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1 Introduction
The Fairbanks Metropolitan Area Transportation System (FMATS) and the Alaska Department of
Transportation and Public Facilities (DOT&PF) have teamed together to develop the Freight Mobility Plan
(FMP). This plan has been designed to:


Assess existing conditions;



Identify freight goals, objectives, and
performance measures;



Quantify existing and future freight flows;



Identify potential freight corridors and
development zones;



Make recommendations to improve freight
mobility; and



Document an implementation action plan.

What is Freight Mobility?
Freight mobility refers to moving goods from one
place to another by any mode (including truck,
plane, train, pipeline, and/or ship). It is the process
by which goods move from origins to final
destinations.

Development of the FMP will allow the DOT&PF and FMATS to:


Better understand existing and projected regional freight flows, issues, concerns, and needs



Identify relevant infrastructure improvements and policy changes to improve future freight mobility
in the region



Create a multimodal transportation network that allows freight to operate and move efficiently
across and between each mode.

1.1

Why develop a FMP for the Fairbanks area?

The Fairbanks North Star Borough (FNSB) population grew from 54,503 in 1980 to 100,000 in 2015, roughly
equating to 0.96 percent annual population growth. The FNSB is expected to grow to 125,184 by 2050 (Figure
1-1). With this population growth, there will be an associated increase in local jobs and consumer spending.
In addition, planned projects such as the Eielson Air Force Base (EAFB) expansion and potential projects such
as the Alaska Liquefied Natural Gas (LNG) project have the potential to generate even more future freight
activity in the Fairbanks area. Evaluating freight movement and mobility is critical to the area’s future
increased demand for freighting various goods to support their growing population and economic activity,
and will lead to more efficient multimodal transportation mobility and intermodal freight movements and
connections.
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Figure 1-1. FNSB Population and Jobs Growth from 2015 to 2040

Source: Kittelson & Associates, 2016

1.2

Fairbanks Freight Mobility Overview

This FMP is designed to further address freight mobility needs and to strengthen the freight policies
recommended in the FMATS Metropolitan Transportation Plan (MTP), looking toward 2045. The MTP
recommended the need for coordinated planning of the multimodal freight network, which has become
increasingly important to the future growth of the region as the cities of Fairbanks and North Pole continue
to develop and expand. Due to the state’s extreme
climate issues, geographic location, and small
population, only a small proportion of consumer
goods are produced within Fairbanks. For this
reason, many consumer goods are and will continue
to be transported to the region from other places. In
addition, the local economy is heavily reliant on
natural resources industries that export raw
materials to national or international markets. The
region’s transportation network is a critical
component of the local economy, and therefore, the
preparation of the FMP is an important step that the
region must take to adequately identify future
freight mobility issues and develop the necessary
long-term solutions.

1.3

Purpose of the Freight Mobility Plan

The overall purpose of the Fairbanks FMP is to take a critical look at the future framework of the region’s
multimodal freight system, including:


Assessing existing freight transportation mobility deficiencies;



Identifying and guiding future freight policy decision-making processes to help meet these identified
deficiencies;



Identifying the potential future project solutions and strategies that best address these identified
deficiencies



Integrating the freight project and policy recommendations and planning processes into future
updates of the FMATS MTP process; and



Ensuring that freight transportation is actively addressed in all future FMATS planning processes.
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The FMP is being developed to:


Illustrate existing conditions of the freight system; and



Make recommendations for the growth of the future multimodal freight network as it relates to land
use, economic development, and environmental forecasts.

1.4

Study Area

The FMATS FMP study area is the FMATS boundary, which includes the Cities of Fairbanks and North Pole
(Figure 1-2).

Figure 1-2. FMATS FMP Study Area
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1.5

FMP Planning Process

The FMATS FMP is the product of an analysis of the regions’ existing and potential future freight
transportation system condition and performance along with discussions with public and private sector
partners.

Figure 1-3. Summary of Planning Process

Figure 1-3 illustrates the FMP planning process. Core elements of the FMP are as follows:


Data Collection, Stakeholder Interviews, and Literature Review created the existing and future
conditions information used to support the development of the FMP. An extensive literature review
and collection of relevant federal, state, and regional/local freight-related projects, studies, and data,
including FMATS freight travel demand models and other datasets, was used to establish existing
conditions and future forecasts. Stakeholder interviews of regional organizations actively using the
FMATS system to move freight helped to define critical current and future freight transportation
issues and needs of transportation system users.



Strategic Direction – Develop Goals and Objectives Statements also employed the various sources
identified above, in combination with FMATS and the Freight Advisory Committee (FAC) input into
the planning process. After much discussion, the FAC decided to adopt the FMATS MTP Goals for the
FMP along with the addition of one specific freight goal. Freight-related objectives where then
identified for each goal. The goals and objectives were used to define a process to screen and
prioritize the potential future implementation of freight projects and policies for implementation.
This process is referred to as Project and Policy Prioritization.



The Project and Policy Prioritization analysis was applied to evaluate and recommend future FMP
projects and policies. Working with the FAC, the project team identified possible future project and
policy improvements, prioritized recommended projects and policies, and created an
Implementation Plan for the FMP. Performance Measures identify how the projects and policies will
perform once they are implemented in the future.
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1.6

Organization of the FMATS FMP

This FMP is organized into 9 chapters:
 Chapter 1, Introduction, provides a brief historical context for the FMP study area and an overview
of the report.
 Chapter 2, Stakeholder Involvement Process, describes the process for gathering comments and
input from the public, FAC, government agencies, and freight-oriented businesses to support the
FMP.
 Chapter 3, Vision, Goals, Objectives and Performance Measures, describes the specific process used
to identify the vision, goals, and objectives of the FMP. It also describes the freight planning
performance measures that are recommended to monitor the impacts of the recommended projects
after future implementation.
 Chapter 4, Regional Context, describes the existing socioeconomic, employment, trade, land use,
and environmental conditions
 Chapter 5, Freight Network Characteristics, Routes, and Bottlenecks, describes existing freight
conditions analysis for all transportation modes, including highway, water, air, rail, truck, and pipe.
This chapter also summarizes the freight travel markets, regulatory and institutional issues, and
issues effective freight mobility.
 Chapter 6, Freight Development Zones and Routes, describes the proposed freight development
zones and routes.
 Chapter 7, Recommendations, describes the screening process and criteria for determining
immediate, mid-term, and long-term project and policy recommendations for the FMP.
 Chapter 8, Implementation Strategy, describes the potential funding sources available for freightrelated transportation projects as well as how the top-priority projects and policies can be
implemented.
 Chapter 9, Conclusion describes how the plan can be actively used and the potential opportunities
for sharing information about freight and goods movement in other planning processes.
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2

Stakeholder Involvement Process

Understanding the FMATS region’s freight mobility issues
and needs were critical in the development of the FMP. To
understand these issues and needs, a Freight Advisory
Committee (FAC) was formed and a series of stakeholder
interviews were held. Additional activities were conducted
that targeted the general public to identify their freight
related concerns and needs (see Figure 2-1).

Who is a stakeholder?
A stakeholder is an individual or group of people
that is affected by, or who can affect, a project's
outcome.

Figure 2-1. Overview of Stakeholder
Engagement Activities
Summer 2016
Existing conditions ,
vision and goals,
and performance
measures

Winter 2015
Project launch

2.1

Spring 2018
Future conditions,
recommendations
and implementation
strategy

Fall 2018
Draft Freight
Mobility Plan

Fall 2018
Final Freight
Master Plan

Freight Advisory Committee

The FAC was developed for the project to provide insight on freight issues affecting the region. The FAC
consists of representatives from:


Alaska Trucking Association (ATA)



Alaska Railroad Corporation (ARRC)



Fairbanks International Airport (FAI)



DOT&PF Northern Region (DOT&PF NR)



Fairbanks Natural Gas (FNG)



Fairbanks Economic Development Corporation



Fort Wainwright



EAFB



FMATS



FNSB



City of Fairbanks



City of North Pole.

In addition, there were three community representatives on the FAC.
The FAC provides an opportunity for freight-related stakeholders to participate in regional freight planning,
and to act as a linkage between planning processes and their organizations. The FAC met multiple times
during the FMP planning process and provided an important forum for developing many of the core elements
of the FMP. FAC members provided critical input in helping DOT&PF and FMATS maintain strong connections
and communications with key freight stakeholders across the region.
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2.2

Stakeholder Interviews

To learn more about stakeholder needs throughout the FMATS area, a series of stakeholder interviews were
conducted to support the FMP. The stakeholders interviewed represented diverse users of the freight
network’s highway, aviation, and rail services. These groups use the freight network most frequently and are
most impacted by any changes to the existing and potential future freight system in the FMATS region. The
goal of the stakeholder interviews was not only to solicit input on existing freight conditions and needed
improvements for the future, but also to publicize the development of the FMP. All stakeholders interviewed
during the FMP process represented public and private organizations that have a role in freight mobility in
the Fairbanks area.
Please see Appendix A for a summary of the stakeholder interviews.

2.3

Public Opinion Survey

The online public opinion survey was designed and implemented to collect more comprehensive responses
from the public regarding freight concerns and potential solutions in the Fairbanks region. Twenty-three
responses were gathered from the public opinion survey during the 45-day comment period for which the
survey was open. Survey questions were presented by the following topics:


Part 1: Perception of Freight



Part 2: Freight Constraints



Part 3: Fairbanks in the Future



Part 4: About You

The survey results considered a strong public desire for increased freight mobility planning to be included as
part of the analysis of the overall metropolitan transportation network. Overall, most survey respondents
had a positive outlook about Fairbanks’ freight transportation network.
For more detailed online survey results, please see Appendix A.

2.3.1 Fairbanks Comment On-line Map
In addition, the public was given the opportunity to provide comments about the FMP planning process
through an online interactive map. The public was asked to identify specific locations in the FMATS area
where they had issues or concerns about freight mobility. Participants were also able to provide comments
about their specific issues on the map. Figure 2-2 depicts a screenshot of the online map.
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Figure 2-2. Screenshot from Online Map

2.4

Public Meetings and Online Open Houses

A kickoff public meeting was held on May 17, 2016. An online open house was held simultaneously for the
public to participate if they were unable to attend the public meeting. The public meeting and the online
open house materials were designed to introduce the FMP to the general public and interested stakeholders
and to gather public comments on freight-related issues and concerns. Figure 2-3 depicts the welcome screen
on the interactive online open house used for collecting comments specifically about the FMP. Appendix A
shows the public meeting and online open house materials. The online open house also was used to provide
access to an online public opinion survey and Fairbanks comment map database.
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Figure 2-3. Freight Mobility Plan Online Open House #1 Welcome Screen

A second public meeting was held on November 13, 2018 along with an online open house (open from
November to December 17, 2018). The second public meeting focused on presenting expected future freight
conditions, proposed freight routes, and recommended freight-related capital improvements and policies.
Feedback received during this public meeting and online open house was used to refine the FMP before it
was submitted to the FMATS Technical Committee and Policy Board for review and adoption.
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3

Vision, Goals, Objectives, and Performance
Measures

A coordinated vision, goals, and objectives were prepared to provide the FMP with a clear direction and
framework to support the development and implementation of the plan. Once these where developed, a
series of performance measures were identified. The process used to prepare these materials are presented
below.

3.1

Vision Statement

The vision statement provides a definitive direction for the FMP and an aspirational description of what the
plan aims to accomplish over the long-term. The vision statement provides guidance about what freight
mobility in the Fairbanks area should look like in the future and provides the long-term perspective needed
to make decisions on freight-related issues as they arise.
The FMP vision statement is as follows:
The FMATS Freight Mobility Plan provides guiding principles for creating an efficient and
environmentally sustainable freight system which holistically integrates with land use to enhance
economic growth and increase transportation safety and mobility in the region.
This vision will be accomplished by implementing the plan’s goals and objectives. While the vision describes
the end result, the goals and objectives are intended to work together to describe how to achieve the vision.
Goals provide the FMP with more specific elements of the overall vision; describe what the region wants to
achieve with the plan; and provide ways to measure the expectations of the plan related to time, quantity,
and/or quality. Goals are generally agreeable to most people. Objectives are then used to quantify and clarify
the goals and represent specific actions to be taken to achieve the goals.

3.2

Goals and Objectives

The FAC decided that the 2035 MTP goals should be used for the
FMP, with freight-specific objectives developed for each goal.
The goals, and associated objectives for each goal, are presented
below.
Goal 1:
Coordinate planning efforts to provide an integrated
transportation and land use system that embodies smart
growth principles and stimulates the economy to grow.

Objectives should be:


Realistic and achievable



As simple and as understandable as
possible



Measurable



Practical and applicable

Objectives:
 Develop freight routes that support freight-intensive land uses (e.g., zones) and avoid incompatible
land uses.
 Continue ongoing freight planning discussions and efforts by convening regular meetings of the FAC.
Goal 2:
Provide a safe, efficient, secure, and interconnected multi-modal transportation system for all users.
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Objectives:
 Minimize the opportunity for conflicts between different system users, including freight and
passenger vehicles, by reducing the number of at-grade rail crossings.
 Increase the safety of bicycle and pedestrian routes near and around freight-intensive land uses.
 Improve intermodal system linkages and interactions by limiting potential bottlenecks and removing
obstacles for users.
Goal 3:
Protect the environment, improve air quality, and promote energy efficiency.
Objectives:
 Minimize noise and air pollution impacts of freight-intensive land uses to the extent practical.
 Reduce air quality impacts on primary truck routes by considering signal-timing changes in order to
reduce truck idling.
 Reduce freight interactions with wildlife and increase safety of multimodal freight movements by
providing alternative safe passages and routes for wildlife.
 Provide incentives for freight operators, companies, and organizations to use more fuel-efficient
vehicles in their fleets.
Goal 4:
Optimize the utility and lifespan of the existing transportation system.
Objectives:
 Make continuous freight infrastructure and policy improvements to the existing transportation
system based on the needs identified in the Fairbanks MTP and FMP.
 Involve freight stakeholders and the public to define improvement efforts including specialized
inputs and suggestions that could optimize system use.
 Improve freight route signage so trucks use specific designated routes.
 Maintain good pavement conditions all year round on primary truck routes.
Goal 5:
Ensure adequate transportation facilities to support economic development.
Objectives:
 Locate freight-intensive land uses near commercial zones to increase economic connectivity and
improve the interaction with the transportation network.
 Ensure that freight-supportive land use development supports future commercial opportunities.
Goal 6:
Provide a resilient and reliable freight transportation system.
Objectives:
 Identify reliable funding for freight projects.
 Evaluate freight infrastructure needs identified in the FMP in subsequent MTP updates.
 Implement freight-supportive projects based on the priority and needs identified in the FMP.
 Ensure system resiliency to maintain system functionality in the event of a disaster
 Continue to educate key stakeholders and the public of the importance of constructing and
maintaining freight infrastructure and implementing freight policy.
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3.3

Performance Measures

Performance measures are a way to assess how well the transportation system is functioning. Performance
measures will help determine whether future freight projects and policies developed as a result of the FMATS
FMP will be successful once implemented. FMATS can then quantify the impact of any given freight project
on the overall transportation system. Measures built into the framework are intended to monitor and
identify improved transportation system performance resulting from implemented projects and document
the level of accomplishment in meeting the FMP goals and objectives. This process permits and creates
accountability for projects and aids in understanding and identifying the necessary components of a
successful project.

3.3.1

Proposed Performance Measures

Performance measures must be specific, measurable, attainable, and realistic and have the ability to be
tracked on an ongoing basis. Value will be derived from their ability to be re‐produced and sustained over a
sufficient period to time in order to identify trends and impacts of changes to the future freight system. Table
3-1 shows the proposed FMP performance measure(s) for each goal. The freight network referenced in some
of the performance measures refers to the freight network identified in Section 6.2.
These performance measures can be used to set targets, which will define acceptable levels of performance
from the perspective of the decision-makers and can be adjusted over time to reflect reasonable
performance expectations. These performance measures, and their associated targets, when developed, will
allow DOT&PF and FMATS to monitor the future efficiency and effectiveness of the implemented freight
projects.
It is important to note that these performance measures need to be tested, refined, and perhaps replaced on
a regular cycle, both to keep up with changing issues as well as to take advantage of new technologies for
collecting, processing, and displaying data. Like the freight system itself, performance measures need to
adapt and change to meet the needs of its users. These performances measures should be considered for the
freight element as part of the 2045 MTP.
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Table 3-1. Proposed Performance Measures

Optimization

Economic
Development

Resilient and
Reliable System

Environment

Multi-modal System

Baseline
Measure?
Target?

Coordination

Goal Addressed

X

X

X

X

X

Performance
Measure

Desired
Trend

Truck Crash
Injury/Fatality Index:
Fatality and Serious
Injury Crash Rate of
incidents involving
Commercial Vehicles
per 100 million truck
VMT

Decreasing
number

X

Truck Travel
Reliability Index
(RI95)

Increasing
number

X

Annual Hours of
Truck Delay

Decreasing
number

X

Percent of
structurally deficient
bridges on freight
network

Decreasing
number

X

X

Percent of
functionally obsolete
bridges on freight
network

Decreasing
number

X

X

Number of at-grade
rail crossings

Decreasing
number

X

Increase in
centerline1 miles
of NHS roads
meeting DOT&PF
standards

Increasing
number

X

X

X

Percent of the
Interstate System
Mileage
providing for
Reliable Truck
Travel Time

Increasing
number

X

X

X

Percent of the
Interstate System
mileage
uncongested

Increasing
number

X

X

X

X

X

X

X

X

X

X
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Steady
number

1 Centerline

X

X

X

X

Resilient and
Reliable System

Number of FAC
meeting held per
year

X

Economic
Development

Decreasing
number

Optimization

Number of vertical
restrictions on the
freight network

Baseline
Measure?
Target?

Environment

Desired
Trend

Multi-modal System

Performance
Measure

Coordination

Goal Addressed

X

X

miles refers to miles of roadway, regardless of number of lanes.

Each proposed performance measure is described below.

Truck Crash Injury/Fatality Index: Fatality and Serious Injury Crash Rate per 100 Million Vehicle
Miles Traveled (VMT)
The recommended performance measures calculates the number of vehicle crashes (fatalities, injuries)
involving trucks per 100 million VMT.1

Truck Mobility (Truck Travel Time Index)
Truck mobility and accessibility improvements will be evaluated using Truck Travel Time Index (TTTI), which
measures truck-related delays due primarily to peak period congestion. TTTI evaluates the difference in travel
time between “free flow” (traffic-free) and congested flow conditions. The TTTI is calculated by dividing Free
Flow Truck Speed by Observed Average Truck Speed during the Peak Period.

Truck Travel Time Reliability (Truck Travel Time Reliability Index)
Truck travel time reliability measures the consistency or dependability in travel times between two points.
Unreliable freight transportation requires added supply chain redundancy and additional cost for businesses.
Reliability of freight influences logistics decisions, such as the number and location of manufacturing plants
and distribution centers that affect local, regional, and state economics. Reliability is measured using nonrecurring delay, which refers to unexpected delays caused by closures or restrictions resulting from inclement
weather, crashes, and construction activities. Non-recurring delay is measured by Truck Travel Time
Reliability Index (RI95). The RI95 illustrates the extra “buffer” time needed for on-time delivery while
accounting for non-recurring delay. It measures the ratio of total truck travel time needed to ensure on-time
delivery 95 percent of the time.

1

This performance measure uses VMT for all vehicles types in its calculation. The project team is not aware of a VMT
measurement available exclusively for commercial VMT, which would be a preferable choice.
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Annual Hours of Truck Delay
Annual hours of truck delay measures the economic cost of congestion on the freight industry. Traffic
congestion and delay are characterized by slower speeds, longer trip times, and increased queuing; these
factors can significantly affect truck mobility. Annual hours of truck delay captures all of these details and is a
primary measure of freight performance. Truck delay is also a good proxy for environmental impact in terms
of energy consumption and air pollution, since increased truck delay is associated with additional idling and
fuel consumption. This measure is calculated by Congested Travel Time minus Free Flow Travel Time
multiplied by Daily Truck Volumes.

Percent of Structurally Deficient Bridges on Freight Network
A bridge is considered structurally deficient if the deck, substructure, superstructure, or culvert is rated at or
below “poor” condition (0 to 4 on the National Bridge Inventory Rating Scale). A bridge can also be
structurally deficient if load-carrying capacity is significantly below current design standards, or the adequacy
of the waterway opening provided is determined to be insufficient to the point of causing intolerable
roadway traffic interruptions. A bridge that is classified under the federal definition of “structurally deficient”
does not necessarily mean the bridge is unsafe. A structurally deficient bridge, when left open to traffic,
typically needs major maintenance and repair to remain in service and will eventually need to be
rehabilitated or replaced to address deficiencies. The designation attracts continued monitoring and makes
the bridge eligible for federal and/or state repair or replacement funding if its sufficiency rating meets a
certain threshold.
Reducing the number of structurally deficient bridges can reduce the maintenance cost of the system
because they require more monitoring and repair than other bridges. In addition, structurally deficient
bridges may require reduced weight limits that restrict the gross weight of vehicles using the bridge, which
would hinder freight movement more than other types of traffic.

Percent of Functionally Obsolete Bridges on Freight Network
A bridge is functionally obsolete if the roadway geometry no longer meets current minimum design
standards for width or vertical clearance classifications. A functionally obsolete classification does not mean
that a bridge is unsafe. If a bridge meets the criteria for both structural deficiency and functional
obsolescence, it is identified as only structurally deficient, because structural deficiencies are considered
more critical. Reducing the number of functionally obsolete bridges will improve the efficiency of the freight
system.

Number of At-grade Rail Crossings
At-grade rail crossings can create delay in the transportation system and have the potential for vehicle/rail
crashes. Reducing the number of crossings would reduce the delay to the system and reduce the potential for
vehicle/rail crashes. This is measured by the number of open at-grade rail crossings.

Increase in Centerline Miles of National Highway System (NHS) Roads (meeting department
standards)
Poor pavement conditions can cause damage to trucks and cargo as well as impede traffic flow, contributing
to congestion and unreliability. The increase in centerline miles of NHS roadways measure to assess
infrastructure conditions is already tracked and reported for NHS facilities by the DOT&PF.
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Percent of the Interstate System Mileage providing for Reliable Truck Travel Time and Percent
of the Interstate System Mileage Uncongested
The Truck Travel Time Index, Truck Travel Time Reliability, and Annual Hours of Truck Delay are used to
calculate the percentages of both the interstate system mileage providing reliable truck travel times and the
uncongested conditions.

Number of Vertical Restrictions on the Freight Network
The number of vertical restrictions can restrict freight mobility. It is measured by quantifying the number of
locations on freight routes that do not meet DOT&PF standards for vertical clearance.

Number of FAC Meetings Held per Year
Freight mobility involves a number of different stakeholders and modes. The FAC provides a forum for
freight-related stakeholders to discuss freight issues with FMATS and each other. Tracking the number of FAC
meetings held each year is a way to measure the level of coordination between stakeholders.
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4

Regional Context

4.1

Socioeconomic

The region’s local economy, population size, land uses, lack of existing infrastructure, extreme climatic
conditions, and geography all play significant roles in the freight system’s capacity and effectiveness. Freight
transportation moves goods, employs workers, generates revenue, and consumes materials and services
produced by other sectors of the economy. The following section presents the existing socioeconomic and
land use characteristics affecting freight mobility in the region.
Population is and will continue to be a driver of freight growth into the future. As more people move into a
region, there will be an increase in demand for various goods. To meet the demands of a larger population or
increased consumerism, freight systems will need to be improved and expanded to move goods to, from, or
within this growth area. Freight related to shopping, recreational uses, dining, and other economic activity
will grow as population increases, which in turn will increase the demand for various goods in the region.
Between 1980 and 2015, the FNSB population has grown by 45,497 people—an increase of approximately 83
percent during this 35-year period. Total population growth from 1980 to 2015 is shown in Figure 4-1.

Figure 4-1. FNSB Population, 1980–2015

Source: Kittelson & Associates, 2016

Although the FNSB is 7,444 square miles, the majority of the population is distributed within or around the
FMATS area, as illustrated in Figure 4-2. Approximately 40% of census blocks groups have populations of
1,000 people or fewer. Approximately 25% of census blocks groups have a population of 2,000 people or
greater. The census block group with the highest population is Fort Wainwright Army Base, which has a
population of 9,219 according to the 2017 American Community Survey data. More than 2,500 military
service people work and live on Fort Wainwright. Beyond Fort Wainwright, the local population is distributed
throughout surrounding suburban neighborhoods along Chena Ridge Road, Chena Hot Springs Road, North
Pole, Goldstream Road, and around the University of Alaska Fairbanks.
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Figure 4-2. FMATS Existing Project Area Population Distribution by Census Block, 2017

By 2050, the FNSB population is expected to increase to 125,184 (26 percent growth from 2015 to 2050) due
to general population growth2. The future FNSB population is shown in Figure 4-3 in 5-year increments. The
recommended forecasts assume a base population forecast, and the added growth resulting from the EAFB
expansion.

2

This number includes an increase of 2,765 military personnel, civilian personnel, and their dependents associated with the F35A squadrons at EAFB. Many of these new residents are expect to reside near Eielson Gate.
The potential construction of the Alaska LNG Project could have temporary and permanent impacts on population and
employment in the FNSB area. This change would depend on the role of the Fairbanks area during pipeline construction and
ongoing operation and maintenance. Increases in population and employment are likely to be temporary in nature and is not
expected to have a substantial impact on overall population and employment.
Note: The September 2018 Eielson Air Force Base Regional Growth Plan indicates that the FNSB population will reach 110,879
in 2030 which is 2,756 less than the 2016 forecast of 113,635. The 2018 forecast indicates that 3,256 additional direct military
personal and dependents are expected which is 491 higher than the 2016 forecast.
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Figure 4-3. Recommended Fairbanks North Star Borough Population Forecasts

Source: Kittelson & Associates, 2016

4.2

Economy and Employment

The Fairbanks economy has historically been dependent on the development of Alaska’s abundant natural
resources. From the discovery of gold in 1901 to the construction of the Trans-Alaska Pipeline System (TAPS)
to transport crude oil in 1977, these natural resources have shaped the goods moved by the state’s
transportation system to support the regional population. Goods from the mining, quarrying, and oil
industries are directly linked to Fairbanks and the state’s larger industry sectors and economic development,
as these goods are exported by pipe, truck, and rail to markets located outside Alaska. Due to the
agglomeration of energy-related industries in Alaska, the Fairbanks economy includes a higher share of
residents (approximately 5.4 percent) employed in the mining, quarrying, and oil and gas extraction industry
than the rest of the country (approximately 0.7 percent). However, in recent years, local and regional activity
related to the oil and coal industries has declined. The rare earth minerals sector is relatively stable, but may
be slowly declining over the next decade if new mines do not come online as existing mines (e.g., Ft. Knox
Gold) begin to reduce production.
Figure 4-4 shows the Location Quotients (LQs) for Fairbanks for 2014 (i.e., latest available data) illustrating
the saturation of each industry in Fairbanks, as well as the saturation of that industry in both Alaska and the
United States. An LQ value of greater than 1 indicates that the industry is stronger within the FNSB than the
United States as a whole. LQs provide insight into the major industries and gauge the region’s freight
environment. As shown in Figure 4-4, Fairbanks is stronger than the United States in the following industries:


Mining, quarrying, and oil/gas extraction



Utilities



Construction
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Retail trade



Health care and social assistance



Transportation and warehousing



Real estate and rental and leasing



Accommodation and food services

Figure 4-4 Fairbanks Location Quotient for 2014

Source: U.S. Department of Labor, Bureau of Labor Statistics, 2016
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The primary goods moved through the Fairbanks region are petroleum products, coal, heavy equipment, and
additional supplies that support the North Slope oil fields’ production. The FNSB’s economy relies on a freight
system that delivers these goods in an efficient and cost-effective manner.
Residents employed by the larger base industries that rely on freight movement also feed into the Fairbanks
economy by purchasing various consumer goods. Residents need to purchase imported goods because the
state does not produce goods in the local market due to relatively low population and demand, extreme
weather variability, cost of materials for production (i.e., purchasing beyond Alaska’s small market is more
cost-effective), lack of local investment in manufacturing consumer goods, and limited local refinement of
natural resources. Food, clothing, electronics, vehicles, and furniture are brought in from national and
international markets by rail, truck, and air shipping to be sold and used by the local Fairbanks population.
Along with freight-invested industries, the FNSB economy is also built on military, federal government, and
state government uses and activities. As identified earlier, the utility, construction, and transportation and
warehousing sectors comprise some of the larger industries in the FNSB, with LQs higher than the United
States’ national average.
Between 1980 and 2015, regional employment increased by 85 percent or 27,069 jobs (from 31,782
employees in 1985 to 58,851 in 2015), representing an average annual growth rate of 0.9 percent. In 1980,
the largest employment sectors were government, military, and professional services. Those remained the
largest employment sectors in 2015. The industries with the greatest growth during those 35 years were
health services, professional services, leisure/hospitality, and government. Table 4-1 illustrates the change in
employment levels within FNSB from 1980 to 2015 per industry sector. Figure 4-5 shows the change in
employment levels specifically between 2005 and 2015.

Table 4-1. FNSB Employment by Industry, 1980–2015

1980

1985

1990

1995

2000

2005

2010

2015

Average
Annual
Growth
Rate (%)

Agriculture

169

232

219

221

216

205

213

271

0.5%

Resources/Mining

896

1,436

1,370

1,679

1,835

1,733

1,924

3,081

1.8%

1,969

4,221

2,172

2,732

2,729

4,117

3,754

3,623

-0.6%

Manufacturing

826

757

853

964

902

930

905

938

0.6%

Wholesale

483

725

602

629

608

757

780

885

0.6%

Retail

2,728

4,310

4,612

5,326

5,242

6,222

5,751

5,956

0.9%

Trans/Ware/Utility

2,253

2,523

1,978

2,184

2,833

2,577

2,900

2,501

-0.03%

Prof Services

4,442

5,314

5,371

5,881

7,206

8,120

8,619

8,142

1.2%

Health Services

1,694

2,457

2,855

3,320

4,119

4,995

5,540

5,854

1.9%

Leisure/Hospitality

2,139

3,210

3,609

4,233

4,725

5,277

5,261

5,439

1.4%

Other Services

1,161

1,713

1,994

2,323

2,408

2,524

2,440

2,336

0.9%

Government

7,400

9,246

9,735

9,640

10,351

10,982

11,550

11,470

0.6%

Military

5,622

6,738

8,368

7,569

7,562

7,983

8,591

8,355

0.6%

Total Employment

31,782

42,882

43,738

46,683

50,736

56,422

58,225

58,851

0.9%

Industry Sector

Construction
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Figure 4-5. FSNB Employment Levels by Industry, 2005–2015

By 2050, employment in the FNSB is expected to increase from 58,851 to 84,844 jobs, which reflects an
average annual employment growth rate of 1.15 percent. Future employment is shown in Table 4-2 in 5-year
increments from 2015 to 2050. This table includes base employment, which is the employment anticipated
without the planned changes to the EAFB F-35 project or the Alaska LNG project3. Total employment reflects

3

This forecast indicated that EAFB expansion would be associated with a long-term increase of 1,563 jobs. The September 2018
FNSB Eielson Air Force Base Regional Growth Plan indicates The EAFB expansion would likely be associated with an increase
of 1,353 active duty personnel, 66, federal civilian employees, and 55 technical consultants. . The report indicates that there
will be additional employment gains associated with the expansion such as increases in health care and social assistance
employees.
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the employment forecast with those two projects. The industry sectors that are expected to grow the most
include retail (3.08 percent annually), wholesale (2.21 percent annually), and professional services (1.56
percent annually).
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Table 4-2. FNSB Employment Projections 2015–2050

2015

2020

2025

2030

2035

2040

2045

2050

Growth
(%)

Annual
Growth
Rate
(%)

Agriculture

271

292

313

334

355

377

398

418

54.2%

1.56%

Resources/
Mining

3,081

3,263

3,457

3,662

3,880

4,106

4,339

4,578

48.6%

1.39%

Construction

3,623

4,029

4,383

4,627

4,812

4,991

5,199

5,432

48.9%

1.35%

Manufacturing

938

1,001

1,047

1,087

1,124

1,160

1,195

1,230

31.1%

0.86%

Wholesale

885

985

1,078

1,175

1,275

1,374

1,471

1,568

77.2%

2.21%

Retail

5,956

6,731

7,463

8,273

9,174

10,166

11,253

12,441

108.9%

3.08%

Trans/Ware/
Utility

2,501

2,534

2,616

2,700

2,776

2,835

2,877

2,904

16.1%

0.50%

Prof Services

8,142

8,760

9,404

10,061

10,718

11,356

11,963

12,548

54.1%

1.56%

Health Services

5,854

6,291

6,762

7,249

7,720

8,145

8,504

8,804

50.4%

1.48%

Leisure/
Hospitality

5,439

5,741

6,051

6,324

6,530

6,741

6,980

7,218

32.7%

0.92%

Other Services

2,336

2,451

2,578

2,713

2,854

2,998

3,139

3,277

40.3%

1.17%

Government

11,470

12,032

12,519

12,932

13,272

13,542

13,758

13,934

21.5%

0.61%

Military

8,355

8,316

8,289

8,276

8,278

8,287

8,299

8,312

-0.05%

-0.01%

Base Employment

58,851

62,909

66,879

70,696

74,314

77,837

81,335

84,822

44.1%

0.87%

EAFB Expansion

0

3,902

1,563

1,563

1,563

1,563

1,563

1,563

-

-

Alaska LNG

-

-

-

-

-

-

-

-

-

-

58,851

66,329

67,522

70,977

74,333

77,642

80,937

84,228

43.1%

1.15%

5-Year Growth

-

7,478

1,193

3,455

3,356

3,308

3,296

3,290

-

-

5-Year Growth
Rate (%)

-

12.71%

1.80%

5.12%

4.73%

4.45%

4.25%

4.07%

-

-

Industry Sector

Total Employment

Source: Kittelson & Associates, 2016

4.3

Trade

Fairbanks is Interior Alaska’s commercial hub and epicenter for trade in the region. Situated between
Anchorage, the North Slope, and Valdez, Fairbanks’ role in trading from the oil fields of the North Slope to the
Southcentral region is critical. Large volumes of supplies and equipment destined for the North Slope comes
through Fairbanks. This freight is often brought to Fairbanks by rail and then transported by tractor-trailer up
the Dalton Highway (via the Elliott Highway) to Prudhoe Bay. Ultra-low-sulfur diesel (ULSD) fuel moves from
Valdez to Fairbanks for use in the Fairbanks area. This fuel, along with other fuel from the Tesoro refinery in
Nikiski and elsewhere, is also transported from Fairbanks to surrounding communities. An increase for
demand in goods will affect the need for more distribution centers used as staging grounds before goods are
delivered to retailers or consumers across the large geographic region. If there is an increase in goods
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movement in Fairbanks, having ample industrial land space available is important for accommodating future
trade and commerce.
Fairbanks exports heavy resource goods (e.g., mining, logging, and oil) that are produced in the state and
brings in light consumer goods (e.g., manufactured products) from international or Lower 48 state markets.
Due to the natural resources and rare earth elements in Alaska, Fairbanks is in the business of exporting
these heavy resource goods to other markets. Many of the commodities brought into Fairbanks consist of
various manufactured products such as clothing, commercial food, electronics, and various textiles. The
Alaska Highway (sometimes called the Alcan) connects Alaska to the Lower 48. Fresh groceries are often
trucked to Fairbanks via the Alaska Highway. Freight, including consumer goods and fuel, is often
transported from Fairbanks to other Northern region communities (mainly by air or trucked to Nenana and
then barged on the Yukon River), which are often remote and off the roadway system. Goods are also
transported from the Fairbanks area to the Fort Knox and POGO mines.
There is also potential for transporting LNG to local distribution centers in Fairbanks via pipe, truck, or rail in
the next 3 to 5 years as LNG supply systems come online and demand increases. Increasing the availability of
LNG would provide lower prices for energy consumption, especially in colder months. More discussion of
LNG’s potential economic and freight impacts to the study area (FNSB, City of Fairbanks, and City of North
Pole) is included in Section 5.9.11.
According to the 2045 Freight Analysis Framework (FAF), prepared using Federal Highway Administration
(FHWA) data, 58 percent of total goods arrive in Alaska by water and 21 percent of total goods arrive by
trucking. Alaska is unique from other states in that most goods arrive by water and truck/air modes to make
up for the lack of road infrastructure within the state between many communities, as well as between
markets outside of Alaska. For additional information on freight movement on a statewide basis, please see
Appendix A.
Of all goods that arrive by water into the state, 74 percent come through the Port of Alaska (POA). The POA is
instrumental in providing goods to and from most parts of Alaska including Fairbanks. The ARRC is another
key element, as 12 percent of the containers that enter the POA are transported to Fairbanks by rail. The
Parks, Alaska, and Richardson Highways are also instrumental in transporting goods by truck to Fairbanks.
Freight also arrives in Fairbanks through FAI. Although incoming freight has declined by approximately 47
percent between 2009 and 2015, outgoing freight from FAI has remained relatively constant during that time
frame. FAI provides freight services to 50 rural communities throughout Interior Alaska and is a critical link to
mail, goods, and other cargo for these communities. FAI trade movements are described in greater detail
below in Section 5.3.
Freight that arrives via truck from the Lower 48 to Fairbanks travels primarily on the Alaska Highway. The
highway is the main, and most direct, truck route connecting Alaska to Canada and the Lower 48 states. For
example, 26 percent of goods that arrive in the state are driven on the Alaska Highway before the junction at
Tok, Alaska, where trucks then take the Richardson Highway north to Fairbanks. Freight from Valdez reaches
Fairbanks via the Richardson Highway, while freight from Anchorage is transported via the Glenn, Parks, and
Richardson Highways. The Dalton and Elliott Highways, connecting Fairbanks and the North Slope, are
another essential freight route. The highway freight network is described in greater detail below in Section
5.1.

4.4

Land Uses

Current land uses play a critical role in the travel patterns of goods movement. Land use and zoning affect
where business and commerce may develop, where housing is built, and where people will work and

FMATS Freight Mobility Plan | 25

January 2019

recreate. Land use plays a significant role in the spatial relationships of freight and goods moved to
transportation outlets. Critical transportation infrastructure and land uses will have to accommodate for
these growing freight systems nationally and regionally in locations such as Fairbanks.
Local officials recognize the importance of a mix of land uses that will interact directly with the transportation
system needs of the community. Several strategies are presented in the 2005 FNSB Comprehensive Plan,
including the encouragement of freight-related commercial activity near industrially classified areas4. This
strategy would protect and preserve the integrity of industrial-zoned areas. Heavy industrial and commercial
areas, including a mix of zoning designations, in Fairbanks are located near FAI and Van Horn Road, and are
linked by the Mitchell Expressway. In addition to the industrial area located in the southern end of Fairbanks,
there is an industrial area located between the Johansen Expressway and Phillips Field Road, as illustrated in
Figure 4-6. This industrial area is fairly close and convenient for local businesses located in this core area of
the city.
Major commercial areas that often require freight access can be found along the Johansen Expressway and
Steese Highway (Figure 4-7), as well as in many sub-areas of the city, including the adjacent industrial area on
Van Horn Road. The Airport Way and University Avenue corridors also have significant commercial
development. In North Pole, the majority of the land use is residential, but there are a couple of major
industrial land uses in the study area; Petro Star Inc. and the Flint Hills terminal are located adjacent to the
ARRC tracks within the North Pole city limits (Figure 4-8). There is also a small, but expanding concentration
of commercial activity along the Richardson Highway corridor.
Important connector linkages, also known as first-mile or last-mile connectors, link freight-intensive land uses
to primary freight corridors. Connector routes consider important freight linkages to intermodal facilities
such as the FAI, Fort Wainwright Military Base, distribution centers, industrial zones, the ARRC terminal, and
energy lines.

4

Approximately 96.9 percent of land in the FNSB is zoned General Use, which allows commercial and industrial uses, meaning
that freight-related activity can occur most places within the borough. Within the metropolitan area, the amount of GU land
is less than 20%.
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Figure 4-6. West Fairbanks Existing Land Uses
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Figure 4-7. East Fairbanks Existing Land Uses

28 | FMATS Freight Mobility Plan

January 2019

Figure 4-8. North Pole Existing Land Uses
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According to the 2005 FNSB Regional Comprehensive Plan (Comprehensive Plan), future forecasts of changes
to land use and zoning in the FNSB are expected to be consistent with the comprehensive plan map (Figure
4-9)5. According to the Comprehensive Plan, future concentrations of industrial land are expected near the
Alaska Railroad yard, FAI, south of the Mitchell Expressway (between FAI and Ladd Army Airfield), and along
the Richardson Highway or Old Richardson Highway (in and around North Pole). In addition, there are several
areas that are considered to have high mineral potential.

5

The Comprehensive Plan was intended to serve a 20-year or 20 percent population increase time horizon.
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Figure 4-9. FNSB Comprehensive Plan Map

Source: FNSB
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Since the Comprehensive Plan was adopted, two F-35 squadrons are in the process of being added to EAFB.
As indicated earlier in this section in Figure 4-3, this will result in future population increases in the FNSB. This
population increase is expected to occur at a faster rate and in a shorter period of time than previously
projected. Preliminary estimates indicate that additional residential development will be needed to
accommodate this additional population. This growth is likely to be located near EAFB.
The North Pole Land Use Plan is consistent with the FNSB Comprehensive Plan. The North Pole Land Use
Plan’s land-use framework map shows North Pole’s preferred land use scenario. The framework map shows
a concentration of industrial land around the Petro Star facility (Figure 4-10). A large amount of future mixed
industrial/commercial land north of the Richardson Highway and a large concentration of commercial land
between the Richardson and Old Richardson highways are also expected. These areas represent where North
Pole would like future industrial land uses to locate and do not indicate reflect the availability of the land. It is
believed that there is vacant land within the industrial land use classification that could be developed if there
was a demand for additional industrial development.

Figure 4-10. North Pole Land-Use Framework

Source: North Pole Land Use Plan

4.5

Environmental

For Metropolitan Planning Organizations such as FMATS, the Clean Air Act requires the U.S. Environmental
Protection Agency (EPA) to monitor standards for six criteria pollutants (ozone, nitrogen dioxide, carbon
monoxide, lead, particulate matter [PM], and sulfur dioxide). A portion of the Fairbanks and North Pole area
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is designated a Carbon Monoxide Maintenance Area6. A portion of the FNSB, including the cities of Fairbanks
and North Pole, was designated as a PM2.57 nonattainment area in December 2009. Analysis determined that
local emissions from wood stoves, oil, industrial sources, and mobile emissions contribute to the particulate
pollution. Although vehicle emissions exacerbate the issue of PM2.5, the larger contributing factors are home
heating practices, which consist largely of wood burning stoves. As with the FMATS MTP process, the
potential freight infrastructure project and policy solutions and strategies recommended in the FMP should
be informed about the potential emission impacts (e.g., PM2.5, greenhouse gas [GHG], others) and should not
worsen air quality.
For example, although a number of transportation, land use, and economic benefits can be realized from
improved freight mobility, there are potentially negative externalities that could be created from increased
freight transportation. For example, GHG emissions produced from trucks increased by nearly 70 percent in
the United States between 1990 and 2005 (Davies and Facanha, 2007) and a similar relationship may be
realized in the FMATS region. Switching to alternative modes that create less emission impacts, such as rail,
may be more viable in the future in terms of GHG impacts in the FMATS region. For example, ARRC is
involved with two ongoing projects in the region to improve rail transportation: the Fairbanks Road/Rail
Crossing Reduction and Realignment Plan and North Pole Road/Rail Crossing Reduction Project. These
projects would eliminate a number of at-grade crossings within the Fairbanks area, which are projected to
help reduce GHG emissions from passenger cars and trucks using the transportation network (e.g., reduced
emissions from idling and delayed vehicles associated with at-grade rail-road locations). In addition, these
projects are also being designed to enhance safety by reducing the risk of train and vehicular collisions by
implementing new geometric designs that minimize the number of sharp curves on the tracks so that train
travel can be safely accelerated to higher speeds.

6

A maintenance area is the area once did not meet National Ambient Air Quality Standards but has subsequently met the
standards and redesignation requirements identified in the Clean Air Act.

7

PM2.5 is particulate matter with a diameter of less than 2.5 micrometers.
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5

Freight Network Characteristics, Routes,
and Bottlenecks

This chapter presents not only the characteristics of the state freight transportation system connecting to
and from Fairbanks, but also the regional and local freight transportation system. The broad multimodal
freight transportation system serving the Fairbanks region is shown in Figure 5-1. This system includes
services and facilities to and from Fairbanks provided by ARRC, the statewide highway system, and Yukon
River and Tanana River Systems. The Alaska-Rail Marine Services and Canadian National Aquatrain Services
move goods directly by barge into and out of Whittier that are transported to Fairbanks primarily by highway
or rail.

Figure 5-1. Alaska Statewide Multimodal Freight Transportation System, 2015

Note: The White Pass & Yukon Railroad does not currently carry freight.

5.1

Highway

Although Alaska has a limited number of highway facilities, the state relies on these roads to transport
various goods. Based on FHWA 2015 FAF4.1 data, trucks moved an estimated $16.1 billion worth of freight
to, from, and within Alaska in 2015. Figure 5-2 shows the major highway transportation facilities in the
region, including:


The NHS, which includes the Parks Highway, Mitchell Expressway, Richardson Highway, Airport Way,
Geist Road, Johansen Expressway, and Steese Expressway;



The Strategic Highway Network (STRAHNET), which includes the Parks Highway, Mitchell Expressway,
and Richardson Highway. STRAHNET connectors to Fort Wainwright include the Steese Highway
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(between Richardson Highway and Airport Way) and Badger Road (between Richardson Highway and
Holmes Road); and


The National Highway Freight Network (NHFN), Primary Highway Freight System (PHFS) routes
includes portions of Airport Way, Geist Road, Johansen Expressway, University Avenue, Parks
Highway, Richardson Highway, and Steese Highway. The PHFS includes a connector to FAI.

Figure 5-2. Major Highways in the Fairbanks Region

Regional highways, as well as local highways and routes, were identified in the last FMATS MTP (and will
continue in the FMATS FMP) as critical to the region’s freight infrastructure. Regional highways include
Mitchell Expressway, Richardson Highway, Steese Highway, Parks Highway, Alaska Highway, Dalton Highway,
and the Elliot Highway. Local highways and roads include Airport Way, Gaffney Road, Geist Road, Johansen
Expressway, Van Horn Road, Phillips Field Road, Peger Road, and Goldstream Road.
DOT&PF’s Primary Truck Routes in the Fairbanks area consist of the Parks Highway, Mitchell Expressway,
Johansen Expressway, Parks Highway, Sheep Creek, Goldstream Road, Peger Road, and the Steese Highway.
Critical urban freight corridor routes (CUFC) are important freight corridors that provide connectivity to the
National Highway Freight Network. Within the Fairbanks area, the CUFCs include:
 Van Horn from University Avenue to Cushman Street
 South Cushman Street from Richardson Highway to Van Horn Road
 Steese Highway from Johansen Expressway to Hagelbarger Avenue
 Old Richardson Highway from Richardson Highway MP 351 to Petro Star Refinery
 Peger Road from Johansen Expressway to Tria Road.
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Table 5-1 shows the average daily traffic volumes and the percentage of truck volumes by roadway reported
in 20178. Steese Expressway, Airport Way, Peger Road, Richardson Highway, Parks Highway, and Johansen
Expressway carry between 10,000 and 26,000 daily traffic movements, the most heavily traveled corridors in
the region. Many of these corridors carry the highest percentages and number of trucks in the region. These
regional and local highways include:


Cushman Street south of 30th Ave (17.8 percent trucks/1,496 trucks)



Van Horn Road east of Peger Road (18.3 percent trucks/944 trucks)



Parks Highway at Chena River Bridge (10.8 percent trucks/1,980 trucks)



Parks Highway west of Lathrop Street (7.6 percent trucks/1,094 trucks)



Richardson Highway at Big Bend (7.1 percent trucks/1,7838 trucks)



Steese Expressway north of Farmers Loop Road (8.3 percent trucks/1,377 trucks)



Johansen Expressway west of College Road (5.8 percent trucks/1,258 trucks)



Airport Way west of Steese Expressway (4.5 percent trucks/724 trucks)

While several regional and local highways carry high percentages of truck traffic, this does not translate to
high truck volumes, due to the relatively low totals of overall traffic. These roadways include Laurence Road
east of Nelson Road (20.6 percent trucks/114 trucks), NPHS Boulevard west of Old Richardson Highway (14.5
percent trucks/204 trucks), and Dale Road west of Airport Way (11.85 percent trucks/255 trucks).

8

Starting in 2019, DOT&PF will be changing their classification system to correctly classify Class 5 vehicles and maintain
consistency between collection sites. While this change is expected to lower the percentage of vehicles considered Class 5,
and reduce the total truck percentage, this is not expected to have a significant impact.
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Table 5-1. Average Daily Traffic Volumes and Truck Percentages by Regional and Local
Highway, 2017
Location
Steese Expressway North of Trainor Gate Road
Steese Expressway North of Farmers Loop Road
Airport Way West of Steese Expressway
Airport Way @ Parks Highway Interchange
Peger Road at Chena Bridge
Richardson Highway South of EAFB Access Road
Cushman Street South of 30th Ave
Phillips Field Road West of Nome Drive
Barnette Street @ Chena River Bridge
Richardson Highway at Big Bend (MP 359)
Parks Highway West of Lathrop Street
Parks Highway at Chena River Bridge
Johansen Expressway West of College Road
Van Horn Road East of Peger Road
Goldstream Rd South Of Ballaine Rd
Old Richardson Hwy North Of Laurance Rd
Laurance Rd East Of Nelson Rd
NPHS Blvd West Of Old Rich Hwy
Old Richardson Hwy East Of Badger Rd
Old Richardson Hwy East Of Cushman St
Old Richardson Hwy South Of Richardson Hwy (MP 351)

Average Annual
Daily Traffic

Truck %

12,689
15,564
15,901
8,925
14,163
2,417
7,528
6,014
7915
25,490
14,256
15,652
19,924
4,476
1,775
1,108
474
1,426
2,938
5,030
1,905

7.95%
8.29%
4.52%
9.38%
6.60%
16.78%
17.81%
6.08%
4.05%
7.13%
7.64%
10.81%
5.81%
18.34%
6.98%
10.41%
20.60%
14.48%
8.04%
9.67%
12.53%

Figure 5-3 shows a summary of the truck volume percentages identified for 2017 and forecasted for 2035 and
2040 at 19 key roadway locations in the region from the QFRM model9. While the growth in overall traffic at
each of these locations has increased from 2017 to 2035 and 2040, the percentage of future 2035 and 2040
trucks at each location are expected to be similar to the existing conditions (within 1 to 2 percent) at most
locations. The biggest difference occurs on Van Horn Road east of Peger Road which increases from 18
percent in 2017 to 24 percent in 2040.

9

Note: The analysis was performed using 2013 truck volumes because it was the most recent available data at the time the
analysis was performed. Only locations with available truck count data when the analysis was performed are shown in Figure
5-3.
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Figure 5-3. Projected Truck Percentage at Selected Locations

Source: DOT&PF and HDR

For additional information about future truck volumes, please see Appendix B.

5.1.1

Weigh Stations

DOT&PF’s Measurement Standards and Commercial Vehicle Enforcement Division (MSCVE) operates the
following fixed weigh stations including:


Tok Weigh Station, located on the Alaska Highway Milepost (MP) 1312



Richardson Highway Weigh Station, located near MP 357



Ester Weigh Station, located on the Parks Highway at MP 313

Weigh stations are used by MSCVE to enforce weight restrictions and to conduct safety inspections.
MSCVE also operates Weigh-in-Motion (WIM) stations to collect data such as vehicle gross weight, vehicle
length, and vehicle classification. The closest WIM sites include are on the Steese Highway (MP 10 near Fox)
and on the Alaska Highway (MP 1310 near Tok).
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5.2

Rail

ARRC serves as Fairbanks’ rail system. ARRC is a Class II freight railroad that serves various regions and
communities throughout the state,
including ports located in Whittier,
Seward, and Anchorage with stops in
Talkeetna, Nenana, and EAFB. ARRC’s
northern terminus rail depot is located
near downtown Fairbanks, south of the
Johansen Expressway and north Philips
Field Road. The ARRC passenger depot is
only accessible via the Alaska Railroad
Depot Road. The rail yard is accessible
from multiple roadways with the primary
access points to and from Danby Street
and Philips Field Road. Nearly all rail lines
pre-date the construction of roadways in
the Fairbanks region. Therefore, the State of Alaska, FNSB, and cities share the responsibility of maintaining
most of the at-grade crossings in the region.
As shown in Figure 5-4, ARRC’s northern terminus and rail depot is located in the rail yard industrial district
adjacent to the Johansen Expressway. The rail depot provides services for passengers, freight, railroad
maintenance, and other facilities. From Fairbanks, the rail line heads eastward into North Pole and continues
to EAFB. Freight operations continue on a year-round basis on this 28-mile stretch of rail.

Figure 5-4. Existing ARRC Rail in the Fairbanks Region, 2015
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The ARRC has regularly scheduled freight trains between Anchorage and Fairbanks. They also have regularly
scheduled service to the FAI branch and the EAFB branch. The ARRC does operate trains outside of these
schedules which may mean that any area may have a freight train at any time. All trains entering and leaving
the Fairbanks region cross University Avenue. In 2016, the ARRC was transporting coal between Healy and
Fairbanks approximately four to five times per week as well as operating a freight train between Anchorage
and Fairbanks 5 days per week. The rail line moves various goods such as lumber, heavy machinery, rebar,
pipe, and hazardous material. Some goods are picked up at the ARRC freight yard, while others are delivered
to distribution center such as Alaska West Express, Flowline, Brentagg, and Alaska Basic Industries.
ARRC also owns rail right-of-way within the FAI property that enters from the east and runs along the
southern end of the airport along Airport Industrial Road. However, the portion of this rail line within the FAI
boundary has not been used in more than 20 years and is partially inoperable; the rest of the FAI branch has
service four to five times per week.
Additional goods transported by rail include military supplies, refined petroleum products, cement, and
fertilizer (DOWL, 2015). In April 2016, the primary commodities being shipped were bulk petroleum, coal, and
interline freight. Bulk fuel shipments have decreased by approximately 30 percent since Flint Hills
transitioned from a manufacturing site to a terminal. Recent oil supply availability factors have also
contributed to decreases in bulk fuel shipments. The rail system can transfer load commodities to/from ship,
railcar, and truck.

Table 5-2 and Table 5-3 present the ARRC’s total freight tonnage and revenue dollar values respectively from
2008 through 2014.

Table 5-2. ARRC System-Wide Annual Freight Tonnage (2008–2014)

2008

2009

2010

2011

2012

2013

2014

Percent
Change
20132014

Bulk
Petroleum

1,910

1,657

1,254

1,292

1,057

947

580

-38.8%

Coal (local)

761

762

791

836

793

793

766

-3.4%

Coal
(export)

471

801

1,051

836

838

793

513

-19.1%

Gravel

2,776

2,306

2,614

2,252

2,003

2,025

2,345

15.8%

Other

681

637

622

619

702

711

713

0.3%

Total

6,599

6,163

6,332

6,194

5,561

5,110

4,917

-3.8%

Tons (in
millions)

Source: FNSB, Community Planning Department, Community Research Center, 2015a

Table 5-3. ARRC Annual Freight Revenue Dollars (2008–2014)
Revenue
(in $
millions)
Total

2008

2009

2010

2011

2012

2013

2014

Percent
Change
20132014

$98,914

$87,515

$87,019

$98,045

$100,021

$96,575

$94,249

-2.4%
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Source: FNSB, Community Planning Department, Community Research Center, 2015a

In addition to freight, ARRC also provides passenger service including regularly schedule service to/from
Fairbanks. While the FMP is focused on freight mobility in Fairbanks, understanding the passenger rail
movement is important because of the potential impact passenger rail has on freight rail movements sharing
the same tracks. The mobility of goods moved by freight rail, especially in the height of the summer tourist
season, may be impacted by the passenger rail service primarily used by visitors. The use of shared tracks
needs to be understood and integrated into the freight planning process.
The railroad brings various goods from the Anchorage area to other interior regional facilities. The Flint Hills
Resources Terminal and Petro Star Refinery in North Pole are two facilities that uses rail to bring in refined
products such as automotive and jet fuel into the Interior. ARRC transports coal from the Usibelli Coal Mine
at Healy to power generation plants located in Fairbanks, Fort Wainwright, and EAFB. Inbound rail freight to
Fairbanks is mostly comprised of coal and oil field supplies. Oil field supply and machinery consist of 100,000
tons per year, while coal freight consists 500,000 to 600,000 tons per year, serving the local utilities services
and military bases in the Fairbanks region (Kittleson & Associates, Inc., 2015).
ARRC has several projects that could impact movement of freight in the Northern region, including the
Northern Rail Extension Line and the Fairbanks-North Pole Road/Rail Realignment project. ARRC’s objectives
with these projects is to eliminate a number of at-grade railroad crossings within Fairbanks and along the
EAFB branch, provide additional passenger services between North Pole and Fairbanks, and create more
economic prosperity for the company and the region (ARRC, 2011). Reducing the number of at-grade
crossings would minimize the likelihood of vehicle and train accidents, while also mitigating safety needs on
railroad rights-of-way.
The ARRC does not anticipate a significant long-term increase in freight transported by rail to and from the
Fairbanks area or from the Fairbanks yard to EAFB. It is estimated that they could have an additional one to
three trains going to/from Fairbanks and another one train going to EAFB in the future. Most of this growth is
expected to occur from transportation of intermodal freight, but a small percentage of this increase is
expected to be from transportation of coal. In the near term, the amount of future freight moved by rail in
the Fairbanks area is expected to temporarily increase to support the F-35 bed-down construction activity at
EAFB. Information quantifying freight flows associated with construction was not available at the time this
report was prepared.
The amount of future freight moved by rail could increase depending on increased activity on the North
Slope, the development of a LNG pipeline, and increased mineral exploration and extraction activity.

5.3

Air

Alaska and its communities rely heavily on air traffic for freight movement in comparison to the Lower 48
States. Fairbanks air cargo transport is primarily deployed through FAI, located in the southwest section of
the study area (see Figure 5-5). The facility began operating in 1951 to meet increased aviation demand
throughout the state. The airport is located within the urbanized area of FNSB, but outside the Fairbanks city
limits. There is a rail line connected from the ARRC depot to FAI but this is currently inoperable. Fort
Wainwright also has an airport that serves the military base and its service members, centrally located in the
study area. But all commercial air cargo and passengers accessing the region primarily come through FAI.
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Figure 5-5. FAI and the Adjacent Transportation Network, 2015

FAI is considered a Small Hub airport in the National Plan of Integrated Airport Systems (NPIAS). The airport
has four runways. FAI services 50 rural communities throughout Interior Alaska and provides a critical link to
mail, goods, and other cargo for these communities. FAI handles goods that come through a variety of
carriers, including FedEx, Everts Air, Northern Air Cargo, Ravn, and Wrights Air Service as well as passenger
traffic for Alaska’s northern communities. FAI has 400 tenants and four flight training operators.
FAI is one of two airports that comprise the Alaska International Airport System (AIAS). The other half of the
AIAS is the Ted Stevens Anchorage International Airport (TSAIA). The geographic location of Fairbanks (as well
as Alaska) is favored by international cargo carriers, especially between Asia and North America. However, air
cargo landings at FAI have fallen by 36 percent since 2005, when Russian airspace opened to international
cargo flights (Kittleson & Associates, Inc., 2015). The AIAS plan’s objective is to shift 50 percent of all cargo
thoroughfare from Anchorage to Fairbanks to even out the amount of work in the AIAS. However, FAI is
currently lacking the capacity for facilities that are required of larger cargo aircraft landings (PDC Inc.
Engineers, 2014).
The Alaska Economic Development Corporation’s (AEDC) 2014 Air Cargo Related Economic Development
Opportunity Assessment stated that approximately $2.1 billion in imports arrived in the state of Alaska via air
shipments each year and approximately $4.5 billion in “native” exports departed from the state each year
(GDPartners, 2015). “Fish and other marine products” and “natural resource products” were the top
outbound commodities from the state. The Bureau of Transportation Statistics (BTS) stated that
approximately 6 percent of Alaska air cargo moves intrastate. Major domestic imports and exports move
between Alaska and Kentucky (a UPS hub), Tennessee (a FedEx hub), and California (a hub for both UPS and
FedEx, as well as an outlet for refinement of petroleum products). In 2015, the total cargo enplaned,
deplaned, or in-transit through FAI totaled 22,708 tons. Table 5-4 shows historical air cargo tonnage at FAI.
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Table 5-4. Historical Air Cargo at FAI (Tons), 2001–2015
Year

Enplaned Cargo

Deplaned Cargo

Transit Cargo

Total Cargo1

2000

27,421

6,777

128,009

290,216

2001

24,444

6,350

130,239

291,272

2002

27,053

7,267

134,010

302,340

2003

26,402

8,576

99,584

234,146

2004

29,983

8,900

86,794

212,471

2005

30,166

6,740

74,303

185,512

2006

25,842

5,496

18,011

67,360

2007

20,595

5,599

4,352

34,898

2008

17,361

5,423

6,939

36,662

2009

18,436

6,705

9,462

44,065

2010

16,958

4,954

8,240

38,392

2011

16,289

4,232

2,119

24,759

2012

19,077

3,665

2,449

27,640

2013

16,411

3,498

1,848

23,604

2014

16,295

3,644

986

21,910

2015

18,617

3,538

277

22,708

Source: PDC Inc. Engineers, 2014 (2000-2011 data); FNSB, Community Planning Department, 2015b (2012-2015 data)
Note: numbers may vary due to rounding.
1 Total Cargo calculated as Transit Cargo, multiplied by two (inbound and outbound), plus Enplaned Cargo and Deplaned
Cargo.

According to the FAI master plan, declines in cargo activity at FAI could be associated with the lifting of
restrictions over Russian air space and the use of other airports to support North Slope activity.
More than 132 million pounds of landed cargo came through FAI between 2015 and 2016 with 242 cargo
landings. According to DOT&PF FAI airport facilities management, the landing weight increased by
approximately 11 percent but the number of cargo landings declined by approximately 7 percent (from 2015
to 2016), meaning that FAI has fewer cargo planes landing but each plane averages more weight. This may be
due to the air freight industry trend of cargo operators using larger planes. The FAI Airport Master Plan (AMP)
indicated that most current air cargo is inbound from domestic points and either was transferred to local
Fairbanks destinations or was sent out to other Alaskan locations. Inbound goods loads are typically larger
than outbound loads at the FAI.
Cargo to the interior villages typically flows through the East Ramp of FAI. The East Ramp entrance is located
along University Avenue South, near the Mitchell Expressway. Van Horn Road intersects University Avenue
South along the East Ramp, providing access between the airport and the Fairbanks southern industrial area.
This access point is critical to freight movement between South Fairbanks’ industrial zone, the FAI East Ramp,
and connections to other destinations within the FNSB and surrounding areas. Everts and Northern Air Cargo
are located on FAI’s west ramp. They also provide air cargo service to interior villages.
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Air cargo also comes through EAFB, which is used to support the operations at the base and provides goods
for military service people and their families. The EAFB Exchange provides shopping, restaurant, and other
services to the military community. Alaska Air National Guard’s 168th Air Refueling Wing is the primary
refueling tanker unit for the Arctic Region and Pacific Rim and is based at EAFB. The associated unit transfers
more than 17 million pounds of fuel in flight to predominantly active-duty aircraft on operational missions
every year. According to the FAI AMP forecasts (PDC Inc. Engineers, 2014), air cargo between TSAIA and FAI
will decrease as more trucks transfer cargo between Anchorage and Fairbanks. Truck movements are
expected to slow down between Fairbanks and the North Slope due to reductions in oil production and
development. Therefore, there may be an increase in the use of local air cargo services to the North Slope
with an increase in volume of freight cargo movements using air over time.
According to the FAI Airport Master Plan, freight activity at the airport is expected to increase. Approximately
9,027 more tons will be transported through FAI in 2030 than in 2015 (see Table 5-5. ). The forecast assumed
that some cargo that is currently flown between Fairbanks/Anchorage and Fairbanks/North Slope will be
trucked in the future. Projected forecasts also assumed that subsidized air service will continue, which is
expected to increase air cargo activity.

Table 5-5. Forecast of FAI Air Cargo Tonnage
Intra-Alaska
Year

Enplaned Deplaned Transit

International/US
Total

Enplaned Deplaned Transit

Total
Total

Enplaned Deplaned

Transit

Total

2010

16,885

4,800

1,616 24,917

74

153

6,624

14,474

16,958

4,954

8,240

38,391

2015

17,088

5,243

1,684 25,699

81

168

7,173

14,595

17,169

5,411

8,857

40,294

2020

17,053

5,003

1,652 25,360

106

220

9,007

18,339

17,159

5,223

10,659

43,699

2025

17,037

4,827

1,629 25,122

137

284

10,452

21,325

17,174

5,111

12,081

46,447

2030

17,067

4,712

1,616 25,011

170

353

11,894

24,310

17,237

5,065

13,510

49,321

Source: PDC Inc. Engineers, 2014 (FAI Airport Master Plan)

5.4

Pipe

At 800 miles long, TAPS is one of the largest pipeline systems in the world. The pipeline runs from the
northern oil fields of Prudhoe Bay and cuts through tundra, three mountain ranges, and three major
earthquake faults before terminating at the small community of Valdez in the Southcentral region of Alaska.
Since the first barrel of oil ran through the pipeline in 1977, TAPS has cumulatively transported over 17 billion
barrels of oil (Alyeska Pipeline Service Company, 2016). The pipeline runs parallel to the Elliott and Steese
highways and is partially located within the study area (see Figure 5-5).
Oil and gas play a large role in the state’s and Fairbanks’ revenue and economy. As of 2015, the pipeline had
a throughput of 500,000 barrels per day, a quarter of the peak amount being transported in the 1980s
(Alyeska Pipeline Service Company, 2016). With continued decline of oil demand, the cost for pipeline upkeep
might rise in the future. According to 2015 FHWA FAF4 data, the pipeline constituted about 15 percent of
overall freight tonnage in Alaska. The majority of pipeline movements occurred within the State of Alaska,
constituting 16 percent of all intrastate movements.
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The projection for the future use of the pipeline is uncertain, as it depends on the amount of exploration and
drilling. According to the draft Alaska Statewide Long Range Transportation Plan (Let’s Keep Moving 2036),
volumes in the pipeline have been decreasing since the late 1980s and this decline is expected to continue
into the future.
There is still interest in developing a pipeline to export LNG from Alaska. If an LNG pipeline is implemented,
the volume of freight moved by the pipeline would potentially increase into the future. The volume of future
expected freight moved by pipeline in the Fairbanks area, as identified though efforts such as the Interior
Energy Project, considers the development/expansion of a natural gas system to provide an affordable
substitute for wood and oil-burning heating systems. Increasing the use of natural gas is of considerable
interest, as it would help the region meet EPA air quality standards.

5.5

Water

Due to Fairbanks’ landlocked location, the city has no major freight routes using water modes for
transporting goods. The majority of goods brought to Alaska (58 percent) arrives via the POA from other
markets into Alaska but is transported to Fairbanks using other modes (e.g., rail, plane, and truck). Other
transportation modes are typically more efficient, so freight movement using the water system is limited.
Despite the lack of water-based freight travel, it will be important to consider this mode while planning for
the FMATS study to understand the freight system in it its entirety.
The rivers within Interior Alaska have historically been used as transportation corridors between
communities. Freight is often brought from Fairbanks to Nenana where it is transported to communities
along the Yukon River system. Local barges use the river routes to provide fuel and freight transportation
services to communities, fish camps, and mines along the Yukon, Tanana, Innoko, and Koyukuk Rivers.
However, these services are typically limited due to weather and dictated by the formation of ice on the
rivers. Freight travel via water systems mainly provides services for outlying rural communities and not
directly to the FMATS study area.
The future of water-borne freight will largely depend on the extent of resource development projects and
construction activity. Modest increases to the area’s anticipated population and employment numbers are
expected.

5.6

Intermodal

Intermodal freight systems consider the linkage of individual freight modes and systems (e.g., rail, marine,
truck, and air) with one another to increase efficiency and minimize the cost of goods movements and freight
logistics to transport goods. For example, shipping containers have specific dimension guidelines so that
products or materials moved in the logistics chain stay within the original container while the methods of
transportation can change. Goods may be transferred from rail to truck or vice versa once reaching Fairbanks.
Cargo companies save money over the long term when intermodal efficiency increases. In turn, this savings is
potentially passed on to consumers of these goods/services.
Many goods in Fairbanks originally arrive in Alaska via water. According to data from the U.S. Army Corps of
Engineers (USACE) records of waterway and port cargo movements, approximately 74 percent of water cargo
flows in Alaska are domestic. Approximately 88 percent of domestic cargo flows exit Alaska for other parts of
the United States, and 11 percent of domestic trips are inbound. Because of Fairbanks’ role as the Interior
region’s hub, most goods arrive in Alaska through Anchorage and are then transferred to Fairbanks by rail
and truck. For example, goods that travel from Anchorage arrive by rail and are transferred onto trucks to
reach FAI, located southwest of the city. These goods typically consist of various freight commodities such as
fuel, construction products, and animal feed that are transferred by air to outlying communities. Intermodal
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systems are important in Fairbanks to minimize inefficiencies. For specific information and data on trade
flows and intermodal system movement, please refer to Section 4.3.
There are no plans to develop new intermodal facilities in the area at this time.
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5.7

Freight Travel Markets

Fairbanks is Alaska’s central hub for the Interior region of the state. Several interregional highways link
Fairbanks to other regions as well as the Anchorage metropolitan area. Freight that is delivered to Fairbanks
has many other destinations. Figure 5-6 depicts the systems used to support these freight travel markets,
which are summarized in the following subsections.

Figure 5-6. Primary Inter-Regional Freight Transport System Components Relevant to
Fairbanks, 2015

Source: Kittelson & Associates, Inc. 2015

5.7.1

Anchorage/Southcentral Region

Fairbanks is connected to Anchorage and the Southcentral region of the state via the Parks Highway. This is
the primary highway facility moving goods to and from Fairbanks by truck via Anchorage. While goods are
also moved north to Fairbanks via the ARRC railroad, and flights to and from FAI transport time-sensitive
goods and cargo to the region, the Parks Highway moves the majority of freight by truck between Anchorage
and Fairbanks.

5.7.2

Prudhoe Bay and North Slope

The Dalton Highway is the main connector link, and the only surface transportation route, between Fairbanks
and the oil fields located on the North Slope. The highway traverses 400 miles of remote wilderness, and is
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primarily used by trucks carrying goods and other equipment for the production area in the Prudhoe Bay oil
fields. Freight designed for Prudhoe Bay and the North Slope generally increased in the winter and spring due
to the re-supply efforts to transport goods and materials to the remote locations that rely on ice roads
through the winter season. The peak is typically December/January through March/April. The types of freight
transported include fuel, pipe, modules and camp-type oversize loads, chemicals, drill pipe, bulk resources
such as cement, drilling muds, and fracking sands, and groceries.
Modules supporting the North Slope are
also frequently transported through
Fairbanks on the way to the North Slope. These modules range in size but can reach approximately 10 stories
tall and weigh over 5,000 tons. Many of the larger modules are transported by barge to the North Slope
bypassing Fairbanks; modules that are transported by road are up to 100 tons and 20 feet wide.

5.7.3

Continental United States/Canada

Fairbanks is connected to the Lower 48 States and Canada by the Richardson and Alaska Highways. Much of
the freight, such as fresh groceries, that comes to Fairbanks by truck from Canada and the Lower 48 states
are also time-sensitive. Other goods typically travel to Fairbanks by rail or truck from ships that offload at
ports in the Southcentral region.

5.7.4

Japan, China, and Other Markets

Fairbanks is connected to Japan, China, and other international markets largely by air. Companies have used
Fairbanks as a stopover for refueling or storage purposes before continuing longer trips.

5.8

Freight Regulatory and Institutional Issues

DOT&PF is the state’s regulatory agency that oversees state-level projects for a variety of transportation
modes, including aviation, roads and highways, the Alaska Marine Highway System (AMHS), transit, and
bicycle and pedestrian systems. DOT&PF also provides project management services for most state agencies
for both new facilities and renovation of existing facilities. DOT&PF manages the Airport Improvement
Program and the Statewide Transportation Improvement Program (STIP). The DOT&PF manages AIAS (FAI
and Anchorage) and more than 250 rural airports throughout the state.
DOT&PF recently updated the State of Alaska’s Rail Plan, Long-Range Transportation Plan, and Freight Plan
(completed in 2017). These plans contain policies pertaining to freight networks and their potential within
the state. The FAI AMP also contains significant information about improvements to the FAI to increase traffic
at the airport, which could help bring more freight forwarding business to Fairbanks.
The Alaska Administrative Code (17 Alaska Administrative Code [AAC] 25) also regulates the operations of
freight vehicles. Specifically, the code identifies requirements regarding size and weight requirements, safety,
the transportation of hazardous materials, and safety operating procedures as well as the process for
transporting oversize and overweight vehicles. The ACC does not specifically identify designated truck routes.
Rather, it defines the requirements for a vehicle to legally operate on different roads. For example, vehicles
may not exceed 15 feet in height except those operating between the Fox Weigh Station and Prudhoe Bay on
the Dalton and Elliott Highways, which may have a height of 17 feet.
The ACC does indicate that vehicles within the limitations set out in 17 AAC 25.012(c) may move to and from
routes identified in the State of Alaska, National Highway System Maps to access or return from terminals or
facilities for fuel, servicing, delivering or receiving cargo, or food and rest for the vehicle operator. A vehicle
must use the most direct interconnecting truck route wherever possible when moving to or from the
specified routes. Vehicle movement not on the state highway system is subject to local ordinance. A vehicle
moving to or from specified routes may not travel further than a 5-mile distance from these routes, except if
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using roads identified in 17 AAC 25.014(f)(1)–(7). The AAC also identified allowable long combination vehicles
(LCV)10 on certain routes (see 17 AAC 25.014 for additional details including a list of routes).
The FNSB, City of Fairbanks, and City of North Pole also have the ability to regulate freight mobility. Local
government has the ability to regulate truck routes, truck parking, loading/unloading zones, weight/size
restrictions, etc. They also have the ability to make ordinances prohibiting trucks on certain routes. For
example, Section 78-857 of the City of Fairbanks Municipal Code, prohibits trucks on certain streets.
Local governments can also regulate land use. Other land-use related items local governmental can regulate
include setback requirements on freight corridors and requiring on-site truck parking for industrial sites.
Section 1.12.020.D of FNSB code indicates that the Borough does not exercise its power to regulate an
activity regarding transportation of powers or freight for hire, except in accordance with AS 29.35: Municipal
Powers and Duties.

5.9

Freight Issues

This section presents a summary of the critical existing and future expected freight bottlenecks and issues in
the region, including:


Freight Bottlenecks and Congestion



Roadway Safety



Pedestrian and Bicycle Conflicts



Rail Safety



Pipeline Safety

 Winter Conditions
Freight issues were largely identified through the extensive literature review, data analysis, and forecasting
process conducted and included in Appendix A and B of this report. Comments received from the stakeholder
interview process and public opinion survey were also used to identify specific freight linkages and area
issues.
Addressing existing freight related issues and problems will be important to helping address the potential
need to define future mitigating solutions.

5.9.1

Freight Bottlenecks and Congestion11

Roadway bottlenecks often represent a variety of issues, including roadway demand (i.e., number of cars)
exceeding roadway supply (i.e., number of cars the roadway can optimally handle), intersection and roadway
design features that impact the smooth movement of vehicles causing delays, geographic and/or
infrastructure characteristics that impact vehicle movements (e.g., river crossings, at-grade rail and road
conflicts), transportation safety conflicts with trucks, autos, and pedestrians, among others. Bottlenecks
typically occur during heavier commuter peak hours or periods.
Freight demand also is expected to grow in Fairbanks for air and truck cargo according to the latest FMATS
2045 MTP. Population growth will also increase passenger car travel demand on the roadway network.
Passenger cars and trucks compete for surface transportation in urbanized areas of the FNSB. Some of the

10

A LCV is a combination of multiple trailers or tractor trucks instead of a standard semi-trailer tracked with one trailer.

11

Note: these freight bottlenecks and congestion points were identified at the start of the planning process. Since that time,
several of these issues have already been addressed.
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existing congestion issues in Fairbanks can be attributed to dozens of at-grade rail crossings between
Fairbanks and EAFB when passenger cars and trucks have to wait for trains to pass. These at-grade crossings
create limited traffic delays, which also impact emergency vehicle response times. Nominal levels of
increased congestion still affects truck and auto movements at certain transportation system locations.
Trucks may be impeded with slower delivery times due to these at-grade crossings, even though there are
redundant roadways in which trucks and autos can use to avoid these delays.
At the start of the planning process, based on comments and data gathered from the literature review, the
locations with identified existing and expected future deficiencies were identified within the FMATS FMP
study area (and shown in . Freight Bottlenecks) based on comments and data gathered from the literature
review::


Geist Road, University Avenue, and Johansen Expressway Intersection – Traffic signal phasing
issues (e.g., issue the intersection configuration cannot adequately serve the volumes of traffic
coming through it during AM and PM peak times) and at-grade ARRC crossing at University Avenue
(approximately 800 feet north of the intersection) occurs during the morning peak hour. This
intersection was reconstructed in 2018. This project increased the capacity of the intersection and
addressed this concern.



3rd Street and Steese Highway – North- and southbound left turn queue length is not adequate (too
short, causing spillover into travel lanes), causing congestion.



Peger Road and Van Horn Road – The three-way intersection has perceived safety issues (although
new signs were added to the intersection configuration in 2013) and does not have sufficient swing
room for doubles heading south then east on Van Horn Road.



Cushman Street and Airport Way – Issues related to delay, congestion, and the crash rate exceeds
the statewide average.



Johansen Expressway and Steese Highway – Lights have insufficient vertical clearance for oversize
loads. The signals were raised in 2018 and this is no longer a concern.



Johansen Expressway and Old Steese Highway – Westbound left-turn signal phase had limited green
time to move traffic through the intersection, which has been improved with the addition of 5
seconds of green time to this movement.



South Cushman Street and 23rd Avenue – Westbound left-turn is difficult for long trailers. The stop
bar placement needs to be moved south to open up the turning radius area.



Mitchell Expressway and Peger Road – Eastbound and westbound left-turn signal phase provides
limited green time to move traffic through this movement.



Buzby Road and Laurence Road – Difficult truck turning (e.g., limits to turning radii for large trucks)
maneuvers.



Richardson Highway and Old Richardson Highway (12 miles) – Difficult to enter Richardson Highway
from Old Richardson Highway in North Pole due to limited gaps and trucks divert to Buzby Road.



Old Steese Highway and Trainor Gate – Constant traffic flow restricts right-turns from West to
North-bound.



34th Avenue from South Cushman Street to MacArthur Street – No drainage or paving along this
section of 34th Avenue.



Northbound Buzby Road/Dawson Road exit from Richardson Highway – This intersection is
undersized for traffic turning to the south. This intersection is problematic for double trailers. Many
fuel tanker double sets use this intersection to access the refinery/terminals.



Richardson Highway/ARRC 3-Mile Crossing – This location has a history of crashes that can be
partially attributed to the relatively high volume of fuel trucks and school buses that must stop at the
crossing. According to the Richardson Highway MP 359 Interchange and Railroad Grade Separated
Facility website, vehicles that must stop at the railroad crossing (including freight traffic hauling
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hazardous materials) sometimes have difficulty maneuvering thought three lane changes in less than
half a mile to use the existing left hand exit.


Richardson Highway and Peridot Street – This is an unsignalized crossing which has high traffic
volumes. Stakeholders indicated that this crossing often has high delays during the afternoon peak
hour and that during the peak period, there are insufficient gaps in traffic on the Richardson
Highway, making it difficult to turn. DOT&PF indicates that traveling from north to south or vice
versa is more problematic than turning at this location.



Chena Ridge Road and Chena Pump Road – This intersection has delays and a short weaving
distance for traffic going from Chena Ridge Road to the Mitchell Expressway.



Driveway Street – The roadway is too narrow, and trucks typically need both lanes to turn onto
Phillips Field Road.



Parks Highway and Geist Road – Stakeholders indicated there is insufficient turning radii for
doubles. Note: DOT&PF has looked at this issue and determined there is sufficient turning radii.



College Road – The roadway is too narrow.



Airport Way – Lack of signal coordination.



Van Horn Road – Insufficient vertical clearance for overhead lighting.



Phillips Field Road – The roadway is too narrow and has no shoulders, which causes conflicts with
other users. The road can be icy during the winter.

Many of these bottleneck and congestion points are known issues in the Fairbanks area. The 2045 MTP
includes projects to address these problems. While these planned roadway improvements will help, there is
insufficient funding to implement all of the needed roadway improvements.
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Figure 5-7. Freight Bottlenecks
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Certain locations such as downtown Fairbanks also have limited space for on-street parking, a necessity for
freight trucks carrying goods to deliver to commercial and retail stores, which is preferred to trucks doubleparking to make deliveries which impacts roadway capacity. There is also the reported difficulty of pushing
pallets during winter in the downtown area, potentially posing problems for delivery (Kittleson & Associates,
Inc., 2015). Freight trucks and personal vehicles could potentially compete for these limited spaces in the
future. The streets are narrower in downtown Fairbanks, with several one-way roads that contribute to
higher VMT and lower air quality. This is a common freight related congestion issue in Central Business
Districts and downtowns in many urban areas throughout the United States, eliminating truck double-parking
on streets making their deliveries and identifying opportunities to provide alternative delivery solutions (e.g.,
dedicated truck delivery on-street parking and loading areas).

5.9.2

Roadway Safety

DOT&PF conducts inspections on commercial vehicles for safety, size, and weight. These inspections occur at
weigh stations, at selected roadside locations, at terminals, and when vehicles are stopped. The inspectors
utilize ASPEN inspection reporting software to record these events. In addition to inspections, DOT&PF
supports a cooperative industry and public education awareness program to ensure that both drivers and
other road users understand the risks and responsibilities associated with commercial vehicle navigation. In
terms of vehicle security, systems and technology vary by carrier (DOT&PF, 2014).
The National Highway Traffic Safety Administration’s (NHTSA) Fatality Analysis Reporting System (FARS)
summarizes motor vehicle crashes resulting in fatal injury data by year. Additionally, the NHTSA’s Alaska
Crash Map shows the geographic locations of these incidents in the region with a user-friendly online
interface. This online interface was used as the basis for obtaining and linking case numbers to the vehicle
type information for this analysis. FARS includes records by vehicle body type, all different truck types, as well
as a summary of the total number of fatality crashes in the region. From 2012 to 2014, three fatality-resulting
crashes were identified in the FNSB that involved a large truck.
DOT&PF Measurement Standards & Commercial Vehicle Enforcement Data summarizes motor vehicle
crashes throughout the state. The information in Table 5-6 summarizes crashes by type for the Fairbanks
region. Note that “Non-Federally Reportable Crashes” indicate that the vehicle was not towed and no one
involved in the crash was injured or killed. The majority of crashes in the region are non-federally reportable.
The number of truck-related crashes per year from 2010 through 2014 was inconsistent, fluctuating by year.
For example, 2010 and 2011 experienced higher levels of crashes with an average of approximately 140 per
year, while 2012 and 2013 showed significantly fewer crashes, with approximately 50 per year. In addition,
2014 showed an increase to 110 truck crashes, still not as high as indicated from 2009 through 2011. It is
unclear why this substantial variation in crashes occurred during this reporting period. The majority of these
crashes occurred in more dense and higher volume locations. There are few fatalities on the network (the
highest being two fatalities in 2014), and there is no significant correlation between the locations of the
fatalities recorded on the system.

Table 5-6. DOT&PF Commercial Vehicle Crash Data Summaries in the Fairbanks Region,
2010–2014
Crash Type

2010

2011

2012

2013

2014

Non-Federally Reportable

111

126

37

23

77

Resulting in Tow

18

9

7

26

25

Resulting in Injury

13

10

4

5

6

Resulting in Fatality

0

0

1

1

2

142

145

49

55

110

Total
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DOT&PF Measurement Standards & Commercial Vehicle Enforcement datasets also provided details on the
characteristics of the crash, lighting conditions, and weather conditions; however, this information is only
available at the statewide level. Statistics for these crash details are not available for the FMATS area alone.
Table 5-7 summarizes commercial motor vehicle (CMV) crashes by lighting conditions, and Table 5-8
summarizes commercial vehicle crashes by weather conditions statewide. The majority (77 percent) of 2014
crashes occurred in daylight, with only 14 percent occurring in dark lighted areas and 5 percent in dark areas.
About one-fifth of 2014’s crashes occurred in adverse weather conditions.

Table 5-7. Light Conditions for 2014 CMV Crashes - Statewide
Light Conditions

% Commercial Motor Vehicle Crashes

Daylight

77%

Day Lighted

14%

Dark Not Lighted

5%

Dawn

2%

Dusk

1%

Other/Unknown

1%

Table 5-8. Weather Conditions for 2014 CMV Crashes - Statewide
Weather Conditions

% Commercial Vehicle Crashes

No Conditions

69%

Rain

10%

Snow

10%

Fog

1%

Dirt/Gravel

1%

Cross Winds

1%

Other/Unknown

8%

5.9.3

Incident Management

Incident management refers to a planned and coordinated process to identify, respond to, and clear traffic
incidents so traffic flow can be restored as safely and quickly as possible. Incident management strategies
tend to operate well in the region; however, there can be slow response times depending on the location of
the incident. In addition, on two-lane roads and similar facilities, it can be difficult for operating agencies to
prepare and maintain safe conditions for emergency responders and travelers, and to also allow for
continuous traffic flows. This will be expected to remain problematic into the future because of the lack of
alternative routes in some areas (especially the highways into and out of the region).

5.9.4

Increasing Vehicle Size and Weight

Increases in the size and weight of vehicles may improve the efficiency of freight movement. However, they
may cause more damage to roads. The system is relatively well equipped to handle the existing size/weight
loads. Some locations may struggle if the loads become substantially larger than existing size/weight loads. At
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this time, loads that are expected to be substantially larger than existing loads are not anticipated. However,
should this change in the future, FMATS and DOT&PF should revisit the issue.

5.9.5

Overhead Signal Mast Arm Clearance

Having adequate overhead signal mast arm clearance has been identified as an important concern on the
FMATS transportation network, allowing taller trucks to use the Fairbanks highway and roadway network
more efficiently. Since the development of the North Region Policy in 2014 to increase the height of
overhead signal mast arms, the DOT&PF has implemented and will continue to implement signal upgrades for
the main freight highway routes in the region. Insufficient vertical clearance was identified at traffic signals
along the Peger Road and Steese Expressway corridors as well as at the Danby Street and Johansen
Expressway intersection. The DOT&PF’s policy of implementing projects to provide more appropriate mast
arm clearance will help taller vehicles travel roadways without concern for damaging overhead traffic signals
and vehicles. This may also help to reduce VMT while improving traffic flows since trucks will be able to reach
their destinations more efficiently as opposed to trucks traveling longer distances to work around lower
overhead signals on the roadway network. Limited and zero clearance may potentially cause freight vehicle
damage and possible accidents on the road.
In 2018, DOT&PF increased the overhead signal mast arm clearance in many locations. DOT&PF has plans to
address additional sites over the next few years.

5.9.6

Phillips Field Road Industrial Area

Phillips Field Road is a key truck route serving downtown Fairbanks and ARRC facilities, yet there are many
concerns over the safety of the road and its conflicts with pedestrian and bicycle users and land use access.
Phillips Field Road and the downtown industrial area currently have very limited bike and pedestrian access
and have been identified as a problem area with limited space on or along the road for truck freight and
pedestrians/bikes to share. There are pedestrian and bicycle conflicts with freight in this industrial district,
and increasing freight movement could lead to more potential conflicts. The FMATS 2045 MTP recognizes the
need for pedestrian/bicycle facilities along Phillips Field Road. The Phillips Field Road Improvements project,
completed in 2018, addressed several of the identified deficiencies and widened the road to accommodate
pedestrians and bicyclists.

5.9.7

Rail Safety

The Federal Railroad Safety Act (FRSA) provides security for national railroad operations by mandating
employee protections, regulating hazardous safety/security conditions, providing a process through which to
report security problems to the Department of Homeland Security, and enforcing these regulations. This
legislation is applicable to all carriers throughout the FMATS region. The use of rail to move bulk and/or
hazardous materials diverts this traffic off the highway system. ARRC reports that their annual movement of
materials such as petroleum, gravel, and coal via railcar removes more than 300,000 dump and tank trucks
from the road each year in Alaska, with an estimated VMT reduction of 34.7 million miles. The movement of
these goods from truck to rail has helped provide a more secure environment on a rail fixed guide way.

5.9.8

At-Grade Crossings

The most significant rail safety issues within Fairbanks pertain to the dozens of at-grade rail crossings within
the study area. At-grade crossings are more susceptible for trespassing (e.g., pedestrians, cars) to occur on
railroad rights-of-way. At-grade crossings located on school bus routes are also a concern because of
potential safety issues and accidents.
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ARRC currently has 48 at-grade rail crossings in the FMATS study area. The following at-grade crossings have
been identified as areas of concern during the public comment and literature review process:


University Avenue Rail Crossing – University Avenue faces regular week day congestion at peak
hours and when rail freight delivery occurs, causing traffic delays on the Johansen Expressway, Geist
Road, and University Avenue.



Trainor Gate Road and Steese Highway Rail Crossing and Trainor Gate Road and Old Steese
Highway Rail Crossing – This central location is frequently congested due to several at-grade rail
crossings that slow down traffic coming to or the from Steese Highway.



Sheep Creek Road Extension Rail Crossing – This rail crossing is perpendicular to the Sheep Creek
Road Extension near the Parks Highway and contributes to short-term congestion issues in this
location, primarily impacting personal auto movements and is a choke point for emergency services.



Old Richardson Highway to the Richardson Highway in the North Pole Area – The majority of issues
occur at the 5th and 8th Street crossings which include roadway and intersection geometry issues. In
addition, with the North Pole High School located close to this location, school bus drop-off and pickup impact congestion during the mornings and afternoons. Truck movements to and from the
refinery are impacted by these geometric and congestion issues.

5.9.9

Positive Train Control

In addition, the ARRC will implement Positive Train Control (PTC) to improve rail safety throughout its system
in Alaska including the FMATS region. PTC is an advanced system designed to automatically stop trains before
accidents occur. It is designed to prevent train-to-train collisions, derailments caused by excessive train
speeds, train movements through misaligned track switches, and unauthorized entry of trains into work
zones. The ARRC is one of approximately 40 railroads installing PTC systems in the United States, which will
positively impact rail safety in the FMATS region upon implementation.

5.9.10

ARRC Safety Outreach Programs

ARRC is also involved in Operation Lifesaver, a non-profit program to provide outreach and education about
rail safety. In 2013, ARRC cosponsored a $26,000 Operation Lifesaver grant to run a Summer Rail Safety
Campaign that reached over 12,000 residents in Alaska and included public advertising space to increase
safety and awareness of rail traffic. ARRC also engages in TrackWatch, another public outreach campaign to
increase community awareness regarding rail safety and security. Members of the public can inform rail
professionals of environmental, security, or other hazards.

5.9.11

Pipeline Safety

The Pipeline and Hazardous Materials Safety Administration (PHMSA) regulates national pipeline safety and
security. PHMSA supports the enforcement of the Pipeline Safety Act of 2011 and the Hazardous Materials
Transportation Safety Improvement Act of 2012. PHMSA (2016) reports no significant pipeline incidents in
the past decade. No extraordinary safety or security concerns related to pipeline infrastructure exist in
Fairbanks. Pipelines require extensive maintenance and security due to the volatile nature of the contents
carried. With the potential for the LNG project, FNG installed 60 miles of new gas distribution pipes
throughout the city in 2015. Interior Gas Utility (IGU) also installed an additional 73 miles of pipe in North
Pole.

5.9.12

Liquefied Natural Gas Development

Historically, Fairbanks has had relatively high heating fuel prices, but those have dropped in recent years.
Private providers and public agencies in the region have been exploring the potential to transport LNG
to/from Fairbanks as a more competitive choice for energy and heating, although the recent decline in oil
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prices have tempered the enthusiasm for bringing LNG to the market. The mode and source of transportation
to be used for LNG is still being determined; rail and truck are the two primary options being considered. An
increase of LNG traffic in Fairbanks may affect other existing freight transportation processes, especially if it
requires an intermodal system, and will be considered as a potential opportunity in the FMP planning
process.

5.9.13

Winter Conditions

Fairbanks’ winter climate conditions present a challenge to freight mobility. During the winter, road
conditions need to be maintained to maintain safe and efficient operations. Poor road conditions can result
in delays in getting goods to their final destination. Budgetary restrictions may limit the amount of
maintenance that can be performed. Maintenance activities are largely funded by the State of Alaska. When
the amount of state funding decreases, so does road maintenance. While DOT&PF receives funding from the
federal government, those funds must be used for construction projects and preventative maintenance only.
Some roads in the Fairbanks area including the Mitchell Expressway, Richardson Highway, Johanson
Expressway, and the Steese Highway have a winter road maintenance priority of Level One. These routes may
take up to 24 hours to clear after a winter storm. Parks Highway, University Avenue, Airport Way, Geist Road,
and others are Level Two, which means they may take up to 36 hours to be cleared. Level Three and Four
roads may take up to 48 and 96 hours, respectively, to be cleared.
Fairbanks’ winter climate conditions will continue to present a challenge to freight mobility in the future.
During winter, road conditions need to be managed to maintain safe and efficient operations. Poor road
conditions will result in delays in moving goods efficiently to their final destinations. Budgetary restrictions
also may limit the amount of maintenance that can be performed into the future. As indicated through longterm trends, winters are changing in the Fairbanks area. Historically, snow has been the primary winter
concern. In recent years, ice has been more of a concern. Road design and maintenance needs will need to
continue to adapt to meet these changing and evolving weather conditions into the future.

5.9.14

Land Use

Freight transportation helps align land uses with the movement of goods through and within an area to
support economic vitality and reduce the potential for negative impact associated with freight movement.
For example, freight activity can be associated with increased truck and train traffic, noise and exhaust issues,
potential light pollution, and other issues.
Currently, much (approximately 7,216 square miles or 96.9 percent) of land in the FNSB is zoned General Use
(GU) which allows both commercial and industrial land uses. When the FNSB was first zoned, the GU
designation was applied to large tracks of land outside the city core. This designation was useful to residents
who wanted to live outside the city and have minimal limitations on what they could do with their land. Over
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time, the urbanized area has growth out into
these area and result is some of the land use
compatibility issues we see today. The FNSB
indicates that GU land will likely be re-zoned as
part of a master plan prior to development.

Figure 5-8. Hanson Road Area

Existing commercial and industrial land (both
specifically zoned and not zoned but used in that
manner) are spread throughout the urbanized
area and the entire FNSB. This means industrial
and commercial land uses can be located in
proximity to residential areas and other types of
uses. It also means freight related land uses can
develop in areas that do not have sufficient
provisions for efficient freight operations which
can lead to conflicts with other users of the
transportation system. One such area is Hanson
Road (see Figure 5-8). The Hanson Road area is a
mix of light and heavy industrial uses.
Immediately to the north of this area, is a large
residential area (designated as Two-Family
Residential [TF], Multiple-Family Residential
[MF], and Mobile Home Subdivision [MHS]).
Other issues associated with a dispersed freight
Source: FNSB Interactive Zoning Map
land use development pattern include the
challenge in efficient freight network, a greater
potential for conflicts with adjacent, incompatible land uses, pressure to convert land into higher-value uses,
and limited opportunities for intermodal connectivity.
Other zoning designations in the FNSB that could experience substantial freight movements include:


General Commercial District (GC) – to provide for a wide variety of retail, office, wholesale, personal
service, and other general service uses. This district is located at the edge of residential areas and at
the intersections of arterials and major collector streets and roads.



Heavy Industrial District (HI) – to provide for heavy manufacturing, fabricating, assembly,
disassembly, processing, and treatment activities.



Light Commercial District (LC) – to provide light commercial uses and to provide a buffer for
residential areas.



Light Industrial District (LI) – to provide for light manufacturing, fabricating, assembly, disassembly,
processing, and treatment activities in a suburban or urban environment
Much of the ARRC yard is zoned HI. Many of the parcels that are adjacent to the rail yard are zoned HI, LI, or
GU. The airport is zoned LI. The parcels adjacent to the airport have a variety of zoning designations,
including HI and LI. Much of the land south of the Mitchell Expressway is zoned HI, LI, or GU.
Please see Title 18 of the FNSB code for definitions of all the zoning designations in the FNSB. For information
about the specific zoning about a parcel, please see the FNSB interactive zoning map available at
https://fnsb.maps.arcgis.com/apps/Solutions/s2.html?appid=fb79382fc3114017a9d7a120cf107d0d&name=
ArcGIS%20Online
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6

Freight Development Zones and Corridors

6.1

Freight Development Zones

Integrating freight into the transportation and land use planning discussion is important for many reasons.
Freight generating land uses can provide employment opportunities, tax revenue, and provide a variety of
goods for local residents. Freight can also have a negative impact on air quality and greenhouse gas
emissions, as well as create environmental justice concerns.
A freight zone refers to a grouping of activities, freight-oriented land uses, and infrastructure associated with
freight transportation and related services. Freight activities and land uses can benefit when they are
clustered together. Potential benefits include better utilization of transportation facilities and better
integration of the freight transportation system and land uses. Freight zones also preserve existing industrial
areas/uses for potential expansion while mitigating negative community impacts such as noise. The
identification of freight zones makes it easier for planning organizations and other stakeholders to identify
and address freight-specific system needs.
Freight zones can be classified based on their modal orientation, geographic scope, or their function. Four
common forms of freight zones include:
1. Port-centric zone – a logistics zone planned in the same location as, or in proximity to, a port facility.
This zone concept will support freight activities related to maritime shipping and often focus on
international trade. A strong port-centric zone will have land available near the port and a nearby
labor pool. The Port of Anchorage area could be considered a port-centric zone.
2. Inland port – an intermodal terminal (commonly rail) linked to a maritime terminal with regular
transportation services. They are also called dry ports, inland terminals, inland hubs, inland logistics
centers, and inland freight village. The area surrounding the Fairbanks rail yard could be considered
an inland port.
3. Logistics park - a planned area consisting of distribution centers and light manufacturing activities.
Logistics parks often provide geographical advantages in terms of accessibility, land availability, and
infrastructure availability, as well as operational advantages such as favorable regulations and
economies of agglomeration. Typically, they are only accessed by road and do not involve a
substantial amount of planning. While there are no known planned logistics parks in the Fairbanks
region, some local areas, such as the industrial area south of the Mitchell Expressway, functions in a
similar manner.
4. Freight village - a defined area in which all activities relate to the transport, logistics, and distribution
of freight. Typical facilities include office space, customs services, post office/mailing service, fueling
stations, hotels, and restaurants. This concept does not require an adjacent intermodal terminal, but
this type of terminal is commonly close or adjacent to the village. They typically have centralized
management and ownership structures. There are no known freight villages in the Fairbanks region.
Based on an analysis of existing and future expected land uses and freight activity, four freight zones have
been identified in the Fairbanks region (see Figure 6-1). The four zones, including many of the concepts and
components of the types of freight zoned identified above include:
1. Airport Zone – due to its proximity to FAI to facilitate air cargo movements, which will include
components of both the Port-Centric Zone and Logistics Park models. The western side of the airport
zone would have easy access to FAI supporting aviation related freight activities. The rest of the zone
would support general freight-related activities.
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2. ARRC Inland Port – due to its rail access, which follows the Inland Port model. This zone would
emphasis freight-related land uses that required rail access. A buffer should be developed around
this zone to reduce impacts to adjacent development.
3. South Fairbanks Freight Zone – due to its proximity to Richardson Highway, which will include
components of both the Logistics Park and Freight Village models. The north side of this zone could
support activities that require rail access while the rest of the zone would be truck-oriented.
4. North Pole Freight Zone – due to its rail access, which will include components of both the Logistics
Park and Freight Village models. This zone would emphasis freight uses that rely on rail access to
minimize impacts to the surrounding community.

Figure 6-1. Freight Zones and Routes

New freight-related activities and land use development should be encouraged to occur in one of these four
areas to help mitigate potential freight transportation-land use conflicts in other areas. Transportation
infrastructure in these areas should consider freight design considerations. Examples of freight design
considerations include left turn lanes with longer storage length and ending medians prior to the crosswalk.

6.2

Freight Routes

While heavy (large) trucks are allowed on most of the roads in the Fairbanks area, the region can benefit
from the identification of official freight routes. Designation of these routes will help guide roadway design,
and maintenance requirements protect communities, increase safety, reduce neighborhood impacts, and
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alleviate bottlenecks generated by large trucks. A street that is designated a freight corridor will need to be
designed to better handle goods movement, but may not see a need for a change in function or design.
Based on land uses, existing and future truck volumes, and input from stakeholders, two designations for
Fairbanks’ freight network were developed:
1. Primary Freight Route – Serves major freight generators, connects freight zones to the regional
transportation network, or provides access between or through freight zones
2. Secondary Freight Route – Connects a freight zone to smaller freight generators or provides access
between a freight zone and a primary freight route.
Figure 6-1 above shows the proposed key freight routes suggested as designated regional truck routes,
including:


Richardson Highway



Steese Highway



Van Horn Road



Peger Road



Airport Way



Geist Road



Old Richardson Highway



Johansen Expressway



Parks Highway



Mitchell Expressway



South Cushman Street
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7

Recommendations

This chapter presents the freight infrastructure projects and policies recommended for implementation in the
FMATS FMP. Through the planning process, freight projects and policies were identified, screened and
assessed, and recommended for future implementation. This analysis is not fiscally constrained. Rather, it
encourages the identification of the
freight infrastructure projects and
policies that provide the Fairbanks region Figure 7-1. Screening Process
with the highest level of increased
transportation system performance,
regardless of cost. This process is also
intended to identify the freight projects
and policies for screening in future MTPs
that include financially constrained
methods.
With FMATS and the FAC working
together to identify a collaborative
screening process (see Figure 7-1), the
potential project and policy
recommendations that support the FMP
became apparent through this
methodology. Recommendations for immediate, mid-term, and long-term projects and policies were
determined based on the goals developed, and freight trends, future forecasts, and technical studies.

7.1

Project and Policy Screening Criteria and Scoring

As part of the FMATS FMP, several potential projects and policy recommendations were identified. The
potential projects and policies were based on a literature review, stakeholder interviews, existing and future
needs analysis, and input received through the public involvement process.
Working with FMATS and the FAC, a screening process was designed and implemented to determine future
potential project and policy recommendations in support of the FMP. Recommendations for immediate (0-10
years), mid-term (11-15 years), and long-term (16 or more years) projects and policies were determined
based on the goals developed, and freight trends, future forecasts, and technical studies. To define a
quantitative-level of analysis for determining and prioritizing recommendations, a screening process was
designed that included several criteria. These criteria were used to determine if projects and policies should
be designated as immediate, mid-term, or long-term needs for FMATS freight network implementation.
Table 7-1 shows the evaluation criteria implemented in this methodology.
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Table 7-1. Evaluation Criteria
Potential Benefit
Criteria
Timing of Need (project needs to
be completed in this time frame)

Community Engagement/
Support

Number of Freight Modes (road,
rail, aviation, port, pipeline)

Maintenance Support

Context Sensitive

Longevity

Special Considerations

Rationale

Low

Moderate

High

When project is needed
to improve the freight
mobility system?

○

◒

●

(Long-term
need (16+
years))

(Medium-term
need [11-15
years])

(Immediateterm need
[within 0-10
years])

○

◒

●

(Highly
controversial/n
ot publically
supported)

(Neutral)

(Active support
indicated)

○

◒

●

(1 mode)

(2 modes)

(3 or more
modes)

○

◒

●

(No entity
willing to be
responsible for
maintenance)

(An entity will
likely to assume
maintenance
responsibilities)

(An entity
willing to
do/fund
maintenance)

○

◒

●

(Does not fit in)

(Moderately fits
into the
surrounding
area)

(Very suitable
for
surrounding
area)

○

◒

●

(Less than 5
years)

(5-20 years)

(More than 20
years)

○

◒

●

(No special
considerations)

(Low- moderate
other benefits)

(Substantial
other benefits)

Project has community
support and/or
developed from a
community-based
planning process
Number of modes
benefited

Is there an entity
(agency) willing to take
responsibility/fund
maintenance?

How well does a project
fit into the surrounding
area?

How long will the
project be needed or
useful?
Does the project
address additional
needs such as air quality
or neighborhood
impacts? Are there
other reasons why this
project should be
considered?
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Potential Benefit
Criteria

Rationale

Goal 1 (Coordinate planning
efforts to provide an integrated
transportation and land use
system that embodies smart
growth principles and stimulates
the economy to grow.)

Is project consistent
with Goal 1

Goal 2 (Provide a safe, efficient,
secure, and interconnected
multi-modal transportation
system for all users.)

Is project consistent
with Goal 2

Goal 3 (Protect the environment,
improve air quality, and promote
energy efficiency.)

Is project consistent
with Goal 3

Goal 4 (Optimize the utility and
lifespan of the existing
transportation system.)

Is project consistent
with Goal 4

Goal 5 (Ensure adequate
transportation facilities to
support economic development)

Is project consistent
with Goal 5

Goal 6 (Provide a resilient and
reliable freight transportation
system.)

Is project consistent
with Goal 6

Low

Moderate

High

○

◒

●

(Low
consistency)

(Moderate
consistency)

(High
consistency)

○

◒

●

(Low
consistency)

(Moderate
consistency)

(High
consistency)

○

◒

●

(Low
consistency)

(Moderate
consistency)

(High
consistency)

○

◒

●

(Low
consistency)

(Moderate
consistency)

(High
consistency)

○

◒

●

(Low
consistency)

(Moderate
consistency)

(High
consistency)

○

◒

●

(Low
consistency)

(Moderate
consistency)

(High
consistency)

As shown in Table 7-1 above, the scoring process for both projects and policies consisted of providing a value
score and translated sum using the following system:

○
◒
●

=1
=3
=5

7.2

Recommendations for Immediate, Mid-Term, and
Long-Term Implementation

7.2.1

Freight Projects

Using the criteria presented above, projects were assigned scores from high to low based on implementation
needs to support the FMP and enhance the FMATS freight transportation network. The distinction between
high, medium, and low priority projects for implementation was based on the total scores computed for each
project after screening. In this analysis, the total number of points possible for each project was 65. The
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majority of projects scored between 40 and 50 total points. The median score for the project evaluations
was 47. One reason many of the projects scored similarly is that many were already recommended as part of
FMATS Metropolitan Transportation Plan (MTP). These projects were screened as part of the MTP
development process and found to be reasonable and improve the transportation system. Also, the close
scoring results indicate that as the Freight Mobility Plan is implemented, FMATS should periodically reevaluate the results to determine if there are changed conditions that would justify re-prioritizing the
projects. In addition, projects may be able to be implemented out of priority order if special circumstances
occur, such as funding availability.
Based on this information, a score of 44 or less was considered a low-priority project, 45 to 48 a mediumpriority project, and 49 and above a high-priority project. Using these scores by implementation priority,
projects were then allocated by immediate-term (0–10 years), medium- term (11–15 years), and long-term
(16+ years) schedules. The immediate-term, medium-term, and long-term schedules were based on the
“Timing of Need” criteria in the screening process.
Table 7-2, Table 7-3, and Table 7-4 present the Immediate, Mid-Term, and Long-Term Freight Projects for
Implementation by high, medium, and low priority.

Table 7-2. Immediate-Term (0–10 Years) Freight Projects Identified for Implementation
ID

Name

Description

Category

Priority

1

SR-9 Fairbanks Road/Rail
Crossing
Reduction/Realignment
Plan

The primary purpose of the plan is to
serve as a long-range road/rail planning
document. The plan will enable FMATS
and its agency partners to implement a
more efficient and effective approach to
integrate passenger and freight rail
elements into the larger multimodal and
intermodal transportation framework.

Grade Crossing/Rail

High

2

MR-54 Airport
Way/Cushman Street
Intersection
Reconstruction

Major intersection improvements to
improve capacity, traffic operations, and
safety. Work will include added throughlanes and turn-lanes on Cushman Street.
Improve turning capacity for freight.

Intersection/Interchange

High

3

MR-8 Peridot Street
Reconstruction: FNSB

Reconstruct Peridot Street from the
Richardson Highway to City limits,
approximately 0.21 mile, and pave.
Provide street lights and bike/pedestrian
facilities as funding allows.

Roadway
Widen/Upgrade

High

4

MR-10 Phillips Field Road
– Realign Pioneer Road to
meet Driveway Street

Realign Pioneer Road on the south side to
meet Driveway Street on the north side to
accommodate freight traffic.

Roadway
Widen/Upgrade

High

5

SR-32 Wendell Avenue
Bridge: Fairbanks

Rehabilitate or replace the Wendell Street
Bridge #0532, widen sidewalks, and
provide pedestrian access to the bridge
along the north and south sides under the
bridge.

Roadway
Widen/Upgrade

High

6

MR-52: Richardson
Highway MP 359 Railroad
Overpass

Construct a grade separated facility on the
Richardson Highway near Milepost 359 to
reduce railroad/vehicle conflicts. Improve
connectivity with the Old Richardson
Highway and potential access for Fort
Wainwright South gate.

Grade Crossing/Rail

High
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ID

Name

Description

Category

Priority

7

VLR-2 Airport Way Study
Update

Update 2007 Airport Way Study
recommendations and emphasize
economic development along the Airport
Way corridor.

Other

High

8

SR-31 University Avenue
Rehabilitation: Thomas
Street to Chena River

Widen and reconstruct University
Avenue to current standards from
Thomas Street to the Chena River,
including replacement of University
Bridge #0263.

Intersection/Interchange

High

9

Old Richardson Highway
Interchange

Construct a grade-separated interchange
at the intersection of Richardson Highway
and Old Richardson Highway. May include
additional access to Fort Wainwright.

Intersection/Interchange

Medium

10

SR-36 University Avenue
Rehabilitation: Chena
River to Parks Highway
(Segment II)

Widen and reconstruct University Avenue
from the Chena River to the Parks
Highway.

Roadway
Widen/Upgrade

Medium

11

MR-60 Danby Street
Interchange Study

Study a grade-separated interchange on
Johansen Expressway at Danby Street.

Intersection/Interchange

High

12

SR-35 Airport Way
interchange

Project will replace the existing at-grade
intersection of Airport Way, Steese
Expressway, Gaffney Road, and Richardson
Highway with an interchange.

Intersection/Interchange

High

13

SR-28 Steese Hwy/Chena
Hot Springs Road Ramp
Termini Roundabouts

Construct roundabouts at the Steese
Highway and Chena Hot Springs Road
Interchange. Work will include
intersection reconstruction and
improvements, roadside hardware,
drainage improvements, ADA
improvements, and utilities.

Intersection/Interchange

High

14

SR-30 Danby
Street/Wembley
Roundabout (HSIP)

Reconstruct the intersection of Danby
Street and Wembley Avenue. Work will
include intersection reconstruction and
improvements, roadside hardware,
drainage improvements, ADA
improvements, and utilities.

Intersection/Interchange

High

15

SR-39 Richardson
Highway: MP 353-357,
Safety/Access
Improvements

Reconstruct the Richardson Highway and
adjacent frontage roads, including
roadside hardware, drainage
improvements, intersection
improvements, and utilities. Work includes
construction of new frontage roads and
elimination of access points onto the
Richardson Highway. This project includes
Milepost 353-357 (Mile Point 354-359).

Access Improvement

High

16

SR-24: Old Steese Highway Stage I—Johansen Expressway to Kutter
Reconstruct
Street Reconstruction; Stage II—Kutter
Street to 3rd Street Resurfacing.

Roadway
Widen/Upgrade

High

17

SR-1: Old Steese Highway:
Wendell Bridge to Trainor
Gate Road

Roadway
Widen/Upgrade

High
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ID

Name

Description

Category

Priority

18

University Avenue
warning system

Install a warning system at the University
Avenue at-grade crossing that alerts
motorists that the crossing will be blocked
for an extended period of time.

Grade Crossing/Rail

High

19

ARRC Yard Access Study

Conduct a study to identify ways to
improve access between the ARRC yard,
the Steese Highway, and other freight
routes.

Access Improvement

Medium

20

Peger Improvements

Improve Peger Road between Van Horn
and Tria. Major Intersection
reconstruction at Peger/Van Horn to
accommodate freight turning movement
(south to west movement) and consider
replacement of 3-way stop with
roundabout.

Intersection/Interchange

Medium

21

SR-34: Steese/Johansen
Intersection

Reconstruct the intersection of the Steese
Expressway with the Johansen
Expressway, including adjacent access.
Project will include bridge work, roadside
hardware, drainage improvements, ADA
improvements, and utilities.

Intersection/Interchange

Medium

22

South Cushman
Street/23rd Avenue
Intersection
Improvements

Perform a study to assess truck movement
at this intersection. Study should consider
intersection improvements (including
relocation of pavement markings) as well
as reducing truck usage of 23rd Avenue.

Intersection/Interchange

Medium

23

Buzby Road/Dawson Road
exit from Richardson
Highway Study

Study ways to improve traffic movement
at this location. Consider reconfiguring the
off/on ramp intersections with Buzby
Road/Dawson Road to better
accommodate turning trucks. Also
consider strategies to improve the
intersection geometry to better
accommodate double trailers.

Intersection/Interchange

Medium

24

Airport Zone Access Study

Study ways to improve highway access
from Airport Zone Industrial area to the
Richardson Highway.

Access Improvement

Medium

25

SR-25 Airport Way West
Improvements

Reconstruct Airport Way, Hoselton Road,
Dale Road, Old Airport Way, and Wien
Lake Road. Work includes roadside
hardware, drainage improvements,
intersection improvements, utilities, and
ADA improvements such as curb ramps
and sidewalks.

Access Improvement

Medium

26

SR-27: Steese Highway
and 3rd Street Widening

Reconstruct the intersection of the Steese
Expressway with 3rd Street in Fairbanks.
Project work will include roadside
hardware, drainage improvements,
intersection improvements, ADA
improvements and utilities.

Roadway
Widen/Upgrade

Medium

27

34th Avenue
Reconstruction

Reconstruct 34th Avenue from South
Cushman Street to MacArthur Street.
Provide street lighting as funding allows.

Roadway
Widen/Upgrade

Medium

FMATS Freight Mobility Plan | 67

January 2019

ID

Name

Description

Category

Priority

28

LR-2 Phillips Field
Road/Minnie Street
Realignment

Realign Phillips Field Road to create a fourleg intersection with Minnie Street.

Roadway
Widen/Upgrade

Medium

29

South Cushman/Van Horn
Intersection
Improvements

Reconstruct intersection to improve
turning capacity for trucks.

Intersection/Interchange

Medium

30

Northern Region Signal
Interconnect

Improve capabilities of the Northern
Region to communicate with signals,
monitor, and perform signal timing
modifications as necessary. Upgrade signal
timing plans, controllers, and other related
items. This project will include upgrades at
DOT&PF NR to incorporate improvements
to interconnecting communication
systems and provide for training,
maintenance, and operational funding to
ensure efficiency in the signal timing
systems.

Other

Medium

31

Buzby Road/Laurence
Road Intersection
Improvements

Reconstruct intersection to facilitate truck
turning movements

Intersection/Interchange

32

Rail access to FAI

Conduct a study regarding the feasibility of Grade Crossing/Rail
resuming rail service to FAI.

Low

33

Van Horn Road Overhead
Lighting

Increase vertical clearance for overhead
lighting/illumination on Van Horn Road.

Other

Low

34

Truck Route Signage

Install truck route signage on all truck
routes.

Other

Low

35

Airport Road signal timing

Complete signal timing improvements on
Airport Road and adjust as necessary.

Other

Low
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Table 7-3. Medium-Term (11–15 Years) Freight Projects Identified for Implementation
ID

Name

Description

Category

Priority

36

MR-2 Minnie Street
Reconstruction

Reconstruct Minnie Street from Erceg
Street to the Old Steese Highway. Work
includes upgrading sidewalks to ADA
compliance, shoulders to accommodate
bicyclist, storm drain system, utility
relocations, and rehabilitation or replace
the Noyes Slough Bridge.

Roadway
Widen/Upgrade

High

37

VLR-19 University Avenue
Widening, Stage IV Railroad Crossing

Construction of a new railroad overcrossing
of University Avenue.

Grade Crossing/Rail

High

38

LR-20: Mitchell
Expressway Interchange,
Stage I

Construction of a grade-separated
interchange on the Mitchell Expressway at
University Avenue to provide for long-term
growth in the Fairbanks area. Ongoing
monitoring of community and traffic
growth and changing travel patterns are
important in selecting the project timing
and configuration.

Intersection/Interchange

Medium

39

LR-19 Johansen
Expressway/Danby Street
Interchange

Construction of a grade-separated
intersection to handle long-term traffic
growth and improve safety on the Johansen
Expressway.

Intersection/Interchange

Medium

40

MR-56 Johansen
Expressway
Ramps/College
Road/Illinois Street
Improvements

Construction of improvements to the
Johansen/College Interchange Ramps and
on College Road (Johansen Expressway—
Illinois Street) to handle traffic growth and
to improve safety. Work will include added
turn lanes at the Johansen Expressway
ramps, intersection improvements at Illinois
Street (Illinois Street Reconstruction
project) and a possible signal at College
Road. Considering a roundabout.
Investigate potential improvements to
make the crossings of the ramp terminals
more comfortable for non-motorized users.

Intersection/Interchange

Medium

41 MR-57 Johansen
Expressway Widening

Widen Johansen Expressway to
accommodate additional westbound traffic
between Steese Expressway and College
Road.

Roadway
Widen/Upgrade

Medium

42 MR-65 Richardson Highway
(NP) Alternate Route:
Peridot Street – Laurance
Road

Designate and construct improvements to
parallel routes on the north and south sides
of the Richardson Highway through North
Pole.

Other

Medium
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Table 7-4. Long-Term (16+ Years) Freight Projects Identified for Implementation
ID

Name

Description

Category

Priority

43

VLR-36 North Pole, Alaska,
Road/Rail Crossing
Reduction Project

This project will realign the railroad track
along a portion of ARRC Eielson Branch to
reduce the number of at-grade road/rail
crossings in the City of North Pole and
enhance safety. It includes elimination of a
major at-grade road/rail crossing of the
Richardson Highway, a NHS roadway. The
project will be accomplished by relocating the
railroad from the population center of North
Pole to a rural area along or near the Tanana
River Levee structure. The project will extend
from Richardson Highway Milepost 355 to
Highway Milepost 347, popularly known as
Mile 9, to the easterly portion of the City of
North Pole.

Grade Crossing/Rail

High

44

VLR-6 Phillips Field Road
Improvements

Reconstruct Phillips Field Road to improve
safety for all transportation modes, including
intersection improvements.

Roadway
Widen/Upgrade

High

45

VLR-37 Fairbanks Rail
Realignment

This project will optimize the alignment of
mainline and branch track within the
Fairbanks Area to improve customer response
and minimize transportation conflicts with the
adjacent communities.

Grade Crossing/Rail

High

46

LR-21: Richardson Highway:
Access/Safety
Improvements (Rozak Road
– Peridot Street)

Consolidation of intersection and driveway
access onto the Richardson Highway with
needed links to collector roads on both the
north and south sides of the corridor. Special
considerations are needed for future access to
large undeveloped parcels of land to the north
of the Richardson Corridor and the Alaska
Railroad tracks.

Access Improvement

High

47

LR-28 Trainor Gate Road
Intersection Improvements

Construct improvements to the intersection of
Trainor Gate Road, Steese Expressway, and
Old Steese Highway.

Access Improvement

High

48

VLR-11 Chena Pump Road
Connection

Construction of a new roadway link between
Access Improvement
the Chena Pump Road area and Airport Way,
including pedestrian facilities, to provide an
alternative travel route. This project would
also require construction of a new Chena River
Bridge.

High

49

VLR-24 Richardson Highway:
3-Mile/Old Richardson
Interchange

Construction of a grade-separated crossing at
the Richardson Highway/Old Richardson
Crossover. Alternates would include either a
partial overpass (outbound Richardson
Highway) or a full diamond interchange.

Intersection/Interchange

Medium
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ID

Name

Description

Category

Priority

50

VLR-5 Goldizen Road Local
Connections

At the time of redevelopment of the quarry
along Goldizen Road, adequate connectivity
through a local street system should be
provided between University Avenue and
Phillips Field Road. The exact location of the
roadways will be determined during
development.

Access Improvement

Medium

51

VLR-21 Geist Road
Improvements

Reconstruction of Geist Road (University
Avenue—Loftus Road) to provide for longterm traffic growth, access to local business,
schools and residential areas. Work will
include a raised median, signal at the Geist
Road/Rebecca Street intersection and a south
traffic circulation road (Rebecca Street—
University Avenue).

Roadway
Widen/Upgrade

Medium

52

LR-23 Farmers Loop Road
Interchange (at Steese
Expressway)

Construct a grade-separated interchange at
the intersection of Steese Expressway and
Farmers Loop Road. Realign adjacent accesses
as necessary to accommodate the selected
interchange configuration. Construct
improvements at the intersection of Farmers
Loop Road and Farmers Loop Spur.

Intersection/Interchange

Low

53

VLR-22 Johansen
Expressway Interchanges

Very long-term growth in the Fairbanks area
may require construction of an interchange on
the Johansen Expressway to eliminate the atgrade intersections at Old Steese Highway and
at Hunter Drive.

Intersection/Interchange

Low

54

VLR-23 Mitchell Expressway
Interchange, Stages II and III

Construction of two more grade-separated
interchanges on the Mitchell Expressway to
provide for long-term growth in the Fairbanks
area and help to implement the original
“Ultimate Freeway” status of the Richardson
Highway/Mitchell Expressway/Parks Highway
Corridor (Eielson-Ester). Ongoing monitoring
of community and traffic growth and changing
travel patterns are important in selecting one
of the alternate locations, which include Peger
Road, University Avenue, and Lathrop Street.

Intersection/Interchange

Low

55

VLR-25 Richardson Highway:
North Pole Area Interchange
Phase II

Construction of another Richardson Corridor
Intersection/Interchange
grade-separated crossing in the North Pole
area. Ongoing monitoring of community and
traffic growth and changing travel patterns are
important in selecting one of the alternate
locations, which include Peridot Street,
Laurance Road, and Mission Road (most likely
only an underpass).

Low
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ID

Name

56

VLR-26 Richardson Highway:
North Pole Area Interchange
Phase III

Construction of another Richardson Corridor
Intersection/Interchange
grade-separated crossing in the North Pole
area. Ongoing monitoring of community and
traffic growth and changing travel patterns are
important in selecting one of the alternate
locations, which include Peridot Street,
Laurance Road, and Mission Road (most likely
only an underpass).

Low

57

LR-18 Airport Way Corridor
Improvements, Stage I

This is the first in a series of projects to
implement the recommendations of the
Airport Way Improvements Reconnaissance
Study.

Roadway
Widen/Upgrade

Low

58

LR-29 Airport Way Corridor
Improvements, Stage II

This is the second in a series of projects to
implement the recommendations of the
Airport Way Improvements Reconnaissance
Study.

Roadway
Widen/Upgrade

Low

59

VLR-18 University Avenue
Widening, Stage V

Relocation of eight utilities in conflict with the
University Avenue Widening project.

Other

Low

60

Driveway Street

Reconstruct Driveway Street to better
accommodate freight traffic.

Roadway
Widen/Upgrade

Low

61

VLR-7 University
Avenue/Goldizen Signal
(Phillips Field Road – Birch
Lane)

Signalization of University Avenue/Goldizen
Avenue and upgrade of Goldizen Avenue with a
link to Phillips Field Road to the east of
University Avenue. This project would occur in
response to possible redevelopment of the large
industrial properties in this area. Also, give
consideration to a new link to the west to
provide alternate access to the Birch Lane
residential area.

Intersection/Interchange

Low

7.2.2

Description

Category

Priority

Freight Policies

The policies assessed in the FMATS FMP followed the same screening methodology and criteria as the
projects, with the exception that the context sensitive criterion was not included in the analysis. The
screening process was based on the Timing of Need, Community Engagement/Support, Number of Freight
Modes, Maintenance Support, Longevity, Special Considerations, and FMP Goals 1-6. The policy scores
ranged from 36 to 50, and the median score was 44.
Based on this information, high priority policies scored 49 or higher, medium priority policies scored between
45 and 48, and low priority policies scored 44 or less. Table 7-5 presents the results of that analysis. As with
the project assessment outlined above, the immediate, medium-term, and long-term policy schedules were
based on the “Timing of Need” criteria in the screening process. No medium-term policies were identified
and as a result, Table 7-5 does not include any medium-term policies.
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Table 7-5. Freight Policies Identified for Implementation
ID

Name

Description

Lead
Organization(s)

Timing
of Need

Priority

1

Continue FAC

Continue FAC as a standing
Committee to support the
planning/project development
process for the MTP, FMP, and
Capital Improvements.

FAC/FMATS

Immediate

High

2

FNSB Comprehensive
Plan Support

FAC to provide on-going support
development of freight projects and
policies as part of on-going land use
planning process for the region.

FAC/FMATS

Immediate

High

11

Update Transportation
Improvement Program
(TIP) Criteria

Incorporate freight criteria into TIP
project selection process.

FMATS

Immediate

High

6

Conduct Periodic
Freight Stakeholder
Surveys

Obtain input from the freight
community through periodic surveys
(every 2-3 years) regarding their
needs and concerns to help guide
FMATS activities, project and policy
development.

FMATS

Immediate

High

18

Incorporate Freight
Zones into FNSB
Comprehensive Plan

Incorporate freight zones into
comprehensive plan.

FNSB

Immediate

High

12

Truck Route Map /
Signage / Design
Standards

Formalize an official truck route in
the region with appropriate signage,
guidance and requirements, and
mapping. Include preparation of
formal standards including pavement
conditions, signage, turning radii,
corridor signalization, weight
restrictions, trailer access,
interaction with bicycle/pedestrian
facilities, maintenance (wear and
tear), lighting, etc.; create maps of
the designated routes in an
appropriate format.

DOT&PF

Immediate

Low

4

Regional Freight
Summit

FAC to hold annual freight summit to
discuss freight issues.

FAC/FMATS

Immediate

Medium

10

Staff Training

Train MPO staff in freight planning.

FMATS

Immediate

Medium

15

Identify locations with
conflicts between
freight, transit, and
pedestrians/ bicyclists

Identify potential freight conflict
locations with transit, bicycles and
pedestrians and use engineering,
maintenance, scheduling,
enforcement, and education
strategies to minimize these
conflicts.

DOT&PF/FMATS

Immediate

Medium
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ID

Name

Description

Lead
Organization(s)

Timing
of Need

Priority

DOT&PF (Measurement
Standards &
Commercial Vehicle
Enforcement)

Immediate

Medium

14

Support Commercial
vehicle enforcement
efforts

Support commercial vehicle
enforcement. Efforts can include
assisting with educating law
enforcement on how to identify
unsafe vehicles; communicating to
trucking companies about applicable
rules, regulations, and reporting
requirements; providing tools,
equipment and/or staff as needed by
MSCVE; and communicating to state
leadership about the importance of
enforcement activities.

3

FAC Review of Site
Plans

Incorporate FAC review of site
FAC/FMATS, FNSB
plans/design review. Potential review
topics include site access, loading
zone configuration, etc.

Immediate

Low

7

Public Education
Efforts

Expand educational efforts to advise
motorists and non-motorized users
regarding safety issues associated
with freight movement.

Freight Industry (ATA,
ARRC, etc.)/DOT&PF
(State Highway Safety
Office)

Immediate

Low

9

Promote/Incentivize
Lower Emission Freight
Modes and
Technologies

Encourage lower emission modes
and technologies to improve air
quality.

ADEC/EPA

Immediate

Low

16

Evaluate removal of
weight restrictions
during project
development

Develop a policy that requires
DOT&PF to evaluate the removal of
seasonal weight restrictions on
freight routes during project
development.

DOT&PF

Immediate

Low

17

Identify anti-idling
policies

Develop a policy that promotes antiidling to improve air quality.

FNSB

Immediate

Low

13

Truck data collection

Work with DOT&PF to identify and
collect truck data. Data may include
truck counts, truck weights, truck
speeds, and commercial vehicle
credentials checking/screening.

DOT&PF

Immediate

Low

8

Support Workforce
Development
Programs

Support programs that encourage
employment in freight related
industries (e.g., new driver training
and career fairs).

Freight Industry (ATA,
ARRC, etc.)

Immediate

Low

5

Identify GovernmentPrivate Sector
Connections /
Communications

Identify opportunities to strengthen
connections between government
and the private sector (trucking
companies – shippers, carriers).
These connections can be formalized
through cooperative or interagency
agreements. Potential opportunities
include working together on
educational programs, policy
development, and infrastructure
improvements.

FMATS/Freight Industry

Long-Term

Low
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8

Implementation Recommendations and
Strategy

This chapter presents short- and long-term implementation and funding strategies designed to address the
future freight system needs identified in the FMP. Full implementation of the FMP will take many years, given
the expected levels of available funding. This implementation section includes discussions of funding,
education, and planning.

8.1

Funding

This section is organized into four areas: federal, state, local, and other funding.

8.1.1

Federal

At the federal level, the Federal Gasoline Tax is the primary source of transportation funding. Revenue from
this tax goes to the Highway Trust Fund, which is a dedicated funding source for the Federal-Aid Highway
Program. Other sources include Federal Vehicle Taxes, Federal Diesel Tax, air passenger excise taxes, aviation
fuel taxes, and appropriation from the General Fund. Under various FHWA programs, this revenue is then
given back to states and other jurisdictions.
In December 2015, a new federal transportation funding bill, the Fixing America’s Surface Transportation
(FAST) Act, became law. The FAST Act recognizes and creates funds for freight improvements. Freight funding
under the FAST Act is primarily granted through two programs:

12



National Highway Freight Program: The FAST Act provides $6.2 billion in formula funds to states
over a 5-year period. Eligible projects are those that contribute to efficient freight movements on the
National Highway Freight Network and are identified in a freight improvement plan included in a
state’s freight plan (FHWA, 2016).12 Each state can use a maximum of 10 percent of its National
Highway Freight Program apportionment for intermodal or rail freight projects. Alaska enjoys
1,222.23 miles in the National Highway Freight Network, including the Glenn and Seward Highways
in Anchorage. As a result, Alaska is expected to receive $80 million in funding through this program
over the five-year period (Martinson, 2015).



Fostering Advancements in Shipping and Transportation for the Long-Term Achievement of
National Efficiencies (FASTLANE) Grant Program: This new competitive grant program will provide
$4.5 billion of funding to nationally and regionally significant freight and highway projects over the
next 5 years. FASTLANE grant funding is allocated “to complete projects that improve safety and hold
the greatest promise to eliminate freight bottlenecks and improve critical freight movements” (U.S.
Department of Transportation, n.d.). FASTLANE grants can be used for a maximum of 60 percent of
total eligible project costs. However, 10 percent of FASTLANE grants are reserved for small projects,
with a minimum grant amount of $5 million. In addition, state Departments of Transportation need
to spend at least 25 percent of each fiscal year’s FASTLANE grants for projects in rural areas (U.S.
Department of Transportation, 2016).13 States, MPOs, local governments, and tribal governments
are among those organizations eligible to apply for a grant. Special purpose districts and public
authorities (including port authorities), and other parties are also eligible to apply for funding to

Required in FY 2018 and beyond.

13

According to FHWA, a rural area is an area outside a U.S. Census Bureau designated urbanized area with a population over
200,000.
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complete projects that improve safety and hold the greatest promise to eliminate freight bottlenecks
and improve critical freight movements.
Federal grants are another potential funding source. One of the biggest programs is the Transportation
Investment Generating Economic Recovery/Better Utilizing Investments to Leverage Development (BUILD).
This is a competitive program to fund transportation projects that have a significant local or regional impact.
One advantage of BUILD is that it be used for port and freight rail projects that have limited existing sources
of federal funds.

8.1.2

State

The State of Alaska funds transportation improvements through money appropriated by the Alaska
Legislature. Historically, state funding is based on revenue from oil taxes. In late 2014, crude oil prices
dropped radically, resulting in a significant impact on the state’s budget. As of August 2018, very little state
money is being spent on transportation improvements, and this is likely to be the case for several years. In
the future, the state is expected to resume making investments in transportation infrastructure, but funding
levels remain uncertain.
In addition, Fairbanks also receives a share of the statewide general obligation bonds. While general
obligation bonds are likely to be issued in the future, it is unknown when the next one will be issued or how
funding would be provided to Fairbanks.

8.1.3

Local

Although the FNSB, the City of Fairbanks, and the City of North Pole have the ability to issue bonds, they
historically have not used voter-approved bonds to fund transportation improvements. As federal and state
funding levels are unlikely to increase, the FNSB and each city should periodically evaluate whether a
transportation-related bond should be issued.

8.1.4

Other
Public-Private Partnerships

In recent years, there has been heightened interest in having public agencies and private entities work
together to construct and operate critical transportation facilities and services. For example, ARRC and FAI
could team with private entities to identify and implement public-private partnership solutions, as could
DOT&PF or FMATS. While not all projects are suitable for public-private partnerships, FMATS should consider
this option for projects when it is practical and mutually beneficial.

Non-Freight-Related Improvements
Non-freight-related transportation improvements could also benefit freight movement in the FMATS region.
FMATS uses an integrated approach to transportation planning. Not only do they try to create an
interconnected multimodal system, they also try to integrate transportation and land use. This approach
allows them to consider the needs of multiple user groups such as transit, bicycles, pedestrians, and
roadways, as well as freight, in the planning process. With this strategy, FMATS and DOT&PF can develop and
program projects that primarily benefit other user groups but also have a positive impact on freight. This
could create more efficient and cost-effective projects. It may also reduce overall community impacts from
transportation improvements.
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8.2

Education

Education is an important element of freight mobility, especially in terms of workforce and community
education. This section presents continuing education programs that could be used to support FMP
implementation over time.

8.2.1

Workforce Education

Participants in the FMP process have indicated that one of the biggest challenges facing freight mobility in
Alaska, including Fairbanks, is the ability to attract and retain a skilled workforce. Addressing this potential
shortage of new truck drivers is critical for the future of freight mobility in the Fairbanks area. Several areas
to potentially promote include:


Career awareness – Students often make career decisions before they learn about transportation, so
they do not consider or prepare for employment in the freight industry.



Changing demographics – Younger workers have different expectations for work-life balance and
flexible work situations. Employers may need to adjust their management approach to retain
younger workers in this field.



Changing technologies – Advances in technology dramatically changed how freight companies
operate. The increased use of technology transformed the skills that people need to fill positions. For
example, companies may use computerized logistics systems for route planning rather than
traditional methods.

FMATS should continue to work with its partners, such as
DOT&PF and ATA, to pursue opportunities to support
workforce education. For example, FMATS could invite
ATA to the annual Super Open House to educate
attendees about potential careers in the trucking industry;
FMATS could, with its partners, produce educational
material on how to pursue a freight-related career, such
as how to become a truck driver; and FMATS could
promote freight-related training opportunities through its
social media channels.

8.2.2

Potential sources of financial aid for driver
training include:
 Alaska Education Loans
(www.acpe.alaska.gov)
 Department of Veterans Affairs
(www.gibill.va.gov)
 Alaska Job Center Network
(http://jobs.alaska.gov/)

Community Education

FMATS should collaborate and cooperate with partners to provide broad education about the importance of
freight and related activities to the Fairbanks economy and quality of life. Many people do not understand
how the goods they purchase are transported. By better understanding the freight system, people will gain
additional knowledge and hopefully support projects and policies designed to make the overall freight system
operate more efficiently and safely.
Equally, another component of community education is to educate drivers on how to better share the road
with commercial vehicles. Many people do not realize the differences between how cars and large trucks
operate. For example, trucks and buses have larger blind spots, need longer stopping distances, need longer
time to stop, and may need to swing left to make a right-hand turn. Another potential topic would be the use
of double turn lanes by semi-trucks. Driver education can increase the safety for everyone using the road
system. In addition, FMATS could take this opportunity to fully take advantage of advanced technology to
make distracted driving less tempting. Examples of programs FMATS could use as part of this effort include
the Federal Motor Carrier Safety Administration’s Our Roads, Our Responsibility program
(https://www.fmcsa.dot.gov/ourroads), and the ATA’s Share the Road Program
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(http://www.trucking.org/Share_the_Road.aspx) or new safety and distracted driving smartphone
applications such as Verify, developed by Cellepathy (http://www.cellepathy.com/).

Figure 8-1. Infographic used by the City of Seattle to Educate Residents about Freight

Source: City of Seattle

8.2.3

Agency Education

FMATS’ FAC must be actively involved in the implementation of this FMP, and, more important, the ongoing
education of the DOT&PF, FNSB, and other regional public and private stakeholders in the Fairbanks freight
planning process. The FAC, while created for this FMP, should be formalized within FMATS and should be
invited to actively participate in the development of the future MTP updates and to promote the
identification, assessment, and potential programming of freight-oriented projects during the MTP planning
process. The FAC should be used as an ongoing forum for freight planning activities and to help identify and
educate stakeholders about the viability and benefits of how improved freight transportation infrastructure
will help the agency and its constituents meet the needs for a growing and healthy economy.
One tool that FMATS and their FAC could use is a regional freight summit where industry and agency
representatives could get together to discuss key issues, opportunities, and challenges about the freight
system in the Fairbanks area. In Anchorage, AMATS currently hosts an annual freight summit. FMATS should
consider partnering with AMATS on some summits (such as once every 3–5 years) to encourage discussion of
freight mobility issues on a statewide basis.
FMATS and DOT&PF staff should also participate in freight planning training when possible. Examples of
relevant training include the National Highway Institute’s Freight and Land Use Workshop, and FHWA’s
Talking Freight Seminar Series.

8.2.4

Industry Education

As rules or regulations change regarding freight mobility in the Fairbanks area, FMATS should work with
DOT&PF, ATA, and other stakeholders to ensure that the freight community is aware of those changes. For
example, if the freight routes are officially adopted, FMATS could produce and distribute a truck route map
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that documents the routes and provides other useful information such as weight limits and clearances. An
example of this type of map was produced by the New York City Department of Transportation and can be
viewed at http://www.nyc.gov/html/dot/downloads/pdf/2015-06-08-truck-map-combined.pdf

8.3

Planning

8.3.1

Incorporate FMP into MTP and TIP

FMATS uses its MTP to identify future transportation needs and associated projects and polices, and ensures
that they have sufficient time to implement improvements. As a MPO for the urbanized portion of the FNSB,
FMATS is required to update its MTP every 4 years. The FMP recommendations should be incorporated into
the next update of the MTP.
The simplest approach to incorporating freight projects is to build onto or modify the process of selecting
multimodal projects. FMATS should be mindful during these processes to evaluate the degree to which they
already include freight project and policy considerations. Upon this review, specific sections of the project
selection process could be refined to include specific freight project definitions, data, and analysis sections, as
well as performance measures to assess the impacts of all project types (including freight-oriented projects)
that benefit economic growth in the Fairbanks area.
Another important tool that FMATS has is their Transportation Improvement Program (TIP). The TIP
identifies, prioritizes, and allocates anticipated funding for transportation improvements over a 4-year
period. FMATS should periodically review its TIP criteria to ensure that freight project and policy needs are
adequately addressed as part of the evaluation process.
To support the MTP and TIP processes, FMATS and the FAC will need to work with DOT&PF to identify
needed truck data. Based on the review of existing MTP and TIP evaluation processes, FMATS should identify
and clarify specific data collection activities. For example, if there are evaluation criteria that use annual
average daily traffic, then this could also include annual average daily truck traffic. Once the modifications
are developed, it is critical that the necessary data be collected to support the changes. The recommended
revisions and new data requirements should be merged into FMATS’ procedures. Examples of data that could
be collected include truck counts, weights, and speeds.

8.3.2

Ongoing Identification of Freight-Specific Projects and Policies

This FMP determined needed freight projects and policies covering a 20-year period. As needs and conditions
shift, there likely are other basic projects and policies that will be essential to improve future freight mobility.
Several projects that are occurring or may occur in the Fairbanks area will have an impact on the freight
system. For example, the current F-35 bed down at EAFB will result in a temporary increase in the demand
for construction material in the Fairbanks area. Not only will this increase inter-regional freight movements,
as most material will come from outside the Fairbanks region, but the material also has to be transported to
the construction site. FMATS, FAC, DOT&PF, and other partners need to maintain their involvement in the
region to help ensure that freight project and policy needs are adequately identified and planned for. In
addition, when new transportation projects are initiated, their potential impact on freight mobility and the
region’s economy should be considered.
To keep the FMP relevant, FMATS and the FAC should review and update the project list every 2 years, while
other elements are updated as needed to reflect changing conditions. This process, in addition to assessing
freight projects as part of the MTP call for projects, should ensure new freight-oriented projects are
addressed in the FMATS planning and programming processes.
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As part of these efforts, FMATS, the FAC, and their partners can conduct a periodic survey of the freight
community to better understand their needs and concerns. Accurate information and data such as these
survey tools can then encourage and support the development of specific freight-oriented projects and
policies. More important, by gathering these comments, definitive actions can be taken that may result in
achievable, successful projects—implemented to help guide the FMATS transportation planning process.

8.3.3

Commitment to Continuing Coordination with Key Freight Modes

Clearly, the FMP benefited substantially from the detailed input received from the FAC. With broad outreach
in the planning process, FMATS and the FAC can engage the private sector, multiple modes, and end users of
the freight system. FMATS should continue to employ the FAC to provide dynamic insight on future goods
movement, identify freight needs when developing projects, analyze freight concerns with site plans,
contribute prudent input into land use plans, and offer ongoing involvement with FMATS efforts and public
participation.

8.3.4

Identification of Conflicts between Modes

FMATS and its partners strive for a safe and efficient multimodal transportation system that works for all
users. FMATS should work with its partners to identify locations where freight has a conflict with transit,
bicyclists, pedestrians, or other modes and then identify ways in which engineering, maintenance, schedule,
enforcement, and education can be used to reduce these conflicts. For example, in some cases the solution
may be to add a separated trail for pedestrians and bicyclists, while a different conflict may be better
addressed by modifying an intersection.

8.3.5

Coordination with Land Use Planning

The relationship between land use and transportation is complex but critical for the region. Many land use
problems can be traced back to transportation decisions and vice versa. The locations of various land uses
have a strong influence on transportation demand. Most (almost 97 percent) of land in the FNSB is zoned GU,
which allows both commercial and industrial land uses—meaning that freight transportation could occur
almost anywhere. The flexibility of the zoning also increases the potential for conflicts between freightrelated and other land uses. Inside the metropolitan area, the amount of GU land is less than 20% of the
area.
The most recent FNSB comprehensive plan was adopted in September 2005. Currently, the FNSB has been
developing Regional Comprehensive Plans that focus on smaller sub-areas within the Borough. These
regional plans are then adopted by the FNSB and become part of the overall comprehensive plan. As these
regional comprehensive plans are developed, they should incorporate the freight zones identified in this
FMP. Once the regional plans has been completed, the FNSB can work toward updating the zoning
requirements of these areas. The FNSB should consider a freight overlay district for these areas. They could
also consider using form-based and performance zoning to accommodate a variety of compatible land uses in
these areas.
The freight zones are recommended because there are several benefits to grouping freight-related land uses
together, including better utilization of the transportation infrastructure and reduction of negative impacts
on adjacent land uses. Freight zones also help preserve existing industrial lands for potential expansion. The
four recommended freight zones (shown in Figure 6-1) are called:


Airport Zone



ARRC Inland Port



South Fairbanks Freight Zone



North Pole Freight Zone
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FMATS should also work with the FNSB to incorporate the FAC into the site plan review process specifically
related to a site’s potential increase in truck movements, truck access and egress routes, use of alternative
modes, impact to local neighborhoods and communities, and economic impact. Due to the volunteer nature
of the FAC, undertaking review of all site plans may prove difficult for committee members. By working
together, FMATS and the FNSB can identify which site plans would benefit from having input from the FAC,
such as those that have a substantial freight involvement (e.g., a new retail development). The FAC can work
with the FNSB to educate planners regarding immediate freight concerns of which they should be aware
during the site plan review process for other projects. For example, a freight mobility and access checklist for
appropriate site plans could be created by the FAC to assist planners.

8.3.6

Implement Designated Regional Truck Routes/Design Standards

A regional truck route network should be assessed, implemented and signed, and enforced in the FMATS
region as a means to concentrate heavy duty truck movements on selected roadways and corridors. While
trucks use all roadways as needed, heavy duty truck movements should be focused on key regional freight
routes to protect communities, increase safety, reduce neighborhood impacts, and alleviate bottlenecks. This
FMP proposes a regional truck route network consisting of primary and secondary routes. The primary routes
include:


Richardson Highway



Steese Highway



Van Horn Road



Peger Road



Airport Way



Geist Road



Old Richardson Highway



Johansen Expressway



Parks Highway/Mitchell Expressway



South Cushman Street

FMATS and the FAC will work together along with other agency and community partners to finalize the
proposed regional truck route network and to have the network adopted by the appropriate entities.
As part of the Designated Regional Truck Routes implementation strategy, freight corridor designation and
design standards should be developed and implemented. Designated regional truck routes should not simply
accommodate trucks; they should be designed for trucks.
These standards will include pavement condition ratings, signage and wayfinding, turning radii, corridor
signalization, utility and signal pole location, landscaping, weight restrictions, trailer access, interaction with
bicycle/pedestrian facilities, maintenance (wear and tear), and lighting, among others. Detailed design
criteria for streets on the freight network should be included in the DOT&PF’s Alaska Highway
Preconstruction Manual.
Designing for truck movements often requires balancing the needs of other, and sometimes competing,
transportation modes. For example, lanes have to be wide enough to accommodate a truck without
encroaching on adjacent lanes, but wider roadways are usually less pedestrian-friendly. As each roadway
segment is surrounded by a different setting or land use (e.g., dense urban, industrial) and characteristics,
designs should be developed on a case-by-case basis.
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8.4

Other

8.4.1

Continue the FAC

As mentioned above in Section 8.2.3, the FAC should become as a standing permanent committee within the
FMATS planning process. This will facilitate freight planning activities and the development of the freight
program in the FMATS region, as well as support and promote freight infrastructure project assessment and
implementation in the overall transportation planning process in the Fairbanks area.

8.4.2

Engage Freight Community in Design Process

Freight mobility often involves large vehicles with different handling characteristics. When new roads are
built, or existing roads are improved, the responsible agency should consider involving the freight community
in the design process, particularly when the road has high freight volumes. While design teams often try to
engage stakeholders in the process, this communication will allow DOT&PF to better address the concerns of
all stakeholders and result in a more supportable design.
For example, stakeholders spoke highly of the truck trial used on the Danby-Wembley roundabout. Not only
did the trial provide information to the design team that refined the design, it gave the freight community
confidence that the design could handle a variety of freight vehicles.

8.4.3

Prioritization of Snow Removal

In general, the freight community spoke highly of DOT&PF’s snow removal efforts and would like to see those
efforts continue. One area of potential improvement is the prioritization of routes for snow removal.
Stakeholders generally supported DOT&PF’s prioritization of route for snow removal to support the safe and
orderly movement of traffic during the winter. However, the process used to prioritize the routes was
unclear. DOT&PF should consider coordinating with the FAC or others in the freight community when
changes to the priorities are made. DOT&PF can also continue to let the freight community and others know
how they can provide feedback on DOT&PF maintenance activities.
The City of Fairbanks should develop a snow removal prioritization system as many of the freight routes are
crossed by city roads. A prioritization system for City roads should provide similar safety and mobility benefits
as the DOT&PF prioritization system.

8.4.4

Policy Regarding Anti-Idling

The Fairbanks area has an air quality issue, especially related to PM 2.5 particulates for a variety of reasons,
including climatic conditions and the use of wood stoves. However, the time a vehicle spends idling can also
make a difference to air quality. Developing an anti-idling policy that reduces unnecessary idling would
support the FNSB’s efforts to improve air quality. The policy should include the identification of best practices
so entities that are not subject to the policy may identify ways to voluntarily reduce their idling. The ARRC
already has an anti-idling policy in place with the Locomotive Idle Reduction Program. The EPA’s SmartWay
program (available at https://www.epa.gov/smartway) can provide additional information about ways to
reduce freight-related idling.

8.4.5

Promote/Incentive Lower Emission Freight Modes and Technology

With air quality a substantial concern in the region, FMATS should promote and possibly incentivize the use
of lower emission freight modes and technologies. As the transportation industry evolves, new technology
and processes emerge that may reduce the amount of emissions used to transport freight. For example,
Amazon has been working on a drone delivery service called Prime Air that uses battery-powered drones to
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deliver its packages, and other delivery companies have been exploring the use of hybrid and electric
vehicles. Reducing emissions, however, can be achieved by means other than hardware. The use of route
optimization software can reduce emissions by shortening the amount of time required for a vehicle to make
its deliveries. FMATS and its partners should work together to identify the most feasible options available to
the local freight community and the most appropriate ways to increase their use.

8.4.6

Support Commercial Vehicle Enforcement Efforts

The Measurement Standards and Commercial Vehicle Enforcement Division of the DOT&PF enforces federal
and state commercial vehicle regulations to ensure safe roadways. Safe commercial vehicles are essential to
our ability to live, work, and play, as well as to the state’s economy. Supporting efforts to have a
transportation system that consists of safe commercial vehicles benefits everyone. Efforts can include
assisting with educating law enforcement on how to identify unsafe vehicles; communicating with trucking
companies about applicable rules, regulations, and reporting requirements; providing tools, equipment,
and/or staff as needed by MSCVE; and communicating with state leadership about the importance of
enforcement activities.
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