Cynthia Jones

Box 692

Haines, AK 99827
30 September 2014

Andy Hughes, Regional Planning Chief
Department of Transportation and Public Facilities
PO Box 112506

Juneau, AK

Dear Mr. Hughes,

| apologize for my attitude, but | am past the point of politely pointing out the physical, financial, public
safety, environmental, geological and geographical absurdities of constructing a road along the east
side of Lynn Canal. | do not need to. For longer than the 30+ years | have lived in Haines, the
governments, Chambers of Commerce, National Park Service, Tourism Departments and individuals of
the communities of Skagway and Haines have been listing, describing and pointing out such problems
and issues as: destroying sea lion rookeries; multiple avalanche chutes; ice and whiteout conditions in
winter; impacting fisheries; over-the-top road maintenance expenses; feeder ferries that won’t be
able to operate multiple winter and some summer days; creating a less reliable, much more expensive
trip between communities. (Foot traffic is essentially eliminated—no Juneau friends will offer to drive
the distance to pick us up at Berner’s Bay and taxis will cost hundreds of dollars.) You already have the
picture. We are and have been unified in our voice for over 30 years: “DO NOT BUILD THIS ROAD.
MAINTAIN OUR WORLD CLASS FERRY SYSTEM. IT IS THE ONLY RELIABLE FORM OF WINTER
TRANSPORTATION BETWEEN SKAGWAY, HAINES AND JUNEAU.”

Then, adding insult to injury, the plan is to stop the main line ferries in Juneau. So much for walk-on
ferry traffic for Elderhostel groups, tours, and individuals who ride it like a cruise ship journey through
the waterways of SE Alaska, renting state rooms and buying meals from Bellingham to Skagway. | have
heard many times that the ferry is subsidized (Name a road that is not.). If the system was maintained
AND promoted, the subsidies would be considerably smaller. If you spent Alaska’s money wisely by
maintaining and promoting a unique and amazing system, the attached ad | pulled out of a travel
magazine would read, “Highway in Alaskan” rather than “Highway in Norwegian” and we would all see
the profits.

If, as you say, this east Lynn Canal road is supposed to “meets the needs of the region’s people and
economy,” then DOT personnel have either: a) never traveled between Juneau and the upper Lynn
Canal during the winter, b) are very naive, or, c) are planning this never-ending-expensive, boondoggle
of a road while willfully and unmindfully ignoring the real needs (A form of RELIABLE transportation-
i.e. ferries- NOT roads nor airplanes) and placing in danger, the lives of the people whose
transportation services you are supposed to be improving.



The only ‘improvements’ this plan provides is improving the possibility, during numerous foul weather
days, of stranding customers somewhere along the Upper Lynn Canal, or at the unheated and
unstaffed Katzehin Ferry Terminal, or at one of the dozens of avalanche chutes. It also ‘provides’
tremendous public safety issues. As a member of the Haines ambulance crew, | would like to point out
that people don’t get injured or die on the ferry from dangerous conditions. People WILL get injured
or die on an icy exposed road in blizzard whiteout conditions. Those injuries and deaths will be on your
shoulders.

The front cover of your draft plan says: “Integrity . Excellence . Respect.” Demonstrate that DOT
actually believes in one of them: Quit wasting our time and money. STOP this road.

Quite sincerely,
- L)

Cynthia Jones









OFFERINGS ATTRACTIVE TO COMMERCE ORIGINATING FROM OUTSIDE
THE CBJ, AND TO ACTIVELY PARTICIPATE IN DEVELOPMENT AND
IMPLEMENTATION OF REGIONAL SUSTAINABLE DEVELOPMENT GOALS.
5.4.SOP3 Participate in regional planning processes.
5.4.1A3 Encourage continued and expanded transportation systems that serve the
Southeast Region while retaining those systems currently serving the region.

Maintenance of the existing Alaska Marine Highway System (AMHS) routes will help meet the
goals of the Comprehensive policy above.

Retirement of one, two or three mainline ferries depending on available funding and
travel demand
Replacement of other ferries as they reach the end of their useful life

POLICY 8.4. TO SUPPORT THE IMPROVEMENT OF TRANSPORTATION
FACILITIESAND SYSTEMSTHAT REINFORCE JUNEAU'SROLE ASTHE
CAPITAL CITY OF ALASKA AND A REGIONAL TRANSPORTATION AND
SERVICE CENTER.

8.4.SOP1 Assume a leadership role in the encouragement of transportation links
into and out of the CBJ. Consider all affordable energy-efficient transport alternatives to
improve transportation links between the CBJ and other areas of Southeast Alaska,
including improved air passenger and cargo service, roadways, ferries, and fixed-
guideway systems.

8.4.SOP2 Support development of a Lynn Canal Highway, as this facility is
important to provide improved transportation to the Capital City for Alaska’s citizens,
Alaska’s legidators, and for the economic well-being of Juneau and the Southeast
Region.

8.4.SOP3 Support the continued operation and improvement of the Alaska Marine
Highway System as an important element of access to and from the CBJ and the rest of
coastal Alaska that helps ensure access to the Capital City and coastal communities.

8.4.1A2 Improve transportation facilities that accommodate air and marine links
between the CBJ and outlying communities.

8.4.1A4 When analyzing transportation facility options, consider the life-cycle
costs of operation and maintenance on the prospective systems, traveler safety, traveler
convenience, the growth-inducing impacts of the project on the community and the
affected neighborhoods along the route(s), and the environmental impacts of each option
on the affected lands and neighbors, including water quality and air quality (noise,
fumes, dust), and energy consumption.

8.4.1A5 Implement the improvements called for in the Area Wide Transportation
Plan (AWTP) that reinforce Juneau’ srole as Alaska’ s capital city and as a regional



transportation and service center as funding becomes available. Update and revise the
AWTP as necessary. (p. 123-4) (See below for discussion of the AWTP as it relates to
the SATP)

POLICY 8.6. TO PROMOTE AND FACILITATE MARINE TRANSPORT SYSTEMS
AND TO PROVIDE FACILITIES TO TRANSPORT CARGO, VEHICLES, AND
PASSENGER TRANSPORTATION, COMMERCIAL FISHING INDUSTRIES, AND
RECREATIONAL WATER TRAVEL.

Addressing the transportation of walk-on passengers between Auke Bay and Katzehin, as well as
provision made for bicycle traffic on Glacier Highway, would be supported by the
Comprehensive Plan and Area Wide Transportation Plan.

Completion of the highway to Katzehin and initiation of shuttle ferry service in
upper Lynn Canal

POLICY 13.2. TO PROVIDE ADEQUATE AND EFFICIENT FIRE PROTECTION
AND FIELD EMERGENCY MEDICAL CARE FOR ALL. IT IS FURTHER THE
POLICY OF THE CBJ TO MAINTAIN AN INCIDENT RESPONSE
ORGANIZATION TO EFFECTIVELY RESPOND TO LARGE-SCALE EVENTS
AND DISASTERS.

The Comprehensive Plan does support the extension of Glacier Highway. Though, construction
and completion of a highway extending from the end of the road to the Katzehin flats will
increase demand for CBJ emergency responses to service that area. This increase in demand will
require additional Capital City Fire Rescue staff over current levels. With current staff levels,
emergency response to this area would take responders from their current area of service and
would place them farther from other areas that might need their attention.

Construction of a road from Kake to Petersburg
Construction of a road from Sitka to Warm Spring Bay and a ferry terminal
Construction of an airport in Angoon

POLICY 5.4. TO ENCOURAGE AND SUPPORT REGIONAL ECONOMIC

DEVELOPMENT IN OTHER CITIES AND LOCATIONS IN SOUTHEAST

ALASKA TO CREATE A LOCAL ENVIRONMENT OF SERVICES AND

OFFERINGS ATTRACTIVE TO COMMERCE ORIGINATING FROM OUTSIDE

THE CBJ, AND TO ACTIVELY PARTICIPATE IN DEVELOPMENT AND

IMPLEMENTATION OF REGIONAL SUSTAINABLE DEVELOPMENT GOALS.
5.4.SOP3 Participate in regional planning processes.



5.4.1A3 Encourage continued and expanded transportation systems that serve the
Southeast Region while retaining those systems currently serving the region.

From the Area Wide Transportation Plan (2001):

Public safety is of paramount concern.

Measures that enhance safety for users of the transportation system will be carefully reviewed,
evaluated, selected, and recommended.

The community’ s transportation system must provide people with more transportation choices.
The transportation plan must recognize that transportation is more than just vehicles and
pavement, and must encourage diversity in travel options.

Bicycles provide a low-cost alternative to automobiles.

Surface transportation needs to be improved so that it works as well for bicyclists as it does for
other vehicle operators.

Travel by foot needs to be safe and convenient.

The addition of pedestrian facilities at many locations is needed to provide for all travelers,
including children, the elderly and the disabled.

Public transit has a significant role in moving people.

Opportunities to improve transit operations and route efficiency and to increase ridership and
capacity will be identified and pursued.

Federal transportation policy provides a framework for federal and state transportation
investments. In seeking transportation improvement, it is best to begin by investing in existing
facilities, followed by improving their efficiency, especially where the facility connects
transportation nodes. Investing in new transportation facilities may make sense, but it needs to
build on improvements to the existing transportation system. (p. 4-5)






















































Sept. 28, 2014
ADOT&PF - Southeast Region Planning
PO Box112506
Juneau, AK 99811-2506

dot.satp@alaska.gov

Dear SATP “Kake Access” Planning team,

Below are comments I previously submitted regarding the Purpose/Need statement for
the Kake/Petersburg road. I am recycling them because they are equally useful in this
phase of SATP planning. In short, I do not support this fiscally irresponsible, ill
conceived project, and request that continued mainline ferry service as the preferred
alternative for transportation in SE Alaska. This is the will of the majority of SE
Alaskans and you are obligated to consider and evaluate their concerns.

Sincerely,
Rebecca Knight

PO Box 1331
Petersburg. AK 99833



Proposed Kake Access EIS
Comments to the Draft Purpose and Need Statement
by
Rebecca Knight

August 4, 2013

Mike Traffalis, Project Manager
Kake Access EIS
Federal Highway Administration

Western Federal Lands Highway Division
610 East Fifth Street

Vancouver, WA 98661-3801

Dear Mr. Traffalis,

Following are my comments for the proposed Kake Access Draft Purpose
and Need Statement for the Kake Access EIS. Obviously some of my
comments can also be applied to the scoping phase of the analysis.

Although this project is identified as the Kake Access EIS, it appears the
analysis will ultimately be used to justify a road link between the
communities of Kake and Petersburg. Multiple references to this link
should be removed from the draft P & N statement to avoid biasing
decision makers toward this option, and prevent the required “hard look”
at a full range of alternatives.

There is no doubt that Kake is isolated, that adequate medical services
are lacking, and the price of goods and services are high. However this
situation is not unique to Kake and is the circumstance of most
communities in SE and greater Alaska. I believe an honest environmental
analysis will conclude that a road will not improve Kake’s troubles, and
in fact result in negative impacts to all the affected communities of
Kupreanof and Petersburg as well as Kake. Although I fully support the
NEPA process, I do not believe an expensive environmental analysis is
needed to evaluate the impacts because it is apparent that this project is
a pie-in-the-sky fantasy of a few powerful legislators who control State
purse strings and thus their own personal legislative priorities. For the
reasons listed below, a Petersburg/Kupreanof/Kake road/ferry link is
clearly “unreasonable” from the outset and should be relegated to
“alternatives eliminated from consideration”.



Comparison to the South Mitkof Ferry Terminal and Inter-Island
Ferry

or

Insanity: doing the same thing over and over again and expecting
different results.

Despite warnings by the public early on, the South Mitkof Ferry Terminal
was an expensive and abysmal failure. It has been closed for years
although approximately $20 MM (maybe more) was invested in the
facility including extension of a paved road ending at the terminal. It was
an expensive experiment.

According to the general purpose and need for the Mitkof project:

“The primary drivers for the new terminal were to reduce system costs,
improve service, and develop greater connectivity in the service area. For
a sustained period of years the Alaska Legislature has, through various
means, conveyed to the Alaska Marine Highway System (AMHS) a
consistent determination to reduce the annual General Fund subsidy
essential to operating the system. In addition, the public and
communities served by AMHS desire a regional transportation system
that is more flexible, frequent in service, efficient, reliable, convenient,
and stable. Providing meaningful service improvements and cost
reductions requires that AMHS revise its operations as outlined in the
Southeast Alaska Transportation Plan (SATP). A key element of the SATP
is the development of new ferry terminals, including the South Mitkof
Island Ferry Terminal. The SATP also has identified a need for greater
connectivity and the development of local ferry service. In response, IFA
is now expanding its operations to the north end of Prince of Wales
Island with a new ferry, a new terminal at Coffman Cove, and service to a
terminal at the south end of Mitkof Island.”!

As you can tell, the “Kake Access Project” purpose and need description
is nearly identical to the South Mitkof Island Ferry Terminal’s. The
Mitkof facility was intended to serve a much greater population base
than the Kake project yet it did not survive the lack of ridership despite a
second attempt after the first and operation under new management. A
nearly new facility, it sits completely empty today as it has for years.
Given the utter failure of the S. Mitkof facility, I have little confidence

! American Society of Civil Engineers. Conference Proceeding Paper.
Abstract. Ports 2007: 30 years of sharing ideas: 1997-2007.



that a Kake Access road extension and ferry facility to Petersburg will
succeed. I predict, if it is approved it will also fail but the cost will be
more staggering than the S. Mitkof project.

Although you may assert this is “outside the scope” of your analysis, I
believe it is incumbent that you responsibly disclose why a Kake Access
link would be so different and succeed. Do we learn any lessons from the
past or is this just another symptom of insanity?

Demographics 101

The demographics for a Kake to Petersburg road link simply do not
justify construction of a multi-million dollar road for a community of 500
people, native or otherwise. And this is not to mention the environmental
impacts associated with a project of this size. The legislators that
irresponsibly authorized this expenditure, without consulting local
citizens whether they supported the appropriation, represent the epitome
of why most Americans consider Alaska a welfare state.

The waters of SE Alaska are our “highway”, don’t require maintenance,
are safe for ferry travel, and experience little to no environmental impact
from traveling upon them. Many of Kake’s woes would be rectified if the
political will to provide better mainline ferry service existed. And as an
added benefit, a time and money wasting EIS process would not be
required. The State should provide improved mainline ferry service,
especially in the winter — not an expensive road/ferry crossing that links
communities.

Fiscal Waste

The proposed project is a colossal waste of public money and time
regardless of which alternative the FEIS and ROD finally support -
including the No Action. The waste begins with the formal NEPA process
currently budgeted at $5 MM billed from a $40 MM State of Alaska
appropriation for a Kake to Petersburg Northern Route alignment.
Considering the current population of Kake, the appropriation amounts
to a per person subsidy of $72,000. This figure will no doubt increase
dramatically if a road is chosen over improved mainline ferry service
since the cost of road construction and shuttle ferry infrastructure will
no doubt far exceed the initial appropriation. Simple logic should prevail
by eliminating from further consideration the construction of a Kake
road link.

Enough said. I understand you have no control over the appropriation
and are simply doing your job.



Regardless, cost/benefit effectiveness should be identified as a
significant issue in driving alternative development and the full costs of
the project should be disclosed. This includes the entire cost of the
project including all associated infrastructure including but not limited
to the entire cost of planning and environmental analysis, construction,
Lidar transects, potential shuttle ferries and docks, staffing and
overhead, administration, year ‘round maintenance including snow
removal and prevention of blocked culverts that impede fish passage - a
chronic problem on the Tongass National Forest which the Feds cannot
afford to remedy.

The State DOT continually experiences budget shortfalls that prevent it
from adequately maintaining our local road systems, especially during
periods of abundant snowfall, so I have little confidence that they will
adequately maintain the 40 plus miles to Kake.

The proposed road link will not “fix” Kake’s economic woes just like
the huge timber supply on their private lands failed to assure the
same:

According to your synopsis of the June 23, 2013 Kake Listening Session
for the Draft Purpose and Need Statement,

“..they realized that their population was leaving so they weren't a
sustainable community as they had depleted, their resources were gone,
people were leaving, there weren’t jobs and their economy was dropping
and they saw that their isolation has caused economic downtown.” ?

Indeed, Kake’s precious resources were squandered in short order. The
corporate ANCSA business model dictated that in three to four decades
their lands, which had sustained them for generations, would be
denuded. It was not Kake’s “isolation” that caused the economic
downturn, but rather the rapid exploitation of their resources. Potential
economic opportunities largely evaporated as a result of unsustainable
uses on Kake private lands. So now a road is proposed as the panacea to
fix this situation?

I doubt a road to Petersburg will remedy Kake’s woes, nor do I believe
more public funds should be squandered on proposals that stand a
snowball’s chance of solving anything. There are better ideas to explore
to assist Kake residents than throwing a road their way and crossing our

2 KFSK. Federal, state officials field questions about Kake road link. June 29, 2013.



collective fingers in some blind hope all will be well when they can drive
to Petersburg. I think we all know better.

Despite the fact that the NEPA analysis for the project will only consider
access, the real driving force behind the proposed road is for it to parallel
a proposed electrical intertie along the same route enabling better access
for powerline maintenance. At least some Kake residents have admitted
that they support the road only because they think it may be their ticket
to less expensive power from the electrical grid. It should be made very
clear to Kake residents that the proposed route simply does not
guarantee an electrical connection to the grid.

Petersburg is not suited as a “regional transportation hub”.

The draft document initially refers to Kake’s potential link to “a regional
transportation hub”. The underlying assumption has pointed to
Petersburg as the designated hub however this could include any
number of central/northern SE communities other than Petersburg. For
instance, Wrangell could serve as a hub if the Totem Bay route were
preferred. Juneau is a natural hub. Larger communities, that offer
greater services, would be better suited to accommodate Kake’s needs for
medical, shopping and the other needed services cited in your draft
document.

While Petersburg does have daily jet service to Juneau and the lower 48,
smaller “shuttle” planes may replace the 737’s currently serving our
town. Please verify if this is a serious proposal. Since access to jet service
is cited in the P & N Statement, it should be fully evaluated. If jets will be
replaced with smaller shuttle service this is reasonably foreseeable and
must be considered in your analysis. For instance, is there any real
benefit to Kake residents from driving to Petersburg to access shuttle
planes (or a jet for that matter), when they could just fly from Kake?

Following are my responses to various individual assertions made in
the Draft Purpose and Need Statement:

“Kake residents currently lack timely and affordable access to advanced medical
care and facilities as well as a wide variety of essential commercial sales and services
to support community well-being.”

No doubt everyone in smaller communities in SE Alaska believe this to
be true, however it is not implicit that Petersburg can adequately meet
those needs, since it fails to supply many of the services that even
Petersburg residents seek. While I fully support local business, the
realities of life in rural Alaska dictate to do without or travel elsewhere to
meet our needs.



For instance, our medical center cannot perform surgeries, nor can
expectant mothers give birth here, unless the mother happens to deliver
prematurely. Petersburg likely experiences per capita a similar rate of
medi-vac flights as Kake residents not to mention the temporary
translocation of patients to larger communities for needed medical
treatment. Petersburg has no ophthalmologist. Visiting vision specialists
make regular visits (~ every 2-3 months) to Petersburg, however
appointments must be booked weeks in advance. I was unable to secure
an appointment recently with the visiting ophthalmologist for a
potentially serious eye condition. Instead, I intend to combine my vision
appointment with a previously planned trip to Juneau in the near future
- as most prudent residents would do. Nor is there a hearing specialist in
Petersburg — a need cited by a Kake resident during their listening
session. Granted, some Kake residents may find medical services in
Petersburg meet their needs, but I would be willing to bet the vast
majority would not.

Further, there is only one expensive clothing store here, and it generally
does not carry children’s or baby clothes. One other grocery/department
store provides some basic clothing. In contrast, Fred Meyer in Juneau is
the go-to, affordable apparel provider for most SE Alaskans when visiting
that community.

Our town has quite limited options for car repairs, the incidence of which
will likely increase due to driving 40 plus miles on a bumpy, poorly
maintained road. Car repair facilities in Petersburg have inadequate
ability to diagnose issues arising from malfunctioning electronics found
in the newer models. As a result, many Petersburg residents put their
cars on the ferry to Juneau for service. And they combine that with a trip
to Costco and Home Depot loading their cars to the max with the less
expensive goods they find there.

While less expensive than Kake for groceries, Petersburg does not
compare to Juneau in most respects. Any assumption that the majority
of Kake residents would really prefer to do their shopping or fulfill their
medical needs in Petersburg needs serious fact checking. They simply
are not going to regularly drive that distance for a loaf of bread and a
gallon of milk. Moreover, ridership on a shuttle ferry across the Wrangell
Narrows will never cover the cost of operation as the Inter-island
Petersburg to Wrangell/ Coffman Cove facility demonstrated. And when a
medical emergency arises, Kake residents will likely enlist Native health
services and air transport rather than drive the distance to Petersburg
with an ill patient, especially if they will likely be required to fly to a
larger town anyway for treatment. When examined at any depth other
than superficial, it is clear that Petersburg cannot fulfill the needs of



Kake residents at a level that justifies construction of a road and ferry
crossing to Mitkof Island.

“The cost of air travel [from Kake] to Juneau and Sitka generally exceeds $150 each
way per person, with potential of added baggage fees. This amount is not affordable
for many residents of Kake,... From Juneau, Sitka, and Petersburg, the

travelers can board Alaska Airlines to all of the larger communities in Alaska and
the lower 48 states.”

A fare check, two weeks out for airfare on Alaska Airlines from
Petersburg to Juneau shows a cost of $160 each way — more or less
depending on the day of travel, so any assumption that Kake residents
would choose to drive to Petersburg to catch the one AM northbound
flight per day to Juneau, again has no basis in reality. They would have
to either overnight in Petersburg, or depart very early from Kake
incurring fuel costs for the trip, find a place to leave their car (another
expense) and pay a similar or higher fare than they currently do. The
same baggage restrictions apply. Any sensible Kake resident would chose
to save the time, the fuel and the hassle of driving to Petersburg, and
instead fly to directly Juneau to connect with other flights and/or shop
and seek medical treatment where goods and services are better.
Granted, some Kake residents may find medical services in Petersburg
meet their needs, but [ would be willing to bet the vast majority would
not and again not at a level that justifies construction of a road and ferry
crossing to Mitkof Island.

“The economy of Kake is centered on the area’s fisheries. The nearest major fish
processors are in Petersburg. Transporting fish by boat to those processors from the
fishing grounds west of Kake is expensive in terms of fuel and time; the time
required for boats and personnel to transport fish to Petersburg (approximately 10
hours round trip) decreases the cost-effectiveness of fishing near Kake.”

Anyone that understands fish processing understands that multiple
handling and elevated temperatures are the most significant causes of
declines in fish quality and consequently price. My family depends 100%
on commercial fishing for our livelihoods and can say unequivocally, that
we prefer our fish be transported to the processor in our fishing vessel,
or a fishing tender if our capacity is exceeded. This is the most efficient
and timely method of transporting fresh fish and maintains quality at its
highest level. Fish are suspended in slush ice or refrigerated sea water,
maintained at 34 degrees F or so, and generally handled only once prior
to reaching the processor.

Compare this to the rigors of multiple loading and off loading from
fishing vessels to totes on docks, the time it would take to properly ice



each fish, load on surface vehicles, and then transport on AML sized
refrigerated vans along 40 plus miles of poorly maintained roadway.
Clearly, this proposal is DOA. A recent two-day seine opening yielded 8
MM salmon. And the 2013 season forecast predicts a 54 MM pink
salmon harvest in SE Alaska alone. If fish were offloaded in Kake I
shudder to imagine the headache of transporting only a fraction of this
volume via a road system. Please give a call to the Icicle fleet manager
Randy Lantiegne (907) 772-4294 or Trident Plant Manager Davy Ohmer
(907) 772-3333 and they will dispel any myth that transporting fish from
Kake to Petersburg along a 40 plus mile stretch of road is a viable option.
Combine this with the dozens of fish tender captains and crews that
would potentially be displaced and I can conclude without doubt this
notion is not viable. Please remove any reference to transport of
commercially landed fish along a Kake road link from your P & N
Statement.

Kake has a fish plant built during the 1980”s. The facility has gone
bankrupt twice I believe. Attempts over the years at reigniting the plant
to a viable operation have consistently failed.

“Opportunities for these activities [subsistence] are mostly limited to accessible
beaches and logged land adjacent to local logging roads extending out from Kake.
Extending the road system out from Kake would expand the area available to
subsistence food gathers. There are 120 miles of logging road in the Kake area...”

As noted in the P & N Statement 120 miles (or .22 miles per person) are
available in the area for subsistence purposes. Expanding the road
system will not necessarily result in a net benefit to Kake subsistence
users. In fact, increased road density is likely to harm the primary
subsistence resources of deer and moose due to increased access and
competition from other federally qualified subsistence hunters as well as
sport and non-resident hunters. Expansion of the existing road system in
the project area will create a relatively large area that is easily accessed
from local communities. I believe Kake residents are very aware of this
possibility.

Subsistence uses are not “limited” to “logged land adjacent to local
logging roads” contrary to that assertion in the P & N Statement.
Brinkman (2007) surveyed deer hunters on Prince of Wales Island and
reported that the median distance that hunters were willing to walk from
their vehicles to hunt deer was about 2.4 km (1.5 miles).® Moreover,

8 Brinkman, T. J. 2007. The Prince of Wales Island deer hunter project:
preliminary summary of hunter survey responses. University of Alaska
Fairbanks, Fairbanks, AK, USA.



unroaded, old growth forest provides significant if not more subsistence
resources than those found along roaded and existing clearcuts and act
as reservoirs for old growth dependent species such as Sitka blacktailed
deer, wolves goshawks, murrelets and marten.

Alexander Archipelago Wolf

The issue of increased road density is recognized as harmful to wolf
populations. The Alexander Archipelago wolf is currently under
consideration for listing under the Endangered Species Act as threatened
or endangered. A decision could be issued any day. Wolves and deer
hunters are closely tied together by their need for deer and ample, high
quality habitat to support them. This is recognized in the Forest Plan
wolf standard and guideline (TLMP at 4-95) which requires providing,
where possible, habitat to support 18 deer per square mile to provide for
wolves and hunters as determined by the deer model.

As noted in the formal petition to list the AA wolf: 4

“Habitat modification through road building directly increases wolf
mortality. Although the 1993 AA wolf ESA petition and listing decision
focused heavily on logging of old growth habitat and the subsequent
reduced carrying capacity for Sitka black-tailed deer, a number of
studies have demonstrated that logging on the Tongass NF poses an even
more direct and immediate threat to wolves: increased hunting and
trapping mortality fueled by increased road density [emphasis added].
The combination of decreased habitat for prey and increased hunting
and trapping pressure from roads has likely already led to decreases in
wolf numbers in parts of Southeast Alaska, especially in GMUs 2 and 3.
Numerous studies have concluded that both open and closed roads
negatively affect AA wolves in southeast Alaska by increasing access for
legal and illegal hunting and trapping (Person et al. 1996, Person and
Russell 2008). Studies indicate that total road densities (i.e., open,
closed, stored, decommissioned and temporary roads) of 0.7 mi/mi2 or

4 Center for Biological Diversity, Petioner; Greenpeace, Petitioner. Petition
to list the Alexander Archipelago Wolf (Canis Lupus Ligoni) as threatened
or endangered under the United States Endangered Species Act. August
10, 2011at p. 43.
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more are unsustainable for wolves.>”

“...These road densities have already been exceeded in many regions of
GMUs 2 and 3, and under the 2008 TLMP, additional road construction
will be concentrated in these GMUs. As discussed in section III.E below,
a chronic history of failure by the Forest Service to implement road
density guidelines on the Tongass NF poses a significant threat to the AA
wolf.”

Clearly, any increased road density, whether a logging road or Kake to

Kepreanif/Petersburg highway also pose a significant threat to the AA
wolf.

ANILCA Section 810 Subsistence Evaluation:

This project has significant subsistence implications regarding
abundance and/or distribution, competition and access for subsistence
resources. In particular, but not limited to:

- the impact of increased roaded access to subsistence resources in the
project area (fish and wildlife in particular).

- the impact of construction of new roads, bridges to subsistence
resources.

-destruction and/or alteration of suitable habitat for fish and wildlife
species.

-competition between subsistence users of Kake, Kupreanof, Petersburg
and Wrangell — all federal recognized subsistence communities.

Please include an analysis on the effects to subsistence resources
including but not limited to deer and marten and schedule ANILCA 810
subsistence hearings in all affected communities at the proper time.

> The TLMP wolf standard and guideline includes a range of 0.7 mi/miz to 1.0 mi/mi: ;
however, scientists who have studied wolves in the region hold to the smaller of those
densities. (Pers. comms. Dr. David Person, Person et al. 1996, Person 2006: 18, 20, 21).
The 1.0 density that the Forest Service prefers to rely upon comes from wolf studies in
Minnesota, where ecological and social factors affect both the legal and illegal take of
wolves differently than in Southeast Alaska. “These studies show that wolves generally
failed to survive in areas with road densities >0.6 kilometer per square kilometer (0.9 mi/
miz ) whereas they persist in similar areas with lower densities of roads.”(Person et al.
1996). Because this suggests a risk of local extinction instead of providing for viability,
scientists outside the Forest Service use 0.7 mi/miz, not the range of values used in
TLMP.
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Black Bears

Please include an analysis of road density impacts and updated
information about hunting effort for black bears because the project
heightens the risks of increased human-caused mortality. Road
construction exacerbates the risk of increased hunter take and vehicle
collisions.® Also, please consider ADF&G black bear management reports
regarding current harvest trends in the project area and illegal take of
black bears. Please consult directly with ADF&G biologists who have
experience on Kupreanof involving black bears as well as other species.

Cumulative Effects, Connected Actions & Segmentation.

Please do not fail to include a full analysis of the cumulative effects and
potential connected actions and segmentation issues of the proposed
project. I trust from your comments during the Listening Session that
shuttle ferry facilities will be analyzed in this project as part of
alternative analysis and the larger project.

Finally,

Please include an analysis on the effects of the project to any
Wild and Scenic Rivers in the study area.

Please include an analysis on the effects of the project to the Old
Growth Reserves (OGR’s) strategy in the study area.

Please include an in-depth analysis of the costs of maintenance
of the road and right of way as well as road maintenance and
sources of funding to maintain these roads and rights-of-way
during all seasons of the year including heavy snow
accumulation winters.

Please disclose any specific upgrades required on publicly owned
existing infrastructure on Mitkof Island and beyond including on
the Tongass National Forest.

Thank you,

6 Audubon TNC Conservation Assessment (Albert and Schoen 2007) Ch. 6.3
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Rebecca Knight

PO Box 1331
Petersburg, AK 99833
bknightl5@hotmail.com

also emailed 8/4/2013:

Hello Mike Traffalis

| just submitted comments for this proposed project THEN found the NOI
on your website. Should've read it long ago. | was surprised to read that,
"This EIS will be coordinated with the Kake to Petersburg Transmission
Intertie EIS, which is also in progress."

If this is so, then that sounds like a connected action which leads to
segmentation. As you know connected actions should be analyzed in one
EIS pursuant to NEPA.

This was not the impression the public has been led to believe. | consider
this a MAJOR issue. Further, any "coordination” with the Intertie folks
should be disclosed in the EIS.

Have you been "consulting” with the Intertie folks since the NOI was first
published?

Please add these comments to the lengthy comments | just previously
submitted.

Thank you,

Rebecca Knight
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