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

H o u s e  o f  R e p r e s e n t a t i v e s
INTERIM:
716 WEST 4TH AVENUE. SUITE 350 
ANCHORAGE, AK 99501 
PHONE: (9071 269-0117 
FAX: (907) 269-0119

SESSION:
ALASKA STATE CAPITOL 
JUNEAU. AK 99801-1182 
PHONE: (907) 465-4968 
FAX: (907) 465-2040

Representative Norman Rokeberg
e-m ail: R e p re se n ta tiv e _ N o rm a n _ R o k e b e rg @ le g is .s ta te .a k .u s

MEMORANDUM

JUDICIARY COMMITTEE. CHAIRMAN 
LABOR 8 COMMERCE COMMITTEE. MEMBER 
LEGISLATIVE COUNCIL. MEMBER 
SPECIAL COMMITTEE ON ECONOMIC DEVELOPMENT a 

TOURiSM, MEMBER

w ebsite : hllp:\\w w w .ak repub licans.o rg \R okebeig .h lm

COMMITTEE ASSIGNMENTS:

TO: The Honorable John Cowdery, Chairman
Senate Transportation Committee

FROM: Representative Norman Rokeberg

DATE: February 19,2001

RE: CSHB 8 (FIN) am
Pioneer Road Development Task Force

I would request that CSHB 8 (FIN) am be scheduled for a hearing before the Senate 
Transportation Committee:

Attached are the following:

1. CSHB 8 (FIN) am
2. Sponsor Statement
3. Sectional Analysis
4. Fiscal Note
5. Letters of Support

General Teamsters Local 959
Department of Community and Economic Development 
Associated General Contractors of Alaska 
Alaska Miners Association, Inc.

6. Statement of Opposition
Alaska Conservation Voters

7. "State must improve transportation, mining session told", Fairbanks 
Daily News-Miner, 3 November 2000

8. "Gold mining companies announce promising finds", Fairbanks Daily 
News-Miner, 2 November 2000

9. Information on some of the roads mentioned in the legislation.

Thank you for your consideration of this request.

mailto:Representative_Norman_Rokeberg@legis.state.ak.us
http://www.akrepublicans.org/Rokebeig.hlm


Interim:
716 West 4th Ave. 
Anchorage, AK 99501

Phone: 907-269-0222 
Fax: 907-269-0223

S e n a to r  
J o h n  J. c o w d e r y

session:
state  Capitol Bldg. 
Juneau, AK 99801

Phone: 907-465-3879 
Fax: 907-465-2069
Toll Free: 1-888-269- 
3879

FAX COVER

DATE: /c ^/c TIME:

TO: u / / f / f .

PHONE:

FROM:

FAX:

i / s / y ~ )

PHONE:

NUMBER OF PAGES: (INCLUDING COVER)

$ s / / / / g
NOTES:

/ K - ^ y  //) * A

A

This message is intended only for the use of the individual or entity to which it is addressed and may 

contain information that is privileged, confidential and exempt from disclosure under applicable law. If the 

reader of this message is not the intended recipient or the employee or agent responsible for delivering the 

message to the intended recipient, you are hereby notified that any dissemination, distribution, or copying 

of this communication is strictly prohibited. If you have received this communication in error, please 

notify us immediately by telephone and return the original message to us at the address listed above. 

Thank you.



A M E N D M E N T  

OFFERED IN THE SENATE 

TO: CSHB 8 (Fin) am

Page 1, lines 13-14

DELETE: "S tate Board of Registration for Architects, 
Engineers and Land Surveyors"

INSERT: "A laska Professional Design Council"



Amendment

CSHB8 -  Legislative Pioneer Road D evelopm ent Task Force 

INSERT:

After Page 3, Line 30:

(26) C hena/C ircle H ot Springs Loop

(27) Any other road that the task force feels m erit review.

BACKGROUND:

This am endm ent w ould add the C hena/C ircle H ot Springs Loop Road to the list 
of road projects to be exam ined by the task force. The proposed road w ould 
create a road from Chena H ot Springs to Circle H ot Springs, thus allowing a loop 
from the Steese H ighw ay to Chena H ot Springs Road. The loop road has been 
proposed m any times over the years and it w ould be beneficial to have an 
updated  report as to the feasibility of this project.

Offered in Senate Transportation Senator Gary Wilken



2 2 -L S 0 1 0 2 \L A .l
U te rm o h le

2/21/01

OFFERED IN THE SENATE 
TO: CSHB 8(FIN) am

1 Page 4, following line 8:
2 Insert a new subsection to read:
3 "(i) In this section, "rural area" means an area of the state that is not on the paved road
4 system, that is not on the route of the Alaska marine highway system, and that has a
5 population of less than 5,000."

A M E N D M E N T

L -1-
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DISTRICT OF STEWART ID = 6 0 4 6 3 6 2 4 1 7  APR l O ’ Ol 1 3 : 0 9  N o . 001  P . 02

D is t r i c t  O f  S t e w a r t
Post Olden BOX /IK)
Siowart, British Columbia 
VOT 1WO
lei (250) 030-2291
Fax (250) G36-2C17
Cmail: dofstewart('A>liotmail.com

April 10. 2001 

Don Stnillt
Alaskan Senate Transportation Committee 

Dear Mr. Smith:

Re: Banrifleld/Craig Rond

It lias come to our attention that the proposal to construct a road from the Alaskan Panhandle to 
1 lighway 37 in British Columbia has arisen once again.

It is the understanding of the District of Stewart that the road woi*r j connect a deep sea port in 
the Bradfield Canal to the existing Eskay Creek mining road and Highway 37 at Bob Quinn.

This proposal was reviewed by the British Columbia Ministry of Transportation & Highways in 
1996. A1 that time the Province expressed no interest in this project for several reasons. One 
being, the questionable economic benefits to the Province by exporting Provincial resources 
through at) Alaskan Pori.

Currently, the District of Stewart has embarked on an industrial economic plan of which identities 
the resources of the Cassiar area as a key to the long term success of the economic plan.

The District of Stewart is opposed to any project that would see the movement of those resources 
through any other port as it would be a severe dctrimcnl to the future stable economy of the 
Stewart/Hydcr area,

The port of Stewart & Hyder currently serves the resources of the Northwest and the District of 
Stewart would gladly entertain any negotiations on a plan to enhance the port facilities to handle 
any further products or resources that require transportation from this region.

If you wish to discuss this or any other matters, please contact me @ (250) 636-2251 or fax (250) 
636-2417.

Deputy Mayor



P L E A S E

PLEASE PRINT:
NAME ADDRESS (MAILING & ZIP)

REPRESENTING
(N o  A c ro n y m s  P lease )
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A M E N D M E N T  

OFFERED IN THE SENATE 

TO: CSHB 8 (Fin) am

Page 1, lines 13-14

DELETE: "State Board of Registration for Architects, 
Engineers and Land Surveyors"

INSERT: "Alaska Professional Design Council"



P.O. B o x  110806, Ju n e a u , A K  9 9 8 1 1 -0 8 0 6
T e le p h o n e : (9 0 7 ) 4 6 5 -2 5 3 4  • F ax : (9 0 7 ) 4 6 5 -2 9 7 4  • Text Telephone: (907 )465 -5437  
E m a il: L ic e n s e @ d c e d .s ta te .a k .u s  • W e b s ite : w w w .d c e d .s ta te .a k .u s /o c c /

ALASKA BOARD OF REGISTRATION FOR ARCHITECTS, ENGINEERS 
AND LAND SURVEYORS (AELS)

M arch 6 , 2 0 0 1

R epresentative N o rm an  R o keb erg
State C apito l
Juneau, A K  9 9 8 0 l - l  182

D ear R epresen ta tive  R o keb erg ,

The A E LS B oard  he ld  its qu arte rly  B oard m eeting  on  F ebruary  15-16, 2001 and d iscussed  a bill you 
introduced, H B  8, an  A ct e stab lish ing  the L eg isla tive  P ioneer R oad  D evelo pm en t T ask  F orce, and 
p rovid ing  fo r an  effective  date.

O ne p ro posed  p ro v ision  o f  th e  bill is for th e  S ta te  B oard  o f  R eg istra tion  for A rch itec ts , E ng ineers an d  Land 
Surveyors to  d es ig n a te  a c iv il eng ineer to se rv e  on th e  task  force.

The A E L S B oard  d o es  not feel that it is the ap p ro p ria te  body to  d esign ate  an en g in ee r to  serve on th e  task 
force. T he A E L S  B o a rd ’s m ain  purpose is to  license design  p ro fess io n a ls  and  to  en su re  pu b lic  health , 
safety, and w elfare  by  se tting  m inim um  levels o f  co m petency  fo r p ro fess iona ls  th rough  education , 
experience, an d  ex am in ation .

T here  are sev era l p ro fess iona l en gineering  so c ie ties  tha t m ay b e  ab le  to  assist yo u  w ith  a  recom m end ation  
and m ay be m o re  ap p ro p ria te  to  assist the p ro p o sed  task  force. T h e  A E L S  B o ard  ap p rec ia tes  y o u r 
co nsid eratio n  o f  the im portance  o f  en g ineering  p ro fessiona ls to  be included in in is p rocess.

T hank you fo r y o u r co n sid era tio n  in th is m atter.

S incerely ,

R o bert M iller, P h .D .,P .E . 
V ice-C h air

"Promoting a healthy economy and strong communities"

mailto:License@dced.state.ak.us
http://www.dced.state.ak.us/occ/


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

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

JUDICIARY COMMITTEE. CHAIRMAN 
LABOR & COMMERCE COMMITTEE, MEMBER 
LEGISLATIVE COUNCIL. MEMBER 
SPECIAL COMMITTEE ON ECONOMIC DEVELOPMENT 8 

TOURISM. MEMBER

website: hltp:\\www.akrepublicans.org\Rokeberg.htm

COMMITTEE ASSIGNMENTS:

Representative Norman Rokeberg
e-mail: Representative_Norman_Rokeberg@legis.state.ak.us

Sponsor Statement for CSHB 8 (FIN) am 
PIONEER ROAD DEVELOPMENT TASK FORCE

INTERIM:
716 WEST ATH AVENUE, SUITE 350 
ANCHORAGE. AK 99501 
PHONE: (907) 209 0117 
FAX: (907) 209 0119

SESSION:
ALASKA STATE CAPITOL 
JUNEAU. AK 99801-1182 
PHONE: (907) <165-1908 
FAX: (907) J65-20-10

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

CSHB 8 (FIN) am establishes a Legislative Pioneer Road Development Task Force 
whose duties would include: research existing plans for road development in the 
state, identify roads that are important to Alaska's future economic development, 
study feasibility of developing or upgrading roads in order to promote future 
economic development, determine availability and source of funds to develop or 
upgrade those roads, review alternative funding sources for ongoing maintenance, 
and establish a priority ranking for projects to develop or upgrade those roads 
identified by the Task Force. The Task Force would include various members as 
described in the legislation.

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

The Task Force would complete its work and make recommendations in January 
2002 and tbe legislation is repealed March 15, 2002.

ED4:02/15/2001

http://www.akrepublicans.org/Rokeberg.htm
mailto:Representative_Norman_Rokeberg@legis.state.ak.us


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

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

JUDICIARY COMMITTEE. CHAIRMAN 
LABOR & COMMERCE COMMITTEE. MEMBER 
LEGISLATIVE COUNCIL, MEMBER 
SPECIAL COMMITTEE ON ECONOMIC DEVELOPMENT &

TOURISM. MEMBER

website: hltp:\\www.akrepublicans.org\Rokeberg.hlm

Representative Norman Rokeberg
e-mail: Representative_Norman_Rokeberg@legis.state.ak.us

INTERIM:
716 WEST 4TH AVENUE. SUITE 350 
ANCHORAGE. AK 99501 
PHONE: (907)269-0117 
FAX: (907) 269-0119

SESSION:
ALASKA STATE CAPITOL 
JUNEAU. AK 99801-1182 
PHONE: (907) <165-4968 
FAX: (907) <165-20-10

SECTIONAL ANALYSIS 
CSHB 8 (FIN) am

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

Prepared by: Rep. Norman Rokeberg

Section 1: Creates the Legislative Road Development Task Force. Sets forth
membership and objectives of the Task Force. Lists some roads that may be 
considered with particular emphasis. Task Force is to meet as frequently as it 
desires and may meet and vote by teleconference. Compensation not to be paid to 
Task Force members but per diem and travel may be paid for all except legislative 
and commissioner members. A written report is to be presented to the Legislature 
and the Governor before the Second Session of the 22nd Alaska State Legislature, 
which convenes in January 2002.

Section 2: Act is repealed March 15, 2002.

Section 3: Immediate effective date.

ED 4:02/15/2001

http://www.akrepublicans.org/Rokeberg.hlm
mailto:Representative_Norman_Rokeberg@legis.state.ak.us


F I S C A L  N O T E

Revision D ale:   Doparlm enl A llec led : Legislative Affairs Agency
Title: ‘ An Acl establishing the Legislative  BRU: ____________Legislative Council_________
Road Developm ent Task Force; and providing...._______  _______ _____________________________
Sponsor: Representative Rokeberg________________  Component: Council and Subcommittees

Fiscal Nolo Number  ________ |___________
STATE O F ALASKA Bill Version. _________ CSHB 8(TRA)
2001 L E G IS L A T IV E  SESSIO N  III) Publish Dale  0|Z2M1

Requestor: House Transportation

Expenditures/Revenues: (Thousands of Dollars)

COMPONENT SERIAL NO: L

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

C APITAL 0 0 0 0 0 0.0

REVENUE FUND SOURCE 0 0 0 0 0 0.0

FUNDING: (Thousands ol Dollars)
GENERAL FUND 
FEOERAL FUNDS 
OTHER FUND SOURCE 
TOTAL

9.8 0 0 0 0 0.0

9.8 0 0 0 0 0.0

POSITIONS:
FULL-TIME 0 0 0 0 0 0.0

PART-TIME 0 0 0 0 0 0.0

TEMPORARY 0 0 0 0 0 0.0

Estimate ol current year impact:

ANALYSIS: (Attach a separate page il necessary) HB8 establishes a thirteen member Legislative Road 
Development Task Force. The task lorce will be com posed o l 9 public members, 2 Legislators, and 2 state 
officials. The task lorce shall identity roads that are im portant to the future economic development o l the state, 
study and research the feasibility ol upgrading roads, and establish a priority ranking lor projects to develop 
or upgrade those roads. The task lorce shall subm it a report of its findings to the Legislature and the G overnor 
oelore the 2nd session of the 22nd Alaska State Legislature convenes.______________________________________

r U Phone: 455-3052

Division: Administrative Services
:------ ^ ---------------------- *------------------------

Date: l

Approved By: Pamela A. Varni, Executive D irector % / b  t b d U J f l h A u  ,

Agency: Legislative A llairs Aaency Date: 11 > 4 0 1

Distribution (by preparer): Leg. Finance, Legislative Sponsor, Requestor, OMB, G o v ., & Impacted Agency(ies).
Page 1 o l 1
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General Teamsters Local 959 State of Alaska
ANCHOGAGL ALASKA 99MU. 510 f 34DtAVl (9G7) 565-8I22 I AX (907) 565-6265 GEHAU) I. rtOOD, Soaolâ r-licnuro

AHiluillrn frith InthrnMhrnHl BrvthHftioMI rt 7*1in.Mrri

FAJflLAKKS. ALA5KA 90707. 90 Bu> 70609 ( 907) A5J-29S9 FAX (907) 452-S051JUNLAU. ALASKA 90W/V SOf Wll'ouonby (907) 586-322S FAX (907) 586-1227KFNAI, ALASKA 99611, FO. BOX 315C (907) 283-A496 FAX (907)263-6000
January 12, 2001

Representative Vic Kohring 
Chair
Transportation Committee .
State Capitol JAN 1 6 2001
Juneau, AK 99801
Re: HB 8 Legislative Road Development Task Force
Dear Representative Kohring:
On behalf of the thousand of Teamsters that we represent throughout the State and many of 
whom transport goods on our road system, I would like to go on record in support of HB 8. The 
long-term viability of our State, as you and your committee members are aware, is dependent on 
a strong road system structure. We support the intent of this bill to identify those systems 
important to future economic growth and development throughout the State.
We also strongly believe that the intermodal transportation system needs to be considered as the 
task force looks at future development of our road systems. Due to the vast area of our State, the 
effective interlinking of our various transportation systems is the key to our successful ability to 
transport goods and provide an effective road system for the motoring public as well.
It is further imperative that the financial supoort of such development needs to be included in any 
and all considerations. Like any other inf astructure, the financial support to build must include 
a commitment to maintain such road structures in the future.
We appreciate your time and consideration in hearing this bill and your support in assuring that 
our road systems meet the needs and concerns of all Alaskans, not only in furthering economic 
development, but for the general motoring public as well.
Sincerely,
TEAMSTERS LOCAL 959

cc: Transportation Committee Members

F :\Horne\P0a!e5\bhMegis\hl>8 roa-1 .wpd
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Office o f the C om m issioner
P.O. Box 110800, Juneau, AK 99811-0800
Telephone: (907) 465-2500 • Fax: (907) 4C5-5442 • TDD: (907) 465-5437 
Email: questions@dced.state.ak.us • Website: www.dced.state.ak.us/

January 17, 2001

JAN 2 3 2001
The Honorable Norman Rokeberg 
Alaska House of Representatives 
State Capitol, Room 118 
Juneau, AK 99801-1182

l \  W  'Dear Representative Rokeberg:

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

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

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

Sincerely,

Deborah B. Sedwick 
Commissioner

Cc: Robert Poe, Executive Director, AIDEA

"Promoting a healthy economy and strong communities"

mailto:questions@dced.state.ak.us
http://www.dced.state.ak.us/
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ASSOCIATED GENERAL CONTRACTORS of ALASKA
-40-11 I! STREET • ANCHORAGE, ALASKA 99503 
P.O. BOX 240609 • ANCHORAGE, ALASKA 99524-0609 
TELEPHONE (907) 561-5354 • FAX (907)562-6118

J a n u a r y  1 5 , 2001

R e p r e s e n t a t i v e  Norman R o k eb e rg  
A la s k a  S t a t e  L e g i s l a t u r e  
S t a t e  C a p i to l  (MS 3100)
J u n e a u , A la s k a  9 98 0 1 -1 1 8 2

R e: H ouse B i l l  8 - "An A ct e s t a b l i s h i n g  th e  L e g i s l a t i v e  
Road D ev e lo p m en t T ask  F o r c e ;  and  p r o v id i n g  f o r  an  e f f e c t i v e  
d a t e  "

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

The A s s o c ia t e d  G e n e ra l  c o n t r a c t o r s  o f  A la s k a  s u p p o r t  t h i s  
b i l l  and  i n i t i a t i v e .  F o r  A la s k a  t o  grow  an d  d e v e lo p  i t s  
n a t u r a l  r e s o u r c e s  we n e e d  a d d i t i o n a l  r o a d s  t h a t  w i l l  c o n n e c t  
r e m o te  p a r t s  o f  th e  s t a t e  w i th  c o m m u n itie s  on th e  ro a d  
s y s te m . I t  h a s  b e e n  many y i .a r s  s i n c e  A la s k a  b u i l t  a  nev; 
r o a d  and  a c t i o n  i n  t h a t  d i r e c t i o n  i s  lo n g  o v e r d u e .  T h is  
t a s k f o r c e  c a n  a d d r e s s  th e  p r i o r i t i e s  o f  th e  S t a t e  an d  t h e  
r e p o r t  w i l l  b e  a u s e f u l  t o o l  t o  im p lem e n t a p ro g ra m  o f  
d e v e lo p m e n t .

We lo o k  fo rw a rd  t o  w o rk in g  w ith  you  on t h i s  b i l l .

S i n c e r e l y ,

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

FAIRBANKS
P.O. BOX 60005 • FAIRBANKS, AK 99706

(907) 452-18119

KENAI
405 OVERLAND, SUITE 102 • KENAI, AK 99611 

(907) 283-5678
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January  I ft. 2001 

H o norab le  N o rm an  R o k eb erg

JAN 2 4 2001
Juneau , A K  99801

RE: H o use  B ill 8, L eg is la tiv e  Road D evelopm ent T ask  Force 

D ear R ep resen ta tiv e  RokebuTg,

T h jn k  you  fo r Me o p p o rtu n ity  to conuncn! on H ouse B ill 8 w h ich  w o u ld  estab lish  a L eg isla tive  
Rond D ev elo p m en t T ask  F o rce . T his bill w ill p ro v id e  a  needed v enue  Tor d iscu ss in g  u lieron livcs 
For new  roads tha t ure needed . T he S tale  p lann in g  process has ly p in illy  focused  on  rep a ir  mid 
m ain tenance o f  e x is tin g  roads but hits not effective ly  ad d ressed  the  n eed  Tor new  roads.

W e w ould  re c o m m en d  one c h jn g c  lu I ll)-8  an d  this is to  ad d  one ad d itio n al ro u te  in to  S ection  
1 thnt w o u ld  b e  co n sid ered . Th is is a s  follow s:

(2.1) a  road  from  th e  D alton H ighw ay  w est to the A m b ler co p p e r d is tric t;

T h is  road  w as co n tem plated  In A N II.C A  w here  sp ec ific  lan g u ag e  w as inc luded  
to  en su re  a righ t o f  w ay w ould  be a llo w ed  in follow  th is rou te . It w o u ld  be 
ap p ro p ria te  for the Tusk Force to ev aluate  w h e th e r the  tim e h as  co m e In develop  
th is road.

We ap p rec ia te  tha t th e  A lask a  Federation  o rN a tiv e s  is rep resen ted  o n  the T ask  Force an d  ob serv e  
that su p p o rt from  lo ca l N a tiv e  g roups w ill he essen tia l for new  roads th a t in v o lv e  ih c ir  h in ds and 
regions. T h e se  N a tive  C o rpora tion s an d  Ihcir v illages have m uch to g a in  i f  roads arc dev e lo p ed  
and th e y  a lso  h ave  co n ce rn s  an d  view s that sh ou ld  be co nsid ered  by  the  T ask  F orce.

Thank you  fo r the o p p o rtu n ity  to  com m ent on  th is bill. W e look fo rw ard  m w o rk in g  w ith  y o u  as 
it m ove forw ard .

Sincerely,

Steven C. Borell, 1*.E.
Executive Director

JPtt 20 2001 12H 5 90 7  56 3  9 2 25  PA G E. 0 2
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H B  8: Leg is lative  P ioneer R oad  D e ve lo p m e n t Task Force

TO: Representatives
DATE: February 14,2001

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

•  The Task Force is stacked with pro-road advocates.

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

« The bill has no provision for meaningful public process.

Alaskan history has shown time and again tliat road projects can be very controversial. The Task Force must be 
mandated to provide meaningful public process by holding local hearings and notifying citizens of comment 
periods for each and every road proposal under consideration. The Task Force must be funded sufficiently to 
provide for this process.

•  This legislation is backward looking.

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

W\_
Susan Schrader, Conservation Advocate

Conserve Alaska. I t ’s Only Natural.

mailto:unite@akvoice.org
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S t a t e  m u s t  i m p r o v e  t r a n s p o r t a t i o n ,  m i n i n g  s e s s i o n  t o l d

By DIANA CAMPBELL 
Staff Writer
ANCHORAGE—Alaska has enormous economic potential for mining despite a poor 
transportation infrastructure and rigid environmental rules, said Cominco President 
David Thompson.

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

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

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

For instance, zinc is used to galvanize steel and increases its life three times, Thompson said. Zinc is used 
to galvanize steel in the automotive industry and in household appliances. That cuts down on the need for 
smelting plants that are responsible for 23 million tons of greenhouse gases annually, he said. Cominco's 
zinc would help reduce that, he said.

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

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

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

"It's like how people think milk comes from a milk carton in the store," he said.

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

"A lot o f federal laws are broad based, and they are written to cover a lot of situations in the Lower 48," he 
said. "Any time you have your regulations at a state level, you have an opportunity to write reasonable 
regulations."
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More state money needs to go into the state Department of Natural Resources and the state Department of 
Environmental Conservation, many in the mining industry say.

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

"Local people understand environmental concerns," Borrell said.

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

The mine is the largest zinc producer in the world. In 1999 Red Dog produced 521,000 tons of zinc and 
announced $123 million in operating profit.

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

By DIANA CAMPBELL 
Staff Writer
ANCHORAGE-North Star Exploration Inc. has announced promising results of 
recent assays from test holes near Northway.

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

"With one drill hole, we ran into something pretty sweet," Bundtzen said.

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

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

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

One ore sample showed gold at 2.865 ounces per ton or $757.85 per ton. The least amount in the same 
drilling was 0.535 ounces of gold per ton or $141.43. In comparison, Fort Knox Gold Mine mills ore at
0.0245 ounces per ton.

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

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

Ow'ncrs of the Ogopogo project are hoping the same rich geology that produced the Pogo mine's 5.6 
million ounces of gold for Teck Resources and Sumitomo will do the same for them.

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

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

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

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

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



E U R E K A  TO  RAM PART RO AD  L O C A T IO N  STUDY
I. PURPOSE AND NEED

The citizens of Rampart desire year-round surface access to improve their social and economic 
conditions. There is no reliable road access linking Rampart to the State highway system. 
Community activism placed the project on the State’s 20-year transportation plan. The community 
lies on the south bank of the Yukon River, approximately 161 kilometers (km) (100 miles [mi]) 
northwest of Fairbanks (Fig. 1).

The road would extend 40 km (25 mi) northward ■from Eureka on the Elliott Highway to Rampart. It 
would follow the approximate route of the wagon trail constructed in 1906 by the Alaska Road 
Commission to transport mail and supplies to gold miners at Rampart. In 1963, the Alaska 
Department of Highways converted 12 km (7 mi) of trail into a gravel road from the Elliott Highway 
to Joseph Creek. Further work was suspended when construction funds were diverted to repair roads 
in southern Alaska damaged by the 1964 “Good Friday" earthquake. A portion of the 1963 road and 
an additional 3 km (2 mi) up to Lost Creek were rebuilt by ADOT&PF in 1983, and another 3 km (2 
mi) at the north end has been improved over the years by Rampart residents. Beginning at Eureka, 
ADOT&PF maintains the first 3 Ion (2 mi) of the existing road. The remaining 22 km (14 mi) of 
trail has not been upgraded. Local residents provide minimal maintenance on the rest of the 
roadway and the trail.

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

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

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

Eureka Rampart Road 
Project No.STP-0682( I )/65 855

Environmental Assessment 
April, 1999
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T A N A N A  C H I E F S  C O N F E R E N C E ,  I N C

Yukon Tanana Subregion 
1302 21st Avenue 

Fairbanks, Alaska 99701 
(907)459-3930 /  •

November 11,1996

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

Dear Mr. John Rezek, P.E.
Endosed is a copy of Tanana Chiefs Conference/' 'ukon Tanana Subregional Advisory 
Board resolution 96-07. Resolution 96-07-'Continued Support of 'he Rampart-Eureka 
Road -was passed and approved by the Advisory Board on Oct. 23, 1996.
The Subregional Board consists of the villages of Alatna, Allakaket, Evansville, 
Fairbanks, Hughes, Lake Minchumina, Manley, Minto, Nenana, Rampart and Tanana. 
The road has been supported by the villages of the subregion for almost ten years.
The proposed Eureka-Rampart Road has been a community goal of Rampart since the 
early 80’s; and was submitted to the State Transportation Improvement Plan (STIP) for 
several years for consideration as a road project.
Our Subregional Office looks forward to the proceeding of the location study and 
environmental analysis. We want to be involved and will attend the Scoping meeting 
scheduled for Fairbanks.
Thank you.

Sincerely,
TANANA CHIEFS CONFERENCE. INC.

Oscar Frank, Jr.
Community Resource Coordinator
cc: Rampart Village Council >

B-17



UNORGANIZED BOROUGH

RA M PA RT 

Project Name 

jAiiport Improvements

Description

Reconstruct Hie runway and snloly area

Cost Need ID GIP Priority Score 

S134 AV

jEureka to Rampart Road

I

R lil)  l l l iV IL  

Pro|ecl Name

jAiiport Improvements

Construct approx. 14 miles ol two lano. gravel road lo complelo connection betvroon 
Eureka, on the Elliott Highway, and Rampart, on the Yukon Rrvor. Tlvo entire route Is 
.approx. 26 miles long. The pro|ed emails construction ol the center section and 
localirod Impiovomonls on previously Improved sections.

Description

Reconstruct the aiiporl lo meet curronl standards. Construct a nevr apron and lanway. 
snow removal equipment building, and puidiaso a new grader.

12.600,000 3705 CTP 76

Cost Need ID GIP Priority Scoro

1.500,000 5657 AV I 80

RUBY 

Project Namo 

Ruby lo McGrath Road

Description

Hew road construction lo connect Ruby and McGrath

Cost NoodID GIP Priority Scoro 

3096 CTP 3

RUSSIAN MISSION 

Project Name 

jLandlilt Road

.Local Streets

i
|Nuw Housing Roads 

iRunway Rehabilitation

Description

Construct 3.'4 mile long road lo llio new tandl.tt

Ropair/reliabililate approximately 2 miles ol local streets Improvements include 
application ol dust pallalive.

Hew roads lor upcoming liousing.

Roalgn and extend Die runway; reconstruct apron, lauway and access road; raise 
grade lo mitigate Podding problems.

Cost Need ID GIP Priority Scoro

450.000 9918 CTP I 124

330.000 3697 CTP 3

200.000 3698 CTP • 3

2.700,000 5136 AV 112

a*;

A ) '
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Tanana Tribal Council 
P 0 . Box 130 

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

January 7, 2000

Rampart Village Council 
Rampart Alaska

Dear Council Members,

The Tanana Tribal Council discussed the Rampart -  Eureka Road and has decided to support your 

efforts in having the road buiit to Rampart. When the inirial request fo r  support came in, we did not realize 

or understand how important it was for the village o f  Rampart to have this road in place. .Vow, based on 

facts that your village has provided to us, we realize the very existence o f\our community is at stake here 

and we cannot stand by and allow vour community to become extinct. Without reliable transported on into 

a small community, such as Rampart, services only become fewer and fewer. The State ofAlaska has an 

obligation to protect and promote the viability o f  our village residents, regardless o f  their size. Without 

access into the rural areas o f Alaska, our State will ne\'er live up to its potential.

A resolution o f support is enclosed and i f  you need us to testify on your behalf, please give us a call and 

we will provide support for your village. Our very best in your endeavor.

- Sincerely.
- Q t j J .
sJulie  iW. Roberts 
Executive Director

Cc: Department o f Transportation



Tanana Tribal Council 
P.O. Box 130 

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

R e so lu tio n  01 -00  
T itle s : R e so lu tio n  o f  S u p p o rt fo r  th e  V illa g e  o f  R a m p a rt

W hereas: th e  T a n a n a  T r ib a l C o u n c il is th e  d u ly  c o n s titu te d  a n d  le g a l g o v e rn in g  b o d y  o f  th e
fed era lly  rec o g n ized  In d ia n  T r ib e  o rg a n iz e d  a s  th e  N a tive  V illage  o f  T a n a n a ; a n d

W hereas: th e  R a m p a rt V illag e  C o u n c il has req u ested  o u r  s u p p o r t  in  h a v in g  th e  p ro p o s e d  R a m p a rt -
E u reka  R oad  bu ilt: a n d

W h ereas: trib a l m e m b e rs  o f  th e  T a n a n a  T riba l C ounc il c u rre n tly  re s id e s  in  th e  v il la g e  o f  R a m p a rt
an d  s tro n g  fam ily ties h a v e  e x is te d  fo r m a n y  y ears ; an d

W h ereas; th e  s a fe ty  a n d  g e n e ra l w e lfa re  o f  the  peop le  o f  R a m p a rt is o f  th e  u tm o s t im p o rta n c e  to  th e
T an an a  T rib a l C o unc il; a n d

N ow  T h ere fo re  Be it R e so lv e d  th a t th e  T a n a n a  T rib a l C o unc il h e re b y  re q u e s te d  th e  S ta te  o f  A la sk a ; th e  
B u reau  o f  Ind ian  A ffa irs  a n d  C o n g re ss  to  fu lly  su p p o rt fu n d in g  to  b u i ld  th e  R a m p a rt -  E u re k a  R o a d  fo r  the  
G en era l w ell b e in g  a n d  e x is te n c e  o f  th e  v il la g e  o f  R a m p a rt A laska.

P assed  a n d  A p prov ed  th is  ^  d a y  o f  <J . 2000. b y  th e  T a n a n a  T rib a l C o u n c il se a te d  in
Q u o ru m . Q

S igned : D a te : ' 2 . « > o o ___
C h airw o m an

Attest:_ /YZ/LAct f  /jL icC,—
Secretary





The Rock Creek Nome Area Road 
January 27,2000

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

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

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

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

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

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

GP:sp
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GLACIER CREEK ROAB 
H oic, A laska  

ENVIRONMENTAL ASSESSMENT

Glacier Creek

A la s lu  Departm ent of T ransporta tio n  
and Pu b lic  Facilities 

N orthern R eg ion- W estern  D istrict 
D iv is ion  of Design and C o nstru ction  

Environm enta l Section
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CHAPTER I PURPOSE AND NEED
The Alaska Department of Transportation and Public Facilities (ADOT&PF) in 
cooperation with the Federal Highway Administration (FHWA) is proposing to either 
upgrade or reroute Glacier Creek Road in Nome Alaska. The proposed project's 
objective is to enhance economic development. Glacier Creek Road accesses 
numerous gold mining operations with new development and exploration expected 
during the next several years.
The proposed project would provide an all-season, year-round1 access road to areas 
that are believed to contain large mineral deposits. The existing road was originally 
constructed as a sidehill cut for much of its length and is therefore susceptible to early 
and lengthy closure due to snow accumulation.
Glacier Creek Road has major deficiencies, especially for heavy equipment. Grades 
on the existing road are severe, and when combined with the many sharp curves sight 
distance becomes severely limited. The existing road is approximately 4.3 meters [14 
feet] wide, is gravel surfaced, and without shoulders. There is very little room for 
maneuverability or passing. These aspects are a hinderance for drivers, especially 
when a vehicle breaks down, becoming more extreme when operating larger 
equipment.
Several large gold deposits have been identified in the vicinity of Glacier Creek Road 
by private sector exploration firms. Reports from both federal and state agencies have 
also documented the potential for economic lode gold deposits in this area. 
Additionally, there are several gold mines currently in production. However, the

’ Currently, Glacier Creek Road is noi maintained during the winter.



operation of these current mining ventures are sometimes hindered by the length of 
time the existing road is open to traffic.
Currently, mining companies are in the process of defining the Rock Creek ore body, 
in the anticipation of bringing it into production. (Rock Creek crosses the existing 
Glacier Creek Road at about 1 kilometer [V* mile]) beyond Glacier Creek. Exploration 
of the entire area is under the "Rock Creek" designation and encompasses nearly
13.760 hectares [34,000 acres]. An adjacent 14,165 hectares [35,000 acres] tract is 
also being explored. Until recently, these two tracks were being explored by separate 
companies. The Kennicott Mining Company has assumed Newmont Exploration's
13.760 hectare [34,000 acres] track.
It is estimated that between 100-200 jobs would be created if a new mine were to begin 
production. This is a significant economic boost to an area which has a labor force of 
about 3,000 and an unemployment rate typically near 10 percent.

CHAPTER II ALTERNATIVES
Four alternatives have been evaluated for this proposal. They are the no-action (or no­
build), upgrade the existing roadway alignment, and two options to re-route the road.
All of the build alternatives would have a finished road width of 5.5 meters [eighteen 
feet] including shoulders. The typical section for the build alternatives would have 
foreslopes varing from 1:4 to 1:1 % [4:1 to 1 VS:1]. Design criteria recommended with all 
build versions would result in horizontal curves at or above the minimums. Other 
recommendations include flatter grades, and hand clearing alders and willows out of 
the right-of-way to help facilitate snow removal. The proposed facility would require 
additional right-of-way to establish a corridor width of approximately 30.5 meters [100 
feet].

- Page 2 -
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Alternatives 3 & 4
Re-route Glacier Creek Road

Two locations were considered for realignment. An alternate route on the west side of 
the Snake River (Alternative 4) was investigated and discarded because of its longer 
length and higher cost; and a greater potential for environmental impacts, particularly 
with regard to crossing the Snake River. Because of its width, crossing the Snake 
would entail a bridge structure substantially increasing construction costs.
The recommended route, Alternative 3, starts on the east side of the Snake River, 
approximately 10 kilometers [6.3 miles] on the Bob Blodgett Nome-Teller Highway 
traversing into the Snake River valley and intersecting into the existing Glacier Creek 
Road near Kilometer . 9 [Mile .5.6], From this point, the existing .Glacier Creek Road 
would be upgraded to Rock Creek. The approximate length would be 6 kilometers [3.6 
miles].
A spur road connecting the new alignment with the existing Glacier Creek Road south 
of Glacier Creek is also proposed to access the area to eliminate the need for a new 
and additional crossing of Glacier Creek. This spur road v.'ould be about one-quarter 
mile long (approximately 400 meters). Two 3.7-meter [12-foet] culverts would replace 
the existing road crossing at Glacier Creek.
The topography along this alignment is flat, open terrain with sparse vegetation 
consisting of a combination of alpine tundra/barren ground system, with alders and 
willows lining the numerous drainage channels. Underlying soils are primarily 
undisturbed tundra consisting of fine material with a high moisture content that is 
interspersed with ice lenses.

The major advantage of this alternative is that it allows the desired all-season capability 
with minimal maintenance efforts. Another cost saving would be realized by 
incorporating an overlay throughout the proposed alignment and hand-clearing alders
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and willows to the right-of-way limits. This in turn would reduce snow drift accumulation 
on the road’s surface enhancing vehicle safety and minimizing maintenance costs.
A potential disadvantage with this alternative is possible differential settlement of the 
embankment placed over undisturbed tundra. Although eventually this type of problem 
generally reaches a point of equilibrium.
Right-of-way costs would be increased with this alternative. Land ownership along the 
proposed route is primarily native corporation lands.2 This alternative's alignment 
would for the most part, avoid the numerous patented mining claims, except near the 
end of the project where the many claims cannot be avoided.

Alternative 3
Preferred Alternative

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

:Thc Bering Straits Native Corporation has passed Resolution #2-4-94-2 granting a 
perpetual subsurface easement and restrictive covenant to the ADOT&PF to facilitate the 
Glacier Creek Road proposal. However, it is the village corporations who have been granted 
surface rights to the land.

- Page 6 -



TABLE 1
ESTIMATED COST

Alternative 1: No-Build
Phase 2: Design S 0
Phase 3: Righl-of-Way S 0
Phase 4: Construction S 0
Maintenance: Summer S 8,105
Maintenance: Winter ? P ..
TOTAL S 8J05• w *̂ -ur-w Jm %a m. a

Alternative 2: Upgrade Existing Route
Phase 2: Design S 300,000
Phase 3: Right-of-Way $ 521,909
Phase 4: Construction $4,054,334
Maintenance: Summer $ 8,105
Maintenance: Winter S 390.184
TOTAL $5,265.532.

Alternative 3: Re-route road
Phase 2: Design S 300,000
Phase 3: Right-of-Way S 159,770
Phase 4: Construction $2,947,854
Maintenance: Summer $ 4,053
Maintenance: Winter S 8.105
TOTAL • s a A i s j R

Alternative 4: Re-route road
Phase 2: Design S 400,000
Phase 3: Right-of-Way S 234,013
Phase 4: Construction $4,866,526
Maintenance: Summer $ 4,053
Maintenance: Winter S 130.061
TOTAL £SL§34»3§3.

r>* . o**' *̂ 4* .«••-* •• f ' ****** *.'****.•• i***-'-*.......v  **«**.«• * ...........'  •*••••.». 4 ’ “ * • » .  .  . fW  « * ••< , » . !  J  '  ,  , ,  1 |  g  p «  >.•; J t  I  »4 A  f / *  A - *•> * ,—/■■«»•»•-I  «• »  \ « w v m w *  •«••«/■•¥ ■ , "  • '< • »•• #•
: r r v *  N O M E .  A L A S K A vv ''T ---« $ V S » .v ,';:i:s *  ; ; : r .v .. ■ -.i■:•/,•.:.*■ ̂ »3 

• >



R EQ U EST F O R  FUNDING 
PRELIM INA RY  EN G IN E E R IN G  AND DESIGN 

C R O O K ED  CREEK DONLIN C R E E K  M IN E  ROA D

P R O JE C T  B A C K G RO U N D

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

In 1988 and 1989 Western Gold Mining an Exploration Ltd. (WesiGold) spent $2 million 
drilling and trenching the Donlin Creek deposit. Based on their fieldwork they estimated the 
Donlin Creek gold reserve to be over 400,000 ounces. In 1995, Placer-Dome North America 
(PDNA) operated a $2 million exploration and drilling program. In 1996 and 1997 they 
extended S I8 million on additional drilling and exploration work at Donlin Creek, delineating a
3.6 million-ounce gold resource. Successful field results in 1998 produced an estimated 11.5 
million ounces of resource which could lend to a preliminary mine feasibility determination by 
the end of 1999.

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

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

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



PROJECT DESCRIPTION:

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

Work which needs to be completed as soon possible includes: a) a preliminary engineering 
analysis, including the delineation of alternative and initial cost estimates and; b) soil borings at 
critical points along the proposed road alignment and at potential material sites to determine soil 
suitability. A field program can be completed using locally available equipment and manpower 
during late winter and early spring. It is estimated that the preliminary engineering and design 
work will cost 5500,000 for engineering services and field studies. An engineering study will 
identify a suitable road alignment and determine construction costs. Other work needed is an 
examination of available mapping and further investigation into the environmental issues so the 
cost estimate can be finalized.

SUMMARY O F DESIGN STUDY SCOPE OF WORK BY TASK

1. Establish Land Ownership for route area
2. Control Survey GPS
3. Air Photo Mapping
4. Route Engineering
5. Geotech Field Work
C. Bridge, Drainage and Alignment Refinement
7. Environmental and Assessment
8. Cost Estimating

PROJECT JUSTIFICATION

The Kuskokwim Corporation, representing 10 villages in the upper Kuskokwim River, are in 
favor of this project. They will be sending in a resolution or letter of support for this project. 
Immediate benefits will be to employment of local residents during the construction of the road. 
It is estimated that during construction of the road it could employ in the neighborhood of 30-50 
employees. The road will provide a critical link between the Kuskokwim River, and the mine 
and campsite at American Creek and Snow Gulch. Without a road, it will be difficult to move 
equipment and materials to the mine site for the construction and operation of a producing mine. 
The development of a mine in the region will provide a significant amount of employment 
opportunities for many years to come. Provided the exploration site does become a mine it is 
anticipated that 600 employees will be needed during the construction phase, and thereafter for 
operations an estimated 400 permanent jobs will be needed.
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Corporation
601 W. 5th Avenue, Suite 200 • Anchorage, AK 99501-2226 • (907) 279-5516 Facsimile (907) 272-5060

March 31, 1999

The Honorable Ted Stevens 
United States Senate 
522 Hart Building 
Washington, D.C. 20510-0201

Dear Mr. Chairman:

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

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

• 2 miles of BLM lands
• 6.5 miles of ANCSA conveyed lands
• 1.5 miles of ANCSA selected lands
• 11 miles of State selected lands

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

If you need any further information please feel free to contact me at 
(907)279-5516'. Think you for your assistance and your attention in 
this critical matter.

Sincerely,

Ri___________
l*1 Vice President

c c :  R e p r e s e n t a t i v e  G a i l  P h i l l i p s



REQUEST FOR FUNDING 
PRELIMINARY ENGINEERING AND DESIGN 

CROOKED CREEK DONLIN CREEK MINE ROAD

BRQJE.CIJgACKGRQUND

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

In 1988 and 1989 Western Gold Mining an Exploration Ltd. (WcstGoId) spent S2 million 
drilling and trenching the Donlin Creek deposit. Based on their fieldwork they estimated the 
Donlin Creek gold reserve to be over 400,000 ounces. In 1995, Placer-Dome North America 
(PDNA) operated a S2 million exploration and drilling program. In 1996 and 1997 they 
extended SI8 million on additional drilling and exploration work at Donlin Creek, delineating a
3.6 million-ounce gold resource. Successful field results in 1998 produced an estimated 11.5 
million ounces of resource which could lead to a preliminary mine feasibility determination by 
the end of 1999.

The level o f exploration and financial investment PDNA is making at the Donlin Creek Project is 
a sign this area is considered a very advanced exploration property. The actual development cost 
for a mine facility will require an outlay o f  more than $300 million dollars. The construction of 
an access road is just one o f the costs associated with developing a producing mine. It is in the 
best interest o f the mining industry that the State of Alaska encourages the development of 
remote mines.

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

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

March 19, 1999

Representative Gail Phillips 
State Capitol, Room 411 
Juneau, Alaska 99801-1182

Dear Representative Phillips,
Thank you for your letter o f March 9th in response to my letter suggesting a new 
resource road in the Nome area. I am enclosing some information for your review 
from our files including:

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

The preferred alternative (#3) route would cost roughly three million to build. 
Summer maintenance is minimal ($4,000). This road would eliminate the sharp 
switch back at Anvil Creek and provide a shorter route into a known lode gold 
resource at Rock Creek. Published data from Kennecott Exploration indicate that 
the Rock Creek deposit has a resource o f ten million tons grading .075 ounces per 
ton or, 750,000 ounces o f gold.

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

Sincerely,

\ Y \ Q J p  --------
Thomas S. Sparks
Land & Resource Manager BSNC

P.O. B o x  1 0 0 8  •  N o m e ,  A la sk a  9 9 7 6 2  * ( 9 0 7 )  4 4 3 - 5 2 5 2  •  FAX ( 9 0 7 )  4 4 3 - 2 9 8 5



B E R irs iq  ST R A iT S N A T iV E  C o R p O R A T iO I N

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

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

R E C I T A L S
WHEREAS, approximately eight million dollars of private exploration funds have been 
spent during the period between 1987 to present to assess the potential economic 
mineral reserves at Rock Creek and surrounding lands; and

WHEREAS, the State of Alaska, residents of the community of Nome and residents 
throughout northwestern Alaska will benefit from such a road through increased 
employment opportunities, severance taxes, and increased economic development 
within the private sector; and
WHEREAS, the existing Glacier Creek Road has numerous switch backs and steep 
grades, which pose a threat to public safety and do not adequately provide access for 
exploration and development of known and inferred economic mineral reserves; and
WHEREAS, a new resource development road will provide for greater public safety, 
increased access for exploration and development, and decrease winter maintenance 
cost; and

WHEREAS, the new resource development road connecting the Bob Blodgett Nome 
Teller Highway to Glacier Creek Road has been identified as a Priority #3 in the 
Department of Transportation and Public Facilities October 1993 Draft List of Priorities; 
and

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

WHEREAS, this road will be ready for construction in 1994; and

WHEREAS, mineral development is imminent and is pending completion of 
construction of this road; and

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

P.O. Box 1008 • Nome. Alaska 99762 • Phone (907) 443-5252 • FAX (907) 443-2985
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R e p r e s e n t a t i v e  F r e d  D y s o n

Memorandum 04 -o5-« 9 poi =5S cfmd

May 4,1999

To: Gail Phillips

From: Fred Dyson ^

RE: Roads for Development j j ) ^  ^

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

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

A rebuilding of this road and the same sort of docks or ramps at the 
waterfront will open the Lake Iliamna country to:
(1) Easier and cheaper logistics (supply) for area residents and business. 

Now freight must go across the North Pacific, through False Pass, east 
through Bristol Bay and up the Kuichak River to Lake Iliamna. The 
transverse of the Kuichak Flats-is difficult at all times and impassable 
at low river periods.

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

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

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

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



B O R O U G HK E N A I  P E N I N S U L A
144 N. BINKLEY SOLDOTNA. ALASKA ■ 39669-7599 
BUSINESS (907) 262-4441 FAX (907)262-1892

December 29, 1999
DALE BAGLEY 

MAYOR

The Honorable Tony Knowles 
Alaska State Governor 
Post Office Box 110001 
Juneau, Alaska 99811-0001

Re: Kenai Peninsula Borough Resolution 99-088
Williamsport -  Pile Bay Road Upgrade______

Dear Governor Knowles:

Following discussion with the numerous parties that would benefit from an 
upgrade of the Williamsport -  Pile Bay Road, the Kenai Peninsula Borough Assembly 
adopted Resolution 99 -  088 on December 14, 1999.

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

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

Sincerely yours

Dale L. Bagley
Kenai Peninsula Borough Mayor

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



Introduced by: Mayor

Date: 12714/99

Action: Adopted

Vote: 7 Yes. 0 No, 2 A b se n t

KENAI PENINSULA BOROUGH 
RESOLUTION 99-088

A RESQLtfnriON IN S l>PO R 'fO F -T H E  W ILLIAM SPORT-PILE BAY ROAD 
'  UPGRADE PROJECT

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

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

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

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

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

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

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

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

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

SECTION 1. The Kenai Peninsula Borough strongly supports the Williamsport-Pile Bay Road 
upgrade project and supports the efforts of the Lake and Peninsula Borough to get the 
Williamsport-Pile Bay Road upgraded.

Kenai Peninsula Borough. Alaska Resolution 99-088
Page 1 o f  2
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January 14, 2000

Mayor Dale L. Bagley 
Kenai Peninsula Borough 
144 N. Binkley 
Soldotna, AK 99669-7599

SUB J: Williamsport-Pile Bay Road /  KPB Resolution 99-088

Dear Mayor Bagley:

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

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

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

we can keep making progress:

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

Peninsula Borough could help us achieve our immediate objectives on this project so that



upgrades. This could include replacement of the Iliamna River bridge. This is the 
bridge whose size is placing limits upon the number of fishing boats that can be 
transported across the road. A contribution from the KPB also seems appropriate 
because two o f the four bridges we are proposing to repair or replace are in the KPB.

• Memorandum of'Understanding on Maintenance: As you know, one of the reasons 
that this project does not appear in DOT/PF’s STEP is the feet that neither borough 
has agreed to accept responsibility for routine maintenance. It is our understanding 
that routine maintenance would cost approximately $50,000 to $60,000 per year 
maximum provided that major repairs were made first and we assume that the road 
will only be open in the late spring, summer, and fell. In other words, taking over 
routine maintenance responsibility might cost each borough between $20,000 to 
$30,000 per year. There are m a n y  other details to  work out o f course, but doing this 
would be a very significant step forward.

• Local Match for Military Operation: You may remember that we have asked the 
military to make improvements on the road as part o f a training exercise under the 
IRT program. They have expressed some initial interest in this project and if  they got 
involved, would probably do so in the summer o f 2001. They will require local 
participation and this could include cash, logistical support, planning and permitting 
support, housing and supplies for the troops, etc.

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

• Local Sponsorship / Corps of Engineers Project: Our borough’s most immediate 
objective is to improve this road so that it is possible to transport more freight 
including fuel, construction materials and equipment, and other goods and services. 
This will lower the cost of living and stimulate economic development in the Lake 
Iliamna and upper Bristol Bay region. It is also likely that our communities will begin 
purchasing more goods and services from the Kenai Peninsula rather than Seattle or 
other commercial centers. Eventually, we may shift our focus to improving the dock 
and port facilities at either end of the road. This will of course mean dredging and 
new dock construction at Williamsport. A 20% local cash match is usually required 
for Corps of Engineers Projects of this type. This is potentially a large financial 
commitment that we all should be aware of and planning for.

We believe it would be prudent to establish a meeting schedule and get together on a 
regular basis to discuss these issues. The MOU on maintenance, local match for the EDA 
grant, and research on land ownership are our most immediate concerns.

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



your staff, and the Assembly are welcome to visit us in King Salmon or in one of the 
‘ Lake Iliamna communities that would be most affected by this project. We hope to ear 

from your soon.

Glen Alsworth Sr. 
Mayor

c.

Governor Tony Knowles 
Commissioner Joseph Perkins 
Senator Lyman Hoffman 
Representative Carl Moses 
Senator John Torgerson 
Senator Gary Davis 
Representative Jerry Ward 
Representative Hal Smalley 
Representative Gail Phillips
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I N T R O D U C T I O N

This report explores the probably freight movement impacts of selected alternatives developed 
as part of the Southwest Alaska Transportation Plan. The analyses presented herein focus on 
the proposed Trans-Peninsula Roadway, which would create an new overland route from 
Williamsport, which lies on the western shore of Cook Inlet, down the Alaska Peninsula, 
terminating at Ivanof Bay, Between these beginning and endpoints, the road would also link the 
following communities:1

9 Pile Bay o Pilot Point
9 Pedro Bay • Ugashik
• Iliamna 9 Port Heiden
• Nondalton 9 Chignik Lagoon
• Igiugig O Chignik Lake
• Naknek • Chignik
O Egegik o Perryville

Ferry service linking the Kenai Peninsula with the Alaska Peninsula at Williamsport is proposed 
in conjunction with these roadway segments. Of the many transportation concepts explored and 
developed as part of the Southwest Alaska Transportation Plan, it is the propored roadway links 
and Kenai to Alaska Peninsula ferry service, which taken together constitute a regional surface 
network, that have the most potential to impact freight movement—as reflected in changes or 
shifts in mode split, intermodal transfer nodes, and shipping costs. For this reason, the probable 
freight impacts of the Trans-Peninsula Roadway System merit special attention. The freight 
movement impacts of two scenarios within this alternative are explored: (1) those impacts 
associated with implementation of the Trans-Peninsula Roadway System in its entirety; and (2) 
those impacts resulting from implementation of a select portion of the alternative, namely, the 
proposed roadway and improvements between Williamsport and Pile Bay, along with 
navigational improvements at Williamsport.
Rehabilitation of the existing Williamsport to Pile Bay Road has important freight movement 
implications in its own right, whether or not any other links are built. The existing Williamsport to 
Pile Bay road is a 15.5-mile gravel road with one drained, earthen lane and no shoulder. 
Historically, the road has been used to transport fishing vessels of the Bristol Bay gillnet fleet 
between Cook Inlet and Bristol Bay, which allows a safer, faster route than sailing around the 
Alaska Peninsula. However, the road and its bridges are in extremely poor repair. Portions of 
the road do not meet minimum width standards and are too narrow for current use. All of the 
bridges have sufficiency ratings below 50, and one has washed out and been dismantled. The 
major limitation restricting boat-haul traffic is the existing metal bridge across the Iliamna River, 
whose hterior dimension of 12 feet is too narrow for the typical gillnet boat. The project 
contemplated as part of this regional transportation plan would reconstruct and widen the 
existing road in accord with national design standards.2 Also included as part of this project

LevelocK could be added to this list, depending on which of two options were selected.

3 The project would rebuild the existing road to meet standards set forth for a rural major collector with an ADT of less than 250 
vehicles per day. os specified by the American Association of State Highway and Transportation Officials (AASHTO).

PARSONS
BRINCKERNOFF 1 Southwest Alaska Transportation Plan

Freight Movement Issues and Impacts



element would be navigational improvements at Williamsport, including dredging the approach 
channel, as recommended by the US Army Corps of Engineers in its 1995 study.
If this project were implemented, then it would become feasible (technically) to barge goods to 
Williamsport, truck them to Pile Bay, and then barge them to communities lying along the shores 
of Iliamna Lake. Goods could be moved down the Kvichak River to Bristol Bay between early 
August and late October, when the river is ice-free and when its water level is high enough to 
support navigation. The lake itself is navigable for six months a year, between May and 
October. As such, a marine shipper would need to dedicate a barge to serve Iliamna Lake 
communities during the six months the lake is navigable.3
Three challenging tasks had to be accomplished in order to quantitatively estimate the impacts 
of the roadway links proposed as part of the Southwest Alaska Transportation Plan: (1) 
documentation of existing freight movement patterns in the region-by mode, volume, direction, 
and commodity type; (2) development of freight demand forecasts by community and basic 
commodity type for the 2020 design year; and (3) development of a methodology with which to 
compare aggregate freight movement costs under both existing conditions and under the 
proposed infrastructure improvements. Each of these tasks was made difficult by the paucity of 
detailed and complete data on commodity flows by type, volume, seasonal split, shipping cost, 
or mode.
Moreover, to the author’s knowledge, to date, no systematic study of neight movement in 
Southwest Alaska has ever been undertaken.4 While this report constitutes an effort to develop 
a stronger, more empirically based understanding of the region's freight patterns and needs, the 
scope of the planning effort precluded the level of additional primary data collection that would 
be necessary to develop a suitably accurate, detailed understanding of how freight moves into, 
out of, and around the region.
Because of the many gaps in the data, and other data issues, such as comparability, the 
discussion and findings reported herein have had to be built on the basis of numerous 
assumptions. Although these assumptions are based on the best information currently available 
(absent a major new data collection effort), there is no denying that changing one or more 
assumptions could change the outcome significantly. In this case the ultimate outcome of the 
report is an estimate of total freight movement cost savings achievable by building a road from 
Williamsport to Ivanof Bay. In sum, the findings reported herein should be taken for what they 
are— a conceptual, planning-level estimate of costs and benefits. Even where data are 
available, problems exist in terms of their comparability. For example,
• While the US Army Corps of Engineers (COE) Waterborne Commerce Statistics Department 

collects data on marine shipments to and from Chignik, the Federal Aviation Administration 
(FAA) does not collect data on airborne cargo for this community. In fact, “complete’’ data 
sets, that is, COE, FAA, and AMHS, are only available for a handful of communities.

1 Another reason to explore the freight movement impacts of this project as a stand-alone element has to do with the fact that of
all the roadway links contemplated, this one faces fewer environmental and political obstacles than do the others. The 
Williamsport to Pile Bay segment may face fewer implementation obstacles because a roadway— albeit in poor repair and 
primitive— already exists. The project proposed as part of this transportation plan would renovate this road, paving it, widening 
it, and bringing it up to national standards. As such, the political and environmental issues surrounding most roadway projects
in AJaska would not be as formidable as building a new stretch of infrastructure through undeveloped wilderness.

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

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

• None of the available sources provide any indication of the value of goods shipped.
Insofar as these fairly disparate data sources had to be combined in order to develop a single, 
multimodal picture of overall volumes moved, mode split, and other measures, the level of 
specificity was determined by the “lowest common denominator." From the data it was possible 
to determine how much freight, in aggregate, is handled in Southwest Alaska; mode split by 
volume, and gross breakdowns of commodity type. Additional manipulations were used to 
develop a sense of freight movement in the many smaller communities for which no data at all 
are available. These analyses are discussed in Part 3.
Because understanding the nature, sources, and limitations of the data upon which the report is 
based is so important to interpretation of the results, the report begins with a discussion of the 
data sources themselves.

N O T E S  O N  T H E  F R E I G H T  M O V E M E N T  D A T A

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

P r i m a r y  S o u r c e s

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

AMHS provided the consultant team with access to its computerized database, which includes information on the volume of 
freight vans earned, by sailing, origin, and destination.
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T a b i e  1.

P r i m a r y  S o u r c e s  of Freight M o v e m e n t  D a t a

for S o u t h w e s t  A l a s k a

Freight Mode Primary Sources Type of Data SW  C om m unities fo r which 
da ta  are available

A ir Freight® Federal Aviation Adm inistration:

1. A irport Activ ity Statistics of 
Certificated Route Air Carriers

2. C om m uter A ir C arrier Activity

• Tons o f enplaned mail and 
cargo from  1987-95 for 
certificated route air carrier; 
from  1988 to 1996 fo r sm all 
certificated and com m uter 
a ir

•  Enplar.iU  ms are tons put 
on tLe airplane at the g iven 
legation carriers

Cold B ay Port Heiden 

D illingham  St. George 

Iliam na St. Paul 

K ing C ove  Sand Point 

K ing Salm on Togiak 

Kodiak Unalaska

AMHS Freight7 AMHS Database • Van volum es by num ber and 
van length

• Origin and destination fo r all 
ports served by AMHS

C hign ik  Kodiak 

Cold Day Port Lions 

False Pass Sand Point 

King C ove  U nalaska

Private Marine 
Freight

US Arm y Corps o f Engineers, 
W aterborne Com m erce Statistics 
Center

• Incom ing and outgoing
tonnage by freight category;

•  Petroleum and 
petroleum  products

•  Durable goods

• Fish and fisheries 
products

•  A ll other com m odities 
1986 to 1994

C h 'gn ik  Naknek 

Cold B ay O ld H arbor 

D illingham  Port Heiden 

•Egegik Port Lions 

False Pass St. George 

Iliam na St. Paul 

King C ove  Sand Point 

K ing Sa lm on Togiak 

Kodiak U nalaska

Data on cargo and mail shipped via air are available from the Federal Aviation Administration /Bureau of Transportation 
Statistics (BTS) from two sources: 1) Airport Activity Statistics of Certified Route Air Carriers and 2) Commuter Air Carrier 
Activity. These data provided the tons of enplaned mail and cargo from 1987 to 1995 for certified route air carrier, and from 
1908 to 1996 for small certified and commuter air carrier freight. For this analysis, data from more recent years was used, that 
is, 1990 to 1995 for certified route air carrier and 1990 to 1996 for small certified and commuter air carrier. The data (for both 
cargo and mail) from these data sets were summed for each year to develop an annual average for each airport. The data are 
collected as enplaned tons; i.e., cargo put on the airplane at the given location.

; Data on freight movement via AMHS were available from the AMHS Database, which provides van volumes, including each 
van’s length in feet, by origin and destination. Van volumes were converted to a tonnage unit based on length. To convert feet 
to tons, each foot was multiplied by 650 for total pounds, then divided by 2000. The authors acknowledge that this equivalent is 
imprecise, since vans' weights are not measured or recorded. Nonetheless, the 650-pound figure is a conservative estimate 
the reference for which Is TRB Special Report 223, 'Providing Access for Large Trucks' 1989, p. 177. Data were available for 
each year from 1908 to 1997. For this analysis, data was averaged for the more recent years of 1992 to1996, because the data 
set for 1997 appeared Incomplete.
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T a b l e  2.

Freight M o v e m e n t  S u m m a r y

for S o u t h w e s t  A l a s k a

C o m m u n i t y F R E I G H T  M O V E M E N T  M O P E T o t a l

T c n n a s e
A i r A M H S  V a n s P r iv a t e  M a r in e

Combined Air 
(tons of cargo & mail 

enplaned)

Origin Destination Total Average Total Average 
(incoming tons) (outgoing tons)

Total Reported

Akutan 8,300 11,200 19,500

Chignik 11 2 9,800 1,500 11,313

Cold Bay 782 8 29 3,100 900 4,819

Dillingham 4.372 10,900 7,300 22,572

Egegik 400 1,100 1,500

False Pass 4 0 300 100 404

Iliamna 1,255 0 0 1,255
King Cove 44 0 0 7,100 4,500 11,644

King
Salmon/Naknek

5,413 19,800 23,600 48,823

Kodiak & 
Surrounding

3,516 770 845 252,900 304,800 562,831

Old Harbor 600 700 1,300

Port Heiden 119 119

St. George 59 59

St. Paul 181 181

Sand Point 185 2 6 9,100 100 9,393

Togiak 118 118

Unalaska 1,272 15 11 312,700 436,100 750,098

Total | 17,326 810 893 635,000 791.900 1,445,929

Interviews. Another key source of primary data were in-person and telephone interviews 
conducted with representatives of Alaska Airlines, PenAir, ERA Aviation, Everts Air Fuel, 
Samson Tug and Barge, Crowley Marine Services, Bush Consolidators, Northlano 
Transportation, Coastal Marine Transportation, Coastal Freight and Salvage, Iliamna 
Transportation Company, Harkness Enterprises, Sea-Land, Airland, and Carlile Transportation. 
These interviews elicited the carriers’ views as to the probable pricing and service level effects 
of the alternatives proposed in this planning effort. These representatives also served as a 
"sounding board" in terms of the reasonableness of the methodology established to assess the 
freight movement impacts of the proposed alternatives.
In addition to the shippers and consolidators, a useful resource was found in Dennis 
Niedermeyer, at the suggestion of Southwest Alaska Advisory Committee member, Sheila 
Bergey. Niedermeyer, who is employed by the Lake and Peninsula School District, manages the 
district’s capital projects. The projects are scattered throughout the Borough (whose boundaries, 
incidentally, incorporate almost all of the communities that would be linked by the Trans- 
Peninsula Roadway System). His work puts him in a unique position in terms of experiencing 
firsthand the difficulties and high costs associated with getting a wide range of goods, including 
building materials, heavy machinery, and petroleum products, to construction sites. His firsthand 
knowledge provides insight into the cost of moving goods to and within the region by type, 
mode, community, direction, and season.
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In fact, Niedermeyer was in several respects a better source than the shippers themselves.
First, he, unlike them, was able to provide candid, realistic rate estimates. The shipping 
companies contacted were, virtually without exception, circumspect about revealing rates for 
contract shipments. They attribute their reticence to two primary factors: (1) that revealing their 
rates would give their competition useful intelligence which would then be used to compete 
against them; and, (2) that revealing rates in a public document could open shippers up to 
charges of price gouging and other undesirable public scrutiny. The shippers did provide broad 
rate ranges, but anonymously. To the extent that shippers were used to estimate rates, under 
existing conditions, and under the hypothetical situation involving the proposed roadway 
system, multiple shippers were contacted and rate quotes were generally averaged to strive for 
as much validity in those rate quotes as feasible. Another reason that Niedermeyer's input was 
helpful is that shippers appeared to be familiar with only their mode and market niche, whereas 
Niedermeyer was able to provide a more accurate overview of freight shipment across 
commodity types and modes.

S e c o n d a r y  S o u r c e s

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

S e c o n d a r y  S o u r c e s  of Freight M o v e m e n t  D a t a  for S o u t h w e s t  A l a s k a

1. A laska D epartm ent o f Transportation and Public 
Facilities, Alaska Intermodal Transportation Plan, 
Appendices A-C, O ctober 1994.

2. A.'aska D epartm ent o f Transportation and Public 
Facilities, D iv is ion o f Planning Central Region, 
Nondalton-Newhalen/lliamna Pioneer Road 
Economic Feasibility Study, March 1986.

3. A laska M arine  H ighway System Department o f 
T ransporta tion  and Public Facilities, Alaska 
Marino Highway System Master Plan, Ju ly 1991.

4. C om m unity  P lanning, Draft Secondary and 
Cumulative Impacts Study of the Proposed 
Iliamna-Nondalton Road Reconstmction. A laska 
D epartm ent o f Transportation and Public 
Facilities, S ep tem ber 1996.

5. D epartm ent o f Com m unity and Regional Affairs, 
Community Information Summaries, downloaded 
from w ebsite  www .com reoaf.state.ak.us. June 
1997.

6. Fried, Neal and W indisch-Cole, Brigitta, "A 
Trends P rofile - The Bristol Bay Region" Alaska 
Economic Trends, Ju ly  1997.

7. HDR A laska Inc., Draft Assessment of 
Transportation Need. King Cove-Cold Bay 
Transportation Improvement Assessment. A laska 
D epartm ent o f Transportation and Public 
Facilities, D ecem ber 1997.

8. Kodiak C ham ber o f Commerce, Kodiak 
Community Profile and Economic Indicators,
1997.

9. Lake and  Peninsu la  Borough, Lake and 
Peninsula Borough FY'95 Transportation 
Improvement Program Priorities. Prepared for the 
A laska D epartm ent o f Transportation and Public 
Facilities, O ctobe r 1993,

10. Parsons Brinckerhoff, HDR Alaska, the  Glosten 
Associates, Northern Econom ics, and Ogden 
Beeman Associates, Southwest Alaska 
Transportation Plan- Existing Conditions technical 
Memorandum.  A laska D epartm ent o f 
Transportation and Public Facilities, April 1998.

11. TR A-B V  A irport Consulting, Alaska Aviation System 
Plan Update Appendices. P repared fo r Alaska 
Departm ent o f T ransportation and Public Facilities, 
M arch 1996.

12. TRA-BV A irport Consulting. Alaska Aviation System 
Plan Update Executive Summary. Prepared for 
A laska Department o f T ransportation and Public 
Facilities, March 1996.

13. Tryck, Nyman, Hayes, Inc., Reconnaissance of 
Navigation Improvements, Western and Arctic 
Coasts of Alaska. Task 1, 2, & 3. P repared fo r 
A laska District Corps o f Engineers. A ugust 1997.

14. Economic Impacts of the Copper River Highway. 
Prepared for the State o f A laska D epartm ent of 
T ransportation and Public Facilities, by the Institute 
o f Social and Economic Research, U niversity of 
A laska, Anchorage. June 1993.

15. Navigation Channel Feasibility Report and 
Environmental Assessment, Williamsport; US Army 
C orps of Engineers. A laska D istrict, D ecem ber 
1995.

16. Parsons Brinckerhoff, Northern Econom ics, and the 
G losten Associates, Southwest Alaska 
Transportation Plan- Travel Demand Estimates 
Technical Memorandum.  A laska D epartm ent of 
T ransportation and Public Facilities. Septem ber
1998.
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P A R T  1 .  O V E R V I E W  O F  F R E I G H T  M O V E M E N T  I N  
S O U T H W E S T  A L A S K A

Because manufacturing in the region, outside offish processing, is extremely limited, virtually 
everything Southwest Alaskans consume, apart from the subsistence resources they harvest, 
must be shipped in—by air or by sea. Imports include building materials, machinery, fishing 
support supplies, groceries, and consumer durables.
The vast majority of imports to the region originate not in Anchorage, but in the Puget Sound 
ports of Seattle and Tacoma. This is due to the fact that (1) Anchorage is a relatively minor 
manufacturer; and (2) Anchorage has few warehousing facilities, which limits its ability to serve 
as a transshipment point (Terry Hart, Sea-Land, Alaska Northbound Marketing Director, 
personal communications, September 23, 1999). In fact, Alaska ranks among the Por •/ 
Tacoma's biggest customers. Unalaska, in addition to its role as a major fishing and fish- 
processing source, serves as a key international transshipment site—for Asia-bound goods and 
ship traffic.

M O D E  S P L I T

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

F ig u r e  1 .
C o m b in e d  F r e i g h t  M o v e m e n t  

M o d e  S p l i t  an S o u t h w e s t  A la s k a

1 . 5 2%

El A ir

□  AM HS

□  P riva te M a rine

9 8 . 3 6 %

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

* Data on private freight marine was available from the US Army Corps of Engineers, Waterborne Commerce Statistics Center.
This data included both incoming and outgoing tons for 1986 lo 1994 for 4 major categories: 1) petroleum and petroleum 
products, 2) durable goods, 3) fish and fisheries products, and 4) all other commodities. In analyzing the data it was important 
to note that in 1990 the Waterborne Commerce Statistics Center changed its data collection methods and started to record 
data in short tons, so an entry after 1990 of "O' indicates less then 500 short tons were reported. Annual data was averaged for 
Petroleum. Petroleum Products, Durable Goods, Fish, Fisheries Products, and All Other Commodities for 1986 to 1995.
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Marine shipping in Southwest Alaska is challenging because of the region's harsh weather, 
small populations, and relatively undeveloped ports. Vi/inter ice typically prevents any navigation 
to Bethel and other Bristol Bay ports as well as the northwest coast of the Alaska Peninsula. 
Small villages must often be served by lightering cargo from barges or small ships to landing 
craft or small boats. In the Bristol Bay region it is common for barges to be grounded at low tide 
and to spend a tide cycle on the beach discharging cargo. Barge-mounted cranes are typically 
used.

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

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

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

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

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

Table 5 contains a general schedule for marine service to Southwest Alaska ports. Do note that 
one item in this table is not up to date. Crowley recently rescinded its regularly scheduled 
service to Southwest Alaska for 1999, citing declining business, ostensibly related to poor fish 
harvests in Bristol Bay.
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T a b le  4 .
F re ig h t  M o v e m e n t  M od e S p lit

by  S o u t h w e s t  A la s k a  C o m m u n ity
COMMUNITY "  ---------  ' ‘ MOHF TOTAL MOHF RPI IT

Combined Air 
(Ions of cargo & mail 

enplaned)

Combined Inbound 
and outbound 

AMHS

Combined 
inbound and 

outbound Private 
Marine

TOTAL
FREIGHT
MOVED

*/. OF TONNAGE 
MOVED BY AIR

% OF 
TONNAGE 
MOVED BY 

AMHS

% OF TONNAGE 
MOVED BY PRIVATE 

MARINE

Akutan 19.500 19,500 0.00% 0.00% 100.00%
Chiqniks* 13 11.300 11.313 0.00% 0.11% 99.89%
Cold Bav 782 37 4.000 4.819 16.23% 0.77% 83.00%
Dlllinaham 4,372 18.200 22.572 19.37% 0.00% 80.63%
Eqeqlk 1.500 1.500 0.00% 0.00% 100.00%
False Pass 4 400 404 0.00% 0.99% 99.01%
Iliamna 1,255 1.255 100.00% 0.00% 0.00%
Kinq Cove 44 11.600 11.644 0.38% 0.00% 99.62%
Kinq Salmon/Naknek 5.423 43.400 48.823 11.11% 0.00% 88 89%
Klnq Salmon 5.423 5.423 100.00% 0.00% 0.00%
Kodiak 3.516 1.615 557.700 562,831 062% 0.29% 99.09%
Naknek 0 43.400 43.400 0.00% 0.00% 100 00%
Old Harbor ! 1.300 1.300 0.00% 0.00% 100.00%
Pori Heiden 119 119 100.00% 0.00% 0 00%
St. Georqe 59 • 59 100.00% 0.00% 0.00%
St. Paul 181 181 100.00% 0.00% 0.00%
Sand Point 185 8 9.200 9.393 1.97% 0.09% 97.95%
Toqiak 118 118 100.00% 0.00% 0.00%
Unalaska 1,272 26 748.800 750.098 0.17% 0.00% 99.83%

Total | 22,749 1,703 1,470,300 1,494,752 1.52% 0.11% 98.36%

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



T a b le  5 .
G e n e r a l  S e r v i c e  S c h e d u l e  fo r  P r iv a t e  M a r in e  S h ip p in g

t o  S o u t h w e s t  A la s k a
C a rr ie C o a s ta l C row tey M an n e

S e n d e e s  Inn
N o rth lan d S a m so n S e a la n d W e s te rn A m e r ic a n  

P r e s id e n t L ines
F r e q u e n c  
o f  S e r v lc  

f f l d L

J a n  1-Nov 15 W e e k ly  
N o v  16-Doc 31 B im onth

A n r .A i'n  Twir#»
t April- April-

Y ea r-R ound
S e rv ic e - W e e k ly Y ea r-R oun r

S  u p p lem en te d  
D u r in g  F ish in g Y ea r-R ound

Akutnn F v r r v  1Q d a v s
AJeknag ik V illa g e  s e r v ic e '

nm virtert v ia  D illin g h a r
S e rv ic o  p ro v id e d  v i

A n cho rogo 4 tim e s  p e r  s e a s o n 6 t im e s  p e r  s e a s o n B i*W eek ty

C h ign ik W o e k fy 2 tim e s p e r s e a s o n E v e r y  10 d a y s

C la rk s  Po in t 3 tim e s p e r s e a s o n

f ln lr l B ay W e e k ly r  ju ry  1 ft d a y s
D illin gham 7 tim e s p e r s e a s o n 9 t im e s  p e r s e a s o r

E geg ik 2 tim e s p e r s e a s o n 4 t im e s  p e r s e a s o r

E kuk 3 t im e s  p e r s e a s o r

Ekw ok V illa g e  s e r v ic e * S e r v ic e  p ro v id e d  vie \

F a ls e  P a s s W e e k ly F v^ ry  10 d a y  4
Ig iu g ig S e r v ic e  p ro v id e d  v i,

f in s tn l R a y  V illa n n c
I

I l ia m n a S e r v ic e  p ro v id e d  v i, i

K inq f in v e W n n t  ty R i.W *# kly F v i» ry  10 day4
Kod iak 1 tim e p e r  s e a s o n B i-W eek ly B i-W ee kty E v e r y  10 d a y s

K od iak  Is la n d 3 lim e s  p e r s e a s o n

K o lig an ek V illa g e  s e r v ic e * S e r v ic e  p ro v id e d  v i, i

I m m  R ay F v n y  1(1 rta.vs
L o v e lo c k S e r v ic e  p ro v id e d  v i

M ano ko to k V illa g e  s e r v ic e * S e r v ic e  p ro v id e d  v i
Rris»n l R n v  V ill.in e-

N akn ek 7 tim e s/ se a so n  ( in d . 9 t im e s  p e r  s e a s o r

N e lso n  Logoor 1 tim e p e r s e a s o n ,
N ew  S tu y a h o k V illa g e  s e r v ic e * S e r v ic e  p ro v id e d  v i i

N ew h a le n S e r v ic e  p ro v id e d  vi, i

n ir t H arhnr F v r r ,  IQ iL i y i
C li i j in k ie F v e r v  m  rL ly*
P e d ro  B ay S e r v ic e  p ro v id e d  vi, i

P ilo t P o in t V illa g e  S e r v ic e

Po rt H e id en V illa g e  S e r v ic e

Pnrt I inn* L f
Port M o lle r 4 tim e s p e r  s e a s o n E v e r y  10 d a y s

S a in t P a u l W e e k ly
S a n d  P o in t W e e k ly 2 lim e s  p e r s e a s o r E v e r y  10 d a y s

S e a tt le W e e k ly W e e k ly r,<et»y 111 r ln v*
S o u th  N ak n ek 5 lim e s  p e r  s e a s o n

To g iak 2 t im e s  p e r  s e a s o r

U g a sh ik V illa g e  S e r v ic e

U n a la sk a
/ r t i ilrh  Wnrhnrl

W e e k ly B i-W eek ly B i-W eek ly E v e r y  10 d a y s W e e k ly

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

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

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

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

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

P R I V A T E  M A R I N E  T R A N S P O R T
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T a b le  6 .
P r iv a te  M arine S h ip m e n t s  fo r  S o u t h w e s t  A la s k a :  

B a s i c  C o m m o d ity  T y p e  S p l i t s  
( in c o m in g  a n d  o u t g o in g ,  in to n s )

Trip End Incoming or 
Outgoing Petro

Incoming or 
Outgoing Fish

Incoming or 
Outgoing Other

TOTAL PETROL
SPLIT

FISH
SPLIT

"OTHER”
SPLIT

Chignik (or Fisheries or Lagoon) 5,250 375 2,500 8,125 64.6% 4.6% 30.8%

Cold Bay 2,750 935 3,685 74.6% 0.0% 25.4%’

Dillingham and Aleknagik 7,000 3,750 11,265 22,015 31.8% 17.0% 51.2%

Egegik 375 1,125 375 1,875 20.0% 60.0% 20.0%

False Pass 125 125 250 50.0% 0.0% 50.0%

Iliamna and Mewhaien 976 976 0.0% 100.0%

King Cove 3,375 3,625 4,414 11,414 29.6% 3‘„ 5% 38.7%

King Salmon and Naknek 11,000 24,375 24,387 59,762 18.4% 40.8% 40.8%

Kodiak 65,875 105,625 427,903 599,403 11.0% 17.6% 71.4%

Old Harbor 625 125 750 83.3% 16.7% 0.0%

Port Heiden 114 114 0.0% 0.0% 100.0%

Port Lions 625 882 1,507 41.5% 0.0% 58.5%

Sand Point 139 139 0.0% 0.0% 100.0%

St. George 60 60 0.0% 0.0% 100.0%

St. Paul 176 176 0.0% 0.0% 100.0%

Togiak and Togiak Fish 139 139 0.0% 0.0% 100.0%

Unalaska 293,500 383,250 122,930 799,680 36.7% 47.9% 15.4%

Total 390,500 522,250 597,320 1,510,070—L 25.9% 34.6% 39.6%



A M H S  F R E I G H T  T R A N S P O R T

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

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

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

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

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

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

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

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

10 The 100% air freight figure for Iliamna is misleading insofar as it does not take into account the barge shipments provided by 
Coastal Transportation Inc.. which serves communities on Lake Iliamna during the brief summertime window when the Kvichak 
River is high enough to support navigation. This case again reflects the limitations of the US Army Corps of Engineers 
statistics, which are only collected at relatively major marine ports; the data collection does not extend to cover what happens 
to the freight once it is broken down to smaller vessels at ports such as Naknek.

" Another possibility for these communities' high air freight mode split is that the communities that experience higher rates of air 
transport also have lower rates of seafood exports—which magnifies the weight of cargo flown out since the mode splits are 
calculated on a percentage of volume basis.
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Three of the four communities that are relatively dependent on air freight have long runways 
(Cold Bay, Dillingham, and King Salmon). In fact, each of these communities was considered a 
candidate in an earlier analysis to serve as a regional aviation hub. Clearly, these communities 
are already to some extent functioning as hubs.

T a b le  7 .
A irport R u n w a y  L e n g t h s  fo r  S W  A l a s k a  

C o m m u n it ie s  M o s t  D e p e n d e n t  o n  Air F r e ig h t
Airport Runway Length

(feet)
Cold Bay 10,420
Dillingham 6,404
Iliamna 5,085
King Salmon 8,500

T h e  R o l e  o f  t h e  M a il  S e r v i c e  in  S o u t h w e s t  A l a s k a n  A ir  F r e i g h t  
M o v e m e n t
The US Postal Service (USPS) plays a bigger role in air freight movement in Bush Alaska than 
virtually anyplace else in the country. In fact, Crowley Marine cites USPS Bypass Mail as the #1 
factor in its suspension of regularly scheduled barge service to Southwest Alaska (Jim 
Vnndeveen, Crowley Marine, personal communications, 11/10/99). The USPS is mandated by 
law to provide universal mail service throughout the US at uniform rates, regardless of the fact 
that it is far more expensive to carry out this service in places like Southwest Alaska, where long 
distances and harsh conditions make air movement of the mail (including freight, such as 
groceries, carried as mail) necessary. Because mail rates must be uniform throughout the 
country, it costs far less to mail freight by parcel post through the USPS than it would to send 
goods through a private carrier. Tables 8 and 9 provide a comparison of rates for private air 
freight movement, priority mail, and Bypass Mail.12 ‘

13 The Bypass Mail Program allows posl shipments to bypass a post office, wilh postage affixed at its origin, thus benefiting from 
the uniform rate used by the postal service as described below.
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T a b le  8 .
T y p ic a l  Air F re ig h t  a n d  Mail R a t e s  

B e t w e e n  R e p r e s e n t a t iv e  C ity  P a ir s  
($/Pound)____________

City Pairs
Distance

(ml.)

Freight
Rate

USPS Priority Mall 
2  days

USPS Parcel Post 
(Bypass) Mall 4-7 Days

1001b 1001b- 
4991b

Up to 
11b

101b 101b-
701b

(limit)
11b 101b

70lb
(limit)

Anchorage-Dillingham 329 .70 .50 10 .00 1.00 .48 2.31 .31 .08
Anchorage-lliamna 195 .45 .34 10 .00 1 .00 .48 2.31 .31 .08
Anchorage-King Salmon 289 .70 .50 10 .00 1 .00 .48 2.31 .31 .08
Anchorage-Kodiak 252 .70 .49 10 .00 1 .00 .48 2.31 .31 .08
Anchorage-St. Paul 767 1.07 .97 10 .00 1 .00 .48 2.31 .31 .08
Dillingham-Anchorage 329 .45 .32 10 .00 1 .00 .48 2.31 .31 .08
Iliamna-Anchorage 195 .35 .32 10 .00 1 .00 .48 2.31 .31 .08
King Salmon-Anchorage 289 .45 .32 10 .00 1.00 .48 2.31 .31 .08
Kodiak-Anchorage 252 .45 .34 10 .00 1.00 .48 2.31 .31 .08
St. Paul-Anchorage 767 .69 .58 10 .00 1 .00 .48 2.31 .31 .08

T a b le  9 .
R a t e s  A p p lied  to  E x a m p le  o f  70-lb . P a c k a g e

City Pair Shipping Cost via 
Commercial Air

Shipping Cost 
via Priority Mail

Shipping Cost via Parcel 
Post (Bypass Mai!)

Anchorage-Dillingham $49.00 $33.60 $5.60
Anchorage-lliamna $31.50 $33.60 $5.60
Anchorage-King Salmon $49.00 $33.60 $5.60
Anchorage-Kodiak $49.00 $33.60 $5.60
Anchorage-St. Paul $74.90 $33.60 $5.60
Dillingham-Anchorage $31.50 $33.60 $5.60
Iliamna-Anchorage $24.50 $33.60 $5.60
King Salmon-Anchorage $31.50 $33.60 $5.60
Kodiak-Anchorage $31.50 $33.60 $5.60
St. Paul-Anchorage $48.30 $33.60 $5.60



An example illustrates the tremendous savings achievable by sending goods via the US Postal 
Service. Whereas it would cost $49.00 to send a 70-pound package from Anchorage to 
Dillingham via a private airfreight shipper, the same package could be sent for $33.60 via 
Priority Service, or for a mere $5.60 if sent via Bypass Mail. No wonder one overland shipper in 
Alaska noted that, “Everything that can be shipped through the Mail already i s ” Another cited 
the case of an Alaskan who had had most of the materials he used in building his house 
shipped piecemeal via 'Bypass Mail.13 Freight consolidators, whose niche in the logistics market 
focuses on exploiting the opportunities provided by the USPS, operate in both Anchorage and 
Seattle.

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

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

Between 1987 and 1995, about 11 % of total air freight by volume to Southwest Alaska 
comprised mail. Moreover, this percentage is increasing. The costs borne by the USPS to serve 
Alaska with the Bypass Mail Program have multiplied rapidly (Table 10). Between 1986 and 
1991 the intra-Alaska air transportation costs paid by the USPS increased from $59 million to 
$95 million, most of which went to pay to move parcel post mail. “The increase in costs is due to 
increased volume, especially to bush destinations, as well as rate increases made under the 
continuing ratemaking responsibility of the US Department of Transportation to regulate the mail 
pay rates to air carriers in Alaska.

The deficit resulting from the difference between Alaska parcel post revenue from postage and 
the cost of purchased air transportation alone has risen from $23 million in 1986 to $70 million in 
1991" (Alaska Parcel Post Task Force Report. 1993, provided by Carl Siebe, DOT&PF, January 
1999). According to this report, the USPS, which was separated from direct Congressional 
control in 1971, is under pressure to operate more cost-effectively, and to balance user fees, in 
the form of postage, with delivery methods that allow the USPS to meet the actual costs of 
providing service. With this goal in mind, the USPS is seeking ways to deliver mail to remote 
regions of Alaska at a lower cost. Any such efforts will be monitored carefully by Alaska’s 
congressional delegation, insofar as their effects on Alaskans' mobility and access to goods and 
services will be significant, particularly in the bush. In light of this pressure, one observer

13 As the result of public outcry over this case. USPS regulations were tightened up to specifically exclude building materials from 
eligibility for mail shipment (Sam Krogstad, Bu'sh Consolidators, personal communications, October 4,1999). Other items that 
cannot be mailed are hazardous materials, as defined by either the USPS or the air carrier.
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suggested that the assumption that Alaska will always enjoy low postal rates may not be valid— 
particularly if and when the state's clout in Congress, now at an all-time high—were to suffer 
(Neil Fried, personal communications, September 30, 1999.14

T a b le  1 0 .
A la s k a  P a r c e l  P o s t  

F in a n c ia l  a n d  O p e r a t in g  S u m m a r y ,  1 9 8 6 - 1 9 9 1
Fiscal Year Volume (pounds) 

Mainline
Bush Revenue Costs Loss

1986 90.5 36.4 58 $31 $23
1987 96.2 38.5 $8 $47 $39
1988 102.3 42.6 $9 $58 $49
1989 108.5 47.0 $11 $62 $51
1990 113.2 49.5 $10 $79 $69
1991 113.7 52.0 $12 $82 $70
% Increase 25.6% 42.9% 50.0% 164.5% 204.4%

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

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

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

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

u Congress could end the bypass mail system, which would adversely affect the convenience of using parcel post and add to the 
total cost of moving goods (though not the postage rates themselves). Congress could also require that all postage rates reflect 
the cost of provision, but that would affect communities iri every state and would probably not be politically feasible regardless 
of Alaska. Congress could not select.vely change rates for Alaska alone.
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PART 2. FREIGHT TRANSPORT DEMAND FORECASTS

Describ'.ci in this section is the methodology developed to forecast freight transport demand for 
Southv/est Alaska. Forecasts were developed for Petroleum Products, Fish Products, and 
“Other'1 Products, including Mail.

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

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

The “goodness of fit” or R2 coefficient for this model was poor, about 0.286, indicating that only 
about 29% of the variation in petroleum shipped can be explained by population and marine and 
airport types. This model is based on a limited data set of only 11 records. Only a limited data 
set is available because confidentiality requirements. To help improve the accuracy of the 
model, forecast volumes were adjusted.15

Petroleum shipments are forecast to stay about the same at most communities in Southwest 
Alaska. Petroleum shipments, however, are forecast to decrease at Cold Bay for the low, base, 
and high 201C and 2020 scenarios. Shipments are also forecast to decrease slightly at several 
other communities in the low and base 2010 scenarios, and in the low 2020 scenario. These 
forecast decreases in petroleum movement are related to projected population decreases in tKn 
corresponding communities. The complete results of this analysis can be found in "Southwest 
Alaska Transportation Plan Travel Demand Forecasts," (September 1998).

F R E IG H T  F O R E C A S T S  F O R  “O T H E R ” C A R G O , I N C L U D I N G  M AIL
To forecast freight movement for “Other" cargo, including mail, several variables were tested 
statistically. The model that proved most effective in mathematically replicating existing freight 
movement relied on a single variable: population. This model is as follows:

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

At 0.95, the “goodness of fit" measure for this model, otherwise known as the R2 coefficient, was 
quite high. This indicates that about 95% of the variation in “Other" cargo shipped can be

15 Forecast volumes were adjusted by comparing initial modeling output to known, existing volumes. That is, volumes 'forecast' 
by the model for the existing year, based on cOrrent conditions, were compared to the actual volume reported. The ratio 
between existing year volumes 'forecast' and the actual volume reported was then applied to future forecasts.
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predicted on the basis of population. However, this model is based on a limited data set of only 
16 records. Therefore, it improve its accuracy, forecast trips were adjusted.16

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

F R E I G H T  F O R E C A S T S  F O R  S O U T H W E S T  A L A S K A  C O M M U N B T IE S
A limitation of the freight forecasts at the level just described is that they only project freight 
volumes for a relatively small number of Southwest Alaska communities--the communities for 
which primary source data are available. However, only about 40% of Southwest Alaska’s 
residents live in these communities. To fill in this gap in the forecasts, another analytical step 
was taken. To provide community-specific freight movement forecasts for all Southwest Alaska 
communities, freight movement values were imputed.

A straightforward process was used to impute freight movement values to Southwest Alaska 
communities. First, the region's 2020 freight movement forecasts (base case) were totaled and 
then divided by the 2020 base population forecast for the region as a whole. Separate 
calculations were applied to Petroleum Products and “All Other." Note that Fish and Fisheries 
Products movements were not allocated among the communities.17

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

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

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

,7 The reasoning for not Imputing fish value is as follows. Fish and Fisheries products are overwhelmingly exported out of
Southwest Alaska, and the largest producers appear to be represented in the primary source data that are available. It Is 
reasonable to impute freight values for Petroleum Products and 'All Other' because consumption of food, fuel, and clothing, all 
of which must be imported to the region, can safely be assumed. However, any assumption that every community in the region 
exports fish products or serves as a transshipment point would be far more tenuous, and in some cases, would run contrary to 
what is known about regional freight movement.
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population forecasts for each community. The result was an "imputed" 2020 freight movement 
forecast total for each community. The results of this process for affected Southwest Alaska 
communities are compiled in Table 11.
Once the volume of freight movement, roughly categorized by type, had been established for 
each affected community, it finally became possible to ‘cost out" the price of moving the 
forecast volumes under selected scenarios. The process used to establish approximate rates 
currently paid to move freight to Southwest Alaska, along with estimated rates under different 
circumstances than currently exist; i.e., under the alternatives proposed as part of this regional 
transportation planning effort—is described in the following section.

T a b le  1 1 .
2 0 2 0  F r e ig h t  M o v e m e n t  b y  S o u t h w e s t  A la s k a  C o m m u n i t y

2020 P op ulation  
F o reca st

2020 Petrol 
F orecast  

(ton s)

2020 "Other" 
F o r ec a st  

(to n s)

Total
(ton s)

Chigniks 377 1,018 1,527 2,545

Dillingham and Aleknagik 2,943 7,946 11,919 19,865

Egegik 167 451 676 1,127

Igiugig 6 8 184 275 459

Iliamna and Newhalen 346 934 1,401 2 ,336

Ivanof Bay 27 73 109 182

Kakhonak 207 559 838 1,397

King Salmon and Naknek 1,372 3,704 5 ,557 9,261

Levelock 139 375 563 938

Nondalton 317 856 1 ,284 2 ,140

Pedro Bay 45 1 2 2 182 304

Perryville 116 313 4 7 0 783

Pilot Point 115 311 466 776

Port Heiden 158 427 640 1,067

South Naknek 165 446 6 6 8 1,114

TOTALS 6,562 17,717 2 6 ,5 76 44 ,294
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PART 3. DEVELOPMENT OF A FREIGHT 
ASSESSMENT METHODOLOGY

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

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

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

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

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

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

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

• Backhaul. The opportunity for backhaul is a factor. When a shipper can bring a load of 
goods to a point, and then fill up the vehicle, vessel, or aircraft with goods for the return 
journey, costs are much lower than if the shipper were to return to home base with an empty 
container.
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• Port facilities. Characteristics of marine ports have a bearing on marine shipping costs. 
Ports with shallow water, such as Ivanof Bay, are more expensive to serve than deep-water 
ports, such as Chignik.

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

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

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

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

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

Current and forecast rates were developed separately for Petroleum and “All Other” products.18 
Ultimately, distinction of petroleum from “all other" cargo is only possible because the US Army 
Corps of Engineers separates out petroleum in its Waterborne Commerce Statistics. As 
desirable as it would have been to provide this level of specification of “Other" commodities, the 
underlying data upon which the analyses in this report are based do not support that level of 
detail.

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

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

14 It is much less expensive, on a unit basis, to move petroleum than most other commodities because petroleum, a pumped 
product, requires so little labor and handling.
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Bush Consolidators 
Carlile Transportation

A la s k a  A ir lin e s FS Air Services 
Harkness Enterprises

Coastal Freight and Salvage 
Coastal Marine Services

CAT Transport
Iliamna Transportation Company 
Lake and Peninsula School District 

Northland Services

Crowley Petroleum 
ERA Air Cargo 
Everts Air Fuel

Crowley Marine
PenAir 

Reeve Aleutian Airlines 
Samson Tug and Barge

Sea-Land
Orson Smith, Ph.D., University of Alaska

Neal Fried, Economist, State of Alaska Reeve Aleutian Airlines

Listed in Table 12 and Table 13 are separate rate estimates for petroleum and "Other" cargo 
movement under existing conditions. Communities in the Iliamna Lake area are presented 
separately.19 Ultimately, existing shipping rates will be compared to projected rates under the 
assumption of a changed infrastructure. This comparison will allow us to assess the economic 
impacts of the Trans-Peninsula Roadway; as they relate to freight movement in particular. This 
analysis and comparison will call upon the freight movement forecasts described earlier in this 
report. Rates under the existing infrastructure and projected rates under the improved 
infrastructure will be multiplied against forecast freight volumes to derive overall cost savings. In 
evaluating the alternatives, these costs or benefits will be weighed against the capital and 
maintenance and operations costs associated with the proposed alternative.20

19 The Iliamna Lake communities are accessible via either Bristol Bay or Cook Inlet; shipping rates for each point of access are 
distinct. As such, separating the Iliamna Lake communities from the others makes it easier to understand to the rate tables.

20 This comparison will be documented in the course of canning out the evaluation process.
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T a b l e  12.

Existing Freight R a t e s  for S e l e c t e d  S o u t h w e s t  A l a s k a  C o m m u n i t i e s

MARINE AIR
Petroleum
Marine

Petroleum 
Pound Price Equiv

Other
Marine

Petroleum
Air

ANC-KS KS- AIR TOT

($/gal) ($/lb) ($/lb) ($/gal) ($/lb) ($/lb) ($/lb)

Chignik $0,250 $0,038 $0,250 NA $0,420 $0,560 $0,980
Chignik Lake $0,500 $0,076 $0,500 NA $0,420 $0,560 $0,980
Chignik Lagoon $0,600 $0,091 $0,600 NA $0,420 $0,560 $0,980
Egegik $0,500 $0,076 $0,510 NA $0,420 $0,250 $0,670
Ivanof Bay $0,270 $0,041 $0,700 NA $0,420 $0,670 $1,090
King Salmon and Naknek $0,300 $0,046 $0,510 NA $0,420 $0,000 $0,420
Perryville $0,300 $0,046 $0,600 NA $0,420 $0,650 $1,070
Pilot Point $0,520 $0,079 $0,540 NA $0,420 $0,360 $0,780

Port Heiden $0,350 $0,053 $0,510 NA $0,420 $0,450 $0,870

*Air rates in this table are based on a 500-pound shipment. Note that marine rates to Chignik are relatively low, compared to 
Chignik Lake and Chignik Lagoon. Chignik has a year round, ice-free port, which makes its access relatively easy (and 
inexpensive). In contrast, a premium must be paid by the residents of Chignik Lake and Chignik Lagoon to import freight from 
Chignik. It is also notable that although Naknek is much farther from cargo destination points than Chignik, it is not much more 
expensive to get goods to Naknek than to Chignik. This is in part a function of the volumes carried. Goods transported to Naknek 
are also transported to the relatively large market of Bristol Bay communities, including Dillingham.


