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I. DESCRIPTION OF THE INPUTS SCENARIOS: 

All the basic data for the following development scenarios were 

suppl i.ed to the contractor by the Bureau of Land r1anagenent, Natural Re­

sources Division, Anchorage, Alaska. The totals of capital values and 

enployment in construction of pipelines, pumping stations, and liquefaction 

and marine terminal facilities, regardless of the route followed, are only 

those both which are directly attributable to the gas pipeline construction 

and operation, and for which economic impact occurs within the geographic 

boundaries of the State of Alaska and its adjacent l'laters. Thus, although 

enployment on the Canadian section of the Prime Route is not counted in 

the economic impact on the Alaskan economy, enployment on the offshore por­

tion of the Offshore Route off Alaska's coast is counted. 

It should be apparent from a close examination of the various tables 

which follow that in several cases, the initial impact on one factor in 

the Alaskan economy may be identical between tv.o routes, but that it may 

differ in other respects. Por example, the levels and schedules of pro-· 

duction for all the trans-Canada pipeline routes are the same, but the 

Interior, Port Yukon, and Fairbanks Routes require more construction labor 

than the Prime, Offshore, or Onshore Routes. Only the Prime and Onshore 

Routes show the same capital costs among the Canadian options. 

Since some economic growth v1ill occur in the State of Alaska in any 

case because of influences not associ.ated with construction of a natural 

gas pipeline, the measure of the impact of pipeline development actually 
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constitutes a departure of economic growth from a path of developnent 

which would otherwise take place. Accordingly, a run of the ISEGR MAP 

model was done which allowed for probable petroleum development but no 

natural g'as development, and the economic results of this "base case" 

Here compared vlith the results of the MAP model runs using employment 

and revenue from each of the possible routes. The difference between each 

natural gas route and the b11se case constituted the impact of choosing that 

route for dev e 1 o pnent. 

Fin<~lly, since the economic results depend crucially on the st<~te 

revenues generated in each scenario, together with the uses the state 

chooses for the funds, sensitivity analysis was done for two wellhead 

prices of natural gas and different levels of production. The state uses 

of funds were assumed to be saving and spending on current account. Time 

did not pemiit sensitivity analysis of different savings rates. 

A. THE TRANS-CANADA ROUTES AND ASSUMPTIONS 

The Trans-Canada pipeline options include the Prime Route and five 

alternati.ves: the Offshore Route, the Onshore Route, the Interior Route, 
·. 

the Fort Yukon Route, a.nd the Fairbanks Route. All these routes v1ere 

assumed to have 48-inch pipelines and to be operated at the same 1 evel 

of production as the Prime Route. Consequently, production taxes and 

royalties are identical for all these routes (Table 1). The differences 
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Tab 1 e 1 

YJELLHEAD VALUE OF NATURAL GAS 

AND PRODUCTION TAXES GENERATED, 

ALL TRANSCANADA PIPELINE ROUTES 

Gas Production Hell head Value · Royalties3 
MMCF per Day2 $1 o3 per Year $]03 

0 $ 0 $ 0 

0 0 0 

0 0 0 

0 0 0 

2,000 365,000 45,625 

2,000 365,000 45,625 

2,040 372,300 46,538 

2,250 410,625 51,328 

2,250 410,625 51 ,328 

2,250 410,625 51,328 

2,250 410,625 51,328 

1 Y!ellhead price supplied by client. 

Production Tax4 
$103 

$ 0 

0 

0 

0 

14,600 

14,600 

14,892 

16,425 

16,425 

16,425 

16,425 

2Production schedule, 3rd Supplement to Alaska Arctic Gas Pipeline Co. 
Application. 

3Royalties at 12.5 percent of value of production. 

4Production tax at 4 percent of value of production. 

State Total 
Revenue $1 o3 

$ 0 

0 

0 

0 

60,225 

60,225 

61,430 

67,753 

67,753 

67,753 

67,753 
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in the total value of capital equipnent and the levels of construction 

and operating employment are due mostly to the length of the line within 

Alaska, and the number of pumping and chilling stations required because 

of lengtn of line and terrain. The di.fferences in state property taxes 

generated are due to the differences in the value of capital equipment 

in place i.n Alaska under each of the choices of route. 

The Prime Route 

The Prime Route generates little direct employment in Alaska. The 

maximum occurs during 1980 when average construction empl o.)Anent reaches 

632, ad the pipeline is completed (Table 2). Arctic Gas expects opera­

tions to add seven people to its Anchorage area staff, while the rest are 

e:-tployed in the Interior Region. All construction emplo.)Anent is assigned 

to the Interior Region because the route is far north of existing support 

areas in other regions. 

All expenditures for capital are assumed to be made outside the state 

so they contribute only to value of capital in place. There is some sup­

porting construction activity which occurs as a result of pipeline develop­

ment and 1·1hich is centered in Fairbanks and Anchorage areas. This is in­

cluded in the indirect impacts traced by the MAP model. Under the basic 

assumption of 2.25 mmcf per day, the pipeline construction begins in 1976 

and results in $496 mill ion of pipe and pump stations in place by 1980, 

the year of completion. Property taxes amount to nearly $10 million 

(Table 3). The state collects taxes and royalties on the throughput, be­

ginning in 1980 and reaching a maximum of $678 million per year. 
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Table 2 

ESTIMATED TAXES, CONSTRUCTION E~IPLOYMENT, 

AND MINING EMPLOYMENT GENERATED BY 

PRIME ROUTE, ONSHORE ROUTE 

Property 
Taxes 1 

Production Tax2s Mining 
Employment:3 and Royalties 

$103 $103 Anchorage Interior 

$ 458 $ 0 0 0 

1 ,343 0 0 0 

4,104 0 0 0 

7,394 0 0 0 

9 '919 60,225 7 32 

9 '919 60,225 7 32 

9' 919 61 ,430 7 . 32 

9, 919 67,753 7 32 

9,919 67,753 7 32 

9' 919 67,753 7 32 

9,919 67,753 7 32 

1Property taxes at current 20 mill rate. 

Construction
4 Employment: 

Interior 

0 

38 

137 

567 

682 

0 

0 

0 

0 

0 

0 

2production taxes at 4 percent of value, royalties at 12.5 percent of value. 

3Taken from Alaska Arctic Gas Pipeline Company, Application, Section G, 
Volume I, p. 71, ''Operations and Maintenance Plan.'' 

4Taken from AAGPC, Application, Table II F-1, modified to reflect initiation 
of construction in 1977. All construction employment assigned to Interior 
region. 
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Tab 1 e 3 

CUMULATIVE CAPITAL COSTS (VALUE IN PLACE) 

AND ESTIMATED PROPERTY TAXES, 

PRIME ROUTE, ONSHORE ROUTE 

(Thousands of Dollars) 

Year Capital Valuel Property Taxes2 

1976 $ 22,879 $ 458 

77 67 '170 1,343 

78 205 '205 4 '1 04 

79 369,683 7,394 

80-90 495,936 9' 919 

1Alaska Arctic Gas Pipeline Co., Second Supplement to the Application, 
Exhibit K- "Cost of Facilities", Jan. 21, 1975. 

2Property taxes at 20 mill rate. 
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The Offshore Route 

Under this alternative, th.e sutmartne pipeline follows the coast-

1 ine of the Beaufort Sea into Canada. The direct anplo}ment schedule, in­

cluding that required to bui.ld addi.tional pump stations for expanding 

capacity is assumed to be the same for this route as for the Prime Route, 

for the same reasons, and because of lack of information about any dif­

ferences in labor requirements for the two routes (Table 4). 

Largely because of construction requirements offshore, the value of 

capital in place is higher for this alternative than on the Prime Route .. 

In the year of completion, 1980, the capital required in Alaska for the 

basic flow of 2.25 mmcf is almost $591 mill ion. Throughput value and 

production taxes plus royalties are the same as the Prime Route (Table 5). 

The Onshore Route 

This alternative is similar to the Offshore Route but is an onshore 

rather than a submari.ne pipeline. Since it is located in the same geo­

graphical area, it is of similar length and since there is little or no 

information on why employment should differ from that on the Prime Route 

for other reasons, the schedule of exogenous employment ~las assumed to 

be identical to that on the Prime Route. 

The Onshore Route has· a very similar probable capital configuration 

requirement to that of the Prime Route; therefore, in the absence of any 

information on why it should differ, these were assumed identical to that 

of the Prime Route. Throughput was also identical; thus, the t1AP model 
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Table 4 

ESTH1ATED TAXES, CONSTRUCTION Et1PLOYMENT, 

AND ~HNING EMPLOYMENT GENERATED BY 

OFFSHORE ROUTE 

Property Production Tax2s Mining 
Taxes and Royalties Employment:3 

$103 $103 Anchorage Interior 

$ 544 $ 0 0 0 

1,595 0 0 0 

4,881 0 0 0 

8,793 0 0 0 

11 ,818 60,225 7 32 

11,818 60,225 7 32 

11 ,818 61 ,430 7 32 

11 ,818 67.7 53 7 32 

11,818 67,753 7 32 

11,818 67,753 7 32 

11,818 67,753 7 32 

1 Property taxes at current 20 mill rate. 

Construction 
Employment:4 

Interior 

0 

38 

137 

567 

682 

0 

0 

0 

0 

0 

0 

2rroduction taxes at 4 percent of value, royalties at 12.5 percent of value. 

3same as Prime Route. 

4same as Prime Route. 
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Table 5 

CUMULATIVE CAPITAL COSTS (VALUE IN PLACE) 

AND ESTIMATED PROPERTY TAXES, 

OFFSHORE ROUTE 

(Thousands of Dollars) 

Year Capital Valuel Property Taxes2 

1976 $ 27.181 $ 544 

77 79,771 1,595 

78 244,041 4,881 

79 439,628 8,798 

80-90 590,900 11 ,818 

1cost based on AAGPC, 2nd Supplement to the Application, Schedule K, 
''Cost of Facilities''. Annual proportions were assumed to be identical 
to Prime Route. 

2Property taxes at 20 mill rate. 
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is not a b 1 e to d i st ingu ish any differences between the economic impact 

of the Prime Route and the Onshore Route. 

The Interior Route 

The Interior Route passes considerably to the south of the Prime 

Route, and adds to both the pipe mileage and the value of capital equip­

ment in place. The value of capital equipnent rises to $1.1 billion in 

1980, the year of completion, yielding $22 million per year in property 

taxes. Peak employment occurs in 1980, when there are 2,738 workers on 

the construction project. Throughput is assumed to be the same as the 

Prime Route (Tables 6, 7). 

The Fort Yukon Route 

Still further south than the Interior Route, this route has more 

miles of pipe in Alaska and requires more compressor-chiller stations. 

Taxable property value in place rises to $1.4 billion in the year of com­

pletion and yields $28 million per year in property taxes (Table 8). 

Emplo~nent peaks at a monthly average of 4,107 construction workers in 

1980, the year of completion (Table 9). Throughput is again identical to 

the Prime Route. 
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Tab 1 e 6 

CUMULATIVE CAPITAL COSTS (VALUE IN PLACE) 

AND ESTn.lATED PROPERTY TAXES, 

INTERIOR ROUTE 

(Thousands of Dollars) 

1cost based on AAGPC, 2nd Supplement to the Application, Schedule K, 
''Cost of Facilities''. Annual proportions were assumed identical to 
the Prime Route. 

2 . 
Property taxes at 20 mill rate. 
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Pro perry 
Taxes 

Year $103 

1976 $ 1 '012 

77 2, 970 

78 9,086 

79 16' 368 

80 22,000 

81 22,000 

82 22,000 

83 22,000 

84 22,000 

85 22,000 

86-90 22,000 
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Table 7 

ESTII·1ATED TAXES, CONSTRUCTION Ef.lPLOYi·1ENT, 

AND mNING EHPLOYI·1ENT GENERATED BY 

INTERIOR ROUTE 

Production Tax~s J.iining 
and Royalties Employment; 3 

$103 Anchor~ Interior 

$ 0 0 0 

Q 0 0 

Q 0 0 

0 0 0 

60,225 7 54 

60,225 7 54 

61 ,430 7 54 

67 > 7 53 7 54 

67,7 53 7 54 

67,753 7 54 

67,753 7 54 

1 Property taxes at curre.nt 20 mill rate. 

Construction 
Employment;4 

Interior 

0 

. 152 

5!f8 . 

2,268 

2,738 

0 

0 

0 

0 

0 

0 

2production taxes at 4 percent of value, roYalties at 12.5 percent of value. 

3rnterior Department Draft Environmental Impact Statement, Part II, p. 1522. 

IJconstruction en·:ploy,nent v1as based on using h!ice as many 1·10rkers as the 
Prime Route, year around, over two years. This reflects the greater line 
distance in Alaska. 
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Table 8 

CUMULATIVE CAPITAL COSTS (VALUE IN PLACE) 

AND ESTII~ATED PROPERlY TAXES, 

FT. YUKON ROUTE 

(Thousands of Dollars)· 

Year Capital Va 1 ue l Pt:Q]lerty Taxr.s2 - - ----

1976 $ 64,400 $ 1 ,288 

77 189,000 3,780 

78 578,200 n ,564 

79 1,041,600 20,832 

80-90 1,400,000 28,000 

1cost based on AAGPC, 2nd Supplement to the Application, Schedule K, 
"Cost of Facilities". Annual proportions 11ere a.ssumed identical to 
the Prime Route. 

2Property taxes at 20 mill rate. 



' 

' 
Property 
Taxes 1 

Year $103 

1976 $ 1 '288 

77 . 3 '780 

78 11 '564 

79 20,832 

so 28,000 

81 28,000 

82 28,000 

83 28,000 

84 28,000 

85 28,000 

86-90 28,000 
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Table 9 

ESTHlATED TAXES, CONSTRUCTION GiPLOYt·1ENT, 

AND tWHNG EtWLOYt-1EtH GENERATED BY 

FT. YUKON ROUTE 

Production Tax~s Hlnlng 
and Royalties Employment:3 

$103 Anchorag_e_ Interior ----
$ Q 0 0 

0 0 0 

0 0 0 

0 0 0 

60,225 7 60 

60,225 7 60 

61,430 7 60 

67,753 7 60 

67 '7 53 7 60 

67 '753 7 60 

67,753 7 60 

1 Property taxes at current 20 mi 11 rate. 

2production taxes at 4 percent, royalties at 12.5 percent. 

Construction 
Emp 1 oyment: 4 

Interior 

0 

228 

822 

3,402 

4 '107 

0 

0 

0 

0 

0 

0 

3oepartment of Inter! or Draft Env lronmcnta 1 Impact Statement, Part II, 
p. 1814. Total based on length of line in Alaska. 

~Construction assu1ned to require 50 percent more labor than Interior 
Route, based on line distance, during the sume construction period. 
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The Pai.rbanks ".Alaska Highway Route 

The Fairba,nks-Alaska, Highwa,y Route is the southernmost of the pure 

overland options. This is also th.e only route of the Trans-Canada type 

which results in direct construction employment in a region of the state 

other than the Interior. Because of addi.tional mileage in Alaska, tax-

. a,ble property in place rises to $2.2 bill ion in 1980, resulting in state 

property tax collections of $44 million that year (Table 10). Total con­

struction labor peaks at a monthly average of 6,845 \vorkers, of which 46 

percent are Employed in the Fairbanks region (Table 11). Throughput is 

the same as the Prime Route. 

B.. THE LNG OPTIONS AND ASSUMPTIONS 

The client has identified four major options which will require the 

transportation of natural ga,s by liquid natural gas (LNG) tanker to ports 

on the \·lest Coast of the lower 48 sta,tes. These differ from the Trans­

Canada routes i.n all three exogenous parameters: capital value created, 

level and schedule of employment, and planned throughput. They are each 

a,ssumed to have the same throughput as the other three (Table 12), but 

differ significantly among ·themselves in the amount of capital value in 

place and the level of emplo}1nent. For this reason, they can be expected 

to have different effects on the Alaskan economy. Of interest is the fact 

that El Paso has forecast a higher level of production for the LNG routes 
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Table 10 

CUMULATIVE CAPITAL COSTS (VALUE IN PLACE) 

AND ESTH1ATED PROPERTY TAXES, 

FAIRBANKS - ALASKA HIGHWAY ROUTE 

(Thousands of Dollars) 

Year Capital Valuel Property Taxes2 

1976 $ 101,200 $ 2,024 

77 279.000 5,580 

78 908,600 18,172 

79 1,636,800 32,736 

80-90 2,200,000 44,000 

1cost based on AAGPC, 2nd Supplement to the Application, Schedule K, 
"Cost of Facilities". Annual proportions were assumed identical to 
the Prime Route. 

2rroperty taxes at 20 mill rate. 



Property 
Taxesl 

Year $103 

1976 $ 2,024 

77 5,580 

78 18' 172 

79 32,736 

80 44,000 

81 44,000 

82 44,000 

83 44,000 

84 44,000 

85 44,000 

85-90 44,000 
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Table 11 

ESTIMATED TAXES, CONSTRUCTION EHPLOYt·1ENT, 

AND MINING EMPLOYt1ENT GENERATED BY 

ALASKA ARCTIC GAS FAIRBANKS-ALASKA HIGH\~AY ROUTE 

Production Mining 
Taxes and Employment:3 
Roy a 1t1es2 

$10 Anchorage Interior Fairbanks 

$ 0 0 0 0 

0 0 0 0 

0 0 0 0 

0 0 0 0 

50,225 7 35 26 

50,225 7 35 25 

51 ,430 7 35 26 

67,753 7 35 26 

67,753 7 35 26 

57' 7 53 7 35 26 

57,753 7 35 26 

1Property taxes at current 20 mill rate. 

Construction 
Employment:4 

Interior Fairbanks 

0 0 

207 173 

740 630 

3,062 2,608 

3,697 3,148 

0 0 

0 0 

0 0 

0 0 

0 0 

0 0 

2~roduction taxes at 4 percent of value, royalties at 12.5 percent of value. 

3Department of Interior Draft Environmental Impact Statement, Part II, 
page 2121. 

4construction employment based on 2.5 times the manpo1·1er required for the 
Interior Route, over the same time period. No construction schedule is 
available. 
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Table 12 

viELLHEAD VALUE OF NATURAL GAS 

AND PRODUCTION TAXES GENERATED, 

ALL LNG ROUTES 

He 11 head • 
Royalties3 Product1on Tax4 Price Gas Productio2 He11head Value 

per tltCF 1 HMCF per Day $10 per Year $103 $10 

$ .50 0 $ 0 $ 0 $ 0 

.50 0 0 0 0 

.50 0 0 0 0 

.50 0 0 0 0 

.50 1 • 649 300,943 37,618 12.038 

.50 1 • 7 56 320.470 40,059 12.81 9 

.50 1. 998 364,635 45,579 14,585 
-,.., .ov 2,550 465,375 58,172 18.615 

.50 3,052 556,990 69,624 22,280 

.50 3,065 559,363 69,920 22,375 

.50 3,500 638,750 79,844 25,550 

1wellhead price supplied by client. 

2oocket No. CP75-Exhibit H, Schedule 4. "Gas Available to Pipeline" -
El Paso Alaska Co. 

3Royalties at 12.5 percent of value of production. 

4Production tax at 4 percent of value of production. 

State Total 
Revenue $103 

$ 0 

0 

0 

0 

49,656 

52,878 

60,164 

76,787 

91 ,904 

92,295 

105,394 
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than Arctic Gas has for the Trans-Canada routes. A sensttiYity test \'las 

conducted to discover the importance of this difference in assumptions. 

The Point Gravina Route 

The base case for the LNG options is the El Paso Natural Gas pro­

posal for a pipeline generally following the Trans-Alaska oil pipeline 

corridor, until it splits off near Valdez and proceeds to tidewater near 

Gravina Point on Prince Hill iam Sound. The principal difference in the 

econCXllics of this 1 ine and the various Trans-Canada options is that the 

entire length of the 1 ine is within the State of Alaska. In addition, 

ter:-::inal and liquefaction facilities are required. Betv1een the h.o of 

th271, these factors imply capital equipment in place worth about $3.6 

bi11ion by the year of completion, yielding almost $72 million in property 

taxes every year to the state (Table 13). 

s-,ployment occurs in three regions if this route is chosen: South­

central, Interior, and Fairbanks. Because of the terminal and· 1 iquefac­

tion plants, approximately 600 people are employed in operations (400 in 

the Southcentral Region, and 100 i.n each of the other tv.o) (Tables 14, 15). 

Peak employment is reached in 1980 with 7,600 construction v10rkers, but 

production does not reach its maximum until 1986 v1hen flow reached 3.5 

mill ion cubic feet per day: At 50 cents per thousand cubic feet, this is 

nearly $638.8 mi 11 ion per year, v1hi.ch yields production taxes and roya 1 ties 

of $105.4 mill ion per year. Part of the difference between the LNG and 

Trans-Canada options arises frCXll this different assumed level of production 

in the applications. 
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Table 13 

CUt1ULATIVE CAPITAL COSTS (VALUE IN PLACE) 

AND ESTI~1ATED PROPERTY TAXES, 

POINT GRAVINA ROUTE 

(Thousands of Dollars) 

Gas Pipeline t1arine Ter~inal 
Year Valuel Value 

1976 $ 12.593 $ 2,868 

77 23,325 8,265 

78 535,945 22.1 04 

79 1 • 187 • 23 9 37,910 

80 1,576,941 50,555 

81 1,839,543 56,298 

82-90 1,939,213 57,695 

· 1El Paso Alaska Co., Table 2.3-T3. 
2El Paso Alaska Co., Table 4.3-T2. 
3El Paso Alaska Co., Table 3.3-T2. 

Liquefaction 
Plant Value3 

$ 19,041 

42,263 

287.101 

637,042 

1 ,113 ,605 

1,499,761 

1,602,417 

Total 
Value 

$ 34,502 

73,853 

845,150 

1,862,191 

2,741,101 

3,395,602 

3,599,325 

Proper4y 
Taxes 

$ 690 

1,477 

16,903 

37,244 

54,822 

67,912 

71,987 

4Property taxes at 20 mill rate (current level of state property tax) .. 
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Table 14 

ESTH1ATED CONSTRUCTION AND t1INING EMPLOYMENT 

GENERATED ON THE POINT GRAVINA ROUTE, BY FACILITY TYPE 

CONSTRUCTION EMPLOYMENT 

P.ipel ine1 Marine Terminal 2 Liquefaction Plant3 

0 0 0 

0 0 0 

1,350 31 100 

3 ,l 00 86 2,881 

3,134 82 4,356 

1,500 0 2,838 

1,258 0 650 

D D 0 

0 0 0 

0 0 0 

0 0 0 

MINING (OPERATIONS) EMPLOYt1ENT 

Pipeline4 Marine Termina1 5 Liquefaction Plant6 

268 47 309 

Total 

0 

0 

1 ,481 

6,067 

7,572 

4,338 

1,908 

0 

0 

0 

0 

Total 

624 

lE] Paso Alaska Co., p.1.5-29. "Alaska Gas Pipeline Construction Manpower Curve."· 
2El Paso Alaska Co., p.4.3-4. ''Alaska Marine Terminal Construction Manpower Curve." 
3El Paso Alaska Co., p.3.3-4. ''LNG Plant Construction Manpower Curve.'' 
4El Paso Alaska Co., p.2.3-19. "Alaska Gas Pipeline Manning Table." 
5El Paso Alaska Co., p.l-9. 
6El Paso Alaska Co., p.3.3-12. ''Alaskan LNG Plant-Contracted Manpower Requirements." 
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Table 15 

ESTH1ATED TAXES, CONSTRUCTION EMPLOYMENT, 

AND f~INING EMPLOYMENT GENERATED BY 

PT. GRAVINA ROUTE 

Property Production Mining Construction 
Taxes Taxes and Employment:3 Employment:3 

Royal;ies2 South- South-
Year $103 $10 centra 1 Interior Fairbanks central Interior Fairbanks 

1976 $ 690 $ 0 0 0 0 0 0 0 

77 1 ,477 0 0 0 0 0 0 0 

78 16' 903 0 0 0 0 400 300 800 

79 37 '244 0 0 0 0 3,700 1 ,200 1 ,200 

80 54,822 49,656 400 100 100 5,200 1,300 1 '1 00 

81 67,912 52,878 400 100 100 3 '1 00 700 500 

82 71 '937 60' 164 400 100 100 900 600 400 

83 71,987 76,787 400 100 100 0 0 0 

84 71 '937 91,904 400 100 100 0 0 0 

85 71,987 92,295 400 100 100 0 0 0 

86-90 71 '987 105,394 400 100 100 0 0 0 

1Property taxes at current 20 mill rate. 

2production taxes at 4 percent of value, royalties at 12.5 percent of value. 
3All marine terminal and liquefaction plant employment placed in the Southcentral 
region. Employment based on El. Paso Alaska Co., p.3A.4-24, Table 3A.4-5. South­
central \vas adjusted from 300 in 1980. Allocation of El Paso's Interior region 
employment to Interior, Southeast Fairbanks Census Division, and Southcentral was 
by miles of pipe in each region. Employment for Interior region excluding Fair­
banks Census Division from El Paso Alaska Co., p.3A.2-59, Table 3A.2-10, and 
p.3A.2-56 (Arctic v1as adjusted from 80 in 1982). Fairbanks Census Division em­
ployment was from El Paso Alaska Co., p.3A.3-20, Table 3A.3-12, and p.3A.3-13, 
Table 3A.3-13. Southeast Fairbanks and Fairbanks Census Divisions comprise the 
Fairbanks region. 
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Fairbanks -Haines Route 

This route is basically the same as the Fairbanks-Alaska Highway 

Route until i.t reaches the Cana.dian border. It then turns south to 

Haines, Alaska. This route has more pipeline miles inside Alaska than 

the Gravina Route and requires the same tenninal facil Hies. Total capi­

tal value reaches $4.1 billion in 1982, the assumed year of completion, 

and yields $82 mill ion in property taxes to the state from then until the 

end of the decade (Table 16). Emplo)lllent reaches a maximum in 1980 when 

nearly 7,800 people are employed in construction in the Southeast, In­

terior, and Fairbanks Regions combined, and 600-plus are involved in 

operations, concentrated at the terminal facilities (Tables 17, 18). 

Thro:;ghput is the same as the Point Gravina Route. 

Cook Inlet Route 

This route is a variation of the Poi.nt Gravina Route, which delivers 

gas to a liquefaction plant on the Cook Inlet side of the Kenai Peninsula. 

The route is slightly longer than the Point Gravina Route, resulting in 

more pipe and a maximum capital value of $3.7 bill ion for the project (Table 19). 

Annual property taxes rise to $74 mi.llion dollars in 1982 and remain there 

throughout the decade. Employment also reflects the different route, rising 

to about the same level of 7,600 people but being distributed over four 

regions -- Southcentral, Anchorage, Interior, and Fairbanks - instead of 

only three (Tables 20, 21). Throughput is identical to the Point Gravina 

Route. 
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Table 16 

CUMULATIVE CAPITAL COSTS (VALUE IN PLACE) 

AND ESTII~ATED PROPERTY TAXES, 

FAIRBANKS-HAINES ROUTE 

(Thousands of Dollars) 

Gas Pipeline Marine Terminal Liquefaction Total 
Value Va 1 ue2 Plant Value3 Value 

$ 15,835 $ 2,868 $ 19, 041 $ 37,744 

29,352 8,265 42,263 79,880 

674,312 22' 1 04 287,101 983,517 

1,493,773 37,910 637,042 2,168,725 

1 • 984' 093 50,555 1 '113 '605 3.148 '253 

2,314,478 56,298 1,499,761 3,870,537 

2,439,888 57,695 1,602,417 4,100,000 

Proper4y 
Taxes 

$ 755 

1,598 

19,670 

43,375 

62,965 . 

77,411 

82,000 

lsasis for value is the Point Gravina Route, inflated QY a proportion equal 
to the ratio of the lengths-of the lines. 

2Terminal value was assumed to be the same as that for the Point Gravina 
Route, due to lack of specific data. 

3see (2), above. 

4Property taxes at 20 mill rate (current level of state property tax). 
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Table 17 

ESTII·lA TED CONSTRUCTION AND MINING EMPLOYMENT 

GENERI\TED ON THE FAIRBANKS-HAINES ROUTE, BY FACILITY TYPE 

CONSTRUCTION EMPLOYMENT 

Pipelinel !·Iarine Terminal2 Liquefaction Plant3 

0 0 0 

0 0 0 

1 '293 31 100 

2,969 86 2,881 

3,002 82 4,356 

1 ,437 0 2,838 

1 '205 0 650 

0 0 0 

0 0 0 

0 0 0 

0 0 0 

MINING (OPERI\TIONS) 'EMPLOYMENT 

Pipeline4 l·!ari ne Termi na 15 Liquefaction Plant6 

257 47 309 

Total 

0 

0 

1 ,424 

5,936 

7,440 

4,275 

1,855 

0 

0 

0 

0 

Total 

613 

1Total employment based on the Point Gravina Route, inflated to reflect 
difference in the length .of line. 

2Marine terminal employment schedule assumed identical to Point Gravina Route. 
All employment in the Southeast Region. 

3see (2), above. 
4see (1), above. 
5see (2), above. 
6see (2), above. 



Table 18 

ESTIMATED TAXES, CONSTRUCTION EMPLOYMENT, 
AND MINING· EMPLOYiqENT GENERATED BY 

FAIRIJANKS - HAINES ROUTE 

Property Production 
Taxesl Taxes and Mining Employment:3 Construction Employment:4 

$103 Royalt}es2 
Year $10 Southeast Anchorag£ Interior Fairbanks Southeast Interior Fairbanks 

1976 $ 755 $ 0 0 0 0 0 0 0 0 

77 1,598 0 0 0 0 0 0 0 0 

78 19,670 0 0 0 0 0 131 300 993 

79 43,375 0 0 0 0 0 2,967 969 2,000 

80 62,965 49,656 356 10 100 147 4,538 967 1 , 935 

81 77,410 52,878 356 10 100 147 2,838 700 737 

82 82,000 60,164 356 10 100 147 650 600 605 

83 82,000 76,787 356 10 100 147 0 0 0 

84 82,000 91,904 356 10 100 147 0 0 0 

85 82,000 92,295 356 10 100 147 0 0 0 

86-90 82,000 105,394 356 10 100 147 0 0 0 

lproperty taxes at current 20 mill rate. 
2production taxes at 4 percent of value, royalties at 12.5 percent of value. 
3pipeline operations and maintenance employment allocated by miles of line in each region. Ten supervisory 
and administrative personnel assigned to the Anchorage area. All marine terminal and liquefaction plant 
employment assigned to the Southeast. · 

4pipeline construction employment based on Pt. Gravina Route, inflated and allocated to regions by miles 
of line. Marine terminal and liquefaction plant construction employment is allocated to the Southeast. 

N 
(J) 
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Table 19 

CUt1ULATIVE CAPITAL COSTS (VALUE IN PLACE) 

AND ESTIMATED PROPERTY TAXES, 

COOK INLET ROUTE 

(Thousands of Dollars) 

Gas Pipeiine Marine Ter~inal Liquefaction Total 
Value Value Plant Value3 Value 

$ 13' 239 $ 2,868 $ 19,041 $ 35,148 

24,540 8,265 42,263 75,068 

563,764 22.104 287.101 872,969 

1,248,881 37 '91 0 637 '042 1 ,923,833 

1,658,817 50,555 1,113,605 2,822,977 

1,935,033 56,298 1 ,499. 761 3,491,097 

2,039,888 57.695 1,602,417 3,700,000 

Proper4y 
Taxes 

$ 703 

1 '501 

17,459 

38,477 

56,460 

69,822 

74,000 

1Basis for value is the Point Gravina Route, inflated by a proportion equal 
to the ratio of the lengths of the lines. 

· 2Terminal value was assumed to be the same as that for the Point Gravina 
Route, due to lack of specific data. 

3see (2}, above. 

4Property taxes at 20 mill rate (current level of state property tax). 
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Table 20 

ESTIMATED CONSTRUCTION AND MINING EMPLOY~IENT 

GENERATED ON THE COOK INLET ROUTE, BY FACILITY TYPE 

CONSTRUCTION EMPLOYMENT 

Pipelinel Marine Terminal2 Liquefaction Plant3 

0 0 0 

0 0 0 

1 ,418 31 100 

3,277 86 2,881 

3,293 82 4,356 

1 '57 6 0 2,838 

1 '322 0 650 

0 0 0 

0 0 0 

0 0 0 

0 0 0 

MINING (OPERATIONS) EMPLOYMENT 

Pipeline4 Marine TerminalS Liquefaction Plant6 
' 

282 47 309 

Total 

0 

0 

1 ,549 

6,244 

7,731 

4,414 

4,414 

0 

0 

0 

0 

Total 

638 

lTotal employment based on the Point Gravina Route, inflated to reflect difference 
in the length of line. 

2Marine terminal employment schedule assumed identical to Point Gravina Route. 
All employment in the South Central Region. 

!~:: m: :~~~:: 
5see (2), above. 
6see (2), above. 



Table 21 

ESTIMATED TAXES, CONSTRUCTION EMPLOYMENT, 
AND MINING EMPLOYMENT GENERATED [lY 

COOK I Nl. ET 1\0UTE 

Properfy Production 
Taxes Taxes and Mining Employment:3 Construction Employment:4 

Year $103 
Royalt1es2 
- $10 Southcentral Anchorage Interior Fairbanks Southcentra1 Anchorage Interior Fairbanks 

1976 $ 703 $ 0 0 0 0 0 0 0 0 0 

77 1 '501 0 0 0 0 0 0 0 0 0 

78 17,459 0 0 0 0 0 849 100 300 300 

79 38,477 0 0 0 0 0 4,244 400 1,200 400 

80 56,460 49,656 453 1 0 100 75 5,681 400 1,300 350 

81 69,822 52,878 453 10 100 75 3,414 200 . 700 100 

82 74,000 60' 164 453 10 100 75 1,272 0 600 100 

83 74,000 76 '787 453 10 100 75 0 0 0 0 

84 74,000 91,904 453 10 100 75 0 0 0 0 

85 74,000 92,295 453 10 100 75 0 0 0 0 

86-90 74,000 1 05,394 453 10 100 75 0 0 0 0 

1Property tax at current 20 mill rate. 
2production tax at 4 percent of value, royalties at 12.5 percent of value. 
3pipe1ine operations and maintenance employment based on Point Gravina Route, inflated and allocated to regions 

by miles of line, with 10 supervisory and administrative personnel assigned to Anchorage. All marine terminal 
and liquefaction plant personnel assigned to Southcentral. 

4construction employment assigned on same basis as pipeline maintenance, except one large camp in Anchorage 
area is assumed to work line in both directions. 

N 
<0 
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Golovin Route 

This route follo\'JS the Trans-Alaska Pipeline route initially; then 

it turns abruptly west to cross Alaska and emerge on tidewater at Golovin, 

to the east of Nome on Norton Sound. Since there is no established sur­

face transportation system in this direction, a highway v.ould probably 

have to be lx.iilt. In any event, the value of capital in place subject 

to state property ta<: rises to $3.6 bill ion by 1982, generating $82 mtl­

lion in property ta<:es annually (Table 22}. This is the only route whtch 

directly generates employment in the Northwest Region. Total construction 

emplo~-AJent peaks at around 7,700 average monthly Elllployment in 1980--

4 ,EGO in the Northv1est, the rest i.n the Interior (Tables 23, 24). Opera­

tions e-nployment requires about 10 people in Anchorage, 400 in the North­

west, and about 200 in the Interior. Throughput is identical to the 

Point Gravina case. 

• 
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Table 22 

CUI·1ULATIVE CAPITAL COSTS (VALUE IN PLACE) 

AND ESTIMATED PROPERTY TAXES, 

GOLOVIN ROUTE 

(Thousands of Dollars) 

Gas Pipejine Marine Ter2i na 1 Liquefaction Total 
Value Value Plant Value3 Value 

$ 12,590 $ 2,868 $ 19 '041 $ 34,999 

23,337 8,265 42,263 73,865 

536,127 22' 1 04 287 '1 01 845,332 

1 '187 ,658 37,910 637,042 1 ,862,610 

1 ,577,498 50,555 1,113,605 2,741 ,658 

1 ,840,178 56,298 1,499,761 3,396,237 

1,939,888 57,695 1,602,417 3,600,000 

Proper4y 
Taxes 

$ 690 

1 ,477 

16,907 

37,252 

54,833 

67,925 

72,000 

1sasis for value is the Point Gravina Route, inflated by a proportion equal 
to the ratio of the lengths of the lines • 

. 2Terminal value ~/as assumed to be the same as that for.the Point Gravina 
Route, due to lack of specific data. 

3see (2), above. 

4Property taxes at 20 mill rate (current level of state property tax). 
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Table 23 

ESTINATED CONSTRUCTION AND MINING EMPLOYMENT 

GENERATED ON THE GOLOVIN ROUTE, BY FACILITY TYPE 

CONSTRUCTION EMPLOYMENT 

Pipeline1 t1arine Terminal 2 Liquefaction Plant3 

0 0 0 

0 0 0 

1 • 252 31 100 

2,874 86 2,881 

2,905 82 4,356 

1 ,391 0 2,838 

1 • 166 0 650 

0 0 0 

0 0 0 

0 0 0 

0 0 0 

MINING (OPERATIONS) EMPLOYMENT 

Pipeline4 Marine TerminalS Liquefaction Plant6 

248 47 30'9 

Total 

0 

0 

1,383 

5,841 

7,343 

4,229 

1 ,816 

0 

0 

0 

0 

Total 

604 

1Total employment based on Point Gravina Route, inflated to reflect difference 
in the length of the line. 

2Marine terminal employment schedule assumed identical to Point Gravina Route. 
All employment in the Northwest Region. 

3see (2), above. 
4see (1), above. 
5see (2), above. 
6see (2), above. 
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Table 24 

ESTH1ATED TAXES, CONSTRUCTION EMPLOYMENT, 

AND mNING EMPLOYMENT GENERATED BY 

GOLOVIN ROUTE 

Property Production Mining Construction 
Taxes Taxes and Employment:3 Employment:4 

Roy a lti es2 
Year $103 $103 Northwest Anchorage Interior Northwest Interior 

1976 $ 690 $ 0 0 0 0 0 0 

77 1,477 0 0 0 0 0 0 

78 16.907 0 0 0 0 150 1,233 

79 37,252 0 0 0 0 3,000 2,841 

80 54,833 49,656 400 10 194 4,600 2,743 

81 57,925 52,878 400 10 194 3,000 1,229 

82 72,000 60,164 400 10 194 700 1 ,116 

83 72,000 76,787 400 10 194 0 0 

84 72,000 91 • 904 400 10 194 0 0 

85 72,000 92,295 400 10 194 0 0 

86-90 72,000 105,394 400 10 194 0 0 

1Property taxes at current 20 mill rate. 

2production taxes at 4 percent of value, royalties at 12.5 percent of value. 

3pipeline operations and maintenance employment based on Pt. Gravina, inflated 
and allocated by miles of line, with 10 supervisory and administrative personnel 
assigned to Anchorage, and marine terminal and liquefaction plant in the North­
west region. 

4pipeline construction employment inflated and allocated by miles of line, based 
on Pt. Gravina schedule. Marine terminal and liquefaction plant construction 
employment assigned to Northwest. 
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II. !NPACTS OF THE PIPELINE ROUTES ON THE ALASKAN ECONOMY 

A. METHODOLOGY 

The primary employment and revenue data supplied by the client 

were used as inputs for the ISEGR t1an in the Arctic Program (MAP) ccxn­

puter simulation model of the Alaskan economy. The model was developed 

in a program of econometric research on Alaska statewide and regional 

econa"Jic data. covering the period since statehood, and uses key exoge­

nous data series on EGPl OJlllent in the petroleum and construction indus­

tries, together with state revenues from oi1 and gas leasing and produc­

tion, to project output, emploJlllent, and wages and salaries in each of 

tr:e s~~:e's econo::Jic regions. Population, personal income, and state 

and local revenue and expendi:tures are projected in special subnodels 

of the na in softv.rare package. In projecting the path of Alaska's future 

econon ic dev el op11ent, an important factor is the very large and uncertain 

impact of the big increase in state revenues resulting from oil and gas 

develop11ent. The state is assumed to follow a moderate pol icy with re­

spect to these revenues, saving 25 percent of recurring revenues and 50 

percent of lease bonus pajlllents to provide for future demand on its 

resources. 

In comparison with state government and petroleum, the other exoge­

nous sectors are assumed to grow slowly (agriculture, forestry, and fish­

eries) or not at all (federal government). This points out the importance 
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of petroleum devel op11ent as a driving force tn the model, since a large 

proportion of future state revenues is expected to be affected by changes 

in the path of petroleum developuent. Since the model v.e.s partly devel­

oped to nieasure such impacts, it easily accanodates changes in assumptions 

regarding natural gas pi.pel ines. 

For the purpose of measuring gas pipeline impacts, the computer model 

was first run under the assumption that no gas pipeline was constructed, 

while a moderate program of onshore and offshore petroleum was otherwise 

purS'Jed. Then this case v.'as altered by the added employment and state 

revenues corresponding to each pipeline route, and the model was run 

again to get the difference between the results of each pipeline alter­

native and the no gas pipeline case. The difference betv~een each gas 

pi pel be projection and the no gas pipeline projection was counted as 

the ir:Jpact of that route on the Alaskan econany. 

B. OVERVIEW OP PIPELINE IMPACTS 

Generally speaking, the LNG pipeline alternatives have a greater 

impact on the Alaskan economy than do the Trans-Canadian alternatives. 

There are three reasons for this: first, because of the marine terminal 

and 1 iquefaction plant, the LNG routes are characterized by higher prop­

erty taxes and state revenues; secondly, becal.lse of the marine terminal 

and liql.lefaction plant, both construction and mining (petroleum) sector 

• 
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enplo.Yffient are higher; and fina,lly, because El Paso assumed higher gas 

production for the Prudhoe Bay field, higher petroleum revenues accrue 

to the state i.n the LNG cases. 

Using production as the first standard of comparison, the impact 

on constant dollar gross state product is almost $41 million in the case 

of either the Prime Route or Onshore (Coastal) Route in the peak con­

struction year, 1980. This falls to about $29 million in 1982, the 

depth of the post-construction "t:ust", then grows more moderately to 

again reach $40 million in 1990. Except in 1980, when the construction 

boan is at its height, most of the impact occurs in Anchorage even though 

only a s:Jall headquarters staff is located in the area. Comparing the 

Trans-Canadian routes, the Offshore Route shows an increase of only about 

$2 r:1i1lion fran the Prime Route, while the construction bocm is 2.5 times 

as large in the Interior ca,se, 4.4 times as large in the Fort Yukon case, 

and 6.1 times as large for the Fairbanks-Alaska Highway alternative. 

The LNG routes show even bigger impacts. The top of the construction 

''bocm" in the case of the main El Paso route, Point Gravina, shows a 

gross state product of $396.9 milli.on in 1980, nearly ten times that of 

the Prime Route. The total ''bust" is larger, also with gross product 

falling to $259.7 million by 1984, follovJed by a recovery to $286.8 mil­

li.on. In the case of the Fairbanks-Haines alternate, the boom peaks at 

$292 mill ion, about seven times that offered by the Prime Route, although 

$100 million less than Point Gravina. However, the recovery to the end 

of the 1980 decade is stronger, finishing at $353.4 mill ion. The Cook 
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Inlet Route offers a bigger construction boom and recovery than the 

Point Gravi.na Route, i\lthough the li\st reported year's output is some 

$40 million less than the Fairbanks-Haines i\lternative. The Golovin al­

ternative shows the largest construction "boom" of any route -- $447.2 

mill ion -- but it shows one of the smaJl est recoveries following the 

''bust". The 1990 gross state product is $190.8 million in this case. 

Emp 1 oyoent a 1 so fo 11 ov1s i\ boom-~ st eye 1 e, rising rapid 1 y as the 

construction period causes intensive activity along the pipeline corri­

dor and in major support bases, such as Anchorage. Following the post­

construction do'o'lnturn i.n economic activity, there ensues a steady growth 

in enployoent fueled by state spending of petroleum revenues. Because 

of the concentration of pipeline and terminal facilities in Alaska, and 

the ce1nsequent higher number of jobs available, there is a higher and 

more .exaggera.ted cycle of auployoent in all the LNG options than any of 

the Trans-Canada options. The Arctic Gas Prime Route and Onshore Route 

both show an impact of about 4.3 thousand jobs during the peak of the 

construction period and in 1990. Nearly 60 percent of this ElUployoent 

is centered in Anchorage. There is very 1 ittle difference in the Offshore 

case. Interior and Port Yukon show higher construction period ElUployoent -­

<\bout 2.7 a.nd 3.8 times that of the Prime Route-- ~t the gap narrows 

considerably by 1990 because of the more exaggerated downturn following 

construction. The Fairbanks-Alaska Highway Route is characterized by 

ElUployoent 5. 6 times the Prime Route peak in 1980, ~t this gap declines 

until the 1990 auployoent figure for the Fairbanks-Alaska Highway Route 
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is 1.4 times the Pl'ime Route. The impact in a11 Trans-Canada cases 

centers on Anchorage, with over 50 percent of total enploy.nent occurring 

there (except in the peak construction years}. The LNG routes h1we more 

the impact on state employ.nent. For example, the Point Gravina Route peak 

employoent is 23.8 thousand, ~1hich is 5.5 times the Pri.me Route peak. 

This difference declines until the ratio of peak employ.nent is 2.9 in 

1990. The total is approximately the same for the Fairbanks-Haines, Cook 

Inlet, and Golovin Routes, and all show over 50 percent of enplo.)111ent 

centered in Anchorage. During peak construction years, however, a one­

time boau occurs in tr:e regi.ons containing pipeline facilities, and this 

spre::cs enployoent more evenly. In summary, only the Fairbanks-Alaska 

High1·.ay Route has an i:npact approaching any of the various LNG proposals •. 

In res?Cnse to increased euployment opportunities, workers migrate 

into the state y;hich increases total population. Again, most of this 

gro\·,th is expected to occur in the existing urban centers of the state 

Anchorage and Fairbanks. The range of the increase in population among 

the various alternatives is very great. The Arctic Gas Prime Route in-

creases the state population by 8,600 people in 1990, ~1hile the Point 

Gravina Route increases it by 32,800 at the peak of the boom and by near­

ly 28,000 in 1990. The other Trans-Canada Routes show impacts ranging .. 
from 9,100 people in the Offshore case in 1990 to 15,300 in the Fairbanks­

Alaska Highway case. The other Trans-Canada routes show more of a beau­

bust cycle than the Prime Route-- e.g., Fairbanks-Alaska Highway peak 

population impact is 33.4 thousand persons in 1980. The other LNG routes 
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sho11 ultimate impacts of about the same magnitude and distril:x.ition as 

the Point Gravina Route. The transient populati.on impact of the construc­

tion boom is sanewhat different in each case, however, since emplo.)ment 

is centered on the gas facilities themselves in 1979-1981. In all cases, 

not surprisingly, populati.on impact occurs in the existing urban centers. 

There is some induced depopulation of areas of the state not directly im­

pacted by the pipeline in all the LNG cases. This is due to the construction 

boan, and is a temporary phenomenon. All regions eventually have positive 

population impacts in all cases. 

The increased population dissipates many of the supposed beneftts of 

pipeline construction and operation. Indeed, the population influx is 

great enough in several cases to cause a net decrease in per capita per­

sonal incane, canpared to the case in ~1hich no gas pipeline is wilt. 

Nor is the effect universal. In most cases, per· capita income increases 

tended to center in only about half the regions of the state, \vhile in­

duced inmigration to Alaska's Southcentral, Anchorage, and Southeast Re­

g ions tended to reduce i ncane per capita there. In no case v.a s there a 

large increa.se in incane for the ''average" Alaskan, even though there 

were substantial increases in total personal incanes earned over the 

period. The effects of inflation make even the small overall increases 

in per capita personal income inconsequential. 

It was pointed out earlier that one of the principal driving forces 

in the Alaskan economy is the very large expected increase in the level 

of state and local expenditures for public services. However, while 
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total spending i·ncreases by $98.2 mi.l1 ion i.n the case of the Prime Route, 

and by $238.8 mi.lli.on in the poi.nt Gravina case, for example, the cor­

responding per capita terms in 1990 are only $67 for the Prime Route and 

$107 for the point Gravina Route. Adjusted for the expected increase in 

prices between 1976 and 1990, tbe change i.n real per capita expenditures 

is only 1.6 - 2.6 percent. Once again, inmigration dissipates an ap­

parent benefit of dev el opnent, the possibility of increased services. 

The benefits are largest for the L.NG proposals, but so is the population 

increase, which dissipates the gains. Similar phenomena occur in the 

other cases, as can be seen from Table 25. The per capita figures on 

state expenditures also point out the strain which the large emplo)ffient 

cases place on fiscal resources of tbe state. The influx of population is 

so 1 arge in 1978-79 that between 1976 and 1979, even with increased total 

spend in~ ranging from $6.6 mi.ll ion for the Prime Route to $38.7 mill ion 

for the Point Gravina Route, expenditures per capita fell in most cases. 

Thus, a decline in the availability of public services is expected during 

the construction period. 



Prime and 
Onshore Offshore Interior 

Year Routes Route Route 

1976 1.1 1 . 1 2.1 
77 2.5 3.2 4.9 
78 4.8 6. 1 7.2 

79 2.4 4.5 - 14.7 
80 83.6 86.3 65.8 
81 104.1 103.8 129.8 

82 88.5 171 .4 93.5 
83 89.0 98.3 86.8 
84 84.2 87.6 80.8 

85 79.9 81.7 76.9 
86 76.1 77.4 73.8 
87 73.3 74.5 72.1 

88 71.1 72.3 70.9 
89 69.0 70.4 69.8 
90 67.4 68.8 69 .1 

A 

Table 25 

PER CAPITA STATE EXPENDITURES 
IMPACTS (Dollurs) 

Fairbanks- Fairbanks-
Ft. Yu-kon Alaska Hwy. Haines 

Route Route Route 

2.8 4.3 1.7 
5.7 7.7 3.3 
7.2 10.3 7.7 

., 31.4 - 46.9 - 25.9 
46.4 34.0 42.4 

147.9 182.4 207 .4 

93.8 103.7 142.9 
82.9 86.7 135.0 
76.1 78.3 138.4 

72.5 74.6 131.7 
70.0 73.6 136.2 
69 .1 73.2 134.6 

68.8 73.6 131 . 6 
68.4 74.0 128.5 
68.4 74.3 126.6 

Cook I 

Pt. Gravina Inlet Golovin 
Route Route Route 

1.5 1.5 1.5 
3.5 3.5 3.5 
3.8 4.2 4.2 

- 35.1 - 36.7 - 39.2 
30.6 28.9 29.9 

118.0 117.7 124.7 

118.5 121 .4 116.0 ..,. 
133.5 134.5 121 . 5 ~ 

117.1 117.7 99.8 

106.1 106.7 83.1 
11 0.6 110.9 93.4 
110.3 110.5 94.5 

1 09 .0 1 09.1 94.6 
107.5 1 07.5 94.6 
106.9 106.9 95.5 
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C. J?IPELINE IMPACTS BY ROUTE 

Arctic Gas Prime Route 

The Arctic Gas Prime Route has the least economic impact on Alaska 

of any of the possible routes. Because of the far northern location of 

the route, it was assumed that construction ~10uld take place out of work 

camps in the northeastern corner of the state, with general support for 

the operation provided out of Fairbanks. Because all economic develop­

ment in the state affects Anchorage, the commercial center, and Juneau, 

the current governmental center, there are impacts in these areas as well. 

Beginning i.n 1976, there is property available on site to be taxed 

which generates state and/or local government revenue. When part of these 

rever.·"es are spent, ad in anticipation of future development, economic 

activity begins to increase. Table 26 shov1s that this happens slowly 

at first, then accelerates as construction activity increases through 

1978-80. This construction boom has an impact of $18.2 million value 

added in goods and services in the Interior Region during 1980, the peak 

year. The construction boom touches off permanent growth in the support 

centers of Anchorage and Fairbanks and in all areas .where government reve­

nues are spent. By 1980, the state has an additional $41 million gross 

product being generated. The growth in Anchorage is··almost as large as. 

Interior's and proves to be far more permanent. Other areas mirror the 

boom and bust in Interi.or but i.n a more moderate manner. As production 

begins, the state spends three-fourths of the recurrent revenues, and gross 



Table 26 

ONSHORE ROUTE, PRH~E ROUTE 
IMPACT ON REAL GROSS PRODUCT GY REGION AND YEAR1 

Millions of 1958 Dollars 

YEAR NORTHWEST SOUTHWEST SOUTHEAST SOUTHCENTRAL 

1976 *2 * * 
77 * * 0.1 
78 * * 0.2 

79 0.1 o. 1 0.4 
.80 0.8 0.5 2.4 
81 1.0 0.7 3.0 

82 1 • 0 0.6 2.7 
83 1.1 0.6 2.8 
84 1.1 0.7 2.8 

85 1.1 0.7 2.8 
86 1.1 0.7 2.8 
87 1.2 0.7 2.8 

88 1.3 0.8 2.8 
89 1. 4 0.8 2.9 
90 1.5 0.8 2.9 

limpacts are measured as deviations from the situation 
in which no gas pipeline is built. 

2 *=less than 50 .thousand dollars. 

* 
* 
0.1 

0.3 
1.7 
2.1 

1.9 
2.0 
2.0 

2.0 
2.0 
2.1 

2.1 
2.2 
2.2 

ANCHORAGE 

o. 1 
0.4 
1.2 

3.6 
14.8 
15;0 

14.2 
15.2 
16.0 

16.7 
17.6 
18.6 

19.8 
21.3 
23.0 

INTERIOR FAIRBANKS TOTAL 

* * 0.2 
0.6 0.1 1.2 
2.3 0.1 4.0 

9.8 0.3 14.4 
18.2 2.3 40.7 
5.8 2.9 30.6 

5.7 2.7 28.9 
5.6 2.8 30.1 ... 
5.5 2.9 30.9 w 

5.6 3.0 31.9 
5.6 3.1 32.9 
5.7 3.2 34.3 

5.8 3.3 35.9 
5.8 3.4 37.7 

. 5.8 3.6 39.9 
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product of all areas of the state receiving this spending grows steadily, 

the impact reaching almost $40 million annually by 1990. Fifty-eight per­

cent of the final year's gross product is produced in the Anchorage area 

and only )4.5 percent in Interior, the original construction site. 

Employment follo\vs a similar pattern, as can be seen in Tables 27 

and 28. In the Alaskan economy, growth in the exogenous sectors of mining, 

construction, and state government induces larger growth in the support 

sectors of transportation, communications, public utilities, trade, ser­

vices, and financial institutions. For example, even in the boom year of 

1930, eighteen hundred of the additional 4,300 wage earners in the state 

are So?port sector workers, while 1 ,400 are in government and only 721 are 

direc-:iy employed in the pipeli.ne project (see Section r , Table 2). 

E:-:1pio::::ent reflects this pattern regionally as well. In 1980, as many 

additional workers are required in Anchorage as in Interior and Fairbanks 

combined. In the longer run, the tmpact of 4,300 additional workers in 

1990 is felt much more heavily in Anchorage than in Fairbanks or Interior, 

the former getting 58 percent of 1990 employment. 

Additional employment generates additional population grov1th, as in­

migrants arrive in Alaska to compete for construction jobs, but in·addition, 

to supply the services needed by a grovling state economy. Tota 1 population 

does follow a cycle, but a .more moderate one than emrtloyment. While employ­

ment declines by 16 percent after the construction boom and before resum-

ing a state revenue-induced growth, population only declines three percent, 

all the decline showing up in the Interior Region. The support centers 

actually show population increases in the face of slowly declining employment 



YEAR NORTHWEST SOUTHWEST 

1976 *2 * 
77 * * 
78 * * 
79 0. 1 * 
80 0.1 0.1 
81 o. 1 0.1 

82 0. 1 0.1 
83 0.1 0.1 
84 0.1 0.1 

85 0. 1 0.1 
86 0. 1 0.1 
87 0.1 0.1 

88 o. 1 0.1 
89 o. 1 o. 1 
90 0.1 0.1 

Table 27 

ONSHORE ROUTE, PRIME ROUTE 
IMPACT ON EMPLOYMENT UY REGION AND YEARl 

Thausands of Persons 

SOUTHEAST SOUTHCENTRAL ANCHORAGE 

* * * 
* * * 
* * 0.1 

0.1 * 0.3 
0.5 0.3 1.6 
0.7 0.4 1.8 

0.6 0.4 1.7 
0.6 0.4 1.8 
0.6 0.4 1.8 

0.6 0.4 1.9 
0.6 0.4 2.0 
0.6 0.4 2.1 

0.6 0.4 2.2 
0.6 0.4 2.3 
0.6 0.4 2.5 

1Impacts are measured as deviations from the situation 
in which no gas pipeline is built,· 

2 * = less than 50 persons. 

INTERIOR FAIRBANKS TOTAL 

* * * 
0.1 * 0.1 
0.2 * 0.4 

1.0 * 1.5 
1.3 0.3 4.3 
0.1 0.4 3.6 

0.1 0.4 3.3 
0.1 0.4 3.5 
0.1 0.4 3.5 

0.1 0.4 3.6 _, 
0.1 0.4 3. 7 tn 

0.1 0.4 3.8 

0. 1 0.4 3.9 
0.1 0.4 4.1 
0.1 0.4 4.3 



Table 28 

ONSHORE ROUTE, PRIMC ROUTE 
IMPACT ON Er1PL0'{1>1Eifr llY INDUSTRY /\NO YEAR l 

Thousands of Persons 

------· 
AGRICULTURE, TRANSPORTATION, 

YEAR FORESTRY, & MINING CONSTRUCTION MANUFACTURING · COMrtUNICATION, 
FISHERIES 

1976 0 ·o *2 
77 0 0 * 
78 0 0 0.1 

·79 0 0 0.6 
8a a . * a.s 
81 a * 0.2 

82 0 * 0.2 
83 0 * 0.2 
84 0 * 0.2 

85 0 * 0.2 
86 0 * 0.2. 
87 0 * 0.2 

88 0 * 0.2 
89 0 * 0.2 
90 0 * 0.2 

1rmpacts are measured as deviations from the situation 
in which no gas pipeline is built. 

AND UTILITIES 

0 * 
0 •k 

0 * 
0 o·.l 
0 0.2 
0 0.2 

0 0.2 
0 0.2 
0 0.2 

0 0.2 
0 0.2 
0 0.2 

0 0.2 
0 0.2 
0 0.2 

2 *=less than 50 persons. Equals 39 persons from l980-l990.for mining. 

TRADE 

* 
* 
o. 1 

0.3 
0.7 
a.5 

0.5 
0.5 
0.5 

0.5 
0.6 
0.6 

0.6 
0.7 
0.7 

3All the difference from the no gas case is in state and local government employment. 

\ 

FINANCE, 
INSURANCE, 
REAL ESTATE 

* 
* 
* 

* 
a. i 
0.1 

0.1 
o. 1 
0.2 

0.2 
0.2 
0.2 

0.2 
0.2 
0.2 

SERVICE GOVERNMENT3 

* * 
* * 
0.1 0.1 

0.3 0.2 
a.8 1.4 
0.6 1.7 

0.6 1.6 
0.6 1.6 
0.6 1.6 

0.7 1.6 
0.7 1.6 
0.8 1.5 

0.8 1.5 
a.9 1.6 
·l.o 1.6 

OTHER' 

* 
* 
* 

0.1 
a.2 
0.3 

0.2 
0.2 
0.2 

0.2 
0.3 
0.3 

0.3 
0.3 
0.3 

TOTAL 

* 
0.1 
0.5 

1.5 
4.3 
3.6 

3.3 
3.5 
3.5 

3.6 
3.7 
3.8 

3.9 
4.1 
4.3 

.,. 
m 
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in the early 1980's, ~1hich wi.ll exacerbate the unemployment problem some­

what. Interior's declining employment opportunities coincide 1~ith a rapid 

outmigration, reflecting the transi.tory nature of the construction project·. 

Population grows throughout the 1980's in all regions, and the eventual 

statewide impact is 8,600 people, of which nearly 63 percent live in 

Anchorage, 

The population growth in support areas tends to dissipate many of 

tbe gains of economic development. Table 29 shows large increases in 

total real wages and salaries paid, especially in Anchorage, ~1hich shows 

additional payrolls in real terms of nearly $20 million per year. Hhile 

Table 32 confirms an increase i.n total personal incomes, however, it 

also shows that the large increase i.n relatively low-paid support sector 

workers and their families actually reduces per capita income in Anchorage 

and the surrounding Southcentral Region. Interior, because of its thin 

population, the high pay of inmigrants, and the low income of much of its 

current population, shows substantial increases in per capita income. 

Moreover, some of these gains are retained, in contrast with the state 

as a whole. Taken as a whole, people in the state gain little or nothing 

in additional personal income. Of course, since there are.many addition-

al persons earning on average the same income, there are opportunities for 

individuals to gain substahtially. The MAP model, as currently constructed, 

is silent about this aspect of income distribution. 



Table 29 

ONSHORE ROUTE, PRIME ROUTE 
IMPACT ON REAL WAGES AND SALARIES P/\ID 8Y REGION AND YEAR1 

Millions of 1967 Dollars 

YEAR NORTHWEST SOUTHWEST SOUTHEAST SOUTHCENTRAL ANCHORAGE INTERIOR 

1976 *2 * 0.1 
77 * * 0. 1 
78 * 0.1 0.3 

79 0. 1 0.1 0.6 
80 0.6 0.7 3.7 
81 0.8 0.9 4.8 

82 0.7 0.8 4.3 
83 0.7 0.9 4.6 
84 0.7 0.9 4.6 

85 0.8 0.9 4.8 
86 0.8 0.9 4.9 
87 0.8 1.0 5.0 

88 0.9 1.0 5. 1 
89 0.9 1.1 5.3 
90 0.9 1.1 5.5 

1Impacts are measured as deviations from the situation 
in which no gas pipeline is built. 

2 * = less than 50 thousand dollars difference. 
Regions may not sum to total due to rounding errors. 

-

* * * 
0.1 0.3 0.7 
0.1 0.8 2.6 

0.3 2.2 1 0. 9 
2.1 11 . 1 14.0 
2.7 12.6 0.8 

2.5 11 .9 0.8 
2.5 12.8 0.8 
2.6 13.5 0.9 

2.6 14.1 0.8 
2.8 14.9 0.9 
2.8 15.7 1.0 

2.9 16.9 1.0 
3.0 18.1 1.0 
3.2 19.6 1.0 

FAIRBANKS TOTAL 

* 0.2 
0.1 1.2 
0.1 4.1 

0.3 14.5 
2.6 34.8 
3.3 25.8 

3.6 24.1 
3. 1 25.5 I 

3.3 26.5 
.,. 
co 

3.4 27.5 
3.4 28.6 
3.5 29.7 

3.7 31.3 
3.9 33.1 
3.9 35.2 



YEAR NORTHWEST SOUTHWEST 

1976 2z 0 
77 * 
78 * * 
79 * 0. 1 
80 0 01 0.1 
81 0.1 0 01 

82 0.1 0 01 
83 o. 1 0 01 
84 o. 1 0 01 

85 o. l 0.1 
86 * 0.1 
87 0. 1 0.1 

88 0 01 0 0 1 
89 0.1 0 01 
90 0.1 0.1 

Table 30 

ONSHORE ROUTE, PRIME ROUTE 
IMPACT ON POPULATION [JY REG ION liND YEAR 1 

Thousunds of Persons 

SOUTHEAST SOUTIICENTR/\L ANCHORAGE 

* * * 
'* * 0 01 
0 0 1 0.1 0.3 

0.2 0.2 0.9 
0.7 0.8 3.0 
0.8 0.9 3 01 

0.8 0.9 3 01 
0.8 1.0 3.4 
0.9 1.0 3.7 

0.9 1.0 3.9 
0.9 1.0 4.2 
0.9 1.1 4.4 

0.9 1.1 4.7 
0.9 1.1 50 0 . 
1.0 1.2 5.4 

1Impacts are measured as deviations from the situation 
in which no gas pipelfne is built. 

2 * = less than 50 persons. 

INTERIOR FAIRBANKS TOTAL 

0 * * 
* * 0.2 
0.1 * 0.6 

0.5 0.2 2.0 
0.6 0.5 5.8 
* 0.6 5.6 

0.1 0.6 5.6 
0 01 0.6 6 01 
0 01 0.7 6.5 .,. 

1.0 

0.1 0.7 6.8 
0.1 0.7 7 01 
0.1 0.7 7.5 

0 0 1 0.8 7.8 
0 01 0.8 8.2 
o. 1 0.8 8.6 



STATE PETROLEUM 
YEAR TOTAL REVENUES 

1976 0.5 0.5 
77 1.3 1.3 
78 4.5 4. 1 

79 9.0 7.4 
80 76.0 70. 1 
81 86.3 70.1 

82 85.6 71.3 
83 93.2 77.7 
84 96.2 77.7 

85 99.0 77.7 
86 102.1 77.7 
87 105.4 77.7 

88 109.0 77.7 
89 113.1 77.7 
90 117.6 77.7 

Table 31 

ONSHORE ROUTE, PRIME ROUTE 
IMPACT ON STATE AND LOCAL REVENUES AND EXPENDITURES1 

Millions of Dollars 

PERSONAL AND SPECIAL OTHER LOCAL GOV'T 
CORPORATE INTEREST FUND GENEil.AL FUND REVENUE FROM 
INCOME TAX INCO~lE REVENUE REVENUE OWN SOURCES 

0 0 0 0 0 
0 0 0 0 0 
0.1 0 o. 1 0.2 0.5 

0.6 0. 1 0.3 0.6 1.5 
2.1 0.2 1.3 2.2 6.0 
5.6 1.4 3.6 5.6 16.3 

4.4 2.6 2.9 4.4 12.9 
4.3 3.9 3.0 4.4 14.3 
5.0 5.3 3.5 4.8 15.6 

5.5 6.6 4.0 5.2 17.7 
6.2 7.9 4.6 5.7 20.2 
6.9 9.3 5.2 6.3 23.1 

7.6 1 0. 7 6.0 6.9 16.5 
8.6 12.0 7.0 7.7 30.8 
8.8 13.4 8.1 8.5 35.8 

,.Impacts are measured as deviations from the situation 
in which no gas pipeline is built. 

STATE AND STATE AND 
LOCAL GOV'T LOCAL GOV'T 

REVENUE EXPENDITURES 

0.5 0.5 
1.3 1.4 
5.0 3. 9 

1 o. 5 8.5 
82.0 64.3 

102.6 84.8 

98.5 80.3 
107.5 86.7 01 

111.8 91.7 0 

116.7 96.5 
122.3 1 01.9 
128.5 108.0 

125.5 114.7 
143.9 122.7 
153.4 132.0 



NORTH~'EST SOUTHWEST 

PERSQ~/,l PER CAPITA PERSO~AL PER CI,PITA 
YEAR • rr;co:~E IN(;O.'lE INCOXE INCO}l£ 

1976 0 0 0 0 
77 0 - 1 0 0 
73 0 - 3 0 ·- 3 

79 0 - 12 - 0.3 - 24 
80 0.7 11 1.2 20 
81 2.1 52 2."4 63 

32 1.~ 42 2.4 54 
83 1.5 40 2.6 53. 
&; 1.6 41 2.9 55 

85 1.7 40 3.0 49 
&6 1.9 47 3.2 49 
87 2.0 47 3.5 scr 
83 2.1 45 3.7 49 
83 2.3 49 4.1 os 
90 2.6 60 4.4 IS 

1 I~yJcts are measured as deviations from the situation 
in 't;hich no gas pipeline is built. 

-·-. ··- -·--···---· ---· ... ·---·· -----·-··-. 
·---·-·--·· --··· 

Tab1• 32 

ONSHORE ROUTE, PRmE ROUTE 
INPACT ON PERSONAL n\CC.'·:: M,'!J P!.R Cf1?ITA HiC0,'1E BY REGIO."' AND YEAR.l 

Personal lnccmc in ~1illions of Dollars. Per Cupita Income 1n Dollars 

2JUTHEASl g>_~.TJl~_f!iJ!{!-_!,_ !\.!l.~-~~3_fl£.f,_ INTERIOR FAIRRA.NK~ TOTAL 

PERSO~AL PER CAPITA PfRSO:!AL PEII C•WlTA PERSONf,L PeR CAPITA PERSO!::·,'- PER CAPJTA PERSo::AL PER CAPITA P£RS01~\L PER CA?: 
I,NCOXE 11\CO:-JE !IICO:·:E lt:CO!-!£ 1:\CO!·:E HICG>IE 1/lCO:'o£ !NCO:~£ INCO~~E INCC:·!E u;cc;{£ 11\C~:~i 

0.1 0 0.1 1 . 0.2 1 0 0 0. 1 1 0.4 0 
0.1 - 2 0.1 - 1 0.5 - 1 2.3 184 0.1 0 3.1 5 
0.3 - 7 0.2 - 6 1.2 - 6 8.8 683 0.2 - 4 10.8 14 

0.1 - 34 0 - 31 2.2 - 31 37.8 2,915 - 0.2 - 29 39.7 47 
9.2 7 6.2 - 21 26.1 - 17 50.7 3,811 5.9 6 100.0 67 

14.3 59 9.7 17 35.9 22 3.2 245 9.9 s; 76.8 •o Ov 

13.7 44 9.2 8 35.1 11 3.3 222 9.5 41 74.5 25 
14 .s 38 10.0 5 39.1 5 3.4 217 1 0.3 37 81,7 20 
15.6 31 10.6 1 43.0 1 3.6 232 11.0 33 SS.l 15 

16.5 25 11.3 .- 2 46.6 - 4 3.8 231 1 i. 7 29 94.7 11 
17.6 22 12.0 - 4 50.9 - 8 4.1 243 12.5 26 102.0 7 
18.6 18 12.7 - 7 56.1 - 10 4.3 242 13.4 25 li0.6 5 

19.8 17 13.7 - 7 62.1 • 13 4.6 249 14.4 25 120.6 1 
21.4 18 14.7 - 9 69.3 - 15 4.9 259 15.5 24 132.2 0 
23.1 19 16.0 - 9 78.0 - 16 5.3 283 16.9 26 146.2 0 

Ul 
~ 
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Onshore Route 

Since the totals and regiunal distributions of all exogenous econom­

ic variables were identical in this case to those of the Prime Route, the 

f~AP model gives identical economic i.mpacts, 

Offshore Route 

The impact of the Offshore Route on the Alaskan economy is very 

simi.lar to the Prime Route in both size and distribution. The major dif­

ference is the capital value of facilities, implying larger state petro­

leum revenues, and slightly greater impacts on gross product, employment, 

population, and personal incomes. 

Gross product follows much the same pattern as the Prime Route, peak­

ing sc~ewhat later for the constructi.on period, but ultimately showing 

about the same sized iRpact. [n the peak construction year, 1980, Interior 

shows the same impact of $18.2 million in gross product generated as in 

the Prime Route case. The impact on Anchorage is only slightly larger 

than the Prime case -- $15.1 million. State spending begins in earnest 

after the gas starts flowing, and this spending offsets the decline in conr 

struction activity initial1y. By 1990, state spending has induced enough 

activity to offset the ''bust" following the construction period, and state 

real gross product again rises to $41 million. In this longer run case, 

the impact of growth is felt most heavily in Anchorage, which again has 

58 percent of the additional product due to the pipeline development. 



Table 33 

OFFSHORE ROUTE 
IMPACT ON REAL GROSS PRODUCT BY REGION AND YEARl 

Millions of 1958 Dollars 

YEAR NORTHWEST SOUTHWEST SOUTHEAST SOUTH CENTRAL 

1976 *2 * * 
77 * * 0.1 
78 0.1 * 0.2 

79 0.1 0 .l 0.4 
80 0.8 0.5 2.5 
81 1.0 0.7 3. 1 

82 1.7 1.0 4.5 
83 1.3 0.8 3.4 
84 1.2 0.7 3.0 

85 1.2 0.7 2.9 
86 1.2 0.7 2.9 
87 1.3 0.8 2.9 

88 1.3 0.8 2.9 
89 1. 4 0.8 3.0 
90 1.5 0.9 3.0 

1Impacts are measured as deviations from the situation 
in which no gas pipeline is built. 

2 * = less than 50 thousand dollars. 

* 
0. 1 
0. l 

0.3 
1.8 
2.2 

3.2 
2.4 
2.2 

2. l 
2. l 
2.2 

2.2 
2.2 
2.3 

ANCHORAGE 

0.1 
0.4 
1.3 

3,8 
15. 1 
15.3 

23.0 
18.3 
17.4 

17.7 
18.4 
19.4 

20.6 
22.1 
23.9 

INTERIOR FAIRBANKS TOTAL 

* * 0.2 
0.6 0.1 1.3 
2.3 0.2 4.2 

9.8 0.4 14.8 
18.2 2.4 41.2 
5.8 3.0 31.1 

5.9 4.5 43.9 I 

5.6 3.5 35.2 8 5.5 3.2 33.2 

5.6 3.2 33.4 
5.6 3.2 34.2 
5.7 3.3 35.5 

5.9 3.4 37.2 
5.9 3.6 39.0 
5.8 3.8 41.2 
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Employment follows a similar pattern of rapidly increasing during 

the construction phase, turning downward sharply in construction areas 

and slowly in support areas, then finishing the 1980's with a period of 

steady gro1vth. The peak construction year, 1980, shows total employ­

ment impacts of 4,400 persons, of which 1 ,800 are in support sectors 

and 1,400 in government (Table 34 ). Regionally, Anchorage shows the 

same short run impact as Interior and Pai.rbanks combined (Table 35). 

By the year 1990, the effects on Anchorage again clearly dominate those 

of other regions. 

The effect on ~;ages and salaries paid is not particularly surprising. 

The e.xoansion of the regional totals shown in Table 36 reflects the boom 

and bust in Interior, together with support industry and government growth 

in the Southeast, Southcentral, Anchorage, and Fairbanks regions. As would 

be expected, Anchorage dominates the picture except in the peak construc­

tion years. In 1979 and 1980, the high salaries of oil and gas construc­

tion workers in the Interior Region cause wages and salaries to be very 

large relative to the state totals during the construction period. 

In accordance with changes in the level of wages and salaries, per­

sonal incomes increase by about $100 mill ion in real terms during the con­

struction period, decline during the post-construction downturn, then in­

crease during the remainder of the. 1980's to reach a peak 50 percent higher 

than the construction boom. (See Table 37 ) Ho~;ever, as with the Onshore 

a.nc! prime Routes, the Offshore Route shows a population influx in response 

to new employment opportunities which dissipates the per capita income 



Table 34 

OFFSIIORC ROUTE 
IMPACT ON EMPLOYI·IENT [lY INDUSTRY liND YEAR l 

Thousands of Persons 

~·----------

AGRICULTURE, TRANSPORTATION, 
YEAR FORESTRY, & MINING CONSTRUCTION MANUFACTURING COi;MUNICATION, 

FISHERIES 

1976 0 . 0 *2 
77 0 0 * 
78 0 0 0 .l 

79 0 0 0,6 
tlO 0 * 0.8 
81 0 * 0.2 

82 0 * 0.3 
83 0 * 0,2 
84 0 * 0.2 

85 0 * 0,2 
86 0 * 0.2 
87 0 * 0.2 

88 0 * 0.2 
89 0 * 0.2 
90 0 * 0.2 

1 Impacts are measured as deviations from the situation 
in 11hich no gas pipeline is built. 

2 * = less than 50 persons. 

liND UTILITIES 

--
0 k 

0 * 
0 * 

0 0. l 
0 0.2 
0 0.2 

0 0.3 
0 0.2 
0 0.2 

a· 0.2 
0 0.2 
0 0.2 

0 0.2 
0 0.2 
0 0.2 

. 

FINANCE, 
TRI\DE INSURANCE, 

REAL ESTATE 

* * 
* * 
0 .l * 
0.3 * 
0.7 0. l 
0.5 0. l 

0.8 0.2 
0.6 0.2 
0.6 0.2 

0.6 0.2 
0.6 0.2 
0.6 0.2 

0.7 0.2 
0.7 o. 2-
0.7 0.2 

SERVICE GOVERNMENT 

* * 
* * 
0 .l 0 .l 

0.3 0.2 
0.8 1.4 
0.6 1.8 

0.9 2.6 
0.7 1.9 
0.7 1.7 

0.7 1.7 
0.8 1.6 
0.8 1.6 

0.9 l .6 
0.9 1.6 
1.0 1.6 

' 

OTHER I 

* 
* 
* 

* 
0.2 
0.2 

0.4 
0.3 
0.3 

0.3 
0.3 
0 .• 3 

0.3 
0.3 
0.3 

TOTAL 

* 
0.2 
0.5 

1.6 
4.4 
3.7 

5.5 
4.2 
3.9 

3.8 
3.9 
4.0 

4. l 
4.3 
4.5 

01 
01 



YEAR NORTHWEST SOUTHWEST 

1976 *2 * 
77 * * 
78 * * 

79 * * 
80 0.1 0.1 
81 0.1 0.1 

82 0.2 0,2 
83 0.1 0.1 
84 o. 1 0.1 

85 D. 1 0.1 
86 0.1 0.1 
87 o. 1 0.1 

88 o. 1 0.1 
89 0. 1 0.1 
90 0.1 0.1 

Table 35 

OFFSHOHE ROUTE 
IMPACT ON EMPLOYMENT BY REG ION AND YEAR 1 

Thousands of Persons 

SOUTHEAST SOUTHCENTRAL ANCHORAGE 

* * * 
* * * 
* * 0.1 

0.1 0.1 0.3 
0.5 0.3 1.6 
0.7 0.4 1.8 

1.0 0.6 2.8 
0.7 0.4 2.1 
0.7 0.4 2.0 

0.6 0.4 2.0 
0.6 0.4 2.1 
0.6 0.4 2.2 

0.6 0.4 2.3 
0.6 0.4 2.4 
0.7 0.4 2.6 

1rmpacts are measured as deviations from the situation 
in which no gas pipeline is built. 

2 * = less than 50 persons. 

INTERIOR FAIRBANKS TOTAL 

* * * 
0.1 * 0.2 
0.2 * 0.5 

1.0 0.1 1.6. 
1.3 0.3 4.4 
0.1 0.4 3.7 

0.1 0.6 5.5 
0.1 0.5 4.2 
0.1 0.4 3.9 

(.; 

0.1 0.4 3.8 c 

0.1 0.4 3.9 
0.1 0.4 4.0 

0.1 0.4 4.1 
o. 1 0.4 4.3 
0.1 0.4 4.5 



Table 36 

OFFSHORE ROUTE . 
IMPACT ON REAL WAGES AND SAL/\IUES PAID GY REGION AND YEAR l 

Millions of 1967 Dollars 

YEAR NORTHWEST SOUTHWEST SOUTHEAST SOUTHCENTRAL ANCHORAGE INTERIOR 

1976 0 0 0.1 
n· 0 0 0.1 
78 0 o. l 0.3 

79 o. 1 o. l 0.6 
80 0.6 0.8 3.8 
81 0.8 0.9 4.9 

82 1.2 1.3 7.3 
83 0.9 1.1 5.6 
84 0.8 1.0 5.1 

85 0.8 0.9 5.1 
86 0.8 1.0 5.1 
87 0.8 1.0 5.2 

88 0.9 1.0 5.3 
89 0.9 1.1 5.5 
90 l.O l.l 5.7 

1Impacts are measured as deviations from the situation 
in which no gas pipeline is built. 

0 0 0 
o. 1 0.3 0.7 
0.1 0.9 2.6 

0.3 2.4 1 0. 9 
2.2 11.4 14.0 
2.8 12.9 0.8 

4.1 19.7 1.0 
3. 1 15.5 0.9 
2.9 14.7 0.9 

2.9 14.9 0.9 
2.9 15.6 0.9 
3.0 16.4 l.O 

3.0 17.6 l.O 
3.1 18.8 1.0 
3.3 20.4 1. 0 

FAIRBANKS TOTAL 

0 0.2 
0.1 1.3 
0.2 4.3 

0.4 14.8 
2.7 35.3 
3.4 26.4 

5.0 39.7 
3.8 30.9 
3.6 29.0 

'-' 
' 

3.6 29.1 
3.6 29.9 
3.7 31.0 

3.8 32.6 
4.0 34.4 
4.1 36.6 



NO?.TKWEST SOUTHWSST 

PERSOXAL PER CAPITA PERSONAL PER CA?!TA 
YEAR U\CO:~E !NC0:1E INCOME INC0:1E 

1976 0 0 0 0. 
77 0 - 1 0 0 
I$ 0 - 3 0 . - 3 

79 0 - 12 - 0.2 - 21 
so 0.8 16 1.2 20 
81 1.4 51 2:s 66 

82 2.3 87 4.0 103 
83 1.8 48 3.2 67 
84 1.8 43 3.1 54 

81 1.2 38. 3.1 45 
B6 2.0 45 3.4 47 
S7 2.1 45 3,6 45 

sa 2.2 44 3.8 41 
89 2.4 49 4.2 51 
90 2.7 59 4.5 54 

l!~'dcts are rneasu~~d as deviations from the situation 
1n which no gas p1pe11ne 1s built. 

Ti!b1c 37 

OFFS!1Uf~[ ROUT£ 
IMPACT ON PERSONAL INC0:1E Al:D PER CAPITA INCO:·IE BY REG!ON AND YEAR1 

Personal Income in Millions of Dollars. Per Capita Inco~e 1n Dollars 
I 

SOUTHEAST SOUTIICENTRI,L_ ANCHORf\GE InERIOR 

PERSONAL PER CAPITA PERSO::AL PER C,\PITA PERSO~~AL PER CAPITA PERSONAL PER CAPITA 
INC0~1E INC0l1E I:\C01·!E INCCt·lE l!'\C0:1E INCOi·iE INCOit,E INCOY.S 

0.1 1 0.1 1 0.2 1 0 0 
0.2 0 0.1 - 2 0.6 0 2.4 196 
0.4 - 6 0.3 - 6 1.5 - 6 8.8 6B3 

0.3 - 33 0.1 - 32 2.7 - 30 37.9 2,925 
9.5 8 6.4 - 21 26.0 - 17 50.8 3,821 

14.7 61 9.9 16 36.7 22 3.2 245 

22.3 93 15.4 32 53.2 39 4.1 315 
18.0 48 12.2 8 47.4 e 3.7 236 
17.1 29 11.6 - 3 46.7 - 3 3.8 237 

17.5 20 12.0 . - 6 49.3 - 9 3.9 225 
13.4 15 12.6 - 9 53.3 -13 4 .1 228 
19.5 13 13.3 - 11 18.5 - 16 4.4 236 

20.7 . 12 14.3 - 12 64.7 .• 18 4.7 243 
22.3 13 15.3 -13 72.2 - 20 5.0 256 
24.1 15 16.7 - 12 81.2 - 20 1.4 279 

FAIP.B;.J\KS 

PERSOHAL PER CAPITA 
I NCO~: E. INCQl·:£ 

0.1 1 
.0.1 0 
0.3 -. 3 

- 0.1 - 29 
6. 1 7 

1 o. 1 55 

15.8 90 
12.5 47 
12.1 32 

12.4 21 
13.2 23 
14.0 21 

15.0 20 
15.2 21 
17.6 23 

TOT:..L 

PERso::i,L PER CAl-!' 
u:co:~£ 

0.4 
3.4 

11.3 

40.7 
101 .5 
78.5 

m.s 
S3.8 
95.3 

leo.:: 
h:.~.o 
115.4 

125. 6 
137.6 
152.1 

liiCC~:E 

0 
5 

14 

4S 
ss 
39 

62 
15 
13 

6 
2 

• 1 

- 4 
- I 
- ' 

U1 
()j 



Table 38 

OfFSHOI(E ROUTE 
IMPACT ON POPULATION flY IW!ION /\ND YEAR l 

Thousand~ of P~·~ons 

1rmpacts are measured as deviations from the situation 
in which no gas pipeline is built. 

2 * = less than 50 persons. 
Regions may not sun1 to total due to rounding errors. 



YEAR 

1976 
77 
78 

79 
80 
81 

82 
83 
84 

85 
86 
87 

88 
89 
90 

STATE PETROLEUN 
TOTAL REVENUES 

0.5 0.5 
1. 6 1.6 
5.4 4.9 

10. 5 8.8 
78.0 72.0 
88.5 72.0 

94.2 79.6 
104.0 79.6 
102.2 79.6 

103.7 79.6 
.l 06.4 79.6 
1 09.7 79.6 

113.3 79.6 
117.5 79.6 
122.2 79.6 

Table 39 

OFFSHORE ROUTE 
II~PACT ON STATE AND LOCAL REVENUES AND EXPENDITURES l 

Milliot1s of Doll0rs 

PERSONAL AND 
CORPORATE INTEREST 
INCOME TAX INCOME 

0 0 
0 0 
0.1 0 

0.6 0.1 
2.2 0.3 
5.8 1.5 

4.5 2.7 
7.1 5.3 
6.1 6.7 

6.1 8.0 
6.6 9.4 
7.2 1 0.8 

7.9 12.2 
9.0 13.6 

10.2 15.0 

SPECIAL 
FUND 

REVENUE 

0 
0 
0.1 

0.3 
1.3 
3.7 

3.0 
4.9 
4.2 

4.3 
4.9 
5.4 

6.2 
7.3 
8.5 

OTHER 
GENERAL FUND 

REVENUE 

0 
0 
0.2 

0.6 
2.2 
5.6 

4.5 
7.1 
5.8 

5.8 
6.1 
6.6 

7.1 
8.0 
8.9 

LOCAL GOV'T 
REVENUE FROM 
OWN SOURCES 

0 
0.1 
0.4 

1.6 
6.2 

16.5 

13.2 
21.9 
18.6 

19.3 
21.4 
24.2 

27.7 
32. 1 
37.2 

limpacts are measured as deviations from the situation 
in which no gas pipeline is built. 

STATE AND 
LOCAL GOV'T 

REVENUE 

1.2 
3.8 
9.6 

9.6 
132.4 
161 . 7 

198.1 
159.4 
143.6 

136.3 
132.8 
131 . 7 

132.3 
134.0 
137 .4 

I 

STATE AND 
LOCAL GOV'T 
EXPENDITURES 

0.5 
1.7 
4,6 

9.8 
66.0 
86.8 

134.0 
1 05.4 
1 00. 5 

102.3 
1 06.9 
112.7 

119. 7 
127.8 
137.4 

c 
c 
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increases achieved duri.ng constructi.on and early production (Table 38 }. 

The population of the state shows an uneven increase throughout the period, 

with almost 63 percent of the longer term impact centered in Anchorage, 

secondar~ growth booms occurring tn the Southcentral and Southeast regions, 

which are expected to be centers of government spending. Interi.or has a 

short term population boom during construction. Turning back to Table 

it beccr<1es evident tbat 1·1ht1e per captta personal incomes grow slightly 

i.n the state as a 1-1hole, tnmi,gration quickly erases these gains. Region­

ally, the isolated Interior, Northwest, and Southwest areas gain from 

construction and the influx of hi.gher income state workers. Southeast 

a~d Falrbanks change very little, while the influx of support sector 

workers and additional population into the Anchorage and Southcentral 

Regio".s is large arou:::h to slightly reduce per capita incomes. 

Overall, this route does not differ significantly in economic impact 

from the previous t\-10. 

Interior Route 

The Interior Route passes to the south of the previous three routes 

but since it is also a Trans-Canadian option, it contributes neither large 

employment nor a lat'ge amount of property taxes to the State of Alaska. 

Consequently, although its ·impact on the Alaskan economy is greater than 

the Prime Route, the important impacts arise not out of construction, 

but out of state expenditures of petroleum production related revenues 

for general purposes. 

/, 
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The impact on rea 1 gross product follows the familiar construction 

boom, post-construction bust, state spending induced growth cycle. Again, 

as in the case of the Prime Route, production of goods, services, and 

business activity is confined to the construction area and its main sup­

port bases during the pipeline construction period, Following this, the 

main centers of economic growth in Alaska will be the existing centers 

of government and cormnerce. To see a 11 this, consider Table 40. The 

large number of construction workers employed during 1979-80 in the In­

terior Region generate much economic activity, as can be seen by the $47 

million and $70 million of value added attributable to the Interior Region 

in ~~cse years. Interior has 74 percent and 61 percent of the·impact on 

real ;rcss product d~rir,g these peak years, compared with Anchorage's 21 

2nd 2:0 percent. Tc:ken together, these t1·10 regions account for most of 

ti1e :~pact in the short term. By 1990, however, Anchorage accounts for 

56 percent of the pipeline impact, whereas Interior accounts for only 

16.5 percent. In total, the dimensions of the boom, bust, and growth 

periods are larger for the Interior Route than any of the previous cases. 

The peak of the boom, $115.5 million of value added in 1980 is 2.8 times, 

and $74.8 million larger than, the Prime Route boom. Ultimately, the 

gross product impact is some eight million dollars larger, as well. More 

miles of pipe, located in the same geographical vicinity, yield larger 

economic activity. 

Another dimension of the impact is that of employment. The regional 

pattern of employment impacts is similar to that for real gross product, 



Table 40 

INTERIOR ROUTE 
IMPACT ON REAL GROSS PHOIJUCT llY REGION /\ND YEAR1 

Millions of 1~58 Dollars 

YEAR NORTHWEST SOUTHWEST SOUTHEAST SOUTHCENTRAL 

1976 *2 * * 
77 '* * 0.1 
78 0.1 0.1 0.4 

79 0.3 0.2. 1.0 
80 1.3 0.9 4.2 
81 1.8 1.2 5.3 

82 1.4 0.8 3.7 
83 1.3 0.8 3.3 
84 1.2 0.8 3.3 

85 1. 3 0.8 3.2 
86 1.3 0.8 3.2 
87 1. 4 0.8 3.2 

88 1. 5 0.9 3.3 
89 1.6 0.9 3.3 
90 1.7 1.0 3.4 

1rmpacts are mei;\sured as deviations from the situation 
in which no gas pipeline is built. 

2 * = less than 50 thousand dollars. 

* 
o. 1 
0.3 

0.7 
2.9 
3.8 

2.6 
2.4 
2.4 

2.4 
2.4 
2.4 

2.4 
2.5 
2.6 

ANCHORAGE 

0.2 
l.l 
3.7 

13.5 
32.0 
26.9 

18.5 
18.2 
18,7 

19.4 
20.4 
21.6 

23,0 
24.6 
26.6 

INTERIOR FAIRBANKS TOTAL 

* * 0.3 
2.5 0.1 4.0 
9.8 0.4 14.8 

46,9 0.9 63.4 
70.3 3.9 115.5 
8,0 5.2 52.0 

7.7 3.7 38 .. 4 
7.4 3.4 36.9 "' w 
7.3 3.5 37.1 

7.5 3.5 38.1 
7.5 3.6 39.2 
7.6 3.7 40.8 

7.8 3.9 42.7 
7.8 4.0 44.8 
7.8 4.2 47.3 
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with the weight of the construction period transient impacts being in 

the Interior Region, and longer term increases occurring in Anchorage, 

tile com11ercial center of the state. Seventy-two percent of additional 

employment of 6,100 in the state in 1979 is shown by Table 41 to be in 

the Interior Region, while Anchorage has 18 percent. Interior still has 

51 percent, or 5,800, in 1980; but Anchorage has increased to 28 percent 

and by 1990, 1·1hen Interior has but two percent of employment impacts in­

duced by the pipeline, the development of the support sectors gives An­

chorage 58 percent of the total of fi.ve thousand. 

Th2 industry distribution of employment increases is shown in Table 42. 

Even ~~ring the pe3k construction year of 1980, 5,400 wage earners, or 

48 p~rcent, are in t~e support sectors. This contrast with 21 percent 

go·;er~:::-.e:-.t and 27 ~ercen;; construction workers. By 1990, the support 

sector registers a slight relative gain to 52 percent of the impact, 

although this represents an absolute impact of only 2,600 workers. Con­

struction has an impact in 1990 of only 300 workers, six percent of the 

tota 1 employment impact. The abso 1 ute employment impact of 5 ,000 workers 

in 1990 is quite small, being only 700 more than the Prime Route. 

Increased employment yields increases both in population which is 

induced to migrate into Alaska and in wages and salaries paid in the 
·, 

state. The population impacts are sho1~n in Table 43 . In spite of the 

fact that most of the construction jobs are located in the Interior, al­

most 50 percent of the population increase is projected to take place in 



YEAR NORTHWEST SOUTHWEST 

1976 *2 * 
77 * * 
78 * * 

79 * * 
80 0.2 0.2 
81 0.2 0.2 

82 0. 1 0.2 
83 o. 1 0.1 
84 0. 1 o. 1 

85 o. 1 0.1 
86 0. 1 0.1 
87 0.1 0.1 

88 0.1 0.1 
89 o. 1 o. 1 
90 0.1 0.2 

Table 41 

INTERIOI( ROUTE 
IMPACT ON EMPLOYMENT 8Y REGION AND YEAR1 

Tho·usunds or Pnrsons 

SOUTHEAST SOUTHCENTRAL ANCHORAGE 

* * * 
* * 0.1 
0.1 0.1 0.3 

0.2 0 .1 1.1 
0.9 0.5 3.2 
1.2 0.7 3.3 

0.8 0.5 2.2 
0.7 0.4 2. 1 
0.7 0.4 2.2 

0.7 0.4 2.2 
0.7 0.4 2.3 
0.7 0.4 2.4 

0.7 0.4 2.5 
0.7 0.5 2.7 
0.7 0.5 2.9 

1rmpacts are measured as deviations from the situation 
in which no gas pipeline is built. 

2 * = less than 50 persons. 

INTERIOR FAIRBANKS TOTAL 

* * 0.1 
0.3 * 0.4 
1.0 0.1 1.6 

4.4 0.1 6.1 
5.8 0.6 11.3 
0.2 0.7 6.5 

0.1 0.5 4.5 
0.1 0.5 4.2 
0.1 0.5 4.2 

"' o. 1 0.5 4.2 (J1 

0.1 0.5 4.3 
0.1 0.5 4.4 

0.1 0.5 4.6 
0.1 0.5 4.8 
o. 1 0.5 5.0 



Table 42 

INTERIOH ROUTE 
IMPACT ON El~PLOYC\l.NT IIY I NUUSTRY 1\ND YEAR 

1 

Thousunds of P~rson~ 

·--------

AGRICULTURE, TRANSPORTATION, 
YEAR FORESTRY, & MINING CONSTRUCTION MANUFACTURING CO~iMUN!CATION, 

FISHERIES 

1976 0 . 0 *2 
77 0 0 0,2 
78 0 a 0,6 

]9 a 0 2 lj 
I 

80 0 0.1 3.0 
81 0 0.1 0.3 

82 0 0.1 0.2 
83 0 0.1 0.2 
84 0 0.1 0.2 

85 0 0.1 0.2 
86 0 0.1 0.2 
87 0 0.1 0.2 

88 0 0.1 0.2 
89 0 0.1 0.3 
90 0 0.1 0.3 

1Impacts are measured as deviations from the situation 
in 11hich no gas pipeline is built. · 

2 * = less than 50 persons. 

0 
0 
a 

0 
0 
0 

0 
0 
0 

0 
0 
0 

0 
0 
0 

I 
' I 

AND UTILITIES 
-=~-"""-''"-~--=~-c:...". 

k 

* 
0.1 

0.2 
0.5 
0.3 

0.2 
0.2 
0.2 

0.2 
0.2 
0.2 

0,2 
0.3 
0.3 

• 

FINANCE, 
TRADE INSURANCE, 

REAL ESTATE 

---.:== 

* * 
0.1 * 
0.3 * 

1.3 0.1 
2.2 0.2 
0.9 0.3 

0.6 0.2 
0.6 0.2 
0.6 0.2 

0.6 0.2 
0.7 0.2 
0.7 0.2 

0.7 0.2 
0.8 0.2 
0.8 0.3 

SERVICE GOVERNI1ENT 

* * 
0.1 0.1 
0.3 0.2 

1.5 0.5 
2.5 2.4 
1.1 3.1 

0.7 2.1 
0.7 1.9 
0.7 1.9 

0.8 1.8 
0.8 1.8 
0.9 1.8 

1.0 1.8 
1.1 1.8 
1.2 1.8 

OTHER I 

* 
* 
* 

0.1 
0.4 
0.5 

0.3 
0.3 
0.3 

0.3 
0.3 
0 .. 3 

0.3 
0.3 
0.3 

TOTAL 

0.1 
0.4 
1.6 

6.1 
11 .3 . 
6.5 

4.5 
4.2 
4.2 

4.2 
4.3 
4.4 

4.6 
4.8 
5.0 

"' "' 



YEAR NORTHWEST SOUTHWEST 

1976 0 0 
77 * * 
78 * 0.1 

79 0.1 0.2 
so 0.2 0.4 
81 0.2 0.2 

82 0.2 0.2 
83 0.2 0.2 
84 0.2 0.2 

85 0.2 0.2 
86 0.2 0.2 
87 0.2 0.2 

88 0.2 0.2 
89 0.2 0.2 
90 0.2 0.2 

Table 43 

INTERIOR ROUTE 
IMPACT ON POPULATION llY REG ION AND YEAR l 

Thousands of Persons 

SOUTHEAST SOUTHCENTRAL ANCHORAGE 

*2 * * 
0.1 0.1 0.2 
0.2 0.2 0.9 

0.7 0.7 3.6 
1.8 1.8 7.8 
1.7 1.8 6.4 

1.4 1. 5 5.2 
1.3 1.4 5.2 
1.3 1.4 5.3 

1. 3 1.4 5.5 
1.3 1.4 5.7 
1.3 1.4 5.9 

1.3 1.5 6.2 
1.3 1.5 6.5 
1.3 1.5 6.9 

1rmpacts are measured as deviations from the situation 
in which no gas pipeline is built. 

2 * = less than 50 persons. 

INTERIOR FAIRBANKS TOTAL 

0 * 0.1 
0. 1 * 0.6 
0.5 0.2 2.1 

1.9 0.6 8.0 
2.3 1.4 15.7 
0.1 1.2 11.5 

0.1 1.1 9.7 
0.1 1.1 9.5 
0.1 1.1 9.6 

0.1 1 • 1 9.8 ()) .._, 
0.1 1.1 10.0 
0.1 1.1 10.2 

0.1 1.1 10.5 
0.1 .1.1 10.8 
0.1 1 . 1 11.1 
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Anchorage. This is mainly because of the nature of construction employ­

ment on the pipeline. 1•1ost 11orkers 1 iving in the camps will tend not to 

relocate their families from the Lower 48, or will locate them in exist-

ing urban centers of the state where utility services and housing, and 

stores and schools are more readily available. Also, much of the employ­

ment gro11th is centered in the support sector and government services, 

and these are centered i.n existing urban areas. This latter tendency be­

comes more pronounced following construction, when out of a total popula­

tion impact of 11,100 people, 62 percent are projected to locate in An­

chora;e. v:a£eS and salaries follow a pattern similar to employment, as 

can be seen in Table 44. 

tne fact that tnere is population inmigration causes the increases 

achiE:','2G in personal incorr:e brought by pi.peline development to be dis-

sipa:ed. The geographical distribution of impact is similar to the Prime 

Route, showing gains only in the areas where there is little population 

increase, and substantial gains only 11here the inmigrants tended to be 

very high salaried relative to the historical period. This case is, of 

course, the Interior, v1here annual average wages are projected to top 

$50,000 per construction and oil and gas worker in 1990, and $35,000 per 

construction v1orker in 1980. By 1990, government workers in this area 
.. 

sl.lo11 a $1,000 salary premfum over Anchorage; and in mining, the premium 

is $19,000 over Anchorage wages by 1990. However, even in Interior the 

inmigration stimulated by state spending and pipeline construction cuts 

heavily into the enormous per capita income increases noted during the 



Table 44 

INTER TO!( ROUTE 
IMPACT ON REAL WAGES liND SALIIIUES PAID llY REGION AND YEAR l 

Millions of 1967 Dollars 

YEAR NORTHWEST SOUTHWEST SOUTHEAST SOUTHCENTRAL ANCHORAGE INTERIOR 

---·. 

1976 0 0 o. 1 
77 0. 1 0 0.2 
78 0.1 0,1 0.6 

79 0.2 0.2 1.4 
80 1.0 1.2 6.3 
81 1.3 1 . 6 8.4 

82 1. 0 1.1 5.9 
83 0.9 1.0 5.6 
84 0.9 1. 0 5.4 

85 0.9 1.0 5.6 
86 0.9 1.1 5.6 
87 0.9 1.1 5.8 

88 1. 0 1.2 5.9 
89 1.1 1.3 6.2 
90 l . l 1.2 6.4 

1rmpacts are measured as deviations from the situation 
in which no gas pipeline is built. 

0.1 0.1 0 
0.1 0.7 2.8 
0.3 2.3 10.6 

0.8 7.7 45.4 
3.6 22.1 57.3 
4.8 22.8 1.3 

3.4 15.8 1.1 
3.1 15.4 1.0 
3. 1 15.8 1.1 

3.2 16.4 1.1 
3.3 17.3 1.2 
3.3 18.3 1.2 

3.4 19.6 1.2 
3.5 21 . 0 1.2 
3.7 22.8 1.3 

FAIRBANKS TOTAL 

0 0.3 
o. 1 4.1 
0.4 14.5 

0.9 56.8 
4.4 95.6 
5.8 45.8 

4.1 32.5 
3.8 30.9 
3.8 31.3 

3.9 32.1 c 
4.0 33.3 " 
4.1 34.7 

4.3 36.5 
4.5 38.6 
4.6 41.1 



STATE PETROLEUM 
YEAR TOTAL REVENUES 

1976 1.0 1.0 
77 3.1 3.0 
78 10.5 9.1 

79 21.8 16.4 
80 1 05. 1 82.2 
81 125.0 82.2 

82 107.7 83.4 
83 110.1 89.8 
84 112. 1 89.8 

85 115. 1 89.8 
86 118.5 89.8 
87 122.3 89.8 

88 126.5 89.8 
89 131.2 89.8 
90 136.5 89.8 

Table 45 

INTEIUOR ROUTE 
li~PACT ON STATE AND LOCAL REVENUES AND EXPENDITURES1 

Million" ol' lloll;:n·s 

PERSONAL AND SPECIAL OTIIER LOCAL GOV'T 
CORPORATE INTEREST rUN II GENERAL FUND REVENUE FROM 
INCOf'IE TAX INCOME REVENUE REVENUE OWN SOURCES 

-----··-.-· 

0 0 0 0 0 
0.1 0 0 0 0.2 
0.5 0 0.3 0.6 1.3 

2.0 0.2 1.2 2.0 5.4 
8.5 0.5 5.2 8.6 23.9 

15.5 1.9 1 0.1 15.4 45.3 

8.0 3.3 5.2 7.9 23.4 
5.8 4.8 4.0 5.8 17.7 
6.1 6.6 4.2 5.8 18.6 

6.5 7.9 4.7 6.2 20.8 
7.2 9.5 5.4 6.8 23.7 
8.0 11 • 1 6.1 7.4 27.0 

8.9 12.6 7.0 8.0 31.0 
10.0 14.2 8.2 8.9 36.0 
11.5 15.8 9.5 9.9 41.8 

1 Impacts are measured o,s deviations from the situati'on 
in which no gas pipeline is built. 

STATE AND STATE AND 
LOCAL GOV'T LOCAL GOV'T 

REVENUE EXPENDITURES 

1.2 1.0 
3.8 3.2 

13.4 9.6 

30.2 23.0 
142.7 108.1 
187.0 149. 1 

144.4 109.6 
140.9 104.8 
144.1 107.8 ( 

149.3 112.6 
155.7 118.6 
163.1 125.5 

171 . 7 133.4 
181 .7 142.6 
193.4 153.4 
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construction period. (See Table 46.) The skil.ls mi.x in other regions 

tends to become more support industry-oriented during the construction 

period, the population increase cuts even more heavily into what personal 

inco;ne increases there are, and per capita income declines. The declines 

in personal income occur i.n the regions with the largest inmigration -­

Southeast, Southcentral, and Anchorage. 

Fort Yukon Route 

The Fort Yukon Route shows larger impacts on the Alaskan economy 

than :he Interior Route. As shown in Table 47 , the statewide impact on 

reel ·;~oss product is about four million dollars larger by 1990. The 

short term construction period impact is also $64 million larger in the 

peek constructio~ year, 1930. In comparison with the Prime Route, the 

1990 Fort Yukon Route impact is $11 million worth of value added larger, 

while ti1e short term additional impact is $139 mill ion. The greater dif­

ference comes about because of the greater distance which the pipeline 

must traverse in Alaska and accompanying greater construction activity 

and value of capital put in place. Regionally, the distribution of out­

put is much the same as the previous cases, showing a large construction 

boom in Anchorage and in the Interior. The major difference is that the 

boom in Interior is much larger than i.n any of the previous cases. In 

1979, for example, Interior accounts for 77 percentof the impact on 

state real gross product, and i.n 1980, 66 percent. The corresponding 

numbers for the Prime Route are much smaller - 68 and 45 percent, respectively -



NORTH\..'EST SOUTH'..!EST 

PERSOl\AL PER CAPITA P£RSO~AL PER'CAPITA 
Yu.R r::co:·l£ :t.:COXE H1COXE INCO:"E 

1976 0 0 0 0 
77 0 - 3 - 0.1 - 6 
7g 0 - 12 - 0.2 - 19 

79 - 0.3 -72 - 1.1 - 100 
so 0.5 - ss 0.7 -77 
S1 2.6 71 4~4 91 

32 1.9 16 3.2 35 
83 i.S 4 3.2 26 
84 1.9 11 3.3 22 

85 2.0 15 3.5 21 
es 2.2 25 3.3 24 
87 2.3 26 4.0 23 

SB 2.5 30 4.3 26 
f,') 2.7 36 4.7 33 
90 3,0 47 5.1 41 

1 I~p~cts are ~easured ~s deviations from the situation 
in which no gas pipeline is built. 

T.1bl e liG 

INTriU()r{ P.0\JTE 
INPACT 0~ PER.SC~~'IL INC0~1[ l\Nil I'L!l. Cf1Pl1A I:~CO!·iE BY REGION AND YEAR1 

Personal Income in H!llions of Oollan, Per· c.1pita Income 1n Dollars 

SOUTHEAST ~~TH~,!;]i13_,~~ ~l~ClJ.9JAGS INTERIOR 

PERSONAL PER CAPITA PERSO~:AL PER cr,PJTA PERSONAL PER CAPITA PERSONAL PER CAPITA 
INCO~\E INCO!·l£ n:COl-1£ !NCO~:£ Il\CQ:I,£ IXCO:·:E !NCCKE INCOi-lE 

0.2 2 0.1 0 0.4 1 0 0 
0.2 - 6 0.1 - 7 0.9 - 6 9.3 736 
0.4 - 30 0.2 - 28 2.8 - 27 35.3 2,643 

- 1.4 - 156 - 1.1 - 13·1 6.8 ,.. 134 156.3 10,701 
11.4 .. 143 7.7 - 157 42.5 - 155 205.1 13,356 
25.6 71 17.3 4 66.0 11 4.9 302 

13.4 2 12.4 - 31 46.1 - 30 4.4 191 
17.9 - 12 12. 1 - 35 47.1 - 38 4.4 183 
18.4 - 19 12.5 - 37 50.1 - 41 4.6 211 

19.3 - 22 13.1 - 33 54.3 - 43 4.9 224 
20.4 2' . - " 13.9 - 33 59.2 - 45 5.2 239 
21.5 - 23 14.3 . - 37 65.1 - 45 5.5 2~3 

23.1 - 20 15.9 - 36 72.2 - 45 5.8 253 
24.8 - 17 17.1 - 34 80.5 - 45 6.3 287 
26.3 - 12 13.6 - 32 90.7 - 43 6.7 313 

FAIR3ANKS 

PERSON..'\L PER CAPITA 
Ii\CC:.;s 11\CO:·\E: 

0.1 1 
0.1 - 4 
0 - 25 

1.9 - 134 
6.6 - 127 

17.7 67 

12.8 7 
12.5 - 3 
13.0 - 7 

13.7 - 9 
1·: .6 - 9 
15.6 - 8 

16.8 - 5 
18.1 - 2 
19.6 1 

~ 

PERSC:\.t..L .?£?. Ci,? 
!i\CO:·:E: 

0. 9 
10.6 
38.6 

157.5 
274.6 
138.~ 

99.2 
93.9 

103.9 

110.3 
119.1 
12S.O 

140.6 
1 S•:. 2 
170.5 

r:;cc:·; 

15 
50 

10' o• 

233 
37 

- 12 
- 2Z 
- 26 

~ 23 
- ;,:<j 

- 2S 

- JC 
- 29 
- 2G 

..., 
N 



Table 47 

FORT YUKON ROUTE 
IMPACT ON REAL GROSS PRODUCT tlY REG ION AND YEAR l 

Millions of 1958 Dollars 

YEAR NORTHWEST SOUTHWEST SOUTHEAST SOUTHCENTRAL 

1976 *2 * 0 .l 
77 o. 1 '* 0.2 
78 0.2 0. 1 0.6 

79 0.4 0.3 1.4 
80 1.7 1.2 5.3 
81 2.3 1.5 6.9 

82 1.6 1.0 4.3 
83 1.4 0.8 3.7 
84 1.3 0.8 3.5 

85 1.4 0.8 3.5 
86 1 .4 0.9 3.5 
87 1.5 0,9 3.5 

88 l . 6 0.9 3.5 
89 1.7 1.0 3.6 
90 1.8 1.0 3.6 

1 Impacts are measured as deviations from the situation 
in which no gas pipeline is built. 

2 * ~ less than 50 thousand dollars. 

--

* 
0. l 
0.4 

1.0 
3.7 
4.9 

3.1 
2.6 
2.5 

2.5 
2.5 
2.5 

2.6 
2.7 
2.8 

ANCHORAGE 

0.2 
1.5 
5.3 

19.9 
44.0 
34.8 

21.5 
20.0 
20. 1 

20.8 
21.8 
23.0 

24.6 
26.3 
28.5 

INTERIOR FAIRBANKS TOTAL 

* 0.1 0.4 
3.8 0.2 5.8 

15 .1 0.5 22.1 

79.8 1.2 104.0 
118.6 5.0 179.4 

9.2 6.7 66.2 

8.7 4.3 44.5 
8.5 3.8 40.8 
8.4 3.7 40.4 

' 
8.5 3.8 41.3 

..._, 
w 

8.5 3.9 42.4 
8.7 4.0 44 .l 

8.8 4 .1 46.2 
8.8 4.3 48.4 
8.8 4.5 51.1 
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and the absolute size difference of the impact is even more striking. 

In this case as with the other routes, however, by 1990 Anchorage feels 

the major stimulus of development. In that year, 56 percent of the impact 

on gross ~roduct is centered in Anchorage. 

The story is similar for employment. At the peak of the construction 

boom, the state shows 16,500 additional wage earners employed (see Table 48) 

of 1vhich 56.3 percent, or 9,300, are employed in Interior and 26 percent, 

or 4,300, are ernployed in Anchorage. By 1990, the percentages for An­

chorage and Interior are 57.4 percent and 3.7 percent, respectively, show­

ing the boom-bust cycle Interior feels as a result of construction and 

the steadier growth induced in Anchorage. 

Sy industty, mJch cf the increased employment shows up in the support 

sectors =~d goverment. In Ta.ble 49's peak construction year of 1980, 

construction and minir.g together account for 4,600 persons, or 28 percent 

of the e~ployment impact. By contrast, 8,600, or 52 percent of the in­

crease is in the supporting sectors and 18 percent, or 3,000, in the ser­

vice sector. By the year 1990, the bias of the increase becomes even more 

pronounced, with exactly 50 percent of the increase occurring in the sup­

port sector, 37 percent in government, and only 7.4 percent in mining and 

construction. 
·. 

As a direct result of th.e increase i.n employment, there is an increase 

in real wages and salaries paid which follows the construction boom and 

bust and, subsequently, gro1vs more steadily as the Alaskan economy expands. 

Table· shows this, as 1vell as that regionally, Interior shows a higher 



Table 48 

FORT YUKON ROUTE 
IMPACT ON EMPLOYI•1ENT 13Y 1\lG ION AND YEAR l 

Thousands of Persons 

1Impacts are measured as deviations from the situation 
in which no gas pipeline is built. 

2 * = less than 50 persons. 



Table 49 

rom Yunm ROUTE . 
IMPACT ON E~IPLOYNENT UY I NIJUSTRY /\NO YEI\R I 

ThousunUs of Per5ow; 

--------· -·-· 

AGRICULTURE, TRANSI'OIHAT!ON, 
YEAR FORESTRY, & MINING CONSTRUCT! ON MANUFACTURING COMMUNICATION, TRADE 

FISHERIES 

1976 0 0 *2 
77 0 0 0.2 
78 0 0 0.9 

79 0 0 3.5 
so 0 0.1 4.5 
81 0 0.1 0.4 

82 0 0.1 0.3 
83 0 0.1 0.2 
84 0 o. 1 0.2 

85 0 0.1 0.2 
86 0 0.1 0.2 
U/ 0 0. 1 0.3 

88 0 0.1 0.3 
89 0 0.1 0.3 
90 0 0.1 0.3 

1Impacts are measured as deviations from the situation 
in which no gas pipeline is built. 

2 * = less than 50 persons. 

/\NO UTI Ll Tl ES 
·--- --·-------------------. -------------------

0 ; .,. 
0 * 0.1 
0 [). 1 0.4 

0 0.4 2.2 
0 0.7 3.6 
0 0.4 1.2 

0 0.2 0.7 
0 0.2 0.7 
0 0.2 0.7 

0 0.2 0.7 
0 0.2 0.7 
.Q 0.2 0.7 

0 0.3 0.8 
0 0.3 0.8 
0 0.3 0.9 

\ 

FINANCE, 
INSURANCE, 
REAL ESTATE 

* 
* 
* 

0.1 
0.3 
0.3 

0.2 
0.2 
0.2 

0.2 
0.2 
0.2 

0.2 
0.3 
0.3 

SERVICE GOVERNMENT 

* * 
0.1 0.1 
0.5 0.3 

2.4 0.7 
4.0 3.0 
1.4 4.0 

0.9 2.5 
0.8 2.1 
0.8 2.0 

0.8 2.0 
0.9 1.9 
1.0 1.9 

1.0 1.9 
1.1 1.9 
1.2 2.0 

OTHER ' 

* 
* 
0.1 

0.2 
0.6. 
0.6 

0.4 
0.3 
0.3 

0.3 
0.3 
0.3 

0.3 
0.3 
0.4 

TOTAL 

··---···---
0. 1 
O.G 
2.3 

9.4 
16.5 . 
8.4 

5.2 
4.6 
4.5 

4.5 
4.6 
4.7 

4.9 
5.1 
5.4 

..._, 
en 



Table 50 

FORT YUKON ROUTE 
IMPACT ON REAL WAGES AND SI\LAIIIES PAID GY REGION AND YEAR1 

Millions of 1967 Dollars 

YEAR NORTHWEST SOUTHWEST SOUTHEAST SOUTHCENTRAL ANCHORAGE INTERIOR 

1976 0 0 0.1 
77 0.1 0 0.3 
78 o. 1 0.2 0.8 

79 0.3 0.3 2.0 
80 1.3 1.5 8.0 
81 1.7 2.0 1 0. 9 

82 1.1 1.3 6.9 
83 0.9 1.1 6.1 
84 0.9 1.1 5.9 

85 0.9 1.1 6.0 
86 0.9 1.2 6.0 
87 1. 0 1.2 6.2 

88 1 . 1 1.2 6.3 
89 1.1 1.3 6.6 
90 1.1 1.3 6.9 

1 Impacts are measured as deviations from the situation 
in which no gas pipeline is built. 

0. l 0.2 0 
0.2 1 . 0 4.3 
0.4 3.3 16.0 

1 . 1 11.2 70.1 
4.5 29.6 88.9 
6.2 29.6 1.5 

3.9 18.5 1.3 
3.4 17.0 1.2 
3.3 17.1 1.2 

3.4 17.6 1.2 
3.5 18.5 1.3 
3.5 19.6 1.3 

3.6 21.0 1.4 
3.7 22.5 1.4 
3.9 24.4 1.4 

FAIRBANKS TOTAL 

0 0.4 
0.2 5.9 
0.5 21.3 

1.3 86.4 
5.5 139. l 
7.5 59.3 

4.8 37.9 
4.2 34.0 
4. l 33.8 

' 
4.2 34.5 '--' ...., 
4.3 35.7 
4.4 37.2 

4.6 39.1 
4.8 41.3 
4.9 44.0 
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percentage of wages and salaries paid during the boom period than it does 

of employment, reflecting the fact that during the construction boom, In­

terior has a large influx of highly paid pipeline construction workers. 

Popu-lation increases are induced by the increased employment oppor­

tunities. Hov1ever, these tncreases are mostly in the major urban centers 

of the state, rather than along the pipeline route itself. Even in the 

peak construction year of 1980, Anchorage shows just over 49 percent of 

the total population increase (see Table 51 ), while Interior shows 15 

perce~t. By 1990, the numbers are 61 percent and one percent, respective­

ly. The total pop1c.tion increase is somewhat larger in this case than 

the I~~erior Route, showing 7,400 additional persons in 1980 and 1,500 

additi::r.cl in 1990. In comparison with the Prime Route, the additional 

ii;,pEc: is 17 ,3CJ in 1930 and 4,000 i.n 1990. 

The increase in population will require additional spending for public 

services. As can be seen in Table 52 , the impact on state and local gov­

ernment spending is $193.4 million in 1980 and a little over $164 million 

in 1990. In comparison IYith the Interior Route, spending is larger by 

$44.3 million and $10.7 mi.llion in 1980 and 1990, while in comparison with 

the Prime Route, Fort Yukon shows impacts which are $108.6 million and 

$32.1 mill ion larger in the two years. In spite of this fact, ho\,ever, 

per capita income dec1 ines· in Alaska over the period ·out to 1990. 

Table 53 shov1s the impact of the Fort .Yukon Route on personal income 

and per capita income. Although personal income increases substantially 

over the period, once again inmigration dissipates the potential gains. 



YEAR NORTHWEST SOUTHWEST 

1976 *2 0 
77 * * 
78 0. 1 0. l 

79 0.2 0.4 
80 0.4 0.6 
81 0.2 0.3 

82 0.2 0.3 
83 0.2 0.3 
84 0.2 0.3 

85 0.2 0.3 
86 0.2 0.3 . 
87 0.2 0.3 

88 0.2 0.3 
89 0.2 0.3 
90 0.2 0.3 

Table 51 

FORT YUKON ROUTE 
·IMPACT ON POPULATION 13Y REGION /\ND YEAR 1 

Thousunds oF Persons 

SOUTHEAST · SOUTH CENTRAL ANCHORAGE 

* * * 
0. l 0. l 0.3 
0.3 0.3 1.3 

1 . 1 l.l 5.6 
2.5 2.6 11.4 
2.2 2.5 8.5 

1.8 l. 9 6.5 
1.6 1.7 6.3 
1.6 1.7 6.4 

1 ,6 1.7 6.5 
1.5 1.7 6.6 
1.5 1.7 6.8 

1.5 1.7 7.1 
1.5 1.7 7.3 
1.5 1.7 7. 7 

1Impacts are measured as deviations from the situation 
in which no gas pipeline is built .. 

2 * = less than 50 persons. 

INTERIOR FAIRBANKS TOTAL 

0 * 0. l 
0.2 0. l 0.8 
0.7 0.2 3.0 

2.9 1.0 12.4 
3.5 2. l 23. 1 
0 .l 1.7 15.5 

0. l 1.4 12.3 
0 .l 1.3 11.7 
0.1 1.3 11.6 

" 
0.1 l .3 ll. 7 
0.1 1.3 11.7 
0.1 1.2 11.9 

0 .l 1.2 12.0 
0.1 1.2 12.3 
0. l 1.2 12.6 



STATE PETROLEUM 
YEAR TOTAL REVENUES 

1976 1.3 1.3 
77 3.9 3.8 
78 13.6 11.6 

79 28.7 20.8 
80 122. 9 88.2 
81 150.1 88.2 

82 120.3 89.4 
83 119. 1 95.8 
84 120.3 95.8 

85 123. 1 95.8 
86 126.7 95.8 
87 130.7 95.8 

88 135.2 95.8 
89 140.2 95.8 
90 145.9 95.8 

Table 52 

FORT YUKON HOIJTE 
IMPACT ON STATE 1\ND LOC/\L IU':VLNUES 1\ND EXPENDITURES l 

M i lliuns "r l!o ll.n·s 

PERSONAL AND SPEC I/\L OTIIER LOCAL GOV'T 
CORPORATE INTEREST FUNlJ GENERAL FUND REVENUE FROM 
INCOME TAX INCOI'IE REVENUE REVENUE OWN SOURCES 

-----

0 0 0 0 0 
0. l 0 0 0 0.2 
0.7 0 0.5 0.9 1.9 

2.9 0.2 1.7 3.0 7.9 
12.9 0.6 8.0 13. l 36.5 
22.6 2.1 14.7 22.5 66.4 

10.3 3.6 6.8 1 0.1 30.4 
6.8 5.3 4.6 6.7 20.7 
6.7 6.9 4.6 6.4 20.5 

7.1 8.5 5. 1 6.7 22.4 
7.7 10.2 5.8 7.3 25.4 
8.6 11.9 6.5 7.9 29.0 

9.6 13.6 7.5 8.6 33.2 
1 0. 7 15.3 8.7 9.6 38.5 
12.2 16. 9 10.2 1 0. 7 44.8 

1 Impacts are measured as deviations from the situa.tion 
in which no gas pipeline is built. 

STATE AND STATE AND 
LOCAL GOV'T LOCAL GOV'T 

REVENUE EXPENDITURES 

1.6 1.3 
4.8 4. l 

17.5 12.7 

40.6 31.4 
175.7 136.9 
236.8 193.4 

165.7 127.5 
154.0 115.2 
155. 1 116.3 co 

0 

159.9 120.8 
166.6 127.0 
174.4 134.3 

183.6 142.7 
194.3 152.6 
206.9 164.1 



NORTH:.lE:ST SOUTH\otEST 

PERSONAL PER CAPITA PERSONAL PER CAPITA 
YEAR !NCO~E INCOME !NCONE INCO:·l£ 

1975 0.1 6 0 0 
77 0 - 4 0.1 - 7 
78 0 - 17 - 0.3 - 29 

79 - 0.5 - 118 - 1.8 • 16~ 
SO. 0.<1 - 163 0 .. 4 - 152 
81 3.3 78 5.7 107 

32 2.2 - 2 3.7 21 
63 2.0 - 19 3.5 6 
e• 2.1 - 8 3.6 2 

o• 
~> 2.2 - 2 3.7 - 2 
86 2.4 11 4.0 2 
87 2.5 13 4.3 5 

88 2.7 18 4.6 9 
89 2.9 25 5.0 18 
g:; 3.2 37 5.4 26 

Tl~?acts are measured as deviations from the situation 
in which no gas p1pe1ir.e 1s bui1t. 

T•bl c 53 

fT. YUKOII ROUTE 
IMPACT ON PERSONAL HlCOi'.E AND PER CliP ITA INCOME BY REGION AND YEAR l 

Personal Inco.1'1e in f1illions o1' Dollars., Per Capita Income in Dollars 

SOUTHEAST ~QYTIICEIITR_,\_1,. t,!JCIIORAGE INTERIOR 

PERSONAL PER CAPITA PERSONAL PER CAPrTA PERSONAL PER CAPITA PERSONAL PER CAPITA 
INCOHE INCO:t.E !NCOI·IE INC0:1E !NCO:{E wco:~E INCOI·IE INCO:~E 

0.2 1 0.2 2 0.5 1 0 0 
0.2 - 8 0.1 - 56 1.1 - 9 13.9 1,093 

. 0.3 - 47 0.1 - 44 3.6 - 42 53.1 3,390 

- 2.6 - 250 - 2.0 - 212 8.9 - 215 240.0 15,296 
12.8 - 267 8.6 • 2GO 54 .o - 260 316.2 18,957 
33.3 79 21.5 - 5 85.7 2 5.9 331 

21.5 - 24 14.5 - 54 54.0 - 55 5.0 162 
19.6 - 47 13.3 - 61 51.8 - 67 4.9 145 
19.8 - 54 13.4 - 64 54.1 .. 69 5.2 193 

20.7 .. 55 14.1 - 61 58.2 - 70 5.4 196 
21.8 - 55 14.9 - 60 63.3 - 69 5.8 226 
23.1 - 51 15.8 -ss 69.7 - 67 6.1 235 

24.7 - 46 17 .o -54 77.2 - 66 6.5 251 
26.5 - 41 18.3 - 51 86.1 - 64 7.0 2S9 
23.7 - 33 19.9 - 48 97.0 - 60 7.5 325 

FAIR!.l/UIKS TOTAL 

PERSONAL PER CAPITA PERSDML .PER CAP 
li'COI·IE INCO:·lE l!;cc:·;E !!:co:·: 

0.2 2 1.1 1 
0 - 9 15.3 23 

- 0.1 - 39 56.8 74 

- 3.3 - 218 233.9 271 
6.9 - 232 399.2 335 

22.9 74 179.~ 35 

5.0 - 14 115.8 - 36 
12.7' - 32 108.9 - S1 
14.0 -·36 112.3 - S.f 

14.7 - 36 119.0 - 55 
15.7 - 33 127.7 - s.;. 
16.7 - 30 !38.2 - 52 

17.9 - 26 1 0.6 .. so 
19.4 - 21 1 5. 2 - 47 
21.0 - 16 1 2.6 - 42 

0: 
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Also, as in previous cases, the di.stri:bution of gains is very uneven 

across regions. For example, because of the very low per capita income 

of current Interior residents and the very high salaries earned by oil 

anci gas construction workers, who constitute almost all the short term 

inmigrants, there is an enormous transient increase in per capita income 

of Interior residents. A small part of this gain persists even after the 

majority of these l·:orkers leave after construction. By contrast, the sup­

port bases of Anchorage and Fairbanks show per capita income decreases, 

as do the other areas showing noticeable population increases --Southeast 

and S:JthcentJ"al. :Y.cspt for the peak of the construction period, when 

ski11 s: v:orkers rr:ay terd to gravitate tov1ard the pipeline construction 

areas, t~e Northhsst a~d Southwest show very little impact on per capita 

incu:-:. Overc.l1, tne ;r;;ater inmigration associated with the Fort Yukon 

Route si10\·Is a sc:a 11 i or,g term decrease in per capita income, even though 

there is a short terrr: transient increase, 

Fairbanks -Alaska Highv:ay Route 

The Fairbanks-Alaska High1~ay Route shows (Table 54 ) a larger impact 

on Alaska's economy than any of the other Trans-Canada pipeline routes. 

At the peak of the construction boom, the total impact on value added is 

$249.7 million, which is 70 million more than the Fo;t Yukon case and 

209 mill ion more than the Prime Route. By 1990 the impact is much smaller, 

both absolutely and relati.ve to the other Trans-Canada routes. However, 

there is still an impact of $56.5 million, which is 5.4 million more than 



YEAR NORTHWEST SOUTHWEST 

1976 *2 * 
77 0.1 0.1 
78 0.3 0.2 

79 0.7 0.5 
80 2.3 1.6 
81 3.1 2.0 

82 2.0 1. 2 
83 1. 7 1.0 
84 1.6 1.0 

85 1. 6 1.0 
86 1 • 7 1.0 
87 1.8 1.0 

88 1.9 1.1 
89 2.0 1.1 
90 2.1 1.2 

Table 54 

FAIRBANKS - ALASKI\ HIGHWAY ROUTE 
IMPACT ON REAL GROSS PRODUCT [ly REGION AND YEARl 

Millions of 1958 Dollars 

SOUTHEAST · SOUTHCENTRAL ANCHORAGE 

0.1 0.1 0.3 
0.3 0.2 2.2 
0.9 0.6 8.1 

2.1 1.5 30.4 
7.2 5.0 61.8 
9.3 6.6 46.4 

5.4 3.9 27.2 
4.4 3.2 24.2 
4.2 3.0 23.9 

4.1 3,0 24.7 
4.1 3.0 25.4 
4.1 3.0 26.7 

4.1 3.1 28.3 
4.1 3.1 30.3 
4.2 3.2 32.8 

.1Impacts are measured as deviations from the situation 
in which no gas pipeline is built. 

2 * = less than 50 thousand dollars. 

INTERIOR FAIRBANKS TOTAL 

* 0.1 0.6 
3.4 3.2 9.4 

13.5 11.6 35.2 

69,4 47.6 152.2 
107 .1 64.8 249~7 
12.6 10.9 91.0 

11.9 7.3 58.9 
11 ,5 6.5 52.5 
11 .4 6.3 51.4 

11 .5 6.4 52.3 
7.4 4.5 47.2 
7.6 4.6 . 48.7 (X) 

w 

7.7 4.8 50.9 
7.7 5.0 53.5 
7.7 5.2 56.5 
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Port Yukon, and 16.5 million more than the Prime Route. Regionally, the 

distribution of the impact of the construction period is changed, since 

much of the construction now takes place in the Fairbanks Region. In 

1980, Pai'rbanks receives almost 26 percent of the impact; Interior, 43 

percent; and Anchorage, 25 percent. In absolute terms, the· gross· product 

impact in 1980 on the Fairbanks region Is $64.8 million, which is almost 

60 million more than in the closest Trans-Canada case, Fort Yukon, with 

little difference in the impact on Interior. Therefore, this route would 

be expected to stimulate the Fairbanks economy in the short run·far more 

than any other Trans-Canada route, with accompanying strains of a boom. 

It should also be noted that over the longer term to 1990, there is rela­

tively little difference between the Fairbanks Region impact in this case 

and the Fort Yukon and Prime Routes, which implies·a post~construction 

downturn of major proportions when compared with other routes. 

The employment data in Table 55 tend to confirm the pattern described 

above. In total, the Fairbanks-Alaska Highway Route means almost 24,000 

additional jobs in the state in the peak construction year, and about 6.2 

thousand in 1990. This is 7,400 more than in the Fort Yukon case and 

19,600 more than the Prime Route in 1980, and 800 more than Fort Yukon and 

1,900 more than the Prime Route in 1990. The essential difference, both 

in total and in regional distribution occurs during the.construction period. 

Although the Interior and Anchorage regions follow their by-now-familiar 

cycles, Fairbanks In this case shows an additional 6,700 workers in 1990, 

6,000 more than in the Fort Yukon case, and 28 percent of the total. In 



YEAR NORTHWEST SOUTHWEST 

1976 *2 * 
77 * * 
78 * * 

79 0.1 0.1 
80 0.3 0.3 
81 0.3 0.4 

82 0.2 0.2 
83 0.2 0.2 
84 0.2 0.2 

85 0.2 0.2 
86 0.2 0.2 
87 0,2 0.2 

88 0.2 0.2 
89 0.2 0.2 
90 0.2 0.2 

Table 55 

FAIRBANKS - /\LASKA HIGHWAY ROUTE 
IMPACT ON EMPLOYMENT BY REGION AND YEAR1 

Thousands of Persons 

SOUTHEAST SOUTHCENTRAL ANCHORAGE 

* * * 
0.1 * 0.2 
0.2 0.1 0.7 

0.4 0.3 2.5 
1.5 0.9 5.9 
2.0 1.2 5.7 

1.2 0.7 3.3 
1 . 0 .. 0.6 2.8 
0.9 0.6 2.8 

0.9 0.6 2.8 
0.9 0.6 2.9 
0.9 0.6 3.0 

0.9 0.6 3.2 
0.9 0.6 3.4 
0.9 0.6 3.6 

. 1rmpacts are measured as deviations from the situation 
in which no gas pipeline is built. 

2 * = less than 50 persons. 

INTERIOR FAIRBANKS TOTAL 

* * 0.1 
0.4 0.3 1.0 
1.4 1.2 3.7 

6.3 5.0 14.6 
8.3 6.7 23.9 
0.3 1.3 11 .3 

0.2 0.8 6.6 
0.2 0.7 5.6 
0.2 0.6 5.4 

0.2 0.6 5.4 
0.1 0.6 5.4 
0.2 0.6 5.5 co 

<Jl 

0.2 0.6 5.7 
0.2 0.6 5.9 
0.2 0.6 6.2 
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contrast, Anchorage must absorb 5,900 additional workers into its far 

larger employment base. Interior must absorb the largest amount into 

the smallest base economy, but this is true of the other Trans-Canada 

routes, as well. In any case, by 1990, 58 percent or 3,600 jobs are 

in the Anchorage area, which feels the bulk of the long run impact on 

e~ployment. In contrast, Interior and Fairbanks have only 3.2 percent 

and 9.7 percent of the additional pipeline induced employment by 1990, 

respectively. 

The distribution of employment impacts by industry is shown in 

Table 56. As in the other cases, the Fairbanks-Alaska Highway Route 

has e;;;ployment opportunities heavily v1eighted toward goverrment and the 

support sector; not, as might be supposed, in oil and gas directly. In 

1980, just over 11,000 or 46.4 percent of total employment impact is in 

support industries, and 16.7 percent in goverrment, while 32.6 percent is 

in mining and construction. By 1990, the support sector has 48.3 percent 

of additional employment, government has 22.5 percent, and mining and con-

struction has about five percent. Thus, even at its peak, oil and gas 

provides only about one-third of the additional employment attributable 

to building a gas pipeline on the Fairbanks-Alaska Highway Route. 

The impact on real wages and salaries paid is shown in Table 57 • .. 
The total impact in the peak construction year is, as expected, larger 

than in the other Trans-Canada routes. For example, the 1980 figure is 

$60.5 million greater thanthe Fort Yukon Route and $164.8 million greater 

than the Prime Route. By 1990 the impact declines to $50.8 mill ion, $6.8 

million greater than the Fort Yukon Route and $15.6 million greater than 



AGRICULTURE, 
YEAR FORESTRY, & HINING CONSTRUCTION 

FISHERIES 

1976 0 0 *2 
77 0 0 0.4 
78 0 0 1.5 

- • 7 9 0 0 5.9 
80 0 0.1 7.5 
81 a· 0.1 0.6 

82 0 0.1 0.3 
83 0 0.1 0.3 
84 0 0.1 0.3 

85 0 0.1 0.3 
86 0 * 0.3 
87 0 * 0.3 

su 0 * 0.3 
89 0 * 0.3 
90 0 * 0.3 

Tab1 e 56 

FAIRBANKS - ALASKA HIGHWAY ROUTE 
IMPACT ON Ef-1PLOYt'iENT BY INOUSTRY AND YEAR l 

Thousands of Persons 

TRANSPORTATION, FINANCE, 
MANUFACTURING COMMUNICATION, TRADE · INSURANCE, 

ANO UTILITIES REAL ESTATE 

0 * * * 
0 0.1 0.2 * 
0 0.2 0.6 0.1 

o· 0.9 2.9 0.3 
0 1.3 4.5 0.6 
0 0.5 1.6 0.4 

0 0.3 0.9 0.3 
0 0.3 0.8 0.2 
0 0.3 0.8 0.2 

0 0.3 0.8 0.2 
0 0.3 0.8 0.2 
0 0.3 0.9 0.3 

0 0.3 0.9 0.3 
0 0.3 1.0 0.3 
0 0.3 1.0 0.3 

1rmpacts are measured as deviations from the situation 
in which no gas pipeline is built. 

2 * = less than 50 persons, 

I 
' \ 

' 

SERVICE GOVERNt1ENT 

* 0.1 
0.2 0.2 
0,7 0.5 

2.9 1.1 
4.7 4.0 
1.8 5.4 

1.1 3.1 
1.0 2.5 
1 .0 2.4 

1.0 2.3 
1.1 2.3 
1.1 2.3 

1 .2 2.2 
1.3 2.3 
1.4 2.3 

OTHER' 

* 
* 
0.2 

0.6 
1.1 
o.li 

0.5 
0.4 
0.4 

0.4 
0.4 
Q.4 

0.4 
0.4 
0.4 

TOTAL 

0.1 
1.0 
3.7 

14.6 
23.9 
11.3 

6.6 
5.6 
5.4 

5.4 
5.4 
5.5 

5.7 
5.9 
6.2 

co ...., 



Table 57 

FAIRBANKS - ALI\SKA IIIGII\tiAY ROUTE 
IMPACT ON REAL HAGES AND SALARIES P/\ID BY REGION AND YEAR l 

Millibns of 1967 Dollars 

1rmpacts are measured as deviations from the situation 
in which no gas pipeline is built. 
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the Prime Route, The regional impact is interesting in that in 1980, 

Fairbanks and Interior show higher proportions of v1ages and salaries 

earned than they show of Employment - demonstrating the high pay of con­

struction 1'/orkers in these areas, and the lower pay of support sector 

1'/orkers in Anchorage. These differences persist in 1990. 

Population increases are induced by the additional employment op­

portunities in the state through innigration. A total population impact 

of 33.4 thousand is registered in 1980, which is 10,300 more than the 

Fort Yukon Route and 27,600 more than the Prime Route. The gap narrows 

considerably by 1990 1;hen the Fairbanks-Alaska Highway Route shows a 

population impact of 15,300 persons, which is 2,700 more than the Fort 

Y~kon Route and 6,700 more than the Prime Route. Regionally, in the boom 

year of 1980, Fairbanks' population increases by 11,000 persons as are­

sult Df pipeline construction. This is 9,000 more than the Fort Yukon 

case, and 10,600 more than the Prime Route. The Anchorage impact is 

only 2,000 larger and is absorbed by a much larger existing population. 

The transient nature of the impact in Fairbanks and Interior is sho1;n by 

the fact that the 1990 population impacts in those regions are 1,500 and 

100 persons, in comparison with Anchorage, which gets an ultimate impact 

of 9,300 persons, 61 percent of the 1990 total. 

The increase in population in the state means tGat there will have 

to be increases in the 1 evel of state and local government spending. As 

shown in Table 59 , there is an increase of $262 million at the height 

of the construction boom in 1980, which tapers off to $191 million by 1990. 



YEAR NORTHWEST SOUTHWEST 

1976 *2 0 
77 * * 
78 * * 

79 0.2 0.2 
80 0.3 0.5 
81 0.3 0.4 

82 0.3 0.5 
83 0.3 0.5 
84 0.3 0.5 

85 0.3 0.4 
86 0.3 0.4 
87 0.3 0.4 

88 0.2 0.4 
89 0.2 0.4 
90 0.2 0.3 

Table 58 

FAIRBANKS - ALASKA HIGHWAY ROUTE 
IMPACT ON POPULATION 13Y REGION AND YEAR 1 

Thousands of Persons 

SOUTHEAST SOUTHCENTRAL ANCHORAGE 

* * 0. 1 
o. 1 0.1 0.4 
0.3 0.3 1.5 

1.0 1.0 5.9 
2.6 2.8 13.0 
3. 1 3.4 11 ,7 

2.4 2.5 8.7 
2.1 2.2 8.2 
2.1 2.2 8.2 

2.0 2.1 8.2 
2.0 2.1 8.3 
1.9 2. 1 8.5 

1.9 2.0 8.7 
1.8 2.0 8.9 
1.8 2,0 9.3 

1 Impacts are measured as deviations from the situation 
· in which no gas pipeline is built. 
2 * = less than 50 persons. 

INTERIOR FAIRBANKS TOTAL 

0 * 0.1 
0.2 0.6 1.3 
0.6 2. 1 4.8 

2.5 8.3 19. 1 
3.1 11 • 1 33.4 
0.2 2.4 21.4 

0.2 2.0 16.5 
0.2 1.8 15.4 
0.2 1.7 15. 1 <D 

0 . 
0.2 1.7 15.0 
0.2 1.6 14.8 
0.2 1.6 14.8 

0.1 1.5 14.9 
0.1 1.5 15.0 
0.1 1 . 5 15.3 



STATE PETROLEUM 
YEAR TOTAL REVENUES 

1976 2.0 2.0 
77 5.8 5.6 
78 21.3 18.2 

79 44.9 32.7 
80 156. 5 104.2 
81 193.2 104.2 

82 146.7 105.4 
83 141.3 111.8 
84 141. 7 111.8 

85 144.7 111.8 
86 148.8 111.8 
87 152. 9 111.8 

88 157. 9 111.8 
89 163.6 111.8 
90 170.1 lll.8 

Table 59 

FAIRBANKS - ALASKA HIGHWAY ROUTE 
IMPACT ON STATE AND LOCAL REVENUES /\NO EXPENDITURES1 

Millions of Dollars 

PERSONAL AND SPECIAL OTHER LOCAL GOV'T 
CORPORATE INTEREST FUND GENERAL FUND REVENUE FROM 
INCOME TAX INCOME REVENUE REVENUE OWN SOURCES 

0 0 0 0 0 
0.1 0 0.1 o. 1 0.3 
1 . 1 0 0.7 1.3 3.0 

. 4. 5 0.4 2.6 4.7 12.2 
19.4 0.9 12. 1 19.8 55.2 
32.7 2.7 21.4 32.3 96.1 

13.9 4.5 9.2 13.8 41.1 
8,7 6.4 5.9 8.6 26.5 
8.1 8.4 5.6 7.8 25.2 

8.5 1 0. 3 6.1 8.0 27.1 
9.3 12.2 6.9 8.7 30.5 

1 o. 1 14.2 7.6 8.9 33.8 

11.1 16.1 8.7 9.9 38.5 
12.5 18.1 10.1 11.1 44.7 
14.1 20.0 11.8 12.3 51.8 

1Impacts are measured as deviations from the situation 
in which no gas pipeline is built. 

STATE AND STATE AND 
LOCAL GOV'T LOCAL GOV'T 

REVENUE EXPENDITURES 

2.4 2.0 
7.1 6.1 

27.3 19.8 

63.3 48.8 
232.7 184.9 
315.9 261 .8 

206.2 160.5 
184.6 139.0 
183.7 138. 1 1.0 

~ 

188.6 142.8 
196.3 149.9 
204.0 157.2 

214.2 166.4 
226.3 177.7 
240.7 190.9 
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Even though this is 177 mi.llion more than is spent in 1980 in the Prime 

Route 1990 figure, per capita income falls for the state as a whole. 

The fall in per capita income is documented in Table 60 . While per­

sonal income earned annually by state residents does increase to $573 mil­

lion in 1980, declining sharply and growing more slowly to $210 million 

per year in 1990, the rapid i.nflux of population dissipates the short term 

gain rather quickly. The Interior Region shows the only long term per 

capita increase of any consequence, while the areas showing the largest 

population gains show decreases in per capita income. The only exceptional 

case is the Fairbanks Region, which initially draws fairly large increases 

in per capita income. However, unlike the case of Interior where little 

inmigration ultimately results, Fairbanks loses its gains to an increasing, 

low-paid population. 

Point Gravina Route 

In contrast to the Trans-Canada routes, Point Gravina shows a much 

larger impact on the Alaskan economy, regardless of what assumption is 

made about the level of production. The tables in this and the following 

sections are based on El Paso Natural Gas Company's assumption of 3.5 

billion cubic feet of gas per day at peak production. Also, in contrast 

to the Trans-Canada routes·, except Fairbanks-Alaska Highv1ay, constr·uction 

will be closer to developed areas of the state. In particular, the Point 

Gravina Route passes through the Southcentral Region, so this region will 

show major direct impacts. Anchorage will become a direct support base, 



--- -----·-

NORTH'.-!£ST SOUTH~EST • 

PERSOtW. PER CAPITA PERSONAL PER CAPITA 
YEAR Il\CO:{E INCOHE Ii'iCONS INCOME 

1976 0.1 6 . 0.1 3 
77 0 • 3 • 0.1 • 4 
78 0.1 • 5 • 0.1 ~ 13 

79 • 0.2 • 70 • 1.4 - 107 
BO 1.1 - 91 1 .. 7 - 70 
81 4.5 98 7:7 137 

82 2.8 • 17 4,7 12 
83 2.4 - 45 4.2 - 15 
84 2.4 - 35 4.3 - 19 

&5 2.6 - 22. 4.4 - 23 
86 2.8 - 5 4.8 ... 1.5 
87 2.9 - 3 5.1 - il 

sa 3.1 z 5.4 • 7 
89 3.4 16 5.9 5 
90 3.8 35 6.3 15 

llmpacts ar~ measured as dev1at1ons from the situation 
1n which no gas pipeline is built. 

- -----~-- -------------.. -- ----------------------- -·---···---

Tab1 c GO 

FAIR!3ANKS - ALASKA HtGH~1AY ROUTE 
IMPACT ON PERSONAL r>;co;-:E At:D PER CAP!TA INW1E BY REGION ANO YEAR 1 

Personal Income in Hill ions of Dollars. Per Copltil Incor.te in OolltlrS 

SOUTHEAST SOUTHCENTML ANCHOMGE INTERIOR 

PERSONAL PER CAPITA PERSOHAL PER CAPITA PERSONAL PER CAPITA PERSONAL PER CAPITA 
U:C011E 1INCONE 1/iCOf:E INC0:1E I1\C01{E u;coME INCOME wco:~E 

0.4 4 0.2 1 0.7 1 0 0 
0.5 • 4 0.3 - 6 0.2 -4 12.7 1,012 
1.5 • 24 0.9 - 29 8.2 - 25 47.9 3,567 

0.5 - 16 0 - 155 25.4 • 149 214.8 14,147 
21.0 - 16 1·:. 0 - 201 85.9 - 190 284.3 17,609 
44.8 92 30.3 • 18 114.6 - 8 8.0 412 

27.1 - S2 13.3 - 04 63.5 - 87 6.6 181 
23.6 - sa 16.0 - 96 62.6 - 104 6.5 168 
23.5 • 95 16.0 - 95 6~.4 7 106 6.7 216 

24.4 - 96, 16.6 ·• 94 69.0 - 105 7.1 239 
25.8 - 91 17.6 • 89 74.6 - 102 . 5.6 128 
27.1 • 86 18.6 .. 84 81.3 - 98 5.9 143 

2S.S - i8 19.9 • 79 89.7 .• 94 6.3 162 
30.9 - 69 21.3 • 74 100.0 - 90 6.8 203 
33.4 - 59 23.1 - 69 111.5 - 84 7.3 248 

---------·--·-----·---- .. -----------· . ··---"-- --

FAIRB!.NY..S 

PERSONAL PER CAPITA 
INCQ,\iE I!\CONE 

0.2 2 
7.6 130 

28.4 162 

• 119.0 5~3 
164.8 647 
31.8 93 

19.8 - 33 
17.6 - 59 
17.7 - 65 

18.5 - 63 
18.4 - 63 
19.5 - 58 

20.9 • 51 
22.5 - 43 
24.4 co 35 

TOT~L 

PERSD~l 
I :.;co:-!E 

1.7 
23.3 
86.9 

53.2 
572.7 
241.9 

147.7 
133.0 
135.1 

142,5 
149.5 
1C0.4 

174.1. 
1 90.7 . 
210.7 

PER C~Pl 
!/iCO:·:L 

2 
;} 

107 

359 
.:oJ 

36 

- 63 - :;.;. 
- s~ 

- D7 
- 06 
- ;.!J 

- i9 
- 7~ 
- 63 

<0 w 
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as will Fairbanks. In addition, thts route is an LNG route, requiring 

major docking facilities for ships and a liquefaction plant. Neither of 

these is required on any Trans-Canada option; and it means that any LNG 

option will be characterized by higher direct employment and capital 

value available to tax. 

The impact on gross product (value added) is shown in Table 61. 

The most striking thing about the impact of this route in comparison with 

the Prime Route is its size. During the peak construction year of 1980, 

the impact on Alaska's economy is nearly $397 million, which is 356 million 

more than the Prime Route, or nearlY 10 times the impact. Even in compari­

son with the Fairbanks-Alaska Highway Route, the 1980 impact is about 60 

perce.nt larger, or $147 million difference. By 1990, this gap narrows con­

siderably, since the short term employment in construction drops off, and 

the chief rem.aining difference between the impact of the Point Gravina and 

Prime Routes is accounted for by the difference in state revenues and the 

additional long run employment. By 1990, the impact has· gone through a 

post-construction downturn and has increased again to $287 million per 

year. This is still 247 million over the Prime Route, ·but the impact is 

somewhat lower, being 7.2 times the Prime Route impact. In comparison 

with j;he Fairbanks-Alaska Highway alternative, the gap is $230.3 million, 

and the impact of Point Gravina is 5.1 times that of the highway route, 

showing that the long run employment and higher state revenues clearly 

make a difference in the long term impacts. 



YEAR NORTHVIEST SOUTHVJEST 

1976 *2 * 
77 * * 
78 0.2 0.1 

79 0.7 0.5 
80 2.2 1.5 
81 3.3 2.1 

82 3.4 2.0 
83 3.1 1.8 
84 2.6 1.6 

85 2.6 1.6 
86 2.8 1.7 
87 3.0 1.8 

88 3.2 1.9 
89 .3.5 2.0 
90 3.8 2.1 

Table 61 

POINT GRAVINA ROUTE · 
IMPACT ON REAL GROSS PRODUCT UY REGION AND YEAR1 

Millions of l9S8 Dollars 

SOUTHEAST SOUTHCENTRAL ANCHORAGE 

* * 0.1 
0.1 * 0.3 
0.6 5.1 6.9 

2.2 45.1 28.6 
6.8 242.9 63.4 
9.7 218.9 68.7 

8.9 188.0 58.3 
7.9 173 .1 47.6 
6.8 169.7 44.2 

6.5 169.7 44.8 
6,8 169.6 49.6 
7.0 169.0 52.4 

7 .1 168.7 56.2 
7.3 168.1 60,9 
7.5 168.4 66.8 

1Impacts are measured as deviations from the situation 
in which no gas pipeline is built. 

2 * = less than 50 thousand dollars. 

INTERIOR FAIRBANKS TOTAL 

* * 0.2 
* 0.1 0.5 
5.3 14.3 32.4 

22.5 22.8 122.3 
43.9 36.1 396.9 
31.6 28.6 362.9 

29.6 26.4 316.7 
17.4 18.4 269.3 
17.1 17.6 259.7 

17.3 17,6 260.1 
17.4 18.1 265.9 
17.8 18.5 269.5 <!) 

U1 . 
18.1 18.9 274.2 
18.1 19.4 279.4 
18.1 20.0 286.8 
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The second fact to notice about the i.mpact on state gross product 

is the much different distribution of effects in thi.s case, compared to 

the Prime Route. The Prime Route shows major construction period impacts 

in the Interior and Anchorage Regions only, However, since the Point 

Gravina pipeline would pass through the Fairbanks and Southcentral Regions, 

and will require a higher level of support from Anchorage; the Fairbanks 

construction impact approaches that of Interior, while both the Anchorage 

and Southcentral impacts are far larger. The percentage dis~ribution of 

impacts in 1980 for the point Gravina Route is: Interior, 11 percent; 

Anchorage, 16 percent; Fairbanks, 9 percent; and Southcentral, 61 percent, 

However, even though both the construction period relative impacts on An­

chore.ge and Interior are reduced, it should be pointed out that the ab­

solute impacts are larger. Comparing with the Fairbanks-Alaska Highway 

case, the 1980 impacts on gross product are higher for Point Gravina in 

the Southcentral and Anchorage areas, lower in the Interior and Fairbanks 

areas. 

As in the Prime Route case, the eventual distribution of output begins 

to gravitate toward Anchorage. This is because the general economic ac­

tivity of the state based on state spending eventually overwhelms the tran­

sient impact of pipeline construction. However, the relative shift toward 

Anchorage is not as pronounced in this case because of the new source of 

long term employment on Prince William Sound near Point Gravina. In 1g9o, 

the Southcentral Region shows an impact of $168.4 million, almost 59 per­

cent of the total. Anchorage shows only 23 percent of the impact as compared 
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with 58 percent in the Prime Route case, but the absolute number· in 1990 

is roughly t1~ice the Fairbanks-Alaska Highway Route impact, and roughly 

three times the prime Route impact. Interior and Fairbanks show 6.3 per­

cent and t.9 percent of the gross product impact in 1990, respectively. 

Both absolute numbers are far greater than the Prime Route and even the· 

Fairbanks-Alaska Highway Route. This v10uld still be ·true; incidentally, 

even if the pipeline production to Point Gravina were only 2.25 billion 

cubic feet per -day, and even if the wellhead priceof gas were zero. 

The employment figures. shown in Table 62 tend to confirm the large· 

impact on the State of Alaska economy that results from building a pipe­

line and LNG faci1ity en the Point Gravina Route. In the peak construc­

tion year of 1980, the total employment impact is 23,800, about 100 less 

than the Fairbanks-Alaska Highway Route, and 19,500 more than the Prime 

Route. By 1990, the larger impact of Point Gravina on long term employ­

ment becomes apparent, since the 1990 impact of this route is 12,500 -­

about 6,300 more than the Fairbanks-Alaska Highway Route· and 8,200 more 

than the Prime Route. The regional numbers reflect the large construc­

tion impact in the Southcentral Region in 1980, v1hich gets 42 percent of 

the employment impact in that year (compared with 25_ percent in Anchorage, 

11 percent in Interior, and 13 percent in Fairbanks). Comparing the 1980 

anployment impacts with the Fairbanks-Alaska Highway Route, the absolute 

impacts are larger for Point Gravina in the Southcentral Region and An-. 

chorage Region, and smaller in fairbanks and the Interior. By 1990, all· 

four Poi.nt Gravina impacts are larger. This also is true for a canparison 

with Prime Route impacts in both years. 



YEAR NORTHWEST SOUTHWEST 

1976 *2 * 
77 * * 
78 * * 

79 0.1 0.1 
80 0.2 0.3 
81 0.4 0.4 

82 0.3 0.4 
83 0.3 0.3 
84 0.3 0.3 

85 0.2 0.3 
86 0.3 0.3 
87 0.3 0.3 

88 0.3 0.3 
89 0.3 0.3 
90 0.3 0.3 

Table 62 

POINT GRAVINA ROUTE 
IMPACT ON EMPLOYMENT BY REGION AND YEAR 1 

Thousands of Petsons 

SOUTHEAST SOUTHCENTRAl ANCHORAGE 

* * * 
* * * 
0. 1 0.7 0.6 

0.4 6.4 2.4 
1.5 1 0,0 6.0 
2.1 6.9 7.3 

1.9 3.2 6.4 
1.7 1.6 5.4 
1.5 1.5 4.9 

1.4 1.4 4.9 
1 . 5 1.5 5.4 
1.5 1.5 5.7 

1.5 1.5 6.0 
1 • 6 1.6 6.5 
1.6 1.6 7.1 

1rmpacts are measured as deviations from the situation -
in which no gas pipeline is built. 

2 * = less than 50 persons. 

INTERIOR FAIRBANKS TOTAL 

* * * 
* * 0.1 
0.5 1.5 3.5 

2.2 2.4 14.0 
2.7 3. 1 23.8 
1.6 2.4 21.1 

1.5 2.2 15.9 
0.3 1.3 11.0 
0.3 1.2 9.9 

I 

0.3 1.1 9.7 <0 
CD 

0.3 1.2 10.4 
0.3 1.2 10.8 

0.3 1.2 11.2 
0.3 1. 2 11 .8 
0.3 1.3 12.5 
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By industry, the employment imp11cts shown in T11ble 63 once agatn 

indicate that the support sector plays an important role. Even in 1980, 

support industries include C~bout 9,000 workers, or 38 percent of the total, 

11hile min~ng and constructi.on impacts 11ccount for 9,400 or 39 percent, and 

government, <~bout 16.4 percent or 3,900. Government and support sector 

industries account for 32 11nd 51 percent of employment impact by 1990, 

with. construction and mining combined contributing about 10 percent. 

The regional distribution of real w11ges and salaries paid is given 

by Table 64 In the peak construction year, 1980, the percentage dis-

tribution of real wages and s11laries ts as follows for the impacted .regions: 

Southcentral, 43.5 percent; Anchorage, 21.4 percent; Interior, 14~5 percent; 

and Fairbanks, 26.3 percent. Anchorage again shows a lower wages and sal­

aries ratio than the regions in which actual construction is taking place. 

This again reflects the bias toward the. support sector·s in Anchorage. By 

1990, the same situation prevails, Anchorage showing a larger· percentage 

·of employment than it does wages and salaries. 

Population increases are induced by new employment opportunities, 

mainly by net inmigration. Table 65 shov1s the pattern of Alaskan popula~ 

tion impacts v1hich are expected to result from the increases in employ­

ment. In the peak construction year of 1980, the increase is expected to 

be 32,800 persons, of whom ?1 percent vlil1 make their homes in the South­

centrC\1 Region, and 17 percent tn Anchorage. This is an enormous impact 

on the Southcentral Region and ts radica11y different from the ptcture 

presented by any of the Trans-Canada routes. 'T'hi's population boom is 



Table 63 

POINT GI\1\VINI\ ROUTE 
IMPACT ON E~IPLOYMENT UY I NIJUSTRY AND YEAR 1 

Thousands of Persons 
' 

---

AGRICULTURE, TRANSPORTATION, 
YEAR FORESTRY, & MINING CONSTRUCTION MANUFACTURING CO~IMUNICATION, 

FISHERIES 

1976 0 0 *2 
77 0 0 * 
78 0 0 1.6 

79 0 0 6.8 
80 0 0.6 8.8 
81 a· 0.6 5.4 

82 0 0.6 2.6 
83 0 0.6 0.5 
84 0 0.6 0.5 

85 0 0.6 0.5 
86 0 0.6 0.5 
87 0 0.6 0.5 

88 0 0.6 0.6 
89 0 0.6 0.6 
90 0 0.6 0.6 

!Impacts are measured as deviations from the situation 
in which no gas pipeline is built. 

2 * = less than 50 persons, 

0 
0 
0 

0 
0 
0 

0 
0 
0 

0 
0 
0 

0 
0 
0 

i 
' ' 

. AND UTILITIES 

* 
* 
0.2 

0.7 
1.2 
1.1 

0.9 
0.7 
0.6 

0.6 
0.7 
0.7 

0.7 
0.8 
0.8 

FINANCE, 
TRADE INSURANCE, 

REAL ESTATE 

* * 
* * 
0.5 0.1 

1 . 7 0.2 
3.0 0.5 
2.8 0.6 

2.3 0.5 
1.6 .. 0.4 
1.5 0.4 

1 • 5 0.4 
1 .6 0.5 
1 • 7 0.5 

1.8 0.5 
2.0 0.6 
2.1 0.7 

SERVICE GOVERNt1ENT 

* * 
* * 
0.6 0.3 

2.6 1.2 
4.3 3.9 
3.7 5.5 

2.7 5.1 
1.8 4.5 
1.7 3.9 

1.8 3.7 
2.0 3.8 
2.1 3.9 

2.3 3.9 
2.5 4.0 
2.8 4.0 

OTHER 1 TOTAL 

* * 
* 0.1 
0.2 3.5 

0.9 14.0 
1.5 23.8 
1 .4 21 .. 1 

1.0 15.9 
0.8 11.0 
0.7 9.9 

0.7 9.7 
0.7 10.4 
0.7 10.8 

0.8 11.2 
0.8 11.8 
0.8 12.5 

~ 

0 
0 



Table 64 

POINT GRAVINA ROUTE 
IMPACT ON REAL WAGES AND SALARIES PIIID BY REGION AND YEAR 1 

Millions of 1967 Dollars 

YEAR NORTHHEST SOUTHWEST SOUTHEAST SOUTHCENTRAL ANCHORAGE INTERIOR 

1976 0 0 0.1 
77 0 0 0.1 
78 0.1 0.2 0.9 

79 0.5 0.6 3.1 
80 1.6 2.0 10.3 
81 2.4 2.8 15.2 

82 2.3 2.6 14.3 
83 2.0 2.4 . 13.0 
84 1.8 2.2 11.4 

85 1.8 2.1 11.2 
86 1.9 2.3 11.8 
87 2.0 2.4 12.4 

88 2. 1 2.5 12.8 
89 2.3 2.7 13.4 
90 2.4 2.8 14 .1 

1Impacts are measured as deviations from the situation 
in which no gas pipeline is built. 

0 0.1 0 
0.1 0.3 0 
6.0 4.0 5.8 

53.5 16.6 23.6 
84.2 41.4 28. 1 
57.6 50.7 16.4 

26.3 45.3 14.5 
12. 9 39. 1 . 2. 5 
12.2 36.1 2.5 

12.2 36.4 2.4 
12.7 40.3 2.6 
13.1 43.0 2.7 

13.5 46.3 2.7 
13.9 50.2 2.8 
14.5 55 ~2 2.9 

FAIRBANKS TOTAL 

0 0.2 
0.1 0.5 

13.2 30.2 

21.1 119.0 
26.3 193.7 
20.1 165 .1 

18.0 123.4 
1 0.6 82.7 
9.7 75.8 

I 

9.6 75.8 
~ 

0 

10.1 81.6 
~ 

10.5 86.0 

11 . 0 90.9 
11.5 96.7 
12. 1 103.9 



YEAR NORTHWEST SOUTHWEST 

1976 0 0 
77 * 0 
78 - * - 0.1 

79 - 0.2 - 0.5 
80 - 0.2 - 0.5 
81 * - o. 1 

82 0.3 0.4 
83 0.4 0.5 
84 0.4 0.6 

85 0.4 0.6 
86 0.4 0.5 
87 0.4 0.5 

88 0.3 0.5 
89 0.3 0.5 
90 0.3 0.5 

Table 65 

POINT GRAVINA ROUTE 
IMPACT ON POPULATION BY REGION AND YEAR1 

Thousands of Persons 

SOUTHEAST · SOUTHCENTRAL ANCHORAGE 

*2 * 0 
* * 0.1 

- * 1. 7 0.4 

- 0.5 14.8 0.9 
0.4 23.2 5.7 
2.0 16.7 1 0. 7 

2.8 8.4 12.8 
3.0 4.8 12.8 
2.8 4.5 12.4 

2.8 4.5 12.6 
2.8 4.6 13.4 
2.8 4.7 14.0 

2.8 4.7 14.6 
2.8 4.8 15.5 
2.8 4.9 16.5 

.lrmpacts are measured as deviations from the situation 
in which no gas pipeline is built, 

2 * = less than 50 persons. 

INTERIOR FAIRBANKS TOTAL 

0 0 0 
0 * 0.1 
0.2 2.3 4.4 

0.8 2.8 18 .. 1 
0.9 3.3 32.8 
0.6 3.0 32.9 

0.7 3.6 29.0 
0.2 2.7 24.5 
0.2 2.6 23.6 

I 

0.2 2.6 23.6 ~ 

0 

0.2 2.6 24.5 N 

0.2 2.6 25.2 

0.2 2.6 25.9 
0.2 2.6 26.8 
0.2 2.7 27.9 
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quite shortl ived, moreover, qnd the totql tmpact on the Southcentral Re­

gion declines to 4,900 persons (17.6 percent of the total) by 1990, ~1hile 

Anchorage '··s impact increases to 16,500 persons, or 59 percent of the tota 1. 

Thus, Southcentra 1 is expected to see a major boom and bust in population 

growth which may ~1ork considerable strain on the social fabric of the 

communities of the region, Th.e other regions show greater growth than 

in the Prime Route case, and l<~rger even than the Fairbanks-Alaska High­

way case.by 1990. 

The state and local governments can and do spend many millions of dol­

lars if the Point Gravina Route is developed, to provide public services, 

By 1930, these governmental uni·ts are spending an additional $177 mill ion 

per year, and by 1990, this total has increased to $338 million. (See 

Table 55 .) However, as can be seen by the summary section on impacts 

(Table 25 ) , the per capita tncrease is not large, and inmigration to 

the state dissipates the gains. There are not per capita losses of per­

sonal income overall. 

To see the size and distributi.on of impacts on personal and per capita 

income, consider Table 67 . The increase in total personal incane is 

$556 million in 1980, the peak of the construction boom, and the long term 

impact in 1990 is $431 million, This represents 446 million more than 
·, 

the Prime Route in 1980, although it is 17 million less than the Fairbanks-

Alaska Highway Route _in that year, By 1990, Point Gravina shows an im­

pact about three times that of the Prime Route and more than twice that 

of the Alaska Highway Route, revealing the larger long term base provided 



STATE PETROLEUM 
YEAR TOTAL REVENUES 

1976 0.7 0.7 
77 1.6 1.5 
78 17. 1 16.9 

79 48.4 . 37.2 
80 152.7 104.5 
81 207.3 120.8 

82 212.8 132.2 
83 216.2 148.8 
84 216.8 163.9 

85 219.3 164.3 
86 238.5 177.4 
87 249.1 177.4 

88 259.0 177.4 
89 270.2 177.4 
90 283.2 177.4 

Table 66 

POINT GRAVINA ROUTE 
IMPACT ON STATE AND LOC/\L REVENUES /\NO EXPENDITURES] 

Millions of Dollars 

PERSONAL AND SPECIAL OTHER LOCAL GOV'T 
CORPORATE INTEREST FUND GENERAL FUND REVENUE FRot~ 
INCOME TAX INCOME REVENUE REVENUE OWN SOURCES 

0 0 0 0 0 
0 0 0 0 0. 1 
0 0 0.1 o. 1 0.2 

4.1 0.3 2.4 4.3 11.2 
17.9 1.0 11.1 18.2 50.7 
31.7 2.8 20.7 31.4 93.2 

28.6 4.9 19. 0 28.1 85.3 
22.6 7.2 15.5 22.1 69.1 
16.2 9.8 11.4 15.5 50.6 

16.0 12.6 11.5 15.1 50.9 
17.1 15.5 12.7 15.8 56.1 
19.9 18.6 15.1 18.2 66.9 

22. 1 21.7 17.5 20.0 77.2 
25.2 24.8 20.5 22.3 90.0 
28.7 27.9 24.1 25.3 105.5 

limpacts are measured as deviations from the situation 
in which no gas pipeline is built. 

STATE AND STATE AND 
LOCAL GOV'T LOCAL GOV't 

REVENUE EXPENDITURES 

0.8 0.7 
2.0 1.7 

19.6 13.1 

66.2 50.2 
223.8 176.7 
328.6 268.7 

325.5 263.1 
311.9 246.2 
293.2 224.9 -

55 
295.8 227.2 
321.9 247.8 
344.2 268.5 

365.5 288.0 
390.4 311.0 
420.2 338.4 



1 1~~acts are measured as deviations from the s1tuat1on 
1n wnic:h no gas pipeline is built. 

~ 

0 
U"1 
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by long run emp1.oyment a.nd sta,te revenues in the Point Gravina case. 

Nevertheless, inmigration after the construction results i.n net per capita 

income losses for the Ala,ska, popula,tion taken as a whole vlith.in two years. 

The personal tncome effects are not evenly distributed across the 

state'·s economic regions. Generally speaking, those regions 1~hich either 

h<:we little net migration (Northwest, Southwest), or which have direct 

employment in oi'l o,nd gC\S (Interior, Southcentra1, fairbanks) sh.o1~ per 

capita income increases of va,rying size by 1990. The major support base, 

Anchorage, shows losses of per capita income to lower-paid support sector 

employees'· o,nd non-working dependents 1 irmigration. Fairbanks is a mar­

gina 1 case. As a construction o,reo,, it shows major income gains. How­

eyer, it is also a support bo,se, o.nd shows the results of population in­

migration o,s well, only yielding o, net per co.pita income increase late 

in the 1980'·s. Interior once again demonstrates the impact of adding a 

number of highly pai.d vtorkers to a thin, low-paid population base. South­

central shows a sma11 gain, one of only tvto cases for which this is true. 

This demonstrates the relative importance not only of increased employ­

ment, but the ~of employment necessary to increase a region's per 

capita income. 

Fai.rbanks-Hai.nes Route 

The Fai.rbanks-Hai.nes Route is really a hybrid of the Fairbanks-Alaska 

Highway alterno.tive. o,nd an LNfi route such as Point Gravina. Its impacts 

are of the order of magni.tude presented by the Point Gravina Route, but 
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distributed more li.ke the Alo,ska Highway Route. Tbe exception is that a 

major LNG faci1 ity is built at Haines in the Southeast Region, which re­

sults in a much larger impact for the Southeast on this route than any 

other. 

For example, consider the impacts on real gross state product presented 

in Table 68 . The total impact in 1980 is $292 million, which is about 

halfway between the impacts of the Alaska Highway and Point Gravina Routes. 

By 1990, the impact is still $216 million, almost four times the impact 

of the Fairbanks-Alaska Highway Route, and about 75 percent of the impact 

of the Point Gravina Route. The 1980 impact is seven times that of the 

Prime :<.oute and in 1990, the impact is 5.4 times that of the Prime Route. 

The impact, as distributed regionally, shows nearly 43 percent of 

the construction period impact in the Southeast, while 22 percent is in 

Anchorage, 12.6 percent in the Interior, and 19.3 percent in the Fairbanks 

. Region. In absolute terms, th.e impacts are larger in each of these regions 

(except Interior) than they are for the Point Gravina Route. The impact is 

also larger than the Alaska Highway Route impact in Anchorage, but smaller 

tn Interior and Fairbanks Regions. By 1990, the impact on gross product 

for this route is at least as large as that for Point Gravina in Anchorage, 

Interior, and Fairbanks, and is much larger in the Southeast. Of course, 

i.t i.s much smaller in the Southcentral Region, which accounts for the 

smaller state total. The absolute 1990 impacts are larger than the Alaska 

Highway Route gross product impacts for all regions. 



Table 68 

FAIRBANKS - HAINES ROUTE 
IMPACT ON REAL GROSS PI\ODUCT llY REGION AND YEAR1 

·Millions of 1958 Dollars 

YEAR NORTHWEST SOUTHWEST SOUTHEAST SOUTHCENTRAL 

1976 *2 * * 
77 * * 0.1 
78 0.2 0.2 2.3 

79 0.8 0.5 38.0 
80 2.3 1.6 124.7 
81 3.4 2.2 77.7 

82 2.6 1.5 77.5 
83 2.5 1.5 82.2 
84 2.5 1.6 84.6 

85 2.7 1 . 6 87.4 
86 2.9 1.8 88.8 
87 3.2 1.9 89.9 

88 3.4 .2.0 91.1 
89 3.7 2.1 92.1 
90 4,0 2.2 92.5 

lrmpacts are measured as deviations from the situation 
in which no gas pipeline is built. 

2 * ~ less than 50 thousand dollars. 

-
* 
0.1 
0.5 

1.7 
5. 1 
7,2 

4.9 
4.6 
4.8 

4.9 
5.2 
5.4 

5.5 
5.7 
6.0 

ANCHORAGE 

0.1 
0.3 
7.4 

30.3 
65.0 
54.5 

39.1 
38.8 
42.0 

44.7 
50.2 
53,3 

57.3 
62.0 
67.7 

INTERIOR FAIRBANKS TOTAL 

* * 0.3 
* 0.1 0.5 
5.3 19.0 34.8 

17.8 37.1 126.2 . 
36.8 56.5 292.0 
18.4 25,2 188.5 

17.7 22.3 165.6 
17 .2 22.0 168.8 
17.1 22.6 175.2 

17.3 22.9 181.6 
17.4 23.6 189.9 ~ 

17.8 24.1 195.6 C) 
(X) 

18.1 24.6 202.0 
18.2 25.1 208.9 
18 .1 25.8 216.3 
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The emplo,yment impacts presented in Table 69 tend to confirm the 

picture of large transient economic impacts in the regions ~1here the pipe­

line and LNG facilities are actually being built and slightly smaller, 

more permanent impacts in the major urban centers of the state after the 

construction boom is over. In 1980, the total emp]o,yment impact is 24,300, 

slightly more than either Point Gra,vina or the Alaska Highway Route, and 

20,000 more than the Prime Route. Regionally, the largest impact is in 

the Southeast, which gets 40.3 percent of additional emplo~nent. This 

compares with 25.5 percent in Anchorage, 8.6 percent in Interior, and 

19.3 percent i.n Fairbanks. The absolute numbers are larger than Alaska 

Highway numbers, as expected, in the Southeast and Anchorage. These feel 

the irr,TJediate large construction impact. Because of the different manning 

requirements and pattern of emplo,yment on a pipeline and LNG option, In­

terior and Fairbanks show smaller construction period impacts v1hen the 

Fairbanks-Haines Route is compared to the Alaska Highway Route. By 1990, 

most of the longer term emplo~nent settles in Anchorage. In that year, 

55.8 percent of emplo,yment impacts are accounted for by the Anchorage Re­

gion, while Southeast gets only 17.8 percent. All regions show larger im­

pacts than the Fairbanks-Alaska Highway Route or the Point Gravina Route, 

although the latter are about the same. 

The industry-by-industry distribution of emplo~nent impacts is shown 

in Table 70. Except in the peak construction years, the emplo,yment in 

support industries and government is larger than that of construction and 

mining, v1here direct pipeline emplo.)lllent takes place. In 1980, 39 percent 



YEAR NORTHWEST SOUTHWEST 

1976 *2 * 
77 * * 
78 * * 

79 0.1 0. 1 
80 0.3 0.3 
81 0.4 0.4 

82 0.3 0.3 
83 0.2 0.3 
84 0.2 0.3 

85 0.2 0.3 
86 0.3 0.3 
87 0.3 0.3 

88 0.3 0.3 
89 0.3 0.3 
90 0.3 0.4 

Table 69 

FAIRBANKS - HAINES ROUTE 
IMPACT ON EMPLOYMENT 13Y REGION AND YEAR l 

Thousands of Pet"sons 

SOUTHEAST SOUTHCENTRAL ANCHORAGE 

* * * 
* * * 
0.4 0.1 0.6 

5,6 0.3 2,6 
9.8 0.9 6.2 
2.8 1.3 6.4 

2. 1 0.9 4.5 
2.0 0.8 4.4 
2.0 0.8 4.7 

2.0 0.9 4.9 
2.1 0.9 5.5 
2.2 1.0 5.8 

2.2 1.0 6.2 
2.2 1.0 6.6 
2.3 1.1 7.2 

1rmpacts are measured as deviations from the situation 
in which no gas pipeline is built. 

2 * = less than 50 persons. 

INTERIOR FAIRBANKS TOTAL 

* * * 
* * 0.1 
0.5 2.0 3.7 

1.8 3.9 14.3 
2.1 4.7 24.3 
0.4 1.4 13.4 

0.3 1.2 9.6 
0.3 1.2 9.1 
0.3 1.2 9.6 ~ 

~ 

0 

0.3 1.2 9.9 
0.3 1.3 10.7 
0.3 1.3 11.2 

0.3 1.4 11.6 
0.3 1 .4 12.2 
0.3 1.4 12.9 



AGRICULTURE, 
YEAR FORESTRY, & MINING CONSTRUCTION 

FISHERIES 

1976 0 ·0 *2 
77 0 0 * 
78 0 0 1.6 

79 0 0 6.7 
80 0 0.6 8.9 
81 0 0.6 0.7 

82 0 0.6 0.5 
83 0 0.6 0.5 
84 0 0.6 0.5 

85 0 0.6 0.5 
86 0 0.6 0.6 
87 0 0.6 0.6. 

88 0. 0.6 0.7 
89 0 0.6 0.7 
90 0 0.6 0.7 

Table 70 

FAIRBANKS - lli\INES ROUTE 
111PACT ON Ef1PLOY~IENT liY INDUSTRY liND YEAR 1 

Thousands of Parsons 

TRANSPORTATION, FINANCE, 
MANUFACTURING COMMUNICATION, TRADE INSURANCE, 

. AND UTILITIES REAL ESTATE 

0 * * * 
0 * * * 
0 0.3 0.6 0.1 

0 0.8 2.2 0.4 
0 1.2 3.7 0. 7 . 
0 0.7 1.9 0.5 

0 0.5 1.4 0.4 
0 0.5 1.4 0.4 
0 0.5 1.5 0.4 

0 0.5 1.5 0.4 
0 0.6 1.7 0.5 
0 0.6 1.8 0.5 

0 0.6 1.9 0.6 
0 0.7 2.0 0.6 
0 0.7 2.2 0.7 

!Impacts are measured as deviations from the situation 
in which no gas pipeline is built. 

2 * = less than 50 persons. 

I 
•. 

SERVICE GOVERNMENT 

* * 
* * 
0.5 0.4 

2.0 1.3 
3.4 4.1 
2.1 5.9 

1.5 4.0 
1.5 3.6 
1.7 3.7 

1.8 
. 

3.8 
2.1 3.9 
2.2 4.0 

2.4 4.1 
2.6 4.1 
2.9 4.2 

OTHER I 

* 
* 
0.2 

0.9 
1. 6 
1.0 

0.7 
0.6 
0.7 

0.7 
0.7 
0.8 

0.8 
0.8 
0.9 

TOTAL 

* 
0. i 
3.7 

14.3 
24.3 
13.4 

9.6 
9.1 
9.6 

9.9 
10.7 
11.2 

11.6 
12.2 
12.9 

~ 

~ 

~ 
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or 9,500 people are directly employed in mining and construction on the 

pipeline and related projects. By 1990, this has declined to 10 percent. 

In contrast, the support sector grows from 37 percent to 50.3 percent, 
' 

and government from 16.8 percent to 32.6 percent. 

The regional distribution of real income from pipeline development 

is related to the 1;ages and salari.es distribution presented in Table 71. 

Although Anchorage shows 25.5 percent of emplo.)ment impacts in 1980, only 

21 percent of addi.tional wages and salaries are paid there. This reflects 

the average lower salaries in the support base areas. Southeast, Interior, 

and Fairbanks show salary percentages higher than emplo.)ment percentages 

because of the generally higher pay in the pipeline construction areas. 

This picture does not change in 1990. The generally lower wages and sala­

ries i~ the support bases for the state result in per capita income losses 

when extensive migration takes place into these areas. This result is 

confirmed in the discussion of personal income, below. 

The increased employment opportunities in each region result in mi­

grations of workers and their dependents into the region. Except in the 

peak construction years, however, when a large and transient population 

impact occurs in regions having pipeline and facilities construction, most 

of the population impact occurs in and around Anchora.ge. For example, in 

1990, about 60 percent of the population impact is shown by Table 72 to 

be centered in Anchorage. This is exactly the same population as the Point 

Gravina Route, and three times the Prime Route impact. In the peak construe~ 

tion year of 1980, however, Southeast sho1;s a 12,900 person population impact, 



Table 71 

FAIRBANKS - IIAINES ROUTE 
IMPACT ON REAL WAGES AND SALARIES PAID BY REGION AND YEAR1 

M"ilHons of 1967 Dollars 

YEAR NORTHWEST SOUTHWEST SOUTHEAST SOUTHCENTRAL ANCHORAGE INTERIOR 

1976 0 0 0.1 
77 0 0 0.2 
78 0.2 0.2 3.1 

79 0.5 0.6 50.4 
80 1. 7 2.1 87.9 
81 2.5 3.0 21.3 

82 1.8 2.0 16.4 
83 1. 6 2.0 15.9 
84 1. 7 2.1 16.5 

85 1.8 2,2 17.0 
86 2.0 2.4 li .8 
87 2. 1 2.5 18.6 

88 2.2 2.6 19.1 
89 2.4 2.8 19.8 
90 2.5 2.9 20.6 

1Impacts are measured as deviations from the situation 
in which no gas pipeline is built. 

0 0,1 0 
0.1 0.3 0 
0.5 4.4 5.8 

1.9 17.8 19.0 
6.2 42.6 21.4 
9,0 45.0 2.7 

6,3 31.8 2.4 
5.9 31.4 2.3 
6.2 34.2 2.4 

6.6 36A 2.5 
7. 1 . 40.9 2.6 
7.4 43.8 2.7 

7.7 47.3 2.8 
8.0 51 .3 ' 2.8 
8.5 56 .. 2 3.0 

FAIRBANKS TOTAL 

0 0.3 
0.1 0.6 

17.6 31.7 

34.1 124.4 
40.9 202.5 
13.3 96.7 

10.0 70.9 
9.6 68.9 

10.2 73.4 

10.6 77.0 
11.2 84.0 ~ 

~ 

11.8 88.8 w 

12.2 93.9 
12.8 99.8 
13.4 107.0 



YEAR NORTHWEST SOUTHWEST 

1976 0 0 
77 * 0 
78 - * - * 

79 - * - 0.1 
80 0. i 0.1 
81 0.3 0.4 

82 0.3 0.5 
83 0.3 0.5 
84 0.3 0.5 

85 0.3 0.5 
86 0.3 0.5 
87 0.3 0.5 

88 0.3 0.5 
89 0.3 0.5 
90 0.3 0.5 

Table 72 

FAIRBANKS - HAINES ROUTE 
IMPACT ON POPULATION GY !lEG ION AND YEAR l 

Thousands of Persons 

SOUTHEAST SOUTHCENTRAL ANCHORAGE 

-

*2 * *. 
* * 0.1 
0.4 0.1 0.8 

7.4 0.5 3.9 
12.9 2.0 10.4 
4.0 3.5 12.6 

3.4 2.9 10.4 
3.3 2.8 10.6 
3.4 2.9 11 .3 

3.4 2.9 11.9 
3.5 3.1 13.0 
3.6 3.2 13.7 

3.6 3.2 14.5 
3,6 3.3 15.4 
3.6 3.4 16.5 

1rmpacts are measured as deviations from the situation 
in which no gas pipeline is built. 

2 * = less than 50 persons. 

INTERIOR FAIRBANKS TOTAL 

0 * 0.1 
0 * 0.1 
0.2 3.2 4.6 

0.8 5.9 18.5 
0.9 7 .1 33.5 
0.2 2.8 23.8 

0.2 2.5 20.2 
0.2 2.5 20.2 
0.2 2.6 21.2 

0.2 2.6 22.0 ~ 

0.2 2.7 23.2 ~ 

-"" 
0.2 2.7 24.2 

0.2 2.7 25.1 
0.2 2.8 26.1 
0.2 2.8 27.4 
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about 38.5 percent of the tot<\1, and Fairbanks has a one year impact of 

7,100 persons, 21 percent of the total. By 1990, these have declined re­

lative to Anchorage and absolutely, the end year percentages being 13.1 

percent and 10.2 percent, respectively. 

State and local governments will spend large sums in the Fairbanks­

Haines scenario to meet additional demands for public services. As shown 

in Table 73 , this spending reaches $187.5 mi'llion in 1980, and peaks at 

$353.4 million in 1990, This is not large in per capita terms after popula­

tion begins to grow, however, as was shown in Table 25 , and the state is 

unable to prevent a decline in per capita income toward the end of the 

period, even though state and local spending is at 2.7 times the pace in 

tr.e case of the Prime Route, where no such decline takes place. 

The impact on personal income and per capita income is documented in 

Table· 74 for the Fairbanks-Hai.nes Route, Again, the regions showing direct 

construction and increased oil and gas employment also show long term per 

capita income increases. These are substantial in Interior and much smaller 

in Southeast and Fairbanks, which also have inmigration with which to con­

tend. The Northwest and Southv1est regions get a portion of the general 

state spending but do not experience inmigration, so they show small per 

capita income increases. Neither Southcentral nor Anchorage get many highly 

paid construction or oil and gas v10rkers; the low incanes of the many in­

migrants and their dependents account for the per capita income losses in 

these regions and the state as a \'/hole. Overall, in comparison with the 

Prime Route, the 1980 impact on personal income is $481 million larger, 



YEAR 

1976 
77 
78 

79 
80 
81 

82 
83 
84 

85 
86 
87 

88 
89 
90 

STATE 
TOTAL 

0.8 
1 0 7 

19.9 

55.2 
163.3 
221.0 

191.8 
200.8 
220.4 

229.0 
250.4 
262.0 

272.4 
284.2 
297.6 

Tab1 e 73 

FAIRBANKS ~ HAINES ROUTE 
IMPACT ON STATE /\ND LOC/\L l(EVENIJES /\NO EXPENDITURES 1 

Millions of Dollars 

PERSONAL AND . 
PETROLEUM. CORPORATE INTEREST 
REVENUES INCOME TAX · INCOI~E 

0.8 0 0 
1 0 6 o. 1 0 

19.7 0 0 

43.4 4.4 0.4 
112 0 7 18.7 1.1 
130.3 33.2 3 01 

142.2 16.7 5.3 
158.8 12 0 9 7.9 
173.9 13.5 10 0 7 

174.3 15.4 13.6 
187.4 17.3 16.7 
187.4 20.4 20.0 

187.4 22.9 23.2 
187.4 25.9 26.5 
187.4 29.6 29.8 

SPECIAL 
FUND 

REVENUE 

0 
0 
o. 1 

2.6 
11 .7 
21.7 

11 .0 
8,8 
9.4 

11.1 
12 0 9 
15 0 6 

18' 1 
21.2 
24.8 

OTHER 
GENERAL FUND 

REVENUE 

0 
0 
0.2 

4.5 
19 0 0 
32.8 

16.5 
12 0 6 
13.0 

14.5 
1 6 0 1 
18.7 

20.6 
23.0 
25.9 

LOCAL GOV'T 
REVENUE FROM 
OWN SOURCES 

0 
0.1 
0.2 

11.9 
53 01 
97.6 

49.5 
39.1 
42.0 

49.3 
57 0 0 
68.8 

79.7 
93.0 

108.9 

rlmpacts-are me~~u~ed asdevtattons from the situation 
in which no gas ptpeltne is built. 

STATE AND 
LOCAL GOV'T 

REVENUE 

0.8 
2 01 

22.8 

74.5 
238.2 
348.5 

265.2 
263.9 
288.4 

304,8 
336.0 
360.5 

382.9 
408,9 
439.6 

STATE AND 
LOCAL GOV'T 
EXPENDITURES 

0.8 
1.8 

15 0 2 

56.0 
187 0 5 
284.3 

204.6 
199 0 0 
217 0 5 

232.7 
258.0 
280.7 

301.3 
325.2 
353.4 

-
"' 



NORTHrt'EST SOUTll~EST 

PERSONAL PER CAPITA . PERSONAL PER CAPITA 
YEAR INC01<£ I!\CONE INC()~E INCOXE 

1976 0 0 0 0 
77 0 - 1 0 0 
78 0.1 11 0 11 

79 0.3 18 0.1 20 
80 2.1 74 3.4 94 
81 4.9 129 a:3 167 

82 3.5 23 6.0 so 
83 3.5 6 6.0 42 
84 3.9 28 6.7 43 

85 •• 2 37 7.2 46 
86 4.8 66 8.2 53 
87 5.2 7Z 9.0 6S 

a3 5.7 81 9.7 71 
89 6.2 14 10.7 87 
90 6.9 117 11,7 103 

1 I~~l~ts are measured as deviations from the situation 
in wh1ch no sas pipeline 1s built. 

-·-------------·~--- ------·----

Table 74 

FAIRBANKS - HAINES ROUTE · 
IMPACT ON PERSONAL INEO:·lE AI<D PER cr,p iT!1 lliCOl·IE BY REG ION ANO YEAR l 

Personal Income in Millions of Dollars~ Per Capita Income in Dollars 

SOUTHEAST SOUTHEENTPJ,L fi.NCHORAG:: INTERIOR 

PERSONAL . PER CAPITA PERSONAL PER CAPITA PERSOtif...L PER CAPITA PERSONAL PER CAPITA 
INCOHE INCOM£ INCO:'.E I~CO:"E HiCO:'.E INCOME INCO:~E !NCOXE 

0.2 2 0.1 1 0.3 1 0 0 
0.3 2 0.2 1 0.7 2 0.1 11 
7.3 56 C.9 3 8.5 9 19.3 1,534 

141.1 833 3.7 - 11 38.0 4 65.7 5,086 
256.7 1,234 18.1 - 16 10S.8 9 76.7 5,713 
64.5 208 32.S 1 129.3 15 10.3 633 

51.1 77 23.3 - 60 93.3 - 58 9.4 425 
51.3 44 22.9 -72 95.9 - 76 9.6 423 
55.4 41 25.2 - 71 108.2 - 80 10.2 498 

59.0 34 27.1 " 74 120.0 - 84 10.9 523 
64.9 47 • 30.5 - 67 1"0.8 - eo 11.8 578 
69.7 45 33.2 - 59 155.6 - 85 12.6 599 

74.5 4i 35.9 - 69 174.0 - 88 13.5 626 
80.1 53 39.0 -68 196.2 - 89 14.5 680 

. 86.5 64 42.8 - 65 223.5 - 88 15.6 751 

.. 

FAIRBA~KS 

PERSONAL PER CAPITA 
l~CO:·\E INCO:~E 

0.1 1 
0.2 2 

48.0 320 

96.0 567 
118.2 613 
40.6 157 

31.4 44 
31.5 22 
34.4 23 

37.1 24 
41.3 37 
44.7 37 

48.2 40 
61.2 45 
56.9 53 

TOTt..L 

PERSOt.:AL 
!:;;:o:-:E 

0.7 
1.5 

8-l.2 

3;5.0 
581.0 
210.7 

217.9 
220.6 
24.;, j 

:?65.4 
3C:?.l 
329.9 

351.5 
393.3 
443.8 

PER U.PL 
rnco:~£ 

1 
2 

1C6 

372 
477 
85 

- 6 
- 27 
- 28 

• 23 
- 25 
• 20 

• 33 
- 33 
- 29 

~ 

~ ...., 
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and in 1990, $298 mi.ll ion larger. However, while the Fairbanks-Haines 

increase in statewide per capita, inccxne. is $390 large1· in 1980, by 1990 

the Fairbanks-Haines Route shows a, net per capita loss. This loss is 

smaller than that experienced in either the point Gravina or Alaska High­

way case but, overall, the essential difference in these cases is the 

intrastate distribution of gains and losses. 

Cook Inlet Route 

The Cook Inlet Route passes near Anchorage and through the South­

central Region, to end i.n an LNG facility on the Kenai Peninsula. Conse­

qu2r.tiy, it is quite similar to the Point Gravina Route in impact but af­

fects Anchorage directly more than any other route. Consequently, it 

reir.forces the tendency for developnent to take place in or near Anchorage. 

The level and distribution of real gross state product are shown in 

Table 75 . In 1980, the peak construction year, the total impact on 

value added is almost $422 million per year. This is about 25 million 

mer~ than Point Gravina, the closest competitor, and 381 million more than 

the Prime Route. By 1990, the impact is smaller -- 310.5 million --but 

it still is nearly $24 mill ion more than Point Gravina and $271 mill ion 

more than the Prime Route. In the peak construction year, every region 

except Pai.rbanks shov1s a higher value added than in the Point Gravina case, 

while the impact is several times that for the Prime Route in every re- · 

gion. By 1990, this picture does not change. The major difference is 

that the relative size of the Cook Inlet impacts compared to the other two 

cases are slightly smaller. 



Table 75 

COOK INLET ROUTE 
IMPACT ON REAL GROSS PRODUCT BY REGION AND YEAR 1 

Millions of 1950 Dollars 

YEAR NORTHWEST · SOUTHWEST SOUTHEAST SOUTH CENTRAL 

1976 *2 * * * 
77 * * 0.1 * 
78 0.2 o. 1 0.6 1 0. 3 

79 0.7 0.5 2,2 51.5 
80 2.2 1.5 7.0 272.7 
81 3.4 2.2 9.9 246.6 

82 3.4 2.1 9.1 216.0 
83 3. 1 1.8 8.0 196.1 
84 2.7 1. 6 6.9 192.4 

85 2.7 1.6 6.7 192 .4 
86 2.9 1.7 6.9 192.2 
87 3.1 1.8 7.1 191 • 6 

88 3.3 1.9 7.2 191 . 2 . 
89 3.6 2.0 7.4 190.6 
90 3.9 2.2 7.7 190.9 

1rmpacts are measured as deviations from the situation 
in which no gas pipeline is built. 

2 * = less than 50 thousand dollars. 

ANCHORAGE 

0.1 
0.3 
8.8 

36.7 
74,0 
76.0 

61.8 
50.2 
46.8 

47.5 
52.3 
55.3 

59.3 
64.1 
70.3 

INTERIOR FAIRBANKS TOTAL 

* * 0.2 
* 0.1 0.5 
5.3 5.7 31.0 

22.5 8.9 123.0 
43.9 20.3 421.7 
31.7 19.0 388.7 

29.6 16.6 338.6 
17 .4. 15.9 292.6 

~ 

17.1 15.1 282.6 ~ 

\0 

17.3 15.0 283.1 
17.4 15.5 289.0 
17.8 16.0 292.6 

18. 1 16.4 297.4 
18 .1 16.9 302.8 
18.1 17.5 310.5 
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The emphasis on developnent in Anchoro,ge and Southcentral Regions 

also canes through in the emplo.Jlllent figures presented in Table 76. 

The peak construction year impact of 24,500 is larger than Point Gravina 

and is 5:7 times that of the Prime Route. It is larger than both other 

routes'· totals in every region, exceeding Point Gravina by 900 Mlrkers 

in Southcentral and by 1,100 workers in Anchorage. By 1990, the gap nar­

rows, and Cook Inlet exceeds Point Gravina emplo.Jffient only in Anchorage 

and Southcentral, and only by a snall margin, In 1980, 44 percent of em­

ployment impact occurs in Southcentral and 29 percent in Anchorage. By 

1990, 56.6 percent appears in Anchorage and 13.1 percent in Southcentral, 

virtually the same as Point Gravina employment. 

As in every other case examined thus far, most of the emplo.Jlllent im­

pact occurs i.n the government and support sectors by the end of the period. 

Even in the peak construction year of 1980, the support sector industries 

feel an impact of 9,300 additional workers (38 percent of the increase) as 

opposed to 9,600 construction and mining 1·1orkers (39 percent of the in­

crease.) Government has 16 percent of the newly available jobs in 1980; 

however, by 1990 this increases to 32 percent as the total employment im­

pact declines to 12,900. The corresponding percentage figures for mining 

and construction combined and for the support sector are 10 ·percent and 

51 percent, respectively. 

The tendency for the support sector emplo.Yffient to be concentrated 

tn the Anchorage o,rea is pointed out by comparing the real wages and sala­

ries presented in Table 77 with the emplo.Jlllent percentages in Table 78. 



YEAR NORTHWEST SOUTHWEST 

1976 *2 * 
77 * * 
78 * * 

79 0.1 o. 1 
80 0.3 0.3 
81 0.4 0.4 

82 0.3 0.4 
83 0.3 0.3 
84 0.3 0.3 

85 0.2 0.3 
86 0.3 0.3 
87 0.3 0.3 

88 0.3 0.3 
.89 0.3 0.3 
90 0.3 0.3 

Tab1 e 76 

COOK INLET ROUTE 
IMPACT ON E~lPLOYMENT BY REG ION AND YEAR 1 

Thousands of Persons 

SOUTHEAST SOUTHCENTRAL ANCHORAGE 

* * * 
* ·k * 
0.1 1.5 0.8 

0.5 7.3 3.4 
1.5 10.9 7.1 
2.1 7.5 8.0 

2.0 3.9 6.7 
1.7 1.7 5.6 
1.5 1.6 5. 1 

1.4 1.5 5. 1 
1.5 1.6 5.6 
1.5 1.6 5.9 

1.6 1.6 6.2 
1.6 1 . 7 6.7 
1.6 1.7 7.3 

1rmpacts are measured as deviations from the situation 
in which no gas pipeline is built. 

2 * = less than 50 persons. 

INTERIOR FAIRBANKS TOTAL 

* * * 
* * 0.1 
0.5 0.6 3.6 

2.2 1.0 14.5 
2.8 1.7 24.5 
1.6 1.7 21.8 

1.5 1.4 16.2 
0.3 1.3 11 .3 
0.3 1.1 10.2 

0.3 1.1 10. 0 -
I'-

0.3 1 • 1 10 . 6 -
0.3 · 1.2 11.1 

0.3 1.2 11 .5 
0,3 1.2 12.1 
0.3 1.3 12.9 



Table 77 

COOK INLET ROUTE 
IMPACT ON REAL WAGES AND SALARIES PA£D ay REGION AND YEAR1 

Millions of 1967 Dollars 

YEAR NORTHWEST SOUTHWEST SOUTHEAST SOUTHCENTRAL ANCHORAGE INTERIOR 

1976 0 0 0.1 
77 o· 0 0.1 
78 o. 1 0.2 0.9 

79 0.5 0.6 3.2 
80 1.7 2.0 1 0. 5 
81 2.4 2.9 15.5 

82 2.3 2.7 14.7 
83 2.1 2.5 13.2 
84 1.8 2.2 11 .6 

85 1.8 2.2 11 .4 
86 1.9 2.3 12.0 
87 2.0 2.4 12.6 

88 2.2 2.6 13.0 
89 2.3 2.7 13.7 
90 2.4 2.8 14.4 

1rmpacts are measured as deviations from the situation 
in which no gas pipeline is built. 

0 0.1 0 
0. 1 0.3 0 

12.2 5.7 5.8 

61.1 23.8 23.6 
91.8 49.8 28.1 
62.9 56.1 16.4 

32.4 47.2 14.5 
13.7 40.3 2.5 
13.0 37.2 2.5 

13.1 37.7 2.5 
13.6 41.7 2.6 
14.0 44.4 2.7 

14.4 47.8 2.8 
14.9 52.0 2.8 
15.5 57.2 2.9 

FAIRBANKS TOTAL 

0 0.2 
0.1 0.5 
5.3 30.3 

8.4 121.3 
14.0 197 .6 
13.4 169.5 

11.2 125.2 
10.3 84.7 
9.4 77.9 

I 

9.3 78.0 ~ 

N 

9.8 83.9 N 

10.3 88.4 

10.7 93.5 
11.3 99.6 
11 .8 107 .o 



AGRICULTURE, 
YEAR FORESTRY, & MINING CONSTRUCTION 

FISHERIES 

0 
1976 0 .o *~ 

77 0 0 * 
78 0 0 1.7 

79 0 0 7.0 
80 0 0.6 9.0 
81 o· 0.6 5.6 

82 0 0.6 2.7 
83 0 0.6 0.6 
84 0 0.6 0.5 

85 0 0.6 0.5 
86 0 0.6 0.5 
87 0 0.6 0.6 

88 0 0.6 0.6 
89 0 0.6 0.6 
90 0 0.6 0.7 

Table 78 

. COOK INLET ROUTE 
IMPACT ON EMPLOYMENT UY INDUSTRY AND YEAR l 

Thousands of Persons 

TRANSPORTATION, FINANCE, 
NANUFACTURING COl•lNUNICA TION, TRADE INSURANCE, 

. AND UTILITIES REAL ESTATE 

0 *.·. * * 
0 *' * * 
0 0.2 0.5 o. 1 

0 0.6 1.7 0.3 
0 1.1 3.1 0.5 
0 1.1 2.9 0.6 

0 0.9 2.3 0.5 
0 0.7 1 .7 0.4 
0 0.6 1.5 0.4 

0 0.6 1.6 0.4 
0 0.7 1.7 0.5 
0 0.7 1.8 o.s 
0 0.7 1.9 0.6 
0 0.8 2.0 0.6 
0 0.8 2.2 0.7 

1 Iwpacts are measured as deviations from the situation 
in which no gas pipeline is built. 

2 * = less than 50 persons •. 

\ 
\ • 

SERVICE GOVERNMENT 

* * 
* * 
0.6 0.3 

2.8 1.2 
4.6 3.9 
3.9 5.7 

2.9 5.2 
1.9 4.6 
1.8 3.9 

1.8 3.8 
2.0 3.9 
2.2 3.9 

2.4 4.0 
2.6 4.0 
2.9 4.1 

OTHER 1 TOTAL 

* * ,, 0.1 
0.2 3.6 

0.9 14.5 
1.6 2'L5 
1.5 21.8 

1.1 16.2 
0.8 11.3 
0.7 10.2 

0.7 10.0 
0.7 10.6 
0.8 11. 1 

0.8 11.5 
0.8 1 2. 1 
0.9 12.9 

~ 

N w 
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In 1980, Anchorage has 29 percent of new employment attributable to pipe­

line construction. Hov1ever, only 25.2 percent of new wages and salaries 

are paid i.n the Anchorage Region, showing a bias toward lower paying jobs .. 

By 1990, ·56.5 percent of new jobs are in the Anchorage Region, but only 

53.4 percent of new wages and salaries. The opposite is the case in re­

gions showing higher percentages of oil and gas v.orkers; e.g., Southcentral 

in 1990 has 13.2 percent of the employment impact, but 14.4 percent of the 

impact on real wages and salari.es, 

The prospect of employment draws new population from the Lower 48 

and elsev;here, as shohn in Table 79 . The building of a pipeline on the 

Cook Inlet Route increases th.e state's population by 33,600 in 1980; by 

1990 the long term impact on population is 28,600. This is about 800 

peo;;le ;nore than the ?oint Gravina Route, and exceeds the Prime Route im­

pact .by nearly 28,000 in 1980 and 20,000 in 1990. Except for the peak con~ 

struction years, most of the population increase takes place in the Anchora~e 

Region. For example, in 1990 Anchorage gets 59 percent of the new popula­

tion. The transient nature of the construction impact is shown by the 

fact that in 1980, nearly 75 percent of the population impact, 25,100 peo­

ple, i.s felt in the Southcentral Region. By 1990, the impact is only 

5,100 persons, or 17.8 percent. 

population increases must be met by additional state and local spend­

ing if the quality of services is not to deteriorate. In the Cook Inlet 

case, as shown in Table 80, total state and local spending rises by $345.5 

million. This is seven milli.on more than the Point Gravina Route and 213.5 



YEAR NORTHWEST SOUTHWEST 

1976 0 0 
77 * 0 
78 - 0.1 - 0 ,l 

79 - 0.2 - 0.5 
80 - 0.3 - 0.6 
81 - * - 0.1 

82 0.2 0.3 
83 0.4 0.5 
84 0.4 0.6 

85 0.4 0.6 
86 0.4 0.5 
87 0.4 0. 5· 

88 0.4 0.5 
89 0.3 0.5 
90 0.3 0.5 

Table 79 

COOK INLET ROUTE 
IMPACT ON POPULATION 13Y REGION liND YE/\Rl 

Thousands of Persons 

SOUTHEAST SOUTHCENTRAL ANCHORAGE 

*2 * * 
* * 0.1 

- 0.2 3.5 0.5 

- 0.7 16.9 2.2 
0.2 25.1 7.3 
1.9 18.1 11.7 

2.8 l 0.1 13.0 
3.1 5.0 13.1 
2.9 4.8 12.7 

2.8 4.7 12.9 
2.8 4.8 13.7 
2.9 4.9 14.3 

2.9 5.0 15.0 
2.9 5.0 15.9 
2.9 5.1 16.9 

limpacts are measured as deviations from the situation 
in which no gas pipeline is built. 

2 * = less than 50 persons. 

INTERIOR FAIRBANKS TOTAL 

0 * * 
0 * 0. 1 
0.2 0.7 4.5 

0.8 0.3 18.7 
0.9 1.0 33.6 
0.6 1.7 33.8 

0.7 2.3 29.6 
0.2 2.7 25.0 
0.2 2.6 24.1 

0.2 2.5 24.1 -
"' 0.2 2.5 25.1 (J 

0.2 2.6 25.8 

0.2 2.6 26.5 
0.2 2.6 27.4 
0.2 2.6 28.6 



STATE PETROLEUM 
YEAR TOTAL REVENUES 

1976 0.7 0.7 
'77 1.6 1.5 

78 17.7 17.5 

79 49.8 38.5 
80 155.4 106.2 
81 211.0 122.7 

82 217. 1 134.2 
83 219.4 150.8 
84 220.1 165.9 

85 222.9 166.5 
86 242.0 179.4 
87 252,9 179.4 

88 263.0 179.4 
89 274.5 179.4 
90 287.8 179.4 

Table 80 

COOK INLET ROUTE 
IMPACT ON STATE AND LOCAL REVENUES AND EXPENDITURES] 

Millions of Dollars 

PERSONAL AND SPECIAL OTHER LOCAL GOV 'T 
CORPORATE INTEREST FUND GENERAL FUND REVENUE FROt1 
INCOME TAX INCOME REVENUE REVENUE OWN SOURCES 

------·-

0 0 0 0 0 
0 0 0 0 0.1 
0 0 0.1 o. 1 0.2 

4.1 0.3 2.4 4.4 11.2 
18.2 1.0 11.4 18.6 51.7 
32.3 2.8 21.2 32.0 95.2 

29.4 5.0 19.5 28.9 87.6 
23 .1 7.4 15.8 22.5 70.5 
16.7 . 1 o. 0 11.6 15.9 51.9 

16.4 12.8 11.8 15.4 52.3 
17.6 15.8 13. l 16.4 57.8 
20.4 18.9 15. 5 18.6 68.8 

22.8 22.0 18.0 20.5 79.4 
25.8 25.2 21.1 23.0 92.6 
29.6 28.3 24.8 25.8 108.5 

1Impacts are measures as deviations from the situation 
in which no gas pipeline is built. 

STATE AND STATE AND 
LOCAL GOV'T LOCAL GOV'T 

REVENUE EXPENDITURES 

0.8 0.7 
2.0 1.7 

20.3 13.5 

67.8 51.3 
72.5 179.8 

334.8 273.9 

332.8 269.3 
316.9 250.3 
298.2 228.9 

301 .2 231.6 ~ 

327.5 252.4 "' ()) 

350.3 273.5 

372.1 293.5 
397.8 317.2 
428.5 345.5 
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mill i.on more than the Prime Route; hov1ever, Table 25 srowed that in per 

capita terms, the increase is not significant and in several parts of the 

state, governments are unt~ble to prevent a decline in per capita income. 

The decline in per capita income over the long term is documented 

in Table 81. In the short term, Alt~ska '·s per capita income rises in 

response to the construction boom by some $446 per head. However, popula­

tion i.ncret~ses dissipate this gain, and there is a net per capita income 

loss of $56 per capita; this despite a total increase of 1990 personal in­

come amounting to $444 mill i.on. The loss is approximately the same as that 

shown by the Point Gravina Route, and neither is very significant, although 

in rea] terms both would be somewhat larger. The impact is not evenly dis­

tributed either. Except for the peak construction period, when Anchorage 

is directly impacted by pipeline construction, Alaska t·s major urban center 

acts as a support bt~se, employing increasing numbers of support sector 

workers and providing residences for inmigrants. Consequently, Anchorage 

shows the lt~rgest per capita income •. Ft~irbanks and the Southeast, the other 

general support centers for Alaska's economic activity, show smaller per 

capita losses or slight gains. Southcentral suffers population increases; 

however, because of the increa.sed oil and gas employment, it shows a slight 

per capita income increase. The large gains are registered in the areas 

which have very 1 ittle population inmigration - Northwest, Southwest, and 

Interior. 



NORTHWEST · SOUTH't.'EST 

llf:RSON\L PER CAPITA PERSO~AL PER CAPITA 
EAR H;CQ1'.E HiCOXE !KCOXE INCO:IE 

976 0 0 0 0 
71 0 - 1 0 0 
78 - 0.1 lS - 0.4 19 

79 - 0.5 60 - 2.0 73 
so 0.4 165 0.4 180 
81 3.3 192 5;8 228 

82 4.0 83 7.0 129 
8) 4.3 . 22 7.4 66 
84 4.0 9 6.9 30 

85 4.1 11 6.9 14 
86 4.6 38 . 7.8 31 
87 5.0 48 8.5 35 

ss 5.4 55 9.2 44 
39 5.9 71 10.2 62 
90 6.7 103 11.2 83 

I~p~cts are rr.cJsurcd as deviations from the situation 
in which no gas pipeline is built. 

Table 81 

COOK H:LET ROUTE 
I~lPACT ON PERSONAL INC0~1E Mm P[H C/\PITA H\Cm1E BY REGION AND YEAR1 

Personal Incor.1e in Millions of Dollars, Per' Capita Inccme fn Dollars 

SOUTHEAST SDUTHC£11TRA\_ AI\CHOR.-~G~ INTERIOR 

PERS01~AL PER CAPITA PERSO~l!'\L PER CtiPtTA PtRSONAL PER CAPITA PERSONAL PER CAPITA 
I"C01·:E INCCHE HiCO:·:E I:tCOi-IE 1!\CO~·l£ INCOME INC ONE I NCOXE 

0.1 1 0.1 1 0.3 1 0 0 
0.2 1 0.1 - 1 0.6 1 0.1 11 
0.2 30. 39.4 197 9.3 26 18.9 1,565 

- 0.8 111 205.5 778 38.5 89 79.6 6,450 
17.3 221 319.2 1 ,020 102. 1 133 93.1 7,751 
39.5 225 223.3 706 141.4 104 60.2 4,699 

42.0 67 118.5 292 129.4 - 21 56.1 3,938 
42.0 - 22 53.0 41 121.5 - 81 10.2 435 
38,3 - 68 52.2 26 116.2 - 106 10.3 453 

33.3 - 83 54.1 22 122.2 - 115 10.7 4~3 
42.9 - 70 ' 53.4 30 141.2 - 109 ll.G 513 
46.3 - 63 62.5 31 155.5 - 111 12.3 531 

49.9 - 62 66.9 36 173.7 - 110 13.2 565 
54.2 - 52 71.8 41 196.2 -· 107 14.2 629 
59.4 - 37 77.5 49 224.5 - 103 15.3 710 

. 

-------------~---- ----------------------- .. 

' 

FAIRBA~KS 

PERSOI~AL PER CAPITA 
Il'iCO:-:E Ii\CO:{E. 

0.1 1 
0.2 2 

12.9 115 

15.9 211 
29.6 306 
34.8 2<i8 

32.2 85 
33,3 17 
31.2 - 21 

32.1 - 30 
35.5 - 17 
38.4 -14 

41.5 - 7 
45.1 1 
49.5 14 

TOTP.L 

PERSONAL 
r:;co:·iE 

0.6 
1.4 

80.4 

336.1 
557.0 
503.4 

389.0 
271.7 
259.0 

263.9 
301 .9 
323.6 

359.9 
397.7 
4!t4.0 

PER CAPITA 
IliCO:-:E 

2 
93 

3~7 
44G 
303 

123 
- 33 
- G3 

- 7• 
- 66 
-G 

- 67 
- 63 
-$6 

~ 

N 
o:> 
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Golovin Route 

The Golovin Route initi:a,lly follows the same corridor as the other 

LNG routes; then it abruptly swings west and Elllerges on Norton Sound. 

The significa,nt economic differences between this and the other LNG routes 

are that there is no direct construction impact in the state's more popu­

lous regions (e.g., Fairbanks), and that there is both a large construc­

tion and permanent employment impact on the North1>1est Reg ion. This is the 

only route which impacts the Northwest directly. 

The large impact on the Northwest becanes immediately obvious if one 

considers Table 82. In the peak construction year of 1980, over $250 mil-

l ion (55.2 percent) of the impact on value added accrues to the Northv:est. 

This is $249 million more than the Point Gravina Route and about $250 million 

more tr;an the Prime Route. By 1990, this regional difference is 64 million 

more than Point Gravina and 66.3 million more than the Prime Route. The 

value added impact is smaller than the impact of the Point Gravina Route 

by $96 million in 1990, even though the construction period impact is·larger 

by_ about $50 mill ion. This is because of the relatively isolated nature 

of construction activity in the Northwest Region of the state.· It is nearly 

as convenient to support such activity from outside the state as within the 

state, and most Northwest LNG activity will be relatively insulated from 

most of the Alaska economy'. Petroleum revenues will be about the same as 

the other LNG cases, as will be shown later. It is the distribution of out­

put which provides the apparently strange results in Table 82. 



Table 82 

GOLOVIN ROUTE 
IMPACT ON GROSS PI\OOUCT OY REGION 1\ND YEAR l 

Millions of 1958 Dollars 

YEAR NORTHWEST SOUTHWEST SOUTHEAST SOUTHCENTRAL 

1976 *2 * * 
77 * * o. 1 
78 3.4 0.1 0.6 

79 95.4 0.5 2.3 
80 251.5 1.7 7.7 
81 180.1 2.5 11.2 

82 94.0 2.3 1 0.1 
83 73.1 1.9 8.4 
84 70.5 1.6 7.0 

85 69.0 1.6 6.6 
86 66.9 1.7 6.7 
87 67.5 1.8 6.9 

88 68.5 1.9 7.0 
89 68.0 2.0 7.2 
90 67.8 2.1 7.4 

1 rmp~~ts are measured as deviations from the situation 
in which no gas pipeline is built. 

2 * = less than 50 thousand dollars. 

* 
* 
0.4 

l . 6 
5.4 
7.9 

7.2 
6.0 
5.0 

4.8 
5.0 
5 .1 

5.2 
5.4 
5.6 

ANCHORAGE 

0.1 
0.3 
7.5 

34.0 
73.9 
79.7 

64.9 
49.6 
43.8 

43.5 
47.8 
50.4 

54.0 
58.3 
63.6 

INTERIOR FAIRBANKS TOTAL 

* * 0.2 
* 0.1 0.5 

23.6 0.5 36.1 

62.9 2.0 198.8. 
99.2 7.8 447.2 
59.9 11.4 352.6 

57.3 1 0 .6 246.3 
33.1 9.2 181 .4 
32.6 8.0 168.5 

I 

33.0 7.8 166.2 ~ 

w 
33. 1 8.2 169.5 0 

33.8 8.6 17 4.1 

34.3 8.9 179.9 
34.4 9.4 184.7 
34.2 10.0 190.8 
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Emplo.Y~nent is concentra.ted in the Northwest only during the construc­

tion period. Following construction, emplo.)1llent opportunities are gener­

ated mostly in the Anchorage area. As shown in Table 83 , the Northwest 
' 

has 8,700 110rkers in peak construction year, or 33.8 percent of total em-

plo.)1llent impact. Anchorage a.nd Interior have 26.8 percent and 24.1 per­

cent, respectively. By 1990, Anchorage's a.bsolute total has remained about 

the same -- 6,800 wcrkers -- but in percentage terms, this represents 56.2 

percent of the total, while Northwest and Interior have only 5.8_percent 

and 4.1 percent, respectively. The total impact of 25,700 during con­

struction is about 2,000 larger than the Point Gravina and 21,000 larger 

than the Prime Route. Hohever, by 1990 the smaller multiplier effect of 

this route becomes appc.rent a.s the emplo.Y~Tient impact for the Golovin Route 

is 4CO persons ~aller than the Point Gravina case. 

In this case, as in all the others, much of the emplo.Y~Tient impact is 

concentrated in the government and support sectors. Even in the peak con­

struction year of 1980, construction and mining together account for only 

36.2 percent of the emplo.Y~Tient increase. Support industries account for 

43.6 percent of the impact, while government accounts for 17.1 percent. 

By 1990, these percentages are 10,7 percent, 49.6 percent, and 33.1 per­

cent, ~lith government's absolute total holding fairl~ constant and the 

other totals declining considerably. Even so, this route shows larger im­

pacts in every industry tha.n the Prime Route. 

The impacts on real wages and salaries paid, sho~m in Table 85 

demonstrate that the increase in Anchorage area emplo.Y~Tient is an increase 



YEAR NORTHWEST SOUTHWEST 

1976 *2 * 
77 * * 
78 0.3 * 

79 5. l 0. l 
80 8.7 0.3 
81 5.9 0.5 

82 2.0 0.4 
83 0.7 0.4 
84 0.7 0.3 

85 0.7 0.3 
86 0.7 0.3 
87 0.7 0.3 

88 0.7 0.3 
89 0.7 0.3 
90 0.7 0.3 

Table 83 

GOLOVlN 1\0UTE 
IMPACT ON EMPLOYMENT llY 1\EG ION AND YE/\R 1 

Thousands of Persons 

SOUTHEAST SOUTHCENTRAL ANCHORAGE 

* * * 
* * * 
0.1 0.1 0.6 

0.5 0.3 2.8 
1.6 1.0 6.9 
2.4 1.5 8.4 

2.2 1.3 7 .1 
1.8 1.1 5.7 
1.5 0.9 4.9 

1.4 0.9 4.8 
1.5 0.9 5.2 
1.5 0.9 5.5 

1.5 1.0 5.8 
1.5 1.0 6.2 
1 '6 1.0 6.8 

1rmpacts are measured as deviations from the situation 
in which no gas pipeline is built. 

2 * = less than 50 persons. 

INTERIOR FAIRBANKS TOTAL 

* * * 
* * 0. l 
2.3 o. 1 3.5 

5.7 0.3 14.8. 
6.2 1.1 25.7 
2.9 1.6 23.2 

2.7 1.5 17.2 
0.5 1.2 ll. 5 
0.4 1 .o 9.8 

0.4 1.0 9.5 
~ 

0.5 1.0 10. l w 

"" 0.5 1.1 10.4 

0.5 1 • l 10.8 
0.5 1.1 11.4 
0.5 1.2 12 .l 



AGRICULTURE, 
YEAR FORESTRY, & HINING CONSTRUCTION 

FISHERIES 

1976 0 ·0 *2 
77 0 0 * 

. 78 0 0 1.5 

79 0 0 6.5 
80 0 0.6 8.7 
81 0 0.6 5.5 

82 0 0.6 2.6 
83 0 0.6 0.6 
84 0 0.6 0.5 

85 0 0.6 0.5 
86 0 0.6 0.5 
87 0 0.6 0.6 

88 0 0.6 0.5 
89 0 0.6 0.6 
90 0 0.6 0.7 

Table 84 

GOLOVIN ROUTE 
IMPACT ON EMPLOYt'iENT UY INDUSTRY liND YEAR l 

Thousands of Persons 

TRANSPORTATION, FINANCE; 
MANUFACTURING COI'u'lUNICATION, TRADE INSURANCE, 

liND UTILITIES REAL ESTATE 

0 * * * 
0 * * * 
0 0.2 0.7 * 
0 1.8 2.2 0.2 
0 3.3 3.6 0.5 
0 2.4 3.1 0.7 

0 1.1 2.6 0.6 
0 0.6 1.7 0.5 
0 0.5 1.5 0.4 

0 0.5 1.4 0.4 
0 0.5 1.6 0.5 
0 0.6 1.6 0.5 

0 0.6 1.7 0.5 
0 0.6 1.9 0.6 
0 0.7 2.0 0.6 

Impacts are measured as deviations from the situation 
in which no gas pipeline is built. · 

2 * = less than 50 persons. 

\ 

' \ • 

SERVICE GOVERNMENT OTHER I TOTAL 

* * * * 
* * * o. 1 
0.7 0.3 0.1 3.5 

2.5 1.2 0.3 14.8 
3.8 4.4 0.9 25.7 . 
3.4 6.4 1.1 23.2 

3.0 5.8 0.9 17.2 
2.0 4.8 0.8 11.5 
1 .7 4.0 0.6 9.8 

1.7 3.7 0.6 9.5 
1.9 3.8 0.6 10.1 
2.1 3.8 0,7 10.4 

2.2 3.9 0.7 10.8 
2.5 3.9 0.7 11.4 
2.7 4.0 0.8 12.1 

' 

., 
~ 

w 
w 



Table 85 

GOLOVlf\1 ROUTE 
IMPACT ON REAL WAGES AND SALARIES 1'1\ID [ly REGION 1\ND YEAR1 

Millions of 1967 Dollars 

YEAR NORTHHEST SOUTHHEST SOUTHEAST SOUTHCENTRI\L 

1976 0 0 0.1 0 
77 0 0 0.1 0 
78 3.1 0.2 0.9 0.4 

79 60.8 0.6 3.3 1.8 
80 101 . 4 2.2 11.6 6.6 
81 69.1 3.3 17.5 9.9 

82 21.9 3.0 16.2 9.2 
83 7.5 2.6 13.9 7.8 
84 7.3 2.2 11.7 6.6 

85 7.3 2. 1 11.2 6.4 
86 7.5 2.3 11.8 6.8 
87 7.6 2,4 12.3 7.0 

88 7.8 2.5 12.7 7.3 
39 8.0 2.7 13.3 7.6 
90 8.2 2.7 13.9 . 8. 0 

1Impacts are measured as deviations from the situation 
in which no gas pipeline is built. 

ANCHORAGE INTERIOR 

0.1 0 
0.3 0 
4.3 24.2 

19.2 57.9 
47.5 60.5 
58.5 28.9 

50.5 26.8 
40.9 4.1 
35.8 4.0 

35.5 4.0 
39.0 4.2 
41.5 4.3 

44.6 4.4 
48.3 4.5 
52.9 4.6 

FAIRBANKS TOTAL 

0 0.2 
0. 1 0.5 
0.5 33.5 

2 .1 145.7 . 
8.5 238.0 

12.5 199.6 

11.7 139.3 
10.1 87.0 
8.7 76.4 

8.5 75.2 
9.0 80.4 ~ 

9.4 84.4 w ..,. 

9.7 89.0 
10.3 94.5 
10.7 101.5 
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biased to1vard 1 ower-paid support sector jobs. Whi.l e Anchorage registers 

56.2 percent of the increase in 1990 emploJment over the "no pipeline 

case", only 52.1 percent of additional real wages and salaries are paid 

to Anchorage Region workers. The opposite is true in areas showing greater 

numbers of oil and g11s workers and higher-paid government workers. North­

west has 5.8 percent of the 1990 empl OJment impact but 8.1 percent of 1vages 

and salaries imp<~cts. This bias is true i.n the construction years as well. 

The i.ncreased empl OJlllent opportunities draw new people to the State 

of Alaska in this case just CIS in 1111 other cases. The population in­

creases in this case ter.d to occur in construction areas in the short 

term, and in the Anchorage Region in the long term. As can be seen in 

Tatle 85, however, even in the peak construction year of 1980, Anchorage 

sains 47.8 percent of the population increase of the whole state, about 

17,200 persons. Compared with 1980, only Anchorage and the Southcentr<~l 

Regions show absolute population growth, 1·1ith Anchorage capturing 60.7 

percent, or 17,600 persons. By contrast, Northwest gains 5,400 people in 

1980 over the case where no pipeline is built, or 15 percent of the state 

total. This declines to 700 people, or 2.4 percent, by 1990. The total 

impact on population is 1 ,1 00 persons more than the Point Gravina Route 

in 1990. The difference is a higher impact on Anchorage, Southeast, and 

Northwest Regions, 11nd a sm<~ller impact on the Southcentral Region. The 

population incre11se for this route in 1990 is the highest of any route. 

Because of the sm<~ller level of general economic activity in Alaska 

with this route compared to other LNG options, state and local government 



YEAR NORTH\IIEST SOUTHWEST 

1976 0 0 
77 * 0 
78 0.3 0.1 

79 4. 1 0.5 
80 5.4 0.8 
81 3.8 0.8 

82 1.5 0.8 
83 0.8 0,8 
84 0.8 0.8 

85 0.8 0.8 
86 0.8 0.7 
87 0.8 0.7 

88 0.7 0.7 
89 0.7 0.7 
90 0.7 0.6 

Table 86 

. GOLOVIN ROUTE 
IMPACT ON POPULATION BY 1\EG ION AND YEAR 1 

Thousands or Persons 

SOUTHEAST SOUTHCENTR/\L ANCHORAGE 

*2 * * 
* * 0.1 
0.4 0.4 1.8 

1.5 1.4 8.0 
3.5 3.6 17.2 
4.3 4.6 19.1 

4.2 4.8 17.5 
3.7 4.0 15 .1 
3.4 3.6 14.2 

3.3 3.5 14.2 
3.3 3.5 14,9 
3.3 3.6 15.4 

3.3 3.7 16.0 
3.3. 3.6 16.7 
3.2 3.7 17.6 

1Impacts are measured as deviations from the situation 
in which no gas pipeline is built. 

2 * = less than 50 persons. 

INTERIOR FAIRBANKS TOTAL 

0 * * 
0 * 0.1 
1.1 0.3 4.3 

2.4 1.3 19.2 
2.6 2.9 36.0 
1.4 3.4 37.3 

1.3 3.4 33.2 
0.4 3 .1 27.8 
0.4 2.9 26.2 

~ 

0.4 2.9 25.9 
w 
0'\ 

0.4 2.8 26.5 
0.4 2.8 27.0 

0.4 2.8 27.5 
0.4 2.8 28.2 
0.4 2.8 29.0 
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spending \-'IOUld not be qS high if the sa,me spendtng rules v1ere followed. 

These governmental untts spend at a higher rate over the construction 

period for the Golovin Route thqn for Point Gravina (compare Table 87 
, 

with Table 66 ), l::ut by 1990, $4.2 million per year more is being spent 

in the Point Gravina case, 

Not surprisingly, the Golovin Route shows per capita income losses 

for the State of Alaska as a v1hole over the long term. Even though total 

personal incomes earned reach a peak of $683 million in 1980 (the largest 

of any case), and still hold at $419.7 million in 1990, the ultimate per 

capita impact is a $100 loss (more in real terms) by 1990. The transient 

per capita increase of $630 per person in Alaska during the construction 

period \'Jill not stand up under the increase in population innigration in 

the 1930's and the exi-c of oil and gas construction jobs. As before, the 

impact is not evenly distributed across the state. The Northwest and In .. 

terior Regions benefit substantially from the gas 1 ine even on a per cap{ta 

basis, largely because there is little inmigration and a vast increase in 

production and the tax base. On the other hand, the main support bases 

for the line-~ Anchorage, Southcentral Region, and Pairbanks: --show net 

per capita losses, as does the Southeast, apparently because of population 

increases combined with somewhat lower spending rates per ·capita. ·. 

Summary 

In summary, no route gives q substantial boost to Alaska •·s per capita 

incane over the long term, largely because the state cannot close its borders 



Table 87 

GOLOVIN ROUTE 
IMPACT ON STATE /\NO LOCAL REVENUES /\NO EXPENDITURES l 

Millions of Dollars 

PERSONAL AND 
STATE PETROLEUM CORPORATE INTEREST 

YEAR TOTAL REVENUES INCOME TAX INC011E 

1976 0.7 0.7 0 0 
77 1.6 1.5 0 0 
78 17. 1 16.9 0 0 

79 49.7 37.3 4.6 0.3 
80 163.4 104.5 22.0 1.0 
81 226.9 120.8 39.1 2.8 

82 228.8 132.0 34.7 4.9 
83 224.2 148.8 25.7 7.2 
84 219.2 163.9 17.2 9.8 

85 219.7 164.3 16. l 12. 6 
86 238.1 177.4 17.0 15.5 
87 248.3 177.4 19.5 18.6 

88 257.9 177.4 21.8 21.7 
89 268.8 177.4 24.6 24.8 
90 281.4 177.4 28. 1 27.9 

1Impacts. are measured as deviations from the situation 
in which no gas pipeline is built. 

SPECI/\L OTHER LOCAL GOV'T 
l-UND GENERAL FUND REVENUE FROM 

REVENUE REVENUE OWN SOURCES 
. ----

0 0 0 
0 0 0.1 
0.1 0.1 0.2 

2.7 4.8 12.5 
13.7 22.3 62.3 
25.7 38,6 115.4 

23.1 34.1 103.6 
17.6 25.0 78.5 
12.0 16 .4 53.3 

11.6 15.1 51.3 
12.6 15.7 55.7 
14.9 17.8 65.9 

17.2 19.6 75.7 
20.0 21.8 88.2 
23.5 24.5 '1 02. 9 

I 

STATE AND STATE AND 
LOCAL GOV'T LOCAL GOV'T 

REVENUE EXPENDITURES 

0.8 0.7 
2.0 1.7 

19.6 13.1 

69.0 52.8 
247.9 198.9 
373.5 310.2 

-
362.3 297.2 c.... 

0: 
330.5 263.4 
298.7 229.9 

296.6 228.0 
320.9 246.9 
342.3 266.7 

362.8 285.5 
386.9 . 307.7 
415.7 334.2 
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Table 88 

GOLOVHI ROUTE 
IMPACT ON PERSONAL JIICCI1E i\1:0 l'l/1 CAPITA WC0'1E BY REGION AND YEAR! 

Personal Inccme 1n Millions of Dollars. Per C.1pita Inccme 1n Dollars 

NCRTHI>'EST SOUTH\:SST SOU THE-1ST ~~IAL ANCHORAGE INTERIOR 

• PERSOI:AL PER CAPITA PERSONAL PER CAPITA 
YEAR IIIW1E HIC~~E INCO~E !NW1E 

' 1976 0 0 0 0 
77 0 - 1 0 0 
78 5.3 248 - 0.4 ~ 40 

. 79 115.4 4,795 1.8 - 54 
80 199.6 6,891 7.4 23 
81 140.7 4.944 11.3 158 

82 45.5 1 ,523 9.0 56 
OJ 16.3 <! 13 8.2 21 
a.; 15,4 .;)2 7.3 - 30 

85 17 .1 464 . 7.3 - 46 
86 18.3 531 8.2 - 30 
Sl 19.3 556 8.8 - 28 

ss 20.4 580 9.5 .. 2.0 
89 21.7 626 10.4 - 3 
90 23.2 681 11.4 19 

T Impacts are measured as deviations fran the situat1on 
1n which no gas pipeline is runt. 

PERSONAL PER CAPITA 
1NC01E INC(X>IE 

0.1 0 
0.2 1 

- 0.1 - 66 

10.8 - 92 
41.0 - 24 
60.6 102 

51.0 - so 
45.3 - 91 
40.1 - 150 

39.9 - 168 . 
43.7 . - 154 
47.0 - 150 

50.4 T 143 
54.6 - 131 
59.5 - 115 

PERSONAL PER CAPITA PEHSONAL PER CAPITA PERSOI:AL PER CAPITA 
HiCCHE INC0:1E INCCNE INCCJO:E INCO:"E INC011E 

0.1 1 0.3 1 0 0 
0.1 - 1 0.6 1 0.1 11 

- 0.2 - 60 4.8 - 58 80.4 5,736 

7.2 - 99 57.4 - 87 203.5 13,412 
27.7 - 99 152 .9 - 78 224.3 14 ,234 
40.8 - 27 188.5 - 8 111.2 7,530 

34.4 . - 121 ISO .3 - 120 105.3 7,005 
30.9 - 129 117 .3 - 138 17.0 762 
27 .1 - 153 115.9 - 169 17.1 798 

27.1 - !58 119.4 - 177 17.9 820 
29.7 - 149 136.8 - 170 19. 1 905 
32.1 - 1.47 150 .o - 170 20.3 947 

34,6 - 141 167 .o " 167 21.7. 1 ,003 
37.5 - 136 187.8 - 163 23.2 1 '105 
41.1 - 128 213 .s - 157 24.7 1 ,207 

FA!RBANKS 

PERSONAL PER CAPITA 
INCCt-\E INW\E 

0.1 1 
0.2 1 

- 0.6 - 57 

7.4 - 81 
30.2 - 12 
44.1 107 

37.0 - 21 
33.7 - 51 
30.2 - 99 

30.5 - 111 
33.6 - 98 
36.2 -94 

39.0 - 86 
42.4 - 76 
46.5 -63 

TOTAL 

PERSO~\f..L 
H>CO'·H: 

0.6 
1.4 

89.1 

403.7 
683.0 
5$$.2 

~32.3 
279.3 
25~.2 

Z'i?. ~ 
239.3 
313.7 

342.7 
377.5. 
419.i 

PER CAP!1 
HiCCl·:t: 

1 
2 

123 

~C3 

6'" 
4~ 

128 
.. 7S 

.. nc 
- 1:!7 
- 117 
- 116 

- 114 
- JCS 
- 13 

~ 

w 
\0 
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to irunigrants over the long term. Within the state, however, livtng 

conditions and the nature of the economi.c base in the more remote regions 

may sharply reduce population increases. If so, then these regions may 

enjoy fairly substantial increases in per capita income. The increases 

in employment are usually far greater in the LNG cases and the increases 

in output greater still, but all routes show a strong construction peak, 

a post-construction downturn in growth, and a more general growth period 

centering on Anchorage. The LNG routes show greater total impacts; never­

theless, the construction impact on a given region ts almost always in­

creased by building a pipeline through the region. The long run impact for 

every route centers on Anchorage. finally, while construction and mining 

have a large transitory impact in some cases on the Alaskan economy, it 

is hew and where the state spends its petroleum revenues in the long run 

which will ultimately tell the size and the distribution of economic ef­

fects of North Slope gas in Alaska. 
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II I. SENSITIVITY TESTS 

A. SENSITIVITY OF THE RESULTS TO ALTERNATIVE: PRODUCTION LEVELS 

The El Paso and Arctic Gas proposals are based upon different assumed 

levels of production, with El Paso the more optimistic of the two. Since 

the level of production would be the same no matter ~1hich route is finally 

built, runs were done of the ~1AP model for the LNG routes using the Arctic 

Gas assuroption of 2.25 bi11 ion cubic feet per day throughput, and for the 

Trans-Canada routes using the El paso assumption of 3.5 bill ion cubic feet 

per cay, in order to ccmpare the proposals at high and low productions. 

The results of the lower production case are reported here to show the im­

pact of altering El Paso's assumption concerning production, but very simi­

lar 1elationships between the Trans-Canada and LNG options hold at the 

higher production rate. The State of Alaska is now considering 1 imiting 

production from Prudhoe Bay to 2.0 billion cubic feet per day, so the ccm­

parison of the options at 2.25 bill ion is also closer to reality. 

With respect to gross product, the Trans-Canada routes look more 

favorable when LNG route production is assumed to be 2.25 bill ion cubic 

feet per day. Table 89 demonstrates the change in gross product by year 

for each of the LNG options in canparison with the Trans-Canada options • 
.. 

It is apparent that even though gross product is reduced by aoout $14 -

$15 million in each of the LNG cases, the total impact in each case is 



YEAR-

1976 
77 
78 

79 
80 
81 

82 
83 
84 
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88 
83 
90 
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1976 
77 
78 

79 
80 
81 
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Table 89 

CONPARISON OF LI:G OPTIONS AT DIFFERENT 
LEVELS OF PRODUCTION HITH THE TP-A:lS-CAiiADA OPTIONS 

GROSS PRODUCT IHPACT 
(Millions of 1958 Dollars) 

Route and Level of Production 

PT. GRAVINA FA! R I'ANKS -HAl liES COOK INLET 

3.5 bcf 2.25 bcf 3.5 bcf 2.25 bcf 3.5 bcf 2.25 bcf 

0.2 0.2 0.3 0.3 0.2 0.2 
0.5 0.5 0.5 0.5 0.5 0.5 

32.4 32.4 34.8 34.8 31.0 31.0 

122.3 122.3 126.2 126.2 123.0 123.0 
396.9 399.2 292.0 294.4 421.7 424.0 
362.9 365.2 188.5 190.8 388.7 390.9 

316.7 317.7 165.6 166.6 338.6 339.6 
269.3 267.9 168.8 167.3 292.6 291 .1 
259.7 254. 5 175.2 169.9 282.6 277.3 

260.1 253.4 181.6 174.9 283.1 276.4 
265.9 255.9 189.9 180.0 289.0 277.7 
269.5 258.0 195.6 184.2 292.6 280.6 

274.2 251 '7 202.0 189.5 297.4 284.7 
279.4 <'05.9 203.9 195.5 302.8 289.2 
225.8 272.4 216.3 201.8 31 o. 5 296.0 

ONSHORE, P~IJ·:E OFFSHORE INTERIOR FT. YUKON 

2.25 bcf 2.25 bcf 2. 25 bcf 2.25 bcf 

0.2 0.2 0.3 0.4 
1.2 1.3 4.0 5.8 
4.0 4.2 14.8 22.1 

14.4 14.8 63.4 104.0 
40.7 41.2 115.5 179.4 
30.6 31.1 52.0 66.2 . 

28.9 43.9 38.4 44.5 
30.1 35.2 36.9 40.8 
30.9 33.2 37.1 40.4 

31.9 33.4 38.1 41.3 
32.9 34.2 39.2 42.4 
34.3 35.5 40.8 44.1 

35.9 37.2 42.7 46.2 
37.7 39.0 44.8 48.4 
39.9 41.2 47.3 51.1 

.. 
GOLOVIN 

3. 5 bcf 2.25 bcf 

0.2 0.2 
0.5 0.5 

36.1 36.1 

198.8 198.8 
447.2 449.7 
352.6 354.9 

246.3 247.4 
181 .4 179.9 
168.5 163.3 

166.2 159.6 
169.5 159.5 
174.1 162.7 

179.9 167.0 
184.7 171.2 
190.8 176.4 

FAIRBANKS-
ALASKA HIGHHAY 

2.25 bcf 

0.6 
9.4 

35.2 

152.2 
249.7 
91.0 

58.9 
52.5 
51.4 

52.3 
47.2 
48.7 

50.9 
53.5 
56.5 

• 
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still far greater than for any of the Trans-Canada routes.l Nor does 

changing the level of production alter the relationship among the LNG routes. 

In descending order of impact, they remain: Cook Inlet, Point Gravina, Fair­

banks-Ha ihes, and Golovin. 

Another way to measure the importance of 1 ower production on the LNG 

routes is to look at the difference i:n the level of employnent. Table 90 

demonstrates again that l'lhile about 1,800 fewer people are employed in the 

state at the lower level of production in 1990, this is still 4,900 to 

6,800 people more than the largest Trans-Canada impact. The relationship 

among the LNG routes is also unchanged. In order of declining impact, 

the rc:~tes are still ordered: Fairbanks-Haines, Cook Inlet, Point Gravina, 

and Goiovin. 

Other can pari sons could be made between the high production and low 

production cases. The canputer runs were actually made but in the interest 

of conserving space, the results Nill not be reported here. Neither the 

relationship bet\'1een the group of Trans-Canada and the group of LNG op­

tions, nor the relationship among the LNG options, \'JaS changed. 

1 It may be noticed that the high production case generates lower gross 
products than the low production·case, initially. This is because of 
the different staging of the Arctic Ga.s and El Paso proposals, and is 
not true after 1 983. 

• 
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Table 90 

COl-lPAR!SOii OF L:;G OPTIOiiS AT DIFFER~NT 
LEVELS OF PRODUCTION ::ITH THE TKAI:S-CAIIADA OPTIONS 

EHPLOY:·1ENT !11PACTS 
(Thousands of Hage Earners) 

Route and Level of p,·oduction 

PT. GRAVINA FAIRIJANKS-HAI NES COOK INLET 

3.5 bcf 2.25 bcf 3. 5 bcf 2.25 bcf 3. 5 bcf 2.25 bcf 

* * * * * * 
0.1 0.1 0.1 0.6 0.1 0.1 
3.5 3.5 3.7 3.7 3.6 3.6 

·14.0 14. 1 14.3 14.3 14.5 14.5 
23.8 24.2 24.3 24.7 24.5 24.9 
21.1 21.4 13.4 13.7 21.8 22.1 

15.9 16.0 9.6 9.7 16.2 16.3 
11.0 10.8 9 .1 8.9 11.3 11.0 

9.9 9.2 9.6 8.9 10.2 9.4 

9.7 8.8 9.9 9.0 10.0 9.1 
10.4 9.0 10.7 9.4 10.6 9.2 
10.8 9.2 11.2 9.6 11.1 9.5 

11.2 9.6 11.6 10.0 11.5 9.9 
11.8 1C .1 12.2 10.5 12.1 10.4 
12.5 10.7 12.9 11.1 12.9 11.1 

.... 

ONSHQ((E, PRII·iE OFFSHORE INTERIOR FT. YUKON 

2.25 bcf 2. 25 bcf 2.25 bcf 2.25 bcf 

* * 0.1 o. 1 
0.1 0.2 0.4 0.6 
0.4 0.5 1.6 2.3 

1.5 1.6 6.1 9.4 
4.3 4.4 11.3 16.5 
3.5 .3.7 6.5 8.4 . 
3.3 5.5 4.5 5.2 
3.5 4.2 4.2 4.6 
3.5 3.9 4.2 4.5 

3.6 3.8 4.2 4.5 
3.7 3.9 4.3 4.6 
3.8 4.0 4.4 4.7 

3.9 4.1 4.6 4. 9 
4.1 4.3 4.8 5.1 
4.3 4.5 5.0 5.4 

* . = Less than 50 persons 

''GOLOVIN 

3.5 bcf 2.25 bcf 

* * 
0.1 0.1 
3.5 3.5 

14.8 14.8 
25.7 26.1 
23.2 23.5 

17.2 17.3 
11.5 11.3 
9.8 9.1 

9.5 8.6 
1 o. 1 .8.7 
10.4 8.9 

10.8 9.2 
11.4 9.7 
12.1 10.2 

FAIRBANKS-
ALASKA HIGHHAY 

2.25 bcf 

0.1 
1.0 
3.7 

14.6 
23.9 
11.3 

6.6 
5.6 
5.4 

5.4 
5.4 
5.5 

5.7 
5.9 
6.2 



- 145 -

B. SEN SIT IV ITY OF THE RE.SUL TS TO THE PRICE OF GAS 

The assumption of a wellhead prtce of gas at 50 cents per thousand 

cubic feet (mcf), \'thile perhaps the most likely and realistic one which 

could be made at this time, is still arbitrary and could be affected 

either by adrni'nistrative act ion of the Federal Power Commission or by 

action of the Congress to change or remove regulations on the wellhead 

price. One possible alterna tive i.s that the wellhead price of gas pro­

duced in Alaska 1vhich must c·ompete with regulated-priced supplies in the 

Lower 48 will not differ signiftcantly from zero. 1 Without 1·.orrying about 

the p12.u si.bil ity of sue h a result for the manent, one can usefully ask: 

what hi11 be the effect cf reducing the well head price to zero? 

1
This assumption \'laS propounded in a, task force report for the Governor of 
Alaska. As quoted in ISEGR; Impact ·an the Alaska ·Ecoriomy ·of Alternative 
Gas Pipel. ines, April, 1975, pp .. 49-5.0, the task force says: 

The task force has sane concerns about the abtl ity of etther pro­
ject to deliver gas com pet it iv ely without goverrroent subsidy and 
with the result of a positive well head value. If the well head 
value is zero or very snall, our royalti'es fran the gas 1·till be 
very slight and our severa.nce taxes, whtch are based on well head 
value, will also be minimtzed. We fi'nd this to be a significant 
feature in our anal ys is since it has led us to conclude that if 
we are to derive any significant econanic benefit fran the de­
ve1oped Alaskan resource, it may well have to be through direct 
use of the gas ourselves •.. Accordingly, ·it is clearly in the 
State'-s best interest in obtaining a max imum return fran its 
North Slope gas to keep that gas in the state for use here 1 and 
since we can only do that with a Trans .:.Alaskan line, it is in 
the State•·s interest to support ·such a route. 
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Table 91 conpares Alaska's gross state product at a gas price of 

50 cents and a gas price of zero for ea.ch of the proposed routes. Even 

though a.ssumed production is higher in the LNG cases, the percentages 

' 
change in impact caused by a zero gas price is much larger in the Trans-

Canada cases. This is, of course, because direct emplo}lllent is so snall 

on the Tr11ns-Canada routes in Ala,ska, rela,tive to that on the LNG routes, 

and because of the larger stock of tCil(a.ble ca,pital equipnent installed on 

the Ll\'G routes. If the price of gi\S were reduced to zero, the impact on 

the Alaskan econany in the late 1980's wculd be reduced by about 50 per­

cent en the Trans-Canada routes, and by 14-22 percent on the LNG routes. 

The a::solute irJpact is about $28 million in the Trans-Canada cases and 

about ~43 million in the LNG cases for the late 1980's. There is little 

or no irJpact of changir;g the gas price until the peak and final year of 

construction, \'/hen $12-$14 million is trimmed from the total impact. 

Since in percentage terms, this is but 3-5 percent, this change in as­

sumptions has very 1 ittl e impact on the construction boom, although it 

does mitigate the following bust. Finally, it should be noted that in no 

case was rank order of the routes changed with respect to their impact on 

gross state product. The relationship of the routes to each other held 

up under this sensitivity test. 
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Table 91 

COi1PARISON OF THE EFFECT OF CH.'\HG::S 

-· IN THE PRICE OF GAS ON PIPELi ilE H!P . .:.CTS 
GROSS PRODUCT . 

(Millions of 195? Dollars} 

Route and ~ellhead Price of Gas 

FAIRBANKS-
ONSHORE , PRIME OFFSHORE INTERIOR FT. YUKON ALASKA HIGm!AY 

YEAR $ .50 LQ_ L2Q_ LQ_ $ .so LQ_ $ .50 .LQ_ $ .50 LQ_ 
1976 0.2 0.2 0.2 0.2 0.3 0.3 0.4 0.4 0. 6 0.6 

77 1. 2 1.2 1.3 1. 3 4.0 4.0 5.8 5.8 9.4 9.4 78 4.0 4.0 4 .2 4.2 14.8 14 .8 22. 1 22. 1 35.2 35 .2 

79 14.4 14.4 14.8 14.8 63.4 63.4 104.0 104.0 152.2 152·. 2 
80 40 .7 27.6 41.2 28. 1 11 5.5 102.2 179.4 166.0 249. 7 236.2 
81 30 .6 14.0 31.1 14.6 52. 0 35.4 66 .2 49.5 91. 0 74.1 

82 28.9 . 10. 9 43.9 11. 5 38.4· 20.4 44.5 26.5 58.9 40.8 83 30. 1 10. 1 35.2 10.7 36.9 16.9 40 .8 20.8 52. 5 32.4 
84 30.9 10.0 33.2 10. 6 37. 1 16.2 40.4 19 .5 51.4 30.4 -- 85 . 31.9 10. 2 33.4 10.8 38. 1 16 .3 41.3 19.5 52.3 30.5 
86 32.9 1 0.!, 34 .2 11 .0 39.2 16.6 42 .4 19.8 47.2 24.5 
c7 34.3 10.7 35.5 11.4 40.8 17 . 2 44. 1 20. 5 48. 7 25. 1 

00 35.9 li .1 37. 2 11 .8 42 .7 17.8 46 . 2 21.3 50 .9 26. 0 
23 37.7 11.5 39.0 12.2 44.8 18.5 48.4 22.1 53.5 27 .1 so 39.9 11.9 41.2 12.7 47.3 19. 2" 51.1 23 .0 56.5 28.4 

FAIRBANKS-
PT • . GRAY Ii~A. HAINES COOK INLET GOLOVIN 

YEAR $ .so LQ_ $ .50 LQ_ $ .50 LQ_ ~ LQ_ 

1976 0.2 0.2 0. 3 0. 3 0.2 0.2 0.2 0.2 
77 0. 5 0.5 ·0.5 0.5 0. 5 0. 5 0.5 0.5 
78 32.4 32.4 34.8 34 .8 31.0 31. 0 36 .1 36. 1 

79 122. 3 122.3 126.2 126.2 123. 0 122.9 198 .8 198.8 
80 396 .9 385.9 292.0 281 .1 421.7 421.7 447.2 435 . 5 
81 362.9 348. 1 188 .5 173 . 9 388.7 377.2 352.6 337.3 

82 316.7 299.3 165.6 148.4 338 .6 322 .4 2~6.3 228.7 
83 269.3 247.5 168.8 147. 1 292.6 271 .3 181 .4 159.6 
84 259.7 233.2 175.2 148.7 282.6 256.5 168.5 142.0 

85 260. 1 231.4 181.6 152.9 283. 1 254.7 165.2 137 .5 
86 265.9 233.0 189.9 157 .1 289.0 256.4 169.5 135.7 
87 269.5 234.1 195 .6 160.2 292 .6 257.5 174 .1 138.3 

88 274 .2 236 .4 202.0 164.3 297.4 260.0 179.9 142.1 
89 279.4 239.2 208.9 168.8 302.8 262.9 184 .7 144 .5 
90 286.8 243.8 216.3 173.3 310.5 267.9 190.8 147.9 

.; 
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The changes in impacts on enployment are sho1·m in Table 92. As in 

the case of gross state product, there is virtually no impact from chang­

ing the price assumption until 1980, the peak construction year. While 

the absolute enplo)lllent reduction is about 2,000 persons larger on the 

LNG routes in the long run, in percentage terms the impact of the changed 

assumption is far larger on the Trans-cana.da options. The LNG options' 

enplo)lllent is reduced frol)l 42 to 45 percent if the state is deprived of 

product ion revenues by a zero we 11 head price, while the corresponding 

Trans-canada eupl o;ment is reduced by at)y~Jhere fran 58 to 81 percent, the 

largest reductions occorring whare euplo)lllent is the smallest. It can 

thJs :e said that the six Trans-canada routes' enployment impacts are 

Dore sensitive to the price of gas than are those of the LNG routes. How­

ever, tne relative rank order of the ten possible routes 116.s unchanged 

by the changed price assumption. 



YEAR 

1976 
77 
78 

79 
80 
81 

82 
83 
84 

85 
86 
87 

88 
89 
90 

YEAI~ 

1976 
77 
78 

79 
80 
81 

82 
83 
84 

85 
86 
87 

88 
89 
90 

ONS!IOI\E, PRII·IE 

$ .50 $_0_ 

* * 
0.1 0.1 
0.4 0.5 

1.5 1.5 
4.3 2.3 
3. 6 1.1 

3.3 0.7 
3.5 0.6 
3.5 0.6 

3.6 
3.7 
3.8 

. 3.9 
4.1 
4.3 

0.6 
0.6 
0.7 

0.7 
0.7 
0.8 

I'T, GI\AV HIA 

* * 
0.1 0.1 
3.5 3.5 

14.0 14.1 
23.8 22.2 
21.1 19.0 

15.9 13.4 
11.0 7.9 

9.9 6.2 

9.7 5.8 
10.4 5.9 
10.8 6.1 

11.2 6.3 
11 .8 6.6 
12.5 7.1 

* • Less than 50 persons 
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Table 92 

COriPARISON OF THE EFFECT OF CHf,NGES 
IN THE PRICE OF GAS Oil P!PEL!IIE IMPACTS 

E:·:PLOYI·IENT 
(Thousands of llage Earners) 

Route and !·:ell head Price of Gas 

OFFSIIORE 

$ .5Q_ LQ__ 

* * 
0.2 0.2 
0.5 0.5 

1.6 1.6 
4.4 2.4 
3.7 1.3 

5. 5 0.8 
4.2 0.7 
3.9 0.7 

3.8 
3.9 
4.0 

4.1 
4.3 
4.5 

0.7 
0.7 
0.7 

0.8 
0,8 
0.9 

FAIRBANKS­
HAl NES 

L.:...~Q. LQ__ 

'J,.· * 
0.1 0.1 
3. 7 3.7 

14.3 14.3 
24.3 22.7 
13.4 11.3 

9.6 7 01 
9 01 6 01 
9.6 5.9 

9. 9 6.0 
10.7 6.3 
11.2 6.5 

11.6 6.7 
12.2 7.1 
12.9 7.5 

INTERIOR 

t_,5o u __ _ 
0.1 0.1 
0.4 0.4 
1 0 6 1 0 6 

6.1 6.1 
11.3 9.3 
6,5 4.0 

4.5 1.9 
4.2 1.4 
4.2 1.2 

4.2 
4.3 
4.4 

4.6 
4.8 
5.0 

1.2 
1 0 2 
1.3 

1.:i 
1.4 
1.5 

COOK INLET 

~.50 u_ 

* * 
0.1 0.1 
3.6 3.6 

14.5 14.5 
24.5 24.4 
21.8 20.1 

16.2 13.8 
11.3 8.3 
10.2 6.5 

10.0 6.1 
10.6 6.2 
11.1 6.4 

11.5 6.7 
12.1 7.0 
12.9 7.5 

FT. YUKON 

UQ. u_ 
0.1 0.1 
0.6 0.6 
2.3 2.3 

9.4 9.4 
16.5 14.6 
8.4 5. 9 

5.2 2.6 
4.6 1.8 
4 0 5 1 .6 

4.5 
4.6 
4.7 

4.9 
5.1 
5.4 

GOLOVIN 

1 0 5 
1.5 
1.6 

1.6 
1 0 7 
1.8 

$ .so j;_o_ 

* * 
0.1 0.1 
3.5 3.5 

14.8 14.8 
25.7 24.1 
23.2 21.0 

17.2 14.7 
n .5 s.4 

9.8 6 01 

9.5 5.6 
10.1 5.5 
10.4 5.7 

10.8 .5.9 
11.4 6.2 
12.1 6.6 

. FAIRBANKS-
ALASIJ\ HIGHUAY 

$ .50 LQ__ 

0.1 0.1 
1.0 1.0 
3.7 3.7 

14.6 14.6 
23.9 21.9 
11.3 8.8 

6.6 4.0 
5. 6 2.8 
5.4 2.5 

5.4 
5.4 
5.5 

5.7 
5.9 
6.2 

J 

2.4 
2.3 
2.4 

2.4 
2.5 
2.6 




