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ECONOMIC IMPACTS OF THE COPPER RIVER HIGHWAY 

EXECUTIVE SUMMARY 

The Alaska Department of Transportation and Public Facilities contracted with the 
University of Alaska Anchorage Institute of Social and Economic Research (ISER) to prepare an 
independent, objective assessment of the economic impacts of the proposed Copper River 
Highway. Our study describes a variety of potential economic impacts. The results of the study 
will be included in the environmental impact statement for the proposed highway. We did not try 
to compare costs and benefits of the highway. 

Summary of Major Findings 

The most important impact of the Copper River Highway would likely be a 
major influx of summer visitors to Cordova. The number of visitor traveller days in 
Cordova would jump from fewer than 10,000 today to more than 100,000 in the first year the 
highway was open. About two-thirds of these visitors would be Alaska residents. While the 
growth in visitors could have important social impacts, they would likely have only a modest 
economic impact on year-round employment and population in Cordova, because most visitors 
would come in the summer. 

The highway would probably not result in substantial new resource 
development, and would probably have little impact on the commercial fishing 
and fish processing industry. The highway would probably not provide cheaper 
transportation access to substantial timber or mineral resources, or significantly change economic 
conditions for Cordova's fishing or fish processing industry. 

There is a high degree of uncertainty about the future of Cordova, both 
with and without a road. No one can predict accurately the future of a small community 
which is heavily dependent on fisheries, government spending, and--potentially--tourism. To 
illustrate what may happen, we prepared LOW, MID and HIGH projections for future employment 
and population in Cordova over the next twenty years. Our MID projections are a best estimate; 
anywhere within the range from LOW to HIGH is reasonable. 

Our best estimate is that without a highway Cordova's employment and 
population will decline slightly from 1990 levels. This MID projection is the result of 
declines in fishing, fish processing, and government spending, which are not off set by tourism 
growth or resource development. However, as reflected in our LOW and HIGH projections, 
Cordova's economy could decline sharply, or it could grow--if fishing and fish processing do not 
decline, and if substantial new resource development occurs. 

Our best estimate is that the highway would have a moderate impact on the 
economy of Cordova. The highway helps to offset a potential decline, but it does not turn 
Cordova into a boom town. The economic impacts of the highway on Cordova would occur 
primarily as a result of visits to the region by summer tourists and recreation visitors. The bulk of 
new employment would be seasonal jobs. Our best estimate is that in the winter Cordova would 
remain much as it is today. 

It is possible that the highway could have more significant impacts upon 
the Cordova economy. These would occur if the highway brought about very rapid tourism 
growth and substantial resource development, as illustrated by our HIGH projections. 
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Purpose of the Study 

The Alaska Department of Transportation and Public Facilities is proposing to use federal 
funding to build a highway to link Cordova with the Alaska highway system. The results of 
this study will be incoporated in the Environmental Impact Statement (EIS) which 
the Department of Transportation and Public Facilities is writing. The purpose of 
the study was to assess potential economic impacts of the proposed highway, as 
is required for an EIS. 

We did not try to say what kinds of economic impacts are good or bad, or 
what kind of economic future would be best for Cordova. We did not try to 
measure or compare costs and benefits of the proposed highway or alternatives 
such as improved ferry service. We did not make a recommendation about 
whether or not the highway should be built. 

At the same time as this economic study, we prepared a separate study of social impacts of 
the Copper River Highway. Our report for the combined studies consists of four volumes. 
Volume I addresses economic impacts, Volume II addresses social impacts, Volume ill provides 
technical appendixes, and Volume IV is a database of public comments about the Copper River 
Highway. 

We collected data for this study from numerous sources. We reviewed previous studies 
and public testimony going back to the early 1960's. We conducted eleven focus groups in 
Cordova, Kenny Lake and Chitina, and we interviewed numerous individuals in the private sector 
and in government. We conducted a telephone survey of 316 ramdomly selected Cordova adults. 
We also conducted telephone surveys of smaller numbers of residents of Valdez, Seward, Homer, 
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Skagway, Anchorage, Fairbanks, and Copper River basin communities, as well as a mail survey 
of non-resident owners of vessels berthed in Cordova. 

The Copper River Highway Proposal 

The proposed Copper River 
Highway would be built to meet 
federal highway standards--a 
crushed gravel surface, twenty 
-eight feet wide with ten-foot 
lanes and four-foot shoulders, 
which would be maintained year
round. We studied economic 
impacts of three alternative routes 
for the highway. Each route would 
start at the Million Dollar Bridge, at mile 
49 of the existing highway leading north 
from Cordova. The Wood Canyon route 
would follow the Copper River north to 
Chitina. The Tasnuna route would tum 
west along the Tasnuna River valley to 
intersect the Richardson Highway at mile 
23 near Thompson Pass. The Tiekel 
route would turn west along the Tiekel 
River to intersect with the Richardson 
Highway near mile 46. 

Alternative Highway Locations 
Ka!alla 

Depending upon the route, the project would require construction of 
between 64 and 82 miles of new roadway, with construction costs at between 
$130 million and $200 million and annual maintenance costs of between $2.8 
million and $3.2 million, according to DOT&PF estimates. 

Estimated Construction and Maintenance Costs for the 
Copper River Highway ($ million) 

Wood 
Canyon Tiekel 
Route Route 

Miles of new roadway 82 67 
Construction cost* 200 145 
Cost of maintenance camp & equipment** 5.1 5.1 
Annroximate annual maintenance cost** 3.2 2.8 
*Includes cost of design and construction engmeenng. **State-funded. 
Source: Alaska Department of Transportation and Public Facilities estimates. 

Tasnuna 
Route 

64 
130 
4.3 
3.2 

Many Cordova residents doubt that a year-round highway is possible. 
Although the proposal is for a year-round highway, 84 percent of our Cordova survey respondents 
said that they thought the highway would likely be closed part or all of the winter, because of 
heavy snowfall, high winds, avalanches, and the resulting high costs of maintenance. DOT &PF 
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has stated that with adequate maintenance funding and equipment the highway can be kept open 
year-round, except for temporary closures due to avalanches or severe weather. 

Cordova's Population and Economy 

The 1990 census reported a population for the Cordova area of 2579, up by 15 percent 
since 1980. Cordova's population growth appears to have slowed or stopped since 
the mid 1980's. 82 percent of the population were white, 12 percent were Alaska Native, and 7 
percent were Asian or Pacific Islanders. 

Cordova's economy is dominated by commercial fishing and seafood 
processing. The fishing and fish processing industries accounted for about one-third of 
employment reported in the 1990 U.S. census. According to our survey, about half of the 
households in Cordova had someone working in commercial fishing. About 17 percent had 
someone working in fish processing. 

Fishing and fish processing are highly seasonal and harvests and 
production vary widely from year to year. During the 1980's, average annual 
employment in manufacturing--primarily fish processing--fluctuated from as low as 188 in 1984 to 
as high as 445 in 1988. In 1991, August manufacturing employment was more than nine times as 
high as January manufacturing employment. No reliable data are available on annual fishing 
employment or income. 
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Lower salmon prices have contributed to sharply reduced fishing earnings 
for Cordova residents in recent years. Fish processing employment has also 
declined. Two processing plants closed in 1991. 
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Government is the second most important sector in Cordova's economy, 
providing stable year-round employment. Government accounted for 23 percent of 
employment reported in the 1990 census. According to our survey, about 40 percent of the 
households in Cordova had someone working for the local, state or federal government. 

Industries other than fishing, fish processing, and government accounted for slightly less 
than half of annual average employment in Cordova. According to our survey, about 16 percent of 
the households in Cordova had someone working in recreation or tourism-related businesses. 
Natural resources other than fisheries contribute relatively little to Cordova's economy, although 
some timber harvesting is occurring on Native lands near Cordova. 

Current Passenger Transportation to Cordova 

There were about 47,000 passenger trips between Cordova and other 
communities in 1991--an average of about 129 arrivals or departures per day. 
About 61 percent of all trips were by air and about 29 percent were by ferry. 
About 80 percent of all trips were by Cordova residents. 

Alaska Marine Highway ferries depart Cordova about eight times per week in the summer 
and about three times per week in the winter. The Marine Highway transported about 12,500 
passengers and 4,600 vehicles between Cordova and other ports in 1991--an average of about 34 
travellers and 13 vehicles per day. About three-quarters of these trips were between Cordova and 
Valdez. The ferry trip from Cordova to Valdez takes about five to six hours. Passenger arrivals 
peaked in July at nearly three times arrival levels in November and December. Cordova residents 
account for about 86 percent of ferry passenger travel, with an average of two round-trips per year 
per adult. Total ferry traffic to Cordova was about the same as in 1991 as in 1981. 
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Estimated Passenger Travel Between Cordova and Other Communities, 

TOTAL AVERAGE PER DAY 
Cordova Cordova 
residents Others Total residents Others Total 

Ferry 10768 1795 12563 30 5 34 
Summer 6315 1276 7591 35 7 42 
Winter 4453 519 4972 24 3 27 

Air 26680 7770 34450 73 21 94 
Summer 14445 na na 79 na na 
Winter 12235 na na 67 na na 

Total 37448 9565 47013 103 26 129 
Summer 20760 na na 114 na na 
Winter 16688 na na 91 na na 

Notes: Estunates mclude both amvals and departures. Estlffiates are based on Marine Highway 
passenger data, DOTPF emplanement data, and ISER survey of Cordova residents. 

Alaska Airlines and MarkAir provide daily jet service to Cordova. There were about 
34,450 passenger arrivals and departures in Cordova in 1991--an average of about 94 per day. 
About two-thirds of air travel was by Cordova residents. 

Cordova residents generally consider current ferry service affordable but 
ferry schedules inconvenient, with unreliable winter departure times. They 
consider air service reliable and convenient, but less affordable. 

Cordova Residents' Assessments of Currt 
Ferry and Air Service 

Summer Winter 
Air ferrv ferrv 

Affordable 41% 62% 72% 
Reliable departure time 87% 74% 40% 
Convenient schedule 89% 34% 26% 
Source: ISER survey of Cordova residents. 

Impacts of the Highway on Passenger Transportation to Cordova 

Driving the Copper River Highway from Cordova to Anchorage would take 
a little more than eight hours--compared with eleven hours to travel by ferry and 
road via Whittier. At current airfares, for one person traveling alone it would 
almost always be cheaper to fly to Anchorage than to drive. For two or more 
people traveling together, the cost would be lower to drive the Copper River 
Highway than to travel by ferry or air. Cost savings from traveling on the Copper River 
Highway would be greater, the smaller the car and the more people traveling together. 
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Estimated Travel Time and Cost, Cordova to Anchorage 

Air 
Ferry/highway, via Valdez 
Ferry/highway, via Whittier 
Copper River Highway: Tasnuna Route 
Copper River Highway: Wood Canyon Route 
Copper River Highway: Tiekel Route 

Estimated Estimated Travel Cost 
Travel Ford Ford Chevy 
Time Escort Taurus Caprice 

(hours) Air (small) (medium) (large) 

Notes: Ferry/highway and Copper River Highway costs assume two persons traveling together in 
one car. Costs are based on AAA estimates of costs per mile, including costs of gas, maintenance and 
depreciation. Costs are assumed to be 10% higher for gravel roads. Driving speeds assumed to be 40 
mph on gravel roads and 55 mph on paved roads. Travel time includes estimated waiting time for 
ferry and air. See EXCEL file ES-Travel Time, Cost. 

Cordova residents cite the convenience of having a car, reliability of 
departures and returns, and convenience of when to travel as more important than 
cost as reasons for driving the Copper River Highway. 

Cordova Residents' Potential Reasons for Driving the Copper River Higl 

"Would the following usually, sometimes, or 
never be important reasons for driving to "Usually" "Usually or sometimes" 
Anchorage rather than taking the ferrv or flying?" Summer Winter Summer Winter 
Convenience of having a car 68% 47% 89% 65% 
Reliability of departures and returns 54% 23% 73% 43% 
Convenience of when to travel 53% 25% 78% 46% 
Pleasure of trip itself 43% 16% 77% 36% 
Cost of travel 36% 25% 61% 45% 

Impacts of the Highway on Freight Transportation to Cordova 

Freight is currently transported to Cordova in vans on the ferry, by 
commercial barge companies, and by air. The ferry system transports about 200 vans per 
month to or from Cordova in the summer, and less than SO vans per month in the winter. Most of 
these vans are first hauled by road from Anchorage to Valdez. Commercial barges haul bulk 
freight to and from Seattle, most importantly fish processing supplies and processed fish. Fuel oil 
is also transported by barge. 

Hauling freight by truck over the Copper River Highway could save 
between zero and twenty percent of the cost of shipping freight by truck and 
ferry. Freight tariffs, and the potential cost savings from highway shipment, vary widely 
depending upon the size of the load, the type of commodity hauled, the regularity of shipments, 
and the origin of the shipment. 

If the highway were built, the most likely substitution of freight would be 
from the ferry to the highway. In addition to a slight cost advantage, the highway would be 
more convenient and flexible than the ferry. Barge transportation would likely continue to be used 
for large volumes of freight to and from Seattle, as well as for fuel shipments. 
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Impacts of the Highway on Tourism 

Tourism is relatively undeveloped in Cordova compared with other coastal 
communities. Without a highway tourism to Cordova is likely to grow only 
gradually. Cordova receives about 6,000 visitors per year, while Valdez receives more than 
200,000 visitors--about 75 percent of whom arrive by road. 

If a highway is built, the number of visitors travelling to Cordova would 
grow rapidly, even under conservative assumptions. About two thirds of these 
additional tourists would likely be Alaska residents traveling by road. About one quarter would be 
visitors from outside Alaska travelling by road. Only about 10 to 20 percent of the additional 
travellers would come from cruise ships and package tours. 

Projected Visitor Traveller Days in Cordova With and 
Without the Copper River Highway 

With highway: 
Non-Alaskans 
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A highway would stimulate the growth of boat-bus tours such as those 
which currently operate between Whittier and Valdez. These tours would take visitors 
between Valdez or Whittier and Cordova in one direction by boat and in the other direction by bus. 
Growth would be fastest if the Wood Canyon route were constructed, because of the direct access 
this route would provide from Cordova to Wrangell-St. Elias National Park. 

Medium-sized cruise ships (about 500 passengers) are likely to begin to 
visit Cordova fairly soon, regardless of whether a highway is built. Because they 
typically do not put passengers ashore onto overnight land trips, a highway might have little impact 
on visits by smaller cruise ships. 

Our best estimate is that large cruise ships (with more than 1000 
passengers) will not call at Cordova soon, with or without a road. This is the 
consensus among industry sources. Even if a deep water port were constructed, Cordova would 
still suffer from several disadvantages relative to its competitor ports such as Valdez, including its 
extra steaming distance from College Fjord, lack of immediately accessible high-volume 
attractions, and lack of name recognition. Although the Miles and Childs Glaciers are world-class 
attractions, most cruise packages already include either Glacier Bay or College Fjord, and the time 
required for a bus trip to the Million Dollar Bridge is a disadvantage for large cruise operators. 
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Visits to Cordova by large cruise ships, and associated growth of package 
tours, could occur if the highway is built and Wrangell-St. Elias National Park is 
aggressively developed and marketed. While visits to Wrangell-St. Elias National Park 
have been growing rapidly, the rate of package tour growth will depend upon improved park 
access and lodging. These will compete with other public and private tourism investments in 
Alaska. 

Cordova will continue to compete with other coastal Alaska communities 
for tourists from outside Alaska. Building a highway to Cordova would not 
automatically mean that visits by tourists from outside Alaska would grow to the 
same levels as in other communities. Critical factors which will influence growth, with or 
without a highway, include the overall growth in numbers of visitors to Alaska, decisions of the 
major cruise lines about which Alaska attractions to develop and market, and.how quickly and 
aggressively Wrangell-St. Elias National Park is developed and marketed. 

If the highway is built, most non-Alaskan visitors to Cordova are likely to 
arrive by automobile or ferry. These projections are based on visitor patterns in Valdez and 
projected statewide tourism growth. 

MID (Best Estimate) Projections of Days Spent in Cordova 
by Visitors from Outside Alaska 
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Impacts of the Highway on Hunting, Fishing and Outdoor Recreation 

The Copper River Delta is an area of high biological productivity. Its hunting and fishing 
opportunities currently attract three to four thousand sportsmen to the Cordova area each year from 
other parts of Alaska, the U.S., and foreign countries. Because it would reduce the cost of 
access, construction of the Copper River Highway would lead to a two to three
fold increase in hunting and fishing trips to the Cordova area by non-local 
residents. Cordova residents would face substantial increased competition for fish and game. 
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Despite the scale of the increase in hunting and fishing trips, Cordova will remain a remote 
site for urban Alaska sportsmen, even after construction of a road. The intensity of use and 
competition for fish and game resources is unlikely to approach the levels 
currently seen in areas such as the Kenai Peninsula that are much closer to 
Anchorage. 

Impacts of the Highway on Commercial Fishing and Fish Processing 

Projecting the future of commercial fishing and fish processing is highly 
uncertain. Substantial variation will continue from year to year in prices and harvests. Future 
hatchery production is uncertain as the role of hatcheries in Alaska is a subject of increased debate. 
The fish processing industry is also changing rapidly as prices change, new products are 
developed, and new players enter the industry. 

Our best estimate is that with or without a highway, the contribution to 
Cordova's economy from commercial fishing and fish processing is likely to 
decline from 1990 levels because of lower salmon prices and shifts in processing and 
harvesting away from Cordova. The rapid growth in worldwide production of farmed salmon, 
which are available fresh year-round, will probably lead to lower salmon prices, on average, than 
during the 1980s. The gradual trend towards non-resident ownership of Prince William Sound 
permits will also likely continue. 

For our best estimate (MID) projections, we assume that with or without a 
highway, income in Cordova from commercial fishing and fish processing will 
decline by about 25 percent from 1990 levels over the next 25 years. Much or all of 
this decline may have already occurred. For our LOW projections, we assume that an even steeper 
decline of SO percent occurs; for our HIGH projections we assume that no decline occurs. 

We do not project that the highway would have any major impacts on 
Cordova's commercial fishing industry. Commercial fishermen in Cordova are concerned 
that a highway will lead to increased sport fishing pressure and reduced harvest allocations for 
commercial fishermen. While the highway may lead to increased conflicts between 
commercial and sport fishermen, we do not expect these conflicts to be as severe 
as have occu"ed in Cook Inlet. Cordova is much farther from major population centers than 
the Kenai Peninsula. The Chitina dip-net fishery already provides for substantial non-commercial 
harvests of Copper River red salmon with public road access. While conflicts may occur over this 
resource, they would occur regardless of whether the highway is built. 

We do not project that the highway would have any major impacts on 
Cordova's fish processing industry. The highway would not substantially change 
the economics of fish processing in Cordova. Most processing supplies and processed 
fish would likely continue to be shipped by water than by highway. 

Other Economic Impacts of the Highway 

Construction of the Copper River Highway could result in changes in 
Cordova's cost of living, tax base, economic structure, and perceptions of the 
quality of life. These kinds of impacts are very difficult to quantify. We expect that they would 
be relatively less important causes of change than changes in fishing, fish processing, state 
spending, and tourism. The highway would likely lower the cost of living in Cordova. But our 
survey results suggest that Cordova residents would also do more of their shopping in Anchorage. 
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Economic impacts of the highway on the Copper River Basin communities 
of Kenny Lake and Chitina would be smaller than for Cordova. This is because these 
communities are small, they are already road-connected, and they compete with other communities, 
such as Glennallen, in offering services to travellers. 

Impacts of the Highway on Demand for Public Services 

The Copper River Highway could increase demands for public services by 
highway travellers, visitors to Cordova, and Cordova residents. Most increased 
demands for public services by visitors would occur in the summer, when Cordova is already 
crowded with seasonal fishermen and fish processing workers. Increased numbers of vehicles 
could lead to crowding of city roads and parking lots, especially near the harbor. Demand for 
harbor slips by charter operators and recreational boaters could cause crowding at Cordova's small 
boat harbor. Highway travellers would increase demands upon EMS units in Cordova, Glennallen 
and/or Valdez. 

Comparison of Roaded and Non-Roaded Alaskan Coastal Communities 

To see whether highways have systematic economic effects, we compared 
several roaded and non-roaded Alaska coastal communities. We found many more 
similarities than differences. We found only a few systematic economic differences between 
roaded and non-roaded coastal Alaska communities similar in size to Cordova. Roadless 
communities tend to have less diversified economies, and are more dependent on fishing and fish 
processing. Costs of living tend to be higher for goods transported into the community. Roadless 
communities tended to have lower unemployment rates, and had a higher share of population born 
in Alaska 

Comparison of Selected Indicators for Roaded and Roadless Communities 

Roaded communities Roadless communities 
Haines Homer Seward Valdez Cordova Kodiak Peters bun 

Population, 1990 1,238 3,660 2,699 4,068 2,110 6,365 3,207 

Rate of 2rowth, 1980-1990 25% 66% 46% 32% 12% 34% 14% 

Percent of population born 31% 29% 34% 31% 38% 35% 41% 
in Alaska 
Share of employment in 8% 9% 9% 3% 25% 16% 29% 
agriculture, forestry and 
fishin2, 1990 
Costs of living, Sept. 1990: 

Food for a week, family of 4 $118.40 $113.76 $140.93 $154.55 $112.93 

Heating oil (55 gallons) $67 .65 $85.50 $91.52 $54.45 $63.86 
Lumber (8 foot 2x4) $2.24 $2.79 $3.83 $2.62 $2.80 

Copper River Highway Traffic Projections 

It is difficult to predict how often Cordovans or other Alaskans would use 
the highway. Different methods lead to widely varying projections. For example, in 
responding to our survey, Cordova adults said that if the Copper River Highway were built, they 
would drive to Anchorage an average of four times per year. However, comparisons with other 
road-connected communities suggest they would drive to Anchorage less often. Homer residents 
drive to Anchorage an average of 2.2 times per year, and Valdez residents drive to Anchorage an 
average of 1.5 times per year. 
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Our best estimate is that average daily traffic on the Copper River Highway 
would be about 191 the first year the highway opened and 250 after 20 years. 
Average daily traffic means the number of cars going in both directions, year-round. Summer 
traffic would be about 60 percent higher than the year-round average, and winter traffic would be 
less than half the average. 

Given all the uncertainties about future development, it is possible but less 
likely that average traffic could be 25 to 40 percent lower or two to three times 
higher. 
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Cordova residents would account for only a small share of total highway 
use. Travel by other Alaskans in the summer would account for by far the largest 
share of highway use, followed by non-Alaska residents. We estimated that 
Anchorage and Fairbanks adults would drive to Cordova once every two to four years, on average. 
Although residents of other communities would use the highway less frequently than Cordova 
residents, there are so many more of them that they would account for most of the traffic on the 
highway. 

Construction of the Copper River Highway might lead to stable or 
expanded summer ferry service but reduced winter ferry service. Because of 
growing tourism demand, including tourism demand for round trips between Anchorage or Valdez 
and Cordova one way by ferry and the other way by road, summer ferry service to Cordova would 
likely be maintained or grow. However, due to lower demand and high costs, winter ferry service 
would likely be reduced or eliminated if the Copper River Highway is maintained year-round. 
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I. INTRODUCTION 

Summary 

The Alaska Department of Transportation and Public Facilities (DOT&PF) is proposing 
to use federal funds to build a road to link Cordova with the Alaska highway system. The 
Alaska Department of Transportation and Public Facilities is preparing an Environmental Impact 
Statement (EIS) about the potential effects of building a road. 

The Department of Transportation and Public Facilities asked the University of Alaska 
Institute of Social and Economic Research (ISER) to examine economic and social impacts of 
the proposed road. This report presents the results of our research on the economic impacts of 
the road. 

The Copper River Highway Proposal 

The proposed Copper River 
Highway would be built to meet federal 
highway standards--a crushed gravel 
surface, twenty-eight feet wide including 
four-foot shoulders, which would be 
maintained year-round. 

DOT is studying several 
alternative routes for the highway. The 
three routes rece1vmg the most 
consideration would each start at the 
Million Dollar Bridge, at mile 49 of the 
existing highway leading north from 
Cordova. The Wood Canyon route would 
follow the Copper River north to Chitina. 
The Tasnuna route would turn west along 
the Tasnuna River valley to intersect the 
Richardson Highway near Thompson 
Pass. The Tiekel route would turn west 
along the Tiekel River to intersect with 
the Richardson Highway farther to the 
northeast. A fourth route along the coast 
from Valdez to Cordova is not being 
studied in detail. 

A Copper River Highway would 
provide the citizens of Cordova with 
another transportation alternative, with 
more flexible scheduling, and, potentially, 
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with lower costs. It would also provide residents of the Copper Basin more direct access to a 
jetport than they currently enjoy, and residents of the state as a whole would be able to more 
easily visit Cordova and the lower Copper River Valley. 

The Approval Process for the Highway Proposal 

Figure 1.1 illustrates the approval process for federally funded highway projects in 
Alaska. Major projects such as the Copper River Highway require the preparation of an 
Environmental Impact Statement, with opportunities for public comment in public hearings and 
in writing. 

Under federal law and Federal Highway Administration procedures, the EIS must 
consider a variety of potential environmental impacts, such as impacts on fish and wildlife, on 
wetlands, and on the preservation of historic properties. The EIS must also consider economic 
and social impacts. 

The Federal Highway Administration will use the findings of the EIS to decide whether 
or not to approve most of the funds needed to build the highway. 

The Purpose of this Study 

In July of 1992, DOT contracted with the University of Alaska Anchorage's Institute of 
Social and Economic Research (ISER) to prepare two studies: one on the economic impacts of 
a highway, and the other on its social impacts. The purpose of these studies is to provide 
information to be included in the EIS about the impacts of the proposed highway. Although we 
report on the results of the studies in two separate volumes, economic and social impacts are 
closely related and in practice we carried out the research as one study. 

As may be seen in Figure 1.1, these studies represent an early stage in the approval 
process for the proposed Copper River Highway. There will be public hearings as well as 
opportunities for written comment on the draft EIS and studies such as these which provide 
background information. 

As will be apparent to readers of these studies, the Copper River Highway is a 
controversial issue. Both supporters as well as opponents of the road are articulate, thoughtful, 
and vocal. Both supporters and opponents were concerned about whether we would fairly 
consider their arguments. 

DOT &PF requested independent, objective assessments of the economic and social 
impacts the proposed highway would have. While specifying that the study should consider and 
report on the issues required by federal law and Federal Highway Administration procedures, 
DOT &PF did not tell us how the studies should be done. 
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Figure 1.1. The Approval Process for Federally Funded Highways 
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The purpose of the studies was not to make a recommendation about whether or not the 

road should be built. We have avoided making any such recommendation in favor of or against 

the road. Instead, we have tried to understand the many potential economic and social impacts 
and to describe them clearly. 

In these studies, we have tried to represent the concerns of both highway supporters and 

highway opponents fairly. We have tried to convey a sense of the many different perspectives 
which Alaskans have about the proposed highway. Despite widely varying philosophies, both 
supporters and opponents share a strong concern for the future of their communities and their 

state. 

Organization of the Study Reports 

We report on our study results in four separate volumes. In Volume I, we discuss 

economic impacts of the proposed highway. In Volume II, we discuss social impacts of the 

proposed highway. Volume III is an appendix volume which provides additional documentation 

for both studies. Volume IV is a printout, by category, of the database we compiled of public 
testimony about the highway. 
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Il. METHODOWGY 

Summary 

This study focuses on potential impacts of the proposed Copper River Highway on 
passenger and freight transportation, tourism, non-commercial hunting and fishing, commercial 
fishing, resource development, highway traffic, public services, and employment and population 
in Cordova. 

We did not try to say what kinds of economic impacts are good or bad, or what kind of 
economic future would be best for Cordova. We did not try to measure or compare costs and 
benefits of the proposed highway. We did not make a recommendation about whether or not 
the highway should be built. 

There is a high degree of uncertainty about the future of Cordova and the economic 
impacts of the Copper River Highway. No one can predict precisely the future of a small 
community which is heavily dependent on fisheries, government spending, and (potentially) 
tourism--or how the community might be changed by a highway. To illustrate what may 
happen, we prepared LOW, MID and HIGH assumptions and projections. Our MID projections 
represent our best estimates; anywhere within the range from LOW to HIGH is reasonable. 

We projected impacts of the highway by comparing our LOW, MID and HIGH 
projections of what would happen without the highway (the No Action alternative) with the 
corresponding LOW, MID and HIGH projections of what would happen with each of the three 
highway route alternatives. 

We collected data for this study from numerous sources. We reviewed previous studies 
and public testimony going back to the early 1960s. We conducted eleven focus groups in 
Cordova, Kenny Lake and Chitina, and we interviewed numerous individuals in the private 
sector and in government. We conducted a telephone survey of 316 randomly selected Cordova 
adults. We also conducted telephone surveys of smaller numbers of residents of Valdez, 
Seward, Homer, Skagway, Anchorage, Fairbanks, and Copper River basin communities, as well 
as a mail survey of non-resident owners of vessels berthed in Valdez. 

Introduction 

In this chapter, we discuss our methodology for carrying out this study. We begin by 
reviewing the purposes of economic and social impact analysis and the specific impacts which 
must be considered under Federal Highway Administration requirements for an EIS. Next we 
discuss the road and non-road transportation alternatives which we considered, and what we 
compared them with. In the remainder of the chapter we discuss the methods which we used to 
project economic and social impacts resulting from each transportation alternatives. 
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Economic and Social Impact Analysis for Federal ffighway Projects 

Economic and social impacts are economic and social changes resulting, directly or 
indirectly, from specific projects or policy changes. Economic impacts may be measured in a 
variety of ways, including changes in employment, population, income, prices, property values, 
tax revenues, government expenditures, demand for public services, and so forth. Social 
impacts may be described using a variety of both quantitative and qualitative measures. 

Under the National Environmental Policy Act (NEPA), environmental impact statements 
must consider not only a project's impacts on the natural environment (e.g. impacts on fish and 
wildlife) but also the project's social and economic impacts. Figure 2.1 is a flow chart 
illustrating the Federal Highway Administration's guidelines for analysis of "socio-economic 
impacts" in the preparation of environmental impact statements for highways. The first step is 
to prepare a "socio-economic profile" for the project area. The second step is to "identify and 
evaluate the effects of each project alternative," with additional in-depth study of those factors 
with the greatest impacts. The third step is to "identify mitigation options which would 
eliminate, reduce, or minimize adverse socio-economic effects." 

These FHW A guidelines were written to apply to all FHW A projects--of which the 
Copper River Highway project is hardly typical. Some factors important for urban highway 
projects, such as "neighborhood access to community facilities" are not areas of major concern 
for the Copper River Highway. Other factors not important elsewhere, such as impacts upon 
sport and subsistence fishing and hunting patterns, may be of significant concern for the Copper 
River Highway project. 

For this reason, federal guidelines do not provide full guidance on which potential 
economic and social impacts are of greatest importance and which should receive the most 
attention in this study. In our studies of economic and social impacts, we have tried to examine 
impacts usually thought to be important in Alaska impact studies, as well as other potential 
impacts identified by residents of the region, by DOT &PF, and in previous studies of Copper 
River Highway proposals. 

In this study, we have focused our attention on potential impacts of the proposed highway 
on passenger and freight transportation, tourism, non-commercial hunting and fishing, 
commercial fishing, resource development, employment, population, and public services. We 
have discussed other potential economic impacts in less detail. In the social impact study, we 
focused on study area residents' main concerns about the effects of a highway link. 
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Figure 2.1. Federal Highway Administration Guidelines 
for Analysis of Socio-Economic Impacts 
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Economic Impact Analysis vs. Cost Benefit Analysis 

Economic impact analysis differs in several ways from another economic analysis 
technique often applied to infrastructure projects known as cost-benefit analysis. 

Economic impact analysis measures different economic impacts in different ways. 
Employment impacts may be measured in number of jobs, business impacts may be measured 
in number of establishments, and property value impacts may be measured in dollars per acre. 
There is no common yardstick for measuring economic impacts. 

A project may have both favorable and unfavorable economic impacts. For example, a 
project which creates more jobs may also lead to overcrowded schools or tight housing markets. 

Different groups may perceive the same economic impacts in different lights. Some may 
view employment and population growth as favorable impacts; others may view growth as an 
unfavorable impact. 

The purpose of economic impact analysis is not to state whether economic impacts of a 
project are favorable or unfavorable, or whether favorable impacts outweigh unfavorable 
impacts. The purpose is only to discover and describe what the various impacts a project are. 
It is for the users of economic impact analysis--in this case the readers of this report and of the 
EIS--to decide whether the economic impacts of the Copper River Highway are favorable or 
unfavorable, and whether the favorable impacts outweigh the unfavorable impacts. 

In contrast to economic impact analysis, cost-benefit analysis is specifically intended to 
compare the economic benefits of a project with the costs. Cost-benefit analysis weights 
different impacts by a common yardstick of economic value. To make this comparison, both 
benefits and costs are measured in dollars. In practice, measuring some benefits and costs in 
dollars can be quite difficult. 

Economic impact analysis and cost benefit analysis may seem to imply different 
conclusions. Projects which have many favorable economic impacts may still cost more than 
the value of the benefits they provide. High-cost projects tend to have large economic impacts, 
at least during construction. 

Although this study provides an economic impact analysis of the proposed Copper River 
Highway, it does not provide a cost-benefit analysis. DOT&PF did not ask us to estimate the 
value of the benefits of a Copper River Highway and compare them with the costs, and we have 
not attempted to do so. The Federal Highway Administration does not require cost-benefit 
analysis for highway project environmental impact statements, and DOT &PF does not usually 
do cost-benefit analysis for environmental impact statements. 

Put differently, we have not tried to compare the benefits of the proposed Copper River 
Highway with the costs, measured with the common yardstick of economic value. We have not 
tried to say whether the benefits outweigh the costs, and whether or not, by implication, the 
proposed Copper River Highway should be built. 
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Instead, we have assembled information about the economic and social impacts, or 
changes, which would result from the proposed highway and other transportation alternatives. 

Because of this, our studies focus only on social and economic impacts. They do not 
necessarily include all of the information which should be considered in deciding whether or not 
to build the proposed Copper River Highway. Economic and social impacts--like environmental 
impacts--are certainly important. But policy makers and the public at large will have to consider 
other questions as well. 

One such question, which arose again and again in the course of this study, is what kind 
of economic development is best for the Copper River region and for Alaska. The proposed 
Copper River Highway might well change the path of future economic development for part of 
Alaska. However, different groups disagree about whether or not these changes would be 
desirable or not. We have tried in this study to describe what changes might occur. We have 
also tried to describe how different groups feel about these changes. However, we have tried 
to avoid making conclusions about whether these changes are desirable or not. 

Another question, which also arose many times in the course of this study, is whether 
the money which would be used to build and maintain the Copper River Highway or other 
transportation alternatives for Cordova would be better spent for other transportation ( or even 
non-transportation) projects in Alaska. Again, this question raises important issues which are 
well beyond the scope of our analysis and the purpose of the EIS. 

Transportation Alternatives Addressed by this Study 

No Action Alternative 

A highway project such as the Copper River Highway may bring about a variety of 
economic changes or impacts. In order to measure these impacts, an economic impact analysis 
requires an analysis of a No Action alternative: what would happen without the project. In 
order to know the impacts of the highway, it is as important to know what would happen without 
the highway as it is to know what would happen with the highway. 

For example, suppose that over the next ten years, employment in a town would grow 
by only 50 if no road is built, but by 150 if a road is built. The employment impact of the road 
would be 100. It would be incorrect to conclude that the road would increase employment by 
150. 

We begin our analysis of the economic impacts of the proposed Copper River Highway 
by projecting what would happen if no road is built, and if no other major new investments are 
made in transportation systems to Cordova. We refer to these assumptions and the resulting 
economic projections as the No Action alternative. 

II-5 



ffighway Alternatives 

The Alaska Department of Transportation and Public Facilities asked us to examine the 
economic impacts of three proposed highway routes: the Wood Canyon route, the Tiekel River 
route, and the Tasnuna River route. Each of these routes is a separate "alternative" which will 
be analyzed in the EIS for the Copper River Highway. 

We analyze each of these three road alternatives in this study. Some economic impacts 
are similar for all three routes, while others differ between routes. 

Non-Highway Alternatives 

Federal Highway Administration policies require that environmental impact statements 
"objectively evaluate the full range of reasonable transportation alternatives, including the no
build option, as well as transportation system management options, demand management 
strategies, improvements to the existing system, and other transportation modes." (FHW A, 
Environmental Policy Statement). 

We have already mentioned one non-highway alternative to the Copper River Highway. 
This is our No Action alternative, under which we assume that no highway is built, and no other 
major new investments are made in transportation systems to Cordova (in FHW A terms, the 
"no-build option"). 

Clearly, however, there are other transportation alternatives which could provide 
improved transportation to Cordova besides a highway. These fall mostly under the category 
of "improvements to existing system" and "other transportation modes." 

For the same or lower construction and maintenance costs as would be required for the 
Copper River Highway, the Alaska Marine Highway System service to Cordova could be 
significantly expanded. The improvements needed to expand service could also qualify for 
FHWA funding. 

This appears to be the most logical alternative to a Copper River Highway for improving 
current transportation access to Cordova. We refer to this alternative as the "Alaska Marine 
Highway System" or "AMHS" alternative. We describe the kinds of marine highway system 
improvements which significantly increased funding might bring about in Chapter VII. 

The Alaska Marine Highway System alternative would clearly have different economic 
and social impacts than a Copper River Highway. To some, the impacts will appear clearly less 
favorable; to others, the impacts will appear clearly more favorable. As we have said above, 
our purpose in this study is only to describe and contrast these impacts, rather than to say which 
alternatives are preferable. 
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Alternative 

Table 2.1: Transportation Alternatives Addressed by this Study 

Major Assumptions 

No-Action Alternative (NO ACTION) 

Highway Alternatives 

Wood Canyon Route (WOOD) 
Tiekel Route (TIEKEL) 
Tasnuna Route (TASNUNA) 

Alaska Marine Highway System (AMHS) 

Assumptions About Highway Alternatives 

No significant new investments are made in 
transportation systems for Cordova 

Copper River Highway 1s 
constructed 

Alaska Marine Highway service is 
significantly expanded and improved 

What we assume about how the Copper River Highway would be built and maintained 
affects the kinds of economic and social impacts we project it might have. Early in the course 
of this study, we discovered that supporters or opponents of the road argued argue that different 
assumptions should be made about the highway project. 

For example, highway supporters tended to assume that the highway would be maintained 
year-round, with only occasional closures during severe weather conditions. This is also what 
DOT &PF is assuming for the EIS analysis. In contrast, highway opponents tended to argue that 
weather conditions and funding limitations would cause the highway to be maintained only 
seasonally. These different assumptions about highway maintenance lead to different conclusions 
about certain economic and social economic impacts of the highway. 

In several parts of the study, where different assumptions lead to significantly different 
impact projections, and either assumption might possibly be reasonable, we have developed more 
than one scenario for what might happen under a given alternative. Different scenarios define 
a range of projected economic and social impacts which might occur for each alternative. 

WW, MID and HIGH Assumptions and Projections 

There is a high degree of uncertainty about the future of Cordova and the economic 
impacts of the Copper River Highway. No one can predict precisely the future of a small 
community which is heavily dependent on fisheries, government spending, and (potentially) 
tourism--or how the community might be changed by a highway. 

We can, however, set reasonable bounds on what is likely to happen. To do this, for the 
No Action alternative and for each highway alternative we prepared LOW, MID and HIGH 
assumptions about the number of non-Alaskan visitors to Cordova (Chapter XII), the population 
of different regions of Alaska (Appendix L), resource development (Chapter XIV), and 
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commercial fishing (Chapter XV). For the highway alternatives, we also prepared LOW, MID 
and IDGH assumptions about per-capita use of the highway by residents of different regions of 
Alaska. Based on these assumptions, we prepared LOW, MID and IDGH projections of 
employment and population in Cordova (Chapter XVII) and highway traffic (Chapter XVIII). 

We prepared LOW, MID and IDGH projections of impacts of the highway by comparing 
our LOW, MID and HIGH projections of employment and population for the highway 
alternatives with the corresponding LOW, MID and HIGH projections for the No Action 
alternative. 

For each alternative, our MID assumptions and projections are based on our best 
estimates of all the different factors which may affect the study region and the impacts of the 
highway. Our LOW assumptions and projections are based on a consistent set of low-growth 
assumptions while our HIGH assumptions and projections are based on a consistent set of high
growth assumptions. 

Because it is unlikely that either all of our low-growth assumptions or all of our high
growth assumptions would come to pass, our LOW and HIGH projections provide reasonable 
bounds on the realistic range of outcomes in each alternative. Our MID projections of the 
impacts of the highway represent our best estimates. However, we believe that anywhere in the 
range between our LOW and HIGH projections is reasonable. 

Some readers may be disappointed that our projections are not more "precise." As will 
be seen, the range between our LOW and HIGH projections is wide enough to accommodate 
quite different perspectives as to the future of Cordova and the impacts of the proposed Copper 
River Highway. However, we feel that given the unavoidable uncertainty that exists about many 
different factors that could influence the impacts of the highway, there is also unavoidable 
uncertainty about the overall impacts of the highway, and that it is important to recognize this 
uncertainty explicitly. 

Study Region 

Construction of a Copper River Highway could have economic and social impacts over 
a wide geographic area. The residents of Cordova and other communities along the highway 
would likely feel the greatest impacts. For these studies, we focused primarily upon economic 
and social impacts within the study region shown in Figure 2.2. There are only three 
communities within this study region: Cordova, Chitina and Kenny Lake. There is also 
scattered settlement between Chitina and Kenny Lake and along the Richardson Highway. 

Residents of other communities far from the highway might also feel economic and social 
impacts as a result of a Copper River Highway. For example, it is possible that increased 
tourism to Cordova would result in diversion of tourists from other Alaska communities. 
Similarly, building the Copper River Highway would likely mean not building, or at least 
delaying, some federally funded highway projects in other parts of Alaska. 
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It is difficult to assess these kinds of economic and social impacts outside the study 
region. It is always easier to describe the impacts of something specific happening than to 
describe the impacts of something non-specific not happening. We recognize that the effects 
may be important, but we do not attempt to quantify economic and social impacts which might 
occur outside of the study region. 

Data Sources 

Review of Literature and Public Record 

Because of the long history of proposals for a Copper River Highway, there have been 
many studies, going back several decades, which are directly or indirectly relevant to the current 
proposal. We describe some of these studies briefly in Chapter IV. Appendix D provides a 
more detailed list. We began our study by reviewing past studies as well as testimony at 
numerous public hearings about the Copper River Highway. 

Interviews 

We conducted interviews with numerous individuals in private industry and government 
to assess specific changes which might occur as a result of a Copper River Highway. Appendix 
C provides a list of the individuals whom we contacted. 

Focus Groups 

We conducted eleven focus groups: seven in Cordova, two in Kenny Lake and two in 
Chitina. We designed the focus groups as structured discussions of issues associated with the 
Copper River Highway. 

We hoped for two things from our focus groups. First, we recognized that social impacts 
can be the result of perceived effects as much as of real effects. For example, if many people 
think the highway will make their community less safe, then the community will feel less safe 
whether or not safety actually declines. So people's perceptions and expectations are critical to 
assessing the social impact of the highway. 

Second, residents of Cordova and of the Copper River Basin have spent years thinking 
about the Copper River Highway issue and how it relates to their communities. Asking them 
to identify all the relevant issues reduced the chances of our overlooking potentially important 
social or economic impacts. 

Six of the Cordova focus groups were held in the Cordova Library meeting room on 
October 9, 10, and 11, 1992. Four of these groups were organized around specific subject 
areas: business, tourism, commercial fishing and social services. For these groups, we wanted 
to assemble groups of people who might be able to offer insights into potential effects in these 
specific areas. 
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The other two Cordova focus groups held on these dates were for pro-road and anti-road 
advocates. For these groups, we wanted to assemble individuals who were known as advocates 
for or against the highway, in order specifically to better understand their reasons for supporting 
or opposing the highway, as well as the kinds of impacts anticipated by highway supporters and 
opponents. Later, on November 5, we held a seventh focus group in Cordova, consisting of one 
or two representatives from each of the earlier focus groups, to comment on a revised version 
of our survey questionnaire. In Kenny Lake and Chitina, we also held separate focus groups for 
highway supporters and highway opponents. 

In all, 44 people attended the focus groups in Cordova and 28 people attended the Kenny 
Lake and Chitina focus groups. In Appendix A to this report, we summarize how individuals 
were selected for the focus groups, as well as the major points raised at each focus group. 

Public Surveys 

We conducted six public surveys as part of this study. The purpose of the surveys was 
to learn more about five broad topics: 

Current travel patterns between Cordova and other communities 
Expected use of a Copper River Highway 
Expected changes in Cordova with and without a highway 
Goals for Cordova as a community 
Policy preferences for Cordova transportation options 

Five of the surveys were predominantly telephone interviews, conducted in the following 
five groups of communities: 

Cordova 
The Copper River Basin 

(including Chitina, Kenny Lake, Tonsina, Lower Tonsina, and portions of the 
Edgerton, Old Edgerton, and Richardson Highways) 

Valdez, Seward, and Homer 
Anchorage and Fairbanks 
Skagway 

We used a mail-out questionnaire with followups by phone for the sixth survey, of owners of 
vessels berthed in Cordova who do not reside in Cordova. 

We selected telephone numbers for the telephone surveys using two techniques. For 
smaller communities, we entered residential phone numbers listed in the phone book in a 
computer file and used the computer to randomly select numbers. For larger communities, we 
wrote a computer program that randomly generated phone numbers in proportion to the number 
of residential lines. Once a residence was reached the interviewer asked to speak with the adult 
with the next birthday. We describe the telephone survey selection methodology in detail in 
Appendix E. 
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We designed the questions used in each survey in several steps. First, we reviewed 
previous public testimony about the Copper River Highway, dating back to the 1960s, and 
compiled it into a data base. This review aided in two respects: it illuminated the range of 
issues and it gave us a long term perspective on the issues. After reviewing the public 
testimony, we prepared several drafts of each survey questionnaire. We pre-tested the 
questionnaires on residents of the respective communities, and incorporated changes that arose 
as a result of the pretest. Appendixes F-K provide copies of each questionnaire. 

For the Cordova questionnaire, we also sought comments on drafts of the questionnaire 
in the focus groups. We began by drafting questions about how various community 
characteristics of Cordova might change with and without a highway. We asked the participants 
in our first six focus groups in Cordova to comment on these draft survey questions. We then 
designed a full Cordova survey questionnaire, and held a seventh focus group in Cordova, 
consisting of one or two representatives of the earlier focus groups, to review the questionnaire. 
Afterwards, we made additional changes to the Cordova questionnaire. 

We began interviewing on October 31 with calls to residents of Cordova. Approximately 
one week later we began calling to interview the residents of the other communities. We 
completed telephone interviewing by November 30. 

We mailed questionnaires to the vessel owners on November 18. On December 4, we 
made follow-up phone calls to vessel owners who had not responded by mail. We completed 
these calls by December 12. Table 2.2 shows the number of completed interviews. 

Table 2.2 

Number of Completed Maximum Estimated 
Survey Interviews Response Rate Sampling Error 

Population 

Cordova 316 86% 5% 

Anchorage 100 78% 10% 

Fairbanks 100 83% 10% 

Copper Basin 43 88% 12% 

Valdez 75 85% 12% 

Seward 76 80% 12% 

Homer 83 85% 11% 

Skagway 50 91% 12% 

Vessel Owners 79 75% 6% 
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Upon completion of the interview, an editor reviewed each questionnaire. If there was 
an omission or point of confusion, the interviewer phoned the respondent for clarification. We 
then entered the data into a computer using a software program designed specifically for entering 
survey data. We then tabulated and analyzed the data using the University of Alaska 
Anchorage's mainframe computer. 

Review of Experience of Other Alaska Communities 
Following Connection to Highway Network 

Over the past several decades, a number of Alaska communities have been connected to 
the Alaska highway system. In Chapter V, we briefly review the experiences of four coastal 
communities which were connected to the highway system after World War II: Homer, Kenai, 
Seward, and Skagway. The situation of each of these communities differed from that of 
Cordova today, and the economic and social changes which occurred in each following road 
connection were driven by many factors besides road connection. Nevertheless our brief review 
suggests certain kinds of economic and social changes which were common to all the 
communities, and which might occur in Cordova. 

Comparison of Roaded and Non-Roaded Communities 

In Chapter VI, to examine whether there are systematic differences between communities 
with and without roads, we compared nine Alaska coastal communities which are similar in size 
to Cordova. Five of these communities--Haines, Homer, Seward, Skagway, and Valdez--are 
connected to the highway system. The other four--Cordova, Kodiak, Petersburg and Seldovia-
are not, and are served instead by the Alaska Marine Highway. 

We compared a variety of economic, demographic and social indicators for these 
communities. We recognized at the outset that communities are affected by far more than 
whether or not they are road-connected. Thus we did not expect that a simple comparison of 
these communities would reveal in any great detail what would or would not happen if a road 
were constructed in Cordova. However, we found the comparisons interesting, as much for 
what they don't show as for what they do show. 

Analytical Methods for Projecting Highway Impacts 

We used a wide variety of analytical methods in Chapters IX through XIX to project 
impacts of the Copper River Highway on passenger transportation, freight transportation, 
tourism, non-commercial hunting and fishing, land and resource development, commercial 
fishing, Native corporations, the Cordova economy, highway traffic, and demand for public 
services. The methodology for each chapter is described in the chapter and in technical 
appendixes included in Volume III. 
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CHAPTER ID. THE COPPER RIVER & NORTHWESTERN RAILROAD 

Summary of Major Findings 

Cordova was founded in 1906 as a railroad town. The Copper River & Northwestern 
Railroad, which operated from 1911 to 1938, provided a railroad connection from Cordova to 
the Kennicott copper mine. 

Although it operated as a common carrier, the railroad's economic feasibility was 
dependent on transporting ore from the extremely rich copper mines in the Kennicott area. 

The construction of the Copper River & Northwestern Railroad was surrounded by 
controversy. Cordova was chosen as a terminus only after efforts to build railroads from Valdez 
and from Katalla failed. Popular sentiment against the Guggenheim-Morgan Alaska Syndicate, 
which funded the railroad, contributed to the abandonment of early plans to extend the railroad. 

Flooding led to frequent replacement of wooden trestle structures used to cross bars and 
stretches of shallow water. The crossing of the Copper River at mile 132 near Chitina was made 
via a temporary pile trestle, because of the high cost of a permanent structure. Each year the 
railroad replaced sections of the trestle swept away by spring floods. 

During the winter months high wind velocities, combined with snow, made for costly and 
hazardous maintenance operations. 

The railroad was connected to the Alaska road system in Chitina. After the Alaska 
Railroad was completed in 1923, the popular "Golden Circle Tour" carried tourists on the 
Copper River & Northwestern Highway to Chitina, by bus to Fairbanks, and then by train to 
Seward. 

In 1938, after the high-grade ore was depleted, the Kennecott Copper Company 
permanently closed the mine and the railroad. 

Introduction 

Cordova, like Anchorage, began as a railroad town. Cordova today bears little 
resemblance today to the bustling railroad town that was a major portal to interior Alaska for 
thirty years in the early 20th century. The Copper River & Northwestern Railroad, which 
operated from 1911 to 1938, provided a railroad connection from Cordova to the copper mines 
at Kennicott--and incidentally to the Alaska road system in Chitina. Much of the proposed 
Copper River Highway would follow the railroad right-of-way, which is now owned by the State 
of Alaska. 

The construction of the Copper River & Northwestern Railroad was surrounded by 
controversy. While the issues were different than those associated with the construction of the 
proposed highway, they were no less intense, and they attracted national attention. 
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The railroad set the stage for the later proposals for a highway. The experience in 
operation of the railroad is relevant today in considering potential impacts of the proposed 
highway, from the kinds of maintenance challenges which may arise to the kinds of tourism 
which could develop. 

Regardless of its relevance to this study, however, the story of how Cordova gained and 
lost its position as a transportation hub to the interior of Alaska is a fascinating episode in 
Alaska's history. We are indebted to Elfaabeth Tower, an Alaska historian and a member of the 
Alaska State Historical Commission, for preparing most of this brief history of the Copper River 
& Northwestern Railroad. 

Exploration for Routes to the Alaska Interior 

In 1884, an expedition under Lt. W.R. Abercrombie attempted unsuccessfully to ascend 
the Copper River from the coast. The following year, an expedition under Lt. Henry T. Allen 
succeeded in ascending the Copper River. 

The discovery of gold on the Klondike River in Canada in 1896 focused attention on 
possible routes to that portion of the Yukon River drainage. Most of the stampeders either hiked 
over the Chilkoot and White Passes from Skagway or traveled by boat over a thousand miles up 
the Yukon River from St. Michael. About 6,000 prospectors, however, attempted to reach the 
gold fields by pulling sleds over Valdez Glacier to the Copper River drainage in the spring of 
1898. Few of these ill-prepared gold seekers reached the Klondike and many perished in 
avalanches, in the Klutina Rapids, or from the ravages of scurvy. 

In an effort to aid the starving prospectors and to find a more appropriate all-American 
route to the gold fields, the U.S. War Department sent two expeditions to Alaska: one under the 
leadership of Captain W.R. Abercrombie, who had led the unsuccessful 1884 effort to ascend 
the Copper River from the coast, and the other with Captain Edwin F. Glenn to explore the 
Susitna River drainage. Abercrombie concentrated his efforts on reaching the upper Copper 
River from Valdez. By the end of the summer of 1898, Abercrombie determined that a route 
from Valdez up the Lowe River to Dutch Flats (near the route of the present-day Richardson 
Highway) was preferable to the glacier route that the prospectors had used. 

Competing Railroad Proposals 

When Abercrombie returned in 1899 he had with him a surveyor named Edward Gillette 
who studied routes both through Thompson Pass and through Tasnuna Pass to the Copper River. 
In 1902 George Cheever Hazelet, one of the few prospectors who succeeded in finding gold after 
crossing the Valdez Glacier in 1898, joined Gillette and George Holdrege of the Burlington 
Railroad in filing for a right-of-way to build a railroad along the routes surveyed by Gillette. 
Funding for the proposed railroad was not immediately available and the franchise passed 
through several groups of investors without much progress until the summer of 1905 when 
Daniel Guggenheim announced his interest in developing a copper industry in Alaska with 
copper ore from the Bonanza mine in the Wrangell Mountains and coal from the Bering River 
coal fields, located east of the Copper River Delta and present-day Cordova. 
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The Bonanza copper deposit had been discovered in 1900 by a group of prospectors led 
by Rufus McClellan, who had entered interior Alaska over Valdez Glacier. Stephen Birch, a 
young mining engineer from New York, succeeded in purchasing the Bonanza claims for a group 
of investors headed by H.O. Havemeyer and then persuaded John Rosene of the Northwestern 
Commercial Company to undertake the building of a railroad from Valdez to the Bonanza Mine. 
Both Rosene's Copper River and Northwestern Railway and another venture, the Alaska Yukon 
Railway, were under construction from Valdez in 1905 when Guggenheim announced his 
interest. 

The prospect of funding from the Guggenheims stimulated Michael J. Heney to give 
~rious consideration to building another railroad. Heney and Erastus C. Hawkins had 
successfully completed the White Pass and Yukon Route from Skagway to Whitehorse in 1900, 
and Heney had studied the route from Valdez in 1901. Now Heney, who was familiar with the 
report of the Allen Expedition which had succeeded in ascending the Copper River from the 
coast in 1885, considered whether it might be possible to build a railroad through the Copper 
River Valley. A major challenge to the construction of a railroad by this route was that the 
Miles Glacier flows into the Copper River from the east almost directly opposite where the 
Childs Glacier flows into the Copper River from the west. 

Heney sent a team of engineers to Alaska in late 1905 to assess whether it might be 
possible to pass the Miles and Childs Glaciers by crossing to the east side of the Copper River 
below the glaciers and then crossing again to the west side above the Childs Glacier but below 
the Miles Glacier. When his engineers reported positively, Heney filed for a railroad 
right-of-way up the Copper River from the coast. However, Heney was unsuccessful in 
persuading Guggenheim to utilize his route which started on Orea Bay at the location of the 
present-day town of Cordova--the only good sheltered port on the east of Prince William Sound. 

Guggenheim, in the meantime, joined the Morgan Bank to form the Alaska Syndicate 
which purchased part interest in Rosene's Northwestern Commercial Company, the Copper 
River and Northwestern Railway, and the Bonanza copper mine. Guggenheim and Morgan were 
not satisfied with the railroad route from Valdez because it did not provide access to the Bering 
River coal fields. Their engineer, M.K. Rodgers, convinced them that he could build a 
breakwater that would permit large vessels to use the harbor at Katalla on Controller Bay near 
the coal fields, so they temporarily moved construction of the Copper River and Northwestern 
to Katalla. 

The Start of Railroad Construction from Cordova 

Heney did not trust the harbor at Katalla. He was convinced that the Alaska Syndicate 
would have to utilize the Orea Bay harbor and his right-of-way up the Copper River through 
Abercrombie Canyon, just north of the Miles and Childs glaciers, in order to build a railroad 
that would provide access to the coal fields. On this assumption Heney gambled his personal 
fortune, matched by the Close Bank of London (which had financed the White Pass and Yukon 
Railroad), to go ahead on his own and start building the Copper River Railway from Orea Bay. 
His crews landed at Orea Bay on April Fools Day 1906 and christened their new port city 
"Cordova." The name of the town derives from "Puerto Cordova," the original name given to 
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Orea Bay by the Spaniard Don Calvador Fidalgo who visited the region in 1790 (Dictionary of 
Alaska Place Names: 238). 

During the summer of 1906, Heney's crew layed several miles of rail along Lake Eyak 
and started blasting in Abercrombie Canyon. Since there was room for only one set of tracks 
in this canyon Heney threatened to set off dynamite if any of the Copper River and Northwestern 
workers attempted to enter the canyon. Heney's gamble paid off. In October 1906 the Alaska 
Syndicate bought his Copper River Railway in order to obtain the right-of-way through the 
canyon. Since Rodgers was still convinced that he could build a breakwater at Katalla, Cordova 
was temporarily abandoned and Heney was out of a job. 

Final Choice of Cordova as the Railroad Terminus 

The Alaska Syndicate concentrated on the route from Katalla in 1907. In order to 
facilitate work on the road-bed along the upper Copper River above the glaciers while the 
bridges were under construction, a special river steamer was constructed in sections at a Portland 
shipyard and then hauled on sleds over Tasnuna Pass during the winter of 1907. Once 
reassembled on the upper Copper River the Chyttina was used to transport supplies from a 
railhead at Abercrombie Landing to points along the upper river. The Valdez newspaper made 
note that the ability to transport a 100 ton boat over Tasnuna Pass on sleds was proof that this 
route would actually be superior for the railroad as well. 

The transport of the river boat over Tasnuna Pass was one of the only successes enjoyed 
by the Alaska Syndicate in 1907. In July of that year they were involved in an armed conflict 
at Katalla with another railroad group which resulted in the accidental shooting of an employee. 

They also had problems at Keystone Canyon northeast of Valdez. Although the rock 
work in Keystone Canyon had been temporarily suspended when the major railroad construction 
effort was moved to Katalla, officials of the Syndicate still had reservations about the suitability 
of Katalla as a port. To obtain another assessment of the best route to the Bonanza mine they 
engaged E.C. Hawkins to spend the summer of 1907 studying the routes from Katalla, Cordova 
and Valdez. Hawkins definitely preferred the Valdez route and in early August instructed George 
Hazelet, the Syndicate manager at Valdez, to start work again in Keystone Canyon. 

At the same time that Copper River and Northwestern was re-establishing work on the 
Valdez route, H.D. Reynolds was inciting the citizens of Valdez to invest in building the Alaska 
Home Railway, a new venture which had taken over the abandoned right-of-way of the Alaska 
Yukon Railway. In late September armed conflict between the two railroad groups in Keystone 
Canyon resulted in the death of one Home Railway worker and injury of several others. After 
a grand jury hearing and two trials, Edward Hasey, who had fired the shots, was convicted of 
assault with a dangerous weapon and sentenced to 18 months in the McNeil Island Penitentiary. 

The final disaster of 1907 occurred in November when the breakwater at Katalla was 
destroyed by storms. Katalla was no longer a viable option for a port city. The local 
anti-Guggenheim sentiment in Valdez, aggravated by the Keystone Canyon incident, precluded 
that option. This left a route beginning in Cordova as the only option. 
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Hawkins still had reservations about building a road-bed across the Copper River mud 
flats from Cordova, but M.J. Heney was convinced that he could do it by laying track over the 
frozen mud in the winter in order to haul in the necessary fill. In the spring of 1908 the Alaska 
Syndicate concentrated all efforts on building the Copper River and Northwestern Railway from 
Cordova along Heney's Copper River Railway route with Heney as contractor for the railroad 
construction. Hawkins, as manager for the Katalla Company, assumed responsibility for the 
construction of the crucial bridge across the Copper River between the Childs and Miles 
glaciers, which came to be known as the "Million Dollar Bridge." 

Once the route was decided upon, Heney's crews moved rapidly, using the river boats 
to facilitate construction along the upper part of the route while the Katalla company was 
working summer and winter on the Million Dollar Bridge. S. W. Eccles, President of the 
Copper River and Northwestern Railway, announced the Alaska Syndicate's intention of 
extending the railway to the Yukon River, but added that the extension beyond the Bonanza mine 
would be undertaken only if the Bering River coal fields were opened for mining. 

The Bering River Coal Field Controversy 

In 1906, President Theodore Roosevelt had closed the Bering River coal fields to entry 
because the existing mining laws were thought to be unworkable in Alaska, where the land had 
not been surveyed. Over 900 claims in the coal fields were awaiting patents and no mine 
development could take place. In 1909 and 1910 the Bering River coal fields became the focus 
of the Pinchot-Ballinger controversy in Congress. 

Gifford Pinchot and his preservationist forces, backed by Collier's Weekly and 
Hampton's Magazine, claimed that the "Guggenheims" were trying to monopolize the Bering 
River coal fields because they had taken an option on a half-interest in 33 of the 900 claims. 
Judge James Wickersham, who had been elected Alaska's delegate to Congress in 1908 on an 
anti-Guggenheim platform, joined the national outcry, greatly exaggerating the Alaska Syndicate 
interests in Alaska and claiming that "Guggenheims" were controlling all transportation in 
Alaska. 

By 1911 when the railroad to the Bonanza mine was completed, the Alaska Syndicate had 
abandoned all intentions of extending the railway to the Yukon River and Fairbanks and building 
a spur line to the Bering River coal fields. In 1916, when Congress finally passed legislation 
to allow leasing of Alaska coal lands, there was no market for the Bering River coal. The 
Copper River and Northwestern Railway had long since converted to burning oil and the copper 
ore was being shipped to Tacoma for smelting. 

The Alaska Syndicate disbanded soon after the railroad was completed. Although the 
construction had cost the Morgan Bank over 20 million dollars, J.P. Morgan offered to sell the 
railroad to the federal government in 1914 for far less than the construction cost. Secretary of 
the Interior Lane recommended purchase of the Copper River and Northwestern and construction 
of the extension to the Yukon River as the most desirable and least expensive option for a 
government railroad in Alaska, but national sentiment against the Morgans and Guggenheims 
was still so intense that President Woodrow Wilson declined the opportunity to buy the Copper 

III-5 



River and Northwestern Railway and decided to use the more expensive Susitna River route for 
the Alaska Railroad instead. 

Had Theodore Roosevelt not closed the Bering River coal fields, and had national 
sentiment against the Guggenheims and Morgans not been so strong, it is possible to imagine 
a very different history for southcentral Alaska, in which the terminus of the railroad to 
Fairbanks might have been Cordova rather than Seward. 

Operation of the Copper River & Northwestern Railroad 

The Morgan Bank sold the railroad for 10 million dollars to the Kennecott Copper 
Company, which was controlled by Stephen Birch, before the immense wealth of the high-grade 
copper deposits was realized. 

The Copper River & Northwestern Railroad commenced operations in 1911 and by 1916 
was the most active standard gauge railway in the Alaska territory. While performing other 
functions throughout its history as a common carrier in serving the immediate area, the railway 
remained largely an ore shipping railroad controlled by mining interests, with the primary 
purpose of transporting copper ore to Cordova. 

The railroad route followed the Copper River from Cordova to Chitina, turning east 
along the Chitina and Nizina rivers to McCarthy and Kennicott. 1 Most major bridges along the 
route were permanent steel structures, and were expensive to build (the Million Dollar Bridge 
being the most expensive example). However, numerous sand bars and stretches of shallow 
water were spanned by wooden trestle type structures. In some areas these lasted for many 
years, while in others they were subject to near immediate removal from stream and river 
flooding due to heavy rains or the dumping of glacial lakes2

• The crossing of the Copper River 
at mile 132 near Chitina was made via a temporary pile trestle, since a permanent structure 
would have cost about $650,000. Each year the railroad replaced sections of the trestle swept 
away by spring floods. 

Wind and snow created operational and maintenance problems for the railroad. During 
the winter months wind velocities were described as reaching 90 miles per hour. Combined with 
snow, the high winds created a costly and hazardous maintenance operation. The railroad 
experienced major problems from wind and snow along the stretch of the railroad south of the 
Tasnuna River, referred to as the lower valley. In some sections near the Copper River Delta 

1The description of railroad operations and maintenance in this section is drawn primarily 
from two sources: the Alaska Department of Highways 1973 Final EIS on the Copper River 
Highway and the Alaska DOT&PF 1988 Final Compendium Report. Some of the wording is 
closely paraphrased from those documents. 

2 Outbursts from glacially dammed lakes have occurred at numerous glaciers in the Copper 
River watershed. One of the largest of these, Van Cleve Lake (adjacent to Miles Glacier) has 
caused the water level at the Million Dollar Bridge to rise as much as 20 feet. Its 1992 draining 
raised the level 8 feet (Brabets 1991). 
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snow stood several feet deep on the track when strong prevailing winds blew down the valley 
and caused very deep drifts. In these sections of the line the train had to follow immediately 
behind a large rotary plow. Additionally, these conditions made it advisable to place an extra 
engine and rotary plow on the rear of the train. If the track was too severely blocked to get 
through with the front plow, the train could at least return to its starting point. The rotary plows 
were generally employed from December through March. 

Operational expenses were understandably quite high. Three trains per week operated 
between Cordova and Chitina, with daily freight service between Chitina and McCarthy. Service 
rates were approximately 12.5 cents per passenger mile, and 3.5 to 14.5 cents per ton-mile for 
freight. These were high compared with the 2-4 cents per passenger mile and 1 cent per ton-mile 
common in the continental United States at that time. 

Connection to the Alaska Road System 

Even though the primary function of the Copper River and Northwestern Railway was 
the transport of copper ore, the federal government took advantage of it to establish an alternate 
route to Fairbanks from the coast. As soon as the railroad reached Chitina in 1910, the Alaska 
Road Commission constructed the Edgerton cut-off to connect Chitina to the Richardson 
Highway, and scheduled transportation was established between Cordova and Fairbanks. 

When the Alaska Railroad was finally completed in 1923, the Alaska Railroad and the 
Alaska Steamship Company (which was controlled by Stephen Birch of the Kennecott Copper 
Company) promoted the popular "Golden Circle Tour." This tour involved steamship passage 
to either Cordova or Seward, train travel from Seward to Fairbanks on the Alaska Railroad or 
from Cordova to Chitina on the Copper River and Northwestern with bus connection to 
Fairbanks, and return by the other route. The Copper River and Northwestern Railway route up 
the Copper River provided tourists with scenery unequalled elsewhere in Alaska. 

Closing of the Railroad 

When the high-grade ore was nearing depletion in the depression of the 1930s, winter 
operation of the mine ceased and the railroad stopped running--leaving Cordova without a 
connection to interior Alaska during the winter. In 1938 the Kennecott Copper Company 
permanently closed the Alaska mine and the Copper River and Northwestern Railway. 
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CHAPTER IV. HISTORY OF THE COPPER RIVER IDGHWAY 

Summary of Maj or Findings 

There has been interest in the construction of a highway to the Cordova for more than 
fifty years. The federal government began conversion of the abandoned Copper River & 
Northwestern Railroad to a highway shortly after the railway ceased operations. After statehood, 
the State received title to the right-of-way and assumed responsbility for the conversion project. 
By the time of the 1964 earthquake, about 78 of the 132 miles between Cordova and Chitina was 
passable. 

The 1964 earthquake did major damage to many bridges (including the Million Dollar 
Bridge) and to the railbed itself. Damage was so extensive that conversion of the railbed no 
longer held a cost advantage over construction on a different route. The State and Federal 
governments decided to completely re-evaluate the project before continuing work. 

Construction resumed in the late sixties, this time on the Tasnuna route. Environmental 
groups sought and obtained an injunction which halted the work in 1973, due to an inadequate 
Environmental Impact Statement. The state agreed to complete several studies and await the final 
land status decisions under the Alaska National Interest Lands Conservation Act. 

By 1986 the studies were complete and land status questions resolved. However, 
opposition to the highway had grown in the twenty years since the earthquake, and the State 
chose to work on less controversial projects instead. 

In 1987 the state and the Federal Highway Administration officially canceled the old 
Copper River Highway project, and restarted the process as a new project. In a study funded 
as part of the new project, DOT&PF recommended building a "pioneer access road" rather than 
the higher quality and more expensive highway necessary to qualify for federal funds. In 1990 
DOT &PF completed a different study which concluded that a toll road was also a feasible option 
for the Copper River Highway. Neither the pioneer access road nor the toll road option was 
funded by the legislature. 

In 1991, the state commenced work at both ends of the highway using maintenance funds. 
When several groups sued over violations of environmental and permitting regulations, the state 
stopped work. In 1992 DOT&PF began the current EIS process. 

Introduction 

There has been interest in the construction of a highway to the Cordova for more than 
fifty years, since the closing of the Copper River & Northwestern Railroad. Large parts of the 
highway were completed by the early 1960's, but construction ceased after the 1964 earthquake. 

Efforts to resume construction in the late 1960's brought controversy over whether the 
highway should be completed--a controversy which has continued to the present day. The 
studies prepared in writing the Environmental Impact Statement for the currently proposed 
highway are only the latest of many studies conducted over a period of decades. 
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In this chapter we briefly review the history of proposals for the highway and studies 
associated with those proposals. This history is drawn primarily from two sources, the Alaska 
Department of Highways 1973 Final EIS on the Copper River Highway and the Alaska 
DOT &PF 1988 Final Compendium Report. Much of the wording is closely paraphrased and 
shortened from those documents. 

Readers should realize that this account is only a very brief sketch of the history of 
activities associated with construction of and debate over the highway. We did not attempt to 
research this history in depth, which would be a very significant undertaking. Others might well 
have different perspectives on the key events of this period and why actions were or were not 
undertaken. 

Early Highway Construction 

After the Copper River & Northwestern Railroad ceased operations, there was immediate 
interest in converting the railroad to a highway. Money from the Civil Aeronautics 
Administration and the US Forest Service paid for design and construction work for thirteen 
miles of highway from Cordova to the new airport (mile 13). Some of this work was completed 
between 1941 and 1945, with the bulk of the money expended in the fifties. 

In 1945, the railroad conveyed its right-of-way to the United States. In 1953, the U.S. 
Congress appropriated $550,000 for the "Cordova-Richardson" highway, and the Alaska Road 
Commission began conversion beyond mile 13. Another $2.4 million was appropriated in 1954. 
In 1956, the Bureau of Public Roads took over highway responsibility for roads in Alaska and 
continued the conversion to mile 49 (the Million Dollar Bridge). The right-of-way was 
quitclaimed to the State of Alaska by the U.S. Department of Commerce in 1959 upon 
statehood, and the Alaska Department of Highways took over conversion. The road was declared 
a Federal Aid Secondary road, which meant that funds for the road, which had before been spent 
directly by federal agencies (Alaska Road Commission and Bureau of Public Roads), would now 
pass through the State of Alaska. 

The state worked from both ends, reconstructing the Edgerton Cutoff (from the 
Richardson Highway to Chitina) and converting the railbed working south from Chitina as well 
as north from Cordova. The state's plan at that time was simply to convert the railroad bed to 
highway use, tentatively planning to complete the road by 1970. By 1964, when the earthquake 
struck, construction was underway north to mile 59 (the Allen River), and south 19 miles from 
Chitina to the Uranatina River. 

Analysis and Construction after the 1964 Earthquake 

The earthquake damaged or destroyed bridges, constructed road, and railroad grade. The 
extent of the damage is indicated in a 1965 letter from Rex Whitton, head of the Federal 
Highway Administration at the time, to Governor Egan. He is responding to numerous requests 
to allocate emergency relief funds to repair the Copper River Highway: 

As I discussed with you, we in Public Roads feel that the almost complete loss 
of the previous Copper River Highway makes it mandatory that before approval 
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is given to its reconstruction, we carefully re-examine the concepts on which the 
previous construction work had been done, since the situation has now undergone 
a material change. Public Roads and the old Alaska Road Commission's early 
work had been premised on the then existing availability of the old railroad grade 
and bridges on which to develop a relatively low standard road.. . Now that we 
have lost both the old railroad grade and bridges, as well as the more recent 
highway improvements placed thereon, together with the Million Dollar Bridge 
itself ... restoration is several times more costly than the original work. 

The State and Federal governments decided to completely reevaluate the project before 
any reconstruction would continue. A 1967 feasibility study considered three routes: Wood 
Canyon (to Chitina), up the Tasnuna River, and up the Tiekel River. The study recommended 
the Tiekel route. They chose the Tiekel route by constructing a matrix of various attributes of 
each route, ranking the routes for each attribute, and summing the rankings. While one could 
take issue with the set of attributes chosen and, in some cases, the ranking methodology, the 
study did make it clear that there was little expected difference among the three routes in terms 
of economic activity, employment, conservation, or scenic attraction. However, the Wood 
Canyon route was expected to cost almost $58 million, compared to $42 million for the Tasnuna 
route and $47 million for the Tiekel route. After public hearings and review by the Department 
of Highways, the Tasnuna route was selected. 

In 1969, the Congress passed the National Environmental Policy Act (NEPA), which 
required an environmental impact study for all significant federal actions. Federal-aid 
construction was halted pending completion of an Environmental Impact Statement (EIS). Both 
work on the EIS and construction activities continued from 1969 through 1973. The following 
occurred during this period: 

September 69-Fall 72: repair of Flag Point (mile 27) bridge 

April 71: Draft EIS released covering mile 82 through mile 116 (the Tasnuna route from 
the mouth of the Tasnuna River to the Richardson Highway) 

November 71: Final EIS released covering mile 82 through 116 (Tasnuna Route) 

January 72: Supplement to Final EIS released covering mile 82 to mile 116 (Tasnuna 
Route) 

Fall 72: State advertises for bids to repair bridges and road, mile 28 to mile 39 

September 72: Sierra Club and Alaska Conservation Society prepare a challenge, asking 
for an EIS which covers from mile 59 to mile 82 (designed but not previously 
constructed) and which considers impacts of the entire road from Cordova to the 
Richardson Highway 

March 73: Draft EIS released covering mile 39 to the Richardson Hwy 

March 73: State opens bids for repairs from mile 28 to mile 39 
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April 73: Addendum to March EIS, covering Cordova to mile 39 

April 73: The railroad right-of way from Tasnuna to Chitina is entered in National 
Register of Historic Places. This triggers the need for a 4(f) statement in considering 
either the Tiekel or Wood Canyon routes. 

Summer 73: The state receives comments from the public and government agencies on 
the Draft EIS 

By 1973, all but between 35 and 50 miles of the road was driveable--depending on what 
standard is held to be "driveable." According to the final EIS, published in November 1973, 
"although access north of the Allen River has recently been reestablished by state maintenance 
forces, the section from mile 59 to mile 82 has never been fully converted to highway use. One 
can now drive to approximately mile 73 [on a] one lane facility suitable for 4-wheel drive 
vehicles" (Nov 73 EIS). 

The Final Compendium Report states that by the end of 1972, the road was also driveable 
20 miles south from Chitina and north to mile 72, leaving only 35 miles (including two major 
bridges over the Tasnuna and Tiekel Rivers) to be built. 

The 1973 Injunction and the 1975 Settlement 

In September 1973, the Sierra Club and Alaska Conservation Society obtained an 
injunction halting all construction beyond mile 27 on the grounds of inadequate assessment of 
alternatives to the proposed action, and pending completion of the EIS process. This court 
victory may have been aided by the clear presentation of bias towards the preferred alternative 
in the draft EIS, such as the following II analysis II of the II no-action II alternative: 

"This would be a drastic and expensive course of action in light of past decisions 
and events. The completion of the proposed road already has the precedent of a 
vivid and colorfully recorded history which precludes true consideration of "no 
action II as an alternative. 11 

Work continued on the final EIS, which was released to the public in November 1973. The final 
EIS was submitted to the Council on Environmental Quality (CEQ), which approved it in April 
1974. 

In June 1975, an agreement settled the lawsuit which had halted construction on the 
highway. The conservation groups agreed not to oppose work up to the Million Dollar Bridge, 
or repairs to the bridge sufficient for local traffic (but not public traffic). The state agreed to 
close access to the nothern segment of the road at O'Brien Creek, about five miles south of 
Chitina. 

The state agreed to complete two regional transportation studies, the Southern Interior 
Transportation Study and the Prince William Sound Transportation Study. The state also agreed 
to prepare a Supplemental EIS to analyze and compare the full range of environmental effects 
of the three routes, and a "Section 4f' study evaluating the use of public parks for highways, 
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because of pending parks designations under the Alaska National Interest Lands Conservation 
Act (ANILCA) as well as Historic Landmark designation of part of the railbed. Finally, the 
State agreed to halt all construction north of the Million Dollar Bridge until 1978, or settlement 
of the status of d2 public lands selections, whichever came first. 

Analysis and Construction Following the 1975 Settlement 

In 1976, the state issued a Draft Supplemental EIS which discussed the Tasnuna, Tiekel, 
and Wood Canyon routes. It noted that the Tiekel and Wood Canyon routes would require 4(f) 
statements and compliance with the National Historic Preservation Act, while the Tasnuna route 
would not. 

In late 1976, all development work on the Copper River Highway stopped "because there 
were plenty of less controversial projects to do." (Final Compendium Report: 9) 

In 1981, the Prince William Sound Transportation Study was released. Among other 
things, the study recommended completion of the Copper River Highway, and ending Valdez
Cordova ferry service. 

In November 1982, after two community-wide polls indicated that the majority of 
residents were against completion of the highway, the City of Cordova sent a letter to the 
governor opposing the highway. 

In March 1983, the State of Alaska informed the Federal Highway Administration 
(FHW A) that the state had decided not to proceed with completion of the Copper River 
Highway, and was therefore releasing all remaining Emergency Relief Funds (available because 
of the 1964 earthquake damage) reserved for the route. Most of the funds had been for repairs 
for or replacement of the Million Dollar Bridge. 

In 1986 the Southern Interior Regional Transportation Study (SIRTS) was released. The 
study did not make any strong recommendations about the Copper River Highway, but 
concluded that highway travel would be cheaper than current travel, for both passengers and 
freight. 1 

In March and April of 1987, the FHW A asked for repayment or explanation of why the 
federal aid secondary funds (authorized in 1960, and used at various times since then) had not 
resulted in actual construction or right-of-way acquisition within five years of the agreement, 
according to federal regulations. The Department of Transportation and Public Facilities replied 
with a long explanation of the various delays, and concluded that there had been a good faith 
effort to build the road. They requested that the old project be closed and that the entire process 
be restarted. FHW A concurred, and released DOT &PF from any requirement to repay the 
funds. In September 1987 the FHW A authorized and funded a new Copper River Highway 
project. 

1The Institute of Social and Economic Research (ISER)--which prepared this report-
participated in the SIRTS study. 
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In the summer of 1988 DOT released a Final Compendium Report, which was "Phase 
I of a project to provide reconnaissance and environmental work through location approval for 
completion of the Copper River Highway." Preparation of this report was funded with Federal
Aid Secondary funds under the new (September 1987) agreement. The report recommended 
construction of a "pioneer access road" through Wood Canyon with state funds (such a road 
would be ineligible for federal funds), holding open the option of later building a federal-aid 
secondary road on the Tasnuna or Tiekel routes. The recommendation against a federal aid 
highway cited the time required to complete environmental documents and the more detailed 
plans and certifications required in order to receive federal aid. It also cited the fact that a 
federally funded road would compete for limited federal dollars with other projects in the state. 
For these reasons, a pioneer road was seen as the fastest way to complete a highway. 

In 1988 Alaska Rep. Cato introduced bills regarding building the Cordova highway as 
a toll road. Such a road, regardless of design, would probably (although not certainly) be 
ineligible for federal funds. In February 1990 DOT&PF released a Copper River Highway Toll 
Feasibility Study and Construction Analysis. It found that a toll road would be feasible assuming 
that the state (or possibly a Federal Demonstration grant) would fund construction costs, and a 
$15 toll was expected to pay operations and maintenance costs only. 

In Cordova, long-standing opposition to the highway was given a boost by concern over 
the possible reduction of ferry service and by the Exxon Valdez oil spill. Valdez' problems in 
coping with an influx by highway of clean-up workers was held up as a warning to Cordovans, 
and in general projects from outside the community came under more suspicion. At the same 
time, support for the highway strengthened in some quarters. Several bad fishing years weakened 
Cordova's economy, and supporters claimed that diversification into tourism would be Cordova's 
salvation, and the highway was the way to accomplish that. 

In a climate of increased concern about cutting the state budget, and the controversy 
surrounding a highway in Cordova, neither the recommendation for a state-funded pioneer access 
road or the recommendation for a state-funded toll road has been implemented. 

In the summer of 1991, the State used DOT&PF maintenance funds to work on the 
highway south of Chitina between O'Brien Creek and the Uranatina River and north of Cordova 
between the Million Dollar Bridge and the Allen River (mile 59). The State was sued for failure 
to obtain environmental permits required for work in wetlands and for dumping fill in spawning 
streams. The State halted construction work and the litigation has not yet been resolved. 

Between 1970 and 1981 there were many repair and improvement projects on the 
highway between Cordova and the Million Dollar Bridge. Currently the first thirteen miles of 
the highway are paved. From mile 13 to 49 the highway is a gravel surfaced road, 20' - 22' 
wide. The repair to the Million Dollar Bridge consisted of a steep ramp in place of the third 
span, which descends almost to the river level, and then a short steep grade climbing back up 
from river level. 
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V. EFFECTS OF ROAD CONNECTION ON SELECTED ALASKA COMMUNITIES 

Summary of Major Findings 

None of the Alaska coastal communities connected to the road system in recent decades 
are directly comparable to Cordova. Their transportation systems before road construction 
differed from Cordova's, as did many other geographical and economic circumstances. Impacts 
of road connection on Cordova would not necessarily be the same as in these other communities. 

Many factors besides road connection have influenced the economic development of 
Alaska coastal communities following road connection. Examples include competition from 
other ports (Seward), discovery and development of the Swanson River oil field (Kenai) and 
changes in economic conditions for mining and tourism (Skagway). It is difficult to separate the 
effects of these other factors from the effects of road connection. 

In Seward, Homer, Kenai and Skagway, road construction was followed by growth in 
tourism. However, tourism growth cannot be attributed solely to road connection, and other 
factors were sometimes more important in promoting tourism. Road connection was probably 
not essential to tourism development in Skagway, while road connection was a major factor in 
tourism development in Seward, Homer and Kenai. 

The experience with the road to Skagway demonstrates that economical and reliable 
transportation can be an important contributor to the continuing operation of major resource 
projects such as the Faro mine. But the operation of the mine cannot be solely attributed to the 
creation of road connections: many other factors are also important. 

Some residents who lived in a community both before and after road connection clearly 
felt that the road changed the character of their town for the worse. This does not necessarily 
mean that a majority of residents shared their view. 

Introduction 

Over the past several decades, a number of Alaska communities have been connected to 
the Alaska highway system. In this chapter, we briefly review the experiences of Seward, Homer 
and Kenai, and Skagway before and after their road connections were built. We examine 
economic impacts which occurred, and the extent to which similar impacts might be expected 
to occur in Cordova. We begin the chapter with a brief review of the economic literature about 
the relationship between transportation connections and economic development. 

Transportation and Economic Development in the Economics Literature 

The economics literature dealing with road and railroad connections is very sparse and 
mostly confined to the experiences of developing countries and historical accounts of connections 
made over a century ago. In addition, Alaska road connections typically tie existing ports to 
inland road systems, while the literature focuses on tying inland agricultural regions to the coast 
where ports may or may not already exist. 
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The question of whether major improvements in transport systems is a cause or 
consequence of economic development has long been debated in the development economics 
literature. The classic article on the subject remains Paul Cootner's Railroads and Economic 
Development published in 1965 and much debated since then. Cootner marshals evidence from 
the railroad-building years from 1828-1868 to show that while these new railroads lowered the 
cost of transportation and aided U.S. economic growth, they were constructed as a response to 
a rapidly developing economy, rather than a precursor of it. 

More recent studies remain ambivalent about the effects of road system improvement, 
and we were able to locate very few studies of road connection per se. Those we found 
suggested that road improvements which lowered transport costs increased income for 
surrounding farmers (Holtsberg 1979). 

Road Connections to Alaska Communities 

The Richardson Highway from Valdez to Fairbanks was constructed well before World 
War II. The Glenn Highway from Anchorage to Tok was constructed during World War II, as 
was the highway from Haines to Haines Junction. Alaska coastal communities connected to the 
main Alaska highway system since World War II include Homer and Kenai (1950), Seward 
(1951), and Skagway (1978). We focus our attention in this chapter primarily on the effects of 
road connection upon these three communities. 

Our review of the experiences of these communities is necessarily brief. To fully 
describe the impacts, even in one of these communities, would have taken much more space than 
is available in this report. It is not easy to determine the impacts of roads built more than forty 
years ago. We were not able to locate studies which sought to describe the specific effects of 
road construction. In any case, these effects are difficult to separate from the effects of other 
factors which brought change to these communities during the same time period. And as is the 
case with Cordova today, different observers had different opinions about which changes were 
most important, and whether the changes were desirable or undesirable. 

None of the communities we examine below is directly comparable to Cordova. Their 
transportation systems before road construction differed from Cordova's, as did many other 
geographical and economic circumstances. Nevertheless, in reviewing what happened after road 
construction, certain themes are common to all of the communities, and suggest some of the 
likely impacts of road construction on Cordova and other study area communities. We review 
these common themes in the conclusion to this chapter. 

Seward 

History Prior to Road Connection 

Seward marked its beginnings in modem times in 1903 when the founders chose the head 
of Resurrection Bay for a harbor and as the terminus of a railroad they intended to build to 
interior Alaska. The year-round ice-free harbor seemed ideal for trade and commerce between 
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interior Alaska and the west coast of the U.S. Private companies constructed part of the railroad 
line, but they met with difficulties and the venture failed. In 1915, the federal government took 
over construction of the line and completed it in 1923. For many years Seward was a 
transportation, trade, financial and social center for Alaska. 

Immediately prior to and during World War II, Seward and its port prospered due in part 
to large military and construction shipments passing through the port. However, during the war, 
the military developed the port of Whittier as an alternative to Seward. After the war, carriers 
began to choose the ports of Whittier and Anchorage more frequently. Containerized shipping, 
requiring fewer longshoremen, also changed Seward's transportation industry and, to some 
extent, the community. Between 1955 and 1964, Seward's economy declined. 

Road Construction 

Construction of the 128-mile Seward highway, linking Anchorage and Seward, began in 
1948 and was completed in 1951 (Naske 1986, p. 263). The project required new construction 
from Anchorage to the old Seward-Hope road, a distance of 70 miles. The Seward-Hope road 
also underwent major reconstruction at this time. Construction of the highway was justified 
partly for military purposes. During the Cold War the military viewed adequate transportation 
routes to be of utmost importance for the defense of Alaska (Naske 1986, p. 227). The army 
wanted all-year, all-weather roads on main routes, including the Seward Highway. By 1954 the 
entire road was hard-surfaced (Pedersen 1983, p. 32). The Alaska Road Commission hoped that 
"the road would open the scenic Kenai Peninsula to tourists from the contiguous states, assist 
in the settlement of good agricultural lands on the western side of the peninsula, and provide an 
alternative access to the port of Seward" (Naske 1986, p. 242). 

In 1964, the Good Friday earthquake destroyed about 90 percent of Seward's economy. 
All industry along the waterfront vanished. Highway and railroad damage was very high. Almost 
every bridge for one hundred miles was ruined. By 1967 the road was repaired. 

Impacts of Road Connection 

It is difficult to determine, even in retrospect, the specific effects of road connection on 
Seward. The completion of the road coincided with a period of rapid· economic growth in 
Southcentral Alaska which fueled demand for port services, but also with the continued diversion 
of freight to the ports of Whittier and Anchorage. 

One obvious impact of the road was an increase in tourism. The Seward Area 
Redevelopment Committee, in a report dated February 3, 1967, described the growth of tourism 
as follows: 

The tourist industry has steadily increased each year with the improvement of 
highways and transportation facilities. Hotels, lodges, service stations and bars 
derive much of their incomes from this trade. The U.S. Forest Service has 
provided excellent camping areas throughout the district and none are finer. The 
State of Alaska is assisting with roadside parks and the City of Seward is planning 
and constructing a fine tourist park for travelers. The local Chamber of 
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Commerce operates a very fine tourist information center advertising Seward and 
historic points of interest in the entire district. (Seward Area Redevelopment 
Committee, p. 7). 

Another impact of the new road was increased travel to Anchorage for shopping: 

Although Seward shops are well stocked, many people travel the distance 
frequently where independent merchants and national chain stores offer a 
tremendous selection for their choice (Seward Area Redevelopment Committee, 
p. 9). 

It is likely that the highway contributed to parking problems: 

Parking is a problem for merchants and customers alike in Seward's concentrated 
business district and the problem will remain for many years (Seward Area 
Redevelopment Committee, p. 9). 

One resident of Seward at the time of road connection summarized his negative impressions of 
the impacts of road connection in a letter to the Cordova Times: 

" ... I was born and raised in Seward. At the time I was growing up the road was 
not connected to Anchorage. It was possible to drive to mile 54, right past 
Summit Lakes, or you could drive to Kenai or Homer. These roads were 
basically one-lane gravel roads with pull-outs for passing other cars moving in the 
opposite direction. 

I can remember distinctly when the road was built to Anchorage as it 
changed our way of life in Seward. Up to that time, Seward had the same 
uniqueness that Cordova now has. 

People took care of their neighbors, never passed a car on the highway 
that was stopped, did not lock doors in their houses, left car keys in the car and 
were able to enjoy the natural resources which were in abundance without having 
to compete with hordes of people. 

After the road was built to Anchorage ALL of this changed. People did 
not look after their neighbors like they had in the past. Rather than stop when a 
car was stopped on the road, you would speed up to make sure that you were safe 
in the confines of your car. My parents had to put locks on the house door and 
not only did not leave the keys in the car, but they started locking the car. 

The place we as kids used to fish and hunt became totally overrun with 
campers and their trash with no respect for the natural resources If you do not 
believe what I am saying, just look at a picture of the Russian River these days, 
shoulder to shoulder fishermen. We used to camp and fish and only see a very 
few local people, that was until the road was connected to Anchorage. We never 
went back there after the road was built. 

We used to drive to the Kenai River to catch large rainbows; king salmon 
were a nuisance to us. Look at what has happened to the Kenai River. Today it 
is not for the community, but a political story that is completely out of the hands 
of the local population ... 
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Within only three years of the road connection between Anchorage and 
Seward there was a major bank hold-up at the local Seward Branch of the 1st 
National Bank. The people who held up the bank were caught trying to escape 
back to Anchorage. This was an example of what the road did to Seward. 

I recall my parents saying that they would hope that the road would lower 
the cost of living in Seward. But just the opposite happened. Because of the 
tourist dollar that the merchants were trying to grab, the cost of living actually 
went up rather than down ... 

Overall, I saw a dramatic change for the worse in making Seward a town 
for others and their pleasures rather than a town that had its unique "small 
towns." I can say with some certainty that the same thing will happen to Cordova 
(Michael Blair, letter to the Cordova Times, March 28, 1991. The Cordova Times 
editor noted that Mr. Blair is Cordova's social worker for Alaska Family & 
Youth Services Division.) 

While clearly a one-sided view, this account provides a useful distillation of the perceived 
changes to a community as seen by someone who actually lived there both before and after 
connection. 

Finally, with reference to the expectations expressed by the Alaska Road Commission, 
one might also note that the hoped-for boom in agriculture on the western side of the Kenai 
Peninsula did not materialize as a result of road construction. 

Homer and Kenai 

History Prior to Road Connection 

Homer was first settled by gold seekers in 1896. They were soon followed by coal 
miners, who supplied fuel for whaling ships and passenger ships. Coal mining was the base for 
Homer's economy in the early 1900s until the local coal company closed due to financial 
difficulties. 

From the 1920s to the 1940s people came to settle the land, to raise crops, and to fish. 
Often the women and children raised garden produce while the men fished or worked in the 
canneries. Although farms and ranches yielded some excellent produce and attracted many 
homesteaders, many of the ventures failed due to the lack of markets, poor communications, and 
transportation problems. Fishing gradually became the mainstay of Homer's economy. The first 
cannery was built at the mouth of the Kasilof River in 1882. Homer's dock was built at the end 
of the Homer Spit during the days of the Civilian Conservation Corps (Pederson 1983, pp. 127-
128). 

In 1949, the Alaska Road Commission constructed a small port facility. (Alaska 
International Rail and Highway Commission 1959: 4). The boat harbor developed in 1962 
accommodated 80 vessels. 
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Road Construction 

The Sterling Highway stretches 120 miles down the west side of the Kenai Peninsula. It 
starts at a juncture with the Seward Highway about forty miles north of Seward and joins the 
communities of Homer, Anchor Point, Ninilchik, Clam Gulch, Kasilof, Soldotna, and Kenai 
with Seward and Anchorage. 

Construction on the highway was started in 1946, and was completed in the fall of 1950. 
Before the road was opened, the communities on the western side of the peninsula were isolated 
from Anchorage except for the small boats plying the Cook Inlet waters and wheel or float 
planes using the few airstrips and nearby lakes (Milepost 1956, p. 106). 

Unlike the Seward Highway, the Sterling Highway was not on the army's list of strategic 
routes in 1947. The highway was not paved for several years. In 1959, at a public hearing, a 
representative of the Kenai Peninsula Public Utility District of Homer stated that the road was 
surfaced from the Seward Highway to Soldotna, but from there to Homer it was gravel, and 
very rough: 

I don't think that anybody will deny that the last eighty miles down to Homer is 
one of the roughest stretches of the road in the entire 5,000 mile road system in 
Alaska. Comments of many Alaskans and most tourists who drive the Alaska 
highway all reflect the same answer; the last eighty miles to Homer is the worst 
section of road they have found on their trips in and to Alaska (Alaska 
International Rail and Highway Commission, 1959, p. 11). 

This last segment of the Sterling Highway from Soldotna to Homer was being paved in 
the early 60s. The earthquake in 1964 did limited damage to the Sterling Highway, compared 
to the damage to the Seward Highway. By the spring of 1968 the highway was repaired, 
realigned and paved. (Kenai Peninsula Borough, Comprehensive Planning Program, 1968, p. 
33). 

Impacts of Road Connection 

It is difficult to isolate specific impacts of the of the Sterling Highway from other 
developments occurring on the Kenai Peninsula in the years following construction. Among the 
most important of these was the discovery and development of the Swanson River oil field. 

A variety of changes to the region associated in part with the Sterling Highway were 
described in Pederson' s History of the Kenai Peninsula: 

"The country changed when they started building all the roads and guys started 
coming in from Anchorage and all over. Then when the oil came, Kenai really 
built up. The thing that's changed the most since I was young, there's too many 
people in Kenai. It used to be we all knew each other." (page 14) 

"By this time the highway to Anchorage was open and a road system had grown 
in and around Kenai. Phillip set up Northway Cab, the first taxicab business in 
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Kenai. This was also a profitable business which he operated for about 10 years, 
during the boom years of construction and the start of the oil industry. " (page 18) 

" ... The population grew, slowly at first, then in a flood as work was started on 
the Sterling Highway and homesteaders stormed in. Small business enterprises 
opened up. Professional people came, along with government agencies. 
Community services--electricity and telephones--were installed. Kenai was no 
longer a Native village, but a thriving community." (page 28) 

"The summer population swells with tourists, fishermen and the summer home 
people. (Cooper Landing) draws thousands of visitors each summer who stay at 
the Forest Service campgrounds and use the trails. Boats of all description ply the 
waters of Kenai Lake and River. Permanent residents include a number of retired 
people. The business community has grown to include 2 grocery stores, a jewelry 
shop, a general merchandise and hardware store, 3 gunsmiths, carpenters and log 
builders, three dirt moving businesses and a private camper park as well as the 
lodges with their bars, restaurants and gas stations." (page 49) 

"The construction of the Sterling Highway was the salvation of innumerable 
homestead efforts on the Kenai Peninsula." (page 52) 

"(Kenai) might have adapted, except for two new factors: the road to Anchorage 
and the Construction Boom. Both homesteaders and villagers were swept up in 
the new activity. The homesteaders wanted roads, mail delivery, and freight 
service; the construction workers wanted large paychecks and light entertainment; 
and the new influx of missionaries wanted congregations." (page 87) 

"All these changes (the possible opening of a new medium security prison site and 
a new Federal Aviation Administration facility) and the continuing economic 
growth move Kenai farther and farther from the close-knit, slow-paced 
community it was before 1957." (page 91) 

"Homer's scenic location and abundant resources have continued to attract both 
summer visitors and permanent residents. Construction in 1951 of the highway 
from Anchorage dramatically facilitated the flow of goods, services, and people 
to the area. Growth is the predominant dynamic of the past decade. Boats jostle 
each other in the overcrowded Small Boat Harbor; cars jockey for position in the 
flow of traffic on Pioneer A venue, the main thoroughfare through town; parking 
lots, once spacious, seem to have shrunk; the ring of hammered nails and the roar 
of chain saws are heard throughout the land, as new residents settle in; and 
schools and post office boxes fill to capacity almost as fast as they are built. 
Sports fishermen arriving in the area in May for king salmon fishing season, the 
major opening ritual of the summer tourist season, have difficulty finding elbow 
room along the Anchor River. Competition is fierce for use of limited space on 
the Homer Spit, the hub of fishing and tourist activities. (page 134) 
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After the 1964 earthquake the Homer harbor was restored and expanded to provide space 

for 200 vessels. With increased demand later it was expanded to 400 berths. (Operation and 

Maintenance, 1973, p.8) In the 1960s and 1970s, Homer fishermen extended their fishing 

efforts into Prince William Sound, Bristol Bay, and the Bering Sea. Other people came to 

Homer and started businesses that supported the fishing industry. A charter fishing/visitor 

industry was established (City of Homer Comprehensive Plan, 1989, p. 71). In the 1980s 

Homer's fishing/visitor industry mushroomed. The number of charter companies increased from 

about six in 1979 to about forty-five in 1985. In 1985, an estimated 70 to 120 charter boats 

operated out of the Homer Harbor (City of Homer Comprehensive Plan, 1989, p. 71). 

Today, the community of Homer has an economy based not only on fishing but also on 

tourism, services, transshipping, educational and cultural endeavors, and retirement industries 
(City of Homer Comprehensive Plan, 1989, p. 72). To varying extents, all of these industries 

are enhanced and made more competitive by Homer's road connection to Anchorage. Clearly, 

many of these industries could not have grown to anywhere near their present extent without a 

highway connection. 

Skagway 

History Prior to Road Connection 

The community of Skagway began in the late 1880s when Captain William Moore settled 

at the head of the Lynn canal in Southeast Alaska. Moore is credited with exploring the White 

Pass route along the Skagway River valley to the Yukon Territory. In 1896 gold was discovered 

in the Yukon Territory on Bonanza Creek of the Klondike River and the Klondike Gold Rush 

began. The Chilkoot Trail, which begins near the ghost town of Dyea about six miles from 

Skagway, was another route to the Klondike gold. It was steeper but shorter than the White Pass 

Trail. Initially it was the preferred route to the Klondike gold. 

Between 1898 and 1900 the White Pass railroad was built to Whitehorse, Yukon 

Territory. After the gold rush (1896-99), the White Pass and Yukon Route railroad along with 

their steamboat line became a major means of supplying interior mining camps with goods. The 

economy and population of Skagway centered around the railroad and marine transportation 

industries for most of its history. 

During World War II Skagway played a part in the defense of Alaska and the U.S. A 

fuel pipeline was built parallel to the railroad. The pipeline along with the railroad supplied 

materials for the war effort and for the construction of the Alcan/ Alaska Highway. 

From the 1960s to the mid 1970s, Skagway thrived while mines in Canada shipped tons 

of ore out to markets. But the mines closed when a declining world market price for ore became 

insufficient to cover high labor costs. Dependent on shipping freight from the mines, the railroad 

was also forced to close in 1982. In 1986 the mine at Faro, Yukon Territories re-opened. The 

ore is now shipped to Skagway by truck rather than by rail. 
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In the late 1960s and early 1970s Skagway began developing its tourist industry. Visitors 
arrived on the state ferry system and on cruise ships. In 1976, the U.S. Congress authorized the 
Klondike Gold Rush National Historical Park. Many historic buildings and trails in Skagway 
were restored. In 1988 the railroad resumed passenger service during the summer as a tourism 
venture. 

Road Construction 

In 1942, the U.S. Army built the road connecting Carcross, BC with the Alaska 
Highway. It was used to lay a pipeline from Skagway to Whitehorse. The Alaska Road 
Commission made preliminary studies of a road from Skagway to Carcross in the early 1950s. 
The Bureau of Public Roads surveyed a route (the Warm Pass route) from Skagway to the 
Canadian Border in 1956 and 1957. In 1962 a road northward out of Skagway was constructed. 
It was four miles long. Portions of this stretch were reconstructed to higher standards in 1967. 

In 1978 the Klondike Highway linking Skagway with Whitehorse, YT was completed. 
After considering three different routes, the U.S. and Canadian government agencies agreed to 
the West White Pass route. The other two, the Chilkoot Pass and Warm Pass routes, were 
rejected due to their longer lengths, greater construction costs, and higher operational costs. 
(DOT, Klondike International Highway, 1972, p. 37). The road travels 14 miles from Skagway 
to the Canadian border, and covers a total of 99 miles from Skagway to the Alaska Highway 
south of Whitehorse. In the early years the highway was not open during the winter due to the 
high cost of maintenance and the Canadian government's reluctance to participate. 
(Environmental Services Limited, 1980, p. 1-67). The highway was paved and opened year
round in 1986-87. (Skagway Comprehensive Plan, 1988, p 111-24). 

Impacts of Road Connection 

The opening of the Klondike Highway added a new mode to Skagway's existing marine, 
air, and seasonal rail transportation system. 

"Visitors can arrive by boat, and leave by air, or boat, or tour bus. Automobile 
and recreational vehicle travelers can embark or disembark to/from the state ferry 
and tour ships. Air travelers can bus or sail as an alternative. " (Skagway 
Comprehensive Plan, 1988, p. 111-22) 

With the railroad shutting down in 1982 (and the road opening in 1978) the economic 
base shifted from the railroad industry to tourism. It is important, however, not to blindly 
attribute the shift to the road. Much of Skagway's tourism economy is based on cruise ships 
making port calls; typically fewer than 10 percent of these passengers disembark for continuing 
travel by land. The railroad, now reopened solely as a tourist attraction, is a big draw for cruise 
ship calls. No one takes shore excursions out of Skagway by bus. 

The Klondike highway caused a significant increase in state Marine Highway traffic: 
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"In 1978-79 ferry traffic increased nearly 35 % as a result of the completion of 
the Klondike Highway. When the Klondike Highway was opened to year-round 
traffic in 1986-87, ferry traffic volumes increased by 15 % . " (Skagway 
Comprehensive Plan, 1988, p. VI-58) 

"Between 1980 and 1987, the average annual growth rate for passengers was 
three percent, and the annual average vehicle traffic growth rate was 6.5 percent. 
With the year-round opening of the Klondike Highway in 1986-87, ferry traffic 
increased fifteen percent. In 1987, there were 33,420 embarking passengers and 
36,875 disembarking passengers, for a total of 70,297 passengers; 6,786 
embarking vehicles and 8,088 disembarking vehicles, for a total of 14,874 
vehicles." (Skagway Comprehensive Plan, 1988, p, III-24) 

A very important effect of the opening of the road to year-round traffic was the ability 
of the Faro mine to ship its ore by truck to Skagway: 

"This truck hauling of the mining ore was a departure from the past when the ore 
was shipped by rail. Trucking of the ore essentially assured the year-round 
maintenance of the highway, and changed the nature of general freight 
transportation into and out of the Yukon. (Skagway Comprehensive Plan, 1988, 
p. VI-61) 

We should be careful, however, not to attribute ore transportation to the new "supply" of year 
round roads. The statement above implies that it was the demand for year-round ore 
transportation services that "assured year-round maintenance of the highway." 

Whatever the cause of year-round maintenance, however, highway traffic increased 
significantly when the road was open year round: 

"Since 1987 when the highway was opened year-round, there has been a 53 
percent increase in truck traffic (primarily due to the ore hauling), a 5 percent 
increase in bus traffic, and an 18 percent increase in automobile traffic." 
(Skagway Comprehensive Plan, 1988, p. VI-61) 
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The main cause of the increased number of tourists in Skagway is the increase in cruise 
ship calls at the port of Skagway. However, the highway has also added to the number of 
visitors. With more tourists the impacts have been: 

• Increased employment opportunities. 
• Increased sales in the services and trade industries. The share of retail trade and services in 

total employment shifted from 23 percent in 1980 to 59 percent in 1987. (Skagway 
Comprehensive Plan, 1988, p.III-25) 

® Increased pressure on community facilities and land use. 
"Parking areas are inadequate. Much of the vehicular traffic during the summer is 
tour buses, motor homes, campers, and recreational vehicles. These require more 
room. More parks, trails, and camping sites are required. 11 (Skagway Comprehensive 
Plan, 1988, p. III-25, p. V-53) 

• Greater demand for public rest rooms and telephones. 
• Increased demand on the city's water and sewer systems. 

"In the summer of 1987 increased demands for water by cruise ships caused water 
supply emergencies at least once a week. During these times the community was not 
adequately protected for fire fighting capability. 11 (Skagway Comprehensive Plan, 
1988, p. VII-70) 

• Greater demand to dispose of solid waste. 
"The disposal of solid waste has been a problem in Skagway for some time. 
Residents have considered this city utility the most inadequate utility or service in 
a survey in the late 80s. Winter garbage waste is approximately 1000 cubic yards; 
summer waste is 1800 cubic yards, nearly double. 11 (Skagway Comprehensive Plan, 
1988, p. VII-76) 

• Increased need for health services. Demands at the clinic nearly double in the summer. 
(Skagway Comprehensive Plan, 1988, p. VIII-89) 

• Greater demand on the law enforcement agencies. 
11 Skagway Police Department's activities increased nearly 60% in 1987. Burglaries, 
assaults, traffic accidents, and fish and wildlife violations more than doubled. Formal 
arrests were up 15 % with nearly all of them (81 % ) involving the use of alcohol. The 
summer season, May through Aug (sic), is the busiest time for police activity. In 
1987 the Skagway Police Department recorded 1,529 blotter entries and 204 formal 
reports, both representing a 50% increase over 1986. 11 (Skagway Comprehensive 
Plan, 1988, p. VII-84) 

• Greater expectations are sometimes placed on the personnel of these services when dealing 
with tourists. 

11Skagway's police force interacts with a high number of tourist (sic). These travelers 
expect a sophistication of emergency and enforcement services similar to their 
hometowns. Skagway provides adequate enforcement services but these services 
require continued training to ensure a professional department. (Skagway 
Comprehensive Plan, 1988, p. VII-85) 
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Conclusions 

In all communities analyzed, road construction was followed by more tourism. However, 
tourism growth cannot be attributed solely to road connection, and other factors were sometimes 
more important in promoting tourism. In particular, Skagway developed into a major cruise ship 
port of call due to its location midway along a 7-day loop route out of Vancouver and the 
presence of the White Pass railroad as a major shore excursion, rather than its connection to the 
road system. Homer and Seward, however, clearly could not have developed sport-fishing and 
coastal tourism to anywhere near their current magnitudes without road connections. 

In some communities, such as Homer, road connection clearly improved the 
competitiveness of the fishing and agriculture industries. Seward's port operations also clearly 
benefit from the ability to bring in supplies and to offload containers to a road, even though most 
of its shipping is transferred to railroad. In all cases, however, other factors besides road 
connection influenced development. 

Some residents who lived in a community both before and after road connection clearly 
felt that the road changed the character of their town for the worse. In evaluating such 
comments, however, it is important to remember that a road or any other big project may be 
used as a scapegoat for the general effects of change and modernization. It is also plausible that 
those who were negatively affected would be more likely to commit their feelings to the written 
historical record. 

Finally, in no case can major resource development projects be solely attributed to the 
creation of road connections. The Faro mine case is most instructive. While the availability of 
the road for ore shipments probably was significant in allowing the mine to reopen, we cannot 
say with certainty that the mine could never have re-opened using rail transportation. After all, 
the White Pass railroad was originally built in response to the Klondike gold rush. It did not 
cause the gold rush. Too, the railroad shut down because the mine shut down, not vice versa. 
The available evidence suggests that the demand for winter transportation by the ore trucks 
caused winter maintenance of the road to Skagway, not vice versa. All of these facts support the 
Cootner (1965) thesis that transportation improvements tend to follow, rather than lead, changes 
in the final demand for economic goods and services. Still, having said all that, examples such 
as the Skagway case demonstrate that economical and reliable transportation can be an important 
contributor to the continuing operation of major resource projects such as the Faro mine. 
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VI. COMPARISONS OF SELECTED ROADED 
AND NON-ROADED COMMUNITIES 

Summary of Major Findings 

Road connection appears to make little systematic difference in a wide variety of 
community characteristics. Alaska communities not connected to the highway system tend to 
have less diversified economies and rely more on fishing and fish processing. Costs of goods 
transported into communities off the highway system are generally higher. 

Crime and drug use in Cordova is close to that in Seward (which is about the same size), 
less than that in Homer (which is bigger) and more than that in Skagway (which is smaller). 
Seward, Homer and Skagway are all on the road system. 

Comparisons between roaded and roadless communities are of limited value in projecting 
the effects road connection might have on Cordova. More detailed consideration of Cordova's 
unique characteristics is necessary for such analysis. 

Introduction 

One way to examine how Cordova might change with construction of the Copper River 
Highway is to examine whether there are systematic differences between Alaska coastal 
communities which are connected to the road system and communities which are not connected 
to the road system. If there are significant differences, then construction of a road might be 
expected to make Cordova more like the road-connected communities. 

To examine whether there are systematic differences between communities with and 
without roads, we looked at nine Alaska coastal communities. Five of these communities-
Haines, Homer, Seward, Skagway, and Valdez--are connected to the highway system. The other 
four--Cordova, Kodiak, Petersburg and Seldovia--are not, and are served instead by the Alaska 
Marine Highway. 

We compared a variety of economic, demographic and social indicators for these 
communities. In this chapter, we describe the results of these comparisons. We illustrate the 
comparisons with graphs. At the end of the chapter, we present detailed comparison data in 
several tables. These data are primarily based on 1990 U.S. census "long form" questionnaires, 
which were only filled out by a sample of households in each community. The census data 
reported for "Cordova" are based on responses only from households living within the Cordova 
city limits. We have also provided census data for "Eyak," a residential area located a short 
distance to the east of downtown Cordova. (See Appendix R for a more detailed discussion of 
the area covered by the 1990 census and the "long form" sample census data.) 

We recognized at the outset that community characteristics are affected by far more than 
whether or not they are road-connected. Readers will immediately note specific characteristics 
that make each community unique, such as the pipeline terminal in Valdez and the Coast Guard 
base in Kodiak. Thus we did not expect that a simple comparison of these communities would 
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reveal in any great detail what would or would not happen if a road were constructed in 
Cordova. Nevertheless, we found the comparisons interesting, as much for what they don't 
show as for what they do show. 

Population 
Size 

The largest and smallest communities in our group, Kodiak and Seldovia, are both 
roadless. Although of course large cities tend to have roads, among the small towns we looked 
at here, having or not having a road connection tells nothing about the size of the community. 
Nor do roads necessarily predict population growth rates. Just one of the five roaded 
communities shrank between 1970 and 1990, and just one of the roadless communities shrank. 
Skagway, which was connected by the Klondike Highway to the Alaska Highway in 1978, grew 
by 21 % between 1970 and 1980, but then shrank by 15% in the 80's. (Table 6.1 and Figure 6.1) 

Age Distribution 

Roads have no obvious relationship to age distribution of the communities. Roaded 
communities have from 7% to 9% of their population under 5 years old; roadless communities 
have 7% to 10%. The over-65 population ranges from 3% to 9% in roaded communities, and 
from 5% to 10% in roadless communities. By way of comparison, the statewide average for 
under-5 population is 10% and the statewide average for the over-65 population is 4%. (Table 
6.1 and Figure 6.2) 

Population Stability 

The census collects data on the place of residence 5 years earlier for persons over age 
5. They are classified as living in the same house, a different house but in the same census area, 
a different census area but the same state, or a different state. From 29 % to 39 % of residents 
of both roaded and roadless communities lived in the same house in 1985 as in 1990. 

Between 19% and 27% of residents of roaded communities lived in a different house in 
the same census area compared to between 21 % and 28% of roadless community residents. 
Residents formerly living elsewhere in Alaska ranged from 33% to 40% for roaded communities 
and from 30% to 43% for roadless communities. No systematic differences are reflected in these 
data. However, there are differences in the percentage of all residents who were born in Alaska: 
29% to 35% of roaded community residents were born here, compared to 35% to 47% of 
roadless community residents. (Table 6.1) 

Household Size 

In virtually all communities, household size declined between 1980 and 1990. The sole 
exception was Valdez, where household size increased slightly from 2.88 to 2.90. Household 
size ranged from 2.43 to 2.90 in roaded communities and from 2.45 to 2.92 in roadless commu
nities. (Table 6.1 and Figure 6.3) Alaska's average household size decreased from 2.93 to 2.8. 
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Figure 6.1 
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Figure 6.3. 

Household Size, 1980 and 1990 
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Figure 6.4 
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Racial Composition 

All the roadless communities have native populations over 10% of their total (from 
10.4 % to 25 .2 % ). Although two of the roaded communities--Haines and Seward-have over 15 % 
native populations, the other 3 communities have only 3% to 6%. And while roaded 
communities have 80% to 95 % white populations, roadless communities have just 63 % to 91 % . 
Statewide, the population is 76% white and 16% native. (Table 6.1, Figure 6.4) 

Housing 

Roadless communities have strikingly similar age distributions of their housing stock. 
About 10% of housing in Cordova, Kodiak, Petersburg and Seldovia has been built since 1985, 
and the remaining 90% is split fairly evenly between pre-1970 housing and housing built 
between 1970 and 1985. Housing stock age in roaded communities varies. In Skagway and 
Seward, there are many old housing units. Over half of Seward's housing was built before 1970; 
over half of Skagway's before 1960. In Homer, by contrast, only 20% of the housing is 
pre-1970, and almost that much, 18%, has been built since 1985. 

Housing costs cover a similar range in both types of communities. Monthly owner costs 
of mortgaged homes range from $681 to $1172 in roaded communities and from $720 to $1148 
in roadless communities. Rent ranges from $492 to $707 in roaded communities, and from $425 
to $718 in roadless communities. (Table 6.1 and Figure 6.5) 

Employment 

Labor force participation ranged from 61 % to 81 % in roaded communities, and from 
56% to 81 % in roadless communities. In 1989, the roadless communities had lower unemploy
ment: 3 of the 4 had unemployment rates of 3 % to 4 % , lower than all of the roaded commu
nities. Seldovia was the exception, with almost 12 % unemployment. Unemployment in roaded 
communities in 1989 ranged from 5.4% to 10.6%. (Table 6.2 and Figure 6.6) 

The distribution of workers among private and public employers showed no consistent 
difference between roaded and roadless communities. However, both industry and occupation 
of workers shows that the roadless communities are more dependent on fishing and fish 
processing; roaded communities tend to have economies more diversified across many industries. 
This greater reliance on fishing in roadless communities is also reflected in a higher proportion 
of self-employment, as opposed to wage and salary income, since both permit holders and crew 
are self-employed. 

The data suggest that fishing accounts for a relatively greater share of employment and 
income in roadless communities. However, we cannot necessarily infer from these data that 
having roads causes fishing to decline. Instead, having roads may cause other sectors to grow-
reducing the relative importance of fishing. Homer, for example, has an active fishing fleet and 
substantial fish processing activity. But the size of its tourist industry makes the percent of all 
workers involved in fishing and fish processing lower than it would be if there were no tourist 
industry in Homer. (Tables 6.2 and 6.3, and Figures 6. 7, 6.8, and 6.9) 
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Figure 6.5 

Distribution of Housing Stock 
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Figure 6.6 
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Figure 6.7 

Figure 6.8 
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Other Factors 

Vehicles 

Most households in all communities have a vehicle available to them--the mean number 
of vehicles per household in every community is greater than one. In fact the mean is between 
1.4 and 1.6 vehicles/household in every community except Seldovia, where it is just 1.05. 
Likewise, the percent of households with no vehicle is around 10% in all communities except 
Valdez at 3% and Seldovia at 29%. (Table 6.1) 

Education 

The share of those over 25 years old who are at least high school graduates is between 
82% and 90% in most communities (the share in Haines is 78%). Dropout rates range from 1 % 
to 3 % in roaded communities and from 1 % to 2 % in roadless communities. The percent of 
college graduates ranges from 15 % to 26 % in roaded communities and from 17 % to 24 % in 
roadless communities. (Table 6.1 and Figure 6.10) 

Cost of Living 

Cost of living data were available for Homer, Valdez, Cordova, Kodiak, and Petersburg 
as of September 1990. In Homer and Valdez, the cost of food per week for a family of four 
was $110 and $120 respectively, or 112% and 116% of the US average. In Cordova and 
Kodiak, it was $140 and $155, or 139% and 152% of the US average. In Petersburg, a roadless 
community, it was $113, or just 110% of the US average. 

Electricity rates in 1990 were highest in Cordova (which relies on diesel-generated 
electricity), second highest in road-connected Valdez (which relies in part on hydroelectric 
power), and lowest in Homer (on the railbelt energy system, which relies on natural gas). 
Electricity costs would appear to be especially high for Cordova and Kodiak if state Power Cost 
Equalization payments were excluded from the analysis. Heating oil was most expensive in 
Cordova, but least expensive in Kodiak; gasoline was about the same in Valdez, Cordova, 
Kodiak, and Petersburg, but less in Homer. (Table 6.1) 

Crime Rates 

Crime data were not available for Valdez or Seldovia. For the other communities, the 
1991 crime rate ranged from 30 to 133 crimes per 1000 population in roaded communities and 
from 32 to 120 crimes per thousand in roadless communities. Violent crimes ranged from 7 to 
39 per thousand in roaded communities and from 10 to 32 per thousand in roadless communities. 

The two highest vehicle theft rates were in Kodiak (9/1000) and Cordova (7/1000) and 
the two lowest in Skagway (0) and Haines (2.4/1000). (Table 6.1 and Figure 6.11) 
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Figure 6.9 
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Figure 6.11 

Crime in 1991: Occurrences 
per Thousand Population 
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Conclusion 

In general, our brief comparison of roaded and roadless communities reveals more 
similarities than differences between the two groups. There are only a few systematic 
differences between the two groups, the most notable of which is the greater relative importance 
of fishing in the economies of the roadless communities. 

There is as much or more diversity between the communities in each group as there is 
between the two groups. This diversity stems from all the other factors which are important in 
shaping a community. These include distance from urban centers, proximity to resources, and 
many other things. The diversity among communities suggests that these factors often outweigh 
the effect of a road connection. 

Our brief comparison suggests that, all other things being equal, the introduction of a 
road might bring a greater diversity to the Cordova economy (probably through tourism), more 
in-migration of new residents born outside of Alaska, and perhaps lower food costs. However, 
our simple comparison does not show--by itself--that a road would necessarily bring about major 
changes in population, housing costs, crime, or prices. 

In sum, comparisons between roaded and roadless communities are of limited value in 
learning the specific effects that a road would have upon a specific community such as Cordova. 
More detailed analysis of Cordova's unique characteristics is needed in order to assess the 
potential impacts of the road on the community. This is what we attempt in the remaining 
chapters in this report. 
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Table 6.1. Comparisons of Selected Roaded and Non-Roaded Alaska Communities 
Census Data 

Roaded Communities: Non-Roaded Communities: 

Part 1. Demographics Peters-

Haines Homer Seward Skagway Valdez Cordova EYak Kodiak burg 

Population 

1970 1,284 1,083 1,587 675 1,005 1,164 0 3,798 2,042 

1980 993 2,209 1,843 814 3,079 1,879 47 4,756 2,821 

1990 1,238 3,660 2,699 692 4,068 2,110 172 6,365 3,207 

Percent Change in Population 

1970-1980 -23% 104% 16% 21% 206% 61% 25% 38% 

1980-1990 25% 66% 46% -15% 32% 12% 266% 34% 14% 

1970-1990 -4% 238% 70% 3% 305% 81% 68% 57% 

Age Distribution 

Number: 
All persons 1,238 3,660 2,699 692 4,068 2,110 172 6,365 3,207 

Under 5 years 93 333 205 48 359 186 27 603 305 

18 years and over 896 2,549 2,056 501 2,902 1,544 108 4,607 2,217 

65 years and over 113 260 169 51 113 114 3 288 244 

Median Age 34.9 32.4 32.6 33.6 31.4 31.6 30.5 30.6 31.4 

Percent of Total: 

Under 5 years 8% 9% 8% 7% 9% 9% 16% 9% 10% 

18 years and over 72% 70% 76% 72% 71 % 73% 63% 72% 69% 

65 years and over 9% 7% 6% 7% 3% 5% 2% 5% 8% 

Residence in 1985 

Persons 5 and over, Total 1,122 3,327 2,494 686 3,718 1,927 142 5,754 2,900 

As % of STF3 population 94% 91% 92% 91% 91 % 91% 85% 90% 90% 

Lived in same house, Total 466 1065 777 252 1582 761 62 2138 1258 

As % of STF3 population 39% 29% 29% 33% 39% 36% 37% 34% 39% 

Different house, same state 389 1,465 1,078 261 1,358 694 65 1,901 1,046 

As % of STF3 population 33% 40% 40% 35% 33% 33% 39% 30% 33% 

Different house, same C.A. 232 953 529 200 831 528 60 1333 837 

As % of STF3 oooulation 19% 26% 20% 27% 20% 25% 36% 21% 26% 

Nativity and Place of Birth 

Native Born US Citizen 1148 3559 2593 723 3918 1986 163 5279 3154 

% Native Born US Citizen 93% 97% 96% 104% 96% 94% 95% 83% 98% 
Percent born in Alaska 31% 29% 34% 33% 31 % 38% 37% 35% 41 % 

Ilousehold Size 

1990: 2.58 2.54 2.47 2.43 2.9 2.61 3.13 2.92 2.77 

1980: 2.96 2.66 2.5 2.63 2.88 2.67 3.36 2.97 2.84 

Ethnic Composition 

White 80.0% 94.6% 80.5% 93.4% 88.7% 79.5% 90.7% 63.3% 86.6% 

Native 18.1% 3.6% 15.2% 5.5% 5.9% 11.2% 7.6% 12.7% 10.4% 
Other 1.9% 1.8% 4.3% 1.2% 5.4% 9.2% 1.7% 24.0% 3.0% 

Children Ever Born per 1000 Women 

Women 15 to 24 years 310 398 281 463 229 308 - 243 212 

Women 25 to 34 years 1303 1557 1324 1442 1089 1209 2000 1325 1419 
Women 35 to 44 years 2283 1609 2014 1871 1964 1829 2947 2129 2048 
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Table 6.1. Comparisons of Selected Roaded and Non-Roaded Communities (cont'd) 

Roaded Communities: Non-Roaded Communities: 

Part 2. Housing Peters-

Haines Homer Seward Skagwav Valdez Cordova Evak Kodiak burg Seldovia 

Number of Unit.s 

Total Housing Units 510 1673 1010 423 1503 895 50 2177 1222 221 

Occupied Housing Units 459 1411 886 302 1276 784 44 2051 1135 126 

Overall Vacancv Rate 10% 16% 12% 29% 15% 12% 12% 6% 7% 43% 

Age 

Year Structure Built 
1989 to March 1990 11 12 42 10 73 33 3 40 6 6 

1985 to 1988 49 290 151 16 59 60 8 184 132 16 

1980 to 1984 88 527 193 41 174 140 19 309 161 31 

1970 to 1979 155 497 107 87 844 216 13 667 341 80 

1960 to 1969 78 208 95 44 282 77 5 365 104 44 

1950 to 1959 25 84 180 16 27 79 2 320 138 12 

1940 to 1949 18 24 117 75 - 40 - 205 119 16 

1939 or earlier 86 31 125 134 44 250 - 87 221 16 

Year Householder Moved into Unit 
1989 to March 1990 137 535 353 123 483 226 16 842 306 36 

1985 to 1988 168 470 248 82 322 285 11 549 358 36 

1980 to 1984 55 214 113 45 285 139 15 277 141 16 

1970 to 1979 68 143 72 36 152 80 2 286 218 34 

1960 to 1969 21 38 41 9 18 24 - 56 56 4 

1959 or earlier 10 11 59 7 16 30 - 41 56 -

Vehicles Available 
Number: 

None 45 133 73 21 44 95 - 182 147 37 
1 174 565 405 101 376 326 16 843 388 56 

2 177 519 301 118 640 265 16 736 508 22 
3 or more 63 194 107 62 216 98 12 290 92 11 

Percent: 
None 10% 9% 8% 7% 3% 12% 0% 9% 13% 29% 

1 38% 40% 46% 33% 29% 42% 36% 41% 34% 44% 

2 39% 37% 34% 39% 50% 34% 36% 36% 45% 17% 

3 or more 14% 14% 12% 21% 17% 13% 27% 14% 8% 9% 

Mortgage Status and Selected Monthly Owner Costs 

Specified owner-occupied units 164 517 374 123 417 211 10 672 497 43 

With a mortgage 121 394 251 74 335 142 10 519 270 16 

Less than $300 7 - - - - 1 3 8 - -
$300to $499 25 - 3 7 8 10 - 7 10 -
$500to $699 16 81 29 34 23 21 2 34 41 6 
$700to $999 46 142 112 30 67 37 2 116 104 10 

$1,000 to $1,499 25 131 91 3 191 67 4 272 87 -
$1,500 to $1,999 2 25 11 - 40 6 2 74 14 -

$2,000 or more - 15 5 - 6 - - 13 6 -
Median (dollars) $763 $898 $949 $681 $1,172 $1,010 $1,125 $1,148 $950 $720 

Not mortgaged 43 123 123 49 82 69 - 153 227 27 

Less than $100 - - - 6 - - - - - 4 

$100 to $199 15 57 37 23 17 10 - 10 58 9 

$200to $299 19 28 52 15 29 24 - 43 90 10 

$300 to S399 3 26 23 3 24 27 - 65 50 -
$400 or more 6 12 11 2 12 8 - 35 29 4 

Median (dollars) $241 $216 $244 $190 $269 $302 - $334 $265 $203 
(continued on next page) 
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Table 6.1. Comparisons of Selected Roaded and Non-Roaded Communities (cont'd) 

Roaded Communities: 

Part 2. Housing 
Haines Homer Seward Skagway 

Gross Rent 

Specified renter-occupied Units 157 648 466 116 

Lesa than $200 2 - 24 4 

$200 to $299 6 80 70 5 

$300 to $499 66 192 105 43 

$500 to $749 50 227 150 42 

$750 to $999 19 52 64 5 
$1,000 or more - 48 23 -

No cash rent 14 49 30 17 

Median (dollars) $496 $529 $522 $492 

Gross Rent as a Percentage of Household Income in 1989 

Specified renter-occupied units 157 648 466 116 

Less than 20 percent 74 223 187 58 

20 to 24 percent 12 77 49 18 

25 to 29 percent 18 70 51 5 
30 to 34 percent 9 46 40 9 

35 percent or more 30 183 109 9 

Not computed 14 49 30 17 

Roaded Communities: 

Part 3 . Other 
Haines Homer Seward Skagway 

Commuting to Work 

Workers 16 years and over 610 1672 1130 379 

Percent of Total by Mode: 
Drove alone 58% 57% 58% 64% 

In carpools 14% 9% 10% 7% 

Use Public transp 0% 1% 1% -
Other means 8% 11% 4% 8% 

Walked or worked at home 20% 22% 27% 21% 

:-.lean travel time to work (min) 9.7 11.9 7.8 5.8 

Source: 
U.S. Bureau of the Census, Number of Inhabitants, Alaska: 1970, 1980, 1990. 

U.S. Bureau of the Census, Summary Tape File 3, 1990. 

U.S. Bureau of the Census, 1970 and 1980, ISER printouts. 

U.S. Bureau of the Centus, 1990 Census of population and Housing 
Summary Social, Economic, and Housing Characteristics, Alaska, April 1992. 

VI-15 

Non-Roaded Communities: 
Peters-

Valdez Cordova Eyak Kodiak burg 

425 347 7 1181 383 

7 14 - 22 15 

28 20 3 43 20 

36 79 - 179 88 
161 144 - 363 158 

57 22 - 298 63 

69 17 - 217 13 

67 51 4 59 26 
$707 $550 $275 $718 $577 

425 347 7 1181 383 
170 167 3 389 191 
65 34 - 130 35 
57 24 - 168 31 
5 19 - 121 20 

61 52 - 309 80 
67 51 4 64 26 

Non-Roaded Communities: 

Peters-
Valdez Cordova Evak Kodiak burg 

2163 1163 84 3588 1572 

60% 47% 35% 52% 42% 
18% 16% 35% 20% 15% 

1% 1% - 2% 1% 
2% 8% 11% 6% 10% 

19% 29% 20% 20% 32% 
11.1 10.7 16.2 8.8 9.9 

Seldovia 

55 
5 
6 

17 
14 
3 

-
10 

$425 

55 
15 

2 
17 

-
11 
10 

Seldovia 

97 

21 % 
6% 

-
14% 

59% 

9.0 



Table 6.2. Comparisons of Selected Roaded and Non-Roaded Alaska Communities 
Other Sources 

Roaded Communities: 

Haines Homer Seward Skagway Valdez Cordova 

Permanent Fund Dividends 1985 

Number of children 624 2191 805 171 951 608 
Number of adults 1480 4745 2276 473 2228 1674 

Total 2104 6936 3081 644 3179 2282 

Year Connected to State Highway System 
1943 1950 1951 1978 1913 

Commercial Fishing Landings 

Millions of Pounds 
1989 20.3 34.2 55.3 

1990 51.2 46.1 70.8 

1991 28.2 44.6 40.0 47.5 

Millions of Dollars 
1989 #NIA $18 $23 #NIA #NIA $35 

1990 #NIA $29 $21 $37 

1991 $20 $25 $15 $20 

Sources: 
Alaska Department of Revenue, 1985 Permanent Fund Dividend Recipient Profile, Novenber 1986. 

The Milepost, Alaska Northwest Publishing, various years 

Naske, Claus-M, Paving Alaska's Trails 

Non-Roaded Communities: 
Peters-

Evak Kodiak bur~ 

2937 927 
6798 2190 
9735 3117 

not applicable 

213.2 113.5 
272.5 67.5 
287.3 90.3 

$100 $61 
$102 $39 

$97 $35 

U.S. Deprtment of Commerce, National Marine Fisheries Service, Fisheries of the United States, 1991. 
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Seldovia 

171 
390 
561 

#NIA 



Table 6.3. Comparisons of Selected Roaded and Non-Roaded Alaska Communities 
Education 

Roaded Communities: Non-Roaded Communities: 

Haines Homer Seward Skagway Valdez Cordova Evak Kodiak 
Enrollment 

Persons Age 3 and Up 
Preprimary School 27 129 53 34 90 60 10 131 

Elementary or high school 208 691 419 156 709 349 29 980 
Percent in private school - 5% 7% - 1% 4% - 7% 

College 48 221 126 33 188 91 17 370 

Status of Persons Over 16 

Total Persons Age 16 to 19 53 203 101 40 237 77 5 280 
Not enrolled in school and not high school graduate 

Total - 8 7 2 23 18 - 48 
Employed - - 5 - 15 8 - 31 

Unemployed - - 2 2 8 - - 2 
Not in labor force - 8 - - - 5 - 15 

Total Persons 25 years and over 813 2298 1805 487 2575 1357 96 3954 
% High School Grad or Higher 0.78 0.885 0.883 0.901 0.848 0.853 0.854 0.824 
% Bachelor's Degree or Hi2her 0.166 0.26 0.154 0.203 0.183 0.175 0.125 0.22 

High School Drop-Outs, (grades 7-12), 1990-91 

Total enrollment 186 65 388 150 1029 

Total dropouts 5 2 4 3 20 
No. females 2 0 2 0 7 

No. males 3 2 2 3 13 
Drop-out rate 2.7% 3.1% 1.0% 2.0% 1.9% 

Drop-outs by ethnicity 

White 
Enrollment 140 60 302 117 667 

Dropouts 2 1 3 1 8 
Drop-out rate 1.4% 1.7% 1.0% 0.9% 1.2% 

American Indian/ Alaska Native 
Enrollment 34 5 65 16 212 

Dropouts 3 1 1 0 11 
Drop-out rate 8.8% 20.0% 1.5% 0.0% 5.2% 

Other 
Enrollment 12 0 21 17 150 

Dropouts 0 n/a 0 2 1 
Drop-out rate 0.0% n/a 0.0% 11.8% 0.7% 

Sources: 
Alaska Dept. of Education, Office of Data Management, Profiles of Alaska's School Districts, Fiscal Year 1991, April 1992. 
Stephan, Roger and Tom Jarvis. Alaska Statewide Early Leaver Report, School Year 1990-91 

Alaska Department of Education, Office of Data Management. April 1992. 
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Peters-
bur2 

115 
621 

-
108 

137 

5 
5 
-
-

1967 
0.833 
0.243 

272 
2 
1 
1 

0.7% 

228 

2 
0.9% 

32 
0 

0.0% 

12 
0 

0.0% 

Seldovia 

21 
86 

5% 
7 

18 

-
-
-
-

174 
0.874 
0.207 



Table 6.4. Comparisons of Selected Roaded and Non-Roaded Alaska Communities 
Cost of Living 

Roadcd Communities: Noo-Roaded Communities: 
Peten-

Haines Homer Seward Skal1Wllv Valdez Cordova Evak Kodiak buoz 
Cost of Living m Dec 1980 

Cost of food per wedc, Dec 1980 
Young Couple $66.02 $58.41 $66.99 $74.88 $54.06 

Elderly Couple $59.30 $52.47 $60.18 $67.27 $48.55 
Family of 4 with 

preschool children $92.87 $82.17 $94.25 $105.34 $76.04 
Family of 4 with elementary 

mchool children $111.89 $99.00 $113.55 $126.95 $91.61 
Pcrccat U.S. Average 159% 141% 161% 180% 130% 

Other living cosu, Dec 1980 
Electricity (1,000 kwh) $122.20 $141.30 $126.50 $91.00 

Heating Oil (55 gal) $60.50 $61.60 $63.80 $62.15 
Guolinc, Auto (55 gal) $79.20 $81.95 $77.00 $62.70 

Lumber 2-4-8 ft. $2.80 $2.99 KN/A $2.29 
Cost of living m Sep 1990 

Cost of food per wcdr::, Sep 1990 
Family of 2 (20-50 yrs) $69.85 $67.12 $83.14 $91. 18 $66.63 

Family of2 (51 and older) $67.06 $64.43 $79.82 $87.53 $63.96 
Family of 4 with 

preschool children $100. 70 $113.76 $119.87 $131.45 $96.05 
Family of 4 with elementary 

school children $118.40 $113. 76 $140.93 $154.55 $112.93 
Percent U.S. 116% 112% 139% 152% 110% 

Other living com, Sep 1990 
Electricity (1,000 kwh) $86.80 $156.60 $185.40 $149.40 $109.90 

Electricity, Paid by state $63.60 $42.00 
Heating Oil (55 gal) $67.65 $85.50 $91.52 $54.45 $63.86 

a.saline, Auto (unleaded, 55 gal) $81.95 $88.22 $88.55 $90.15 $89.65 
Lumber, 2-4-8 ft. $2.24 $2.79 $3.83 $2.62 $2.80 

PropaDc 100# (refill) $40.00 $49.14 $48.76 
Sewer, monthly fee $18.85 $7.75 $19.76 $22.50 

Sewer, 1,000 gallons $5.83 
Wmr, monthly fee $8.50 $18.72 $20.00 

Water, I 000 gallons $2.13 $3.37 
Cost of Travel 

Approximate air travel time to closest large city (hours) 
Anchorage 0.75 0.67 0.67 0.58 1.17 

Juneau 0.50 0.92 1.67 
Approximate cost of round-trip flight to closest large city 
Anchorage Weaender $123 $164 

14-day advance $123 $147 $143 $184 
7-day advance $134 $174 $162 $309 

No advance $154 $106 $218 $204 $386 
Juneau Weaender 

14-day advance $120 $131 $147 
7-day advance $168 

No advance $130 $142 $210 
Approximate ferry travel time to road system (hours) 5.75 12 15 to Pr. 

Rupert 
Approximate ferry travel cost to road system, One Way 23 to Haines 

Winter 
Per person S26 $48 S50 

Per Vehicle up to 19 ft $69 $131 $139 
Frequency (avg trips/wk, Jan) 2 2 4 

Summer 
Per person $28 $52 $56 

Per Vehicle up to 19 ft 76 145 154 
Fr,.,mencv (avl! trios/wk Jul) 7 6 7 

Sources: 
University of Ala.ska, Cooperative Extension Service, Cost of Food at Home for a Week. December 1980 and September 1990. 
Ala.ska Marine Highway, 1992 schedule and Personal Communication 
Airlines (various), personal communication 
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$201 
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Table 6.5. Comparisons of Selected Roaded and Non-Roaded Alaska Communities 
Crime 

Roaded Communities: 

Haines Homer Seward Skagway 
Number of Crimes 

Criminal homicide 0 0 1 0 
Forcible rape 0 2 0 0 
Robbery 0 0 1 0 
Assault, aggravated 2 70 11 4 
Assault, simple 27 71 33 l 
Burglary 8 47 12 1 
Theft, excluding mot. vehicle 47 278 78 15 
Theft, motor vehicle 3 19 11 0 

Total 87 487 147 21 
Crime rate per 1,000 Population 

Criminal homicide 0.00 0.00 0.37 0.00 
Forcible rape 0.00 0.55 0.00 0.00 
Robbery 0.00 0.00 0.37 0.00 
Assault, aggravated 1.62 19.13 4.08 5.78 
Assault, simple 21.81 19.40 12.23 1.45 
Burglary 6.46 12.84 4.45 1.45 
Theft, excluding mot. vehicle 37.96 75.96 28.90 21.68 
Theft. motor vehicle 2.42 5.19 4.08 0.00 

Total 70.27 133.06 54.46 30.35 
Source: 
Alaska Department of Public Safety, Crime Reported in Alaska, 1991. 
Population from US Census, 1990 
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Non-Roaded Communities: 
Peters-

Valdez Cordova Eyak Kodiak burg 

0 0 0 
0 3 0 
0 7 0 

22 19 3 
22 178 32 
20 106 12 
75 391 46 

15 59 9 
154 763 102 

0.00 0.00 0.00 
0.00 0.47 0.00 
0.00 1.10 0.00 

10.43 2.99 0.94 
10.43 27.97 9.98 
9.48 16.65 3.74 

35.55 61.43 14.34 
7.11 9.27 2.81 

72.99 119.87 31.81 

Seldovia 



Table 6.6. Comparison of Economic Structure of 
Selected Roaded and Roadless Communities 

Roaded Communitiea 

Hainca Homer Seward Skagway Valdez 
Labor Force Status 

Total perso1111 16 year• and over 100% 100% 100% 100% 100% 
In labor force 73 70 61 81 81 

Not in labor force 27 30 39 19 19 

Total labor force 100% 100% 100% 100% 100% 
Civilian employed 95 89 89 89 90 

Armed forcea employed 0 4 2 0 2 
Unemployed s 8 9 11 9 

Occupation 

Total: Employed pcrao11.1 16 yca.r, and over 100% 100% 100% 100% 100% 
Executive, administrative, and managerial occupation.a 16 14 12 14 11 

Profcuional apccialty occupation.a 7 14 11 11 12 
Technici8111 and related 111pport occupation.a 2 3 I 3 6 

Sales occupatio1111 8 7 8 9 6 
Administrative support occupatio1111, including clerical II 12 14 12 14 

Private hou&ehold occupatio1111 0 0 0 0 0 
Protective &ervice occupatio1111 3 2 5 3 2 

Service occupatio1111, except protective and household IS lS 18 10 16 
Farming, forestry, and fishing occupatio1111 7 8 7 2 2 

Precision production, craft, and repair occupatio1111 12 10 10 22 14 
Machine operatora, assemblers, and inspectors 4 4 4 I 0 

Transportation and material moving occupatio1111 7 6 6 6 11 
Handlers, eauipment cleaners and laborers 6 3 6 7 s 

Industry 

Total Employed persona 16 years and over 100% 100% 100% 100% 100% 
Agriculture, forestry, and fisheries 8 9 9 0 3 

Mining I 3 2 1 5 
Co1111truction 9 11 4 7 10 

Manufacturing, nondurable goods 1 4 7 I 2 
Manufacturing, durablegooda 12 5 5 I 2 

Transportation 7 6 7 26 19 
Communication and public utilities 5 4 2 2 3 

Wholesale trade I 2 3 I 2 
Retail trade 22 18 18 20 12 

Finance, insurance and real estate 2 4 3 0 2 
Business and repair services 1 2 2 2 2 

Peuonal &ervicea 7 7 3 5 4 
Entertainment and recreation services 4 1 2 4 2 

Health servicea 1 8 6 2 9 
Educational &ervicea 4 5 11 8 10 

Other professional and related &ervicca 7 7 4 s 3 
Public administration 8 7 12 14 9 

Employer 

Total: Employed persona 16 years and over 100% 100% 100% 100% 100% 
Private wage and 1alary workers 62 69 60 55 59 

Government workers 18 16 30 31 38 
Local government workers 9 11 10 11 14 
State government workers 4 2 15 9 IS 

Federal government workera 5 3 5 11 9 
Self-employed workera 19 15 10 13 3 
Unpaid family worker, 0 0 0 0 1 

Source: 1990 U.S. Ce1111U1 STF3 data m Appendix S. ISER file: CORDOVA STF3 ECONOMIC DATA. 
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Non-Roaded Communities 
Petera 

Cordova Kodiak bur11; Seldovia 

100% 100% 100% 100% 
78 80 74 56 
22 20 26 44 

100% 100% 100% 100% 
90 92 94 88 
7 4 2 0 
3 4 4 12 

100% 100% 100% 100% 
9 10 10 12 

12 12 18 14 
2 3 2 3 
5 7 6 7 
0 12 13 13 

IS 0 0 2 
I 3 I 0 

12 11 II 14 
18 11 18 12 
14 12 9 I 
s 10 s 2 
4 4 4 5 
4 6 2 12 

100% 100% 100% 100% 
2S 16 29 12 

0 0 0 0 
6 6 7 12 
8 17 4 2 
4 2 3 0 
7 5 5 8 
4 3 3 0 
2 2 I 3 

11 15 18 28 
3 2 1 0 
I 3 2 0 
3 2 3 2 
I 1 2 0 
5 5 5 3 
8 8 6 16 
5 6 6 6 
7 8 6 6 

100% 100% 100% 100% 
57 69 56 45 
23 19 26 41 
14 9 11 29 
6 6 4 7 
2 4 12 5 

20 11 18 13 
0 0 0 0 



Table 6. 7 Sources of Household Income for Selected 
Alaska Coastal Communities, 1989 

Number of Mean income for Total income for 
households these households these households 

Community and with this from this from this 
Tvoe of income income tvoe income tvoe ($) income tvoe ($000) 

Petersburg 
Wage and salary 941 40,518 38,127 
Non-farm self employment 408 45,612 18,610 
Farm self-employment 15 8,757 131 
Social Security 206 9,717 2,002 
Public assistance 86 4,094 352 
Retirement 193 14,612 2,820 
All Sources Combined 1112 55,794 62042 
Kodiak 
Wage and salary 1814 50,440 91,498 
Non-farm self employment 556 61,763 34,340 
Farm self-employment 38 9,968 379 
Social Security 252 5,394 1,359 
Public assistance 140 4,228 592 
Retirement 173 9,497 1,643 
All Sources Combined 2057 63107 129811 
Seldovia 
Wage and salary 87 30,869 2,686 
Non-farm self employment 34 29,069 988 
Farm self-employment 2 2,000 4 
Social Security 24 5,955 143 
Public assistance 16 2,391 38 
Retirement 9 7,039 63 
All Sources Combined 110 35659 3922 
Haines 
Wage and salary 377 33,901 12,781 
Non-farm self employment 149 20,381 3,037 
Farm self-employment 2 9,882 20 
Social Security 66 8,387 554 
Public assistance 54 4,560 246 
Retirement 92 15,614 1,436 
All Sources Combined 474 38130 18073 
Valdez 
Wage and salary 1234 65,918 81,343 
Non-farm self employment 388 27,817 10,793 
Farm self-employment 6 6,500 39 
Social Security 95 7,873 748 
Public assistance 54 3,217 174 
Retirement 139 8,923 1,240 
All Sources Combined 1281 73,643 94.337 
Homer 
Wage and salary 1139 46,306 52,743 
Non-farm self employment 357 21,738 7,760 
Farm self-employment 27 2,636 71 
Social Security 231 7,576 1,750 
Public assistance 155 3,809 590 
Retirement 158 12,015 1,898 
All Sources Combined 1420 45643 64813 

Share of 
total household 

income from 
this income type 

61.5% 
30.0% 

0.2% 
3.2% 
0.6% 
4.5% 

100.0% 

70.5% 
26.5% 

0.3% 
1.0% 
0.5% 
1.3% 

100.0% 

68.5% 
25.2% 

0.1% 
3.6% 
1.0% 
1.6% 

100.0% 

70.7% 
16.8% 
0.1% 
3.1% 
1.4% 
7.9% 

100.0% 

86.2% 
11.4% 
0.0% 
0.8% 
0.2% 
1.3% 

100.0% 

81.4% 
12.0% 
0.1% 
2.7% 
0.9% 
2.9% 

100.0% 

(Continued on next page) 



Table 6.7. Sources of Household Income ... (continued) 

Number of Mean income for Total income for Share of 
households these households these households total household 

Community and with this from this from this income from 
Tvoe of income income type income tvoe ($) income tvoe ($000) this income tvoe 
Seward 
Wage and salary 755 41,602 31,410 80.1% 
Non-farm self employment 150 29,446 4,417 113% 
Farm self-employment 16 14,984 240 0.6% 
Social Security 142 7,410 1,052 2.7% 
Public assistance 53 6,078 322 0.8% 
Retirement 133 13,238 1,761 4.5% 
All Sources Combined 889 44.096 39.201 100.0% 
Skagway 
Wage and salary 267 37,110 9,908 79.7% 
Non-farm self employment 74 21,386 1,583 12.7% 
Farm self-employment 9 1,915 17 0.1% 
Social Security 51 6,067 309 2.5% 
Public assistance 14 2,089 29 0.2% 
Retirement 54 10,757 581 4.7% 
All Sources Combined 306 40613 12428 100.0% 
Cbitina 
Wage and salary 8 23,358 187 58.1% 
Non-farm self employment 4 23,176 93 28.8% 
Farm self-employment 0 0 0 0.0% 
Social Security 5 5,080 25 7.9% 
Public assistance 4 4,100 16 5.1% 
Retirement 0 0 0 0.0% 
All Sources Combined 19 16914 321 100.0% 
Kenny Lake 
Wage and salary 120 26,638 3,197 61.1% 
Non-farm self employment 36 40,024 1,441 27.6% 
Farm self-employment 38 6,671 253 4.8% 
Social Security 25 7,922 198 3.8% 
Public assistance 6 8,330 50 1.0% 
Retirement 24 3,716 89 1.7% 
All Sources Combined 148 35,325 5.228 100.0% 
Tonsina 
Wage and salary 0 0 0 0.0% 
Non-farm self employment 4 400 2 3.1% 
Farm self-employment 0 0 0 0.0% 
Social Security 4 7,500 30 58.1% 
Public assistance 0 0 0 0.0% 
Retirement 4 5,000 20 38.8% 
All Sources Combined 4 12900 52 100.0% 
Cordova 
Wage and salary 629 42,517 26,743 59.7% 
Non-farm self employment 285 57,116 16,278 36.3% 
Farm self-employment 13 33,723 438 1.0% 
Social Security 85 7,134 606 1.4% 
Public assistance 33 6,350 210 0.5% 
Retirement 63 8,474 534 1.2% 
All Sources Combined 776 57744 44,809 100.0% 

Source: 1990 U.S. Census, Summary Tape File 3. Note that data are based on a sample and are subject to 
sampling variability. ISER file: INCIYPE3.wkl 



VII. AN ECONOMIC OVERVIEW OF THE STUDY REGION 

Summary of Major Findings 

The 1990 census reported a population for the Cordova area (including not only the city 
itself but nearby places outside the city limits) of 2,579--up 15 percent since 1980. Most of that 
growth took place in the early 1980s, and it appears to have slowed substantially or stopped in 
recent years. Population growth was much more rapid between 1960 and 1970, when the city's 
population was up 61 percent. In 1990, 82 percent of Cordova's population were white, 12 
percent were Alaska Native, and 7 percent were Asian or Pacific Islanders. 

Cordova's economy is dominated by commercial fishing and seafood processing. The 
1990 U.S. census reported about one third of Cordova employment was in fishing or fish 
processing. ISER's 1992 survey in Cordova found about half the households had someone 
working in commercial fishing, and about 17 percent had someone working in fish processing. 

Fishing and fish processing are highly seasonal and harvests and production vary widely 
from year to year. During the 1980s, average annual employment in manufacturing--primarily 
fish processing--in Cordova fluctuated from as low as 188 in 1984 to as high as 445 in 1988. 
By 1991 the number of manufacturing jobs had dropped back to 298; two fish processing plants 
in Cordova closed that year. 

Government is the second most important sector in Cordova's economy, providing stable 
year-round employment. Government accounted for 23 percent of Cordova employment reported 
in the 1990 census. According to our survey, about 40 percent of the households in Cordova had 
someone working for the local, state or federal governments. 

Industries other than fishing, fish processing, and government accounted for slightly less 
than half of annual average employment in Cordova at the time of the 1990 census. About 16 
percent of the households in Cordova had someone working in recreation or tourism-related 
businesses at the time of our survey. Natural resources other than fisheries contribute relatively 
little to Cordova's economy, although Eyak Native corporation is harvesting timber on its lands 
near Cordova. 

The relatively scattered and sparse population of communities at the upper end of the 
study region more than doubled from 217 in 1980 to 510 in 1990. Opportunities for 
employment are limited, and include government, agriculture and tourism. 

Introduction 

In this chapter, we provide an economic overview of the study region. We divide this 
overview into two parts: Cordova and other study region communities. 

In Chapters XII (Tourism), XIV (Resource Development), and XV (Commercial Fishing) 
we provide more detailed information about specific sectors of the Cordova Economy. In 
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Chapter XVII, we present projections of future economic change in Cordova for the No Action 
alternative as well as for the highway alternatives. 

Economic Overview of Cordova 

Location 

Cordova is located near the eastern entrance to Prince William Sound, about 160 miles 
southeast of Anchorage, about 65 miles southeast of Valdez, and about 410 miles northwest of 
Juneau. The community faces Orea Inlet on Prince William Sound, and is adjacent to Chugach 
National Forest. 

When we refer to "Cordova," we mean not only the area inside the city limits, but also 
the nearby road-connected area, in which the population generally looks to Cordova for routine 
services such as the post office, shopping, health care and schools. This area includes the 
"Census Designated Place" of Eyak, at the east end of Eyak Lake (east of the current city 
limits), the area along Whitshed Road (south of the current city limits), and the scattered other 
development in the road-connected area near the city. Our employment and population 
assumptions for this study refer to the employment and population within this larger area (shown 
in Figure 7 .1), and not just within city limits. 

Population 

Table 7.1 shows different estimates of the population of Cordova since 1980. As may 
be seen from the table, different estimates for the population of Cordova may vary fairly widely. 

For example, the 1990 census reported a population of 2579 for the Cordova Census 
Subarea--a large area including not only the Cordova road-connected area but also parts of the 
coast of Prince William Sound and along the Gulf of Alaska as far as the Canadian Border. 
However, in 1991 the City of Cordova estimated a population of 2895 for the road-connected 
area. In 1985, the City of Cordova estimated a population of 2510 for the area within the city 
limits. However, Permanent Fund dividend distributions to addresses in Cordova (which would 
include the road connected area) that year were only 2282. 

The inconsistency between different estimates illustrates the difficulty of defining and 
measuring "population" in rural Alaska communities. Economic activity in Cordova, as in many 
other coastal communities, is highly seasonal. Many people come from outside the community 
to work in fish processing plants in the summer; others come for other seasonal employment, 
or on fishing boats. Thus the number of persons physically in Cordova at any given time may 
vary widely from the number who consider themselves to be permanent residents of Cordova. 
Any actual count of population, however, has to be based on the number of people physically 
present at a given time. 
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Table 7.1 Selected Population Estimates for Cordova, 1980-1992 

1980 1981 1982 1983 1984 1985 1986 1987 1988 1989 1990 
U.S. CENSUS DATA 
Total population 
Cordova Census Subarea 2241 2579 
Cordova 1879 2110 
Eyak 47 172 
Rest of Cordova Census Subarea 315 297 

Population in group quarters 
Cordova Census Subarea 135 96 

On ships in port of Cordova 56 61 
In other group quarters 79 35 

Population by Race 
Cordova Census Subarea: Total 2241 2579 
White 1781 2102 
American Indian, Eskimo, & Aleut 299 272 
Black 12 8 
Asian & Pacific Islander 101 176 
Other 48 21 

Population by Age 
Total 2241 2579 
Children: under age 18 655 717 
Adult: a~es 18 and older 1586 1862 

ALASKA DEPARTMENT OF LABOR 
ESTIMATES 
Cordova Census Subarea 2241 2460 2399 2307 2393 2442 
Cordova 1879 2223 2244 2166 1998 1901 2053 2048 
Eyak 47 38 47 44 50 51 
Rest of Cordova Census Subarea 315 256 354 362 290 343 

CITY OF CORDOVA ESTIMATES 
Population of road-connected area 2961 2951 2941 2951 2619 
Area within city limits 2520 2510 2500 2510 
Road connected area outside limits 441 441 441 441 

PERMANENT FUND DMDEND 
DISTRIBUTIONS 
Total 2540 2424 2227 2282 

Adult 1892 1796 1644 1674 
Children 648 628 583 608 

CORDOVA SCHOOL ENROLLMENT 467 431 429 443 392 386 439 420 429 436 456 
Sources: 1980 U.S. Census data: ISER 1980 census data printouts. 1990 U.S. Census data: Alaska Department of Labor, Alaska 
Population Overview, 1990 Census & Estimates (1991), pages 122-125. Alaska Department of Labor Estimates: Alaska Department 
of Labor, Alaska Population Overview, various years. City of Cordova 1991 estimates: Muma and Wrede, A Population Estimate 
for the City of Cordova, 1991. Permanent Fund Dividend Distributions: Alaska Department of Revenue, Permanent Fund Dividend 
Recipient Profile, various years. School enrollment data through 1989: City of Cordova, Draft Comprehensive Development Plan 
(not adopted), January 1988, page 56. School enrollment data, 1990-1991: personal communication with Terri Bonnell, Secretary 
to Superintendent, Cordova Schools, 1/19/93. All school enrollment data are for the end of the school year, except for 1985, where 
the data are for the beginning of the 1984-85 school year. All other data are from Eberhart and Knapp, Economic and Demographic 
Systems Analysis: Gulf of Alaska/Cook Inlet Sale 114 (1989), page ill-18. ISER file: CORDOVA POPULATION 80-92. 
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In this report, we describe the population of Cordova (and other communities) based on 
the 1990 U.S. census. The Cordova census sub-area population most closely approximates our 
Cordova area population, although it includes a few families on islands in Prince William Sound, 
and on the coast near Cordova but beyond Whitshed Road. Readers should remember that the 
census data reflect the number of persons in Cordova as of April 1, 1990. 

Table 7.2 and Figure 7.2 show census data for the population of the Cordova area since 
1910. The population of Cordova in 1910 was 1779; it did not reach this level again until 1960. 
Like the rest of Alaska, Cordova grew substantially in the 1970s and 1980s. In the seventies, 
the area grew by 20 percent, and in the eighties by 15 percent. The 1990 population of 2579 was 
338 higher than in 1980 and 722 higher than in 1970. 

There is some evidence that population growth slowed or stopped during the second half 
of the 1980's. City of Cordova population estimates have been around 2,900 since 1984. 
School enrollment, which provides another indicator of population trends, was almost the same 
in 1991 as in 1980. 

About 28 percent of the population of Cordova is under age 18, a figure which stayed 
relatively constant between 1980 and 1990 (Figure 7.3). Adults (persons 18 and older) 
accounted for 72 percent of the population. Nationally and at the statewide level, persons over 
65 are a rapidly growing age group, both in numbers and in percent of the population. 
Statewide, the over-65 population almost doubled from 1980 to 1990, and increased from 2.4 
percent to over 4 percent of the population. In Cordova, where the 1980 proportion of over-65s 
was well above the state average, the increase has been slower. The numbers of those 65 and 
over increased by only about 30 percent, and their share of the population rose from just under 
5 percent to just over 5 percent. 

According to 1990 census, 82 percent of Cordova's 1990 population was white, 12 
percent were Indian, Eskimo or Aleut, and 7 percent were Asian or Pacific Islanders (Table 
7.1). Over the past twenty years, the Native share of the population has declined, mirroring the 
statewide trend, while "other" (primarily black, Asian, and Pacific islander) share has increased 
(Figure 7.4). The proportion of the population which is white has remained at about 80 percent. 

Appendix S presents more detailed data on the population of Cordova and Eyak, based 
on the sample of the population which filled out the census long form. Here we briefly review 
some of the more detailed population characteristics reported by persons who filled out the 
Cordova long form. 

Of these persons, 94 percent were born in the United States and 38 percent were born 
in Alaska. Forty percent of the population had lived in the same house in Cordova for at least 
five years. An additional 27 percent--or a total of 67 percent--had lived in Cordova for at least 
5 years. This means that about 33 percent of the population had lived in Cordova for less than 
five years. Of these, 9 percent had come from other parts of Alaska in the past 5 years, and 
24 percent had come from outside Alaska in the past 5 years. 
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Table 7.2: Historical Census Population Data for Selected Study Area Communities, 1900-1970 

1900 1910 1920 1930 1940 1950 

Cordova District (including Cordova town and 1779 1555 1620 1459 1536 

Orea village) 
Cordova town (incorporated area) 1152 955 980 938 1165 

Orea village 173 141 

Eyak 222 320 366 365 

Katalla village 44 23 

Meakerville (Odiak Slough) 41 

Point Whiteshed 32 

"Rest of Cordova Census Subarea" 

McCarthy district (formerly Kennecott district, 904 637 77 37 

Including Chlsana, Kennecott, McCarthy) 
Chisana 148 

Kennecott 494 217 5 

McCarthy 127 115 49 

Valdez District 
Tiekel RR Station 120 

Source: U.S. Census. ISER file: HIST. CENSUS DATA, STUDY AREA. 

Figure 7 .2: Estimated Cordova Area Population 
as Reported by U.S. Census, 1910-1990 
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Figure 7 .3: Cordova Age Distribution, 1980 and 1990 
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Source: U.S. Census. ISER file: Cordova Demographics. 

Figure 7.4: Cordova Population by Race, 1970-1990 
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Eleven percent of the Cordova sample population reported speaking a language other than 
English at home; five percent reported speaking an Asian or Pacific language. 

A Framework for Describing the Cordova Economy 

Figure 7.5 provides a framework for describing the structure of Cordova's economy. 
Below, we use this framework to describe the current Cordova economy. In Chapter XVII, we 
use this framework to project future economic change in Cordova. 

This framework is known as an "economic base model." In an economic base model, 
economic activities are either basic sector activities or support sector activities. Basic sector 
activities are supported by spending from outside the community: they may be thought of as 
"exporting" activities because they sell to markets outside the community. Basic sector 
activities--primarily fishing and fish processing, federal and state government, resource 
development, and tourism--drive the Cordova economy. The level of these basic sector activities 
is determined by numerous factors over many of which Cordova has little or no control--such 
as Prince William Sound fish harvests, state spending, world resources, and growth in tourism 
demand. 

Many people do not usually think of government as a "basic" activity, but government 
plays a major role in the economic base of rural Alaska communities such as Cordova, bringing 
large amounts of money into these community. State government spending pays not only for 
state government employees based in Cordova, but also for a large share of local government, 
through state revenue sharing and support of education. State government transfer programs 
such as the Alaska Permanent Fund Dividend program and the Longevity Bonus also contribute 
substantially to the economy. 

Support sector activities are supported by spending from inside the community--from 
basic sector activities and from other support sector activities. Support sector activities include 
the share of local government which is supported by local revenues (as opposed to state or 
federal funding) and "support industry" employment in sectors such as transportation, trade, 
finance, insurance, real estate, and services. 

As shown near the bottom left-hand corner of Figure 7.5, transportation access, which 
would be expanded by the proposed Copper River Highway, is one of the factors which may 
influence the basic activities of resource development and tourism in Cordova. As we discuss 
later in this study, we expect that the most significant direct mechanism by which the Copper 
River Highway might affect the Cordova economy would occur through the effects of expanded 
transportation access upon tourism and resource development--although the economy might be 
affected indirectly in numerous other ways. 

The Structure of Employment in Cordova 

The easiest measure for describing the structure of the Cordova economy is employment. 
The number of jobs in each industry, and the ratio of jobs in support sector industries to basic 
sector industries, provides an indication of the relative importance of these industries. 
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Figure 7,5: A Framework for Describing the Structure of Cordova's Economy 
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Employment is not a perfect indicator of economic structure. Not all jobs have the same 
economic impact upon a community, since different jobs pay different wages. Different basic 
industries have different patterns of purchasing supplies and services from local support 
industries, resulting in different impacts upon support sector jobs per basic sector job. Also, 
employment does not measure the economic impact of transfer payments such as permanent fund 
dividends, or the effects on the economy of changes in fish prices. 

For these reasons, it would be preferable, if data were available, to describe the Cordova 
economy in terms of income sources rather than employment. However, detailed sources of data 
on income by industry in Cordova are not available. Employment data are the only detailed 
measure available of the structure of Cordova's economy. Employment data are available both 
from the United States Census and from the Alaska Department of Labor (ADOL). We also 
asked several questions about employment in our survey of Cordova residents. 

U.S. Census Employment Data 

Table 7.3 provides 1990 Census estimates of the labor force status of Cordova adults and 
the occupations and industries for employed persons. The data are estimates because they are 
based on the responses of only the sample of Cordova residents who filled out the census "long 
form." 

Seventy-eight percent of the adult population of Cordova was in the labor force. Of those 
in the labor force, 90 percent were employed as civilian workers, 7 percent were in the armed 
forces (presumably the U.S. Coast Guard), and 3 percent were unemployed. 

"Occupation," "Industry," and "Class of Worker" provide different ways of looking at 
what civilian workers actually do. Each provides a somewhat different perspective on 
employment in Cordova in April 1990, at the time of the census. 

"Class of Worker" indicates whether people worked for private businesses, for 
government, or for themselves (fishermen are included in this last category). Private business 
wage and salary employment accounted for 57 percent of Cordova's employment. 

"Occupation" indicates the type of job which a person performs, regardless of industry. 
For example, a person may have an administrative job in either government or a private firm. 
The most important occupation was "farming, forestry, and fishing occupations," which 
accounted for 18 percent of civilian employment, followed by "private household occupations" 
(15 percent), "precision production, craft and repair occupations" (14 percent), and "service 
occupations" (12 percent). 

The most important "industry" was "agriculture, forestry and fisheries," which accounted 
for 25 percent of Cordova employment, followed by retail trade (12 percent), and manufacturing 
(8 percent), and educational services (8 percent). 
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Table 7.3: Labor Force Status, Occupation, and Industry Estimates for Cordova, Based on 
1990 U.S. Census Long Forms Completed by City of Cordova Residents 

Number* Percent 
LABOR FORCE Total persons 16 years and over 1569 100.0% 
STATUS In labor force 1230 78.4% 

Not in labor force 339 21.6% 
Total labor force 1230 100.0% 
Civilian employed 1109 90.2% 
Armed forces employed 86 7.0% 
UnemEloied 35 2.8% 

OCCUPATION Total: Employed persons 16 years and over 1109 100.0% 
Executive, administrative, and managerial occupations 98 8.8% 
Professional specialty occupations 132 11.9% 
Technicians and related support occupations 24 2.2% 
Sales occupations 54 4.9% 

Administrative support occupations, including clerical 0 0.0% 
Private household occupations 169 15.2% 
Protective service occupations 12 1.1% 
Service occupations, except protective and household 136 12.3% 
Farming, forestry, and fishing occupations 197 17.8% 
Precision production, craft, and repair occupations 152 13.7% 
Machine operators, assemblers, and inspectors 50 4.5% 
Transportation and material moving occupations 39 3.5% 
Handlers, eguiEment cleaners and laborers 46 4.1% 

INDUSTRY Total: Employed persons 16 years and over 1109 100.0% 
Agriculture, forestry, and fisheries 274 24.7% 
Mining 2 0.2% 
Construction 69 6.2% 
Manufacturing, nondurable goods 90 8.1% 
Manufacturing,durablegoods 39 3.5% 
Transportation 80 7.2% 
Communication and public utilities 43 3.9% 

Wholesale trade 18 1.6% 
Retail trade 127 11.5% 
Finance, insurance and real estate 30 2.7% 
Business and repair services 14 1.3% 
Personal services 30 2.7% 
Entertainment and recreation services 9 0.8% 
Health services 55 5.0% 
Educational services 89 8.0% 
Other professional and related services 58 5.2% 
Public administration 82 7.4% 

CLASS OF Total: Employed persons 16 years and over 1109 100.0% 
WORKER Private wage and salary workers 628 56.6% 

Government workers 256 23.1% 
Local government workers 158 14.2% 
State government workers 72 6.5% 
Federal government workers 26 2.3% 
Self-employed workers 223 20.1% 

UnEaid famili workers 2 0.2% 
Source: 1990 U.S. Census STF3 data in Appendix S. ISER file: CORDOVA STF3 ECONOMIC DATA. 
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Taken together, these different census data provide evidence of the importance of fishing, 

fish processing, and government in the Cordova economy. Together, fishing and fish processing 

account for approximately 33 percent of employment (including the industries of "agriculture, 

forestry and fisheries" and "manufacturing non-durable goods"). Based on the "class of worker" 
data, government accounts for approximately 23 percent of employment. 

Alaska Department of Labor Employment Data 

A second source of data on the structure of employment in Cordova is provided by 
Alaska Department of Labor (ADOL) employment data. The data are based on wage and salary 

employment (full-time and part-time) reported by employers for the twelfth day of each month. 

The ADOL employment data are very useful in providing a long-term record of monthly 
changes in employment. Unfortunately, there is a significant limitation to these data: they 
include only wage and salary employment, and they thus exclude all self-employed workers. 
Because most-fishermen are considered self-employed, the ADOL data simply do not count most 
fishermen in "employment." Thus they exclude what is probably the largest single class of 
employment in Cordova. In addition, they exclude other self-employed workers. 

Average Annual Wage and Salary Employment. As shown in Table 7.4 and Figure 

7.6, Cordova average annual non-agricultural wage and salary employment fluctuated up and 

down during the 1980's, although the long-term trend in employment was upward. 1991 
average annual employment was about 35 percent higher than in 1980. 

Government employment provided a relatively stable base for the Cordova economy, 

declining slightly between 1983 and 1987 and then growing steadily between 1987 and 1991. 

In contrast, average annual manufacturing employment--primarily fish processing-
fluctuated widely, from a low of 188 in 1984 to a high of 445 in 1988. Fluctuations in 

manufacturing employment provides an indication of the extent of the year-to-year variation in 
the fishing industry resulting from variations in harvests and prices. 

Trade, transportation and all other industries accounted for slightly less than half of 
annual average employment in Cordova. 

Average Quarterly and Monthly Wage and Salary Employment. Data on quarterly 

and monthly employment (Tables 7.5 and 7.6; Figures 7.7 and 7.8) were available only for the 

periods 1985-1991 and 1989-1991, respectively. These figures show the wide seasonal variation 

in employment in Cordova. While Government employment is fairly stable year-round, 
employment in manufacturing varies widely by season. In 1991, August manufacturing 

employment was more than nine times as high as January manufacturing employment. 
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Table 7.4: Cordova Average Annual Nonagricultural Employment, 1980-1991 

Industry 1980 1981 1982 1983 1984 1985 1986 1987 1988 1989 1990 1991 
Average Annual Employment 
Construction 17 22 30 26 34 37 25 14 19 29 51 32 
Manufacturing 271 351 253 293 188 345 269 256 445 329 361 298 
Transportation 37 81 88 93 89 78 70 79 83 197 96 92 
Trade 140 143 207 194 173 194 174 181 171 178 190 173 
Fin., Ins., & Real Est. 25 26 24 23 23 25 25 26 24 24 24 25 
Services 111 104 122 124 113 102 103 96 112 120 127 114 
Miscellaneous 22 50 38 37 28 27 34 44 67 92 101 98 
Government 282 308 316 319 305 300 291 282 302 335 372 394 

Federal 35 42 37 34 32 30 30 31 38 40 49 51 
State 81 87 87 88 92 96 96 89 90 112 121 128 
Local 167 179 192 197 181 174 166 162 174 184 202 21S 

:xa.:rAt,:::,:,:,:,:::,:::::::,:,:::::::,:::::::::::::::,:,:::,:.:,:.:.:,:,::::::::::::::::.::,:,:,:,:::,:::::::.:;:;;;;,:,:,:,:.:,:,:,®s.:;;;:;:;;;:;imw::,;,;;;,.J01w;:,:,;,:,:,:u~::,:;:;:,:;;,:;:Mn::;,;,;,;,;;:rnwc:;:;:;:;:;::®o.,:;:;:;:;;;:;;;:21n;,:;;,:;;;:i~n.,:,:,:,:,:i@z.:,:,:,:,:J$.tt:;;,:,;,:;:r1.i,,:;:; 
Percent of Total Employment 
Construction 2% 2% 3% 2% 4% 3% 3% 1 % 2% 2% 4% 3% 
Manufacturing 30% 32% 23% 26% 20% 31% 27% 26% 36% 25% 27% 24% 
Transportation 4% 7% 8% 8% 9% 7% 7% 8% 7% 15% 7% 7% 
Trade 15% 13% 19% 17% 18% 18% 18% 19% 14% 14% 14% 14% 
Fin., Ins., & Real Est. 
Services 

3% 2% 2% 2% 2% 
12% 10% 11 % 11 % 12% 

2% 3% 3% 
9% 10% 10% 

2% 2% 2% 2% 
9% 9% 10% 9% 

Miscellaneous 2% 5% 3% 3% 3% 2% 3% 4% 5% 7% 8% 8% 
Government 31 % 28% 29% 29% 32% 27% 29% 29% 25% 26% 28% 32% 
Federal 4% 4% 3% 3% 3% 3% 3% 3% 3% 3% 4% 4% 
State 9% 8% 8% 8% 10% 9% 10% 9% 7% 9% 9% 10% 
Local 18% 17% 18% 18% 19% 16% 17% 17% 14% 14% 15% 18% 

_IQT.W,,,,,,,,=fo,,,,,,,,,,,;;,,,,,1,,,,,,,,,,,,,,},,,,,,,,,,,,,,;;,,,:::'.t~,,,,,,,,,;;,,,,,,,,,:::::,,:::td,;,,,,,;;umw:,,,,,::1a;,,,,,::1m,,,,::::,t®.%.:,,,,,,J:00%:,,,,,,:::1®%.-,,,,,,,;1om~,,,,,,,:::1®%.t;;;Jom1f1:::,,,,,Jm,,,,,,JP-mk, 
Notes: Data are ADOL Cordova Census Subarea (Area 76). 
Source: Alaska Department of Labor. ISER file: CORDOVA NON AG. EMPLOYMENT. 

Figure 7.6: Cordova Annual Average Wage and Salary Employment 
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Table 7.5: Cordova Wage and Salary Employment, by Quarter, 1985-1991 

Quarter and Year 1/85 2/85 3/85 4/85 1/86 2/86 3/86 4/86 1/87 2/87 3/87 4/87 

Total 696 1,105 1,740 887 712 1,071 1,423 754 689 1,002 1,350 867 
Construction 32 37 43 34 29 28 23 20 9 13 15 19 
Manufacturing 52 303 859 166 59 302 611 102 83 271 525 146 
Transportation 72 81 93 66 60 70 78 73 63 79 87 85 
Trade 131 229 254 162 130 200 225 139 132 201 216 176 
Fin., Ins. & Real Est. 22 23 25 29 24 24 31 20 21 26 31 25 
Services 90 110 115 92 83 116 126 88 82 108 109 83 
Miscellaneous 15 26 46 21 28 30 52 24 18 29 92 36 
Government 282 296 305 317 299 301 277 288 281 275 275 297 
Federal 29 30 34 28 27 30 34 28 25 29 40 31 
State 81 96 103 102 94 106 94 90 83 84 91 96 
Local 172 170 168 187 178 165 149 170 173 162 144 170 

Quarter and Year 1/88 2/88 3/88 4/88 1/89 2/89 3/89 4/89 1/90 2/90 3/90 4/90 

Total 752 1,216 1,728 1,190 770 1,481 2,009 948 875 1,448 1,867 1,094 
Construction 21 21 18 17 13 28 38 36 35 70 63 37 
Manufacturing 83 401 819 475 105 377 728 105 89 382 757 214 
Transportation 71 85 98 77 61 271 336 119 84 96 112 90 
Trade 128 188 232 135 129 208 233 142 125 225 241 169 
Fin., Ins. & Real Est. 23 25 26 23 20 23 22 29 23 24 26 24 
Services 97 122 130 97 103 141 133 101 112 143 139 113 
Miscellaneous 36 74 105 53 46 104 143 73 78 123 128 73 
Government 293 300 300 313 293 329 376 343 329 385 401 374 
Federal 26 38 48 40 29 36 56 39 33 49 65 50 
State 86 89 95 90 80 113 142 111 97 138 143 107 
Local 181 173 157 183 184 180 178 193 199 198 193 217 

Quarter and Year 1/91 2/91 3/91 4/91 

Total 876 1,363 1,661 1,000 
Construction 15 26 56 29 
Manufacturing 101 360 561 171 
Transportation 77 106 108 76 
Trade 132 203 226 130 
Fin., Ins. & Real Est. 24 25 25 24 
Services 108 123 120 106 
Miscellaneous 66 105 139 81 
Government 353 415 426 383 
Federal 40 52 64 48 
State 88 148 163 113 
Local 225 215 199 222 

Notes: Data are for Alaska Department of Labor Cordova Census Subarea (Area 76). 
Source: Alaska Department of Labor, Research and Analysis Division. ISER file: CORDOVA QUARTERLY EMPLOYMENT 
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Table 7.6: Cordova Wage and Salary Employment, by Month, July 1989-December 1991 

Month Jul-89 Aug-89 Sep-89 Oct-89 Nov-89 Dec-89 
.'fotai. ...... : .... / .......... )..: ... ' .•... , ... ,: .. , ..... '.!.\ ... :.:.) .. ) ...... ).:.) .... ·.'·······:·< .... ).t:..: ..... .).· .•......... u;.:.;.. .. : .........• 2.232./ .. 2;2$.1;.: .. :.)LM((: .... ..l,Jit..: ... :.·. :S9:5 •.... :( .\s:3$:ff 
Construction 42 30 41 34 40 33 
Manufacturing 925 968 290 160 82 72 
Trans., Comm. & Util. 359 332 316 151 122 83 
Trade 251 242 205 175 128 123 

Wholesale trade 84 77 58 44 18 12 
Retail trade 167 165 147 131 110 111 

Fin., Ins., & Real Est. 22 22 22 29 29 30 
Services 138 138 122 109 96 97 
Miscellaneous 135 140 153 85 64 69 
Government 360 379 387 368 334 328 
Federal 54 56 57 42 34 41 
State 137 140 148 124 109 100 
Local 169 183 182 202 191 187 

·Mo/;/;;···,;y:.,,,;·········,..,-..,_-·}~;z ... ,~~i~?. ... ~;9w?.w~:if ···~~l@LJ;fw·····[;~ .. ,.~z:,;°-..... ~:§~?t:·.·.1;1~?. .. ~l:;\·1i·s;; 
Construction 33 35 36 69 64 77 76 63 49 48 36 28 
Manufacturing 71 88 109 321 343 483 851 939 481 194 131 317 
Trans., Comm. & Util. 83 81 87 84 104 101 107 113 115 96 90 84 
Trade 109 130 137 193 214 270 255 249 220 172 180 153 

Wholesale trade 9 11 14 35 53 84 72 79 59 23 41 13 
Retail trade 100 119 123 158 161 186 183 170 161 149 139 140 

Fin., Ins., & Real Est. 21 24 24 24 24 25 25 28 26 26 23 24 
Services 102 111 122 140 144 144 139 146 131 121 106 112 
Miscellaneous 74 70 90 123 122 124 124 139 120 80 73 67 
Government 308 338 339 370 394 392 390 410 403 386 361 373 
Federal 33 33 32 37 45 65 66 66 62 55 42 53 
State 81 105 104 128 146 141 142 148 140 113 106 101 
Local 194 200 203 205 203 186 182 196 201 218 213 219 

Month Jan-91 Feb-91 Mar-91 Aer-91 Mai-91 Jun-91 Jul-91 Au2-91 See-91 Oct-91 Nov-91 Dec-91 
.mt;.·.:.:.:.:.: .• .-.:.:.:.:.:.::··.::.:.:.:.:.:.;:.:.::.:.:.:.:.:.:.:.:.:.:.:_·.-.-.:.: .• s:n •• ::::.:.:.:.:.:.: .• sw •. :.:.:.:.:.:·:2n9, •. :.:.:.:.:1J:mr:.:.:.:·:m;)a1r.:.:.:.:·:.ns.o'-::::.:.:·::x®9..:::::::.:.1,1-o.r.;:;;;:M1u:.:·;;·:··vw.i:::.:.:.:.:.:.:::·:m;,i:·:::.;::::::::m;; Construction 16 16 14 17 20 40 62 54 51 30 29 27 
Manufacturing 71 100 132 274 382 425 581 648 453 224 152 137 
Trans., Comm. & Util. 70 78 83 93 100 125 109 127 89 84 74 70 
Trade 126 131 140 172 213 224 234 230 214 137 123 128 

Wholesale trade 12 11 17 19 46 50 72 75 72 20 12 15 
Retail trade 114 120 123 153 167 174 162 155 142 117 111 113 

Fin., Ins., & Real Est. 25 23 25 26 25 25 25 24 26 23 23 26 
Services 105 112 108 122 125 122 122 120 117 105 101 91 
Miscellaneous 63 62 74 95 102 117 131 143 142 94 76 73 
Government 351 357 353 399 419 425 405 415 458 395 385 370 
Federal 41 40 40 42 50 63 63 64 65 52 50 42 
State 82 90 93 134 147 162 150 161 178 118 115 106 
Local 228 227 220 223 222 200 192 190 215 225 220 222 

Notes: Data are ADOL Cordova Census Subarea (Area 76). 
Source: Alaska Department of Labor. ISER file: CORDOVA MONTHLY EMP, 89-91. 
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Cordova Survey Responses 

In our survey of Cordova residents, we asked several questions about the employment 
of household members (see Appendix F, Section D of our Cordova survey). In 50 percent of 
all households, someone was employed in commercial fishing. In 17 percent of all households, 
someone was employed in fish processing. In 40 percent of all households, someone was 
employed in local, state or federal government, and in 16 percent of all households someone was 
employed in a recreation or tourist-related business. 

Our survey also asked the question: "Has anyone in your household been unemployed 
and looking for work in the past year?" Thirty-two percent of survey respondents answered yes 
to this question. This figure shows that unemployment is probably significant in Cordova, at 
least seasonally, it does not provide us with a measure of the extent of unemployment, since 
there may be several adults per household. 

Cordova Income Data 

As noted above, detailed sources of data on income by industry in Cordova are not 
available. However, the U.S. census does provide some indication of the relative importance 
of different sources of income in Cordova, and the U.S. Bureau of Economic Analysis has 
estimated income by industry for the Valdez-Cordova Census Area. 

U.S. Census Income Data. The 1990 U.S. Census collected data on sources of income 
in 1989 for households which filled out the census long form. These income data are 
summarized in Table 7.7. Unfortunately, 1989 was the year of the Exxon Valdez oil spill, so 
the income data may not be "typical"--although probably no year is a "typical" year for 
fishermen. 

Table 7.7: Sources of Household Income for Cordova Households, 1989 

Number of Share of Mean income Total income Share of 
households households for these for these total household 

Community and with this with this households from households from income from 
Type of income incomet~e income~e this income ~e ($) this income ~e ($000J this income ~e 
Cordova 
Wage and salary 629 81% 42,517 26,743 59.7% 

Non-farm self employment 285 37% 57,116 16,278 36.3% 

Farm self-employment 13 2% 33,723 438 1.0% 

Social Security 85 11% 7,134 606 1.4% 

Public assistance 33 4% 6,350 210 0.5% 

Retirement 63 8% 8,474 534 1.2% 

Total 776 100% 57,744 44,809 100.0% 

Source: 1990 U.S. Census, Summary Tape File 3. Note that data are based on a sample and are subject to 
sampling variability. ISER file: INCOME BY TYPE, SELECTED COMMUN. 
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The data show the importance of non-farm self employment income--the kind of income 

provided by commercial fishing--as a source of income for Cordova households. In 1989, 37 

percent of all households received income of this type, averaging $57,000 per household. This 
income accounted for 37 percent of total household income in Cordova. Another measure which 
is suggestive of the importance of commercial fishing is that 19 percent of households did not 
receive wage and salary income--although many of these households may have been supported 

by social security, public assistance, or retirement pensions. 

Bureau of Economic Analysis Income Estimates. The U.S. Bureau of Economic 

Analysis prepares annual estimates of income by major source and major industry for each U.S. 
county, including Alaska census areas. Table 7.8 and Figure 7.9 show the BEA estimates of 
income by major source for the Valdez-Cordova census area for the years 1985-1990. Cordova 
accounts for somewhat over one quarter of the population of this area. 

As expected, wage and salary income is the most important source of income (in 
particular in the oil-spill year of 1989). However, proprietor's income--the kind of income 

provided by commercial fishing--was also important. The fact that other communities in the 

census area are much less dependent on commercial fishing than Cordova suggests that the share 

of proprietor's income in total income is much greater in Cordova. 

Survey Responses about Current Economic Conditions 

In our survey of Cordova residents, we asked two questions designed to address current 
economic conditions and residents expectations for the immediate future (see Appendix F, 
Section D of our Cordova survey). In response to the question "Overall, would you say that 

your household is better off or worse off financially than you were a year ago?" 34 percent of 
respondents answered "better off," 36 percent answered "worse off," and 30 percent answered 
"about the same. " 

In response to the question "Now looking ahead, do you think that a year from now your 
household will be better off financially, worse off, or about the same as now?" 47 percent of 
respondents answered "better off," 5 percent answered "worse off," and 47 percent answered 
"about the same. " 

An Overview of Cordova Basic Industries 

Commercial Fishing 

The employment data discussed above provide an indication of the importance of 
commercial fishing to the Cordova economy. We describe the commercial fishing industry in 

detail in Chapter XV. Here, we provide a brief overview of the fishing and fish processing 

industry. 

Cordova is the center of fishing and fish processing for an area encompassing 38,000 
square miles of Prince William Sound and the Copper River and Bering River fisheries. 
Historically, fishing fleets for the two major Prince William Sound fisheries, salmon drift gillnet 
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Table 7.8: Personal Income by Major Source and Earnings by Major Industry: Bureau of Economic Estimates 
for the Valdez-Cordova Census Area,1985-1990 (thousands of dollars) (1) 

VALDEZ-CORDOVA CENSUS AREA ALASKA 
Personal Income by Major Source 
TOTAL PERSONAL INCOME 
NONFARM PERSONAL INCOME 
FARM INCOME 2/ 
POPULATION (HUNDREDS) 3/ 
PER CAPITA PERSONAL INCOME (DOLLARS) 
EARNINGS BY PLACE OF WORK 
LESS: PERSONAL CONT. FOR SOCIAL INSUR. 4/ 
PLUS: ADJUSTMENT FOR RESIDENCE 5/ 
EQUALS: NET EARN. BY PLACE OF RESIDENCE 
PLUS: DIVIDENDS, INTEREST, AND RENT 6/ 
PLUS: TRANSFER PAYMENTS 
WAGES AND SALARIES 
OTHER LABOR INCOME 
PROPRIETORS' INCOME 7 / 
FARM 
NONFARM 

Earnings by Major Industry 
FARM 
NONFARM 
PRIVATE 
AG. SERV., FOR., FISH., AND OTHER 8/ 
MINING 
CONSTRUCTION 
MANUFACTURING 
NONDURABLE GOODS 
DURABLE GOODS 
TRANSPORTATION AND PUBLIC UTILITIES 
WHOLESALE TRADE 
RETAIL TRADE 
FINANCE, INSURANCE, AND REAL ESTATE 
SERVICES 

GOVERNMENT AND GOVERNMENT ENTERPRISES 
FEDERAL, CIVILIAN 
MILITARY 
STA TE AND LOCAL 

1985 

180,822 
180,822 

0 
91 

19,836 
151,126 

9,447 
(5,037) 

136,642 
15,864 
28,316 

116,401 
9,243 

25,482 
0 

25,482 

0 

1986 

187,381 
187,381 

0 
95 

19,644 
154,139 
10,432 
(2,776) 

140,931 
16,890 
29,560 

108,000 
8,539 

37,600 
0 

37,600 

0 

1987 

180,560 
180,560 

0 
96 

18,820 
146,975 
10,881 
(2,960) 

133,134 
18,541 
28,885 

107,917 
9,177 

29,881 
0 

29,881 

0 
151,126 154,139 146,975 
107,385 110,186 104,871 
18,276 22,511 16,671 

153 109 203 
12,685 7,672 6,773 
11,058 9,761 12,615 

(D) (D) (D) 
(D) (D) (D) 

36,944 43,134 41,082 
2,932 2,655 2,738 
8,139 7,287 7,622 
2,459 2,753 3,408 

14,739 14,304 13,759 
43,741 43,953 42,104 
2,760 3,682 2,523 
2,067 2,202 3,201 

38,914 38,069 36,380 
1/ 1985-87 BASED ON 1972 SIC. 1988-90 BASED ON 1987 SIC. 

1988 

211,504 
211,504 

0 
97 

21,868 
179,490 
13,922 
(3,748) 

161,820 
19,547 
30,137 

123,889 
11,470 
44,131 

0 
44,131 

0 
179,490 
136,718 
27,358 

288 
6,525 

25,189 
23,385 

1,804 
46,447 
2,929 
8,605 
3,793 

15,584 
42,772 

3,014 
3,194 

36,564 

1989 

258,421 
258,421 

0 
98 

26,257 
372,098 
32,283 

(139,283) 
200,532 
25,840 
32,049 

288,212 
37,768 
46,118 

0 
46,118 

0 
372,098 
321,392 
28,477 

322 
5,679 

21,155 
16,111 
5,044 

217,578 
3,342 

11,453 
4,380 

29,006 
50,706 
3,680 
3,338 

43,688 

1990 

245,084 
245,084 

0 
100 

24,523 
220,418 

18,085 
(19,373) 
182,960 
26,964 
35,160 

157,859 
15,176 
47,383 

0 
47,383 

0 
220,418 
168,781 
30,431 

394 
7,391 

23,471 
18,188 
5,283 

64,202 
2,992 

12,121 
3,873 

23,906 
51,637 
4,240 
3,444 

43,953 

2/ FARM INCOME CONSISTS OF PROPRIETORS' NET FARM INCOME, THE WAGES OF HIRED FARM LABOR, THE 
PAY-IN-KIND OF HIRED FARM LABOR, AND THE SALARIES OF OFFICERS OF CORPORATE FARMS. 
3/ CENSUS BUREAU MIDYEAR POPULATION ESTIMATES. 1981-89 ARE REVISED AS OF JANUARY 1992 TO REFLECT: 
& 1990 CENSUS POPULATION COUNTS. 
4/ PERSONAL CONTRIBUTIONS FOR SOCIAL INSURANCE ARE INCLUDED IN EARNINGS BY TYPE AND INDUSTRY Bl 
EXCLUDED FROM PERSONAL INCOME. 
5/ U.S. ADJUSTMENT FOR RESIDENCE CONSISTS OF ADJUSTMENTS FOR BORDER WORKERS: INCOME OF U.S. 
RESIDENTS COMMUTING OUTSIDE U.S. BORDERS TO WORK LESS INCOME OF FOREIGN RESIDENTS COMMUTIN< 
INSIDE U.S. BORDERS TO WORK PLUS CERTAIN CARIBBEAN SEASONAL WORKERS. 
6/ INCLUDES THE CAPITAL CONSUMPTION ADJUSTMENT FOR RENT AL INCOME OF PERSONS. 
7/ INCLUDES THE INVENTORY VALUATION AND CAPITAL CONSUMPTION ADJUSTMENTS. 
8/ "OTHER" CONSISTS OF WAGES+ SALARIES OF U.S. RESIDENTS EMPLOYED BY INTL. ORG. + FOREIGN EMBASSIE1 
CONSULATES IN THE U.S. 
"(D)" NOT SHOWN TO A VOID DISCLOSURE OF CONFIDENTIAL INFORMATION; "(L)" LESS THAN $50,000. ESTIMATE 
ARE INCLUDED IN TOTALS. "(N)" DATA NOT AVAILABLE FOR THIS YEAR. 
ISER FILE: CORDOVA BEA DATA. 
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Figure 7.9: Personal Income by Major Source, Valdez-Cordova Census 
Area, 1985-1990 (thousands of dollars) 
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and salmon purse seine, have been based in Cordova. According to Commercial Fisheries Entry 

Commission statistics, 50 percent of the Prince William Sound drift gillnet and 44 percent of 

Prince William Sound purse seine permits fished in 1986 were owned by Cordova residents. 

Of the 435 permits fished in 1991 by residents of Prince William Sound, 389 were from 

Cordova. Our survey results show that about half of all Cordova households had at least one 

adult employed in commercial fishing in 1992. 

Fishing employment is cyclical. It begins to increase in March with the herring fishery 

and peaks in August with salmon. 

There are no Department of Labor employment estimates for fish harvesting employment. 

However, the McDowell Group estimated 1988 full-time equivalent employment in fish 

harvesting at 355 (Copper River Highway Toll Feasibility Study, 1990, p. 17). (Full-time 

equivalent employment may be defined as total months worked divided by twelve; for example, 

8 persons working in commercial fishing for 3 months each would equate to full-time equivalent 

employment of 2.) 

Fish Processing 

Fish processing is the only significant manufacturing activity in Cordova. Cordova has 

two large processors, St. Elias Seafoods and North Pacific Processors. In addition, there are 

several smaller processors. In 1991, two processors closed down, and the volume of fish 

processed in Cordova has declined in recent years. 

The Department of Labor data show average annual manufacturing employment rose from 

271 in 1980 to 445 in 1988, but had dropped back to 298 by 1991. In 1989 and 1990, monthly 

employment cycled from about seventy in December and January to over 900 in the summer; 

in 1991, however, the summer high was only 648. A significant amount of fish processing 

employment is non-resident, held by workers who travel to Cordova for summer jobs and leave 

when the season is over. 

Logging 

Eyak Corporation is harvesting timber on Native corporation lands near Cordova. This 

timber is trucked through the town and stored in rafts prior to shipment to the Far East. 

Tourism 

Today's tourists to Cordova arrive primarily by air, but also by ferry and occasionally 

on small cruise ships, charter boats, or private boats. Out of an estimated 11,000 business and 

pleasure visitors in 1991, 9,000 arrived by air (see Chapter XII). 

At present, tourists come for fishing, hunting, and sightseeing in the Copper River Delta. 

Our Tourism Focus Groups described Cordova tourists as "quality, not quantity," meaning that 

they generally expected to purchase food, lodging, souvenirs and services in Cordova. 
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Several charter air and boat services operate out of Cordova. Although tourism is at 
present a small contributor to the economy (Alaska Economic Trends, Sep. 1992, p 5), it is an 
area where many residents see potential for growth. One Bed and Breakfast proprietor we spoke 
to was planning to more than double the number of rooms offered; and a charter boat operator 
as been carrying more fishing trips each year and is successfully adding to his destinations and 
target species. 

State and Federal Government 

State employment increased from 81 in 1980 to 128 in 1991, with only a slight dip in 
1987/88. The Department of Environmental Conservation, Department of Public Safety, 
Department of Fish and Game, the Court System, and the University of Alaska, Alaska Marine 
Advisory Program and Department of Transportation have offices in Cordova. In addition, state 
government transfers (spending for schools, municipal assistance and revenue sharing, and 
miscellaneous grants and contracts) make up 40 to 50 percent of local revenues. 

Civilian federal government employment in Cordova varied between 30 and 40 in 1980 
to 1989, but increased to 57 by 1991. The Forest Service, Copper River Delta Institute, Federal 
Aviation Administration and Post Office employ most of these workers. The FAA plans to shut 
down the Cordova Flight Service Station within the next year. In addition to civilian 
employment, the Coast Guard maintains one unit at Cordova with 57 personnel. 

Mining 

As we discuss in Chapter XIV, there is currently no mining or mineral extraction 
occurring in the Cordova area. In the Bering River coal fields the Chugach Natives, Inc. have 
identified 62 million tons of anthracite coal. Katalla field, a small oil and gas field, lies beyond 
the Bering River coal fields near the Gulf of Alaska. It operated for 30 years but produced only 
154,000 barrels of oil. To develop either resource would require building a road from the 
existing Copper River Highway. Potential benefits from the coal would depend to a great extent 
on the location of an export facility; benefits from Katalla would be limited in any case because 
of the small size of the field. 

In August 1992 the Minerals Management Service issued a Notice oflntent for an oil and 
gas lease sale in the Gulf of Alaska near Yakutat. The sale is tentatively scheduled for mid 
1995. Previous exploration in the Gulf of Alaska did not lead to any commercial development. 
Because oil activities are more likely to be based in Yakutat, as they were previously, and 
because oil development is relatively unlikely in any case, we believe it is unlikely that future 
off shore exploration or development will have significant effects on Cordova. 
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Economic Overview of Other Study Region Communities 

Other Study Region Communities 

The term "Copper Basin" generally refers to a large area between the Chugach and 
Alaska ranges. It stretches roughly from Chitina, northeast to Slana on the Tok Cutoff, north
west to Paxson on the Richardson Highway, southwest to Eureka Pass on the Glenn Highway, 
and east back to Chitina. 

In this study, we examine the impacts of the proposed Copper River Highway on a small 
portion of this basin (refer to the map in Chapter 11). The population in this area is generally 
scattered; there are no local governments. Census data on the area is limited, because there are 
only three "Census Designated Places": Kenny Lake, Chitina, and Tonsina. Further, the most 
populous of these, Kenny Lake, was recognized for the first time in the 1990 census; it seems 
to have absorbed a smaller place known as Lower Tonsina. Finally, there are households living 
in our study area but outside the places recognized by the census; at this time, data for these 
households cannot be separated from the several hundred other households in the "Remainder 
of the Copper River Census Sub-area." 

Table 7.9 presents selected demographic and economic information from the U.S. 1990 
census for the three Copper Basin study area communities. Except for the population totals, all 
of the data is based on the responses of the sample of households which filled out census long 
forms. Because the data may be based on the responses of only a few houses, they are less 
reliable than the corresponding data which we presented earlier for Cordova. 

Population 

Since 1980, the Copper Basin area has more than doubled in population, from 217 to 510 
people. About 85 percent of residents are white, 14 percent Native, and 1 percent of other races. 
There is a Native village in Chitina. Children under 18 make up 36 percent of the population, 
well over the state average of 31 percent and Cordova' s 28 percent. 

Labor Force Participation 

Labor force participation in the Copper Basin, as in most rural areas, is low. Only 61 
percent of persons 18 and over are in the labor force. Of these, almost one in four (23 percent) 
are unemployed. The low participation and high unemployment reflect the limited job 
opportunities available. But the cash economy is not as important in the Copper Basin as in 
urban areas. Many households in the area depend on hunting and fishing for some or most of 
their food. And many have chosen to live in a rural area expecting and planning for only 
sporadic cash employment. 
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Table7,9: Selected Demographic and Economic Information from the U.S. Census for 
Copper Basin Study Area Communities 

Percent 
KennlLake Tonsina Chitina Total of total 

Population 
1990 423 38 49 510 
1980 40 135 42 217 
Race 
White 377 31 25 433 84.9% 
Native 41 7 23 71 13.9% 
Other 5 0 1 6 1.2% 
Labor Force Status 
Population ages 16 and older 280 18 34 332 100.0% 
Not in labor force 101 12 16 129 38.9% 
Armed forces 0 0 0 0 0.0% 
Civilian labor force 179 6 18 203 61.1% 
Employment 
Civilian labor force 179 6 18 203 100.0% 
Employed 138 6 12 156 76.8% 
UnemEloled 41 0 6 47 23.2% 
Industry 
Agriculture, Forestry, & Fishing 55 0 0 55 35.3% 
Construction 24 0 0 24 15.4% 
Trade 27 0 8 35 22.4% 
Trans., Comm., & Utilities 0 0 3 3 1.9% 
Services 32 6 1 39 25.0% 
Class of Worker 
Private Wage/Salary 51 0 5 56 35.9% 
Self-Employed 51 6 6 63 40.4% 
Unpaid Family 7 0 0 7 4.5% 
Government 29 0 1 30 19.2% 
Percent Below Poverty Level 
All Persons 398 18 44 460 100.0% 
Below poverty level 99 0 18 117 25.4% 
Related children <18 113 0 11 124 100.0% 

Below Eove!!X level 32 0 6 38 30.6% 

Sources of Income 
Number of households 148 4 19 171 100.0% 
Number of families with income from: 
Wages or salaries 120 0 8 128 74.9% 
Self-Employment 36 4 4 44 25.7% 

Farm 38 0 0 38 22.2% 
Social Security 25 4 5 34 19.9% 
Public Assistance 6 0 4 10 5.8% 
Retirement 24 4 0 28 16.4% 
Mean Income by Source (a) 
Wages or salaries 26,638 0 23,358 

Self-Employment 40,024 400 23,176 
Farm 6,671 0 0 
Social Security 7,922 7,500 5,080 
Public Assistance 8,330 0 4,100 
Retirement 3,716 5,000 0 
Community Income 
Wages or salaries 3,196,560 0 186,864 3,383,424 60% 

Self-Employment 1,440,864 1,600 92,704 1,535,168 27% 

Farm 253,498 0 0 253,498 5% 

Social Security 198,050 30,000 25,400 253,450 5% 

Public Assistance 49,980 0 16,400 66,380 1% 

Retirement 89,184 20,000 0 109,184 2% 

Total 5,228,136 51,600 321,368 5,601,104 100% 
(a) Mean income for households with income of this type. Note: All data except population are based on 
census long-form responses for a sample of households. ISER file: COPPER BASIN DEMOG. 
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Employment 

Opportunities for employment are limited. Industries basic to the area are government 

employment (since there are no local governments or taxes, all government employment brings 

in state dollars from outside the region), agriculture, and tourism. Government employment 

accounts for almost one in five jobs in the region--and government jobs in rural Alaska are 

generally among the better-paid jobs. Most tourism and agricultural employment is seasonal. 

Agriculture accounts for about 5 percent of the area's total money income, or $250,000. 

There are no data available which separate tourist expenditures or income from tourism 

for this area. However, tourist services are very limited. There is a general store and gas station 

in Kenny Lake; a grocery store, gas station, summer-only motel and bar in Chitina, and several 

small handicraft-type industries operating out of homes in the area. Most tourists simply drive 

through the area, purchasing goods and services in Glennallen or Valdez, or bringing all they 

need in their vehicles. 

Other Sources of Income 

Another way money comes into the Copper Basin from other areas is through retirement 

income and government transfers. Social Security payments bring in nearly as much money as 

farm income; public assistance and retirement pay also contribute to the economy. 

Poverty 

One in four persons and over 30 percent of children under 18 live below the federal 

poverty level. Our Copper Basin focus groups spoke of the need for new economic opportunity 

so that they and their children could continue to live in the region. 
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VIII. PROPOSED TRANSPORTATION ALTERNATIVES 

Summary of Major Findings 

DOT&PF asked us to evaluate economic impacts of three highway alternatives. The 
Wood Canyon route would follow the old Copper River and Northwestern Railway route to 
Chitina. The Tiekel Route would follow the railbed as far as the Tiekel River (100 miles from 
Cordova) and then turn west, following the Tiekel to the Richardson Highway near mile 46. The 
Tasnuna Route would follow the railbed to the Tasnuna River (80 miles from Cordova), follow 
that river valley west, cross Marshall Pass and meet the Richardson near mile 19. 

For the No Action alternative, we assume that ferry service would continue at today's 
levels. For the enhanced Alaska Marine Highway System alternative, we assume that a second 
Bartlett-size vessel (built for about $20 million) would be dedicated to serving Cordova. 

Total costs to build the highway alternatives range from $130 million to $200 million; 
estimated maintenance costs range from $2.7 million to $3.2 million. 

All three highway routes pose significant challenges for winter maintenance. Many people 
knowledgeable about the area doubt that the highway can be maintained year round for a 
reasonable cost. This report assumes a year-round road, but where a seasonal road would have 
significantly different impacts, we discuss the impacts of both a year-round and seasonal road. 

The highway would likely increase the demand for summer ferry service. Some tourists 
would choose to make a loop trip to Cordova by ferry in one direction and by road in the other 
direction, increasing summer ferry use. However, a winter road would likely decrease the 
demand for winter ferry service. Fewer winter ferry travellers would make winter ferry service, 
already losing money, even less viable. 

Introduction 

In this chapter we review the transportation alternatives for Cordova which are the 
subject of this study. We begin by describing the current transportation system. Next we 
discuss the No Action alternative: the outlook for changes in the transportation system in the 
absence of major new federally-funded investments in a road or other transportation modes. We 
then discuss the Copper River Highway alternatives which have been proposed by DOT &PF, 
and how the road might affect other parts of the transportation system. Finally, we discuss the 
enhanced Alaska Marine Highway System alternative, which is also eligible for federal funding, 
and which would provide another way of meeting some of the objectives of the Copper River 
Highway. 

Cordova's Current Transportation System 

Cordova is currently accessible by water and air transportation. The Alaska Marine 
Highway provides year-round ferry service for passengers and vehicles between Cordova and 
ports in the Gulf of Alaska. Several commercial air carriers provide passenger service 
between Cordova and communities in Southcentral and Southeast Alaska. The Marine 
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Highway and Alaska commercial air carriers also transport freight to and from Cordova. 

Significant volumes of freight are transported to and from Cordova by barge. 

In Chapters X and XI, we provide detailed descriptions of current ferry, air and barge 

service to Cordova, including frequency and cost of service, number of passengers, and 

estimates of freight volumes. 

No Action Alternative 

Under the No Action alternative, we assume that Marine Highway service to Cordova 

will continue at its present level. As we discuss in greater detail in Chapter X, this is 

consistent with the "Preferred Service Expansion" Alternative (also known as Alternative 5) 

spelled out in the Marine Highway System 1991 Master Plan (AMHS 1991: 34). 

Similarly, the level of air service to Cordova is likely to continue at current levels in 

the near future. The Essential Air Service subsidy was recently extended through the end of 

this century and there are no immediate plans to eliminate the subsidy. 

As we discuss in Chapter XI, freight service to Cordova may change in several ways 

even if no highway is constructed. An entrepreneur in Cordova is currently seriously 

investigating the possibility of providing barge service between Seattle, Whittier, Valdez, and 

Cordova, which would provide for faster and less expensive barge service between Seattle 

and Cordova. Fuel may be shipped to Cordova from the newly opened refinery in Valdez. 

Changes in the Alaska Railroad service between Portage and Whittier or the construction of a 

proposed road between Portage and Whittier may increase the amount of freight shipped by 

barge from Whittier and Cordova. 

Proposed Copper River Highway Alternatives 

The Alaska Department of Transportation and Public Facilities (DOT &PF) asked us 

to evaluate the economic impacts of the Copper River Highway for three alternative routes. 

Below, we describe each of these routes briefly. Our description is based on studies of the 

routes prepared by DOT &PF. 

Common Route: Mile 1 to Mile 82 

All three routes (Tasnuna, Tiekel, and Wood Canyon) share the first 80 miles. The 

existing portion of the Copper River Highway starts in Cordova, goes east past the airport 

(mile 13) to Flag Point on the Copper River (mile 27). The highway crosses the Copper 

River on a series of bridges and islands, running northeast from mile 27 to mile 39. The 

road then turns north and parallels the river to the Million Dollar Bridge, at mile 49. 

The first 13 miles of the existing highway is paved. From mile 13 to the Million 

Dollar Bridge the existing highway is gravel, and is similar to the standard proposed for the 

new highway, although not as good in some areas. 
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The 50 miles of currently existing road has spectacular and varied scenery as it 
crosses the Copper River Delta, and the river itself, with views of the Sheridan, Sherman, 
Miles, Childs, and numerous smaller glaciers. Many species of waterfowl are common, as 
are sightings of bear, goat, and moose. There are several hiking/skiing trails which start at 
the road, and a campground, viewing and interpretive facility at the Million Dollar Bridge. 

Winter conditions on the existing road beyond mile 27 have caused great concern for 
winter road maintenance. Winds of 60 mph and higher are common. These combine with 
heavy snowfall and high silt bluffs above the river to produce severe drifting of both snow 
and sand. The Copper River & Northwestern Railway equipped their trains with rotary plows 
at both ends, because drifting could be so rapid that if the train could not proceed forward, it 
would i;eed the rear plow to cut through reformed drifts to return the way it had come. 
Currently, this section of road closes after the first major snowfall in the fall (October or 
November) and reopens in late spring. 

At mile 49, the highway route crosses the Copper River again on the Million Dollar 
Bridge, and continues upstream on the west bank of the Copper River. There is a temporary 
ramp designed for local traffic in place of the fallen span of the Million Dollar Bridge. The 
existing road, although substantially narrower than the first 50 miles, continues to be 
driveable for about 10 more miles after the bridge. 

After the existing road becomes undriveable, the proposed highway route continues 
north along the west bank of the Copper River with more glacier, mountain and river views. 
At mile 82, at the confluence of the Copper and Tasnuna Rivers, the Tasnuna Route diverges 
from the Tiekel and Wood Canyon routes. 

Tasnuna Route: Mile 82 to Mile 113 

The proposed Tasnuna route follows the Tasnuna River Valley west for about 23 
miles to Marshall Pass. It stays almost at the level of the pass for about 8 miles, meeting the 
Richardson Highway at mile 22.5, just below Thompson Pass. 

The first 10 miles traverses the delta of the Tasnuna River, a broad, flat wetland that 
is home to abundant waterfowl during nesting season. This section poses a routing dilemma; 
it is ecologically preferable to keep the road out of the wetlands, but a route against the side 
of the mountain is prone to avalanches. 

After crossing the outwash of the Woodworth Glacier, the route climbs from about 
500 feet to over 1800 feet in Marshall Pass. Continuing west out of the pass it follows a 
wide bench which continues to the Richardson Highway. The last 8 to 10 miles would be 
similar to Thompson Pass in terms of winter road maintenance, with frequent heavy 
snowfalls. 

Tiekel Route: Mile 82 to Mile 116 

From mile 82 to mile 101, the Tiekel and Wood Canyon alternatives follow the same 
route. This route crosses the Tasnuna River at mile 82 and continues north along the Copper 
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' River's' west bank. Parts of the Copper River valley are narrow and the route is often cut 
into tht river bank. Parts of the old railroad bed have washed into the river. 

At mile 101, at the confluence of the Tiekel and Copper Rivers, the route crosses the 
Tiekel River and turns west. Following the Tiekel River, it climbs steeply and traverses a 
series of short benches. The terrain is extremely rugged, with numerous sharp elevation gains 
and losses. At about mile 114, the terrain levels, and at 116 miles from Cordova, the route 
joins the Richardson Highway at mile 46. 

Wood Canyon Route: Mile 101 to Mile 131 

At mile 101, (the north side of the Tiekel River) the Wood Canyon route diverges 
from the Tiekel Route. The Wood Canyon alternative continues up the west bank of the 
Copper River. The slopes above the river become increasingly steep as the route enters 
Wood Canyon. This is the most avalanche-prone segment of the route; much of the distance 
is cut into the side hill, and there are several tunnels. Currently, the route can be driven 
south a considerable distance from Chitina in the summer; some four-wheel drive vehicles 
with good fording capabilities have gone all the way to the Tiekel River; others have been 
unable to ford the Uranatina River (mile 115). 

The last 5 miles of the route, from O'Brien Creek north to Chitina, are maintained by 
the state in the summer, and are heavily used by dipnetters and other recreational users. The 
road reaches Chitina and the Edgerton Highway 131 miles from Cordova. 

Table 8.1 

Approximate Distances from Cordova on the Proposed Copper River Highway 

Tasnuna Tiekel Wood 
Canyon 

To Existing Road System: 

Paved 13 13 13 

Gravel 100 103 118 

Total 113 116 131 

To Valdez: 

Paved 35 59 128 

Gravel 100 103 118 

Total 135 162 246 

To Anchorage: 

Paved 296 272 269 

Gravel 100 103 118 

Total 396 375 387 
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Winter Maintenance 

DOT &PF has proposed a year-round road, which would be kept open throughout the 

winter except for brief periods after heavy snowfall or avalanches, like the Richardson 

Highway over Thompson Pass and the Seward Highway along Tumagain Arm. However, 

there has been considerable debate, in Cordova and elsewhere, over the feasibility and cost 

of maintaining the Copper River Highway in the winter months. Despite DOT &PF' s 

proposal, many people believe that in fact the Copper River Highway would be closed for an 

extended period of time during the winter. 

In Cordova, 57% of our survey respondents believed the highway would be closed all 

winter, and an additional 27 % believed it would be closed at least part of the winter. Only 

14% believed the highway would be kept open year round. In the Copper Basin, 67% of 

those surveyed believed the road would be closed in winter, while 26 % believed it would be 

open. Those who believe winter closure likely focus on two points: the extremely severe 

weather conditions of the Copper River Delta and the cost of winter maintenance, not only in 

the delta, but also in numerous avalanche zones and the heavy snow areas near the 

Richardson Highway on the Tasnuna and Tiekel routes. 

The infeasibility argument focuses on miles 27 to 50, the Copper River Delta. Winds 

of over 60 mph are common in the winter, and sometimes continue for days. The proximity 

to the coast brings heavy snowfalls, which combine with the wind for severe drifting. The 

drifts are made even more difficult to clear because the snow is mixed with sand which the 

wind has scoured from silt cliffs and bluffs above the river. Certainly the Copper River & 

Northwestern Railroad experienced frequent winter closures, some of them extended, even 

for trains equipped with rotary plows. Proponents of the infeasibility argument believe that 

rapid re-drifting behind plows would make the road impassable for extended periods in 

winter, regardless of DOT &PF efforts to maintain it. 

The cost argument focuses on the cost of maintenance in several areas. In the delta, 

proponents of the cost argument maintain that nearly continuous plowing would be necessary 

for many days through the winter to keep the highway driveable. Farther upstream, there are 

many avalanche zones which would demand expensive avalanche control measures. Finally, 

the portion of the Tasnuna route through Marshall Pass and from there to the Richardson 

would present 8 to 10 miles of conditions very similar to those currently experienced in 

Thompson Pass. Proponents of the cost argument believe that the state would either elect to 

close the Copper River Highway for extended periods in the winter to save money, or that in 

a time of shrinking budgets, maintenance for other roads would need to be sharply reduced 

to make money available for Copper River Highway maintenance. 

The DOT &PF proposal is for year round maintenance, and it is well beyond the 

scope of our study to assess the cost or feasibility of winter maintenance. However, the 

arguments posed above have enough merit that it would be unreasonable to ignore them. 

Therefore, we have assumed throughout this study that the highway will be open year round, 

with no more frequent closures than the Richardson Highway over Thompson Pass or the 

Seward Highway along Tumagain Arm. However, where winter closure would make a 

significant difference in the impact of the road, we have discussed the impacts of both a 
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year-round and a seasonal road. "Seasonal" closure could mean anywhere from three to 
seven months of impassable road, depending on how much money and effort went into 
plowing after fall storms, and cutting through accumulated drifts in the spring. For 
simplicity, and to provide the greatest contrast with the year-round road, our seasonal road is 
open in the summer only, much like the McCarthy road or the current highway after Flag 
Point. 

Marine Highway Service under the Highway Alternatives 

Under the highway alternatives, it is clear that the road will act as a complement to 
the Marine Highway in the summer tourism market, increasing the demand for ferry service 
and causing the Bartlett to be largely filled to capacity between Cordova and Valdez, much 
as it is today between Whittier and Valdez. We assume that summer service would be 
maintained at current levels, and that schedules might be adjusted to give travellers some 
more convenient departures and daytime travel hours. 

In the winter, however, a maintained road is likely to act as a substitute to the ferry 
for local passengers and freight, decreasing the demand for ferry service. Should there be a 
significant diversion of winter traffic off the ferry and on to a road, we know that the Marine 
Highway would have to carefully evaluate the fiscal responsibility of running the Bartlett to 
Cordova (Jim Ayers, AMHS, 10/22/93). Since the Bartlett already loses money in the 
winter, we assume that winter ferry service would be largely suspended or significantly 
reduced with the Copper River Highway in place and maintained year-round. 

Deep Water Port Proposal 

There have been a number of proposals for a deep water port to serve Cordova since 
the 1964 earthquake raised the bottom of the harbor six feet. Such a port would provide 
facilities for docking and loading larger ships than is possible in the Cordova harbor, 
including cruise ships, or ships to carry timber or coal. The location currently favored is on 
Eyak Corporation land at Shepard Point, about 5 miles north of the city of Cordova. As part 
of the Alyeska settlement for damages resulting from the Exxon Valdez oil spill, six million 
dollars will be used to construct a road to and an oil spill response facility at Shepard's 
Point. The project could be done during the summer of 1993, according to Eyak Corporation 
officials (Cordova Times, Thursday, December 17, 1992, p.1-2). This project does not 
necessarily mean that a deep water port will be quickly added at Shepard Point, but it does 
reduce the cost of building such a facility, since the road and other infrastructure (such as 
utilities) would already be in place. 

A deep water port facility has often been mentioned as one step towards developing 
the Bering River coal fields, since a road from the coal fields to the currently existing 
portion of the Copper River Highway would then have access to a shipping port. A deep 
water port is also seen as attractive to cruise ships, which cannot dock in Cordova's current 
facilities. 

It is important to realize that a_ port, while helpful, is not the most important factor in 
any of these economic activities. Timber harvesting is already happening without it. Bering 
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River coal needs a road, mine facilities, and a price to make it worth mining, more than a 

port. And, as we discuss in Chapter XII, tourism industry officials have repeatedly stated 

that the lack of a deep harbor is not the deciding factor in bypassing Cordova. Ships wanting 

to visit Cordova can lighter their passengers to shore. Rather, it is Cordova's location (and 

Valdez's better location) relative to the tidewater glaciers of western Prince William Sound 

driving their decisions. 

Costs and Funding 

Table 8.2 lists preliminary construction and engineering costs as estimated by 

DOT &PF. Minor differences in routing and bridge locations result in a range of cost 

estimates, which are averaged to a single number in this table. Because the estimates are 

based on preliminary, rather than detailed, survey and design, they could be substantially 

higher or lower than final construction estimates. In Chapter IX we provide more detailed 

figures for the DOT &PF construction cost estimates. 

Table 8.2 

Summary of Construction Costs for Road Alternatives 

Alternative: 
Tasnuna Tiekel 

Total Length (miles) 

Total 113 116 

Existing 49 49 

New 64 67 

Costs (thousands of dollars) 

Construction Costs $105,000 $115,000 

Engineering Costs $25,000 $30,000 

Total Cost $130,000 $145,000 

Average Cost per Mile (Dollars) $2,000 $2,100 

Years to Build 5 5 

Wood 
Canyon 

131 

49 

82 

$160,000 

$40,000 

$200,000 

$2,400 

5 

Source: DOT&PF,faxes and personal communication, Malcolm Pearson. Cost estimates are based on preliminary 

engineering and design only, and could increase or decrease substantially. Estimates have been rounded to the nearest $5 

Million, and average cost per mile to the nearest $100. 

VIII-7 



The average cost per mile of the road is estimated by dividing the total cost of the 

road construction and engineering by the number of miles of new road to be constructed. 

The number of years required to build the road is currently uncertain and depends on 

how funds are allocated by the state government. The current six-year capital improvements 

plan of the Alaska Department of Transportation proposes funding for the road over five 

years. Depending on decisions by the legislature and the governor, the funding for each year 

of construction may increase or decrease, thereby decreasing or increasing the number of 

years required for completing the road (Malcolm Pearson, DOT&PF). 

The funds for the road would likely come from state and federal sources. The federal 

funds could potentially come from a variety of federal funds: the Surface Transportation 

Program, National Highway System, or the Bridge Replacement and Rehabilitation Program. 

For each of these funds, the initial federal matching percentage is 80 percent (Intermodal 

Surface Transportation Efficiency Act (ISTEA), Alaska summary document). However, for 

each of these funds, the state is eligible to apply for an increased federal matching 

percentage. States with large public land areas can apply to increase the match by an 

amount based on the percentage of the total land in the state which is publicly owned (23 

USC 118 or Sec 1021 of !STEA). The adjusted federal matching percentage for Alaska 

using this method is currently estimated to be 90.97 percent (Clyde Stolfs, Juneau DOT&PF, 

November 25, 1992). 

Funds from the National Highway System fund are intended primarily for the con

struction of principal arterial routes and links between major population centers. The allo

cation for the state of Alaska in FY 1992 is $43.5 million. Funds from the Surface Trans

portation Program can be used for a much wider variety of construction projects ranging 

from local roads to ferry construction to arterial highways. The total allocation for Alaska 

from this fund was $96.2 million in FY 1992. The allocation of these federal funds among 

construction projects in Alaska is determined by the legislature, governor, and the DOT&PF. 

Funds remain available to the state for a period of three years after the last day of the fiscal 

year for which the funds are authorized (ISTEA Alaska Summary and ISTEA Sec 1020). 

Table 8.3 summarizes the capital costs for maintenance facilities and estimated 

maintenance costs of the proposed highway as calculated by DOT &PF (DOT &PF 

Maintenance Costs Draft, Nov 10, 1992). The maintenance costs are projected from actual 

winter maintenance costs on similar roads. Winter maintenance costs make up most of the 

total maintenance costs (personal communication, Malcolm Pearson). In addition, DOT &PF 

estimates the costs of controlling and removing avalanches would range from $40,000 to 

more than $300,000, depending on the route. 

DOT&PF's estimates of total maintenance costs range from $2. 7 to $3.2 million per 

year. The maintenance expenditures would come from the State; federal highway funds 

cannot be used for road maintenance. Capital costs for new and expanded camps and 

maintenance equipment range from $4.3 to $5.1 million. These facilities must be paid for by 

the state, and are not eligible for federal funding (Carol Taylor, DOT&PF, Juneau). 
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The cost of maintaining a seasonal road would be less than the costs of maintaining a 

year-round road since much of the maintenance costs for a year-round highway are for snow 

and ice removal (Malcolm Pearson). However, there are major costs involved in reopening a 

road which has not been maintained in the winter, as road crews must contend with deep, 

compacted snow still left in the spring. 

Table 8.3 

Estimate of Copper River Highway Maintenance Costs 

(Thousands of Dollars) 

Alternative: 
Tasnuna Tiekel 

Annual Maintenance Costs 

Maintenance ( excl. Avalanche) 2,904 2,469 

Avalanche Control/Clean-up 40 203 

Total 2,944 2,672 

Capital Costs 

Million Dollar Bridge Camp 3,494 3,494 

Tasnuna River Camp 819 819 

Addt'l Facilities- Ernestine 0 819 

Addt'l Facilities- Chitina 0 0 

Total 4,313 5,132 

Enhanced Alaska Marine Highway System Alternative 

Wood 
Canyon 

2,739 

317 

3,056 

3,494 

819 

0 

819 

5,132 

Because ferry vessel technology and costs are uncertain, we have defined this alternative 

in terms of services provided. We assume that a second Bartlett-sire vessel, dedicated to 

serving Cordova, could be built for about $20 million (AMHS Master Plan: E3). 

A faster, perhaps smaller ferry might be possible, but we know that a second Bartlett 

could be built and other designs could only be cheaper and/or offer better performance. 

The dedicated Cordova ferry would allow essentially daily service from Cordova except 

when the boat was out of service for repairs. During this time the existing Bartlett would 

presumably be available to serve Cordova at least three times per week. 
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A quick analysis of current Bartlett vehicle capacity suggests that except for several days 

in July, the current Bartlett has available capacity for visitors and their vehicles. Therefore, 

we do not project that adding this second boat would noticeably increase the observed 

number of summer travellers to Cordova. 

The major immediate effect of the service, then, would be to improve the convenience of 

service for Cordova residents and visitors. 
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IX. ECONOMIC IMPACTS OF CONSTRUCTION AND MAINTENANCE OF THE 
COPPER RIVER IDGHWAY 

Summary of Major Conclusions 

Our estimates of annual impacts of highway construction assume the highway would be 
built over five years. Building the highway faster would concentrate the effects more, and 
building it over a longer period would stretch them out. Our assessment of impacts are based 
on a number of assumptions, including: 

• Anywhere from 15 to 25 percent of annual construction expenses would be made in the 
Cordova area, putting roughly $15 million to $21 million into Cordova's economy. 

• A non-Cordova Alaska contractor would be awarded the major construction contract, 
meaning that approximately 46 percent of construction expenses would be made 
elsewhere in Alaska. 

• About one-quarter of construction money would be spent outside the Alaska economy, 
mostly for goods and services purchased in other areas of the country. 

Based on those assumptions, we found: 

• Building the highway would mean government spending of anywhere from $26 million 
to $40 million annually, depending on the route selected. That spending would pay 
construction workers and b:uy goods and services. 

• Roughly 200 to 300 jobs would likely be created for Cordova area residents each year 
during highway construction. That would represent about 25 prcent of all jobs created 
by the project. Some of those jobs would be in road construction itself, but most would 
be in supplying goods or services for road construction or in local businesses boosted by 
highway-related spending. 

• About half of the jobs created directly and indirectly by construction spending would be 
in areas of Alaska outside Cordova. 

• Cose to one quarter of the jobs created during highway construction would go to non
Alaskans. Those would mainly be jobs supplying goods and services rather than building 
the highway. 

• The Cordova area would get most of the jobs and money created by highway 
maintenance. Annual maintenance of the highway after it was opened would bring the 
Cordova area from $3.8 to $4.4 million and 64 to 73 jobs--some in direct highway 
maintenance, and some in local businesses. 
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Introduction 

In this chapter we describe the impacts of the expenditures which would be made to build 

and maintain the Copper River Highway. We first describe the total expenditures to build and 

maintain the road. Next we describe the methodology used to calculate the expenditure and 

employment impacts of these expenditures. Finally, we present our estimates of expenditure and 

employment impacts. 

We did not prepare independent estimates of the cost of constructing the Copper River 

Highway. All of the cost and expenditure assumptions presented in this chapter are based on 

data provided by the Alaska Department of Transportation and Public Facilities. 

Construction and Maintenance Expenditures 

Construction Expenditures 

Construction of the Copper River Highway would require expenditures by the State of 

Alaska (using state and federal revenues) to design and engineer the route, to construct 

roadways, and to construct bridges. Preliminary estimates of the total construction and 

engineering expenditures prepared by the Alaska Department of Transportation and Public 

Facilities are presented in the top section of Tables 9.1, 9.2, and 9.3 for the three alternative 

routes. 

In the first column of these tables, the total construction expenditures for the construction 

of the entire road are shown. These construction and engineering expenditures would be spread 

over several years of planning and construction. Currently the six-year capital improvements 

plan of DOT &PF proposes that engineering and construction of the highway would take a total 

of five years. The average annual expenditures during each of these five years of construction 

are shown in the second column of Tables 9.1, 9.2, and 9.3. 

In addition to the construction costs of the roadway, construction costs also include 

expenditures to construct maintenance camps and expenditures to acquire land required for the 

highway right-of-way. These expenditures would likely be made during the time that the road 

is under construction. The total expenditures and average annual expenditures for maintenance 

camp construction and right-of-way acquisition appear in the middle of Tables 9.1, 9.2, and 9.3. 

The methods used by DOT &PF to calculate these costs are described in detail in Chapter II of 

the Copper River Highway Environmental Impact Statement. 

The length of time to complete construction of the road and the maintenance camps is 

dependent on the availability of funds and the amount allocated by the legislature each year for 

the project. The project could take a longer or shorter period of time to complete depending on 

the allocation of funds. If the project took longer than five years to build, the annual average 

expenditures during each year of construction would be lower. Conversely, if the road were 

built more quickly, the average annual expenditures would be higher. 
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TABLE 9.1 
Wood Canyon Alternative 

Expenditures by the State of Alaska for the Copper River Highway 
Thousands of 1992 Dollars 

Total Expenditures Annual Average 
during five years During Five Years 

of construction of Construction 

Construction and Engineering 
Construction Expenditures $162,796 $32,5591 

Roadway Construction $135,600 $27,1201 
Bridge Construction $27,196 $5,439 I 

Engineering Expenditures $39,071 $7,814I 
Construction Engineering $24,420 $4,884 I 
Design Engineering $14,652 $2,930I 

Total Construction and Engineering $201,868 $40,3741 
Miles of roadway to build 82 161 
Average Expenditures per mile $2,462 $492 

Source of Construction and Engineering Revenues 
Federal Revenues $183,639 $36,7281 
State Revenues $18,229 $3,6461 

Right of Way $1,500 $3001 

I 

Annual Average 
During Twenty Years 

of Operation 

$0 
$0 
$0 
$0 
$0 
$0 
$0 

0 
$0 

$0 
$0 

$0 

! 
I Maintenance Camp Construction $5,142 I $1,028 ! $0 

I I 

! 

i 
Present Discounted 

Value of Maintenance Annual Average Annual Average 
Operating Costs During Five Years 'During Twenty Years 

over 20 years of Construction of Operation 

Maintenance Operating Costs 
Maintenance Operating Expenditures $26,750 $01 $2,739 
Avalance Control Operating Expenditures $3,092 $01 $317 
Total Operating Expenditures $29,841 $01 $3,056 

Miles of road to maintain 131 01 131 
Lifetime of Road (years) 20 01 20 
Average Operating Expenditures per mile $228 $01 $23 

Total During Five 1 Annual Average Annual Average 
Years of Construction! During Five Years During Twenty Years 

I 

and Twenty Years I of Construction of Operation 
of Operation 

Total Expenditures $235,671 $41,1661 .$3,056 

Total Revenues 

Source: 
Notes: 

Federal Revenues (90.97% of Road Construction) $183,639 $36,728! $0 
State Revenues $52,032 $4,4381 $3,056 

Alaska Department of Transportation and Public Facilities 
Construction Cost notes: 

All cost estimates are the most expensive alternatives: 
Refer to Chapter II of the Copper River Highway EIS, 1993, for discussion of range of costs 
Federal Surface Transportation Program Revenues can be used only for road or bridge construction 

and cannot be used for right of way, maintenance, or construction of maintenance camps 
Total construction costs are used in this table to approximate the present discounted value of construction expenditures 

The actual present discounted value of construction expenditures would be slightly 
lower than the estimates in this table because some of the expenditures are made in the future. 
Because of the high uncertainty in how much construction expenditures would be made each year, 

we did not attempt to explicitly estimate the present discounted value of construction expenditures 
Maintenance Cost notes: 

The present discounted value of maintenance expenditures is calculated as the sum of maintenenace expenditures 

for each future year discounted to the present at a five percent discount rate. 
A lower discount rate would increase the present discounted value of maintenance expenditures 
Operation of the road for more than twenty years would increase the present discounted value of maintenance exp. 
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TABLE 9.2 
Tasnuna River Alternative 

Expenditures by the State of Alaska for the Copper River Highway 
Thousands of 1992 Dollars 

Total Expenditures Annual Average 
during five years During Five Years 

of construction of Construction 

Annual Average 
During Twenty Years 

of Operation 

Construction and Engineering 
Construction Expenditures $104,804 $21,825 $0 

Roadway Construction $80,410 $16,082 $0 
Bridge Construction $24,394 $4,879 $0 

Engineering Expenditures $25,153 $5,031 $0 
Construction Engineering $15,721 $3,144 $0 
Design Engineering $9,432 $1,886 $0 

Total Construction and Engineering $129,956 $25,991 $0 
Miles of roadway to build 64 13 0 
Average Expenditures per mile $2,031 $406 $0 

Source of Construction and Engineering Revenues 
Federal Revenues $118,221 $23,644 $0 
State Revenues $11,735 $2,347 $0 

Right of Way $3,500 $700 $0 

Maintenance Camp Construction $4,321 $864i $0 
I 

Present Discounted 
Value of Maintenance Annual Average Annual Average 

Operating Costs During Five Years During Twenty Years 
over 20 vears of Construction of Operation 

Maintenance Operating Costs 
Maintenance Operating Expenditures $28,357 $0 $2,904 
Avalance Control Operating Expenditures $388 $0 $40 
Total Operating Expenditures $28,745 $0 $2,944 

Miles of road to maintain 113 113 
Lifetime of Road (years) 20 20 
Average Operating Expenditures per mile $254 $0 $26 

Total During Five , Annual Average Annual Average 
Years of Construction! During Five Years 1 During Twenty Years 

and Twenty Years of Construction of Operation 
of Operation . 

I 
Total Expenditures $164,232 $27,0971 $2,944 

i Total Revenues I 

Source: 
Notes: 

Federal Revenues (90.97% of Road Construction) $118,221 $0 
State Revenues $46,011 

$23,6441 
$3.453 $2,944 

Alaska Department of Transportation and Public Facilities 
Construction Cost notes: 

All cost estimates are the most expensive alternatives: 
Refer to Chapter II of the Copper River Highway EIS, 1993, for discussion of range of costs 
Federal Surface Transportation Program Revenues can be used only for road or bridge construction 

and cannot be used for right of way, maintenance, or construction of maintenance camps 
Total construction costs are used in this table to approximate the present discounted value of construction expenditures 

The actual present discounted value of construction expenditures would be slightly 
lower than the estimates in this table because some of the expenditures are made in the future. 
Because of the high uncertainty in how much construction expenditures would be made each year, 
we did not attempt to explicitly estimate the present discounted value of construction expenditures 

Maintenance Cost notes: 
The present discounted value of maintenance expenditures is calculated as the sum of maintenenace expenditures 

for each future year discounted to the present at a five percent discount rate. 
A lower discount rate would increase the present discounted value of maintenance expenditures 
Operation of the road for more than twenty years would increase the present discounted value of maintenance exp. 

CONST4.WK3 

IX-4 



i 

TABLE 9.3 
Tiekel Alternative 

Expenditures by the State of Alaska for the Copper River Highway 
Thousands of 1992 Dollars 

Total Expenditures Annual Average 
during five years During Five Years 

of construction of Construction 

Construction and Engineering 
Construction Expenditures $115,534 $23,107 

Roadway Construction $88,240 $17,648 
Bridge Construction $27,294 $5,459 

Engineering Expenditures $27,728 $5,546 
Construction Engineering $17,330 $3,466 
Design Engineering $10,398 $2,080 

Total Construction and Engineering $143,263 $28,653 
Miles of roadway to build 67 13 
Average Expenditures per mile $2,138 $428 

Source of Construction and Engineering Revenues 
Federal Revenues $130,326 $26,0651 
State Revenues $12,937 $2,5871 

! 

Annual Average 
During Twenty Years 

of Operation 

. $0 
$0 
$0 
$0 
$0 
$0 
$0 

0 
$0 

$0 
$0 

Right of Way 
I 

$1,300 $2601 $01 

i Maintenance Camp Construction $5,1321 $1,0261 

Present Discounted i i 
Value of Maintenance Annual Average Annual Average 

I 
I I 

I Operating Costs During Five Years During Twenty Years I 
over 20 years of Construction of Operation i 

Maintenance Operating Costs 
Maintenance Operating Expenditures $24,106 $0 $2,469 
Avalance Control Operating Expenditures $1,982 $0 $203 
Total Operating Expenditures $26,088 $0 $2,672 

Miles of road to maintain 116 116 
I Lifetime of Road (years) 20 20 

Average Operating Expenditures per mile $225 $0 $23 
I . 

Total During Five : Annual Average Annual Average 
Years of Constructioni 

and Twenty Years i 
During Five Years I During Twenty Years 1 

of O eration 1 
of Construction of Operation 

'Total Expenditures 

Total Revenues 

$172,789 $29,3401 $2,672 i 

Source: 
Notes: 

Federal Revenues (90.97% of Road Construction) 
State Revenues 

Alaska Department of Transportation and Public Facilities 
Construction Cost notes: 

All cost estimates are the most expensive alternatives: 

$130,326 
$42,463 

$26,0651 
$3,275 I 

I 

Refer to Chapter II of the Copper River Highway EIS, 1993, for discussion of range of costs 
Federal Surface Transportation Program Revenues can be used only for road or bridge construction 

and cannot be used for right of way, maintenance, or construction of maintenance camps 

$01 
$2,672 I 

I 

Total construction costs are used in this table to approximate the present discounted value of construction expenditures 
The actual present discounted value of construction expenditures would be slightly 
lower than the estimates in this table because some of the expenditures are made in the future. 
Because of the high uncertainty in how much construction expenditures would be made each year, 
we did not attempt to explicitly estimate the present discounted value of construction expenditures 

Maintenance Cost notes: 
The present discounted value of maintenance expenditures is calculated as the sum of maintenenace expenditures 

for each future year discounted to the present at a five percent discount rate. 
A lower discount rate would increase the present discounted value of maintenance expenditures 
Operation of the road for more than twenty years would increase the present discounted value of maintenance exp. 

CONST4.WK3 
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Technically, when evaluating the cost of a project, we should consider the present 
discounted value of expenditures since some of the expenditures for the road would be made in 
future years. However, because of the uncertainty surrounding how much construction 
expenditures will be made in each year, we did not attempt to estimate the present discounted 
value of construction expenditures. Instead we approximate the present discounted value of 
construction expenditures by the estimated total construction costs of the project. The actual 
present discounted value of construction expenditures would likely be slightly lower than this 
estimate since some of the costs would be incurred in future years. 

Total Maintenance Expenditures 

In the lower half of Tables 9.1, 9.2, and 9.3, the expenditures for maintenance as 
estimated by DOT&PF are presented. The methods used by DOT&PF to estimate maintenance 
costs are presented in Chapter II of the Copper River Highway Environmental Impact Statement. 
According to the description of these methods, the maintenance cost estimates include two 
components: avalanche maintenance costs and other maintenance costs. The first component 
includes the manpower, materials, and equipment required for avalanche maintenance along the 
highway. 

The second component includes the manpower, equipment charges, and camp upkeep 
costs for other maintenance. This second component is based on the cost of snow and ice 
removal along the Richardson Highway at Thompson Pass. According to the Southern Interior 
Regional Transportation Study, snow and ice removal accounted for 87 % of the maintenance 
costs along the Richardson Highway in 1983 (Southern Interior Regional Transportation Study, 
1986, Table 4, p. 28). 

Annual average maintenance expenditures each year of operating are listed in the third 
column in the lower half of Tables 9.1, 9.2, and 9.3. The first column of these tables shows 
the total present discounted value of these maintenance expenditures for the first twenty years 
of operation of the road. The present discounted value of maintenance expenditures is the sum 
of maintenance expenditures during each year of operation discounted to the present at a discount 
rate of five percent. 

Present Discounted Value of= 
2f 5 

Maintenance Expenditures, Year t 
Maintenance Expenditures t=

1996 
1.os<t-1992) 

If a lower discount rate were used, the present discounted value of maintenance costs 
would be higher. If the road were in operation for more than twenty years, the present 
discounted value of maintenance costs would be higher. If maintenance costs in constant 1992 
dollars were to increase over the lifetime of the road, the present discounted value of 
maintenance expenditures would increase. 
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Revenues for Construction and Maintenance 

The revenues for construction and engineering of the road would come from both state 

and federal sources. According to the provisions of the Intermodal Surface Transportation 

Efficiency Act, federal funds can be used for 90.97% of the cost of construction of projects 

approved by the federal government. These federal funds cannot be used for construction of 

maintenance facilities and cannot be used for regular maintenance operations expenditures, such 

as snow removal. In Tables 9 .1, 9. 2, and 9. 3 we list estimates of the amount of state and 

federal revenues that would be used to fund the construction of the road. 

Methodology for Calculating Expenditure and Employment Impacts 

The expenditures to build and maintain the Copper River Highway would be spent both 

inside and outside Alaska to purchase materials and equipment as well as to hire construction 

and maintenance workers. We need a systematic way to account for the detailed flow of 

expenditures and the number of individuals employed by these expenditures. In this section, we 

describe a simple model of the economy which keeps track of these expenditures and provides 

a method for calculating both expenditure and employment impacts. We will describe in detail 

the methodology used to calculate the impacts from construction expenditures. The methodology 
used for calculating maintenance expenditures is very similar and so will not be discussed in the 

same detail. 

Flow of Expenditures in the Economy 

Figure 9 .1 shows how construction expenditures would flow through the economy to 

create both expenditure and employment impacts. As shown at the top of the figure, some 

expenditures would come from federal sources and some would come from state sources. 
These federal and state sources would be combined to be spent on the construction and 

engineering of the road. Most of these funds would be paid to one or more construction firms 

to build the road. These construction firms may subcontract to other firms to do some of the 

construction. Some of the engineering and design expenditures would be received by the 

construction firms and some of the engineering expenditures may also be received by DOT &PF 

for their contributions to engineering work. 

The construction firms would spend the state and federal funds to purchase the necessary 

goods and services to build the road. Some of these expenditures would be in Cordova, some 

in other parts of Alaska, and the remainder of the expenditures outside Alaska. Where the funds 

are spent depends on the availability of workers, materials, supplies, equipment, and services 

in these different areas. 

The left column of Figure 9 .1 shows the detailed flow of expenditures in Cordova area. 

The flow of expenditures in the rest of Alaska or outside Alaska is not shown in detail in Figure 

9 .1, but a similar flow of expenditures (as shown for the Cordova area) would also occur in the 

other two areas. The flow of money in the Cordova economy can be broken down into direct, 

indirect, and induced expenditure impacts. 
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Direct Expenditure Impacts: The construction firms would make two types of direct 

expenditures in the Cordova area. They would make payments to workers in the form of wages, 
salaries, and benefits; and they may make payments to owners in the form of profits, dividends, 
interest, and rent. These payments are made to individuals for their contributions of work, 
services, and management for the construction of the road. These payments to individuals are 

called "value added payments." 

The second type of direct expenditure made by construction firms would be to other 

industries. For example, they might purchase replacement parts from an auto parts store in 

Cordova, and might purchase sand and gravel from the mining industry in the Cordova area. 
They also would likely purchase transportation services, electric power, food, and a wide variety 
of other goods and services from Cordova businesses. These purchases from other industries 
in the Cordova area are called "intermediate input purchases." 

These value added payments and intermediate input purchases by the construction 

industry are the direct expenditure impacts in the Cordova area. 

Indirect Expenditure Impacts: The businesses who sell the materials, supplies, and 
services to the construction firm in turn make expenditures in the Cordova economy. These 

businesses make payments to individuals in the form wages, salaries, benefits, profits, dividends, 

and rent. These are the value added payments made by businesses providing goods and services 

to the construction industry. 

In addition, these businesses also purchase materials and supplies from other industries 
in the Cordova area. For example, the auto parts store which supplies the construction industry 
also purchases supplies and services from other businesses in Cordova. 

The payments to Cordova residents and purchases from other Cordova businesses by 

Cordova businesses providing goods and services directly to the construction industry are called 
"indirect expenditure impacts." 

Induced Expenditure Impacts: As described above some Cordova residents would 
receive payments as wages, salaries, profits, dividends, interest, or rent either directly from the 

construction industry or from the businesses who provide goods and services to the construction 
industry. Much of the payments received by these Cordova residents would be re-spent in the 

Cordova economy to purchase goods and services that these residents use every day, such as 

food, clothing, gas, and other every day expenses. 

When this money is re-spent in the Cordova economy, it recirculates through several 

hands before it is eventually spent in businesses outside Cordova. This re-spending of money 
in the Cordova economy is called the "induced expenditure impact." 

Employment Impacts: When payments are made to individuals by the construction 

industry, by businesses providing goods and services to the construction industry, or by other 
industries in Cordova, these payments provide the money required to hire individuals. 

For example, some of the wages and salary payments made by the construction industry 
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in Cordova would provide the money needed to hire construction workers from Cordova. Also, 
the wage and salary payments made by the auto parts supply store would provide the money 

needed to hire workers in that business. 

The value added payments by all businesses receiving either direct, indirect, or induced 
expenditures from the construction of the road would create the funds needed to hire individuals 
to do the work. The number of jobs that could be supported by these value added payments in 
the Cordova economy is called the employment impact for the area. 

The number of positions that could be supported by the wage and salary expenditures of 
the construction industry is called the direct employment impact. The number of positions that 
could be supported by the wage and salary expenditures by businesses providing goods and 
services to the construction industry is called the indirect employment impact. The number of 
positions that could be supported by wage and salary expenditures by other industries receiving 
induced expenditure impacts is called the induced employment impact. 

So far we have described only the impacts from expenditures in Cordova. The same flow 
of expenditures would also occur in the rest of the state and outside Alaska. However, the 
expenditures would be received by individuals and businesses in these other areas. The same 
type of expenditure and employment impacts would occur in these areas as we described for 
Cordova. However, the expenditure impacts and employment impacts would be attributed to 
the area in which the expenditures are received. 

Distribution of Expenditures by Area and Purpose 

This description of the flow of expenditure and employment impacts depends critically 
on how expenditures are distributed among different areas, among different businesses, and 
among different types of payments and purchases. In Table 9.4, we summarize our assumptions 
about how total construction expenditures would be distributed for different purposes across 
areas and industries inside and outside Alaska. 

Distribution of direct expenditures: The top section of Table 9. 4 shows the percentage 
distribution of direct expenditures by the construction industry across areas and different types 
of payments and purchases. 

It is important to note that each percentage reported in the top part of the table should 
be interpreted as the percent of total construction expenditures made for a particular purpose and 
a particular area. For example, about 13 percent of total construction expenditures are assumed 
to be made in the form of wages and salaries to individuals in areas of Alaska other than 
Cordova. As another example, about 5 percent of total construction expenditures are assumed 
to be made for purchases of commodities in the Cordova area. 
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TABLE 9.4 
Parameters Used to Calculate Construction 

and Engineering Expenditure Impacts 
for All Alternatives 

Cordova I Rest of I All Areas I Outside 

I 
All Areas 

Area Alaska of Alaska Alaska 

Direct Impact Parameters 
Distribution of Road Construction Expenditures 

Payments to Workers and Owners 4.7% 24.2% 28.9% 7.2% 36.2% 
Wages and Salaries 3.9% 11.7% 15.6% 3.9% 19.5% 
Supplements to Wages and Salaries 0.8% 2.5% 3.3% 0.8% 4.2% 
Profits, Dividends, Interest, and Rent 0.0% 10.0% 10.0% 2.5% 12.5% 

Purchases from Other Industries 22.5% 22.5% 45.1% 18.8% 63.8% 
Purchases of Commodities 11.9% 11.9% 23.9% 18.8% 42.6% 
Purchases of Non-Commodities 10.6% 10.6% 21.2% 0.0% 21.2% 

Total 27.3% 46.7% 74.0% 26.0% 100.0% 
Distribution of Bridge Construction Expenditures 

Payments to Workers and Owners 4.7% 24.2% 28.9% 7.2% 36.2% 
Wages and Salaries 3.9% 11.7% 15.6% 3.9% 19.5% 
Supplements to Wages and Salaries 0.8% 2.5% 3.3% 0.8% 4.2% 
Profits, Dividends, Interest, and Rent 0.0% 10.0% 10.0% 2.5% 12.5%1 

Purchases from Other Industries 22.5% 22.5% 45.1% 18.8% 63.8% I 
Purchases of Commodities 11.9% 11.9% 23.9% 18.8% 42.6% i 
Purchases of Non-Commodities 10.6% 10.6% 21.2% 0.0% 21.2% 

Total 27.3% 46.7% 74.0% 26.0% 100.0% 
Distribution of Engineering Expenditures 

Payments to Workers and Owners 4.7% 24.2% 28.9% 7.2% 36.2% 
Wages and Salaries 3.9% 11.7% 15.6% 3.9% 19.5% 
Supplements to Wages and Salaries 0.8% 2.5% 3.3% 0.8% 4.2% 
Profits, Dividends, Interest, and Rent 0.0% 10.0% 10.0% 2.5% 12.5% 

Purchases from Other Industries 22.5% 22.5% 45.1% 18.8% 63.8% 
Purchases of Commodities 11.9% 11.9% 23.9% 18.8% 42.6% 
Purchases of Non-Commodities 10.6% 10.6% 21.2% 0.0% 21.2% 

Total 27.3% 46.7% 74.0% 26.0% 100.0% 

1 Indirect Impact Parameters 
Distribution of Expenditures by industries 

to acquire commodities in each area 
Payments to Workers and Owners in area 38% 38% 38% 38% 38% 
Purchases from Other Industries in area 14% 55% 55% 62% 62% I 
Total 52% 100% 100% 100% 100% I 

Distribution of Expenditures by industries 
to acquire non-commodities in each area 

Payments to Workers and Owners in area 72% 72% 72% 72% 72% 
Purchases from Other Industries in area 6% 25% 25% 28% 28% 
Total 78% 100% 100% 100% 100% 

Induced Impact Parameters 
Ratio of Support to Basic Employment 0.65 0.94 1.00 
Ratio of Support to Basic Income 0.51 0.78 0.83 

I 

I 
: Employment Impact Parameters 

Average Annual Wages and Salaries in 
Direct Impact Industries 

Road Construction $63 $63 $63 
Bridge Construction $63 $63 $63 
Engineering $35 $35 $35 

Average Annual Wages and Salaries in 
Indirect Impact Industries 

Industries providing commodities $34 $34 $34 
Industries providing non-commodities $34 $34 $34 

Average Annual Wages and Salaries in 
Support Industries $20 $22 $22 
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Notes and Sources for TABLE 9.4 

Composition of Payments to Owners and Workers derived from BEA Special Printouts 

of detailed components of GNP for U.S. Construction Industry (SIC 15-17) for 1989. 

Ninety percent of payments to owners and workers are assumed to go to Alaska residents 

Twenty-five percent of the payments to Alaska residents are assumed to go to Cordova area residents 

Distribution of total receipts among value added and intermediate inputs for construction derived 

from U.S. Input-Output Coefficents for 'New Highway and Road Construction• Industry (IOC 11.0004) 

Intermediate input costs for commodities include expenditures for 

materials, supplies, fuels, machinery, equipment, and buildings 

All intermediate purchases of stone,lumber,wood, and petroleum products 

are assumed to be purchased in Alaska 
Fifty percent of purchases in Alaska are assumed to be made in Cordova area 

Other intermediate input purchases of machinery and equipment are assumed to be made outside Alaska. 

Intermediate input costs for non-commodities include expenditures for 

transportation, communication, utilities, trade, services, finance, insurance, and real estate services 

All non-commodity intermediate input purchases are assumed to be purchased in Alaska 

Fifty percent of purchases in Alaska are assumed to be made in Cordova area 

Distribution of total receipts among value added and intermediate inputs for industries acquiring commodities 

and non-commodities from U.S. Input-Output Coefficents 

for 'New Highway and Road Construction' Industry (IOC 11.0004) 

Economic multipliers for Alaksa from 'What Makes the Alaska Economy Tick?' WP 91.4, 

Scott Goldsmith, ISER Working Paper, December 1991 

Economic multipliers for Cordova area from Chapter XVII 
Average Annual Wages and Salaries from Alaska Department of Labor, Statisitical Quarterly, Third Quarter. 1992 

The final column of Table 9. 4 shows the distribution of total construction among all types 

of payments. For example, about 36 percent of all construction expenditures are made to 

workers or owners and the remaining 64 percent are made to businesses for the purchases of 

intermediate inputs. These intermediate input purchases include materials, supplies, fuels, 

equipment, machinery and other commodities. These purchases also include transportation, 

utilities, business services, and other purchases of non-commodities. 

The payments to workers and owners are distributed across several areas. First, some 

of the payments are made to individuals in Alaska and some to individuals outside Alaska. A 

total of about 33 percent of all construction expenditures are made as payments to workers and 

owners in all parts of Alaska. About 4 percent of total construction expenditures are assumed 

to be made to workers and owners outside Alaska. 

Of the 33 percent of construction expenditures paid to workers and owners in Alaska, we 

assume about 5 percent of total construction expenditures are made as payments to workers and 

owners in the Cordova area and about 27 percent of total construction expenditures are made 

to workers and owners in other parts of the state. 

A similar distribution is made of each type of expenditure, including other payments to 

individuals such as supplements to wages and salaries, profits, dividends, interest, and rent, as 

well as purchases of commodities and non-commodities. This distribution of expenditures 

determines how much of each type of expenditure are received in each area. 

We currently do not have detailed information about how expenditures for bridge 

construction and engineering would differ from the distribution of expenditures for road 

construction. As a result, we assume that the distribution of expenditures for bridge construction 

and engineering is identical to the distribution of expenditures for road construction. 
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Distribution of indirect expenditures: In the second part of the table, we present the 

distribution of expenditures made by businesses providing goods and services to the construction 

industry. These percentages should be interpreted as the percent of total expenditures made by 

the businesses in a particular area for each type of payment or purchase from individuals or 
businesses in the same area. 

For example, we assume that 38 percent of the expenditures made by Cordova businesses 

providing commodities for construction are made to Cordova residents in the form of value 

added payments. As another example, we assume that of the total expenditures made by 

Cordova businesses providing non-commodities to the construction industry, that 6 percent of 

those expenditures are to other businesses in the Cordova area. 

Induced impact parameters: To calculate the induced impacts in the Cordova economy, 

we use the support sector employment multiplier derived in Chapter XVII and Appendix R of 

this report. The Alaska economy multipliers are from "What Makes the Alaska Economy Tick, 11 

ISER working paper 91.4, by Scott Goldsmith, 1991. 

Employment impact parameters: To calculate the employment impacts of direct, 

indirect, and indirect expenditures, we totaled the expenditures in each area made to individuals 

in the form of wages and salaries each year. We then divided the total wages and salaries by 

the average annual wages and salaries in the industry. The result serves as an estimate of the 

individuals who could be hired by the wages and· salary expenditures made by the industry. 

Special Considerations for the Calculation of Maintenance Impacts 

We have described in detail how construction expenditures would create direct, indirect, 

induced expenditure and employment impacts in the economy. The same methodology can also 

be used for maintenance expenditures with a few important differences. 

First of all, the maintenance expenditures would be received by DOT &PF instead of a 

construction firm. Like the construction firm, DOT &PF would make payments to individuals 

as well as make purchases from other industries. The flow of funds to different industries in 

different areas would be analogous to the flow of construction expenditures in the economy. 

The assumed distribution of expenditures by DOT &PF is shown in Table 9 .5. Notably, 

a higher percentage of maintenance expenditures go to workers. Most of the maintenance 

expenditures are assumed to be made in the Cordova economy. The assumptions about the 

distribution of expenditures in industries providing goods and services to DOT &PF are similar 

to the assumptions about industries providing goods and services to the construction industry. 
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TABLE 9.5 
Parameters for Maintenance Impact Calculations 

for All Alternative Routes 

Cordova \ Rest of I All Areas I Outside I All Areas 
Area Alaska of Alaska Alaska 

Direct Impact Parameters 

Distribution of Maintenance Costs 
Payments to Workers and Owners 60% 0% 60% 0% 

Wages and Salaries 32% 0% 32% 0% 
Supplements to Wages and Salaries 7% 0% 7% 0% 
Profits, Dividends, Interest, and Rent 21% 0% 21% 0% 

Purchases from Other Industries 30% 3% 34% 7% 
Purchases of Commodities 17% 2% 19% 7% 
Purchases of Non-Commodities 13% 1% 14% 0% 

Total 90% 3% 93% 7% 

Indirect Impact Parameters 
Distribution of Expenditures by industries to 

acquire commodities in each area 

I 
Payments to Workers and Owners 38% 38% 38% 38% 
Purchases from Other Industries 6% 25% 31% 62% 
Total 45% 63% 69% 100% 

Distribution of Expenditures by industries to 

I 
acquire non-commodities in each area 

Payments to Workers and Owners 72% 72% 72% 72% 
! Purchases from Other Industries 3% 11% 14% 28% 

' 
Total 75% 83% 86% 100% 

' 
i 

i Induced Impact Parameters 

! 

Ratio of Support to Basic Employment 
Ratio of Support to Basic Income 

Employment Impact Parameters 
Average Annual Wages and Salaries in 
Direct Impact Industries 

Road Maintenance 
Average Annual Wages and Salaries in 
Indirect Impact Industries 

Industries providing commodities 
Industries providing non-commodities 

Average Annual Wages and Salaries in 
Support Industries 

Notes and Sources for TABLE 9.5: 

0.65 
0.51 

$48 

$34 
$34 
$20 

0.94 
0.78 

$48 

$34 
$34 
$22 

Composition of Payments to Owners and Workers derived from BEA Special Printouts 
of detailed components of GNP for U.S. Construction Industry (SIC 15-17) for 1989. 

All payments to owners and workers are assumed to go to Alaska residents 
All payments to Alaska residents are assumed to go to Cordova area residents 

Distribution of total receipts among value added and intermediate inputs for road maintenance derived 
from U.S. Input-Output Coefficents for 'Highway and Road Maintenance' Industry (IOC 12.0214) 

Intermediate input costs for commodities include expenditures for 
materials, supplies, fuels, machinery, equipment, and buildings 
All intermediate purchases of stone,lumber,wood, and petroleum products 

are assumed to be purchased in Alaska 
Ninety percent of purchases in Alaska are assumed to be made in Cordova area 

1.00 
0.83 

$48 

$34 
$34 
$22 

Other intermediate input purchases of machinery and equipment are assumed to be made outside Alaska. 
Intermediate input costs for non-commodities include expenditures for 

transportation, communication, utilities, trade, services, finance, insurance, and real estate services 
All non-commodity intermediate input purchases are assumed to be purchased in Alaska 
Ninety percent of purchases in Alaska are assumed to be made in Cordova area 

Distribution of total receipts among value added and intermediate inputs for industries acquiring commodities 
and non-commodities from U.S. Input-Output Coefficents 
for 'Highway and Road Maintenance' Industry (IOC 12.0214) 

Economic multipliers for Alaksa from 'What Makes the Alaska Economy Tick?' WP 91.4, 
Scott Goldsmith, ISER Working Paper, December 1991 

Economic multipliers for Cordova area from Chapter XVII 
Average Annual Wages and Salaries from Alaska Department of Labor, Statisitical Quarterly, Third Quarter, 1992 
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Estimates of Expenditure and Employment Impacts 

Construction Expenditure and Employment Impacts 

Using the methodology described in the previous section, we calculated the expenditure 
and employment impacts of total construction expenditures. We multiplied the total construction 
expenditures as found in Tables 9 .1, 9. 2, and 9. 3 by the percentage of those expenditures made 
in each area for each purpose as summarized in Table 9.4. We then summed the expenditures 
of particular types to calculate total direct, indirect, and induced expenditures in each area. Table 

9.6, 9.7, and 9.8 summarize these calculations. 

Direct Expenditure Impacts: Total direct expenditure impacts amount to $30 million to 
$40 million a year during each year of construction. Roughly 80 percent of these direct 
expenditures are received by businesses in Alaska. 

Most of these expenditures are received by businesses in areas of Alaska other than 
Cordova. This is because we assume for these calculations that a construction firm from 
Anchorage would be awarded the contract to build the road. As a result, we assume most of 
the construction expenditures would be made in the Anchorage economy. If instead the contract 
were awarded to a firm outside Anchorage, but within Alaska, the total direct expenditure 
impacts for the state as a whole would not change, but the geographic distribution of the direct 
expenditures within the state would change significantly. If the contract were awarded to a firm 
outside Alaska, the direct expenditure impacts in Alaska would be substantially lower and the 
direct expenditure impacts outside Alaska would be much greater. 

We assume that a portion of the direct expenditures are made to residents and businesses 
in Cordova for their contributions of labor, services, and goods used in the construction 
industry. These direct expenditure impacts in the Cordova economy are estimated at $7 million 

to $11 million per year. 

These estimates of direct expenditure impacts depend critically on the assumption that the 
project would be completed over five years. If spending on the project were spread over more 
years, the direct impacts would be much less while if the project were completed more quickly, 
the impacts would be substantially greater. 

Indirect Expenditure Impacts: The expenditures made by businesses providing goods 
and services to the construction industry are about half as great as the direct expenditure 
impacts. Again roughly eighty percent of these indirect expenditure impacts occur in Alaska. 
Even if the contract for constructing the road were awarded to an outside firm, it is likely that 
most of the indirect expenditure impacts would still be received by businesses in Alaska. 

Induced Expenditure Impacts: The re-spending of wages and salaries earned by 
workers in the construction industry or in industries providing goods and services to the 
construction industry creates substantial additional expenditure impacts. The induced expenditure 
impacts are roughly one-half to three-quarters of the total direct and indirect wage and salary 
impacts. These induced expenditure impacts amount to $12 million to $19 million per year. 
About $9 to $14 million of these induced expenditures are spent in Alaska during each year of 

IX-15 



i 

i 

construction. About $2.2 million to $3.4 million of these induced expenditures would be spent 

in the Cordova economy during each of the five years of construction. 

Employment Impacts: The direct, indirect, and induced expenditures on wages and 

salaries provide the money needed to hire individuals. These wage and salary expenditures 

would support a total of 150.to 240 positions in the construction industry per year (the high job 

estimates correspond to the Wood Canyon alternative while the low job estimates correspond to 

the Tasnuna alternative). About 100 to 190 of these positions would be jobs in Alaska. Indirect 

wage and salary expenditures would support about 250 to 390 positions in industries providing 

goods and services to the construction industry. About 200 to 300 of these indirect jobs would 

be in Alaska. 
TABLE 9.6 

Annual Average Impact of Construction and Engineering Expenditures 

tor Wood Canyon Alternative 
during five years of construction of road 

thousands of 1992 dollars 

Cordova I Rest of I AIIAreas J 
Outside J All Areas 

Area Alaska of Alaska Alaska 

Expenditures Impacts 

Direct: Expenditures for Road Construction 
Payments to Workers and Owners $1,959 $10,025 

Purchases from Other Industries $9,329 $9,329 

Total $11,288 $19,354 

Indirect: Expenditures by industries 
providing goods and services 
for use in road construction 

Payments to Workers and Owners $5,059 $5,059 

Purchases from Other Industries $961 $3,842 

Total $6,020 $9,329 

Induced: Expenditures in Support Industries $3,430 $10,959 

Total Direct, Indirect, and Induced Expenditures $20,738 $39,641 

Employment Impacts 

Direct: Employment for road construction 29 160 

Indirect: Employment in industries 
providing goods and services 151 148 

for use in road construction 

Induced: Employment m Support Industries 117 290 

Total Direct, Indirect, and Induced Employment 296 598 

Source: Expenditures from TABLE 9.1, Distribution of expenditures from TABLE 9.4 
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$11,984 $2,996 $14,980 
$18,657 $7,764 $26,422 
$30,641 $10,760 $41,402 

$10,119 $2,987 $13,106 
$7,685 $4,778 $13,316 

$18,657 $7,764 $26,422 

$14,389 $4,678 $19,068 

$63,688 $23,203 $86,891 

189 47 237 

298 87 386 

406 134 541 

894 269 1163 
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Even though the direct expenditure impacts are about thirty percent larger than the 

indirect expenditure impacts, the indirect employment impacts are about 80 percent larger than 

the direct employment impacts. This occurs because the average annual wages and salaries in 
the indirect industries are only about half the average annual wages and salaries in the 
construction industries. As a result, a given amount of money spent by industries providing 

goods and services to the construction industry creates more jobs than the same amount of 

money spent in the construction industry. 

The induced employment impacts in the support sector (composed of transportation, 
utilities, finance, service, and retail trade industries) range from 350 to 540 jobs for the different 

routes. About 260 to 410 of these induced jobs would be in Alaska. The induced employment 

TABLE 9.7 
Annual Average Impact of Construction and Engineering Expenditures 

for Tasnuna Alternative 
during five years of construction of road 

thousands of 1992 dollars 

Cordova / Rest of / All Areas I Outside / All Areas 
Area Alaska of Alaska Alaska 

Expenditures Impacts 

Direct: Expenditures for Road Construction 
Payments to Workers and Owners $1,271 $6,503 $7,774 $1,943 $9,717 

Purchases from Other Industries $6,051 $6,051 $12,102 $5,036 $17,139 

Total $7,322 $12,554 $19,876 $6,980 $26,856 

Indirect: Expenditures by industries 
providing goods and services 
for use in road construction 

Payments to Workers and Owners $3,282 $3,282 $6,564 $1,937 $8,501 
Purchases from Other Industries $1,246 $2,492 $4,985 $3,099 $8,637 I 
Total $4,528 $6,051 $12,102 $5,036 $17,1391 

I 

Induced: Expenditures in Support Industries $2,225 $7,109 $9,334 $3,035 $12,3691 

Total Direct, Indirect, and Induced Expenditures $14,075 $25,714 $41,312 $15,051 $56,363 

Employment Impacts 

Direct: Employment for road construction 19 103 122 30 152 

Indirect: Employment in industries 
providing goods and services 98 96 194 57 250 
for use in road construction 

I 

Induced: Employment in Support Industries 76 187 263 87 3501 

Total Direct, Indirect, and Induced Employment 192 386 578 174 752 

----

Source: Expenditures from TABLE 9.2, Distribution of expenditures from TABLE 9.4 

IX-17 



impacts are larger than either the direct or indirect employment impacts because the average 

annual wages and salaries in the support sector industries are substantially lower than the average 

annual wages and salaries in the construction industry or in the industries providing goods and 

services to the construction industry. 

All of these employment impact estimates depend critically on the number of years 

required for the road to be completed. If the road were to take longer to complete, the 

expenditures each year would be lower and the number of jobs created would be less. If 

construction took shorter and more expenditures were made each year, then more funds would 

be available to hire individuals each year and more jobs would be created. 

TABLE 9.8 

Annual Average Impact of Construction and Engineering Expenditures 

tor Tiekel Alternative 
during five years of construction of road 

thousands of 1992 dollars 

Cordova I Rest of I All Areas j Outside j All Areas 
Area Alaska of Alaska Alaska 

'Expenditures Impacts 
I 

Direct: Expenditures for Road Construction 
Payments to Workers and Owners $1,356 $6,938 

Purchases from Other Industries $6,456 $6,456 

Total $7,812 $13,394 

Indirect: Expenditures by industries 
providing goods and services 
for use in road construction 

Payments to Workers and Owners $3,501 $3,501 

Purchases from Other Industries $1,330 $2,659 

Total $4,831 $6,456 

Induced: Expenditures in Support Industries $2,374 $7,584 

Total Direct, Indirect, and Induced Expenditures $15,017 $27,434 

Employment Impacts 

Direct: Employment for road construction 20 114 

Indirect: Employment in industries 
providing goods and services 104 102 

for use in road construction 

Induced: Employment in Support Industries 81 203 

Total Direct, Indirect, and Induced Employment 206 419 

Source: Expenditures from TABLE 9.3, Distribution of expenditures from TABLE 9.4 

IX-18 

$8,294 $2,073 $10,367 
$12,912 $5,373 $18,285 
$21,206 $7,447 $28,653 

$7,003 $2,067 $9,070 
$5,318 $3,306 $9,215 

$12,912 $5,373 $18,285 \ 

$9,958 $3,238 $13,196 

$44,076 $16,058 $60,134 

134 34 168 

206 60 267 

284 94 3781 

I 
625 188 813 



Maintenance Expenditure and Employment Impacts 

Using the same methodology described for construction impacts, we calculated the 

impacts of maintenance expenditures. The results of these calculations are summarized in Tables 

9. 9, 9 .10, and 9 .11. The estimates of expenditure and employment impacts are very similar for 

the three routes since total maintenance operating expenditures vary only between $2.6 and $3.1 

million per year across the alternative routes. 

Direct Expenditure Impacts: Direct expenditures for maintaining the road are estimated 

at $2.4 to $2. 7 million annually in the Cordova area for the twenty years of operation of the 

road. A small amount of expenditures would be also made in other parts of the state and outside 

Alaska. TABLE 9.9 

Annual Average Impact of Road Maintenance Expenditures 
for Wood Canyon Alternative 

during twenty years of operation of road 
thousands of 1992 dollars 

Cordova I Rest of I All Areas I Outside I All Areas 
Area Alaska of Alaska Alaska 

1 Expenditures Impacts 

Direct: Expenditures for Road Maintenance 
Payments to Workers and Owners 
Purchases from Other Industries 
Total 

Indirect: Expenditures by industries 
providing goods and services 
tor use in road maintenance 

Payments to Workers and Owners 
Purchases from Other Industries 
Total 

Induced: Expenditures in Support Industries 

Total Direct, Indirect, and Induced Expenditures 

Employment Impacts 

Direct: Employment for road maintenance 

Indirect: Employment in industries 
providing goods and services 
for use in road maintenance 

Induced: Employment in Support Industries 

Total Direct, Indirect, and Induced Employment 

$1,825 
$924 

$2,748 

$488 
$44 

$532 

$1,081 

$4,361 

34 

15 

25 

73 

$0 
$103 
$103 

$54 
$19 
$74 

$42 

$219 

0 

2 

3 

Source: Expenditures from TABLE 9.1, Distribution of Expenditures from TABLE 9.5 

CONST4.WK3 IX-19 

$1,825 
$1,026 
$2,851 

$543 
$242 
$784 

$1,123 

$4,759 

34 

16 

26 

76 

~ 

$0 
$205 
$205 

$79 
$126 
$205 

$66 

$476 

o 

2 

2 

4 

i 

$1,825 
$1,231 
$3,056 

$622 
$610 I 

$1,231 I 

$1,1891 

I 
$5,476 I 

34 

181 

I 
281 

80 I 
I 



Indirect Expenditure Impacts: Expenditures by businesses providing goods and services 
for road maintenance activities would amount to about $1.1 to $1.2 million per year. Slightly 
less than half of these expenditures would be received by businesses and residents in the Cordova 
area. 

Induced Expenditure Impacts: The re-spending of wages and salaries by road 
maintenance workers and by workers in businesses providing goods and services for road 
maintenance adds another $1.0 to $1.2 million in induced expenditure impacts. Most of these 
induced expenditures would be made in the Cordova area economy. 

TABLE 9.10 
Annual Average Impact of Road Maintenance Expenditures 

for Tasnuna Alternative 
during twenty years of operation of road 

thousands of 1992 dollars 

Cordova I Rest of 
Area Alaska 

Expenditures Impacts 

Direct: Expenditures for Road Maintenance 
Payments to Workers and Owners $1,758 $0 
Purchases from Other Industries $890 $99 
Total $2,647 $99 

Indirect: Expenditures by industries 
providing goods and services 
for use in road maintenance 

Payments to Workers and Owners $470 $52 
Purchases from Other Industries $42 $19 
Total $512 $71 

Induced: Expenditures in Support Industries $1,041 $41 

Total Direct, Indirect, and Induced Expenditures $4,201 $211 

Employment Impacts 

Direct: Employment for road maintenance 32 0 

Indirect: Employment in industries 
providing goods and services 14 2 
for use in road maintenance 

Induced: Employment in Support Industries 24 1 

Total Direct, Indirect, and Induced Employment 70 3 

Source: Expenditures from TABLE 9.1, Distribution of Expenditures from TABLE 9.5 
CONST4.WK3 
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I All Areas 
of Alaska I 

$1,758 
$989 

$2,746 

$523 
$233 
$756 

$1,082 

$4,584 

32 

16 

25 

73 

Outside I All Areas 
Alaska 

$0 $1,758 
$198 $1,186 
$198 $2,944 

$76 $599 
$122 $588 
$198 $1,186 

$63 $1,145 

$459 $5,275 

0 32 

2 18 

2 271 

4 77 



I 

Employment Impacts: The employment impacts from these expenditures amount to 
about 30 jobs per year for road maintenance, about 20 jobs per year in industries providing 
goods and services for road maintenance, and about 30 jobs per year in support industries such 
as services and retail trade. Most of these employment impacts would occur in the Cordova 
and/ or Copper Basin area. 

TABLE 9.11 
Annual Average Impact of Road Maintenance Expenditures 

for Tiekel Alternative 
during twenty years of operation of road 

thousands of 1992 dollars 

Cordova I Rest of 
Area Alaska 

I All Areas I 
of Alaska 

. 
·", 

Outside I All Areas 
Alaska 

• Expenditures Impacts 
'1 

I Direct: Expenditures for Road Maintenance .. Payments to Workers and Owners $1,595 $0 $1,595 ~ $0 $1,595 i Purchases from Other Industries $807 $90 $897 $179 $1,077 Total $2,403 $90 $2,492 $179 $2,672 

Indirect: Expenditures by industries .' 
providing goods and services 
for use in road maintenance 

Payments to Workers and Owners $427 $47 $474 $69 $543 ' Purchases from Other Industries $38 $17 $211 $110 $533 Total $465 $64 $686 $179 $1,077 

' Induced: Expenditures in Support Industries $945 $37 $982 $57 $1,039 
I 
I Total Direct, Indirect, and Induced Expenditures $3,812 $191 $4,160 $416 $4,788 I 

Employment Impacts 

Direct: Employment for road maintenance 29 0 I 
I 

Indirect: Employment in industries 
providing goods and services 13 1 

I for use in road maintenance I 

Induced: Employment in Support Industries 22 1 

Total Direct, Indirect, and Induced Employment 64 3 
I 

Source: Expenditures from TABLE 9.1, Distribution of Expenditures from TABLE 9.5 
CONST4.WK3 

IX-21 

29 0 29 

14 2 16 

23 2 24 

66 4 70 



X. IMPACTS ON PASSENGER TRANSPORTATION TO AND FROM CORDOVA 

Summary of Major Findings 

Currently the ferries Bartlett and Tustumena of the Alaska Marine Highway System serve 

Cordova. Ferries depart Cordova about eight times a week in the summer and about three times 

a week in the winter. Alaska Airlines and MarkAir provide daily jet service to Cordova. 

There were about 54,000 passenger trips between Cordova and other communities 

annually in recent years--an average of about 147 arrivals or departures per day. Around three 

quarters of all trips were by commercial air and the remaining one quarter by ferry. (These 

figures do not count arrivals and departures by private planes and boats.) 

About 41,100 passengers flew in and out of Cordova in 1991--an average of about 112 

per day. Two-thirds of air travel was by Cordova residents. 

Total ferry traffic to Cordova was about the same in 1991 as in 1981. Ferries in 1991 

carried about 12,500 passengers and 4,600 vehicles between Cordova and other ports--an aver

age of about 35 travelers and 13 vehicles per day. About three-quarters of these trips were be

tween Cordova and Valdez. The ferry trip from Cordova to Valdez takes about five to six hours. 

Passenger arrivals peaked in July at nearly three times the levels in November and December. 

Cordova residents account for about 86 percent of ferry passenger travel, with an average 

of two round-trips per year per adult. Cordova residents generally consider current ferry service 

affordable but ferry schedules inconvenient, with unreliable winter departure times. They 

consider air service reliable and convenient, but less affordable. 

For Cordova residents, the convenience of having a car, the reliability of departures and 

returns, and the flexibility of travel times would be more important reasons than cost savings 

for driving the Copper River Highway, according to our survey. 

The cost of driving the Copper River Highway from Anchorage to Cordova would be 

slightly less than the costs of traveling by ferry. The savings would be greater the smaller the 

car and the more people traveling together. 

Traveling from Cordova to Anchorage on the Copper River Highway using any of the 

three proposed routes would take about 8 to 8.5 hours. That would be less than the 11 hours 

required to travel by ferry to Whittier, take the train to Portage, and drive from Portage to 

Anchorage. The road trip would be considerably shorter than the roughly 13 hours it takes to 

travel on the ferry to Valdez and then drive from Valdez to Anchorage. 

Construction of the Copper River Highway might lead to stable or expanded summer 

ferry service but reduced winter ferry service. Because of growing tourism demand--including 

demand for round-trips between Anchorage or Valdez and Cordova one way by ferry and the 

other way by road--summer ferry service to Cordova would likely be maintained or increased 

if the highway were built. However, due to lower demand and high costs, winter ferry service 

would likely be reduced or eliminated if the Copper River Highway were maintained year-round. 
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Introduction 

In this chapter we discuss the impacts of the Copper River Highway or expanded marine 

highway service on the transportation of passengers and private vehicles to and from Cordova. 

We begin by describing the current system of ferry and air service, including schedules, costs, 

and usage. Next we discuss the No Action alternative, or the outlook for changes in passenger 

service in the absence of major new federally-funded investments in a road or expanded ferry 

service. 

We then discuss how the Copper River Highway would affect passenger transportation 

options, costs, and choices, as well as the effects of the highway on other parts of the 

transportation system. Finally, we briefly discuss how enhanced Alaska Marine Highway System 

service could affect travel by Cordova residents. 

Cordova's Current Passenger Transportation System 

Cordova is currently accessible by water and air transportation. The Alaska Marine 

Highway provides year-round ferry service for passengers and vehicles between Cordova and 

ports in the Gulf of Alaska. Several commercial air carriers provide passenger service between 

Cordova and communities in Southcentral and Southeast Alaska. This section describes the 

current use of these passenger and private vehicle transportation opportunities. 

Marine Highway System 

Marine Highway Schedule 

Table 10.1 provides a summary of the current Alaska Marine Highway service to 

Cordova, as listed in the Alaska Marine Highway schedule. During the summer of 1992 (May 

1 through September 15) the Bartlett provided ferry service between Cordova, Valdez, and 

Whittier. The Bartlett has capacity for 210 passengers and 40 vehicles (Alaska Marine Highway 

Annual Traffic Volume Report, 1991). The three trips per week by the Bartlett between Cordova 
and Valdez provided the most direct, quickest and regular water access to Cordova. During the 

summer of 1992, the Bartlett left Cordova and Valdez near midnight so that the five to six hour 

ferry ride between Cordova and Valdez was always at night during the summer. 

During the summer of 1992, the Bartlett also provided direct and indirect service between 

Cordova and Whittier. Roughly once a week the Bartlett went directly between Cordova and 
Whittier and roughly twice a week the Bartlett stopped at Valdez on its trips between Whittier 

and Cordova. 

During the fall and winter the Tustumena provides reduced service to Cordova. The Tus

tumena has a capacity of 220 passengers and 54 vehicles. From September 16, 1992 through 

February 23, 1993, the Tustumena ran between Cordova, Valdez, Seward, Kodiak, Port Lions, 

Homer, and Seldovia. The Tustumena made about two trips per week between Cordova and Val

dez and roughly one trip per week between Cordova and Seward. In the spring, from February 

23 through April 30, the Bartlett served only Valdez and Cordova and provided about three 

daytime round-trips per week (Alaska Marine Highway Fall/Winter/Spring 1992-1993 schedule). 
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TABLE 10.1 
Number of Trips and Average Trips per week by Alaska Marine Highway Vessels 

between Cordova and other ports 

Dates Ship Cordova- Valdez- Cordova- Whittier-
Valdez Cordova Whittier Cordova 

May 1, 1992 Bartlett Trips 4 5 2 2 

to May 11, 1992 Average Trips per Week 2.5 3.2 1.3 1.3 

Average Travel Time 5.5 to 5.75 5.5 to 5.75 7 7 

Percent Night Departure 100% 100% 0% 0% 

May 11, 1992 Bartlett Trips 54 54 36 36 

to September 15, 1992 Average Trips per Week 3.0 3.0 2.0 2.0 

Average Travel Time 5.5 5.5 7 7 

Percent Night Departure 100% 100% 0% 0% 

September 16, 1992 Tustumena Trips 4 4 0 0 

to September 30, 1992 Average Trips per Week 2.2 2.2 0 0 

Average Travel Time 5.75 5.75 0 0 

Percent Night Departure 0% 0% 0 0 

October 1, 1992 Tustumena Trips 42 42 0 0 

to February 22, 1993 Average Trips per Week 2.0 2.0 0 0 

Average Travel Time 5.5 5.5 0 0 

Percent Night Departure 100% 50% 0 0 

February 23, 1993 Bartlett Trips 28 28 0 0 

to April 30, 1993 Average Trips per Week 3.0 3.0 0 0 

Average Travel Time 5.75 5.75 0 0 

Percent Night Departure 0% 0% 0 0 

Source: Alaska Marine Highway Ferry Schedules, Summer 1992 and Fall/Winter Spring 1992-1993 

The Bartlett has capacity for 21 O passengers adn 40 vehicles (Alaska Marine Highway Traffic Volume Report, 1991) 

The Tustumena has capcity for 220 passengers and 42 vehiclei(Alaska Marine Highway Traffic Volume Report, 1991) 

AMHTRIP.WK3 

Cordova- Whittier 
Valdez- Valdez- Cordova-
Whittier Cordova Seward 

3 3 0 
1.9 1.9 0.0 

13.5 to 14.5 13.5 to 14.5 0 
67% 0% 0 

54 54 0 
3.0 3.0 0.0 

13.5 to 14.5 13.5 to 14.5 0 
100% 0% 0 

0 0 1 
0 0 0.5 
0 0 11 
0 0 0 

0 0 21 
0 0 1.0 
0 0 13 
0 0 0 

0 0 0 
0 0 0 
0 0 0 
0 0 0 

Total Total 
Seward- Arrivals Departures 
Cordova at Cordova rom Cordovi 

0 10 9 
0.0 6.4 5.7 

0 
0 

0 145 145 
0.0 8.0 8.0 

0 
0 

1 5 5 
0.5 2.7 2.7 

13.25 
0 

21 63 63 
1.0 3.1 3.1 
13 
0 

0 28 28 
0 3.0 3.0 
0 
0 



Marine Highway Traffic 

Two sources of information on the use of the Marine Highway Service to Cordova are 

available to us in this study. The first is the passenger counts from the Alaska Marine Highway. 

The other is the responses from residents of Cordova and other communities to our questions 

about the number of trips respondents took on the ferry from November 1991 through October 

1992. 

Table 10.2 provides our detailed estimates of seasonal passenger ferry traffic from 1990 

through 1992, based on both Marine Highway System data and Cordova survey responses. Table 

10.3 provides Marine Highway System data on annual passenger and vehicle traffic during the 

period 1980 through 1991. 

As summarized in Table 10. 3, in 1991 the Marine Highway transported a total of 11,803 

passengers and 4,621 vehicles between Cordova and other ports. As shown in Table 10.2, based 

on our survey of Cordova residents approximately 80% of this passenger traffic is of Cordova 

residents traveling to Valdez, Whittier, or Anchorage. The remainder of the passenger traffic 

includes other Alaska visitors coming to Cordova as well as visitors from outside Alaska to 

Cordova. 

Cordova residents vary considerably in how they use the ferry. Roughly 30 % of Cordova 

residents travel by ferry in the winter and about 40 % travel by ferry in the summer. Of those 

who travel by ferry, each adult traveler takes on average about 1.5 trips per season. The 

remaining portion of the population travels by air or does not travel out of Cordova. The average 

number of trips per adult, including those adults who do not travel by ferry, was about two 

round-trips per year. The details of these calculations can be found in Appendix 0, Table 0.1. 

Changes in Marine Highway Traffic over Time. As summarized in Table 10.3, the 

passenger traffic on the Alaska Marine Highway between Cordova and other ports varied up and 

down during the period 1980-1991 while the amount of vehicle traffic grew steadily. The total 

number of passengers using the ferry service to or from Cordova grew less than one percent per 

year on average over the past ten years. The number of vehicles using direct ferry service to 

Cordova grew a little over three percent per year. Notably the number of passengers using direct 

service between Seward and Cordova declined substantially while the number of passengers 

using Whittier service increased. 

Seasonal Variation in Marine Highway Traffic. Monthly ferry traffic varies 

dramatically over the year, as shown in Figure 10.1. The number of passengers is about three 

times higher in the busiest summer month than in the slowest winter month, and the number of 

vehicles is almost four times higher in the busiest summer month than in the slowest winter 

month. Peak use of the ferry occurs between May and September when the Bartlett provides the 

most frequent and regular service available during the year. Passenger arrivals peak in July and 

passenger departures peak in August. Vehicle arrivals peak in May and vehicle departures peak 

in September. 
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TABLE 10.2 
Summary of Passenger Ferry Traffic to and from Cordova in 1991 and 1992 

Total Ferry Passenger Traffic from all sources 

Round 
Trips 

per Person 

based on actual total passenger data from Alaska Marine Highway 

Summer 
Arrivals in Summer 1991 
Departures in Summer 1991 
Arrivals and Departures in Summer i 991 

Winter 
Arrivals in Winter 1990-1991 
Departures in Winter 1990-1991 
Arrivals and Departures in Winter 1990-1991 

Summer and Winter 
Arrivals in Winter 1990-1991 and Summer 1991 
Departures in Winter 1990-1991 and Summer 1991 
Arrivals and Departures in Winter 1990-1991 and Summer 1991 

Estimated Ferry Passenger Traffic from Cordova Residents 
based on Results from ISER Survey 

Round-Trips by Cordova Adults to Anchorage 
Summer 1991 
Winter 1991-1992 
Summer and Winter 1991-1992 

Round- Trips by Cordova Adults to Valdez or Whittier 
Summer 1991 
Winter 1991-1992 
Summer and Winter 1991-1992 

Total Round-trips to Anchorage, Valdez, or Whittier 
Trips by adults in Summer 1991 
Trips by adults in Winter 1991-1992 
Trips by adults in Summer and Winter 1991-1992 
Trips by children in Summer and Winter 1991-1992 
Trips by both adults and children, 1991 -1992 

Total Ferry Traffic from residents both arriving and departing 
Summer 1991 
Winter 1991-1992 
Summer and Winter 1991-1992 

Estimated Ferry Passenger Traffic from Non-Cordova Residents 
based on residual of total passenger traffic to and from Cordova 
minus estimated Cordova resident passenger traffic 

Non-Cordova-Resident Summer Ferry Traffic 
Non-Cordova-Resident Winter Ferry Traffic 
Non-Cordova-Resident Winter and Summer Ferry Traffic 

Notes: Each roundtrip by a Cordova resident is assumed to generate 
one arrival and one departure on the ferry 
Summer includes May through October, Winter Includes November through April 

Sources: Alaska Marine Highway Annual Traffic Volume Report, 1990 and 1991 
Resident trips per adult from ISER survey of Cordova residents 11/92 
Detailed Calculations in Table 0.1 in Appendix 0 
AVTRIP2.WK3 
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0.7 
0.5 
1.1 

0.5 
0.4 
0.9 

1.2 
0.8 
2.0 
2.3 
2.1 

2.5 
1.7 
4.2 

Total 
Round 
Trips 

3642 
3949 
7591 

2669 
2303 
4972 

6311 
6252 

12563 

1148 
803 

1951 

915 
652 

1568 

2064 
1455 
3519 
1865 
5384 

6315 
4453 

10768 

1276 
519 

1795 



1980 1981 1982 
Passengers 

Valdez to Cordova 3104 4352 4094 
Cordova to Valdez 3003 3898 3793 

Cordova to Whittier 383 341 235 
Whittier to Cordova 340 357 233 

Cordova to Seward 1445 1197 1128 
Seward to Cordova 1466 1247 1258 

Total arriving in Cordova 4910 5956 5585 
Total departing from Cordova 4831 5436 5156 
Total both directions 9741 11392 10741 

Vehicles 

Valdez to Cordova 1204 1638 1268 
Cordova to Valdez 1026 1384 1206 

Cordova to Whittier 68 82 61 
Whittier to Cordova 54 80 48 

Cordova to Seward 194 74 74 
Seward to Cordova 217 73 73 

Total arriving in Cordova 1475 1791 1389 
Total departing from Cordova 1288 1540 1341 
Total both directions 2763 3331 2730 

Source: Alaska Marine Highway Traffic Volume Reports, various years 
FERRY2.WK3 

TABLE 10.3 
Summary of Ferry Traffic to and From Cordova 

1983 1984 1985 1986 1987 1988 1989 1990 1991 

4526 3767 NA NA 3695 5176 4600 5258 4388 
4115 4026 NA NA 4077 4880 4155 4814 4220 

366 347 NA NA 250 721 297 287 1360 
198 245 NA NA 445 666 348 206 1355 

1107 1011 NA NA 762 571 550 588 302 
1129 1186 NA NA 853 614 540 587 178 

5853 5198 NA NA 4993 6456 5488 6051 5921 
5588 5384 NA NA 5089 6172 5002 5689 5882 

11441 10582 NA NA 10082 12628 10490 11740 11803 

1428 1218 NA NA 1492 2053 1971 2134 1846 
1236 1250 NA NA 1412 1803 1704 1789 1669 

75 55 NA NA 43 227 73 41 387 
33 47 NA NA 137 236 110 43 418 

139 126 NA NA 177 138 188 139 190 
217 176 NA NA 239 124 174 118 111 

1678 1441 NA NA 1868 2413 2255 2295 2375 
1450 1431 NA NA 1632 2168 1965 1969 2246 
3128 2872 NA NA 3500 4581 4220 4264 4621 



FIGURE 10.1 

Number of Passengers and Vehicles EmbarkinQ and Disembarking 
tll at Cordova on the Alaska Marine Hi hwa at Cordova in 1991 
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Source: Alaska Marine Highway Traffic Volume Report 1991 

Air Service 

Air Service Schedules 

Dec 

Cordova is currently served by two large certificated air carriers -- Alaska Airlines and 

MarkAir. During the fall, winter, and spring, Alaska Airlines provides one daily flight from 

Anchorage to Cordova. This flight continues south to Yakutat, Juneau, and Seattle. The flight 

also stops in Petersburg and Wrangell on Monday and Wednesday. Alaska Airlines also has one 

daily flight from Seattle to Juneau, Yakutat, Cordova, and Anchorage. During the summer, 

Alaska Airlines usually adds an additional flight between Anchorage and Cordova on Friday and 

Sunday evening (Alaska Airlines, Cordova, 12/4/93). Alaska Airlines is currently required to 

use Boeing 737 jets or larger for service to Cordova as a condition of the Essential Air Service 

subsidy (Kevin Adams, U.S. Department of Transportation, 12/92). 

MarkAir started service to Cordova in 1991 and currently provides two daily flights per 

day between Anchorage and Cordova in each direction (except on Sunday when there is only one 

flight per day in each direction). In addition to these two large FAA certificated carriers, about 

six other carriers provide commuter, air taxi, and air charter service to and from Cordova. 
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Air Traffic 

There were two sources of information on air traffic to Cordova available to us in this 

study. The first is the enplanement data collected by the Alaska Department of Transportation, 

which shows the number of passengers who boarded planes in Cordova. The other is the 

responses from residents of Cordova and other communities to our questions about the number 

of air trips respondents took to and from Cordova during the period November 1991 through 

October 1992. 

As shown in Table 10.4, there were approximately 17,000 enplanements in Cordova 

during 1991. Alaska Airlines and MarkAir accounted for most of these enplanements (DOT&PF 

Statewide Aviation, Carle Siebe). Of these enplanements, we estimated that about two-thirds are 

Cordova residents traveling to Anchorage, Valdez, or Whittier. The remaining third of 

enplanements includes trips by Cordova residents to Southeast Alaska or outside Alaska, 

enplanements by Alaska residents who do not live in Cordova, and enplanements by individuals 

living outside Alaska. 

Our survey of Cordova residents suggests that the number of enplanements by Cordova 

residents in the summer is about 18% higher than in the winter. During the period November 

1991-October 1992, about 45% of Cordova residents traveled by air in the summer and about 

55% traveled by air in the winter. Of those who traveled by air, the group which travels 

regularly by both air and ferry travels by air for about four or more trips per season. Travelers 

who travel only by air took only about three trips per season. The average number of trips per 

year for all Cordova residents, including those who do not travel by air, was about 6 trips per 

adult per year. The details of these calculations appear in Table 0.2 in Appendix 0. 

As shown in Figure 10.2, the number of total enplanements at Cordova grew during the 

early 1980s, and has varied as much as 30% in the last five years. 

Tourist Vessels 

Currently no large tourist vessels stop in Cordova. We discuss the potential for future 

tourist vessel visits in Chapter XII. 

Private Vessels 

In addition to traveling by air or by ferry, some individuals travel to and from Cordova 

using fishing vessels or other private boats. We do not have any data about how many 

individuals travel to Cordova in this way, and we do not attempt in this study to assess the 

impact of a road or enhanced Marine Highway service on travel to Cordova by private vessels. 

However, it is reasonable to assume that these possible changes in transportation alternatives 

would have relatively little impact on passenger travel on private vessels. 
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TABLE 10.4 
Summary of Passenger Airline Traffic from Cordova in 1991 and 1992 

Round Total 
Trips Round 

per person Trips 

Total Airplane Passenger Enplanements 
based on actual total enplanement data 
from Alaska Department of Transportation 

Estimated Airplane Passenger Traffic from Cordova Residents 
based on Results from ISER Survey 

Round-Trips by Cordova Adults to Anchorage 
Summer 1991 2.6 
Winter 1991 -1992 2.6 
Summer and Winter 1991-1992 5.2 

Round-Trips by Cordova Adults to Valdez or Whittier 
Summer 1991 0.6 
Winter 1991-1992 0.2 
Summer and Winter 1991-1992 0.9 

Total Round-trips to Anchorage, Valdez, or Whittier 
Trips by adults in Summer 1991 3.3 
Trips by adults in Winter 1991-1992 2.8 
Trips by adults in Summer and Winter 1991-1992 6.1 
Trips by children in Summer and Winter 1991 -1992 3.3 
Trips by both adults and children, 1991 -1992 5.2 

Estimated Airplane Passenger Traffic from Non-Cordova Residents 

Notes: 

Sources: 

based on residual of total enplanments at Cordova 
minus estimated Cordova resident enplanments 
to Anchorage, Valdez, or Whittier 

Each Cordova resident roundtrip is assumed to generate one enplanement 
The estimate of Cordova resident enplanements does not include 

enplanements of Cordovans traveling to destinations other than Anchorage, 
Valdez, or Whittier. As a result, the estimated of enplanments 
by non-Cordova residents is likely higher than the 
actual number of enplanements by non-Cordova residents 

Alaska Department of Transportation and Public Facilities, Statewide Aviation 
ISER Survey of Cordova Residents, 11/92 
Detalied Calculations in Table 0.2 in Appendix 0 
AVTRIP2.WK3 
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FIGURE 10.2 

0 
1983 1984 1985 1986 1987 1988 1989 1990 1991 

~::;;;;I Alaska Airlines and Mark Air Air Taxis and Commuter Air Service 

Mark Air began service to Cordova in 1991 and had 26 enplanements 

Enplanement totals for 1989 were not available 

Source: Alaska Department of Transportation and Public Facilities, Statewide Aviation 

ENPLANE.WK3 

Current Passenger Transportation Costs 

Table 10.5 lists estimates of ferry and air transportation costs and travel time from 

Cordova to Anchorage and Valdez for passengers and private vehicles. The costs for ferry 

travel include the costs of driving from Valdez to Anchorage, or taking the train from Whittier 

to Portage and driving from Portage to Anchorage. Details of the ferry travel cost estimates 

shown in Table 10.5 are provided in Appendix 0, Table 0.4. We have developed cost estimates 

for five different types of automobiles in order to illustrate how car size affects travel costs. 

The costs vary for different vehicles because of different ferry tariffs depending on the 

length of the vehicles as well as the different costs per mile of driving different kinds of 

vehicles. Our automobile cost assumptions are based on estimates developed in 1992 by the 

American Automobile Association. These estimates take into account both the variable operating 

costs per mile as well as the fixed annual costs of driving an automobile. 

Variable operating costs per mile include the average cost per mile of gasoline, oil, 

maintenance, and tires. These costs amount to about seven and one-half cents to nine cents per 

mile depending on the size of the car. 
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TABLE 10.5 
Transportation Costs and Travel lime for Resident Travel from Cordova 

Distance of Travel (miles Duration of Trip hours) 
Total Gravel Paved Water Rail Waiting Travel Total 

road road travel travel Time Time Time 

Ferry Travel 

Cordova to Anchorage via Valdez 390 0 305 85 0 1.0 11.9 12.9 

Cost of Driver and Vehicle 
Cost per person for Driver, one Passenger, and vehicle 
Cost of one passenger with no vehicle 

Cordova to Anchorage via Whittier 174 0 50 112 12 2.5 8.5 11.0 

Cost of Driver and Vehicle 
Cost per person for Driver, one Passenger, and vehicle 
Cost of one passenger with no vehicle 

Cordova to Valdez 85 0 0 85 0 1.0 5.8 6.8 

Cost of Driver and Vehicle 
Cost per person for Driver, one Passenger, and vehicle 
Cost of one passenger with no vehicle 

Air Travel 

Cordova to Anchorage 1.5 0.8 2.3 

Cost of same-day purchase, one passenger, no vehicle 
Cost of seven-day advance purchase, no vehicle 
Cost of fourteen-day advance purchase, no vehicle 

Cordova to Valdez 1 0.7 1.7 

Cost of same-day purchase, one passenger, no vehicle 

Sources: 
Ferry Tarrif from Alaska Marine Highway Summer 1992 schedule 

Milage from Milepost and Alaska Marine Highway Traffic Volume Reports 

Air Travel costs to Anchorage based on one-half of round-trip 'economy' class fares on Alaska Airlines and Mark Air, 12/92 

Driving costs per mile from American Automobile Association, 'Your Driving Costs, 1992' 
Ford Ford Chevy Chevy Dodge 
Escort Taurus Caprice S-10 Caravan 

$0.34 $0.39 $0.44 $0.34 $0.40 
per mileper mile per mile per mile per mile 

TRAVEL.WK3 

Ford 
Escort 
(Small) 

$194 
$111 

$28 

$147 
$93 
$64 

$92 
$60 
$28 

$102 
$81 
$72 

$50 

Automobile Used 
Ford Chevy Chevy Dodge 

Taurus Caprice S-10 Caravan 
Medium) (Large) Pickup (Van) 

$224 $237 $207 $227 
$126 $132 $117 $127 

$28 $28 $28 $28 

$162 $164 $159 $162 
$100 $101 $99 $101 

$64 $64 $64 $64 

$104 $104 $104 $104 
$66 $66 $66 $66 
$28 $28 $28 $28 

$102 $102 $102 $102 
$81 $81 $81 $81 
$72 $72 $72 $72 

$50 $50 $50 $50 



In addition, fixed annual costs of driving an automobile include the costs of comprehen
sive insurance, collision insurance, property damage insurance, bodily injury insurance, 
depreciation, finance charges on a four-year loan, license fees, registration fees, and other 
vehicle taxes. These costs amount to $4,000 to $5,000 per year depending on the type of 
vehicle. The American Automobile Association estimates that automobiles are driven on average 
about 15,000 miles annually. As a result, the average cost per mile of the fixed annual 
automobile costs amount to roughly twenty-seven to thirty-three cents per mile. These average 
fixed costs per mile would increase if automobiles, on average, were driven less then 15,000 
miles per year and would decrease if automobiles, on average, were driven more than 15,000 
miles per year. 

The total costs per mile, including both variable operating costs and fixed annual costs, 
are thirty-four to forty-four cents per mile according to the American Automobile Association. 
Roughly twenty percent of the average costs per mile is from operating costs and the remaining 
eighty percent is contributed by annual fixed costs. The estimates from American Automobile 
Association are updated annually and are widely accepted as standardized measures of the costs 
of driving automobiles. 

The American Automobile Association driving cost estimates are averages for the nation 
as a whole. The costs of driving an automobile in Alaska may be slightly different from the 
American Automobile Association estimates because of different maintenance costs, different 
driving conditions, different insurance costs, and different vehicle purchase costs. 

For each different type of ferry trip, we present three alternative costs: cost of driver and 
vehicle, average cost per person in a vehicle with a driver and one passenger, and the cost of 
one passenger without a vehicle. Costs per person are lower for vehicles with a driver and one 
passenger than for a vehicle with just the driver. The costs per person would decrease even 
more if the vehicle carried more than one passenger in addition to the driver. 

The costs per person using the ferry to get to Anchorage without a car assumes that the 
individual hitchhikes or finds some other free ride from Valdez to Anchorage. Alternatively, a 
passenger without a private vehicle could purchase bus service from Valdez to Anchorage which 
costs $65.00 on Alaskan Express. These bus transportation costs are not included in the 
estimates presented in Table 10.5. 

The cost to a passenger without a vehicle of using the ferry to get to Anchorage via 
Whittier assumes that the passenger takes the train all the way from Whittier to Anchorage. 
Alternatively, the passenger could purchase bus service from Whittier to Anchorage which costs 
$45. 00 on Gray Line of Alaska. 

The travel costs listed in Table 10.5 do not include costs incurred once in Anchorage. 
Often a necessary part of a trip to Anchorage is overnight lodging. Because of scheduling and 
the length of the trip, a round-trip from Cordova to Anchorage and back to Cordova is not 
possible in one day. As a result, ferry travelers to Anchorage may either pay for lodging while 
in Anchorage or may find free lodging with friends. Travelers by air who can conclude their 
business in part of a day can avoid these costs of lodging. 
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Off setting this cost advantage of air travel are car rental costs once in Anchorage. Air 

travelers to Anchorage must rely on either taxis, buses, car rental, a friend's car, or other means 

for transportation. If air travelers choose to rent a car, they may pay an additional forty to fifty 

dollars a day. 

The duration of the trip includes waiting time of approximately one-half hour at each 

transfer point between different transportation modes. The time of travel on the ferry is derived 

from the summer Bartlett ferry schedule. The times for travel on the road between Valdez and 

Anchorage and Portage and Anchorage assume an average speed of 50 miles per hour on paved 

road. The average travel speed may be slower in the winter and as a result the total time of the 

trip would likely be longer in the winter. The travel costs reported in Table 10.5 do not include 

any estimates of the cost of travel time. 

Changes in Travel Costs over Time 

The costs of travel from Cordova to Anchorage increased during the 1980s. The cost 

of driving a car has increased about two to three percent annually since 1984 when measured 

in real dollars (1984 driving costs from Southern Interior Regional Transportation Study). The 

costs of travel by air have increased substantially since 1978, prior to airline deregulation (1978 

fares from Prince William Sound Transportation Study, DOT, 1982). 

As shown in Figures 10.3 and 10.4, the tariff rates for passengers on the Alaska Marine 

Highway have increased over the 1980s when measured in real dollars. The rate for passenger 

travel in the summer has increased on average 2.3% each year while the rate for passenger 

travel in the winter has increased on average 4.3% each year. The tariff rate for a twenty foot 

vehicle, when measured in real dollars, has decreased for winter travel by about 1. 3 % each year 

and has increased less than one percent each year for summer travel over the 1980s. 

Ferry and Air Service Subsidies 

The estimates listed in Table 10.5 for the cost of travel between Cordova and other 

destinations on the ferry or the airplane do not include the total cost of passenger travel by ferry 

or air. Ferry and air service to Cordova are subsidized by the state and federal governments, 

respectively. Without these subsidies, the cost to the passenger of ferry and air service would 

likely be substantially higher than the costs listed in Table 10.5. 

State Marine Highway Subsidies 

In Fiscal Year 1991, the operation expenditures for the Bartlett totaled $4.7 million while 

revenues totaled $2.3 million. The operation of the Tustumena cost the state $3.6 million, and 

collected $1.6 million in revenues (Alaska Marine Highway System, Annual Financial Report, 

FY 91). 

The difference between the total expenditures by the state and the revenues received is 

the subsidy provided by the state for transportation on the ferry. This subsidy amounts to $2.4 

million for the Bartlett and $2.0 million for the Tustumena. The subsidy pays part of the 

transport costs for passengers, vehicles, and commercial vans. 
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FIGURE 10.3 

Tariff Rates for Adult Passenaers on the Alaska Marine Highway 
for travel between Cordova and Valdez in 1992 Dollars 
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FIGURE 10.4 

Tariff Rates for a 20-Foot Vehicle on the Alaska Marine Highway 
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We did not attempt to determine the state subsidy for each individual passenger, vehicle, 
or commercial vehicle, since it is not clear how costs should be allocated among these different 
types of users. But as a general rule of thumb, the state subsidy amounted to 51 % of total 
operating costs on the Bartlett and 44 % of total operating costs on the Tustumena. If the 
subsidies were eliminated and increased costs were allocated to passengers and vehicles in 
proportion to each kind of fare, then costs would go up by approximately these percentages -
assuming that the level of service and use of the ferry did not change. 

Essential Air Service Subsidy 

Air service to Cordova and other southeast communities by Alaska Airlines is currently 
subsidized by the federal government as listed in Table 10.6. Congress recently extended 
authorization for this subsidy through 1999. This subsidy is not contingent on road access to 
the communities (phone interview, Kevin Adams, US DOT, Washington, D.C.). 

Other Factors Affecting the Quality of Current Passenger Transportation 

Cost is only one of a number of factors in the quality of a passenger transportation 
system. Many other factors are also important including scheduling, reliability, safety, and the 
travel experience itself. The importance of these factors differs for different travelers. 

TABLE 10.6: Federal Essential Air Service Subsidy 

Cordova, 
Petersburg Yakutat, All five 
& Wrangell & Gustavus Communities 

Oct 1990 - Sept 1991 $1,263,814 
Oct 1991 - Sept 1992 $1,133,200 
Oct 1992 - Sept 1993 $555,745 $709,629 $1,265,374 
Oct 1993 - Sept 1994 $555,745 $709,629 $1,265,374 

Source: Kevin Adams, U.S. DOT, Washington D.C. 
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Cordova Residents' Perceptions of Current Transportation Options 

When Cordova residents decide whether to fly or take the ferry they consider many 

factors other than just the cost of a ticket. Their decisions are also based on the quality of 

existing air and ferry service. In our survey of Cordova residents, we asked them how they 

perceived current air and ferry service to Cordova (ISER Survey of 316 Cordova residents 

11/92). The results are summarized in Table 10.7, which groups perceptions for each kinds of 

service, and Table 10.8, which compares perceptions of each factor for different services. 

The results summarized in Table 10. 7 indicate that residents in general perceive that air 

service is comfortable, that it is easy to find a seat, and that it has a convenient schedule and 

reliable departure times. The main drawback to air service from the perspective of a majority 

of Cordovans is that it is expensive. 

Cordovans perceive summer and winter ferry service differently. In the summer, 

Cordova residents believe ferry service is convenient, is comfortable, has reliable departure 

times, has space to sit, has convenient routes, and is affordable. The major drawbacks of the 

ferry service in the summer according to Cordovans is that it has an inconvenient schedule, it 

does not have enough trips, and it is difficult to get space for a car. 

Many Cordova residents perceive winter ferry service to have enough available space for 

passengers and cars, is affordable, is comfortable, and has convenient routes. However, a large 

percentage of Cordova residents believe the ferry in the winter does not have enough trips, has 

an inconvenient schedule, and has unreliable departure times. 

We also asked Cordova residents which of these many qualities of air and ferry service 

are most important when deciding whether to use the ferry or fly. As listed in Table 10.8, the 

most important reasons Cordova residents have for flying instead of taking the ferry are travel 

time, the convenience of the schedule, their final destination, and the reliability of departure 

times. The most important reasons for deciding to take the ferry instead of flying include the 

convenience of having a car and their final destination. 

Summary of Current Passenger Transportation to and from Cordova 

Table 10.9 summarizes the information presented earlier in this chapter for current ferry 

and air travel to and from Cordova, and the relative costs of travel by ferry and air. Ferry and 

air service account for approximately the same number of trips by residents, while air travel 

accounts for more of the trips by non-residents. The costs of travel to Anchorage are roughly 

similar by ferry/road and air for one person traveling with a car, while costs are lower by 

ferry/road if two or more people travel in each car. 
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TABLE 10.7 

Summary of Attitudes of Cordova Residents toward current Ferry and Air Service 

Please choose the word that you think better describes current air service from each pair of words I mention. 

Easy to find seat 93% Difficult to find seat 

Affordable 41% Expensive 

Comfortable 94% Uncomfortable 

Reliable Departure time 87% Unreliable departure time 

Convenient Schedule 89% Inconvenient Schedule 

Which word better describes summer ferry service? 

Easy to get passenger ticket 76% Difficult to get passenger ticket 

Easy to find a place to sit 71% Difficult to find a place to sit 

Easy to get car space 38% Difficult to get car space 

Affordable 62% Expensive 

Comfortable 62% Uncomfortable 

Convenient routes 72% Inconvenient routes 

Reliable Departure time 74% Unreliable departure time 

Convenient Schedule 34% Inconvenient Schedule 

Enough trips 34% Not enough trips 

Which word better describes winter ferry service? 

Easy to get passenger ticket 91% Difficult to get passenger ticket 

Easy to find a place to sit 89% Difficult to find a place to sit 

Easy to get car space 84% Difficult to get car space 

Affordable 72% Expensive 

Comfortable 67% Uncomfortable 

Convenient routes 55% Inconvenient routes 

Reliable Departure time 40% Unreliable departure time 

Convenient Schedule 26% Inconvenient Schedule 

Enough trips 21% Not enough trips 

Source: ISER survey of 316 Cordova residents, 11 /92 

N.A. indicates "Don't know• or •no answer" 

TRIPATT.WK3 
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2% lnbetween 3% N.A. 2% 
57% lnbetween 2% N.A. 1% 

4% lnbetween 1% N.A. 1% 

9% lnbetween 3% N.A. 0% 
10% lnbetween 1% N.A. 0% 

17% lnbetween 1% N.A. 6% 
21% lnbetween 2% N.A. 7% 
52% lnbetween 4% N.A. 6% 

33% lnbetween 3% N.A. 3% 
30% lnbetween 2% N.A. 6% 

23% lnbetween 1% N.A. 4% 
20% lnbetween 2% N.A. 4% 
61% lnbetween 2% N.A. 3% 
60% lnbetween 1% N.A. 4% 

3% lnbetween 0% N.A. 5% 
5% lnbetween 1% N.A. 5% 
9% lnbetween 1% N.A. 5% 

20% lnbetween 2% N.A. 6% 
27% lnbetween 1% N.A. 5% 
38% lnbetween 1% N.A. 6% 
54% lnbetween 2% N.A. 5% 
67% lnbetween 2% N.A. 5% 
75% lnbetween 1% N.A. 3% 



TABLE 10.8 
Summary of Reasons for using Airplane or Ferry 

by Cordova Residents 

Reasons for flying instead of taking the ferry 

Usually Sometimes 

Travel time 82% 13% 
Convenience of schedule 70% 16% 
Final destination 69% 22% 
Reliability of departures and returns 56% 22% 
Comfort 48% 15% 
Ease of getting a ticket 45% 18% 
Safety 33% 11% 
Pleasure of trip itself 32% 27% 
Other 3% 3% 

Reasons for taking the ferry instead of flying 

Usually Sometimes 

Convenience of having a car on the trip 84% 
Final destination 45% 
Pleasure of trip itself 25% 
Cost 24% 
Safety 20% 
Reliability of departures and returns 16% 
Other 2% 

Source: ISER survey of 316 Cordova residents, 11 /92 
N.A. indicates 11Don't know" or "no answer11 
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12% 
30% 
35% 
26% 
10% 
21% 
3% 

Never 

5% 
15% 
8% 

22% 
37% 
36% 
55% 
41% 
93% 

Never 

3% 
22% 
38% 
49% 
68% 
62% 
94% 

N.A. 

0% 
0% 
1% 
0% 
0% 
1% 
0% 
0% 
0% 

N.A. 

2% 
3% 
2% 
2% 
2% 
2% 
2% 



TABLE 10.9 
Summary of Airplane and Ferry Travel to and from Cordova 

Ferry Travel 
Actual Total Passenger Arrivals and Departures 

Arrivals in Winter 1990-1991 and Summer 1991 
Departures in Winter 1990-1991 and Summer 1991 
Arrivals and Departures in Winter 1990-1991 and Summer 1991 

Estimated Cordova- Resident passenger ferry traffic Winter 1991 -1992 and Summer 1992 

Non-Cordova-Resident Winter and Summer Ferry Traffic 

Airplane Travel 
Actual total Passenger Enplanements in 1991 
Estimated Cordova Resident round-trips by airplane in Summer 1992 and Winter 91-92 

Estimated Non-Cordova Resident airplane traffic 

Total Total 
Distance Time 
(miles} (hours} 

Costs of Ferry Travel from Cordova to Anchorage via Valdez 390 12.9 
Cost of Driver and Vehicle 
Cost per person for Driver, one Passenger, and vehicle 
Cost of one passenger with no vehicle 

Cost of One-Way Airplane Travel from Cordova to Anchorage 2.3 
Cost of same-day purchase, one passenger, no vehicle 
Cost of seven-day advance purchase, no vehicle 
Cost of fourteen-day advance purchase, no vehicle 

Source: TABLES 10.2, 10.4, 10.5 
Note: Air travel costs based on one-half of round-trip economy fare on Alaska Airlines or Mark Air 
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Total 
Passengers 

6311 
6252 

12563 
10768 

1795 

17225 
13340 
3885 

Automobile Used 
Ford Chevy 

Escort Caprice 
(Small) (Large) 

$194 $227 
$111 $127 

$28 $28 

$102 
$81 
$72 



No Action Alternative Passenger Transportation 

Marine Highway Service 

Under the No Action alternative, we assume that Marine Highway service to Cordova will 
continue at its present level. This is consistent with the "Preferred Service Expansion" 
Alternative (also known as Alternative 5) spelled out in the Marine Highway System 1991 
Master Plan (AMHS 1991, p 34). Under this alternative the major change to the system would 
be the replacement of the M/V Malaspina with a new ocean-going vessel in 1999. The Master 
Plan states that there will be no short term changes to southwest system routes under this 
alternative. The only relevant long term changes suggested are that the new ocean-going boat 
could "possibly be used to expand service to other communities in the southwest system when 
new policy criteria are met." (AMHS 1991, p 35). We assume that given the competing demands 
for the new boat's services, Cordova will not gain increased service after 1999. 

Air Service 

The level of air service is likely to continue at current levels in the near future. The 
Essential Air Service subsidy was recently extended through the end of this century and there 
are no immediate plans to eliminate the subsidy. The air travel market to Cordova is currently 
served by two highly competitive airlines, Alaska Airlines and MarkAir. If one of the airlines 
were to reduce service, the other airline would likely provide service to compete with the 
reduced service in order to attract a larger market share in Alaska. The continuation of the 
Essential Air Service Subsidy and this competition suggests the level of service to Cordova will 
likely continue at current levels. 

Impacts of the Copper River Highway on Costs of 
Passenger Transportation to and From Cordova 

If the Copper River Highway were built, it would provide a new passenger transportation 
option to and from Cordova. In addition to taking ferry or air service, travelers to and from 
Cordova could travel by private car (or potentially by bus). In this section, we look at the 
transportation costs for passengers and private vehicles using the Copper River Highway, and 
compare these costs with the costs of passenger travel by ferry and air. 

Copper River Highway Transportation Costs for Passengers and Private Vehicles 

Table 10.10 shows the mileage of paved and gravel road on each of the three proposed 
Copper River Highway routes, as well as the total paved and gravel mileage for different travel 
destinations and trip segments. 

Table 10.11 shows our projections of the cost of driving a car one way from Cordova 
to Anchorage or Valdez on each of the three proposed highway routes. We list the total cost 
for a car and driver as well as the cost per person when a driver and one additional passenger 
travel together. We developed this table in the same way as Table 10.5 which was presented 
above. 
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TABLE 10.10 
Summary of Mileages for Trips and Segments on the Copper River Highway 

Trip Lengths 

Origin of Trip Destination of Trip 

Cordova Valdez via Wood Canyon 

Cordova Valdez via Tiekel 
Cordova Valdez via Tasnuna 

Cordova Anchorage via Wood Canyon 

Cordova Anchorage via Tiekel 
Cordova Anchorage via Tasnuna 

Segment Lengths 

Beginning of Segment End of Segment 

Cordova Million Dollar Bridge 

Million Dollar Bridge Richardson Hwy.@ Tasnuna Rt. 
Million Dollar Bridge Richardson Hwy. @ Tiekel Rt. 
Million Dollar Bridge Chitna 

Chitna Richardson Hwy @ Edgerton Hwy 

Richardson Hwy.@ Tasnuna Rt. Valdez 
Richardson Hwy @ Tiekel Rt. Valdez 
Richardson Hwy @ Edgerton Valdez 

Richardson Hwy.@ Tasnuna Rt. Richardson Hwy @ Glenn Hwy 

Richardson Hwy.@ Tiekel Rt. Richardson Hwy @ Glenn Hwy 

Richardson Hwy. @ Edgerton Richardson Hwy @ Glenn Hwy 

Glenn Hwy. @ Richardson Hwy. Anchorage 

Sources: Milepost and Alaska Department of Transportation 
TRAVEL.WK3 
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Miles of Roadway 
Total Gravel Paved 

246 118 128 
162 103 59 
135 100 35 

387 118 269 
375 103 272 
396 100 296 

49 36 13 

64 64 0 
67 67 0 
82 82 0 

33 0 33 

22 0 22 
46 0 46 
82 0 82 

94 0 94 
70 0 70 
33 0 33 

190 0 190 



TABLE 10.11 
Transportation Costs and Travel Time for Cordova Resident Travel on the Copper River Highway 

Distance of Travel (miles) 
Total Gravel Paved 

road road 

Travel to Anchorage 

Cordova to Anchorage via Wood Canyon Route 387 118 269 
Cost of Driver and Vehicle 
Cost per person for Driver, one Passenger, and vehicle 

Cordova to Anchorage via Tiekel Route 375 103 272 
Cost of Driver and Vehicle 
Cost per person for Driver, one Passenger, and vehicle 

Cordova to Anchorage via Tasnuna Route 396 100 296 
Cost of Driver and Vehicle 
Cost per person for Driver, one Passenger, and vehicle 

Travel to Valdez 

Cordova to Valdez via Wood Canyon Route 246 118 128 
Cost of Driver and Vehicle 
Cost per person for Driver, one Passenger, and vehicle 

Cordova to Valdez via Tiekel Route 162 103 59 
Cost of Driver and Vehicle 
Cost per person for Driver, one Passenger, and vehicle 

Cordova to Valdez via Tasnuna Route 135 100 35 
Cost of Driver and Vehicle 
Cost per person for Driver, one Passenger, and vehicle 

Sources: 
Milages from Milepost and Alaska Department of Transpotation 
Average Driving speed is assumed to be 40 mph on gravel road and 50 mph on paved road 
Driving costs per mile from American Automobile Association, 'Your Driving Costs, 1992' 

Driving costs per mile are assumed to be 10% higher on gravel road than on paved road 

Cost of Driving per mile on Paved Road 
Cost of Driving per mRe on Gravel Road 

TRAVEL.WK3 

Ford Ford Chevy Chevy 
Escort Taurus Caprice S-10 
$0.34 $0.39 $0.44 $0.34 
$0.37 $0.43 $0.48 $0.37 

per mile per mile per mile per mile 

Travel 
Time 

(hours) 

8.3 

8.0 

8.4 

5.5 

3.8 

3.2 

Dodge 
Caravan 

$0.40 
$0.44 

per mile 

Ford 
Escort 
(Small) 

$133 
$67 

$129 
$65 

$136 
$68 

$86 
$43 

$58 
$29 

$49 
$24 

Automobile Used 
Ford Chevy 

Taurus Caprice 
Medium) (Large) 

$157 $173 
$78 $87 

$151 $168 
$76 $84 

$160 $177 
$80 $88 

$101 $112 
$51 $56 

$68 $75 
$34 $37 

$57 $63 
$28 $32 

Chevy Dodge 
S-10 Caravan 
Pickup (Van) 

$134 $161 
$67 $80 

$130 $155 
$65 $78 

$137 $164 
$68 $82 

$87 $104 
$43 $52 

$58 $69 
$29 $35 

$49 $58 
$24 $29 



Not included in the transportation costs reported in Table 10.11 are the costs faced by 
travelers once they arrive in Anchorage. The round trip from Cordova to Anchorage and back 
to Cordova would rarely be done in a single day. As with other travel options from Cordova, 
except for one-day air trips, travelers to Anchorage on the highway would need lodging in 
Anchorage. 

Comparison of Highway Costs with Ferry/Road and Air Costs 

Table 10.12 compares the costs of travel on the proposed Copper River Highway to the 
costs of traveling by ferry and air (see Tables 10.5 and 10.10) The relative costs of passenger 
travel by road, ferry or air depend crucially on two factors: the size of the car and the number 
of passengers in the car. 

In general, the larger the car and the fewer the people traveling in the car, the lower the 
cost savings provided by the Copper River Highway in traveling to Anchorage. Put differently, 
the smaller the car and the more the people traveling in the car, the greater the cost savings 
provided by the Copper River Highway in traveling to Anchorage. 

For small cars, traveling to Anchorage on the Copper River Highway would always be 
cheaper than traveling via ferry to Whittier with a car. The more people in the car, the greater 
the cost savings. For large cars, however, it would be slightly more expensive to drive the 
Copper River Highway than to take the ferry. 

For one person traveling alone, it is always cheaper to fly to Anchorage than to travel 
with a car either by ferry or by highway. During the fall of 1992, the cost of a same-day round
trip plane ticket from Cordova to Anchorage was $204, which implies a one-way cost of $102. 
The cost of a fourteen-day advance round-trip plane ticket was $143, which implies a one-way 
cost of $71.50. By comparison, the cheapest one-way cost for a person traveling alone with a 
car to Anchorage was $129 (in a small Ford Escort via the Tiekel route). 

For two persons traveling together to Anchorage, it is usually cheaper to drive than to 
fly, except for ferry travel via Valdez. 

Note that all of our cost comparisons depend critically on assumptions that in the future 
costs of travel by ferry, road and air will be the same as at present. Currently we have no 
reliable information available to determine how the relative costs of travel on the various modes 
of transportation might change in the future. In general, changes in energy prices would tend 
to affect all three modes of travel in the same way. 

The travel time by road is shorter than the travel time on the ferry. While the ferry route 
may be fewer total miles than driving, the waiting time and the slower travel speed of the ferry 
results in a higher total travel time. The travel time on the airline is much shorter than travel 
on the road or the ferry. The costs compared in Table 10.12 do not include estimates of the cost 
of travel time. 
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TABLE 10.12 
Comparison of Alternative Modes of Transportation to Cordova 

Miles of Travel Total Travel Type of Automobile Used 

Total I Gravel \ Paved \ 
Water \ 

& Wait Time Ford Escort I Ford Taurus I Chevy Caprice\ Chevy S-10 \ Dodge Carava1 

Road Road Rail (hours) Small Medium Larae Pickup Van 

Costs per person in a vehicle 
with driver only 

Cordova to Valdez 
Ferry 85 0 0 85 0 6.8 $92 $104 $104 $104 $104 

Road via Chitna 246 118 128 0 0 5.5 $133 $157 $173 $134 $161 

Road via Tiekel 162 103 59 0 0 3.8 $129 $151 $168 $130 $155 

Road via Tasnuna 135 100 35 0 0 3.2 $136 $160 $1n $137 $164 

Cordova to Anchorage 
Ferry via Whittier 174 0 50 112 12 11.0 $147 $162 $164 $159 $162 

Ferry via Valdez 390 0 305 85 0 12.9 $194 $224 $237 $207 $227 

Road via Chitna 387 118 269 0 0 8.3 $133 $157 $173 $134 $161 

Road via Tiekel 375 103 272 0 0 8.0 $129 $151 $168 $130 $155 

Road via Tasnuna 396 100 296 0 0 8.4 $136 $160 $177 $137 $164 

Costs per person in a vehicle with 
driver and one passenge 

Cordova to Valdez 
Ferry 85 0 0 85 0 6.8 $60 $66 $66 $66 $66 

Road via Chitna 246 118 128 0 0 5.5 $43 $51 $56 $43 $52 

Road via Tiekel 162 103 59 0 0 3.8 $29 $34 $37 $29 $35 

Road via Tasnuna 135 100 35 0 0 3.2 $24 $28 $32 $24 $29 

Cordova to Anchorage 
Ferry via Whittier 174 0 50 112 12 11.0 $93 $100 $101 $99 $101 

Ferry via Valdez 390 0 305 85 0 12.9 $111 $126 $132 $117 $127 

Road via Chitna 387 118 269 0 0 8.3 $67 $78 $87 $67 $80 

Road via Tiekel 375 103 272 0 0 8.0 $65 $76 $84 $65 $78 

Road via Tasnuna 396 100 296 0 0 8.4 $68 $80 $88 $68 $82 

Cost of travel of one person 
with no vehicle 

Cordova to Valdez 
Ferry 6.8 $28 $28 $28 $28 $28 

Air 1.7 $50 $50 $50 $50 $50 

Cordova to Anchorage 
Ferry via Valdez 12.9 $64 $64 $64 $64 $64 

Ferry via Whittier 11.0 $28 $28 $28 $28 $28 

Air direct 2.3 $102 $102 $102 $102 $102 

Sources: Driving costs per mile are assumed to be 10% higher on gravel road 

than on paved road. Average Driving speed is assumed to be 40 mph on 

gravel road and 55 mph on paved road 

Driving costs per mile from American Automobile Association, 'Your Driving Costs, 1992' 

Average Driving speed is assumed to be 40 mph on gravel road Cost of Driving on Paved Road 

Mil ages from Milepost and Alaska Department of Transpotation Cost of Driving on Gravel Road 

Air travel costs based on one-half of round-trip economy fare on Alaska Airlines or Mark Air 

TRAVEL.WK3 

Ford Ford Chevy Chevy 

Escort Taurus Caprice S-10 

$0.34 $0.39 $0.44 $0.34 

$0.37 $0.43 $0.48 $0.37 

per mile per mile per mile per mile 

Dodge 
Caravan 

$0.40 
$0.44 

per mile 



Impacts of the Copper River Highway 
on Travel by Cordova Residents 

In this section, we discuss how the Copper River Highway might change travel choices 

for residents of Cordova, and the resulting patterns of Cordova residents' travel by highway, 

ferry and air. Here we analyze per-capita use of the highway by Cordova adults. In Chapter 

XVIII, we use these per-capita estimates, combined with estimates of the future population of 

Cordova, to estimate total highway traffic generated by Cordova residents. 

Factors Affecting Cordova Residents' Travel Decisions 

The relative costs of travel by ferry, air and road, would be one factor influencing 

Cordova residents' future travel decisions should the Copper River Highway be built. However, 

a variety of other factors might also affect these decisions. We asked several questions in our 

survey of Cordova residents to try to learn more about how the other factors might affect travel 

decisions. In Table 10.13 we list the responses of Cordova residents to survey questions about 

the most important reasons they would choose to use the road instead of the ferry or airlines. 

Less than half of the Cordovans we surveyed cited cost of travel as a reason for driving 

on the Copper River Highway instead of taking the ferry or flying. They cited several other 

factors as more important reasons for traveling on the road. 

The convenience of having a car was consistently rated as important by a majority of 

Cordovans as a reason for driving instead of taking the ferry or flying. Also important to 

residents was the convenience of when to travel and the reliability of departures and returns. 

The road would provide the greatest convenience and flexibility of when to travel since the ferry 

and the airline are constrained by schedules. 

The airlines provide the next most flexible service since there are daily flights from 

Cordova while the ferry travels only about three times per week in the summer. Many 

Cordovans also considered their final destination, the cost of travel, the pleasure of the trip, and 

other factors important in their choice among the ferry, airplane, and road travel. 

Estimation of Highway Use by Cordova Residents 

We used two different methodologies to estimate highway use by Cordova residents. Our 

first methodology is based on the answers given by Cordova residents to our survey questions 

about how many times they traveled by ferry and air during the period November 1991 to 

October 1992, and how much they would have traveled by ferry, air and road during the same 

period had there been a road. Based on their answers, we extrapolated total road use by 

Cordova residents as well as the extent to which the road would have resulted in reductions in 

ferry or air travel. We refer to this methodology as the "survey results" methodology. 

Tables O .1-0. 3 in Appendix O provide detailed information on Cordova residents survey 

responses to our questions about ferry, air and road travel. The tables presented in this chapter 

provide summaries of these survey responses. 
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TABLE 10.13 
Summary of Cordova Residents' Reasons for Driving 

Instead of Traveling by Ferry or Airplane 

Reasons for driving instead of taking the ferry or flying in the summer 

Usually Sometimes Never N.A. 

Convenience of having a car on the trip 
Reliability of departures and returns 
Convenience of when to travel 
Final Destination 
Pleasure of trip itself 
Cost of travel 
Safety 
Other 

68% 
54% 
53% 
49% 
43% 
36% 
21% 

3% 

21% 
19% 
25% 
29% 
34% 
25% 
21% 
2% 

11% 
26% 
22% 
21% 
22% 
38% 
57% 
95% 

Reasons for driving instead of taking the ferry or flying in the winter 

Convenience of having a car on the trip 
Final Destination 
Convenience of when to travel 
Cost of travel 
Reliability of departures and returns 
Safety 
Pleasure of trip itself 
Other 

Usually Sometimes 
47% 18% 
34% 22% 
25% 21% 
25% 20% 
23% 20% 
19% 14% 
16% 20% 
2% 3% 

Source: ISER survey of 316 Cordova residents, 11 /92 
N.A. indicates 11Don't know 11 or 11no answer 11 

TRIPATT.WK3 
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Never 
33% 
41% 
52% 
52% 
55% 
65% 
62% 
94% 

N.A. 

0% 
0% 
0% 
1% 
0% 
1% 
1% 
0% 

2% 
3% 
2% 
3% 
2% 
2% 
2% 
2% 



Our second methodology is based on the answers given by residents of other communities 

about how frequently they traveled by road to different destinations, and the statistical 

relationship between how often the residents of these communities traveled by road and the cost 

of travel by road. We refer to this methodology as the "travel cost" methodology. 

As we shall discuss below, these two methodologies provide different answers as to how 

much Cordova residents would use the highway. The estimates based on Cordova residents' 

survey responses result in higher projected road use than the estimates based on the actual 

patterns of road use observed in other, roaded communities. 

Which estimates, then, are more reliable? There are strengths and weaknesses of each 

methodology. The strength of asking residents directly about their travel estimates is that they 

are presumably in the best position to estimate how much they would use the highway. The 

weakness is that, not having had a highway, they may not be able to respond accurately to our 

hypothetical questions about how much they would have used a highway. Some economists 

doubt whether hypothetical or "contingent" use questions can provide reliable data. 

The advantages of estimating highway use based on highway use patterns of residents of 

other communities is that the data are based on actual past actions rather than hypothetical 

actions. The disadvantage, of course, is that the responses are for other communities which face 

different situations, rather than for Cordova. 

In our discussion below, we report both sets of estimates. There is no scientific way of 

"proving" that one is more reliable than the other. Together, the estimates provide a range of 

potential highway use by Cordova residents. In general, however, our instincts as economists 

are to place more trust on the estimates based on actual travel patterns by residents of other 

communities than on the estimates based on Cordova residents' responses to hypothetical survey 

questions. For this reason, for our estimates of highway traffic in Chapter XVIII, we use the 

"travel cost" estimates for our LOW and MID traffic estimates, and we use the "survey results" 

estimates for our HIGH traffic estimates. 

Estimates Based on Cordova Survey Responses 

Table 10.14 shows the average number of round-trips per adult that Cordova residents 

reported they would have taken by road to Anchorage, Valdez, and other destinations in the past 

year if the road had been available. On average, survey respondents said that in the previous 

year, had the road been available, they would have taken 4.8 round trips per adult by road to 

Anchorage, and another 1. 8 trips by road to Valdez. The details of these calculations are in 

Table 0.3 in Appendix 0. 

There is significant variation in the responses of Cordova residents as to how much they 

would use the road. Some residents who already travel regularly, report that they would use 

the road as much as nine or ten times per season while others who currently do not travel much 

currently report that they would use the road only about one or two times per season. 
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TABLE 10.14 
Summary of Cordova Resident Survey Responses 

about the Number of Round-Trips per Adult 
They Would Have Taken on the Proposed Copper River Highway 
if It Had Been in Operation from November 1991 - October 1992 

Round-Trips to Anchorage 
Summer 
Winter 
Annual Total 

Round-Trips to Valdez or Whittier 
Summer 
Winter 
Annual Total 

Total Round-trips to Anchorage, Valdez, or Whittier 
Summer 
Winter 
Annual Total 

Round-Trips to Destinations Outside Alaska 
Summer 
Winter 
Annual Total 

Round-Trips to Other Places in Alaska 
Summer 
Winter 
Annual Total 

Total Round-Trips to Locations beyond the Road 
Summer 
Winter 
Annual Total 

Round-Trips to Locations along the Road 
Summer 
Winter 
Annual Total 

Source: ISER Survey of Cordova Residents, 11/92 
Detailed Calculations in Table 0.3 in Appendix 0 
AVTRIP2.WK3 
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Round 
Trips 

per Adult 

3.2 
1.6 
4.8 

1.1 
0.7 
1.8 

4.3 
2.3 
6.6 

0.09 
0.07 
0.16 

0.39 
0.08 
0.47 

4.8 
2.4 
7.2 

9.5 
5.0 

14.4 



:&timates Based on Road Travel by Residents of Other Communities 

In our surveys of communities other than Cordova, we asked residents of Valdez, 

Seward, Homer, Kenny Lake, and Chitina how many trips they had taken to Anchorage during 

the past five years. We divided their responses by five to derive the average number of trips 

per adult per year they take to Anchorage. We also asked residents of Skagway how many trips 

they had taken to Whitehorse during the past five years. 

As listed in Table 10.15, the average number of trips per adult from small towns to 

Anchorage ranges from as low as 1. 5 to as high as 3. In general, the shorter the distance the 

greater the number of average trips per year. Adult residents of Seward drive to Anchorage an 

average of three times per year; adult residents of Homer and Valdez drive to Anchorage an 

average of 1.5 times per year. 

We analyzed the responses of these surveys using econometric regression analysis to 

project the average annual trips Cordova adults would make to Anchorage. This analysis uses 

a travel cost model of trips made by residents. Essentially, the model assumes that the number 

of times that residents of small communities drive to Anchorage each year depends upon the 

number of paved road miles and the number of gravel road miles from the community to 

Anchorage. The details of our analysis are presented in Appendix 0. 

Using this method, the estimated number of trips from Cordova to Anchorage is 1.22 

trips per adult per year. The upper-bound of the 95% confidence interval for this estimate is 

2 trips per adult per year. This estimate of the number of round trips per year is very similar 

to the number of trips reported by adults other communities as listed in Table 10.15. 

TABLE 10.15: Average Number of Trips per Adult 
from Small Communities to Anchorage 

Origin 

Valdez 
Seward 
Homer 
Kenny Lake 
Skagway 

Destination 

Anchorage 
Anchorage 
Anchorage 
Anchorage 
Whitehorse 

Round-Trip 
Milage 

606 
250 
442 
448 
218 

Source: ISER surveys of Valdez, Seward, Homer, 

Kenny Lake, and Skagway residents, 11/92 
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Average Number of 
Round Trips 
per Adult per year 

1.55 
5.40 
2.23 
3.22 
2.55 



These estimates using the travel cost model are substantially lower than the number of 

trips using the results from our survey of Cordova residents. Whereas Cordova survey 

respondents stated that had a road existed, they would have driven to Anchorage an average of 

4.8 times per adult during the previous year, comparisons with the average number of times that 

residents of other communities drove to Anchorage suggests that Cordova adults would drive to 

Anchorage less than 1.5 times per year. 

The Cordova residents' survey responses were to questions about a hypothetical road for 

which the costs of travel were not yet completely certain for those answering the questions. 

Because of this uncertainty, the survey respondents may have overstated the actual use they 

would make of the road. 

Travel on the Copper River Highway 
by Residents of Alaska Living Outside of the Study Region 

In this section, we discuss potential use of the Copper River Highway by residents of 

Alaska living outside of the study region. We begin by presenting LOW, MID and HIGH 

estimates of the per-capita use of the Copper River Highway by adults in Anchorage and 

Fairbanks. 

Our adult per-capita travel estimates are aggregate estimates for all different types of 

users in these cities and includes travel to Cordova both for pleasure and for work. In the last 

part of this section, we use these per-capita travel estimates, combined with estimates of the 

future population of Anchorage, Fairbanks and the rest of Alaska, to estimate LOW, MID and 

HIGH projections of trips to Cordova by residents of Alaska communities other than Cordova. 

In Chapter XVIII, we combine these estimates with estimates of trips by Cordova residents and 

non-Alaska residents to project total highway traffic. 

In Chapter XIII, we discuss the projected use of the Copper River Highway by residents 

of other Alaska communities who visit the Cordova area for hunting, fishing and outdoor 

recreation. In theory, the trip projections in Chapter XIII represent a subset of the per capita 

trips projected in this section, which represent travel to Cordova for all purposes. However, the 

trip projections in Chapter XIII utilize a different methodology based on the extensive data which 

are available on sport fishing and hunting in Alaska. 

Our LOW, MID and HIGH assumptions are based on three different methodologies, 

which we refer to, respectively, as the "Half-of-Valdez," "Travel-Cost" and "Survey Results" 

methods. All of these methodologies are based on responses to our survey by 100 adults in 

Anchorage and 100 adults in Fairbanks. Each method interprets the survey responses in a 

different way. 

All three methodologies assume that Copper River Highway traffic generated by Alaska 

residents living outside the study region would be the same, regardless of the route chosen. All 

three routes are approximately the same driving time from Anchorage. Each route has certain 

features that might make it more attractive to some travelers. The Wood Canyon route brings 

the traveler closer to McCarthy and Wrangell-St. Elias Park; the Tasnuna route brings the 

traveler closer to Valdez; and the Tiekel route is the shortest. While it is likely that highway 
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use would in fact vary slightly for the different routes, we have no reasonable basis for 

projecting different traffic volumes, and the differences between routes would likely be far 

outweighed by other kinds of uncertainty associated with our assumptions. 

WW (Half-of-Valdez Method) Assumptions of Per-Capita Highway Use by Anchorage and 

Fairbanks Residents 

Our LOW or "Half-of-Valdez" assumptions are that per-capita adult trips to Cordova 

would be one-half the level of per-capita adult trips to Valdez reported by survey respondents. 

The resulting assumptions about adult per-capita trips are shown in Table 10.16. There are 

several alternative justifications for these conservative assumptions. 

One possible justification is that the Copper River Highway would not result in any new 

trips by Anchorage or Fairbanks residents, but would instead divert travelers from destinations 

that they currently travel to. If Valdez and Cordova were equally attractive destinations, a 

conservative assumption might be that construction of the Copper River Highway would result 
in splitting the traffic that presently travels to Valdez equally between Valdez and Cordova. 

An alternative justification could be simply that Cordova might be half as attractive as 
a travel destination as Valdez, resulting in half as many trips. 

Table 10.16: LOW ("Half-of-Valdez") 
Assumptions about Per Capita Trips by 

Anchorage and Fairbanks Adults to Cordova on 
the Copper River Highway 

Community 
Anchorage 
Fairbanks 

Mean trips per adult Assumed mean trips 

to Valdez* per adult to Cordova 
0.37 0.185 
0.42 0.210 

*Source: ISER surveys of Anchorage and Fairbanks residents, 

November 1992. Survey responses were adjusted to eliminate 

commercial traffic and to reconcile the time period of the 

question with the length of community residence of the 

respondent. For details, see Appendix T, Memo T-1. ISER file: 

HALF-OF-VALDEZ ASSMPTS. 

MID (Travel Cost Method) Assumptions of Per-Capita Highway Use by Anchorage and 
Fairbanks Residents 

Our MID assumptions are based on the assumption that Anchorage and Fairbanks 

residents would travel to Cordova about as often as they travel to other small communities in 

Alaska, after adjusting for the travel distance and characteristics of the communities. 
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We asked Anchorage and Fairbanks residents about how many times they had driven 

during the previous five years to a number of small Alaska communities including Valdez, 

Seward, Homer, Chitina, McCarthy, Circle, areas North of the Yukon River, and the Denali 

Highway. The results of these survey questions are summarized in Table 10 .17. The average 

number of trips per adult to different communities ranges from as low as 0.03 trips per year 

(Anchorage to Circle) to as high as 1.49 trips per year (Anchorage to Seward). In general, 

adults drive fewer times per year to more distant communities. 

We analyzed these results using an econometric model to project the average number 

of trips per adult that Anchorage and Fairbanks residents might take to Cordova. This analysis 

uses a travel cost model of trips made by residents. Essentially, the model assumes that the 

decision to drive from Anchorage or Fairbanks to a rural community depends on the number of 

paved road miles and the number of gravel miles from the origin to the destination. We present 

the details of our calculations in Appendix 0. 

TABLE 10.17 

Summary of Annual Average Highway Trips per Adult 

by Anchorage and Fairbanks Residents 

to selected Communities and Areas 

Origin 
I 

Destination 
I 

Average Annual 
I 

Round Trip 
I 

Round Trip 

Trips per Adult 

Anchorage Valdez 0.37 

Seward 1.49 

Homer 1.07 

Chitina 0.13 

McCarthy 0.04 

Circle 0.03 

North of Yukon River 0.09 

Denali Highway 0.41 

Fairbanks Valdez 0.42 

Seward 0.28 

Homer 0.25 

Chitina 0.26 
McCarthy 0.02 

Circle 0.47 
North of Yukon River 0.59 

Denali Highway 0.69 

Source: ISER Survey of Anchorage and Fairbanks Residents, 11 /92 

ANFBTRP2.WK3 
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Gravel Miles Paved Miles 

0 606 
0 250 
0 442 
0 506 

118 510 
214 800 
324 800 
135 464 

0 728 
0 970 
0 1162 
0 628 

118 628 
214 80 
324 80 
135 320 



Using this method, we estimate that the average number of trips per adult from 

Anchorage to Cordova would be about 0.25 trips per adult per year, and the average number 

of trips from Fairbanks to Cordova would also be about 0.25 trips per year. 

Our travel cost model estimates are comparable to the number of trips reported by 

Anchorage or Fairbanks residents to other coastal communities on the Kenai Peninsula and 

Prince William Sound, such as Valdez, Homer, and Seward. Anchorage adults report they take 

0.37 trips per year to Valdez, 1.07 trips per year to Homer, and 1.49 trips per year to Seward. 

According to our travel cost model estimates, these same adults would take 0.25 trips per year 

to Cordova if the highway were built. The driving distance to Cordova from Anchorage is most 

comparable to the driving distance to Valdez (375 miles and 305 miles, respectively). Both 

Homer and Seward are substantially closer to Anchorage (221 miles and 125 miles respectively). 

Fairbanks adults report they take 0.42 trips per year to Valdez, 0.25 trips per year to 

Homer, and 0.28 trips per year to Seward. Based on our travel cost model estimates, Fairbanks 

adults would take 0.25 trips to Cordova if the road were built. This is comparable to the 

number of trips they take to other communities which are a similar distance from Fairbanks. 

HIGH (Survey Results Method) Assumptions of Per-Capita Highway Use by Anchorage and 

Fairbanks Residents 

We learned from our survey that only 16% of Anchorage adults have traveled to Cordova 

in the past five years on either the ferry or the airplane. Only 9 % of Fairbanks adults reported 

traveling to Cordova in the past five years. 

We asked Anchorage and Fairbanks survey respondents how many times they would 

travel to Cordova in the next five years if the Copper River Highway were built. We divided 

the average number of trips reported by all respondents by five to derive the average number 

of trips per adult per year. These averages include the respondents who said they would not 

travel to Cordova in the next five years. 

As shown in Table 10.18, the annual average number of trips per adult from Anchorage 

to Cordova is 0.47 round-trips per year. The average number of trips for Fairbanks residents 

is 0.38 round-trips per year. Of Anchorage adults, 72 % reported they would take at least one 

trip to Cordova. For Fairbanks adults, 63 % reported they would take at least one trip to 

Cordova. 

Because of the small sample size of Anchorage and Fairbanks residents (100 surveyed 

in each city), these estimates of annual trips per adult are not as precise as our estimates for 

Cordova residents. There was considerable variation in the responses of adults in Anchorage 

and Fairbanks, further contributing to the imprecision of these average annual trip estimates. 

Based on the variation of responses in our survey sample, we estimate that these average annual 

trip estimates may be as much as 24 percentage points smaller or larger due to sampling error 

alone. In other words, assuming that the survey respondents' answers about how much they 

would use the highway were correct, their answers might not necessarily be representative of 

the population as a whole. 
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Table 10.18: Comparison of LOW, MID and HIGH 
Assumptions about Per Capita Trips to Cordova 

by Anchorage and Fairbanks Adults 

Assumed per capita trips 
by adult residents of: 

Assumptions Methodology Anchorage Fairbanks 
LOW Half-of-Valdez 0.185 0.21 
MID Travel Cost 0.25 0.25 
HIGH Survey Response 0.47 0.38 
Notes: For sources, see discussion in text. All methods based on 
ISER survey of Anchorage and Fairbanks residents, November 
1992. ISER file: ANCHORAGE, FAIRBANKS TRAVEL ASSMPTS 

In more technical terms, assuming that the survey respondents answered correctly about 
how much they would actually use the highway, the 95 % confidence interval for the annual 
average trips per adult for Anchorage is 0.27 to 0.68. The 95% confidence interval for the 
annual average trips per adult for Fairbanks residents is 0.20 to 0.56. Based on our survey 
results, there is a 95 % probability that the actual number of trips by adults falls within these 
ranges. Note that the lower bound of these confidence intervals are comparable to our MID 
(travel cost method) assumptions about per-capita adult trips. 

Comparison of WW, MID and HIGH Assumptions of Per-Capita Highway Use by 
Anchorage and Fairbanks Residents 

Table 10.19 compares our LOW, MID and HIGH assumptions based on these three 
different methodologies. As we noted above, our LOW (Half-of-Valdez method) assumption 
is that the number of trips on the Copper River Highway by Anchorage and Fairbanks residents 
would be half as great as their current number of trips to Valdez. This results in a conservative 
estimate of per-capita trips. 

Our MID (travel cost method) assumptions are based on the assumption that traffic on 
the Copper River Highway would be similar to travel to other communities, adjusted for 
differences in travel distance and community characteristics. We believe that this method 
provides the most likely estimate of per capita highway use by Anchorage and Fairbanks adult 
residents. 

Our HIGH (survey results method) assumptions are based on the number of trips survey 
respondents said they would take on the Copper River Highway. These assumptions are 
considerably higher than our MID (travel cost method) assumptions, which are based on actual 
highway trips taken by the same survey respondents to rural Alaska communities. There are 
several possible explanations for this discrepancy: 

(1) The conditions that attract drivers to Cordova may be different than other communities. 
The recreation opportunities may be perceived as preferable to those available in other 
communities such as Valdez, Seward, or Homer. 
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(2) The availability of a new road may induce a "novelty" effect. Many travelers may intend 
to make a trip in the next five years to see the new road and the new areas that it makes 
accessible to them by car. Once they have seen the new areas and the new road and the 
novelty has worn off, they may reduce their trips later to levels more similar to the 
number of trips they take to comparable areas. 

(3) In response to our hypothetical survey question, respondents may have over-stated the 
number of trips they would actually take. 

We expect that all three of these reasons may help to explain the difference in results 
between these methods. There is no scientific way of "proving" that one method is more 
reliable than the other. Together, the estimates provide a range of potential use of the Copper 
River Highway by residents of Alaska communities outside the study region. However, in 
projecting use of the Copper River Highway, we are more inclined to trust Anchorage and 
Fairbanks' residents actual travel patterns to other, similar communities than their responses to 
hypothetical survey questions. This is why we have used the travel cost method for our MID 
assumptions. 

Table 10.19: Comparison of LOW, MID and HIGH 
Assumptions about Per Capita Trips to Cordova 

by Anchorage and Fairbanks Adults 

Assumed per capita trips 
by adult residents of: 

Assumptions Methodology Anchorage Fairbanks 
LOW Half-of-Valdez 0.185 0.21 
MID Travel Cost 0.25 0.25 
HIGH Survey Response 0.47 0.38 
Notes: For sources, see discussion in text. All methods based on 
ISER survey of Anchorage and Fairbanks residents, November 
1992. ISER file: ANCHORAGE, FAIRBANKS TRAVEL ASSMPTS 

Total Trips to Cordova by Adult Alaska Residents Living Outside the Study Region 

Table 10.20 presents our estimates of annual round trips to Cordova by adult Alaska 
residents living outside of the study region. To calculate annual round trips we multiplied our 
assumed average annual adult trips coefficients derived above by the assumed future adult 
populations for two regions of Alaska. 

We multiplied our Anchorage coefficient by the assumed future population of the area 
including the Anchorage Borough, Kenai Borough, Mat-Su Borough and Prince William Sound 
area (the Valdez-Cordova census area minus the study region). We multiplied our Fairbanks 
coefficient by the assumed future population of the Fairbanks area. Our future population 
assumptions for these areas are based on statewide projections prepared by economists at the 
Institute of Social and Economic Research, and are discussed in Appendix L. 
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Table 10.20. Estimate of Annual Adult Round Trips by Alaska Residents 

on the Copper River Highway 
LOW, MID. and HIGH Cases 

LOW MID HIGH 

Method used to Estimate Coefficients one-half Valdez Travel Cost Survey Results 

Average Annual Trips per: 

Anchorage, Kenai, Mat-Su, and PWS * Adult 0.185 0.25 0.47 

Fairbanks Adults 0.21 0.25 0.38 

Adult Population of Anchorage, Kenai, Mat-Su, Prince William Sound (PWS) areas: 

1996 217,688 227,266 242,952 

2000 215,206 236,209 275,358 

2005 209,984 239,902 320,436 

2015 205,570 270,263 430,300 

Adult Population of Fairbanks North Star Borough 
1996 53,505 55,201 58,271 

2000 53,778 57,575 64,675 

2005 53,303 58,877 74,474 

2015 52,709 64,871 93,358 

Round Trips by Adults Residents of Anchorage, Kenai, Mat-Su, PWS areas: 

1996 40,272 56,817 114,187 

2000 39,813 59,052 129,418 

2005 38,847 59,976 150,605 

2015 38,030 67,566 202,241 

Round Trips by Adult Residents of Fairbanks North Star Borough 

1996 11,236 13,800 22,143 

2000 11,293 14,394 24,577 

2005 11,194 14,719 28,300 

2015 11,069 16,218 35,476 

Total Round Trips by Adult Alaska Residents Outside the Study Region 

1996 51,508 70,617 136,330 

2000 51,106 73,446 153,995 

2005 50,041 74,695 178,905 

2015 49,099 83,784 237,717 

.. 
*PWS, the Pnnce Wilham Sound Region, 1s defined as the Valdez-Cordova Census area excludmg the 

Study Region 

For a discussion of the source for the population numbers, see Appendix L. 
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We recognize that residents of the Kenai Borough are likely to drive to Cordova less 
often than residents of Anchorage, while residents of the Mat-Su Borough or Prince William 
Sound area are perhaps likely to drive to Cordova more often. However, because the bulk of 
the population of southcentral Alaska resides in Anchorage, and because the differences in travel 
patterns to Cordova from places closer than and farther away than Anchorage would tend to 
balance each other out, we used a single per-capita adult travel assumption for the Kenai, Mat
su, and Prince William Sound area. 

Our resulting MID estimate of total round trips to Cordova by adult Alaskans living 
outside of the study region is 70,617 in 1996, and our LOW and HIGH estimates are 51,508 and 
136,330, respectively. Our MID case estimate of total round trips to Cordova by adult Alaskans 
living outside of the study region is 83,784 in 2015, and our LOW and HIGH estimates are 
49,099 and 237,717 respectively. In other words, the farther in the future we project, the 
greater the range of uncertainty in the use of the Copper River Highway by Alaskans living 
outside of the study region. This uncertainty is due not only to our uncertainty about per capita 
use of the highway, but also about the total population of Alaska--about which we are 
progressively more uncertain as we project farther into the future. 

As we discuss in Chapters XII, XVII and XVIII, these estimates are among the most 
significant results of this study. Even though residents of Anchorage, Fairbanks and other 
Alaska communities might drive the Copper River Highway as little as once every four years 
(our MID case assumption), the population of these communities is high enough that travel by 
residents of Alaska communities outside the study region would likely be the dominant use of 
the Copper River Highway, significantly exceeding travel by either Cordova residents or by 
residents of other states. 

Impacts of the Highway on Marine Highway System 
Traffic and Service 

Would the Copper River Highway result in expanded or reduced ferry traffic and service 
for Cordova? The answer depends upon whether the highway and the ferry service are 
complements or substitutes. If they are complements, as highway traffic expands, ferry traffic 
would also expand. If they are substitutes, as highway traffic expands, ferry traffic would 
decline. As we discuss below, whether or not the highway and ferry service are substitutes or 
complements likely varies between winter and summer, and between Cordova residents and other 
travellers. 

Impacts on Summer Marine Highway System Traffic and Service 

We believe that in the summer the highway would clearly act as a complement to the 
Marine Highway in the summer tourism market: many tourists would take a round-trip 
ferry/road or road/ferry trip from Valdez to Cordova and back to Valdez. This would cause the 
Bartlett to be largely filled to capacity between Cordova and Valdez, much as it is today between 
Whittier and Valdez. We assume that summer service would be maintained at current levels, and 
that schedules might be adjusted to give travellers some more convenient departures and daytime 
travel hours. 

X-37 



Impacts on Winter Marine Highway System Traffic and Service 

In the winter, however, a maintained road is likely to act as a substitute to the ferry for 
local passengers and freight. Should there be a significant diversion of winter traffic off the ferry 
and on to a road, we know that the Marine Highway would have to carefully evaluate the fiscal 
responsibility of running the Bartlett to Cordova (Jim Ayers, AMHS, 10/22/92). Since the 
Bartlett already loses money in the winter, we assume that winter ferry service would be largely 
suspended or significantly reduced with the Copper River Highway in place and maintained year
round. 

Impacts on Marine Highway System Use and Air Travel by Cordova Residents 

To examine the potential substitution by Cordova residents of highway travel for ferry 
service, we asked Cordova residents how many of the trips they took on the ferry in the last year 
they would have taken on the highway if the highway had been available. Based on the 
responses to this question, we estimate that 2,186 individuals would have made round trips to 
Valdez or Anchorage on the road instead of taking the ferry. The survey results indicate about 
62 % of these substituted trips would occur during the summer (May through October). The 
details of these calculations are presented in Table 0.1 in Appendix 0. 

If Cordova residents substitute road trips for ferry trips, the Alaska Marine Highway 
would lose the revenues that these individuals do not spend to buy passenger or vehicle tickets 
on the ferry. We do not have reliable information about what percentage of Cordova residents 
bring their cars with them on the ferry. However, if we make a very rough approximation that 
half of the Cordova residents who travel by ferry also bring their car, roughly $200 to $400 
thousand dollars in revenues might be lost by the ferry (this calculation assumes 2,186 round-trip 
passenger tickets plus 1,092 round-trip vehicle tickets to Valdez). 

We also asked Cordova residents how many of the trips they took on the airline to 
Anchorage, Valdez, or Whittier in the last year they would have taken instead on the highway 
if it had been available. Based on the responses, over the entire year, about 1,347 Cordovans 
would have chosen to travel by road instead of flying. About 70% of those substitutions would 
have occurred from May through October. If these Cordovans substituted road trips for air 
travel, roughly $200 to $250 thousand dollars in ticket revenues would be lost by the airlines. 
The details of these calculations are presented in Table 0.2 in Appendix 0. 

These calculations of decreased revenues received by the Alaska Marine Highway or the 
airlines do not include the additional trips on the ferry or airlines by visitors to Cordova. As 
discussed in Chapter XII of this report, the number of trips on the ferry by visitors may increase 
if the road were completed. As a result, the road may lead to increased revenues for the ferry. 

Effects of Enhanced Alaska Marine Highway System Service 
on Travel by Cordova Residents 

We did not ask Cordova residents explicitly about the use of the ferry if service were 
improved. However, the survey results did indicate that a majority of Cordova residents 
perceive current summer ferry service as having not enough trips and having an inconvenient 
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schedule. In addition, a majority of the survey respondents indicated that winter ferry service 
did not have enough trips, had an inconvenient schedule, and had unreliable departure times. 

To the extent that enhanced marine highway service increases the number of trips, 

improves the convenience of schedule, and the reliability of departures, Cordova residents would 

likely perceive these changes as improvements over existing ferry service. Based on this 

limited evidence we can speculate that Cordova residents would likely use expanded ferry service 

more than the current ferry service if the expanded service provided more regular service to 

Cordova. 

Cordova residents' use of an expanded ferry service would most likely be higher than 

current levels if the expanded service left at more convenient times of the day and also 

maintained a more reliable schedule. These were the two most important criteria for Cordova 
residents when deciding how to travel. 
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XI. FREIGHT TRANSPORTATION TO CORDOVA 

Summary of Major Conclusions 

Freight is currently transported to Cordova in vans on the ferry, by commercial barge 

companies, and by air. 

The ferry system transports about 200 vans per month to or from Cordova in the 

summer, and less than 50 vans per month in the winter. Most of these vans are first hauled by 

road from Anchorage to Valdez. 

Commercial barges haul bulk freight between Cordova and Seattle. Quantities barged 

into Cordova vary considerably from year to year, with fuel making up the largest single 

commodity. Between 1983 and 1989, fuel barged into Cordova varied from as little as 8 

thousand tons to more than 25 thousand tons. Other large quantities barged in are construction 

materials and fish processing supplies. Major quantities shipped out to Seattle are canned and 

frozen fish. 

Under the most favorable conditions, hauling freight by truck over the Copper River 

Highway could be 20 percent cheaper than the cost of shipping freight by truck and ferry 

between Anchorage and Cordova--but under other conditions the costs could be just about the 

same. Freight tariffs and the potential savings from shipping by highway vary depending on the 

size of the load, the type of commodity being hauled, the regularlity of shipments, and the origin 

of the shipment. 

If the highway were built, the most likely substitution of freight would be from the ferry 

to the highway. In addition to possibly having a slight cost advantage, the highway would be 

more convenient and flexible than the ferry. Large volumes of freight and fuel would likely 

continue to go by barge to and from Seattle--because that would still be cheaper. 

Introduction 

In this chapter we discuss the impacts of the Copper River Highway or Expanded Marine 

Highway Service on the transportation of freight to Cordova. We begin by describing the 

current system of ferry, barge and air service, including schedules, costs, and usage. Next we 

discuss the No Action alternative outlook for changes in freight service in the absence of major 

new federally-funded investments in a road or expanded ferry service. We then discuss how the 

Copper River Highway would affect freight transportation options, costs and choices--including 

the effects of the highway upon other parts of the transportation system. Finally, we briefly 

discuss how expanded Alaska Marine Highway System service could affect freight transportation 

options, costs and choices. 
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Current Freight Service 

Marine Highway System 

Some of the vehicles transported on the Alaska Marine Highway carry commercial 

freight. Commercial trucking companies can haul loaded vans (the trailer part of a tractor 

trailer) on the ferry. Usually only the vans are transported on the ferry; tractors stored at the 

docks drive the vans on and off the ferry but are usually not transported on the ferry. The 
vans can be driven on and off the Bartlett by a single tractor. On the Tustumena, because of 

the elevator mechanism, two tractors are needed to move vans on and off the ferry: one 

tractor is needed to move the van onto the elevator in the ship and one tractor is needed to 

move the van off the elevator when it is raised to dock level. The Alaska Marine Highway 

System charges by the linear feet occupied by the vans rather than the total weight of the 

van. 

Alaska Marine Highway restrictions limit the amount and types of freight that can be 

moved on the ferry. No vehicles over 35 tons or longer than sixty feet are permitted on the 

Bartlett. In effect, this limits the total weight contained in vans to approximately under 

30,000 pounds. In addition, hazardous substances cannot be hauled on the ferry, so freight 

such as fuel, propane, and other flammable or explosive substances cannot be hauled by 
ferry. Also, refrigerator vans cannot run their refrigeration systems while on the ferry. 

(Alaska Marine Highway and interview with Eyak Trucking). 

The Alaska Marine Highway estimates that roughly 200 vans per month are 

transported either to or from Cordova on the Bartlett in the summer (June through August). 

In the fall, winter, and spring fifty vans or fewer are moved to or from Cordova per month 

(Alaska Marine Highway Management Information Group, 11/93). This count of vans likely 

includes non-commercial vans or other trucks since commercial trucking companies report 

that a total of only 20 vans per week (100 vans per month) arrive or depart by ferry from 

Cordova during the busy summer months (interviews with Eyak Trucking and North Pacific 

Processors). 

Moving freight by ferry to or from Cordova depends on connecting road and rail 

transportation to Anchorage. Most of the freight hauled from Anchorage to Cordova is 

trucked about 300 miles along the Glenn Highway to Valdez and then put on the ferry. 

Small amounts of freight are trucked fifty miles to Portage, transferred to the Alaska 
Railroad, hauled by train to Whittier, and finally transferred to the ferry in Whittier for 

transport to Cordova. 

Other Waterborne Service 

Commercial barge companies haul freight to Cordova primarily from Seattle. Samson 

Tug and Barge provides regular, year-round barge service from Seattle to Cordova and other 

Southeast Alaska communities. Shipments from Seattle to Cordova are made approximately 

every two weeks. Samson Tug and Barge hauls freight from Cordova for many of the 
wholesale and retail businesses as well as fish processors in Cordova. In addition, Samson 
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hauls canned and frozen fish south from Cordova to Seattle (interviews with John Mead, 
Samson Tug and Barge and Ken Romehilt, North Pacific Processors 11/92). 

Sealand provides seasonal barge service between Seattle and Cordova during the 
summer. Sealand' s service is used primarily for hauling fish processing supplies north and 
hauling processed fish south. Sealand' s service to Cordova is coordinated with Sealand 
service to other fishing communities in the Gulf of Alaska (Sealand Interview, 11/92) 

Regular barge service contracted by ORCA Oil moves fuel from the Tesoro refinery 
at Nikiski (in Cook Inlet) to Cordova. A shipment of 300 to 500 thousand gallons of fuel is 
barged about every two to three weeks in the summer and roughly once a month in the 
winter. A total of about fifteen shipments are made throughout the year (phone interview 
with Bruce Van Brocklin, ORCA Oil 10/92) 

In addition to these regular barge services, individual businesses in Cordova 
occasionally contract with barge companies to haul large amounts of freight. For example, 
construction companies in Cordova sometimes contract directly with barge companies to haul 
an entire barge-load of equipment or materials from Valdez or Seattle. Contracting directly 
with other barge companies usually occurs when a business is hauling enough freight to fill 
an entire barge (interviews with John Mead of Samson Tug and Barge and Gary Squires of 
Wilson Construction 11/92). 

Private boat owners also haul freight from Seattle, Valdez, and other Alaska 
communities. Tender boats and fishing vessels coming north from Seattle or Southeast 
Alaska carry fishing supplies. Fishing vessels coming from Valdez or other Prince William 
Sound communities to Cordova often buy supplies before leaving port (interview with 
Cordova Harbor Master, 10/92). 

Volume of Waterborne Freight Shipments 

Figures 11.1 and 11.2 show one estimate of most of the freight hauled in and out of 
Cordova. The freight totals shown in these figures are based on shipping manifests which 
commercial shippers submitted to the Army Corps of Engineers. Notably, shippers using the 
ferry and private non-commercial boats (such as fishing vessels) are not required to submit 
these manifests. As a result, these totals do not include freight hauled by ferry and they do 
not include non-commercial freight hauled on private fishing vessels. (Martha Brousard of 
Army Corps of Engineers and Randy Hensley of Alaska Marine Highway, Management 
Information System). 
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Figure 11.1 

Total Tons of Fuel Bar ed to Cordova 35 _______ ____!--=-=!___.!--=-:....:..:,e:.......:,ec..=.......::.....==-=.:=--=::...='-v=-=::........:::=--=--=-=--=-=:...-=....;=-----------------, 

30 

0 
1983 1984 1985 1986 1987 1988 

Source: Waterborne Commerce of the United States, U.S. Army Corps of Engineers 

Figure 11.2 

1989 

Selected Waterborne Commerce in and out of Cordova 30 -----=-""-!..:==-=--=--.::-==-=-=c.=..-=-=--.::..-=....:,"--':::....=....::....:...~=-=-='-=---=----=-'-'-----=~'-=-=..!'-=-'-'=--..:,=--=--.::=..=--=....:::=....__~ 

25 

;gio 
0 
E-< ..... 
0 

~15 
Q 
f)l 
:::i 
0 

~10 

5 

0 1983 1984 

lliiiiil Fresh and Proce~d Fish 

H I Metal Products 

1986 

Other Food Products 

Machinery & Equipment 

1987 1988 

- Wood Products 

-Other. 

Other includes Logs, timber, chemical products, petroluem products, building materials, and other miscellaneous 
Other in 1989 include 13,745 tons of timber, posts, poles, and piling and 10,469 tons of Nitrogenous Fertilizer 
used tor Exxon Valdez oil spill cleanup 

Source: Waterborne Commerce of the United States, U.S. Army Corps of Engineers 
WATERBRN.WK3 XI-4 



From 1983 through 1988, the amount of freight hauled in and out of Cordova varied 
considerably from year to year. Much of the fuel hauled to Cordova is used for residential 
heating. Variations in the average temperature from year to year determine how much total 
heating fuel is required throughout the year. So variations in the average temperature from 
year to year affect the total amount of fuel hauled into Cordova year-round. Most of the 
total year-round fuel requirements are shipped to Cordova in the summer when barge 
transportation is more reliable. 

The amount of fishing supplies and processed fish hauled in or out of Cordova is 
dependent on variable, uncertain conditions of fisheries near Cordova. Since much of the 
economy in Cordova is dependent on the fishing industry, variations in the fish harvesting 
and fish processing activities lead to variation in freight hauled to other businesses in 
Cordova. 

The unusually high amount of freight reported in 1989 includes over 10,000 tons of 
nitrogenous chemical fertilizers and over 11,000 tons of "timber, posts, poles, and piling." 
(Waterborne Commerce of the U.S., 1989) These unusually large amounts of freight were 
likely used during the clean-up efforts for the Exxon Valdez oil spill. The most recent 
available data from the Army Corps of Engineers is for 1989. 

Air Freight Service 

Alaska Airlines reports that the freight hauled in and out of Cordova totaled 8 million 
pounds in 1989, 4 million pounds in 1990, and 3.6 million pounds in 1991. The unusually 
large amount of freight hauled in 1989 includes freight used in the efforts to clean up the 
Exxon Valdez oil spill. Roughly one-half to one and one-half million pounds of fresh fish 
are flown from Cordova to Seattle each year by Alaska Airlines (phone interview with 
Alaska Airlines in Cordova, 10/92). 

Commercial Freight Transportation Costs 

The cost to the businesses and residents in Cordova who pay for transporting freight 
varies with the size of the load, the type of commodity hauled, the regularity of shipments, 
the origin of the shipment, and many other factors. We will describe the effect of each of 
these factors separately. 

Transportation costs for different sized loads: Figures 11.3 and 11.4 show the 
variation of the tariff rate per one hundred pounds of freight for different sized loads of one 
particular commodity. The tariff rates shown are for a single commodity class called 
"freight all-kinds." This is a general category for commodities which do not fit into any other 
group. This generic category is useful for comparing the costs of transporting the same type 
of freight across different sized loads. However, as we will describe in more detail below, 
the rates for other commodities can be substantially different from the rates for commodities 
classified as "freight all-kinds." 
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Figure 11.3 
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As seen in Figure 11.3, the tariff for transporting "freight all-kinds" by barge is 
lowest for very large volumes (over 36,000 pounds). For volumes smaller than 36,000 
pounds, the tariff rate per hundred pounds on the barge rises quickly as the size of the load 
decreases. The barge cost structure gives the greatest advantage to large loads which nearly 
or completely fill a van (a van is a standard forty-foot container which is transported by 
barge or truck. A van can be thought of as just the trailer part of a tractor-trailer vehicle). 

Tariff rates for shipping by truck and ferry from Anchorage are similar to the cost of 
barging from Seattle for very large volumes. However, as the total weight of the shipment 
decreases the tariff rates for hauling by truck and ferry from Anchorage decrease more 
slowly than do the costs for barge transport. Because the tariff rates for hauling by truck 
decrease more slowly for smaller volumes, transporting less-than-van-load shipments is 
generally (but not always) less costly by truck than by barge. 

The cost of hauling freight from Anchorage by truck and ferry includes the costs of 
hauling the freight by road from Anchorage to Valdez, the cost of loading and unloading the 
vans from the ferry, and the cost of hauling the van on the ferry. The cost of hauling the 
freight on the ferry in a forty-foot van does not vary with the weight of the load. The cost 
of hauling a loaded van of a given length on the ferry from Valdez to Cordova varies only 
with the number of linear feet of space the van occupies -- not with the total weight of the 
van (if a very small load could be fit into a shorter van, then the tariff would be lower). The 
Bartlett does limit the total weight of any vehicle on the ferry. This restriction effectively 
limits the total weight of the freight that can be hauled in a forty foot van to under thirty 
thousand pounds. The costs of loading and unloading the vans from the ferry generally does 
not vary with the size of the load. As a result, the primary factor creating variations in the 
costs for different sized loads is the cost of driving the truck on the road from Anchorage to 
Valdez. (Alaska Marine Highway schedules and interview with Wolfgang Hagmueler of Eyak 
Trucking, 11/92.) 

Tariff rates per one hundred pounds for freight hauled by air are constant for loads 
greater than 1000 pounds. The rates increase rapidly as the size of the load is decreases 
below 1000 pounds. The primary advantage of hauling freight by air is speed. The value to 
customers of moving freight quickly is reflected in the 100% to 400% premium paid for air 
transportation instead of barge or ferry transportation 

Transportation costs for different commodities: In addition to different tariff rates 
for different sized loads, the tariff rates also vary for different commodities. In general, 
commodities which are more dense (more pounds per cubic foot) are offered lower rates than 
less dense commodities. The lower rates for high density commodities are offered because a 
greater total weight of a high density commodity can be fit into a single van. The cost to the 
shipper of hauling a single van is roughly the same regardless of the total weight it contains. 
As a result, the shipper can offer a lower rate per pound for a full van with a high weight of 
high density commodity than for a full van with a low weight of low density commodity. 

In Table 11.1 we summarize the variation of freight rates for a truckload of selected 
commodities. The total pounds in the truckload varies because of the density of the 
commodity limits how much can be fit in the van. Except for perishable goods, the tariff 
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rates for freight hauled by truck and ferry vary little across commodities. This is common 
for other trucking routes in Alaska. On many truck routes in Alaska, a single tariff rate is 
offered for a truckload of "freight all-kinds" regardless of the type of freight hauled. The 
rate for hauling perishables by truck and ferry is substantially higher than other types of 
commodities because the trucking companies use a refrigerator van instead of a regular van. 
(interviews with Eyak Trucking, Lynden Transport, Tundra Trucking, Carlile Trucking, and 
NLC Trucking, 10/92) 

Table 11.1 

Approximate 
Pounds 

Cost of a Truckload of Freight to or from Cordova in 1992 
Dollars per One Hundred Pounds 

Truck/Ferrv Baroe Airline 
from from to from from to 

Transported AnchoraQe Seattle Seattle Anchorage Seattle Seattle 

Freight All Kinds 30,000 $9 $12 $31 $46 
Dry Groceries 28,000 $9 $10 
Perishibles 39,000 $20 $21 $20 $32 
Lumber 36,000 $9 $7 
Salt 40,000 $9 $8 
Tin Cans 44,000 $9 $8 
Fresh Fish 
Frozen Salmon 
Canned Salmon 

Sources: 

30,000 
38,000 
42,000 

Eyak Trucking and M&J Trucking Tariff sheets, 11 /92 
Samson TLig and Barge and Sealand tariffs, 10/92 
Alaska Airlines tariffs, 11 /92 

$13 
$5 

As seen in Table 11.1, barge tariff rates per hundred pounds vary substantially across 
different commodities. The cost to the barge operators of moving a van is determined 
primarily by the volume of the van and not the total weight of the van and its contents. As a 
result, the shipper can offer a lower rate per pound for a full van of high density goods than 
for a full van of low density goods. For example, high density commodities like tin cans, 
salt and lumber are offered much lower rates than low density commodities like groceries 
and "freight all kinds." Because of these discounts, the cost of hauling a full truckload by 
barge from Seattle becomes nearly the same or less than the cost of hauling freight by truck 
and ferry from Anchorage. 

The airlines also offer substantially different rates for different commodities. For 
perishables and fresh fish in particular, the airline rates are as much as fifty percent cheaper 
than the rate for "freight all kinds. 11 

Transportation cost for different regularity and frequency of service: Besides 
offering different rates for the size of the load and the type of commodity hauled, freight 
carriers may also offer different rates depending on the regularity of a customer's shipments. 
The costs of transporting freight listed in Figure 11. 3, Figure 11. 4 and Table 11.1 are the 
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tariffs reported by the carriers. These rates are negotiable with each customer. Often 
customers who ship on a regular basis or have many frequent shipments on the same carrier 
can negotiate a contract with lower rates. On some trucking routes in Alaska, these 
discounts may amount to as much as a ten to twenty-five percent savings below the tariffs 
rates (interviews with NLC Trucking, Carlile Trucking, and Lynden Transport, 11/92). 

Transportation costs for different distances: In general, the further the distance that 
a commodity is transported, the higher the transport costs. For example, the cost of flying 
freight from Anchorage is less expensive than flying from Seattle. However, for very small 
loads, the cost of flying freight from Seattle is lower than flying from Anchorage. If it 
becomes possible to barge fuel or other commodities from Valdez, the barge rates from 
Valdez to Cordova would likely be much lower than the barge rates from Seattle. 

The costs for trucking goods do not always increase with longer distances, nor always 
decrease with shorter distances. Because of variations in the quality of roads and the degree 
of competition among trucking firms in various parts of Alaska, some long routes on 
straight paved road offer lower rates than short hauls on mountainous or gravel road (based 
on comparisons of trucking tariffs on the Parks, Glenn, Dalton, Steese and Elliot Highways). 
In addition, on longer distance truck routes that take more than ten hours one way, the costs 
of trucking can increase dramatically. Federal law requires that drivers take a layover after 
ten to fifteen hours of driving depending on the area of Alaska. (We have not yet verified 
on the basis of federal statutes for which areas of Alaska the different driving times apply or 
how long the required layover is). If a trucking firm is large enough to have extra drivers at 
the delivery point to change drivers, they may be able to avoid these additional costs of 
driver layover time. 

Transportation costs and competition: The transportation industry in Alaska is 
highly competitive. Currently two barge companies serve Cordova and a third is considering 
starting service. Two highly competitive airlines (Alaska Airlines and Mark Air) serve 
Cordova. Also two trucking firms serve Cordova regularly. In general, the effect of this 
competition is to lower transportation costs. If there were only one firm offering 
transportation services to Cordova, they would likely have some monopoly power and be 
able to charge prices for transport of freight above the price under competition. Indirectly, 
the barge, airline, and trucking firms compete with each other, since the buyers of 
transportation services can choose whether to truck, fly, or barge their freight. As a result 
no one firm can raise prices too much or customers would shift to alternative ways of 
transporting goods to Cordova. 

Transportation costs for different seasons: In the winter, road conditions on many 
highways in Alaska are more hazardous and less certain than in the summer. In addition, the 
cost of maintaining trucks is more costly in the winter than in the summer due to additional 
fuel requirements, lower travel speeds, greater possibility of breaking down, and other 
factors. As a result, trucking costs on some routes in Alaska vary with the time of year. 
Airline tickets can also vary month to month and often increase or decrease during particular 
travel periods. 
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Transportation costs and turnaround time: Part of the costs to the shipper is the 
cost of paying for the time of the driver and the time that the truck is filled with freight. 
The less time required to make a pickup and delivery, the lower the cost to the shipper. As 
a result, shipments which are on pallets, packaged, or can be quickly unloaded from a truck 
are often offered lower rates than are shipments which require a longer time to unload. 

Transportation costs and the origin of the shipment: From the perspective of the 
person who is having goods shipped to Cordova, they are interested in the final cost of the 
delivered commodity in Cordova. Transportation costs are only part of the cost of the 
commodity. In addition to choosing among different modes of transportation, they also can 
choose among markets. They can buy goods in Seattle or in Anchorage. In general, the 
wholesale price of many goods in Seattle is lower than in Anchorage. As a result, even if 
the transport costs for a particular commodity from Seattle to Cordova is identical to the 
transport costs from Anchorage to Cordova, the buyer in Cordova may choose to buy from 
Seattle where the commodity is cheaper. In effect, transport of goods from Seattle by barge 
or air has an advantage over trucking or flying freight from Anchorage because the wholesale 
price for some goods is lower in Seattle. 

Future Freight Transportation in the "No-Action" Alternative 

Several changes in barge service are possible in the near future. An entrepreneur in 
Cordova is currently seriously investigating the possibility of providing barge service 
between Seattle, Whittier, Valdez, and Cordova. The preliminary plan for this service calls 
for faster and less expensive barge service between Seattle and Cordova (phone interview 
with Dennis Plant, Cordova, 11/92). 

A recently opened oil refinery in Valdez has applied for permits to load refined fuels 
onto barges in Valdez. (Anchorage Daily News, 9/92) If these permits are granted, fuel 
could possibly be shipped from Valdez to Cordova by barge. 

Over the longer term, changes in the Alaska Railroad service between Portage and 
Whittier or the construction of a proposed road between Portage and Whittier may increase 
the amount of freight shipped by barge from Whittier and Cordova. 

A proposed deep water port located at Shepard Point may allow larger vessels to haul 
freight to and from Cordova. As was discussed in Chapter VII, the deepwater port would 
provide facilities for docking and loading larger ships near Cordova. This may provide the 
opportunity to move larger volumes of freight than are currently moved by barge. 

Impacts of the Copper River Highway on 
Freight Transportation to Cordova 

Transportation Costs for Commercial Freight 

We have already discussed how the cost of shipping freight can vary with the size of 
the load, the type of commodity, the regularity of shipments and many other factors. The 
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cost of shipping freight on the proposed Copper River Highway would likely vary for many 
of the same reasons. In this section, we will present estimates of the cost of trucking a full 
truckload of goods classified as "freight all-kinds" from Anchorage to Cordova in the 
summer. The cost of trucking freight would likely differ if the shipment came from 
different places, had different types of commodities, used different sized loads, or were 
hauled at a different time of year. We will describe the impacts of the road on the 
transportation of other types of shipments of particular commodities in more detail later in 
this chapter. 

When estimating the cost of trucking freight on the proposed Copper River Highway 
we used the following steps: First, we estimated the cost of hauling a truckload of freight 
all-kinds from Anchorage to Valdez. One estimate of the cost was derived from tariff rates 
of medium sized trucking companies hauling directly to Valdez (Carlile Trucking and NLC 
Trucking, 10/92). A second estimate of the cost of hauling freight from Anchorage to 
Valdez was derived by subtracting the cost of hauling freight on the ferry from Valdez to 
Cordova from the total cost of shipping freight from Anchorage to Cordova (M&J Trucking, 
Eyak Trucking, loading companies, and Alaska Marine Highway rates). 

For each of these cost estimates, we divided the total cost of shipping freight from 
Anchorage to Valdez by the number of miles from Anchorage to Valdez to arrive at an 
estimate of the cost per mile of trucking freight on paved highways from Anchorage to 
Valdez. 

Next, we estimated the cost per mile of trucking freight on gravel road by comparing 
the cost of hauling freight on gravel versus paved roads on other roads in the state. In 
particular, we compared the cost of hauling freight on the Parks Highway (paved) to hauling 
freight on the Dalton Highway, the Steese Highway, and Elliot Highway (all of these are 
gravel roads) (phone interviews with Frontier Transport, Alaska Pacific, Lynden Transport, 
and Tundra Trucking, 10/92). The cost per mile of hauling on gravel ranged from 77% to 
101 % more than the cost per mile of hauling on paved road. 

Using these percentage markups, we estimated the cost of hauling freight on the 
proposed Copper River Highway. To do this, we multiplied the cost per mile of trucking 
freight from Anchorage to Valdez on paved road times the percentage markup for hauling on 
gravel road to estimate the cost per mile of trucking on a gravel highway similar to the 
proposed highway. 

Then we multiplied the cost per mile on paved road by the number of miles of paved 
highway on the route from Anchorage to Cordova. We also multiplied the number of miles 
of gravel highway on the route to Cordova times the estimate of the cost per mile of trucking 
on gravel. The sum of the cost of hauling on the gravel miles plus the cost of hauling on 
paved road on the route from Anchorage to Cordova serves as an estimate of the cost of 
hauling freight to Cordova by road. 

We derived a high and low estimate for the cost of trucking freight to Cordova. Each 
estimate uses slightly different assumptions. The low estimate uses the cost per mile of 
medium sized trucking firms currently serving Valdez and uses the lower range of the gravel-
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road mark-up (77%). The high estimate uses the cost per mile of small trucking firms 
currently serving Cordova and uses the high range of the gravel-road mark-up (101 %). In 
addition, the high estimate includes the approximate cost of an eight-hour layover of a driver 
in Cordova. (Since the route from Anchorage to Cordova may take as much as ten hours to 
drive, the driver may be required by federal law to take a layover before making the return 
trip. We have not yet been able to verify the time restrictions--10 or 15 hours--or the length 
of required layover in federal statutes). 

The high estimate of the cost of hauling freight to Cordova is three to eight percent 
higher than the current cost of shipping freight by truck and ferry. The low estimate of 
trucking costs is twenty-two percent to eighteen percent lower than the current cost of 
shipping freight by truck and ferry. This amounts to a savings of about one to two cents per 
pound (the current cost is about seven cents per pound). 

Because of many uncertain factors, the actual cost of transporting freight by road to 
Cordova if the road were built could fall anywhere in this range. The most important factors 
which would determine where in this range freight costs might fall are the following: 

1) As we described earlier in this chapter, variations in the size of the load and the 
type of commodity can lead to variations in the cost per pound of transporting freight. The 
cost of shipping less than full truck loads of some commodities may be much less or much 
more than the cost of shipping commodities classified as "freight-all-kinds." We will discuss 
in more detail the impact of the proposed road on transporting particular commodities in the 
next section. 

2) The level of state spending for maintenance of the proposed highway could affect 
trucking costs. If the state spends large amounts of money plowing, grading, and resurfacing 
the road, the trucking costs on the road would be lower than if little maintenance done. 
Trucking costs would be especially sensitive to maintenance of the road in the winter. The 
costs of trucking would tend to be decrease as the state spent more money in the winter to 
plow away drifts and avalanches along the road. 

3) In addition, many businesses require that deliveries be made on certain days of the 
week. If the arrival time is not as reliable during the winter, they may tum to other forms of 
transporting freight, such as the barge or the airplane (currently some businesses tum to the 
barge and airplane during the winter months because the arrival of the Tustumena is 
unreliable). If trucking companies were to make fewer regular shipments during the winter, 
they would need to spread fixed investment costs over fewer total shipments -- thereby 
increasing the cost of each individual shipment. 

4) Another factor which could influence the cost of transporting freight on the road is 
the availability of repair, maintenance, and vehicle services along the route. If fuel, tires, 
replacement parts, and repair services are available along the route, the costs of transporting 
freight by road would likely decrease. Without these services, the trucking companies would 
need to incur the costs of transporting the needed fuel, tires, parts, supplies, and repair 
services from Cordova, Chitina or Valdez. 
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TABLE 11.2 
Cost of a Hauling a Truckload of Freight from Anchorage to Cordova by Road and by Ferry 

Cost of Cost of Cost per Cost oer mile 
30,000 lb. Truckload/ 100 lbs. 
Truckload Current Cost for 30,000 lb 

to Cordova Truckload 

Anchorage to Cordova by Truck and Ferry $2,188 100% $7.29 
Anchorage to Valdez by Truck 

Small Trucking Company $1,322 60% $4.41 
Medium Trucking Company $1,178 54% $3.93 

Valdez to Cordova by Ferry 
Roundtrip Tarriff $482 22% $1.61 
Loading/Unloading $260 12% $0.87 
Scheduling and Delay Costs $123 6% $0.41 
Total Ferry Costs $865 40% $2.88 

Anchorage to Cordova by Truck only 
High Estimate 

via Wood Canyon route $2,363 108% $7.88 
via Tiekel route $2,246 103% $7.49 
via Tasnuna route $2,324 106% $7.75 

Low Estimate 
via Wood Canyon route $1,798 82% $5.99 
via Tiekel route $1,707 78% $5.69 
via Tasnuna route $1,779 81% $5.93 

Anchorage to Prudhoe Bay $3,475 $11.58 
Anchorage to Fairbanks $925 $3.08 
Fairbanks to Prudhoe $2,550 $8.50 

Anchorage to Manley Hot Springs $1,402 $4.67 
Anchorage to Fairbanks $925 $3.08 
Fairbanks to Manley Hot Springs $477 $1.59 

Anchorage to Circle $1,276 $4.25 
Anchorage to Fairbanks $925 $3.08 
Fairbanks to Circle $351 $1.17 

Current truckload costs notes: 
Anchorage to Cordova by Truck and Ferry: average truckload tarriff for M&J and Eyak Trucking 
Anchorage to Valdez for small trucking company: average truckload tarriff for Eyak Trucking 
Anchorage to Valdez for medium trucking company: average truckload tarriff for NLC and Carlisle Trucking 

Paved 
Road 

$5.61 

$4.34 
$3.86 

NA 
NA 
NA 
NA 

$4.34 
$4.34 
$4.34 

$3.86 
$3.86 
$3.86 

$2.54 
$2.54 

NA 
$2.54 
$2.54 

NA 
$2.54 
$2.54 
$4.50 

Valdez to Cordova ferry tarrlff: Roundtrlp tarriff on the Bartlett for one forty foot van between Valdez and Cordova (2 • $241.00) 
Loading and Unloading costs: Cost of hiring a tractor to move one van on and off the ferry In Valdez and Cordova (4 • $65.00) 
Scheduling and delay costs: Cost of trucking between Anchorage and Cordova 

minus cost of trucking between Anchorage and Valdez 
minus tarriff cos1s minus loading and unloading cos1s 

Costs from Anchorage to Fairbanks, Prudhoe Bay, Circle, and Manley Hot Springs are averages of quotes on 11/92 from 
Frontier Trucking, Tundra Trucking, NLC Trucking, Carlisle, Lynden Transport, and Alaska Pacific, 11/92 

Estimated truckload costs notes: 
High Estimate Includes 

Same cost per mile on paved road as small trucking company costs per mile to Valdez 
Cost per mile on gravel road Is 101% higher than on paved road 
(101 % is the markup for hauling on the Dalton Highway Instead of the Parks Highway) 
Additional time costs is the cost of an eight hour layover for a driver after completing a haul from Anchorage to Cordova 

Low Estimate Includes 
Same cost per mile on paved road as a medium trucking company cos1s per mile to Valdez 
Costs per mile In gravel road Is n % higher than on paved road 
[17 % Is the markup for hauling on gravel road to Manley Hot Springs 
or Circle Instead of on the Parks Highway) 

Total paved mllage from Anchorage to Cordova includes paved milage on Glenn and Richardson Highways 
FREIGHT.WK3 and paved mllage on Copper River Highway between Cordova and Cordova Airport. 

Gravel 
Road 

NA 

NA 
NA 

NA 
NA 
NA 
NA 

$8.70 
$8.70 
$8.70 

$6.84 
$6.84 
$6.84 

$5.10 
NA 

$5.10 
$4.50 

NA 
$4.50 
$4.50 

NA 
$4.50 

Miles of Ro ad 
Paved Gravel 
Road Road 

305 road miles + 85 ferry miles 

305 0 
305 0 

0 0 
0 0 
0 0 
0 0 

285 102 
288 87 
312 84 

285 102 
288 87 
312 84 

364 500 
364 NA 
NA 500 

364 106 
364 NA 
NA 106 

390 52 
364 NA 
26 52 

Additional Costs 
Costs per mile Driver Time 
on Gravel Road Layover 

Costs 

0% $0 

0% $0 
0% $0 

NA $0 
NA $0 
NA $0 
NA $0 

101% $240 
101% $240 
101% $240 

77% $0 
77% $0 
77% $0 

101% $0 

77% $0 

77% $0 



5) State government policy regarding the ferry and other transportation facilities could 
decrease the cost of hauling freight on the ferry relative to the road. If the Alaska Marine 
Highway provided more regular daily ferry service to Cordova in the summer and more 
reliable service in the winter, the cost of shipping freight by ferry and truck could decrease 
relative to the cost of trucking freight along the Copper River Highway. Other state 
decisions about the construction and maintenance of other roads such as the Glenn Highway, 
the proposed road from Portage to Whittier, or construction of an additional ferry could also 
have substantial impacts on the cost of shipping freight to Cordova. 

6) The opportunity to back-haul goods out of Cordova may lower the cost of trucking 
freight to Cordova. Most of the freight currently traveling on the ferry is hauled into 
Cordova. Most of the freight hauled out of Cordova is either flown or barged to Seattle. 
The proposed Cordova Road may provide the opportunity to haul some of this freight by 
road south to Seattle. Currently, several trucking firms are investigating the possibility of 
hauling landfill, recycled materials, fresh fish, frozen fish, or canned fish out of Cordova. If 
these trucking firms determine that it is profitable to haul freight out of Cordova regularly, 
and they are able to coordinate trucking freight both in and out of Cordova, they may be able 
to offer lower rates to their customers. 

7) Competition from large trucking firms could lower the costs of hauling freight to 
Cordova. Larger firms are able to exploit economies of scale by distributing the costs of 
fixed investment over many shipments. Also, these larger companies are able to purchase 
insurance at lower rates than small trucking firms. In addition, large trucking firms may 
have trucks and drivers in more locations and as a result, may be able to coordinate the 
switching of drivers and tractors more flexibly and efficiently than smaller firms. In order to 
exploit these economies of scale these larger firms would need to ensure that they could 
regularly haul large volumes of freight. 

Competition from larger trucking firms may also affect the cost of shipping freight 
between Anchorage to Valdez in the long run. Lower cost on the route from Anchorage to 
Valdez could affect the cost of trucking from Anchorage to Cordova since much of the same 
route would be used by trucks hauling from Anchorage to either Valdez or Cordova. The 
cost per mile of shipping freight from Anchorage to Valdez is currently about four dollars 
per mile. The rate of transporting freight from Anchorage to Valdez is higher than rate from 
Anchorage to Fairbanks. 

Several factors may account for this difference in rates: 1) larger volumes are 
shipped on the Anchorage to Fairbanks route; 2) the Glenn Highway and Richardson 
Highway route from Anchorage to Valdez is more mountainous, winding, and narrow than 
the route along the Parks Highway from Anchorage to Fairbanks; 3) several additional 
trucking firms haul from Anchorage to Fairbanks than haul from Anchorage to Valdez -
adding increased competition in trucking. 

If these conditions change in the future either from increased volumes to Valdez, 
improved road conditions along the Glenn or Richardson, or increased competition from 
more trucking firms, the trucking rates from Anchorage to Valdez may decrease. The rates 
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to Cordova may also reflect these changes in trucking rates along the Glenn and Richardson 
Highways. 

8) In the short run, some competitive firms may offer substantial trucking cost 
discounts in order to attract customers away from existing trucking companies. However, 
this discount pricing would likely last only as long as the trucking companies are trying to 
attract a larger share of the market. 

Impact of the Highway on Transportation of Commercial Freight 

The proposed Copper River Highway would provide businesses that ship freight to 
and from Cordova an additional choice besides the ferry, barge, or airlines. Businesses 
would likely continue to use all of these modes of transportation to ship freight since no one 
way of transporting freight is definitely superior in all situations. In this section, we will 
describe the possible impacts on other forms of transportation in general and then consider in 
more detail the effects of the road on the transportation of several specific commodities. 

In general, barge transportation would likely continue to be used for very large 
volumes of freight since the cost of transporting full van loads of freight from Seattle would 
still be cheaper for many commodities than using the ferry, road, or airlines. However, 
some less-than-truckload hauls that are currently hauled on the barge may instead be hauled 
on the road. 

The airlines would still likely be used for many shipments in which speed is crucial. 
None of the other alternatives, including the proposed road, would provide the same speed of 
the airlines, even after allowing for the need to wait for scheduled flights. However, some 
shipments which can be moved more quickly on the road than on the ferry may be 
substituted from the airlines to the road. 

The most likely substitution of freight would be from the ferry to the road. As 
described in the previous section, the road might have a slight cost advantage over 
transportation of freight on the ferry if the many uncertainties are resolved in the road's 
favor. Businesses shipping freight would likely investigate whether the rates for particular 
commodities are lower on the road than on the ferry. 

In addition to a possible cost advantage of shipping freight on the highway, the 
proposed road would also be more convenient and flexible then the ferry. During the 
summer months, the road could be used at any time to haul freight while the ferry can be 
used only when the ferry is scheduled. This convenience could provide several advantages to 
those shipping freight to Cordova: 

1) The road could provide the businesses with the flexibility to schedule their own 
regular shipments to arrive and depart from Cordova on specific days and specific times. The 
flexibility to plan more regular shipments would allow businesses to more easily plan how 
they will maintain their inventories, which is particularly important for perishables. 
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2) In addition, the convenience of the road in the summer allows businesses the 
flexibility to have goods delivered on a shorter notice than with the barge or the ferry. If 
businesses were able to have goods delivered with a shorter notice, they could keep smaller 
inventories and order additional goods as needed. Having lower inventories and planning 
over shorter time horizons would likely lower costs for some Cordova businesses. During 
the winter months, the use of the road would be less certain due to the possibility of drifting 
and avalanche closures (although avalanche control could help to reduce the time period and 
uncertainty associated with avalanche closures). The convenience of being able to use the 
road at any time may not be available to those trucking freight in the winter. 

3) With the added choice of road transportation, Cordova businesses would have the 
flexibility to select the most efficient mode of transportation for the particular commodity and 
size of shipment they wish to make. Currently they must choose between the barge (which is 
suited primarily for large loads), the airplane (which is suited for speedy delivery), and the 
ferry (which is suited primarily for less than truckload, but slow delivery). The proposed 
road would provide another option for delivery which is slightly faster than the ferry, more 
convenient than the ferry, but still suited for less than truck-load shipments. Having this 
broader selection would enable businesses to more efficiently match the shipment they wish 
to make with the most appropriate mode of transportation. 

So far we have discussed only in general how the road may affect other transportation 
systems to Cordova. To understand the many factors affecting the freight transportation to 
Cordova, we investigated the possible effects on a few specific commodities: fuel, hazardous 
substances, fresh fish, frozen fish, fish processing supplies, dry groceries, perishables, and 
lumber. 

Fuel: The bulk of the heating oil and gasoline would likely continue to be barged to 
Cordova since it is less costly to barge large volumes of fuel than to haul fuel in tanker 
trucks. The cost per gallon of barging the fuel from Nikiski is currently about seven to ten 
cents per gallon (interviews with Bruce Van Brocklin, ORCA Oil and Scott Novak, Novak 
Fuels, 10/92). If fuel could instead be barged from the new refinery in Valdez, the cost of 
transporting fuel to Cordova may be even less. Based on interviews with fuel truckers, we 
estimate the cost of trucking fuel to Cordova from Valdez to be about ten cents per gallon in 
a ten thousand gallon tanker truck (interview with Fishers Fuels, Wasilla, Orea Oil, Cordova 
and Novak's Fuel, Cordova , 10/92) Small amounts of gasoline or other fuels may be 
transported by tanker truck if supplies run low or if a competitor enters the market to 
compete with the existing wholesale fuel distributor or to supply service stations along the 
proposed highway. 

Propane and other hazardous materials: Currently propane and other hazardous 
substances are barged from Seattle. The Alaska Marine Highway prohibits the transport of 
hazardous substances on the ferry. Since these commodities are often shipped in small 
quantities, they pay substantial premiums on the barge for not completely filling vans. 
Because trucking companies offer lower rates for less than truckload loads than the barge, 
these hazardous substances could likely be trucked on the proposed road in less than 
truckload quantities at rates substantially less than the barge. Preliminary estimates suggest 
that propane could be transported by truck from Anchorage for about sixty cents per gallon 
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less than the cost of barging it from Seattle (interviews with John Wheeler, Hoovers Moovers 
and Scott Novak, Novak Fuels, 10/92) 

Dry Groceries: Currently dry groceries are barged from Seattle to Cordova or they 
are brought by truck and ferry from Anchorage. Many possibilities in the market for dry 
groceries make the use of the road uncertain. The acquisition of Alaska Commercial 
Company by the Canadian firm, Northwest Company, may change the way in which that 
company ships groceries to Cordova. Eagle Quality Centers is currently investigating the 
possibility of opening a store in Cordova. They have not yet determined how they would 
transport groceries, but they are considering the possibility of transporting goods from 
Anchorage to Whittier and then using a barge from Whittier to Cordova (interviews with 
Dennis Rose, Alaska Commercial Company, 10/92 and 11/92, Dick Hodge, Eagle Quality 
Centers, 11/92, and John Rand, Davis Foods, 10/92 and 11/92). 

Perishables: Shipments of perishables require fast delivery on a very regular 
schedule. Grocers keep lower inventories of perishables and restock regularly with 
shipments from Anchorage using trucks and the ferry or flown from Seattle. Since the 
Copper River Highway could likely provide more regular and flexible service than the ferry 
in the summer, the road may be preferable over the ferry for shipping perishables from 
Anchorage. The road has an additional advantage over the ferry because the refrigerator 
trucks must be turned off on the ferry while they are in transit (interviews with Dennis Rose, 
Alaska Commercial Company, 10/92 and 11/92, Wolfgang Hagmueler, Eyak Trucking, 
11/92, and John Rand, Davis Foods, 10/92 and 11/92). 

Trucking companies from Seattle are also investigating the possibility of trucking 
perishables from Seattle to Cordova. The feasibility of these shipments is contingent on 
finding some back-haul which they can take back to Seattle. Bringing perishables from 
Anchorage on the ferry or by the proposed highway would be faster than trucking perishables 
from Seattle (interviews with Dennis Rose, Alaska Commercial Company, 10/92 and Hap 
Simmons, St. Elias, 10/92). 

Lumber: Large volumes of lumber and other building materials are currently barged 
from Seattle to Cordova. Smaller amounts are brought by truck and ferry to Cordova from 
Anchorage. The proposed highway would likely have a definite cost advantage over the 
ferry for building materials such as lumber. The Bartlett currently restricts the total weight 
of vehicles, the total amount of freight that can effectively be carried in a single van is about 
30,000 pounds of freight. A full forty-foot van could possibly carry a heavier load on the 
proposed highway (full truckload net weights can be as much as forty or fifty thousand 
pounds of freight depending on the condition of the roadway and the type of commodity 
hauled). For example, a truck could carry as much of 36,000 pounds of lumber. The higher 
total weight that could be carried on the road would allow the trucking companies to charge a 
lower rate per hundred pounds for the full truck load. This cost advantage could likely occur 
for other high density commodities. However, weight restrictions during the spring could 
reduce loads and reduce this potential cost advantage. 

Fresh Fish: Currently fresh fish is flown from Cordova to Seattle and sometimes 
Japan depending on prices in various fish markets. Several trucking companies in Seattle and 
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one of the fish processors in Cordova are currently investigating the possibility of trucking 

fresh fish from Cordova to Seattle if the road were completed (interview with Dennis Rose of 

Alaska Commercial and Hap Simmons of St. Elias 10/92). The haul to Seattle would be 

much less expensive than flying, but the trip would take about three days. Depending on the 

demands in the fresh fish market, this delay may be too long for fresh fish to remain in 

transit (interview with Ken Romehilt of North Pacific Processors, 11/92). 

Frozen and Canned Fish: Frozen and canned fish are currently barged from 

Cordova to Seattle. These commodities are usually shipped in large volumes so that they 

fill complete vans. The cost of shipping these goods by barge would likely still be cheaper 

than trucking these goods to Seattle even if the road were built (currently the tariff rate is 12 

cents per pound to truck canned fish from Valdez to Seattle as opposed to 5 cents per pound 

to barge from Cordova to Seattle). However, trucking companies who are investigating the 

possibility of trucking goods from Seattle are considering frozen and canned fish as possible 

commodities to back-haul to Seattle. Trucking companies may offer substantial discounts for 

hauling these goods south to Seattle if they are ensured of hauling other goods on the trip 

north from Seattle to Cordova. 

Fish Processing Materials: Sealand and Samson Tug and Barge bring salt, tin cans, 

cardboard, and other fish processing materials north from Seattle during the summer. These 

commodities are usually shipped in very large quantities so that they pay the full van load 

rates. If they needed additional materials on short notice, the processors may consider using 

the road to order materials from Anchorage. However, the Alaska Railroad recently lowered 

the tariff charged for carrying truckloads of fish processing materials from Portage to 

Whittier. This lower tariff rate on the railroad may make it feasible to haul fish processing 

materials from Anchorage to Cordova by truck, railroad, and ferry via Whittier. 

Traffic Impacts of Hauling Commercial Freight on the Copper River Highway 

Because of the many uncertainties surrounding the transport of freight, we are not 

able to precisely estimate the amount of commercial freight traffic on the road. However, 

we derived an approximate upper bound to the amount of freight traffic on the highway. To 

derive this upper bound we assumed the most favorable conditions for the use of the road. 

To the extent that the many conditions described above are not resolved in the favor of the 

road, the traffic estimates described below would be substantially lower. 

For the purposes of this approximation only, we assumed that all of the freight 

currently transported to Cordova on the ferry would instead be hauled by road. This would 

occur only if most, if not all, of the uncertainties are resolved in the road's favor. Currently 

about 500 vans of freight are moved to and from Cordova on the ferry during the year 

(interviews with Eyak Trucking, 11/92). If these vans were instead moved on the road on a 

year-round basis, they would generate an average daily traffic of 1.4 truck trips per day ( = 
500 vans total in both directions divided by 365 days). 

In addition to the freight currently moved on the ferry, some of the freight currently 

moved on the barge may also be moved by truck on the road. We derived a very 

approximate upper bound to the number of vans that may be moved on the road instead of 
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the barge by estimating the total pounds of freight that may be moved by road instead of 
barge and then dividing this total pounds of freight by the capacity of a single van. This 
calculation assumes that all vans would be fully loaded and the same total weight. These 
assumptions are only very rough approximations and are intended to provide only a rough 
upper bound to truck traffic. 

As we described earlier, the total number of pounds moved by barge is available from 
Waterborne Commerce of the United States from the Army Corps of Engineers. For 1983 
through 1989 we estimated the total number of pounds moved on average each year either to 
or from Cordova. We then subtracted the average annual tons of fuel moved by barge since 
fuel is likely to continue to be barged from Nikiski or may be barged from Valdez. We also 
subtracted half of the tonnage of logs, wood products, and building materials moved by 
barge. These commodities are currently shipped in large volumes on the barge and the barge 
would likely be used to transport much of these commodities even if the road were built. 
For the purposes of this approximation only, we assumed that the food, chemical products, 
metals products, and miscellaneous commodities currently moved by barge would instead be 
moved by road. The approximate total number of pounds that might be moved by road 
instead of by barge is 13.76 million pounds. 

We then divided this total tonnage that might be moved by road instead of by barge 
by the capacity of a full truckload (40,000 pounds). The resulting number of vans would be 
344 (=13.76 million pounds divided by 40,000 pounds). If these vans were moved regularly 
throughout the year on the road, they would generate an average daily traffic of about 1 
truck trip per day. This level of traffic may be slightly higher in the summer if most of the 
vans are moved during the summer 

A very approximate upper bound on the total traffic generated by freight moved by 
road instead of ferry or barge would be about 2.4 truck trips per day (1.4 trips per day from 
freight moved by road instead of ferry plus 1 truck trip per day for freight moved by road 
instead of by barge). Some additional trips may be added by freight moved by road instead 
of by airplane, but we do not have reliable information about how much freight may be 
substituted from the airlines to the road. The amount of traffic may be slightly higher in the 
summer when most of the freight is moved in or out of Cordova. The amount of truck 
traffic during the winter is much less certain when road conditions may make driving trucks 
impractical. 

Redistribution Impacts of Hauling Freight on the Copper River Highway 

Currently the barge companies, airlines, and Alaska Marine Highway receive 
payments for hauling freight from Seattle, Valdez, Anchorage, and other locations to 
Cordova. If freight were hauled on the Copper River Highway instead of barges, ferry, or 
airplane, more of the payments for hauling freight would be received by the trucking 
companies instead of the Alaska Marine Highway and the barge and airline companies. We 
did not attempt to estimate how much revenues would be redistributed from the barge, 
airline, and ferry to trucking companies if freight were hauled on the Copper River Highway 
instead of the current modes of transport. 
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As mentioned earlier, one of the conditions that may make hauling freight on the road 
profitable for trucking firms is economies of scale. Larger trucking firms can spread fixed 
investment costs over more trips, can purchase less expensive insurance, and can coordinate 
large numbers of trucks and drivers to coordinate hauling runs more efficiently. If larger 
trucking firms entered the market to haul freight from Anchorage to Cordova, they may 
displace smaller trucking companies which currently haul freight to Cordova. The effect 
would be a loss of revenues currently received by small trucking firms and a gain in 
revenues received by larger trucking firms. We did not attempt to estimate the magnitude of 
the redistribution of revenues. 

Impact of Alaska Marine Highway System Alternative 
on Transportation of Freight to Cordova 

If ferry service to Cordova were made more regular and frequent than current 
service, the cost of shipping freight to Cordova could decrease. The current ferry schedule 
is not sufficiently regular or frequent enough to persuade some Cordova businesses to use it. 
Because of the irregularities in the service, especially in the winter, some businesses in 
Cordova choose to transport goods by barge or air instead of ferry. Businesses often need to 
plan to have shipments arrive on a regular schedule and sometimes on a particular day of the 
week. The ferry currently cannot always provide this frequent, regular service to Cordova 
because of weather delays or because the ferries are also committed to serving other 
communities. 

If expanded ferry service were able to provide more regular and frequent service to 
Cordova, more businesses might choose to use the ferry to ship freight. If more freight were 
moved on the ferry, the trucking firms that currently serve Cordova would be able to spread 
their fixed costs of investment over a larger number of shipments. As a result, the increase 
in volume shipped on the ferry might lead to lower freight costs per pound. 
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xn. TOURISM 

Summary of Major Findings 

If a highway is built, the number of tourists travelling to Cordova would grow rapidly, 
even under conservative assumptions. At present, the number of tourists traveling to Cordova 
is very small compared to other coastal communities. Cordova receives only about 6,000 tourists 
per year, while Valdez receives more than 200,000 tourists. Under the highway alternatives, the 
number of additional travelers ranges from 70,000 to 187,000 in year one (1996) and ranges 
from 87,000 to 410,000 in year 20 (2015). 

About two thirds of these additional tourists would be Alaska residents travelling by road. 
About one quarter would be non-residents traveling by road. Only about 10 to 20 percent of the 
additional travelers would come on cruise ships and package tours. Figures 12.1 and 12.2 
compare projected total traveler days in Cordova with and without the Copper River Highway. 
The figures highlight the most important conclusion to be drawn from this analysis: The 
increase in Alaska resident travel to Cordova is by far the dominant contributor to the 
overall increase in travel. While increased traffic from outside Alaska is important and 
substantial, the levels of this non-resident traffic are lower than the range of uncertainty in the 
projections of future Alaska resident traffic. 

Under the No Action alternative, tourism to Cordova is likely to grow only gradually, 
and most tourists will come from outside Alaska. 

Under the AMHS (enhanced ferry) alternative, we project no change in tourist travel 
compared to the No Action alternative. This conclusion is based on a comparison of probable 
growth in tourist demand compared with existing average summer capacity on the Bartlett. The 
comparison shows that there is sufficient summer capacity remaining on the Bartlett to handle 
summer non-Alaskan ferry traffic increasing at 2 percent per year and summer Alaska resident 
tourist ferry traffic increasing at 3 percent per year through the year 2015. 

Providing improved transportation access to Cordova does not automatically mean that 
tourism will grow to levels seen in other communities. Several critical factors will influence 
growth, including the decisions of the major cruise lines, the overall growth in number of out-of
state tourists coming to Alaska, and the degree to which Wrangell-St. Elias National Park is 
developed and marketed. With or without a highway, Cordova will continue to compete with 
other coastal Alaska communities for tourist travel. 

Large cruise ships are not likely to call at Cordova soon, with or without a road. Even 
with a deep water port in place, Cordova would still suffer from several disadvantages relative 
to its competitor ports such as Valdez, including its extra steaming distance from College Fjord, 
lack of immediately accessible high-volume attractions, and lack of name recognition. A modest 
number of mid-sized (500 passenger) cruise ships is likely to begin calling at Cordova within 
5 years, bringing about 4,000 day visitors, with or without a road. Visits by large cruise ships 
and associated package land tours are likely to occur only with both a road and aggressive 
development of facilities in Wrangell St. Elias Park. 
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Introduction 

Tourists are people traveling primarily for pleasure. In this chapter, we project the 
impacts of the proposed transportation alternatives on the number and type of tourists coming 
to Cordova from outside Alaska. Specifically, we project the number of traveler days spent in 
the Cordova area by each of five types of travelers from outside Alaska. For each traveler 

category, we consider (1) current and future levels of statewide or regional demand for trips and 
(2) how many of those trips would likely take place on the proposed Copper River Highway. 

We do not derive projections of travel to Cordova by Alaska residents in this chapter. 

These projections are derived in Chapters X and XVIII. However, in this chapter we do 
integrate the projections of resident and non-resident tourism to provide a complete picture of 
tourism impacts. We compare the projections of resident and non-resident tourism to show that 
travel by Alaskans is likely to have much larger impacts than travel by non-residents if a 

highway is constructed. 

Future tourism levels are highly uncertain and sensitive both to the actions of key players 
in the market and to worldwide trends beyond anyone's control. To accommodate this 

uncertainty we provide LOW, MID, and HIGH estimates of future tourist travel to Cordova for 
each transportation alterative. Each estimate is tied to specific assumptions about events affecting 
the tourism industry. 

Current Trends in Alaska Tourism 

Who are Tourists? 

Tourists are people traveling for pleasure. They are defined by the purpose of their trip. 

Because tourists bring money into an area in exchange for services and experiences, tourism is 
a basic industry in that area. In contrast to tourists, people coming to an area for business or for 

seasonal work are economically linked to other basic industries, such as timber and fishing. 

From Cordova's perspective, tourists can be pleasure travelers from Anchorage or 
pleasure travelers from Kansas City. Both bring money to Cordova and both buy food, lodging, 

gas, and gifts. From a statewide perspective, however, only tourists from outside Alaska bring 
money into the state. These people are Visitors (with a capital "V") traveling for pleasure. 

Visitors are defined by their out-of-state origin. We consider two types of Visitors to be tourists: 
Vacation/Pleasure Visitors (VPs), and Visitors who are Visiting Friends and Relatives (VFRs). 

The part of the tourism industry that serves pleasure Visitors is a basic industry for the state as 
a whole. Table 12.1 shows these different types of traveler classifications, as they are defined 
in the Alaska Visitor Statistics Program of the Alaska Division of Tourism. 
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Table 12.1: Classification of Travellers by the 
Alaska Visitor Statistics Program 

Trio Purpose 
Vacation/Pleasure 

Visit Friends 
and Relatives 
Business/Pleasure 
Business Only 
Seasonal Workers 

Traveller Origin 
Outside Alaska Inside Alaska 

Code (Visitors) ( AK residents) 

BP BP Visitors BP Residents 
BO BO Visitors BO Residents 
SW SW Visitors SW Residents 

Shaded types are tourists 

Table 12.2: Current Trends in Numbers 
of Visitors to Alaska 

Visit Friends 
and Relatives 

Non-Tourists 
Business/Pleasure 
Business Only 
Seasonal Workers 

Code 
VP 

VFR 

BP 
BO 
SW 

Summer 1991 

56,700 
43,400 
17,100 

Average annual 
Growth 1985-91 

5.9% 
-1.5% 
-0.1% 

shaded travellers are tourists 

Source: Alaska Visitor Statistics Program, "Alaska Visitor Arrivals 1991" 
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We project the levels of Visitor tourists and Alaska resident tourists separately for two 

reasons. First, the causes of growth are different for Visitor tourists than for Alaska tourists. 

The overall number of Visitor tourists in Alaska is a function of national and worldwide 

variables, while the overall level of Alaska resident tourism is a function of Alaska's population, 

income, and age structure. Second, the available data on tourism activity is excellent for 

Visitors, but very poor for Alaskan tourists. We therefore relied primarily on our own survey 

data to project Alaska resident travel (for both business and pleasure). The remainder of this 

chapter focuses on projections of Visitor tourism. 

Table 12.2 shows the levels and six year average growth rates for the Visitor types 

defined above. The number of VP Visitors has grown at an average rate of over 6 percent per 

year since 1985. At this rate, the VP Visitor pool will double in twelve years. The table also 
shows how the numbers of business Visitors follow the Alaska economy, which was in recession 
from 1986 through 1989. 

Historical Background on the Visitor Tourist Industry 

Early History. McDowell (1991) provides an excellent summary of the history of the 

Alaska tourism industry. This document notes the following: 

"About this time [the early 1900s] excursion itineraries began to feature the Southwestern 

part of Alaska (what we now call Southcentral). This route became known as the Prince 
William Sound Cruise. Stops included Juneau, Sitka, Yakutat, Cordova, Valdez and 
Seward ... The major attraction on this itinerary was the side excursion on the Copper 

River and Northwestern Railroad from Cordova to view Miles and Childs glaciers up the 
Copper River Valley. 

"In 1913 the first car drove the Richardson Highway. By 1919, ... the typical itinerary 

involved the Steamship to Cordova, train to Chitina and car to Fairbanks ... Another 
popular route involved a loop combining the train from Cordova to Chitina and car from 
Chitina to Valdez, reconnecting with the steamer. 

"[By the mid 1920s,] Visitors had many options to see Alaska. The "Great Circle Route" 
or "Yukon Circle Tour" as it was called, was developed and became one of the most 

popular tours. It included a steamer to Skagway, White Pass and Yukon Railroad to 
Whitehorse, riverboat to Fairbanks, Alaska Railroad to Seward and steamer to Seattle. 

The entire trip took at least 23 days from Seattle ... 

"Another popular route was the "Golden Belt" line tour. This tour combined steamship 
travel to Cordova, train to Chitina, travel on the Richardson Highway to Fairbanks and 

the Alaska Railroad to Seward, connecting to a southbound steamer. This tour also took 
22 or 23 days." (McDowell 1991, pp 24-25) 
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Current Travel Patterns. Today, luxury cruising takes place primarily on the Inside 

Passage of Southeast Alaska. In 1993 Cruise ships will carry 6 out of 10 Alaska summer 
pleasure Visitors -- almost 300 thousand people -- on 7 day itineraries to ports between 

Vancouver and Seward. Almost two thirds of these people will cruise round trip Vancouver

Skagway-Vancouver. About 60 thousand will cruise northbound from Vancouver to Seward, then 

return from Alaska by air. Another 60 thousand will will fly to Alaska and cruise from Seward 

to Vancouver. These one-way cruises are a largely new development since 1985. 

Although the luxury cruise is still the dominant Alaska tourism product, today there is 

a rich menu of other offerings catering to all types of travelers. Land tours have traditionally 

been packaged together with cruises and sold as "cruisetours" to cruise passengers. Many of 

these tours are now also sold "a la carte" to people who do not cruise. The fastest growing type 
of Visitor is the "Inde-Package" type who travels independently to and from Alaska but 

purchases one or more package tours while in the state. Between 1985 and 1989, the number 

of Inde-Package Visitors grew from 12 thousand to almost 100 thousand -- an average annual 

increase of 66 percent! 

Implications for Cordova Tourism. This discussion reinforces several important points 

about tourism routes and products affecting coastal Alaska and Cordova: 

1. Overall, the major route segments have changed little since the 1920s. These elements 

include cruise segments up and down the coast, the Anchorage-Denali-Fairbanks 
corridor, and the Skagway-Fairbanks highway segment. It takes a long time to develop 

and market a major new destination. Destinations are rarely dropped. Instead, limited 
supply forces growth in demand into new areas. For example, restrictions on the number 

of cruise ships allowed to enter Glacier Bay are partly responsible for the dramatic 
growth in College Fjord cruising since 1985. 

2. The way these segments are tied together into specific itineraries has changed 
substantially and quickly in recent times. Steamships stopped cruising altogether in 1954, 
re-entered the Inside Passage market in 1957, and since 1985 have moved "dramatically" 

into the one-way cruise market between Vancouver and Seward. Motorcoach tour routes 
have adjusted accordingly. For example, the Skagway-Fairbanks motorcoach segment is 
used less as passengers cruise to Seward and come to Denali from Anchorage rather than 
riding a motorcoach north from Skagway to Fairbanks. (McDowell 1991 p. 41). 

3. Cordova has always competed with other coastal communities for package tourist visits. 
Early in the century Cordova competed very effectively when it offered a major railroad 
gateway to the interior, when the average size of a steamship was small, when the 
average tourist was on a package tour, and when the average package tour was much 
longer than seven days. All of these factors have changed, and these changes have all 

contributed to Cordova's current lack of cruise ship traffic. 
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Current Levels of Tourism in Cordova and Valdez 

Current Travel to Cordova 

The latest data on Visitors to Cordova comes from the Alaska Visitor Statistics Program 
(AVSP) 1989 survey (McDowell 1989b). These data state that 11,100 Visitors came to Cordova 
in the summer of 1989. Of these, 9,100 were classified as Vacation/Pleasure (VP) Visitors. The 
remaining 2,000 consist of people visiting friends and relatives (VFRs) and people with a 
business component to their trip. No data was presented for fall/winter/spring Visitors due to 
small sample sizes. 

There are two problems with these 1989 data. First, the sampling error is large enough 
that the true number of VP Visitors in 1989 could easily have been anywhere from 6,000 to 
12,000. Second, 1989 was a highly unusual year due to the Exxon Valdez oil spill. The spill had 
a documented negative effect on package tours through Valdez (McDowell 1989c, p 124) and 
its effect on Cordova tourism may also have been significant, in a negative or positive direction. 

In order to get a better picture of current travel to Cordova, we combined data from 
several sources to estimate total 1991 arrivals in Cordova by non-Cordovans. These estimates 
are shown in Table 12.3. Of the estimated 9,000 arrivals by non-Cordovans, almost 3,000 can 
be attributed to hunters and anglers, and at least 1,000 to seasonal workers and business 
travelers. The remaining 5,000 are allocated as VP Visitors arriving by ferry, a small number 
of VP Visitors on air package tours, and 3,000 unclassified air arrivals. The allocation in Table 
12.3 is broadly consistent with the AVSP numbers for 1989. 

The most important thing which the arrivals numbers show is how small the overall 
number of tourist visits is compared to the number of Cordova residents. The ratio of Cordova 
tourist visits to Cordova residents is about 3 to 1. By contrast, we show below that Valdez 
receives more than 200,000 tourists -- 50 times the town's average population. 

Current Travel to Valdez 

Valdez serves as a useful reference point for comparison of tourism activity with 
Cordova, due to its similar distance from Anchorage, location on Prince William Sound, size, 
and proximity to the Wrangell Mountains. It would, of course, be a serious mistake to jump to 
the conclusion that should the Copper River Highway be built, Cordova would necessarily 
experience the tourist volumes that Valdez sees today. There are many important differences 
between the two communities other than road access, which we will discuss later in this chapter. 

Table 12.4 shows our estimate of total 1992 non-local arrivals in Valdez from all sources. 
The table is developed from over ten different data sources to show both Visitor and Alaska 
resident travel, for both business and pleasure. As a consistency check on the numbers 
developed, the total one-way highway trips resulting from each type of arrival are listed and the 
resulting average annual daily traffic (AADT) is computed and compared to the known 1990 
AADT level of 440 measured at Ernestine station on the Richardson Highway. Our estimated 
AADT of 355 leaves about 85 AADT available for local residential and commercial traffic, 
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which is a reasonable level consistent with previous studies (Robinson, 1990 p 37). The numbers 
shown were also cross-checked against total bed tax receipts, although this comparison is of 

limited help because of the large numbers of travelers using recreational vehicles (RVs) for 
lodging. These travelers pay no bed taxes. 

Table 12.3: Estimated 1991 Non-Local Arrivals in Cordova 

Allocation of Arrivals Data 
Estimated Air Enplanements by Non-Cordovans 

plus Estimated 1991 Non-Cordovans Disembarking Ferry 
equals Total Potential Non-Cordovan Arrivals 

less Seasonal Workers 
less Fishing and Hunting 

AK Resident Anglers 
Non-AK Anglers 
Waterfowl Hunters (AK and non-AK) 
Big Game Hunters (AK and non-AK) 

equals Miscellaneous Arrivals 

Reclassification of 1991 Arrivals for Projection Purposes 
Cruise Passengers 
Package Tour Visitors 
Hunters and Anglers 
Non-AK Visitors by Auto/Ferry 
AK Residents by Auto/Ferry 
Independent Air Arrivals 

Notes/Sources: 
1 Avg of 1990 and 1991 total enplanements per FAA (20,551) less 

ISER survey results for trips by Cordovans (13,340) 

2 Non-Cordovan Ferry traffic from Table 10.2 

3 ISER estimate; see Chapter VII. 

4 AK Department of Fish and Game data. 

1,206 
1,335 

113 
67 

7,211 
1,795 

1,000 
2,721 

0 
500 

2,721 
1,436 

359 
2,990 

note: 

9,006 

5,285 

1 
2 

3 

4 
4 
4 
4 
5 

6 

7 

5 Some combination of VP Visitors, VFR Visitors, and AK residents. With Hunters & Anglers added back in, 

Compares well with 9,100 pleasure Visitors estimated for summer 1989 by McDowell 1989b. 

(This estimate of 9,100 subject to sampling error of about+/- 3,000) 

6 Seasonal workers are ignored in projecting tourists. 

7 Estimated. Total Alaska market for air/lodging tours in 1989 was 12,200. 

[fOURISM2.WK3]TABLE12.3 
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Table 12.4: Estimated 1992 Non-Local Arrivals in Valdez 

Number of One-Way Trips by: 
Auto on Tour 

Source of Arrival Number of Arrivals Hi hwa Bus Fe Boat 
Cruise Passen ers 
Total Package Tour Arrivals 

Cruise- Bus Linear Tour 0 
Boat-Bus Linear Tour 11,725 
Boat-Air linear tour 6,942 
Fly in - Fly out 1000 
Inde endent Bus Tours 3,360 

Independent Highway/Ferry Arrivals 
VP Visitors in own cars 30,007 
VP Visitors in rented cars 7,000 
VFR Visitors 22,460 
AK Residents 99,652 
Business Visitors 7,120 

Other Independent Arrivals 
Business Visitors by Air 
Misc. Arrivals b Boat 

6,340 
500 

28,000 
23,027 

166,240 
53,444 
14,000 
38,349 

184,933 
14,241 

6,840 

Total 224,107 304,%6 

Estimated by author based on data from: 

Valdez CVB, Port, and bed tax statistics 

Individual Tour Companies 

Robinson 1990 (Toll Road Feasibility Analysis), pp. 32-34. 

AVSP Alaska Visitor Arrivals, 1988-1991 

Alaska Marine Highway Traffic Volume Report, 1991 

ISER Survey of Anchorage and Fairbanks residents for this study 

[TOURISM2.WK3]TABLE12.4 
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11,725 

18,445 

6,571 

6,571 
14,372 

27,514 
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6,942 

1,000 

19,667 

Air 

6,942 
2,000 

12,680 

21,622 

Average Occupanc 
Auto Bus 

30 

2.4 
2.0 
2.9 
2.4 
1.5 

56,000 TotalAADT: 
Compare to: 
Actual 1990 ADT: 
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1 

61 
19 
36 

211 
26 
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The arrivals data paints the following picture of tourism in summertime Valdez. Every 
4 days, a cruise ship docks and 1,000 passengers spend the morning in town, walking the streets 
or touring the Trans-Alaska Pipeline terminal. Every evening, 2 or 3 small tour boats, 4 or 5 
buses, and several small airplanes bring about 200 people to town on packaged tours. Every 
summer day, about 1,000 people arrive by ferry, auto, and RV. According to the Valdez 
Convention and Visitors Bureau, there are an average of 300 RVs used for lodging every 
summer night. Overall, there are about 224,000 non-local arrivals throughout the year, and 75 
percent of them come by road. 

Methodology for Tourism Projections for this Study 

Problems with Projecting Tourism in a Remote Area 

It is important to remember that while statewide tourism has been growing rather 
smoothly over time, the supply of tourism infrastructure (hotels, tour boats) and tourism 
products (tours to specific areas) can be very "lumpy"--supply does not necessarily change 
smoothly over time. It is not feasible to build hotels one bed at a time. Therefore we must be 
careful not to simply apply overall growth rates to areas where a market segment does not 
currently exist. 

For example, the overall number of hotel and lodge beds has been growing smoothly 
statewide. However, the amount of luxury lodging on the Kenai Peninsula recently jumped from 
essentially zero to several hundred beds when Princess Tours decided to build the Kenai Princess 
Lodge several years ago. The problem of lumpiness is especially important when considering 
the future of Wrangell-St. Elias National Park. It is less important when considering the number 
of RV camper spaces in Cordova. This type of supply of tourism infrastructure is assumed to 
follow demand relatively smoothly, due to the relatively low capital investment and short lead 
times involved. 

We deal with this problem by creating various scenarios of possible future events. Based 
on these events, we project "jumps" and "trends" in specific tourism markets. Jumps occur in 
response to major events, such as the opening of the Copper River Highway or the decision by 
a cruise line to begin stopping at Cordova. Statewide growth trends are used for the years 
following a jump. For example, we might project a jump in cruise passengers from zero to 
4,000 in year 5, followed by continued growth at the trend rate for the entire Alaska cruise 
market. In reality, growth will probably be sporadic, and could be negative in some years as 
specific operators test new markets and adjust their product offerings. 
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Transportation Alternatives and Growth Assumptions 

Following the approach used in other parts of this study (laid out in Chapter II), we 

developed five sets of projections of travel to Cordova by tourists, including Visitors as well as 

Alaskans. These sets of projections correspond to the five transportation alternatives analyzed 

in this study. We refer to these five sets of projections as follows: 

NO ACTION--Projected travel under the No Action alternative 
TASNUNA--Projected travel under the Tasnuna route highway alternative 
TIEKEL--Projected travel under the Tiekel route highway alternative 
WOOD CANYON--Projected travel under the Wood Canyon route highway alternative 
AMHS--Projected travel under expanded ferry service alternative 

Future tourism levels are a function of highly uncertain developments in local, statewide, 

and worldwide markets. To project a realistic range of outcomes, we have created 3 sets of 

critical assumptions about important factors affecting Cordova tourism under each of the five 

alternatives. Each set of critical assumptions is a set of particular answers to questions we set 

out below about how different factors may affect tourist visits to Cordova. For each alternative, 

the LOW assumptions are pessimistic answers to these questions. The MID assumptions are our 

best estimates of the answers. The HIGH assumptions are the most optimistic but still reasonable 

answers. Because it is very unlikely that all critical variables will assume their low or high 

values at the same time, the LOW and HIGH estimates provide solid bounds on the realistic 

range of outcomes under each alternative. 

The LOW, MID and HIGH estimates of tourism under each of the five transportation 

alternatives result in a total of fifteen different potential levels of tourism to Cordova, depending 

upon which transportation alternative is adopted and which set of assumptions is used about the 

factors affecting tourist visits. However, we only develop ten distinct cases, since our LOW and 

MID estimates are the same for all three road alternatives and the HIGH estimates are the same 

for the Tasnuna and Tiekel road alternatives. Table 12.5 summarizes the critical assumptions 

described below. 

General Critical Assumptions Driving Projected Growth of Tourism in the Cordova Area 

As mentioned above, our LOW, MID and HIGH critical assumptions are a set of answers 

to the following questions: 

Question 1: How Fast is Statewide Demand Growing? We assume that a Copper River 

Highway will affect neither the total number of Visitors to Alaska nor the total population of 

Alaska. With or without a highway, Cordova must always compete for its slice of the tourism 

pie. How fast the statewide pie is growing is a critical assumption affecting long-term tourism 

growth. 

A recent comprehensive study of the Alaska Visitor markets by a leading travel analysis 
firm (International Tourism and Resort Advisers, 1992, p. 51) lays out projected growth rates 

for various tourism market segments. Overall, INTRA projects continuing annual growth of 4 

percent for summer Visitors to Alaska. Some market segments, such as inde-package travel, are 
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projected to grow at up to 10 percent annually, hence doubling in volume in 7 years. We have 
generally adopted the INTRA VP Visitor tourism demand projections for our MID case growth 
assumptions, and created LOW and HIGH cases using rates slightly below and above these rates. 
The number of VFR Visitors is assumed to grow with the Alaska population. We use low, 
middle and high projections of Alaska population growth from Goldsmith (1992). 

Question 2: When and How Will Key Players Act to Develop New Attractions? 
During the 1989-90 full year, 392,000 VP Visitors came to Alaska. Over half of them -- more 
than 203,000 -- purchased a cruise. This summer total cruiseship capacity will approach 310 
thousand berths, each available for 7 days. About 86% of this capacity is controlled by Princess 
Cruises and Holland America Lines. These two companies have 14 thousand beds per night 
currently deployed to Alaska between mid May and mid September. These beds can be quickly 
moved all over the world, and additional ships can be brought to Alaska with a (typically) 2 year 
lead time. The cruise companies, through their land tour subsidiaries, also control railroad cars, 
buses, small tour boats, and hotels. Obviously, the major cruise lines can exert great influence 
over where VP visitors spend their time and money. 

A quick glance at the major companies' travel literature confirms the conventional 
wisdom that package tours to Alaska are now being marketed chiefly on the basis of three 
attractions: glaciers, wildlife, and Mt. McKinley. A critical question is: when and how will the 
major operators begin to aggressively market attractions other than Glacier Bay and Denali 
National Parks. While the companies tend to state publicly that Denali does not have a capacity 
problem, but rather an access problem, most observers agree that the park is now operating at 
or near capacity during July and August (National Park Service 1991a, Robinson 1990). 

To create a range of answers to this question we made various specific assumptions about 
future cruise ship and land tour offerings, based on interviews with industry sources. These 
specific assumptions are described below, organized by market segment. 

Question 3: How Quickly and Aggressively will Wrangell-St. Elias National Park be 
Developed? Along with the major cruise/tour companies, the National Park Service (NPS), 
Congress, and the State of Alaska will play a major role in determining the pace and scope of 
future development of Wrangell-St. Elias National Park (WSE). Park Service data show that 
visits to WSE have been growing at 8.5 percent annually, from about 23,000 in 1985 to about 
40,000 in 1991. While this is a healthy growth rate, the 40,000 visits are less than one tenth the 
level of Denali visitation (592,000 in 1988). 

Currently the NPS is working towards two major enhancements to the high-volume or 
"front-country" visitor experience in Wrangell-St. Elias. First, progress continues on a 
partnership plan to acquire and stabilize the Kennicott mine properties (National Park Service 
1991b). The partnership plan proposes comprehensive land use planning for the entire Chitina
McCarthy road corridor and requests significant congressional funding. Second, the NPS and 
the Alaska DOT&PF are working on plans to upgrade the Chitina-McCarthy road, which is 
currently barely passable in an RV. The upgrade should be completed by the year 2000 if the 
project is funded. (Karen Wade, WSE Park Superintendent, 10/26/92). 
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These enhancements will not by themselves lead to major package tour activity in WSE 
park. Package tours need high-quality lodging. The INTRA report suggests that 250 beds of such 
lodging could be feasible in the McCarthy/Kennicott area in the near future 
(INTRA 1992, p. 159-161). But destination resort lodging in the park will compete for 
investment dollars with other lodge proposals, most notably on the south side of Mt. McKinley. 
We assume that development of WSE Park as a high-volume destination resort occurs in the 

HIGH case only, and is not completed until 2006. 

Question 4: How Much of Current Valdez Visitor Traffic Could Cordova Attract? 
While it is likely that road access to Cordova will increase to some degree the total number of 
Visitor days spent in Cordova and Valdez combined, it is almost certain that some road travel 
to Cordova would be diverted from Valdez. This diversion need not be in the form of complete 
trips: it could simply mean people spending less time in Valdez in order to visit Cordova. To 
the extent this occurs, the number of Visitor trips to Valdez need not decline even though the 
number of Visitor days does. Because economic impact depends largely on time spent in an area, 
we focus in this chapter on Visitor days spent in each area. The 1992 level of Valdez Visitor 
activity provides a clear upper bound on the initial level of Visitor days and Visitor spending 
which Cordova could expect with road access. 

We assume the levels of independent Visitor traffic on the Copper River Highway would 
be the same regardless of route. Under LOW and MID growth assumptions, Visitor traffic 
begins in year 1 at 25 percent of the 1992 Valdez level. As people become aware of the new 
destination and the statewide Visitor pool grows, independent traffic grows to 50 percent of the 
1992 Valdez level by year 5. In the HIGH cases traffic starts at 50 percent of the 1992 Valdez 
level and increases to 100 percent by year five. Traffic growth in the HIGH case is sustained 
by high statewide growth rates for VP Visitors in rented cars and for VFRs traveling with an 
Alaska resident. 

Specific Critical Assumptions About Package Tour Traffic 

Primary Cruise Ships ( > 1000 Passengers). These are the standard large "cruise ships" 

that currently dock at Juneau, Ketchikan, and Skagway. They are to be distinguished from the 
smaller secondary cruise ships and tour boats which we discuss below. 

After extensive consultation with the industry, we agree with the consensus among 
industry sources that primary cruise ships are not likely to call at Cordova soon, with or 
without a road. Because of its distance from Anchorage, Cordova can never be a terminus such 
as Seward or Whittier. And even with a deep water port in place, Cordova suffers from several 
disadvantages relative to its competitor ports such as Valdez. Cordova's chief physical 
disadvantage is its extra steaming distance from College Fjord (Bill Pedlar, Princess Tours, 
12/17/92). Its chief marketing disadvantage is its lack of quickly accessible high-volume 
attractions and name recognition (Eric Cohen, Holland America, 10/23/92). Although the 
Miles/Childs Glaciers are undoubtedly a world-class glacier attraction, cruise passengers coming 
to Prince William Sound are either fresh from Glacier bay, on their way to College Fjord, or 
both. Logistically, a bus trip to the million dollar bridge could barely fit into the four or five 
hour window of available shore time. Finally, it is important to remember that none of the 
critical factors affecting Cordova as a port of call will be changed by a road alone. Only the 
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combination of a road and aggressive Wrangell-St. Elias development is likely to substantially 
change the outlook for primary Cruise ship visits. For all these reasons, in the LOW and MID 
cases we project zero port calls by primary cruise ships with or without a road. 

In the HIGH case with Copper River Highway, Wrangell-St. Elias National Park 
becomes a major destination resort in year ten and at that time, one primary vessel begins 
stopping 8 times a year at Cordova as part of a one-way 7-day itinerary, dropping off 1,000 
passengers for a 4 hour visit and about 150 people for a tour into WSE and on to Anchorage. 
This occurs for all road cases, regardless of road route, because the main function of Cordova 
is to serve as a staging area (along with Valdez) so that visits to the destination resort in WSE 
can be smoothed out over time. The deep water dock is not assumed to be necessary for the 
large ship to dock, although it is likely to be in place by then. Between year 10 and year 20, 
total cruise passenger arrivals grow at the statewide growth rate. In year 20, an additional ship 
begins making 8 additional calls on top of existing traffic. 

Secondary Cruise Ships ( < 1000 Passengers). Secondary cruise ships are not small, 
typically averaging 500 passengers. These boats have longer itineraries, more eclectic 
passengers, and fewer infrastructure requirements. They boats typically do not put their 
passengers ashore onto overnight land tours. They would put people ashore to visit the million 
dollar bridge, or to flightsee farther north. Hence, the presence of the road has no positive 
impact on these boats and might have a negative impact, although we do not project such a 
negative impact. At least one secondary cruise ship company has expressed some tentative 
interest in scheduling Cordova as a port of call in the next few years (Mary Klughurst, 
McDowell Group, 1/14/93). 

In the LOW case, we assume zero port calls by these boats. In the MID case, two 500-
passenger boats begin stopping 4 times per season starting in year 5. Port calls then increase at 
the overall 4.3 percent cruise market growth rate. In the HIGH case, following the development 
of major amenities in WSE park, the secondary ships, which are now making 5 calls each by 
year ten, double their visits. They then grow again at 4.3%/yr. 

Tour Boats. Tour boats carry 100 to 150 passengers on day cruises. Current Valdez 
arrivals off 4 or 5 tour boats number about 12,000. About 7,000 of these people continue 
traveling by bus. This boat/bus combination also operates in reverse as tour bus arrivals feed 
tour boats. With no road, no one-way boat/bus tours are possible, but round trip boat trips from 
Valdez are. Stan Stephens, the leading charter boat operator in Valdez, tried them in 1992 and 
thinks they have good potential if marketed properly. But the three day length of these round 
trip tours seems to be a big drawback, compared with Valdez-Whittier offerings which can be 
completed from Anchorage in two days. 

In the LOW case there are zero tour boats without a road. In the MID and HIGH cases 
we project one 58-passenger cruising yacht entering the Cordova market in year 5 with 8 port 
calls, each part of a 7 to 10 day "around the Sound" itinerary. This type of high-end "eco
cruising" can tap into general enhancement of the WSE Park without the Copper River Highway, 
by using airplanes and/or rafts. This traffic occurs with or without a road, and grows at the 
relatively high growth rates projected for inde-package travel. 
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With a road, it is fairly certain that even under LOW assumptions at least one company 

would duplicate its Whittier-Valdez type tour and transport about 4,000 tourists on circle-type 

routes from Whittier and/or Valdez by year 5. (The underlying market segment for these Boat

Bus tours is the inde-package market which is projected by INTRA (1992, p 51) to grow at 10% 

per year.) Under MID growth assumptions the 4,000 tourist level is reached in year 1. In the 

HIGH case we assume faster growth and, for the Wood Canyon route only, that today's Valdez 

volume of 11,000 could be reached by year 5 and surpassed by year 10 when WSE's major 

infrastructure is in place and there are big cruise ships also feeding the buses. 

Bus-Bus Tours. Bus-Bus tours do not transfer people to or from boats. The current 

Valdez market size is about 3,400 visitors and 100 bus round trips. (Valdez CVB, Sandy 

Anacker 1/13/93). Without a road, there are no BUS-BUS tours, although there will likely be 
some expanded offerings of local bus tours to the million dollar bridge and back. 

With a road, the LOW and MID cases offer essentially the same time costs to tourists 
as tours to Valdez, if the tour comes through Glenallen. However, when WSE park remains 
undeveloped (LOW and MID cases), the lack of a man-made draw (suach as the TAPS terminal 

in Valdez) is important and in the LOW cases Cordova volume only reaches the 1992 Valdez 
level by year 10 and grows slowly after that. The MID cases assume the start-up to 3,400 

visitors by year 5, followed by slightly faster growth. In the HIGH case the routing of the 
road is assumed to be important. The Tasnuna and Tiekel routes offer no good connection 

between the well-developed WSE park and Cordova. Hence only in the HIGH case with Wood 

Canyon route does Cordova see the bus volumes associated with superior access and 

infrastructure at WSE. (While the Tiekel route might connect with a pioneer access road along 

the Wood Canyon route, we assume that such a pioneer road would not be passable by luxury 
motorcoaches.) 

Specific Critical Assumptions About Visitor Hunters and Anglers 

Currently, there are about 1,400 Visitors who come to Cordova to hunt and fish. The 

vast majority of these Visitors are anglers. Since these Visitors are already flying to Alaska from 

several thousand miles away, and since they already find it worthwhile to spend the money to 

fly to Cordova, we assume that this group would continue to fly to Cordova even if a road were 

available. While a road would certainly attract some additional Visitors to the region to hunt and 

fish, these additional Visitors are accounted for in our projections of overall Vacation/Pleasure 
Visitor levels. 
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Table 12.5: Summary of Critical Assumptions Affecting Tourism 

Transportation 
Alternative LOW assumptions MID assumptions HIGH assumptions 

Assumptions *Visitor markets grow 0-2%/yr *Visitor markets grow 1-5%/yr *Visitor markets grow 2-8%/yr 

Common to ALL • AK population grows 0%/yr • AK population grows 1 %/yr • AK population grows 3%/yr 

Transportation • Aggressive development of 

Alternatives Wrangell-St. Elias N.P. 

NO ACTION *No Cruise Ship Calls *2 500-pen.on ships *2 500-pen.on ships 

specific each stop 4 times/summer each stop 4 times/summer 

assumptions starting year 5 starting year 5 

*2 additional 500-person ships 

stop 4 times/summer starting yr 10 

*No Boat tours *1 58-pen.on boat stops 8 times •1 58-pen.on boat stops 8 times 

per summer, starting yr 5, per summer, starting yr 5, 

boat tour traffic then grows 4%/vr boat tour traffic then grows 9%/vr 

TASNUNA *Same as NO ACTION, plus: *Same as NO ACTION, plus: *Same as NO ACTION, plus: 

specific *No additional large cruise ships *No additional large cruise ships *8 Calls by 1000-passenger ship 

assumptions starting yr 10, then growing at 

6%/yr; plus 8 more ships in yr 20 

*150 Land tour Visiton. disembark 

each large cruiseship 

*Tour Boat/Bus Package Visitors *Tour Boat/Bus Package Visitors *Tour Boat/Bus Package Visitors 

grow to 4,000 by yr 5, then grow jump to 4,000 in yr 1, then grow jump to 4,000 in yr 1, then grow 

2%/yr 4%/yr 9%/yr 

*Bus/Bus Package visitors grow *Bus/Bus Package visitors grow *Bus/Bus Package visitors grow 

to 3,400 by yr 10, then grow 0%/yr to 3,400 by yr 5, then grow 1 %/yr to 3,400 by yr 5, then grow 1 %/yr 

• 51,508 AK resident trips in * 70,617 AK resident trips in • 136,330 AK resident trips in 

yr 1, then growing 0%/yr yr 1 then growing 1 %/vr vr 1 then growin2 3%/vr 

TIEKEL *Same as TASNUNA *Same as TASNUNA *Same as TASNUNA 

WOOD CANYON *Same as TASNUNA *Same as TASNUNA *Same as TASNUNA, EXCEPT: 

specific *Tour Boat/Bus Package Visitors 

assumptions jump to 4,000 in yr 1, grow to 

11,000 by yr 5, then grow 9%/yr 

*Bus/Bus Package visitors grow 

to 3,400 by yr 5, then double to 

6 800 by yr 10 then _grow 1 %/yr 

AMHS *Same as NO ACTION *Same as NO ACTION *Same as NO ACTION 
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Projected Traveler Days 

Using the critical assumptions discussed above, we projected traveler days for the 
following six traveler categories: 

Cruise Passengers (Primary cruise passengers only create 1/2 traveler day) 
Package Tour Visitors 
Hunters and Anglers (both Visitors and Alaskans) 
Non-Alaskan Visitors by Auto/Ferry 
AK Residents by Auto/Ferry 
Independent Arrivals by Air 

We summarize our projections of traveler days in Tables 12.6 and 12.7, which show 
projected traveler days for the No Action transportation alternative and the three highway 
alternatives. Since our projections under LOW and MID assumptions do not vary by route, 
Table 12. 7 shows all of our projections for the three highway alternatives. 

NO ACTION Alternative Projections 

Table 12.6 summarizes our projections of traveler days for the No Action transportation 
alternative. Total traveler days grow from a current level of about 8,000 to between 10,000 and 
41,000 by 2015. Under LOW assumptions, the only growth in Visitors results from slow growth 
in package tour visitors and independent arrivals by air. Under HIGH assumptions, cruise 
traveler days grow from 4,000 in the year 2000 to almost 20,000 in the year 2015, while 
travelers in all other categories also grow rapidly. Note that under the No Action alternative, 
travelers to Cordova continue to be primarily non-Alaskan Visitors. Alaska resident hunters and 
anglers and Alaska residents by auto/ferry make up only about one fourth of all travelers. 
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Table 12.6: Projected Traveler Days in Cordova Area 
under NO ACTION Transportation Alternative 

LOW Growth Assumetions 1990 1996 2000 2005 2015 

Cruise Passengers 0 0 0 0 0 

Package Tour Visitors 500 568 619 688 851 

Hunters and Anglers 2,721 2,809 2,787 2,727 2,676 

Non-AK Visitors by Auto/Ferry 1,436 1,436 1,436 1,436 1,436 

AK Residents by Auto/Ferry 359 371 368 360 353 

IndeQendent Visitors by Air 2,990 3,241 3,419 3,656 4,181 

Total Traveler Days 8,006 8,425 8,628 8,867 9,496 

MID Growth Assumetions 1990 1996 2000 2005 2015 

Cruise Passengers 0 0 4,000 4,937 7,522 

Package Tour Visitors 500 644 994 1,227 1,869 

Hunters and Anglers 2,721 2,926 3,043 3,095 3,472 

Non-AK Visitors by Auto/Ferry 1,436 1,515 1,571 1,643 1,797 

AK Residents by Auto/Ferry 359 386 402 408 458 

IndeQendent Visitors by Air 2,990 3,508 3,903 4,459 5,820 

Total Traveler Days 8,006 8,980 13,912 15,769 20,937 

HIGH Growth Assumetions 1990 1996 2000 2005 2015 

Cruise Passengers 0 0 4,000 10,493 19,790 

Package Tour Visitors 500 820 1,373 2,074 4,733 
Hunters and Anglers 2,721 3,120 3,523 4,091 5,425 
Non -AK Visitors by Auto/Ferry 1,436 1,617 1,750 1,933 2,356 

AK Residents by Auto/Ferry 359 412 465 540 716 

IndeQendent Visitors by Air 2,990 3,805 4,469 5,463 8,165 

Total Traveler Days 8,006 9,775 15,579 24,594 41,184 

[TOURISM2.WK3]TABLE12.6 
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Projections Under Highway Alternatives 

Table 12. 7 summarizes our projections of traveler days for the three highway 

alternatives. Total traveler days grow from a current level of about 8,000 to between 97,000 and 
452,000--a more than ten-fold increase with LOW assumptions and a more than forty-fold 

increase with HIGH assumptions. 

Note that in contrast to the No Action alternative, most of the growth in travelers, for 

all cases, is in visits by Alaska residents rather than non-residents. The number of traveler days 

of Alaska residents arriving by auto/ferry increases to between 45,000 (LOW assumptions) and 

230,000 (HIGH assumptions). 
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Table 12.7: Projected Traveler Days in Cordova Area 
Under Highway Transportation Alternatives 

All 3 Highway Alternatives with 
LOW Growth AssumJ!tions 1990 1996 2000 2005 2015 
Cruise Passengers 0 0 0 0 0 

Package Tour Visitors 500 568 6,299 8,497 9,714 

Hunters and Anglers 2,721 7,399 7,339 7,184 7,133 

Non-AK Visitors by Auto/Ferry 1,436 23,297 31,019 31,197 31,979 

AK Residents by Auto/Ferry 359 46,918 46,553 45,585 44,641 

Independent Visitors by Air 2,990 2,241 2,422 2,662 3,194 

Total Traveler Days 8,006 80,423 93,632 95,125 96,662 

All 3 Highway Alternatives with 
MID Growth AssumJ!tions 1990 1996 2000 2005 2015 

Cruise Passengers 0 0 4,000 4,937 7,522 
Package Tour Visitors 500 4,644 9,087 10,601 14,671 
Hunters and Anglers 2,721 7,516 7,817 7,950 8,918 
Non -AK Visitors by Auto/Ferry 1,436 27,683 36,097 37,966 44,103 

AK Residents by Auto/Ferry 359 66,027 68,672 69,840 78,338 
Independent Visitors by Air 2,990 2,508 2,863 3,401 4,634 
Total Traveler Days 8,006 108,378 128,537 134,696 158,185 

TASNUNA & TIEKEL Routes with 
HIGH Growth AssumJ!tions 1990 1996 2000 2005 2015 
Cruise Passengers 0 0 4,000 14,493 31,334 
Package Tour Visitors 500 4,820 10,297 15,210 31,276 
Hunters and Anglers 2,721 8,118 9,164 10,644 14,113 
Non -AK Visitors by Auto/Ferry 1,436 50,097 72,844 84,536 114,746 
AK Residents by Auto/Ferry 359 131,332 148,353 172,353 229,028 
Independent Visitors by Air 2,990 2,805 3,340 4,152 6,426 
Total Traveler Days 8,006 197,173 247,998 301,387 426,923 

WOOD CANYON Route with 
HIGH Growth AssumJ!tions 1990 1996 2000 2005 2015 
Cruise Passengers 0 0 4,000 14,493 31,334 
Package Tour Visitors 500 4,820 16,458 27,706 56,036 

Hunters and Anglers 2,721 7,710 8,704 10,109 13,404 
Non-AK.Visitors by Auto/Ferry 1,436 50,097 72,844 84,536 114,746 
AK Residents by Auto/Ferry 359 131,740 148,814 172,887 229,738 
Independent Visitors by Air 2,990 2,805 3,340 4,152 6,426 
Total Traveler Days 8,006 197,173 254,159 313,883 451,683 

Note: "Hunters and Anglers" category actually varies slightly by route under all sets of assumptions. 

These differences are not significant and do not affect the total of [Hunters and Anglers] plus [AK 

Residents], which total does not vary by route. 
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Comparison of Highway Alternatives to No Action Alternative 

Table 12.8 shows the impact of the Copper River Highway on total traveler days. The 
impacts presented in this table are obtained by subtracting projected traveler days with the road 
(in Table 12.7) from projected traveler days without it (No Action projections in Table 12.6). 
The number of additional traveler days with the Highway ranges from 72,000 to 187,000 in year 
1 and ranges from 87,000 to 410,000 in year 20. Under LOW, MID, and HIGH growth 
assumptions, the relative increase in traveler days due to the road is about the same -- a 7 .5-fold 
to 10-fold increase. 

Table 12.8 shows the most important conclusion to be drawn from this analysis: The 
increase in Alaska resident travel to Cordova is by far the dominant contributor to the 
overall increase in travel. While increased Visitor traffic is important and substantial, the levels 
of Visitor traffic are much lower than the range of uncertainty in the projections of future Alaska 
resident traffic. 

Projections for the AMHS (Enhanced Ferry) Alternative 

We project no change in non-Alaskan Visitor travel under the AMHS (enhanced ferry) 
transportation alternative. This conclusion is based on a comparison of probable growth in 
Visitor demand compared with existing capacity on the Bartlett. The comparison shows that 
there is sufficient capacity remaining on the Bartlett to handle Visitor ferry demand increasing 
at 2 percent per year and Alaska resident tourist ferry traffic increasing at 3 percent per year, 
through 2015. In reality, the addition of additional ferry capacity would probably lure some 
additional tourists to Cordova because of increased convenience and availability at the height of 
the season. However, the number of these additional travelers is too small to warrant explicit 
analysis. 

Projected Employment Impacts from Tourist Visits 

Below, we project the employment impacts resulting from the traveler projections 
presented above. In Chapter XVII, we combine the projected employment impacts of tourism 
growth with other kinds of employment impacts to examine the total employment impacts of the 
proposed transportation alternatives. 

Summary of Employment Impact Methodology 

We project the employment caused by additional tourist visits in two steps. First, we 
calculate employment impact multipliers for each of the six traveler types defined above. These 
impact multipliers, presented in Table 12.9, show the total number of jobs supported by the 
spending associated with 1,000 traveler days. The details of the derivation of these multipliers 
are discussed in Appendix P. Roughly speaking, the average daily spending of 1,000 tourists is 
sufficient to sustain between 1 and 4 average annual jobs. 
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Table 12.8: Additional Traveler Days Under Highway Alternatives 
Relative to NO ACTION Alternative 

All 3 Highway Alternatives with 
LOW Growth Assum~tions 1990 1996 2000 2005 2015 

Cruise Passengers 0 0 0 0 0 

Package Tour Visitors 0 0 5,680 7,809 8,863 

Hunters and Anglers 0 4,590 4,553 4,456 4,458 

Non-AK Visitors by Auto/Ferry 0 21,861 29,583 29,761 30,543 

AK Residents by Auto/Ferry 0 46,547 46,186 45,225 44,288 

Inde~endent Visitors by Air 0 (1,000) (997) (994) (987) 

Total Additional Traveler Days 0 71,998 85,004 86,258 87,166 

Percent Increase from NO ACTION 0% 855% 985% 973% 918% 

All 3 Highway Alternatives with 
MID Growth Assum~tions 1990 1996 2000 2005 2015 

Cruise Passengers 0 0 0 0 0 

Package Tour Visitors 0 4,000 8,094 9,374 12,802 

Hunters and Anglers 0 4,590 4,774 4,855 5,446 

Non-AK.Visitors by Auto/Ferry 0 26,168 34,527 36,324 42,307 

AK Residents by Auto/Ferry 0 65,641 68,271 69,432 77,880 

Inde~endent Visitors by Air 0 (1,000) (1,040) (1,058) (1,186) 

Total Additional Traveler Days 0 99,399 114,625 118,927 137,248 

Percent Increase from NO ACTION 0% 1107% 824% 754% 656% 

TASNUNA & TIEKEL Routes with 
HIGH Growth Assum~tions 1990 1996 2000 2005 2015 

Cruise Passengers 0 0 0 4,000 11,544 

Package Tour Visitors 0 4,000 8,924 13,136 26,543 

Hunters and Anglers 0 4,998 5,642 6,552 8,689 

Non-AK Visitors by Auto/Ferry 0 48,480 71,093 82,603 112,390 

AK Residents by Auto/Ferry 0 130,920 147,888 171,813 228,313 

Inde~endent Visitors by Air 0 (1,000) (1,129) (1,311) (1,738) 

Total Additional Traveler Days 0 187,398 232,419 276,793 385,740 

Percent Increase from NO ACTION 0% 1917% 1492% 1125% 937% 

WOOD CANYON Route with 
HIGH Growth Assum~tions 1990 1996 2000 2005 2015 

Cruise Passengers 0 0 0 4,000 11,544 

Package Tour Visitors 0 4,000 15,085 25,632 51,303 

Hunters and Anglers 0 4,590 5,181 6,018 7,979 

Non-AK.Visitors by Auto/Ferry 0 48,480 71,093 82,603 112,390 

AK Residents by Auto/Ferry 0 131,328 148,349 172,348 229,022 

Inde~endent Visitors by Air 0 (1,000) (1,129) (1,311) (1,738) 

Total Additional Traveler Days 0 187,398 238,580 289,289 410,500 

Percent Increase from NO ACTION 0% 1917% 1531% 1176% 997% 

Note: Numbers in this table obtained by subtracting Table 12.6 (NO ACTION) from Table 12.7 (Highway Alternatives) 

Note: "Hunters and Anglers" category actually varies slightly by route under all sets of assumptions. 

These differences are not significant and do not affect the total of [Hunters and Anglers] plus [AK 

Residents], which total does not vary by route. 
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Table 12.9: Average Annual Jobs per Thousand Traveler Days 

TravelerT e 
Cruise Passengers 
Package Tour Visitors 
Hunters and Anglers 
Non-AK Visitors by Auto/Ferry 
AK Residents by Auto/Ferry 
lnde endent Visitors b Air 

Average 
$ Spent 
erDa 

56 
163 

58 
61 
49 
84 

Average 
Jobs per 
$ Million 

S ent 
15 
23 
21 
21 
21 
20 

Derived from typical visitor expenditure patterns and labor/sales ratios. 

See Appendix P for details. 
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Projected Additional Employment from Highway Alternatives 

Jobs per 
Thousand 
Traveller 

Das 
0.8 
3.7 
1.2 
1.2 
1.1 
1.7 

Table 12.10 shows the projected additional employment from highway alternatives 

relative to the No Action alternative. Although Alaska resident tourists probably spend 

significantly less per person per day than package tour Visitors, their spending still accounts for 

the majority of new tourism jobs resulting from the Copper River Highway. Under HIGH 

assumptions, we project significant numbers of additional package tour Visitors, whose daily 

spending creates almost 4 times the jobs created by Alaska residents'. In this HIGH case, 

package tour Visitors create almost as many additional jobs as Alaska resident tourists, even 

though they account for only one quarter of the additional traveler days. 

The additional employment from the Tasnuna and Tiekel alternatives is the same as that 

presented for the Wood Canyon alternative except in the HIGH case, where it is slightly less, 

corresponding to slightly lower projections of bus tour traveler days for these routes. 

Since this chapter has projected significant numbers of additional jobs due to additional 

tourist trips to Cordova, it is important to interpret the projections with some caution. First, 

none of the projected jobs represents an additional job for the State of Alaska as a whole, 

because the Highway is assumed to have no effect on the total number of Visitor days in Alaska. 

Every additional job due to Visitors or to Alaska Resident tourists is, by definition, diverted 

from somewhere else in Alaska. In practice, this means that other areas of Alaska would not 

grow as fast with the Copper River Highway as they would without it. It may also mean that 

Alaska residents spend less in remote communities than do Visitors. For example, Anchorage 

residents are more likely to stock up on food before heading to Cordova than a Visitor coming 

from Tok and Glenallen. 
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Table 12.10: Additional Tourism Employment Under Highway Alternatives 
Relative to NO ACTION Alternative, by Type of Tourist 

All 3 Highway Alternatives with 
LOW Growth Assumetions 1990 1996 2000 2005 2015 

Cruise Passengers 0 0 0 0 0 

Package Tour Visitors 0 0 21 29 33 

Hunters and Anglers 0 6 6 5 5 

Non-AK.Visitors by Auto/Ferry 0 27 37 37 38 

AK Residents by Auto/Ferry 0 49 49 48 47 

Independent Visitors by Air 0 (2) (2) (2) (2) 

Total Additional Employment 0 80 110 117 121 

Percent Increase from NO ACTION 0% 612% 814% 830% 780% 

All 3 Highway Alternatives with 
MID Growth Assum~tions 1990 1996 2000 2005 2015 

Cruise Passengers 0 0 0 0 0 

Package Tour Visitors 0 15 30 35 47 

Hunters and Anglers 0 6 6 6 7 

Non-AK.Visitors by Auto/Ferry 0 33 43 45 53 

AK Residents by Auto/Ferry 0 69 72 73 82 

Independent Visitors by Air 0 (2) (2) (2) (2) 

Total Additional Employment 0 121 149 157 187 

Percent Increase from NO ACTION 0% 855% 759% 703% 625% 

TASNUNA & TIEKEL Routes with 
HIGH Growth Assumetions 1990 1996 2000 2005 2015 

Cruise Passengers 0 0 0 3 10 

Package Tour Visitors 0 15 33 49 98 

Hunters and Anglers 0 6 7 8 11 

Non-AK Visitors by Auto/Ferry 0 60 89 103 140 

AK Residents by Auto/Ferry 0 138 156 181 241 

Independent Visitors by Air 0 (2) (2) (2) (3) 

Total Additional Employment 
Percent Increase from NO ACTION 

WOOD CANYON Route with 
HIGH Growth Assum:etions 1990 1996 2000 2005 2015 

Cruise Passengers 0 0 0 3 10 

Package Tour Visitors 0 15 56 95 190 

Hunters and Anglers 0 6 6 7 10 

Non-AK Visitors by Auto/Ferry 0 60 89 103 140 

AK Residents by Auto/Ferry 0 139 157 182 242 

Independent Visitors by Air 0 (2) (2) (2) (3) 
Total Additional Employment 1,990 218 305 388 588 

Percent Increase from NO ACTION 16143% 1391% 1335% 1156% 1013% 
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Third, our spending projections are based on an average stay of one full day in the 
Cordova area. To the extent that the average tourist spends less than one full day in Cordova, 
her spending will be spread out along the road on which she is traveling. This issue could be 
important under the Tasnuna alternative. Many tourists might elect to spend a night in Valdez 
and make only a day trip to Cordova, especially if lodging is difficult to obtain in Cordova. 

Comparison of Projected Impacts to Perceived Impacts 

As discussed in the Social Impacts volume of this study, Cordovans perceive that the 
Copper River Highway will significantly increase the numbers of cruise ships, tourists, and 
charter boats. Participants in the tourism focus group represented businesses serving the current 
small flow of tourists to Cordova. These people, almost by definition, serve a different clientele 
than that which would appear with a road. Because they currently benefit from the atmosphere 
and recreation opportunities which a roadless Cordova offers to their clientele, they naturally 
feel that they have more to lose than to gain from the road. 

Broadly speaking, focus group participants expect and fear major structural change in the 
tourism economy, with personalized experiences being crowded out by package tours and 
pressure on fish, game, and recreational resources. Our projections suggest that the expectation 
of structural change is well-founded, on average. That is, with a road, the overall character of 
tourists will be dominated by individuals driving to town. Our projections show that the number 
of cruise ship and package tour visitors is likely to be small relative to the number of 
independent arrivals by road under all scenarios explored. We can also say that if current 
tourism activity continues after a road is built, it will be barely observable among the dominant 
signs of automobile-based travel. 

What we cannot say is whether current tourism operations would in fact be crowded out 
by a road. On the one hand, pressure on natural resources is projected to increase, leading 
eventually to a lower quality hunting and fishing experience. On the other hand, the breadth of 
tourism-based businesses in road-connected communities such as Seward and Homer suggests 
that there are plenty of market niches available in an auto-dominated tourism market. 

Overall, Cordovans seem to think that with a road, package tour operations and cruise 
ships would dominate the tourism economy to a greater extent than our projections indicate. 
They do seem to feel, however, that the majority of new tourist visits would be made by 
individuals arriving in automobiles and RVs. Our projections support this view of the future 
should a road be built. 
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xm. IMPACTS ON HUNTING, FISHING AND OUTDOOR RECREATION 

Summary of Major Findings 

The Copper River Delta is an area of high biological productivity. Its world-renowned 
hunting and fishing opportunities currently attract three to four thousand sportsmen to the 
Cordova area each year from other parts of Alaska, the U.S., and foreign countries. 

Construction of a Copper River Highway would significantly reduce access costs to the 
Copper River Delta area for many Alaska residents. We project that this would lead to a 
significant increase in hunting and fishing trips--a two to three-fold increase--in all roaded 
alternatives. Since all the new anglers and hunters would be non-local residents, Cordova 
residents would face substantial increased competition for fish and game. 

Despite the scale of the increase in hunting and fishing trips, Cordova will remain a 
remote site for urban Alaska sportsmen, even after construction of a road. Consequently, the 
intensity of use and competition for resources is unlikely to approach the levels currently seen 
in areas such as the Kenai Peninsula that are much closer to Anchorage. 

An estimated three-fourths of the increased fishing effort would target coho salmon and 
halibut. Fishing pressure on coho stocks, especially in the Eyak River, might make it more 
difficult for Cordova residents to harvest salmon for personal use. They might have to travel 
farther to harvest coho, or switch to another species--sockeye salmon, for instance--to obtain 
adequate amounts of traditional food supplies. 

The largest impact on big game hunting around Cordova would be in the number of non
local Alaskans applying for moose hunting permits. We estimates that number would increase 
by 20 to 23 percent. Cordova moose hunters would make up only 68 percent of those applying 
for moose permits in the region after a highway was built, compared with 83 percent today, if 
the Department of Fish and Game continued the current management system. That change would 
mean some Cordova residents who depend on moose for traditional food supplies might be 
unable to get hunting permits. 

Building a road along the Wood Canyon route would not by itself result in a large 
increase in the number of people fishing in the dipnet and fish wheel fisheries near Chitina. This 
fishery is already accessible by road as far south as dipnetting is allowed, and already sees heavy 
use. Chitina is a long way from Anchorage and Fairbanks, and it seems unlikely that the 
highway would cause additional large numbers of people to travel there just to fish. Certainly 
additional travelers would pass by the dipnet area if the highway were built. But the increased 
pressure from Copper River Highway travelers who wanted to dipnet fish would be partially 
offset because some of those who currently fish at Chitina would likely instead drive down the 
highway to fish with rod and reel near Cordova. 
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Introduction 

In this chapter we discuss the effects of the proposed Copper River Highway on hunting, 
fishing, and other outdoor recreation and subsistence activities. We focus here on describing, 
analyzing, and projecting outdoor recreational and subsistence activities of Cordova residents and 
other Alaskans who visit the region. We have four broad objectives in this chapter: 

(1) Summarize existing pattern of use of the area by Cordova and other Alaska 
residents; 

(2) Discuss how the general pattern might change under the alternative transporta
tion scenarios; 

(3) Provide quantitative estimates of additional recreational visits to the Cordova 
area; 

(4) Discuss in general terms how use of a Copper River Highway might affect 
hunting and fishing activities in other parts of Alaska. 

We first discuss issues in the definition of types of resource-gathering activities. Then 
we discuss the effects of transportation alternatives on fishing, waterfowl hunting, and big game 
hunting, and other resource-consumptive activities, respectively. Finally, we examine how 
transportation alternatives may change the pattern of non-consumptive outdoor recreation in the 
region. Appendix N provides technical details of our methodology for this analysis. 

Several subjects related to hunting, fishing and outdoor recreation are discussed in other 
parts of this report. In Chapter XII, which discusses tourism, we discuss the activities of 
visitors to Alaska from other states or foreign countries, who also include hunting, fishing and 
outdoor recreation (except subsistence) in their itineraries. We project economic impacts of 
changes in hunting, fishing and outdoor recreation in Chapter XVII. Effects of these activates 
on the environment are discussed separately in the Environmental Impact Statement. 

Combined Analysis of Sport, Personal Use, and Subsistence Activities 

In theory, one may distinguish the concept of sport hunting and fishing--engaging in a 
recreational pastime, from subsistence hunting and fishing--participating in customary and 
traditional activities related to harvest, distribution, and consumption of natural resources. 
Clearly, trophy hunting and catch-and-release fishing are examples of sport activities. However, 
when a major objective of most sport hunters and fishermen is to procure food, and when 
subsistence hunters and fishermen purchase the same equipment and travel by the same means 
to the same sites, the distinction between sport and subsistence becomes blurred. The Alaska 
Department of Fish and Game has further blurred the distinction by creating the so-called 
personal use fisheries as an intermediate category between sport and subsistence. For Alaska 
residents--the subject of this chapter--these terms have only a legalistic meaning (and that one 
under litigation). 
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Cordova residents' harvest and use of fish and game is very high (Stratton 1989, 1992). 
Over 85 percent of Cordova households contained at least one individual who fished in 1988. 
Big game hunters were present in 59 percent of households, and waterfowl hunters in 31 
percent. Total harvest in 1988 amounted to about 150 pounds per person of fish, 50 pounds of 
game, and four pounds of waterfowl per person (Stratton 1992: 33-36). For many Cordovans, 
sport, personal use, and subsistence activities are intertwined. 

Alaskans who are not local residents may also view Cordova as a potential site for 
obtaining fish and game for food. As a practical matter, it is difficult if not impossible to 
distinguish among types of hunting and fishing activities in the available data on participation. 
Consequently, we discuss hunting and fishing in this chapter largely ignoring distinctions 
between sport, personal use, and subsistence activities. 

We discuss outdoor recreation activities in two categories: resource consumptive and non
consumptive. We do not address subsistence as a separate resource-consumptive outdoor 
activity. However, our data and analysis of hunting and fishing activities--the major categories 
of subsistence activities likely to be affected by construction of the Copper River Highway-
include subsistence harvest and effort. 

The Environmental Impact Statement does review subsistence activities in the region, and 
specifically discusses the potential impacts of the highway on subsistence. 

Summary of Data Sources and Methodology 

Our analysis of recreational impacts relies heavily on primary data from two main 
sources: (1) surveys collected by or for the Alaska Department of Fish and Game, and (2) ISER 
surveys conducted in fall 1992. We use the travel cost method to project changes in hunting and 
fishing trips to the Cordova area if the highway is constructed. The travel-cost method makes 
use of the pattern noted in survey data that recreationists make more trips, or are more likely 
to visit a site with a given set of characteristics if it costs less to get there. 

Copper River Dipnet and Fishwheel Salmon Fisheries 

Over the last decade, between 6,000 and 7,500 participants have harvest around from 
50,000 to over 100,000 salmon each year, mainly sockeye, in the Copper River dipnet and 
fishwheel salmon fisheries. Stratton (1982) reported that about one-half the roughly 600 
fishwheel permit-holders and 98 percent of 5500 dipnetters in 1982 were not Copper River Basin 
residents. Most were from Anchorage or Fairbanks. The proportion of non-local participants has 
remained high in recent years. 

Would construction of the Copper River Highway, particularly the Wood Canyon route, 
attract many more participants into the dipnet fishery? If this were to happen, the increased 
fishing pressure might cause the Alaska Department of Fish and Game (ADF&G) to reduce the 
length of openings or take other measures to limit effort that would adversely affect local 
residents who depend on these fisheries for food. 
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We believe that such an impact is unlikely. The main reason is that the Copper River 
dipnet fishery is already accessible by road as far south as dipnetting is allowed (Haley Creek). 
Construction of the Copper River Highway would only increase pressure on the dipnet fishery 
if it caused people who do not presently participate in the fishery, and who were attracted by 
recreational opportunities along the highway route or in Cordova, to also participate in dipnet 
fishing. 

But it is unlikely that this would lead to significant increases in dipnet fishing pressures, 
for two reasons. First, those travelers to Cordova who are mainly interested in the sport of 
fishing are unlikely to be attracted into the dipnet fishery. Second, the increased pressure from 
those travelers who would also be interested in dipnet fishing, but are not presently participating 
in the dipnet fishery, is likely to be offset by the reduced pressure from those travelers who are 
presently participating in the dipnet fishery but would instead travel along the highway or to 
Cordova to go sport fishing. 

Anchorage and Fairbanks households that participate in the Chitina dipnet fishery are 
those that are willing to drive long distances to obtain salmon for food using their own labor. 
These households would also be attracted to the abundant sport fishery resources of the Copper 
River Delta, for the same reason. In technical terms, dipnetting at Chitina or rod and reel 
fishing near Cordova are substitutes, not complements for these households. Construction of the 
Wood Canyon route might increase the number of participants in the dipnet fishery somewhat, 
as fishing households stop over in Chitina for some casual 1 dipnetting on the way to or from 
Cordova. But it would also be likely to reduce slightly the average length of time spent fishing 
and the number of fish caught per participant. 

Chitina is too far from the travel route to Cordova for the dipnet fishery to be a factor 
in trips to Cordova if the highway is built along either the Tasnuna or Tiekel routes. We 
conclude, therefore, that the Copper River Highway would be unlikely to alter the existing 
dipnet fishery significantly. Highway construction would, however, improve access by Copper 
River Basin and other Alaska residents to the fishery resources of the Copper River Delta. We 
discuss this impact next. 

Non-Commercial Fishing 

With the exception of the dipnet and fishwheel fishery discussed above, turbidity of the 
Copper River and its major tributaries is likely to discourage sport fishing along all three 
proposed highway routes. Sport fish resources in isolated small, clear streams and lakes 
upstream of Miles Lake are very small relative to the productive wetlands of the Copper River 
Delta and the saltwater fisheries of Prince William Sound. We focus, therefore, on the impacts 
of changes in access to the latter sport fishing sites. 

1 By 'casual' we mean a dipnetter who is making a trip for reasons other than fishing, and 
is dipnetting in the Copper River merely because it happens to be convenient. Casual dipnetters 
would not make a trip for the sole purpose of fishing, put less time into dipnetting, and enjoy 
lower success rates than average. 
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Cordova Area Non-Commercial Fisheries 

Survey data from the ADF&G Sport Fish Division indicate that Cordova is a popular site for rod and reel fishing. In 1991, area fisheries attracted around 4,000 anglers who spent a total of 17,600 days fishing (Mills 1992). Figure 13.1 shows that Cordova residents represented only about one-third of the area anglers. Nearly one-third of the anglers were residents of other Alaska communities, and the remaining third were not Alaska residents. 

Participation by Cordova residents corresponds to over three-fourths the adult population of Cordova, confirming the high fishing participation rates found by Stratton (1992). Although Cordova residents accounted for only about a third of the number of anglers, they accounted for one-half the total fishing effort (9,000 angler-days), as shown in Figure 13.2. Residents of other U.S. states accounted for 27 percent of the fishing days (4700 days), while other Alaska residents spent the least time fishing--3400 days, or 19 percent of the total. 

While fishing occurs at many sites near Cordova and on the Copper River Delta, two sites--Eyak River and fishing from boats (as distinct from shoreline angling) in Orea Inlet-account for the majority of the fishing effort. Figure 13.3 shows how the number of fishing days has varied over time for these two sites. The large effort for Eyak River in 1989 is likely to be related to the EXXON Valdez oil spill. Many area residents were unable to work in the commercial fisheries or obtain food from Prince William Sound that year, and turned to sport fishing as a source of food as well for a recreational pastime. 

Figure 13.4 shows the distribution of Cordova area sport fish harvest by species in 1990 and 1991. Coho (silver salmon) is by far the most important species, with an annual harvest of four to five thousand fish. Halibut and Dolly Varden are also important species. Of note is that the chinook (king salmon) fishery is very small; most of these fish are caught in Prince William Sound, despite the large Copper River runs accessible to Cordovans and visitors along the existing road segment. 

Travel-Cost Method for Analysis of Sport Fishing 

We analyze and project the effects of transportation alternatives to Cordova using the travel-cost method. The travel-cost method assumes that the likelihood of taking a recreational trip, or the number of trips taken, depends on the cost of travel to the site and on other factors such as the cost of travel to substitute sites. The more costly it is for residents of particular communities to get to Cordova area sites, the less frequently they will travel there. One can use the travel-cost method to project how linking Cordova to the highway system via Copper River Highway alternatives would increase the number of trips, based on how the highway changes the cost of travel to Cordova. The method assumes that as travel to Cordova becomes cheaper, participation rates in Cordova area sport fisheries will become less like participation rates in Alaska communities which are distant from population centers, and more like participation rates in communities which are closer and cheaper to travel to. 

For sport fishing, two alternative applications of the travel cost method are available. The "simple" travel-cost model looks at travel rates to a single site--in this case Cordova area 
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Figure 13.1 
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fisheries--from communities of varying distance away from Cordova and of varying distance 
away from substitute sites. The "multiple-choice" model, on the other hand examines the 
likelihood of taking a trip to any one of several destinations, depending on the travel cost to each 
alternative and factors affecting its desirability. We describe technical details of these travel cost 
methods and our calculations in Appendix N. 

We project the effects of connecting Cordova to the Alaska highway system on Alaska 
resident fishing using each of the methods. Then we discuss the implications of these results for 
projections for the various transportation alternatives. With both models, we project that road 
construction will only affect fishing trips from road-accessible Alaska communities. We also 
assume that road construction will not increase the number of sportsmen who fly into remote 
sites east of the Copper River. 

Effects of Road Construction With the Simple Travel-Cost Model 

Table 13.1 shows the projected effects of road construction using the simple travel-cost 
model, under the assumptions about road distances and travel costs discussed in Chapter IX. 
Appendix N contains a description of the data and equation used to project these effects. The 
projections range from 6700 additional anglers in the Wood Canyon alternative to around 8000 
for the Tiekel route. These figures imply that the proportion of the Anchorage and Fairbanks 
population that would travel to Cordova to go fishing after the Copper River Highway was built 
would rise to be roughly equal to the proportion of Valdez residents who currently go fishing 
in Cordova using the ferry. The biggest difference among the routes, as one might expect, 
comes from the estimated number of Valdez residents. Nearly three times as many anglers from 
the Valdez would travel to Cordova under the Tasnuna alternative as under the Wood Canyon 
alternative. The Tiekel route has the largest total impact, however, because its lower cost attracts 
more anglers from Anchorage and Fairbanks. 

Table 13.1. Projected Change in the Annual Number of Sport Fishermen 
Visiting Cordova Using Simple Travel-Cost Model 

Highway Route 

Wood Canyon Tiekel Tasnuna 

Mat-Su 790 898 737 

Anchorage 2771 3216 2553 

Fairbanks 2528 2841 2374 

Kenai Peninsula 134 156 124 

Valdez 494 1059 1311 

Other Alaska 0 0 0 

Total 6717 8170 7098 

Source: see Appendix N. 
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Effects of Road Construction With the Multiple-Site Model 

Jones and Stokes (1987) estimated a multiple-site travel-cost model for Alaska resident 
fishing trips as part of a comprehensive study of sportfishing in Southcentral Alaska. They 
estimated the model from surveys of angler expenditures and participation taken over the 1986 
fishing season. Their model is extremely complex, but the relevant finding for our study is that 
they also found that anglers strongly preferred to fish in sites with lower travel costs. 

Table 13.2 shows estimates for the change in the number of fishing trips to Cordova over 
a season (summer only) for Anchorage-Mat-Su and Fairbanks residents derived from Jones and 
Stokes (1987), assuming that the Tasnuna alternative is constructed. Details of the computations 
are shown in Appendix N. The total number of trips is about one-fourth as many as computed 
with the simple travel-cost model for Anchorage-Mat-Su anglers, and one-seventh as many for 
Fairbanks anglers (assuming no Anchorage or Fairbanks angler takes more than one fishing trip 
to Cordova per year). These projected effects differ little among the three road alternatives. 

Table 13.2. Projected Change in the Annual Number of Sport Fishing Trips to 
Cordova Using Multiple-Site Travel-Cost Model 

Target Species Anchorage & Mat-Su 

King Salmon 21 

Red Salmon 21 

Silver Salmon 275 

Pink Salmon 18 

Rainbow Trout 18 

Dolly Varden 40 

Other Freshwater 64 

Halibut 147 

Other Saltwater 39 

No Target Species 179 

Total trips 821 
Source: see Appendix N. 
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55 
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The two travel cost models are estimated using different estimation methods and different 
data, but there is no easy answer as to why they provide such different results. The complexity 
of the multiple-site model allows it to represent the choices of anglers more accurately. The 
Jones and Stokes survey data and estimation method also focus on trips taken specifically for 
sport fishing by urban anglers visiting roaded sites. However, particular aspects of Cordova as 
a destination are not included in the model, and trips taken primarily for other purposes besides 
fishing but which include some fishing activities may not be fully considered. The simple travel 
cost model focuses on Cordova fishing trips, but addresses other fishing alternatives only by 
taking into a account a single substitute site (Seward). Both modeling approaches have their 
strengths. We have no reason to believe that one is more likely to overestimate or underestimate 
Cordova fishing trips than the other. 

Projection of Effects 

The two travel-cost models provide independent estimates of the effect of a Copper River 
Highway on sport fishing in Cordova by Alaska residents. One estimate projects an increase of 
between 6,700 and 8,000 anglers, depending on the route; the other projects around 1,500 new 
anglers, taking into account other Alaska communities besides Anchorage and Fairbanks. We 
conclude that the number of anglers making fishing trips to Cordova will at least double, and 
may increase sixfold over current levels. Since Cordova is already well-known as a fishing site, 
the full impacts are likely to occur within the first two or three years after the road is opened. 

These estimates suggest that total fishing effort in the Cordova area may increase by a 
factor ranging from 1.5 to 3. Table 13.2 derived from Jones and Stokes (1987) provides 
information on what fisheries are most likely to be the target of this new fishing effort. Silver 
salmon, halibut, and no particular target together account for nearly three-fourths of all new 
fishing trips from urban Alaska residents. King salmon, sockeye, and pink salmon fishing-
important species for the local commercial fishing industry--attract few anglers, because more 
productive sites (Kenai River, for example) are closer. We therefore anticipate little impact on 
the commercial fisheries of the increased angler effort. 

On the other hand, fishing pressure on coho stocks, particularly in the Eyak River, may 
affect Cordova residents' ability to harvest salmon for personal use. Although the overall fishery 
resources of the Copper River Delta are sufficient to withstand the increase in sport fishing 
pressure, Cordova households may have to travel farther or switch to other species, for example, 
sockeye, to obtain traditional food supplies. 

The multiple-site travel-cost model of Jones and Stokes (1987) provides another useful 
estimate of the degree to which the lowered cost of Cordova fishing causes anglers to take more 
fishing trips overall. As shown in Appendix N, we estimate using the Jones and Stokes 
coefficients and data that 38 percent of the additional fishing trips to Cordova generated by the 
highway alternatives are new fishing trips, while 62 percent are reallocated from other fishing 
sites. Road construction is likely to divert at least 1,000 anglers, and possibly as many as 5,000, 
from other areas. The majority of these reallocated trips are likely to come from the Kenai 
Peninsula. Fishing crowds may decrease in places like Seward and the Kenai River fisheries, 
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particularly later in the season when coho fishing is best in Cordova. The Seward Silver Salmon Derby in particular might be adversely affected. 

A transportation alternative featuring improved ferry service will not lower the cost or shorten the travel time for non-local residents. Our analysis of travel costs showed that Anchorage and Fairbanks residents making fishing or hunting trips to Cordova would save money as well as time by flying. Fishing trips can already be planned to accommodate the existing ferry schedules. Increased ferry frequency is therefore unlikely to increase the number of anglers or otherwise affect fishing opportunities in the Cordova area. 

Big Grune Hunting 

Data on big game hunting are collected by ADF&G game management units (GMUs). Cordova lies in GMU 6, which includes Prince William Sound, the Copper River Delta, and the coastal area east of the Copper River Delta as far as Icy Bay. The Copper River Delta lies in two subunits: 6B (east of the Copper River) and 6C. Big game hunted in the Cordova area, the Copper River Delta, and adjacent areas along the Copper River Highway routes include moose, deer, black bear, brown bear, goat, and sheep. We discuss the effects of transportation alternatives on hunting for each of these species. 

Moose 

Figure 13.5 shows that total moose harvest, including estimated illegal and accidental kills, ranged between 128 and 182 animals from 1984 to 1990. Most of these moose are hunted in unit 6A, east of the Copper River Delta, which is only accessible by air. As mentioned above, we believe that hunters who fly in to remote sites are unlikely to use the road to travel to Cordova. Moose harvest in the road-accessible subunits 6B and 6C is much smaller. 

In 1988, 123 hunters attempted moose hunting in units 6B and 6C, but only 39 were successful (Morgan 1990). Figure 13.6 shows that all but three of these successful hunters were "local residents." The term local resident means that they resided in GMU 6, which includes Valdez and other Prince William Sound communities as well as Cordova. Stratton (1992) reports, however, that ten percent of Cordova households harvested moose in 1988, a figure that would be at least twice as large. Morgan (1990) estimates that the illegal harvest in these two subunits that year was only three animals. The remaining moose harvest for Cordova residents occurs mainly in other areas of GMU 6. 

In recent years, the demand for moose hunting in subunits 6B and 6C has exceeded the supply. Hunting has been open only by registration or drawing, with only Alaska residents eligible for permits. Cordova residents wishing to hunt in these nearby areas must compete in the drawing with residents of other Alaska communities. In 1990, 205 hunters applied for moose permits in these two subunits. 170 of these applicants were Cordova residents (83 percent of the total), 10 were Valdez residents (5 percent), and the rest were from Anchorage and other urban communities in Alaska. Presumably, anyone who applies for a permit would be willing to hunt if successful in the drawing, so one may use the travel cost method to project how the number of permit applicants might change if the travel cost to Cordova were reduced. 
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As shown in Appendix N, we estimated a simple travel-cost relationship from data on 
these 205 permit applicants. Using the travel-cost estimates as a guide, we project that 
construction of the Copper River Highway would increase the number of moose permit 
applicants by around 22 to 24 percent, depending on which route was selected. The increase is 
smallest for the Wood Canyon route due to the change in participation by Valdez residents. 
Cordova hunters would fall from 83 percent of permit applicants to 68 percent. With a random 
draw, 26 fewer Cordova residents would obtain permits. They would be displaced mainly by 
Anchorage and Fairbanks hunters, and in the Tasnuna and Tiekel routes, by Valdez hunters. 

Deer 

Sitka Deer are present in the Copper River Delta, but are hunted mainly along the coast 
of Prince William Sound. Deer harvest fluctuates greatly from year to year, reflecting population 
shifts and weather conditions affecting hunter success. Prince William Sound deer populations 
declined following the EXXON Valdez oil spill, but now appear to be recovering (Abbot 1991). 
Figure 13.7 shows the distribution of GMU 6 legal deer harvest by region for 1987 and 1989. 
In 1987, roughly three fourths of the 2800 were harvested on the large islands--Montague, 
Hinchinbrook, and Hawkins--in Prince William Sound. In the spill year of 1989, less than 2,000 
deer were harvested, and 84 percent were taken from these three islands. Cordova residents 
participate heavily in deer hunting, with 56 percent of households containing an individual who 
hunted deer in 1988 (Stratton 1992: 34). 

We analyzed the cost of access to these islands by boat and float plane from Valdez, 
Whittier, Seward, and Cordova. We concluded that, except for Hawkins Island and the extreme 
eastern corner of Hinchinbrook Island, the added cost of driving to Cordova is approximately 
the same or higher than the reduction in access cost by boat or plane. Construction of the 
Copper River Highway, then, is unlikely to lead to a significant change in deer hunting patterns 
or hunting pressure, because the main productive hunting areas will not be not road-accessible. 

Figure 13.7 
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Black Bear 

Figure 13.8 shows that the number of black bears killed each year in the Cordova area has ranged between 17 and 29 since 1984. Black bear are also found along the mainland coast of Prince William Sound and on some islands. Figure 13.9 shows that the northeast part of the Sound--from Port Fidalgo to Cordova--accounted for only 11 percent of the black bear harvested in subunit 6D in 1987. Construction of the Copper River Highway is unlikely to lead to a significant change in hunting patterns for Prince William Sound black bears for the same reason discussed above for deer hunting. 

Black bear in GMUs 6B and 6C, however, may face increased hunting pressure if this area becomes road-accessible to urban Alaska hunters. During the 1989-1990 hunting season, 60 hunters pursued black bear in these units, including 22 Cordova residents, 14 non-Alaska U.S. residents and 8 foreign citizens. We estimated a simple travel cost model from these data, as shown in Appendix N. Using these results, we project that construction of the Copper River Highway would increase the number of Cordova area black bear hunters by around 15 percent (9 hunters) for all highway routes. The increase is relatively small because of the large share of non-Alaska residents participating in this particular hunt. These hunters are unlikely to use the road to travel to Cordova. 

Brown Bear 

Figure 13 .10 shows that the number of brown bears killed in the Cordova area is about one-half as large as the number of black bears, ranging between 10 and 15 since 1988. Brown bear are also found on the large islands of Prince William Sound and in interior areas of GMU 6D. Figure 13.11 shows that 16 bears (46 percent of brown bear harvested in subunit 6D) were taken on these islands in 1987. Construction of the Copper River Highway is unlikely to lead to a significant change in hunting patterns for Prince William Sound brown bears for the same reason discussed above for deer hunting. 

Brown bear resident in GMU s 6B and 6C, however, may face increased hunting pressure if the Copper River Highway connects this area to the Alaska road system. During the 1989-1990 hunting season, 34 hunters pursued brown bear in these subunits, including 9 Cordova residents, 18 residents of other states, and 8 foreign citizens. We estimated a simple travel cost model, as described in Appendix N. 

Using the estimated travel-cost equation as a guide, we project that construction of the Copper River Highway would increase the number of Cordova area brown bear hunters by an average of 1.4 hunters annually for all highway routes. This insignificant increase is due to the fact that most brown bear hunters in the Cordova area are either local residents or not Alaska residents. As above, we presume that these non-Alaska hunters are unlikely to use the road to travel to Cordova. 
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Figure 13.8 
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Figure 13.10 
Number of Brown Bears Killed in Sport 
or Subsistence Hunting in Cordova Area 
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Goat 

Mountain goats are hunted throughout GMU 6. Figure 13.12 shows the distribution of 
legal harvest in the 1989-90 and 1990-91 hunting seasons. The figure shows that subunit 6B 
contributes a small share of the harvest--? goats in two years--and that no goats were harvested 
in unit 6C. Construction of the Copper River Highway is unlikely to lead to a significant change 
in goat hunting patterns in units 6A and 6D, as discussed above for deer hunting, since hunters 
in the former area must fly in to remote sites and would be unlikely to drive to Cordova, while 
hunters in the latter area can access hunting areas as inexpensively from Valdez or Whittier as 
by driving to Cordova. 

Goats in GMUs 6B and 6C, however, could face increased hunting pressure after 
construction of a Copper River Highway. We estimated a simple travel cost model from the 
1990-91 hunting season data as shown in Appendix N. This equation suggests that highway 
construction would increase the number of goat hunters in the Cordova area by less than one 
hunter annually. As with brown bears, most mountain goat hunters are either local Cordova 
residents or residents of other U.S. states or foreign countries. These non-Alaska hunters are 
unlikely to use the road to travel to Cordova. 

Figure 13.12 
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Other Big Game Species 

Dall sheep are not found in the coastal area, but are present along the Wood Canyon and 
Tiekel routes. Data on potential hunting opportunities are unavailable because the portion of the 
Chugach mountains near these proposed highway routes is part of GMU s 13 and 11, which 
contains the entire area drained by the Copper River, including the south slope of the Wrangell 
mountains and the Alaska Range. The main effect of construction of either of these highway 
routes would be to give Cordova residents access to sheep and caribou hunting in the Copper 
River Basin. Cordova residents are unlikely to make much use of these new opportunities, 
however, given the available substitutes closer to Cordova and the intense competition for these 
interior wildlife resources. 

Waterfowl Hunting 

Waterfowl Hunting in the Copper River Delta 

The extensive wetlands of the Copper River Delta serve as an important stopover for 
migratory waterfowl, creating excellent waterfowl hunting opportunities. Figure 13.13, derived 
from Alaska Division of Wildlife Conservation surveys of state duck stamp purchasers, shows 
estimates of hunter-days and number of ducks and geese harvested from 1984 through 1990 
(Campbell 1986-1992). Survey results are not available for the 1986 and 1990 hunting seasons. 

Estimated waterfowl hunter-days shown in Figure 13.13 declined from 2,400 in 1984 to 
around 1,500 in 1990. This decline parallels state and national trends (Campbell, personal 
communication). The number of ducks harvested also declined from 4,700 in 1984 to 1,300 in 
1989, but recovered to 2,400 in 1990. Goose harvest has continued to decline, in part due to 
conservation measures to protect threatened dusky Canada geese. Figure 13 .14 shows that the 
Copper River Delta waterfowl effort, duck harvest, and goose harvest have typically represented 
between three and five percent of total statewide figures. Figure 13.15 shows that the harvest 
productivity has remained relatively constant at around 1.5 duck per hunter-day and one or two 
geese for every ten hunter-days. 

Despite the outstanding waterfowl hunting opportunities, Cordova residents have 
consistently represented an overwhelming share of hunters. Figure 13.16 shows that, when 
averaged over the three seasons 1988, 1989, and 1990, Cordova residents accounted for 60 
percent of the waterfowl hunters and 80 percent of the hunter days. Residents of other Alaska 
communities comprised around one-third of the hunters (17 percent of hunter days), with non
Alaska hunters comprising the remaining 6 percent of the hunters (3 percent of hunter days). 
Figure 13.17 shows that Cordova residents harvest about twice as many total waterfowl per 
hunter as other hunters, and nearly three times as many ducks. 

XIII-18 



Figure 13.13 
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Figure 13 .15 

Duck and Goose Harvest per Hunter Day 
Copper River Delta, 1984 to 1990 
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Figure 13.17 

Average Waterfowl Harvest per Hunter 
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Data collected by Stratton (1992) on resource use among Cordova residents, however, suggest that the duck stamp survey data significantly underestimate Cordova residents' waterfowl effort. According to Stratton, 31 percent of households contain an individual who hunted waterfowl in 1988. Total waterfowl harvest by these hunters exceeded 8500 (Stratton 1992: 35). These figures suggest that at least 100 Cordova hunters did not buy state duck stamps, and that harvest per Cordova resident hunter estimated from duck stamp survey data is less than one-half actual harvest per hunter. Assuming that the duck stamp survey is accurate for non-Cordova hunters, total waterfowl harvest could be three times as large as the amounts shown in Figure 13.13. 

Travel-Cost Model 

We have noted the abundant waterfowl resources of the Copper River Delta, the high rate of participation of Cordova residents, and the relatively low participation of non-local Alaska hunters. We wish to address using the travel-cost method whether road access after construction of the Copper River Highway would lead to a large influx of waterfowl hunters from urban Alaska. The simple travel-cost model measures how the participation rate in an activity taking place at a given site varies with the travel cost to the site. Because of doubts about the reliability of duck stamp data for Cordova participation, we did not estimate the simple travel cost model for waterfowl hunting. Since we believe these data are more reliable for urban hunters, we constructed a multiple-site model of Alaska waterfowl hunters based on this survey. Details of the estimation of travel-cost equations are shown in Appendix N. 
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The travel cost results predict that waterfowl hunters are more likely to visit sites where 
they can expect higher hunting success and which have lower access costs. Hunters are much 
more likely to travel to a site that has road access and somewhat more likely to choose sites with 
boat access over sites which can be accessed only by air. However, hunters are much more 
sensitive to the travel cost for roaded sites. These results suggest that while road access to 
Cordova will attract more waterfowl hunters, the increase will be tempered by the discouraging 
factor of the long travel distance and hence high road travel cost for most urban hunters. 

Using equation (13.6) we can project how many waterfowl hunting trips will be 
reallocated to the Copper River Delta under various transportation alternatives. As discussed 
above for fishing, we believe that ferry cost rather than ferry frequency is the limiting factor for 
sportsmen. Consequently, hunting patterns are likely to change significantly only in the road 
construction alternatives. We evaluated equation (13.6) for Anchorage and Fairbanks hunters 
under the Tasnuna alternative, projecting a 57 percent and a 63 percent increase, respectively, 
over 1988-1990 levels. These percentage changes correspond to 33 and 8 additional hunters, 
respectively. The numbers vary little with the different highway routes. This is a surprisingly 
small change. The travel-cost analysis for waterfowl suggests that hunters have many high
quality alternatives in Alaska, and Cordova, even with road access, is still relatively remote and 
therefore unattractive. 

Other Resource-Consumptive Activities 

Other resource-consumptive activities that may occur along the proposed highway routes 
include trapping, small game and upland bird hunting, berry picking, gathering edible plants, 
and firewood gathering. Due to the long driving distances involved, residents from outside the 
Cordova area are unlikely to engage in any of these activities to any significant degree. Local 
residents may find berry picking less productive in areas adjacent to developed recreation sites 
frequented by visitors, however. 

Road construction will improve access for both Cordovans and others to trapping, small 
game and bird hunting, and berry picking opportunities along the new highway routes. There 
is little information on current use of these resources in the area, but it is believed to be small. 
Wood supplies are more plentiful at either end of the all three highway routes than along the 
new road portion, so little woodcutting is likely to take place. We do not anticipate that these 
other resources will contribute to any significant degree to use of the Copper River Highway, 
but are likely to be ancillary activities to general recreational trips. We discuss these types of 
trips below in the section on non-consumptive recreation. 

Non-Consumptive Recreation 

Results from ISER surveys 

In Chapter IX we discussed estimates for the annual number of total trips likely to be 
taken to the Cordova area by residents of urban Alaska. We projected that Anchorage and 
Fairbanks residents would take a total of around 90,000 trips to Cordova annually during the 
first few years after the highway opens (from Table 9.16). ISER surveys of Anchorage and 

XIII-22 



Fairbanks residents provide information about the interest urban Alaska residents have in 
participating in certain recreational activities in the Copper River Delta or along the new 
highway route. 

Figure 13.18 shows the percentage of Anchorage and Fairbanks residents indicating that 
they would wish to drive to Cordova within five years if the road were open, and would be 
interested in participating in each of several recreational activities during the trip. In all, 72 
percent of Anchorage residents and 63 percent of Fairbanks residents said they would like to 
drive the new highway. All of the Anchorage respondents and 94 percent of the Fairbanks 
residents who wished to use the road (59 percent of all Fairbanks respondents) said that they 
would drive in the summer and sightsee along the way. Sixty-two percent of all Anchorage 
respondents and one-half of all Fairbanks respondents (86 percent and 79 percent, respectively, 
of those who wished to use the road) expressed interest in camping during the summer. Figure 
13.18 shows that somewhat fewer, but still a large fraction of respondents expressed interest in 
summer fishing and summer hunting. 

Figure 13.18 
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Figure 13 .18 also shows that nearly one-fourth of Fairbanks respondents and nearly onefifth of Anchorage respondents expressed an interest in driving during the winter and sightseeing along the way. Fifteen percent of respondents in both communities expressed interest in winter camping. We did not ascertain in the survey what type of summer and winter camping activities were of interest to survey respondents. The level of interest in hunting and fishing shown in Figure 13.18--particularly hunting--is substantially greater than the estimates of changes in participation reported above using the travel-cost method. We believe that the survey results indicate only a casual expression of interest rather than an explicit intent to participate in a particular activity. As such, the travel cost results are likely to be much more reliable indicators of participation in specific hunting and fishing activities. The survey results summarized in Figure 13.18, however, suggest that recreation, even if it means only sightseeing from a vehicle, is a principal if not the predominant reason for urban Alaska residents to travel on the new road. 

Special Activities 

While construction of a Copper River Highway creates many new recreational opportunities and enhances others, some particular opportunities are especially likely to attract many new participants. We consider two activities in particular to be worthy of special note: river running and wildlife viewing. 

River Running 

The Copper River between Chitina and the Copper River Delta presents an opportunity for development of a commercial rafting industry. At the present time, the cost of running the river is high enough to discourage most commercial use, due to the difficulty of transporting large inflatable rafts from the Copper River Delta back upstream. Construction of the Copper River Highway would remove this barrier. While the transportation cost of returning personnel and equipment to Chitina would be significantly higher under the Tasnuna and somewhat higher under the Tiekel alternative, the higher cost would be offset by the preservation of the wilderness character of the unroaded section of the Copper River. 

Wildlife Viewing 

As mentioned above, the Copper River Delta, with its seasonal concentration of migratory waterfowl, is an ideal site for waterfowl hunting. However, we conclude that the declining population of duck hunters and the remoteness of Cordova relative to other hunting sites would combine to keep the incremental waterfowl hunting activity under road construction alternatives to a very modest level. Wildlife viewing--particular waterfowl--is an activity that is likely to grow over time. The abundant local population of trumpeter swans, for example, could attract a steadily growing stream of bird watchers that will quickly overtake the change in hunters. Waterfowl viewers would most likely concentrate their trips during the spring migrations in May, when the weather is better than in the fall and conflicts with hunters can be avoided. 
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XIV. LAND AND RESOURCE DEVEWPMENT 

Summary of Major Findings 

The economic feasibility of developing the major coal deposits of the Bering River Coal Fields does not depend on the completion of the Copper River Highway. Development scenarios call for moving the coal to tidewater at Katalla, and in any event, the proposed access road built from the coal fields to Cordova would connect with the existing highway. 

The proposed highway could theoretically make initial development of the Bering River Coal Fields slightly more feasible by providing for cheaper mobilization of the construction effort. We concluded in Chapter 11 that the cost of commercial freight transportation over the proposed highway could range from 20 percent lower to 8 percent higher than existing services. It is likely, furthermore, that most heavy construction equipment would be shipped by barge to Cordova with or without a road. Finally, mobilization accounts for a very small part of the overall cost of production. For all these reasons, it would be fallacious to attribute any coal development which does occur to the presence of the proposed highway. 

The proposed highway would not stimulate any significant timber harvesting because there are no commercial timber resources along any of the proposed highway construction routes between the stands in the Sheridan Glacier area east of Cordova and those just south and east of Chitina. It is faster and easier to transport logs from Chitina to Valdez (113 miles over paved roads) than it would be from Chitina to Cordova on the Copper River Highway (131 miles over gravel roads). 

The most promising mineralized terrain in the region occurs on the south slope of the Wrangell Mountains and is accessed by the Chitina-McCarthy road, not the proposed Copper River Highway. 

The highway would significantly increase access to unconveyed Native land selections on the Bremner River, which flows westward into the Copper River from Wrangell-St. Elias National Park. It is possible that a major mineral deposit could be found on these lands, but unlikely given the history of extensive past exploration of the area. 

Although highly unlikely, it is possible that some combination of a major new mineral find and increased small scale mining activity on existing claims within Wrangell St. Elias Park and on lands leased from Native corporation owners could result in about 100 to 200 mining jobs attributable to the increased access provided by the proposed highway. This upper bound estimate of additional employment is incorporated in our HIGH estimate of highway impacts. 
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Introduction 

In this chapter we describe the known natural resources in the study area. We then discuss which of these resources are most likely to be affected by the construction of the Copper River Highway. Our analysis relies heavily on resource inventories primarily from two previous studies: The Southern Interior Regional Transportation Study (SIRTS) completed in 1986 and the Prince William Sound Transportation Study completed in 1982. The SIRTS study looked at the Copper River Basin north of the Million Dollar Bridge, While the Prince William Sound Study looked at areas south of the bridge. 

Existing Natural Resources in the Study Area 

Coal 

Existing potentially commercial coal resources in the study area consist solely of the Bering River Coal Field, located about 60 miles east of Cordova, contains speculative total resources of between 2.5 and 3.6 billion tons of good quality (7,500-14,500 Btu, 1 % sulfur) coal. These resources were discovered in 1896, closed to leasing by President Roosevelt in 1907, and have been periodically studied for commercial potential since the 1920s. Chugach Alaska Corporation currently owns about 70,000 acres of the most promising lands in the coal field, containing an estimated 21 million tons of recoverable coal (SIRTS, 1986, p. 58). The large difference between the total and recoverable resource estimates is due mostly to the complex geology of the deposit. 

Although the Bering River field contains large amounts of coal in the ground, numerous studies have reinforced the conclusion that this coal will be extremely expensive to mine and bring to market and is not likely to be produced during the next 25 years. (Alaska DNR/DGGS 1981, p. 6; SIRTS 1986, p. 58; Wheelabrator Coal Svces 1984, p. 11-15). For example, the total capital cost of a transportation system to move Bering River coal to the identified shipping point at Kanak Island was estimated by Wheelabrator at about $360 million in 1984. Because of these high costs, Wheelabrator estimated that under a "Reasonable Expectancy" set of assumptions, the cost of producing Bering River Coal would be about 15 % higher than its market value in Japan (Wheelabrator Coal Svcs, 1984, p. 11-16). 

Oil and Gas 

The only known potentially commercial oil and gas resources in the study area are at Katalla, on the Gulf Coast about 75 miles southeast of Cordova. Prior to the discovery of Cook Inlet Oil, Katalla was Alaska's only oil producing province. However, only 150,000 barrels were produced there between 1900 and 1933. Chugach Alaska Corporation currently holds the oil and gas rights to the Katalla area. Although the SIRTS study quoted Chugach officials as believing that there was "high potential for commercial discoveries" (SIRTS, 1986, p. 59), no commercial discoveries have yet been found. 
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The Prince William Sound Transportation Study (1982) evaluated the potential for drilling for oil and gas off-shore in Prince William Sound. This study concluded, "Within Prince William Sound proper, little or no development potential for exploration exists .... A negative correlation seems to exist between the distance from the shoreline and the development potential. In other words, the further out the lease area is, the more likely it is to be of high development potential and/or value. 11 (PWS Transportation Study, p.76) 

Minerals 

The Copper River region owes its name to the many mineral deposits discovered and mined on the north and south slopes of the Wrangell Mountains. Both the world-class deposits mined at Kennicott during the early 20th century and the profusion of small mining claims throughout the current Wrangell-St. Elias Park region attest to the abundance of mineralized areas in the region. The great majority of these claims have proven uneconomic, however. In 1986 the National Park Service estimated that there were a total of about 1,000 existing mining claims within the park; the NPS expected that slightly over 200 of these are likely to be developed, but 136 of these are in the Bonanza Ridge area, close to the great Kennicott finds (National Park Service 1988, p. 50). 

The Native regional corporations Ahtna, Inc. and Chugach Alaska, own all of the subsurface estate of the lands proximate to the proposed highway. Ahtna has had various minerals exploration programs underway at least until 1983, when the Ahtna minerals company was mentioned in the Ahtna annual report. Ahtna has been exploring for minerals on its lands since the early 1970s, through the use of exploration agreements with major mineral companies, (Ahtna 1976 Annual Report). By 1975, Ahtna had earned at least $185,000 simply by selling the rights to explore its lands (Ahtna 1975 Annual Report). The point of this figure is that exploration and development companies have been willing to pay substantial sums for the right to explore the area for minerals using modern geophysical techniques. Through the year 1983, there was explicit mention of mineral exploration in the Ahtna annual report to stockholders. Between 1983 and 1990, there was no mention. In 1991, The company reported that it had retained a geologist in-house to work full time on mineral exploration and development. 
This indirect evidence supports the conclusion of the SIRTS study that "years of exploration have not revealed any deposits of equal size and concentration [relative to the Kennicott Copper mines]." (SIRTS, 1986, p. 57). Given this reality, It is unlikely that the presence of a road will lead either to significant new exploration efforts or to the chance discovery of some deposit which was heretofore missed by previous exploration efforts. 

Timber 

According to the Ahtna/Chitina Land Use Impacts Study, "There are no commercial timber resources along the Tasnuna, Tiekel, or Wood Canyon routes, as the trees are predominantly scattered balsam poplar. The only commercial species in the area is white spruce, and that doesn't appear in significant quantity except in the vicinity of Chitina ... Of course, stands of spruce, birch, quaking aspen and poplar extend northward up the Copper River Valley from there. Indeed Ahtna, Inc. has recently signed a timber sale agreement to sell up to 20 million board feet of white spruce from the Kotsina area. 11 (Ahtna Inc., 1992, p. 29) 
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Ahtna recently announced that it is dramatically expanding its timber harvest in the 
Chitina region, due to the infestation by the spruce bark beetle, and to higher world market 

prices. (Anchorage Daily News, Friday 4/2/93). 

Other timber resources in the study area include several tracts currently being harvested 
by the Eyak Corporation near Cordova, and as much as 150 million board feet of commercial 

timber in the Bering River area owned by Chugach Alaska. 

Agriculture 

The SIRTS Study addresses agriculture as follows: 

"Most farming in the SIRTS region is in the Kenny Lake area, where there are a number 
of small family farms along a ten to fifteen mile stretch of the Edgerton Highway. Several 
factors dampen the prospects for commercial agriculture on any scale in [the SIRTS region]. 
First, soil composition and water salinity produce unfavorable conditions for much of the arable 
soil. Second, the growing season is extremely short, lasting an average of 60 days per year. 
As a result, farming throughout the SIRTS region is geared mainly toward production for home 

use rather than for sale. Family gardens are a common source of fresh food and help to reduce 
residents' need for cash. The most probable form of increased agricultural activity in the study 
area would be small-scale production of forage for horses, if the demand for recreational 

horseback riding increased." (SIRTS 1986, p. 56) 

Potential Impacts of Highway Alternatives 

We now consider how the proposed highway alternatives might affect the economic 

feasibility of developing the resources described above. To do this we ask two simple questions 
about each resource. First, would the proposed Copper River Highway routes significantly 

improve the physical access to this resource? Second, would the additional access have a 
material effect on the economics of producing the resource? 

Coal 
For this study, the most important point about Bering River Coal is that the economics 

of its production and transport have almost nothing to do with the Copper River Highway. This 
is because the coal would be moved south to tidewater at Katalla for ocean shipment to foreign 
markets and because any access road from Cordova would tie in to the existing Copper River 

Highway at mile 38.5. (Wheelabrator, 1984, p. 3-75). 

The proposed Copper River Highway could theoretically make initial development of the 
Bering River Coal Fields slightly more feasible by providing for cheaper mobilization of the 

construction effort. We concluded in Chapter 11 that the cost of commercial freight 
transportation over the proposed highway could range from 20 percent lower to 8 percent higher 

than existing services. It is likely, furthermore, that most heavy construction equipment would 
be shipped by barge to Cordova with or without a road. Finally, mobilization accounts for a very 

small part (perhaps 2 percent) of the overall cost of production. For all these reasons, it would 
be fallacious to attribute any coal development which does occur to the presence of the proposed 

highway. 

XIV-4 



Oil and Gas 

Whatever oil and gas resources are found at Katalla, their development will not be 

affected by the proposed Copper River Highway. Like the Bering River Coal Fields, the Katalla 

oil field would be connected to Cordova via the existing Copper River Highway, if it were 

connected by land to Cordova at all. 

Minerals 

In assessing the potential impacts of the proposed Copper River Highway on mineral 

development in the Copper River region, the most important point to keep in mind is that almost 

all of the known mineralized terrain is north of the Chitina River and most easily accessed by 

existing roads in the region. The most promising mineral prospect reported in the Ahtna/Chitina 

Land Use Impacts Study is on the south slope of the Wrangell mountains, already accessed by 

the Chitina-McCarthy road. 

One of Chugach Alaska's major land selections -- as yet unconveyed -- is within the 

Bremner River drainage, an area east of the Copper River opposite the mouth of the Tasnuna 
River. A 1982 study of land settlement alternatives for Chugach Alaska (then Chugach Natives, 

Inc.) suggested that the Bremner River selection was not one of the Corporations' desired tracts. 

(ISER, 1982, p. IV-19). Although there are no significant existing mining claims in the area, 

the tract, if ultimately conveyed, would represent one of the last major tracts within the park 
available for additional exploration. In addition, the accessibility of this tract is dramatically 
increased by all proposed highway routes. Thus, this tract could conceivably contain a major 
undiscovered mineral deposit which would be enhanced by the proposed highway. 

Close to Cordova, there are several known minor mineral deposits, chiefly of placer 

gold, but their economic feasibility cannot be tied to the availability of road transportation to 

interior Alaska. 

Timber 

The Ahtna/ChitinaLand Use Impacts Study (p. 29) mentions current timber development 

plans on lands near Chitina, and notes that the Wood Canyon route would provide "another 

alternative route" for hauling timber to tidewater. The report goes on to mention that the Port 

of Valdez currently provides superior log-handling facilities compared to Cordova. Of greatest 

importance, however, is the fact that it is significantly faster to transport logs from Chitina to 

Valdez (113 miles over paved roads) than it would be from Chitina to Cordova on the Copper 

River Highway (131 miles over gravel roads). For this simple reason, it is unlikely that any 

future timber harvest in the study area could be attributable to the proposed highway so long as 
Valdez remains a competitive port for log exports. 
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Agriculture 

The relative distances just mentioned for shipping from Chitina apply with even greater 
force to any agricultural commodities produced north of Chitina: it would be significantly faster 
and shorter to move such goods to Valdez than to Cordova. Combining this geographic fact with 
the extremely small scale of agricultural production now under way, it is difficult to see how the 
proposed Copper River Highway could have a material affect on agricultural output in the 
Copper River basin. 

Land Development for Homesites 

Due to the spectacular scenic and recreation values of lands along the proposed highway 
routes, one potential economic use of these lands would be as sites for homes or recreation 
cabins. However, the Ahtna/Chitina study indicates that, at least currently, "neither Ahtna, Inc., 
nor Chitina Native Corporation plan to sell land or establish residential areas on their lands near 
the road bed." (no page numbers, section V.b). The Chugach/Eyak Impacts Study makes no 
mention of homesites as part of their development plans. 

Resource Development Employment Assumptions for Economic Projections 

For purposes of projecting employment and regional economic impacts of the proposed 
highway, we assume the employment impacts shown in Table 14.1. Because we are unable to 
identify any natural resource development project or prospect which would be enhanced by the 
proposed highway, our LOW and MID estimates of additional employment attributable to the 
road are zero. The HIGH estimate consists of some hypothetical combination of small-scale 
mining on existing claims and a major new discovery on Native lands which would not have 
occurred or would not be economically viable without the Highway. Because the area has already 
been extensively explored, such a new discovery would almost by definition have to be a low
grade, marginal deposit made economic partly by higher world market prices or an advance in 
mining technology. No such deposits have been currently identified. We therefore intend these 
HIGH case numbers to serve as reasonable upper bounds on the potential resource development 
impacts of the proposed highway. 

Table 14.1: Projected Changes in Resource Development Employment 
Due to the Copper River Highway 

1996 2000 2005 2015 
LOW growth assumptions 0 0 0 0 
MID growth assumptions 0 0 0 0 
HIGH growth assumptions 

Year-round employment 60 100 150 250 
Seasonal employment 0 0 0 0 
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XV. COMMERCIAL FISHING AND FISH PROCESSING 

Summary of Major Findings 

Commercial fishing and fish processing are of major importance in the Cordova 
economy. In more than half of all Cordova households, someone works either as a commercial 
fisherman or in the fish processing industry. 

Projecting the future of commercial fishing and fish processing is highly uncertain. 
Substantial variation will continue from year to year in prices and harvests. Future hatchery 
production is uncertain as the role of hatcheries in Alaska is a subject of increased debate. The fish 
processing industry is also changing rapidly as prices change, new products are developed, and 
new players enter the industry. 

Our best estimate is that with or without a highway, the contribution to Cordova's 
economy from commercial fishing and fish processing is likely to decline from 1990 levels 
because of lower salmon prices and shifts in processing and harvesting away from Cordova. The 
rapid growth in worldwide production of farmed salmon, which are available fresh year-round, 
will probably lead to lower salmon prices, on average, than during the 1980s. The gradual trend 
towards non-resident ownership of Prince William Sound permits will also likely continue. 

We do not project that the highway would have any major impacts on Cordova's 
commercial fishing industry. Commercial fishermen in Cordova are concerned that a highway 
will lead to increased sport fishing pressure and reduced harvest allocations for commercial 
fishermen. While the highway may lead to increased conflicts between commercial and sport 
fishermen, we do not expect these conflicts to be as severe as have occurred in Cook Inlet. 
Cordova is much farther from major population centers than the Kenai Peninsula. The Chitina 
dipnet fishery already provides for substantial non-commercial harvests of Copper River red 
salmon with public road access. While conflicts may occur over this resource, they would occur 
regardless of whether the highway is built. 

We do not project that the highway would have any major impacts on Cordova's fish 
processing industry. The highway would not substantially change the economics of fish 
processing in Cordova. Most processing supplies and processed fish would likely continue to be 
shipped by water than by highway. 

Introduction 

In this chapter we discuss the impacts of the proposed Copper River Highway on 
Cordova's commercial fishing and fish processing industry. We begin by describing Cordova's 
current fishing and fish processing industry and its role in Cordova's economy. Next we review 
potential impacts of the highway which have been raised in public testimony and our focus groups. 
We then present our own analysis of future change in Cordova's commercial fishing and fish 
processing industry and the potential impacts of the Copper River highway. 

The Commercial Fishing and Fish Processing Industry in Cordova 

Cordova is the center of the Prince William Sound commercial fishing industry. Cordova's 
fishing industry is diverse. Fishermen fish for many different species, most importantly sockeye 
salmon and pink salmon, but also many other species. Several different types of gear may be used 
by different fishermen for the same species. 
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The commercial fishing industry is subject to a great deal of change from year to year. 
Harvests and prices for a given species may vary widely from year to year. The industry is also 
highly seasonal. Different species are harvested at different times of year. 

For all of these reasons, it is not easy to describe Cordova's commercial fishing industry. 
No kind of fishing is "typical" of all kinds of fishing; no month is "typical" of all months, and no 
year is "typical" of all years. In addition, certain kinds of data--for example commercial fishing 
employment--either do not exist at all or are only occasionally calculated--adding to the difficulty of 
characterizing the industry. Below, we present a variety of different data which together provide a 
general impression of the Cordova commercial fishing and fish processing industry. 

Commercial Fishing Species and Gear Types 

In 1986--the only year for which we have detailed data--the Prince William Sound drift 
gillnet fishery (primarily sockeye salmon) and the Prince William Sound purse seine fishery 
(primarily pink salmon) together accounted for 58 percent of Cordova resident permit holders' 
gross earnings. However, Cordova fishermen also participated in a wide variety of other fisheries, 
including herring pound, herring purse seine, halibut and black cod longline, and tanner and 
dungeness crab. 

Catch and Gross Earnings of Cordova Residents by Fishery in 1986 
(Totals for 399 Cordova-based Permit Holders) 

Total 
harvest Total 

Permits (millions Earnings 
fished of Eoundsl ~$ millionl 

PWS Drift Gillnet 265 7.4 8.9 
PWS Purse Seine 108 15.9 4.2 
Herring Pound 51 0.1 0.7 
Bristol Bay Drift Gillnet 10 0.5 0.6 
Herring Purse Seine 12 2.5 0.6 
Halibut Longline* 44 0.7 1.0 

Tanner Crab 7 0.3 0.5 

Dungeness Crab 5 0.5 0.5 

Blackcod Longline 9 0.2 0.2 
Misc. Other Fisheries 158 11.1 5.8 

Total 669 39.2 23.0 

* From vessels 5 tons and over. 
Source: Lloyd Robinson & Associates, Inc., "Copper River Highway Toll Road 

Feasibility Study," February 1990, page 17. Data collected by the McDowell 
Group; original source Commercial Fisheries Entry Commission. 

ISER file: MCDOWELL PERMIT DATA. 

Cordova fishermen derive most of their income from fishing in Prince William Sound, but 
some also fish in other parts of Alaska. For example, in 1986 10 Cordova residents held Bristol 
Bay Drift Gillnet permits, from which they had gross earnings averaging $60,000. 

Fishing activity begins to increase in March with the herring fishery and peaks in August 
with salmon. 
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Share of Gross Earnings of Cordova-based 
Permit Holders, by Fishery, 1986 

All other 28% 

Tanner and Dungeness Crab 3% 

Halibut and Black Cod 5% 

Herring pound and purse seine 6% 

Commercial Fishing Harvests 

PWS Purse Seine 

19% 

PWS Drift Gillnet 
39% 

Commercial fishing harvests vary widely from year to year. As shown in the figure below, 
Prince William Sound salmon harvests increased dramatically during the 1980's following dismal 
harvests in the 1970's. However, the 1992 harvest was the lowest since 1978. 
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Source: Alaska Commercial Fisheries Entry Commission and Alaska Department of Fish and Game. 

Note that prices are average statewide prices. Prince William Sound sockeye salmon prices are 
usually substantially above the statewide average, but price trends have been similar. 
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Between 1985 and 1991, Prince William Sound herring landings ranged between 8000 and 
12000 tons, except for the oil-spill year of 1989 when the herring fishery was closed. 

Commercial Fishing Prices 

Fish prices can fluctuate as dramatically as fish harvests. Salmon prices rose dramatically 
during the mid 1980's and then crashed between 1988 and 1991. Prices fell farthest for the two 
species on which Cordova fishermen depend the most, pink salmon and sockeye salmon. The 
causes of the price crash are a subject of debate, but there is little doubt that rapidly increasing 
worldwide supply of salmon was an important contributing factor. The growth in worldwide 
supply was brought about in part by record harvests of wild and ranched salmon, and in part by 
exponential growth in the production of farmed salmon, which over the past twelve years have 
grown from practically nothing to about one-third of world supply. Another contributing factor to 
the price drop is declining U.S. per capita consumption of canned salmon--the major product form 
for pink salmon. 

Changes in Commercial Fishing Earnings Over Time 

Fluctuations in harvests and prices result in wide year-to-year fluctuations in Cordova 
residents' commercial fishing earnings. Cordova residents' estimated earnings from fish 
harvesting doubled between 1986 and 1987. By 1991 estimated earnings had fallen to less than 
half of 1986 levels. Cordova residents' net income from fishing probably fluctuates even more 
than their earnings, because costs vary less than earnings. 

Estimated Earnings from Fish Harvesting Statewide by 
Cordova Residents (millions of dollars) 

($ million) 
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Source: Neal Fried and Holly Stinson, "A Look at Today's Economies in Prince William 

Sound," in Alaska Department of Labor, Alaska Economic Trends, page 6 (based on Alaska 

Department of Fish and Game data). 

The diversity of fisheries in which Cordova fishermen participate probably helps to dampen 
the effects of even greater year-to-year fluctuations in gross earnings for given species and gear 
types. In the Prince William Sound salmon fisheries, from one year to the next, earnings have 
varied by more than 100 percent. 

1991 and 1992 were dismal years for Prince William Sound salmon fishermen, due to a 
combination of low prices, a late huge run of small pink salmon in 1992, and a near-total failure of 
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the pink salmon run in 1992. As a result, many Prince William Sound fishermen are facing 
financial crisis. One measure of the severity of the downturn in the pink salmon fishery is that the 
average sales price of salmon purse seine limited entry permits fell from $236,000 in 1989 to about 
half this value in 1992 (Commercial Fisheries Entry Commission, Estimated Monthly Permit Value 
Reports). 

1979 
1980 
1981 
1982 
1983 
1984 
1985 
1986 
1987 
1988 
1989 
1990 
1991 
1992 

Price William Sound Salmon Purse Seine and 
Drift Gillnet Catch and Gross Earnings, 1979 to 1992 

Salmon Purse Seine Salmon Drift Gillnet 
Total Gross Total 

Permits harvests earnings Permits harvests 
Gross 

earnings 
fished (million lbs) ($ millions) fished (million lbs) ($ millions) 

244 58.2 26.8 506 7.4 8.0 
239 49.5 20.1 393 6.1 4.8 
267 97.8 44.9 479 12.6 11.5 
258 77.0 19.0 524 26.3 22.4 
266 48.7 12.1 528 14.1 9.7 
262 80.1 21.9 522 22.7 18.1 
265 91.5 23.1 533 23.6 24.1 
248 44.2 11.6 525 14.7 17.2 
257 100.2 45.0 520 18.4 27.1 
255 37.1 33.9 525 21. 7 36.8 

36.0 21.7 
8.4 17.5 
3.6 27.0 

Source: 1979-1988: Lloyd Robmson & Associates, Inc., "Copper River Highway Toll Road 
Feasibility Study," February 1990, pages 18, 19. Data collected by the McDowell Group; original 

source Commercial Fisheries Entry Commission. 1990-1992: Alaska Department of Fish and Game, 
Prince William Sound salmon season summaries. ISER file: PERMIT DATA, 79-88. 

Prince William Sound Salmon Purse Seine 
and Drift Gillnet Gross Earnings, 1979-1988 

($ millions) 
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Employment in Fishing and Fish Processing 

No data are collected regularly on commercial fishing employment in Cordova. However, 
there are a variety of indicators of the importance of fishing as a source of employment and income 
in Cordova. 

The McDowell group estimated Cordova's average 1988 seafood harvesting employment at 
about 355, or 24 percent of annual average employment in Cordova in 1988. Due to the highly 
seasonal nature of the fishing industry, they estimated that "as many as 1,000 skippers and crew 
are involved in Cordova's seafood harvesting industry" (Lloyd Robinson and Associates, 1990, 
page 17). While they fished on vessels making landings in Cordova, many of these fishermen 
were not year-round residents of Cordova. 

According to our survey results, at least one adult in half of all Cordova households 
worked in commercial fishing in 1992. Fifty-seven percent of all Cordova households have at 
least one adult who works in commercial fishing or fish processing. 

Cordova Survey Responses About Employment in Fishing and Fish Processing 

Yes No 
Does anvone in your household work in commercial fishimi? 50% 50% 
Does anvone in your household work in fish orocessinl!? 17% 83% 
Source: ISER survey of Cordova residents, November 1992. 

In the 1990 U.S. Census, 17.8 percent of Cordova respondents reported that their most 
recent occupation was "farming, forestry and fishing occupations," and 24.7 percent reported 
working in the fishing industry. "Non-farm self employment" accounted for 36 percent of 
estimated family income in 1989, according to census long-form responses. 

Limited Entry Permit Ownership 

Prince William Sound salmon and herring fisheries are managed under limited entry 
systems. Only a fixed number of limited entry permits are available for these fisheries. To 
participate, a vessel must have a limited entry permit-holder on board. Limited entry permits were 
originally allocated to persons with a history of participation in the fisheries prior to the 
establishment of the limited entry system in the 1970s. Permits may be bought and sold. 

Historically, fishing fleets for the two major Prince William Sound fisheries, salmon drift 
gillnet and salmon purse seine, have been based in Cordova. Since the establishment of limited 
entry in these fisheries, there has been a gradual erosion in the share of Prince William Sound 
permit holders who are Cordova residents. For example, the share of Prince William sound purse 
seine permits owned by "rural local" residents (Cordova and other Prince William Sound 
communities) fell from 67 percent in 1975 to 39 percent in 1990. Most of these permits have been 
acquired by residents of other parts of Alaska. 
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Residence of Prince William Sound Salmon 
Purse Seine Permit Holders, 1975-1990 
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The table below shows that the majority of vessels which were berthed in Cordova but 
owned by persons living in communities other than Cordova participate in the salmon drift gill net 
fishery, followed by the long-line fisheries and the salmon seine fishery. Most of the crew of 
these vessels are from communities other than Cordova. 

Commercial Fishing in 1992 by Non-Cordova Resident Owners of 
Vessels Berthed in Cordova 

"Please check each fishery that you participated in with this boat in 1992 and whether you 

used your boat for fishing or tendering. For each fishery that you checked, indicate how many 

people (including yourself) worked on this boat. Of these, how many are year-round residents 

of Cordova?" 

Percent of vessels Year-round 
participating Average residents as 

Fishing Tendering crew size %of crew 

Salmon drift gill net 79% 3% 1.6 9% 

Cod and/or halibut long-line 31% 0% 2.7 14% 

Salmon seine 15% 3% 4.5 19% 

Herring pound 7% 0% 2.8 7% 

Herring wild stock roe on kelp 6% 0% 1.5 33% 

Herring sac roe seine 4% 3% 3.8 16% 

Herring 4% 1% 1.8 0% 

Salmon set gill net 3% 0% 2.5 0% 

Herring sac roe gillnet 3% 0% 2.5 100% 

Crab 1% 3% 

Other 6% 0% 1.5 0% 

Note: Average crew size includes vessels used for tendering. Source: Based on responses of 

68 non-Cordova resident owners of vessels berthed in Cordova to ISER survey, fall 1992. 

ISER file: NR SURVEY RESPONSES, Q22. 
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Tvue of Permit 
Salmon Seine 

Salmon Drift Net 

Herring Seine 

Changes in the Ownership Distribution of Selected Prince 
William Sound Limited Entry Permits, 1975-1990 

Alaska Alaska Alaska 
Alaska urban rural urban Non- Alaska 

rural local non- non- resi- rural 
Year local* (Valdez) local local dent Total local 
1975 141 8 1 14 46 210 67% 
1976 158 13 4 19 53 247 64% 
1977 157 13 4 24 57 255 62% 
1978 150 12 5 25 65 257 58% 
1979 150 12 5 25 65 257 58% 
1980 151 13 8 25 61 258 59% 
1981 140 12 8 30 69 259 54% 
1982 131 13 8 36 71 259 51% 
1983 127 12 9 39 72 259 49% 
1984 127 13 10 37 74 261 49% 
1985 118 17 9 47 70 261 45% 
1986 117 17 10 46 72 262 45% 
1987 122 14 9 46 71 262 47% 
1988 110 14 9 51 79 263 42% 
1989 109 13 7 55 79 263 41% 
1990 103 12 9 60 80 264 39% 
1975 316 10 11 29 128 494 64% 
1976 338 14 11 27 124 514 66% 
1977 337 11 14 31 131 524 64% 
1978 322 11 17 28 150 528 61% 
1979 318 11 13 38 151 531 60% 
1980 314 11 15 45 146 531 59% 
1981 311 14 18 53 135 531 59% 
1982 301 11 15 56 148 531 57% 
1983 298 12 18 67 138 533 56% 
1984 290 10 16 75 143 534 54% 
1985 275 8 19 82 150 534 51% 
1986 266 10 19 89 152 536 50% 
1987 262 10 22 91 151 536 49% 
1988 254 10 22 99 151 536 47% 
1989 259 10 24 97 147 537 48% 
1990 264 10 22 94 147 537 49% 
1977 27 2 11 37 8 85 32% 
1978 26 3 10 39 13 91 29% 
1979 27 2 12 38 13 92 29% 
1980 28 2 11 35 16 92 30% 
1981 27 2 11 35 17 92 29% 
1982 26 2 13 37 15 93 28% 
1983 27 2 15 38 15 97 28% 
1984 30 2 16 38 16 102 29% 
1985 31 2 15 38 16 102 30% 
1986 32 2 15 35 18 102 31% 
1987 30 2 16 36 19 103 29% 
1988 27 0 14 41 21 103 26% 
1989 28 0 14 39 22 103 27% 
1990 26 1 11 43 22 103 25% 

Percent 
Non-

Other resi-
Alaska dent 

11% 22% 
15% 21% 
16% 22% 
16% 25% 
16% 25% 
18% 24% 
19% 27% 
22% 27% 
23% 28% 
23% 28% 
28% 27% 
28% 27% 
26% 27% 
28% 30% 
29% 30% 
31% 30% 
10% 26% 
10% 24% 
11% 25% 
11% 28% 
12% 28% 
13% 27% 
16% 25% 
15% 28% 
18% 26% 
19% 27% 
20% 28% 
22% 28% 
23% 28% 
24% 28% 
24% 27% 
23% 27% 
59% 9% 
57% 14% 
57% 14% 
52% 17% 
52% 18% 
56% 16% 
57% 15% 
55% 16% 
54% 16% 
51% 18% 
52% 18% 
53% 20% 
51% 21% 
53% 21% 

*Includes Cordova residents and residents of other Prince William Sound communities except Valdez. 

Note: Data are year-end counts. Alaska urban non-local salmon drift net count for 1985 includes one 

repossessed permit owned by the Alaska Department of Commerce. Source: Alaska Commercial Fisheries 

Entry Commission, Changes in the Distribution of Alaska's Commercial Fisheries Entry Permits, 

1975-1990, CFEC Report Number 91-6, November 1991, Appendix C. ISER file: PWS PERMIT 

OWNERSHIP. 
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Fish Processing 

Fish processing is the only significant manufacturing activity in Cordova. Cordova has two large processors, St. Elias Seafoods and North Pacific Processors. In addition, there are several smaller processors. The volume of fish processed in Cordova has declined in recent years. Two processors closed down in 1991. 

Department of Labor data show average annual manufacturing employment rose from 271 in 1980 to 445 in 1988, but had dropped back to 298 by 1991. In 1989 and 1990, monthly employment cycled from about seventy in December and January to over 900 in the summer; in 1991, however, the summer high was only 648. A significant amount of fish processing employment is non-resident, held by workers who travel to Cordova for summer jobs and leave when the season is over. 

A number of factors have contributed to the decline in Cordova's processing industry. One of these has been the decline in salmon prices. Also contributing has been a shift in Prince William Sound processing activity away from Cordova. The distribution of state fisheries business tax provides one measure of this shift.1 Between FY 1987 and FY 1992, Cordova's share of fisheries business tax distributions to Prince William Sound communities fell from 85 percent to 54 percent. 

Selected Measures of Cordova's Share of Prince William Sound Fish Processing Activity 

1987 1988 1989 1990 1991 1992 
Volume of landings (million lbs) 
Cordova 69.6 42.5 55.3 70.8 47.5 
Valdez 46.1 40.4 

;,;,aw.ra1Mt.-.,;iii&t.Ma~i&::;;;;;;:;:;:,;:;:;;:;:,:,:::;:::;:;:::;·::::;:;:;;;;;:;;:::::::::::;:;:;;;;:::::::::::;:;:;:;:;:::::::::;:;:::;:;:;:;:::::::::::;:;:;:;::,;:;:;:;:;:;:;:;:::::;:::;:;:;:;:;:::::;:;:;:;:;:;:;:;:::::::;:;:;:;:&.rw.;:;:;:::;,;:;:::;:;:;nmr:;:;;:::,;::;:;:;:::::;:;:;::::;:;::;; Value of landings ($ million) 
Cordova 41.9 46.4 35.3 36.8 19.5 
Valdez 20.5 14.9 

:····=·=C§t\:ftWtts:··:sfiltt"it':9f ··@tat·,=,·:·:,,,f:·,··,,,,,t········,·/··=·=···=·=,·:==····=,··:···,·,··· •.• ,.·=,·· .. ,·,·,··:···/··=·····.·.,,,·,~,t=·.··:=:=wt·=··:···•·•••·•••·•.·:tr!·'···=··'f=\·•·•··,·,··mp.w·, .. ··:··::·••••jS1.t$·····=···:t.··•.•·,p .•. ,.;,:==: Distribution of fisheries business tax 
revenues (thousands of dollars) 

Cordova 411.2 810.7 1054.5 849.1 529.1 334.7 
Valdez 69.9 165.4 245.4 338.3 368.7 249.5 
Whittier 4.0 22.3 38.1 

,·,:,.•ttht.M=t:11:'.ltiihare:•=~lf:.t6.tiiL,.======•=.=,=.===========,==·······=·====·==·========········====,=,=.· ••• ·.==·=========·,·• •• :as:r-L=···=·=··=···=====8S:W.· •••••••• ,,,,=,==,=·8.t%·=,,,,=,===== ••••••• ::ti:% .. ,==.,.,=,=.=,., • .:i'-8%,=•=•=======,-•.• = • .54%. •.. Sources: Volume and value of landings: National Marine Fisheries Service, Fisheries of the United 
States (data are not available for Valdez for years prior to 1989; 1992 data are not yet available). 
Distribution of fisheries business tax revenues: Alaska Department of Revenue, Income and Excise 
Audit Division. ISER file: CORDOVA SHARE OF PWS. 

lState fisheries business taxes are collected from businesses which purchase fish for processing or which transport fish out of the state for subsequent sale or processing. Rates, ranging from one percent to five percent of the exvessel value of the catch, are differentiated by product and the maturity of the fishery. The Department of Revenue, under the Shared Taxes Program, refunds 50 percent of fisheries business tax receipts to the communities and boroughs where the taxes were collected. Thus fisheries business tax receipts provide a general measure of the relative extent of fish processing activities between different communities. 
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Share of State Fisheries Tax Distributions to 
Prince William Sound Communities, 1987-1992 
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The Importance of Commercial Fishing to Cordova's Economy 

Cordova residents, both those who favor a road and those who do not, seem to be almost unanimously in agreement about the importance of the commercial fishing industry to Cordova. We expected, and found, a strong consensus that residents think it is important to protect commercial fishing as a way of life in Cordova. In addition, most Cordova residents would like to see more commercial fishing boats whose owners reside in Cordova. 

Cordova Residents' Survey Responses about Importance of Commercial Fishing 

Strongly 
agree 

Mildly Neither agree Strongly Mildly Don't 
disagree know '1t is important to protect commercial fishing as a 

way of life in Cordova." 
52% 

"Please tell me whether you think growth in the number of 
commercial fishing boats whose owners reside in Cordova 
would be good, basd, or just necessary for Cordova." 
Source: ISER survey of Cordova residents, November 1992. 

agree nor disagree disagree 
29% 5% 8% 5% 1% 

Just Don't 
Good Bad necessary know 

66% 13% 14% 7% 

Expectations About the Future of the Fishing and Fish Processing Industry 
Expectations for the Industry Without a Highway 

There is concern in Cordova over the future of Cordova's commercial fishing and fish processing industry. Our survey results indicate that 10 percent of all Cordova households--and 16 percent of all households with commercial fishermen--had a household member who stopped commercial fishing in the last year. 

According to our survey, if a highway is not built, only 7 percent of Cordova residents expect the number of boats fishing out of Cordova to increase over the next ten years, and 20 percent expect the number of boats to decline. Residents are slightly more optimistic about the value of commercial fisheries: About 29 percent expect the value of the salmon fishery to increase, compared with 22 percent who expect it to decrease. About 40 percent expect it to stay the same-which may be a way of saying that they expect it to remain in its currently depressed condition. 
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Cordova Residents' Survey Responses About Expectations for the Commercial Fishing Industry 
if the Copper River Highway is Not Built 

Increase Increase Stay Decrease Decrease Don't 
a lot a little the same a little a lot know 

We would like to ask you to describe how you 
think Cordova will change over the next ten years, 
if a road to Cordova is not built: 

Number of boats fishing commerically out of Cordo 0% 7% 71% 15% 5% 2% 
Value of the commercial salmon fishery 9% 20% 40% 18% 4% 9% 
Value of other commercial fisheries 4% 18% 52% 14% 3% 9% 
Oualitv of fish and wildlife habitat 6% 12% 65% 12% 3% 2% 

Source: ISER survey of Cordova residents, November 1992. 

Concerns about the future of the fishing industry were repeated many times in both public 
testimony which we reviewed as well as in focus groups and interviews which we conducted for 
this study. These concerns appear to be shared by both many road supporters and many road 
opponents, although they tend to be expressed most strongly by road supporters. The following 
quotations from our public testimony database illustrate some of the concerns of Cordova residents 
for the future of the fishing and processing industry: 

[Cordova] is a community that depends so heavily on the fishing industry that any 
downturn there reverberates geometrically throughout the local economy. 

As you know we have had three canneries in bankruptcy the past year. One was 
able to sell out at heavy losses to the cannery and fishermen. Two are being 
stripped in the latest report by the Board. Cordova is suffering marketing prices in 
fishing and the scenario for 1992 is not real bright. I am told some 600 fishing 
loans have requested extensions in the State also. 

Limited entry with the ever rising permit costs as more leveraged fishermen 
compete for the product has effectively limited the ability of Cordova' s youth to live 
the "traditional" lifestyle of the previous two generations. Many must leave 
Cordova. The only real infrastructure is fishing and processing related. 

To ship fresh from Cordova requires one of Alaska Airlines' famous "salmon
thirty-salmons." To ship from nearby neighbors, Valdez or Seward requires a 
truck... Our canneries are further handicapped by their very nature. Canning 
requires a fixed base of operation with lots of water and electricity. Freezing 
processors don't. Thus we see freezer/processor ships more frequently ... They can 
pay more and make more profit than our canneries ... The traditional canneries are 
nearly gone. Cordova' s processors may well be forced down to a jobber level just 
handling the freshest fish. Just a few years ago there were five canneries in 
Cordova and none in Valdez. Now there are four in Cordova and three in Valdez. 
Whittier is an attractive transship to Anchorage and Seward continues its 
fishing/processing traditions. Can Cordova' s canneries remain viable? And, if 
canneries aren't viable what is left for Cordova? A summer home for out of state 
fishermen? Will our second biggest industry--government--be developed enough to 
tide Cordova over? 

We're not going through a cycle. Things are changing and limited entry is part of 
the culprit. I sold out of gillnetting this spring after 31 years ... I advertised in the 
Cordova paper first. No replies. So then I started advertising in the trade 
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publications. The phone started ringing off the hook and those are the people that 
are buying the permits, the outsiders. Everyone thinks this community is a fishing 
camp ... It's the Dillingham boys and California and all over the country that are 
buying up these permits. It's not Cordova people. So ... the fishing is not going 
through a cycle. Things are changing ... 

There's one thing everyone seems to agree on and that is that Cordova does need a 
better economic base ... The permits are gradually leaving ... Every year more of 
them are leaving town. 

I've talked to fishermen here that have talked about moving out of town because ... 
they cannot qfford to live in Cordova anymore in the wintertime ... 

Expectations about Impacts of the Copper River Highway 

Cordova residents have widely varying expectations about the effects that the Copper River 
Highway would have upon the commercial fishing and fish processing industry. Some of these 
differences are apparent from the changes in responses about expectations for the fishing industry 
if the highway is built.2 In general, respondents seemed to expect the highway to lead to more 
boats fishing out of Cordova: the percent of respondents who expected an increase in the number 
of boats fishing out of Cordova increased by 20 percent, while the percent who expected a decline 
decreased by 8 percent. However, the percent who expected the value of the salmon harvest to 
decline increased by 13 percent, while the percent who expected the value to increase declined by 3 
percent. 

Cordova Residents' Survey Responses About Expectations for the Commercial Fishing Industry 
if the Copper River Highway is Built 

Increase Increase Stay Decrease Decrease Don't 
a lot a little the same a little a lot know 

We would like to ask you to describe how you 
think Cordova will change over the next ten years, 
if a road to Cordova is built: 

Number of boats fishing commerically out of Cordova 6% 22% 59% 10% 3% 1% 

Value of the commercial salmon fishery 4% 22% 33% 15% 20% 6% 

Value of other commercial fisheries 3% 23% 40% 18% 11% 6% 

Oualitv of fish and wildlife habitat 2% 7% 27% 28% 34% 2% 

Change in percentage of responses from "no road" 
to "road" assumption: 

Number of boats fishing commerically out of Cordova 5% 15% -12% -5% -3% 0% 

Value of the commercial salmon fishery -5% 2% -8% -4% 17% -3% 

Value of other commercial fisheries -1% 5% -12% 4% 8% -3% 

Oualitv of fish and wildlife habitat -4% -5% -38% 16% 31% 0% 

Source: ISER survey of Cordova residents, November 1992. 

Our survey of fishermen with vessels berthed in Cordova who are not residents of Cordova 
suggests that these fishermen have strong negative expectations as to the effects of the highway on 
Cordova's fishing industry. More than 70 percent thought a road would harm their fishing out of 
Cordova either "a little" or "a lot"; more than half thought a road would harm their fishing "a lot". 

2It is possible that some of these responses reflect "strategic answering"--in other words, giving the response that 
appears best to support the case for building or not building the highway. 
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Non-Resident Vessel Owners Expectations about 
Impacts of the Copper River Highway 

"If you do fish, how do you think a road would affect your fishing out of 
Cordova?" 

Would help it a lot 
Would help it a little 
Would not affect it 
Would harm it a little 
Would harm it a lot 
Don't know or know answer 
Total 

Number of 
resoonses 

6 
4 
3 

15 
37 
7 

72 

Percent of 
resoonses 

8% 
6% 
4% 

21% 
51% 
10% 

100% 

Source: ISER survey of non-resident owners of vessels berthed in Cordova, 
Question 22. ISER file: NR SURVEY RESPONSES, #22. 

Expectations about Negative Impacts. Public testimony and comments in our focus 
groups reflect three broad concerns about potential negative impacts of the Copper River Highway 
upon the fishing industry: (1) increased pressure from sports fishermen for a greater harvest 
share, leading eventually lead to lower harvest allocations for commercial fishermen; (2) 
competition from sports fishermen and the tourist industry for harbor berths., and (3) 
environmental degradation, leading to reduction of fish habitat, as a result of more visitors and 
more development. The following quotations from our public testimony database illustrate some 
of these concerns about potential negative impacts: 

I am a commercial fisherman. I think that people coming into the community will 
have a drastic impact on our salmon returns. I understand the Kenai River has 
shoulder to shoulder back to back fishermen, at the peak of the run. I don't want to 
see that in Cordova, Chitina' s bad enough. 

They' re afraid of what's going to happen to the community, with the number of 
people, and there may be a problem with the fishing industry impact, a number of 
sport fishermen for example on the Eyak river snagging reds and catching silvers, 
we've got a problem there already. The dipnetters might move down from 
Chitina ... so there could be some impact to our basic industry which is fisheries. 

I'm very concerned about the impact of sports and personal use fishing on the 
Copper River Red and King run. I believe it would increase usage of both these 
categories tremendously and could detrimentally and adversely affect the 
commercial fishing industry which is Cordova' s livelihood . 

... There's certain trends you can see in Alaska and in society as a whole. One of 
them is increase in competition between sport and recreational use versus 
commercial use of any resource, including fisheries. You've seen an increased 
problem in the Kenai Peninsula and Cook Inlet areas and you're inviting the 
problem here, by building a road. 

My family fishes for a living. I fear the horrible impact on our fish which we 
depend on for our livelihood. There will be wars like the Kenai over our fish. 

You take a look at our harbor down here, we have a productive harbor, it's full of 
working vessels. You go into the Seward harbor--and I talked to the Harbor 
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Master--75% pleasure craft, in other words, tourist type craft. 25% working 
vessels. A productive red salmon run was put out of existence so that they could 
produce more silver salmon for tourism. As a red salmon fisherman, I'd hate to 
see that happen in Cordova. I would also hate to see extra pressure put on our 
game and fish resources, which we couldn't stand here. 

One focus group participant noted that, historically, along the Pacific coast, fisheries and 
roads don't mix: where roads have been built, fisheries have fallen. Participants in our road 
opponents focus group stated that the road would adversely affect the ecosystem: habitat would be 
destroyed, and bird migration and salmon spawning areas would be abused. Besides the effects of 
increased fishing pressures, the effects of increased development in the region because of the road 
would also negatively affect commercial fishing. 

Some participants in our commercial fishing focus group thought the road access would 
bring about environmental degradation as a result of increased timber harvesting and mining. They 
felt that timber cutting on private land on the road corridor could damage spawning streams 
because the state-required 66 feet of protection along streams is not enough. Mining and timber 
could also decrease water quality, especially with the state's new water regulations. They were 
also concerned that the state's new standards are not good enough to protect the salmon. Road 
construction activity would destroy many small side spawning streams as culverts replaced them 
and cut them off. Not only would this development directly affect fish habitat but it would result in 
other roads being built, thus magnifying the effect. 

As the road speeded the advent of increased development, some focus group participants 
were concerned that things would happen so fast that the state wouldn't be able to mitigate effects 
on salmon. We summarized the argument they presented as follows: "With less effort and money 
needed to get to Cordova and the Copper River, human development would expand and add 
pressure on salmon--both fishing and habitat pressure. The effects of this could happen so slowly 
that it won't be noticed until it's too late. The trend of roads and development causing the end of 
fisheries has been moving north up the Pacific coast: the San Joaquin River, the Sacramento River, 
and the Columbia River all had good fisheries before roads and development ruined them. This 
trend seems to happen slowly, but it happens rapidly in a world context." 

Expectations about Positive Impacts. Public testimony and comments in our focus 
groups reflect three broad expectations about positive impacts of the Copper River Highway upon 
the fishing industry: (1) lower transportation costs for delivering fresh and frozen fish to market; 
(2) lower costs in general for the processing industry; and (3) a lower cost of living for fishermen, 
inducing more to live in the community. The following quotations from our public testimony 
database illustrate some of expectations about potential positive impacts: 

I am a commercial fisherman and I would like to see the local canneries have an 
opportunity to ship their fish out of here by a land route instead of expensive 
aiifreight. Maybe then we could have some more fish run through Cordova 
instead of Whittier and Valdez or at least an equal share. 

I've got a seafood processing plant .... I want to process the stuff, take it down the 
highway, take it to Minneapolis. I don't want it to go to Anchorage, I don't want it 
to go to Valdez. I want to get down to the Midwest. 

I've talked to fishermen here that have talked about moving out of town 
because ... they cannot afford to live in Cordova anymore in the wintertime. I don't 
think the road is a 100% cure for this but it may be the beginning to other things. 
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When making a decision to locate, or build a new plant, or expand an existing 
facility one of the first considerations to the fish processing industry is the 
availability of reasonably priced power. As the fishing fleet evolves the availability 
of reasonably priced fuel will become a larger factor in making the decision of 
where to deliver their fish ... 

Some focus group participants argued that Cordova's commercial fishing business is 
declining in part because Cordova's high freight costs are making seafood businesses locate in 
Valdez or Whittier. The example was given of the Independent Fish Company, run by former 
mayor Erling Johansen, which had moved to Valdez last year because oflower freight costs: 17 
cents by truck compared to 57 cents by air. They argued that a highway would help Cordova 
better compete with roaded port communities to keep the seafood businesses they now have and to 
attract new ones. 

The Future of Cordova's Commercial Fishing and Fish Processing Industry 

Above we have reviewed available data about the current fishing industry in Cordova, and 
public expectations for change with and without a highway. We now present our own analysis of 
the future of the fishing and fish processing industry, with and without a highway. 

We recognize that it is very difficult to project the future of commercial fishing and fish 
processing. Substantial variation will continue from year to year in prices and harvests. The 
fishing and fish processing industries are changing rapidly as prices change, new products are 
developed, and new players enter the industry. The past few years are not necessarily a guide to 
the future. Thus we cannot claim that our projections will necessarily come to pass. They 
represent our best estimates given uncertain conditions, and reasonable people might come to other 
conclusions. 

To project the future of Cordova's fishing industry, with or without the Copper River 
Highway, really requires projecting the future of the Alaska salmon fishing and processing 
industry, and to a lesser extent the future of other Alaska fisheries. All of these industries are 
subject to change. Even if we had a clear understanding about future fish harvests, prices, and 
markets, the future of Cordova's fishing industry would still depend critically on two issues about 
which our understanding is limited. These are the extent to which the fishermen who fish in Prince 
William Sound will choose to live in Cordova, and the extent to which they will deliver their fish to 
Cordova processors. The answer to these questions depend in large part on the changing 
economics of fishing and fish processing, although they are likely also affected by whether or not 
the Copper River Highway is built. 

No-Action Alternative Projections 

Our best estimate is that without a highway, the contribution to Cordova's economy 
from commercial fishing and fish processing is likely to decline from 1990 levels. We agree 
with many of the concerns expressed by Cordova residents about the future of the Cordova fishing 
industry. For the following reasons, it seems unlikely that fishing and fish processing in Cordova 
will grow, and more likely that it will decline. 

(1) The long-term trend in the transfer of limited entry permits from Cordova residents to 
residents of urban Alaska and other states seems likely to continue. Given that the majority of 
Prince William Sound fishermen already do not live in Prince William Sound, there is no apparent 
reason why fishermen need to live in Cordova or other communities in the Sound. The seasonal 
nature of the salmon and herring fisheries makes it possible to live and work elsewhere. Given 
higher costs of living in Cordova and the remoteness of the community, it is not surprising that 
many fishermen choose to live elsewhere. The likely trend towards IFQ management in other 
fisheries (already adopted for halibut and sablefish) could further reduce fishing opportunities for 
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Cordova residents--or it could result in more fishing opportunities--depending on whether 
residents can compete successfully in a year-round fishery. 

(2) The long-term trend towards diversification of Prince William Sound processing away 
from Cordova plants may continue. Cordova has a geographic advantage only in the processing of 
salmon caught in the southeast part of Prince William Sound--primarily the Copper River sockeye 
run. Pink salmon return primarily to hatcheries in the northern and western parts of the Sound. 
Floating processors and land-based processors located in Valdez and Seward can compete with 
Cordova in their proximity to where these salmon are harvested, regardless of additional cost 
advantages they may enjoy due in part to being on the road system. 

(3) The lower salmon prices of the past few years may well be a long-term rather than a 
short-term phenomenon. The rapid growth in worldwide production of farmed salmon, which are 
available fresh year-round, will probably lead to lower salmon prices, on average, than during the 
1980s. There is no apparent physical limit to the capability of salmon farmers to expand 
production and drive prices down. This suggests that the limit to growth in farmed production will 
arrive only when prices are driven down to equal the marginal cost of production. This may be the 
case regardless of whether or not wild salmon fishermen are successful, through marketing, in 
expanding demand. It is unclear what this limiting price for expansion in farmed salmon 
production is. The financial difficulties experienced by many salmon farmers as a result of the low 
prices of 1991 suggest that long-term prices may be higher than in that year, but probably not 
lower than they were in 1990. 

(4) The future of Prince William Sound's salmon hatcheries, which were the major factor 
in the dramatic growth of pink salmon harvests in the 1980's, is uncertain. The hatcheries are 
facing financial constraints as a result of low prices and late or low runs in 1991 and 1992. 
Adding to their problems are political pressures to reduce or end state financial assistance to 
hatcheries, as a result of perceived adverse effects of hatchery production on salmon prices, 
concerns about the effects of hatchery salmon on wild salmon runs, and the problems involved in 
managing intermingled wild and hatchery runs. 

There is a high degree of uncertainty about the future of Cordova' s fishing industry, both 
with and without a road. To allow for this uncertainty, as we do throughout this report, we 
prepared LOW, MEDIUM and HIGH projections for the fishing industry over the next twenty 
years. Our MEDIUM projections are a best estimate; anywhere within the range from LOW to 
HIGH we consider to be reasonable. 

For our MID projections, our best estimate assumption is that with or without a 
highway, income in Cordova from commercial fishing and fish processing will decline by 
about 25 percent from 1990 levels over the next 25 years. Much or all of this decline may have 
already occurred. For our LOW projections, we assume that an even steeper decline of 50 percent 
occurs; for our HIGH projections we assume that no decline occurs. 

Cordova Projection Model Assumptions for No-Action Alternative: 
Changes in Commercial Fishing and Fish Processing Income from 1990 Levels 

1996 2000 2005 2015 

LOW growth assumptions -12% -20% -30% -50% 

MID growth assumptions -6% -10% -15% -25% 
HIGH growth assumotions 0% 0% 0% 0% 
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Impacts of the Highway on Commercial Fishing and Fish Processing 

To review the impacts of the Copper River Highway, we address in turn several of the 
potential impacts which we discussed above as public expectations or concerns. 

Environmental Degradation 

We consider it unlikely that the Copper River Highway would lead to environmental 
degradation of an extent or type likely to harm the commercial fishing industry to any great extent. 
Neither the road itself nor the scale of development which it might bring seem sufficient to 
measurably affect the salmon habitat of the region, when compared with the huge amounts of 
erosion caused each year by glaciers and streams in the Copper River drainage. 

We believe it is true, as was noted in the public testimony and focus groups, that 
development elsewhere has led to degradation in fish habitat, from causes such as agricultural non
point pollution, logging, and damming of streams. However, because we do not anticipate that the 
Copper River Highway will lead to these kinds of development, we do not anticipate these kinds of 
environmental impacts--not at least until a very long time in the future, well beyond our projection 
period of twenty years. 

Competition from Non-Commercial Users for Access to the Resource 

Commercial fishermen in Cordova are concerned that a highway will lead to increased sport 
fishing pressure and reduced harvest allocations for commercial fishermen. We examined the 
impacts of the highway on non-commercial fishing in Chapter XIII. We concluded that the 
highway would lead to a two to three-fold increase in fishing trips by non-local residents. 
However, despite the scale of this increase, Cordova would remain a remote site for urban Alaska 
sportsmen. Consequently the intensity of use and competition for resources is unlikely to 
approach the levels currently seen in areas such as the Kenai Peninsula that are much closer to 
Anchorage. 

We used two different data sources and methods to project the impacts of the highway on 
sport fishing. One data source and method projected an increase from a current level of about 
1,200 anglers to between 5,800 and 6,900 anglers, depending upon the route (the simple travel 
cost method). The other method projected an increase from a current level of about 800 anglers to 
about 2,200 anglers (the multiple site travel cost method). These figures compare with more than 
80,000 non-guided anglers and more than 20,000 guided anglers who fished the Kenai River in 
1990. 

We projected that the most important target species would be silver salmon and halibut, 
rather than sockeye or pink salmon--the most important species for the Cordova commercial 
fishing industry. One reason for this is that more productive sites for king and sockeye salmon 
fishing, including the Kenai River, are much closer to Anchorage. 

We also concluded that the Copper River Highway would be unlikely to alter the existing 
Copper River dipnet fishery sufficiently, because the fishery is already accessible by highway. 
The additional visitors to the region who might be attracted by the highway would be unlikely to 
result in substantially increased pressure on the dipnet fishery, because dipnetting is not easily 
combined with other activities such as tourism. 

In sum, while the highway may lead to increased conflicts between commercial and sport 
fishermen, we do not expect these conflicts to be as severe as have occurred in Cook Inlet, and 
they are unlikely to result in substantially lower commercial harvests. While conflicts between 
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commercial fishermen and dipnet fishermen may occur over the Copper River sockeye salmon 
resource, they would occur regardless of whether the highway is built. 

Competition for Harbor Space 

We agree with the concern that a highway could lead to increased competition for harbor 
space from pleasure vessels and charter boats. We are uncertain as to the extent of the economic 
problems for the fleet that could result from this competition. In theory, they could be mitigated by 
expansion of the harbor, and in theory the greater the extent of the problem, the greater the 
potential that the harbor would be expanded. However, it is not obvious where the funding for 
this expansion would come from. 

Economics of Fish Processing Industry 

A potential impact of the Copper River Highway which has been raised frequently in public 
testimony is improved economic conditions for the Cordova fish processing industry as a result of 
lower transportation, labor, and utility costs. 

Transportation costs include the costs of bringing fish processing supplies to Cordova and 
the costs of shipping processed fish out of Cordova. At present, as we discussed in Chapter XI, 
most fish processing supplies, including salt, cans, and cardboard are shipped to Cordova from 
Seattle in large quantities via barge. While the road could lower the cost of obtaining supplies 
needed on short notice from Anchorage, it seems likely that most supplies would continue to be 
shipped by barge. 

Frozen and canned fish are currently barged from Cordova to Seattle in full vans. At 
present the tariff rate for shipping by barge is about 5 cents per pound from Cordova to Seattle, 
compared with 12 cents per pound to truck canned fish from Cordova to Seattle. Thus it seems 
likely that frozen and canned fish would continue to be shipped by barge. However, it might be 
possible to obtain lower trucking rates for fish shipped as back-haul commodities. In addition, 
relative transportation costs might be more favorable for fish trucked to mid-west markets rather 
than Seattle. 

Fresh fish are currently air-freighted from Cordova to Seattle and sometimes Japan. 
Several trucking companies in Seattle as well as a fish processor in Cordova have investigated the 
possibility of trucking fresh fish from Cordova to Seattle if the Copper River Highway were 
completed (interview with Dennis Rose of Alaska Commercial Company and Hap Simmons of St. 
Elias, October 1992). Although the cost of trucking fresh fish to Seattle would be much lower 
than flying them, the haul time of three days may be too long for fresh fish to remain in transit 
(interview with Ken Roemhildt of North Pacific Processors, November 1992). 

It is possible that a highway would lead to lower costs of labor for the processing industry 
in Cordova. The cost of travel to Cordova would be lower for some workers, depending upon 
where they are traveling from. However, we expect that most processing workers would continue 
to arrive by air. If costs of living in Cordova declined this could also contribute to workers 

accepting slightly lower wages. 

In sum, the highway might result in slightly lower costs for fish processing plants and 

opportunities to truck some processed fish to markets in the Lower 48. Nevertheless, our best 
guess is that a highway would be unlikely to substantially change the economics of fish processing 
in Cordova. Most processing supplies and processed fish would likely continue to be shipped by 
water than by highway. In our judgment, the most important factors affecting the future 
competitiveness of Cordova's fish processing industry will be the relative distance of Cordova 
from where fish are harvested, compared with Cordova's competitors: floating processors and 
processors in Valdez, Seward, Whittier and Anchorage. Another important factor will be the 
initiative shown by processors in developing new products and markets. 
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Summary of Impacts 

Our best estimate is that the Copper River Highway would have relatively little impact 
on Cordova's commercial fishing and fish processing industry. The highway would probably 
not significantly change economic conditions for Cordova's fishing or fish processing industry. It 
would not destroy it; it would not save it. There is potential for both negative and positive impacts, 
which would tend to partially balance each other. We recognize, as we have stated repeatedly 
throughout this study, that reasonable people may differ with these conclusions. They are our best 
judgment. 

For our LOW and MID impact assumptions, we assume that the highway would have no 
effect on fishing and fish processing income in Cordova. For our HIGH assumptions, we assume 
that the highway would lead to a 10 percent increase in fishing and fish processing income, 
expressed as a percentage of 1990 levels. 

Cordova Projection Model Assumptions for Highway Alternatives: 
Changes in Commercial Fishing and Fish Processing Income 

from Levels Projected for No-Action Alternative* 

1996 2000 2005 2015 

LOW growth assumptions 0% 0% 0% 0% 

MID growth assumptions 0% 0% 0% 0% 

1-llGH J?;rowth assumptions 10% 10% 10% 10% 

*Expressed as percent of 1990 levels. 
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XVI: IMPACTS ON NATIVE CORPORATIONS 

Summary of Major Findings 

Ahtna Regional Corporation and Chitina Native Corporation are already experiencing 

significant trespass problems and pressure on resources from existing access to the Wood 

Canyon south of Chitina. Since it is reasonable to assume that, without additional construction, 

these existing incursions will eventually be brought under control, their continuation should be 

counted as a potential impact of the Highway. 

The construction of the Highway could provide a major source of income and 

employment to the corporations, especially Ahtna. Ahtna Corporation has an experienced 

construction subsidiary which could potentially take on major construction responsibilities. 

The corporations own significant resources which might be needed to build the Highway. 

These include some portions of rights-of-way, and gravel. In particular, the Tatitlek village 

corporation owns most of the land traversed by the Tasnuna route. However, federal statutes 

may recognize an existing right-of-way through the Tasnuna valley, if the state can document 

the required combination of construction, land use, and status prior to December 1968. 

None of the proposed routes are likely to be a major stimulus to natural resource 

development by Native corporations. As discussed in chapter 14, the Bering River coal fields 

and timber stands would be connected to the existing road system, and there is no other 

commercial timber south of Chitina which would be newly accessed by the proposed Highway. 

The most important way in which a Copper River Highway would affect Native 

corporations as business operators is through the increased tourist and recreation traffic which 

any road would bring to the area. These business impacts would be largely route-specific. The 

moderate level of existing tourism business on the Richardson highway indicates that the overall 

business potential in tourist facilities may be limited. 

The most important way in which a Copper River Highway would affect Native 

corporations as stewards of the land is through the increased pressure on fish and game 

resources, and the incidental trespassing and degradation of cultural and historical sites. The 

corporations make this point in some detail in their own land use impact studies. 

Introduction 

The Alaska Native Claims Settlement Act of 1971 (ANCSA) established Alaska Natives 

as the major private landowners in Alaska. Under the terms of the act, five Native corporations 

selected lands within the study area. Three of these are village corporations: the Eyak 

Corporation, the Tatitlek Corporation, and the Chitina Native Corporation. The other two are 

regional corporations: Chugach Alaska Corporation and Ahtna, Incorporated. Collectively, these 

five corporations own or are likely to own about 400,000 acres of land traversed by or adjacent 

to the inland routes of the proposed Copper River Highway. (While the village of Tatitlek itself 

is located on the coast and is directly affected by only the coastal route, the Tatitlek corporation 

has major landholdings in the Tasnuna river valley.) 
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The Affected Corporations and Their Lands 

Regional Corporations 

Table 16.1 provides an economic snapshot of the two affected regional corporations. The 

table highlights several important facts about the affected regional corporations. First, both 

Ahtna and Chugach are among the smallest of Alaska's 12 Native regional corporations; partly 

as a result Ahtna merged in 1980 with all of the villages in its region except Chitina. Second, 

both corporations employ relatively small numbers of shareholders, so that participation in 

highway construction could be a major source of new corporate employment. Finally, while 

Chugach has engaged in timber resource development through a series of stumpage sales and 

joint ventures, it had not earned any "net revenue" (as specified by section 7(i) of ANCSA, and 

roughly equivalent to "profits") from logging through 1991. Ahtna had earned modest resource 

revenues, mostly from the sale of sand and gravel. 

Table 16.1: Economic Snapshot of 
Affected Regional Corporations 

Ahtna 

Initial Shareholders 1,074 
Land Holdings (000 acres) 

Surface Estate 1,635 
Subsurface Estate 1,750 

Economic Snapshot 
1990 Assets ($000) 28,432 
1990 Revenue ($000) 5,891 
1990 Net Income or (Loss) ($000) 185 
1991 Employment 375 
1991 Shareholder Employment 55 

Cumulative Net Revenues from Natural Resources, 
before Sharing (1972-1990, $000) 645 

Chugach 
Alaska 

1,906 

380 
940 

128,402 
46,945 

(25,347' 
155 
39 

0 

Source: Colt, 1991; Ahtna and Chugach Annual Reports 

In spite of their similar small sizes, Ahtna and Chugach Alaska have had very different 

financial histories. Ahtna holds the distinction of being the only regional corporation to earn a 

profit in every year since operations began in 1974. Ahtna has focused on construction, oilfield 

and pipeline maintenance services, and security services, making extensive use of joint ventures 

to reduce risk. Chugach Alaska has recently emerged from bankruptcy court after suffering 

heavy losses in fish processing and sawmill operations. 
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Village Corporations 

Both Eyak and Tatitlek were able to select commercial timberlands as part of the 1982 

Chugach Natives Land Settlement. Eyak, through its Sherstone logging joint venture, is now 

completing logging operations on several tracts within about 20 miles of Cordova. Tatitlek 

Corporation has engaged in several logging operations on the eastern shores of Prince William 

Sound, where the majority of its land selections lie. 

Affected Land Holdings of the Corporations 

Figure 16.1 shows, in a general way, the land status of the areas traversed by the inland 

routes of the proposed Highway. 

Figure 16.1: Native Lands Traversed by Inland Routes 
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Figure 16.1 shows holdings by township (a township is 6 miles square). Actual land 

selection patterns are complicated. (See Ahtna Inc., 1992 and Johnson, 1992 for a detailed 

description of land holdings.) It is possible, however, to describe the overall pattern of land 

ownership as follows. 

From Cordova to about mile 20, the existing Copper River Highway traverses or borders 

Eyak lands. From the eastern shore of the Copper River Delta north to the Million Dollar Bridge 

and beyond to the Allen glacier, the existing highway traverses Eyak lands, with the notable 

exception of several hundred acres on the south shore of the Million Dollar Bridge, which are 

owned by Chugach Alaska. From the Allen Glacier to the Tasnuna river, Chugach Alaska and 

Eyak each own roughly one half of a narrow corridor, about 4 miles wide, containing the 

railroad right of way. In addition, Chugach Alaska has selected almost 100,000 acres on the 

south shore of the Bremner river, which flows into the Copper from the east opposite the 

Tasnuna. 

Almost all of the Tasnuna river valley, through which the Tasnuna route passes, is owned 

by the Tatitlek village corporation. There are no Native lands on the Tiekel route. About 6 miles 

north of the Tiekel River, the Wood Canyon route traverses continuous Ahtna and Chitina 

Native Corporation lands. 

The holdings just described are summarized in Table 16.1, which gives an upper bound 

estimate of the total acreage involved. 

Table 16.1: Acres Owned by Native Corporations and 
Affected by Inland Routes 

Tatitlek 
Eyak 
Chugach 
Ahtna 
Chitina 
Total 

45,083 
103,109 
128,619 
115,200* 
23,040* 
415,051 

*upper bound estimate. Source: Author estimate and Johnson (1992), Figure 7. 

From this discussion and Figure 16.1, it should be clear that both the Wood Canyon and 

Tasnuna routes are essentially corridors through Native lands. It is likely that the Tatitlek 

corporation selected the Tasnuna river corridor lands in anticipation of a possible road through 

the area. (Tatitlek, like other coastal villages in the Chugach region, was unable to select its full 

AN CSA entitlement from coastal lands surrounding the village.) It is also noteworthy that 

Chugach Alaska selected and owns the most logical piece of land for placement of resort 

developments at the Miles Lake. 
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Potential Economic Impacts of Highway Alternatives 

Alaska Native corporations act in many capacities which are not assumed by most normal 

business corporations. Most important, they act as stewards of the land occupied by their 

shareholders for thousands of years. They also act as protectors of cultural heritage and 

traditions, and as powerful political advocates for the Native people. Because of these multiple 

roles, it is difficult to neatly classify potential impacts of the proposed Copper River Highway 

routes on Native corporations as being "economic," "cultural," or "social." 

Many of the direct impacts on Native lands are discussed at length in the two land use 

impacts studies prepared by the affected Native Corporations themselves under a separate 

contract to DOT. (Ahtna, Inc. 1992 and Johnson, 1992). In the discussion that follows, we 

attempt to avoid duplicating their analysis and conclusions. 

Impacts on Corporate Income and Dividends 

There are five major ways by which construction of the proposed Copper River Highway could 

affect the corporations' business income. 

Right of Way and Gravel Sales. Corporations could sell assets to the State to be used 

to build the highway. These assets include rights of way and raw materials for road construction. 

While existing rights-of-way cover most of the Native lands along the Wood Canyon route, the 

status of a right-of-way through the Tasnuna River Valley is less clear. The Tatitlek Village 

Corporation owns most of the land traversed by the Tasnuna route, but federal statutes may 

recognize an existing right-of-way through the Tasnuna valley, if the state can document the 

required combination of construction, land use, and status prior to December 1968. 

Construction Services. Corporations could provide construction services to help build 

the road. Ahtna, in particular, has had an operating construction subsidiary almost since 

inception. The corporation had been planning for years to secure significant construction work 

related to the "Backscatter" radar project in Gulkana, which was recently canceled. 

Tourist Facility Development. Corporations could lease land for, or build and operate 

themselves, business ventures to serve the large amounts of tourist and recreational travellers 

who would travel the highway. The magnitude of potential business, however, should not be 

overestimated. The existing Richardson highway provides a good benchmark. Ahtna tried for 

many years to run a lodge in Glenallen but was never able to turn a profit on the operation. 

The corporations are likely to undertake tourism resort development in partnership with 

a major tour company or, perhaps, the Park Service. The most likely sites for such development 

are Miles Lake and Chitina. The current protracted discussions over the development of a new 

hotel on the south side of Denali National Park between the Cook Inlet Regional Corporation, 

the National Park Service, Alaska State Parks, local residents, and environmental groups 

demonstrate the potential difficulty of adding major new resort facilities to an area with highly 

seasonal demand. The major tour companies, meanwhile, have indicated that since they are 

usually asked to guarantee occupancy for any type of joint venture construction project, they 

generally prefer to construct, own, and operate their own facilities outright (Tim McDonnell, 
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Princess Tours, 10/22/93). Therefore, the most likely scenario for resort development involves 

a long term land lease to a major tour company. 

Smaller projects are also possible, although it is unlikely that Native corporations could 

profit, through direct user fees, from developing dispersed small scale infrastructure such as 

picnic grounds, toilets, or trails. Instead, such developments would have to be paid for by the 

State or Federal governments. 

Land Leases for Homesites. The corporations could sell or lease significant amounts of 

land for recreation cabins or homesites adjacent to the proposed Highway. The potential value 

of some such sites would increase dramatically as a result of highway access. The Eyak 

corporation states that it is "pursuing real estate development and leasing programs (housing and 

recreational" (Johnson, 1992, p. 62). However, the Ahtna/Chitina study indicates that, at least 

currently, "neither Ahtna, Inc., nor Chitina Native Corporation plan to sell land or establish 

residential areas on their lands near the road bed." (no page numbers, section V.b). 

New Resource Development. Corporations could undertake new resource development 

ventures made economic by the road. This outcome is highly unlikely. As discussed in chapter 

14, the Bering River coal fields and the timber stands close to the Bering River would be 

connected to the existing road system, and there is no commercial timber south of Chitina and 

North of the existing Copper River Highway (Ahtna, Inc. 1992, p. 29). Similarly, while there 

is extensive mineralization in the Ahtna region, the closest mineral prospect reported in the 

Ahtna/Chitina Impacts Study is on the south slope of the Wrangell mountains, already accessed 

by the Chitina-McCarthy road. Any mineral development which does take place on Native lands 

in or near the proposed highway corridors will be carried out by the regional corporations, 

which own the subsurface estate of all ANCSA lands. 

The Ahtna/ChitinaLand Use Impacts Study (p. 29) mentions current timber development 

plans on lands east and north of Chitina, and notes that the Wood Canyon (and possibly the 

Tiekel) routes would provide "another alternative route" for hauling timber to tidewater. The 

report goes on to mention that the Port of Valdez currently provides superior log-handling 

facilities. Additionally, the report fails to mention that it is significantly faster to transport logs 

from Chitina to Valdez (113 miles over paved roads) than it would be from Chitina to Cordova 

on the Copper River Highway (131 miles over gravel roads). 

Impacts on Shareholder Employment 

Both Ahtna and Chugach Alaska have tried hard to create jobs for their shareholders. 

Chugach entered the fish processing and timber industries, while Ahtna developed subsidiaries 

in construction, oilfield and pipeline maintenance services, and security. In late 1991, Ahtna 

reported total employment of 375 people, of which 55 were shareholders, while Chugach 

reported total employment of 155, of which 39 were shareholders. (Alaska State Chamber of 

Commerce, 1991). 

Both Ahtna and Chugach have suffered important losses of potential jobs during the past 

two years. Chugach, hit by heavy losses in fish processing and at its Seward sawmill, filed for 

reorganization under Chapter 11 bankruptcy procedures in March 1991. The corporation closed 
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two Cordova fish processing plants and recently sold the Seward sawmill. It is now operating 

again after being closed for more than a year. 

Ahtna Corporation, while earning the distinction of being the only ANCSA regional 

corporation to earn a profit every year from inception through 1991, also suffered a setback to 

future employment when the Air Force canceled the "Backscatter" over the horizon radar project 

which had been in the planning and early construction stages for several years in Gulkana. 

Because of these setbacks and the small size of the corporations, the employment 

opportunities offered by construction of the highway could have a major impact on overall 

shareholder employment for all four directly affected corporations. Of course, employment of 

corporation shareholders can occur directly and need not depend on the involvement of the 

corporation itself. However, the historical record (Colt, 1991) suggests that the regional 

corporations, at least, have played an important role in providing jobs for shareholders through 

their own business activities and their ability to secure construction contracts. 

The Chugach/Tatitlek/EyakLand Use Impacts Study (p. 81) discusses several means by 

which employment of Native corporation shareholders can be enhanced using the Small Business 

Administration's section 8(a) Business Development Program and the contracting provisions of 

Public Law 93-638. 

Impacts on Land Stewardship and Use 

Wood Canyon. There is substantial existing and growing pressure on Copper River 

Salmon resources in the Wood Canyon from non-Native Alaskans. The Ahtna/Chitina Land Use 
Impacts Study documents the negative impacts of this pressure on the dipnet fishery. These 

include trespass, erosion, desecration of sacred, historic, and cultural sites, fire hazards, and 

solid waste pollution. 

The impacts of a developed federal aid highway through Wood canyon depend almost 

entirely on the success of the physical and legal mitigation measures taken. The challenge is to 

limit use to public areas, easements, and campgrounds and access points administered by the 

landowners for their benefit. Our analysis of the Copper River dipnet fishery in chapter 13 

suggests that the pressure on the dipnet fishery itself is unlikely to increase dramatically with 

a Wood Canyon highway, but part of the reason for this is that existing overall fishing pressure 

will be spread out to other areas southward to Cordova. In other words, the highway may cause 

existing trespass problems to become diffused throughout the region. 

Tasnuna River Valley. There is little mention in the Chugach/Eyak/Tatitlek study of 

current or possible future land use in the Tasnuna valley, which is entirely owned by the Tatitlek 

corporation. It seems reasonable that the corporation selected Tasnuna lands in part for their 

value should a road be built. Construction of the highway through the Tasnuna route would open 

up a major new river valley for summer hunting and recreational use. 
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Middle Copper River Canyon. Between the Million Dollar Bridge and the Tasnuna river 

all proposed inland routes are the same and pass through a continuous corridor of highly scenic 

Native lands. Numerous easements for trails to public land indicate the potential difficulty in 
controlling illegal trespass while allowing legitimate public access through the easements. This 

problem can be alleviated by providing clear markings of, and parking facilities at, the public 

trailheads. Without such channeling of legitimate public use, trespass on Native lands could be 

a major problem for the landowners. 

Significantly, some of the greatest land use impacts may be felt along the Bremner river, 

rather than along the Copper River Highway itself. According to the National Park Service there 

are large numbers of mining claims up the Bremner river which could be rendered significantly 
more accessible by the Copper River Highway. With authorized access often comes unauthorized 

access. (Karen Wade, Wrangell St. Elias Superintendent, 10/26/92). Although this concern was 

raised by the Park Service rather than the Natives, any access up the Bremner would cross a 

substantial land selection of Chugach Alaska's. 

Potential Economic Impacts of Expanded Marine Highway Service 

Under the enhanced Marine Highway service transportation alternative, there would be 

no significant impacts on Native Corporations relative to the "no-action" alternative. Expanded 

ferry service might bring more Alaska anglers to Cordova for sport fishing and thereby reduce 

the pressure on the Chitina dipnet fishery, but this effect is would be so small that it probably 

could not be measured. Furthermore, as discussed in chapter 12, the expanded marine highway 

service is unlikely to significantly increase the numbers of tourists coming to Cordova. Without 

increased tourists, Native corporations will be unable to market new tourism facilities and 
experiences. 

XVI-8 



xvn. PROJECTED ECONOMIC IMPACTS OF THE COPPER RIVER HIGHWAY 

Summary of Major Findings 

There is a high degree of uncertainty about the future of Cordova, both with and 

without a road. There is substantial variation between our LOW, MID and HIGH projections. 

We believe this uncertainty is unavoidable. Our MID case is a best estimate. No one has the 

ability to predict accurately what will happen in a small community which will be strongly affec

ted by uncertainties ranging from fish prices to state spending to world prices for coal. 

Our best estimate is that without a highway Cordova's economy will decline. This 

MID projection is the result of declining fishing/fish processing activity and declining state 

spending, which is not offset by tourism growth or resource development. However, as 

reflected in our LOW and HIGH projections, the decline could be sharper (faster decline of 

fishing/ state spending) or growth could occur instead (if the fishing decline does not occur, state 

spending does not decline, or substantial resource development occurs). 

Our best estimate is that the highway would have a moderate impact on the economy 

of Cordova. The highway helps to offset a potential decline, but it does not tum Cordova into 

a boom town. The economic impacts of the highway on Cordova would occur primarily as a 

result of visits to the region by tourists and recreation visitors. The bulk of new employment 

would be seasonal jobs. Our best estimate is that the highway would have little impact on the 

commercial fishing industry or on state spending, and would not result in substantial new 

resource development. 

Although we consider it a less likely outcome, it is possible that the highway could 

have more significant impacts upon the Cordova economy. These would occur if the highway 

brought about rapid tourism growth and substantial resource development, as illustrated by our 

HIGH projections. 

The growth in summer visitors to Cordova could be much more dramatic than the 

economic impacts. We do project a very substantial increase in the number of visitors to 

Cordova, which could have important social impacts. But these short-term summer visitors have 

only a modest economic impact: they are there only a few months in the summer. Our best 

estimate is that in the winter, Cordova would remain much as it is today. 

Other potential economic impacts of the highway on Cordova could result from 

changes in the cost of living, the tax base, changes in economic structure, and changes in 

perceptions of the quality of life. These kinds of impacts are very difficult to quantify. In 

general, their overall effect would likely be slightly higher economic impacts than our 

quantitative projections. 

Economic impacts of the highway on the Copper Basin study area communities of 

Kenny Lake and Chitina would be smaller than for Cordova. Impacts would be lower 

because these communities are small, because they are already road-connected, and because they 

compete with other communities, such as Glennallen, Cordova and McCarthy, in offering 

services to travellers. 
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Introduction 

In this chapter, we examine the overall economic impacts of the proposed Copper River 
Highway. The first part of the chapter discusses the projected economic impacts of the highway 
on Cordova. The second part addresses the projected economic impacts on other study region 
communities. 

To assess economic impacts on Cordova, we developed a model which projects future 
changes in Cordova's employment and population based on changes in basic sector activities. 
We begin by describing this model. Next we present "LOW, 11 "MID" and "HIGH" projections 
of future employment and population in Cordova in the "no-action" alternative--if the highway 
is not built. Then we present "LOW, 11 "MID" and "HIGH" projections of the effects of the 
highway on future employment and population. Finally, we examine the relative magnitude of 
these effects, compared with our "no-action alternative" projections. 

To make this chapter easier to read, we have tried to keep the technical details to a 
minimum, and focus on describing and interpreting our projection results. Appendix R provides 
full technical documentation of all of our projections. 

Cordova Projection Model 

Figure 17 .1 summarizes the structure of our Cordova Projection Model. This is a simple 
spreadsheet economic base model which uses economic multipliers to project the effects of 
changes in several "direct causes of change" on employment and population, utilizing the same 
framework to describe the Cordova economy as in Chapter VII. We used the model to project 
changes in Cordova's employment and population from the base year of 1990. 

Direct Causes of Change 

The model allows for four kinds of direct causes of change in Cordova. These include 
changes in: 

Fishing and fish processing activity 
State-supported government employment 
Tourism/recreation traveller days 
Other basic sector (resources/federal government) employment 

Each of these direct causes of change affects not only basic sector employment in these 
industries, but also support sector employment, through employment multipliers. 
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Figure 17.1: Structure of Cordova Projection Model 

NO-ACTION ALTERNATIVE PROJECTIONS 

ASSUMPTIONS ABOUT CHANGES 
FROM 1990 LEVELS IN: 

Fishing and fish processing activity (Chapter XV) X 
State-supported government employment (Chapter XVII) 

Tourism/recreation traveller days (Chapters XII, XIII) 

Other resources or federal gov't employment (Chapters XIV, XVII) 

Multiplier 
assumptions relating 

changes in basic 
sector activities to 
changes in total 
employment and 

population 

IMP ACT PROJECTIONS 

ASSUMPTIONS ABOUT CHANGES 
FROM NO-ACTION ALTERNATIVE LEVELS IN: X 
Fishing and fish processing activity (Chapter XV) 

State-supported government employment (Chapter XVII) 
Tourism/recreation traveller days (Chapters XII, XIII) 

Other resources or federal gov't employment (Chapters XIV, XVII) 

Multiplier Assumptions 

Multiplier 
assumptions relating 

changes in basic 
sector activities to 
changes in total 
employment and 

population 

Projected changes 
from 1990 in 

employment and 
population 

Projected changes 
from no-action 
alternative in 

employment and 
population 

Table 17.1 summarizes our multiplier assumptions about the effects of each of these 

direct causes of change on employment and population. For example, we assume that a 1 

percent increase in the volume of fish processed in Cordova would lead to about 6 more full

time equivalent jobs in Cordova, of which approximately three would be year-round and 

approximately eight would be four-month seasonal jobs. These jobs include not only workers 

in the fish processing industry, but also workers in support industries, such as retail trade and 

transportation, which are supported by spending of the fish processing industry or spending by 

workers in the fish processing industry. 

We discuss the derivation of these multiplier assumptions in Appendixes R and P. All 

of the multiplier assumptions except for the tourism/recreation traveller days multipliers were 

based on analysis of the structure of the Cordova economy in 1990, and the ratio of support 

sector to basic sector employment in that year, as discussed in Appendix R. The tour

ism/recreation traveller days multipliers were based on assumptions about spending by different 

kinds of travellers and the jobs created by this spending, as discussed in Appendix P. 
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Table 17.1: Summary of Cordova Projection Model~umptions 

Effi cts f Diffi t Kinds f Ch E I e 0 eren 0 angeson mpoyment 

Direct causes of change 

Increase of 1 % in volume of fISh processed in Cordova 

Increase of 1 % in Cordova fishing income 

Increase of 1 % in State soending in Cordova 
Increase in visitor traveller days by 1000: 

Cruise Passengers 
Package Tour Visitors 
Hunters and Anglers 
Non-Alaska resident visitors by auto/ferry 
Alaska resident visitors by auto/ferry 

Indeoendent arrivals bv air 

Increase of 1 in federal government or resource 

development employment: 
Effect of one additional year-round job 
Effect of one additional seasonal job 

Effects of Ch 

ISER file: CORDOVA PROJECTION MODEL. 

Full-time 
equivalent 

emplovment 

5.96 
5.86 

3.66 

0.84 
3.67 
1.21 
1.25 
1.06 
1.68 

1.65 
0.55 

Effects of change on 

Year-round 
emplovment 

3.25 
3.20 

3.66 

0.00 
0.00 
0.24 
0.00 
0.21 
0.00 

1.65 
0 

1.539 
0.722 

Seasonal 
emplovment 

8.12 
7.99 

0 

2.52 
11.01 
2.91 
3.74 
2.53 
5.03 

0 
1.65 

Number of months 
seasonal 

employment is 
assumed to last 

4 
4 

4 
4 
4 
4 
4 
4 

4 
4 



Simplicity of Model Structure 

The structure of our economic model is very simple. We assume that change occurs in 
the economy only as a result of four kinds of direct causes, and that these causes always have 
the same constant effect on employment. We assume that the ratio of resident population to full
time equivalent employment remains constant, at 1.539. 

We recognize that in reality the Cordova economy is more complex. Other factors may 
also change the Cordova economy, which are not accounted for in our model. For example, our 
model does not incorporate the potential effects upon the structure of the Cordova economy 
which might result from a change in the cost of living, or from substantial growth in the size 
of the community. Changes in the structure of the economy would change the economic 
multipliers between basic and support employment. Similarly, changes in the structure of the 
economy such as increased importance of lower-paying tourism jobs relative to commercial 
fishing jobs would also change the economic multipliers between basic and support employment. 

However, we have very little data which could be used to quantitatively model these 
other kinds of economic changes. And perhaps most importantly, there is so much uncertainty 
associated with the effects of the major direct causes of change, such as tourism/recreation 
visitor days or resource development employment, that a more complicated model which 
attempted to take account of other potential causes of change would not really make the 
projections any more reliable. It would simply make them harder to understand. 

Projection Years 

We used the model to project employment in four future years: 1996, 2000, 2005, and 
2015. These years correspond to years 1, 5, 10 and 15 after the assumed first year of highway 
construction. 

WW, MID and HIGH Projections 

We cannot project with certainty the direct causes of change listed above, either with or 
without the Copper River Highway. No-one can say for sure how fishing and fish processing, 
state spending, tourism/recreation traveller days, or other resource employment in Cordova will 
change in the future, either with or without a highway. Therefore, we made several sets of 
assumptions, and grouped them into LOW, MID, and HIGH growth assumptions. 

Our MID-growth assumptions represent our "best estimates" about future direct causes 
of change. Our LOW-growth and HIGH-growth assumptions illustrate what we consider a 
reasonable range for these future direct causes of change. 

These assumptions are the basis for our LOW, MID and HIGH projections of future 
employment and population in Cordova. As will be seen, there is a wide range between our 
LOW and our HIGH projections. While we believe our MID projections represent our "best 
estimates" about the future of Cordova, the future could lie anywhere between our LOW and 
our HIGH projections (or beyond them, although we consider this unlikely). 
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We recognize that the wide range in our projections will be disappointing to some 
readers, who might have preferred or expected more "precise" projections. However, we 

believe that more "precise" projections would be an illusion: precise projections of the future 
of a small town like Cordova for a quarter-century into the future are simply not possible. 

No Action Alternative Projections for Cordova 

Assumptions about Direct Causes of Change 

Table 17. 2 shows our assumptions about direct causes of change in the no-action 

alternative. 

Fishing and Fish Processing. Based on our analysis in Chapter XV (Commercial 
Fishing), our MID growth assumption is that fishing and fish processing activity in Cordova will 
decline by 25 percent by the year 2015, compared with 1990 levels. Much of this decline may 
have already taken place. Our LOW growth assumption is for a much sharper decline in fishing 

and fish processing of 50 percent by the year 2015. Our HIGH growth assumption is that fishing 
and fish processing remain at 1990 levels. In other words, we consider it most likely that 
commercial fishing will decline in Cordova; our most optimistic scenario is that fishing and fish 

processing will remain at 1990 levels. 

Our assumptions are for a steady decline in fishing activity over the period 1990 through 
2015. In fact, any decline is unlikely to be steady and gradual. Year-to-year, fishing activity is 
likely to fluctuate widely, as it has in the past, with better years and poorer years. It is likely 
that a substantial decline in fishing and fish processing income has already taken place since 
1990, although we do not have the data to measure it. Thus what is important in our assumptions 
is not the level of fishing activity projected for any given year, but rather the long-term trend. 

State-Supported Government Employment. Our MID growth assumption is that state

supported government employment in Cordova will decline by 23 percent in Cordova by the year 
2015. This is half of the 46 percent decline in Alaska state government per-capita capital and 
operating spending projected in a 1990 ISER study, as a result of declining oil revenues and 
growing state population (Goldsmith 1992). Our LOW growth assumption is that state-supported 

government employment in Cordova will decline by 46 percent, while our HIGH growth 
assumption is that state-supported government employment remains constant. 

Tourism/Recreation Traveller Days. We discussed our projections of changes in 
traveller days for each set of assumptions in Chapter XII (Tourism). Our LOW, MID and 
HIGH growth assumptions are for progressively higher growth in traveller days. 

Other Basic Sector Industries. We discussed our projections for resource development 
in Chapter XIV (Resource Development). Both our LOW and MID growth assumptions assume 
no changes occur in resource development or federal government activities in Cordova. Our 

HIGH growth assumptions are for resource development leading to 125 additional resource in
dustry jobs by 2015. As with our fishing industry assumptions, while our HIGH projections are 
for a steady increase in resource development employment, in fact such an increase would more 
likely come in a few specific years, associated with the opening of specific projects. 
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Table 17.2: Cordova Projection Model Assumptions, NO ACTION Transportation Alternative 

Changes from 1990 levels 

LOW growth assumptions MID growth assumptions HIGH growth assumptions 

Direct causes of change 1996 2000 2005 2015 1996 2000 2005 2015 1996 2000 2005 2015 

FISHING & FISH PROCESSING 
Change in volume of fish processed in Cordova -12% -20% -30% -50% -6% -10% -15% -25% 0% 0% 0% 0% 

Change in Cordova fish harvesting income -12% -20% -30% -50% -6% -10% -15% -25% 0% 0% 0% 0% 

STATE-SUPPORTED GOVERNMENT 
EMPLOYMENT 
Change in state spending in Cordova -12% -23% -35% -46% -6% -12% -18% -23% 0% 0% 0% 0% 

TOURISM/RECREATION 
Changes in traveller days: 

Cruise Passengers 0 0 0 0 0 4000 4937 7522 0 4000 10493 19790 

Package Tour Visitors 68 119 188 351 144 494 727 1369 320 873 1574 4233 

Hunters and Anglers 88 66 6 -45 205 322 374 751 399 802 1370 2704 

Non-Alaska resident visitors by auto/ferry 0 0 0 0 79 135 207 361 181 314 497 920 

Alaska resident visitors by auto/ferry 12 9 1 -6 27 43 49 99 53 106 181 357 

Independent arrivals by air 251 429 666 1191 518 913 1469 2830 815 1479 2473 5175 

OTHER BASIC SECTOR INDUSTRIES 
Changes in federal government and resource 

development employment: 

Year-round 0 0 0 0 0 0 0 0 30 50 75 125 

Seasonal 0 0 0 0 0 0 0 0 30 50 75 125 
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Employment and Population Projections 

Table 17.3 shows our MID employment and population projections for the No Action 
alternative (Tables R-8 and R-10 in Appendix R show the corresponding LOW and MID 
projections). Our assumptions of projected decline in fish processing and fish harvesting lead 
to a loss of 149 and 147 full-time equivalent jobs, respectively, by 2015. Our assumptions of 
projected decline in state spending lead to a further projected decline of 84 full-time equivalent 
jobs. These are only offset by a gain of 17 full-time equivalent jobs from growth in 
tourism/recreation. The net effect is a 22 percent decline in full-time equivalent employment 
and population from 1990 levels. 

Table 17.4 and Figure 17.2 compare our MID projections with our LOW and HIGH 
projections. In our LOW projections, full-time equivalent employment declines by 45 percent 
by 2015. In our HIGH projections, full-time equivalent employment grows by 19 percent by 
2015. 

In sum, our best estimate is that without a highway Cordova's economy will decline 
slightly over the next twenty years, compared with 1990. This MID projection is the result of 
declining fishing and fish processing activity and declining state spending, which is not offset 
by tourism growth or resource development. While our projections show a steady, gradual 
decline, in fact the economy will most likely fluctuate up and down from year to year--although 
the long-term trend will be down. Some of this decline has likely already taken place since 
1990. 

As reflected in our LOW projection, the decline could be sharper if there is a sharper 
decline in fishing or state spending. As reflected in our HIGH projection, Cordova's economy 
could grow, if a decline in fishing does not occur, state spending does not decline, or substantial 
resource development occurs. 

Comparison with Projections in Earlier Studies 

The Copper River Highway Toll Feasibility Study concluded that 

"The outlook for Cordova is for continuing long-term stability ... There is little 
reason to assume that the seafood industry in Cordova will undergo significant 
change. . . Given no other significant economic development in the area, 
Cordova's population is expected to remain at around 2,300 residents, at least for 
the near term (Lloyd Robinson and Associates, 1990: 21). 

By contrast, our MID case projection for the No Action alternative is for a slight decline. 
The reason for the difference is that we believe that there is reason to assume that the seafood 
industry will change: it is likely that trends of the past few years will continue. It is also likely 
that declining state revenues will lead to a reduction in the economic contribution of government 
to Cordova and other rural Alaska communities. 
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Table 17 3: Cordova Employment and Population Projections 

Calculation of Proiections of Changes in EmploJ ment 

Changes from 1990 levels 

Direct causes of change 

FISHING & FISH PROCESSING 
Change in volume of fish processed in Cordova 

Change in Cordova fish harvesting income 

STATE-SUPPORTED GOVERNMENT 

EMPLOYMENT 
Change in state SPending in Cordova 

TOURISM/RECREATION 

Changes in traveller days: 

Cruise Passengers 
Package Tour Visitors 

Hunters and Anglers 

Non-Alaska resident visitors by auto/ferry 

Alaska resident visitors by auto/ferry 

Independent arrivals by air 

OTHER BASIC SECTOR INDUSTRIES 

Changes in federal government and resource 

development employment: 

1996 

-6% 

-6% 

-6% 

0 
144 
205 
79 
27 

518 

2000 2005 

-10% -15% 

-10% -15% 

-12% -18% 

4000 4937 

494 727 

322 374 

135 207 

43 49 

913 1469 

2015 

-25% 

-25% 

-23% 

7522 

1369 
751 
361 
99 

2830 

NO ACTION transportation alternative, MID growth assumptions 

Effects on full-time equivalent Effects on year-round Effects on seasonal 

emnlovment employment employment 

1996 2000 2005 2015 1996 2000 2005 2015 1996 2000 2005 2015 

-36 -60 -89 -149 -20 -33 -49 -81 -49 -81 -122 -203 

-35 -59 -88 -147 -19 -32 -48 -80 -48 -80 -120 -200 

-22 -42 -64 -84 -22 -42 -64 -84 0 0 0 0 

0 3 4 6 0 0 0 0 0 10 12 19 

1 2 3 5 0 0 0 0 2 5 8 15 

0 0 0 1 0 0 0 0 1 1 1 2 

0 0 0 0 0 0 0 0 0 1 1 I 

0 0 0 0 0 0 0 0 0 0 0 0 

I 2 2 5 0 0 0 0 3 5 7 14 

Year-round 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 

Seasonal 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 

1\MWtt®mtur::::-:?=·::=··: '.$.Wttttttt=ttft:iffft -=== === :·:··:·:·:·::·:·:·:·:·:·::::···:m::·:·:·:·:1M:· :>ur:·:··)%:2 :·::·:·:·:·:::::·: ·· .. ·.··:4r:--···::Jrn:·:·:·:::·::·u~r=·:·:·:·::14s ·=·=·=·:·:·:·:·:·:·=·=·:·::·:·:·:·:·:wt···=····ww==·=·=·=·;;:zr2r=··=-;3st 

E tPr · mpioymen 01ect1ons 
Full-time Eouivalent Enmlovment Year-Round Employment Seasonal EinPlovment 

1990 1996 2000 2005 2015 1990 1996 2000 2005 2015 1990 1996 2000 2005 2015 

Projected level 1676 1585 1523 1445 1314 1074 1013 967 913 829 1791 1699 1652 1579 1440 

Percent change from 1990 -5% -9% -14% -22% -6% -10% -15% -23% -5% -8% -12% -20% 

P I . Pr . opu at1on 01ect1ons 
Total Pooulation Adult Pooulation 

1990 1996 2000 2005 2015 1990 1996 2000 2005 2015 

Projected level 2579 2439 2344 2223 2022 1862 1761 1692 1605 1460 

Percent change from 1990 -5% -9% -14% -22% -5% -9% -14% -22% 

ISER file: CORDOVA PROJECTION WOOD. 
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Table 17.4: Summary of Cordova Employment and Population Projections: No-Action Alternative 

Full-time Eauivalent Emplovment Year-Round Employment Seasonal Emplovment Povulation 

1990 1996 2000 2005 2015 1990 1996 2000 2005 2015 1990 1996 2000 2005 2015 1990 1996 2000 2005 2015 

Projections 
LOW 1,676 1,491 1,357 1,195 920 1,074 953 861 752 583 1,791 1,600 1,472 1,313 995 2,579 2,294 2,088 1,839 1,415 

mf-£::::r::::::::t1::::::::::::::m::r ::t!~~t§ttrn@~::m:rJ%.~wr:11im:::::::=::M1i1: :::t1Atift ::w~~;f:::::rn:r:1.1trn:r:::1~1~r:rn:::::::=~~nrn@~1@:::::::::::::1;~t:rn::1:&~#fi:@=!Ji~~z~:t:1Meg::: :::::::g;iftt::::i~~2::rt:~f#f@:rn:1.@.#.~:f:tt~;~:: 
lilGH 1,676 1,745 1,797 1,862 1,997 1,074 1,124 1,157 1,198 1,281 1,791 1,850 1,904 1,977 2,132 2,579 2,686 2,764 2,866 3,072 

% change from 
1990 
LOW 0% -11% -19% -29% -45% 0% -11% -20% -30% -46% 0% -11% -18% -27% -44% 0% -11% -19% -29% -45% 

g{!!!I!i!l!l!i!!IE{!I{ l!I!!!!IIW}!)){!'!IE}ir.J!IiI!M%1!]I@HW:!]!!!!&@% It:r:mwr : %§¾:{J!!MP:$.\JI!Mi®.Il!fa~@. ]l!!}!!lif.i!!f!(}@i&!Il!!M@wiI!f !\@~l!l!Mffii t!l!!i!!!!!w.J.]I!!IM~!!f!!I!Nw.Jtl:l!MJif.il::!)MJ@.; 
lilGH 0% 4% 7% 11% 19% 0% 5% 8% 12% 19% 0% 3% 6% 10% 19% 0% 4% 7% 11% 19% 

ISER file: CORDOVA PROJECTIONS-SUMMARY. 
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Highway Alternative Projections for Cordova 

Assumptions about Direct Causes of Change 

Table 17.5 shows our assumptions about direct causes of change in the highway 
alternatives. Recall that Table 17.2, which presents our assumptions for the No Action 
alternative, shows changes in Cordova.from 1990 levels. Table 17.5, in contrast, presents our 
assumptions about changes from what we assume for the No Action alternative--in other words, 
the direct causes of change from levels without the Copper River Highway. 

For example, the table shows that under the HIGH growth assumptions, cruise passenger 
traveller days would be 11,544 higher with the highway than without the highway. In contrast, 
under the LOW and MID growth assumptions, the highway does not lead to any more visits by 
cruise passengers (although, as in the base case, cruise passenger traveller days continue to 
grow). 

Our assumptions about direct causes of change are the same for all three highway 
alternatives, except for traveller days, which vary slightly between alternatives for the LOW and 
MID growth assumptions, and more significantly for the HIGH growth assumptions. 

Fishing and Fish Processing. As we discussed in Chapter XV (Commercial Fishing), 
under the LOW and MID growth assumptions, we assume that the highway does not cause any 
change in the level of fishing or fish processing in Cordova. Under the HIGH growth 
assumptions, fishing and fish processing are 10 percent higher (as a percentage of 1990 levels) 
than they would have been without the highway. 

State-Supported Government Spending. In Chapter IX, we discussed the impacts of 
highway maintenance expenditures on employment for road maintenance. In Table 9.9, we 
estimated that the highway would directly create 34 jobs in highway maintenance. These 34 jobs 
would represent a 16 percent increase in state-supported government employment from the 1992 
level of 222 jobs (estimated in the top part of Table R-2). Creation of this many jobs in 
Cordova depends upon the highway being maintained year-round and all highway workers 
residing in Cordova. 

We assumed that the highway increases state-supported government employment by 16 
percent (over 1990 levels) for our highway alternative HIGH impact assumptions. We assume 
that the increase in state-supported government employment is two-thirds and one-third this 
level, respectively, for the MID impact and LOW impact assumptions. 

Tourism/Recreation. As discussed in Chapter XII (Tourism), construction of the 
highway leads to increased traveller days, most importantly from Alaska resident and non-Alaska 
resident visitors by auto/ferry. In general, our assumptions about traveller days vary only 
slightly between highway alternatives, with one exception: for the HIGH assumptions, we 
assume substantially higher numbers of package tour visitors for the WOOD alternative than for 
the TIEKEL and TASNUNA alternatives. 
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Table 17.5: Cordova Projection Model Highway Impact Assumptions 

Changes from levels without Copper River Highway 
LOW iuowth assumptions MID growth assumptions HIGH growth assumotions 

Direct causes of chan2e 1996 2000 2005 2015 1996 2000 2005 2015 1996 2000 2005 2015 
W.®liAH'ci't.i:iU'¼fA~fa~f,\,f?ttt \f~~~ttf\/ttittf\\ilflft?\tttff\t\Itttt tt\/?l?fttttttft?tft~f~)t/~\tit\f\j)](j\ {j\ft?t\\!ttttf(j\}\(tfttttt\(/\f\\\ 
FISHING & FISH PROCESSING 
Change in volume of fish processed in Cordova 0% 0% 0% 0% 0% 0% 0% 0% 10% 10% 10% 10% 
Chan2e in Cordova fish harvestin2 income 0% 0% 0% 0% 0% 0% 0% 0% 10% 10% 10% 10% 
STATE-SUPPORTED GOVERNMENT 
EMPLOYMENT 
Chan2e in state spendin2 in Cordova 5% 5% 5% 5% 11% 11% 11% 11% 16% 16% 16% 16% 
TOURISM/RECREATION 
Changes in traveller days: 

Cruise Passengers 0 0 0 0 0 0 0 0 0 0 4,000 11,544 
Package Tour Visitors 0 5,680 7,809 8,863 4,000 8,094 9,374 12,802 4,000 15,085 25,632 51,303 
Hunters and Anglers 4,590 4,553 4,456 4,458 4,590 4,774 4,855 5,446 4,590 5,181 6,018 7,979 
Non-Alaska resident visitois by auto/ferry 21,861 29,583 29,761 30,543 26,168 34,527 36,324 42,307 48,480 71,093 82,603 112,390 
Alaska resident visitors by auto/ferry 46,547 46,186 45,225 44,288 65,641 68,271 69,432 77,880 131,328 148,349 172,348 229,022 
Indeoendent arrivals bv air (1 000) (997) (994) (987) (1,000) (1,040) (I 058) (I 186' (1,000) (1129) (I 311) (1 738) 

OTHER BASIC SECTOR INDUSTRIES 
Changes in federal government and resource 
development employment: 
Year-round 0 0 0 0 0 0 0 0 60 100 150 250 
Seasonal 0 0 0 0 0 0 0 0 0 0 0 0 

(=')):):) ? I :,?I?tI ?It 
FISHING & FISH PROCESSING 
Change in volume of fish processed in Cordova 0% 0% 0% 0% 0% 0% 0% 0% 10% 10% 10% 10% 
Change in Cordova fish harvesting income 0% 0% 0% 0% 0% 0% 0% 0% 10% 10% 10% 10% 
STATE-SUPPORTED GOVERNMENT 
EMPLOYMENT 
Change in stale spending in Cordova 5% 5% 5% 5% 11% 11% 11% 11% 16% 16% 16% 16% 
TOURISM/RECREATION 
Changes in traveller days: 

Cruise Passengers 0 0 0 0 0 0 0 0 0 0 4,000 11,544 
Package Tour Visitors 0 5,680 7,809 8,863 4,000 8,094 9,374 12,802 4,000 8,924 13,136 26,543 
Hunters and Anglers 5,726 5,679 5,559 5,553 5,726 5,955 6,057 6,794 5,726 6,464 7,507 9,954 
Non-Alaska resident visitors by auto/ferry 21,861 29,583 29,761 30,543 26,168 34,527 36,324 42,307 48,480 71,093 82,603 112,390 
Alaska resident visitors by auto/ferry 45,411 45,059 44,122 43,193 64,505 67,089 68,230 76,532 130,192 147,067 170,858 227,047 
Independent arrivals by air (1,000) (997) (994) (987) (1,000) (1,040) (1,058) (1,186) (1,000) (1,129) (1,311) (1,738) 

OTHER BASIC SECTOR INDUSTRIES 
Changes in federal government and resource 
development employment: 

Year-round 0 0 0 0 0 0 0 0 60 100 150 250 
Seasonal 0 0 0 0 0 0 0 0 0 0 0 0 

TASNtJN:A=:21ter@rnntfW,a5S'umuflons=t?,?,?r ::))\:):;:::::•: :=:::::=::::::{f{:\:f):]::;: ·.·.········:·:-:•::::;·: :::::::::=·=·= 

FISHING & FISH PROCESSING 
Change in volume of fish processed in Cordova 0% 0% 0% 0% 0% 0% 0% 0% 10% 10% 10% 10% 
Change in Cordova fish harvesting income 0% 0% 0% 0% 0% 0% 0% 0% 10% 10% 10% 10% 
STATE-SUPPORTED GOVERNMENT 
EMPLOYMENT 
ChanRe in stale spendin2 in Cordova 5% 5% 5% 5% 11% 11% 11% 11% 16% 16% 16% 16% 
TOURISM/RECREATION 
Changes in traveller days: 

Cruise Passengers 0 0 0 0 0 0 0 0 0 0 4,000 11,544 
Package Tour Visitors 0 5,680 7,809 8,863 4,000 8,094 9,374 12,802 4,000 8,924 13,136 26,543 
Hunters and Anglers 4,998 4,998 4,998 4,998 4,998 5,201 5,466 6,038 4,998 5,625 6,521 8,764 
Non-Alaska resident visitors by auto/ferry 10,252 18,138 18,560 19,561 10,252 18,051 19,605 23,533 17,754 36,468 42,370 58,944 
Alaska resident visitors by auto/ferry 47,201 47,201 47,201 47,201 108,943 113,366 119,149 131,615 108,897 122,565 142,086 190,952 
Independent arrivals by air (1,000) (1,000) (1,000) (1,000) (1,000) (1,041) (1,094) (1,208) (1,000) (1,126) (1,305) (1,754) 

OTHER BASIC SECTOR INDUSTRIES 
Changes in federal government and resource 
development employment: 
Year-round 0 0 0 0 0 0 0 0 60 100 150 250 
Seasonal 0 0 0 0 0 0 0 0 0 0 0 0 

ISER file: CORDOVA ASSUMPTIONS--SUMMARY. 
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Other Basic Sector Industries. As discussed in Chapter XIV (Resource Development), for the LOW and MID growth assumptions, we assume that the highway has no impacts. For the HIGH growth assumptions, we assume that the highway leads to increased resource development employment of 250 by the year 2015 (over and above the growth in resource development employment which is assumed for the No Action alternative, HIGH growth assumptions). 

Employment and Population Projections 

WOOD alternative MID projections. Table 17.6 shows our MID employment and population projections for the WOOD alternative. (Tables R-8 and R-10 in Appendix R show the corresponding LOW and MID projections). The figures in the top part of the table show changes from our projections for the No Action alternative MID projections: in other words, impacts of the highway upon employment. 

In these MID projections, the highway has two kinds of impacts. Highway maintenance employment leads to an increase of 40 in full-time equivalent employment. Increased traveller days leads to an increase of 187 in full-time equivalent employment by the year 2015--almost half of which (82 full-time equivalent jobs) is due to visits of Alaska residents arriving by auto/ferry. 

Most of the increased employment caused by the highway is seasonal. While full-time equivalent employment increases by 227 jobs, this consists of an increase of only 58 year-round jobs, compared with 506 seasonal (summer) jobs. 

WOOD alternative LOW, MID and HIGH projections. Table 17. 7 and Figures 17 .3 and 17.4 compare our LOW, MID and HIGH projections for the WOOD alternative with the corresponding projections for the No Action alternative. 

As shown in Figure 17.4, the highway increases full-time equivalent employment in the year 2015 by 227 jobs in the MID projections. The corresponding impacts are only 139 jobs for the LOW projections, and 1175 jobs for the HIGH projections. As with the MID projections, the greatest impacts are on seasonal employment, rather than year-round employment. 

Clearly, there is a wide range in these projections. While our "best estimate" (MID) projections are for a relatively modest increase (over the No Action alternative) of 22 percent in full-time equivalent employment and population, our HIGH projections show that the highway could increase full-time equivalent employment by as much as 59 percent. 

As we noted earlier, we recognize that some readers might have preferred or expected more "precise" projections. However, we believe that more "precise" projections would be an illusion: we have to recognize that the actual effects of the Copper River Highway will depend upon many factors which cannot be precisely projected. 
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Table 17 .6: Cordova Employment and Population Projections WOOD transportation alternative, MID impact assumptions 

Calculation of Pro· ections of Changes in Em lo ment from NO ACTION ro · ections for the Same Year 
Effects on full-time equivalent Effects on year-round Effects on seasonal 

Chan es from NO ACTION e lo ment e lo ment em lo ment 

Direct causes of chan e 

FISHING & FISH PROCESSING 

Change in volume of fish processed in Cordova 

Chan e in Cordova fish harvcstin income 

STATE-SUPPORTED GOVERNMENT 

EMPLOYMENT 

Chan e in state endin in Cordova 

TOURISM/RECREATION 

Changes in traveller days: 

Cruise Passengers 

Package Tour Visitors 

Hunters and Anglers 

Non-Alaska resident visitors by auto/ferry 

Alaska resident visitors by auto/ferry 

Ind endent arrivals b air 

OTHER BASIC SECTOR INDUSTRIES 

Changes in federal government and resource 

development employment: 

Year-round 

Seasonal 

E mployment Projections 

Projected level 

1996 

0% 
0% 

11% 

0 
4000 
4590 

26168 
65641 
-1000 

0 
0 

2000 

0% 
0% 

11% 

0 
8094 
4774 

34527 
68271 
-1040 

0 
0 

Percent change from NO ACTION projections for the same year 

p opulation Projections 

Projected level 

Percent change from NO ACTION projections for the same year 

ISER file: CORDOVA PROJECTION WOOD. 

2005 

0% 
0% 

11% 

0 
9374 
4855 

36324 
69432 
-1058 

2015 1996 2000 2005 2015 1996 2000 2005 2015 1996 2000 2005 2015 

0% 0 0 0 0 0 0 0 0 0 0 0 0 

0% 0 0 0 0 0 0 0 0 0 0 0 0 

11% 40 40 40 40 40 40 40 40 0 0 0 0 

0 0 0 0 0 0 0 0 0 0 0 0 0 

12802 15 30 34 47 0 0 0 0 44 89 103 141 

5446 6 6 6 7 1 1 1 1 13 14 14 16 

42307 33 43 45 53 0 0 0 0 98 129 136 158 

77880 69 72 73 82 14 14 15 16 166 173 176 197 

-1186 -2 -2 -2 -2 0 0 0 0 -5 -5 -5 -6 

0 0 0 0 0 0 0 0 0 0 0 0 0 

0 0 0 0 0 0 0 0 0 0 0 0 0 

t/ltl@f\16.lt@llWJ=JMJi.'t'lli~ Hitilf=fik'i:/:i!Hfif\$.'l/ltS.(ff'!=it'!=S:\t tftt'ttl:tU~l@fifil(t'ftiilt.if\f!::®6. 

Full-time F.ouivalent Emnloyment Year-Round Employment Seasonal Emuloyment 

1990 1996 2000 2005 2015 1990 1996 2000 2005 2015 1990 1996 2000 2005 2015 

1676 1746 1712 1642 1541 1074 1069 1023 969 887 1791 2016 2051 2003 1946 

10% 12% 14% 17% 5% 6% 6% 7% 19% 24% 27% 35% 

Total Population Adult Ponulation 

1990 1996 2000 2005 2015 1990 1996 2000 2005 2015 
2579 2686 2635 2527 2371 1862 1939 1902 1824 1712 

10% 12% 14% 17% 10% 12% 14% 17% 

-::I--I s: 
;>< 
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Table 17.7: Cordova Employment and Population Projections 

Full-time Equivalent Employment Year-Round Employment 

1990 1996 2000 2005 2015 1990 1996 2000 2005 2015 

Projections 
NO ACTION, LOW 1676 1491 1357 1195 920 1074 953 861 752 583 

NO ACTION, MID 1676 1585 1523 1445 1314 1074 1013 967 913 829 

NO ACTION, HIGH 1676 1745 1797 1862 1997 1074 1124 1157 1198 1281 

WOOD.LOW 1676 1590 1485 1331 1059 1074 982 890 781 612 

WOOD.MID 1676 1746 1712 1642 1541 1074 1069 1023 969 887 

WOOD.HIGH 1676 2239 2443 2674 3172 1074 1374 1477 1606 1867 

% change from 
1990 

NO ACTION, LOW 0% -11% -19% -29% -45% 0% -11% -20% -30% -46% 

NO ACTION, MID 0% -5% -9% -14% -22% 0% -6% -10% -15% -23% 

NO ACTION, HIGH 0% 4% 7% 11% 19% 0% 5% 8% 12% 19% 

WOOD.LOW 0% -5% -11% -21% -37% 0% -9% -17% -27% -43% 

WOOD.MID 0% 4% 2% -2% -8% 0% -1% -5% -10% -17% 

WOOD.HIGH 0% 34% 46% 60% 89% 0% 28% 38% 50% 74% 

% change from 
NOACl10N 
WOOD.LOW 0% 7% 9% 11% 15% 0% 3% 3% 4% 5% 

WOOD,MID 0% 10% 12% 14% 17% 0% 5% 6% 6% 7% 

WOOD.HIGH 0% 28% 36% 44% 59% 0% 22% 28% 34% 46% 

ISER file: CORDOVA PROJECTION WOOD 

Figure 17 3: Projected Full-Time Equivalent Employment 
in Cordova: NO-ACTION and WOOD Alternatives 
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In our LOW and MID projections, the economy of Cordova still continues to decline, 

even with the highway. However, the decline is less steep than it would have been without the 

highway. In the HIGH projections, employment and population in Cordova grow rapidly. 

Effects of Alternative Comparisons of No Action and Highway Projections. In the 

impact comparisons shown in Table 17.7 and Figures 17.3 and 17.4, we have compared our 

LOW impact projections for the highway with our LOW growth projections for the No Action 

alternative; similarly we have compared our HIGH impact projections for the highway with our 

HIGH growth projections for the No Action alternative. This comparison tends to understate 

the potential range of relative impacts of the highway. 

Suppose, for example, that our LOW growth assumptions would come to pass without 

a highway, but that some of our HIGH growth impact assumptions would occur with a highway. 

For example, suppose that without a highway Cordova' s fishing and fish processing employment, 

along with state spending, would drop dramatically, leading to a very significant decline in 

Cordova's economy. Suppose, however, that the highway led to very rapid growth in tourism, 

such as we assume for our HIGH impact assumptions. This would lead to a much more 

dramatic relative impact of the highway than we have projected by comparing LOW highway 

alternative projections with LOW No Action alternative projections. 

Suppose, as another example, that some of our HIGH growth assumptions would come 

to pass without a highway, but that some of our LOW growth impact assumptions would occur 

with a highway. For example, suppose that without a highway neither Cordova' s fishing and 

fish processing employment nor state-supported government employment would decline, leading 

to a stable economy without a highway. Suppose, however, that the highway led to relatively 

little growth in tourism, such as we assume for our LOW impact assumptions. This would lead 

to a much less dramatic relative impact of the highway than we have projected by comparing 

HIGH highway alternative projections with HIGH No Action alternative projections. 

Readers who are interested in exploring the implications of these alternative combinations 

of assumptions may do so by applying the model coefficients summarized in Table 17 .1 to 

different combinations of No Action alternative and highway alternative assumptions in Tables 

17.3 and 17.6. 1 

Projections for WOOD, TIEKEL, AND TASNUNA Alternatives. Table 17.8 

summarizes our projections for all three highway alternatives. Our projections for all three 

highway alternatives are very similar, reflecting the similarity of assumptions about direct causes 

of change. The only important difference between alternatives is that the HIGH projections for 

the WOOD alternative are somewhat higher than for the TIEKEL and TASNUNA alternatives, 

reflecting our assumption of more rapid growth in package tour traveller days. 

1Spreadsheets incorporating the model coefficients and formulas (in Microsoft EXCEL for Macintosh or IBM

compatible computers) as well as the tables shown in this chapter may be obtained from the Institute of Social and 

Economic Research by sending a computer disk and a stamped, self-addressed disk mailer to Lexi Hill, ISER/UAA, 

3211 Providence Drive, Anchorage, Alaska 99508. 
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Table 17 .8: Summary of Cordova Employment and Population Projections 

Full-time Eauivalent Emplovment Year-Round Employment Seasonal Employment Population 

1990 1996 2000 2005 2015 1990 1996 2000 2005 2015 1990 1996 2000 2005 2015 1990 1996 2000 2005 2015 

Projections 
NO ACTION, LO\\ 1,676 1,491 1,357 1,195 920 1,074 953 861 752 583 1,791 1,600 1,472 1,313 995 2,579 2,294 2,088 1,839 1,415 

NO ACTION, MID 1,676 1,585 1,523 1,445 1,314 1,074 1,013 967 913 829 1,791 1,699 1,652 1,579 1,440 2,579 2,439 2,344 2,223 2,022 

NO ACTION, HIGJ 1,676 1,745 1,797 1,862 1,997 1,074 1,124 1,157 1,198 1,281 1,791 1,850 1,904 1,977 2,132 2,579 2,686 2,764 2,866 3,072 

WOOD,LOW 1,676 1,590 1,485 1,331 1,059 1,074 982 890 781 612 1,791 1,808 1,771 1,633 1,327 2,579 2,446 2,285 2,048 1,630 

WOOD, MID 1,676 1,746 1,712 1,642 1,541 1,074 1,069 1,023 969 887 1,791 2,016 2,051 2,003 1,946 2,579 2,686 2,635 2,527 2,371 

WOOD,HIGH 1,676 2,239 2,443 2,674 3,172 1,074 1,374 1,477 1,606 1,867 1,791 2,577 2,882 3,186 3,901 2,579 3,445 3,759 4,114 4,881 

TIEK.EL, LOW 1,676 1,590 1,485 1,331 1,059 1,074 982 890 781 612 1,791 1,808 1,771 1,633 1,327 2,579 2,446 2,286 2,048 1,630 

TIEK.EL, MID 1,676 1,746 1,712 1,642 1,541 1,074 1,069 1,023 969 887 1,791 2,016 2,052 2,003 1,947 2,579 2,686 2,635 2,527 2,371 

TIEK.EL, HIGH 1,676 2,239 2,421 2,628 3,082 1,074 1,374 1,477 1,606 1,867 1,791 2,578 2,815 3,049 3,629 2,579 3,445 3,725 4,044 4,742 

TASNUNA, LOW 1,676 1,590 1,485 1,331 1,059 1,074 982 890 781 612 1,791 1,808 1,771 1,633 1,327 2,579 2,446 2,286 2,048 1,630 

TASNUNA, MID 1,676 1,746 1,712 1,642 1,541 1,074 1,069 1,023 969 887 1,791 2,016 2,051 2,003 1,947 2,579 2,686 2,635 2,527 2,371 

TASNUNA, HIGH 1,676 2,239 2,421 2,628 3,082 1,074 1,374 1,477 1,606 1,867 1,791 2,577 2,814 3,049 3,629 2,579 3,445 3,725 4,044 4,742 

% change from 
1990 
NO ACTION, LOVI 0% -11% -19% -29% -45% 0% -11% -20% -30% -46% 0% -11% -18% -27% -44% 0% -11% -19% -29% -45% 

NO ACTION, MID 0% -5% -9% -14% -22% 0% -6% -10% -15% -23% 0% -5% -8% -12% -20% 0% -5% -9% -14% -22% 

NO ACTION, HIGl 0% 4% 7% 11% 19% 0% 5% 8% 12% 19% 0% 3% 6% 10% 19% 0% 4% 7% 11% 19% 

WOOD,LOW 0% -5% -11% -21% -37% 0% -9% -17% -27% -43% 0% 1% -1% -9% -26% 0% -5% -11% -21% -37% 

WOOD, MID 0% 4% 2% -2% -8% 0% -1% -5% -10% -17% 0% 13% 15% 12% 9% 0% 4% 2% -2% -8% 

WOOD,HIGH 0% 34% 46% 60% 89% 0% 28% 38% 50% 74% 0% 44% 61% 78% 118% 0% 34% 46% 60% 89% 

TIEKEL,LOW 0% -5% -11% -21% -37% 0% -9% -17% -27% -43% 0% 1% -1% -9% -26% 0% -5% -11% -21% -37% 

TIEK.EL, MID 0% 4% 2% -2% -8% 0% -1% -5% -10% -17% 0% 13% 15% 12% 9% 0% 4% 2% -2% -8% 

TIEK.EL, HIGH 0% 34% 44% 57% 84% 0% 28% 38% 50% 74% 0% 44% 57% 70% 103% 0% 34% 44% 57% 84% 

TASNUNA, LOW 0% -5% -11% -21% -37% 0% -9% -17% -27% -43% 0% 1% -1% -9% -26% 0% -5% -11% -21% -37% 

TASNUNA, MID 0% 4% 2% -2% -8% 0% -1% -5% -10% -17% 0% 13% 15% 12% 9% 0% 4% 2% -2% -8% 

TASNUNA, HIGH 0% 34% 44% 57% 84% 0% 28% 38% 50% 74% 0% 44% 57% 70% 103% 0% 34% 44% 57% 84% 

% change from 
BASE 
WOOD,LOW 0% 7% 9% 11% 15% 0% 3% 3% 4% 5% 0% 13% 20% 24% 33% 0% 7% 9% 11% 15% 

WOOD, MID 0% 10% 12% 14% 17% 0% 5% 6% 6% 7% 0% 19% 24% 27% 35% 0% 10% 12% 14% 17% 

WOOD,HIGH 0% 28% 36% 44% 59% 0% 22% 28% 34% 46% 0% 39% 51% 61% 83% 0% 28% 36% 44% 59% 

TIEK.EL, LOW 0% 7% 9% 11% 15% 0% 3% 3% 4% 5% 0% 13% 20% 24% 33% 0% 7% 9% 11% 15% 

TIEK.EL, MID 0% 10% 12% 14% 17% 0% 5% 6% 6% 7% 0% 19% 24% 27% 35% 0% 10% 12% 14% 17% 

TIEK.EL, HIGH 0% 28% 35% 41% 54% 0% 22% 28% 34% 46% 0% 39% 48% 54% 70% 0% 28% 35% 41% 54% 

TASNUNA, LOW 0% 7% 9% 11% 15% 0% 3% 3% 4% 5% 0% 13% 20% 24% 33% 0% 7% 9% 11% 15% 

TASNUNA, MID 0% 10% 12% 14% 17% 0% 5% 6% 6% 7% 0% 19% 24% 27% 35% 0% 10% 12% 14% 17% 

TASNUNA, HIGH 0% 28% 35% 41% 54% 0% 22% 28% 34% 46% 0% 39% 48% 54% 70% 0% 28% 35% 41% 54% 

ISER file: CORDOVA PROJECTIONS-SUMMARY. 



Comparison with Projections in Earlier Studies 

The Copper River Highway Toll Feasibility Study concluded that 

"Development of the Copper River Highway would stimulate economic and 
population growth in Cordova. Rather than a stable economy, Cordova could 
expect slow-to-moderate growth following completion of the road. Completion 
of the Copper River Highway would not create the boom conditions prevalent in 
Alaska's economy during the first half of the 1980s, when growth occurred at a 
rate of 4%-6% annually, but would more likely facilitate growth in the 1 % to 3% 
range over the next twenty years ... For purposes of this study, a 3% growth rate 
is assumed for the first five years after road construction, then the growth rate is 
expected to decline to 2 % annually through year fifteen, and then taper off to a 
1 % growth rate from year fifteen to year twenty. [emphasis added] The very long 
term growth rate is particularly difficult to forecast... (Lloyd Robinson and 
Associates, 1990: 25). 

The growth projections in this earlier study are more optimistic than in our MID growth 

projections, but are well within the range between our MID and HIGH projections. A more 
significant difference is in the method used to project effects of the highway. The projections 

cited above (emphasized in italics) are actually assumptions. 

Our projections, in contrast, are based on a structured examination of the consequences 
of assumed changes in different sectors on total population and employment. The difference is 
subtle but important: we have tried to explain why growth (or decline) might occur. We believe 
it is risky simply to assume a future level of growth. Change always occurs for a reason. As 
Alaska's experience during the 1980's demonstrates, the fact that growth occurred in the past 
doesn't always mean that growth will continue in the future. 
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Other Potential Economic Impacts of the Copper River Highway on Cordova 

Thus far we have presented quantitative projections of future changes in employment and 

population in Cordova with and without the Copper River Highway. The projections are based 

on assumptions about changes in a few, major "direct causes of change" which we consider the 

most important potential causes of changes in Cordova's employment and population. 

We recognize, however, that there are many other potential causes of economic and 

demographic change in Cordova, with and without a highway, the effects of which are difficult 

to quantify. Below, we discuss these potential causes of change in qualitative terms. In general, 

we think their effects are relatively less significant than other factors: if we were able to 

quantify them and include them in our model, it would not significantly change our model 

results. 

Cost of Living 

As we discussed in Chapter XI, the Copper River highway could lower costs for certain 

kinds of freight shipments to Cordova, which might be brought in by truck rather than by air, 

ferry or barge. Lower transportation costs would likely lower the cost of living in Cordova. 

But to the extent that the highway caused rapid economic growth, it could increase some costs, 

such as housing prices. For this reason, it is very difficult to quantify how much the cost of 

living might fall, much less the impacts of a lower cost of living upon Cordova's economy. 

As was shown in Table 6.4, food costs appear to be substantially lower in the two roaded 

communities for which we were able to obtain data than in the non-roaded communities. In 

1990, the cost of food for a week for a family of 4 with elementary school children was 

estimated as $141 in Cordova, compared with $114 in Valdez. Costs for lumber, propane and 

heating oil were also substantially higher. However, these costs are only part of the cost of 

living, which includes housing, travel, utilities, taxes, etc.--all of which might be affected 

differently by a highway. 

Assuming that the cost of living would fall, there are several different potential effects 

on Cordova. At one extreme, the lower cost of living might not lead to any economic growth, 

but would simply result in Cordova residents being better off. In other words, with lower costs, 

Cordova residents' purchasing power--their real incomes--would be higher. They could buy 

more or better fresh food, furniture, cars, vacations, etc. 

Lower costs of living could result in an economic stimulus to the community in several 

ways. First, increased purchasing power could lead to more purchases of goods and services, 

leading to growth in businesses such as stores and restaurants. 

Secondly, lower costs of living could make it possible for firms to attract workers to 

Cordova for lower wages: with lower costs, workers might be willing to work for lower cash 

income. This would lower labor costs of business, increasing the relative competitiveness of 

Cordova firms. 
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Tax Base 

The economic growth which we project as a result of the highway would contribute to 
the tax base of the community of Cordova. The relative growth in the tax base would depend 
upon the extent of the economic growth. 

By itself, a higher tax base would tend to lower costs for individuals and businesses, 
which would lead to the same kinds of effects as a reduction in the cost of living. However, 
economic growth would also spur demand for new services for both residents as well as 
travellers visiting the community, as we discuss in Chapter XIX. The extent to which the 
benefits from a higher tax base would exceed the costs of higher demands for services are 
uncertain. 

Economic Structure 

Changes in the cost of living, along with economic growth, could change the economic 
structure of Cordova. In general, as rural Alaska communities grow, the support sector tends 
to expand more than proportionally (in technical terms, the multiplier increases). The larger the 
community, the greater the extent to which it passes threshold levels for different kinds of 
services, such as movie theaters, automobile dealerships, medical specialists, repair shops, print 
shops, and so forth. 

In our projections above, we have assumed a constant relationship or multiplier between 
basic sector activities such as fish processing and support sector activities such as retail trade. 
However, if the highway led to economic growth in basic sector activities such as tourism, 
structural change could lead to a more than proportional increase in Cordova's support sector. 

A highway, however, could also have negative effects on Cordova's support sector, 
because of the greater accessibility to Cordova residents of services from other communities. 
For example, at present, the cost and inconvenience of travel from Cordova to Anchorage 
probably serves to some extent to protect the market for some Cordova retailers, which might 
lose some of their business if Cordova residents could drive to Anchorage and shop at bulk 
warehouse stores such as Costco. 

In other words, a highway may be a two-edged sword for some Cordova businesses. By 
bringing economic growth as well as visitors, the highway would tend to increase their market. 
But the highway would also increase the extent to which these businesses faced competition from 
other Alaska communities. 

In our survey of Cordova residents, we asked about their purchases in Anchorage over 
the past twelve months, and how much more or less they would have purchased in Anchorage 
had a highway existed. The responses to this question are summarized in Table 17.9. Respon
dents reported average purchases in Anchorage per household of $2738. If a summer highway 
had existed, they reported that they would have spent an average of $1107 more per household 
for purchases in Anchorage. If a winter highway had existed, they reported that they would 
have spent an average of $252 more per household for purchases in Anchorage. Thus a highway 
would have resulted in an increase in Anchorage purchases of approximately 50 percent. 
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Table 17.9: Effects of the Copper River Highway on Cordova Residents' 
Purchases in Anchorage 

"During the past twelve months, about how many dollars of household 

items has your household purchased in or ordered from Anchorage?" 

Estimated Share of 
Percent total total 

Response of responses expenditure expenditure 

$100 or less 8% 1,095 0% 

$101 to$1000 28% 181,803 7% 

$1001 to $5000 47% 1,321,640 52% 

$5001 to $9999 7% 435,173 17% 

$10,000 or more 7% 621,600 24% 

No answer/don't know 4% 0 0% 

Total 100% 2,561,312 100% 
Average per household 2,738 

"If a summer road to the Alaska highway system existed, about how many 

more dollars of household items would your household have purchased in 

or ordered from Anchorage?" 

Estimated Share of 
total total 

Percent additional additional 

Response of responses expenditure expenditure 

"Less" 4% -35,520 -1% 

"About the same" 46% 0 0% 

$100 or less 1% 0 0% 

$101 to$1000 12% 88,208 3% 

$1001 to $5000 21% 548,784 21% 

$5001 to $9999 2% 118,400 5% 

$10,000 or more 1% 59,200 2% 

"A little more" 4% 19,240 1% 

"Muchmore" 5% 236,800 9% 

No answer/don't know 4% 0 0% 

Total 100% 1,035,112 100% 

Average per household 1,107 

SUMMARY OF RESPONSES 
Estimated Percentage 

total increase with 
expenditure a road 

Actual purchases in Anchorage 2,561,312 

Additional purchases with a summer road 1,035,112 40% 

Additional purchases with a winter road 235,320 9% 

Total: additional purchases with a 1,270,432 50% 

year-round road 

"If a winter road existed, about how many 
more dollars of household items would your 
household have purchased in or ordered from 
Anchorage?" 

Estimated Share of 
total total 

Percent additional additional 
of responses expenditure expenditure 

4% -38,480 -2% 
62% 0 0% 
2% 0 0% 

11% 62,160 2% 
9% 148,000 6% 
0% 0 0% 
0% 0 0% 
4% 19,240 1% 
1% 44,400 2% 
6% 0 0% 

100% 235,320 100% 
252 

Notes: Expenditures reported as "$10,000 or more" were totaled as $10,000. "Less" expenditure was assumed to be $1000 

less; "a little more" was assumed to be $500 more; and "a lot more" was assumed to be $5000 more. Thus these 

expenditures are likely underestimated. Total expenditures estimated by assuming that each of the 316 survey responses 

estimated 2.96 households, based on the 1990 U.S. census figure of 934 households for the Cordova census subarea. 

Source: ISER survey of Cordova residents, November 1992, Questions B43-B45. ISER file: CORDOVA SURVEY, 

B43-B45. 
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Quality of Life 

Most difficult of all to quantify, but still potentially important in terms of economic 

effects upon Cordova, are the effects that a highway might have upon the "quality of life" in 

Cordova. As we discuss in Volume II of this study, Cordova residents have widely differing 

opinions about how a highway might affect their quality of life. Some residents feel that the 

opportunity to drive to other communities would enhance their quality of life; others feel that 

the changes brought by a highway would reduce their quality of life. 

Clearly, changes in the quality of life, for better or worse, are important impacts in 

themselves. However, if we focus more narrowly on the economic impacts of changes in the 

quality of life, they could tend either to expand or reduce other economic impacts of the 

highway. 

If, for example, most people thought that the highway improved the quality of life, the 

effect (considered by itself) might be to lower labor costs, because people might not demand as 

high wages in return for living and working in Cordova. On the other hand, if most people 

thought the highway lowered the quality of life, the effect ( considered by itself) might be to raise 

labor costs, because people might require higher compensation to be willing to live and work 

in Cordova. 

It is very difficult to quantify this kind of effect, in part because the highway might 

change the kind of people living in Cordova, over time. The people who live and work in 

Cordova at present are people who are willing to--and in some cases prefer to--live in a 

community without road access. If a highway were built, some people might move to Cordova 

who would not have been willing to live in Cordova without a road, while some people might 

leave Cordova who would not be willing to live in Cordova with a road. 

Summary of Other Economic Impacts 

It is very difficult to quantify the net effects of these other economic impacts discussed 

above, which are not incorporated in our Cordova Projection Model. In general we believe that 

the net effects would be to increase the economic impacts slightly from the levels projected by 

our Cordova Projection Model. However, the most important impacts would likely remain those 

accounted for in the model, in particular the growth in visitor traveller days. 
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Economic Impacts of the Highway on Copper Basin Communities 

We did not attempt to develop quantitative projections of the effects of the Copper River 

Highway upon Copper Basin communities. These communities are so small that their future 

growth, both with and without a highway, is highly uncertain. For example, the construction 

of a single lodge or even a store would represent an important change: it is fruitless to try to 

quantify predictions of changes for such small places. 

If the Wood Canyon alternative is chosen, then there will be impacts on Chitina and 

Kenny Lake, Copper Basin communities on the Edgerton Highway between the Richardson 

Highway and the Copper River (see Chapter VII). Both the Tiekel and Tasnuna routes would 

bypass these communities. 

In absolute terms, the Copper River Highway would have a much smaller effect on 

Copper Basin communities than on Cordova--although construction of the highway could provide 

new economic opportunities for some residents. 

The Copper Basin study area communities are already connected to the Alaska road sys

tem; they would gain access only to Cordova. Second, if the Wood Canyon route were built, 

many more travellers would pass through Kenny Lake and Chitina, but this area would not be 

their destination. The economic boost that the Copper River Highway traffic would have on 

these communities would depend largely on the extent to which travellers stopped to make 

purchases. 

Kenny Lake is a scattered settlement with no developed central area. Travellers could 

easily pass through without realizing they'd been to Kenny Lake. There is a store, gas station, 

school and community hall near the junction of the old and new Edgerton Highways, and this 

area could be a focus for development of traveller services. Since much of the land along the 

highway is privately held, there is also the potential for strip development, as in Wasilla. 

Private developers must secure an adequate and affordable water supply; wells in the area must 

often be 300 feet or more deep. 

Chitina, unlike Kenny Lake, is a well defined community which has existed since the 

railroad. Intensive development in Chitina must contend with the absence of central water or 

sewer, and small lot sizes which can make septic system requirements difficult to meet. 

Traffic Levels 

Both Chitina and Kenny Lake can potentially serve and benefit from three different 

groups of tourists: travellers to Kenicott and McCarthy, dipnetters fishing the Copper River near 

Chitina, and Copper River Highway travellers. Two of these groups already travel through the 

area, and both have been growing in recent years. DOT&PF reports the 1990 traffic count as 

175 at Chitina and 275 at Kenny Lake. 

Wrangell-St. Elias Park visitor growth has averaged 8.5 percent per year since 1985. 

In 1991, an estimated 20,000 people visited McCarthy and Kenicott (NPS visitor statistics). Par

ticipation in the Chitina dipnet fishery has been increasing as well. From 1986 to 1991, the 
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number of personal use permits issued grew from about 4,000 to over 6,000 (Prince William 

Sound Subsistence Statistics, Table G4, p 127). Because we don't know how many trips each 

permit holder makes, we couldn't calculate traffic levels attributable to the dipnet fishery, or its 

contribution to traffic growth. 

If McCarthy traffic continues to grow at 8.5 percent per year, and nothing else changes, 

then the 1996 AADT in Chitina would be 207 and in Kenny Lake, 307. The Copper River 

Highway would add about 191 AADT (MID case) for a total traffic count of 398 in Chitina, and 

498 in Kenny Lake. This would be not quite double today's levels. 

Table 17.10: Traffic Level &timates in the Kenny Lake Area 

Current 

1990 

275 

0 

0 

1996 

275 

32 

191 

2000 

275 

63 

215 

2005 

275 

120 

221 

2015 

275 

334 

250 

Added McCarthy Road Growth 

Wood Canyon Alternative 

Total 275 498 553 616 859 

Notes: 
1) Because traffic growth is assumed in McCarthy traffic and Cordova traffic, there are no evident long 

term population growth trends in the base case to increase traffic, and we cannot assess the traffic contri

bution or growth potential in the dipnet fishery, the level of 275 for "all other" traffic is held constant. 

2) McCarthy Road growth is held constant at 8.9 percent per year, the level of Wrangell-St Elias visitor 

growth from 1985 to 1991. 

Tourism Related Development 

The traffic increase due to the highway would support some development, but the scale 

would be modest. Glennallen, for example, has a 1990 AADT of 800, or more than twice what 

Chitina is likely to see. Both Glennallen and the Chitina/Kenny Lake area would be serving 

tourists passing through. Southbound travellers, if they had stopped in Glennallen, would be less 

likely to stop again just one hour later. With less traffic and competition for that traffic, 

business growth due to highway-generated traffic in Chitina/Kenny Lake would remain well 

below the levels seen in Glennallen. 

Tourist related jobs are usually in retail sales and services. The 1990 Census showed 

only 44 residents employed in retail trade, and 12 in various services. Copper Basin residents 

reported 35 retail trade jobs and no tourist-related service jobs. The Census information misses 

summer jobs held by non-residents. Most of the traffic is concentrated in the summer, so 

average annual numbers are well below the summer traffic levels2
• Winter averages are lower. 

2 For example, the 1990 level of 50 AADT for the McCarthy Road equates to 150 to 180 cars per day on the road in the 

summer season of 100 to 120 days. Even allowing for spring and fall resident traffic, summer traffic levels are still well over 

100 per day. 
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Many of today's jobs and most new jobs would be seasonal. Even so, the Census provides the 

best information available for the small communities we are comparing. This data indicates that 

Chitina and Kenny Lake would see only modest economic growth. 

Other Economic Impacts 

Road access to Cordova would provide a new market for services and products of the 

Copper Basin study communities. For example, several focus group participants in Kenny Lake 

and Chitina stressed the value of Cordova as a new market for agricultural products of the 

region. We believe that the overall economic impacts of an additional market in Cordova would 

be relatively small, although they might be important for some residents of these communities. 

For example, agriculture is only a small part of the Copper Basin economy -- accounting 

for only 5 percent of total personal income (Chapter VII). Moreover, Kenny Lake agricultural 

products would have to compete in Cordova with goods barged, trucked and flown in from other 

areas. 
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xvm. HIGHWAY TRAFFIC PROJECTIONS 

In this chapter we present estimates of traffic on the Copper River Highway. This 
chapter builds on estimates of the number of highway travelers developed in previous chapters, 
Cordova residents (Chapters X and XVII), Alaska residents living outside the study region 
(Chapter X), and visitors to Alaska (Chapter XII). To estimate traffic, we combine these 
estimates of the number of travelers with assumptions about the number of passengers per 
vehicle for each category of traveler. Appendix T provides detailed technical documentation for 
this chapter. 

Summary of Major Findings 

Figure 18.1 summarizes our average daily traffic projections for the Copper River 
Highway. Average daily traffic means the number of cars going in both directions, year-round. 
Our best estimate--our MID projection--is that average daily traffic would be about 191 the first 
year the highway opened and 250 after 20 years. Summer traffic would be about 60 percent 
higher than the year-round average, and winter traffic would be less than half the average. 

Given all the uncertainties about future development, it is possible but less likely that 
average traffic could be 25 to 40 percent lower ( our LOW projection) or two to three times 
higher (our HIGH projection). 

Cordova residents would account for only a small share of total highway use. Alaskans 
from other parts of the state traveling the highway in the summer would be the biggest group, 
followed by tourists from outside Alaska. 

Figure 18.1. Projected Traffic on the Copper River Highway 
Year 1-20 of Operation 
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Methodology for Developing Traffic Projections 

Projection Years 

We develop highway traffic projections for years 1, 5, 10 and 20 after the proposed 

highway would be opened. Assuming that the highway opened in 1996, as is planned by 

DOT&PF, these years would be 1996, 2000, 2005, and 2015. 

Terminology 

In our discussion of traffic on the highway, we use the terms "trip," "round-trip," "total 

traffic," "average daily traffic," and "annual average daily traffic." We define these terms as 

follows: A trip is travel in one direction on the road, either coming to Cordova or going away 

from Cordova. A round-trip consists of two trips -- one going to a destination and one returning 

to the origin. Total traffic is the total number of trips by vehicles in both directions during a 

given period. Average daily traffic for a given period of time is total traffic divided by the 

number of days in the period. Annual average daily traffic is average daily traffic for an entire 

year. All of these traffic terms include all highway traffic, regardless of the residence of the 

drivers or passengers. 

Annual average daily traffic (AADT) is commonly used in highway traffic planning. 

Because AADT averages traffic over an entire year, the same AADT can reflect quite different 

traffic patterns. For example, the following traffic patterns would all imply AADT of 100: 

o 50 cars traveling each direction every day of the year (100 trips per day each day). 

o 100 cars traveling each direction for six months in the summer, and no traffic at all for 

six months in the winter (200 trips per day for six months). 

o 18,250 cars driving to and from Cordova during one month in the summer, and no other 

traffic on the road for the rest of the year (36,500 total trips in one month). 

Projection Methodology 

Individual Traffic Components Method. We use two different methods to project 

traffic levels on the Copper River Highway. The first method, which we call the "Individual 

Traffic Components method," is based on the sum of individual components of traffic, such as 

traffic from local residents, other Alaska residents, visitors, and commercial trucks. 

We used this method to develop LOW, MID and HIGH traffic projections for each route, 

based on our LOW, MID and HIGH assumptions and projections developed in earlier chapters 

for a wide variety of factors influencing highway traffic. 

Comparison with Richardson Highway Method. The second method, which we call 

the "Comparison with Richardson Highway method," is based on a comparison to traffic levels 

on the Richardson Highway. Several previous studies have used comparisons with other 

highways and communities to estimate traffic on the Copper River Highway. These studies 
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estimated traffic on the Copper River Highway by calculating annual average daily traffic on the 
Richardson Highway or other comparable highways and scaling the traffic to reflect the size of 
Cordova relative to Valdez or other communities. This method does not attempt to estimate the 
magnitude of individual components of traffic and does not identify the origin of the traffic. A 
significant problem with this method is that it assumes that traffic to a community is directly 
related to the size of the community. This assumption may be very unrealistic if a large 
component of the traffic consists of non-local residents. For example, we would greatly 
underestimate the volume of traffic to Denali National Park if we based our estimate upon the 
number of residents living in Denali National Park. 

Traffic Projections Based on Individual Components Method 

Our individual traffic components method estimates are based on adding together 
estimates of total annual vehicle traffic in each of the following eight categories: 

ALASKA RESIDENTS 

Cordova residents 
Anchorage residents 
Fairbanks residents 
Kenai Peninsula, Mat-Su Borough and Prince William Sound area (except study region) 
residents 

NON-ALASKA RESIDENTS 

Visitors from outside Alaska traveling in automobiles or recreational vehicles 
Visitors from outside Alaska traveling in buses 
Visitors from outside Alaska coming to Cordova by automobile to work 

FREIGHT 

Commercial freight traffic 

Alaska resident traffic projections. To calculate total round-trips made by adults from 
each area of Alaska, we multiply the per-capita round-trips per adult by the projected adult 
population in the area. Then we divide the total number of round-trips by the assumed average 
number of adults traveling in a single vehicle to estimate the total number of vehicle round-trips 
by Alaska residents. We then multiply the result by two to determine total traffic traveling in 
both directions. Finally, we divide total vehicle traffic by the number of days in the year to 
estimate annual average daily traffic. The calculations may be summarized as follows: 

Average daily traffic = (Adult population) 
* (Average annual round trips per adult) 
/ (average number of adults 

traveling together in a vehicle) 
* (2 I 365) 
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Adult per-capita round trip assumptions. In Chapter X, we used three different 
methods to develop our LOW, MID and HIGH assumptions for per capita round-trips by adults: 

LOW For Cordova: Travel Cost Method (based on Cordova survey respondents' 
answers in other coastal communities about their frequency of trips to 
Anchorage). 

For areas outside the study region: Half-of- Valdez Method ( one-half of 
the number of trips to Valdez reported by Anchorage and Fairbanks 
survey respondents) 

MID For Cordova: Travel Cost Method (based on respondents' answers in 
other coastal communities about their frequency of trips to Anchorage). 

HIGH 

For areas outside the study region: Travel Cost Method (based on 
Anchorage and Fairbanks survey respondents' travel patterns to small 
Alaska communities on existing Alaska highways) 

Survey Results Method (based on survey respondents' answers about 
expected use of the highway) 

Population assumptions. We developed LOW, MID and HIGH adult population 
projections for Cordova in Chapter XVII. We developed LOW, MID and HIGH adult 
population assumptions for residents of Alaska living outside of the study region in Appendix 
L. 

Non-Alaska resident and freight traffic projections. Our LOW, MID and HIGH 
assumptions for other components of traffic, such as freight traffic and visitor traffic by travelers 
from outside Alaska, were derived using other techniques as discussed in Chapters XI, XII and 
XVII. 

Annual Average Traffic Projections for Year 1 

Table 18.1 summarizes our traffic projections for Year 1. Our MID projection for 
annual average daily traffic in the first year of highway operation is about 190, while our LOW 
and HIGH projections are 140 and 390, respectively (all traffic estimates are rounded to the 
nearest ten when they are discussed in the text to reflect the fact that these projections are 
approximations and not precise numbers). 

Our MID projections suggest that the traffic would be composed predominantly of 
travelers from Anchorage. For our MID projections, roughly 39 percent of the traffic would 
be from Anchorage residents. About thirteen percent of the traffic would be from Fairbanks 
residents and about 30 percent from residents of other parts of Alaska. Cordova residents would 
contribute less than five percent of the traffic. Visitors from outside Alaska would contribute 
about 27 percent of the traffic. Freight traffic would contribute about one percent of the traffic. 
Workers from other states would contribute about one percent of the traffic. 
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Table 18.1: Projected Average Annual Traffic on the Copper River Highway in the First Year of Operation 

Method used to Assumed Total Number of Total vehicle Average Percent 
calculate per capita per capita Projected projected adults per traffic in both daily of total 

Traffic Component Projection adult trips adult trips population round-trips vehicle directions traffic traffic 

Cordova residents LOW Travel Cost 1.22 1766 2155 3 1436 4 3% 
MID Travel Cost 1.22 1939 2366 3 1577 4 2% 
HIGH Survey Results 7.22 2487 17956 3 11971 33 8% 

Anchorage residents LOW Half-of-Valdez 0.19 154411 28566 3 19044 52 36% 
MID Travel Cost 0.25 161982 40496 3 26997 74 39% 
HIGH Survey Results 0.47 174037 81797 3 54532 149 38% 

Fairbanks residents LOW Half-of-Valdez 0.21 53505 11236 3 7491 21 14% 
MID Travel Cost 0.25 55201 13800 3 9200 25 13% 
HIGH Survey Results 0.38 58271 22143 3 14762 40 10% 

Kenai Borough, Mat-Su Borough LOW Half-of-Valdez 0.19 63277 11706 3 7804 21 15% 
and Prince William Sound area MID Travel Cost 0.25 65284 16321 3 10881 30 16% 
(except study region) residents HIGH Survey Results 0.47 68915 32390 3 21593 59 15% 

Visitors from outside Alaska LOW 19390 2.5 15512 42 30% 
travelling in their own vehicles MID 23776 2.5 19021 52 27% 
(see Chapter XII for calculations) HIGH 46190 2.5 36952 101 26% 

Visitors from outside Alaska LOW 0 30 0 0.0 0.0% 
travelling in busses MID 2000 30 133 0.4 0.2% 
(see Chapter XII for calculations) HIGH 2000 30 133 0.4 0.1% 

Workers from outside Alaska LOW 904 2 2% 
traveling by car to Cordova MID 1008 3 1% 
(see text for discussion) HIGH 1289 4 1% 

Commercial freight LOW 365 1 1% 
(see Chapter XII for calculations) MID 730 2 1% 

HIGH 876 2 1% 

TOTAL LOW 52556 144 100% 
MID 69547 191 100% 
HIGH 142108 389 100% 

ISER file: TRAFFC3D.WK3 



In our LOW projections visitors from outside Alaska would contribute a slightly higher 
percentage of the traffic than in the MID projections. Anchorage residents would contribute a 
slightly lower percentage of the traffic when compared to the MID projections. In both the MID 
and LOW projections, Cordova residents and Alaska residents from areas other than Anchorage 
contribute about the same percentage of traffic. The percentage contributions of workers from 
outside the state and by commercial trucks are about the same in the MID and LOW projections. 

In our HIGH projections the composition of traffic is only slightly different from the 
MID projections. Roughly the same percentage of traffic would be from Anchorage residents 
and visitors from outside Alaska in the MID and HIGH projections. Alaska residents other than 
those in Anchorage or Cordova would contribute a slightly lower percentage. Cordova residents 
would contribute a substantially higher percentage (eight percent) of the traffic in the HIGH 
projections. This is mostly because the HIGH projections assume much higher per-capita use 
of the highway by Cordova residents than do the MID and LOW projections. The percentage 
contributions of workers from outside the state and by commercial trucks are about the same in 
the MID and HIGH projections. 

Implications of alternative combinations of assumptions. A more detailed version of 
Table 18.1 showing the effects of alternative combinations of assumptions about per capita adult 
trips, adult population, and number of adults per vehicle, is presented in Appendix T, Table T-2. 

Estimated Summer and Winter Average Daily Traffic 

Given the very large percentage which visitors represent in total traffic, it is likely that 
traffic on the Copper River Highway would be much higher in the summer than in the winter. 
To estimate seasonal traffic levels, we need to make assumptions about adult per capita round 
trips in both summer and winter. 

Only our "survey results" method provides a way to distinguish between summer and 
winter per capita adult trips. Tables 18.2 and 18.3 show our projections of summer and winter 
average daily traffic for three sets of population assumptions, based on these "survey results" 
assumptions. Because the assumptions about adult per capita trips are all based upon the "survey 
results" method, only the HIGH projections correspond to the annual average projections in 
Table 18.1. 

In Tables 18.2 and 18.3, we project average daily traffic during the summer months to 
range from about 470 to 650 vehicles per day and average daily traffic during the winter months 
to range from about 110 to 130 vehicles per day. 

A more detailed version of this table, showing the effects of alternative combinations of 
assumptions about adult population and number of adults per vehicle, is presented in Appendix 
T, Tables T-3 and T-4. 

As shown in Table 18.4, in our HIGH projections, about 84% percent of the traffic on 
the Copper River Highway would take place in the summer months, and the remaining 16% 
would take place in the winter months. 
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Table 18.2: Projected Average Summer Traffic on the Copper River Highway in the First Year of Operation 

Method used to Assumed Total Number of Total vehicle Average 
Population calculate per capita per capita Projected projected adults per traffic in bo1h daily 

Traffic Component assumptions• adult trips adulttrips PODUlation round-trips vehicle directions traffic 

Cordova residents LOW Survey Results 4.81 1766 8494 3 5663 31 
MID Survey Results 4.81 1939 9327 3 6218 34 
HIGH Survey Results 4.81 2487 11962 3 7975 43 

Anchorage residents LOW Survey Results 0.38 154411 58676 3 39117 213 
MID Survey Results 0.38 161982 61553 3 41035 223 
HIGH Survey Results 0.38 174037 66134 3 44089 240 

Fairbanks residents LOW Survey Results 0.270 53505 14446 3 9631 52 
MID Survey Results 0.270 55201 14904 3 9936 54 
HIGH Survey Results 0.270 58271 15733 3 10489 57 

Kenai Borough, Mat-Su Borough LOW Survey Results 0.380 63277 24045 3 16030 87 
and Prince William Sound area MID Survey Results 0.380 65284 24808 3 16539 90 
(except studv reaionl residents HIGH Survey Results 0.380 68915 26188 3 17458 95 

Visitors from outside Alaska LOW 15512 84 
travelling in their own vehicles MID 19021 103 
(see Chapter XII for calculations) HIGH 36952 201 

Visitors from outside Alaska LOW 0 0 
travelling in busses MID 133 1 
(see Chapter XII for calculations) HIGH 133 1 

Workers from outside Alaska LOW 904 5 
traveling by car to Cordova MID 1008 5 
(see text for discussion) HIGH 1289 7 

Commercial freight LOW 365 2 
(see Chapter XII for calculations) MID 640 3 

HIGH 695 4 

TOTAL LOW 87223 474 
MID 94529 514 
HIGH 119080 647 

*Note: only population assumptions vary between proiections; assumed per capita adult tnps were all based on the 'survey results' method and are therefore 
constant (unlike in Table 18.1 ). For this reason, only the HIGH case corresponds to the HIGH annual average traffic projections in Table 18.1, which 
incorporates both HIGH population projections as well as the 'survey results' assumptions about per capita adult trips. For details of assumptions, see text and 
foo1notes to tables in Appendix T. ISER file: TRAFFC3D.WK3 
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Table 18.3: Projected Average Winter Traffic on the Copper River Highway in the First Year of Operation 

Method used to Assumed Total Number of Total vehicle Average 
Population calculate per capita per capita Projected projected adults per traffic in both daily 

Traffic Component assumptions* adulttrips adult trips population round-trips vehicle directions traffic 

Cordova residents LOW Survey Results 2.41 1766 4256 3 2837 16 
MID Survey Results 2.41 1939 4673 3 3115 17 
HIGH Survey Results 2.41 2487 5994 3 3996 22 

Anchorage residents LOW Survey Results 0.090 154411 13897 3 9265 51 
MID Survey Results 0.090 161982 14578 3 9719 54 
HIGH Survev Results 0.090 174037 15663 3 10442 58 

F ai rban ks residents LOW Survey Results 0.110 53505 5886 3 3924 22 
MID Survey Results 0.110 55201 6072 3 4048 22 
HIGH Survey Results 0.110 58271 6410 3 4273 24 

Kenai Borough, Mat-Su Borough LOW Survey Results 0.090 63277 5695 3 3797 21 
and Prince William Sound area MID Survey Results 0.090 65284 5876 3 3917 22 
(except study reQion) residents HIGH Survey Results 0.090 68915 6202 3 4135 23 

Visitors from outside Alaska LOW 0 0 
travelling in their own vehicles MID 0 0 
(see Chapter XII for calculations) HIGH 0 0 

Visitors from outside Alaska LOW 0 0 
travelling in busses MID 0 0 
(see Chapter XII for calculations) HIGH 0 0 

Workers from outside Alaska LOW 0 0 
traveling by car to Cordova MID 0 0 
(see text for discussion) HIGH 0 0 

Commercial freight LOW 0 0 
(see Chapter XII for calculations) MID 90.5 1 

HIGH 181 1 

TOTAL LOW 19822 110 
MID 20890 115 
HIGH 23027 127 

*Note: only population assumptions vary between proiections; assumed per capita adult tnps were all based on the 'survey results' method and are therefore 
constant (unlike in Table 18.1 ). For this reason, only the HIGH case corresponds to the HIGH annual average traffic projections in Table 18.1, which 
incorporates both HIGH population projections as well as the 'survey results' assumptions about per capita adult trips. For details of assumptions, see text and 
footnotes to tables in Appendix T. ISER file: TRAFFC3D.WK3 
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Season 

Summer 
Winter 
Total 

Table 18.4: Comparisoh of HIGH Summer, 
Winter and Annual Average Traffic Projections 

for the Copper River Highway in the First 
Year of Operation 

Total vehicle Average Percent 
traffic in both daily of annual 

directions traffic traffic 

119080 647 84% 
23027 127 16% 

142108 389 100% 

Sensitivity of Projections to Critical Assumptions 

Our traffic projections are very sensitive to several critical assumptions. Different sets of assumptions could result in substantially different traffic estimates. The detailed tables shown in Appendix T show the effects of combining different sets of assumptions about per capita adult trips, population, and vehicle occupancy. Below, we discuss how changes in these and other important assumptions could change our traffic estimates. 

1) Our estimates are highly sensitive to our assumptions about vehicle occupancy. Our traffic projections in Tables 18.1-18.3 are based on a conservative (in terms of the resulting traffic projections) assumption of three adults per car. As shown in the tables in Appendix T, assuming a lower average adult occupancy rate would result in proportionally higher traffic 
estimates. 

2) Our estimates do not include use of only parls of the road by Cordova residents. As described in Chapter X, Cordova residents reported that on average they would make about 14 trips per adult per year along portions of the road--in other words, driving part of the road, but not as far as the Richardson or Edgerton Highways. Since we do not know how far along the road the Cordovans would drive on these shorter trips, we did not include them in our estimates of ADT for the entire length of the road. Our estimates of ADT for portions of the road near Cordova would be increased by about 70 vehicles per day if we included these shorter trips by Cordovans. 

3) Our estimates may overstate use of parls of the road by residents from outside Cordova. Many residents from other parts of the state who report they would use the Copper River Highway may only drive along part of it, rather than all the way to Cordova. In our calculations, we have assumed that visitors from other parts of the state would drive the entire length of the road to Cordova. If we accounted for the possibility that visitors from other parts of the state used only part of the road, our projections for highway traffic on portions of the road near Cordova would decrease. For every ten percent of visitors from other parts of the state who stop along the road instead of driving all the way to Cordova, our estimate of ADT for all users would decrease by about seven percent. 
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4) Actual traffic on the road may be substantially lower than our estimates if many 
travelers to or from Cordova use the ferry in combination with the road. The "loop-trip" 
from Anchorage to Valdez along the highway, then to Whittier by ferry, and finally back to 
Anchorage by train and highway is a popular trip by visitors. Similarly, travelers to Cordova 
may use the ferry between Valdez and Cordova (or between Whittier and Cordova) when 
traveling in one direction and use the road in the other direction. In our calculations, we assume 
that travelers use the road to travel in both directions when they travel to or from Cordova. For 
every ten percent of travelers who use the ferry to travel in one direction our estimate of total 
ADT would be decreased by five percent. 

5) In all of our calculations, we assumed the road would be opened year-round. If 
the road were closed during part of the winter, our estimates of ADT during the winter months 
would be reduced depending on the exact number of months that the road is closed. For every 
month that the road is closed in the winter, our winter ADT estimates would be reduced by 
about seventeen percent (one sixth). Our estimates of summer ADT would not be affected if the 
road were closed in the winter. Our estimates of annual ADT would be reduced by about three 
percent for every month that the road is closed in the winter. 

6) Adult per capita trips could be higher than our HIGH assumptions or lower than 
our WW assumptions. This would imply still higher or still lower traffic projections, 
respectively. In general, if the average number of trips per adult by Anchorage residents 
increases or decreases by ten percent, our estimates of ADT would increase or decrease by about 
five percent respectively. 

Because of these many uncertain factors affecting the amount of traffic on the road, the 
traffic estimates presented in Tables 18.1 through 18.3 should be interpreted as approximations, 
given a wide range of assumptions, rather than precise numbers. The actual traffic could be as 
much as fifty percent higher or lower than these projections depending on the extent to which 
our assumptions prove to be valid in the future. Table 18.5 summarizes the effects of changes 
in our assumptions upon our MID case year 1 average daily traffic projections. 

Individual Traffic Components Method Traffic Projections for Years 5, 10 and 20 

The Individual Traffic Components method accounts for the specific factors affecting the 
growth of each type of traffic on the highway. To project traffic in years 5, 10 and 20, we 
assumed that traffic generated by residents from each part of Alaska would change proportionally 
to the change in the adult population in each area. The details of these calculations can be found 
in Tables T.5 and T.6 in Appendix T. The change in the traffic generated by visitors from 
outside is described in Chapter XII and the changes in traffic generated by seasonal employees 
from outside Alaska is described in Chapter XVII. 

The results of these projections are summarized in Tables 18.6, 18.7, and 18.8. In our 
MID projections, annual average daily traffic is projected to grow from 191 in Year 1 to 250 
in Year 20. Our LOW and HIGH projections range from 144 to 389 in Year 1 and from 157 
to 736 in Year 20. 
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In our MID projections, summer traffic grows from 514 in Year 1 to 651 in Year 20, 

and winter traffic grows from 115 in Year 1 to 131 in Year 20. Our summer LOW and HIGH 

projections range from 474 to 647 in Year 1 and from 484 to 1250 in Year 20, and our winter 

LOW and HIGH projections range from 110 to 127 in Year 1 and from 100 to 213 in Year 20. 

TABLE 18.5 

Sensitivity of Annual Average Daily Traffic Estimates to Changes in Assumptions 

for MID Case, Year 1 

Percent Change Change in New Annual 

Alternative Assumptions 

Current MID Case, Year 1 projected ADT 

Add additional trips by Cordova residents 

along part of the road (affects only part of road) 

Ten percent of visitors from other parts of Alaska use 

only part of the road (affects only part of the road) 

Ten percent of all travelers use the ferry 

either coming or going to Cordova 

Road is closed two months in the winter 

Road is closed two months in the winter and ten percent of 

all travelers use the terry either coming or going to Cordova 

Average number of trips per Anchorage adult 

is ten percent higher than estimated by survey 

Average number of trips per Anchorage adult 

Is ten percent lower than estimated by survey 

Source: Table 18.1 
TRAFFC3B.WK3 

in Annual ADT 
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36% 

-7% 

-5% 
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-11% 
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-5% 
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Table 18.6: Projected Average Annual Traffic on the Copper River Highway for the First 20 Years of Operation 

Projected Population Projected Annual AveraQe Daily Traffic 

Traffic Component Projection Year 1 Years Year 10 Year20 Year1 Years Year10 Year20 

Cordova residents LOW 1766 1650 1478 1177 4 4 3 3 

MID 1939 1902 1824 1712 4 4 4 4 

HIGH 2487 2714 2970 3524 33 36 39 46 

Anchorage residents LOW 154411 151605 146945 143233 52 51 50 48 

MID 161982 168118 170271 193543 74 77 78 88 

HIGH 174037 198870 232359 319889 149 171 199 275 

Fairbanks residents LOW 53505 53778 53303 52709 21 21 20 20 

MID 55201 57575 58877 64871 25 26 27 30 

HIGH 58271 64675 74474 93358 40 45 52 65 

Kenai Borough, Mat-Su Borough LOW 63277 63601 63039 62337 21 21 21 21 

and Prince William Sound area MID 65284 68091 69631 76720 30 31 32 35 

(except studv reoion) residents HIGH 68915 76488 88077 110411 59 66 76 95 

Visitors from outside Alaska LOW 
42 59 60 62 

travelling in their own vehicles MID 52 70 75 88 

(see Chapter XII for calculations) HIGH 
101 151 176 241 

Visitors from outside Alaska LOW 
0 1 1 1 

travelling in busses MID 0 i 1 2 

(see Chapter XII for calculations) HIGH 
0 2 3 5 

Workers from outside Alaska LOW 
2 2 2 2 

traveling by car to Cordova MID 3 3 3 3 

(see text for discussion) HIGH 
4 4 4 5 

Commercial freight LOW 
1 1 1 1 

(see Chapter XII for calculations) MID 2 2 2 2 

HIGH 
2 3 3 3 

TOTAL LOW 
144 160 159 157 

MID 191 215 221 250 

HIGH 
389 476 552 736 

ISER file: TRAFFC3E.WK3 



Table 18.7: Projected Average Summer Traffic on the Copper River Highway for the First 20 Years of Operation 

Projected Population Projected Annual Averaoe Daily Traffic 

Traffic Component Projection Year1 Years Year10 Year20 Year1 Years Year10 Year20 

Cordova residents LOW 1766 1650 1478 1177 31 29 26 21 

MID 1939 1902 1824 1712 34 33 32 30 

HIGH 2487 2714 2970 3524 43 47 52 61 

Anchorage residents LOW 154411 151605 146945 143233 213 209 202 197 

MID 161982 168118 170271 193543 223 23i 234 266 

HIGH 174037 198870 232359 319889 240 274 320 440 

Fairbanks residents LOW 53505 53778 53303 52709 52 53 52 52 

MID 55201 57575 58877 64871 54 56 58 63 

HIGH 58271 64675 74474 93358 57 63 73 91 

Kenai Borough, Mat-Su Borough LOW 63277 63601 63039 62337 87 88 87 86 

and Prince William Sound area MID 65284 68091 69631 76720 90 94 96 106 

(except studv region) residents HIGH 68915 76488 88077 110411 95 105 121 152 

Visitors from outside Alaska LOW 84 118 119 122 

travelling in their own vehicles MID 103 140 148 174 

(see Chapter XII for calculations) HIGH 201 299 349 479 

Visitors from outside Alaska LOW 
0 1 2 2 

travelling in busses MID 1 2 2 3 

(see Chapter XII for calculations) HIGH 
1 3 6 11 

Workers from outside Alaska LOW 5 5 4 4 

traveling by car to Cordova MID 5 6 5 5 

(see text for discussion) HIGH 7 8 9 11 

Commercial freight LOW 2 2 2 1 

(see Chapter XII for calculations) MID 3 3 3 3 

HIGH 4 4 4 5 

TOTAL LOW 
474 504 494 484 

MID 514 566 579 651 

HIGH 647 804 934 1250 

ISER file: TRAFFC3E.WK3 



Table 18.8: Projected Average Winter Traffic on the Copper River Highway for the First 20 Years of Operation 

Projected Population Projected Annual Average Daily Traffic 

Traffic Component Projection Year1 Years Year10 Year20 Year1 Years Year 10 Year20 

Cordova residents LOW 1766 1650 1478 1177 16 15 13 10 

MID 1939 1902 1824 1712 17 17 16 15 

HIGH 2487 2714 2970 3524 22 24 26 31 

Anchorage residents LOW 154411 151605 146945 143233 51 50 49 47 

MID 161982 168118 170271 193543 54 56 56 64 

HIGH 174037 198870 232359 319889 58 66 77 106 

Fairbanks residents LOW 53505 53778 53303 52709 22 22 22 21 

MID 55201 57575 58877 64871 22 23 24 26 

HIGH 58271 64675 74474 93358 24 26 30 38 

Kenai Borough, Mat-Su Borough LOW 63277 63601 63039 62337 21 21 21 21 

and Prince William Sound area MID 65284 68091 69631 76720 22 23 23 25 

(except studv region) residents HIGH 68915 76488 88077 110411 23 25 29 37 

Visitors from outside Alaska LOW 
0 0 0 0 

travelling in their own vehicles MID 0 0 0 0 

(see Chapter XII for calculations) HIGH 0 0 0 0 

Visitors from outside Alaska LOW 
0 0 0 0 

travelling in busses MID 0 0 0 0 

(see Chapter XII for calculations) HIGH 
0 0 0 0 

Workers from outside Alaska LOW 
0 0 0 0 

traveling by car to Cordova MID 0 0 0 0 

(see text for discussion) HIGH 
0 0 0 0 

Commercial freight LOW 
0 0 0 0 

(see Chapter XII for calculations) MID 1 0 0 0 

HIGH 
1 1 1 1 

TOTAL LOW 
110 108 104 100 

MID 115 i i9 120 131 

HIGH 
127 143 164 213 
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Traffic Projections Based on Comparisons with 

Richardson Highway Traffic 

Traffic Projections for Year 1 

In several previous studies, traffic on the Copper River Highway has been estimated by 

considering the traffic on the Richardson Highway near Valdez (Final Compendium Report: 

Copper River Highway, 1988, and Prince William Sound Transportation Study, 1982). Below 

we present an alternative set of projections for traffic for the Copper River Highway based on 

a similar or identical methodology to that used in these previous studies. 

First, we calculated the average daily traffic per capita in Valdez by dividing the average 

daily traffic (ADT) along the Richardson Highway near Valdez by the population of Valdez. 

ADT on the Richardson Highway varies significantly between summer and winter, so we 

calculated ADT for summer, winter and all year. 

Second, we make the critical simplifying assumption that the ADT per capita for the 

Copper River Highway near Cordova would be the same as the ADT per capita along the 

Richardson Highway near Valdez. Finally we multiply this ADT per capita by the population 

of Cordova to estimate the total ADT on the Copper River Highway. 

Mathematically, the calculation is as follows: 

ADT per capita in Valdez = 
Actual ADT on the Richardson Highway near Valdez / Population of Valdez 

Assumed ADT per capita on the Copper River Highway = 
ADT per capita on Richardson Highway 

ADT on the Copper River Highway = 
Population of Cordova * Assumed ADT per capita in Cordova 

In Table 18.9 we list our estimates of traffic using this method as well as previous 

estimates using a similar methodology In our calculations, we calculate the ratio of ADT to 

population for Valdez for each of the past ten years. Over the past ten years, the average ADT 

per capita for Valdez was 0.13 for the summer, 0.06 for the winter, and 0.10 for the entire year. 

Average daily traffic was more than twice as high in the summer then in the winter. 

We then multiplied these average per capita ADT's by the current population of Cordova 

and immediately surrounding areas to derive estimates of summer ADT, winter ADT and annual 

ADT for the Copper River Highway. We developed low, middle and high estimates of ADT 

based on the low, middle and high estimates of the population of Cordova in 1996, as described 

in Chapter XVII. The details of these calculations can be found in Table T .1 in Appendix T. 

Using this method, our estimate of total year-round ADT (annual average daily traffic) 

for the Copper River Highway during the first year it would be opened ranges from about 230 

to 330. 
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TABLE 18.9 
Estimated Traffic on the Copper River Highway in Year 1 

based on comparison to ADT per capita on the Richardson Highway near Valdez 

Average 
Daily 

Season Year Population Traffic 
per Capita 

Estimated Traffic near Cordova on the Copper River Highway 

All Year Year 1 (1996) High 3445 0.10 

Year 1 (1996) Middle 2686 0.10 

Year 1 (1996) Low 2446 0.10 

Summer Year 1 (1996) High 3445 0,13 

Year 1 (1996) Middle 2686 0.13 

Year 1 (1996) Low 2446 0.13 

Winter Year 1 (1996) High 3445 0.06 

Year 1 (1996) Middle 2686 0.06 

Year 1 (1996) Low 2446 0.06 

Previous Estimates of Traffic on the Copper River Highway 

DOT/PF, Final Compendium Report: Copper River Highway, 1988 

All Year Year 1 (1995) Total Traffic 3500 0.11 

Year 1 (1995) Visitor Traffic NA NA 

Year 1 (1995) Cordova Residents NA NA 

DOT/PF, Prince William Sound Transportation Study, 1982 

All Year Year 10 (1992) Low Estimate 2600 0.06 

Year 10 (1992) High Estimate 2600 0.10 

Actual Traffic near Valdez at milepost 67.1 on the Richardson Highway 

All Year Average for 1980-1990 

Summer Average for 1980-1990 

Winter Average for 1980-1990 

* Based on projected population in Wood Canyon Alternative 

Source: TABLET.1 inAppendixT 

TRIPS.WK3 
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3471 0.10 
3471 0.13 
3471 0.06 

Average Total 
Daily Annual 

Traffic Traffic 

330 120337 
257 93824 
234 85441 

444 81629 
346 63645 
315 57958 

214 38707 
167 30179 
152 27483 

375 136875 
200 73000 
175 63875 

168 61320 
254 92710 

335 122308 
461 82967 
222 39341 



We estimate the ADT for summer months (May through October) at about 320 to 440 

vehicles per day and the ADT for winter months (November through April) at about 150 to 210 

vehicles per day for the first year that the road would be opened. 

These estimates are significantly lower than the most recent DOT/PF estimates (DOT/PF 

Final Compendium Report: Copper River Highway, 1988, p.22). In the 1988 Final Compendium 

Report, they estimated traffic to be about 375 vehicles per day at mile 50 of the Copper River 

highway assuming a connection to the Richardson Highway were completed be 1995. This 

previous estimate assumed the population of Cordova would be 3500 in 1995 while we assumed 

the population of Cordova and immediately surrounding areas would range from 2446 to 3445 

in 1996 under the Wood Canyon Alternative. (The current population of Cordova is 2282). 

Traffic Projections for Years 5, 10 and 15 

In order to project traffic in the later years after the highway is constructed, we make the 

critical assumption that average daily traffic per capita remains constant in the future as the 

population of Cordova grows (we will discuss the limitations of this assumption below). Using 

this method we calculate ADT in future years by multiplying this constant ADT per capita by 

our projections of the future population of Cordova, which were developed in Chapter XVII. 

Table 18.10 shows the results of our traffic projections for future years. Based on our 

population projections, and assuming constant ADT levels at the average for the Richardson 

Highway over the past ten years, we project ADT in year 10 in the range of 200 to 390. We 

project ADT in year 20 in the range of 160 to 470. 

These traffic projections depend on the critical assumption that the average daily traffic 

per capita remains constant in the future. However, the · assumption of constant ADT is 

questionable because much of the traffic on the proposed Copper River Highway would likely 

originate from areas outside Cordova. Anchorage and Fairbanks are likely to grow very 

differently than Cordova in the next twenty years. As a result, traffic to Cordova that originates 

from Anchorage and Fairbanks will likely grow at a different rate than local traffic. There is 

no reason to assume that future total traffic on the road would result solely from the population 

of Cordova. Other population centers in the state and tourists from other states would have a 

far greater impact. 

Table 18.11 compares our projections of average annual daily traffic on the Copper River 

Highway based on the individual components with method with our projections based on the 

"Comparison with the Richardson Highway" method. The range between the HIGH case and 

LOW case traffic projections using the "Comparison to Other Communities Method" falls 

between the MID case and HIGH case traffic projections derived using the "Individual Traffic 

Components Method". The individual components method, however, projects a wider range for 

the HIGH and LOW projections than the method based on comparisons to the Richardson 

Highway. The individual components method projects a range of 140 to 390 in Year 1 in the 

HIGH and LOW projections respectively. The comparison to Richardson Highway method 

projects a range of 220 to 330 in Year 1 in the HIGH and LOW projections respectively. 
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The traffic projections for future years using the two methods change very differently. 

Notably, the projected traffic using the Individual Components method grow much more than 

the estimates based on comparisons to the Richardson Highway. The estimates using the 

individual components method more accurately reflect changes in the population of Anchorage, 

Fairbanks, and other parts of the state. The changes in traffic based on comparisons to Valdez 

do not adequately account for changes in population in other parts of the state and so change 

much more slowly than the estimates using the individual components method. 

In summary, while we have presented the estimates based on comparison with the 

Richardson Highway to permit comparison with traffic projections developed in other reports, 

we believe that the "Individual Traffic Components" method for estimating traffic is superior, 

and it is these projections which we use as the LOW, MID and HIGH projections for this report. 
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TABLE 18.10 
Projections of Average Daily Traffic on the Copper River Highway 

based on comparisons to ADT per capita on the Richardson Highway near Valdez 

Year1 I Years I Year10 I Year20 

Population of Cordova 
High 3445 3759 4114 
Middle 2686 2635 2527 
Low 2446 2285 2048 

ALL YEAR 
Assumed ADT per capita 0.10 0.10 0.10 

Average Daily Traffic 
High 330 360 394 
Middle 257 252 242 
Low 234 219 196 

Total Traffic 
High 120337 131305 143705 
Middle 93824 92043 88270 
Low 85441 79817 71538 

SUMMER 
Assumed ADT per capita 0.13 0.13 0.13 

Average Daily Traffic 
High 444 484 530 
Middle 346 339 325 
Low 315 294 264 

Total Traffic 
High 81629 89070 97481 
Middle 63645 62436 59877 
Low 57958 54143 48527 

WINTER 
Assumed ADT per capita 0.06 0.06 0.06 

Average Daily Traffic 
High 214 233 255 
Middle 167 164 157 
Low 152 142 127 

Total Traffic 
High 38707 42235 46224 
Middle 30179 29606 28393 
Low 27483 25674 23011 

Sources: 
Population projections from Chapter XVII 
ADT per capita from Table 18.9. ADT per capita assumed to be constant in the future for this method 
ADT in years 1,5, 1 o, or 20 = Projected Population of Cordova in Years 1,5, 1 o, or 20 * ADT per capita 

TRIPS.WK3 
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4881 
2371 
1630 

0.10 

467 
227 
156 

170497 
82821 
56937 

0.13 

629 
305 
210 

115655 
56181 
38623 

0.06 

303 
147 
101 

54842 
26640 
18314 



TABLE 18.11 
Summary of Annual Average Daily Traffic Projections 

Using Alternative Methods 

Method 

Individual Traffic 
Components Method 

Comparison to Other 
Communties Method 

Source: Tables 18.6 and 18.10 
TRAFFIC4. WK3 

Case 

LOW 
MID 

HIGH 

LOW 
MID 

HIGH 

Year1 I Years I Year10 

144 160 159 
191 215 221 
389 476 552 

234 219 196 
257 252 242 
330 360 394 
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I Year20 

157 
250 
736 

156 
227 
467 



CHAYfER XIX. IMPACTS ON PUBLIC SERVICES 

Summary of Major Findings 

Impacts of the Copper River Highway on public services vary widely between our LOW, 

MID, and HIGH projections. For many services, there is adequate capacity with or without a 

road in the LOW and MID projections, and a need for expanded services with or without the 

highway in the IDGH projections. 

Cordova residents are already unhappy with parking availability in the summer. If the 

Copper River Highway is built, new public parking will be needed to accommodate visitors, 

especially in the harbor area. 

Existing schools in the study region could most likely absorb any new students who might 

move to the region if the highway were built, since year round population growth will probably 

be small. 

Cordova's existing water and sewer systems could probably handle increased use resulting 

from highway construction. But if the fishing industry, government, and the visitor industry all 

grow more than seems likely, both systems could need to be expanded over the next 20 years. 

Cordova's existing police department, paid fire chief, and volunteer firefighters should be 

sufficient, even if a highway were built, since projected increases in year round population are 

small. 

There are currently no emergency medical service capabilities which could effectively serve 

the length of the Copper River Highway. 

The Copper Basin area (Chitina, Kenny Lake and the surrounding area) are vulnerable to 

cumulative traffic and visitor impacts from combined development of the Copper River Highway 

and the Wrangell-St Elias National Park. 

In the absence of increased federal funding, the Chugach National Forest might need to 

reduce some of their current programs in order to provide the minimum necessary services along 

the completed Copper River Highway. 

Introduction 

In this chapter, we examine the effects of the proposed Copper River Highway on the 

demand for public services in the study area. Increases in demand for public services could 

occur for several reasons. First, in Cordova and the Copper Basin communities, visitors will 

increase demands on the services they use while they are there. They may also demand new 

services, such as visitor information facilities or places to empty camper holding tanks. 

Second, the highway may also stimulate increased economic activity in general, leading to 

a population increase (either year-round or seasonal). New residents will demand more of the 
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same services that current residents demand. Population growth would have year-round effects 

on demands for public services. 

Only our HIGH growth assumptions lead to projections of population growth for Cordova, 

even with the highway. The MID and LOW growth assumptions, although they show growth 

over the No Action alternative, lead to projections of population declines for Cordova. Our 

HIGH growth assumptions lead to projections of substantial population growth which would 

increase demand for virtually all public services. 

A highway would also create new demands on public services provided by the state outside 

of established communities. We discuss one major new demand--highway maintenance--in Chap

ter IX. In this chapter, we address the demand for other services, such as public safety and 

emergency medical response. We do not attempt to assess the effects on demands for services 

provided by the private sector, such as lodging, guide services, or gas stations. 

Demand for Public Services in Cordova 

As we have stated in Chapter XVII, the primary impacts of a highway on Cordova's 

economy would probably result from an increase in the number of visitors to Cordova. The 

majority of these visitors will be from Anchorage and Fairbanks (see Chapter XVIII), and 

available data leads us to assume an average stay of one night per visitor (Chapter XII). The 

impacts on Cordova are very similar for all three cases. The WOOD high case, because of 

potential complementary development of the Wrangell-St. Elias National Park, is slightly higher 

than the TIEKEL and TASNUNA high cases. In order to assess the greatest likely impact from 

a road, the following discussion is based on the impacts projected for the WOOD alternative, 

as summarized in Table 17.4. 

Summer vs. Winter Impacts 

As we discussed in Chapter XVIII, all our methods of traffic projection show that the road 

will be used more in summer than in winter. Average Daily Traffic (ADT) estimates are 2 to 

4 times higher for the summer months than winter months. Therefore most of the impact on 

Cordova will occur in the summer, when the town is already crowded with fishermen, fish 

processing workers, and other seasonal workers and residents. In the winter, in contrast, 

Cordova would have fewer visitors, as well as fewer seasonal workers. Therefore most of the 

following discussion relates to impacts on public service demands during the summer. We have, 

however, noted the instances where winter travellers could pose special public service demands. 

Parking 

Focus group participants and other Cordova residents told us that parking and traffic are 

a problem in the summer. Currently, there are about 3000 vehicles registered in Cordova. 1 We 

1Alaska DMV, vehicles registered in 1991 by government boundary, excluding trailers and 

snow machines. 

XIX-2 



can estimate the number of vehicles arriving for extended periods in the summer by examining 

Alaska Marine Highway statistics by month. 

Table 19.1 

Number of Vehicles Embarking and Disembarking at Cordova, 1991 

Month Entering Leaving Net "extra" Cumulative 

Cordova Cordova Vehicles "extra" Vehicles 

Jan 92 91 1 1 

Feb 119 11:> 4 5 

Mar 224 98 126 131 

Apr 257 124 133 264 

May 331 195 136 400 

Jun 293 235 58 458 

Jul 267 248 14 472 

Aug 224 329 -105 367 

Sep 206 345 -134 233 

Oct 140 220 -80 153 

Nov 103 138 -35 118 

Dec 119 108 11 129 

Table 19 .1 shows about 400 to 500 more vehicles in Cordova in the peak summer months 

(May through August) than in the winter. Some of these are probably new vehicles permanently 

imported by Cordova residents, and some are cheap vehicles brought to Cordova by seasonal 

workers and abandoned there at the end of the season. These reasons explain the total of 129 

more vehicle arrivals than departures in 1991. 

This estimate does not count vehicles which arrive and leave in the same month, so it is a 

conservative estimate. The City of Cordova Draft Comprehensive Development Plan (1988) 

noted that with the construction of two off-street parking lots, the city had adequate central 

business district parking. This, combined with reported summer traffic and parking problems, 

indicates that in the summer Cordova must be just at or slightly over its parking capacity with 

400 extra vehicles and its 3,000 resident vehicles, or about 3400 vehicles. This does not mean 

that Cordova has 3,400 parking spaces; at any given time, some of those vehicles will be parked 

at home, driving around, or temporarily out of town (for example, at the airport). 

To estimate the impact of the road on the number of vehicles in Cordova, we must estimate 

vehicles in Cordova in future summers if no road is built, under our LOW, MID and HIGH case 

assumptions. Then we must make the corresponding estimate if the Copper River Highway is 

built. One simple estimate for the No Action alternative is to assume that as long as the current 

economic mix of activities does not change substantially, the ratios of year round cars to year 

round employment and of summertime cars to seasonal employment are constant. The addition 

of the highway brings new cars two ways: visitors to Cordova driving the highway, and added 
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residents and seasonal workers bringing in cars for their own use2
• Table 18.2 summarizes the 

calculations. 

In Chapter XVIII and Appendix T, we project traffic for the Copper River Highway in 

detail. For the calculations in Table 19.2, we delete Cordova resident travellers, since their cars 

are already counted. We estimate summer traffic as 60% higher than average annual traffic, and 

divide by two (each car is counted both ways on the highway). In the LOW case, employment 

declines in Cordova more than offset the added cars from the highway, and the total number of 

cars in town declines. In the MID case, there is a slight net increase over today's estimated cars 

(about 9%), declining over the planning period to levels similar to today's. In the HIGH Case, 

however, growth in fishing, fish processing, and government employment push the number of 

cars to 20 percent over today's levels; the addition of large numbers of visitors adds over 1200 

cars the first summer the highway is open, and almost 3,000 by year 20. Although we do not 

consider the high case likely, if high case assumptions prove to be accurate, Cordova would need 

to more than double its parking capacity over the next 25 years. 

The worst problems would likely occur near the harbor, based on the experiences of Homer 

and Seward. Many visitors there charter boats, and parking at the harbor in these towns is often 

full. In addition, summer parking at Cordova' s harbor is already full. 

Street Maintenance 

Street maintenance costs depend on many factors. If the highway were built, the most 

important change would be in the number of vehicle miles travelled (VMT) on city streets. Since 

we don't have good VMT data, we approximate the change in VMT by estimating the number 

of cars using the roads. Necessary maintenance will be roughly proportional to that change 

(assuming a similar mix of vehicles). Cordova's 3,000 vehicles, plus one-third of the 400 

summer-only vehicles, represent a current year-round vehicle load of 3,133. The bottom of table 

19.2 shows estimated annual average vehicles for Cordova. There are 9% to 25% more vehicles 

there the year the highway opens, increasing to 13% to 50% more after 20 years. 

Changes in heavy truck traffic could change this considerably. A loaded tractor-trailer trip 

can be the equivalent of 12,500 ordinary passenger vehicle trips (DOT&PF). So if the Copper 

River Highway traffic contained proportionately more heavy truck traffic than the current mix, 

maintenance costs would rise more. Our traffic estimates do not project many heavy trucks. 

Also, the Eyak Corporation logging activities send logging trucks through Cordova already, so 

current road maintenance costs already cover some heavy traffic. If development of the road led 

to new mineral or logging development (considered unlikely in our projections) its effect on road 

maintenance needs would be considerably more than we project. 

2 This approach does lead to some double counting, as seasonal workers, especially, may 

be part of the average annual daily traffic calculated for the road when they drive their cars to 

Cordova for the season. However, this shouldn't affect our total estimate by more than 15 to 30 

cars. 
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Table 19.2 
Projected Cars in Cordova: Year 1 - Year 20 

With and Without the Copper River Highway 

Year 1 Year5 Year 10 Year 20 

SUMMER CARS 
LOW Case 
No Action alternative 

Fr Employment 953 861 752 583 

Yr-round Cars 2,859 2,583 2,256 1,749 

Seasonal Empl 1,600 1,472 1,313 995 

Seasonal Cars 400 368 328 249 

Total Summer Cars 3,259 2,951 2,584 1,998 

Highway 
Fr Employment 982 890 781 612 

Local Cars 2,946 2,670 2,343 1,836 

Seasonal Empl 1,808 1,771 1,633 1,327 

Seasonal Cars 452 443 408 332 

AADT (non-Cordova) 140 156 156 155 

Summer visitor cars 112 125 125 124 

Total Summer Cars 3,510 3,238 2,876 2,292 

Added due to Highway 251 287 292 294 

M1D t:ase 
No Action alternative: 

Fr Employment 1,013 967 913 829 

Yr-round Cars 3,039 2,901 2,739 2,487 

Seasonal Empl 1,699 1,652 1,579 1,440 

Seasonal Cars 425 413 395 360 

Total Summer Cars 3,464 3,314 3,134 2,847 

Highway 
Fr Employment 1,069 1,023 969 887 

Local Cars 3,207 3,069 2,907 2,661 

Seasonal Empl 2,016 2,051 2,003 1,946 

Seasonal Cars 504 513 501 487 

AADT (non-Cordova) 187 211 218 247 

Summer Daily cars 150 169 174 198 

Total Summer Cars 3,861 3,751 3,582 3,345 

Added Cars due to Highway 397 437 448 498 

HIGH Case 
No Action alternative: 

Fr Employment 1,124 1,157 1,198 1,281 

Yr-round Cars 3,372 3,471 3,594 3,843 

Seasonal Empl 1,850 1,904 1,977 2,132 

Seasonal Cars 463 476 494 533 

Total Summer Cars 3,835 3,947 4,088 4,376 

Highway 
Fr Employment 1,374 1,477 1,606 1,867 

Local Cars 4,122 4,431 4,818 5,601 

Seasonal Empl 2,577 2,882 3,186 3,901 

Seasonal Cars 644 721 797 975 

AADT (non-Cordova) 187 211 218 247 

Summer Daily cars 150 169 174 198 

Total Summer Cars 4,916 5,320 5,789 6,774 

Added Cars due to Highway 1,081 1,373 1,701 2,398 

AVERAGE ANNUAL CARS 

LOW No Action 2,992 2,706 2,365 1,832 

Case Highway Alternative 3,445 3,318 3,152 2,901 

MID No Action 3,181 3,039 2,871 2,607 

Case Highway Alternative 3,469 3,345 3,183 2,947 

HIGH No Action 3,526 3,630 3,759 4,021 

r. .. ~ .. HiPhwav Alternative 4 430 4 777 5 193 6 050 
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Schools 

Cordova currently has an elementary school (K-6) and a high school (7-12). Current total 

enrollment is 482. All classrooms are used (including one portable classroom for the secondary 

school). Elementary class sizes currently vary from 18 to 25 students; secondary classes are 

rarely over 20. Enrollment over the last 15 years has varied from a high of 569 in 1977/78 to 

a low of 386 in 1984/85. (Current school enrollment data were provided by the Cordova School 

District; historical school enrollment data were provided by the city of Cordova). 

Visitors will have no effect on the demand for schools. Population growth, under our LOW 

and MID growth assumptions, is negative even with the highway. In these cases there will be 

no need for increased K-12 facilities. 

Our HIGH growth assumptions would result in increased population and thus increased 

school enrollment. This would probably mean increased class sizes. Increased class sizes could 

absorb a growing school population for several years, at least until population levels are 25 

percent higher than today. In the high growth case, this would occur shortly after the road 

opens. 

Sewer & Water 

Cordova' s sewage treatment plant has a 1. 7 million gallon/ day capacity, and currently treats 

700,000 to 800,000 gallons/day on average. This is about 50 percent of year-round total 

treatment capacity. However, usage is higher in the summer than the winter. 

In order to estimate whether the highway might create a need for additional sewage 

capacity, we made the simplifying assumption that on any given day, demand for sewage 

treatment is proportional to the number of people in Cordova on that day. To estimate the use 

per person day, we divided the current estimated total annual use by the current estimated total 

annual person days in Cordova. 

We estimated the current annual use as (average daily use) x (365), or (800,000) x (365) 

= 292 million gallons. We estimated the current total annual person days in Cordova as 1.5 

x (year-round resident population) x 365 = 1.5 x 2200 x 365 = 1,204,500, based on the 

assumption that for half the year (in the summer) the number of people in Cordova is doubled 

by seasonal workers and visitors. This leads to an estimated current use per person day of (292 

million)/ (1.2045 million) = 242, or about 240 gallons per day. 

If use per person day is 240 gallons per day, then the sewage treatment plant, with a total 

capacity of 1.7 million gallons/day, has sufficient capacity for 1,700,000/240 = 7083 persons. 

In other words, capacity would not be strained until the number of persons in Cordova rises 

above about 7,000. 

Next we projected the daily summer population for the No Action and highway alternatives. 

Our calculations are shown in Table 19.3. For the No Action alternative, we estimated the 

maximum number of people in Cordova on any given day as twice the projected year-round 

population. For the highway alternatives, we added the following categories to our No Action 
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alternative maximum daily population estimates: (1) the increase in year-round population over 

the No Action alternative; (2) the increase in seasonal workers over the No Action alternative; 

and (3) the increase in projected summer visitors per day over the No Action alternative 

(calculated as increase in total traveller days, divided by 365 to arrive at travelers per day, and 

multiplied by 1.6 to arrive at travelers per summer day). 

Table 19.3 
Projected Summer Daily Population 

LOW case MID Case HIGH Case 

Year 1 Year 20 Year 1 Year 20 Year 1 Year 20 

No Action Population 2,294 1,415 2,439 2,022 2,686 3,072 

x2 = 4,588 2,830 4,878 4,044 5,372 6,144 

Added with Copper River Highway: 

Year Round Population 151 215 247 349 759 1,809 

Seasonal Workers 208 332 317 506 727 1,769 

Avg Summer Daily Visitors 315 382 435 601 803 1,800 

Total 5,262 3,759 5,877 5,500 7,661 11,522 

Under our LOW and MID growth assumptions, the summer population stays well within 

the system limits, with average summer daily visitors of less than 600 through the planning 

period. Under the HIGH case, visitor growth is two to three times higher, and is not offset by 

declines in other fishing or government. In this case, the summer population grows over 7,000 

within the first year after the road is opened. 

Cordova water treatment facilities are currently running at about 50 percent capacity. The 

water treatment plant draws water from Eyak Lake. In addition, there are two diversion 

facilities and a catchment area. A second catchment area is under study. As with the sewer 

system, new residential development might necessitate extension of distribution lines, increasing 

the price of that development. (Unadopted Draft Comprehensive Plan, 1988; personal 

communications with Walt Wrede and Gary Lewis, City of Cordova, September 1992). 

Again, visitor growth under the LOW and MID growth assumptions is partially or 

completely offset by declines in fishing and fish processing as well as government employment. 

Only under the HIGH growth assumptions would Cordova need expanded water treatment 

facilities over the next twenty years, with or without the highway. 

New commercial development, which would probably occur in the central areas of town, 

could easily be accomodated by the current sewage treatment system. However, new residential 

development could necessitate extending the current sewer system. The cost of such an 

extension would be borne by the developer and ultimately the occupants rather than the City of 

Cordova. 

XIX-7 



Solid Waste 

Cordova' s balefill facility is nearing its expected capacity. Increased solid waste from 

visitors and more residents should be taken into account when negotiating for a new fill site. As 

the terminus of the road, Cordova could expect many visitors to dispose of their trash there, 

before driving back along the highway. In addition, private and public entities (e.g., Chugach 

National Forest, DOT&PF, or private campgrounds) along the highway who maintain trash 

barrels may wish to dispose of their solid waste in Cordova. 

How severe might the impact be? This depends on many factors, including whether solid 

waste is brought from sites on the road to Cordova for disposal, or to the Glennallen area, and 

how much waste travellers to Cordova generate. One way to gauge the rough magnitude of the 

effect is to assume that residents and visitors generate the same amount of daily garbage, and 

calculate the change in total of "person-days" in Cordova with the road. Table 19.4 shows that 

when the road opens, Cordova will use landfill space (or pay disposal fees) 15% to 46% faster. 

By year 20, there could be 50% to 90% more solid waste with the road than without. This 

analysis is very sensitive to the assumption of 1 traveller-day average for Cordova visitors. If 

visitors stay longer in the study region, there would be a correspondingly greater impact. 

Electricity 

As of 1991, Cordova had 10.8 MW of installed capacity from diesel generation, and 1.25 

MW of hydro generating capacity. In 1990 peak load was 4.8 MW. Of 21.6 MWH of total 

sales, 15 .4 MW were Commercial/Industrial and 5. 8 MWH residential. (Alaska Electric Power 

Statistics; Cordova Blee. Assoc. REA Form 7.) Based on the increased commercial/industrial 

use in the summer months, we estimate about one-third of commercial load is attributable to 

seasonal fish processing, and about two-thirds is attributable to other Commercial/Industrial. 

We can create a rough use forecast (Table 19.5), based on our economic projections, by 

assuming that residential load grows with population, that commercial/industrial load grows with 

FTE employment, and seasonal fish processing load grows with seasonal employment. A 

forecast of peak loads would be necessary for thorough analysis; and annual use is not directly 

translatable to peak load. However, the small increases in annual use projected in Table 19.5, 

combined with the substantial excess generating capacity at present indicate little likelihood that 

any new capacity would be needed in the LOW or MID cases. The HIGH case, with use 

growing from 50% to 75% over 20 years, might require new generating capacity. 

Based on our projections, new utility facilities will be needed only under the HIGH growth 

assumptions. Even under these assumptions, current generating capacity would likely suffice 

until after 2000. 

Port/Harbor Facilities 

Cordova's small boat harbor is nearly full, with fewer than 20 of its 845 slips available. In 

the MID and LOW cases, declines in commercial fishing would make some harbor space 

available. In all cases, tourist growth would lead to increased demand for slips for charter 

boats, and for pleasure boats owned by non-Cordova residents. (Here is Cordova, Spring 1991). 
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Table 19.4 
Projected Person-Days in Cordova: Year 1 to Year 20 

With and Without the Copper River Highway 
Year 1 Year5 Year 10 Year 20 

LOW Case 
No Action alternative 

Year Round Residents 2,294 2,088 1,839 1,415 

Seasonal Jobs 1,600 1,472 1,313 995 

Visitor Days 8425 8629 8867 9497 

Total Days (000) 1,038 947 838 645 

Highway 
Year Round Residents 2446 2285 2048 1630 

Seasonal Jobs 1,808 1,771 1,633 1,327 

Visitor Days 80,423 93,632 95,125 96,661 

Total Days (000) 1,190 1,140 1,039 851 

Percent Added Days due to Highway: 
15% 20% 24% 32% 

MID Case 
No Action alternative 

Year Round Residents 2,439 2,344 2,223 2,022 

Seasonal Jobs 1,699 1,652 1,579 1,440 

Visitor Days 8,979 13,913 15,769 20,938 

Total Days (000) 1,103 1,068 1,017 932 

Highway 
Year Round Residents 2686 2635 2527 2371 

Seasonal Jobs 2016 2051 2003 1946 

Visitor Days 108378 128536 134695 158186 

Total Days (000) 1,331 1,336 1,297 1,257 

Percent Added Days due to Highway: 
21% 25% 28% 35% 

HIGH Case 
No Action alternative 

Year Round Residents 2,686 2,764 2,866 3,072 

Seasonal Jobs 1,850 1,904 1,977 2,132 

Visitor Days 9,774 15,580 24,594 41,185 

Total Days (000) 1,212 1,253 1,308 1,418 

Highway 
Year Round Residents 3445 3759 4114 4881 

Seasonal Jobs 2,577 2,882 3,186 3,901 

Visitor Days 197,172 254,160 309,731 451,684 

Total Days (000) 1,764 1,972 2,194 2,701 

Percent Added Days due to Highway: 
46% 57% 68% 90% 
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Table 19.5 
Projected Electric Use in Cordova: Year 1 to Year 20 

With and Without the Copper River Highway 
Year 1 Year5 Year 10 Year 20 

LOW Case 
No Action alternative 

Year Round Residents 2,294 2,088 1,839 1,415 

Fish Processing Jobs 1,576 1,433 1,254 896 

FfEjobs 1491 1357 1195 920 

MWH 19 17 15 12 

Highway 
Year Round Residents 2446 2285 2048 1630 

Fish Processing Jobs 1,576 1,433 1,254 896 

FfEjobs 1,590 1,485 1,331 1,059 

MWH 20 19 17 13 

Added Consumption due to Highway: 5% 7% 9% 12% 

MID Case 
No Action alternative 

Year Round Residents 2,439 2,344 2,223 2,022 

Fish Processing Jobs 1,684 1,612 1,522 1,343 

FfEjobs 1585 1523 1445 1314 

MWH 20 20 19 17 

Highway 
Year Round Residents 2686 2635 2527 2371 

Fish Processing Jobs 1,684 1,612 1,522 1,343 

FfEjobs 1,746 1,712 1,642 1,541 

MWH 22 21 20 19 

Added Consumption due to Highway: 8% 9% 10% 13% 

HIGH Case 
No Action alternative 

Year Round Residents 2,686 2,764 2,866 3,072 

Fish Processing Jobs 1,791 1,791 1,791 1,791 

FfEjobs 1745 1797 1862 1997 

MWH 22 23 23 25 

Highway 
Year Round Residents 3445 3759 4114 4881 

Fish Processing Jobs 1,970 1,970 1,970 1,970 

FfEjobs 2,239 2,443 2,674 3,172 

MWH 28 30 32 37 

Added Consumntion due to Hi!!hwav: 27% 30% 39% 48% 

Hospital 

The Cordova Community Hospital has 13 acute care beds, 4 nursery beds, and 10 long-term 

care beds. In 1990, the occupancy rate for the acute care beds was about 15 percent. Long term 

care beds are essentially full. By comparison, Valdez Community Hospital, which serves a town 

which is roughly 75 percent larger and which is road connected, has 15 acute care beds (two 

more than Cordova), and an occupancy rate for those beds of about 25 % . 

Therefore, although Cordova might need more long term care beds with or without the 

road, neither population growth nor hospital demands by visitors will likely overtax the acute 

care capacity. (ISER analysis of medicaid annual report forms; personal communication with 

Brian Gilbert (hospital administrator) and Joan Phillips (head of nursing)). 
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Emergency Medical Services 

Construction of the Copper River Highway could lead to increased demand for EMS 

services in Cordova due to growth in population and visitors. Currently, Cordova has one 

ambulance and a volunteer EMS crew, coordinated by a paid fire chief. This crew could 

probably handle some increased volume of calls within Cordova. The more difficult EMS service 

problem would be at remote locations along the highway, as discussed later in this chapter. 

Cordova, as a home rule city, may decide where beyond city limits it will provide EMS 

service. Although it might choose to do so, it would not be obligated to respond to emergencies 

beyond city limits. 

Public Safety Officers 

Comparison with other communities shows that road connection does not seem to 

necessarily be associated with a higher crime rate. As we discussed in Chapter VI, among the 

road-connected communities we looked at, Seward and Skagway had lower crime rates than 

Cordova in 1991. The crime rate in Haines was about the same as in Cordova. The crime rate 

was higher in Homer. 

Based on these comparisons, the highway would not necessarily increase crime, or the need 

for public safety officers, any more than it increases population and jobs needed to support those 

public safety officers. Nevertheless it is possible that increased numbers of summer visitors, 

especially under the HIGH growth assumptions, could lead to greater demands for public safety 

officers. 

State trooper patrols along the highway might require additional troopers; alternatively 

service might be extremely limited. 

Fire protection 

Fire protection in Cordova is provided by volunteer firemen coordinated by a full-time fire 

chief. Even under our HIGH growth assumptions we do not project Cordova's population to 

grow above 5,000. Thus, during the planning period, this volunteer fire/paid coordinator system 

of fire protection should suffice. The added economic activity from a highway would 

presumably make it easier for Cordova to support the one paid position. 

Demand for Public Services in Copper Basin Communities 

If the highway were built along the Wood Canyon route, then there would be impacts 

on Chitina and Kenny Lake, two communities on the Edgerton Highway between the 

Richardson Highway and the Copper River. The Tiekel and Tasnuna routes would bypass 

these two communities. 

The major impacts on Chitina and Kenny Lake would occur as a result of an increase 

in travellers passing through the towns. Chitina is already road-connected, and is a 

destination for its dipnet fishery. In addition, both Chitina and Kenny Lake have seen 
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increased traffic as traffic to McCarthy and Kennicott increases and DOT &PF improves the 

McCarthy Road. 

Traffic 

DOT&PF reports the 1989 and 1990 traffic counts at Chitina as 175 and 200, and at 

Kenny Lake as 275 and 325. Our MID traffic projections (Chapter XVIII) would nearly 

double these numbers, with a 191 car per day increase. Both current traffic and projected 

Copper River Highway traffic levels would be substantially higher than the annual average in 

the summer, and lower in the winter. 

Kenny Lake is dispersed along a straight stretch of road with few intersections. A 

doubling of the average traffic (not a doubling of current summer peaks) should not create 

traffic problems. 

Chitina, however, is a compact village at the intersection of the McCarthy Road, with 

its increasing traffic, and the Wood Canyon Route of the proposed highway. Some residents 

in our focus groups reported summer traffic problems in 1991 and 1992 as the dipnet fishery 

grew in popularity. If McCarthy Road traffic continues to grow, improved traffic control 

may be needed at the intersection of the Edgerton Highway, Copper River Highway, and 

McCarthy Road. 

Freight traffic should not be a problem for either community; our traffic estimates are 

for 2 to 4 commercial freight vehicles per day, growing to fewer than 10 vehicles per day in 

20 years (See Chapter XVIII). 

Traveller Services 

The private sector should provide most services for travellers such as gas stations, 

food, and lodging. However, lack of water and sewer is a limiting factor. Neither Kenny 

Lake nor Chitina has water or sewer service. Since the nearest areas with full services are 

Glennallen (40 miles from Kenny Lake and 60 miles from Chitina), Valdez (90 miles from 

Kenny Lake and 110 miles from Chitina, and Cordova (132 miles from Chitina by the Wood 

Canyon Route) the state should consider building rest facilities in the area which would serve 

dipnetters and McCarthy traffic as well as Copper River Highway traffic. 

Cumulative Impacts 

The small Copper Basin area in our study region is potentially a site of significant 

cumulative impacts. Proponents and opponents of the Copper River Highway in our Kenny 

Lake and Chitina focus groups both emphasized the need to coordinate development of a 

Copper River Highway with promotion of Wrangell-St. Elias Park and McCarthy Road 

development. Dipnetters whose access to the river would be improved by a highway will 

need numerous pull-offs and parking areas, since through traffic will exist. Chitina may need 

water and/or sewer facilities to enable the private sector to serve all the travellers passing 

through. 
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Demand for Public Services at Remote Locations Along the Highway 

There are no communities or local government areas along the proposed Copper River 

Highway routes between the existing road system and Cordova. However, travellers 

generally expect state trooper and emergency medical services to be available everywhere on 

the road system, should an emergency arise. In addition, participants in several focus groups 

stressed the need for fish and game enforcement along the Copper River. The departments of 

Fish and Game and Public Safety will need to determine how best to provide enforcement 

along the highway within their limited budgets. 

Emergency Medical Services 

There is no agency dedicated to providing emergency medical services statewide. 

There are EMS councils which coordinate, monitor and pass state funding through to local 

EMS services. It will be difficult to provide EMS services to remote, unsettled locations 

along the highway (personal communication, Ronni Sullivan, Executive Director of the 

Southern Region EMS Council, March 1993). Currently, there is one ambulance with 

volunteer squads in Glennallen and one in Cordova. In addition, there is a first response 

squad in Cordova. 

The distance to calls is the main problem for emergency response. First, it is often 

difficult for squads to respond at all. Glennallen ambulance is already at its limits when 

responding to calls in Chitina, 60 miles away. Not only is it difficult to commit the 

community's lone ambulance to a single call for two or more hours, but volunteers are 

generally unable to commit an entire half day to a single call. Thus, it will be difficult for 

the Glennallen ambulance to extend its range south along a Wood Canyon route. Valdez has 

the same problems travelling 22 to 46 miles up the Richardson highway to the ends of the 

Tasnuna or Tiekel routes, and then further still on the Copper River Highway itself. 

Cordova's ambulance has responded to calls out the road which currently exists, but a call 

from 80 miles up the road could take 2 hours each way, again posing problems of volunteer 

availability and lack of remaining coverage in Cordova. 

The time for response is a problem for victims, even if one of the existing squads 

were committed to covering the road. EMS personnel hope to reach a victim within an hour, 

but even once an emergency squad was notified it could take 2 hours to some locations in 

good weather. Air evacuation, which would have to come from Anchorage, would have to 

refuel, could only respond in VFR conditions, and would take at least 2 hours (personal 

communication, LifeGuard Helicopter, March 1993). 

Emergency telephones along the highway could speed communications in the event of 

an accident or for stranded travellers. Injured travellers in some areas, however, would be a 

long time from medical services in any case. As long as the area remains remote and 

unsettled, the state should ensure that travellers are aware of what to expect. 
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Fire Suppression 

Several focus group participants mentioned stands of beetle killed timber on the Wood 
Canyon and Tiekel Canyon areas. A road would increase the accessibility of that area, which 
could increase both the danger of human-caused fires, and the ease of reaching the area with 
firefighting teams and equipment. 

Impacts on the U.S. Forest Service 

After the Department of Transportation and the City of Cordova, the public agency 
which would likely experience the greatest impacts from the Copper River Highway is the 
U.S. Forest Service. Most of the lands in the Cordova area not owned by Native 
corporations are within the Chugach National Forest, including the Copper River Delta. 

We requested that the Forest Service identify potential impacts of the Copper River 
Highway upon the Chugach National Forest. In response to this request, the District Ranger 
for the Cordova Ranger District prepared Table 19.6, which identifies potential impacts, the 
additional income they would generate for the Forest Service, the one-time and annual costs 
associated with the impact, and the additional full-time equivalent positions (FTEs) they 
would necessitate. In the letter accompanying the table, the District Ranger wrote: 

The attached document is an attempt to identify potential impacts to the Cordova 
Ranger District that would be associated with completion of the proposed Copper 
River Highway. For the purposes of this analysis, I have assumed the selected route 
would be along the Copper River. 

The Forest Service is neutral regarding the proposed highway. We do not favor or 
oppose its completion. If completed, however, the highway is expected to 
significantly affect District programs and administration. 

The attached list is not all-inclusive, and should be viewed only as a general listing of 
possible impacts associated with completion of the highway. I believe the total costs 
and personnel impacts presented in the analysis may be somewhat conservative. 
However, several of the major projects, such as development of additional 
campgrounds, and completion of the Bering River EIS and access roads, are expected 
to occur regardless of whether the highway is completed. Therefore no costs of these 
projects are attributed to the highway. 

It is noteworthy that many of the possible impacts to the Cordova District occur in the 
area of recreation management, facilities maintenance and lands administration. 
These area have traditionally not been fully funded. Therefore, although higher costs 
and personnel time may be needed, additional administrative dollars or personnel 
would not necessarily be authorized. Consequently a significant reduction in 
established district programs may be needed to accommodate potential impacts of the 
highway. (Letter from Cal Baker, District Ranger, Cordova Ranger District, U.S. 
Forest Service, to Gunnar Knapp, December 9, 1992). 
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Table 19.6. Potential Impacts of the Copper River Highway on the Cordova District of the Chugach National Forest 

Additional One Time Annual Additional Imoact 
Income Cost Cost FfE's Increased visitor use of District Facllltles 

Additional parking needed in vicinity of Cordova Office $30,000 Increased security needs at Forest Service Office and Compound $4,000 Decreased housing availability, particularly during summer months 
Need for additional FS housing will become critical (lease) $24,000 Increased demand on clerical personnel at Ranger Station 

$4,500 0.2 Increased Recreation Activities on District 
Increased number of Recreation visitor days on District, and at all developed and undeveloped sites 

Increased public recreation access to upper 
lncreased opportunity for campfire activities, organized hikes and tours, and visitor information and contact 

Increased quantity of inteipretive brochures and 
$4,000 0.1 Increiised user fees collected due to increased use of all cabins, especially McKinley Lake and $1,200 McKinley Trail Cabins (Both cabins would likely go on an advanced lottery system) 

Increased use of existing trails 
New requests for additional trails/facilities north of the Million Dollar Bridge on trail and site Unknown $2,000 easments 

Increased ORV use in area, and increased enforcement of closures 
Increased need for cleanup and maintenance of sites throughout 

$4,000 0.2 i'ncreased demand for overnight camping and picnic facilities 
$2,000 Increased need for designated fee collection 

$1,000 0.1 New deniand for regular snowplowing of rec. sites (Child's Glacier, Alaganic Bridge, not Slough) 
$10,000 

Increased need for available drinking water (1 site pro rated) & testing 
$5,000 $500 Increased litter and vandalism of sites 

$5,000 Increased personnel time/overtime on weekends, weekdays (from current 4 months to 9 or 12 
$14,500 0.7 months. GS 5s for 4 months.) 

Increased vehicle mileage on District vehicles 
$5,000 Need for additional 4-wheel drive vehicle ($210 per month rent) 
$2,500 Increased need for part time law enforcement officer on the District 

$10,000 0.3 New need for 2 additional communication relays north of the Million Dollar Bridge $20,000 $2,000 Increased Special Use activities and administration 
Increased call for development of Bering River Access Road 
High demand to complete Bering River EIS 
Increase in the number of Special Use Permit requests 

Mineral activities and mining claims in the Copper River/Bering River area 
$12,000 0.2 

Increased outfitting/guiding activities on the District $4,000 $2,000 0.1 Increased hunting/fishing/trapping pressure on the entire district 
This will have a major impact if any of the target species become a designated subsistence, T.E. or sensitive species 

Indirect impacts to management activities to reduce recreation damage to wetlands by fishing trails, ORVs, airboats etc. 
$2,000 0.1 Increased need for greater coordination with ADF&G regarding regulations and emergency closures 

Increased potential for introduction of noxious weeds and exotic/domestic plant/animal species into the Copper River Delta 
Increased contact and joint opportunities with Wrangell - St. Elias National Park 
Increased involvement and participation in Forest Service activities in Valdez 
Improved access to Cordova District 

Decreased cost of supplies/equipment coming from AnchorageNaldez/elsewhere $2,000* Decrease Transfer of Station costs of incoming/outgoing employees $2,000* Improved public access to Northeastern portion of Cordova District 
Imoroved road surface on existing highway to Child's Glacier area 

* = Annual Savings. ISER file: USFSIMP.XLS. 
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