
Port MacKenzie Business Development Strategic Action Plan                                                       Page 1 of 52 
 

Prepared by:  

The International Association of 
Maritime and Port Executives  

 

  

 

PORT MACKENZIE 
BUSINESS 

DEVELOPMENT 
STRATEGIC ACTION 

PLAN 
October 2021 

Matanuska-Susitna Borough, 
Alaska 

 

                                            

Prepared for: 



Port MacKenzie Business Development Strategic Action Plan                                                       Page 2 of 52 
 

¢ŀōƭŜ ƻŦ /ƻƴǘŜƴǘǎ 
 

1. INTRODUCTION ..................................................................................................................................... 3 

2. EXECUTIVE SUMMARY .......................................................................................................................... 3 

3. BACKGROUND ....................................................................................................................................... 4 

4. GOVERNANCE ....................................................................................................................................... 8 

5. MARKET ASSESSMENT ........................................................................................................................ 10 

6. FINDINGS ............................................................................................................................................. 24 

7. PORT DEVELOPMENT SCENARIOS ....................................................................................................... 27 

8. RECOMMENDATIONS.......................................................................................................................... 29 

9. STRATEGIC ACTION PLAN .................................................................................................................... 32 

APPENDICES ................................................................................................................................................ 34 

 

 

  



Port MacKenzie Business Development Strategic Action Plan                                                       Page 3 of 52 
 

1. INTRODUCTION 

The International Association of Maritime and Port Executives (IAMPE) was engaged by the Matanuska-
Susitna Borough (MSB) to undertake a Strategic Action Plan for Business Development for Port MacKenzie.  
Port MacKenzie is a member of the Association which restricts its management services to only member 
ports and personnel. The IAMPE is a not-for-profit industry association that provides professional 
certification to port managers and executives, conducts ongoing research regarding port management 
and development issues and provides management advisory services as requested by members.  The 
Association has over 2,500 alumni, among which is the Port MacKenzie Port Operations Manager. 

 

 

Figure 1 Port MacKenzie Dock and Berth 

2. EXECUTIVE SUMMARY 

At present, Port MacKenzie has very little traffic, inadequate port staff, and limited business development 
activities. The dock is currently in good condition but will require proper maintenance and improvements 
to stay in usable condition ς ideally funded by revenues generated by the Port as well as grant money 
provided through government grant programs. ¢ƘŜ tƻǊǘΩǎ ƭŀŎƪ ƻŦ Ǌŀƛƭ ŎƻƴƴŜŎǘƛǾƛǘȅ ǊŜǇǊŜǎŜƴǘǎ ŀ ƳŀƧƻǊ 
hurdle to tapping into potential freight opportunities.  

The Matanuska-Susitna Borough is at a crossroads for the future of Port MacKenzie: it can properly 
empower and resource port staff to capitalize on existing and emerging opportunities so that the Port can 
generate revenues, or not. Once a port is built, it confers the responsibility of its maintenance and upkeep 
on its owners, practically in perpetuity. The Port can either be maintained on a proper schedule of 
preventative maintenance, or maintenance can be deferred which tends to increase its cost exponentially. 
One needs only look across the Knik Arm at the Port of Alaska to see how the costs of deferred port 
maintenance can mount to an astounding degree. Accordingly, deferring maintenance is a short-sighted 
and dramatically more costly approach than keeping a preventative maintenance schedule. Nor is it 
tenable to lock the gate and stop spending on maintenance: inadequately maintained docks either receive 
costly repairs or fall into the water.  

{ǘŀǘŜŘ ŀƭǘŜǊƴŀǘŜƭȅΣ ŀ ǇƻǊǘ Ŏŀƴƴƻǘ ǎƛƳǇƭȅ ōŜ άƳƻǘƘōŀƭƭŜŘΥέ it can either be maintained regularly, 
maintained irregularly at much greater cost, or picked up out of the channel when it collapses. The most 
viable alternative for a port is to fund a preventative maintenance program with revenues generated by 
the port. 
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Port MacKenzie has opportunities to tap into; port staff will need to be expanded and properly resourced 
in order to capitalize on them.  One such opportunity is upcoming reconstruction at the Port of Alaska 
(Anchorage) which is likely to ŘƛǎǇƭŀŎŜ ǎƻƳŜ ƻŦ ǘƘŀǘ ǇƻǊǘΩǎ ŎǳǊǊŜƴǘ ŎǳǎǘƻƳŜǊǎ. Given its proximity to such 
ŎǳǎǘƻƳŜǊΩǎ ŜȄƛǎǘƛƴƎ ƭƻƎƛǎǘƛŎǎ ƴŜǘǿƻǊƪǎΣ tƻǊǘ MacKenzie is a potential short-term alternative. Capitalizing 
ƻƴ ŀƴȅ ƻǇǇƻǊǘǳƴƛǘƛŜǎΣ ƛƴŎƭǳŘƛƴƎ ǘƘƻǎŜ ǇǊŜǎŜƴǘŜŘ ōȅ tƻǊǘ ƻŦ !ƭŀǎƪŀΩǎ ǊŜŎƻƴǎǘǊǳŎǘƛƻƴΣ ǿƛƭƭ ǊŜǉǳƛǊŜ ŀŘŜǉǳŀǘŜ 
staffing at the port and may require additional equipment (for example, a purchased or rented crane ς 
such needs would be established by communication with prospective customers).  

Given the existing conditions at the Port, its staff size, and its governance it is unreasonable to expect that 
Port MacKenzie is capable of a concerted business development effort. Our recommendation is that the 
Port Commission be empowered as a decision-making body to which port staff report, and that Port 
MacKenzie hire additional employees focused primarily on business development, operations, and 
maintenance. This would put Port MacKenzie into a posture to capture opportunities created by the 
pending Port of Alaska pier repairs, potential economic upturn, Port of Alaska congestion, and to cultivate 
freight and tenancy opportunities at the Port.  

Recommendations for a path forward can be found in Section 8 on page 29. A few key recommendations 
are to adjust the PƻǊǘΩǎ ƎƻǾŜǊƴŀƴŎŜ (including increased staffing), pursue completion of the rail line into 
the Port, and adopt a strategic action plan. A logical place to start with staffing would be a business 
development manager, who can capture some of the opportunities available to Port MacKenzie. With 
regards to governance, a return to the PƻǊǘΩǎ ƻǊƛƎƛƴŀƭ ƎƻǾŜǊƴŀƴce model is recommended: Port Staff report 
to the Port Commission, and the Port Commission in turn reports to the Borough Assembly. Port Staff 
must be insulated from political fluctuations and the myriad considerations that face a municipality: they 
must instead be focused on maximizing the public benefit of the port by driving traffic to it and ensuring 
it is kept in good condition and in compliance with prevailing regulations. Rail connectivity is crucial to the 
ǇƻǊǘΩǎ ŦǳǘǳǊŜ ǎǳŎŎŜǎǎΥ ŎǳǊǊŜƴǘ ŦǊŜƛƎƘǘ ŎƻƴƴŜŎǘƛǾƛǘȅ ǘƻ ǇǊƻǎǇŜŎǘƛǾŜ ŎƻƴǎƛƎƴŜŜǎΣ ǇŀǊǘƛŎǳƭŀǊƭȅ ǘƘƻǎŜ ƛƴ !ƭŀǎƪŀΩǎ 
interior, is greatly constrained without rail access into the Port. 

The recommendations laid out in Section 8 are organized as tasks and presented in a Strategic Action Plan 
in Section 9 on page 32. Adopting a Strategic Action Plan and following through on it is crucial to achieving 
the vision for a successful port. Without specific objectives and an overarching plan, the pressing issues 
of the day tend to carry focus and energy away from long-term vision. Within 6 months, the MSB should 
adopt the strategic action plan, allocate budget for additional port staff, and begin the hiring process for 
such staff. Within 12 months, the Port should have a business development plan in action, outreach to 
shippers and carriers underway, contact with Port of Alaska regarding its upcoming repair work, and be 
exploring grant opportunities for port infrastructure including the completion of the rail line.  

Without increased staff and an improved governance structure, it will be difficult for Port MacKenzie to 
develop new business and/or capitalize on opportunities as they arise. More of the same can be expected: 
very little activity at the Port, and very little revenue for the Borough.  

 

3. BACKGROUND 

The Port District is comprised of approximately 9,033 acres situated on 14 square miles of usable land for 
development. There are two tenants in the Port District: Central Alaska Energy and Colaska Construction 
Company. There is a 1,239-acre waterfront dependent zone and a 3,047-acre commercial port district.  
The Port has a deep water and shallow water dock which is designated as a barge dock. The deep-water 
dock is 1,200 feet long with an alongside depth of 60 feet at mean lower low water. It has an extraordinary 
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tidal range of approximately 30-35 feet, with extremes of 41 feet: the highest in the United States, second 
highest in North America, and among the highest worldwide1.   

There is a natural elevation change between the cargo handling area and the main portion of the tƻǊǘΩǎ 
property. The cargo area is accessed by a road and the dry bulk handling equipment has a conveyor 
installation for transferring cargo between the upper and lower elevations.  The natural geography of the 
area extends into the waterway creating areas of naturally deep water2 which in most cases eliminates 
the need for berth dredging.  The bottom consists of silt, sand, and gravel and the up-to 6-knot current 
tends to move silt away from the Port area, largely eliminating the need for maintenance dredging.3   

 

 

Figure 2 Port MacKenzie General Site 

 

Vessel Classification Size-Feet (Length X 
Breath X Draft) 

Capacity Cargo Type 

Handy 800X80X30 60,000 tons or less Dry/Liquid Bulk/Project 

Handymax 900X110X40 65,000-75,000 tons Dry/Liquid Bulk/Project 

Panamax 965X106X40 65,000-85,000 tons Bulk/Containers/Project 

Neo-Panamax 1,200X161X50 85,000-125,000 tons Containers, Project 

Aframax 950X120X45 75,000-115,000 tons Dry/Liquid Bulk 
Table 1 Vessels Able to Use Port's Existing Deep-Water Berth Source: IAMPE 

 

The natural deep water and two berths give the Port flexibility to handle a variety of vessels including 
some of the larger bulk vessels currently in service and calling on ports in the United States.  The Port is 
also able to handle a variety of feeder ships, also known as sub-Panamax vessels, as well as oceangoing 
and river barges at a separate and smaller berth.  That dock has a length of 500 feet and a draft alongside 
of 20 feet at Mean Lower Low Water.  Feeder vessels and barges are often used for both bulk and 

                                                           
1 US Army Corps of Engineers Cook Inlet Deep Draft Navigation Report 
2 US Geological Service 
3 US Army Corps of Engineers Cook Inlet Deep Draft Navigation Report 
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container operations. The barges are either towed by a separate tug or operate as an integrated or 
articulated tug/barge combination.  

¢ƘŜ tƻǊǘΩǎ ŦƛȄŜŘ ŜǉǳƛǇƳŜƴǘ ƛƴŎƭǳŘŜǎ ŀ ŘǊȅ ōǳƭƪ ƘŀƴŘƭƛƴƎ ŎƻƴǾŜȅƻǊ extending onto a dock built specifically 
for dry bulk cargo handling.  The Port recently acquired the conveyor system on the terminal which 
requires extensive repair and has not operated for 10-12 years4. There is no vessel-to-shore crane 
equipment.  

 

 

Figure 3 Appropriate Vessel Types for Port-Source: IAMPE 

²ƘƛƭŜ ǘƘŜ tƻǊǘΩǎ ŘƻŎƪ ƛƴŦǊŀǎǘǊǳŎǘǳǊŜ ǿŀǎ ŘŜǎƛƎƴŜŘ ǿƛǘƘ ǎǇŜŎƛŦƛŎ ǾŜǎǎŜƭ ǘȅǇŜǎ ƛƴ ƳƛƴŘΣ ǘƘŜ ƛƴŦǊŀǎǘǊǳŎǘǳǊŜ ƛǎ 
suitable to handle a variety of vessel types. The above figure shows appropriate vessel types that can be 
accommodated at the Port. These include bulk ships (upper left) used for dry bulk cargoes and project 

                                                           
4 PND Engineers Port MacKenzie Conveyor Valuation January 2020 
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cargoes. They are similar in size to larger liquid bulk carriers.  Container feeder ship (upper right), multi-
purpose or combination ship (middle left), feeder barge (middle right), articulated tug/oil barge (lower 
left) and articulated tug/container barge (lower right).  The two berths provide current capability to handle 
each of these vessels above.   

Tide, current, and weather are significant issuŜǎ ŦƻǊ ǘƘŜ ǊŜƎƛƻƴ ŀƴŘ ƛƳǇŀŎǘ ǘƘŜ tƻǊǘΩǎ ƻǇŜǊŀǘƛƻƴǎΦ  Extreme 
cold, significant storms, and waterway conditions can delay or shut down cargo operations.  The region is 
also earthquake prone: on average, there is a magnitude 7.0 or greater earthquake somewhere in or 
offshore Alaska every one to two years and a magnitude 8.0 or greater quake about every 13 years.5  The 
tƻǊǘΩǎ ƛƴŦǊŀǎǘǊǳŎǘǳǊŜ ƛǎ ŀƭǎƻ ǎǳōƧŜŎǘ ǘƻ ƘŀǊǎƘ river (for example, ice that flows down river, silting, damage 
from storms, and severe winter weather) and environmental conditions, which necessitate frequent 
infrastructure monitoring to ensure dangerous and/or costly infrastructure issues do not develop.  These 
conditions have created significant infrastructure deterioration at ports with similar conditions, including 
the Port of Anchorage (Port of Alaska)6, and lead to operational concerns and costly repairs.  

The Port has handled a limited number of vessels and cargo since its initial development in 1999.  This 
included eight log and wood chip ships in 2005 and three cement ships between 2009 and 2010. The last 
deep draft vessel to call was in 2012.  After that period, they had not handled a ship in eight years until 
June of 2020.  Historically, the Port has handled cargoes of super-sacks of cement, heavy equipment, and 
project cargo.   Based on existing business, the Port is expected to handle an average of one ship and six 
barges per year.   

In 2017, a report by the MSB7 looked at projected cargoes for Port MacKenzie, which included pre-built 
houses, pump and electrical modules for TAPS, woodchips, saw logs, sand and gravel, heavy equipment, 
cement, scrap metal, coal, electrical cable, general barge cargoes, concrete coated pipe future exports, 
fuel, liquefied gases, limestone/cement, copper, lead, zinc, and molybdenum.  Most of these cargoes 
require infrastructure improvements at the Port, which have not been endeavored.  

In 2011 a new rail corridor was approved for construction, as part of an effort to improve multimodal 
capabilities at the port.  A 36-mile right-of-way was purchased, and general preparation begun.  However, 
the rail was not completed, and is still awaiting additional funding.  The line was expected to generate 90 
tons per rail car, 100 rail cars per train, 9,000 tons per train, 88,000 tons per ship, and 3 million tons per 
year which would generate 34 ships per year.8  The delay in completing the nearly $400 million project 
Ƙŀǎ ŀƭǎƻ ƭƛƳƛǘŜŘ ǘƘŜ tƻǊǘΩǎ ŘŜǾŜƭƻǇƳŜƴǘΦ ¢ƘŜ tƻǊǘΩǎ ŜŀǊƭy plans also included dock expansion and 
construction of additional docks and berths. 

The Port is 75 miles by road from the city of Anchorage and its port (Port of Alaska), approximately 1.5 
ƘƻǳǊǎΩ drive time via State Routes 1 and 3.  Although the Port is across the Knik Arm (a branch of the Cook 
Inlet) from Anchorage, there is no bridge across the Knik Arm, so the route between Port MacKenzie and 
Anchorage is around the head of the Kink Arm.  A proposed bridge and ferry connection were abandoned 
due to lack of funding. 

  

                                                           
5 US Geological Service 
6 Alaska Journal.com/2017-11-09/Port-Gets-New-Name-Problems-Remain 
7 Port MacKenzie, Gateway to the Matanuska-Susitna Borough, Assemblyman Matthew Beck, April 2017 
8 Port MacKenzie, Gateway to the Matanuska-Susitna Borough, Assemblyman Matthew Beck, April 2017 
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4. GOVERNANCE 

Effective Port business development and marketing are based on effective port governance. Ports are 
considered as hybrid organizations for three main reasons: first, because of its nature of public service, 
generally operated by private companies; second, because of its integration with the port-city and/or the 
municipality where usually a degree of cooperation is needed to integrate both the city and the port 
development plans; and third, because of the natuǊŜ ƻŦ ǘƘŜ άǇǊƻŘǳŎǘέ ƻŦŦŜǊŜŘΣ ǿƘƛŎƘ ƛǎ ŜǎǎŜƴǘƛŀƭƭȅ 
nontangible, based on derived demand and highly dependent on infrastructure (including fixed 
Infrastructure; equipment; information and electronic data interchange (ICT and EDI); and service 
performance). In this sense, Port MacKenzie's marketing mix reflects the characteristics of a typical 
example of a sub-regional hybrid port, which has advantages and disadvantages as will be discussed in 
the Strengths, Weaknesses, Opportunities, and Threats (SWOT) analysis.  
 
Port MacKenzie is - in essence - ŀ άƳǳƴƛŎƛǇŀƭ ǇƻǊǘ.έ Municipal ports are most common in smaller or 
regional port areas. The local town or city provides management of public port facilities, and the staff is 
within a department of the local government. The port is generally funded as part of the municipal budget 
and may be included in a separate enterprise fund. The primary advantage is cost-effective management 
because of shared municipal resources. The disadvantage is that the port competes for funding with 
schools and community services. Municipalities are structured to provide services to their citizens; ports 
are quasi-commercial, providing a competitive service to businesses and economic benefit to their region. 
As a result, ports are often outside of the effective management of local public sector governments.   To 
address this, municipal port entities often create organizations under the supervision and control of the 
ƳǳƴƛŎƛǇŀƭΩǎ ŜƭŜŎǘŜŘ ƻŦŦƛŎƛŀƭǎ ōǳǘ ǎŜǇŀǊŀǘŜ ŦǊƻƳ Ŏƛǘȅ ǎǘŀŦŦ ƳŀƴŀƎŜƳŜƴǘΦ In this model, the assembly or 
council serve as incorporators of the port entity. The Port Commission has the authority to undertake 
commercial development but remains under the control of the elected officials. The appointed manager 
of the port entity would report directly to the commission. The bonding and tax incentive efforts of the 
port could continue to be utilized under the authority and bonding/tax capability of the municipal 
government. 
 
Port MacKenzie was originally governed by a Port Commission; however, all decision and policy making 
authority was repealed in 1990, making the Commission an advisory body, before construction on the 
port began in 1999. The Port is currently governed directly by the Assembly. 

Multiple approaches for port governance exist as potential future pathways for Port MacKenzie, each of 
which is briefly discussed below, and addressed in more detail in Section 8 of this document. 

A reestablished Port Commission could be revitalized with new board members and structured to provide 
oversight to Port staff and Port development. The Commission would be responsible to the Assembly 
while having a level of authority to maintain oversight of the Port with focus on its growth. This allows the 
Port to function in industrial circles while keeping it responsible to the Assembly. The Commission would 
be established under municipal action and board members selected through criteria developed by the 
Assembly. This represents a short-term opportunity for a beneficial governance shift for the Port.  

If port growth is successful and the Port develops a strong cargo and customer base, the potential for 
developing a regional Port Authority with the Port of Alaska (Anchorage) may exist. Port authorities are 
self-governing quasi-public corporations, established through state legislation and are appropriate for 
multi-jurisdictional locations such as between two separate communities. A Port Authority has a great 
deal of autonomy, can focus on wider development port activity within a region, and operates off the 
municipal tax rolls, its goals and objectives could exist outside of local control, even with representatives 
from the involved communities on the governing board. Port authorities are most successful when the 
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combined port entities can approach this new model with similar advantages and business opportunities. 
A regional Port Authority represents a potential long-term governance option for the Port and is not likely 
to be feasible in the short term. 

Numerous ports also consider bringing in a commercial port operator to take over all the functions of a 
public port. While this may appear attractive, key considerations must include the available land and 
infrastructure, road and rail, intermodal connectivity, waterfront and berth infrastructure and existing 
and potential business opportunities. With the lack of rail and lack of business at the Port, this appears to 
be an unlikely option in the near term.  

Port MacKenzieΩǎ staff consists of one full-time Port Operations Manager and a part-time maintenance 
worker. There is no operational staff on site, and vessels calling on the Port must hire a third-party 
stevedore to handle cargo loading and unloading.  The Port recently completed a revision of its Port Tariff 
and Terminal Rules and Regulations, which is pending final approval by the MSB Assembly. Municipal Staff 
is currently in the process of updating ǘƘŜ tƻǊǘΩǎ safety plan. The Facility Security Plan (FSP) is audited 
annually. It was last updated March 2, 2020 and approved by the USCG.  It is valid until April 15, 2025. 

Staffing is a critical function of any port development, particularly for small ports like Port MacKenzie.  
Port Commissions often retain a small staff for small ports due to financial constraints, which creates a 
heavier dependence on outside studies when funds are available (such as government grants).  Ironically, 
many of these studies and analysis come with recommendations that are unattainable without an increase 
in personnel resources. Likewise, a small staff is generally forced into a constant state of reactivity: critical 
requirements are only addressed when they become problems or when a violation of regulations occurs. 
This is anathema to healthy business development, which requires proactive action and a view to future 
growth.  

Port staffs are required to undertake not just everyday management and business development, but also 
compliance with overarching federal and state regulations. Regardless of the size of a port, a typical port 
director encounters myriad issues on a day-to-day basis. 

If Port MacKenzie is going to thrive, a financial and staffing commitment must be made to ensure that the 
Port is able to keep up with the business and regulatory requirements.  Many ports fail to grow and be 
prosperous because they do not follow a methodical process of governance and business development. 
It is critical to understand that proper planning, and using planning as a management tool, provides the 
best chance of success.  Building new assets does not necessarily lead to new business but having such 
assets in place is critical when business opportunities become apparent and must be accommodated.  
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5. MARKET ASSESSMENT 

The IAMPE undertook an initial general business analysis for Port MacKenzie. All data used is based on 
sources and audited reports either provided by the Port or available in the public domain. Other academic 
sources, including the IAMPE Management Program, and studies were used to support the analysis and 
framing of the business case in strategic management. This report section is organized into four parts as 
follows: 

a) General Business Environment and regional cargo traffic analysis in Alaska (commodity type, 

vessel type, market share, flows, etc.).  

b) Competitive Situation (The PƻǊǘΩǎ ŎǳǊǊŜƴǘ ŎƻƳǇŜǘƛǘƻǊǎΣ ǇƻǘŜƴǘƛŀƭ ŜƴǘǊŀƴǘǎΣ ǎǳōǎǘƛǘǳǘŜǎΣ ŀƴŘ 

suppliers).  

c) Basic Marketing Mix Description 

d)  SWOT analysis (product, price, place, and promotion, including social media presence) 

 

a. General Business Environment  
The business environment and its main driving forces are presented in the context of the State of Alaska's 
economic development. These forces represent major influences that any business is subject to but 
cannot necessarily control. These forces exert direct influence in the company's core marketing mix (also 
known as the ά4Ps:έ product, place/distribution, promotion, and price) and in the value proposition that 
derived from the 4Ps. The figure below is a schematic representation of these forces divided into six 
categories: economic, social/cultural, political, competition, legal/regulatory, and technological. The 
remainder of this section presents a sequence of indicators that will shed light on the business 
environment for Port MacKenzie.  
 
 

 
Figure 4 Components of Strategic Marketing 

Source: Pride and Ferrell (2020) 
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Socio Economic Indicators -There are a number of key economic indicators that are drivers of the 
economic activity and subsequent influence in the Alaska transportation systems, including ports. The 
data on population growth is particularly relevant for Alaska for two reasons. First, as an indicator of 
economic activity (overall) and second, as an indicator of consumer goods needs (cargo volume) that will 
have to be transported, as Alaska has limited manufacturing activity in this sector. The figure below also 
presents the employment and GDP per capita evolution in the last decade as indicators of consumer 
power.  
 

 
 

Per capita real Gross Domestic Product of Alaska from 2000 to 2019  
(in chained 2012 U.S. dollars) 

 

Figure 5 Basic Alaska Demographic Data 
Source: U.S. Department of Transportation. Bureau of Transport Statistics (2020) 

 
The demographic data is particularly important in the case of Alaska because of its geographical position 
and subsequent freight dependence. While transportation issues affect virtually every single sector in the 
economy, it is possible to distinguish the segments that depend directly on transportation as part of their 
business from those that use transportation as a complementary service. The Alaska Department of 
Transportation in its Freight Element of the Alaska Long-Range Transportation Plan (LRTP, 2016) classifies 
the economic activities in freight-intensive and non-freight intensive as a way to: i) differentiate sectorsΩ 
dependency on transportation; and ii) to be able to identify the freight driving forces. The below table 
presents the classification as per LRTP, 2016.  Figure 3 presents the contribution in the Alaska State GDP 
of each of these sectors, and the freight-intensive sectors correspond to almost 50%. ²ƘƛƭŜ !ƭŀǎƪŀΩǎ ς 
ŀƴŘΣ ƛƴ ǇŀǊǘƛŎǳƭŀǊΣ !ƴŎƘƻǊŀƎŜΩǎ - population and economy has been stagnant since 2019 due to various 
factors including COVID, an increasing trend has been anticipated in future years and post-COVID. The 
economy is expected to slowly start regaining jobs lost in 2020 and grow at a rate of 2.2 percent in 2021.9 
 
 
 

                                                           
9 Alaska Business Magazine, 2021 OUTLOOK, January 2021 
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Table 2  Freight-Intensive and Non-Freight Industries- 

Source: WSP | Parsons Brinckerhoff (2016) 

 

 
Table 3 Alaska Gross State Product, 2015 
Source: WSP | Parsons Brinckerhoff (2016) 
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Table 4  Projected Alaska Population Growth, 2012 to 2042 

Source: Analysis of Alaska Department of Labor and Workforce Development Research and Analysis Section data 

 
Commodity Flows -The data about commodity flows to and from Alaska leaves no doubt on the state's 
dependency on long-distance transportation. The following figures are part of the Alaska Long-Range 
Transportation Plan (LRTP, 2016 prepared by the Alaska Department of Transportation). The information 
provided by the USDOT/BTS (2018) presents a summary of main commodities shipped to/from and within 
Alaska by tonnage and value. A detailed study by the US Army Corps of Engineers about commodity flows 
confirms that crude oil is still the main volume of Alaska outbound cargo while foodstuff and 
manufactured goods are the main inbound cargo for the period of 2016 to 2019 (see Appendix IV). 
Interesting to note is the predominance of domestic trade versus international trade in both inbound and 
outbound cargo volumes.  While some of the information is dated, there is no indication that there are 
significant changes in some of the presented data.  
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Figure 6 AlaskaΩǎ Top Commodities 

Source: U.S. Department of Transportation. Bureau of Transport Statistics (2020) 
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Table 5  Overview of Alaska Tonnage and Value Trade Shares, Year 2015 Estimates 
Source: WSP | Parsons Brinckerhoff Analysis of Freight Analysis Framework 4.1 data 

 
 

 

 
Table 6  !ƭŀǎƪŀΩǎ [ŜŀŘƛƴƎ /ƻƳƳƻŘƛǘƛŜǎ ōȅ ¢ƻƴǎΣ 5ƛǊŜŎǘƛƻƴ ŀƴŘ ¢ǊŀŘŜ ¢ȅǇŜΣ ¸ŜŀǊ нлмр 9ǎǘƛƳŀǘŜs  

Source: WSP | Parsons Brinckerhoff Analysis of Freight Analysis Framework 4.1 data 
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Table 7 !ƭŀǎƪŀΩǎ [ŜŀŘƛƴƎ /ƻƳƳƻŘƛǘƛŜǎ ōȅ ±ŀƭǳŜΣ 5ƛǊŜŎǘƛƻƴ ŀƴŘ ¢ǊŀŘŜ ¢ȅǇŜΣ ¸ŜŀǊ нлмр 9ǎǘƛƳŀǘŜs 

Source: WSP | Parsons Brinckerhoff Analysis of Freight Analysis Framework 4.1 data 

 
 

b. Competitive Situation  

Competition implies cƻƳǇŀǊŀōƭŜ άƻŦŦŜǊƛƴƎs:έ ǇƻǘŜƴǘƛŀƭ ŎǳǎǘƻƳŜǊǎ Ŏŀƴ access a similar service from 

multiple, competing providers. Competition conditions depend not only on the product/service attribute, 

but also on market structures (like pure competition, monopoly, oligopoly etc.). In the case of ports and 

marine terminals, the competition analysis is complex, as it has to consider also major infrastructure 

elements (such as access to roads, bridges, rail). In addition, ports operate by and large on a derived 

demand mode (meaning the demand for port services is a function of trade/commerce). Port competition 

criteria may vary from goods flows; investment in additional infrastructure; a common hinterland; and 

increasingly between port ranges, for investments and traffic, particularly from areas where the spheres 

of influences of port ranges overlap. The table below lists the main variables typically listed in the decision 

of a port choice by the main port users. While cost and location are at the top of the list, other indicators 

on performance (efficiency, congestion, and information system) have equal importance. For example, 

three carriers provide goods and services transport to Alaska: TOTE, handling RO-RO into Anchorage; 

Matson, providing container service to Anchorage, Kodiak, and Dutch Harbor; and Alaska Marine Lines 

(Lynden), which is also a freight forwarder, providing twice-weekly barge service into Alaska. Destinations 

served by these carriers include Juneau, Ketchikan, Petersburg, Sitka, Haines, Skagway, Wrangell, 

Anchorage, Cordova, and Whittier.  Proposed reconstruction of piers and wharves at Port of Alaska 

(Anchorage) could provide an opportunity for Port MacKenzieΩǎ ōŀǊƎŜ ŘƻŎƪΦ  However, a leased or 

purchased crane would be required.   
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Table 8 Decision Variables in Choosing a Port- Source: Meersman et al (2010). 

 
According to the World Port Source (2020) the state of Alaska has 90 ports alongside the coast. Most of 
them are considered as small or exceedingly small in terms of tonnage moved or volume throughput (as 
per the Map shown in Figure 9). The USACE classified the ports in Alaska according to their type of hub 
activity. The summary is presented in the below table. According to the criteria used in this study, regional 
hubs represent the primary ports of entry for goods moving into or out of the state and region, while 
subregional hubs represent smaller ports of entry that tend to receive shipments from the regional hubs 
and distribute goods elsewhere in the region. 
 

 
Table 9 Alaska Regional and Subregional Hubs  

Source: Alaska wŜƎƛƻƴŀƭ tƻǊǘǎΥ tƭŀƴƴƛƴƎ ŦƻǊ !ƭŀǎƪŀΩǎ wŜƎƛƻƴŀƭ tƻǊǘǎ ŀƴŘ IŀǊōƻǊǎ Cƛƴŀƭ wŜǇƻǊǘ όнлммύ 

 
In Figure 10, it is possible to see that, considering the proximity factor, Port MacKenzie has a noticeably 
clear competition case with Anchorage, also known as Port of Alaska. However, because of its unique 
location, land availability, and cargo typology specialization, Port MacKenzie is in non-direct competition 
with Anchorage or any other port, leaving room for strategic options in terms of business development. 
wŜŎŜƴǘƭȅ tƻǊǘ ƻŦ !ƴŎƘƻǊŀƎŜ Ƙŀǎ ƛƴǾŜǎǘŜŘ ƛƴ ǇǳōƭƛŎƛǘȅ ǘƻ ǊŜƛƴŦƻǊŎŜ ƛǘǎ Ǉƻǎƛǘƛƻƴ ŀǎ άǘƘŜ ǇƻǊǘ ƻŦ !ƭŀǎƪŀ,έ ǿƘƛŎƘ 
resulted in the rebranding of the port name. Figures 8 and 9 present some of the indicators used by Port 
of Anchorage to compare their feature with other main ports in Alaska including Port MacKenzie. 




































