and the presence of structures
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that may affect the fishing industry and other traditional area uses. Normal annual 
maintenance would be required for the bridge and roadway upkeep. Because total 
precipitation is 20 inches annually, including 45 inches of snowfall, snow removal would 
constitute the primary maintenance cost.

Total capital costs for this project have been estimated at $78,940,000 for a paved surface and 
$69,700,000 for a gravel surface. Annual M&O costs have been estimated at $756,000 and 
$840,000, respectively. Demand for this roadway link is estimated at 16,100 person trips per 
year as an independent project, 92,300 person trips per year as a component of the 
alternative, King Salmon option, and 106,100 person irips per year as a component of the 
alternative, Naknek Option (Tables 19 and 21).

E le r r  tn t  5 a .  I g iu g ig  t o  N a k n e k  R o . 'id w a y  L in k

Constructing a 75-mile road between Igiugig and Naknek would provide one means of 
completing the proposed corridor from the Kenai Peninsula to Bristol Bay. This link would 
provide interior Southwest Alaska communities with ground access to the regional hub of King 
Salmon, where many goods and services are available.

The terrain between Igiugig and Naknek consists of coastlands and wetlands, with scattered 
lakes and ponds. The southwesterly route proposed along the Kvichak River would have to 
avoid numerous wetlands and lakes. Culverts to provide fish passage would be required at 
creek crossings, including Pecks Creek and Ole Creek. With the Kvichak River's turn to the 
south, the road alignment would parallel connecting into Hallersville from the north. The road 
would then be directed east and around the large mouti. of the Wild and Scenic Alagnak River 
to an easier crossing of the river upstream. The crossing would take place approximately three 
miles east of Hallersville and then turn southwest toward the Kvichak River mouth. Once 
reaching Cape Horn, the road alignment would follow the pioneer route8, which runs along the 
coast through Kvichak, Koggiung, and Libbyville before ending on the north side of Naknek.

Normal annual maintenance would be required for bridge and roadway upkeep. With total 
precipitation amounting to 20 inches annually, with 45 inches of snowfall, snow removal would 
require the bulk of the maintenance expenditure.

Total capital costs for this project have been estimated at S102,375 000 for a paved surface 
and $90,000,000 for a gravel surface. Annual M&O costs are estimated at $1,012,500 and 
$1,125,000, respectively.

Demand for this roadway link is estimated at 24,100 person trips per year as an independent 
project and 110,000 person trips per year as a component of the alternative (Table 21).

E l e m e n t  5 b .  I g iu g ig  t o  K in g  S a l m o n  R o a d w a y  L in k  ( A l t e r n a t i v e  
R o u t e )

A 56-mile roadway between Igiugig and King Salmon would provide an alternative route to 
finish the overland crossing of the Alaska Peninsula connecting the Kenai Peninsula with

T h it pioneer route is still used to access setnet sites along the toes'.
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Bristol Bay. Currently, passengers and freight are moved between Igiugig and King Salmon by 
aircraft or by boat along the Kvichak River with a transfer by road to King Salmon. The eastern 
portion of the terrain between these communities is characterized by large mountains and 
foothills to the north of Naknek Lake. The western portion of the area comprises coastlands 
and wetlands with scattered inland lakes and ponds.

Beginning in the village of Igiugig, the proposed roadway alignment would travel to the south- 
southwest, crossing Pecks Creek and Ole Creek along with many other small crossings. 
Continuing south-southwest, the alignment would require crossing the Alagnak River (a Wild 
and Scenic River) and would navigate along the foothills of the mountains north of Naknek 
Lake, outside of KaL'ni National Park and Preserve. The rocoway would be routed to the 
southwest, crossing ma/y branches of Pauls Creek and take a southerly bearing toward King 
Salmon Creek. Once the road alignment had crossed King Salmon Creek, it would travel along 
the banks until it connected into the pioneer road system, built by the U.S. Air Force north of 
King Salmon. After following the pioneer road southwest, the road would terminate on the 
northwest side of King Salmon at the Alaska Peninsula Highway.

Large river crossings, each of which would require fish passage culverts, are the primary 
construction issue for this link. With 20 inches of total precipitation annually, including 45 
inches of snowfall, snow removal would account for the bulk of maintenance costs.

Total capital costs for this project have been estimated at S76,440,000 for a paved surface and
567.200.000 for a gravel surface. Annual M&O costs have been estimated at $756,000 and
5840.000, respectively. Demand for this roadway link is estimated at 24,100 person trips per 
year as an independent project and 95,100 person trips per year as a component of the 
alternative (Table 19).

E l e m e n t  6 . L e v e lo c k  L in k  t o  t h e  I g i u g i g - N a k n e k  R o a d w a y

Building a connection between Levelock and the Igiugig-Naknek roadway link would integrate 
Levelock, which lies on the north shore of the Kvichak River, to the rest of the surface 
transportation corridor proposed in this alternative. This would permit the village of Levelock, 
(2020 base population forecast = 139) access to the larger communities of King Salmon and 
Naknek. This link could also serve as the beginning of a future route connecting the 
southwestern peninsula with communities further west, such as Dillingham.

The proposed 19-mile route, which would stem from the proposed link connecting Igiugig and 
Naknek, would require a 400-foot bridge across the Kvichak River. In addition, the proposed 
alignment would encounter several creeks, including Yellow Creek and Levelock Creek.

The terrain to be crossed in this proposed link is relatively flat, with occasional creek crossings 
that would require accommodation of fish passage. The bridge and roadway would require 
normal annual maintenance, most of which would be devoted to snow removal, insofar as the 
area receives about 20 inches of precipitation annual, including 45 inches of snowfall.

Total capital costs for this project have been estimated at 527.435,000 for a paved surface and
524.300.000 for a gravel surface. Annual M&O costs have been estimated at $256,500 and
5285.000, respectively.
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Demand for this roadway link is estimated at 15,000 person trips per year as an independent 
project and 39,600 person trips per year as a component of the alternative (Table 21).

M a r in e  O p t i o n s

Each of the four options for linking the Kenai Peninsula with Bristol Bay is the same as far west 
as Iliamna, at which point they diverge into two overland and two marine options. Discussed 
below are the two marine options for completing the stretch from Iliamna to Bristol Bay. Initially, 
the consultant team explored use of a shallow-draft landing vessel to provide service from 
Iliamna west to Bristol Bay along Lake Iliamna and the Kvichak River. However, initial analysis 
revealed that such service would be constrained by two factors: (1) winter ice; and (2) 
seasonally low water, which, combined, would restrict the navigable season from May to 
October. For this reason, Hovercraft service, which can negotiate both ice and shallow water, 
was also explored. The results of both sets of analysis are summarized below.

E l e m e n t  7 .  I l i a m n a  t o  N a k n e k  V ia  S h a l l o w - D r a f t  L a n d in g  V e s s e l

Private and commercial vessels, including barges, are already in use on this waterway system. 
This option proposes ferry service along Lake Iliamna and the Kvichak River. Iliamna Lake is 
navigable between May 1 through October 31. While the lower reaches of the Kvichak River 
are navigable during the ice-free season, the upper reaches of the river are subject to 
seasonal low water that could impact navigability for some conventional vessels.

The vessel envisioned to provide this service is a shallow-draft landing vessel about 50 feet 
long, with a 16-foot beam, and with a running draft of approximately 14 inches. The vessel 
explored for planning purposes can accommodate two loaded full-sized pickup trucks and up 
to six passengers. The six-passenger threshold is highly desirable because this capacity would 
allow, according to USCG regulations, the service to operate with just two crew, each holding a 
USCG boat operator’s license, a relatively easily acquired credential.

It would be possible, given the distances between ports served, to operate this service on a 
“dayboat" concept, which provides substantial operating cost savings, insofar as operations 
require no more than a single crew for no more than 12 hours per day of service. This would 
be feasible, providing that the vessel employed is capable of traveling comfortably in excess of 
the peak river current by a sufficient margin to make the transit in under 12 hours. For 
planning purposes, we currently believe that a 15-knot vessel could provide round trip service 
from the western terminus on a three-day turnaround basis (with two 12-hour layovers 
enroute). A 25-knot vessel could provide the same service on a two-day turnaround basis (with 
one 12-hour layover enroute). The schedule proposed for planning purposes would have 
Naknek, at the route's southern terminus, as its ‘ home" port. Table 13 shows a model high­
speed, shallow-draft, landing craft schedule for a typical voyage originating in Naknek and 
returning to Naknek at the end of the second day. Note that one 12-hour minimum layover is 
required on Iliamna Lake for crew rest.
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T a b l e  1 3  
M o d e l  S c h e d u l e  

H ig h > S p e e d  (2 5  k n o t ) ,  S h a l lo w - D r a f t  L a n d in g  C r a f t

Arrival Departure Port Time Sailing
Time

Day Time Day Time Duration Duration

Naknek • * • , Monday 6:00 1:16

Levelock Monday 7:16 Monday 7:46 0:30 4:56

Igiugig Monday 12:42 Monday 13:12 0:30 1:36

Newhalen Monday 14:48 Monday 15:18 0:30 0:14

Iliamna Monday 15:32 Monday 16:02 0:30 0:55

Pedro Bay Monday 16:57 Monday 17:27 0:30 0:22

Pile Bay Monday 17:49 Tuesday 5:49 12:00 1:36

Kokhanok Tuesday 7:25 Tuesday 7:55 0:30 0:41

Nev halen Tuesday 8:36 Tuesday 9:06 0:30 0:41

Kokhanok Tuesday 9:47 Tuesday 10:17 0:30 0:41

Newhalen Tuesday 10:58 Tuesday 11:28 0:30 1:36

Igiugig Tuesday 13:04 Tuesday 13:34 0:30 .1:59

Levelock Tuesday 15:33 Tuesday 16:03 0:30 1:04

Naknek Tuesday 17:07 ■ * /.’•-V ;

Although accommodating the vessel envisioned to provide service on this link would not 
require extensive or particularly expensive shoreside infrastructure, some minor landing area 
upgrades, such as road extensions and gravel or concrete pads, would be needed. 
Accordingly, the costs of such improvements have been estimated at S25.000 at each of eight 
ports proposed for service, for a total of 5200,000. In addition, navigation aids needed on the 
Kvichak River itself have been estimated at a cost of 550,000. Combined M&O costs for all 
shoreside improvements have been estimated at S6.250 annually.

In addition to the shoreside improvements just mentioned, of course a new vessel woulc have 
to be acquired -  at an estimated cost of 5526,000. Vessel-related M&O costs, which include 
crew, fuel, insurance and overhead, are estimated at 5318,300. The total cost breakdown for 
this project is provided in Table 14.
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T a b le  1 4
C a p i t a l  a n d  M & O  C o s t s  f o r  P r o p o s e d  

L a k e  I l i a m n a / K v i c h a k  R iv e r  M a r in e  L in k  
(S h a llo w -D ra ft L a n d in g  V e s s e l  O p tio n )

Vessel Acquisition Cost $481,000 F.O.B. Seattle 
$45,000 Delivery by barge

Subtotal: (Acquisition Cost) $526,000

Minimum Maximum

Hull Maintenance $1,500 $2,000

Machinery Maintenance $4,000 S5.500

Crew $144,000 $223,000

Fuel S90.0Q0 $110,000

Lubricating Oil $1,200 51,400

Berthing $3,000 54,000

Insurance S22.000 $25,000

Subtotal: (Annual Operating Cost) $265,700 5370,900

T a b le  1 5  
C a p i t a l  a n d  M & O  C o s t s  

S h o r e s i d e  I m p r o v e m e n t s

Landing area upgrades (road extensions, gravel 
or concrete pads, etc.) at eight (8) communities 
(Allowance: 8x525,000)

$200,000

Aids to navigation on Kvichak River 550.000

Subtotal: (Acquisition Cost) 5250.00C

Minimum Maximum

Annual Maintenance $5,500 57,000

Subtotal: (Annual Operating Cost) 55,500 $7,000

Demand for this service link is estimated at 3,600 person trips per year,

E l e m e n t  8 . I l i a m n a  t o  E g e g ik  M a r in e  S e r v i c e  v i a  H o v e r c r a f t

Hovercraft, which can operate at speeds over 40 knots over land, ice cover, seas with up to 
four-foot waves, beaches, and snallow water, were also explored as a means of linking the 
western portion of the Kenai Peninsula to Bristol Bay corridor. Two models of hovercraft with 
extensive Alaskan operating experience were explored in analyzing this option: the turbine- 
powered LACV-30 type hovercraft and the conventionally-powered AP.1-88. Of the two, the
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AP.1-88 was found to be more suitable for Lake Iliamna-Kvichak River service, due to its 
smaller size, lower operating costs, and lower noise impacts.7 Like the shallow-draft landing 
vessel option described above, crew costs for hovercraft operations would be relatively low. It 
is possible that the AP.1-88 could be operated with a crew of two: a master, who would have 
to have a USCG hovercraft endorsement.® and a mate to crew the aft compartment.

Using a hovercraft rather than a shallow-draft landing vessel to connect the communities along 
Lake Iliamna and the Kvichak River would have several advantages over the use of a shallow- 
draft landing vessel:

• Longer sc rvice period. Hovercraft operation would offer the advantage of a year-round, 
as opposed to May through October service season. Unlike a shallow-draft vessel, the 
Hovercraft would be able to operate over the winter ice of Lake Iliamna, and probably over 
the Kvichak River's ice. However, the Hovercraft would likely be out of service for about 20 
days each for the periods of winter freezeup and spring thaw, which could be scheduled for 
annual maintenance. In any case, the total service period of the Hovercraft would be 
approximately 46 weeks compared to 26 weeks for the shallow-draft vessel.

• Fewer shoreside improvements required. The AP.1-88 is able to utilize an unimproved or 
minimally improved loading/unloading facility, unlike a shallow-draft landing vessel, which 
would require landing pads.

• Freight-carrying flexibility. The version of the AP.1-88 currently operating in Alaska is 
configured for 24 passengers with adjustable interior bulkhead to accommodate freight.
The aft superstructure doors are wide enough to pas a full size pallet.

Some disadvantages associated with hovercraft operations have also been identified:

• Noise. Although the diesel-powered AP.1-88 is not as noisy as the turbine-powered LACV- 
30, it is relatively noisy compared to the conventional hull option. In any case, current 
hovercraft operations in Bethel, Alaska, on behalf of the U.S. Postal Service will provide an 
opportunity to assess noise impacts firsthand.

• Limited payload. Although the AP.1-86‘s 16,000-pbund cargo capacity slightly exceeds 
that of the shallow-draft landing vessel, its deadweight capacity is modest. However, given 
early, planning-level demand estimates, it is thought to be sufficient.

• Relatively high maintenance costs. Although maintenance costs for Hovercraft are not 
well established, they are presumed to be higher than those for conventional hull craft, due 
to two factors: (1) their higher level of mechanical sophistication; and (2) wear and tear on 
the craft’s rubber skirt. In addition, it would be necessary to wash the craft down when 
operating over brackish water near Naknek in order to prevent salt water damage to the air 
screws and other machinery.

Although other hovercraft ore commercially available, mosl are much smaller and would not meet the projects freight and passenger 
load requirements envisioned in this option. In addition, two existing AP.1-88 vessels, although built in Canada, have unrestricted 
Jones Act waivers allowing their use in the Uniled States.

' A  hurercraft endorsement from the UFCG can be earned upon completion of 38 hours of classroom study and 36 hours of 
operating time.

'  Although the male need not be fully qualified, he o» she must have a radar rating
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M O D E L  S C H E D U L E

The AP.1-88 hovercraft is fast enough that the highly desirable result of 12-hour dayboat 
operation would be achievable. In fact, Table 17 shows a model schedule based on the 
following operating speeds: 40 knots per hour on the lower Kvichak River, 30 knots on the 
upper Kvichak River, and 50 knots on Lake Iliamna. In order to maintain 12-hour service days, 
port calls are limited to 20 minutes. This model schedule accomplishes the daily round trip in 
11 hours, allowing a half hour in the morning for startup and a half hour in the evening for 
shutdown. For the purposes of illustrating this schedule. Naknek serves as homeport,

The acquisition cost for an AP.1-88 hovercraft is estimated in the range of 55 to S6 million, 
depending on classification and regulatory requirements, outfitting, delivery costs, and 
acquisition scheme. A summary of estimated Hovercraft operating costs is provided in Table 
18.

T a b l e  1 6  
A P .1 -8 8  H o v e r c r a f t

Annual Operating Costs

Maintenance S1.408.000
Crew 237.250
Fuel 14.608
Lubncatmg oil 2 282

Subtotal S1.662.140
Miscellaneous (4%) 66.460

Total 51.728,600

The operating cost summary contained in Table 18 assumes that hovercraft service is provided 
five days a week except during break-up and freeze-up, for which 20 days apiece are allocated 
and assumed to be used for annual maintenance.

Demand for this service link is estimated at 6,900 passenger trips
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T a b le  1 7  
M o d e l  S c h e d u l e  

( 4 0  k t  lo w e r  r iv e r ;  3 0  k t  u p p e r  r iv e r ;  5 0  k t  l a k e )

Arrival Departure Port Time Sailing
Time

Day Time Day Time Duration Duration

Naknek • — • T\ Same Day 6:30 • * * '•  - **.^ • • ‘ 0:45

Levelock Same Day 7:15 Same Day 7:35 0:20 1:30

Igiugig Same Day 9:05 Same Day 9:25 0:20 0:50

Newhalen Same Day 10:15 Same Day 10:35 0:20 0.10
Iliamna Same Day 10:45 Same Day 11:05 0:20 0:30

Pedro Bay Same Day 11:35 Same Day 11:55 0:20 0:15
Pile Bay Same Day 12:10 Same Day 12:30 0:20 0:50

Kokhanok Same Day 13:20 Same Day 13:40 0:20 0:50
Igiugig Same Day 14:30 Same Day 14:50 0.20 1:30
Levelock Same Day 16.20 Same Day 16:40 0:20 0:45
Naknek Same Day 17:25
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T a b l e  1 8  
C o s t  S y n o p s i s  

C o o k  I n le t  t o  B r i s t o l  B a y  O v e r l a n d  
K in g  S a l m o n  O p t io n

Annual O&M Total Capital Annualized Annualized
Cost Cost Cap Cost @ 

7% Interest
Capital plus 
O&M costs

Marine Elements
Homer-Williamsport-Seldovia Marine S1,846,606 52,750,000 S259.581 S1.921.187

Homer-W-S shoreside 5185.000 S3,822,000 5360,770 5545,770

Roadway Elements
Williamsport to Pile Bay

Paved 5209,250 514,857,500 51.402,443 SI. 611.693
Unpaved 5232,500 512,300,000 51.161.033 S1.393.533

Pedro Bay to Pile Bay to Iliamna
Paved 5513,000 551.870.000 S4.896.161 55.409.161

Unpaved S570.000 545,600.000 S4,304,317 54.874.317

Iliamna to Igiugig
Paved S756.000 578.940,000 57,451,378 S8.207.378

Unpaved S840.000 569.700,000 56,579,187 57,419.187

Igiugig to King Salmon
Paved 5756,000 S76.440.000 57,215,395 S7.971.395

Unpaved S840.000 S67.200.000 56,343.205 57.183,205

TOTAL
Paved Option 54,778,856 5228.679.500 S21.585.727 S25.666.583
Unpaved Option S5.084.106 5201.372,000 519.008.092 523.337.198
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T a b l e  1 9
2 0 2 0  A n n u a l  T r a v e l  D e m a n d  E s t i m a t e  

C o o k  I n l e t  t o  B r i s to l  B a y  O v e r l a n d  
K in g  S a l m o n  O p t io n

Independent* Alternative** System***

Marine Elements
Homer-Seldovia 4,000

Homer-Williamsport 4,-00

Roadway Elements
Williamsport to Pile Bay to Pedro Bay 4,200

Pedro Bay to Iliamna 17,900 32,400 33,700

Iliamna to Igiugig 16,100 92,300 101,300

Igiugig to King Salmon 24,100 95,100 108,300
O em and on Ih e  link as  an in d e p e n d e n t e le m e n t.

’ * O em and on th e  link as  p a rt o f  the  a lte rn a tiv e .
* ' *  D em and  on  th e  link a s s u m in g  im p le m e n ta tio n  o f a C o o k  In le t to  B n s to l B ay to A la s k a  P e n in su la  ro a d w a y  

system .
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T a b le  2 0  
C o s t  S y n o p s i s  

C o o k  I n le t  t o  B r i s to l  B a y ,  O v e r l a n d  
N a k n e k  O p t io n

Annual O&M 
Cost

Total Capital 
Cost

Annualized Annualized 
Cap Cost @ cap cost plus 
7% Interest O&M Cost

Marine Elements
Homer-Williamsport-Seldovia S1.846.606 52.750,000 S259.581 $1,921,187

Homer-W-S Shoreside 5185,000 S3,822,000 S360.770 S545.770

Roadway Elements
Williamsport-Pile Bay

Paved S209.250 514.857,500 51,402,443 51.611.693

Unpaved S232.500 $12,300,000 S1.161,033 51,393,533

lliamni.-Pedro Bay-Pile Bay
Paved S513.000 551,870,000 S4.896.161 55,409.161

Unpaved S570.000 545,600,000 S4.304,317 54.874.317

Iliamna to Igiugig
Paved S756.000 S78,940,000 57.451,378 58,207,378

Unpaved S840.000 569,700,000 56,579,187 S7,419.187

Igiugig to Naknek
Paved S1.012.500 S102.375.000 S9.663.476 S10,675.976

Unpaved 51,125,000 S90,000,000 S8.495.363 S9,620,363

Igiugig to Levelock 
Paved S256.500 $27,435,000 $2,589,670 S2,846,170

Unpaved S285.000 S24.300.000 S2.293.748 S2.578,748

TOTAL
Paved Option S4,778,856 S282,049.500 526.623,478 $31,217,334

Unpaved Option $5,084,106 S248,472,000 S23.453.999 S28.353.105
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T a b l e  21
2 0 2 0  A n n u a l  T r a v e l  D e m a n d  E s t i m a t e  

C o o k  I n le t  t o  B r i s to l  B a y  O v e r l a n d  
N a k n e k  O p t io n

Independent* Alternative** System**’

Marine Elements
Homer-Seldovia 4,000

Homer-Williamsport 4,200

Roadway Elements
Williamsport to Pile Bay 4,200
Pile Bay to Pedro Bay to Iliamna 17,900 32.400 33,700
Iliamna to Igiugig 16,100 106,100 115,100
Igiugig to Naknek 24,100 110,000 123,200

Igiugig to Levelock 15,000 39,600 43,8^0
*  D e m an d  on  the lin k  as an inde p en d e n t e le m e n t.

* *  D e m an d  on  the  lin k  as  p a rt o f the  a lte rna tive .

* * *  D e m an d  on  the lin k  a s su m in g  im p le m e n ta tio n  o f a C o o k  In le t to  B n s to l B ay to  A la s k a  P e n in s u la  ro a d w a y
sys tem .
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T a b le  2 2  
C o s t  S y n o p s i s  

C o o k  I n l e t  t o  B r i s to l  B a y  M a r in e  
H o v e r c r a f t  O p t io n

Annual O&M Total Capital 
Cost Cost

Annualized 
Capital Cost 

@ 7% 
Interest

Annual 
Capital plus 
O&M costs

Marine Elements
Homer-Williamsport-Seldovia 51,846.606 52,750,000 5259,581 51,921,187

Homer-Williamsport Shoreside 5185,000 53.822,000 5360,770 5545,770

Lake Iliamna (Hovercraft) S1.728.600 55.500,000 5519,161 52,247,761

Roadway Elements
Williamsport-Pile Bay

Paved 5209,250 514,857,500 51.402,443 S1.611.693

Unpaved 5232.500 512,300,000 S1.161.033 S I.393.533

TOTAL
Paved Option S3,969,456 526,929,500 52,541,954 56,326,410

Unpaved Option S3,992,706 524,372,000 52.300,544 56.108.250

T a b le  2 3
2 0 2 0  A n n u a l  T r a v e l  D e m a n d  E s t i m a t e  

C o o k  I n le t  t o  B r i s to l  B a y  M a r in e  
H o v e r c r a f t  O p t io n

Travel Demand

Marine Elements
Homer-Seldovia 4,000

Homer-Williamsport 4,200

Lake Iliamna Hovercraft Service 6,900

Roadway Elements
Williamsport to Pedro Bay 4.200

Pedro Bay to Iliamna 22,100
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T a b l e  2 4  
C o s t  S y n o p s i s  

C o o k  I n l e t  t o  B r i s t o l  B a y  M a r in e  
S h a l lo w - D r a f t  L a n d in g  V e s s e l  O p t io n

Annual O&M Total Capital 
Cost Cost

Annualized 
Capital Cost 

@7% 
Interest

Annual 
Capital plus 
O&M costs

Marine Elements 
Homer-Williamsport-Seldovia* 51,846,606 52.750,000 S259.581 51.921,187

Homer, Williamsport Shoreside 5185,000 53,822,000 5360,770 S545.770

Lake Iliamna (Shallow-Draft Vessel)** S318.300 5526,000 549,651 5367.951

Lake Iliamna Shoreside 56,250 S250.000 523,598 S29.848

Roadway Elements 
Williamsport-Pile Bay 

Paved 5209,250 514,857,500 S1,402,443 51,611,693

Unpaved 5232.500 S12.300.000 S1.161.033 51,393,533

TOTAL
Paved Option S2,565,406 S22,205,500 S2.096,042 S4,476,448

Unpaved Option 52,588,656 S19.648.000 51,854,632 54.258.288
•V e h id e  d e m a n d  fo r th is  e le m e n t o f the  a lte rn a tiv e  w a s  e s tim a te d  a t 2 .8 0 0  ve h ic le s /ye a r. 
• •V e h ic le  d e m a n d  fo r th is  e le m e n t o f the  a lte rn a tiv e  w a s  e s t im a te d  a t 7 7 0  ve h ic le s /ye a r.

T a b l e  2 5
2 0 2 0  A n n u a l  T r a v e l  D e m a n d  E s t i m a t e  

C o o k  I n l e t  t o  B r i s t o l  B a y  
S h a l lo w - D r a f t  L a n d in g  V e s s e l  O p t io n

Travel Demand

Marine Elements
Homer-Seldovia 4,000

Homer-Williamsport 4,200

Lake Iliamna Marine Service (S.D.) 3,600

Roadway Elements
Williamsport to Pedro Bay 4,200

Pedro Bay to Iliamna 22,100

PARSONS
BRINCKERHOFF

36

Southwest Alaska Transportation Plan
Description o f Alternatives

Technical Memorandum



oL|u(Dl

P r o p o s e d  T a k u  R o a d  - U n d e r  H o u s e  B i l l  # 8  

My n a m e  i s  R u d y  R i p l e y  a n d  I  am a  r e s i d e n t  o f  J u n e a u .
I  w o u l d  l i k e  t o  a d d r e s s  H . B . # 8  a s  i t  m a y  p e r t a i n  t o  t h e  T a k u  V a l l e y .  I  
h a v e  c l o s e  p e r s o n a l  e x p e r i e n c e  w i t h  t h e  T a k u  R i v e r  a n d  t h e  s u r r o u n d i n g  
v a l l e y .  I  h a v e  n e v e r  m i s s e d  a  s u m m e r  s p e n d i n g  t i m e  u p  t h e  r i v e r  i n  o v e r  40  
y e a r s ,  s t a r t i n g  b a c k  i n  1 9 5 8 .  I  am a  p r o p e r t y  o w n e r  t h e r e  a n d  h a v e  b u i l t  
a n d  o w n e d  a  c a b i n  s i n c e  1 9 6 0 .  I  am a  c h a r t e r  m e m b e r  o f  T a k u  R i v e r  
R e c r e a t i o n  A s s o c i a t i o n ,  a n  o r g a n i z a t i o n  o f  p r o p e r t y  o w n e r s  a n d  t r a d i t i o n a l  
u s e r s  o f  t h e  T a k u  f r o m  t i d e  w a t e r  t o  t h e  U . S .  I  C a n a d i a n  b o r d e r .
I  s p e a k  t o d a y  o n  b e h a l f  o f  t h e  TRRA a s  w e l l  a s  m y s e l f .

O v e r  t h e  y e a r s ,  t h e r e  h a v e  b e e n  v a r i o u s  s t u d i e s  a n d  p r o p o s a l s  t o  b u i l d  a  
r o a d  f r o m  J u n e a u  u p  t h e  T a k u  R i v e r  V a l l e y  t o  t h e  e x i s t i n g  r o a d  s y s t e m  i n  
B . C . ,  C a n a d a .  I n  o u r  o p i n i o n ,  p e o p l e  w h o  m a k e  t h e s e  p r o p o s a l s  a r e  
u n f a m i l i a r  w i t h  t h e  e n t i r e  T a k u  R i v e r  V a l l e y  e c o s y s t e m ,  t h e  c l o s e  
p r o x i m i t y  o f  t h e  J u n e a u  I c e  f i e l d s ,  a n d  t h e  a d j o i n i n g  T a k u  I n l e t  a r e a  a t  
t i d e w a t e r .

I t  s h o u l d  b e  n o t e d  h e r e  t h a t  t h e  w i n d  v e l o c i t i e s  r e c o r d e d  i n  t h e  T a k u  
I n l e t  a r e  s o m e  o f  t h e  f i e r c e s t  i n  a l l  o f  S o u t h e a s t  A l a s k a  e s p e c i a l l y  i n  
w i n t e r .  T h e  p r e v a i l i n g  w i n d  a t  t h i s  t i m e  o f  y e a r  c o m e s  d o w n  r i v e r  f r o m  t h e  
C a n a d i a n  i n t e r i o r  a n d  t h e  J u n e a u  I c e  F i e l d s .  S o m e  o f  t h e s e  n o r t h e r l y  w i n d s  
e x c e e d  1 0 0  m p h .  R e c o r d s  s h o w  t h a t  a t  C a n y o n  I s l a n d ,  a p p r o x i m a t e l y  f i v e  
m i l e s  u p  r i v e r  a b o v e  t i d e w a t e r ,  t h e r e  h a v e  b e e n  s n o w s  t o t a l i n g  o v e r  2 0 0  
i n c h e s  d u r i n g  a n  a v e r a g e  w i n t e r .  C o m b i n e  t h i s  w i t h  t h e  m u c h  c o l d e r  
t e m p e r a t u r e s  t h a n  w e  h a v e  h e r e  i n  J u n e a u ,  p a r t i a l l y  d u e  t o  t h e  a d j a c e n t  
J u n e a u  I c e  F i e l d s ,  i t  i s  o u r  o p i n i o n  k e e p i n g  a  r o a d  o p e n  f o r  v e h i c u l a r  
t r a v e l  c o u l d  b e  a  n i g h t m a r e  u n d e r  s u c h  c o n d i t i o n s .

T h e r e  a r e  t h r e e  g l a c i e r s  s t e m m i n g  f r o m  t h e  J u n e a u  I c e  F i e l d s  t h a t  w o u l d  
h a v e  a  h e a v y  i n f l u e n c e  o n  a n y  r o a d  p r o j e c t .  T h e  f i r s t  t w o  a r e  l o c a t e d  a t  
t h e  u p p e r  e n d  o f  t h e  T a k u  I n l e t  a t  t i d e w a t e r .  T h e  f i r s t  o f  t h e s e  i s  t h e  
N o r r i s ,  w h i c h  i s  j u s t  s o u t h w e s t  o f  t h e  T a k u  G l a c i e r .  I t  i s  p r e s e n t l y  
r e c e d i n g  a n d  h a s  a  g r a v e l  m o r a i n e  w i t h  a p p r o x i m a t e l y  a  f i f t y - y e a r - o l d  
S p r u c e  t r e e  f o r e s t  o n  m o s t  o f  i t .  T h e  T a k u ,  h o w e v e r ,  i s  a d v a n c i n g  w i t h  a  
m u d d y  s i l t  s h o u l d e r  r i s i n g  u p  i n  m o s t  o f  i t s  p a t h .  S e a w a t e r  f l o w s  p a s t  t h e  
f a c e  o f  t h e  g l a c i e r  a t  e v e r y  h i g h  t i d e .  B o t h  o f  t h e s e  g l a c i e r s  a r e  l o c a t e d  
u p  a t  t h e  n o r t h -  w e s t e r l y  s i d e  o f  t h e  i n l e t  a t  t i d e w a t e r .  C o n s t r u c t i n g  a n y  
s o r t  o f  r o a d ,  c a u s e w a y  o r  b r i d g e  a c r o s s  t h e  m o r a i n e s  o f  e i t h e r  o f  t h e s e  
g l a c i e r s  w o u l d  t a k e  t h e  a b s o l u t e  b e s t  d e s i g n e r s  a n d  c o n t r a c t o r s  a v a i l a b l e .  
I f  a  b r i d g e  w e r e  c o n s t r u c t e d  i n  f r o n t  o f  t h e s e  h u g e  i c e  m a s s e s ,  t h e  f i r s t  
l a n d  a b o v e  t h e m  i s  a  s p i t  k n o w n  a s  S w e d e  P o i n t  j u s t  s l i g h t l y  i n  f r o n t  a n d  
n o r t h  o f  t h e  T a k u  G l a c i e r .  I t  i s  m a d e  u p  o f  m o s t l y  o l d  r i v e r  s i l t  f o r  t h e  
f i r s t  s e v e r a l  h u n d r e d  y a r d s  a n d  s o m e  b e d r o c k  f o r  t h e  l a s t  t w e n t y  y a r d s  o r  
s o .  A s e c t i o n  o f  r o a d  c o u l d  b e  c o n s t r u c t e d  h e r e  f o r  a p p r o x i m a t e l y  V< m i l e  
t o  a  m i l e ,  m o s t  p r o b a b l y  r e q u i r i n g  a  g r e a t  d e a l  o f  h e a v y  s h o t  r o c k  f o r  a  
s t a b l e  r o a d b e d  w h e r e  i t  i s  n o t h i n g  b u t  s i l t ,  a s  w o u l d  b e  t h e  c a s e  f o r  t h e  
e n t i r e  r o a d  t h r o u g h  t h e  t i d a l  a r e a .  A t  t h e  e n d  o f  t h i s  s e c t i o n ,  t h e  t h i r d  
g l a c i e r ,  H o l e - I n - T h e  - W a l l ,  a n o t h e r  a d v a n c i n g  o n e ,  i s  a l s o  o n  t h e  w e s t  
s i d e .  I t  t o o  i s  p u s h i n g  d i r e c t l y  i n t o  t h e  r i v e r .  A b r i d g e  a p p r o x i m a t e l y  a  
m i l e  o r  m o r e ,  d e p e n d i n g  o n  w h i c h  s i d e  t h e  d e s i g n e r s  a n d  e n g i n e e r s  d e c i d e  
m o s t  a p p r o p r i a t e ,  w o u l d  h a v e  t o  b e  c o n s t r u c t e d  t o  c r o s s  t h e  r i v e r  t i d e  
f l a c s .

( I t  s h o u l d  b e  n o t e d  h e r e  t h a t  t h e  T a k u  R i v e r  s y s t e m  h a s  o n e  o r  m o r e  a n n u a l  
f l o o d s  t h a t  c o u l d  h a v e  m a j o r  i m p a c t s  o n  a n y  b r i d g e  s t r u c t u r e  b u i l t  i n  t h e  
f l o o d  p l a n e ,  w h i c h  i n  t h i s  c a s e ,  i s  t h e  e n t i r e  l o w e r  v a l l e y  f o u n d  o n  t h e  
U . S .  s i d e  o f  t h e  C a n a d i a n  I  U . S .  b o r d e r .  U n i t e d  S t a t e s  G e o l o g i c a l  S u r v e y ,  
W a t e r  R e s o u r c e s  o f  A l a s k a  r e c o r d s  s h o w  t h a t  t h e s e  f l o o d s  c a n  r a i s e  
r a p i d l y ,  f l o w i n g  o v e r  t h e  r i v e r b a n k s  s w a m p i n g  h u n d r e d s  o f  a c r e s  i n  a  v e r y  
s h o r t  p e r i o d  o f  t i m e .  F o r  e x a m p l e ,  t h i s  p a s t  s u m m e r  w e  h a d  a  f l o o d  t h a t  
r o s e  f r o m  3 0  t h o u s a n d  c u b i c  f e e t  p e r  s e c o n d  t o  o v e r  8 5  t h o u s a n d  c u b i c  f e e t  
p e r  s e c o n d  i n  l e s s  t h a n  24  h o u r s .  I t  s e n t  s e v e r a l  p r o p e r t y  o w n e r s  
s c r a m b l i n g  t y i n g  d o w n  v a r i o u s  b u i l d i n g  m a t e r i a l s  a n d  r e s c u i n g  t h e i r  
e q u i p m e n t  f r o m  t h e  r i s i n g  w a t e r .  M any  f o u n d  t h e i r  c a b i n s  c l o s e  t o  b e i n g  
f l o o d e d .  O n e  c a b i n  d i d  f l o o d .  A p p r o x i m a t e l y  f i v e  m i l e s  a b o v e  t h e  b o r d e r
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t h e  T u l s e q u a h  R i v e r  f l o w s  i n t o  t h e  T a k u  f r o m  t h e  w e s t .  T h e  T u l s e q u a h  
G l a c i e r ,  a  g l a c i e r  t h a t  i s  c o n n e c t e d  t o  t h e  J u n e a u  I c e  F i e l d ,  f e e d s  i t .
T h e  g l a c i e r  b l o c k s  a  l a k e  t h a t  b u i l d s  u p  e v e r y  s u m m e r  b y  s n o w m e l t .  W hen  
t h e  l a k e  r i s e s  s u f f i c i e n t l y  t o  f l o a t  t h e  i c e  p l u g g i n g  t h e  l a k e ,  t h e  w a t e r  
f l o w s  o u t  a t  a n  a l a r m i n g  r a t e  o f  s p e e d  a n d  f o r c e .  E n o u g h  f o r c e  t o  c u t  n e w  
c h a n n e l s  n o t  o n l y  o v e r  g r a v e l  b a r s ,  b u t  a l s o  i n t o  h i g h e r  g r o u n d  t h a t  
s u p p o r c s  f o r e s t s  o f  m a i n l y  c o t t o n w o o d s  a n d  a l d e r .  T h e s e  s n a g s  d r i f t  
d o w n s t r e a m  a n d  c a n  d a m  m o s t  a n y w h e r e  c a u s i n g  v a r i o u s  s t r e a m  c o u r s e s  t o  b e  
a l t e r e d .  O t h e r  s n a g s  c o m e  t o  r e s t  a t  t i d e w a t e r  o n  s a n d  b a r s  a n d  s o m e  e v e n  
m a k e  i t  t o  s a l t  w a t e r .  A n d  t h e y  c o u l d  c o m e  t o  h a n g  u p  o n  a n y  m a n  m a d e  
s t r u c t u r e  s u c h  a s  a  b r i d g e  a b u t m e n t . )

L o o k i n g  a t  i t  p u r e l y  f r o m  a n  e n g i n e e r i n g  s t a n d p o i n t ,  e v e n  w i t h  a l l  t h e  
v a r i o u s  b r i d g e s  a n d  r i v e r  c o n t a i n m e n t  b a r r i e r s  i t  w o u l d  r e q u i r e ,  t h e  r o a d  
c o n s t r u c t i o n  w o u l d  b e c o m e  e a s i e r  a b o v e  t h e  f l a t s .  B u t ,  f r o m  e c o l o g i c a l  
c o n c e r n s ,  i t  b e c o m e s  a  d i s a s t e r !  T h e r e  a r e  c o u n t l e s s  f e e d e r  s t r e a m s  t h a t  
d r a i n  i n t o  t h e  T a k u  R i v e r .  A t  l e a s t  s e v e n  s a l m o n  s t r e a m s  f l o w  i n t o  t h e  
r i v e r  o n  t h e  U . S .  s i d e  o f  t h e  b o r d e r  a l o n e .  T h e  v a l l e y  f l o o r  i s  o n e  o f  t h e  
b e s t  m o o s e  h a b i t a t s  i n  a l l  o f  s o u t h e a s t  A l a s k a .  B l a c k  a n d  g r i z z l y  b e a r s ,  
w o l v e s  a n d  s m a l l e r  f u r  b e a r i n g  a n i m a l s  s u c h  a s  m a r c e n ,  m i n k ,  b e a v e r ,  r i v e r  
o t t e r ,  m u s k r a t ,  a n d  m o r e  i n h a b i t  t h i s  a r e a .  W a t e r f o w l ,  s u c h  a s  d u c k s ,  
g e e s e  a n d  s w a n  s h a r e  t h i s  a r e a  w i t h  a  l a r g e  n u m b e r  o f  o t h e r  b i r d s  s u c h  a s  
s n o w  o w l s ,  h a w k s  a n d  e s p e c i a l l y  t h e  A m e r i c a n  b a l d  e a g l e .  T h e r e  h a v e  e v e n  
b e e n  s i g h t i n g s  o f  t h e  r a r e  g o l d e n  e a g l e  a s  w e l l .

I t  s h o u l d  b e  n o t e d  h e r e  t h a t  w h e n  j u s t  r e c e n t l y ,  t h e  R e d f e r n  M i n i n g  
C o m p a n y ,  a  C a n a d i a n  c o m p a n y ,  p r o p o s e d  t o  b u i l d  a  h a u l  r o a d  f r o m  a  p r o p o s e d  
m i n e  a t  t h e  T u l s e q u a h  R i v e r  t o  A t l i n ,  B . C . ,  t h e  T l i n g i t  n a t i v e s  o f  A t l i n ,  
k n o w n  i n  C a n a d a  a s  p e o p l e  o f  t h e  F i r s t  N a t i o n s ,  t o o k  t h e  c o m p a n y  t o  c o u r t  
t o  s t o p  t h e  p r o j e c t .  I n  t h e  p a s t  w h e n  t h e  l a s t  s t u d y  w a s  p r o p o s e d  b y  
A l a s k a  f o r  a  r o a d  f r o m  J u n e a u  t o  A t l i n ,  t h e  B . C .  g o v e r n m e n t  s a i d  t h e y  w e r e  
n o t  i n  f a v o r  o f  i t .

S o ,  w i t h  t h a t  a n d  t h e  p o i n t s  m a d e  a b o v e ,  w h i c h  w e  s e e  a s  n e g a t i v e s  f o r  a  
r o a d  u p  t h e  T a k u ,  t h e  TRRA v i e w s  a n y  f u t u r e  s t u d i e s  t o w a r d  c o n s t r u c t i o n  o f  
a  r o a d  t o  b e  a  c o m p l e t e  w a s t e  o f  t i m e ,  t a l e n t  a n d  m o n e y ,  n o w  a n d  i n  t h e  
f o r e s e e a b l e  f u t u r e .
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S t , , A T E  F IN A N C E  C O M M I T T E E  R E P O R T
R E P O R T E D  o u t

DATE: 4/11/01 FURTHER: MAY 0 6 2001

SENATE FINANCE 
OOMMITF.E

DATE TURNED \ r? \
IN TO OFFICE: COP)

Finance Committee considered CS FOR HOUSE BILL NO. 8(FIN) am
"An Act establishing the Legislative Pioneer Road Development Task Force; and providing for an effective 
date."

and recommends:
[ ] be replaced with. CS

[ v^ado pt previous * 0  CS

[ ] attached amendment(s)
[ ] adopt Letter of Intent b y ______________________  Committee
[ ] further referral to _______________________ Committee

NEW FISCAL NOTE(S):

Senate Bill:
[ ] same title

(________ ) [ j new title
House Bill:

( \ r c H  ) [ ] same title
[ ] technical title
[ ] new: SCR #_

PREVIOUS FISCAL NOTE(S):

Department Date Fiscal Zero FN#

D C Z O  1 1 4

Department Date Fiscal Zero FN#
_J2rf.GcuqC.rl /z#/ol * 1
c5 2 r r  j 15 .0

i —
' f f

. . . . . .

[  ]  A P P R O P R IA T IO N  -  n o  f is c a l  n o te



■REPORTED OIT

F I S C A L  N O T E

STATE OF ALASKA
2001 LEGISLATIVE SESSION

F isca l N o te  N um ber: 

B ill V e rs ion :

() P ub lish  D ate:

MAY 0 0 7001

SENATE Flw.vivlCE 
COMM IT

C S H B  8 (F IN ) AM

R evis ion  D ate /T im e  (N o te  if  co rrec tion ): 04 /16 /2001  2 :59p .m . D ept. A ffec ted : 

T itle : L eg is la tive  P io n e e r R oad D eve lopm en t T a sk  BRU :
Force. ____________________ C om ponen t:

D C E D
Comm. Asst & Econ. Dev. 
Community and Business

S ponsor:

R equeste r:

R ep resen ta tive  R okeberg Development

S ena te  T ra n spo rta tion C om po n e n t N um ber: 2486

E xp e n d itu re s /R e ve n u e s (Thousands of Dollars)
Note: A m o u n ts  do not inc lude  in fla tion  un less o th e rw ise  no ted  below .
O P E R A T IN G  E X P E N D ITU R E S FY 2002 FY 2003 FY 2004 FY 2005 FY 2006 FY 2007

P ersona l S e rv ices
Trave l 1.4

C on trac tua l
S upp lies

Equ ipm ent
Land &  S truc tu res

G rants  & C la im s
M isce llaneous

T O T A L  O P E R A T IN G 1.4 0 .0 0 .0 0 .0 0 .0 0 .0

C A P IT A L  E X P E N D ITU R E S  ! j

C H A N G E  IN R E V E N U E S  ( ) ! i | i

FU N D  S O U R C E (T h o u sa nd s  o f D o lla rs

1002 F edera l R ece ip ts
1003 G F M atch

1004 GF 1.4

1005 G F /P rog ram  R ece ip ts
1037 G F /M en ta l H ealth
O th e r (S pec ify  T ype)

T O T A L 1.4 0 .0 0 .0 0 .0 0 .0 0 .0

E s tim a te  o f  a n y  c u r re n t  y e a r  (FY 2001) c o s t:

C h e c k  th is  b o x  (X) i f  fu n d in g  fo r  th is  b i l l  is  in c lu d e d  in  th e  G o v e rn o r 's  FY 2 0 "  ■* b u d g e t p ro p o s a l:

PO: iN S

F ull-tim e
P art-tim e
T em pora ry

ANALYSIS: (Attach a separate p a g e  if necessa ry}
This legislation provides for a task force that would include the Commissioner ol  this department. Somo staff support for the task 
force would be provided by tho Division of Community nnd Business Development. It is estimated that this support position would 
be required to travel one time to Anchorage, one lime to the interior for a hearing. Participat a in other hearings will occur via 

teleconference. Travel costs for these trips aro estimated lo be approximately $ 14 .

P repared  by: 
D iv is ion

A pproved  by: 
A gency

(Rev jrr/vooi OMBI

P a l P o land , D irec to r P hone  90 7 -2 6 9 -4 5 8 0
C o m m u n ity  and B us iness  D eve lopm en t

C o m m iss io n e r D oborah  B. S odw ick

DatoTTimo 04 /16 /2001  2 :59p  m 

D a to  4 /16/2001
D epa rtm en t o f C o m m u n ity  & E conom ic  D eve lopm en t___________

For distribution information, call the Governor's Logislativo Offico
Page 1 of 1
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F I S C A L  N O T E

STATE OF ALASKA
2001 LEGISLATIVE SESSION

R evis ion  D ate /T im e  (N o te  if co rrec tion ): 
T itle : "A n  act es ta b lish in g  the Leg is la tive

F isca l N o te  N um ber: 

B ill V e rs ion :

(S ) P ub lish  Date:

D ept. A ffe c ted: 

'B R U :

MAY 0 6 2001

•senate finance 
OOMMITEE

C S H B  8 ,'F IN ) AM

4/11/01

D O T & P F
P lann ing

R oad D eve lopm en t T ask  Force: and  prov id ing
Sponsor:

R equeste r:

R e p resen ta tive  R okeberg

S ena te  T ra n spo rta tion

C om ponen t: S ta tew ide  P lann ing  

C o m po n e n t N um ber: 1951

Expenditures/Revenues (Thousands of Dollars)
Note: A m oun ts  do  no t inc lude  in fla tion  un less o therw ise  noted below .

O P E R A T IN G  E X P E N D ITU R E S FY 2002 FY 2003 FY 2004 FY 2005 FY 2006 FY 2007

P ersonal S e rv ices 13.6

T rave l 1.4

C on tractua l
S upp lies
E qu ipm ent
Land & S truc tu res
G rants  & C la im s
M isce llaneous

T O T A L  O P E R A T IN G 1 5 0 0 .0 0 .0 0 .0 0 .0 0 .0

C A P IT A L  E X P E N D IT U R E S  I

C H A N G E  IN R E V E N U E S  ( )

FU N D  S O U R C E (T h o u sa nd s  o f D o lla rs)

1002 F edera l R ece ip ts
1003 G F  M atch
1004 G F 15.0

1005 G F /P rog ram  R ece ip ts
1037 G F /M e n la l H ealth
O ther (S pec ify  T ype)

T O T A L 15.0 0 .0 0 .0 0 .0 0 .0 0 .0

0.0E s tim a te  o f  a n y  c u r re n t  y e a r  (F Y 2001 ) c o s t:

C h e c k  th is  b o x  (X) i f  fu n d in g  fo r  th is  b i l l  is  in c lu d e d  in  th e  G o v e rn o r 's  FY 2002  b u d g e t p ro p o s a l:

P O S IT IO N S

Full-tim e
Part-tim e
T em pora ry

A N A L Y S IS : (Attach a soparate p a q o  if necessa ry)

This estimate assumes the task force will study 30 road corridors. We have assumed eight hours of 
planner level staff time and one hour of the director’s tine per corridor. We are also including travel for 
the director to travel to four meetings. This request is to cover expenses of federally funded positions 
because task force activities are not eligible for federal reimbursement.

P repared  by: 
D iv is ion

A pp roved  by: 
A g e n cy

(MnJ/7/7001 OMII)

D enn is  P oshard. L eg is la tive  L ia ison P hone  465 -3904
C om m iss io n e r's  O ffice D a te /T im e  4/10/C1 11:47am

Jo se p h  L P erk ins . C om m iss ione r D a le  4/10/01
D O T& P F

For distribution information, call tho Governor's leg is la tive Offico
Page 1 o f 1_
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STATE OF ALASKA
2001 LEGISLATIVE SESSION

 —F I S  (G A |L  N O T .
REPORtt- -* -Jol

MAY 0 ?0l)1

SE N ATF
cc  ; -__

Fiscal Note Num ber
Rill Version
(II) Publish Date _

I
C S H B  8 iT R A )
0! 2̂  01

Revision Date: ________________
Title: "An Act establishing the Legislative

Department Allected: Legislative Affairs Agency 
BRU: Legislative Council

Road Development Task Force: and providing.. 
Sponsor: Representative Rokeberg_____ Component: Council and Subcommittees
Requestor: House Transportation

Expenditures/Revenues: (Thousands of Dollars)

COMPONENT SERIAL NO:

OPERATING FY 02 FY 03 FY 04 FY 05 FY 06 FY 07
PERSONAL SERVICES 0 0 0 0 0 0.0
TRAVEL 6.0 0 0 0 0 0.0
CONTRACTUAL 1.5 0 0 0 0 0.0
SUPPLIES 2.3 0 0 0 0 0.0
EOUIPMENT 0 0 0 0 0 0.0
LANO & STRUCTURES
GRANTS. CLAIMS
MISCELLANEOUS
TOTAL OPERATING 9.8 0 0 0 0 0.0

CAPITAL 0 0 0 0 0 0.0

REVENUE FUND SOURCE 0 0 0 0 0 0.0

FUNDING: (Thousands ol Dollars)
GENERAL FUND 9.8 0 0 0 0 0.0
FEDERAL FUNDS
OTHER FUND SOURCE
TOTAL 9.8 0 0 0 0 0.0

POSITIONS:
FULL-TIME 0 0 0 0 0 0.0
PART-TIME 0 01 0 0 0 0.0
TEMPORARY 0 0 0 0 0 0 0

Estimate ol current year impact:

ANALYSIS: (Attach a separate page il -^ssary) HB8 establishes a thirteen member Legislative Road 
Development Task Force. The task lorce will be composed of 9 public members. 2 Legislators, and 2 state 
officials. The task lorce shall identify roads that are important to the future economic development of the siaio. 
study and research the feasibility of upgrading roads, and establish a priority ranking lor projects to dovolop 
or upgrade those roads. The task force shall submit a report of its findings to the legislature and tho Govornor 
before the 2nd session of the 22nd Alaska State Legislature convenes.

Phone 465-3952

Approved By: Pamela A Varni. Exocuhvo Director

<=

) aAi i  l/J lU & h A v .
r t ^

Agency: Legislative Affairs Agency Oafo: 1

Pago 1 of I



A L A S K A  S T A T E  L E G I S L A T U R E

H o u s e  o f  R e p r e s e n t a t i v e s

committee assignments
JUDICIARY COMMITTEE CHAIRMAN 
I ABOR « COMMERCE COMMITTEE MEMBER LEGISLATIVE COUNCIL MEMBER SPECIAL COMMITTEE ON ECONOMIC DEVELOPMENT i  

TOURISM MEMBER
wtCSJle: htlp v,**ww oKrepuNicans ofgNRpkObeig him

Representative Norman Rokeberg
e-mail: Repiesenlative_Norman_Rokeberg@ legis.state.ak.uc

S p o n s o r  S t a t e m e n t  fo r  S C S  C S H B  8 (T R A )  
P I O N E E R  R O A D  D E V E L O P M E N T  T A S K  F O R C E

INTERIM716 WEST ATM AVENUE SUITE 350 ANCHORAGE AK 99501 
PHONE 19071269-011:FAX 1907)269-0119
SESSIONALASKA STATE CAPITOL JUNEAU AK 99601-1162 PhONE 19071 465-196!FAX 9071465-2040

Ti t le :  An  Act  e s t a b l i sh ing  th e  Legis la t ive P ione e r  R o a d  D e v e lo p m e n t  T a s k  Force ;  
a n d  p r o v id in g  fo r  a n  effective d a t e

S C S  C S H B  8 (T R A )  es tab l i shes  a Legis la t ive P i o n e e r  R o a d  D e v e lo p m e n t  T a s k  F o r c e  
w hose  du t i es  would  inc lude :  r e s e a r c h  exis t ing p lans  fo r  r o a d  d e v e lo p m e n t  in th e  
s ta te ,  ident i fy  r o a d s  t h a t  a r e  i m p o r t a n t  to A la ska ' s  f u t u r e  e c o n o m i c  de v e lo p m e n t ,  
s t u d y  feasibil i ty  o f  dev e lo p in g  o r  u p g r a d i n g  ro a d s  in o r d e r  to p r o m o t e  f u t u r e  
economic  d ev e lo p m e n t ,  d e t e r n u n e  avai labi l i ty  a n d  so u r c e  o f  f u n d s  to develop  o r  
u p g r a d e  those road s ,  rev iew a l t e r n a t i v e  fun d in g  so u rc e s  fo r  o n g o in g  m a in te n a n c e ,  
a n d  es tabl ish a p r i o r i ty  r a n k i n g  fo r  pro jec ts  to deve lo p  o r  u p g r a d e  those  ro ad s  
ident i f ied by th e  T a s k  Force.  T h e  T a s k  Fo rce  would  i n c lu d e  v a r i o u s  m e m b e r s  a s  
d esc r ibed  in th e  legislat ion.

W i th o u t  a  b e t t e r  t r a n s p o r t a t i o n  in f r a s t r u c tu r e ,  m a n y  a r e a s  in A l a s k a  c a n n o t  he  
deve loped  to th e i r  full po ten t i a l .  T h e  legislat ion sets  f o r t h  m a n y  r o a d s  th e  T a s k  
Fo rc e  m a y  cons ide r .  M a n y  o f  these ro a d s  h a v e  been  d is cussed  b y  p r e v io u s  
l eg is la tu re s  a n d  these  discuss ions  hav e  im pressed  on  m e  th e  need  fo r  s o m e  f o r w a r d  
t h i n k in g  w hen  it con ics  to r o a d  p ro jec ts .  W e  need  to get r o a d s  u p  a n d  go ing  to 
benef i t  ail a r e a s  o f  t h e  s ta te .  Besides  n a t u r a l  r e so u r c e  p ro je c t s ,  t o u r i s m  could 
benef i t  f r o m  r o a d s  to all po in t s  o f  th e  s ta te ,  thus  o f f e r ing  s m a l l e r  a r e a s  m o re  
econom ic  o p p o r tu n i t i e s .  W hi le  new  r o a d s  could he . i cw ed  as  i n t e r r u p t i n g  the way  
o f  life in r u r a l  a r e a s ,  It is i m p o r t a n t  to r e m e m b e r  t h a t  if those  r u r a l  a r e a s  w an t  to 
b e c o m e  viable ,  they  need  t r a n s p o r t a t i o n  access  for  bus ines s ,  i n d u s t r y ,  local 
c o m m u n ic a t i o n ,  a n d  c o m m erce .

T h e  T a s k  F o r c e  wo u ld  c om ple te  Its » o r k  and  m a k e  r e c o m m e n d a t i o n s  in J a n u a r y  
2002 a n d  th e  legisla t ion is repe a le d  M a r c h  15, 2002.

ED 5:04/11/01

mailto:Repiesenlative_Norman_Rokeberg@legis.state.ak.uc


A L A S K A  S T A T E  L E G I S L A T U R E

H o u s e  o f  R e p r e s e n t a t i v e s

COMMITTEE ASS'GNMENTS
JUDIOARV COMMITTEE. CHAIRMAN LABOR A COMMERCE COMMITTEE MEMBER LEGISLATIVE council member SPECIAL COMMITTEE ON ECONOMIC DEVELOPMENT A TOURISM MEMBFR
*»bsitc hub i'iA-wyvakreDut>i'cansorg'‘Rolieberg him

INTERIM
716 WEST ATM AVENUE SU'TE 36C ANCHORAGE AH 99501 
PHONE I907IJ690H7 FAX (9071269 0119
SESSIONALASKA STATE CAPITOL JUNEAU ’ K 99601-1182 PHONE 19071 46S-4908 FAX (907) A65-20A0

Representative Norman Rokeberg
e -m a il: R e p re s e n ta tu e _ N o rm a n _ R o k e b e rg @ le g is .s la te .a k .us

SECTIONAL ANALYSIS 
SCS CSHB 8 (TRA)

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

Prepared by: Rep. Norman Rokeberg

Section 1: Creates the Legislative Road Development Task Force. Sets forth
membership and objectives o f the Task Force. Lists some roads that may be 
considered w ith particular emphasis. Task Force is to meet as frequently as il 
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 fo r all except legislative 
and commissioner members. A written report is to be presented to the Legislature 
and the Governor before the Second Session o f the 22nd Alaska State Legislature, 
which convenes in January 2002.

Section 2: Act is repealed March 15, 2002.

Section 3; Immediate effective date.

ED 5:0-1/11/01

mailto:Representatue_Norman_Rokeberg@legis.slate.ak.us
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Representative Vic Kohring 
Chair
Transportation Committee 
State Capitol 
Juneau, AK 9S801

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, I would like to go on record in support of HB 8. The 
long-term viability of our State, as you and your committee members are aware, 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 thal the intermodal transportation system needs to be considered as the 
task force looks at futuie development of our road systems. Due to the vast area of our Stnte, the 
effective interlinking of our various transportation systems is the key lo our successful ability to 
transport goods and provide an effective road system lor the motoring public as well.

It is further imperative that the financial support of such development needs to be included in any 
and all considerations. Like any other infrastructure, the financial support to build must include 
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 ot all Alaskans, not only in furthenng economic 
development, but for the general motoring public as well.

Sincerely.

TEAMSTERS LOCAL 959

Gerald L. Hood 
SeWtary-T reasurer

cc: Transportation Committee Members

I V«.»wV>P»»r'V.'H4rv<Vt>« to* I *«pd

'JAN 1 6 2001
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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 
State Capitol. Room 118 
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 of my department 
ranging from promoting community and economic development to enhancing tourism. 1 
assume .a. task force would be open to considering alternative transportation modes 
where appropriate.

Many of the road projects arc currently pan 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 1 will be pleased to offer 
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. Scdwick 
Commissioner

Cc: Robert Foe. Executive Director, A IDEA

'Promoting a healthy economy and strong communities'

mailto:questions@dced.state.ak.us
http://www.dced.state.ak.us/


ASSOCIATED GENERAL CONTRACTORS of ALASKA
4041 BSTREET • AN C H O R AG E, A L A S K A 99503 
P.O. BOX 240609 • * NCHO RAG E, ALA SKA 99524-0609 
TELEPHONE (907) 561-5354 • FAX (907)562-6115

J a n u a r y  1 5 ,  2 0 0 1

R e p r e s e n t a t i v e  N o r m a n  R o k e b e r g  
A l a s k a  S t a t e  L e g i s l a t u r e  
S t a t e  C a p i t o l  (MS 3 1 0 0 )
J u n e a u ,  A l a s k a  9 9 8 0 1 - 1 1 8 2

R e :  H o u s e  B i l l  8 - "An A c t  e s t a b l i s h i n g  t h e  L e g i s l a t i v e  
R o a d  D e v e l o p m e n t  T a s k  F o r c e ;  a n d  p r o v i d i n g  f o r  a n  e f f e c t i v e  
d a t e "

D e a r  R e p r e s e n t a t i v e  R o k e b e r g :

T h e  A s s o c i a t e d  G e n e r a l  c o n t r a c t o r s  o f  A l a s k a  s u p p o r t  t h i s  
b i l l  a n d  i n i t i a t i v e .  F o r  A l a s k a  t o  g r o w  a n d  d e v e l o p  i t s  
n a t u r a l  r e s o u r c e s  we  n e e d  a d d i t i o n a l  r o a d s  t h a t  w i l l  c o n n e c t  
r e m o t e  p a r t s  o f  t h e  s t a t e  w i t h  c o m m u n i t i e s  o n  t h e  r o a d  
s y s t e m .  I t  h a s  b e e n  m a n y  y e a r s  s i n c e  A l a s k a  b u i l t  a  n e w  
r o a d  a n d  a c t i o n  i n  t h a t  d i r e c t i o n  i s  l o n g  o v e r d u e .  T h i s  
t a s k f o r c e  c a n  a d d r e s s  t h e  p r i o r i t i e s  o f  t h e  S t a t e  a n d  t h e  
r e p o r t  w i l l  b e  a  u s e f u l  t o o l  t o  i m p l e m e n t  a  p r o g r a m  o f  
d e v e l o p m e n t .

We l o o k  f o r w a r d  t o  w o r k i n g  w i t h  y o u  o n  t h i s  b i l l .

S i n c e r e l y ,

c   s .

R i c h a r d  C a t t a n a c h  
E x e c u t i v e  D i r e c t o r

FAIRBANKS
P.c* i * o \  tocos • Fa i r b a n k s , a k  w u

(9(17) 452-1509

KFN'AI
41*5 O V E R LA N D , SUITE 102 • K E N A I. A K  9**011 

1907) 253-V.75
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ALASKA MINERS ASSOCIATION, INC.
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January 16, 2001

JAN 2 4 2001

RE: House Dill I. Legislative Road Development Task Fnrrc 
Dear Repft-senlalivc RoVcJkt .̂
Thank you for the opportunity to cenuncnl on llousc Dill ft which would establish j  Legislative 
Ru:kJ Development Task Lorce. This bill w i l lp r o v t d r  a needed ve n u e  for discussing allcmalncs 
fur new riMiJ> that urt needed. The .Stair planning process huis lypicnlly IbiMHil on repair nnd 
maintenance o f  e>ininjj roads but hiu not effectively wldrtsscd the need for new rnuds.
We would recommend on< chjnge lo I ll)*6 ami this is In odd une udJilional route into Scriion 1 thm would be considered. This is os follows:

(2.1) a road from the Dalton I lighway west to the Ambler copper district:
This road was contemplated In ANII.CA where specific language was included 
lo ensure a right of way would be allowed in fiilluw iliis route. It would be appropriate for the 7*sk force to rvjluule whether the time ha* come in develop this road.

We appreciate iliat the Alaska Federation orNativex is rcprcjentcd on the Task Force and observe thm supf'cn from local Native groups will he «»<entia l for new roads that involve iheir lands and 
reg ions , These Native Corporations :mj ih e ir  villages have much in g a in  if iu im Js arc developed 
and they also have concerns and views ihii should be considered hy the Task Force.
Tli.ink you for the opportunity to comment on this bill. We look forward m working wiih you j> it move forward.
Si.i^rcly. __

Slfvcn C. Durell, |\E.
Executive Director

Honorable Norman RnVcKtg 
Alusku Slate House Suite Capitol 
Juneau, AK 9yt>0l

Jf* '  ? o a ‘  1 ? : »5 987  563 9225 POOE.B?
• •  1(11 PL H X f . W  • •
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750 W. 2nd Ave. #109, Anchorage AK 99501 / Ph. 907-258-6171 / Fax 907-258-6177

P.O. Box 22151, Juneau AK 99802 / Ph. 90“-463-3366 / Fax 907-463-3̂ 12 / uruic@akvoicc.org

HB 8: Legislative Pioneer Road Development Task Force

TO:
DATE:

Representatives 
February 14,2001

Alaska Conservation Alliance and Alaska Conservation Voters arc sister nonprofit organizations 
dedicated to protecting Alaska’s environment through public education and advocacy. Our 44 membeT 
organizations and businesses represent over 35,000 registered Alaskan voters. Conservationists 
throughout Alaska support a healthy economy for all the benefits it provides us. However, we do not 
believe economic health is predicated on building roads. We have several concerns with HB 8:

• The Task Force is stacked w ith pro-road advocates.

Legislation (SB 3) to appropriate state Rinds for studies for a northern access into Denali National 
Park was recently heard in Senate Transportation committee. A major criticism leveled at the Denali 
Task Force that evaluated the feasibility of the route was that it was imbalanced with members opposed 
to the route. Clearly, the Task Force authorized under HB 8 could be similarly criticized -  no positions 
have been designated for tourism interests, for municipal government representatives, or for representa­
tives from agencies or organizalioas concerned with habitat protection.

• The bill has no provision for meaningful public process.

Alaskan history lias shown time and agai n that road projects can be very controversial. The Task Force must be 
mandated lo provide meaningful public process by holding local hearings and notifying citizens ofcommcnt 
periods for each ;uid every road proposal under consideration. The Task Force mast be funded sufficiently to 
provide for this process.

• This legislation is backward looking.

A healthy economic future for Alaska will not be found by looking backwards to 80 year old rutted 
tractor trails. ACV encourages legislators to put fiscal ;md lime resources into meaningful studies of 
improving transportation needs for our state that would enhance the economic opportunities Alaskans 
arc facing in this new millennium. 1 IB 8 establishes a controversial, faulty process to uvkc a great look 
backwards -  for that reason, this legislation should be opposed.

Susan Schrader, Conservation Advocate

C o n s e r v e  A l a s k a .  I t ’ s O n l y  N a t u r a l .
*

mailto:uruic@akvoicc.org


musi improve transportation, m in in g  session lo ld ^ ^ ^  w ys iw yg://STO RY .C O N TEN T.m aiiy|& rrp ...9& SPU lD=12895 ;A riic le=C )N i£ :lndx-5 IM 24

/  ---------
' J l-J *r-: »

--k
a s s ic  k  ,

A n ic ie  last u p d a te d : [“  r ~

F rid a y , N o v e m b e r  0 3 , 2 0 0 0  6 :24  A M  M S T  L22222L. L -

P r in t  th is  A n ic ie  L L '  E - M a i l  to  a F rie n d

State must improve transportation, mining session told

B y  D I A N A  C A M P B E L L  

Staff Writer

ANCHORAGE--Alaska has enormous economic potential for mining despite a poor 
transportation infrastructure and rigid environmental rules, said Cominco President 
David Thompson.

The stale has a pro-mining Legislature, administration and congressional delegation 
and an enviable record o f tax stability, he said. Cominco runs the Red Dog zinc mine 
near Kotzebue.

"Our leading choice is Alaska," Thompson told the lunchtime crowd o f 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 lo a slate level and learn to better explain how mining works, he said.

For instance, zinc is used to galvanize steel and increases its life  three limes, 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 arc responsible for 23 m illion tons o f 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 w ith Thompson. The industry' needs to promote how mined minerals are used 
in everyday life, said B ill Jeffress, Fairbanks Gold M ining Inc.'s manager o f environmental services.

"It's like how people think m ilk conics from a m ilk carton in the store, " he said.

Jeffress agreed with Thompson about the need to have more state involvement in environmental regulation.

"A lot o f federal laws arc broad based, and they arc written to cover a lot o f situations in the Lower 48," he 
said. "Any time you have your regulations at a state level, you have an opportunity to write rearonublc 
regulations."
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More slate 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 
he 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 stale'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 pr oduced 521,000 tons o f zinc and 
announced S I23 million in operating profit.

© 2000 MediaNews Group, Inc. and Fairbanks Publishing Company, Inc.
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G o l d  m i n i n g  c o m p a n i e s  a n n o u n c e  p r o m i s i n g  f i n d s

By DIANA CAMPBELL 
StaffWriter

ANCHORAGE--North Siar Exploration Inc. has announced promising results o f 
recent assays from test holes near Northway.

The tests showed the presence o f gold in significant quantities, said Tom Bundtzen, 
the company’s manager o f  Alaska field operations.

"W ith one drill hole, we rnn 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 m illion acres.
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The company was one o f 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.»-1 “ 1 _

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

One ore sample showed gold al 2.865 ounces per ton or S757.85 per ton. The least amount in the same 
drilling was 0.535 ounces o f gold per ton or SI 41.43. In comparison, Fort Knox Gold Mine m ills ore at 
G.0245 ounces per ton.

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

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

Owners o f the Ogopogo project arc hoping the same rich geology that produced the Pogo mine's 5.6 
m illion ounces o f gold for Teck Resources and Sumitomo w ill do the same for them.

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

Recent drillings from Ogopogo indicated a high o f 123 parts per billion o f 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 said. A company press release said it is in discussion w ith  
several major gold companies.

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

©  2000 MediaNews Group, Inc. and Fairbanks Publishing Company, Inc.



EUREKA TO RAMPART ROAD LOCATION STUDY

I. PU RPO SE AND NEED

The citizens oFRampart 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 the State’s 20-year transportation plan. The community 
lies on the south bank of the Yukon River, approximately 161 kilometers (km) (100 miles [mi]) 
northwest of Fairbanks (Fig. 1). r

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 die 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 addiu'onal 3 km (2 mi) up to Lost Creek were rebuilt by ADOT&PF in 1983, and another 3 km (2 
mi) at die north end has been improved over the years by Rampart residents. Beginning at Eureka, 
ADOT&PF maintains die first 3 km (2 mi) of the existing road. The remaining 22 km (14 mi) of 
trail has not been upgraded. Local residents provide minima! maintenance on the rest of the 
roadway and the trail.

When die ground is frozen and road conditions permit, snow machines, four-whccl-drivc 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 runing 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 arc 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 
Project No.STP-0632(l) '65855

Environmental Assessment
April, 1999
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TANANA CHIEFS C O N FER EN CE, INC.

Yukon Tanana Subregion 
1302 21st Avenue 

Fairbanks, Alaska 99701 
(907)459-3930

November 11,1996

State of Alaska Department of Transportation & Public Facilities
Division of Design & Construction
2301 Peger Road
Fairbanks, Alaska 99709-5399

Dear Mr. John Rezek, P.E.

Enclosed 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, Allckaket, 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 
early 80's; and was submitted to the State Transportation Improvement Plan (STIP) for 
several years for consideration as a road p ro jec t.

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.

Oscar Frank, Jr.
Community Resource Coordinator 

cc: Rampart Village Council •

B-17



UNORGANIZED BOROUGH

IM M I ’A H T  

Pro|ocl Name 
jAjipon Improvements

Description
H*;coniliucl llie lunway and saluly men

Cost Need ID GIP Priority Score 
S134 AV

jfc'ureka lo Rampart Road

I

It till IlliVII, 
Project Name

Airport Improvement

Conslrucl approi. 14 miles ol two lane. graml road lo compfeio connection belweon 
Eureka, on the Elkotl Highway, and Rampart. on ihe Yukon River. Tim unliie rouls is 
,apptoi. 20 miles long. The pro|ecl emails conslnrclion ol Hms cenlor scciion and 
locafred Improvemunls on previously Improved sections

Description
Rcc.msliucl Ihe anporl lo nteel current standards. Consliucl a new apron and lanway, 
snow removal enmpmenl bukkng, and putcliase a new giadcr

12.600,000 3705 CTP 2 76

Cost Need ID GIP Priority Scoro
1,500,000 5657 AV I *0

ItlJIIV 
Project Namo

Ruiry lo WcGialh Road

Description 
Nnw road consuuclion lo conned fluby and McGiath

Cost Need ID GIP Priority Score
3606 CTP 3

ItU S S IA N  M IS S IO N  

Pro|ecl Name 

LanoliD noad
Description

Consliucl 1'4 mile long road lu llnj new kuvjl.u

Cost Need ID GIP Priority Score
450.000 99IB CTP I 124

;

.local Streels

New Housing Roads

I Runway Retubllabon

RapaimolmOitiaio appionmately 2 nuVis ol local streets Impiovemcnls mdudo 
appkcaiion ol dusl portative

(law roads lor upcoming lousing

Realgn and eilend Uw runway; reconstruct apron. Uuway and access road, raise 
grade to rnkgale Ikxkjng problems

330,030 3697 CTP 3

200.000 3698 CTP 3

2.700 000 5136 AV II?

2001-7003 N»*ds list A 'I'M
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Tanana Tribal Council 
P.O. Box 130 

Tanana, Alaska 99777 
Ph: (907) 366-7160 
Fax: (907) 366-7195

J a n u a r y  7. 2000

R a m p a r t  V il la g e  C o u n c i l  

R a m p a r t  A l a s k a

D e a r  C o u n c i l  M e m b e r s .

T h e  T a n a n a  T n O u l  C o u n c i l  d i s c u s s e d  i h e  R a m p a r t  -  E u r e k a  R o a d  a n d  h a s  d e c i d e d  t o  s u p p o r t  y o u r  

e f f o r t s  i n  h a v i n g  t h e  r o a d  b u i l t  t o  R a m p a r t .  If h e n  t h e  i n i t i a l  r e q u e s t  f o r . u p p o r l  f  , n e  in . d i d  n o t  r e a l i z e  

o r  u n d e r s t a n d  h a w  i m p o r t a n t  i t  w a s  f o r  t h r  v i l l a g e  o f  R a m p a r t  l o  h a v e  I i s  r o o d  i n  p l a c e .  V o w . b a s e d  o n  

f a c t s  t h a t  y v u r  v i l l a g e  h a s  p r o v i d e d  l o  u s .  vwr r e a l i z e  t h e  v e r y  e x i s t e n c e  o f  y o u r  c o m m u n i t y  i s  a t  s t a k e  h e r e  

a n d  w e  c a n n o t  s t a n d  b y  a n d  a l l o w  w u r  c o m m u n i t y  t o  b e c o m e  c x a n c t .  IV u hau t r e l i a b l e  t r a n s p o r t a t i o n  i n t o  

a  s m a l l  c o m m u n i t y ,  s u c h  a s  R a m p a r t ,  s e r v i c e s  o n l y  b e c o m e  f e w e r  a n d  f e w e r .  T h e  S t a t e  o f  A l a s k a  h a s  a n  

o b l i g a t i o n  t o  p r o t e c t  a n d  p r o m o t e  t h e  v i a b i l i t y  o f  o u r  v i l l a g e  r e s i d e n t s ,  r e g a r d l e s s  o f  t h e i r  s i z e .  H i t h o u t  

a c c e s s  i n t o  t h e  r u r a l  a r e a s  o f  A l a s k a  v u r  S t a t e  w i l l  n e v e r  l i v e  u p  t o  i t s  p o t e n t i a l

,■< r e s o l u t i o n  o f  s u p p o r t  i s  e n c l o s e d  a n d  i f  y o u  r i e e a  u s  t o  t e s t i f y  a n  s o u r  b e h a l f ,  p l e a s e  g i v e  u s  a  c a l l  a n d  

w e  w i l l  p r o v i d e  s u p p o r t  f o r  y v u r  v i l l a g e .  O u r  v e r y  b e s t  i n  y o u r  e n d e a v o r

E x c r u n v e  D i r e c t o r

f t *

Cc: Department o/Transportaiion



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 Tnbal Council is the duly constituted and legal governing body of the
laterally recognized Indian Tnbe organized as the Native Village of Tanana; and

.Vhcrcas; the Rampart Village Council has requested our support in ' aving the proposed Ram pan -
Eureka Road built: and

Whereas. tnbal members of the Taruna Tnbal Council currently resides in the village of Rampart 
and strong family tics have existed for many years: and

WTiercas; the safety and general welfare of the people of Rampart is of the utmost importance to the
Tanana Tnbal Council; and

Now Therefore Be it Resolved that the T-nana Tnbal Council hereby requested the Slate of Alaska: the 
Bureau of Indian Affairs and Congress to fully support funding to build the Rampart -  Eurr.<a Road for Ute 
General well being and existence of the village of Rampart Alaska

Passed and Approved this <2 ^  day of » J ■ 2000. by the Tanana Tnbal Council seated in
Quorum Q

Date: * / io  / 3-moo___
Chairwoman 

Attest:.
Sccretarv
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The Rock Creek Road will help lo 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 jobs 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 rt the current prices due to the higher tenor of the gold present. 
It must be remembered that the potential for sustained mining operations arc speculative.

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

The Rock Creek Nome Area Road
January 27, 2000

GP.sp
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G L A C I E R  C R E E K  R O A D  
No m e , Alaska

E N V I R O N M E N T A L  A S S E S S M E N T

Glacier Creek

A U '.L j D .p jr v n e n t  o f T ra n tp o ru tto n  
iiA J Public F jc J iltu *  
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CHAPTER I P U R P O S E  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 C reek Road  accesses  
numerous gold mining operations with new development and exploration expected 
during the next seveta l years.

The proposed project would provide an all-season, year-round ’ access road to a reas 
that are believed to contain large mineral deposits. The existing road was originally 
constructed as a sidehill cut for much o f  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. G rades 
on the existing road are severe , and when combined with the many sharp curves sight 
distance becomes severe ly 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, especia lly 
when a vehicle breaks down, becoming more extreme when operating larger 
equipment.

Several large gold deposits have been identified in the vicinity o l G lacier C reek  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 severa l gold mines currently in production. However, the

1 Currently, Glacier Creek Road is not maintained during the winter.
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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 C re ek  c rosses  the existing 
Glacier Creek Road at about 1 kilometer (J/. mile)) beyond G lac ier 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 [3 5 ,0 0 0  acres) tract is 
also being explored. Until recently, these two tracks were being explored by separate 
companies. The Kennicott 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 if a new mine were to begin 
production. This is a significant economic boost to an area which ha t a labor force of 
about 3 ,0 00  and an unemoloyment rate typically near 10 percent.

CHAPTER II ALTERNATIVES

Four alternatives have been evaluated for this proposal. They a re 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 o f 5 .5  meters [eighteen 
feet) including shoulders. The typical secton for the build alternatives would have 
foreslopes varing from 1:4 to 1:1% [4:1 to 1%.!). Design criteria recommended with all 
build versions would result in horizontal curves at or ab ove  the minimums. Other 
recommendations include flatter grades, and hand clearing a lde rs  and willows out of 
the right-of-way to help facilitate snow removal. The p roposed  facility would require 
additional right-of-way to establish a corridor width of approximate ly 30 .5  meters [100  
feet).

- Page 2 -
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Alternatives 3 &  A
R e-route  G la c ie r  C reek  Road

Two locations were considered for realignment. An alternate route on the west side o f 
the Snake River (Alternative 4 ) was investigated and discarded b ecau se  of its longer 
length and higher cost; and a g reate r potential for environmental impacts, particularly 
with regard tc 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 o f the Snake River, 
approximately 10 kilometers [6 .3  miles] on the Bob Blodgett Nome-Te l!er Highway 
traversing into the Snake River va lley and intersecting into the existing Glacier C reek 
Road near Kilometer 9 [Mile.5 .6 ]. From this point, the existing G lac ie r C reek Road  
would be upgraded to Rock Creek. The approximate length would be 6  kilometers [3.6 
miles],

A spur road connecting the new alignment with the existing Glacier C re ek  Road south 
of Glacier Creek is a lso proposed to access the area to eliminate the need fo r a new 
and additional crossing of Glacier C reek . This spur road would be about one-quarter 
mile long (approximately 4 00  meters ). Two 3.7-meter [12-foot] culverts would replace 
the existing road crossing at G lac ier Creek.

The topography along this alignment is flat, open terrain with sp a rs e  vegetation 
consisting of a combination o f alpine tundra/barren ground system , with a lders and 
willows lining the numerous drainage channels. Underlying so ils  a re 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 a l l-se ason  capability 
with minimal maintenance e ffo rts . Another cost saving would he realized by 
incorpoiating an overlay throughout the proposed alignment and hand-clearing alders



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 possib le differential settlement o f  the 
embankment placed ever undisturbed tundra. Although eventually this type o f p rob lem 
generally reaches a point of equilibrium.

Right-of-way costs would be increased with this alternative. Land ownership a long 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 nea r the 
end of the project where the many claims cannot be avoided.

Alternative 3
Preferred A l te rn a t iv e

The department is recommending re-routing the road to the east of the Snake  River, 
as described above . This alternative is preferred because it offers the best m ean s  to 
satisfy the purpose and need for the proposed project. It would provide users with a 
safe, a l l-season driving surface at minimum costs; and with minimal social, econom ic  
and physical environmental impacts.

: Thc Bering Straits Native Corporation has passed Resolution £2-4-94-2 granting a 
perpetual subsurface easement * restrictive covenant to the A D O T & P F  to facilitate the 
Glacier Crock Road proposal, hi...ever, il is the village corporations who have been granted 
surface rights to the land.
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TABLE 1 
ESTIMATED COST

Alternative 1: No-Build 
Phase 2: Design
Phase 3: Right-of-Way
Phase 4 : Construction
Maintenance: Summer
Maintenance: Winter
TOTAL S _ 8 J 0 5

Alternative 2: Upgrade Existing Route
Phase 2: Design S 300 ,0 0 0
Phase 3: Right-of-Way $ 521 ,9 0 9
Phase 4 : Construction S 4 .054 .334
Maintenance: Summer $ 8 .105
Maintenance: Winter ?. 390 ,1 84
TOTAL S 5 .265  5 32,

Alternative 3: Re-route road
Phase 2 : Design S 300 .0 0 0
Phase 3: Right-of-Way S 159 .770
Phase 4 : Construction $2 ,9 4 7 ,8 5 4
Maintenance: Summer $ 4 ,0 5 3
Maintenance: Winter 5 8 .105
TOTAL . £ 3^ 1^ 7 ,8 3 ,

Alternative 4 : Re-route road
Phase 2: Design S 4 0 0 ,0 0 0
Phase 3: Right-of-Way S 2 3 4 ,0 1 3
Phase 4 : Construction 5 4 ,8 6 6 .5 2 6
Maintenance: Summer S 4 .0 5 3
Maintenance: Winter S 130 .061
TOTAL i ^ l . 0 5 3

• ^  • • • ^^NOME; ALASKA-



R E Q U E S T  F O R  F U N D I N G  
P R E L I M I N A R Y  E N G I N E E R I N G  A N D  D E S I G N  

C R O O K E D  C R E E K  D O N L IN  C R E E K  M I N E  R O A D

P R O J E C T  B A C K G R O U N D

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 m ining operations 
near Snow Gulch.

lr 1988 and 1989 Western Gold  M ining an Exploration Ltd. (W cs tG o ld ) 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, P laccr-Dom e North Am erica 
(P D N A ) 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 P D N A  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 S600 million dollars. Th e  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 D C -6  type aircraft was constructed at Am erican Creek. 
Although it was expensive, Placer-Dom c and Calista believed the expenditure was necessary to 
conduct advanced explorauon. 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 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 sues at Snow  G u lch  and Queen Gu lch. P D N A  constructed an additional one and 
one half milr., of road during 1997 from Queen Gulch to American Creek. Th e  road provides 
access to the general locad _>n of the exploration camp, vhich was constructed in 1996. The  road 
project and campsite represent a very high level of commitment by P D N A  to undertake a viable 
exploration program tc prove up the gold reserve in the area.



P R O JE C T  D E S C R IP T IO N :

Roao 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 tl r Crooked Creek valley, which terminates on the Kuskokwim River about
0.5 miles South of the Jungjuk Creek confluence, along with construction cost estimates, arc 
required 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 nnd; 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 S500.0CO 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.

S U M M A R Y  O F  D E S IG N  STUDY SCOPE O F W O R K  B Y  T A S K

1. Establish Land Ownership for route area
2 . Cor, rol Survey G P S
3. A ir  Photo Mapping
4. Route Engineering
5. Geotcch Field W ork
6. Bridge, Drainage and Alignment Refinement
7. Environmental and Assessment
S. Cost Estimating

P R O JE C T  J U S T IF IC A T IO N

The Kuskokwim Corporation, representing 10 villages in the upper Kuskokwim River, are in 
favor o f 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 il could employ in the neighborhood o f 30-50 
employees. The  road will provide a critical link between the Kuskokwim River, and the mine 
and campsite at Am erican Creek and Snow Gulch. W ithout 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 comc. Provided the exploration site docs become a mine it is 
anticipated that 600 employees will be needed during the construction phase, and thereafter for 
operations an estimated 400 permanent jobs will be needed.



Unappropriated Federal Lands 

State Selected 

A N C S A  Selected 

A N C S A  Conveyed

7.3 Miles 

6 M iles 

1 M ile 

7.47 M iles 

24.8 M iles (estimate)


