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I. DESCRIPTION OF THE INPUTS SCENARIOS:

A1l the basic data for the following development scenarios were
supplied to the contractor by the Bureau of Land Management, Natural Re-
sources Division, Anchorage, Alaska. The totals of capital values and
empioyment in construction of pipelines, pumping stations, and liguefaction
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 waters. Thus, although
enptoyment on the Canadian section of the Prime Route is not counted in
the economic impact on the Alaskan economy, employment 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 two routes, but that it may
differ in other respects. For example, the levels and scheduies of pro~
duction for all the trans-Canada pipeline routes are the same, but the
Interior, Port Yukon, and Fairbanks Routes reguire 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 will occur in the State of Alaska in any
case because of influences not associated with construction of a natural

gas pipeline, the measure of the impact of pipeline development actually



constitutes a departure of economic growth from a path of development
which would otherwise take place. Accordingly, & run of the ISEGR MAP
model was done which allowed for probable petroleum development but no
natural gas development, and the economic results of this "base case"
were compared with 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 base case constituted the impact of choosing that
route for development.

Finally, since the economic results depend crucially on the state
revenues geherated 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

jo]

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

did not permit sensitivity analysis of different savings rates.

A. THE TRANS-CANADA ROUTES AND ASSUMPTIONS

The Trans-Canada pipeline options include the Prime Route and five
alternatives: the Offshore Route, the Onshore Route, the Interior Route,
. the Fort Yukon Route, and the Fairbanks Route. Al fhese routes were
| assumed to haye 48-inch pipelines and to be operated at the same lavel
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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Table 1

WELLHEAD VALUE OF NATURAL GAS
AND PRODUCTION TAXES GENERATED,
ALL TRANSCANADA PIPELINE ROUTES

we;l?gzd Gas Production Wellhead Value Royalties3 Production Tax? State Total

Year per MCF1  MMCF per Day? $10° per Year 5103 $103 Revenue $103
1976 $ .50 0 $ 0 $ 0 $ 0 $ 0
77 .50 0 :0 0 0 | 0
78 500 0 0 0 0
79 .50 0 0 | 0 0 0
g0 .50 2,000 365,000 45,625 14,600 60,225
81 .50 2,000 365,000 45,625 14,600 60,225
82 .50 2,040 372,300 46,538 14,892 ' 6i,430
83 .50 2,250 410,625 51,328 16,425 67,753
84 .50 2,250 410,625 51,328 16,425 67,753
85 .50 2,250 410,625 51,328 16,425 67,753
86-90 .50 2,250 410,625 51,328 ]6,425 67,753

1weﬂhead price supplied by client.

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

SRoyalties at 12.5 percent of value of production.

4roduction tax at 4 percent of value of production.



in the total value of capital equipment and the Tevels of construction
and operating employment are due mostly to the length of the 1ine within
- Alaska, and the number of pumping and chilling stations required because
of 1engtﬁlof line and terrain. The differences in state property taxes
generated are due to the differences in the value of capital equipment

in place in 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 employnent reaches
622, and the pipeline is completed (Table 2). Arctic Gas expects opera-
tions to add seven people to its Anchorage area staff, while the rest are
enployed in the Interior Region. All construction employment is assigned -
to the Interior Region because the route is far north of existing support

“areas in other regions.

A1l 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 deyelop-
ment and which 1s 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 pe% day, the pipeline constrdction begins in 1976
and results in $496 million 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.



Table 2

ESTIMATED TAXES, CONSTRUCTION EMPLOYMENT,
AND MINING EMPLOYMENT GENERATED BY
PRIME ROUTE, CGNSHORE ROUTE

P¥oper%y Production Taxgs Mining 3 Construction4
axes and Royalties Employment: Employment:
Year $103 $103 Anchorage  Interior Interior

1976  § 458 $ 0! 0 0 0
77 1,343 0 0 0 38
78 4,104 0 0 0 137
79 7,394 0 0 0 567
SO 9,913 60,225 7 32 682
81 9,919 60,225 7 32 0
82 9,919 61,430 7 32 0
83 9,?19 67,753 7/ 32 G
84 9,919 67,753 7 32 0
85 9,919 67,753 7 32 0

86-90 9,919 67,753 7 32 0

_ 1Property taxes at current 20 mill rate.

Zproduction 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.”

ATaken from AAGPC, Application, Table II F-1, modified to reflect initiation
of construction in 1977. A1l construction emplicyment assigned to Interior
region.
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Table 3

CUMULATIVE CAPITAL COSTS (VALUE IN PLACE)
AND ESTIMATED PROPERTY TAXES,
PRIME ROUTE, ONSHORE ROUTE

(Thousands of Dollars)

Year Capital Value! Property Taxes?
1976 $ 22,879 $ 458

77 67,170 1,343

78 205,205 ‘ 4,104

79 369,683 7,394
80-90 495,936 9,919

Th1aska Arctic Gas Pipeline Co., Second Supplement to the Application,
Exhibit K - "Cest of Facilities", Jan. 21, 1975.

2Property taxes at 20 mill rate.



The Offshore Route

Under this alternative, the submarine pipeline follows the coast-
line of the Beaufort Sea into Canada. The direct employment schedule, in-
cluding that required to build additional pump stations for expanding
capacity is assumed to be the same for this route as for the PrimelRoute,
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 mmef is almost $591 million. Throughput value and

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

The Onshere Route
| This a?ternétive is similar to the Offshore Route but is an onshore
rather than a submarine pipeline, Since it is located in the same gec-
graphical area, it is of similar length and since there is Tittle or no
information on why enployment should differ from that on the Prime Route
for other reasons, the schedule of exogenous empioynent was 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 MAP model .



Table 4

ESTIMATED TAXES, CONSTRUCTION EMPLOYMENT,
AND MINING EMPLOYMENT GENERATED BY
OFFSHORE ROUTE

Proper%y Production Taxgs Mining . Construction
Taxes and Royalties Employment:3 Employment:4
Year $103 $103 Anchorage  Interior | Interior
1976 § 544 $ 0 0 0 0
77 1,595 0 0 0 38
78 4,887 0 0 0 137
79 8,793 0 0 0 567
80 11,818 60,225 7 32 682
81 11,818 60,225 7 32 0
82 11,818 61,430 7 32 0
83 11,818 67,753 7 32 0
84 11,818 67,753 7 32 0
85 11,818 67,753 7 32 0
86-50 11,818 67,7563 7 32 0

]Property taxes at current 20 mi1] rate.
" 2production taxes at 4 percent of value, royalties at 12.5 percent of value.
3same as Prime Route.

4Same as Prime Route.



Table 5
CUMULATIVE CAPITAL COSTS (VALUE IN PLACE)
AND ESTIMATED PROPERTY TAXES,

OFFSHORE ROUTE

(Thousands of Dollars)

Year Capital Value! Property Taxes?2
1976 $ 27,181 | $ 544
77 - 79,771 1,595
78 - 244,047 . 4,881
79 439,628 8,798
80-90 590,900 11,818

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

2Pr0perty taxes at 20 mill rate.
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is not able to distinguish 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 eguipment rises to $1.1 billion in
1980, the year of completion, yielding $22 million per year in property
taxes. Peak enploynent occurs in 1980, when there are 2,738 workers on
 the construction project. Throughput is assumed to be the same as the
Primz Reute (Tables 6, 7).

-
i

ort Yukon Route

Tha

Stil11 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).
Employment 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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Table 6
CUMULATIVE CAPITAL COSTS (VALUE IN PLACE)
AND ESTIHATED PRCGPERTY TAXES,

INTERIOR ROUTE

(Thousands of Dollars)

Year Capital Valuel Proverty Taxesé |
1976 $ 50,600 $ 1,012
77 148,500 2,970
78 454,300 - 9,086
79 818,400 16,386
80-50 1,100,000 22,000

1Cost based on AAGPC, 2nd Supplement to the Application, Schedule K,

“"Cost of Facilities"™. Annual proportions were assumed identical to
the Prime Route.

2Property taxes at 20 mill rate.
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Table 7

ESTIMATED TAXES, CONSTRUCTION EMPLOYMENT,
AND MINING EWMPLOYMENT GENERATED BY
INTERIOR ROUTE

P;oper%y Praoduction Taxgs | Mining 3 Construction
axes ahd Royalties Employment: Employment:4
Year 5103 $103 Anchorage  Interior Interior |

1976 § 1,012 § o 0 0 0
77 2,970 a 0 0 -+ 152
78 9,086 Q 0 0 548 -
79 16,368 0 0 0 2,268
ga 22,000 60,225 7 54 2,738
81 22,000 60,225 7 54 4
82 22,000 61,430 7 54 0
83 22,000 67,753 7 54 0
34 22,000 ' 67,753 7 54 0
85 22,000 67,753 7 54 0

86-90 22,000 67,753 7 54 0

1Property taxes at current 20 mill rate.

2Producfion taxes at 4 percent of value, royalties at 12.5 percent of value.
3Interior Department Draft Environmental Impact Statement, Part II, p. 1522.
Aonstruction employiment was based on using twice as many workers as the

Prime Route, ycar arcund, over tvio years. This reflects the grecater line
distance in Alaska.
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‘Table 8
CUMULATIVE CAPITAL COSTS (VALUE IN PLACE)
AND ESTIMATED PROPERTY TAXES,

FT. YUKCN ROUTE

(Thousands of Dollars)

Year Capital Vajgg} Property Taxg§?
1976 $ 64,400 $ 1,288
77 189,000 3,780
78 578,200 11,564
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 were assumed identical to

the Prime Route.

2Property taxes at 20 mill rate.



ESTIMATED TAXES, CONSTRUCTION FEMPLOYMENT,

’

Property

Table ¢

FT. YUKON ROUTE

AND MINING EMPLOYMENT GENERATED BY

Production Taxes Mining Construction

?@xes and Roya}?iesé EmpToyment:3  Employment:

Year $IO3 $103 Anchorage  Interior Interior
1976 § 1,288 ¢ a 0 0 0
77 13,780 | 0 -0 0 228
78 11,564 0 0 0 822
79 20,832 0 0 0 © 3,402
&0 28,000 60,225 7 60 4,107
81 28,000 60,225 7 60 0
g2~ 23,000 61,430 7 60 0
83 28,000 67,753 7 60 0
84 28,000 67,753 7 60 0
85. 28,000 67,753 7 60 0
86-90 28,006 67,753 7 60 0

1

production taxes at 4 percent, royalties at 12.5 percent,

Property taxes at curvent 20 mill rate.

3Department of Interior Draft Environmental Impact Statement, Part II,

p. 1814, Total based on length of Tine in Alaska.

Aconstruction assumed to require 50 percent more labor than Interior
Route, hased on line distance, during the same construction period.
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The Pairbanks = Alaska Highway Route

The Fairbanks-Alaska Highway Route is the southerrmost of the pure
overtand options. This is also the 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 additional mileage in Alaska, tax-

“able property in place rises to $2.2 billion in 1980, resulting in state
property tax collections of $44 mfI]ion that year (Table 10). Tofal con-
struction labor peaks at a monthly average of 6,845 workers, 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 c]iént has identified four major options which will require the
transportation of natural gas by Tiquid natural gas‘(LNG) tanker to ports
on the West Coast of the lower 48 states. These differ from the Trans-
Canada routes in all three exogehous parameters: capital value created,
Tevel and schedule of employment, and planned throughput. They are each
assumed to have the same throughput as the other three (Table 12), but
differ significantly among thenselves in the amount of capital value in
place and the level of employment. For this reason, they can be expected
to have different effects on the Alaskan economy. Of interest is the fact

that E1 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 ESTIMATED PROPERTY TAXES,

FAIRBANKS ~ ALASKA HIGHWAY ROUTE

(Thousands of Dollars)

Year ' Capital Valuel _ Property Taxes?
1976 _ $ 101,200 $ 2,024
77 279,000 5,580
78 | 908,600 18,172
79 1,636,800 32,736
80-S0 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.

ZProperty taxes at 20 mill rate.
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Table 11
ESTIMATED TAXES, CONSTRUCTION EMPLOYMENT,

AND MINING EMPLOYMENT GENERATED BY
ALASKA ARCTIC GAS FAIRBANKS-ALASKA HIGHWAY ROUTE

Property Production Mihing Construction
Taxes Taxes and Emp]oyment:3 Employment:4
Year $103. Royg}g;esz Anchorage Interijor Fai bank Interior Fairbank
g rpanks nterior Fairbanks
1976  $ 2,024 $ 0 0 0 0 0 0
77 5,580 0 0 0 0 207 173
78 18,172 0 0 0 0 740 630
79 32,736 0 0 0 0 3,062 2,608
80 44,000 60,225 7 35 26 3,697 3,148
81 44,000 60,225 7 35 26 0
82 44,000 61,430 7 3 26 0 0
83 44,000 67,753 7 35 26 0 0
84 44,000 67,753 7 35 26 0 0
85 44,000 67,753 7 35 26 0 0
86-90 44,000 67,753 7 35 26 0 0

]Property taxes at current 20 mill rate.
ZProduction taxes at 4 percent of value, royalties at 12.5 percent of value.

3Department of Interior Draft Environmental Impact Statement, Part 11,
page 2121.

“Construction employment based on 2.5 times the manpower required for the
Interior Route, over the same time period. No construction schedule is
available.



Wellhead ¢

JELLHEAD VALUE OF NATURAL GAS
AND PRODUCTION TAXES GENERATED,

- 18 -

Table 12

ALL LNG ROUTES

. Price : Gés Productiog He1%head Value Royai%ies3 Production Tax} State Toﬁai
ear  per MCF MMCF per Day® $10° per Year $10 $10 Revenue $10
1976 § .50 0 $ 0 $ 0 $ 0 $ 0
77 .50 0 0 0 0 0
78 .50 0 0 0 0 0

79 .50 0 0 0 0
80 50 1,649 300,943 37,618 12,038 49,656
81 50 1,756 320,470 40,059 12,819 52,878
g2 50 1,988 364,635 45,579 14,585 60,164
83 o0 2,550 465,375 58,172 18,615 76,787
84 50 3,052 556,890 69,624 22,280 91,904
85 50 3,065 559,363 69,920 22,375 92,295
86-90 50 3,500 638,750 79,844 105,394

Vet head price supplied by client.

2Docket No. CP75-Exhibit H, Scheduie 4.

El Paso Alaska Co.

25,550

"Gas Available to Pipeline" -

3Roya1ties at 12.5 percent of value of production.

fproduction tax at 4 percent of value of production.
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than Arctic Gas has for the Trans-Canada routes. A sensitivity test was

conducted to discover the importance of this difference in assumptions.

The Point Gravina Route

The base case for the LNG options is the E1 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 William Sound. The principal difference in the
economics of this line and the varjous Trans-Canada optiong is that the
entire length of the line is within the State of Alaska. In addition,
terminal and liquefaction facilities are required. Between the two of
théﬁ, these factors imply capital equipment in place worth about $3.6
bitlion by the year of completion, yielding almost $72 million in property
taxes every year to the state (Table 13).

Employment occurs in three regions if this route is chosen: South—
central, Interior, and Fairbanks. Because of the terminal and liquefac-
tion plants, approximately 600 people are euployed in operations (400 in
the Southcentral Region, and 100 in each of the other two) (Tab1e§ 14, 15).
Peak employment is reached in 1980 with 7,600 construction workers, but
oroduction does not reach its maximum until 1986 when flow reached 3.5
mittion cubic feet per day. At 50 cents per thousand cubic feet, this is
nearly $638.8 million per year, which yields production taxes and royalties
of $105.4 million per year. Part of the difference between the LNG and
Trans-Canada options arises from this different assumed level of production

in the applications.
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Table 13

CUMULATIVE CAPITAL COSTS (VALUE IN PLACE)
AND ESTIMATED PROPERTY TAXES,
POINT GRAVINA ROUTE

(Thousands of Dollars)

Gas Pipeline Marine Tergina1 Liguefaction Total Proper&y '

Year Valuel Value Plant Valued  Value Taxes
1876 $ 12,593 $ 2,868 $ 19,041 § 34,502 $ 690
77 23,325 8,265 42,263 73,853 1,477
78 535,945 22,104 287,101 845,150 16,903
78 1,187,239 37,910 637,042 1,862,191 37,244
80 1,576,841 50,555 1,113,606 2,741,101 54,822
81 1,839,543 56,298 1,499,761 3,395,602 67,912
82-90 1,939,213 57,685 1,602,417 3,599,325 71,987

'1E1 Paso Alaska Co., Table 2.3-T3.
ZET Paso Alaska Co., Table 4.3-T2.
3ET1 paso Alaska Co., Table 3.3-T2.

4Property taxes at 20 mi1l rate {current level of state property tax)..
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Table 14

_ ESTIMATED CONSTRUCTION AND MINING EMPLOYMENT
GENERATED ON THE POINT GRAVINA ROUTE, BY FACILITY TYPE

CONSTRUCTION EMPLOYMENT

1

Year Pipeline Marine Terminal? Liguefaction Plantd Total

1976 0 0 0 : 0
77 0 0 0 0
78 1,350 3 100 1,481
79 3,100 86 2,881 6,067
80 3,134 82 4,356 7,572
81 1,500 0 2,838 4,338

82 1,258 0 650 1,908
83 0 0 0 0
84 0 0 0
85 0 0 0 0

86-90 0 0 0 0

- : MINING (OPERATIONS) EMPLOYMENT

Year Pipeline4 Marine Termina'l5 Liduefaction P1ant6 Total

1880-80 268 47 309 624

3 Paso Alaska Co.

261 Paso Alaska Co.
3E1 Paso Alaska Co.

4E1 Paso Alaska Co.

SE1 Paso Alaska Co.
bE1 Paso Alaska Co.

.1.5-29. "Alaska Gas Pipeline Construction Manpower Curve."

2
.3-4, "Alaska Marine Terminal Construction Manpower Curve."
4. "LNG Plant Construction Manpower Curve."

1

5
3
3
.3-19. "Alaska Gas Pipeline Manning Table."
g
3

w w i) v W -

.3-12. "Alaskan LNG Plant-Contracted Manpower Requirements.’
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Table 15
ESTIMATED TAXES, CONSTRUCTION EMPLOYMENT,

AND MINING EMPLOYMENT GENERATED BY
PT. GRAVINA ROUTE

P¥g§22¥y ?ggggcgggn EmM%ning '3 Constructior'a3
ind ployment: : Employment:®
Year $103 Roé?égquh ciﬁﬁsg{ Interior Fa%rbanks cgﬁ%:2¥ 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 37,254 0 0 0 0 3,700 1,200 1,200

80 £4,822 49,656 400 100 100 5,200 1,300 1,100

81 67,812 52,878 400 100 100 3,100 700 500

82 71,587 60,164 400 100 | 100 900 600 '40b

83 71,8987 76,787 £00 100 100 0 0 0

84 71,987 81,904 400 100 100 0 0 0

85 71,887 92,295 400 100 100 0 0 0

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

]Property taxes at current 20 mill rate.

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

3411 marine terminal and liquefaction plant employment placed in the Southcentral
region. Employment based on E1 Paso Alaska Co., p.3A.4-24, Table 3A.4-5. South-
central was 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 E1 Paso Alaska Co., p.3A.2-59, Table 3A.2-10, and
p.3A.2-56 {Arctic was adjusted from 80 in 1982). Fairbanks Census Division em-
ptoyment was from E1 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 it reaches the Canadian border. It then turns south to
Haines, Alaska. This route has more pipeline miles inside Alaska than
‘the Gravina Route and requires the same ténninal facilities. Total capi-
tal value reaches $4.1'biiiion in 1982, the assumed.year’of completion,
and yields $82 mf]]ion in property taxes to the state from then until the
end of the decade (Table 16). ‘Enpioynent 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 1in
operztions, concentrated at the terminal facilities (Tables 17, 18).

Throughput {s the same as the Point Gravina Route.

Cook Inlet Route

This route is a variation of the Point Gravina Route, which delivers
gas to a lTiquefaction plant on the Cook Inlet side of the Kenai Peninsula, .
The voute is slightly longer than the Point Gravina Route, resulting in
more pipe and a maximum capital value of $3.7 billion for the project (Table 19).
Annual property taxes riée to $74 million dollars in 1982 and remain there
throughout the décade. Employment also reflects the different route, rising
to about the same level of-7,600 people Eut 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 ESTIMATED PROPERTY TAXES,

FAIRBANKS-HAINES ROUTE

(Thousands of Dollars)

Y Gas Pipe}ine Marine Terminal Liquefactiog Total Proper&y
gar Value Value Plant Value Value Taxes
1876 $ 15,835 $ 2,868 $ 19,041 $§ 37,744 § 755
77 29,352 8,265 42,263 79,880 1,598
78 674,312 22,104 287,101 983,517 19,670
79 1,483,773 37,910 637,042 2,168,725 43,375
80 1,984,093 50,555 1,113,605 3,148,253 62,965
81 2,314,478 56,298 1,499,761 3,870,537 77,411
82-30 2,439,888 57,695 1,602,417 4,100,000 82,000

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 Jack of specific data.

3

See (2), above.

4Proper't_y taxes at 20 mill rate {current level of state property tax).
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Table 17

ESTIMATED CONSTRUCTION AND_MINING EMPLOYMENT
GENERATED ON THE FAIRBANKS-HAINES ROUTE, BY FACILITY TYPE

CONSTRUCTION EMPLOYMENT

Year Pipeline] Marine Terminal? Liquefaction Plant3 ~ Total
1976 0 0 0 0
77 0 0 0 | 0
78 1,293 31 . 100 1,424
79 2,969 86 2,881 5,936
80 3,002 82 4,356 7,440
g1 1,437 0 2,838 4,275
82 1,205 0 650 1,855
83 . 0 0 0 0
84 0 0 0 0
85 0 0 0 0
86-90 0 0 0 0

MINING (OPERATIONS) EMPLOYMENT

4

Year Pipeline Marine Terminal® Liquefactioﬁ P]ant6 Total

11980-90 257 'y 309 613

Trotal empToyment based on the Point Gravina Route, inflated to reflect
d1fference in the length.of line.

2Marine terminal employment schedule assumed identical to Po1nt Gravina Route.
All employment in the Southeast Region.

See (2), above.

4see (1), above.
5See (2}, above.
6see (2), above.



ESTIMATED TAXES, CONSTRUCTION EMPLOYMENT ,
AND MINING-EMPLOYMENT GENERATED BY

Table 18

FAIRBANKS - HAINES ROUTE

i

Construction Emp'ioyment:4

Southeast Interjor Fairbanks

Property Production
Taxes | Taxes and Mining Employment:3
Year $103 RoyggggeSZ Southeast Anchorage Interior Fairbanks
1976 $ 755 $ 0 0 0 0 0
77 1,598 0 0 0 0 0
78 19,670 0 0 0 0 0
79 43,375 0 0 0 0
80 62,965 49,656 356 10 160 147
81 77,410 52,878 356 10 100 147
82 82,000 60,164 356 10 100 147
83 82,000 '76,787 356 10 100 147
84 82,000 91,904 356 100 10 147
85 82,000 92,295 356 10 100 147
86-90 82,000 105,394 - 356 10 100 147

]Property taxes at current 20 mill rate,

2production taxes at 4 percent of value, roya . 1 ' . )
3pipeline operations and maintenance employment allocated by miles of line in each region. Ten supervisory

1ties at 12.5 percent of value,

0

0

13
2,967
4,538
2,838
650

I - ] < o L]

0

0
300
969
967
700
600

0

0

993
2,000
1,935
737
605

and administrative personnel assigned to the Anchorage area. All marine terminai and liquefaction plant
employment assigned to the Southeast. '

Pipeline construction em
Marine termina

of line.

ployment based on Pt. Gravina Route, inflated and alioc
1 and liquefaction plant construction employment is allocated to the Southeast.

ated to regions by miles

—93..
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Table 19

CUMULATIVE CAPITAL COSTS (VALUE IN PLACE)

AND ESTIMATED PROPE
COOK INLET RO

RTY TAXES,
UTE

(Thousands of Dollars) |
e ORI Varine Torginal - Liquefactiop  Total  froeryy
axes
1976 $ 13,239 $ 2,868 $ 19,041 $ 35,148 $ 703
77 24,540 8,265 42,263 75,068 1,501
78 563,764 22,104 287,101 872,969 17,459
79 1,248,881 37,910 637,002 1,023,833 38,477
80 1,658,817 50,555 1,113,605 2,822,977 56,460
81 1,935,038 56,298 1,499,761 3,491,097 69,822
82-80 2,039,888 57,695 1,602,417 3,700,000 74,000

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

' zTerminaT 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 mi1l rate (current level of state property tax).
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Table 20

ESTIMATED CONSTRUCTION AND MINING EMPLOYMENT
GENERATED ON THE COOK INLET ROUTE, BY FACILITY TYPE

y CONSTRUCTION EMPLOYMENT

1

Year Pipeline Marine TerminalZ Liquefaction Plant3 Total

1976 0 0 0 0
77 0 0 0 - 0
78 1,418 31 © jo0 1,549
79 3,277 86 2,881 6,244
80 3,293 82 4,356 7,731
81 1,576 0 2,838 4,414
82 1,300 0 650 4,414
83 0 0 0 0
84 0 0 0
85 0 0 0 0

86-90 0 0 0 0

MINING (OPERATIONS) EMPLOYMENT

Year Pipeline?  Marine Terminal®  Ligquefaction Plant6  Total

1980-90 282 .47 - 3069 638

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

ZMarine terminal employment schedule assumed identical to P01nt Gravina Route.
A1l employment in the South Central Region.

See (2), above.

See (1), above.

Ssee (2}, above.

bsee (2), above.



Table 21

ESTIMATED TAXES, CONSTRUCTION EMPLOYMENT,
AND MINING EMPLOYMENT GENERATED BY
COOK INLET ROUTE

i

Proper%y Production

Taxes Taxes and Mining Employment:3 ' Construction Emp'loyment:4
Year $IO3 Royg}éges Southcentral Anchorage Interior Fairbanks Southcentral 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 0
80 56,460 49,656 453 10 100 75 5,681 400 1,300 350 y
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
85 74,000 92,295 453 10 100 75 0 0 0 0
86-90 74,000 105,39 453 10 100 75 0 0 0 0

}Property tax at current 20 mill rate. '

Production tax at 4 percent of value, royaities at 12.5 percent of value.
3Pipe]ine 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. A1l marine terminail
and liquefaction plant personnel assighed to Southcentral.

Construction employment assigned on same basis as pipeline maintenance, except one 1arge camp 1n Anchorage
area is assumed to work line in both directions.
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Golovin Route

This route follows the Trans-Alaska Pipeline route initially; then
it turns abruptly west to cross Alaska and emerge on tidewater at Go?ovih,
to the edst of Nome on Horton Sound. Since there is no established sur-
face transportation system in this direction, a highway would probably
have to be built. In any event, the value of capital in place subject
to state property tax rises to $3.6 billion by 1982, generating $82 mil -
1ion in'property taxes anmually (Table 22)ﬂ This is the only route which
directly generates employment in the Northwest Region. Total construction
enp?oymenﬁ peaks at around 7,700 average monthly employment in 1980 --
4 .6G0 in the Northwest, the rest in the Interior (Tables 23, 24). Oﬁera-
ticns employment requires about 10 people in Anchorage, 400 in the North-
west, and about 200 in the Interior. Throughput is identical to the

Point Gravina casza.
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Table 22

CUMULATIVE CAPITAL COSTS (VALUE IN PLACE)

AND ESTIMATED PROPERTY TAXES,

GOLOVIN ROUTE

(Thousands of Dollars)

Ligquefaction

y Gas Pipe]ine Marine Ter@ina] g Total Proper&y
gar Value Value Plant Value Value Taxes
1976 12,590 $ 2,868 $ 19,041 34,999 § 690
77 23,337 8,265 12,263 73,865 1,477
78 536,127 22,104 287,101 A845,332 16,907
79 1,187,658 37,910 637,042 1,862,610 37,252
80 1,577,498 50,555 1,113,605 2,741,658 54,833
81 1,840,178 56,298 ‘1,499,761 3,396,237 67,925
82-50 1,939,838 57,695 1,602,417 3,600,000 72,0007

]Basis for value js the Point Gravina Route, inflated by a proportion equal

to the ratio of the lengths of the lines.

Z2Terminal value was assumed to be the same as that foruthe Point Gravina
Route, due to lack of specific data.

35ce (2), above.

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

ESTIMATED CONSTRUCTION AND MINING EMPLOYMENT
GENERATED ON THE GOLOVIN ROUTE, BY FACILITY TYPE

CONSTRUCTION EMPLOYMENT

Year Pipeiine} Marine Termina]2 Liguefaction P]ant3 Total

1976 0 0 0 0

7 0 0 0 0

78 1,252 31 100 1,383

75 2,874 -8 2,881 5,841

80 2,905 82 4,356 7,343

81 1,391 0 2,838 4,229

82 1,166 0 650 1,816

83 0 0 0 0

84 0 0 0 0

85 D 0 0 0

86-90 0 0 0 0
MINING (OPERATIONS) EMPLOYMENT

Year Pipeline?  Marine Terminal®  Liquefaction Plant®  Total

1980-90 248 .47 309 604

T1otal employment based on Point Gravina Route, inflated to reflect difference
1n the length of the iine.

2Marine terminal employment schedule assumed identical to Point Gravina Route,
A1l employment in the Northwest Region.
3See (2), above.

4see (1), above.
55ee (2), above.
6see (2), above.
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Table 24

ESTIMATED TAXES, CONSTRUCTION EMPLOYMENT,
AND MINING EMPLOYMENT GENERATED BY
GOLOVIN ROUTE

P;ggzg%y ?;gggczggn ‘ .EmM;ning 3 Constructio?4
Royert a2 p oyment. Employment:
Year $103 $103 Northwest Anchorage Interior  Northwest Interjor
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 54,333 49,656 400 10 194 . 4,600 2,743
81 67,325 52,878 400 10 194 3,000 1,229
82 72,000 50,164 400 10 194 700 1,1ié
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 1ine, with 10 supervisory and administrative personnel
assigned to Anchorage, and marine terminal and liquefaction plant in the North-
west region.

4Pipe1ine construction employment inflated and allocated by miles of Tine, based
on Pt. Gravina schedule. Marine terminal and liguefaction plant construction
employment assigned to Northwest.
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II. IMPACTS OF THE PIPELINE ROUTES ON THE ALASKAN ECONOMY

A. METHODOLOGY

The primary enp1oynent'and reyenue data supplied by the client
were used as inputs for the ISEGR Man {n the Arctic Program (MAP) com-
puter simulation model of the Alaskan economy. The model Qas deyeloped
in a program of econometric research on Alaska statewide and regional
economic data covering the period since statehood, and uées key exoge-
ncus cata series on enploynent in the petrb1eum and construction indus~
tries, together with state revenues from oil and gas leasing and produc-
tion, to project output, ewploywent, and wages and salaries in each of
the sizte'’s econopic reagions. Popu]ation,'persona1 income, and state
and Tocal reyenue and expenditures are projected fh special sutmodels
of the main softvare package. In projecting the path of Alaska's future
econonic develcpment, an important factor is the very large and uncer%ain
impact of the big increase in state revenues resulting from oil and gas
development. The state is assumed to follow a moderate policy with re-
spect to these revenues, saying 25 percent of recurring revenues and 50
percent of lease bonus payments te 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 development as g driving force in the model, sfnce a large
proportion of future state reyenues is expected to be affected by changes
in the path of petroleum developuent. Since the model vas partly devel-
oped to nfeasure such impacts, it easily accomodates changes in assumptions
regarding natural gas pipelines.

For the purpose of measuring gas pipeline impacts, the computer wodel
vas first run under the assumption that no gas pipel ine was constructed,
while a moderate program of onshore and offshore petroleum was otherwise
pursued. Then this case was altered by the added employment and state
revenuss corresponding to each pipeline route, and the model was run
again to get the difference between the results of each pipeline alter-
nzative and the no gas pipeline case. The difference between each gas
pipelina projection and the no gas pipeline projection was counted as

the impact of that route on the Alaskan economy.

B. OVERVIEW OF PIPELINE IMPACTS -

Generally speaking, the LNG pipeline aiterﬁatives have a greater
fmpact on the Alaskan economy than do the Trans-Canadian alternatives.
There are three reasons for this: first, because of fhe marine terminal
and liquefaction plant, the LNG routes are characterized by higher prop-
erty taxes and state reyenues; secondly, because of the marine terminal

and liquefaction plant, both construction and mining (petroleum) sector
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asployment are higher; and finally, because E1 Paso assumed higher gas
production for the Prudhoe Bay fTe]d, higher petroleum revénues accrue
to the state in the LNG cases.

Using production as the fifst 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 ”bJstf; then grows more moderately to
again reach $40 miliion in 1990. Except in 1980, when the construction
boom is at its height, most of the impact occurs in Anchorage even though
only 2 snall headsuarters staff is located in the area. Comparing the
Trans-Canadian routes, the Offshore Route shows an increaée of only about
$2 i7iilion from the Prime Route, while the construction boom is 2.5 times
as large in the Interior case, 4.4 times as large 1in 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
“boom® in the case of the main E1 Paso route, Point Gravina, shows a
gross state product of $396.9 million in 1980, nearly ten times that of
the Prime Route. The total “bust™ is larger, also with gross product
falling to $259.7 mitlion by 1984, followed by a recovery to $286.8 miin
lion. In the case of the Fairbanks-Haines a]ternate: the boom peaks at
$292 million, 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 million. The Cook
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Inlet Route offers a bigger construction boom and recovery than the
Point Grayina Route, although the Tast reported year's output s some
$40 milTion less than the Fairbanks-Haines alternativé. The Golovin al-
ternative shows the largest construction "boon™ of any route -- $447.2
million -- but it shows one of the smallest recoveries following the
"bust®. The 1990 gross state product is $190.8 milTion in this case.
Employsent also follows a boom-bust cyclie, rising rapidly as the
construction period causes intensiye activity along the pipeline corri-
dor and in major support bases, such as Anchorage. Following the post-
construction downturn in economic activity, there ensues a steady growth
in eaployvent fueled by state spending of petroleum revenues. Because
of the concentration of pipeline and terminal facilities in Alaska, and
the consequent higher number of jobs avaiiable, there is a higher and
more exaggerated cycle of snployment 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
constrdétion period and in 1990. HNearly 6Q percent of this employment
is centered in Anchorage. There is very little difference in the Offshore
case. Interjor and Fort Yukon show higher construction period employment -~
about 2.7 and 3.8 times that of the Prime Route -- but the gap narrows
cons{derab1y by 1990 because of the more exaggerated downturn following
construction. The Fairbanks-Alaska Highway Route is characterized by
employment 5.6 times the Prime Route peak in 1980, but this gap declines

until the 199Q enployment figure for the Fairbanks-Alaska Highway Route
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is 1.4 times the Prive Route. The impact in all Trans—Canada cases
centers on Anchﬁrage, with over 50 percent of total anployﬁent occurring
there (except in the peak construction years). The LNG routes have more
~ the impact on state epployment. For example, the Point Gravina Route peak
employnent is 23.8 thousand, which is 5.5 times the Prime Route peak.
This difference declines until the ratio of peak employment is 2.9 in
1990. The total is appraximately the same for the Fairbanks-Haines, Cook
InTet, and Golovin Routes, and é?] show over 50 percent of enployment
centered in Anchorage. Daring peak construction years, however, a one-
fime boom occurs in the regions containing pipeline facilities, and this
sorezcds empleoyaent more eyenly. In summary, only the Fairbanks-Alaska
Highway Route has an impact approaching any of the various LNG proposals.

In respense to increased epploywent opportunities, workers migrate
into the state which increases total population. Again, moﬁt of this
growth is expected to occur in the exfsting urban centers of the state --
Anchorage and Fairbanks. The range of the increase in population among
the various alternatives is yery great. The Arctic Gas Prime Route in-
creases the state population by 8,600 pecple in 1990, white 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 shqw impacts ranging
- from 9,]00 people in the G%fshore case in 1990 to 15,300 in the Fairbanks-
Alaska Highway case. The other Trans-Canada routes show more of a boom-
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



; 39 -
show ultimate impacts of about the same magnitude and distribution as
the Point Grayina Route. The iransient population impact of the construc-
tion boonm 1is somewhat different in each case, however, since employnent
is centered on the gas facilities thenselves in 1979-1987. 1In all cases,
not surprisingly, population 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
boom, and is a temporary phenomenon. All regions eventually have positive
population impacts in all cases.

The increased population dissipates many of the supposed benefits 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 income, coupared to the case in which no gas pipeline is kuilt.

Nor is the effect universal. In most cases, per capita income increases
tended to cen%er in only about half the regions of the state, while in-
duced inmigration to Alaska's Southcentral, Anchorage, and Southeast Re-
gions tended to reduce income per capita there. In no case was there a
large increase in income for the Yaverage"™ Alaskan, even though there
were substantié1 increases in total personal fincomes earned over the
period. The effects of inflation make even the sma?l overall 1ncreasesr
in per capita personal fincope inconsequential.

It was pointed out eariier 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 increases by $98.2 willion in the case of the Prime Route,
and by $238.8 million in the Point Grayina case, for example, the cor-
responding per capita terms in 1990 are only $67 for the Prime Route and
$107 for the Point Grayina Route. Adjusted for the expected increase in
prices between 1976 and 1990, the change in real per capita expenditures
is only 1.6 - 2.6 percent. Once again, inpigration dissipates an ap-
parent benefit of development, the possibility of increased services.

The benefits are largest for the LNG proposals, tut 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 sxpenditures also point out the strain which the large employment
cases place on Tiscal resources of the state. The infiux of population is
so large in 1978-79 that between 1976 and 1979, even with increased total
spending ranging from $6.6 million for the Prime Route to $38.7 milidion
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,



Table 25

PER CAPITA STATE EXPENDITURES
IMPACTS (Dollars)

Prime and Fairbanks~ Fairbanks- _ Cook =~
Onshore Offshore Interior Ft. Yukon Alaska twy. Haines Pt. Gravina Inlet Golovin
Year Routes Route Route Route Route - Route Route Route Route
1976 1.1 1.1 2.1 2.8 4.3 1.7 1.5 1.5 1.5
77 2.5 - 3.2 4.9 5.7 7.7 3.3 3.5 3.5 3.5
78 4.8 6.} 7.2 7.2 10.3 7.7 3.8 4,2 4,2
79 2.4 4.5 - 14,7 ~ 31.4 - 46.9 -~ 25.9 - 35.1 - 36.7 - 39.2
80 83.6 86.3 65.8 46.4 34.0 42 .4 30.6 28.9 29.9
8] 104.1 103.8 129.8 147.9 182.4 207 .4 118.0 117.7 124.7
82 88.5 171 .4 93.5 93.8 103.7 142.9 118.5 121.4 116.0 _L
83 89.0 98.3 86.8 82.9 86.7 135.0 133.5 134.5 121.5 -
84 84.2 87.6 80.8 76.1 78.3 138.4 117.1 117.7 89.8 1
85 79.9 81.7 76.9 72.5 74.6 131.7 106.1 106.7 88.1
86 76.1 77. 73.8 70.0 73.6 136.2 110.6 110.9 93.4
87 73.3 74.5 72.1 69.1 73.2 134.6 110.3 110.5 94,5
88 71.1 72.3 70.9 68.8 73.6 131.6 109.0 109.1 84.6
89 69.0 70.4 £9.8 68.4 74.0 128.5 107.5 107 .5 94 .6
80 67 .4 68.8 69.1 68.4 74.8 126.6 106.9 106.9 95.5
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C. PIPELINE 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 horthern location of
the route, it was assumed that construction would take place out of work
camps in the northeastern corner of the state, with general support for
theloperation provided out of Fairbanks. Because all economic develop-
ment in the state affects Anchorage, the commercial centér, and Juneau,
the current governmental center, there are impacts in these areas as well.
2zginning in 1976, there is property available on site to be taxed
wnich generates state and/or local government revenue. When part of these
rever.ss are spent, and in anticipatién 6f future development, econcmic
activity begins to increase. Table 26 shows 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 gooqs and services in the Interior Region during 1980, the peak
yedf. The construction boom touches off permanent growth in tﬁe support
centers of Anchorage and Fairbanks and in all areas_whefe government reve-
nues are spent. By 1980, the state has an additional $4i miilion gross
prod&ct 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 Interior‘but in a more moderate manner. As pfoduction

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



Table 26

ONSHORE RGOUTE, PRIME ROUTE 1
IMPACT ON REAL GROSS PRODUCT BY REGION AND YEAR
Millions of 1958 Doliars

YEAR NORTHWEST SOUTHWEST SOUTHEAST .  SOUTHCENTRAL ANCHORAGE INTERIOR FAIRBANKS = TOTAL

1976 *2 % * * 0.1 * * 0.2
77 % ' * 0.1 * 0.4 0.6 0.1 1.2
78 * * 0.2 0.1 1.2 2.3 0.1 4.0
79 0.1 0.1 0.4 0.3 3.6 9.8 0.3 4.4
80 0.8 0.5 2.4 1.7 14.8 18.2 2.3 40.7
81 1.0 0.7 3.0 2.1 15.0 5.8 2.9 30.6
82 1.0 0.6 2.7 1.9 14.2 5.7 2.7 28.9
83 1.1 0.6 2.8 2.0 15.2 5.6 2.8 30.
84 1.1 0.7 2.8 2.0 16.0 5.5 2.9 30.9
85 1.1 0.7 2.8 2.0 16.7 5.6 3. 31.9
86 1.1 0.7 2.8 2.0 17.6 5.6 3.1 32.9
87 1.2 0.7 2.8 2.1 18.6 5.7 3.2 36.3
88 1.3 0.8 2.8 2.1 19.8 5.8 3.3 35.9
89 1.4 0.8 2.9 2.2 21.3 5.8 3.4 37.7
90 1.5 0.8 2.9 2.2 23.0 . 5.8 3.6 39,

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

2% s less than 50 thousand dollars.

- Ev.—
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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—efght per;
cent of the final year's gross product is produced in the Anchorage area
and only 14.5 percent in Intepior, the original construction site.
Employment follows 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, sef-
vices, and financial institutions. For example, even in the boom year of
1830, eighteeh hundred of the additional 4,300 wage edrners in the state
are support sector workers, while 1,400 are in government and only 721 are
direcily employed in the pipeline project (see Section r , Table 2),
Empicyment refiects this pattern regionally as well. In 1980, as many
additional workers are required in Anchorage as in Intérior and Faijrbanks
combined, In the Tonger vun, the impact of 4,300 additicnal workers in
199G is felt much more heayily in Anchorage than in Fairbanks or Interior,
the former getting 58 percent of 1990 employment. |

T Additional employment generates additional population growth, as in-
migrants arrive in Alaska to compete for construction jobs, but in addition,
to supply the services needed by a growing state economy. Totaj population
does follow a cycle, but a.more moderate one than employment. While employ-
~ment declines by 16 percent after the cbnstruction 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



Table 27

ONSHORE ROUTE, PRIME ROUTE
IMPACT ON EMPLOYMENT BY-REGION AND YEAR!
Thousands of Persons

YEAR NORTHWEST SOUTHWEST SOUTHEAST - SOUTHCENTRAL ANCHORAGE INTERIOR FAIRBANKS TOTAL

1976 %2 * * * * %* * *
77 * * * * * 0.1 * 0.1
78 * * * * 0.1 0.2 * 0.4
79 0.1 * 0.1 % 0.3 1.0 * 1.5
80 0.1 0.1 0.5 0.3 1.6 1.3 0.3 4.3
81 0.1 0.1 0.7 0.4 1.8 0.1 0.4 3.6
82 0.1 0.1 0.6 0.4 1.7 0.1 0.4 3.3
83 0.1 0.1 0.6 0.4 1.8 0.1 0.4 3.5
84 0.1 0.1 0.6 0.4 1.8 0.1 0.4 3.5
85 0.1 0.1 0.6 0.4 1.9 0.1 0.4 3.6
86 0.1 0.1 0.6 0.4 2.0 0.1 0.4 3.7
87 0.1 0.1 0.6 0.4 2.1 0.1 0.4 3.8
88 0.1 0.1 0.6 0.4 2.2 0.1 0.4 3.9
89 0.1 0.1 0.6 0.4 2.3 0.1 0.4 4,1
90 0.1 0.1 0.6 0.4 2.5 0.1 0.4 4.3

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

2 % = less than 50 persons,

_S-b—



Table 28

ONSHORE ROUTE, PRIMC ROUTE :
IMPACT ON EMPLOYMENT BY INDUSTRY AND YEAR
Thousands of Persons

<

AGRICULTURE, TRANSPORTATION, . FINANCE, s
YEAR FORESTRY, & MINING CONSTRUCTION MANUFACTURING - COMMUNICATION, TRADE  INSURANCE,  SERVICE  GOVERNMENTS OTHER!  TOTAL
FISHERIES , AKD UTILITIES © REAL ESTATE
1876 0 -0 %2 0 * " * * ® *
77 0 0 * 0 * * * * * * 0.1
78 0 0 0.1 0 * 0.1 * 0.1 0.1 * 0.5
.79 0 0 0.6 0 0.1 0.3 * 0.3 0.2 0.1 1.5
80 0 % 0.8 0 0.2 q.7 0.1 0.8 1.4 0.2 4.3
81 0 * 0.2 0 0.2 - 0.5 0.1 0.6 1.7 0.3 3.6
82 0 * 0.2 0 0.2 0.5 0.1 0.6 1.6 0.2 3.3
83 0 * 0.2 0 0.2 0.5 0.1 0.6 1.6 0.2 3.5
84 0 * 0.2 0 0.2 0.5 0.2 0.6 1.6 0.2 3.5
g5 0 * 0.2 0 0.2 - 0.5 0.2 0.7 1.6 0.2 3.6
86 0 * 0.2 a 0.2 0.6 0.2 0.7 1.6 0.3 3.7
87 0 * 0.2 0 0.2 0.6 0.2 0.8 1.5 0.3 3.8
88 0 * 0.2 0 0.2 0.5 0.2 0.8 1.5 0.3 3.9
89 0 * 0.2 0 0.2 0.7 0.2 0.9 1.6 0.3 4.1
30 0 * 0.2 0 0.2 0.7 0.2 1.0 1.6 0.3 4.3

TImpacts are measured as deviations from the situation
in which no gas pipeline is built. ’
2 * = less than 50 persons. Equals 39 persons from 1980-1990 for mining.

SAE? the difference from the no gas case is in state and local government employment.
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in the eah?y-1980*s, which will exacerbate the unemployment problem some-
what. Interior's declining employment opportunities coincide with a rapid
outmigration, reflecting the transitory 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
the gains of economic development. Table 29 shows 1afge increases in
total real wages and salaries paid, especially in Anchorage, which shows
additional payrolls in real terms of nearly $20 million per year. While
Table 32 confirms an increase in total personal incomes, however, it
alss snows that the large increase in relatively low-paid support sector
workers and their Tamilies actually reduces per capita income in Anchorage
and the surrounding Southcentral Region. Interior, because of its thin
popuiation, fhe 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 whote. 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 ROUTL
IMPACT ON REAL WAGES AND SALARIES PAID BY REGION AND YEAR
Milldons of 1967 bollars

1

YEAR NORTHHWEST SOUTHHWEST SOUTHEAST -SGUTHCENTRAL ANCHORAGE INTERIOR FAIRBANKS TOTAL

1976 %2 * 0.1 * * * * 0.2
77 * % 0.1 0.1 0.3 0.7 6.1 1.2
78 * 0.1 0.3 0.1 0.8 2.6 0.1 4.1
79 0.1 0.1 0.6 0.3 2.2 10.9 .3 14.5
80 0.6 0.7 3.7 2.1 1.1 14.0 2.6 34.8
81 0.8 0.9 4.3 2.7 12.6 0.8 3.3 25.8
82 0.7 0.8 4.3 2.5 11.9 0.8 3.6 24,1
83 0.7 0.9 4.6 2.5 12.8 0.8 3] 25.5
84 0.7 0.9 4.6 2.6 13.5 0.9 3.3 26.5
85 0.8 0.9 4.8 2.6 14.1 0.8 3.4 27.5
86 0.8 0.9 4.9 2.8 14.9 0.9 3.4 28.6
87 0.8 1.0 5.0 2.8 15.7 1.0 3.5 29.7
88 0.9 0 5.1 2.9 16.9 1.0 3.7 31.3
89 0.9 1.1 5.3 3.0 18.1 1.0 3.9 33.1
90 0.9 1.1 5.5 3.2 19.6 1.0 3.9 35.2

]Impacts are measured as deyiations 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.
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Table 30

ONSHORE ROUTE, PRIME ROUTE
IMPACT ON POPULATION BY REGION AND YEAR
Thousands of Persons

YEAR NORTHWEST SOUTHWEST SOUTHEAST SOUTHCENTRAL ANCHORAGE INTERIOR FAIRBANKS TOTAL

1976 0, 0 * * * 0 * %
77 * * e * 0.1 * * 0.2
78 * * 0.1 0.1 0.3 0.1 % 0.6
79 * 0.1 0.2 0.2 0.9 0.5 0.2 2.0
80 0.1 0.1 0.7 0.8 3.0 0.6 0.5 5.8
81 0.1 0.1 0.8 0.9 3.1 * 0.6 5.6
82 0.1 0.1 0.8 0.9 3.7 0.1 0.6 5.6
83 0.1 0.1 0.8 1.0 3.4 0.1 0.6 6.1
84 0.1 0.] 0.9 1.0 3.7 0.1 0.7 6.5
85 0.1 0.1 0.9 1.0 3.9 0.1 0.7 6.8
86 * 0.1 0.9 1.0 4.2 0.1 0.7 7.1
87 0.1 0.1 0.9 1.1 4.4 0.1 0.7 7.5
88 0.1 0.1 0.9 - 1. 4.7 0.1 0.8 7.8
89 0.1 0.1 0.9 1.1 5.0 0.1 0.8 8.2
90 0.1 0.1 1.0 1.2 5.4 0.1 0.8 .6

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

2 % = less than 50 persons,

-6?...



Table 31

ONSHORE ROUTE, PRIME ROUTE
IMPACT ON STATE AND LOCAL REVENUES AND EXPENDITURES
MiTlions of Dollars

PERSONAL AND - SPECIAL OTHER LOCAL GOV'T STATE AND STATE ARND

STATE  PETROLEUM  CORPORATE INTEREST  FUND GENERAL FUND  REVENUE FROM  LOCAL GOV'T  LOCAL GOV'T

YEAR TOTAL  REVENUES INCOME TAX INCOME ~ REVENUE REVENUE  OWN SOURCES REVENUE EXPENDITURES
1976 0.5 0. 0 0 0 0 0 0.5 0.

77 1.3 1.3 0 0 0 0 0 1.3 1.4

78 4.5 4.1 0.1 0 0.1 0.2 0.5 5.0 3.9

79 9.0 7.4 0.6 0.1 0.3 0.6 1.5 10.5 8.5

80 76.0 70.1 2.1 0.2 1.3 2.2 6.0 82.0 64.3

81 86.3 70.1 5.6 1.4 3.6 5.6 16.3 102.6 84.8

82 85.6 71.3 4.4 2.6 2.9 4.4 12.9 98.5 80.3 .

83 93.2 77.7 4.3 3.9 3.0 4.4 14.3 107.5 86.7 &

84 96.2 77.7 5.0 5,3 3.5 4.8 15.6 111.8 91.7 ‘?

85 99.0 77.7 5.5 6.6 4.0 5,2 17.7 116.7 96.5

86  102.1 77.7 6.2 7.9 4.6 5.7 20.2 122.3 101.9

87 105.4 77.7 6.9 9.3 5.2 6.3 23.1 128.5 108.0

88 109.0 77.7 7.6 10.7 6.0 6.9 16.5 125.5 114.7

89  113.1 77.7 8.6 12.0 7.0 7.7 30.8 143.9 122.7

9  117.6 77.7 8.8 13.4 8.1 8.5 35.8 153.4 132.0

]Impacts are measured as deviations from the situation
in which no gas p1pe11ne is built.



Table 32
ONSHORL ROUTE, PRIME ROUTE

IMPACT ON PERSCNAL INCCME AND PCROCAPITA INCOME BY REGION AND YEART !
Personal Income in Millions of Dollars, Per Capita Income in Dollars

NORTHWEST SCUTHWEST SOUTHEAST, SOUTHCTRTRAL ANCHORAGE. INTERIOR FAIRRANKS, TOTAL

PERSOSAL  PER CAPITA PERSONAL PER CAPITA PERSONAL PER CAPITA PERSOIAL  PER CAPITA PERSONAL PER CAPITA PERSCNAL.  PER CAPITA  PERSONAL PER CAPITA PLRSOLAL  PER CAP

YEAR . INCOME INCONE INCONE INCOME INCOME INCOME INCOME IRCOME IRCO: IHCOME ILKCOME INCOME INCOME | INCOME InCCHE iRC
1976 0 ¢ ¢ o 0.1 0 0.1 1 . 0.2 1 0 ¢ 0.1 1 0.4 0
77 0 -1 0 9 ¢.1 -2 0.1 -1 0.5 « 1 2.3 184 0.1 Q 3.1 5
73 ] -3 0 -3 0.3 -7 0.2 -6 1.2 -6 £.8 £83 0.2 -4 10.8 14
79 0 =12 - 0.3 - 24 0.1 - 34 0 -3 2.2 - 37.8 2,915 - 0.2 ~ 29 39.7 47
80 0.7 N 1.2 20 9.2 7 6.2 - 21 26.1 - 17 50.7 3,811 5.9 6 100.0 a7
- 81 2.1 52 2.4 63 14.3 59 8.7 17 35.9 22 3.2 245 2.9 54 76.8 32
32 1.4 4z 2.4 54 13.7 43 9.2 8 35.3 11 3.3 222 9.5 41 74.5 26
£3 1.5 &3 2.6 53° 2.8 . 38 10.0 5 39,1 S 3.4 217 10.3 37 81.7 20
& 1.6 51 2.9 55 15,6 3 10.56 1 43.0 H 3.6 232 11.9 33 838.1 13
85 1.7 40 | 3.0 49 16.5 25 11.3 -2 46.6 -4 3.8 231 1.7 29 g7 1
&s 1.9 47 3.2 49 17.6 22 12.0 ~ 4 50.9 -8 4.1 243 12.5 26 102.0 7
87 2.0 47 3.5 50 18.6 18 12.7 -7 56,1 ~ 10 4.3 262 13.4 23 110.6 )
83 . z.1 45 3.7 49 15.8 17 13.7 -7 62.1 + 13 4.6 249 14.4 25 -123.6 1
83 2.3 <9 4.1 25 21.4 18 14.7 -9 69.3 - 15 4.9 259 15.5 24 132.2 . v
50 2.6 60 4.4 58 23.1 . 19 16.0 -9 78.0 - 16 5.3 283 16.9 26 146.2 ¢

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

.
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Onshore Rdute

Since the totals and regional distributions of all exogenous econom-
ic variables were identical in this case to those of the Prime Route, the

MAP model gives identical economic impacts.

Offshore Route

The impact of the Offshore Route on the Alaskan economy is very
similar to the Prime Route in both size and distribution. The major dif-
ference is the capital value of facilities, implying larger state petro-
teum revenues, and slightly greater impacts on gross product, employment,
pcpulation, and personal incomes,

Gross product foilows much the same pattern as the Prime Route,_peak—
ing somewhat Tater for the construction period, but uitimately showing |
about the same sized impact. In the peak construction year, 1980, Interior
show§ the saﬁe impact of $18.2 million fn gross product generated as in
the Prime Route case. The impact on Anchorage is only siightly 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 cone
struction activity initially. By 1990, state spending has induced enough
activity to offset the “bust™ following the construction period,'ahd state
real gross product again risés to $41 miiTion. In this longer run case,
the impact of growth is felt most heayily 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 YEAR!
Miliions of 1958 Dollars

YEAR NORTHWEST SOUTHHWEST SOUTHEAST SOUTHCENTRAL ANCHORAGE INTERIOR FAIRBANKS TOTAL

1976 %2 * * * 0.1 * % 0.2
77 * * 0.1 0.1 0.4 0.6 0.1 1.3
78 0.1 * 0.2 0. 1.3 2.3 0.2 4,2
79 0.1 0.1 0.4 0.3 3.8 9.8 0.4 14.8
80 0.8 0.5 2.5 1.8 15.1 18.2 2.4 41.2
8] 1.0 0.7 3.1 2.2 15.3 5.8 3.0 31.1
82 1.7 1.0 4.5 .2 23.0 5.9 4.5 43.9
83 1.3 0.8 3.4 2.4 18.3 5.6 3.5 35.2
84 1.2 0.7 3.0 2.2 17.4 5.5 3.2 33.2
85 1.2 0.7 2.9 2.1 17.7 5.6 3.2 33.4
86 1.2 0.7 2.9 2.1 18.4 5.6 3.7 34.2
87 1.3 0.8 2.9 2.2 19.4 5.7 3.3 35.5
88 1.3 0.8 2.9 2.2 20.6 5.9 3.4 37.2
89 1.4 0.8 3.0 2.2 22.1 5.9 3.6 39.0
90 1.5 0.9 3.0 2.3 23.9 5,8 3.8 41.2

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

2 * = Jess than 50 thousand dollars.

€9



Empldyment 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 growth. 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 Fairbanks combined (Table 35).

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

of other regions.

The effett on wages and salaries paid is not particularly surprising.
The expansion 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 expecfed, Anchorage dominates the picture except in the peak construcé
tionhyears. .In 1579 and 1980, the high salaries of 0il and gas construc-
tion wc}kers 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 saﬁaries, per-
sonal incomes increase by about $100 milltion 1in 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 )} However, as with the Onshore
and Prime Routes, the Offshore Route shows a population influx in response

to new employment opportunities which dissipates the per capita income



Table 34

OFFSHORL ROUTE . ' .
IMPACT ON EMPLOYMENT DY INDUSTRY AND YEAR ,
Thousands of Porsons

AGRICULTURE, TRANSPORTATION, FINANCE, )
YEAR FORESTRY, &  MINING  CONSTRUCTION  MANUFACTURING  COMMUNICATION, TRADE  INSURANCE, SERVICE  GOVERNMENT  OTHER +  TOTAL
FISHERIES AND UTILITIES ~ REAL ESTATE
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]Impacts are measured as deviations from the situation
in which ne gas pipeline {s built.

2 % = 7ess than 50 persens.
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Table 35

OFFSHORE ROUTE
IMPACT ON EMPLOYMENT BY REGION AND YEAR!
Thousands of Persons

YEAR NORTHWEST . SOUTHWEST SQUTHEAST - SOUTHCENTRAL ANCHORAGE INTERIOR FAIRBANKS TOTAL

1976 %2

+* * * * * *
77 * * * * * 0.1 * 0.2
78 * * * * 0.1 0.2 * 0.5
79 * * 0.1 0.1 0.3 1.0 0.1 1.6
80 0.1 0.1 0.5 0.3 1.6 1.3 0.3 4.4
81 0.1 0.1 0.7 0.4 1.8 0.1 0.4 3.7
82 0.2 0,2 1.0 0.6 2.8 0.1 0.6 5.5
83 0.1 0.1 0.7 0.4 2.1 0.1 0.5 4.2
84 0.1 0.1 0.7 0.4 2.0 0.1 0.4 3.9
85 0.1 0.1 0.6 0.4 2.0 0.1 0.4 3.8
86 0.1 0.1 0.6 0.4 2.1 0.1 0.4 3.9
87 0.1 0.1 0.6 0.4 2.2 0.1 . 0.4 4.0
88 0.1 0.1 0.6 0.4 2.3 0.1 0.4 4.1
89 0.1 0.1 0.6 0.4 2.4 0.1 0.4 4.3
90 0.1 0.1 0.7 0.4 2.6 0.1 0.4 4.5

]Impacts are measured as deyiations from the situation
in which no gas pipeline is built.

2 % = less than 50 persons.
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Table 36
OFFSHORE ROUTE

IMPACT ON REAL WAGES AND SALARIES PAID BY REGION AND YEAR'
MilTlions of 1967 bollars

~

YEAR NORTHWEST SOUTHWEST SOUTHEAST SOUTHCENTRAL ANCHORAGE INTERIOR FAIRBANKS TOTAL

1976 c Q 0.1 0 0 0 0 0.2
77 0 0 0.1 0.1 0.3 0.7 0.1 1.3
78 0 0.1 0.3 0.1 0.9 2.6 0.2 4.3
79 0.1 0.1 0.6 0.3 2.4 10.9 0.4 14.8
80 0.6 0.8 3.8 2.2 11.4 14.0 2.7 35.3
81 0.8 0.9 4.9 2.8 12.9 0.8 3.4 26.4
82 1.2 .3 7.3 4.1 19.7 1.0 5.0 38.7
83 0.9 o 5.6 3.1 15.5 0.9 3.8 30.9
84 0.8 0 5.1 2.9 14.7 0.9 3.6 29.0
85 0.8 0.9 5.1 2.9 14.9 0.9 3.6 29.1
86 0.8 1.0 5.1 2.9 15.6 0.9 3.6 29.9
87 0.8 1.0 5.2 3.0 16.4 1.0 3.7 31.0
88 0.9 1.0 5.3 3.0 17.6 1.0 3.8 32.6
89 0.9 1.1 5.5 3.1 18.8 1.0 4.0 34.4
90 1.0 1.1 5.7 3.3 20.4 1.0 &.1 36.06

1‘Impacts are measured as deviations from the situation
in which no gas pipeline is built.
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KORTHHEST SQUTHHWEST
PERSONAL PER CAPITA PERSONAL  PER CAPITA
YEAR INCOHE INCCHE INCONE INCOME
1976 0 0 3 0
1 0 ~1 g a
7B d -3 o 3
75 0 - 12 - 0.2 -2
50 0.8 16 1.2 20
83 1.4 51 2.5 66
82 2.3 87 4.6 103
83 1.8 43 3.2 67
g4 1.8 43 3 54
as 1.2 a3 g 45
13 2.0 45 3.4 57
87 z.1 45 3.6 45
€3 2.2 a5 3.8 45
83 2.4 49 - 4.2 gl
90 2.7 59 4.5 54

Txr.-.pacts are measured as deyiations from the situation

tn which no gas pipel{ne is buflt.

Table 37

OFFSHORE ROUTE

IMPACT ON PERSONAL INCOME AND PER CAPITA INCOME BY REGION AND YEAR1

Personal Income in Millions of Dollars, Per Capita Income in Dollars
!

SOUTHEAST SOUTIICENTRAL HCHORAGE INTERIOR EAIRBARKS TOTAL

PERSONAL ' PER CAPITA  PERSONAL PER CAPITA  PERSONAL PER CAPITA  PERSONAL PER CAPITA  PERSOMAL PER CAPITA  PERSDUAL PER CA
INCOME INGOHE INGOHE IRCOME INCOME INCOME INCOME INCOME INCCME INCOME 1hcons mon
0.1 1 0.1 1 0.2 1 o o 0.1 1 0.4 0
0.2 G 0. -2 0.6 0 2.4 186 0.1 0 3.4 b
G.4 - B 3.3 - b 1.5 -6 3.8 683 0.3 -3 1.3 14
0.3 - 33 0.1 - 32 2.7 - 30 37,9 2,925 - 0.} - 28 £0.7 48
9.5 g 5.4 - 26.8 - 17 50,8 3,82 6.1 7 101.5 53
14,7 61 9.9 i6 36.7 22 3.2 245 10.1 55 78.5 39
22.8 23 15.4 32 58.2 39 41 15 15.8 90 1¢¢.5 62
18.0 . 48 12.2 8 47.4 g 3.7 235 12.5 47 58.8 25
17.1 29 11.6 -3 46.7 -3 3.8 237 121 32 5.3 13
17.5 20 12.0 -6 49,3 -9 3.9 225 12.4 25 102.2 3
18.4 15’ 12.6 -9 53.3 - 13 &1 228 13.2 23 1098 2
19.5 13 13.3 . -1 58.5 - 16 &4 236 14.0 21 115.4 -1
20.7 . 12 14.3 - 12 B4.7 ~ 18 4.7 243 15.0 20 125.6 4
22.3 13 15.3 - 13 72.2 - 20 5.0 256 16.2 21 137.6 5
24.% 15 16.7 - 12 81.2 - 20 5.4 279 17.6 23 152.1 4
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Table 38

OFFSHORE ROUTE 1
IMPACT ON POPULATION BY REGION AND YEAR
Thousands of Persons

.

¢

YEAR NORTHWEST SOUTHWEST SOUTHEAST SOUTHCENTRAL ANCHORAGE INTERIOR FAIRBANKS TOTAL

1976 0 0 *2 * * 0 * *
77 * * * & 0.1 * * 0.2
78 * * 0.1 0.1 0.3 0.1 0.1 0.6
79 * 0.1 0.2 0.2 0.9 0.5 0.2 2.7
80 0.1 0.1 0.7 0.8 3.1 0.6 0.5 5.9
81 0.1 0.1 0.8 1.0 3.2 * 0.6 5.7
8?2 0.1 0.1 1.2 1.4 4.7 * 0.9 8.3
83 0.1 0.1 1.0 1.2 4.1 0.1 0.8 7.3
84 0.1 0.1 1.0 1.1 4.1 0.1 0.8 7.3
85 0.1 0.1 1.0 1.1 4.3 0.1 0.8 7.4
86 0.1 0.1 1.0 1.1 4.5 0.1 0.8 7.7
87 0.1 0.1 1.0 1.2 4.7 0.1 0.8 8.0
88 0.1 0.2 1.0 1.2 5.0 0.1 0.8 8.4
89 0.1 0.2 1.0 1.2 5.3 0.1 0.8 8.7
90 0.1 0.2 1.0 1.2 5.7 0.1 0.8 9.1

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

2% = less than 50 persons.
Regions may not sum to total due to rounding errors.

....ﬁq—



Table 39

OFFSHORE ROQUTE _ . !
IMPACT ON STATE AND LOCAL REVENUES AND EXPENDITURES
Millions of Dollars

i
PERSONAL AND - SPECIAL OTHER LOCAL GOV'T STATE AND STATE AND

STATE  PETROLEUM CORPORATE INTEREST F'UND GENERAL FUND  REVENUE FROM  LOCAL GOV'T  LOCAL GOV'T
YEAR TOTAL  REVENUES INCOME TAX INCOME REVENUE REVENUE OWN SOURCES REVENUE EXPENDITURES
1976 0.5 0.5 0 0 0 0 0 1.2 0.5
77 1.6 1.6 0 0 0 0 0.1 3.8 1.7
78 5.4 4.9 0.1 0 0.1 0.2 0.4 9.6 4.6
79 10.5 8.8 0.6 0.1 0.3 0.6 1.6 9.6 8.8
80 78.0 72.0 2.2 0.3 1.3 2.2 6.2 132.4 66.0
81 88.5 72.0 5.8 1.5 3.7 5.6 16.5 161.7 86.8
82 94.2 79.6 4.5 2.7 3.0 4.5 13.2 198.1 134.0 ‘
83 104.0 79.6 7.1 5.3 4.9 7.1 21.9 159.4 105.4 g
84 102.2 79.6 6.1 6.7 4.2 5.8 18.6 143.6 100.5 ;
85 163.7 79.6 6.1 8.0 4.3 5.8 19.3 136.3 102.3
86 106.4 79.6 6.6 9.4 4.9 6.1 21.4 132.8 106.9
87 109.7 79.6 7.2 10.8 5.4 6.6 24.2 131.7 11z.7
88 113.3 79.6 7.9 12.2 6.2 7.1 27.7 132.3 119.7
89 117.5 79.6 9.0 13.6 7.3 8.0 32.1 134.0 127.8
90 122.2 79.6 10.2 15.0 8.5 8.9 37.2 137.4 137.4

]impacts are measured as deviations from the situation
in which no gas pipeline is built.
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increases achieyed duyring constryction and early production (Table 38 ),
The population of the state shows an uneven increase throughout the period,
~ with almost 63 percent of the Tonger term impact centered in Anchorage,
secondary érowth booms occuryring in the Southcentral and Southeast regions,
which are expected to be centers of govermment spending. Interior has a
'short term population boom during construction. Turning back to Table

it becones evident that while per capita personal incomes grow slightly

in tha state as a whole, imnmigration quickly erases these gains. Region-
ally, the isolated Interior, Northwest, and Southwest areas gain from
construction énd the influx of higher income state workers. VSoutheast

and Fzirbanks change very little, while the influx of support sector
worxksrs and adcéitional population into the Anchorage and Southcentral

Regiorns is large erough to slightly reduce per capita incomes.

o

Overall, this route does not differ sighificantly in economic impact

AN

from tha previous two.

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 large 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 real gross producfrfo11ows the familiar construction
boom, post-construction bust, state spénding induced growth cycle. Aéain,
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 commerce. To see all this, consider Table 40. The
- large number of construction workers employed during 1978-80 in the In-
terior Region generate much economic activity, as can belsegn by the $47
millicn and $70 million of value added attributable to the Interior Region
in tncse years. Interior has 74 percent and 61 percent of the impact onh

real gross product during these peak years, compared with Anchorage's 21

ct

&nd 23 pzrceni. Taken together, these twe regions account for most of
tne impact in the short term. By 1990, however, Anchorage accounts for
56 pércent 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.
Thé-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 1
IMPACT ON REAL GROSS PRODUCT BY REGION AND YEAR
Millions of 1958 Dollars

YEAR NORTHKWEST SOUTHWEST ~ SOUTHEAST - SQUTHCENTRAL ANCHORAGE INTERIGOR FAIRBANKS TOTAL

g s O I 00O W

1976 %2 * x * 0.2 * * 0
77 # x 0.1 0.1 1.1 2.5 0.1 4
78 0.1 0.1 0.4 0.3 3.7 9.8 0.4 14.
79 0.3 0.2 1.0 0.7 13.5 46,9 0.9 63.
80 1.3 0.9 4.2 2.9 32.0 70.3 3.9 115.
8] 1.8 1.2 5.3 3.8 26.9 8.0 5.2 52.
82 1.4 0.8 3.7 2.6 18.5 7.7 3.7 38,
83 1.3 0.8 3.3 24 18.2 7.4 3.4 36,
84 1.2 0.8 3.3 2.4 18.7 7.3 5 37.
85 1.3 0.8 3.2 2.4 19.4 7.5 3.5 38.1
86 1.3 0.8 3.2 2.4 20.4 7.5 3.6 392
87 1.4 0.8 3.2 2.4 21.6 7.6 3.7 10.8
88 1.5 0.9 3.3 2.4 23.0 7.8 3.9 42.7
89 1.5 0.9 3.3 2.5 206 7.8 1.0 44.8
90 1.7 1.0 3.4 2.5 26.6 7.8 4.2 47.3

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

2% = Tess than 50 thousand dollars.

- 29—
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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,
tne commercial center of the state. Seventy-two percent of additional
employmerit of 6,100 in the state in 1979 is shown by Table 41 to be in
the Interior Region, while Anchorage has 18 percent. Interfor still has
51 percent, or 5,800, in 1980; but Anchorage has increased to 28 percent
and by 1990, when 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 five thousand.

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

i

Even Juring the psak construction year of 1980, 5,400 wage earners, or

48 pzrcant, are in tne support sectors. This contrast with 21 percent

¥

goverrment and Z7 gercent construction workers. By 1990, the support
secter registers & slight relative gain to 52 percent of the impact,
altncugn tnis represants an absolute impact of only 2,600 workers. Con-
struction has an impact in 1990 of only 300 workers, sixlpercent of the
total employment impact. The absolute 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 shown in Table 43u. 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



Table 41

INTERIOR ROUTE 1
IMPACT ON EMPLOYMENT BY REGION AND YEAR
Thousands of Poersons

YEAR NORTHWEST SOUTHWEST SOUTHEAST ~ SOUTHCENTRAL ANCHORAGE INTERIOR FAIRBANKS TOTAL

*
™o
*

1 G

1976 % * * * 0.1
77 * * * * 0.1 3 s 0.4
78 % * 0.1 0.1 0.3 1.0 0.1 1.6
79 * * 0.2 0.1 1. 4.4 0.1 6.
80 0.2 0.2 0.9 0.5 3.2 5.8 0.6 11.
81 0.2 0.2 1.2 0.7 3.3 0.2 0.7 6.
82 0.1 0.2 0.8 0.5 2.2 0.7 0.5 4.5
83 0.1 0.1 0.7 0.4 2.1 0.1 0.5 4.2
84 0.1 0.1 0.7 0.4 2.2 0.1 0.5 4.2
85 0.1 0.1 0.7 0.4 2.2 0.1 0.5 4.2
86 0.1 0.1 0.7 0.4 2.3 0.1 0.5 4.3
87 0.1 0.1 0.7 0.4 2.4 0.1 0.5 4.4
88 0.1 0.1 0.7 0.4 2.5 0.1 0.5 4.6
89 0.1 0.1 0.7 0.5 2.7 0.1 0.5 4.8
90 0.1 0.2 0.7 0.5 2.9 0.1 0.5 5.0

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

2 % = tess than 50 persons,

- 99_



Table 42

INTERIOR ROUTE I
IMPACT ON EMPLOYMUNT mf IHDUSTRY AND YEAR
; ThouSand Persons
AGRICULTURE, TRANSPORTATION, FINANCE, . :
YEAR FORESTRY, & MINING CONSTRUCTION MANUFACTURING = COMMUNICATION, TRADE  INSURANCE,  SERVICE  GOVERNMENT OTHER ' TOTAL
FISHERIES AND UTILITIES  REAL ESTATE

1675 o ) %2 o & % * * * * 0.1

77 0 0 0.2 C * 0.1 * 0.1 0.1 * C.4
78 0 a 0.6 a .1 0.3 * 0.3 0.2 * 1.6
79 a 0 233 ) 0.2 1.3 0.1 1.5 0.5 0.1 6.1
80 0 0.1 3.0 0 0.5 2.2 0.2 2.5 2.4 0.4 11.3
8] 0 0.1 0.3 T 0.3 . 0.9 9.3 1.1 3.1 0.5 6.5
82 0 0.1 G.2 0 0.2 0.6 0.2 0.7 2. 0.3 4.5
83 0 0.1 0.2 0 0.2 0.6 0.2 0.7 1.9 0.3 4.2
84 0 0.1 0.2 0 .2 0.6 0.2 0.7 1.9 0.3 4.2
85 0 0.1 0.2 0 0.2 0.6 0.2 0.8 1.8 0.3 4.2
86 0 0.1 0.2 0 0.2 0.7 0.2 0.8 1.8 0.3 4.3
87 0 0.1 0.2 0 0.2 0.7 0.2 0.9 1.8 0.3 4.4
88 0 0.1 0.2 0 0.2 0.7 0.2 1.0 1.8 0.3 4.6
89 0 0.1 0.3 0 0.3 0.8 0.2 1.1 1.8 0.3 4.8
90 0 0.1 0.3 0 0.3 0.8 0.3 1.2 1.8 0.3 5.0

}Impacts are measured as deviations from
in which no gas pipeline is built, °

2% s iess than 50 persons.

the situation

..99...



Table 43

INTERIOR ROUTE 1
IMPACT ON POPULATION BY RLGION AND YEAR
Thousands aof Persons '

i

YEAR NORTHWEST SOUTHWEST SOUTHEAST . SOUTHCENTRAL ANCHORAGE INTERIOR FAIRBANKS TOTAL

1976 0 0 %2 * * 0 % 0.1
77 * * 0.1 0.1 0.2 0.1 x 0.6
78 * 0.1 0.2 0.2 0. 0.5 0.2 2.1
79 0.1 0.2 0.7 0.7 3.6 1.9 0.6 8.0
80 0.2 0.4 1.8 1.8 7.8 2.3 1.4 i5.7
81 0.2 0.2 1.7 1.8 6.4 0.1 1.2 11.5
82 0.2 0.2 1.4 1.5 5.2 0.1 1 9.7
83 0.2 0.2 1.3 1.4 5.2 0.1 1.1 9.5
84 0.2 0.2 1.3 1.4 5.3 0.1 1. 9.6
85 0.2 0.2 1.3 1.4 5.5 0.1 1.7 9.8
86 0.2 0.2 1.3 1.4 5.7 0.1 1.1 10.0
87 0.2 0.2 1.3 1.4 5.9 0.1 1.1 10.2
88 0.2 0.2 1.3 1.5 6.2 0. 1.1 10.5
89 0.2 0.2 1.3 1.5 6.5 0.1 1.1 10.8
90 0.2 0.2 1.3 1.5 6.9 0.1 1.1 11.1

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

2 % = less than 50 persons.

- 19...
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Anchorage. This is mainly because of the nature of construction employ-
~ment on the pipeline. Most workers 1iving in the camps will tend not to
- relocate their families from the Lower 48, or will locate tﬁen in exist-
ing urban centers of the state where utility services and housing, and
stores and schools are more readily a§a11ab]e. Also, much of the employ-
ment growth is centered in the support sector and government services,
and these are centered in existing urban areas. This latter tendency be-
comes more pronounced following construction, when out of a total popula-
tion fmpact of 11,100 people, 62 percent are projected to locate in An-
chorsze. Hages and salaries follow a pattern similar to employment, as
czn be szen in Teble 44,

rhe fact that there is population inmigration causes the increases

chievzd in persorzl income brought by pipeline development to be dis-

fal)

sipaved. The geographical distribution of impact is similar to the Prime
Route, showing gains only in the areas where there is Tittle population
increase, and substantial gains only where the inmigrants tended to be
very high salaried relative to the historical peridd. This case is, of
course, the Interior, where annual average wages are projected to top
$50,000 per construction and oil and gas worker in 1990, and $35,000 per
construction worker in 1980. By 1990, Qovernment workers in this area
show a $1,000 salary premium over Anchorage; and in ﬁining, 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

INTERTOR ROUTE 1
IMPACT ON REAL WAGES AND SALARIES PAID BY REGION AND YEAR
Mitlions of 1967 hollars

YEAR NORTHWEST SOUTHHWEST SOUTHEAST .  SOUTHCENTRAL ANCHORAGE INTERIOR FAIRBANKS  TOTAL

~ w

1976 0 0 0.1 0.1 0.1 0 0 0.3
77 0.1 0 0.2 0.1 0.7 2.8 0.1 4.1
78 0.1 0.1 0.6 0.3 2.3 10.6 0.4 14.5
79 0.2 0.2 1.4 0.8 7.7 45.4 0.9 56.8
80 1.0 1.2 6.3 3.6 2.1 57.3 4.4 356
8] 1.3 1.6 8.4 4.8 22.9 1.3 5.9 5.8
82 7.0 1.7 5.9 3.4 15.8 7.1 i1 32.5
83 0.9 1.0 5.6 301 15.4 1. 3.8 30.9
84 0.9 1.0 5.4 3.1 15.8 1.1 3.8 31.3
85 0.9 1.0 5.6 3.2 16.4 1.1 3.9 32.1
86 0.9 1.1 5.6 3.3 17.3 1.2 4.0 33.
87 0.9 1.1 5.9 3.3 18.3 1.2 4. 3.
88 0 1. 5.9 3.4 19.6 1.2 4.3 36.5
83 g 1.3 6.2 3.5 21.0 1.2 4.5 38.6
90 1.1 1.2 6.4 3.7 2.8 1.3 4.6 1.1

}Impacts are measured as deyiations from the situation
in which no gas pipeline is built.

- O -



Table 45

INTERIOR RQUTE 1
IMPACT ON STATE AND LOCAL REVENUES AND EXPENDITURES
MiTTllons of Dollars

PERSONAL AND SPECIAL OTHER - LOCAL GOV'T STATE AND STATE AND

STATE  PETROLEUM  CORPORATE  INTEREST  FUND GENERAL FUND  REVENUE FROM  LOCAL GOV'T  LOCAL GOV'T

YEAR TOTAL  REVENUES INCOME TAX  INCOME  REVENUE REVENUE OWN SOURCES REVENUE EXPENDITURES
1976 1.0 1.0 0 0 0 0 0 1.2 1.0
.77 3.1 3.0 0.1 0 0 0 0.2 3.8 3.2

78 10.5 9.1 0.5 0 0.3 0.6 1.3 13.4 9.6

79 21.8 16.4 2.0 0.2 1.2 2.0 5.4 30.2 23.0

80 105.1 82.2 8.5 0.5 5.2 8.6 23.9 142.7 108.1

81  125.0 82.2 15.5 1.9 10.1 15.4 45.3 187.0 149.7

82  107.7 83.4 8.0 3.3 5.2 7.9 23.4 144 .4 109.6

83 110.1 89.8 5.8 4.8 4.0 5.8 17.7 140.9 104.8 :

g4 112.1 89.8 6.1 6.6 4.2 5.8 18.6 144.1 107.8 j

85 115.1 89.8 6.5 7.9 4.7 6.2 20.8 149.3 112.6

86  118.5 89.8 7.2 9.5 5.4 6.8 23.7 155.7 118.6

87  122.3 89.8 8.0 1.1 6.1 7.4 27.0 163.1 125.5

88  126.5 89.8 8.9 12.6 7.0 3.0 31.0 171.7 133.4

89 131.2 89.8 10.0 14.2 8.2 8.9 36.0 181.7 142.6

90  136.5 89.8 11.5 15.8 9.5 9.9 41.8 193.4 153.4

1Impacts are measured as deviations from the situation
in which no gas pipeline is butlt.
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construction period. (See Table 46.) The skills mix in other regions
tends to become more support industry-oriented during the construction
period, the population increase cuts even more heavily into what personal
.income increases there are, and per capita income declines. The declines
in personal income occur in the regions with the largest inmigration --

Southeast, Southcentral, and Anchorage.

Fort Yukon Route

The Fort Yukon Route shows larger impacts on fhe Alaskan economy
than the Interior Route. As shown in Table 47 , the statewide impact on
rez] gross product is about four million dollars larger by 1990. The
shor: term construciion pariod impact is also $64 million larger in the

k construction yzar, 1980. In comparison with the Prime Route, the

s

pe
19380 Fort Yukon Route impact is $11 million worth of value added larger,
while the short term additional impact is $139 miETion. The greater dif-
ference comes about because of the greater distance which the pipeline
must traverse in Alaska and accompanying greater construction activity
and'va]ue of capital put in place. lRegiona]]y, the distribution of out?
put is much the same as the previous cases, showing a large construction
bocm in Anchorage and in the Interior. The major difference is that the
boom in Interior {s mﬁch larger than in any of the previous cases. In
1979, for example, Interior accounts for 77 percent of the impact on
state peal gross product, and in 1980, 66 percent. The corresponding

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



Table 46

o IHTYRIQR ROUTE 1
IMPACT CN PERSOMAL INCOME AN PER CAPITA INCOME BY REGION AND YEAR
Personal Income in Hillions of Bollars, Per Capita Income in Dollars

XORTHWEST SOUTHUEST SOUTHEAST SOUTHCERTRAL AHCHORAGE, INTERIOR FATRSANKS TOTAL
PERSORAL  PER CAPITA PERSONAL PER ‘CAPITA PE%SONAL PER CAPITA PERSOMAL PER CAPITA PERSONAL PER CAPITA PERSONAL PZR CAPITA PERSGRAL PER CAPITA PERSORAL  PIR CivF
YEAR INCoHE LRCOME  LRCOME INCQUE INCOME IRCOME InCOME INCONE IRCOYE INCOME INCOME INCOME INCOME INCOME TRLOME Htinex
1976 0 o} Q b} 0.2 2 0.1 o} c.4 1 o] 4 0.1 1 0.9
i 2 -3 - 0.1 -5 0.2 -6 0.1 -7 0.9 -6 9.3 736 0.1 -4 10.6 16
73 o] - 12 - 0.2 - 18 0.4 - 30 G.2 - 23 2.8 - 27 35.3 2,643 0 - 25 38,6 %)
79 -~ 0.3 - 72 - 1.1 - 100 - 1.4 - 156 R I - 134 6.8 - 134 156.3 10,700 1.8 - 134 Y 157.5 Z4
iy 0.5 - 88 8,7 - 77 1.4 - 148 7.7 - 157 £2.5 -~ 155 205.1 13,3886 5.6 - 127 274.6 255
S 2.6 ra! 4.4 N 25.6 71 17.3 & 656.0 1% 4.9 302 17.7 67 118, 37
32 1.9 15 3.2 35 18.4 2 12.4 - 31 463 - 30 4.4 193 12.8 7 99.2 - 12
83 i.8 4 3.2 28 17,9 . -2 2.1 - 35 47.1 - 38 4.4 183 12.5 -3 ¢3.9 - 22
84 1.9 n 3.3 2z 18.4 - 19 12,5 37 50.1 - 4] 4.6 231 13.9 7 103.9 -~ 26
85 2.0 15, 3.5 21 19.3 - 22 121 - 33 54.3 - 43 £.9 224 13.7 -9 110.8 - 23
e6 2.2 25 3.2 24 20,4 - 237 13.9 - 33 59.2 - 45 5.2 229 14.6 -9 139.1 - Y
87 2.3 26 4.0 23 21.5 - 23 14.3 - 37 65.3 -~ 45 5.5 263 i5.6 g 129.0 -9
58 2.5 30 3.3 }6 23.1 -20 1%.9 - 36 72.2 ~ &5 5.8 253 16.8 -5 14005 - 3¢
59 2.7 35 4.7 33 24.8 - 17 17.1 - 34 80.5 ~ 45 6.3 287 i8.1 -2 184.2 - 29
90 3.0 - 5.1 41 26.8 - 12 18.6 - 32 90.7 - 43 6.7 313 19.6 1 170.5 - 20
T—__—_'_ ) .
Impacts are measured as deviations from the situatien !

in which no gas pipeline {s built.
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Table &7

FORT YUKON ROUTE 1
IMPACT ON REAL GROSS PRODUCT BY REGION AND YEAR
Millions of 1958 Dollars

H
YEAR NORTHWEST SOUTHWEST SOUTHEAST - SOUTHCENTRAL ANCHORAGE INTERIOR FAIRBANKS TOTAL

]

M O

1976 * * 0.1 * 0.2 * 0.1 0.4
77 0.1 x 0.2 0.1 1.5 3.8 0.2 5.8
78 0.2 0.1 0.6 0.4 5.3 15.1 0.5 22.1
79 0.4 0.3 1.4 1.0 19.8 79.8 1.2 104.
80 1.7 1.2 5.3 3.7 44.0 118.6 5.0 179.
81 2.3 1.5 6.9 .9 34.8 9.2 6.7 66.
82 1.6 1.0 4.3 3.1 21.5- 8.7 4.3 44.5
83 1.4 0.8 3.7 2.6 20.0 8.5 3.8 40.8
84 1.3 0.8 3.5 2.5 20.1 8.4 3.7 4.4
85 1.4 0.8 3.5 2.5 20.8 8.5 3.8 41.3
86 1.4 0.9 3.5 2.5 21.8 8.5 3.9 42.4
87 1.5 0.9 3.5 2.5 23.0 8.7 4.0 44 .7
88 1.6 0.9 3.5 2.6 24, 8.8 4.1 £6.2
89 1.7 1.0 3.6 2.7 26.3 8.8 4.3 48 .4
9C 1.8 1.0 3.6 2.8 28, 8.8 4.5 51.1

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

2% = less than 50 thousand dollars.
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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 ‘product is centered in Anchorage.

The story is similer for employment. At the peak of the construction
boom, the state shows 16,500 additional wage earners enployed (see Table 48)
of wiich 56.3 percent, or 9,300, are employed in Interior and 26 percent,
or 4,300, are employed in Anchorage. By 1990, the percentages for An-
chorage and Interior are 57.4 percent and 3.7 percent, respectively, show-

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

Sy industry, much of the increased employment shows up in the support
sectors znd goverrment, .In Table 49's peak construction year of 1980, _
consiruction and minirg together account for 4,600 persons, or 28 percent
of thz employment 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 resylt of the increase in employmenf, there 1s an increase
in real wages and salaries paid which follows the construction boom and
bust and, subsequently, grows more steadily as the Alaskan economy expands.

Table = shows this, as well as that regionally, Interior shows a higher



Table 48

FORT YUKON ROUTE !
IMPACT ON EMPLOYMENT BY REGION AND YEAR
Thousands of Persons

YEAR NORTHWEST SOUTHWEST SOUTHEAST - SOUTHCENTRAL ANCHORAGE INTERIOR FAIRBANKS i TOTAL

1976 *2 * * * * * * 0']
77 * * * * 0.1 0.4 * 0.6
78 * * 0.1 0.1 0.5 1.5 0.1 2.
79 * 0.1 0.3 0.2 1.6 7.1 0.2 9.4
80 0.2 0.2 1.7 0.7 4.3 9.3 0.7 16.5
81 0.3 0.3 1.5 0.9 4.2 0.2 1.0 8.4
82 0.2 0.2 0.9 0.6 2.6 0.2 0.6 5.2
83 0.1 0.2 0.8 0.5 2.3 0.2 0.5 4.6
84 0.1 0.2 0.8 .5 2.3 0.1 0.5 4.5
85 0.] 0.2 0.8 0.5 2.4 0.1 0.5 4.5
86 0.1 0.2 0.7 0.5 2.5 0.1 0.5 4.6
87 0.] 0.2 0.7 0.5 2.6 0.2 0.5 4.7
88 0.1 0.2 0.8 0.5 2.7 0.2 0.5 4.9
89 0.1 0.2 0.8 0.5 2.9 0.2 0.5 5.1
90 0.1 0.2 0.8 0.5 3.1 0.2 0.5 5.4

limpacts are measured as deyiations from the situation
in which no gas pipeline is butit.

2% . less than 50 persons.
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Table 49

FORT YUKON ROUTE i
IMPACT ON EMPLOYMLNT BY INDUSTRY AND YEAR
Thousands of Porsons

*

AGRICULTURE, TRANSPORTATION, FINANCE,
YEAR FORESTRY, & MINING CONSTRUCTION MANUFACTURING  COMMUNICATION, TRADE  INSURANCE,  SERVICE GOVERNMENT OTHER ' TOTAL
FISHERLES AND UTILITIES  REAL ESTATE
1976 0 0 %2 0 A & * * * * 0.1
77 0 0 0.2 0 * 0.1 * 0. 0 * G.6
78 0 0 0.9 0 0.1 0.4 * 0.5 0.3 0.1 2.3
79 0 0 3.5 0 0.4 2.2 0.1 2.4 0.7 0.2 9.4
50 c 0.1 4.5 0 0.7 3.6 0.3 4.0 3.0 0.6. 16.5 -
81 0 0.1 0.4 0 0.4 1.2 0.3 1.4 5.0 0.6 8.4
82 0 0.1 0.3 0 0.2 0.7 0.2 0.9 2.5 0.4 5.2
3 0 0.1 0.2 0 0.2 0.7 0.2 0.8 2.1 0.3 4.6
84 0 0.1 0.2 0 0.2 0.7 0.2 0.8 2.0 0.3 4.5
85 0 0.1 0.2 0 0.2 0.7 0.2 0.8 2.0 0.3 3.5
26 0 0.1 0.2 0 0.2 0.7 0.2 0.9 1.9 0.3 4.6
Iy, 0 0.1 0.3 0 6.2 0.7 0.2 1.0 1.9 0.3 4.7
88 0 0.1 0.3 0 0.3 0.8 0.2 1.0 1.9 0.3 4.9
89 0 0.1 0.3 0 0.3 0.8 0.3 1.1 1.9 0.3 5.3
50 0 0.1 0.3 0 0.3 0.9 0.3 1.2 2.0 0.4 5.4

]Impacts are measured as deviations from
in which no gas pipeline is built.

2 % < less than 50 persons.

the situation
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Table 50

FORT YUKON ROUTE 1
IMPACT ON REAL WAGES AND SALARIES PAID BY REGION AND YEAR
Millions of 1967 Dollars

YEAR NORTHWEST SOUTHWEST SOUTHEAST . SOUTHCENTRAL ~ ANCHORAGE INTERIOR FAIRBANKS | TOTAL

N B
G et P Lo

1976 0 0 0.1 0.1 0.2 0 0 0
77 0.1 0 0.3 0.2 1.0 4.3 0.2 5.
78 0.1 0.2 0.8 .4 3.3 16.0 0.5 21.
79 0.3 0.3 2.0 1.1 11.2 70.1 1.3 86
80 1.3 1.5 8.0 4.5 29.6 88.9 5.5 139,
81 7 2.0 10.9 6.2 29.6 1. 7.5 59.
82 1.1 1.3 6.9 3.9 18.5 1.3 .8 37.9
83 0.9 1.1 6.1 3.4 17.0 1.2 4.2 34.0
84 0.9 1.1 5.9 3.3 17.1 1.2 4.1 33.8
85 0.9 1.1 6.0 3.4 17.6 1.2 4.2 34,5
86 0.9 1.2 6.0 3.5 18.5 1.3 4.3 35.7
87 1.0 1.2 6.2 3.5 19.6 1.3 4.4 37.2
88 1.1 1.2 6.3 3.6 21.0 1.4 4.6 39.1
89 1.7 1.3 6.6 3.7 22.5 1.4 4.8 41.3
90 1.1 1.3 6.9 3.9 24.4 1.4 4.9 a4 .

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

—-[[..



- 78 -

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.

Population increases are induced by the increased employment oppor-
tunities. However, these increases 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
percent. By 1990, the numbers are 61 percent and one percent, respective-

ly. The totaT pepulation increase is somewhat larger in this case than
the Inierior Route, showﬁﬁg 7,400 additional persons in 1980 and 1,500
additional in 1280, In comparison with the Prime Route, the additional
fmpact is 17,3C3 in 1830 and 4,000 in 7950.

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 1ittle over $164 million
in 19%0. 1In comparison with the Interior Route, spending is larger by
$44.3 million and $10.7 million in 1980 and 1990, while in comparison with
the Prime Route, Fort Yukon shows impacts which are $108.6 million and
$32.1 million larger in the two years. In'spite of this fact, however,
per capita income declines-in Alaska over the peribdfout to 1990.

Table 53 shows the impact of fhe Fort Yukon Route on personal income
and per capita income. Although personal income increases substantially

over the period, once again immigration dissipates the potential gains.



Table 51

FORT YUKON ROUTE
'IMPACT ON POPULATION BY REGION AND YEAR!
Thousands of Porsons

YEAR NORTHWEST =~ SQUTHWEST SOUTHEAST - SOUTHCENTRAL ANCHORAGE INTERIOR FAIRBANKS TOTAL

1976 %2 0 * * * 0 * 0.1
77 * * 0.1 0.1 0.3 0.2 0.1 0.8
78 0.1 0.1 0.3 0.3 1.3 0.7 0.2 3.0
79 0.2 0.4 1.1 1.1 5.6 2.9 0 12.4
80 0.4 0.6 2.5 2.5 1.4 3.5 201 23.1
81 0.2 0.3 2.2 2.5 8.5 0.1 1.7 155
82 0.2 0.3 1.8 1.9 6.5 0.1 1.4 12.3
83 0.2 0.3 1.6 1.7 6.3 0.1 1.3 1.7
81 0.2 0.3 1.6 1.7 6.4 0.1 1.3 1.6
85 0.2 0.3 1.6- 1.7 6.5 0.1 1.3 11.7
86 0.2 0.3 - 1.5 1.7 6.6 0.1 1.3 1.7
87 0.2 0.3 1.5 1.7 5.8 0.1 1.2 1.9
88 0.2 0.3 1.5 1.7 7.1 0.1 1.2 12.0
89 0.2 0.3 1.5 1.7 7.3 0.1 1.2 12.3
90 0.2 0.3 1.5 1.7 7.7 0.1 1.2 12.6

]Impacts are measured as deviations from the situation
in which no gas pipeline is buijit..

Z % = less than 50 persons.
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Table 52

FORT YUKON ROUTE 1
IMPACT ON STATE AND LOCAL REVENUES AND EXPENDITURES
Milldons of Dollars

PERSONAL AND SPECTAL OTHER LOCAL GOV'T STATE AND STATE AND

STATE  PETROLEUM  CORPORATE  INTEREST  FUND GENERAL FUND  REVENUE FROM  LOCAL GOV'T  LOCAL GOV'T

YEAR TOTAL  REVENUES INCOME TAX  INCOME  REVENUE REVENUE OWN SOURCES REVENUE EXPENDITURES
1976 1.3 1.3 0 0 0 0 0 1.6 1.3
- 77 3.9 3.8 0.1 0 0 0 0.2 4.8 4.1

78 13.6 11.6 0.7 0 0.5 0.9 1.9 17.5 12.7

79 28.7 20.8 2.9 0.2 1.7 3.0 7.9 40.6 31.4

80  122.9 88.2 12.9 C.6 8.0 13.1 36.5 175.7 136.9

81  150.1 88.2 22.6 2.1 14.7 22.5 66.4 236.8 193.4

82  120.3 89.4 10.3 .6 6.8 10.1 30.4 165.7 127.5

83  119.1 95.8 6.8 5.3 4.6 6.7 20.7 154.0 115.2 ;

g4 120.3 95.8 6.7 .9 4.6 6.4 20.5 155.1 116.3 @

85  123.1 95.8 7.1 8.5 5.1 6.7 22.4 159.9 120.8 ‘

86  126.7 95.8 7.7 10.2 5.8 7.3 25.4 166.6 127.0

87  130.7 95.8 8.6 11.9 6.5 7.9 29.0 174.4 134.3

88 135.2 95.8 9.6 13.6 7.5 8.6 33.2 183.6 142.7

89  140.2 95.8 10.7 15.3 8.7 9.6 38.5 194.3 152.6

90  145.9 95.8 12.2 16.9 10.2 10.7 44.8 206.9 164.1

]Impacts are measured as deviations from the situation
in which nc gas pipeline is built.



Tahle 53

FT. YUKON ROUYE 1
IMPACT ON PERSOMAL INCOME AND PER CAPITA THCOME BY REGION AND YEAR
Personal Income in Milljons of Dollars, Per Capita Income in Dollars

NORTHWEST SCUTHWEST SCUTHEAST SOUTHCENTRAL AHCHORAGE INTERIOR FAIRBARKS TOTAL
PERSONAL PER CAPITA PERSONAL PEi CAPITA PERSONAL PER CAPITA PERSONAL PR CAPITA PERSONAL PER CAPITA PERSONAL PER CAPITA  PERSORAL PER CAPITA PERSONAL  PER CAP
YEAR iNCoM INCOME IRCOME INCOHE INCOME INCOVE IKCOHE INCOUE INCOHE IHCOME INCOME INCOME IRCOHE HCOME IRCCHE incos
1375 t.1 6 c - 0 0.2 1 ¢.2 2 0.5 1 0 0 0.2 2 1.1 i
1 Q0 -4 0.3 -7 0.2 -8 04 ~ 56 1.1 -9 - 13.9 1,093 0 -9 15.3 23
78 0 - 17 - 0.3 ~ 29 .03 - 47 c.1 - &4 3.6 - 42 534 3,890 - 01 - 39 56.8 74
79 - 0.5 -~ 118 - 1.8 - 164 ~ 2.6 - 250 - 2.0 - 212 8.9 - 215 260,015,296 -~ 3.3 - 218 233.9 2N
80. 0.4 =163 0.4 - 152 12.8 - 267 8.5 - 200 54,0 - 260 316.2 16,957 6.9 ~ 232 309.2 335
81 3.3 78 5.7 107 33.3 - 79 22.5 -5 85.7 2 5.9 N 22.9 74 179.4 33
32 2.2 -2 3.7 2 21.5 - 24 14.5 - 54 54.0 -~ 55 5.0 162 5.0 - 14 115.2 -3
63 2.0 -19 3.5 6 *19.6 . ~ 47 13.3 ~ 61 51.8 - b7 4.9 145 12.7 - 32 104.9 - 5l
g4 2. -8 3.6 2 19.8 - 54 13.4 - B4 54.1 ~ 69 5.2 193 14.0 ~ 36 112.3 - 53
£3 2.2 -2, 3.7 -2 20.7 - 55 14.1 ~ &1 58,2 =70 5.4 196 14.7 - 36 119.0 - 55
£§ 2.4 1 4.0 2 21.8 ~ 55 14.9 - 50 63.3 - £9 5.8 226 15.7 -~ 33 127.7 - 54
g7 2.5 13 4.3 5 231 - 5] i5.8 -5 65.7 - &7 6.1 235 16.7 - 30 123.2 - 52
88 2.7 18 4.6 g 24.7 ~ 46 17.0 - 54 7.2 - 66 6.5 251 ]7.? - 26 150,6 52
839 2.9 25 5.0 18 26.5 =43 18.3 -5 86,1 -~ B4 7.0 289 13.4 - 21 165.2 . =47
§& 3.2 37 5.4 26 238.7 19.9 - 48 97.0 - 60 7.5 323 21.¢C - 15 152.6 LXs

- 33

i

I .
Impacts are measured as deviations from the situation
in which no gas pipeline fs built. . )
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Also, as in previous cases, the distribution of gains is very uneven
across regions. For example, because of the very low per capita income

- of current Interior residénts and the very high salaries earned by oil

ana gas construyction workers, who constitute almost-all the short term
inmigrants, there is an enormous transiént increase in per capita income
of Interior residents. A small part of this gain persists even after the
majority of these workers 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 Scuthcentral. =Zxc

in

pt for the peak of the construction period, when

=z workers may terd to grayvitate toward the pipeline construction
arezs, ine Northwesst and Southwest show very little fmpact on per capita
inccmz. Qverali, tne creater inmigration associated with the Fort Yukon B
Routs shows a ssall Tong term decrease in per capita income, even though

there is a short term fransient increase,

Fairbanks - Alaska Highway Route

The Fairbanks-Alaska Highway Route shows (Tabfe 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 Fort Yukon case and
209 million more than the Prime Route. By 1990 the impact is much smaller,
both absolutely and relative to the other Trans-Canada routes. However,

there is still an impact of $56.5 million, which is 5.4 million more than



Table 54

FAIRBANKS - ALASKA HIGHWAY ROUTE
IMPACT: ON REAL GROSS PRODUCT BY REGION AND YEART
Millions of 1958 Dollars

YEAR NORTHWEST SQUTHHEST SOUTHEAST - SOUTHCENTRAL ANCHORAGE INTERIOR FAIRBANKS 1TOTAL

1976 %2 * 0.1 0.1 0.3 * 0.1 0.6
77 0.1 0.1 0.3 0.2 2.2 3.4 3.2 9.4
78 0.3 0.2 0.9 0.6 8.1 13.5 11.6 35.2
79 0.7 0.5 2.1 .5 30.4 69,4 47.6 152.2
80 2.3 1.6 7.2 .0 61.8 107.1 64.8 249.7

- 8] 3.7 2.0 9.3 .6 46.4- 12.6 10.9 91.0
82 2.0 .2 5.4 3.9 27.2 11.9 7.3 58.9
83 1.7 1.0 4.4 3.2 24,2 11.5 52.5
84 1.6 1.0 4.2 3.0 23.9 11.4 6.3 51.4
85 1.6 1.0 4.1 3.0 24.7 1.5 6.4 52.3
86 1.7 1.0 4.1 3.0 25.4 7.4 4.5 47.2
87 1.8 1.0 4.1 3.0 26.7 7.6 £.6 - 48.7
88 1.9 1. 4.1 3. 28.3 7.7 4.8 50.9
89 2.0 1. 4.1 3. 30.3 7.7 5.0 53.5
90 2.1 1. 4.2 3.2 32.8 7.7 5.2 56.5

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

2 % = Tess than 50 thousand dollars.
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Fort Yukon, and 16.5 million more than the Prime Route. Régiona11y5 the
distribution of the impact of the construction period is changed, since
- much of the construction now takes place in the Fairbanks Région. In
1980, Fairbanks receives almost 26 percent of the impact; Interior, 43
percent; and Anchorage, 25 percent. 1In absolute terms, the gross product
impact in 1980 on the Fairbanks region is $64.8 million, which is almost
60 miniqn 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 ahy 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 Tittle difference between the Fairbanks Region impact in this case
and tha Fort Yukon and Prime Routes, which implies-a post-construction
downturn of major proporticns 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 tﬁe Fort Yukon case and
19,600 more than the Prime Route in 1980, and 800 more than Fort Yuken and
1,900 more than the Prime Route in 1990. The essential difference, both
- in total and in regional d{stribution 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



Tablie 55

FAIRBANKS - ALASKA HIGHWAY ROUTE i
IMPACT ON EMPLOYMENT BY REGION AND YEAR
Thousands of Persons

YEAR NORTHWEST SOUTHWEST = SOUTHEAST - SOUTHCENTRAL ANCHORAGE INTERIOR FAIRBANKS TOTAL
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. TImpacts are measured as deviations from the situation
in which no gas pipeline is built.

2 % 2 less than 50 persons.
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contrast, Anchorage must absorb 5,900 additional workers into its far
targer employment base. Interior must absorb the largest amount into
"~ the smallest base economy, but this 1s 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 Tong run impact on
employment. 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 employment opportunities heavily weighted toward goverrment and the
support sector; not, as might be supposed, in oil and gas directly. 1In
1980, Just over 11,000 or 46.4 percent of total employment impact is in
support indusiries, and 16.7 percent in govermment, while 32.6 pércent 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 peék construction year is, as expeéted, larger
than in the other Trans-Canada routes. For example, the 1980 figure is
$60.5 million greater than the Fort Yukon Route and $164.8 million greater
than the Prime Route. By 1990 the impact declines to $50.8 million, $6.8

million greater than the Fort Yukon Route and $15.6 million greater than



Table 56

FAIRBANKS - ALASKA HIGHWAY ROUTE .
IMPACT ON EMPLOYMENT BY INDUSTRY AND YEAR
Thousands of Persons

in
2

=

which no gas pipeline is buiit.
= less than 50 persons,

-~

AGRICULTURE, TRANSPORTATION, FINANCE, .
YEAR FORESTRY, & MINING CONSTRUCTION  MANUFACTURING  COMMUNICATION, TRADE - INSURANCE, SERVICE  GOVERNMENT OTHER: TCTAL
FISHERIES AND UTILITIES ~ REAL ESTATE
1976 0 .0 %2 0 * * * * 0.1 * 0.1
77 0 0 C.4 0 0.1 0.2 * 6.2 0.2 * 1.0
78 0 G 1.5 0 0.2 0.6 0.1 g.7 0.5 0.2 3.7
-.79 0 0 5.9 ¢ 0.9 2.9, 0.3 2.9 1.1 0.6 14.6
80 Q 0.1 7.5 G 1.3 4.5 0.6 4.7 4.0 1.3 23.9
8] ) 0.1 0.6 G 0.5 Tfﬁ 0.4 1.8 5.4 0.8 11.3
, 82 0 0.1 0.3 0 0.3 0.9 0.3 1.1 3.1 0.5 6.6
83 ¢ 0.1 0.3 0 0.3 0.8 0.2 1.0 2.5 0.4 5.6
84 0 0. 0.3 0 0.3 0.8 0.2 1.0 2.4 G.4 5.4
85 G 0.1 0.3 0 G.3 G.8 0.2 1.0 2.3 c.4 5.4
86 0 * 0.3 0 6.3 ¢.8 0.2 1.1 2.3 0.4 5.4
87 0 * 0.3 0 0.3 ¢.9 0.3 1.1 2.3 0.4 5.5
83 0 * 0.3 0 0.3 0.9 0.3 1.2 2.2 0.4 5.7
89 0] * 0.3 0 0.3 1.0 0.3 1.3 2.3 0.4 5.9
90 0 * 0.3 0 0.3 1.0 8.3 1.4 2.3 ¢c.4 6.2
TImpacts are measured as deviations from the situatien

— [8—



Table 57

FAIRBANKS ~ ALASKA HIGHWAY ROUTE 1
IMPACT ON REAL WAGES AND SALARILS PAID BY REGION AND YEAR
Millions of 1967 Dollars

YEAR  NORTHWEST ~ SOUTHWEST ~ SOUTHEAST ~ SOUTHCENTRAL  ANCHORAGE  INTERIOR  FAIRBANKS  TOTAL
1976 0 0 0.2 0.1 0.3 0 0.1 0.7
77 0.1 0.1 0.4 0.2 1.5 3.9 3.0 9.1
78 0.2 0.3 1.3 0.7 5.1 14.4 10.8 32.6
79 0.5 0.5 3.0 1.7 17.3 62.7 43.5 129.2
80 1.7 2.0 10.8 6.1 411 79.8 58.2 199.6
81 2.3 2.7 14.8 8.3 39.7 2.1 10.4 80.3
82 1.4 1.6 8.7 5.0 23.4 1.7 6.3 48.2
83 1.1 1.4 7.4 4.1 20.5 1.6 5.4 41.5
84 1.1 1.3 7.0 3.9 20.3 1.6 5.2 40.6
oo
85 1.1 1.3 7.0 4.0 20.9 1.6 5.3 6.4
86 1.1 1.4 7.1 4.1 21.8 1.3 5.0 41.8
87 1.1 1.4 7.2 4.1 22.8 1.3 5.1 43.1
88 1.2 1.5 7.4 4.2 24.3 1.3 5.3 45.2
89 1.3 1.5 7.7 4.4 26.1 1.3 5.6 47.7
90 1.3 1.6 8.0 4.6 28.2 1.4 5.7 50.8

]Impacts are measured as deviations from the situation

in which no gas pipeline is buiit.
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the Prime Rdute, The regional impact is interesting in that in 1980,
Fairbanks and Interior show higher proportions of wages and salaries
. earned than they show of employment - demonstrating the high pay of con-
struction workers in these areas, and the lower pay of support sector
workers in Anchorage. These differences persist in 1990.

Population increases are induced by the additional employment op-
portunities in the state through immigration. A total population impact
of 33.4 thousand is registered in 13880, which is 10,300 more than the
Fort Yukon Route and 27,600 more than the Prime Route. The gap narrows
considerably by 19290 when the Fairbanks-Alaska Highway Route shows a
pepulation impact of 15,300 persons, which is 2,700‘more than the Fort
Yukon Route and 6,700 more than the Prime Route. Regionally, in the boom
yzar of 1980, Fairbanks' population increases by 11,000 persons as a re-
sult of 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 shown by
the fact that the 1990 population impacts in those regions are 1,500 and
100 persons, in comparison with Anchorage, which gets an u]timaté impact
of 9,300 persons, 6] percent of the 1990 total.

The increase in population in the state means that there will have
to be increases in the Tevel of state and local govermment spending. As
shown in Table 59 , there is an increase of $262 mi11ion at the height

of the construction boom in 1980, which tapers off to $191 million by 1990.



Table 58

FAIRBANKS - ALASKA HIGHWAY ROUTE |
IMPACT ON POPULATION BY REGION AND YEAR!
Thousands of Persons

YEAR NORTHWEST SOUTHWEST ~ SOUTHEAST - SOUTHCENTRAL ANCHORAGE INTERIOR FAIRBANKS TOTAL

R o T N~

1976 %2 0 % * 0.1 0 * 0.1
77 * % 0.1 0.1 0.4 0.2 0.6 1.3
78 * % 0.3 0.3 1.5 0.6 2.1 4.8
79 0.2 0.2 1.0 1.0 5.9 2.5 8.3 19.
80 0.3 0.5 2.6 2.8 13.0 3. 1.1 33.
81 0.3 0.4 3.1 3.4 11,7 0.2 2.4 21,
82 0.3 0.5 2.4 2.5 8.7 0.2 2.0 16.
83 0.3 0.5 2.1 2.2 8.2 0.2 1.8 15.

84 0.3 0.5 2.1 2.2 8.2 0.2 1.7 15.
85 0.3 0.4 2.0 2. 8.2 0.2 1.7 15.0
86 . 0.3 0.4 2.0 2. 5.3 0.2 1.6 14.8
87 0.3 0.4 1.9 2. 8.5 0. 1.6 14.8
88 0.2 0.4 .9 2.0 8.7 0.1 1.5 14.9
89 0.2 0.4 1.8 2.0 5.9 0.1 1.5 15.0
90 0.2 0.3 1.8 2.0 9.3 0.1 1.5 15.3

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

2 x = less than 50 persons.
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Table 59

FAIRBANKS ~ ALASKA HIGHWAY ROUTE .
IMPACT ON STATE AND LOCAL REVENUES AND EXPENDITURES
Millions of Dollars

PERSONAL AND SPECTAL OTHER LOCAL GOV'T STATE AND STATE AND

STATE PETROLEUM  CORPORATE  INTEREST  FUND GENERAL FUND  REVENUE FROM  LOCAL GOV'T  LOCAL GOV'T
YEAR TOTAL  REVENUES INCOME TAX  INCOME  REVENUE REVENUE ~ OWN SOURCES REVENUE EXPENDITURES
1976 2.0 2.0 0 0 0 0. 0 2.4 2.0
- 77 5.8 5.6 0.1 0 0.1 0.1 - 0.3 7.1 6.1
78 21.3 18.2 1.1 0 0.7 1.3 3.0 27.3 19.8
79 44.9 32.7 4.5 0.4 2.6 4.7 12.2 63.3 48.8
80  156.5 104.2 19.4 0.9 12.1 19.8 55,2 232.7 184.9
81  193.2 104.2 32.7 2.7 21.4 32.3 96.1 315.9 261.8
82  146.7 105.4 13.9 4.5 9.2 13.8 41.1 206.2 160.5
83 141.3 111.8 8,7 6.4 5.9 8.6 26.5 184.6 139.0 ;
84 141.7 111.8 8.1 8.4 5.6 7.8 25.2 183.7 138.1 g
85  144.7 111.8 8.5 10.3 6.1 8.0 27.1 188.6 142.8 '
86 148.8 111.8 9.3 12.2 6.9 8.7 30.5 196.3 149.9
87  152.9 111.8 10.1 14.2 7.6 8.9 33.8 204.0 157.2
88 157.9 111.8 1.1 16.1 8.7 9.9 38.5 214.2 166.4
89  163.6 111.8 12.5 18.1 10.1 11.1 44.7 226.3 177.7
90  170.1 111.8 14,1 20.0 1.8 12.3 51.8 240.7 190.9

]Empacts are measured as deviations from the situation
in which no gas pipeline is built.
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Even thougﬁ this is 177 million 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-
1ion in 1980, declining sharply and growing more slowly to $210 million
per year in 1990, the rapid influx 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, Tﬁe only exceptional
case is the Fairbanks Region, which initially draws fairly Targe increases
in per capita income. Howaver, Qn]ike the case of Interior where 1ittle
inﬁigration ultimately results, Pairbanks loses its gains to an increasing,

tow-paid population.

Point Gravina Route

In contrast to the Tréns-Canada routes, Point Gravina shows a much
larger impact on the Alaskan economy, regardless of what assumption is
made about the Tevel 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 Highway, construction
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,



Table 60

FAIRBANKS - ALASYA HIGHMAY ROUTE 1 ’ .
IMPACT ON PERSONAL INCOME AND PIR CAPITA INCOME BY REGIGN AND YEAR
Personal Income in Millions of Dollers, Per Capita Income in Dollars

* NORTHWSST . SOUTHKEST , SOUTHEAST SOUTHEENTRAL ANCHORAGE INTERIOR FAIRBANKS TOTAL

PERSONAL PER CAPITA  PERSONAL PER CAPITA  PERSOMAL PER CAPITA  PERSOMAL 'PER CAPITA  PERSONAL PER CAPITA  PERSONAL PER CAPITA  PERSONAL PER CA®ITA  PERSONAL PER CAPI

YEAR  INCOME  INCOME . INCOME  INCOME INCOME | INCOME INCOME  INCOME INCOME  IKCOME INCOME  INCOME INCONE  INCOME INCOME  INCOME
1976 0.1 § 0.1 3 0.4 4 0.2 1 0.7 1 . 0 0 0.2 2 1.7 2
77 0 -3 - 0. - 4 0.5 -4 0.3 -6 0.2 -4 12,7 1,012 7.6 166 22,2 37
78 0.1 -5 =01 =13 1.5 -2 0.9 -29 8.2 -25 47,9 3,567 28.4 162 35.9 167
79 -2 =70 1.4 107 0.5 -16 0 - 155 25.4 - 149 214.8 14,147 " 119.0 543 53. 359
£0 L1 -9 1.7 - 70 2.0 - 16 5.0 - 200 85.9 - 190 264.3  17.609 164.8 847 572.7 203
81 4.5 98 7.7 137 44.8 92 30.3 - 18 114.6 -8 8.0 422 31.8 53 211.9 3%
82 2.8 =17 4,7 12 70 B 18,3 -84 §8.5 - 87 6.6 182 o 19.8 33 “1) -8
83 2.6 = 45 8.2 =15 23.6 - - S8 16.0 - 96 62.6 - 104 6.5 168 7.6 - 59 133.0 -
34 2.4 -3 4.3 -39 23.5 - 98 6.0 -5 546 =106 6.7 26 7.7 - &5 135.1 - 8%
&5 2.6 - 22. 46 23 2.8 - 96, 16.6 - 94 65.0 - 105 7.1 239 13,5 63 182,5 57
85 2.8 -5 48 =15 25.8 -9 7.6 .88 . 76.6 - 02 5.5 128 - 8.4 . - 63 1495 - g5
87 2.9 -3 50 =12 7.1 86 186 -84 81.3 - 98 5.9 143 19.5 -3 100,46 -
83 3.1 2 5.4 -7 28,8 =78 9.9 .79 89.7 .- ¢4 6.3 162 20,8 -9 1741 -39
89 3.4 16 5.5 5 0.8~ 69 213 -7 100.0 =90 ° 6.8 203 22.5 - 43 180.7 - - 74
30 3.8 35 6.3 15 3.4 - 59 233 -89 112.5 -84 7.3 248 24,4 - 35 20,7 - 68

. . ~
[1mpacts are measured as deviations from the situation
in witich ro gas pipeline is built.

€6 -
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as will Fairbanks. 1In addition, this 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'thatrany 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 thi§ route in‘éomparison with
the Prime Route is its size. During the peak constfuction'year of 1980,
the impact on Alaska's economy is nearly $397 million, which is 356 million
more than the Prime Route, or nearily 10 times the impact. Even in compari-
‘son with the Fairbanks-Alaska Highway Route, the 1980 impact is about 60
percent larger, or $147 million difference. By 1990, this gap narrows con-
sideradly, since the short term employment in construction drops off, and
the chief remaining difference between the impact of the Point Gravina and
Prime Routes is accounted for by the difference in state revenues and the
additiconal Tong 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 mi11{on over the Prime Route, but the impact is
somewhat Tower, being 7.2 times the Prime Route impact. In comparison
with the 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.



Table 6]

POINT GRAVINA ROUTE
IMPACT ON REAL GROSS PRODUCT BY REGION AND YEAR!
Mitlions of 1958 Dollars

YEAR NORTHWEST SOUTHWEST SOUTHEAST SOUTHCENTRAL ~ ANCHORAGE INTERIOR FAIRBANKS TOTAL

(4%

1976 . %2 % * * 0.1 x * 0.2
77 * * 0.1 * 0.3 * 0.1 0.5
78 0.2 0.1 0.6 5.1 6.9 5.3 14.3 32.4
79 0.7 0.5 2.2 45.1 28.6 22.5 22.8 122.
80 2.9 1.5 6.8 242.9 63.4 43.9 36.1 396.9
81 3.3 2.1 9.7 218.9 68.7 31.6 28.6 362.9
82 3.4 2.0 8.9 188.0 58.3 29.6 26.4 316.7
83 3.1 1.8 7.9 173.1 7.6 17.4 18.4 269.3
84 2.6 1.6 6.8 169.7 44.2 17 .1 17.6 259.7
85 2.6 1.6 6.5 169.7 44.8 17.3 17.6 260. 1
86 2.8 1.7 6.8 169.6 49.6 17.4 18.1 265.9
87 3.0 8 7.0 169.0 52.4 17.8 18.5 269.5
88 3.2 1.9 7.1 168.7 56. 2 18.1 18.9 274.2
89 3.5 2.0 7.3 168.1 60.9 18.1 19.4 279.4
50 3.8 2.1 7.5 168.4 66.8 18.1 20.0 286.8

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

* = Tess than 50 thousand dollars.
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The second fact to notice aboyt the impact on state gross product
is the much different distribution of effects in this 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 distribution of
impacts in 1980 for the Point Gravina Route is: Interiof, 11 percent;
Anchorage, 16 percent; Fairbanks,.g percent; and Southcentral, 61 percent.
However, even though both the construction period relative impacts on An-
cho}age and Interior are reduced, it should be pointed out that thé ab-
§o?ute impacts are larger. Comparing with the Fairbanks-Alaska Highway
case, the 1QSQ impacts on‘gross product are hjgher 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 pronouriced in this case because.of the new source of
long term employment on Prince William Sound near Point Gravina. 1In 1990,.
the Southcentral Region shows an impacf of $168.4 million, a]ﬁost 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 Royte case, but the absolute number in 1990
- 1s roughly twice the Fairbanks-Alaska Highway Route impact, and roughly

- three times the Prime Route impact. Interiof and Fairbanks show 6.3 per-
cent and 6.9 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 would §§ill_be’true;'incidentaily;
even if the pipeline production to Point Gravina were only 2.25 billion
cubic feet per day, and even if: the we]ihead price'of-gas wefe‘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-
Tine and LNG facility on the Point Gravina Route. In the peak construc-
tion year of 1980, the total employment impact is 23,800, about 100 Tess
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 bacomes 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 1880, which 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
employment impacts with the Fairbanks-Alaska Highwayjﬁoute, the abso?gte
impacts are larger for Point Grayina in the Southcentral Region and An-
chorage Region, and smaller in Pairbanks and the Interior. By 1990, all-
four Pofnt Gravina impacts are larger. This also is true for a comparison

with Prime Route impacts in both years.



Table 62

POINT GRAVINA ROUTE
IMPACT ON EMPLOYMENT BY REGION AND YEAR!
Thousands of Persons

YEAR NORTHWEST SOUTHWEST SOUTHEAST - SOUTHCENTRAL ANCHORAGE INTERIOR FAIRBANKS TOTAL

1976 *‘2 * * * % % * *
77 * * * * * * * O.'l
78 % x 0.1 0.7 0.6 0.5 1.5 3.5
79 0.1 0.1 0.4 6.4 2.4 2.2 2.4 14.0
80 0.2 0.3 1.5 10.0 6.0 2.7 3.1 23.8
81 0.4 0.4 2.1 5.9 7.3 1'6 2.4 201
82 0.3 0.4 1.9 3.2 6.4 1.5 2.2 15.9
83 0.3 0.3 1.7 1.6 5.4 0.3 1.3 11.0
84 0.3 0.3 1.5 1.5 1.9 0.3 1.2 9.9
85 0.2 . 0.3 1.4 1.4 2.9 0.3 1 9.7
86 0.3 0.3 1.5 1.5 5.4 0.3 1 10.4
87 0.3 0.3 1.5 1.5 5.7 0.3 1.2 10.8
88 0.3 0.3 1.5 1.5 6.0 0.3 1.2 1.2
89 0.3 0.3 1.6 1.6 6.5 0.3 1.2 11.8
90 0.3 0.3 1.6 1.6 - 7.1 0.3 1.3 12.5

: ]Impacts are measured as deyiations from the situation
in which no gas pipeline is buiit.

2% = less than 50 persons.

- 86—
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By industry, the employment impacts shown in Table 63 once again
indicate that the support sector plays an importaﬁt role. Even in 1980,
support indystries include about 9,000 workers, aor 38 percent of the total,
while mining and construction impacts-aécount for 9,400 or 39 percent, and
government, about 16.4 percent or 3,900. Goverment and support sector
industries account for 32 and 51 percent of employment impact by 1990,
with construction and mining combined qontributing about 10 percent.

The regional distribution of real wages and salaries paid is given
by Table 64 . In the peak construction year, 1980, the percentage dis-
tribution of fea] wages and salaries is 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 Tower wages and sal-
aries ratio than the regions in which actual construction is taking p]ace;
This again reflects the bias toward the support sectors in Anchoraje. 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 shows the pattern of Alaskan popula-
tion impacts which 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 71 percent will make theifﬁhomes in the South-
central Region, and 17 percent in Anchorage. This is an enormous impact
on the Southcentral Region and is radically different from the picture

presented by any of the Trans-Canada routes. This population boom fis



Table 63

POINT GRAVINA ROUTE .
IMPACT ON EMPLOYMENTYT LY LMODUSTRY AND YEAR
. Thousands of Persons

AGRICULTURE,

TRANSPORTATION, FINANCE, _ ,
YEAR FORESTRY, & MINING CONSTRUCTION MANUFACTURING  COMMUNICATION, TRADE  INSURANCE,  SERVICE  GOVERKMENT  OTHER , TOTAL
FISHERIES . AND UTILITIES REAL ESTATE

1976 0 T %2 0 * * * * * "% *
77 D 0 * 0 * * * k3 b3 * O.'E
78 0 0 1.6 ) 0.2 0.5 0.1 0.6 0.3 0.2 3.5
79 0 0 6.8 0 0.7 1.7 0.2 2.6 1.2 0.9  14.0
80 ¢ 0.6 8.8 0 1.2 2.0 0.5 4.3 3.9 1.5 23.8
81 0 0.6 5.4 0 1.1 2.8 0.6 3.7 5.5 14 211
82 0 0.6 2.6 0 0.9 2.3 - 0.5 2.7 5.1 1.0 15.9
83 0 0.6 0.5 0 0.7 - 1.6 0.4 1.8 4.5 0.8  11.0
84 0 0.6 0.5 0 0.6 1.5 0.4 1.7 3.9 0.7 3.9
85 0 0.6 0.5 0 0.6 1.5 0.4 1.8 3.7 0.7 9.7
-86 0 0.6 0.5 0 0.7 1.6 0.5 2.0 3.8 0.7 10.4
87 0. 0.6 0.5 0 0.7 1.7 0.5 2.1 3.9 0.7 10.8
83 0 0.6 0.6 0 0.7 1.8 0.5 2.3 3.9 0.8  11.2
89 0 0.6 0.6 0 0.8 2.0 0.6 2.5 4.0 0.8  11.8
90 0 0.6 0.6 0 0.8 2.1 0.7 2.8 4.0 0.8 12,5

}Impacts are measured as deviations from
in which no gas pipeline is built,

Zx = tess than 50 persons,

the situation

- 00t -



Table 64

POINT GRAVINA ROUTE
IMPACT ON REAL WAGES AND SALARIES PAID BY REGION AND YEAR1
Millions of 1967 Doltlars

YEAR NORTHWEST SOUTHWEST SOUTHEAST SOUTHCENTRAL ANCHORAGE INTERIOR FATRBANKS TOTAL

1976 0 0 0.1 0 0.1 0 0 0.2
77 0 0 0.1 0.1 0.3 0 0.1 0.5
78 0.1 0.2 0.9 6.0 4.0 5.8 13.2 30.2
79 0.5 0.6 3.1 53.5 16.6 23.6 21.1 119.0
80 1.6 2.0 10.3 84.2 41.4 28.1 26.3 193.7
81 2.4 2.8 15.2 57.6 50.7 16.4 20.1 165.1
82 2.3 2.6 14,3 26.3 45.3 14.5 18.0 123.4
83 2.0 2.4 . 13.0 12.9 39.1 2.5 10.6 82.7
84 1.8 2.2 11.4 12.2 36.1 2.5 9.7 75.8
85 1.8 2.1 11.2 12.2 36.4 2.4 9.6 75.8
86 1.9 2.3 11.8 12.7 40.3 2.6 10.1 81.6
87 2.0 2.4 12.4 13.1 43.0 2.7 10.5 86.0
88 5.1 2.5 12.8° 13.5 46.3 2.7 11.0 90.9
89 2.3 2.7 13.4 13.9 50.2 2.8 11.5 96.7
90 2.4 2.8 14.1 14,5 55.2 2.9 12.1 103.9

T

Impacts are measured as deviations from the situation
in which no gas pipeline is built.
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Table 65

POINT GRAVINA ROUTE
IMPACT ON POPULATION BY REGION AND YEAR!
Thousands of Persons

YEAR NORTHWEST SOUTHWEST SOUTHEAST - SOUTHCENTRAL ANCHORAGE INTERIOR FAIRBANKS TOTAL

1976 0 0 *2 * 0 0 0 0
77 * 0 * * 0.1 0 * 0
78 - ¥ -.0.1 - X 1.7 0.4 0.2 2.3 4,
79 - 0.2 - 0.5 - 0.5 14.8 0.9 0.8 2.8 18,1
80 “ 0.2 ~ 0.5 0.4 23,2 5.7 0.9 3.3 32.8

81 * - 0.1 2.0 16.7 10.7 0.6 3.0 32,
82 0.3 0.4 2.8 8.4 12.8 0.7 3.6 29,0
83 0.4 0.5 3.0 4.8 12.8 0.2 2.7 24,5
84 0.4 0.6 2.8 4.5 12.4 0.2 2.6 23.6
85 0.4 0.6 2.8 4.5 12.6 0.2 2.6 23.6
86 - 0.4 0.5 2.8 4.6 13.4 0.2 2.6 24.5
87 0.4 0.5 2.8 4.7 14.0 0.2 2.6 25
88 0.3 0.5 2.8 4.7 14.6 0.2 2.6 25.9
89 0.3 0.5 2.8 4.8 15.5 0.2 2.6 26.8
90 0.3 0.5 2.8 4.9 16.5 0.2 2.7 27.9

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

2 % = less than 50 persons.

S
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quite shortliyed, moreover, and the total impact on the Southcentral Re-
gion declines to 4,900 persons (17.6 percent of the total) by 1920, while
. Anchorage*s impact increases to 16,500 persdns, or 59 percent of the total.
Thus, Southcentral is expected to see a major boom and bust in population
growth which may work considerable strain on the social fabric of the
communities of the region. The other regions show greater growth than
in the Prime Route case, and larger even than the Fairbanks-Alaska High-
way case by 1990, |

The state and local goverrments can and do spend many millions of dol-
lars if the Point Gravina Route is developed, to provide public services,
By 1930, these governmental units are spending an additional $177 million
per year, and by 1990, this total has increased to $338 million. (See
Table 56 ,) Howaver, as can be seen by the summary section on impacts
(Table 25 ), the per capita {ncrease 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 distribution of impécts on personal and per capita
income, consider Table 67 . The increase in total personal income fs
$556 million in 1980, the peak of the construction boom, and the long term
impact in 1990 1is $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



Table 66

POINT GRAVINA ROUTE ]
IMPACT -ON STATE AND LOCAL REVENUES AND EXPENDITURES
Millions of Dolliars

PERSONAL AND - SPECIAL OTHER ~  LOCAL GOV'T STATE AND STATE AND

STATE  PETROLEUM CORPORATE INTEREST FUND GENERAL FUND  REVENUE FROM  LOCAL GOV'T  LOCAL GOV't

YEAR TOTAL  REVERUES INCOME TAX INCOME REVENUE - REVENUE QWN SOURCES REYENUE EXPENDITURES™
1976 0.7 0.7 0 0 0 0 0 0.8 0.7

77 1.6 1.5 0 0 0 o 0.1 2.0 1.7

78 i7.1 16.9 0 C 0.1 0.1 0.2 19.6 13.1

79 48.4 " 37.2 4 0.3 2.4 4.3 11.2 66.2 50.2

80 152.7 104.5 17.9 1.0 11.1 18.2 50.7 223.8 176.7

81 207.3 120.8 31.7 2.8 20.7 31.4 93.2 328.6 268.7

82 212.8 132.2 28.6 4.9 19.0 28.1 85.3 325.5 263.1

83 216.2 148.8 22.6 7.2 15.5 - 22.1 69.1 311.8 246.2 '

84 216.8 163.9 16.2 5.8 11.4 15.5 50.6 293.2 224.9 é

85 219.3 164.3 16.0 12.6 11.5 15.1 50.9 295.8 227.2 '

86 238.5 177.4 17.1 15.5 12.7 15.8 56.1 321.9 247 .8

87 249.1 177.4 19.9 18.6 15.1 18.2 66.9 344.2 268.5

88 259.0 177.4 22.1 21.7 C17.5 20.0 77.2 365.5 288.0

89 270.2 177.4 25.2 24.8 20.5 22.3 80.0 - 350.4 311.0

90 283.2 177.4 28.7 27.9 24.1 25.3 105.5 420.2 338.4

]impacts are measured as deviations from the situation
in wiich no gas pipeiine is built.



Table &7

PT. GRAVINA ROUTE 1
IMPACT ON PERSONAL INCOME AND PCR CAPITA INCOME BY REGION AHD YEAR
Personal Income in M{ilions of Dollars, Per Capits Income in Dollars

NORTHKEST SOUTHWEST SOUTHEAST SOUTHCENTRAL ANCHORAGE INTERIOR FAIRBANS TOTAL

_ PERSONAL PER CAPITA  PERSONAL PER CAPITA  PERSONAL PER CAPITA  PERSOMAL PER CAPITA  PERSOMAL PER CAPITA  PERSONAL PER CAPITA  PERSONSL PER CAPITA  PERSONAL PER CAD!

YEAR NOME INCOME INCOME INCOME INCOME  INCCME NCOME INCOME INCCME  INCOME INCOME  INCOME INCOME INCOME INCOME Incond
1976 ¢ 0 0 0 0. 1 0.1 1 0.3 1 0 0 0.1 ] 0.6 1
7 0 -1 0 9 0.2 1 0l - 6.6 1 0.1 1 0.2 2 1. 2
78 0 12 - 0.2 14 0.7 20 18.9 95 5.2 14 19 1,546 355 251 803 108
79 - 0.5 a5 -1.8 59 - 0.4 88 179.3 627 20.0 58 79.7 6,385 532 84 129.4 .
80 4.0 144 0.5 162 7.3 195 292.6 939 79.7 102 3.2 7.652 8.9 &0 5557 i
81 3.3 178 5.8 214 33,9 203 2043 621 126.8 84 60,2 4.653 §5.3 362 e by
32 8.0 73 6.9 116 8.2 a0 95.7 212 126.4 -3 56.1 3,906 53.8 183 81,8 121
83 4.2 18 7.3 63 4.3 . -25 a2.8 23 1.0 - 82 0.2 23 347 21 2649 = 35
& 3.5 5 6.8 25 377 < 6o 4a.7 1 12,6 - 107 102 442 2.2 -6 2221 - 6
85 3.0 3 6.8 12 38.1 85, 50.4 7 8.3 - 115 10.7 451 1B -2 . 1.8 75
38 4.5 20 7.7 29 a2z -7 50,6 7. 1368 -109 11.5 506 3.5 . -13 2537 - €
87 4.9 4 8.4 35 5.5 .70 53.5 18 150.6 - 111 12.3 534 3905 -9 Fo6 oo
83 5.3 51 5.0 35 400 - 66 §2.5 22 168.2 = 110 13.2 569 a2.6 -3 39.9 .62
. 83 58 85 10.0 - 5 53.2 - 54 £7.2 27 189.6 © - 102 141 522 25.3 5 6.5 - €4
6.5 95 1.0 79 .2 - 40 72.6 s A7 -103 15.2 703 505 7 B -7

a0

I .
lapacts are measured 3s deviations from the situation
in waich no gas pipeline is built,

- S0l -
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by tong run employment and state revenues in the Point Gravina case.
Nevertheless, immigration after the construction results {n net per capita
income losses for the Alaska population taken as a whole within two years.
The personal income effects are not evenly distributed across the
state"s economic regions. Generally speaking, those regions which either
have little net migration (Northwest, Southwest), or which have direct
employment in oil and gas (Interior, Southcentral, Pairbanks) show per
capita income increases of varying size Dy 1990. The major support base,
Anchorage, shows losses of per capita income to lower-paid support sector
employees™ gnd non-working dependents' imiigration. Fairbanks is a mapr-
ginal case, As a construction area, it shows major income gains. How~
ever, it is also a support base, and shows the results of population in-
migration as well, only yielding a net per capita income increase late
in the 1980%, Interior once again demonstrates the impact of adding a
nunber of highly baid workers to a thin, low-paid population base. South-
central shows a small gain, one of only two cases for which this {s true.
This demonstrates the relative importance not only of increased employ-
ment, but the type of employment necessary to increase a reglon's per

capita income.

Fairbanks-Haines Royte

The Fairbanks-Haines Route is really a hybrid of the Fairbanks-Alaska
Highway alternative and an LNG route such as Point Gravina. Its impacts.

are of the order of magnitude presented by the Point Gravina Route, but
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distributed more like the Aiaﬁka Highway Route. The exception is that a
major LNG facility is built at Haines in the Southeast Region, which re-
sults in a much larger impact for the Soutﬁeast on this route than any
othep. .

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 {s still $216 m{11ion, almost four tjmes thé impact
of the Fairbanks-Alaska Highway Route, and about 75 percent of the impact
of the Point Gravina Route. The 1980 impact s seven times that of the
Prime Reoute 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 constryction period impact in the Southeast, while 22 percent is in
Anchorage, 1236 percent in the Interior, and 19.3 percent in the Fairbanks
Region. In absolute tenns,.the 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
in Interior and Fairbanks Regions. By 1990, the impact on gross product
for this route is at least as large as that for Point Gravina 1in Anchorage,
Interior, and Fairbanks, and is much Targer in the Southeast. Of course,
it is much smaller in the Southcentra’l Region, which accounts for the
smaller state total., The absolute 1990 impacts are Targer than the Alaska

Highway Route gross product impacts for all regions.



Table 68

FAIRBANKS -~ HAINES ROUTE 1
IMPACT ON REAL GROSS PROBUCT BY REGIGN AND YEAR
: - Millions of 1958 Dollars

 SOUTHCENTRAL

YEAR NORTHWEST SOUTHWEST SCUTHEAST ANCHORAGE INTERIOR FAIRBANKS TOTAL
1976 %2 * * * 0.1 * * 0.3
77 * * 0.1 0.1 0.3 * 0.1 0.5
78 0.2 0.2 2.3 0.5 7.4 5.3 19.0 34.8
79 0.8 8.5 38.0 1.7 - 3C.3 17.8 37.1 126.2 -
80 2.3 1.6 124.7 5.1 65.0 36.8 56.5 292.0
81 3.4 2.2 77.7 7.2 54.5 18.4 25,2 188.5
82 2.6 1.5 77.5 4.9 39.1 17.7 22.3 165.6
83 2.5 1.5 82.2 4.6 38.8 17.2 22.0 168.8
84 2.5 1.6 84.6 4.8, 42.0 17.1 22.6 - 175.2
85 2.7 1.6 87.4 4.9 44,7 17.3 2z.9 181.6 :
86 2.9 1.8 88.8 5.2 50.2 17.4 23.6 189.9 —
87 3.2 1.9 89.9 5.4 53,3 17.8 24 .1 195.6 2
88 3.4 2.0 91.1 5.5 57.3 18.1 24.6 202.0 ’
88 3.7 2.1 92.1 5.7 62.0 18.2 25.1 208.9
90 4,0 2.2 92.5 6.0 67.7 18.1 25.8 216.3

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

2 % = fess than 50 thousand dollars,
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The employment impacts presented in Table 69 tend to confirm the
picture of large transient economic impécts in the regions where 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
COnstfuction boom is over. In 1980, the total employment impact is 24,300,
slightly more than either Point Gravina 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 employment, This
. compares with 25.5 percent in Anchorage, 8.6 pércent in interior, and
19.3 percent in Fairbanks. The absolute numbers are larger than Alaska
Highway numbers, as expected, in the Southeast and Anchorage. These feel
the immediate large construction impact. Because of the different manning
requirements and pattern of empldyment on a pipeline and LNG option, In-
terior and Fairbanks show smaller construction period impacts when the _
Fairﬂanks—Hafnes Route is compared to the Alaska Highway Route. By 1990,
most of the longer term employment settles in Anchorage. In that year,
55.8 percent of employment impacts are accounted for by the Anchorage ReQ
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 employment impacts is shown
in Table 70 . Except in the peak construction years, the emp1oynent in
sypport industries and government is larger than that of construction and

mining, where direct pipeline employment takes place. In 71980, 39 percent



Table 69

FAIRBANKS - HAINES ROUTE
IMPACT ON EMPLOYMENT BY REGION AND YEAR
Thousands of Persons

1

YEAR NORTHWEST SOUTHWEST SOUTHEAST SOUTHCENTRAL ANCHORAGE INTERIOR FAIRBANKS | TOTAL

]976 *2 +* b * * * * *
77 w - * * * * * {]"[
78 * % 0.4 0.1 0.6 0.5 2.0 3.7
79 0.1 0.1 5.6 0.3 2.6 1.8 3.9 14.3
30 0.3 0.3 9.8 0.9 6.2 2.1 4.7 24.3
81 0.4 0.4 2.8 1.3 6.4 0.4 1.4 13.4
82 0.3 0. 2.1 0.9 4.5 0.3 1.2 9.6
83 0.2 0. 2.0 0.8 4.4 0.3 1.2 9.1
84 0.2 0.3 2.0 0.8 4.7 0.3 1.2 3.6
85 0.2 0.3 2.0 0.9 4.9 0.3 1.2 9.9
86 0.3 0.3 2.1 0.9 5.5 0.3 1.3 10.7
87 0.3 0.3 2.2 1.0 5.8 0.3 1.3 1.2
g8 0.3 0.3 2.2 0 6.2 0.3 1.4 11.6
89 0.3 0.3 2.9 1.0 6.6 0.3 1.4 12.2
50 0.3 0.4 2.3 1.1 7.2 0.3 1.4 12.9

}Impacts are measured as deV1at10na from the sqtuat10n
in which no gas pipeline is built.

2 % = Tess than 50 persons.

- 0lL -



Table 70

FAIRBANKS - HAINES ROUTE
IMPACT ON EMPLOYMENT BY INDUSTRY AND YEAR]
. Thousands of Porsons

-

AGRICULTURE, TRANSPORTATION, FINANCE,

YEAR FORESTRY, & MINING CONSTRUCTION MANUFACTURING  COMMUNICATION, TRADE  INSURANCE,  SERVICE  GOVERNMENT OTHER , TOTAL
FISHERIES , AND UTILITIES | REAL ESTATE

1976 0 0 %2 o * * * * * * *
77 . 0 o * 0 * * * * * * 0.1
78 0 n .6 0 0.3 0.6 0.1 0.5 0.4 0.2 3.7
79 0 0 6.7 0 0.8 2.2 0.4 2.0 1.3 0.9 14.3
80 0 0.6 8.9 0 1.2 3.7 0.7, 3.4 4.1 1.6 24.3
81 0 0.6 0.7 g 0.7 1.9 0.5 2.1 5.9 1.0 13.4 -
82 0 0.6 0.5 0 " 0.5 1.4 0.4 1.5 4.0 0.7 9.6
a3 0 - 0.6 0.5 0 0.5 1.4° 0.4 1.5 3.6 0.6 9.3
84 0 0.6 0.5 0 0.5 1.5 0.4 1.7 3.7 6.7 9.6
85 0 0.6 0.5 0 0.5 1.5 0.4 1.8 3.8 6.7 3.9
86 0 0.6 0.6 0 0.6 1.7 0.5 2.1 3.9 6.7 10.7
87 0 0.6 0.6 0 0.6 1.8 0.5 2.2 4.0 0.8 11.2
88 0. 0.6 0.7 0 0.6 1.9 0.6 2.4 4.1 0.8 11.8
89 0 0.6 0.7 0 0.7 2.0 0.6 2.6 4.1 0.8 12.2
90 0 0.6 0.7 0 0.7 2.2 0.7 2.9 4,2 0.9 12.9

qupacts are measured as deviations from the situation
in which no gas pipeline is buiit. -

2 % = Tess than 50 persons.

-
’
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or 9,500 people are directly employed in minfng and construction on the
pipeline and related projects. By 1980, this has declined to 10 percent.
In contrast, the support sector grows from 37 percent té 50.3 percent,
and goveﬁnment from 16.8 percent to 32.6 percent.

The regional distribution of real income from pipeline development
is related to the wages and salaries distribution presented in Table 71.
Although Anchorage shows 25.5 percent of employnent impacts in 1980, only
21 percent of additional wages and salarijes are paid thefer This reflects
the average lower salaries in the support base areas. Southeasf, Interior,
and Fairbanks show salary percentages higher than employment percentages
because of the generally higher pay in the pipeline construction areas.
This picture does not change in 1980. The generally Tower wages and sala-.
ries in 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 inmi-
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 Anchorage. Forrexamp]e, in
1990, about 60 percent of éhe 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 construc-

tion year of 1980, however, Southeast shows a 12,900 person population impact, '



Table 71

FAIRBANKS -~ HAINES ROUTE ' 1
IMPACT ON REAL WAGES AND SALARIES PAID BY REGION AND YEAR
Mill{ons of 1967 bollars

YEAR NORTHWEST SOUTHWEST SOUTHEAST - SOUTHCENTRAL ~ ANCHORAGE INTERIOR FAIRBANKS TOTAL

o s =1 Ch

1976 0 0 0.1 0 0.1 0 0 0
77 0 0 0.2 0.1 0.3 0 0.1 0.
78 0.2 0.2 3.1 0.5 4.4 5.8 17.6 3.
79 0.5 0.6 50.4 1.9 17.8 19.0 34,1 124,
80 1.7 2.1 87.9 6.2 426 21.4 10.9 205.
81 2.5 3.0 21.3 3.0 45.0 2.7 13.3 96.
82 1.8 2.0 16.4 6.3 31.8 2.4 10.0 70.9
83 .b 2.0 15.9 5.9 31.4 2.3 9.6 68.08
84 7 2] 16.5 6.2 3.7 2.4 10.2 73.4
85 1.8 2,2 17.0 5.6 364 2.5 10.6 77.0
86 2.0 2.4 17.8 71 10.9 2.6 1.2 84.0
87 2.1 2.5 18.6 7.4 43.8 2.7 1.8 88.8
88 2.2 2.6 19.1 7.7 47.3 2.8 12.2 93.9
89 2.4 o8 19.8 8.0 51.3 2.8 12°8 99.8
30 2.5 2.9 20.6 8.5 56.2 3.0 13.4 107.0

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

- €Lt -



Table 72

FAIRBANKS - HAINES ROUTE 1
IMPACT ON POPULATION BY REGION AND YEAR
Thousands of Persons

!

YEAR  NORTHWEST SOUTHWEST SOUTHEAST SOUTHCENTRAL ANCHORAGE INTERIOR FAIRBANKS TOTAL

1976 0 0 %2 * * 0 * 0.1
77 * 0 * * 0.1 0 * 0.1
78 - % - % 0.4 0.1 0.8 0.2 3.2 4.6
79 - % - 0.1 7.4 0.5 3.9 0.8 5.9 18.5
80 0.1 0.1 12.9 2.0 10.4 0.9 7.1 33.5
81 0.3 0.4 4.0 3.5 12.6 0.2 2.8 23.8
82 0.3 0.5 3.4 2.9 10,4 0.2 2.5 20.2
83 0.3 0.5 3.3 2.8 10.6 0.2 2.5 20.2
84 0.3 0.5 3.4 2.9 11.3 0.2 2.6 21.2
85 0.3 0.5 3.4 2.9 11.9 0.2 2.6 22.0
86 0.3 0.5 3.5 3.1 13.0 0.2 2.7 3.2
87 0.3 0.5 3.6 3.2 13.7 0.2 2.7 24,2
88 0.3 0.5 3.6 3.2 14.5 0.2 2.7 25.1
89 0.3 0.5 3.6 3.3 15.4 0.2 2.8 26.1
90 0.3 0.5 3.6 3.4 16.5 0.2 2.8 27.4

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

Z % = Tess than 50 persons.

- il -



=115 -
about 38.5.percent of the total, 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, respective]j. |

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 sﬁending reaches $187.5 mi11ion 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
the case of the Prime Route, where no such decline takeé place.

The impact on persbna1 income and per capita income is documented in
Table 74 for the Fairbanks-Haines 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 Southwest regions get a portion of the general
state spending but do nof experience immigration, so they show sma11.per
capita income increases, Neither Southcentral nor Anchorage get many highty
paid construdtion or 0il and gas workers; the low incomes of the many in-
mfgrants and their dependents account for the per capita income losses in
these regions and the state as a whole. Overall, in comparisen with the

Prime Route, the 1980 impact on personal income is $481 million larger,



Table 73

FAIRBANKS ~ HAINES ROUTE 1
IMPACT ON STATE AND LOCAL REVENUES AND EXPENGITURES
Millions of Dollars '

PERSONAL AND SPECIAL QTHER LOCAL GOV'T STATE AND STATE AND

STATE  PETROLEUM.  CORPORATE  INTEREST  FUND GENERAL FUND  REVENUE FROM  LOCAL GOV'T  LOCAL GOV'T
YEAR TOTAL  REVENUES INCOME TAX - INCOME  REVENUE REVENUE OWN SOURCES ~ REVENUE EXPENDITURES

1976 0.8 0.8 0 0 0 0 0 0.8 0.8
© 77 1.7 1.6 0.1 0 0 0 0.1 2.1 1.8
78 19.9 19.7 0 0 0.1 0.2 0.2 22.8 15.2
79 55,2 43.4 4.4 0.4 2.6 4.5 11.9 74.5 56.0
80  163.3 112.7 18,7 1.1 11.7 19.0 53.1 238.2 187.5
81 221.0 130.3 . 33.2 3.1 21.7 32.8 a7.6 348.5 284.3
8z  191.8 142.2 16.7 5.3 11.0 16.5 49.5 265.2 204.6

83  200.8 158.8 12.9 7.9 8,8 12.6 39.1 263.9 199.0 .

84 - 220.4 173.9 13.5 10.7 9.4 13.0 42.0 288 .4 217.5 -

. o

85  229.0  174.3 15.4 13.6 11.1 14.5 49.3 304,8 232.7 \
86 250.4 187.4 17.3 16.7 12.9 16.1 57.0 336.0 258.0
87  262.0 187.4 20,4 20.0 15.6 18.7 68.8 360.5 280.7
88 272.4 187.4 22.9 23.2 18.1 20.6 79.7 382.9 301.3
89  284.2 187.4 25.9 26.5 21.2 23.0 93.0 408,9 325.2
90 297.6 187.4 29,6 29.8 24.8 25.9 108.9 439.6 353.4

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



Table 74

FAIRBANKS - HAINES ROUTE 1 . -
IMPACT ON PERSONAL IRCOME ARD PER CAPITA INCOME BY REGION AND YEAR
Perscnal Income in Millions of Dollars, Per Capita Income fn Dollars

NORTHKEST SOUTHWEST . SOUTHEAST SOUTHCENTRAL ANCHORAGE INTERIOR FAIRBASKS TOTEL
PERSONAL PER CAPITA  PERSONAL PER CAPITA  PERSONAL ' PER CAPITA  PERSONAL PER CAPITA  PERSONAL PER CAPITA  PERSONAL PER CAPITA  PERSORAL PER CAPITA  PERSONAL PER CAPL:
YEAR INCOME INCOME INCOME INCOME INCOME INCOME IRCOSE IRCOME INCOME INCOME INCOUE 1IHCONE INCOME IRCOME INEOME IHCOME
1976 ¢ B 0 0 0.2 2 0.1 1 0.3 1 0 ) 0.1 1 0.7 1
77 0 -1 0 a 0.3 2 0.2 ] 0.7 2 0.1 1 0.2 2 1.5 2
78 0.1 n 0 .M 7.3 55 c.9 2 8.5 g 19,3 1,534 8.0 320 83.2 166
79 0.3 18 9.1 20 1431 833 3.7 -1 38.0 4 65.7 5,086 26,0 567 ©345.0 172
80 2.1 74 3.4 54 256.7 1,234 18,1 - 16 105.8 9 76.7 5,713 118.2 513 581.0 £77
81 4.9 129 8.3 167 64,5 208 32.8 1 o 129.3 15 10.3 633 40.6 157 250.7 85
82 3.5 23 6.0 50 1.3 77 23.3 - 60 - 93.3 - 58 9.4 425 3.4 44 217.9 -5
a3 3.5 5 6.0 42 51.3 . 44 22.9 .72 25.9 - 76 3.6 223 31.5 22 220.6 - 27
84 3.9 28 6.7 43 55.4 4 25.2 -7 108.2 - 80 10.2 493 34.4 73 2840 - 28
83 L0 7 7.2 46 59.0 34 27.1 - 74 126.0 - 84 10.9 523 57.1 24 . 55,4 - 23
&6 4.8 &6 3.2 83 4.9 7 . 30.5 - 67 140,8 - 20 11.8 578 41.3 7 5520 -z
a7 5.2 7z 9.0 g . 59.7 45 33.2 69 155.6 - 85 12.6 509 44,7 37 229,39 20
23 5.7 81 9.7 71 74.5 47 35.9 - - 69 174.0  « 88 13.5 626 £8.2 40 351.5 3
89 6.2 54 10.7 &7 80.1 53 39.0 =68 196.2 - 89 14.5 680 61.2 45, 392.3 - 33
59 . 6.9 Wy . N7 1, - 86.5 64 42.8 - 65 223.5 - 88 15.6 751 56.9 53 443.8 - 29

-

'zmpacts are measured as deviations from the sitvation
in which ne gas pipeline 1s built,

- LEL -
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and in 1990, $298 million larger. However, while the Fairbanks-Haines
increase in statewide per capita income is $390 larger in 1980, by 1990
the Fairbanks-Haines Route shéws a net per capita loss. This loss fis
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 Inifet Route passes near Anchorage and through the South~
central Region, to end in an LNG facility on the Kenai Peninsula. Conse-
guantly, it is quite similar to the Point Gravina Route in impact but af-
fects Anchorage directiy more than any other route. Consequently, it
reinforces the tendency for development to take place in or near Anchorage.

The Tevel and distribution of real gross state product are shown in
Table 75 . 1In 1980, the peak construction year, the total ihpact on
value added is almost $422 miliion per year. This is about 25 million
more 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 million more than Point Gravina and $271 million
more than the Prime Route, Iﬁ the peak construction year, every region
. except Pairbanks shows a higher value added than in fhe 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 stightly smaller,



Table 75

COOK INLET ROUTE
IMPACT ON REAL GROSS PRODUCT BY REGION AND YEAR!
Mi1lions of 1958 Dollars

YEAR NORTHWEST - SOUTHWEST SOUTHEAST - SOUTHCENTRAL ANCHORAGE INTERIOR FAIRBANKS TOTAL

NGO O U

1976 *2 * * * 0.1 * * 0
77 * * 0.1 * 0.3 % 0.7 0.
78 0.2 0.1 0.6 10.3 8.8 5.3 5.7 31,
79 0.7 0.5 2.2 51.5 36.7 22.5 8.9 123.
80 2.2 1.5 7.0 272.7 74,0 43.9 20.3 427 .
81 3.4 2.2 9.9 246.6 76.0 31.7 19.0 388.
82 3.4 2.1 9.1 216.0 61.8 29.6 16.6 338.6
83 3.1 1.8 8.0 196.1 50.2 17.4 15.9 292.6
84 2.7 1.6 6.9 192.4 46.8 17.1 15.1 282 .6
85 2.7 1.6 6.7 192.4 47.5 17.3 15.0 283.1
86 2.9 1.7 6.9 192.2 52.3 17.4 15.5 289.0
87 3.1 1.8 7.1 191.6 55.3 17.8 16.0 292.6
88 3.3 1.9 7.2 191.2 | 59.3 18.1 16.4 297.4
29 3.6 2.0 7.4 190.6 64.1 8.1 16.9 302.8
50 3.9 2.2 7.7 190.9 70.3 181 17.5 310.5

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

2% = less than 50 thousand dollars.

- 6Ll -
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The emphasis on development in Anchorage and Southcentral Regions
~also comes through in the employnent figures presented in Table 76.

- The peak construction year impact of 24,500 is larger than Point Gravina
and is 57 times that of the Prime Route. It is larger than both other
routes* totals in every region, exceeding Point Gravina by 900 workers

in Southcentral and by 1,100 workers in Anchorage. By 1990, the gap nar-
rows, and Cook iniet excéeds Point Gravina empioyment only in Anchorage
and Southcentral, and only by a small margin;‘ In 1980, 44 percent of em-
ptoyment impact occurs in Southcentral and 29 percent in Anchorage. By
1950, 56.6 percent appears in Anchorage and 13,1 percent in Southcentral,
yirtuaity the same as Point Grayina employment.

As in every other case examined thus far, most of the employment im- _
pact occcurs in the govermment and support sectors by ﬁhe end of the perjod.
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 workers (39 percent of the in-
crease.) Government has 16 percent of the newly avai?abﬁe 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 employment to be concentrated
in the Anchorage area is pointed out by comparing the real wages and sala-

ries presented in Table 77 with the employment percentages in Table 78,



Table 76

COOK INLET ROUTE 1
IMPACT ON EMPLOYMENT BY RLGION AND YEAR
Thousands of Persons

YEAR NORTHWEST SOUTHWEST SOUTHEAST - SOQUTHCENTRAL ANCHORAGE INTERIOR FAIRBANKS . TOTAL

1976 %2 * * * * * * *
77 * * * 3 * * * 0.]
78 * * 0.1 1.8 0.8 0.5 0.6 3.6
79 0.1 0.1 0.5 7.3 3.4 2.2 .0 14.5
80 0.3 0.3 1.5 10.9 701 2.8 7 215
81 0.4 0.4 2.1 7.5 8.0 1.6 1.7 21.8
82 0.3 0.4 2.0 3.9 g 1.5 1.4 16.2
83 0.3 0.3 1.7 1.7 5.6 0.3 1.3 1.3
84 0.3 0.3 1.5 1.6 % 0.3 17 10.2
85 0.2 0.3 1.4 1.5 5.1 0.3 1.1 10.0
86 0.3 0.3 1.5 1.6 5.6 0.3 11 10.6
87 0.3 0.3 1.5 1.6 5.9 0.3 1.2 1.1
88 0.3 0.3 1.8 1. 6.2 0.3 1.2 1.5
89 0.3 0.3 1.6 . 1.7 6.7 0.3 1.2 1201
90 0.3 0.3 1.6 1.7 7.3 0.3 1.3 12.9

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

2 % = 1ess than 50 persons.

- 171 =



Table 77

COOK INLET ROUTE 1
IMPACT ON REAL WAGES AND SALARIES PAID BY REGION AND YEAR
Mitllons of 1967 Dollars

YEAR NORTHWEST SOUTHWEST SOUTHEAST SOUTHCENTRAL ANCHORAGE INTERIOR FAIRBANKS TOTAL

1976 0 C C.1 0 0.1 0 0 0.2
77 Q- c 0.1 0.1 0.3 0 0.1 0.5
78 0.1 0.2 0.9 12. 5.7 5.8 5.3 30.3
79 0.2 0.6 3.2 61.1 23.8 23.6 8.4 121.3
80 1.7 2.0 10.5 91.8 49.8 28.1 14.0 197.6
81 2.4 2.9 15.5 62.9 56.1 16.4 13.4 169.5
82 2.3 2.7 14.7 32.4 47.2 14.5 1.2 125.2
83 2.1 2.5 13.2 13.7 40.3 2.5 10.3 84.7
84 1.8 2.2 11.6 13.0 37.2 2.5 9.4 77.9
85 1.8 2.2 11.4 13.1 37.7 2.5 9.3 78.0
86 1.9 2.3 i2.0 13.6 41.7 2.6 9.8 83.9
87 2.0 2.4 12.6 14.0 44 .4 2.7 10.3 88.4
38 2.2 . 2.6 13.0 14.4 47.8 2.8 10.7 93.5
89 2.3 - 2.7 13.7 14.9 52.0 2.8 11.3 99.6
80 2.4 2.8 14.4 15.5 £7.2 2.9 11.8 107.0

]Impacts are measured as deviations from the situation

in which no gas pipeline is built.

- éd2i -



Table 78

© COOK INLET ROUTE .
IMPACT ON EMPLOYMLNT BY INDUSTRY AND YEAR
Thousands of Porsons

AGRICULTURE, ' TRANSPORTATION, FINANCE, .
YEAR FORESTRY, & MINING CONSTRUCTICN  MANUFACTURING  COMMUNICATION, TRADE  INSURANCE, SERVICE  GOVERNMENT  OTHER ' ToTaAL
FISHERIES . AND UTILITIES REAL ESTATE
19786 0 .0 *2 0 W * * * * % %
77 0 0 F 0 * +* * %* * * 0.1
78 ¢ 0 1.7 0 0.2 0.5 0.1 0.6 0.3 0.2 3.6
78 0 0 7.0 0 0.6 1.7 0.3 2.8 1.2 c.9 14.5
8G 0 0.6 9.0 0 1.1 3.1 c.5 4.6 3.9 1.6 2%.5
81 Q 0.6 5.6 i 1.1 - 2.9 0.6 3.9 5.7 1.5 21.8
82 0 0.6 2. ¢ ~ 0.9 2.3 0.5 2.9 5.2 [ 6.2
83 0 0.6 0, 0 G.7 1.7 - 0.4 1.9 4.6 0.8 11.3°
84 0 0.6 0. 0 0.6 1.5 0.4 1.8 3.8 0.7 10.2
85 0 0.6 0.5 0 0.6 1.6 0.4 1.8 3.8 0.7 10.0
86 0 0.6 0.5 g - G.7 1.7 0.5 2.0 3.9 0.7 10.6
87 0 0.6 0.6 0 0.7 1.8 0.5 2,2 3.9 0.8 11.1
38 0 0.6 0.6 0 0.7 1.9 0.6 2.4 4.0 0.8 11.5
89 0 0.6 . 0.6 8} 0.8 2.0 0.6 2.6 4.0 0.8 12.1
a0 0. 0.6 0.7 0 . 0.8 .2 0.7 2.9 4.1 0.8 12.9

]Impacts are measured as deviations from the situation

in which no gas pipeline is built,
2 % = Tess than 50 Persons. .
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In 1980, Anchorage has 29 percent of new employment attributable to pipe-
Tine conétruction. However, only 25.2 percent of new vages and salaries
. are paid in the Anchorage Region, showing a bias tovard lower paying jobs. .
By 1990, -56.5 percent of new jobs are 1in 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 workers; e.g., Southcentral
in 1990 has 13,2 percent of the employment impact, but 14,4 percent of ther
impact on real wéges and salaries,

The prospect of eaployment draws new population from the Lower 48
and elsewhere, as shown in Table 79 . The building of a pipeline on the
Cook Inlet Route increases the state's population by 33,600 in 1980; by
1388 the Tong term impact on population is 28,600. This is about 800
peopie more than the Point Grévina 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 Anchorage
Region. For example, in 1990 Anchorage gets 59 percent of the new popula-
tiqn.' The transient nature of the construction impact is shown by the
fact that in 1980, nearly 75 percent of the po§u1ation impact, 25,100 peo-
ple, is felt in the Scuthcentral Region. By 1990, the impact is only
5,100 persons, or 17.8 percent.

Population increases must be met by additional state and tocal 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 million more than the Point Gravina Route and 213.5



Table 79

COOK INLET ROUTE 1
IMPACT ON POPULATION BY REGION AND YEAR
Thousands of Persons

YEAR NORTHWEST SOUTHHWEST SOUTHEAST - SOUTHCENTRAL ANCHORAGE INTERIOR FAIRBANKS TOTAL

00 Oy ~y

1976 0 0 *2 % * 0 * *
77 % 0 - X 0.1 0 * 0.1
78 - 0.1 - 0.1 - 0.2 3.5 0.5 0.2 0.7 4.5
79 - 0.2 - 0.5 - 0.7 16.9 2.2 0.8 0.3 18.
80 - 0.3 - 0.6 0.2 25.1 7.3 0.9 1.0 33.
8] -~ - 0.1 1.9 18.1 1.7 0.6 1.7 33.
82 0.2 0.3 2.8 10.1 13.0 0.7 - 2.3 29.6
83 0.4 0.5 3.1 5.0 13.1 0.2 2.7 . 250
84 0.4 0.6 2.9 1.8 12.7 0.2 2.6 24 .1
85 0.4 0.6 2.8 4.7 12.9 0.2 2.5 24,1
86 0.4 0.5 2.3 4.8 13.7 0.7 2.5 25.1
87 0.4 0.5 2.9 5.9 14.3 0.2 2.6 25.8
58 0.4 0.5 2.9 5.0 15.0 0.2 2.6 26.5
89 0.3 0.5 2.9 5.0 15.9 0.2 2.6 27.4
90 0.3 0.5 2.9 5.1 16.9 0.2 2.6 28.6

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

Zx = Tess than 50 persons.

- G721 =



Table 80

COOK INLET ROUTE :
IMPACT ON STATE AND LOCAL REVENUES AND EXPENDITURES
Millions of Dollars

~

PERSONAL AND SPECTAL OTHER LOCAL GOV'T STATE AND STATE AND

STATE  PETROLEUM CORPORATE INTEREST © FUND GENERAL FUND  REVENUE FROM  LOCAL GOV'T  LOCAL GOV'T
YEAR TOTAL  REVENUES INCOME TAX INCOME REVENUE REVENUE QWN SOURCES REVENUE EXPENDITURES
1976 0.7 0.7 0 0 0 0 0 0.8 0.7
"7 1.6 1.5 0 0 0 0 0.1 2.0 1.7
78 17.7 17.5 0 0 0.1 0.1 0.2 20.3 i3.5
/79 - 49.8 38.5 4.1 0.3 2.4 4.4 11.2 67.8 51.3
80 155.4 106.2 18.2 1.0 11.4 18.6 51.7 72.5 179.8
81 211.0 122.7 32.3 2.8 21.2 32.0 95.2 334.8 273.9
82 217.1 134.2 29.4 5.0 19.5 28.9 87.6 332.8 269.3
83 219.4 150.8 23.1 7.4 15.8 22.5 70.5 316.9 250.3
84 220.1 165.9 16.7 . 10.0 11.6 15.9 51.9 298.2 228.9
t
- 85 222.9 166.5 16.4 12.8 11.8 15.4 52.3 301.2 231.6 et
86 242.90 178.4 17.6 15.8 13.1 16.4 57.8 327.5 252.4 o
87 252.9 179.4 . 20.4 18.9 15.5 18.6 68.8 350.3 273.5 i
88 263.0 179.4 22.8 22.0 18.0 20.5 79.4 372.1 293.5
89 274.5 179.4 25.8 25.2 21.1 23.0 92.6 397.8 317.2
90 287.8 179.4 29.6 28.3 24.8 25.8 108.5 .428.5 345.5

1Impacts are measures as deviations from the situation
in which no gas pipeline is built.
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million more than the Prime Route; however, Table 25 showed that in per
capita terms, the increase is not significant and in several parts of the
state, gdvernments are unable 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, Alaska's per capita income rises in
response to the construction boom by some $446 per head. However, popula-
tion increases dissipate this gain, and there is a net per capita incone
loss of $56 per capita; this despite a total increase of 1990 personal in-
cone amounting to $444 million. The loss is approximateiy the same as that
shown by the Point Gravina Route, and nefther is very significant, although
in rzal terms both would be somewhat larger., The impact is not evenly dis=-
tributsd efther. Except for the peak construction period, when Anchorage
is directly impacted by pipeline construction, Alaska's major urban center
acts as a support base, employing increasing rumbers of support sector
workers and p?oviding residences for imigrants. Consequently, Anchorage
shows the largest per capita income.. Fairbanks and the Southeast, the other
general support centers for Alaska's economic activity, show smaller per
capita Tosses or slight gains. Southcentral suffers population increases;
however, because of the increased oil and gas employment, it shows a slight
per capita income increase. The large gains are registered in the areas
which have very little population inmigratﬁoh ~ Northwest, Southwest, and

Interiop.



Table 81
COOY. TRLET ROUTE

IMPACT ON PERSONAL INCOME AND PLR CAPITA TNCOME BY REGION AND YEARl
Personal Income in Milllons of Dullars, Per Capita Income in Dollars

NORTHWEST * SOQUTHWEST . SOUTHEAST SOUTHCENTRAL ANCHORAGE INTERIGR FATRBANKS TOTAL

RERSONAL PER CAPITA  PERSONAL PER CAPITA  PERSOMAL - PER CAPITA ° PERSONAL PER CAPITA  PERSONAL PER CAPITA  PERSONAL PER CAPITA  PERSOWAL PER CAPITA  PERSONAL PER CAPITA
TAR  INCOME  INCOME INCOME  INCOME INCOME  INCQHE INCOME  INCOME INCOME  INCOME INCOME  INCONE - INCOME  INCOME NCOME  INCOME
376 | 0 o 0 0.1 1 0.1 1 0.3 1 ) 0 6.1 O 0.6 1
77 ¢ -1 0 0 0.2 1 ¢, -1 0.6 1 0.1 N 0.2 2 1.4 2
78 - 0.1 15 - 0.4 19 0.2 30 . 39.4 197 9.3 26 18.9 1,565 12.9 115 80.2 93
79 - 0.5 60 -2.0 73 - 0.8 b " 205.5 778 8.5 89 79.6 6,450 15.9 m To336.0 347
80 0.4 165 0.4 180 17.3 2 - 319.2 1,020 102.1 133 9.1 7,751 29.6 306 67.0 145
81 3.3 152 5:8 228 39.5 225 223.3 706 141.4 104 60.2 4,699 24.8 28 503.4 303
82 4.0 83 7.0 128 42,0 67 ©ones 22 129.4 -2 56.1  3,938° 32.2 85 289.0 123
83 2.3 - 22 7.4 56 2.0 -22 53.9 41 <12l -8l 10.2 435 33,3 17 2717 =33
84 4,0 9 6.9 30 38.3 ° - 68 52.2 26 136.2 - 106 10.3 453 3.z .2 259.0 - 3
85 4,1 1 6.9 14 38.3 - 83 54.1 22 122.2 - 15 10,7 433 32.1 - 30 . 2863.9 - 74
86 4.6 2 7.8 31 42,9 - 70 53.4 a0 1612 - 309 11.6 513 35.5 =17 .9 - 66
87 5.0 48 8.5 36 46.3 - 63 62.5 31 T 1555 - 111 12.3 531 8.6 - 14 328.6 - (7
53 5.4 55 9.2 46 . 48.9 - 62 £5.9 . 35 1737 =110 13.2 565 41,5 -7 359.9 - &7
89 5.9 7 10.2 62 5.2 - 52 71.8 4 166,2 - - 107 14.2 629 45.1 1 397.7 . - 63
90 6.7 103 1.2 83 59.4 =37 77.5 49 226.5 = 103 15.3 710 49.5 14 G546 - 5%

Impacts are measured as deviations from the situvation
in which no gas pipeline is buiit.

- 8L
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Golovin Route

The Golovin Route initially follows the same corridor as the other
LNG routes; then it abruptly swings west and emerges on Norton Sound .

The significant 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 bbth a large construc-
tion and permanent employment impact on the Northwest Region. This is the
only route which impacts the Northwest directly. ,

The large impact on the Northwest becames immediately obvious if one
considers Table 82. 1In the peak construction year of 1980, over $250 mil-
1icn {56.2 pefcent) of the impact on value added accrues to the Northwest.
Th%s is $249 million more than the Point Gravina Route and about $250 million
mora than tha 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 Poiht Gravina Route
by $96 million in 1990; even though the constructjon period impact ié*lafger
by _about $50 million. This is because of the relatively isolated nature
of construction activity in the Northﬁest Region of the state. It is nearly
as convenient to support such activitj 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 1
IMPACT ON GROSS PRODUCT BY REGION AND YEAR
MiTlions of 1958 Dellars

YEAR NORTHWEST SOUTHWEST SOUTHEAST SOUTHCENTRAL ANCHORAGE INTERIOR FAIRBANKS | TOTAL

()W Ruel

1976 %2 * * * 0.1 * * 0.2
77 - * 0.1 x 0.3 * 0.1 0.5
78 3.4 0.1 0.6 0.4 7.5 23.6 0.5 36.1
79 95. 4 0.5 2.3 1.6 34.0 62.9 2.0 198.
80 951.5 1.7 7.7 5.4 73.9 99.2 7.8 447,
8] 180.1 2.5 11.2 7.9 79.7 59.9 11.4 352.
82 94.0 2.3 10.1 7.2 64.9 57.3 10.6 246.3
83 73.1 1.9 8.4 6.0 9.6 33.1 9.2 181.4
84 70.5 1.6 7.0 5.0 43.8 32.6 3.0 168.5
85 69.0 1.6 6.6 4.8 43.5 33.0 7.8 166.2
86 66.9 1.7 6.7 5.0 47.8 33.1 8.2 169.5
87 67.5 1.8 6.9 5.1 50.4 33.8 8.6 174.1
88  68.5 1.9 7.0 5.2 54.0 34.3 8.9 179.9
89 68.0 2.0 7.9 5.4 5.3 34.4 9.4 184.7
90 67.8 2.1 7.4 5.6 63.6 34.2 10.0 190.8

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

2 % = iess than 50 thousand dollars.

- p0¢gt -
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Employnent is concentrated in the Noﬁthwest only during the construc-
tion period. Following construction, employment opportunities are gener-
ated mostly in the Anchorage area, As shown in Table 83 , the Northwest
has 8,706 workers in peak construction year, or 33.8 percent of total em-
ployment impact. Anchorage and Interior have 26.8 percent and 24,1 per-
cent, fespectively. By 1990, Anchorage's absoTute total has remained about
the same -~ 6,800 workers -- 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 Graviné and 21,000 larger
than the Prime Route. However, by 1990 the smaller mu?tip1ier‘effect of
this route becomes apperent as the employment impact for the Golovin Route
is 400 persons smaller than the Point Gravina case.

In this case, as in all the others, much of the empioyment impact is
concentrated in the goverrment and support sectors. Even in the peak con-
struction year of 1980, construction and mining together account for only
36.2 percent of the employment increase. Support industries account for
43.6 percent of the impact, while govermment accounts for 17.1 percent.

By 1990, these percentages are 10.7 percent, 49.6 percent, and 33.1 per-
cent, with government's absolute total holding fairly constant and the
other totals declining conéiderably. Even so, this routé shows larger im-
pacts in every industry than the Prime Route.

The impacts on real wages and salaries paid, shown in Table 85

demonstrate that the increase in Anchorage area employment is an increase



Table 83

GOLOVIN ROUTE 1
IMPACT ON EMPLOYMENT BY REGION AND YEAR
Thousands of Persons

YEAR NORTHREST SOUTHWEST SOUTHEAST SOUTHCENTRAL ANCHORAGE INTERIOR FAIRBANKS TOTAL

1976 *2 * * * * * * *
77 % * * * % * * 0.1
78 0.3 * 0.1 0.1 G.6 2.3 0.1 3.5
79 5. 0.1 0.5 ‘0.3 2.8 5,7 0.3 14.8
80 8.7 0.3 1.6 1.0 6.9 6.2 1.1 25.7
81 5.9 0.5 2.4 1.5 874 2.9 1.6 23.2
82 2.0 0.4 2.2 1.3 7.1 2.7 1.5 17.2
83 0.7 0.4 1.8 1.1 5.7 0.% 1.2 1.5
84 g.7 0.3 1.5 0.9 4.9 0.4 1.0 9.8
85 0.7 0.3 1.4 0.9 4.8 0.4 1.0 9.5
86 0.7 g.3 1.5 0.9 5.2 0.5 1.0 10.1
87 0.7 .3 1.5 0.9 5.5 0.5 1.1 10.4
88 0.7 0.3 1.5 1.0 5.8 0.5 1.1 - 10.8
89 0.7 0.3 1.5 1.0 6.2 0.5 1.1 11.4
30 0.7 0.3 1.6 1.0 6.8 g.5 1.2 12.1

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

2 % = less than 50 persons.

- 28l -



Table 84

GOLOVIN ROUTE ]
IMPACT ON EMPLOYMENT 8Y INDUSTRY AND YEAR
: Thcu ands of Pursons

[N

AGRICULTURE, TRANSPORTATION, FINANCE :
YEAR FORESTRY, & MINING CONSTRUCTION MANUFACTURING  COMMUNICATION, TRADE  INSURANCE,  SERVICE  GOVERNMENT OTHER :  TOTAL
FISHERIES AND UTILITIES © REAL ESTATE
}976 0 O *2 O * * * * *® * *
77 0 0 % 0 * * * * * * 0.1
178 0 0 1.5 0 0.2 0.7 * 0.7 0.3 0.1 3.5
79 0 0 6.5 0 1.8 2.2 0.2 2.5 1.2 0.3 14.8
80 0 0.6 8.7 0 3.3 3.6 0.5 3.8 4.4 0.9 25.7 -
81 0 0.6 5.5 "0 2.4 . 3.1 0.7 3.4 6.4 1.1 23.2
82 0 0.6 2.6 0 1 2.6 0.6 - 3.0 5.8 0.9 17.2
83 0 0.6 0.6 0 0.6 1.7 0.5 2.0 4.8 0.8 11.5
84 0 0.6 0.5 0 0.5 1.5 0.4 1.7 4.0 0.6 9.8
85 0 0.6 0.5 0 0.5 1.4 0.4 1.7 3.7 0.6 9.5
86 0 0.6 0.5 0 0.5 1.6 0.5 1.9 3.8 0.6 10.1
87 0 0.6 0. 0 0.6 1.6 0.5 2.1 3.8 0.7 10.4
88 0 0.6 0.5 0 0.6 1.7 0.5 2.2 3.9 0.7 10.8
89 0 0.6 0.6 0 0.6 1.9 0.6 2.5 3.9 0.7 11.4
90 0 0.6 0.7 0 0.7 2.0 0.6 2.7 .0 0.8 12.1

}Impacts are measured as deviations from

in which no gas pipeline is built.
2 % = ess than 50 persens.

the situation

€L =



Table 85

GOLOVIN ROUTE i
IMPACT ON REAL WAGES AND SALARIES PAID DBY REGION AND YEAR
MiTt1ons of 1967 Dollars

YEAR NORTHWEST SOUTHWEST SOUTHEAST SOUTHCENTRAL ANCHORAGE INTERIOR FAIRBANKS TOTAL

1976 0 0 0.1 0 0.1 0 0 0.2
77 0 0 0.1 0 0.3 0 0.1 0.5
78 3.1 0.2 0.9 0.4 4.3 24.2 0.5 33.5
79 60.8 0.6 3.3 1.8 19.2 57.9 2.1 145.7
80 101.4 2.2 11.6 6.6 47.5 60.5 8.5 238.0
81 69.1 3.3 17.5 9.9 58.5 28.9 12.5 199
82 21.9 3.0 16.2 9,2 50.5 26.8 11.7 139.3
83 7.5 2.6 13.9 7.8 40,9 4.1 10.1 87.0
84 7.3 2.2 11.7 6.6 35.8 4.0 8.7 76.4
85 7.3 2.1 11.2 6.4 35.5 4.0 8.5 75.2
86 7.5 2.3 1.8 6.8 39.0 4.2 9.0 80.4
87 7.6 2.4 12.3 7.0 41.5 4.3 9.4 84.4
88 7.8 2.5 12.7 7.3 446 4.4 9.7 89.0
89 8.0 2.7 13.3 7.6 48.3 4.5 10.3 94.5
90 8.2 2.7 13.9 8 52.9 4.6 10.7 101.5

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

- el -
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biased toward Jower-paid support sector jobs. While Anchorage registers
56.2 percent of the %ncrease in 1990 employment 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 gas workers and higher=-paid govermnenf workers. North-
west has 5.8 percent of the 1990 employment impact but 8.1 percent of wages
and salaries impacts. This bias is true in the construction years as well.
The increased employment opportunities draw new people to the State
of Alaska in this case just as in all other cases. The population in~
creasas in this case.tend 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, eyen in the peak construction year of 1980, Anchorage
gains 47.8 percent of the population increase of the whole state, about |
17,200 persons, Compared with 1980, only Anchorage and the Southcentral
Regions show absolute population growth, with Anchorage capturing 60.7
percent, or 17,600 persons, By contrast, Northwest gains 5,400 people in
1680 over the case where no pipeline is built, or 15 percent of the state
total. This decliines to 700 people, or 2.4 pércent, by 1990. The total
impact on population is 1,100 persons more than the Point Gravina Route
in 1990, The difference is a higher impact on Anchorage, Southeast, and
. Northwest Regions, and a smallep imbact on the Southééntral Region. The
population increase for this route {n 1990 is the highest of any route.
Because of the smaller tlevel of general economic activity in Alaska

with this route compared to other LNG options, state and local goverrment



Table 86

~ GOLGVIN ROUTE
IMPACT ON POPULATION BY REGION AND YEAR'
Thousands of Persons

YEAR NORTHWEST SCUTHWEST SOUTHEAST SQUTHCENTRAL ANCHORAGE INTERIOR FAIRBANKS TGTAL

#2

L DT D —

1976 0 0 * * 0 * *
77 * 0 * * 0.1 0 * 0
78 0.3 0.1 0.4 0.4 1.8 1.1 0.3 4
79 4.1 0.5 1.5 1.4 8.0 2.4 1.3 19.
80 5.4 0.8 3.5 3.6 17.2 2.6 2.9 36.
81 3.8 0.8 4.3 4.6 19.1 1.4 3.4 37,
82 1.5 0.8 4.2 4.8 17.5 1.3 3.4 33.2
83 0.8 0,8 3.7 4.0 15.1 0.4 3.] 27.8
84 - 0.8 0.8 3.4 3.6 4.2 0.4 2.9 26.2
85 0.8 0.8 3.3 3.5 14,2 0.4 2.9 25.9
85 0.8 0,7 3.3 3.5 14,9 0.4 2.8 26.5
87 0.8 0.7 3.3 3.6 15.4 0.4 2.8 27.0
38 0.7 0.7 3.3 3.7 16.0 0.4 2.8 27.5
89 0.7 © 0.7 3.3 3.6 16.7 0.4 2.8 28.2
h 0.7 0.6 3.2 3.7 17.6 0.4 2.8 29.0

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

2 % = less than 50 persons.

- 9¢l -
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spending would not be as high if the same spending rules were followed.
These govermmental units spend at a higher rate oyver the construction

- period for the Goloyin Route than for Point Gravina (compare Table 87
with Tabfé 66 ), but 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 whole 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 @ $100 loss (more in real terms) by 1990. The transient
per capita-increase of $830 per person in Alaska during the construction
period will not stand up under the increase in population immigration in
the 1980's and the exit of oil and gas construction jobs. As before, the
1mpac£ is not evenly distributed across the state. The Northwest and In-
terior Regions bénefit substantially from the gas line even on a per capita
basis, largely because there is 1ittle innigrafion and a vast increase in
production and the tax base. On the other hand, the main support bases
for the 1ine -~ Anchorage, Southcentral Region, and Fairbanks.-- 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 a substantial boost to Alaska's per capifa

income over the long term, largely because the state cannot close its borders



Table 87

GOLOVIN ROUTE .
IMPACT ON STATE AND LOCAL REVENUES AND EXPENDITURES
Milldions of Dollars

PERSONAL AND SPECIAL OTHER ~ LOCAL GOV'T STATE AND STATE AND

STATE  PETROLEUM  CORPORATE ~ INTEREST  FUND GENERAL FUND  REVENUE FROM  LOCAL GOV'T  LOCAL GOV'T
YEAR TOTAL  REVENUES INCOME TAX  INCOME  REVENUE REVENUE OWN SOURCES REVENUE EXPENDITURES
1976 0.7 0.7 0 0 0 0 0 0.8 0.7
- 77 1.6 1.5 0 0 0 0 0.1 2.0 1.7
78 17.1 16.9 0 0 0.1 0.1 0.2 19.6 13.1
79 49,7 37.3 4.6 0.3 2.7 4.8 12.5 £9.0 52.8
80  163.4 104.5 22.0 1.0 13.7 22.3 62.3 247.9 198.9
81  226.9 120.8 39.1 2.8 25.7 38,6 115.4 373.5 310.2 ,
82  228.8 132.0 34.7 4.9 23,7 34.1 103.6 362.3 297 .2 G
83 224.2 148.8 25.7 7.2 17.6 25.0 78.5 330.5 263.4 i
84  219.2  163.9 17.2 9.8 12.0 16.4 53.3 298.7 229.9
85 219.7 164.3 16.1 12.6 11.6 15.1 51.3 296.6 228.0
86  238.7 177.4 17.0 15.5 12.6 15.7 55.7 320.9 246.9
87  248.3 177.4 19.5 18.6 14.9 17.8 65.9 342.3 266.7
88 257.9 177 .4 21.8 21.7 17.2 19.6 75.7 362.8 285.5
89  268.8 177.4 24.6 24.8 20.0 21.8 88.2 386.9 $307.7
90  281.4 177.4 28.1 27.9 23.5 24.5 102.9 415.7 334.2

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



Table 88

"GOLOVIH ROUTE 1
IMPACT ON PERSONAL IRCOME AND PLR CAPITA INCOME BY REGION AND YEAR
Personal Income {n MiYlions of Dollars, Per Capita Income in Dollars

NCRTHHEST SOUTHKEST SOUTHEAST SOUTHCERTRAL. ANCHORAGE. INTERJOR  FAIRBANKS TOTAL
* PERSONAL PER CAPITA  PERSONAL PER CAPITA  PERSONAL PER CAPITA  PERSOMAL PER CAPITA  PERSONAL PER CAPITA  PERSONAL PER CAPITA  PERSONAL PER CAPITA  PERSONAL PER CAPI
YEAR  INCQYE  EMCOME INCOME  INCCHE INCOME  INCOME INCQHE  INCOME INCOME INCOME INCOME  INCOME ICOHE INCOME DCQuE . INCOHE
{ :

1976 g 0 0 0 0.1 0 0.1 1 0.3 1 o 0 0.1 3 0.6 1
77 0 -1 0 o 0.2 ] 0.1 -1 0.6 ] 0.1 1 0.2 2 1.6 2
18 52 248 -0.4 <40 40,0 - 66 -02 -0 48 53 80.4 5,736 -6 =87 831 123
79 5.4 4,79 1.8 .54 0.8 -9 7.2 - 99 57.4 .87 203.5 13,412 7.4 -8 Coemy 223
80 1936 6,891 7.4 28 8.0 -2 7.0 -9 152.9  -78 2263 14,234 302 =12 €£3.0 620
81 10,7 4,934 1.3 158 60.6 102 g8 -27 1885 -8 N2z 7,530 33.1 107 5832 4G
82 5.5 1,52 9.0 56 51.0 - 50 3.4 <12 1503 - 120 105.3 7,005 7.0 -2 332.3 128
63 6.3 413 8.2 21 45.8 © -9 30.9  ~129 1273 - 138 7.0 762 337 -8 2733 - 7%
g 16.4 232 73 =30 40,1 - 150 7.0 -1 5.9 - 168 17.1 798 3.2 - 93 2582 - 16
85 17.1 464 - 7.3 -4 39.9 - 188 271 158 Ns4 -7 17,3 820 30.5  ~ 10 2801 127
86 18.3 531 8.2 ~30 43.7 . - 15 297 ~1é5 - 1368 - 170 19,1 305 3.6 -9 2893 - 11

7 19.3 556 8.8 -8 47.0 - 150 321 - 47 150.0 =170 20.3 947 6.2 - % 357 16

83 20.4 580 8,5 =20 50.4 1143 3.6 - 141 167.0 <167 21.7. 1,003 39.0 - 86 327 -1

89 21.7 626 10.4 -3 54.6. = 131 37.5 - 136 1878 -183 3.2 1,108 224 - 76 377.5- - 138

%0 B2 1.4 19 59.5 - 115 Coaa -8 2135 =157 2.7 1,207 46.5 -6 097 - 99
T

Impacts are measured as deviations from the situatien
in which no gas pipeline {s tuiit. -
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to inmigrants over the long term. Within the state, however, 1iving
.conditions and the nature of the economic base in the more remote regions
may sharply reduce population increases. If so, then thése 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 {mpacts; never-
thaless, the ponstruction impact on a given region fis alﬁost always in-
creased by building a pipeline through the region. The long run impact for
eyary route centers on Anchorage., Finally, while construction and mining
have 2 large transitery impact in some cases on the Alaskan economy, it

is how 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 Siope gas in Alaska.
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I'IT. SENSITIVITY TESTS

A. SENSITIVITY OF THE RESULTS TO ALTERNATIVE PRODUCTION LEVELS

The E1 Paso and Arctic Gas proposals are based upon differenf assumed
levels of production, with E1 Paso the more optimistic of the two. Since
the level of production would be the same no matter which route is finally
built, runs were done of the MAP model for the LNG routes using the Arctic
Gas assumption of 2.25 billion cubic feet pér day throughput, and for the

Trans-Lanada routes using the E1 Paso assumption of 3.5 billion cubic feet

J

ér dzy, in order to compare the proposals at high and low productions.

o~

he results of the lower production case are reported here to show the im-
pact of altering El Paso's assumption concerning production, but very sim{-
lar relationships batween the Trans-Canada and LNG options hold at the
higher production rate, The State of Alaska is now considering limiting
production from Prudhoe Bay to 2.0 billijon cubic feet'per'day, so the com~
parison of the options at 2.25 billion is also closer to rea1ity.

With respect to gross product, the Trans-Canada routes look more
favorable when LNG route production is assumed to be 2.25 billion cubic
feet per day. Table 89 demonstrates the change in gross product by year
+ for each of the LNG options in comparison with the Tgéns—Canada options.
It is apparent that even though gross product is reduced by about $14 .

$15 million in each of the LNG cases, the total impact in each case is
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Table 89
COMPARISON OF LKG OPTIONS AT DIFFERENT
R LEVELS OF PRODUCTION WITH THE TRANS-CAHADA OPTIONS
GROSS FRODULT IMPACT '
{M{11ions of 1958 Dollars)

'Route and Level of Production

PT. GRAVINA FAIRBANKS-HAINES COOK INLET " GOLOVIN

YEAR 3.5 bef 2.25 bef 3.5 bef 2.25 bef 3.5 bcf 2.25 bef 3.5 bef 2.25 bef
1976

o
[ab]
o

.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
79 122.3 122.3 126.2 126.2 123.0 123.0 198.8 198.8
80 396.9 365.2 292.0 294 .4 421.7 424 .0 447.2  449.7
81 362.9 365.2 188.5 190.8 388.7 390.9 352.6 354,9
82 316.7 317.7 165.6 - 166.6 338.6 339.6 246.3 247 .4
83 269.3 267.9 168.8 167.3 . 292.6 291.1 181.4 179.9
84 253.7 25645 175.2 169.9  282.6 277.3 168.5 163.3
85 260.1 253.4 181.6 174.9 283.1 276.4 166.2 159.6
86 . 265.9 255.9 189.9 180.0 2890 277.7 169.5  159.5
37 753.5 258.0 195.6 184.2 292.6 280.6 174.1 162.7
£8 274.2 251.7 202.0 189.5 297.4 2847 179.9  167.0
£3 279.4 925.9 203.9 165.5 302.8 289.2 184.7 171.2
50 226.8 272.4 216.3 201.8 310.5 296.0 190.8  176.4
' ’ FAIRBANKS-
ONSHORE, PRIME OFFSHORE  INTERIOR FT. YUKON ALASKA HIGHWAY
YEAR 2.25 bef 2.25 bef 2.25 bef  2.25 bef 2.25 bef
1976 0.2 0.2 ) 0.3 0.4 0.6
77 1.2 1.3 4.0 5.8 9.4
78 4.0 4.2 14.8 22.1 _ 35.2
79 14.4 14.8 63.4 104.0 152.2
80 40.7 41,2 115.5 179.4 2497
81 30.6 31.1 52.0 66.2 91.0
82 28.9 43.9 38.4 44.5 58,9
83 30,1 35,2 36.9 40.8 52.5
84 30.9 33.2 37.1 40.4 51.4
85 31.9 33.4 38.1 41.3 52,3
86 32.9 34.2 39,2 42.4 47.2
87 34.3 35.5 40.8 441 48,7
88 35.9 37.2 42.7 46.2 50.9
89 37.7 39,0 44.8 48.4 53.5
2 47.3 51.1 56.5

80 39.9 4.
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still far greater than for any of the Trans-Canada routes.! 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-Haines, and Goloyin.

Another way to weasure the importance of Tower production on the LNG
routes is to look at the difference in the level of employnent. Table 90
demonstrates again that while 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 tha largest Trans-Canada impact. The relationship
among the LNG routes is also unchanged. In order of declining impact,
the rcutes are still ordered: Fairbanks-Haines, Cook Inlet, Point Gravina,
and Golovin.

Other comparisons could be made between the high production and low
production cases. The computer runs were actually made but in the interest
of conserying space, the results wili not be reported here. Neither the
relationship between the group of Trans-Canada and the group of LNG op-

tions, nor the relationship among the LNG options, was changed.

]It may be noticed that the high production case generates Tower gross

products than the low production case, initially. This is because of
the different staging of the Arctic Gas and El Paso proposals, and is
not true after 1983. _
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B. SENSITIVITY OF THE RESULTS TO THE PRICE OF GAS

The assumption of a wellhead price of gas at 50 cents per thousand
cubic feet (mcf), while perhaps the most 1ikely and realistic one which
could be made at this time, is still arbitrary and could be affected
either by administrative action of the Federal Power Commission or by
action of the Congress to change or remove regulations on the.we1]head
price. One possible alternative is that the wellhead price of gas pro-
duced in Alaska which must compete with regu]ated«priced-supp11es in the

Lower 48 will not differ significantly from zero.l

Without worrying about
the plausibility of such a result for the moment, one can usefully ask:

what will be the effect cf reducing the wellhead price to zero?

]This assumption was propounded in a task force report for the Governor of
Alaska. As quoted in ISEGR, Impact on the Alaska Economy of Alternative
Gas Pipelines, April, 1925, pp. 49-50, the task force says:

The task force has some concerns about the ability of either pro-
Ject to deliver gas competitiyely without government subsidy and
with the result of a positive wellhead value. If the wellhead
value is zero or very snall, our royalties fram the gas will be
very slight and our seyerance taxes, which are based on wellhead
value, will also be minimized. We find this to be a significant
feature in our analysis since it has Ted us to conclude that if
we are to derive any significant econonic benefit from the de-
veloped Alaskan resource, it may well have to be through direct
use of the gas ourselyes...Accordingly, it is clearly in the
State's best interest in obtaining a maximum return from its
North Slope gas to keep that gas in the state for use here, and
since we can only do that with a Trans-Alaskan 1ine, it is in
the State's interest to support such a route.
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Table 91 compares A]askafs_gross state product at a gas price of
50 cents and a gas price of zero for each of the proposed vroutes. Even
~ though assumed 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 employment is so snall
on the Trans-Canada routes in Alaska, relative to that on the LNG routes,
and because of the larger stock of taxable capital equipment installed on
the LNG routes. If the price of gas were reduced to zero, the impact on
the Alaskan economy in the late 1980"s would be reduced by about 50 per-
cent cn the Trans-Canada routes, and by 14-22 percent on the LNG routes.
The azsolute impact is about $28 million in the Trans-Canada cases and
about $43 million in the LNG cases for the lateﬁ1980's. There is 1ittle
or no impact of changing the gas price until the peak and final year of
construction, when $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 1ittle impact'on the construcfion boom , althoﬁgh it
does mitigate the following btust. Finally, it should be noted that in no
case was rank order of the routes changed with respect to their fupact on
gross state product. The relationship of the routes to each other held

up under this sensitiyity test.
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Table 91

COMPARISON OF THE EFFECT OF CHANGES
IN THE PRICE OF GAS OH PIPELINE IMPACTS
GROSS PRODUCT

(Millions of 1958 Dollars)

Route and Wellhead Price of Gas

-

FAIRBANKS-
ONSHORE, PRIME OFF SHORE INTERIOR FT. YUKON ALASKA HIGHWAY
$ .50 $0 $ .50 $0 $ .50 $ 0 $ .50 $0 $ .50 $0
0.2 0.2 0.2 0.2 0.3 0.3 0.4 0.4 0.6 0.6
1.2 1.2 1.3 1.3 4.0 4.0 5.8 5.8 9.4 9.4
4.0 4.0 4.2 4,2 4.8  14.8 92.1 28. 35,2  35.2
4.4 14.4 14.8 14.8 63.4  63.4 104.0 104.0 152.2 152.2
40.7  27.6 41,2 28.1 115.5 102.2 179.4 166.0 249.7 236.2
30.6 14.0 31.1  14.6 52.0  35.4 66.2  49.5 91.0 74.1
28.9  -10.9 43.9 11.5 38.4  20.4 £4.5  26.5 58.9  40.8
30.1 10.1 35.2  10.7 36.9  16.9 40.8  20.8 52.5  32.4
30.9  10.0 33.2  10.6 37.1 16.2 0.4  19.5 1.4 2304
- 31.9  10.2 33.4  10.8 38.1 16.3 41.3  19.5 B2.% . 30,5
2.9 10.4- 342 1.0 39.2  16.6 42.4 19.8 47.2 4.5
34.2  10.7 35.5  11.4 40.8  17.2 44,1  20.5 48.7  25.1
B 119 37.2 N.8 42.7 17.8 46.2  21.3 50.9  26.0
272.7  11.5 39.0  12.2 44,8  18.5 8.4 221 53.5-  27.1
39.9  11.9 I [ 47.3 19.% 51.1  23.0 56.5  28.4
FAIRBANKS-
PT..GRAVINA HAINES COOK INLET GOLOVIN
$ .50 $0 $ .50 $0 $ .50 $0 $ .50 $0
0.2 0.2 0.3 0.3 0.2 0.2 0.2 0.2
0.5 0.5 ‘0.5 0.5 0.5 0.5 0.5 0.5
32.4  32.4 34,8  34.8 31.0  31.0 36.1  36.1
122.3 122.3  126.2 126.2  123.0 122.9  198.8 198.8
396,9 385.9 292,0 281.1 421.7 421.7  447.2 435.5
362,9  348.) 188.5 173.9  388.7 377.2 352.6 337.3
316.7 299.3  165.6 148.4  338.6 322.4  246.3 228.7
269.3 247.5  168.8 147.1 292.6 271.3 . 181.4 159.6
259,7 233.2 175.2 148.7  282.6 256.5 1€8.5 142.0
. 260.1 231.4 181.6 152.9 283.1 254.7 166.2 137.5
265.9 233.0 189.9 157.] 289.0 256.4 169.5 135.7
269.5  234.1 195.6 160.2  292.6 257.5  174.1 138.3
274.2 236.4  202.0 164.3 297.4 260.0 179.9 142.1
279.4 239.2  208.9 168.8  302.8 262.9 184.7 144.5
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 employment are showh in Table 92. As 1in
the case of gross state product, there is virtually no impact from chang-
~ing the price assumption until 1980, the peak conétruction year. lUhile
the absolute employment 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-Canada options. The LNG options'
enploymnent is reduced fram 42 to 45 percent if the state is deprived of
production revenues by a zero wellhead price, while the corresponding
Trané—Canada employuent is reduced by anywhere from 58 to 81 percent, the
larges® veductions occurring where employment is the smallest. It can
thus te said that the six Trans-Canada routes’ employment impacts are
more sensitive to the price of gas than are those of the LNG routes. How-
eyer, thz relative rank order of the ten possible routes was unchanged

by thes changed price assumption.
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Table 92
EHPLOYMENT
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