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favourable, then decisions regarding expanded throughput or new port development can be made in
a very timely manner.

The same features that make private ports efficient places to do business can also lead to several
governance disadvantages, from a different perspective. Operators of private ports are not
accountable to the public for their decisions. This means there is no public body or public
representative to appeal to regarding their actions, such as a mayor, a Minister of Transport or a
transportation agency. Private port operators are under no obligation to provide cargo handling
services to all parties, unlike the ubiquitous common user facilities in public ports. And if they are
sufficiently concerned about the potential impacts on their labour situation and operations that could
eventually arise due to government investment or the presence of a government agency within the
port, then they may be very unreceptive to a proposed government-backed development. They
could take the position of refusing to sell privately owned land for a government-supported
development, and bring pressure on the provincial government not to sell or lease government-
owned land.

9.3 Port Governance Models in the U.S.

The two greatest distinguishing governance features of U.S. ports, compared to the Canadian
experience, are (1) the drastically reduced role of the federal government at even the largest ports,
and (2) a very different mix of sources of funds.

Although Canada’s major ports have gone through a period of commercialization, their assets
remain vested with the federal government. The federal government continues to exert important
influence on port operations and leadership, through such means as the setting of borrowing limits,
restrictions on allowable activities as defined in the Letters Patent, and the appointment of the
majority of CPA’s Boards of Directors (including those meant to represent the interests of users).
This level of federal involvement is nowhere to be seen in the U.S. This general absence can be
traced to the provisions of the U.S. Constitution.>

The U.S. has never had a national port plan or strategy, and no commercial port or group of ports
has ever been under the complete control of the federal government. The port industry, historically,
has been decentralized. The U.S. Constitution granted to the Congress power to tax goods crossing
the borders of individual states. The Constitution limited discrimination among states, stating: “no
preference shall be given by any regulation of commerce or revenue to the ports of one State over
those of another....” Thus, U.S. federal governments upheld the policy that the exercise of
governmental policy affecting ports was to be free from competitive or discriminatory bias among
ports (and hence among states).

% “North American Port Reform: The Canadian and American Experience,” Michael C. Ircha, International Journal of
Maritime Economics, Vol. 3, 2001, pp. 198-220.
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Although some port facilities were developed originally by private sector interests such as the
railways, it is fair to say that, for over a century, the vast majority of ports in the U.S. are agents of
local, regional or state governments. (A few private ports do exist, such as for the export of bulk
petroleum products from the Mississippi Delta, but they are rare exceptions.) The federal
government does play several roles related to ports, but in general exercises little authority. The
roles that it does play (in addition to operating departments such as Customs and the Coast Guard)
include: constructing and maintaining channels and harbours through the U.S. Army Corps of
Engineers (COE), and data collection and some policy development through the U.S. Maritime
Administration (MARAD). MARAD’s role is not comparable to Transport Canada, in that it does
not have ownership of the assets for, nor exercise oversight of, the large ports. MARAD formerly
undertook various initiatives to promote ports (in general, without favouring particular ports), and
port-related research activities; these have been largely developed to the industry association that
acts as a collective voice for U.S. ports.

Responsibilities of the COE include deepening and widening channels, disposing of dredged
materials, building jetties and breakwaters, and other harbour works. Local ports have been
responsible for maintenance dredging near or among their piers and berths. Although the federal
government used to fund major harbour works in their entirety, several cost-sharing arrangements
have been in place over the past nearly two decades to divide costs for particular projects between
the federal government and “local” interests (e.g., a state or a municipal government). A large part
of the costs for major dredging projects are covered by amounts held in the Harbour Maintenance
Trust Fund. This fund was built up through an assessment on the value of domestic and
international cargo handled at U.S. ports. (No such dedicated assessment or fund exists in Canada).
While channel and harbour dredging in particular are necessary so as to support the efficient flow of
commerce, nevertheless the COE must walk a politically fine line based on the projects it carries
out. For example, harbour improvements at one location may allow a given port to solicit shipping
lines operating the latest generation of large container ships. This action may be jealously viewed
by competing ports, which either have not yet benefited from such dredging, or who may have
naturally deeper channels and harbours and have no need of such dredging (in which case their
natural advantages are “eroded” by actions of the federal government). Suffice to say that such
concerns are part of the decision-making mix as the COE undertakes its projects. (This
phenomenon can be observed in Canada also, for example in complaints from Halifax port
stakeholders about dredging of the St. Lawrence River for the benefit of ports like Montreal; the
difference is the absence of the constitutional restraints in Canada.)

In important operational respects, most U.S. ports of any size are similar to larger Canadian ports, in
that they operate largely as “landlord” ports, owning land, structures and facilities, while most
terminal operations are carried out by private sector companies on the basis of lease arrangements
with the port authority.
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9.3.1  Key Governance Features of U.S. Port Authorities

Some observers have identified as many as eleven different port governance models in the U.S.
Such micro analyses are not particularly helpful at understanding the basics of U.S. port
governance, however; depending on how many variables one chooses to consider, one could
consider scores of models. Instead, we focus here on their key features, as noted before: ports’ role
as agents of state or local governments, and their funding sources. In terms of relationship to their
respective government authority, the following models are among the most common or most
important in the U.S.:

e asingle port with its own enabling legislation, owned by a state government (e.g., Virginia
Ports Authority; in addition to this characterization, VPA is a good example of a port
authority that has established quasi-private operating subsidiaries, such as Virginia
International Terminals Inc.)

e asingle port that is jointly owned by more than one state government (e.g., Port Authority
of New York-New Jersey: while the bi-state model is not at all common, the sheer size of
the port of New York-New Jersey warrants inclusion of this model)

e multiple ports with a common piece of enabling legislation and common reporting
relationship to a state government: (e.g., Harbors Division, Department of Transportation,
State of Hawaii with authority over ten ports including Honolulu)

e aport that is under the authority of a municipality (e.g., from very small ports such as
Haines, Alaska, to very large ports, such as the Port of Los Angeles—a department of the
City of Los Angeles, often referred to as the Los Angeles Harbor Department).

Various governance parameters can vary significantly among U.S. ports: for example, open versus
closed meeting requirements, audit reports, financial reporting relations and restrictions, borrowing
authority limits, taxing authority (if any), access to local or state loans or grants, employee hiring
practices.® Consideration of the functioning of Boards of Directors gives an indication of the wide
variety of treatments at U.S. ports for this single aspect of governance:

o whether or not the port has a Board (most do, but some do not)
o whether the Board is appointed or elected

o if appointed, whether by the mayor, city manager, governor, or two governors; and whether
approval is required by state legislatures or municipal councils

o whether board positions are explicitly reserved for specific stakeholder groups (users,
labour, geographic regions)

o if elected, whether by district or at-large.

% bid.
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9.3.2

Funding and Financing Sources

As noted earlier, sources for Canadian port financing consist of: borrowings from banks and the
issuance of commercial bonds; income from investments; and cash generated from operations.
U.S. ports have a greater variety of sources of capital, in general. In addition to the sources noted
for Canadian ports, the following sources are available at times at U.S. ports (not all sources are
available at every port):

The right to issue tax-exempt Revenue Bonds. The interest on these bonds, like the interest
on U.S. Municipal Bonds, is not subject to income tax, and therefore, the interest rates
associated with those bonds are lower than other commercial interest rates (as the
bondholders are willing to accept the lower tax-free rates).

The right to issue General Obligation Bonds. Like Revenue Bonds, these are tax exempt;
rather than being secured by the revenues of the port authority, they are secured by the
collection of municipal taxes.

Direct participation in municipal tax revenues in some states (such as Washington State).

A dedicated share of transportation-related taxes levied in some states (such as Virginia).

A variety of government grants. Although numerous grant programs exist, their total impact
is relatively small when compared with the other sources of financing, at least at large,
financially-stable ports.

Cross-subsidies from other Port Authority operations, including airports, bridges, tunnels,
logistics services, and real estate. More profitable, non-marine activities are particularly
important at some large urban ports, including New York-New Jersey and Tacoma.
Canadian ports are highly restricted from engaging in non-marine transport activities.

In the case of New York-New Jersey, insurance proceeds as an exceptional item relating to
the events of September 11, 2001.

Comparison of Funding Sources

A recent comparison over three years of three large Canadian ports and three large U.S. ports found
the following reliance on various sources of funds.
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Exhibit 9-2
Sources of Funds at Selected Ports (Three-year average, FY2000-2002)
ek, [£203 Sharing of Grants and Self-Generated
. Loans, Proceeds .
Port Groupings Municipal Insurance Cash from
L (MBI Taxes Proceeds Operations
and Sale of Assets P
Sample of 3 large 470 o o 1000
Canadian ports 7-17% 0% 0% 83-100%
ﬁgrrpsp'e of 3 large U.S. 19-55% 0-8% 0-6% 34-75%

Source: “Impacts of the Sources and Costs of Capital on the Competitiveness of Canadian Ports,” KPMG, July 2004.

In addition to the greater variety of sources of funds noted above, many U.S. ports also receive
indirect subsidies through the absence of certain charges, such as exemption from local government
property taxes, and a variety of non-charged services provided by the parent government.

The variances in available sources of financing affects Canadian and U.S. ports’ costs of capital.
The KPMG comparative study noted above found that:

e The costs of debt are approximately 0.7-0.8 percentage points lower at the U.S. ports
studied than at Canadian ports, primarily on account of the tax-exempt status of bonds
issued by U.S. ports.

e In both countries, the ports’ return on equity is somewhat higher than the ports’ cost of debt.
Even though the differences are not large, an increase in the ratio of debt to equity would
somewhat reduce the costs of capital and improve the competitiveness of the ports.

e The cost of capital at U.S. ports was found to be several percentage points lower than the
cost of capital at most Canadian ports, with the exception of one Canadian port with no
debt. This is due to:

o the aforementioned lower cost of debt,

o0 the higher debt to equity ratio at U.S. ports, combined with the generally lower
cost of debt than the rates of return on equity; and,

0 at some ports, the receipt of government subsidies, which affect the costs of
capital and allow for favourable user charges and fees. In fact, without external
subsidies, or cross-subsidies from the ports’ other operations, two of the three
U.S. seaports studied would operate at a loss.

The table below summarizes public port financing methods from a much broader survey of U.S.
ports. Note that even among a broad survey of ports, sizeable annual variations among different
financing sources are possible. For example, revenue bonds in the late 1990s typically accounted
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for 40 percent of annual financing, whereas more recently their use has dropped sharply.
Conversely, the use of General Obligation (GO) bonds has risen sharply recently.

Exhibit 9-3
U.S. Public Port Financing Methods
Year Port GO Bonds Revenue Loans Grants Other
Revenues Bonds
2002 38.3% 23.4% 13.2% 4.2% 7.7% 13.1%
10-year average, o o o o o o
1993-2002 40.3% 10.3% 28.4% 3.1% 7.4% 10.4%

Source: “Port Development Expenditures,” U.S. Department of Transportation, Maritime Administration, May 2004.
Note: “Other” funding includes State transportation trust funds, State and local appropriations, property tax and sales tax revenues.

The governance structures of ports in both countries guide them to operate as economic drivers for the
community as not-for-profit organizations. Consequently, ports are generally satisfied with relatively
low returns on equity from operations. U.S. ports view their major role as regional economic engines
stimulating development and jobs.>” This is a prevalent mindset in place among management of
Canadian Port Authorities also; however, attitudes within the Canadian federal government appear to
be more cautious as to the relative emphasis between ports as development catalysts versus profitable,
quasi-taxpaying and economically prudent wardens of federal property. The U.S. emphasis on
economic development often leads to reduced port prices coupled with enhanced levels of service.*®
Such price and service competition among ports reduces port net revenues leading to a greater reliance
on state and local government funds to cover financial shortfalls.

Numerous financing sources exist in the U.S. that could potentially be applied to ports, although
many government programs only touch tangentially on ports themselves (as opposed to surface
transportation access to ports or other cargo hubs, particularly to promote intermodal traffic). The
following framework provides a useful categorization of general financing sources.

57 .

Op cit.
%8 “Reduced port prices” refers to port authority user charges assessed at lower rates than they would be in the absence of
access to other sources of funds: it does not imply that U.S. port charges are generally lower than at comparable Canadian
ports.
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Categories of funding assistance available to U.S. Public Ports and Other Cargo Hubs

Implications of

credit market

user fees (Project

U0 & Examples A LA R Public/Private QL
assistance Requirements . Considerations
Sector Commitment
Level of private
Cash Cash contribution sector contribution
Private sector contribution. in- No repayment implies most is major factor in
grant or donation kind su (’m required significant private indicating
PP sector commitment importance of
project to firms
Government may
Repayment
act as guarantor of
) . guaranteed by . .
Bond financing . . Implies commitment bonds or offer tax
. Special bond private sector . . . .
through public ; from primary direct incentives/tax free
issues generally through

user groups

status to reduce
interest rates

Local, state, or
federal grants

projects, different

levels of national,
state, or local
significance

No repayment
required

Finance) below market level
Federal loans, . N
State Repayment Impllclas.3|gn|f|ca.nt Generally provides
. guaranteed by public interest in . i
Local, state, or infrastructure . . S financing at lower
federal loans or bank loans, State taxes: fees andjor project initiation; interest rate than
bond issues DOT or ’ort general revenue not | ongoing public sector roiect-specific
authorit Eon d specifically tied to interest restricted to Ft))o rJ1 d finapncin
issu}:as the project financial viability 9
Part of most Implies significant Implies significant

public interest in
project initiation;
significant public
interest in ongoing
operation

on-going public
benefit; grant
assistance may
trigger environ-
mental review

Source: Adapted from “Financing and Improving Land Access to U.S. Intermodal Cargo Hubs,” National Cooperative Highway
Research Program Report 497, Transportation Research Board, 2003.

Funding for Seaport Security

U.S. seaport security funding in a post September 11™ 2001 environment far outstrips security
funding prior to 2001, as well as port security funding in Canada or other nations. In April 2006 the
U.S. Senate Appropriations Committee approved an Emergency Supplemental Appropriations bill
that would result in a major boost in security funding for U.S. seaports. Much of the

USD $648 million is targeted at enhancing the security of container movements, including
purchasing more container inspection systems, hiring additional container security specialists, and
installing additional radiation portal monitors. Other security aims included in the bill are more
general in nature: 35 percent of the total appropriation would go towards the Port Security Grant

program, which could be accessed by many ports of various sizes and vocations.
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9.3.3  AIDEA Investment to Facilitate Marine Transport of Bulk Commodities

The Alaska Industrial Development and Export Authority (AIDEA) has been instrumental in
assisting the development and export of bulk commodities from Alaska, particularly through the
financing of transport infrastructure. This agency is a potential source of funding, in the event that
one or more Alaskan ports should play a role in the Yukon port access strategy; its structure and
financing role are reviewed here.

AIDEA Description and Development

AIDEA is a public corporation of the State of Alaska, constituting a political subdivision under the
laws of the State. It was created by the Alaska Legislature to “promote, develop and advance the
general prosperity and economic welfare of the people of Alaska, to relieve problems of
unemployment, and create additional employment.” It was originally envisioned in the 1960s to be
a pass-through conduit agency, providing Alaskan businesses with lower interest rates available
through tax-exempt financing, whereby AIDEA would issue bonds purchased by others. The tax-
exempt revenue bond program continues to help finance certain facilities at lower rates (based on
the credit strength of the developer); however, changes to the tax laws in the mid 1980s
dramatically changed the types of projects that are eligible for tax-exempt financing in Alaska.

In the early 1980s legislation was enacted to expand the powers and financial capabilities of AIDEA
to assist smaller businesses. AIDEA was capitalized with an existing loan portfolio, and with cash
as oil wealth began flowing into state coffers. Using this newfound financial strength, AIDEA
launched what would become its loan participation program, whereby AIDEA can provide up to

90 percent participation in a bank-originated loan, up to $20 million, to provide long-term financing
for new or existing projects or to refinance existing loans. In addition to the revenue bond and loan
participation programs, other AIDEA credit programs include the business and export assistance
program aimed at small to medium sized businesses (guaranteeing up to 80 percent of a business
loan not exceeding $1 million, originating through a commercial lender); and the rural development
initiative fund and the small business economic development program (both aimed at financing the
start-up and expansion of small businesses to create long term, private sector employment).

Red Dog Mine Proposal and the DeLL.ong Mountain Regional Transportation System

In the mid-1980s Teck Cominco, in conjunction with NANA Regional Corporation, approached the
state seeking assistance to develop the Red Dog Mine deposit. An approximately $128 million
economic development loan portfolio held in the General Fund was appropriated to AIDEA for this
purpose, and the financial structure of the transaction resulted in the creation of AIDEA’s
Development Finance Program.
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Between 1985 and 1990 AIDEA financed and built the first phase of the DeLong Mountain
Transportation System (DMTS), the road and port serving the area that includes Red Dog Mine.
DMTS consists of a 52-mile long, 30-foot wide all-weather industrial haul road, a shallow-draft
dock, offshore conveyor concentrate loading facility, fuel distribution and storage systems, and
other port facilities. In 1993 AIDEA commissioned a study on additional uses of the DMTS; in
1997 AIDEA financed the production rate increase expansion of the DMTS portside facilities and is
to be repaid by user fees; and in 2004 AIDEA participated in a study of the proposed deepwater
expansion to the DMTS port.

In 1987, $103 million in tax-exempt bonds were sold by AIDEA to fund a portion of the original
construction of the project. A state appropriation to AIDEA provided the remaining original
investment base funding of $180 million. In 1997 AIDEA sold $150 million in bonds to finance, in
part, the DMTS expansion. AIDEA’s DMTS investment base is now $267 million. AIDEA’s
investment is being repaid with annual fees assessed to the DMTS users.

The road is designed to accommodate multiple users. Teck Cominco has contracted with AIDEA
for a priority, non-exclusive right to use the DMTS system until 2040 to ship ore concentrates over
the road, store concentrates in the storage buildings, and transload concentrate onto ore ships. Teck
Cominco pays a toll for use of the facilities and is obligated to operate and maintain the system at a
commercially reasonable rate of compensation.

AIDEA’s Development Finance Program

AIDEA assists Alaskan business through its ability to develop, own and operate basic installations
and facilities within the state, especially those which advance the prosperity of a region. Roads,
ports, airports, utilities, infrastructure for tourism destination facilities or other public use facilities
essential for regional economic well-being are considered eligible projects. With detailed
information, staff and legal counsel determine eligibility, whether the project satisfies the
development criteria for AIDEA participation and if the project can meet tax-exempt financing
status and repayment schedules.

The following are the most relevant criteria for obtaining AIDEA’s participation in a project:

1. The project and its development must prove to be economically advantageous to the state
and to the general public welfare and must contribute to the economic growth of the state.

2. The project applicant is financially responsible.

3. The project is economically and financially feasible and able to produce revenue adequate
to repay the bonds or loans with which it is financed.

4. The project will provide for any related increased demand on public facilities.
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5. The project will provide or retain employment reasonably related to the amount of
financing by AIDEA, considering the amount of investment per employee for comparable
facilities and other relevant factors.

6. The scope of the project is sufficient to provide a reasonable expectation of the benefit to
the economy of the state.

7. The project is in compliance with applicable law.

8. Issuance of the bonds is not expected to adversely affect the ability of the state or any
political subdivision of the state to market other bonds. The Alaska State Legislature must
approve all projects over $10 million.

Consideration of the benefits to the state from investment in a proposed project (i.e., return on
investment) could include the following components:

e Annual taxes paid to state and local government
e Value added from in-state construction:

e Construction employment

o Alaska-fabricated components

e Annual operating payroll

o Consequential benefits:

e Other related payroll

e Other in-state goods and services.

AIDEA requires the project sponsor to provide AIDEA with clear title or lease to the portion of land
on which AIDEA’s portion of the project would be developed. This would be a condition of the
agreement so long as debt was outstanding. Once the debt is retired, title could revert back to the
project sponsor at fair market value, unless reversion is prohibited by the financing mechanism
used. Itis AIDEA’s intention to assign maintenance and operating responsibilities back to the
project sponsor. Other procurement requirements likely to be required are public solicitation of all
bids and proposals and the utilization of Alaska bidders and product preference with respect to the
award of all contracts.

Other Bulk Resource Assistance from AIDEA

Since the Development Finance program’s inception in 1986, AIDEA has had ownership of five
projects ranging from the DMTS to the Skagway ore terminal, Unalaska marine centre dock, Federal
Express aircraft maintenance centre and the Healy clean coal project. In 1995 AIDEA purchased

49 percent of the Seward Coal Terminal, for which AIDEA was being repaid through semi-annual
payments. Following the suspension of coal exports to South Korea, AIDEA sold its interest to the
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Alaska Railroad Corporation in 2003. In 1996 AIDEA issued revenue bonds to finance the tailings
facility at Fort Knox.

In 1990 AIDEA purchased and renovated the Skagway Ore Terminal. In 2003 AIDEA demolished the
concentrate storage building at Skagway due to corrosion and removed residue concentrates from the
entire terminal. In 2005 AIDEA contributed to a study on shipping coal through the Skagway Ore
Terminal, and is in discussion with Cash Minerals and Sherwood Copper Corporation.

AIDEA has also paid for or conducted in-house a number of other studies related to the mining
industry, including studies of the northwest Alaska resource development transportation, overland
transportation options for the proposed Illinois Creek gold mine, the costs of exporting Healy coal
to South Korean users, and feasibility activities for the Kensington mine.

Other Observations Related to AIDEA

Pursuant to Alaska statutes, the AIDEA board is required to annually determine the amount of a
dividend to be made available for appropriation by the legislature. The dividend is to be between
25 percent and 50 percent of AIDEA’s net income, for the fiscal year two years before the fiscal
year in which the dividend is to be made. AIDEA has contributed over $178 million in dividends to
the state.

AIDEA does not provide grants to business. All projects financed through AIDEA programs must
be commercially viable.

The members of the board of directors of AIDEA also serve as the board of directors of the Alaska
Energy Authority. However, AEA continues to exist as a separate legal entity. There is no commingling
of funds, assets, or liabilities between the two organizations, and there is no responsibility of one for the
debts or obligations of the other. The Board is made up of five people. Two members represent the
public, and are appointed by the Governor for two year terms. The other three members are State
Commissioners (Cabinet-level positions), consisting of the Commissioners of the Department of
Revenue and the Department of Community and Economic Development, plus a third Commissioner
appointed by the Governor (currently the Commissioner of the Department of Transportation and Public
Facilities).

9.3.4  Pros and Cons of U.S. Port Governance

It is difficult to generalize about the advantages and disadvantages of U.S. port governance models
because of their wide variety. Certainly one of the greatest advantages for U.S. ports is the level of
direct and indirect financial support available from governments or through government actions,
including in some cases taxation authority, and more generally through the avenues of direct
appropriations, public bond market issues backed by government, and tax-exempt bond issues at
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attractively low interest rates. This extent of government financial support is a fundamental
difference between public ports in Canada and the U.S.

Not coincidentally in light of the extent of government financial support, U.S. port authorities
consistently view economic development as an important part of their mandate, with an emphasis
on being “economic engines” in their respective regions. In spite of this emphasis, U.S. ports
consistently manage to operate at good levels of productivity and are well-managed enterprises.

The lack of direct federal involvement in ports, and the related lack of a national ports strategy, may
be seen as either a weakness or a strength of the governance of U.S. ports, depending on one’s
penchant for coordination of public resources in the national interest. While ports within a
particular region do coordinate certain efforts (such as developing consistent responses to policy
initiatives), there is still strong competition among regional ports. This intra-regional competition
leads to productive and well-managed ports, but may also lead to overbuilding and duplication of
resources.

9.4 Port Governance Trends

Port governance can be viewed along a spectrum in terms of the roles and relationships of public
and private entities active at a given port. The World Bank Port Reform Toolkit describes four such
points on a continuum. At one end of the continuum lies the service port model, used in many
developing countries. It is a predominately public model in which the Port Authority owns the land
and all available assets (fixed and mobile) and performs all regulatory and port functions. All
cargo-handling operations are performed by labour directly employed by the Port Authority. This
model exists only at some of the smallest ports in North America. At larger ports (internationally),
the dearth of internal competition can lead to inefficient port administration, or to a lack of
innovation, and services that are not user-oriented. Dependence on government for funding may
lead either to wasteful use of resources or conversely to under-investment.

Various intermediate points along the spectrum reflect shared operational responsibilities between
public port authorities and private operators. These include the landlord port model found among
most medium and large-sized ports in North America. They also include efforts at
commercialization, as seen in Canada in the 1990s, injecting greater local autonomy into day-to-day
decision making, more efficient business practices, and greater reliance on self-generated funds or
borrowings supported by self-generated funds.

Among developed countries, there is a trend towards privatization of ports, a framework that is
entirely different from most ports’ status in North America. At its extreme, the public sector no
longer has any interest in port activities. Port land is owned by the private sector; all operational
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activities are performed by private companies; and even all regulatory functions are in the private
sector. A few key variations, including their implications for port financing, are discussed below.

94.1 Port Privatization in New Zealand

New Zealand led the trend among countries in the developed world towards port privatization, at
the same time as many other New Zealand economic structures and institutions were overhauled.
New Zealand’s ports had been publicly-owned facilities managed by Harbour Boards. (Members of
Harbour Boards were elected in the three-yearly cycle of local government polls).

Pressure from exporters and other businesses prompted the national government, after a period of
consultation, to eventually set three key objectives for port changes:

e The separation of the commercial functions of Harbour Boards from their non-trading roles;
o The freedom from legislative controls and the emphasis on commercial activities; and

e The need for standards of accountability for performance similar to those which apply to
businesses in the private sector.

Port companies were formed and their shareholdings initially lay entirely with the Harbour Boards.
The new port companies were created as private business enterprises in which were vested the land
and assets of the respective ports. They were regulated under the country’s company laws, they
gained the ability to negotiate their own employment contracts, they acquired independent Boards
of Directors, and the former system of regional demarcation of ports’ hinterland territories was
abolished. The Harbour Boards were subsequently abolished in the course of local government
reform and their port company shares were transferred to regional or, in some cases, local
government.

As owners of private companies, these regional or local governments have the flexibility to partially
or entirely sell the port companies, through private sales or public flotation. Five out of thirteen
port companies have been partially privatized and listed on the New Zealand Stock Exchange. For
example, Port of Tauranga Limited is a publicly-listed company in which the Bay of Plenty
Regional Council, through its Council-controlled organizations and subsidiaries, owns 55 percent of
the voting securities. The remaining shares of Port of Tauranga Limited are fairly widely held; the
next largest shareholder owns just 5 percent. For a few years, 20 percent of Ports of Auckland (the
country’s largest container port) was listed on the New Zealand Stock Exchange, although the
publicly traded shares were re-acquired in 2005 as a strategic long term investment, and it is now
wholly owned by the investment management arm of the Auckland Regional Council.

The New Zealand model has required ports to adopt fully-commercial business practices (while
allowing them to divest or transfer former non-commercial responsibilities); moved their
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governance from the national to the regional/local level; and allowed their initial (local government)
shareholders the flexibility to raise funds by publicly listing part or all of the port companies. In
practical terms, most regional/local governments have retained significant shareholdings in their
respective port companies, as the ports are now operating as profitable and growing business
entities with attractive dividend payments.

9.4.2 Port Privatization in Australia

Whereas in Canada the federal government is responsible for ports, this constitutional responsibility
in Australia is held by the states. Prior to efforts at reform, Australian ports were generally State
statutory authorities. Unlike the consistent, nationally-developed New Zealand framework,
Australian states each developed their somewhat unique approach to port reform. In some
instances, results have been disappointing: expectations were set for private-sector outcomes, yet
the port corporations were not private sector entities: they remained under the control of their
respective Ministers of Transport, and operational decisions were limited not by the dictates of the
marketplace but by the provisions of their enabling statutes. Some port corporations were not given
the direction, the tools, the challenge, or the impetus to deliver aggressive port management. In
many cases, the government failed to remove non-core assets from ports, fund public service
obligations outside of port budgets, or control staffing in excess of that necessary for core port
activities.>

Tasmania’s four port authorities were incorporated as private companies under the state’s
Corporations Law, with rights and responsibilities similar to other private companies.®® If it wished,
the state could sell off part or all of the shares of port corporations to the public. However, the state
retains an important role with respect to the four port corporations, including an annual audit,
setting borrowing limits, receiving very significant annual dividends (50 percent of pre-tax profits),
and effectively nominating the members of the Boards. Being incorporated led to increased port
operational costs including payment of corporate income tax and property tax equivalents (as well
as the annual dividends to the state). Each of the port corporations has managed to reduce their
workforces by approximately 50 percent.

Port/Mining Links in Western Australia

Recent business arrangements between Mount Gibson Iron Limited and the Geraldton Port Authority
in Western Australia provide an interesting example of mutually beneficial arrangements reached
between a prospective bulk resource shipper and a port authority. Mount Gibson Iron had been

% “Corporatization: A Legislative Framework for Port Inefficiencies,” S. Everett, Maritime Policy and Management,
Volume 30 (2003): pages 211-219.

80 «pyplic Policy for Ports: To Be or Not To Be Corporatised or Privatized?”, Michael Ircha, prepared for Canada Marine
Act Review Panel, 2002.
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initially considering shipping via Kwinana, south of Fremantle, Western Australia. The rail route from
the mine to Geraldton, at 245 km, was 115 km shorter than to Kwinana (south of Fremantle).
However, Geraldton lacked sufficient water depths for economic bulk exports of iron ore. The
Geraldton Port Authority advised Mount Gibson Iron that shipping of iron ore through Geraldton
would reinforce the economic viability of deepening the harbour and lead to decreased costs for all
port users, particularly regional grain growers. The port developed a $103 million (AUS) Port
Enhancement Project, of which the linchpin was a $73 million dredging contract.

As a pre-condition of state government support for the Port Enhancement Project, the Geraldton
Port Authority successfully negotiated a Port Services Agreement with Mount Gibson Iron for the
unloading of ore trains, handling and stockpiling of iron products, and loading of ore vessels.
Under the port services agreement, Mount Gibson was required to provide security against future
port charges. The agreement included the following essential elements:

e A requirement for Mount Gibson to export a minimum annual volume of 1.5 million tonnes

e A requirement for the company to provide a $2.5 million mortgage over the mining
tenements at Mount Gibson

¢ A requirement for Mount Gibson to lodge a $5 million bank guarantee with the port
authority as security for the investment and development of storage facilities at the port

e A guaranteed commitment by Mount Gibson to contribute a set annual payment of $2.25
million for the duration of the guarantee period.

The bank guarantee is to be reduced as the company constructs iron ore storage and handling
facilities at the Port of Geraldton. Mount Gibson did build a 150,000 tonne capacity storage shed
on land leased from the port authority for 50 years; additional leased land is held under option and
expected to be taken up to expand storage capacity as exports are increased.

To accommodate Mount Gibson products, the port authority also invested $5 million to upgrade
existing bulk handling facilities prior to initial exporting activity, to enable the iron ore products to
be effectively and efficiently handled through the port in a manner that achieves a sound
environmental standard and socially acceptable outcome.

Mount Gibson was not required to directly contribute to the cost of the port authority’s port
enhancement project. However, following the completion of the port enhancement project,
Geraldton Port Authority did introduce a port enhancement charge of $2.20 AUS per tonne of cargo
for all port customers (including Mount Gibson), allowing the port authority to recover investment
costs committed in the project.
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9.4.3  Port Privatization in the United Kingdom

The U.K. government commenced its port privatization efforts with a number of the country’s
second tier ports, and moved very quickly toward their complete privatization. The 19 ports
formerly under the jurisdiction of the British Transport Docks Board were reconstituted as
Associated British Ports (ABP) and 49 percent of the company's shares were sold in the stock
market. This floatation, viewed by the government as successful, led to the sale of the remaining
shares the following year (at almost 2.5 times the value of the initial share offering). As a private
port company, ABP continued to expand and generate profits for its shareholders.

The success of ABP led the government to consider further privatization, particularly of the
country's numerous Trust ports (similar to Crown corporations, or very roughly comparable to
CPAs). Legislation was developed to enable all Trust ports to transform themselves into companies
for sale. The legislation encouraged the sale of ports to their management and/or employees. The
process to establish proceeds that would flow to government from the sales was somewhat complex,
depending on competitive bidding to establish the ports’ market values, and a claw-back
arrangement to retain a portion of windfall profits that might arise from future land development.
The government ended up retaining approximately 44 percent of the proceeds generated from the
initial group of privatized Trust ports, with the balance returned to the former Trust ports for their
capital needs. Although the national government owned the port lands, significant local investment
and promotion had contributed to the growth of the Trust ports over time.

The sale of the various Trust ports to private enterprises represented a unique challenge because no
market had previously existed for the sale of port land.> A major criticism of the U.K. experience
was that the base values the government used to calculate the sale prices of the land were
inadequate. Many port lands were significantly undervalued (with up to 75 percent discounts), and
in some cases port management re-sold the ports in short order for multiples of 2.5 times what was
originally paid.

9.4.4  Trends in Terminal Ownership

Two trends are apparent around the globe with respect to the ownership of terminals for general
cargo. First is the trend towards concentration of ownership, as large terminal operators are
expanding their portfolios of terminal operations around the world, through the acquisition of
smaller or less profitable rivals. An example much reported on recently is the takeover by Dubai
Ports World of the terminal operator P&O Ports, with operations at a number of large ports in North
America, including Vancouver. With increasing shipping volumes forecast, the need to globally
diversify to counter the risks of slowdowns in some geographic markets, and the possibility of some

8% “The Governance Structure of Ports,” Mary Brooks, The Review of Network Economics, Vol. 3, Issue 2, June 2004.
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administrative efficiencies when combining terminalling operations, this trend may be expected to
continue.

The second trend involves the ownership or long term lease of terminals by shipping lines, again
particularly in the general cargo sector. It is common in the dry and liquid bulk sectors for shippers
or receivers to own terminal facilities (e.g., grain companies, petroleum producers). It is much less
common for bulk shipping lines to own terminals, with the exception of integrated petroleum
companies with a shipping arm (in which case, it comes back to the shipper/producer once again as
the key corporate entity). However, the trends among container shipping lines include growth
through acquisition, growth through larger vessels, and integration of other elements of the logistics
chain including terminals and freight forwarding functions. Several terminal operating companies
in North America are owned by shipping lines, including OOCL (Vancouver), Hapag-Lloyd
(Montreal), and NYK (Montreal and Halifax). Maximizing the competitive advantage from their
corporate sister terminals is an increasingly important factor driving the network strategies of large
shipping lines.

9.4.5  Trends in Channel and Quayside Depths

As noted in passing in the preceding section, container ships are increasing in size, with 8,000 TEU
ships becoming increasingly common, and plans in place for vessels up to 50 percent larger again in
terms of capacity. Today’s largest container ships require channels, turning basins and quayside
depths of 55 feet (16.75 metres). Vancouver and Prince Rupert are able to accommodate such
requirements, as are their major West Coast competitors. Many smaller ports do not have this
capacity, however, nor do certain key waterways such as the Panama Canal.

9.5 Governance Issues for Consideration

Based on the characterization of the potential port governance models contained in this chapter and
the opportunity to further develop the port infrastructure in Skagway in particular, a number of
thoughts come to mind about the appropriate model for Skagway: These are addressed under a
number of headings.

AIDEA

o AIDEA is in the process of negotiating a contract with Sherwood Copper for the annual
movement of up to 60,000 tonnes of copper concentrate through the new facility. AIDEA
has estimated that the necessary infrastructure could cost in the order of $5 million, though
it is conceivable that more detailed engineering studies will require that the dock be
upgraded and the concentrate ship loader replaced. The estimate, as developed in this
report, would increase the capital cost to $16 million.
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As long as AIDEA is the owner of the concentrate facility, it must be able to accommodate
multiple users and pro rate charges between the users.

AIDEA has indicated that its goal is to sell its interest in the facility, as it never was its
intention to be the long term operator of the facility.

Given the potential economic viability of this facility, as indicated in Chapter 8 of this
study, AIDEA may be in a position to divest its interest in the facility in the next few years.

AIDEA may be able to facilitate the sale through provision of a deferred interest/payment
loan triggered by the ultimate operator achieving a certain throughput, for example 400,000
tonnes per year. If this option is not practical, some sort of loan guaranty or low-interest
loan for future capital expenditures may also be effective.

AIDEA’s Development Finance Programs for transportation infrastructure are for “public
use facilities essential for regional economic well being”. The creation of jobs in either
Skagway or Haines would appear to meet this criteria.

City of Skagway
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The City of Skagway currently owns most of the underlying land on the waterfront
(foreshore and water lots), though it is leased to other parties (primarily White Pass &
Yukon Route).

The city receives very little revenue directly from its ownership of these lands. It receives a
small annual payment related to the WP&YR lease and usage fees for the loading ramp
(other than Alaska Marine Highway). Instead, it generates significant revenues from
consumption taxes related to the expenditures by tourists that visit Skagway each summer,
primarily by cruiseship. There is an opportunity to diversify the revenue base of the City by
taking a financial interest in the new facility.

The City would be able to use financing measures such as tax exempt bonds to raise the
required capital for future expansion. The City may be able to work with AIDEA to access
this source of funding.

An ownership stake in the Ore Dock would provide the City with greater control over its
economic and community development.
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Haines Borough

The potential development of a major marine terminal and associated rail line in Haines is
completely contingent upon the development of the large coal and iron ore deposits in the
northeastern portion of Yukon.

Given the complete reliance of this port facility on this development, the involvement of the
City should be limited to protecting the right-of-way and industrial land required for the
terminal. Purchase of the land and construction of the terminal and railway would be far
beyond the means of the community.

Private sector involvement (potentially through the mine developer or a third party) is the
key to the development of the facilities in Haines. Consideration could be given to a public
private partnership.

Private Sector

The financial analysis contained in Chapter 8 indicates that the returns may be sufficient to
attract private sector interest in investing in and/or operating the new facility.

The private sector could bring capital, operating expertise and technology that are required
to effectively develop and operate the port. Potential operators would include stevedoring
companies, terminal operating companies, shipping solution providers and integrated
transportation companies.

An independent operator, at arms-length from users, would be preferable in the eventual
case where there may be a number of users of the new facility.

A public private partnership is an option that should be investigated further and could fit
neatly with a local port authority governance model.

First Nations

There is an expressed interest by the Yukon Indian Development Corporation (YIDC) to
invest in economic development opportunities that are both viable and provide direct benefit
to local first nations. Creation of a first nation owned trucking company to service the
concentrate traffic may be of interest to YIDC or its members.

The principal source of jobs, at least in the short term (before the terminal and railway in
Haines are built) is in the trucking industry. There is a potential for several hundred jobs in
moving concentrate and/or coal to the Port of Skagway, and most of these jobs would likely
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be based in Yukon. These jobs would include truck drivers, heavy duty mechanics,
dispatchers and administrative positions.

Environment

e The biggest unknown, as discussed in the companion report on the environmental, land-use
and regulatory issues, is the status of the contamination of the seabed adjacent to the Ore
Dock from historical operations.

o |f this problem is not resolved, and the uncertainty about liability to future operators is not
removed, it may be difficult to find a body to take over the ownership and operation of the
Ore Dock.

e This situation will require a decision about liability and potentially a guarantee to cover
future costs associated with clean-up. This matter requires further investigation before
decisions on guarantees and liability can be made.

Grants and Funding

e Financial viability of the development could be enhanced if government contributions were
to be made available. A couple of potential sources include:

o Transport Canada’s Pacific Gateway Initiative which has earmarked $590 million
to enhance flows through west coast ports. Whether or not this could be applied to
the transportation infrastructure necessary to facilitate the movement of mineral
products from Yukon is difficult to determine, but Yukon and Canada would
ultimately benefit.

0 SAFETEA, the current versions of the Transportation Efficiency Act, may be a
source of funding for projects that provide economic diversification, improve port
security and reduce local congestion. These opportunities are all present in
Skagway.

0 Other Federal and State programs may also be available.

o If the City of Skagway were to invest in upgrading the Ore Dock, they would be able to
recoup their costs through wharfage payments.
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9.5.1 Governance Structure

While the Port of Skagway currently matches the local port model of the U.S., in the future it would
be desirable to overlay features of the Regional Port Model In Canada. Both contain a variety of
features that are key, namely:

e Local ownership and control would be a positive factor. Local ownership of the underlying
lands and some of the improvements provides for a greater degree of control.

o Flexibility to respond to opportunities is critical.

e The community can set levels of service, such as keeping trucks out of town and using a
conveyor to move product to the dock.

e The community has access to some funding tools, such as tax exempt bonds, that may make
this an attractive local operation.

In the longer term, this is a development where the private sector may be quite interested in taking
an ownership position. The City may be able to create a public private partnership for this
development. The private sector will be interested if the development passes a series of test
including:

e Financially viability

o Acceptability to the local community and users of the facility

e The regulatory environment is clear and fair

e There are no operational hurdles that prevent the private sector from becoming involved

In Haines, the situation is different. The Borough could negotiate with the Army Corps of
Engineers to turnover the fuel depot once remediation of the site is complete. This would give the
Borough a valuable asset for future port development and would ensure that the land can be kept
available for this potential use. This land could be provided to a local port authority set-up as a
subsidiary of the Borough to manage the port.

9.5.2 Yukon’s Role in Port Governance

The Yukon has significant economic interests in the potential development of port facilities in both
Skagway and Haines. Given these economic interests, it would be desirable for Yukon to have
representation on the Board of either of the port authorities. The precedent for this type of
arrangement exists in the Vancouver Port Authority where the Board is comprised of a number of
industry and government interests from Western Canada.
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An additional consideration for Yukon is the potential to use new mineral royalties to invest in a

new marine terminal or other portions of the supply chain for mineral products. This has been done,
albeit indirectly, on the Sierra Yoyo Desan Resource Road in northeastern British Columbia. The
royalties are used to fund the payments to a private operator of the road.
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IMPLEMENTATION CONSIDERATIONS

This chapter discusses the potential implementation plan for the port strategy. The implementation
plan covers three phases of activity — immediate (1-2 years), medium term (2-4 years) and long
term, though it focuses on the first two years of activities related to implementation. The plan
focuses on Skagway due to the short term need that is fulfilled by expanded port operations in
Skagway. Nonetheless, several activities are relevant for Haines as well. These port development
programs are independent of each other, though the probable timing of development is significantly
different for the two programs.

10.1 Immediate Term Actions

1. Create Implementation Organization — The implementation organization will be charged
with implementing the overall ports strategy. Given the diversity of interests, a corporate
structure may be preferable to a committee structure, so as to provide ownership and a well
defined governance process for the implementation organization (note: this is separate
from the actual governance of the ports). The implementation organization needs to be
defined in terms of:

a.

b.

Overall mandate
Funding for implementation activities (including approval processes)
Timeline

Representation (government — state, provincial and local, private sector — mining,
transportation, port operations, and first nations

Decision-making process and bylaws for effective governance

2. Review Funding Options — There are a number of programs that may have the ability to
provide funding for portions of the proposed program. The review should focus on

identifying:
a. The nature and sources of available funding
b. The degree of fit of the program (or individual elements of the program such as the
cruise ship dock) with the objectives of the funding programs
c. The level of discussion required for application for funding. What does the
business case look like for each funding agency? What information is required?
d. The application process (timing, submitting party, decision-making process, etc.)
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e. The regulatory/policy implications of accepting funding from a particular source
(what are the implications for timing, review, flexibility, etc.)

3. Develop Communications Strategy/Program — A communications program needs to be
developed with the appropriate messaging about project need, project options, project
development process, opportunities for consultation and key contacts.

a. A key aspect of the communications strategy is a means to meaningfully engage
key stakeholders such as first nations, White Pass & Yukon Route and the
communities of Skagway and Haines.

b. The communications strategy should contemplate linkages to other planning
processes such as the comprehensive plan in Skagway, which is due for an update.

c. The communications strategy should link the port strategy to the Alaska Canada
Rail Link Study and its findings

4. Develop Full Project Description — The Project Description is a short document that will
outline project need, project concepts/components and preliminary layouts/engineering
drawings. Project Descriptions will be required for the Port of Skagway in particular, but
should also be developed, albeit at a higher level, for Haines as well. The Project
Description will be used for a number of purposes including:

a. Display materials for public meetings and meetings with key stakeholders.

b. To obtain preliminary thoughts and advice from regulatory agencies about the key
issues and acceptability of the project

c. To discuss the potential project and the financial implications with mining companies.

d. To discuss potential funding with funding agencies

5. Engage Regulatory Agencies — Meet with the regulatory agencies on an informal basis to
discuss the nature of the project and seek guidance/advice/comments on the project and the
permitting processes/issues. Key agencies to be contacted include:

a. Federal Aviation Authority — Impact of the conveyor on the airport and
construction restrictions.

b. Alaska Department of Transport — Acceptability of the conveyor (Alaska owns the
airport), potential for moving AMH and the need to reroute the Klondike Highway
to access a moved AMH operation. The planned Juneau access road and the
implications for future ferry operations need to be fully understood as well.
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Corp of Engineers — Concerns over the construction of a new ferry dock, new
cruiseship dock and conveyor.

Department of Natural Resources — Concerns over the construction and operation
of the new facilities on local habitat.

Department of Environmental Conservation — Concerns over the construction and
operation of the new facilities on the environment.

Department of Homeland Security/Canadian Border Agencies — Implication of
change in the port on security/safety. Implications of additional truck traffic on the
ability to clear traffic at the existing border crossings on the Klondike Highway.

6. Environmental Baseline — Identify and undertake the appropriate environmental baseline
studies that will facilitate the permitting/approval processes for the program or particular
elements of the program. A significant issue to be examined is the physical and legal nature
of the existing concentrate contamination on the seabed adjacent to the Ore Dock.
Questions to be considered include:

a.

How big an issue is this? How extensive is the contamination (amount and over
what area)?

What is the extent of legal liability (who and quantum)?

How does this impact further development on the Ore Dock, including matters such
as dock rehabilitation?

What sorts of indemnifications are possible or practical?
How does this affect shippers?

How does this affect project financeability (esp private sector)?

Other potential areas of examination include:

Air quality monitoring and modeling
Water quality monitoring
Habitat assessments

Archaeological/heritage impact assessments

7. Land Ownership/Rights — Clarify all issues related to the waterfront lands and other
required property in terms of:

a.

Which lands are required for the program, and when?
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b. What is the nature of the interest in the lands required (ownership, lease, easement, etc.)

c. What is the nature of the current ownership (leases, sub-leases and rights attached
to the potentially affected properties)?

d. s zoning appropriate?
e. How should the lands be acquired?

f.  How will a land swap work?

8. Governance — While a local port governance model appears to be preferred, significant
work is required to determine:

a. The level of interest of local government in becoming more involved in the
ownership, operation, regulation and financing of the port.

b. The financial implications of becoming involved in port operations

o

The fit with the Skagway Comprehensive Plan

o

The potential public reaction to local control.

e. Therole and level of interest of the private sector in port operations and/or funding

=h

Transition plan with AIDEA

9. Haines — Haines Borough needs to be engaged at a number of levels to deal with issues
such as:

a. Community acceptability of the program
b. Integration of the program (bulk terminal and railway) into official plans
c. Protection of zoning on the old Fuel Depot site for a bulk terminal

d. Protection of a potential rail corridor through the community through zoning,
options to purchase or outright purchase — this may require the engagement of the
state to protect a potential rail corridor along the Chilkat River as well.

10.2 Medium Term Actions

1. Detailed engineering plans — Detailed engineering plans for Skagway need to be
developed to provide a basis for community consultation, applications for permits and
approvals, to serve as an input for more detailed costing, and where appropriate, to serve as
the basis for funding applications.
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2. Applications for environmental permits and approvals where required — The
application process should be started for improvements where specific permits or approvals
are required. Some of the processes may be time-consuming.

3. Community consultation process — Both Haines Borough and City of Skagway should
engage the local communities in consultation about the proposed projects, to obtain
feedback on key issues and provide education on the benefits and impacts of the projects.

4. Land acquisition — Where land is required in either the near term or future, appropriate
arrangements to acquire the land should be initiated. Outright purchase, land swaps and
options could be considered as some of the key acquisition tools.

5. Funding applications for relevant pieces of infrastructure — Once it is clear that new
infrastructure is required for which funding may be available from government programs,
the applications should be completed and submitted.

6. Engage first nations on economic development opportunities — The projects have the
potential to create significant economic opportunities for first nations in Alaska and Yukon.
Discussions with the economic development agencies of these first nations should be
initiated to assess the level of interest in financial and labour participation in potential
construction and operating activities.

7. [Engage first nations on northern potential — The potential development of iron ore and
coal deposits along with associated rail and port infrastructure in northeastern Yukon
should be the subject of a dialogue with local first nations. The intent of the dialogue
should be to gauge the level of interest in participating in such a development and to discuss
permitting, approval and consultation processes.

8. Survey of private sector interest in the project — Once the projects have reached a certain
stage of maturity in terms of long term financial viability and some of the key risks have
been identified and addressed, the private sector is likely to be interested in financial and
other participation. A survey of private sector interest is often a good tool for marketing the
opportunity well in advance of it becoming available on the market.

9. Creation of local port authority — Both Haines and Skagway should begin to develop the
framework for a local port authority to ensure that their long term economic, financial and
socio-community interests are protected.
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10.3

174

Long Term Actions

Construction — This is the major construction needed to deal with future increases in
volumes beyond that initially contemplated.

Land Swap — While the principles for the land swap need to be agreed upon earlier, the
actual land swap can occur later.

Detailed feasibility study on Haines rail route and bulk terminal — This should be
considered when there is information suggesting that development of the coal fields and
iron ore deposits in northeastern Yukon are being considered more seriously.
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Economic Development, April / May 2006

Discussions with George Marchewa, Senior Economist, Department of Economic

Development, May 2006

Discussion with Mary Klughertz, Klughertz Associates, 2006

Discussions with Gartner Lee, Whitehorse, 2006

Discussions with Kells Boland, Project Manager, Alaska Canada Rail Link, Whitehorse, 2006

Discussions with Mark Taylor, Special Projects Administrator, State of Alaska, Juneau, US,

2006
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11.

12.

13.

14.

15.
16.
17.

18.

19.
20.
21.
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Discussion with Haines Convention & Visitor Bureau, 2006

Interviews with Tim Bourcy, Mayor Skagway, City of Skagway, Skagway, US, 2006
Interviews with Rob Venables, Haines Borough Manager, Haines, US, 2006
Interview with Fred Shields, Mayor Haines, Haines, US, 2006

Interview with David Arnott, Vice President Marketing & Business Development, Vancouver
Wharves, Vancouver, 2006

Interview with Stanley Noel, Chief Executive Officer, Yukon Indian Development Corporation,
Whitehorse, 2006

Interview with Michael Catsi, Executive Director, Skagway Development Corporation,
Skagway, 2006

Interview with Michael Brandt, Vice-President, Marketing & Planning, White Pass & Yukon
Route, Skagway, 2006

Interview with Gary Danielson, President, White Pass & Yukon Route, Skagway, 2006
Interview with Robert Ward, City Manager, City of Skagway, Skagway, US, 2006

Interview with John Wood, Project Manager, Alaska Industrial Development and Export
Authority, Anchorage, US, 2006

Interview with Gordon Moffatt, Liaison Officer, Yukon Energy, Mines and Resources,
Whitehorse, 2006

Interview with Paul Taylor, President, Pacific Contract Company, Skagway, US, 2006
Interview with Walter Moa, President, Roanan, VVancouver, 2006

Interview with Ed Lapeyri, Captain’s Choice Motel, Haines, US, 2006
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