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amount of administration by both agencies which does not efficiently serve the interests of the
state. How can this duplication of service be minimized?

jvf  ISSUE AREA: JURISDICTIONAL RESPONSIBILITY

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

Tran >r of Responsibility

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

"It is the intent of the legislature that DOT&PF establish aroad
responsibility task force comprised of representatives of DOT&PF, local
governments, unorganized areas, and user groups. The task forceis to
evaluate the feasibility of transferring the responsibility of direct maintenance
on certain transportation facilities from the state to local governments, and to
examine reasonable and equitable funding sources for maintenance activities,
including a review of the motor fuel tax and of the existing road service
account in the state revenue sharing program. The task force shall also study
the issue of road ownership, liability, and the transfer of equipment and
employees."

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

Functional Classification and Administrative Jurisdiction
The classification of highways, airports, and harbors into systems provides a basis for

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

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

ISSUE AREA: FINANCIAL RESOURCES

Page 13

There will be increasing demands tor investment in transportation to keep up with rising costs

and emerging needs, and the necessary funding will have to come from a variety of sources. The state needs
a more rational, systematic approach for meeting its transportation responsibilities. It is important that the
necessary funds be identified to support the transportation system.

Budget Crisis

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

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

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

Federal Program Receipts

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

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

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

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

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

Federal Program Criteria

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

Design Standards
Rigid design standards directly govern project financing and feasibility. These

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

User Costs

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

Tax Policy

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

Deferred Maintenance/Infrastructure Disinvestment

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

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

Distribution of Resources Within the State for Construction of Capital Improvements

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

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

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

Local Service Roads & Trails Program

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

Alaska Constitution

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

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

System Expansion

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

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

Highway could prove a valuable asset for tourism, recreation and international commerce
(Canadian access to seaport).

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

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

Provision of Emergency Transportation Services

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

Provision of Transportation Services to Major Recreation Facilities

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

ISSUE AREA: ENGINEERING/ENVIRONMENTAL CONSTRAINTS
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The annual cost of administering, maintaining and improving the Alaska transportation system is above

This is due to Alaska’s severe weather conditions, unusual foundation

characteristics (permafrost), difficult terrain, restricted building and repair seasons, remoteness of many parts
of the system and the high cost of materials, supplies, equipment and services.

Climate

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

Permafrost

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

Global Warming

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

Earthquakes

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

Construction Camps

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

ISSUE AREA: REGULATORY POLICIES
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State and federal laws and regulations describe established national and state policy for transportation.
These laws and regulations stipulate requirements to be met in transportation planning and, therefore, they form
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an important basis for the planning program. A significant issue that must be addressed Ls how can we best
balance environmental concerns and what role should the department play in doing so?

National Environmental Policy

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

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

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

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

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

FAA Securitv/Safetv Programs

FAA regulations require that the state maintain a specified level of security at state-
owned and operated airports which receive scheduled service by aircraft having a passenger
seating configuration of more than 30 scats. Amendments to 14 Code of Federal Regulations
(CFR) Part 107, the regulation governing airport security, are resulting from an increased
national emphasis on the need to improve security at airports. The requirements of the revised
regulations, together with stricter interpretation by the FAA of existing regulations, will
continue to result in increased operating and capital costs at many rural airports throughout the
state. These include, for example, Part 107 fencing and access control requirements and law
enforcement officer (LEO) response requirements.

In addition. Part 139, the federal regulation which governs airport certification and
operation for airports served by aircraft having a seating capacity of more than 30 seats, may
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be expanded by Congress to apply to airports receiving service by aircraft with 10 passenger
seats or more. This could potentially impact an additional 48 state-owned airports and would
result in increased capital and operating costs for ARFF vehicles and associated personnel
costs, safety fencing, etc.

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

Disadvantaged Business Enterprise/External EFO Programs

Current short-term issues within the Disadvantaged Business Enterprise and External
Equal Employment Opportunity (DBE/EXEEO0) office are as follows: 1) complete new Title
VI Plan; ?) complete DBE Procedure Manual; 3) eliminate backlog of DBE certifications and
recertifications; 4) prepare procedure manual for EEO/DBE Contract Compliance Reviews;
5) fill DBE and Supportive Services Coordinator positions; 6) develop Supportive Services
Program to assist DBE’s; 7) review and revise methodology for setting DBE utilization goals
for construction projects; and 8) write policies and procedures. How can the department fairly
meet DBE/EXEEo0 goals in the future?

Encroachments/Trespass

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

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

Utility Relocation

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

Motor Carrier Regulation

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

[g* ISSUE AREA: POLITICAL ENVIRONMENT

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

Short Time Horizons for Decision Making

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

Rights-vs-Resnonsibilities

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

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

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

Environmental Activism
Alaska is a focal area for both local and national protection and conservation efforts.

How can the department work cooperatively with environmental activist in achieving
environmental goals?

ISSUE AREA: ORGANIZATIONAL ENVIRONMENT

Page 22

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

Leadership Turnover

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

Strategic Management Process

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

General Efficiency

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

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

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

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

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

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

Training and Productivity

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

System Management

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

Accountability to the Public through Improved Reporting

One of the major strategies identified in the FY90-91 DOT&PF Management Plan was
the need to prepare a Management Reporting System to provide easily understandable
presentations (report, graphs, etc.) which may be used by the managers to support their
strategic and operational decision-making. How can we improve the assembly, management,
transmission, and analysis of transportation-related data to make it more understandable to the
public?

DOT&PF Legal Services

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

g* ISSUE AREA; AVAILABILITY OF ENERGY FOR TRANSPORTATION

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

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

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

0f* ISSUE AREA; SPECIAL TRANSPORTATION NEEDS

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

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

incomc travellers? Who should bear the cost of such services?

gf* ISSUE AREA: TECHNOLOGY

There arc countless technological possibilities for the transportation system of the future. Technological
advances along with population and economic development patterns, all arc contributing to growth and change
in transportation demand. Use of computers has changed the automobile by reducing emissions, increasing fuel
efficiency, and improving operating safety. Technological progress will continue to change transportation in many

ways.

An issue which relates to flights via the USSR concerns aircraft technology advancements and the ability
of airlines to fly non-stop between Europe and Asia. As airlines explore the profitability of operating between
Asia and Europe, non-stop service will become more attractive as a competitive tool. On the other hand,
passenger comfort demands for an enroute stop may prove continued incentives to maintain an Alaskan presence

for passenger aircraft.

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

on the transportation system?



CHALLENGES FACING THE DELIVERY OF TRANSPORTATION SERVICES
IN ALASKA: AN IDENTIFICATION OF THE ISSUES

The first step in the issues identification process was to review previously published reports (i.e. system
and regional planning studies, Transition Reports, Management Plans, Crossroad Report, etc.). Numerous issues
were identified in the reports. Next, The Technical Review Committee identified any additional issues to
incorporate in the issues paper. Now, the 'long list" must be narrowed to concentrate on those issues that relate
directly to the delivery of transportation services. This process will distinguish service delivery issues from those
issues that relate to the management of the department.

Service delivery issues generally deal with the different modes; their physical and service properties; the
way people, vehicles, and freight move over different systems; how well they function; and how they can be
improved. Management issues generally deal with procedures for implementation, communications, detailed
programming of projects, and monitoring system performance.

Please take a few minutes to read through the list of issues and check the category which you think the
issue area affects most greatly: Service Delivery ("What We Do") or Management ("How We Do Things").
There is a large gray area into which many issues will fall. Please select the category you feel "best" represents
the issue. Add short definitions under the "Rationale” column if you feel it is necessary to illustrate the reason
for your choice. Your comments will be used by the strategy managers to help in the final selection of issues
for this project.

WHAT WE HOW WE
ISSUE AREA DO DO IT RATIONALE

Geographic Diversity
Global Location
Intcrmodal Demands
Population Growth
Federal Ownership
ANCSA

Adequate Title Interest

Surveying, Mapping &
Monumentation

Real Property Minagement

Public Land Order and
Other Right-of-Way
Reservations

Reserved Estates
Local Platting & Zouing

DNR/DOT&PF Land
Management Responsibilities

Transfer of Responsibility
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Functional Classification
and Administrative
Jurisdiction

Budget Crisis

Federal Program Receipts
Federal Program Criteria
Design Standards

User Costs

Tax Policies

Deferred Maintenance/
Infrastructure Disinvestment

Local Service Roads & Trails
Alaska Constitution
System Expansion

Provision of Emergency
Transportation Services

Provision of Transportation

Services to Major
Recreation Facilities

Climate

Permafrost

Global Warming
Earthquakes
Construction Camps

National Environmental
Policy

FAA Security/
Safety Programs

Disadvantaged Business
Enterprise/External EEO

Encroachments/Trespass
Utility Relocation

Motor Carrier Regulation
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Functional Classification
and Administrative
Jurisdiction

Budget Crisis

Federal Program Receipts
Federal Program Criteria
Design Standards

User Costs

Tax Policies

Deferred Maintenance/
Infrastructure Disinvestment

Local Service Roads & Trails
Alaska Constitution
System Expansion
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Transportation Services
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Short Time Horizons for
Decision Making

Rights-vs-Responsibilities
Environmental Activism
Leadership Turnover

Strategic Management Process
General Efficiency

Program Development Cycle
Training and Productivity
System Management

Accountability to the Public
Through Improved Reporting

DOT&PF Legal Services

Availability of Energy for
Transportation

Special Transportation Needs

Technology



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

GENERAL
CATEGORIES SPECIFIC CATEGORIES ISSUES

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

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

IntL-rmodal and Multimodal Demands Whhat actions need to be taken to
improve intermodal connections?

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

JURISDICTIONAL Transfer of Responsibility What criteria defines appropriate state
RESPONSIBILITY responsibility for transportation services?

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

DEMOGRAPHIC AND Population Migration and Growth WTiat actions will be needed to
ECONOMIC GROWTH accommodate population migration and
population change?

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

LAND OWNERSHIP Access What action does the department need to
AND USE take to preserve access corridors across
federal lands?

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

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

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

LEVEL II ISSUE
ANALYSIS
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GENERAL
CATEGORIES

ENGINEERING AND
ENVIRONMENTAL
CONSTRAINTS

REGULATORY POLICIES

SPECIFIC CATEGORIES

Federal Program Criteria

User Fees

Deferred Maintenance

User Costs

System Expansion

Provision of Emergency Transportation
Services

Provision of Transportation Services to
Major Recreation Facilities

Global Warming

Design Standards

National Environmental Policy

Page 2

ISSUES

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

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

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

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

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

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

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

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

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

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

POLITICAL
ENVIRONMENT

AVAILABILITY OF
ENERGY FOR
TRANSPORTATION

SPECIAL
TRANSPORTATION NEEDS

SPECIFIC CATEGORIES

FAA Security/Safety Programs

Utility Relocation

Motor Carner Regulation

Public-Private Partnership

Energy Use

Special Travellers Needs

Page 3

ISSUES

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

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

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

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

What programs should the department
develop to help conserve energy used for
transportation within the sute?

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

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

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

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

0* ISSUE AREA: GEOGRAPHY

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

Geographic Diversity

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

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

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

Global Location

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

Future transshipment of cargoes by sea between Europe and Asia
may require port development along Alaska’s Bering Sea coast. Support of
activities which complement or augment marine commerce and which
contribute to the state’s economic development will be important in the
future. As the global economy requires more interconnections, the ability
of people and products to transfer from one mode of transportation to
another in moving across the state or the ocean will become even more
essential.
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In addition to the civilian use of Alaska as a center of operations,
the military has developed a number of strategic bases in the state to
support critical missions. The location of these bases has provided
opportunities for the development of the civilian transportation network.

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

Intermodal and Multimodal Demands

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

The transportation system that serves this diverse state cannot work
effectively if critical segments in the system are not connected. When trips
involve transfers from one form of transportation to another, good
connections between modes are essential from local streets and arterials to
the interstate highways, from air travel to shorter distance ground
transportation, from truck to rail, from rail to ship.

An additional set of problems must be faced to determine the extent
of state financial support to the multimodal system. The difficulty is to
determine what is adequate access. The state continues to provide
financial assistance to support facilities on the basis of fundamental need.
This includes facilities needed to assure transportation service for the
delivery of goods required to support community life. All communities in
Alaska are now served by some form of transportation.

In the past, uneconomic but needed service has had to compete for
state dollars with projects that could clearly demonstrate greater economic
feasibility. Direction is needed to help separate out the pursuit of social
goals (access) from economic development goals. In the future, it will be
necessary to make difficult choices between modes. The state may no
longer be able to construct multiple transportation modes for each
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community. An economic test to determine least-cost alternatives may
need to be applied to justify state investment in any project over and above
minimum service needs (access).

What actions need to be taken to improve intermodal connections
in Alaska? And, what actions need to be taken to improve capital choices
between modal investments?

rvf ISSUE AREA: JURISDICTIONAL RESPONSIBILITY

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

Transfer of Responsibility

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

"It is the intent of the legislature that DOT&PF
establish a road responsibility task force comprised of
representatives of DOT&PF, local governments, unorganized
areas, and user groups. The task force is to evaluate the
feasibility of transferring the responsibility of direct
maintenance on certain transportation facilities from the state
to local governments, and to examine reasonable and
equitable funding sources for maintenance activities,
including a review of the motor fuel tax and of the existing
road service account in the state revenue sharing program.
The task force shall also study the issue of road ownership,
liability, and the transfer of equipment and employees."
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In July, 1988, the Governors’ Task Force on Transportation
Facilities compiled a report on the delivery of transportation services in
Alaska. The task force recommended a realignment of responsibility,
clarification of areas of responsibility and transfer of some transportation
facilities from the state to local governments to enable DOT&PF to more
clearly focus on strategic statewide needs.

What criteria defines appropriate state responsibility for
transportation services? And, should the service life (life expectancy) and
jurisdictional responsibility be determined before construction financing is
approved?

0 “ ISSUE AREA: DEMOGRAPHIC AND ECONOMIC GROWTH

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

Population Migration and Growth

In the last fifteen years, the population of Alaska has grown at an
average annual rate of 4 percent (Alaska Department of Labor). Alaska’s
rate of increase during the decade was the third highest among all states,
but the population remains at just over half a million people (537,800).

Alaskan mobility is characterized by population migration within the
state and population migration between the states. Anchorage held 57
percent of the state’s total population in 1987, compared to 48 percent in
1960. Young adults have been the most mobile, as is true elsewhere. The
pattern of intrastate and interstate migration during the last twenty years
has markedly changed the regional distribution of population, with the
population concentrating in the Anchorage/Southcentral urbanized region.
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Net migration flows are difficult to predict, but clearly are related to
the relative growth rates of employment opportunities in Alaska compared
to the other states. The average absolute value of net migration as a
percentage of population was 2.94 percent from 1974 to 1987. The gross
migration flows represent an even larger percentage of population, but net
flows amounting to almost 3.0 percent per year can have a significant
impact on the size of the popuiation by the year 2000.

For the past 25 years, there has been a rising trend in the United
States and in Alaska of the ratio of total employment to total population.
Some of the reasons for this upward trend are the increased entry into the
labor market of women, the rapid growth of the labor force due to the
aging of the "baby boom" generation, and the changing structure of the
United States economy.

It is expected that Alaska’s population will grow very slowly between
now and the year 2000, more slowly than the United States as a whole.
Based on a total employment estimate of 294,829, the estimated population
in 2000 is 575,100. That is a 1987-2000 annual growth rates of 0.52
percent. By comparison, the U.S. Bureau of Labor Statistics projected
national population annual growth rate (moderate case) for the years 1986-
2000 is 0.75 percent.

Growth rate comparisons are slightly distorted by the fact that,
unlike the Unites States, Alaska was in a deep recession at the beginning
of the forecast period (1987). The Alaska population fell in 1987 from
547,600 to 537,800. This situation has since reversed itself and Alaska
continues to recover, while the rest of the nation enters a period of
economic recession. Population changes in response to economic
conditions generally lag economic changes because most people are not
immediately mobile. But this reversal could have significant impact on the
future population growth. A high growth scenario estimates an Alaskan
population of 621,000 by the year 2000 a growth rate of 1.11 percent.

What actions will be needed to accommodate population migration
and population growth?

Economic Development
The general economy of Alaska reflects its vast federal, state and

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

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

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

Alaska’s potential for petroleum production has been recognized for
a long time. Exploration activities began early in this century, and in 1923,
a large area in northern Alaska was designated Naval Petroleum Reserve
#4. It was in the late 1950°s and early 1960’s that the first significant
production began on the Kenai Peninsula in southcentral Alaska, and in
adjacent waters of Cook Inlet. These developments were of moderate size
and although they caused a flurry of local activity, had only a minor
influence on the growth of the state as a whole. Then, with the discovery
of oil on the North Slope and the Prudhoe Bay lease sale in 1969, Alaska
entered fully into the age of petroleum. The state was catapulted into an
entirely new phase of economic growth.

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

In recent years, some of the most significant transportation
improvements have involved the development of public/private sector
partnerships (e.g. the 360-mile Dalton Highway built by oil interests, the
52-miles of Red Dog Mine Access Road being financed by the Alaska
Industrial Development and Export Authority, and the $1.3 million
contribution by a trucking firm for the upgrade of the Klondike Highway to
allow heavy-laden ore trucks to gain access from Canadian mines to the
port of Skagway). In spite of these 'r capital improvements, future
expansion of the transportation infr,  jure for strategic economic
development is in danger of stagnation icause of the declining funds
available for new capital construction.

Given the number and variety of available transportation
improvements associated with economic development opportunities and
competing demands for public funding to support those improvements,
what actions should the department take to promote economic growth in

Alaska?

[vf ISSUE AREA: LAND OWNERSHIP AND USE

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

Accgg8

Transportation throughout much of Alaska is not adequate for
anticipated needs in the future. Numerous corridors have been proposed
to improve existing capabilities to move people, goods, forest and
agriculture products, minerals, crude oil, natural gas, electricity and other
commodities within Alaska. Each transportation and utility development
has special requirements for location and a compulsion to take the
shortest, more direct route possible. New corridors for public access across
federal lands will be essential to development of resources.
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What actions does the department need to take to preserve access
corridors across federal lands?

Surveying, Mapping & Monumentation

Existing facilities including highway rights of way, airport
boundaries, and public facilities are inadequately surveyed, mapped, and
monumented. The result is that airport and highway property managers
cannot effectively control encroachments and trespass, adjoining property
owners cannot define their boundaries, and M&O forces are unable to
determine the limits of their operation.

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

0* ISSUE AREA: FINANCIAL RESOURCES

Many of the facts about high state spending have become obscured by where the
money has gone. Alaska conditions--huge area, small population, and harsh climate-do
increase government costs in Alaska. Yet, those factors account for a relatively modest
share of Alaska’s higher spending. More important are the realities that Alaska has a
number of unique transfer payment programs. Much of the increased state spending in
recent years has been in transfer payments to individuals and local govemment--the
Permanent Fund dividend program, the Longevity Bonus program, the Power Cost
Equalization program, Revenue Sharing, Municipal Assistance Program, School
Foundation, School Debt Reimbursement, Pupil Transportation, Aid to Families with
Dependent Children, and Adult Public Assistance, among others.

Between 1981 and 1988 S34 billion passed through the state general fund. Two-
thirds of the total $34 billion went for purposes other than state agency spending. This
shift in government spending priorities--away from investment in the future and toward
public consumption in the present--is at the root of some of our most important long-
term economic difficulties. This is particularly true for "core™ infrastructure
deveiopment-streets and highways, mass transit, airports, ports and harbors, water and
sewer systems, and gas and electrical facilities.
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National economic experts agree there is a clear and compelling linkage between
the amount of infrastructure investment and an economy’s ab'Tity to increase its level of
productivity. The state needs a rational, systematic approach for meeting its basic
infrastructure responsibilities. More attention must be paid to the composition of
government’s expenditures, and particularly the effects various spending patterns may
have on the state’s private sector productivity. The private sector needs a good
infrastructure to be competitive.

Transportation Budget

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

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

Alaska has been through repeated episodes of exhilaration and
anxiety as the price of oil moved up and down. Oil prices fluctuate
because they are controlled by the Organization of Petroleum Exporting
Countries (OPEC) cartel. The cartel assigns production quotas to each
member, but when prices are high OPEC members exceed their quotas and
when prices fall they cut production. So there is no stable price, but rather
an endless cycling.

Transportation investment suffers from the inability of the current
budgeting process to provide a stable source of funding for maintenance,
replacement and capital improvements. The lack of stable funding hinders
long-range planning and interferes with the delivery of transportation
services to Alaskans.

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

In addition to the volatile state revenue picture, the state faces a
potential decline of unknown magnitude in the federal contribution to the
highway and aviation capital construction program. The statute that
authorizes federal highway dollars expires in October, 1991 and it is
recognized that the program as it exists today may be greatly changed. At
the same time, reauthorization of the federal aviation construction program
in 1992 could have a similar impact on the aviation construction program.

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

Federal Prograt;; Criteria

Federal highway funds are restricted by federal mandate for capital
improvements as well as planning, research and safety activities. Federal
highway funds cannot be directed to maintenance activities. Airport
improvement funds are available for airport development, airport planning
and noise compatibility project. Like highways, routine maintenance work
is not eligible for federal reimbursement. As a federal-aid recipient, it the
responsibility of the state to preserve the transportation infrastructure
through sound management of our capital assets.

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

User Fees

The psychological and symbolic nature of government and political
authority create significant expectations on the part of the public. Once
the state budget is moved to a higher level, the political and economic
realities of the situation make it difficult to later reverse. The individual
comes to assume that the provision of basic services is a "right" and that it
is the "responsibility" of government to continue to provide these services.
In the past decade, when petroleum revenues paid for almost everything,
Alaska lost the link between what residents pay in taxes and what they
receive in services. When citizens aren’t aware of the cost of services,
public spending is no longer restrained by a sense of the value of services
provided.
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An important principle of allocating responsibilities is that the
"users" of services or infrastructure should pay their costs. Users may
include a development company, subsequent developers attracted by the
initial infrastructure investment, or the residents of the community who
benefit from the improvements to the airports, road or harbors.

Currently, there is no clear view of who should pay for services at
what level or what revenue sources should be tapped. Moreover, this
results in major differences between the support that government
subsidized transportation services provide to some users and the impacts
that these users have on the system.

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

Deferred Maintenance

Responsibility for 270 airports and 5,500 miles of state highway is
now spread among a maintenance force of 570 people (6/30/87) as
compared to 661 people at the same point in time in 1985. Furthermore,
the highway and aviation portion of the maintenance and operations
expenditures dropped 24 percent from $71.2 million in FY’86 to $53.9
million in FY87.

Since Alaska does not build the cost of operating and maintaining
new and improved capital stock into the cost of construction, it is not
surprising that operation and maintenance costs are not accurately
reflected in the state budget. Current inadequate funding, combined with
the addition of a significant number of lane miles to the road network, and
increased traffic have placed increased demands on the maintenance
budget. Alaska cannot continue to add to the transportation infrastructure
without recognizing the need to add to the costs of government.

What should be the department standards for asset management-
(replacement-vs-reconstruction)?

User Costs
While government’s cost of maintaining a quality transportation

system may seem high, the direct transportation costs to the user are also
much higher. Last year, there were 4 billion vehicle-miles driven on
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Alaskan roads. That represents $13 billion spent annually by the public on
highway transportation.

Data collected by the department indicates that 48 percent of
Alaska’s roads are in good condition, 42 percent are in fair condition, and
10 percent are in poor condition. A study by the World Bank shows that a
poor road increases the user costs by 25 percent and a fair road increases
the user costs by 10 percent. That means that poor roads are costing
Alaskan motorists about $30 million per year in vehicle operating costs.

Poor roads also mean slower driving speeds. Assuming $10/hour
for vehicle occupant costs, these slower speeds result in another $12 million
cost to the user. There are other sources of delay. About 8 percent of
Alaska’s roads are under construction each year. The estimated cost of
delays on construction projects is about $10 million annually.

Highway quality transportation infrastructure can easily reduce the
user costs by 10 to 15 percent. ldeally, the department should manage its
transportation systems to minimize the total costs (user costs and
government’s infrastructure costs) while maximizing the overall benefits.
Too often, the cost of building and maintaining our transportation facilities
is the sole decision-making criteria.

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

Svstem Expansion

Most of Alaska’s Interstate Highways, Principal Highways, Minor
Arterials and Major Collectors that link together Alaska’s economic centers
were built over the past 50 years. To meet long-term transportation needs,
the state must anticipate and plan for expansion in the current system.

The Western Access Road from the Interior to the Seward Peninsula,
completion of the road to Cordova (Copper River Highway), and new
access to Kantishna (Stampede Road) are among the most prominent. The
Bradfield Canal Road and the Taku Highway could prove a valuable asset
for tourism, recreation and international commerce (Canadian access to
seaport).

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

Some important needs for transportation improvements are being
ignored because our budget process discourages attention to statewide
needs and programs. In particular, careful analysis of economic
justification will lead to the conclusion that some extensions to our existing
transportation system are warranted.

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

Provision of Emergency Transportation Services

Probably one of the most critical services offered by any
transportation system is emergency transportation. Whether it is for the
transport of persons in need of emergency health care unavailable in their
community or for the movement of emergency cargo such as medical
equipment, food or special tools or equipment in the event of a disaster.
Many of the state’s transportation facilities and transportation providers
have a role in mobilization and deployment of personnel and equipment in
the event of emergency medical transport or natural disaster.

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

Provision of Transportation Services to Major Recreation Facilities

Alaska’s outdoor recreation-oriented residents and the increasing
numbers of out-of-state visitors desire and expect accessible outdoor
recreation opportunities. Accessible public recreation areas are important
to the state. While much of Alaska’s future is difficult to predict because
of its heavy ties to resource development, Alaska’s picturesque scenery and
exceptional hunting, fishing and camping opportunities continue to attract
residents and visitors alike.

The Alaska Department of Natural Resources/Division of Parks and
Outdoor Recreations is devising a number of strategies to reduce costs and
increase revenue, maintaining the level of recreation opportunities and
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serving as a catalyst, for the outdoor recreation industry. One of the
objectives proposed by the Alaska State Park System to increase the
efficiency of state park system management is to enter into a cooperative
agreement with the department to maintain park roads and parking areas.

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

0* ISSUE AREA: ENGINEERING/ENVIRONMENTAL CONSTRAINTS

The annual cost of administering, maintaining and improving the Alaska
transportation system is above comparable national averages. This is due to Alaska’s
severe weather conditions, unusual foundation characteristics (permafrost), difficult
terrain, restricted building and repair seasons, remoteness of many parts of the system
and the high cost of materials, supplies, equipment and services.

Global Wanning

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

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

Design Standards

Rigid design standards directly govern project financing and
feasibility. These standards can impose unnecessary costs and prevent the
state and local governments from pursuing the most cost-effective options
in cc/truction. At the same time there is a need to introduce innovative
techniques in construction and maintenance to build a system which lasts
longer with less maintenance.

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

N
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0* ISSUE AREA: REGULATORY POLICIES

State and federal laws and regulations describe established national and state
policy for transposition. These laws and regulations stipulate requirements to be met in
transportation planning and, therefore, they form an important basis for the planning
program. A significant issue that must be addressed is how can we best balance
environmental concerns and what role should the department play in doing so?

National Environmental Policy

Spurred by policies set forth in the National Environmental Policy
Act and other environmental legislation, federal, state, and local policy
makers have become increasingly concerned with the effects of their
decisions on environmental quality. Many aspects of transportation have
adverse effects on the environment. The need to clean up toxic conditions
on or near transportation properties and to replace leaking fuel tanks is
posing more concerns for the health and safety of the public. The
astronomical cost to clean up hazardous wastes and the need to meet fuel
storage and monitoring requirements could adversely affect the future
development of the transportation system.

The problems receiving the most attention today relate to the
environmental damage associated with the use of transportation facilities.
These issues, ranging from air and noise pollution to tanker spills, will
continue to shape the future of transportation. Transportation activities
generate noise and congestion. Transportation is a major contributor to air
pollution, including emissions of carbon monoxide and a variety of other
pollutants, even in Alaska. Transportation cannot avoid affecting the
environment, but a major goal must be to minimize the negative side
effects.

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

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

What can the department do to balance the conflicting demands for
a quality environment with the need for an efficient transportation system?

FAA Securitv/Safetv Programs

FAA regulations require that the state maintain a specified level of
security at state-owned and operated airports which receive scheduled
service by aircraft having a passenger seating configuration of more than 30
seats. Amendments to 14 Code of Federal Regulations (CFR) Part 107,
the regulation governing airport security, are resulting from an increased
national emphasis on the need to improve security at airports. The
requirements of the revised regulations, together with stricter interpretation
by the FAA of existing regulations, will continue to result in increased
operating and capital costs at many rural airports throughout the state.
TTiese include, for example, Part 107 fencing and access control
requirements and law enforcement officer (LEO) response requirements.

In addition, Part 139, the federal regulation which governs airport
certification and operation for airports served by aircraft having a seating
capacity of more than 30 seats, may be expanded by Congress to apply to
airports receiving service by aircraft with 10 passenger seats or more. This
could potentially impact an additional 48 state-owned airports and would
result in increased capital and operating costs for Airport Rescue &
Firefighting (ARFF) vehicles and associated personnel costs, safety fencing,
etc.

The State of Alaska has, in the past, received waivers from the FAA
for many of the more stringent regulatory requirements. Current efforts to
extend these waivers t* apply to the revised regulations have been
unsuccessful. If the department is forced to comply with the more stringent
regulatory requirements, our operating costs at many airports would
increase substantially.

What course of action should the department pursue to comply with
the more stringent federal regulatory requirements at certificated airports?
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Utiiity-FelocatiQP

Currently the state pays to relocate utilities within the state right-of-
way that are in conflict with construction projects. Alaska is the only state
that entirely funds the cost of utility relocation with highway construction
funds. This expense often represents a significant financial burden to the
overall construction cost.

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

Motor Carrier Regulation

Regulation of the trucking industry has an impact on the
transportation system of the state and the delivery of goods. The state
imposes registration requirements on motor carriers operating within the
state, and requires various billing and reporting requirements. The state
also issues permits for oversize and overweight truck movements.

Under the established domestic weight limits for moving freight on
state highways, significant numbers of overweight containers are being
shipped over those roads, causing additional wear and safety concerns,
without adequate contribution in highway user fees to compensate. Stricter
enforcement of weight limits could alleviate the problems somewhat, but
questions of incentives and liability for overweight shipments would still
remain.

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

0* ISSUE AREA: POLITICAL ENVIRONMENT

Transportation is vitally important to the social and economic well-being of
Alaskans. The public side of the Alaska transportation system-highways, airports, ferries
and harbors--is a fragile network and the responsibility to keep the system up and
operating safely and efficient is great. Changes in the relative technical and financial
capabilities of state and local governments and private interest, and competing priorities
for resources have altered people's expectations and focused attention on the roles of the
private and public sectors.
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Public-Private Partnership

State and local governments provide the major share of public
sector transportation financing. They also build and maintain facilities
such as roads, and airports, in addition to operating and managing ports
and rail services.

The private sector has responsibility for providing most
transportation services-operating the trucks and airlines, intercity buses,
pipelines, marine vessels, and other commercial vehicles carrying people
and goods. Cargo terminals and piers generally are owned and operated
by private firms. Private companies also own and maintain the extensive
network of gas, oil, and chemical pipelines. There are additional areas in
which private capital investment in transportation would be both profitable
and in the public interest.

The mixed system of ownership and financial and operating
responsibility in transportation is complicated. But this mix of public and
private sector participants can contribute to the state’s ability to use
resources efficiently and respond quickly and effectively to ever-changing
demands.

State and local governments across the country are working with the
private sector to build new highways as toll roads, with private sector
involvement that ranges from financing and managing construction to
owning and operating the roads. Integration of trucking companies,
shipping lines, and air carriers has improved the productivity and
attractiveness of many services. Innovative approaches to managing and
financing transportation are emerging that can attract additional investment
to transportation.

What transportation responsibilities in the state might be better

borne by the private sector and improve the efficiency with which we use
our transportation system?

0* ISSUE AREA: AVAILABILITY OF ENERGY FOR TRANSPORTATION

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

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

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

What programs should the department develop to help conserve energy used for
transportation within the state?

gf ISSUE AREA: SPECIAL TRANSPORTATION NEEDS

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

The U.S. Congress recognized the need for public transportation for physically
and mentally disabled persons in the 1970 and 1974 amendments to the Urban Mass
Transportation Act of 1964. Additional Congressional interest in improving the travel
environment for persons with disabilities was expressed in the Rehabilitation Act of
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1973, which prohibits discrimination on the basis of handicap in federally assisted and
administered programs. The Air Carrier Access Act of 1986 requires the U.S.
Department of Transportation to issue regulations prohibiting discrimination in air travel

on the basis of handicap.

What can the department do to better respond to the special needs of elderly,

disabled and low-income travellers?
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What action is needed to ensure Alaska's infrastructure supports
participation in the global inarke>place?

What actions need to be taken to improve intermodal
connections?

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

JURISDICTIONAL RESPONSIBILITY

What criteria dcnnes appropriate state responsibility for

transportation services?
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.Should the service.life (life expectancy) and jurisdictional
' .responsibility be determined before construction .financing is
approved? . e

DEMOGRAPHIC AND ECONOMIC GROWTH

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

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

LAND OWNERSHIP AND USE

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

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

FINANCIAL RESOURCES

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

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

What action does the department need to take to ensure that
there is an adequate opcraung budget to maintain federally-
funded caoital improvements?

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

What should be the department's standards for asset i
manacemcnt-f replacement-vs-reconstruction 1?

COMMENT



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

What process should the department recommend to help
Jetermme the svstem expansions needed?

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

What transpo.'stion services should be provided by the
department to support the recreation industry?

ENGINEERING AND ENVIRONMENTAL CONSTRAINTS

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

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

REGUI.ATORY POLICIES

What can the department do to balance the conflicting demands
for a quality environment with the need for an efficient
transportation system?

What course of action should the department pursue to comply
with the more stringent federal regulatory requirements at
certificated airports? y e e s

What responsibility does the department have'tor the financial <
burden of relocating utilities in state ngl.t-of-way?

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

POLITICAL ENVIRONMENT

y/hatjtransportation responsibilities in the state are berter borne
by the pnvate sector and improve ihe cfficiency with which we'*J 1
usc our tnnsportstion system? -

AVAILABILITY OF ENERGY FOR TRANSPORTATION

What programs should the depanment develop to help conserve
energy used for transportation within the state?

SPECLYL TRANSPORTATION NEEDS

What can the depanment do to better respond to the special
needs of elderiv. disabled and low-income travellers?



STRATEGIC ISSUES
ECONOMIC DEVELOPMENT
Whatactions should the deportment take to supporteconomic growth in Alaska?

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

b. What actions does the department need to take to preserve access corridors across federal lands.

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

d. What transportation services should be provided by the department to support specific
development (e.g., recreation)?

FINANCIAL RESOURCES

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

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

b. What actions does the department need to take to ensure that there is an adequate operating
budget to maintain capital Improvements?

c.  What role should user fees play In paying for state transportation sen/ices?

d. What actions does the department need to take to provide a cost effective transportation network
that minimizes both user costs and Infrastructure costs?

e. What design standards should change to encourage innovative solutions to Alaska's special
transportation needs (l.e. demands of heavy vehicle usage on highways, etc.)?

TRANSPORTATION RESPONSIBILITY
Whatcriteria defines appropriate state responsibility for transportation services?

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

b. What transportation responsibilities in the state are better borne by the private sector and improve
the efficiency with which we use our transportation system?

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

d. Should the department adopt minimum service guidelines for implementing its programs (e.g.,
not only capital improvements but maintenance and operations, as well).

ENVIRONMENTAL AND REGULATORY POLICY
How should the departmentrespond to the changing federaland state regulatory environment?

a. What can the department do to balance the conflicting demands for a quality environment with
the need for an efficient transportation system?

b. What course of actions should the department pursue to comply with the more stringent federal
regulatory requirements at certificated airports?

c. What programs should the department develop to help conserve energy used for transportation
within the state?

d. What can the department do to better respond to the special needs of elderly, disabled and low-
income travellers?

LEVEL Il ISSUE
ANALYSIS



WilY PIJ\N FOR THE FUTURE?

The difference between Alaska and the
rest of the nation is that the majority
of Alaska’'s communities arc not
connected by a road system.
Remoteness, water barriers and
difficulty traversing the terrain have
made road connections either
impossible or Inordinately expensive.
As aresult, Alaska relies on a multi-
modal system of ferries, airports and
roads to meet its needs.

While service needs and statutory
responsibilities have continued to
increase, revenues to support this
diverse system have declined in both
absolute and real terms. The
department's challenge is to find ways
to ensure the provision of high quality
services in an era characterized by
continuing cost Increases and
declining revenues.

To meet this challenge the department
initiated preparation of a State
Transportation Plan. Tills project is
being undertaken to identify the key
issues which are likely to impact,
services and performance in the near
future. This action is essential if the
department is to identify a strategy
that meets transportation needs in the
future.
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For more information contact:
M. Clyde Stoltzfus
Chief, Strategic Management, Planning
and Policy
Department of Transportation and
Public Facilities
P.O. Box Z
Juneau, Alaska 99811
(907)465-3900
February 1991

What is in storefor our Roads,
Aii-ports, and Harbors?

Frank G. Turpin
Commissioner
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ggK DOT&PF
State Transportation

7fah  Plan

NEW DIRECTIONS
NEW OPPORTUNITIES

The Alaska Department of
Transportation and Public Facilities Is
one ofthe most comprehensive
transportation agencies In the United
States. The department has
responsibility for 5,500 miles of roads,
two international airports. 270 smaller
airports, a fleet of ferry vessels, 80
docks and harbors and 500 public
buildings.

In Alaska, problems relating to our
transportation system are becoming so
complex and so costly that we must

face up to the situation If we are to

survive economically. It is no longer a
matter of trying to get “a little more for

a little less". Wc must plan for the A
future. A9

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

WIIAT ARE THE MOST CRITICAL ISSUES WE MUST FACE?

lerc Is no simple, permanent solution to the problems that we face. To manage a
cparlment so complex, an endless series of choices must be made. There will be difficult
tradeoffs in the future allocation of our limited transportation resources.

Four areas have been identified by the department as key to the development of the future
transportation system. The goal In preparation of a State Transportation Plan Is to Identify
a range of options that might be appropriate to deal with these Issues.



WHAT IS IN STORE FOR
OUR ROADS, AIRPORTS AND HARBORS

OPEN HOUSE

Sponsored by Ihc Alaska Dcj-artment of Transportation and Public Facilities

WELCOME!

This is an informational open house. There is no scheduled activity. This time is provided
for you to talk, listen, read, review, write comments, and look around as long as you wish.
Representatives from the Department of Transportation and Public Facilities have on name
tags. They are here to provide you with information and answer your questions.

The department is interested in receiving your comments regarding four important
questions:

"WHAT SHOULD WE DO?" Wiliat actions should the department take to support economic
growth in AlJaska given the number and variety of available transportation improvements
associated with economic development opportunities and competing demands for public
funding to support those improvements?

"HOW DO WE PAY?" What actions should the department take to pursue stable and
adequate funding sources so that a sound financial base for transportation capital
improvement programming, as well as maintenance and replacement of facilities can be
developed?

"HOW TO PROCEED?" What actions should the department take to minimize the impact
of state and federal laws and regulations on the cost of development of the transportation
system while still maximizing the benefits of an efficient transportation system?

"WHO SHOULD DO WHAT?" What actions should the department take to define
"appropriate state responsibility” for the provision of transportation services and what can
be done to facilitate the transfer of transportation in which there is "no compelling state
interest” to local government?

It is our goal to identify a range of options that might be appropriate and select a future
course of action that will best improve the quality of transportation services provided to you.
With your help we can explore new solutions to our problems.

YOUR COMMENTS

A table is set up with a "COMMENT FORM". You may complete the form here, or you
may take your form home and mail it to Janet George, Project Manager, Department of
Transportation and Public Facilities, P.O. Box 196900, Anchorage, AK 99519-6900. Please
return your comments by March 15, 1991. If you prefer, call Janet at 266-1442 with your
comments.



STATE TRANSPORTATION PLAN
COMMENT FORM

Name:
Address:
City:

*WHAT SHOULD WE DO?*
ECONOMIC CROWTIL- What actions should the depanment take to support economic growth in Alaska given the number and variety

of available Iransportation improvements associated with economic development opportunities and competing demands for public funding
to support those improvements?

*HOW DO WE PAY?*

FINANCIAL RESOURCES: What actions should the department take to pursue stable and adequate funding sources so that a sound
financial base for transportation capital improvement programming, as well as maintenance and replacement of facilities can be developed?

*HOWTO PROCEED?*
ENVIRONMENTAL AND REGULATORY POLICY: What actions should the department ‘ake to minimize the impact of state and

federal laws and regulations on the cost of development of the transportation system while still maximizing the benefits of an efficient
transportation system?

*WHO SHOULD DO WHAT?*
TRANSPORTATION RESPONSIBILITY: What actions should the department take to define "appropriate st ic responsibilitﬁ" for the

provision of transportation services and what can be dene to facilitate the transfer of transportation in which th' re is "no compelling state
Interest” to local government?

(Please use additional pages if necessary)



Janet George, Project Manager

Alaska Department of Transportation and Public Facilities
P.O. Box 196900

Anchorage, AK 99519-6900



Community

;
Unalaska
Mat-Su Borough

Nome

Kotzebue

Kodiak

Ketchikan

Bethel

Alaska State Chamber of
Commerce
. Anchorage.

Barrow

Fairbanks

Southwest Cities
Anchorage

Kodiak

Juneau

Date

- January 31

February 7

February 1
February 12

February 12

February 13

February 14

February 14

February 19

February 19

February 21
February 21

February' 21
February 22
March.4 . »
March 6

March 7
March 7

March 13
March 20

March 21
March 21

April 9

STATE TRANSPORTATION PLAN
Meetings & Open Houses

Time

10:30 am.
2:00 p.m.

7:30 pm.

10:00 a.m.-
1:00 p.m.

6:00 pm-
8:00 p.m.

9:00 am.-
Noon

Noon

2:00 pm.-
5:0(§)p.m.
2:00 pm.

5:30 pm.
Noon
2:00 pm.

5:00 ptn.-
7.00 pm.

Noon
11JX2) qm-
6:00 pm.

3.00 pm.
7:00 p.m.

7.00 am.
B
11:00 am.
2:00 p.m.
Noon
B

7.00 p.m.

Meeting

Meeting with I'aul Fuhi, Mayor, City of Unalaska and I'olly Frchul, City
Manager/DOT&PF' Conference Room

Meet.in?Nwith Dorothy Jones, Mayor, Don Moore, Manager, arid Kuy Carlson,
Public Works Director

Presentation to the Nome City Council/Nome City Council Chambers
Open House for the Nome Area/Nome City Council Chambers

Open House for the Kotzebue Area/Kotzebue City Council Chambers

Open House for the Kotzebue Aica/Kotzebue City Council Chambers

Presentation to die Kodiak Chamber of Commecrce/RIiISCHEDUI.HD DUB TO
WEATHER

\(K})en House for the Kodiak Island Borough/R['.SCHEDULED DUE TO
EATHER

Presentation to the Ketchikan Area Transportation Study Committee including
Mayors from die City of Ketchikan, City of Saxman, and Ketchikan Borough

Presentation to die Ketchikan Borough Assembly

Presentadon to the Bethel Chamber of Commerce

Meeting with City of Bediel: Manager, Public Works Director, Chief of Police,
Fire Chief, Harbormaster

Open House/Bcdiel City Conference Room

Distribute Open House Meedng Nouce following presentadon by Dennis
Nottingham, Alaska Highway Users Federauon

Open Housc/DOT&PF Main Conference Room .

Open House/North Slope Borough Chambers

Presentation to the Fairbanks Chamber of Commcrce/Transportauon Committee
Open House/North Star Borough Chambers

Presentadon to the Southwest Municipal Conference/Transportadon Comminec
(in Anchorage)

Presentadon to the Anchorage Metropolitan Area Transportadon Study
Technical Committee

Presentadon to the Kodiak Chamber of Commerce (Rescheduled)
Open House for the Kodiak Island Borough (Rescheduled)

Presentadon to the Juneau Planning Commission

j



STEVE COWPER, GOVERNOR

DEPARTMENT OF TRANSPORTATION AND PUBLIC FACILITIES P0O.BOX 7.
JUNEAU ALASKA 99011-2500

OFFICE OF THE COMMISSIONER PHONE (307) 165-3900

September 21, 1990

Mr. Frank Turpin, President & CEO
Alaska Railroad Corporation

421 W. 1stAvenue

Post Office Box 107500

Anchorage, AK 99510-7500

The Alaska Department of Transportation and Public Facilities (DOT&PF) 1is
one of the most comprehensive and diverse transportation agencies in the
United States. Yet, ithas been almost a decade since we have taken a look
at a state transportation plan.

The department has responsibility for planning, constructing and operating
roads, the international airports, most regional and feeder airports, a fleet of
ferry vessels, ports and harbors, public buildings, and rail and transit system
support. In the past, we have dealt with our transportation system and our
public facilities too often as if they were all operating in isolation. However,
the relationships are very intricate. We need to recognize these
relationships and enhance opportunities for state development and
economic growth.

* L J
The 1989-90 DOT&PF Management Plan redefined the overall mission of
the department and identified the need to develop a long-range, multimodal
state transportation plan as a high priority. The intent is to focus on the
fundamental responsibilities of the department so that investments and
resource allocations are made wisely in the future. The plan will include all
transportation modes (aviation, highway, marine, pedestrian, public
transportation, pipelines, and railroad services).

A long-range plan is important since it can identify priorities for funding so
that in future years the department can focus limited state and federal
financial resources where state government responsibility is most
appropriate, and where the greatest public benefit can be achieved. We feel
it is important that we involve other agencies in this effort, since the
relationship between transportation facilities, land use, economic
development, urban and rural development and environmental protection is
so significant.



Frank Turpin -2- Scptember 21, 1990

Overall responsibility for preparation of the state transportation plan is being
shared by M. Clyde Stoltzfus, Chief, Office of Strategic Management,
Planning and Policy, and Kit Duke, Regional Director, Central Region. The
preparation of the document is to be aided by the help of a technical
committee of department personnel. Sandi Anderson, DOT&PF Alaska
Railroad Coordinator, has been appointed a member of the technical
committee. A draft of the plan is to be available in January. The draft
document will be used to help facilitate the transition to the new
administration. Publication of the statewide transportation plan will not end
with this effort. The plan is to become a biennial activity of the department,
better communicating information on development needs to the Governor,

the Legislature, and the public.

A critical factor in enhancing the state"s productivity and Alaska®"s ability to
compete and survive in today 3 demanding international economic
environment is the condition of our transportation delivery system. In
Alaska, the desire is for extension and expansion of the transportation
system to provide the infrastructure needed to unlock the mineral resources
of the state, in which expansion of the rail mode has an important role to
play. While the Alaska Railroad operates as a separate entity under the
auspices of the Alaska Department of Commerce and Economic
Development, we share the common goal of a well-coordinated and
responsive transportation system for the benefit of the state. For this
reason, the railroad™s participation in this effort is very important to us.

Over the course of the next few months there will be a variety of
opportunities to exchange information and discuss issues regarding the
transportation plan. It is our intention to distribute key documents for
interagency review and comment. Please letme know ifthere is a contact
person at the Alaska Railroad that you can appoint towork with us on this
project in addition to Sandi. A well-coordinated interagency é&ffort can help *
define realistic strategies for future management of our entire transportation
systenm.

Ifyou have any questions regarding the planning project, please call Clyde
(465-3900) or Kit (266-1440).

Mark S. Hickey
Commissioner

cc: M. Clyde Stoltzfus, Chief, Office of Strategic Management,
Planning and Policy. DOT&PF
Kit Duke, Regional Director, Central Region, DOT&PF
Sandi Anderson, Alaska Railroad Coordinator, DOT&PF



DEPARTMENT OF TRANSPORTATION AND PUBLIC FACILITIES
STATE TRANSPORTATION PLAN
PUBLIC INVOLVEMENT PROGRAM

As part of the process in development of the State Transportation Plan, a strong public
Involvement effort was Initiated. During February and March, comments were solicited from
consumers, labor, business, government agencies, elected officials, environmental groups and
many others to help Identify options to address the lour key Issues. Tills was done by:

*Publication of a newsletter distributed to more than 300 community leaders
and organizations throughout the state.

*A series of open houses held at various locations throughout the state.
*Establishment of an Inter-agency Review Committee.

The department received many comments on a wide variety of topics. The following summary
is not Intended to represent them all. The Items included here are only those which speak
most directly to the four Issues of primary concern in the current study effort. We paraphrased
to the best of our ability the comments received.

Many participants, especially other state agencies, expressed strong support for a serious,
multi-modal, long-range planning effort for provision of transportation services and
facilities. The consensus among participants was that the transportation infrastructure is
falling apart. There Is concern for the fiscal capability of all parties, Including local
governments, to be able to physically preserve and upgrade the existing system within existing
means. Specific concerns include:

ECONOMIC DEVELOPMENT

Public Meeting Participants

There is no formal connection between economic development decisions and transportation
planning. Participants expressed concern about the need for a formal statewide strategy to

address economic growth.

Public Recommendation: Coordinate with DCED, DNR, DCRA, AIDEA and ARR
to assure that the capacity and potential oj Alaska®s surface transportation
facilities support "designated" growth areas. Transportation infrastructure
improvements should be done in support of economic development initiatives
developed by other agencies/organizations.

Many people/organizations believe their communities would benefit economically from
having DOT&PF build access to potential sites of developable resources, or transportation

links with other developed areas.

Public Recommendation: Coordinate and undertake improvements infacilities
and services that maximize the benefits of energy-efficient and cost-effective

goods movement.

There Is an understanding that growth creates a demand for transportation, and new
transportation facilities can, in turn. Increase pressure for development on adjacent land.
Striking the proper balance between desired land-use patterns and needed transportation
facilities and services is a growing concern for those involved in city/village, regional, and
state planning and development.

PUBLIC & AGENCY
RECOMENDATIONS



Public Recommendation. To be effective, land use and transportation planning
must be connected, There should be a defined relationship between local,
regional, and state transportation plans.

Enhancement of existing iransportation facilities to support economic development was a
strong theme In many areas and from many people. We heard that the poor condition of roads
and runways was stalling development. Maintaining air service to small communities is a
major concern.

Public Recommendation: Preservation of the state's existing surface
transportation sys.tem should be the primary goal of any future transportation
program since it is this system which provides the basic network upon which
the economic health and international vitality of the state depends.

Small, local, relatively low cost enhancements could provide some opportunities for private
investment In resource development. Pertinent to the enhancement theme were comments
recommending we look closely at the use of "appropriate technology"” for facilities to provide
"basic access."

Public Recommendation: Flexible standards which are more compatible with
local needs should be developed

Preservation of a water transportation system should be a primary goal of the state since the
water mode is part of the intermodal movement of goods which supports the state's economic
strength.

Public Recommendation: Funds generated by water transportation-related
activities (from user fees, etc.)) should be returned to the water transportation
Industry. Clear priorities should be established for state investments in ports
and harbors development. A state policy is needed toguide state, regional and
local efforts in a manner that will encourage the development of projects that
best serve the interests of the state.

One concern was voiced in several rural communities which are reliant on air transportation.
DOT&PF's policies for management of its properties have a significant Influence in the
operation of "supply and demand" for private sector providers of transportation services. It
appears that incognizance of this fact has resulted In a pricing structure which may not be in
the public interest.

Public Recommendation: Manage state-owned highway, marine, and air
properties to assure maximum public benefit-including sale of surplus
properties, use of market-rate rentals where appropriate, and examine airport
administration.

An overriding theme which emerged is that a single development strategy is not appropriate
for such alarge, diverse state as Alaska. A state of contrasts--a resources rich state (fisheries,
forests, and minerals) and a land of natural beauty and recreational attractions-Alaska each
year attracts an Increasing number of visitors. Yet, there is tremendous geographical disparity
in the distribution of resources and wealth.

Public Recommendation: Any economic development strategy or infrastructure
plan to support development will need to be a composite of various smaller
strategies which are tailored to the needs of various geographical regions.



All of the agency participants are enthusiastic that DOT&PF Is undertaking a coordinated
multi-agency planning process. Most of the state agencies commented that DOT&PF's role In
specific resource or community development strategies Is supportive, with other state agencies
developing economic growth plans.

The Department of Commerce and Economic Development (DCED), the Department of Natural
Resources (DNR) and Community and Regional Affairs (CRA) provided recommendations for
addressing the economic goals of transportation Infrastructure planning:

DCED & DNR Recommendations: Emphasize future planning for resource
development related access to state lands over short term planning. Use Alaska
Regional Development Organizations (ARDORs) for perspective on the economic
utility of transportation proposals. Develop project ranking criteriafocused on
investment opportunities: the criteria should reviewed by a working group of
state, industry, and community representatives.

Additionally, DOT&PF slwuld work with the Jones Act, exploring exemptions,
such as for the Yukon River, for sea transport options and exploring the
possibilitiesfor repeal. We should work actively to assert Alaska®s rights under
RS2477 to obtain fee simple title to these rights-of-way, and work with DNR §
land selection process toward additional state ownership. DNR believes we
should focus on providing trunk routes for resource development purposes--
multimodal ifpossible-wiihfeeder routes to communities wanting them.

Specifically, DOT&PF 1is urged to take actions which promote Alaska in the
international market (including consideration of transshipment staging areas
to make Alaska a hub inPacificRim transport ofgoods), supporting the opening
of a Northern shipping route, and exploring expansion of our transportation
links with Canada, especially through Southeast Alaska.

CRA Recommendations: DOT&PF should address site control by comprehensive
local/regional planning and work toward more flexible federal land
ownership/transfer mechanisms. Examples include airport relocations and
upgrades, easements, and stafffor planning. The Local Service Roads & Trails
program for rural communities should be reestablished. Their success was due
to not having extensive design standards, ROW, etc. This comment echoed the
appropriate technology concept voiced at the public meetings.

The Departments of Fish and Game (F&G) and Community and Regional Affairs provided some
additional cautions to be considered In planning transportation infrastructure:

F&G Recommendations: DOT&PF should emphasize long term stability over
short term economic growth. Additionally, planning should include economic
least-cost alternatives, with costs including JIsh and wildlife related tourism
and recreation, environmental impacts, subsistence use interests, etc. Specific
objectives/policies were offered which DOT&PF could incorporate to address
F&G interests. They also urged that long term maintenance offacilities be
adequatelyfunded.

CRA Recommendations: Criteria for decision-making regarding capital
investments should include social goals (basic transportation service) and



generation of development, as well as economic feasibility. Transportation
corridor decisions should consider social and economic (mjxicts to owners and
residents (subsistence, etc.).

FINANCIAL RESOURCES

Public Meeting Participants

Alaska Is faced with a gap between the needs of the transportation system and the revenues
anticipated to meet these needs. The large gap between revenues and needs Indicates that a
greatly Increased effort Is needed to keep the existing system from falling into a worsened state
of disrepair. Of great concern ts the fact that postponement of needed rehabilitation work will
greatly Increase the costs of repairs when they are eventually undertaken.

The public generally voiced support for drawing a connection between the costs of
transportation system maintenance and operations, and revenues collected from user fees.

Public Recommendations: The department should identify funding
mechanisms to support the continuing development and maintenance of
highways, airports and harbors and promote partnerships with government
and community groups to strengthen the funding, construction and
maintenance of the transportation system.

User and benefiterfees, set at an appropriate level to cover the economic cost of
the transportation facilities provided, should be dedicated to funding
transportation improvements.

DOT&PF should work with local governments to promote balanced taxing and
funding mechanisms to support the construction and maintenance of state and
local transportation systems.

Attention to use of "appropriate technology" for transportation facilities could make
construction and maintenance money go farther. There Is Interest In relnstituting the Local
Service Roads & Trails program.

Public Recommendation: Provide technical information, facillr.ate local and
regional trail development, and cooperate with other state agencies” trail
initiatives.

There are opportunities for substantial savings from timely highway maintenance that
reduces ultimate replacement and reconstruction costs. Supporting programs of effective and
timely maintenance and Improvements can affirm public confidence that payments for
infrastructure are well managed.

Public Recommendation: Routine, continuous pavement maintenance
programs need to be established to preserve the state’s investment In

infrastructure.



SUUg -Agency-Reyie-wjers

DCED Recommendations: Design standards should be amended togive priority
to highest potential use system additions, and should be loweredfor specific user
needs where possible. Commitment to commercial userfees should be obtained
prior to construction. DOT&PF Isalso urged to Investigate the federal “aviation
trust” account for potentially greater supportfunding.

DNR Recommendations: The gas tax approach tofunding is appropriate, and
tll roads should be considered where appropriate. The DOT&PF should,
however, analyze dedicated funds carefully before committing the state to a
fixed percentage. We should consider a state lotteryfor highway expansion, and
private industry should build and maintain some components-especially
bridges, ports, railroad, pipelines, airports, ice roads.

F&G Recommendations: DOT&PF should seek new sources of revenues. F&G
provided an interesting list of possibilities.

CRA Recommendations: The fuxancial discussion should address the influence
of DOT&PFs property management policies on availability of economical air
service. This comment reiterated a concern heard in the public meetings.

TRANSPORTATION RESPONSIBILITY

Public Meeting Participants

Most communities stated that taking over any additional maintenance/operation
responsibilities for transportation facilities and services would be unacceptable without some
arrangement for increasing their revenues. Various possible methods for funds transfer were
brought up by the communities.

The public meetings never got to consideration of criteria for "appropriate state
responsibility.” Discussion In this area was clouded by the Category Ill roads issue. The
public's reaction Is quite defensive and some undoing of public perception about our intentions
may be required before we can get a fair reading on transfer of responsibility. Public
perception is key to the success of any future initiative.

Public Recommendation: Utilizing functional classification as a general
philosophy might provide a framework in which to discuss administrative
Jurisdiction. These criteria should be measurable and applied with sensitivity
to local circumstances.

Many rural communities believe that transfer of responsibility without funding would create
unfair hardship on them because they lack a tax base from which to increase their own
revenues. Urban areas believe that it would be unfair to transfer maintenance responsibilities
there, but not In the unorganized borough.

Public Recommendation: The range of transportation funding alternatives for
rural communities will in most cases be much narrower than for more urban
areas due to the size and density necessary tomake many options viable.



State Agency Reviewers

DCED Recommendations: The 1988 Task Force recommendations should be
redistributed in the context of this planning procsss. Private sector
responsibilities may not have been adequately addressed. Responsibility for
relocation of utilities should be legally established, if not through law or
regulation, then through right-of-way agreements. And, again, itwas suggested
that DOT&PF change road construction standards to provide minimum service
guidelines.

DNR Recommendations: DOT&PF should be responsible only for main trunks.
Industry and communities should build the feeder systems. Maintenance
responsibility should be identified inplanning phase ofprojects, so that design
Is appropriate to available levels of maintenance funding. Additionally, the
state should monitor overloads by heavy trucks.

CRA Recommendations: Any discussion of funding responsibility for
transportation, either construction or maintenance, must, consider the ability
of local government or users to pay for them. Furthermore, any planning
regarding Jurisdictional responsibility must include representation from
municipalities, the legislature, Alaska Municipal League. Native Corporations,
industry and the DCRA.

ENVIRONMENTAL AND REGULATORY POLICY

Public Meeting Participants

Although most people at the public meetings Indicated that little could be done about state and
federal environmental and administrative requirements, several stated that DOT&PF could
make an active effort to work with other agencies to reduce conflicts in timing of requests,
permitting, avoiding duplication, etc. We must ensure that transportation policies are not at
odds with social and economic goals in such areas as the environment and public safety since
these are important goals. Transportation solutions must be sensitive to these concerns.

Public Recommendation: Develop, maintain and expand (here appropriate)
procedures and agreements with state and federal environmental agencies to
identify and help resolve issues early in the planning process. This cooperative
approach would help bring to light subtleties of costs and benefits and ensure
that decisions resultfrom consensus building among all affected parties.

State Agency Reviewers

DCED Recommendations;

DOT&PF must balance conflicting demands, examining requirements for
reasoned, factual basis and actively helping to keep the extremes in check.
DOT&PF must balance habitat requirements of other species with consideration
of human needs and full presentation of the benefits of the project. Energy
conservation would be best served by DOT&FFs siting roads and facilities to
maximize their usefulness.

DNR Recommendations: |Initial planning should build in environmental
benefits (scenic turnouts, campgrounds, etc.) anal consider environmental
policies and laws.



FAG Recommendations: DOT&PF should accept and accommodate required
compliance and work on reducing costs (time delays, litigation, etc.) F&G
provided a listofways we can do that by early planning to accommodate, etc.

CRA Recommendations: DOT&PF should establish policies which will prevent
development in areas subject toflooding and erosion when "no-build" or other
viable alternatives exist. A multi-agency review of FAA requirements is needed
to determine where they are inappropriate and should be amended or waived.
There is also a need to examine FAA policies related to ANCSA®"s denying
compensation for airport properties selected by the community or state.



The Hierarchy of Transportation Plans

FY90-FY91 State
Management Transportation
Plan Plan
Transportation
Policy Plan
(1982)
Regi onal | Subregional
Plans d Plans
Aleutian/South Anchorage
West Alaska Metropolitan
Transportation Area
Study
Fairbanks
Interior Alaska Metropolitan
Transportation Area
Study
Juneau
Kenai Regional Metropolitan
Transportation Area
Study (KRTS) _
Ketchikan
Prince William Metropolitan
Sound Area
Transportation
Study Upper Cook Iniet
Airport Systems
Harbor System Southeast Alaska Plan
Plan Transportation
Plan Whittier
Public Trar)sportation
Transportation Western & Arctic Options Study
Plan Transportation
Study Richardson
e Co?igg;,v ESii:de
Corridors Cook Inlet Regional
Public Facilities Transportation (and others)
Plan Study

Local Plans

Chernotskl
Harbor Plan

McGrath Harbor
Study

Anchorage Intl
Airport Master
Plan

Fairbanks Intl
Airport Master
Plan

Dillingham
Airport Master
Plan

Kodiak Road
Master Plan

Deadhorse
Airport
Master Plan

= No Plan Available
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1. CALL MEETING TO ORDER

2. NOTE THE DATE: Thursday, January 23rd,1992
NOTE TIME:

3. ROLL CALL OF MEMBERS PRESENT

4. DURING TODAYS MEETING WE WILL TAKE UP:

Worksession/overview by DOT on the
statewide transportation plan and the
dedicated fund.

5. INTRODUCE ANY SPECIAL GUESTS OR V.I.P.s

6. REQUEST ANY PERSONS WISHING TO TESTIFY TO SIGN THE
WITNESS REGISTER

ANNOUCEMENTS AT CLOSE OF MEETING

7. THE NEXT MEETING OF THE HOUSE TRANSPORTATION
COMMITTEE WILL BE:

Tuesday, January 28, 1992

HB 402 — “»mf 'm
HJR 60 - "V L VAR

8. ADJOURN MEETING. NOTE TIME OF ADJOURNMENT.



&\ Alaska State Legislature
t>1 Representative Gail Phillips

¥ To: Paula Ramsey, SMC - DOT
FROM: Representative Gail Philli]
DATE: November 1, 1991 (J

RE: Evaluation of Statewide Transportation Plan

After reviewing your first draft of the Plan, 1 had hoped to get
together with Clyde Stoltzfus to discuss my thoughts. 1°d
appreciate you sharing these comments with him. Rather than a
formal evaluation, I will comment on the overall plan, and then
add my points on a page to page basis.

Frankly, after reading the manuscrj.pt, 1 felt it was not
complete, and felt rather disappointed that it did not contain
the scope of detail 1 had expected. I went back and read through
the Commissioner®s introductory comments again, and realized that
this document is intended only asa policy statement, andnot
necessarily a working plan, whichl had expected. Asa policy
statement, 11t is good; as a plan,it is incomplete.

With that out of the way, [I°1l address the points:

Page 3: As you develop a system, you are correct in stating that
this cannot be done by just the DOT; it will take several
departments, and most importantly, it will take full cooperation
of local governments, which it appears you have agreed upon.

Your comment 1in the last paragraph that states "the following
sections detail the elements of change which we think should be
supported by all Alaskans.”™ Where 1is your justification for
thinking that Alaskans will support any change?

Page 5: re supporting participation in economic activity: [
don*t think we can expand the system in any direction unless we
have solid economic justification for doing so, such as private
partnership agreements for developing resources.

Page 6: last paragraph: I have been working all summer to
identify all resource areas in the State, Do you have these
identifiied, and what kind of system have you developed for doing
so? Have you established criteria f.r determining the economic
feasibility of the resource areas?

Page 7: this is a good analysis of what has happened. Were you
able to identify why? State statutes require an annual plan and
yet we"ve gone several years without one.

Page 8: What is your analysis of why the responsibility for
sufficient capital funds have not been provided in the past?
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Page Have you identified the statewide needs and priorities.
What re they?

Page 13: Map I ee this contarns the one basic fallacy and
shortcoming you pan It lacks the one most important
rngredrent rn tha does not tie the entire State together.
You have portions and segments, but huge areas such as the
Northwest are not tied to any surface system, and | feel this is
critical if any plan Is to succeed, We have lived too long in
our State wjithout being "connected”, and | feel this is an
absolute priorityl

Page 16: Rather than focusing on our future as far as a global
marketplace, which | agree Is"very important, please reevaluate
what we are trying to do for the good of the people who Irve here
- this comprehensive approach to Tmproving our transportation

od for commerce, but most importantly,

Ystem will not only be rk;
will be good for Alaskans.

Page 17: It is incredible that our ?as tax had not been
increased since before Prudhoe - 196 Were attempts, made by DOT
to have it rncreased in the past and dedicated to maintenance?
Padge 19:  3rd paragraph: | don't think the Legislature, the

mrnrstratron nor the public is aware or accepts the fact that
we don't have the money to maintain what we have. The public

knows we are not doing the job right, but they feel we are just
wasting money in other areas.

Page 22: Last paragraph: were anB f the recommendations of the
1988 Task Force put into place by DOT or by the Legislature?
Was the work done by this group suffrcrent to use today, without
us having to spend any moré time and money studying things?

Page 24:  The only reasonable and workable solution forI
r

transfering responsibility to local municipalities will be with a
firm, unbreakable commitment from the State to not only fund the
upgrades before ownership transfer, but to also to guarantee the
revenues needed fo a\|/e

r upkeep and maintenance. What mechanism h
you developed for outlining the revenue sharrngz plan with loca
governments? And, who is going to oversee that the revenues
going to the local areas are uSed as they are intended. What
system of checks and balances have you set up?

Pa%e 27: Initiative 1.1: goodl what time frame have you
established for this? How will you determine which projects get
on the prioritv list? What critéria have you established for
including a project on the priority lists?

Initiative 1.2: this is OK.

~ Initiative 1.3: | don't think this should necessarily
be a priority at this time; we have too many critical maintenance



pro%ects to be worrying right now about the scenery. Put this
part off until we get a handle on our real problems.

Initiative 1.4: this is OK.

Initiative 1.5: this is OK

Initiative 1.6: | think representatives from the-House
and Senate Transportation Committees should also be included in
this action group.

Initiative 11.1. this is OK. Will the Governor
propose the necessary legislation?

Initiative 11.2:this is OK.

~Initiative 11.3:Surely, by this time, you have plenty
of studies available and all the information nece$sary to proceed
without us haV|n% to spend any more time or money on ANY more
studies!| | don't think we should concentrate on doing any new'
studies - we just need to get to workl

Initiative 11.4. _good - esgeciaily having a completed
plan to the Legislature by January, 1994,

Initiative 111.1: thisis OK, but again - membersof-1
ature should be included in developing these

o Initiative 111.2: Thisis an absolute MUSTIWhat
provisions have you made for a local government entity that
refuses to accept responsibility. You cannot make one entity
copPerate and give exemptions to _another - the entire program
will be doomed to failure if it is not equitably enacted.

Initiative 111.3: Goodl A

Initiative 111.4: Localgovernments must beassured
that the State will guarantee funding in order for them to enter
into agreements with the State.

Page 33: Why didn't you includeRailroads along with the
airports, roads and ports and harbors?  Many areas of the State
cannot be oPened up with a road,but a railroad would he
feasible. “think You need to expand this section to include
rails; and, in the tuture, possibly other modes such as air-
cushioned vehicles, etc.

Page 34: You dJn't have much depth in this entire discussion? T
feel more detail', should have been included.

Pa%e 35: You state that the recommended financing structure MUST
fuTly fund the costs of airport maintenence and operations. What
time frame are you looking at to accomplish this?  And, how do



you intend to make this happen? How much of the revenues _ .
generated at the large urban airports will be used to subsidize
operations at the smaller, nonprofitable airports?

You have a very ?ood idea in identifying a highway alternative in
tying areas together to an existing airport, | hope you will
give this concept full attention.

Page 36: A key factor in the success of turning ownership of
ports and harbors over to_local governments is your statement
'ONCE HARBORS ARE REHABILTATED".” Most local governments cannot
assume this responsibility unless they are guaranteeed suPpoH
from the State, not only ‘in repair and replacement, but also for
shared revenues for raaintenence. When do you Blan to be able to
put the statewide Port and Harbor Development Program into

effect?

The statewide Port and Harbor Association is meeting in Kenai
this week. Will you have a presentation ready to make to this

organizaiton?

Again, problems will devemP_l
responsibility from one entity, butlets another area off the
hook with an ‘excuse that they don'thave enough money, people,
etc. to accept this responsibility.

Page 37: Your last sentence on the page is not complete.

f the State requires local

Page 38: Regarding a system-wide fee structure to all State-.
owned harborS: it will be critical that this be developed fairly
for all harbors - to avoid serious problems, the fee structure
needs to be fair, and needs to be the same for everY harbor, with
the differences in fees based on size and types, rather than

location.

Pa?e 39: When will you have the_Hi?hway System Plan ready? For
all the work that has been done in the past, we should already
have a plan that we czm work with right now,

In your statement that the Alaska Highway System includes too
many routes that do not serve long-distance travel, you've missed
a_major g0|nt: it includes too few routes that dol “Until we can
tie our State together in a comprehensive plan, we will not have
a sufficient plan.

Don't ¥ou have the identificaiton of the state highway network

completed yet?

Page 44: MM final comment: IT IS CRITICAL, IF WE ARE GOING TO
BE SUCCESSFUL_IN CONVINCING ALASKANS TO AGREE TO DEDICATED
REVENUES FOR TRANSPORTATION, THAT NOTHING CAN BE DONE TO VIOLATE
THAT TRUST1 The assurance must be complete, and rock solid or
the public will not bu¥ into this and there goes our entire hope
of providing adequate transportation infrastructures.



Why did the Legislature in 1960 amend the statue to eliminate the
dedication of gasoline tax revenues?

| appreciate the work that has gone into this plan; | see it as
the tirst step in solving a tremendous ?roblem that exists acrosB
our State. e must aIwaYS keep in the forefront that what we are
doing or can do must be to the benefit of the people of Alaska
before any other considerations come into play.

If you have anY questions or need to go into more depth on any of
my comments, please feel free to call me at any time.

cc. Representative Richard Foster, Chairman

House Transportation Committee
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