ALASKA LEGISLATURE COMMITTEE FILES 2001-2002 » (0 /2

1 0 4 8 3 H 0O U S E T R AN S P O R T A T |0 N < £ "7



Ed Asp, Dease Lake & Tahltan District
Chamber of Commerce
Laurel Barger-Sheen, Delta Junction
Chamber of Commerce
Dave Beatty, Ironworkers Local 97
Tom Blackbird
John Blair, McElhanney Land Surveys
Douglas Blarney, W histle Poke Railway Co.
Kells Boland, Prolog Canada Inc.
Morris Booth, The Bering Connection
J. D. (David) Broadbent, Canadian Arctic Railway
Al Broadfoot, Thompson Foundry
Bill Brophy, Fairbanks Industrial
Development Corporation
Jim Carlyle, Scaspan International Ltd.
Gil Carmichael, Board of Directors, Intcrmodal
Transportation Institute
Domenico Celli, Canadian Arctic Railway
Terry Chandler
Albcn Chmelauskas, MacMillan Blocdcl Paper Co
Jim Christie, McElhanney Land Surveyors
Marshall Cohoc, Confederation Pacific
Roadways Ltd.
Geoige Colquhoun
Hal Cooper, Cooper Consulting Company
lain Culhbcrt, Triton Environmental Consultants
Giaham Dallas
Lyle Dallman, Ahtna Enterprise Corp.
Paul Daniels, The Bering Connection
Steven Dean, Teck Corp.
Jesse Duke, Yukon Dept. Of Economic Development
James Evavold, A Financial Source
Bruce Fcltham
Michael Fournier
Peter Fraser, Pacific Corridor Enterprise Council
T. C. Fuglestad, Tryck Nyman Hayes, Inc.
Jim Glecson
David Gobel, Technical Services and Design
Gloria Goodwin, Fort St. James
Chamber of Commerce
Diane Gregory, Kennecott Canada Exploration
Paul Grigsby, BC Chamber of Commerce
Kecs Groot, Canadian Arctic Railway
Pete Hallgren, City of Delta Junction
(Ft. Greely Reuse Authority)
John Hansen, Northwest Cruise Ship Association
David Hayer
Gordon Hazlcwood
Joe Henri, International Bering Strait
Tunnel and Rail Group
Laurie Herman, Alaska Railroad
Scott Hinds
Steve Hites, Skagway Street Car Company
Jeannette James, Alaska House of Representatives
Scott Jankc, City of Seward
Graham Kedgley, NW Corridor Development Corp./
Kitac Enu Ltd.
Doug Kelsey

James Kohnke, BC Chamber of Commerce
Gerard Koldyk, Railpowcr Technologies, Inc.
Pam LaBollc, Alaska State Chamber of Commerce
Paul Lcvelton, KPMG International
Darren Lewis, Lance Yearly Exp.
Metal Traces Division
Arnold Lincoln, Ahtna Enterprises Corp.
Don Ld&ell, Alaska Transportation Consultants, Inc.
Andrew Lund, Lance Yearly Exp.
Metal Trades Division
Donna Mercier, Yukon Chamber of Commerce
Paul Metz, UAF Dept. Of Mining and
Geological Engineering
Debbie Miller
Daniel Morris
Roberta Mulholiand, BC Yukon Hotel Association
Susan Munro, Ft. Nelson Chamber of Commerce
,'ohn Murphy, Cominco Ltd. Transportation Dept.
Hansi Natzkc, Pro Tours
Clynton Nauman, Viceroy Resource
Peter Norton
Jerry Ofukany, Canadian Arctic Railway
Bruce Patnodc
Stephen Phillips
Merle Railton, Westrail Construction
Steve Rhodes
Scott Robart, Can-Al Rail Link
Marc Ross, National Automobile
Fred Ruddcll
lon T. Rudolph, BC Yukon Hotel Association
Brodic Sakakibara, WESTAC
Hclvi Sandvik, NANA Development Corp.
David Servago, Tcrus Construction Ltd.
Dave Slater
Dave Smith, Thurbcr Engineering Ltd.
Susan Steen
John Melvin Stewart
R. J. Stoeckly, Southern Railway of
British Columbia
John Strini, Thompson Foundry
Steven Szcplaky
David Tait, Tait and Tait Consultants
Joan Tait, Tait and Tait Consultants
Tony Tenncssy
Bob Tivy
Jim Togyi, Ft. Saint James
Greg Vczina, Canadian Arctic Railway
Thomas Vissing, Ih iversity of British Columbia
Patrick Weber, Canadian Arctic Railway
James Wilson
Milton Wiltse, Alaska Division of Geological and
Geographic Surveys
John Winter, BC Chamber of Commerce
Mike Young, Fairbanks North Star
Borough Assembly
R. Walt Young
Tom Zbarcn, Hebert Research
Richard Zimmer



DRAFT--FOR DISCUSSION PURPOSES ONLY-DRAFT

106th CONGRESS
2d Session

S.

IN THE SENATE OF THE UNITED STATES

Mr. M urkowski introduced the following bill; which was read twice and referred to the com mittee on

A BILL

To authorize the establishment of a joint United States-Canada commission to study the
feasibility of connecting the rail system in Alaska to the North American continental rail system;
and for other purposes.

Be it enacted by the Senate and House of Representatives of the United States of America in

Congress assembled,
SECTION 1. SHORT TITLE.

This Act may be cited as the "Rails to Resources Act of 2000."
SEC 2. FINDINGS.

Congress finds that—

(1) rail transportation is an essential component of the North American intermodal
transportation system;

(2) the development of economically strong and socially stable communities in the
western United States and Canada was encouraged significantly by government policies
promoting the development of integrated transcontinental, interstate and interprovincial rail
systems in the states, territories and provinces of the two countries;

(3) U.S. and Canadian federal support for the completion of new elements of the
transcontinental, interstate and interprovincial rail systems was halted before rail connections
were established to the state of Alaska and the Yukon Territory;

(4) Both public and private lands in Alaska, the Yukon Territory and northern British
Columbia, including lands neld by aboriginal peoples, contain extensive deposits of oil, gas,
coal and other minerals as well as valuable forest products which presently are inaccessible,
butwhich could provide significanteconomic benefit to local communities and to both nations
if an economically efficient transportation system was available;

(5) per ton of freight moved, rail transportation systems emit lower levels of carbon
monoxide, nitrogen oxides and volatile organic compounds than other modes of freight



transportation;
(6) rail transportation systems are capable of moving cargo with up to nine times tire

energy efficiency of highway transportation;

(7) rail transportation in otherwise isolated areas facilitates controlled access and
reduced overall impact to environmentally sensitive areas;

(8) the extension of the continental rail system through northern British Columbia and
the Yukon Territory to the current terminus of tne Alaska Railroad would significantly benefit
the U.S. and Canadikan visitor industries by facilitating the comfortable movement of passengers
over long distances while minimizing effects on the surrounding areas;

(9) extension of the Alaska Railroad system to the Canadian border is consistent with
the intent of Congress as expressed in the Alaska Railroad Organic Act of 1914, which called
for a system of up to 1,000 miles in length; and,

(10) ongoing research and development efforts in the rail industry continue to increase
the efficiency of rail transportation, ensure safety, and decrease the impact of rail service on
the environment.

SEC 3. AGREEMENT FOR A UNITED STATES-CANADA BILATERAL COMMISSION
ON THE EXTENSION OF THE CONTINENTAL RAILROAD SYSTEM

The Presidentis authorized and urged to enter into an agreement with the government
of Canada to establish ajoint commission to study the technological and economic feasibility
of linking the rail system in Alaska to the nearest appropriate point on tire North American
continental rail system.

SEC 4. COMPOSITION OF COMMISSION.

(a) M embership—
(1) Total membership—The Agreement should provide for the Commission to be

composed of 18 members, of which 9 members are appointed by the President and 9 members
are appointed by the government of Canada.

(2) G eneral qualifications—The Agreement should provide for the membership of
the Commission, to the maximum extent practicable, to be representative of—

(A) the interests of the local communities (including the governments of the
communities), aboriginal peoples, and businesses that would be affectea by the connection of
the rail system in Alaska to the North American continental rail system; and

(B) abroad range of expertise in areas of knowledge that are relevant to the significant
issues to be considered by the Commission, including economics, engineering, management
of resources (such as minerals and timber), social sciences, fish and game management,
environmental sciences, and transportation.

(b) United States M embership—U nder the Agreement, the President shall appoint the
United States members of the Commission as follows:

(1) Two members from among persons who are qualified to represent the interests of

communities and local governments of Alaska.
(2) One member representing the State of Alaska, to be nominated by the Governor of

Alaska.

(3) One member from among persons who are qualified to represent the interests of
Native Alaskans residing in the area of Alaska that would be affected oy the extension of rail
service.

(4) Four members from among persons involved in commercial activities in Alaska
who are qualified to represent commercial interests in Alaska, of which one shall be a
representative of the Alaska Railroad Corporation.

(5) Two members from among scholars employed in institutions of higher education
in Alaska, at least one of whom must be an engineer with expertise in subarctic transportation.

(c) Canadian Membership.—The Agreement should provide for the Canadian
membership of the Commission to be representative ofbroad categories of interests of Canada



as the government of Canada determines appropriate, consistent with subsection (a)(2).
SEC. 5. GOVERNANCE AND STAFFING OF COMMISSION.

(@) Chairman—The Agreement should provide for the Chairman of the Commission
to be elected from among the members of the Commission by a majority vote of the members.

(b) Compensation and Expenses of U nited States M embers.—

(1) Compensation.—Each member of the Commission appointed by the President who
is not an officer or employee of the Federal Government shall be compensated at a rate equal
to the daily equivalent of the annual rate of basic pay prescribed for level 1V of the Executive
Schedule unaer section 5315 of title 5, United States Code, for each day (ir.c'uding travel
time) during which such member is engagi ' in the performance of the duties of the
Commission. Each such member who is an officer or employee of the United States shall
serve without compensation in addition to that received for services as an officer oremployee
of the United States.

(2) T ravel expenses—The members of the Commission appointed by tire President shall
be allowed travel expenses, including per diem in lieu of subsistence, at rates authorized for
employees of agencies under subchapter | of chapter j 7 of title 5, United States Code, while
away from their homes or regular places of business in the performance of services for the

Commission.

(c) Staff—

(1) 1n general.—The Agreement should provide for the appointment of a staff and an
executive director to be the head of tire staff.

(2) Compensation.—Funds made available for the Commission by the United States
may be used to pay the compensation of the executive director and other personnel at rates
fixed by the Commission that are not in excess of the rate payable for level V of the Executive
Schedule under section 5316 of title 5, United States Code.

(d) O ffice—The Agreement should provide lor the office of the Commission to be
located in amutually agreed location within the impacted areas of Alaska, the Yukon Territory,
and northern British Columbia.

(e) M eetings—The Agreement should provide for the Commission to meet at least
biannually to review progress and to provide guidance to staff and others, and to hold, in
locations within the affected areas of Alaska, the Yukon Territory and northern British
Columbia, such additional informational or public meetings as the Commission deems
necessary to the conduct of its business.

(fj Procurement of Services—The Agreement should authorize and encourage the
Commission to procure by contract, to the maximum extent practicable, the services (including
any temporary and intermittent services) that the Commission determines necessary for
carrying out the duties of the Commission. In the case of any contract for the services of an
individual, funds made available for the Commission by the United States may not be used to
pay for the services of the individual at a rate that exceeds the daily equivalent of the annual
rate of basic pay prescribed for level V of the Executive Schedule under section 5316 of title 5,

United States Code.
SEC. 6. DUTIES.

(a) Study.—

(1) Ingeneral.—The Agreement should provide for the Commission to study and assess,
on the basis of all available relevant information, the technological and economic feasibility
of linking the rail system in Alaska to the North American continental rail system through the
continuation of the rail system in Alaska from its northeastern terminus to a connection with
the continental rail system in Canada.

(2) Specific issues—The Agreement should provide for the study and assessment to
include the consideration of the following issues:

(A) Railroad engineering.

(B) Land ownership.



(C) Geology.

(D) Proximity to mineral, timber and other resources.

(E) Market outlook.

(F) Environmental considerations.

(G) Social effects, including changes in the use or availability of natural resources.

(H) Potential financing mechanisms.

(3) Route—The Agreement should provide for the Commission, upon finding that it
is technologically and economically feasible to link the rail system in Alaska as described in
paragraph (1), to determine one or more recommended routes for the rail segment that
establishes the linkage, taking into consideration cost, distance, access to potential freight
markets, environmental matters, and such other factors as the Commission determines
relevant.

(4) Combined corridor evaluation.—The Agreement should also provide for the
Commission to consider whether it would be useful and technologically and economically
feasible to combine the power transmission infrastructure and petroleum product pipelines
of other utilities into one corridor with a rail extension of the rail system in Alaska.

(b) Report—The Agreement should require the Commission to submit to Congress
and the Secretary of Transportation and to the Minister of Transport of the government of
Canada, not later than 5 years after the Commission commencement date, a report on the
results of the study, including the following:

(1) Feasibility—The Commission's findings regarding the technological and economical
feasibility of linking the rail system in Alaska as described in subsection (a)(1).

2 Route—If such an action is determined technologically and economically feasible,
the Commission's recommendations regarding the preferred route and any alternative routes
for the rail segment establishing the linkage.

SEC 7.COMMENCEMENT AND TERMINATION OF COMMISSION.

(@) Commencement—The Agreement should provide for the Commission to begin to
function on the date on which all members are appointed to the Commission as provided for
in the Agreement.

(b) Termination—The Commission shall terminate 90 days after the date on which the
Commission submits its report under section 6.

SEC 8. FUNDING.
(a) Rails to Resources Fund.—The Agreement should provide for the following:

(1) Establishment—The establishment of an interest-bearing account to be known as
the "Rails to Resources Fund".

(2) Contributions.—The contribution by the United States and the government of
Canada to the Fund of amounts that are sufficient for the Commission to carry out its duties.

(3) A vailability—T he availability of amounts in the Fund to pay the costs of Commission
activities.

(4) Dissolution—D issolution of the Fund upon the termination of the Commission
and distribution of the amounts in tire Fund between the United States and the government
of Canada.

(b) Authorization of A ppropriations—Funds are hereby authorized to be appropriated
to any Fund established as described in subsection (a)(1) in tne total amount of $6,000,000, to

remain available until expended.
SEC 9. DEFINITIONS.

In this section:
(1) Agreement.—The term "Agreement” means an agreement described in section 2.

(2 Commission.—The term "Commission" means a commission established pursuant

to any Agreement.
(3) Commission commencement date.—The date determined under section 6(a;.



The North American Rail System

From RealHorses to Real Horsepower

The first primitive “railroad” in the
United States used horse-drawn cars on wooden
rails, but experiments with steam locomotion
began in the early 1800s, and in 1831, regular
steam powered service began in South Carolina,
Rapid expansion followed. Four years later, over
1,000 miles of track had been laid, and there were
200 railroad charters in eleven states.

Western development in the United
Statcs spurred even greater growth. By 1860,
there were 11,000 miles of track. The westward
expansion also prompted the first Congressional
land grants to railroads. Government leaders felt
that railroads would spur settlement, and the
grants allowed companies not only to retain the
rights of way for rail lines but to have saleable
land to offset construction costs.

In the United States, four of the first five
transcontinental railroads were largely made
possible by such grants, along with a
considerable number of smaller lines in the
western United States. A total of 131 million
acres of public land was appropriated to dozens
of rail-lines. A receiving company was given
the right-of-way along with alternate sections of
land, with the Federal Government generally
raising the price of the sections itkept. Inretum,
all rates were reduced by 50% for Federal traffic.,
From 1850 until the practice was ended in 1946,
it is estimated that the government saved $900
million; a considerable deal considering that the
land was only .worth a total of $500 million at
the time it was granted. After the Civil War
ended, trackage grew from 35,000 miles to an
all-time high of 254,000 miles in 1916.

Canada’s first railroad began operations
in 1836, but by the middle of the century,
although some 40 companies had been granted

V

government permission to build rail lines, only
six had actually laid any track, totaling only 80
miles. In 1849, the government stepped in to
help, offering to lend enough money to cover
half the construction costs of any line longer than
74 miles (120 kilometers).

Companies proved eager to take
Canada’s offer. By 1860, Canada’s rail lines
reached more than 2,000 miles. The first east-
west link was achieved in 1885 when the last
spike in the Canadian Pacific Railway was
driven. That set the tone, and in just 50 years,
from 1850 to 1900, the miles of track available
to Canada’s railroads grew from 80 miles to
19,000.

Today, Canadian National operates about
17,000 miles of track in Canada and another 950
miles in the United States. The CN network
serves all five of Canada’s major ports: Halifax,
Montreal, Prince Rupert, Thunder Bay, and
Vancouver.

Meanwhile, Canadian Pacific operates
a 15,000 mile network extending from Montreal
to Vancouver and into the U.S. midwest and
northeast. It serves ports on the east codsts of
Canada and the U.S. and the Port of Vancouver,
Technological developments for rail
lines rode the swelling tide of industrial change.
Larger, more powerful locomotives, cars with
larger capacities, improved couplers, the
application of air-brakes, as well as adoption of
standard gauge rail and standard time resulted
in huge gains of efficiency and economic rail
service. The development of national, rather
than regional, economies in North America is
owed in no small way to the influence of our
railroads,
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The history of the Alaska Railroad begins
in 1903 with the Alaska Central Railway; a failed
venture that managed to lay only 71 miles of track
out of Seward, in an unsuccessful attempt to reach
Anchorage.

But Congress still felt it was wrong that a
territory twice the size of Texas had no rail system.
The Alaska Railroad Organic Act of March 12,
1914 required incoming President Woodrow
Wilson to construct a rail not toexceed 1,000 miles
and, among other things, to “...best aid in the
development of the agricultural and mineral or
other resources of Alaska...and so as to provide
transportation of coal for the Army and Navy,
transportation of troops, arms, munitions of war,
the mails, and for
other governmental
and public uses.”

The act gave the

President  broad

powers to acquire

land, operate

terminals, or

anything else that could help make the railroad a
reality.

In 1915, the government purchased the
remains of the Alaska Central for $ 1.2 million, and
selected the current route northward. In 1917, it
also bought the Tanana Valley Railroad, a narrow-
gauge miners’ line northwest of Fairbanks, for
$300,000. These acquisitions formed the nucleus
of the present system.

By the end of 1920, the Alaska Engineering
Commission cc.npletcd 382 miles of new track,
and rebuilt the original 71 miles out of Seward and
32 miles in the Tanana Valley. The main obstacle
for completion were bridges to span the Tanana
River and Hurricane Gulch. The Tanana bridge
had a 701 foot span, which at the time was the

las k a
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longest such in the United States. The Hurricane
Gulch bridge spanned a total of 918 feet with a
height of 296 feet.

Just before his untimely death, on July 15,
1923, President Warren G. Harding drove the
golden spike officially completing the Alaska
Railroad.

Military bases and construction projects
starting in the 1930s spurred continued refinements
to accommodate heavier loads and straighter hauls,
and a large “picture postcard” terminal was built
in Fairbanks. The assumption was that the latter
would become the terminus for a railroad across
British Columbia and the Yukon Territory to link
Alaska with the railways of the lower 48 states.

World War Il provided another influx of
new equipment. Post-war rehabilitation
encouraged passenger service and in 1946, a blue
and gold streamliner, the AuRoRa, made its first
run between Anchorage and Fairbanks. For
military purposes, a spur to Whittier had been
established by tunneling ext to Portage Glacier
in 1944,

Also during World War IlI, in 1942, U.S.
Army Engineers surveyed a route that would have
taken the railroad all the way from Fairbanks to
Prince George, British Columbia, connection to the
North American rail system there, and extended
the Alaska portion of the line all the way to Teller,
on the northwest coast.

Although the latter parts of the once-
planned system have not yet been built, the U.S.
Department of Defense has consistently maintained
that Alaska’s strategic location remains critical, and
that rail is an essential element of a comprehensive
defense transportation system.

The Alaska Railroad was transferred from
the Federal Government to the State of Alaska in
1983, and today it remains a great asset.



Proposed Railroad Corridor Resources

The Tanana uplands, which stretch over
250 miles from the Yukon Territory into Fairbanks,
Alaska, appears to be rich in base metal potential
(gold, silver, copper, lead, zinc, molybdenum, and
tin). Because of the lack of infrastructure, there
has been little detailed exploration for base metals
other than gold in this region. With rail access,
there is no quo 4ion that significant new base metal
deposits will be identified.

The Uplands have a history of incredible
resource potential dating back to the gold rush days
along the Yukon River. Today the area still remains
mostly as it was then: inaccessible. In spite of this,
one of the most productive gold mines in the United
States, Fort Knox, operates just outside of
Fairbanks and produces over 1,000 ounces of gold
per day. Access is currently being worked out to
reach the Pogo deposit, further to the east, which
contains an estimated 5.2 million ounces of gold.
Although gold is still a draw, the uplands contain
tremendous amounts of silver, tungsten, copper,

Silver/gnlii prospect in the Chulitna mining district.
mohoto by K. H. Clautice

lead, zinc, and other minerals in identified deposits.

Further to the northwest lies the largest coal
field in the United States near Point Lay. Not only
is this coal very near the surface, but it is of
exceptional quality averaging 12,000 BTUs and
an extremely low sulfur content of less than 0.02%.
Not far south from Point Lay is the Red Dog zinc
mine, which last summer announced new finds.
Unfortunately, the mine can only ship product for
a few months of the year when pack ice retreats

enough to allow barge traffic. The Matanuska-
Susitna Valley region to the south hides yet another
large, high quality coal deposit that already sits on
the Alaska Railroad line. With the development
of a connection, this would be available for
shipment to the rest of the continent.

Claim staking activity in Alaska also has a
traditional fall-off curve, but recent years have not
seen that tradition followed. 1998 was the third
$1 billion year for mining in Alaska. Staking
continued strong through the summer of 1999 with
results still being processed. Figure 1 shows a
select list of Alaska mines near the railroad corridor.

On the other side of the border in the Yukon,
active mining, approvals, and exploration are all
ongoing, but with similar access problems as occur
inAlaska. 1998 mineral production exceeded $100
million (Canadian), and the industry continues to
play the largest role in the private sector economy
of the territory. Recent exploration and
development activity has reached a peak not seen
since the Klondike Gold Rush. With agovernment
committed to seeing a healthy investment climate
for the mining industry combined with citizen
support, mining potential for the Yukon has far to
go. Figure 2 shows a few mines in the Yukon
Territory near the proposed corridor.

Forestry information along the proposed
corridor is similarly bright, but yet again with
similar access problems. Within 15 miles of the
corridor from the Yukon to Fairbanks lies 117
million cubic feet of hardwood pole timber and
141 million cubic feet of mixed pole timber. The
Ladue River valley alone has the potential to create
a chipping industry in Alaska even with its low-
value fiber.

The forest products industry is still a
fledgling in the Yukon Territory, but activity has
developed throughout the last couple of decades
in the Watsor Lake area. Other potential areas
include Mayo, Dawson City, Teslin, and Haines
Junction. Timber supply shortages in the northwest
combined with increased demand in Asian markets
keep the future of this industry positive, but much
of the territory has yet to be surveyed.



figure I, mining data in Alaska

Alaska Mines

Koyukuk-Hugcs mining
district

Innoko-Tolstoi mining
district

Mot Springs mining
district

Fairbanks mining district
Fort Knox
Ryan Lode

Grant Mine
True North
Gil Claims

Delta massive sulfide belt
Taurus

Big Creek/Ladue

Slate Creek

Fortymile mining district

Pogo

Red Dog Mine*

Ownership

production mostly from
Alaska Gold Co.

(numerous)
(numerous)
Kinross Gold Corp.

rcclaimation by La Teko
Resources Inc.

La Teko Resources Inc.

Kinross Gold Corp./
Teryl Resources Corp.

Slate Creek
Kcnnccott Exploration Co.

Teck Corp./Sumitomo
Metal Mining America Inc.

Cominco Alaska Inc.

Resource Information
231,000 oz Au produced 1930-1995

Placer Au district; significant Au-Sb-Hg potential
706,267 or. Au produced through 1995

Placer Au-Sn district; 568,632 oz Au and 720,000 Ib cassitcrite
produced through 1995

8,022,434 oz placer Au 1902-1995; 304,548 oz Au and over 4
million Ibs Sb from veins and shear zones produced through 1990

3,745,000 oz Au proven and probable reserves open at depth;
702,295 oz Au produced between 1996 and 1998

822,200 0z Au and 2.4 million oz Au in two shear zones

212,000 tons of 0.36 oz/ton Au
Estimated 1,314,000 ozAu

Resource of 433,000 oz Au

40 million ton reserve containing percentages of: Cu, Zn, Pb, Ag.Au
Cr-Au prospect; 140 million ton reserve containing percentages of: Cu, Au, Mo
Pb-An-Ag massive sulfide prospects

55 million tons of 6.3% high quality chrysotilc asbestos

Placer Au district; 534,974 0z Au produced 1883-1995

5.2 million oz Au reserves; exploration and development on-going
157,8 million tons proven and probable reserves containing

percentages of Zn,Pb, Ag; production and exploration on-going;
over 1 million tons of concentrate produced in 1998

+¢Red Dog Mine, in Northwest Alaska, could become the terminus for a spur from Fairbanks to the Ambler mining district.

figure 2,

Yukon Minas
Brewery Creek Mine

Kudz Ze Kayah
Property

Sa Dena lies
Property

Wolverine
Property

Minto
Carmacks
Copper
Division Mt.
Coal
Wolverine

Wolf

Fyre Lake

mining data in the Yukon Territory

Ownership
Viceroy Rcsouce Corp.

Cominco Ltd.
Cominco Ltd.
Boliden Ltd./Atna

Resources Ltd.

Asarco Inc./Minto
Explorations Ltd.

Western Copper Holdings
Ltd.

Cash Resources

Aina Resources/

Expatriate Resources

Atna Resources/YGC
Resources

Pacific Ridge Exploration

Rasource information
613,000 contained 0z Au; 1997-1998 production of 125,025 o0z Au

13 million ton reserve containingpercentagcs of: Cu, Pb, Zn, Ag,
Au; final approvals expected in 1999

3.2 million ton reserve containing percentages of: Pb, Zn, Ag;
opened in 1991 but closed in 1992 due to low prices

6.237 million ton reserve containing percentages of: Cu, Pb, Zn,
Ag Au; further delineation planned

7.2 million ton reserve containing percentages of: Cu, Ag, Au;
production planned for late 2000

14.1 million ton reserve containing percentages of: Cu, Au;
undergoing final stages of environmental assesment

52.9 million ton resource at 9,328 BTU/Ib and 0.43% Sulfer;
under study with environmental asscscmcnt to begin next year

6.2 million ton reserve containing percentages of: Zn, Cu, Pb, Ag,
Au; metallurgical work planned

4.1 million ton inferred resource containing percentages of: Zn,
Pb, Ag; further exploration planned

15.4 million tons preliminary resource containing percentages of:
Cu, Co, Au; still in exploration
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figui: i, mining data in Alaska

Alaska Mines
Koyukuk-Huges mining
district

Innoko-Tolstoi mining
district

Hot Springs mining
district

Fairbanks mining district
Fort Knox
Ryan Lode

Grant Mine
True North
Gil Claims

Delta massive sulfide belt
Taurus

Big Creck/Ladue

Slate Creek

Fortymilc mining district

Pogo

Red Dog Mine*

Ownership

production mostly from
Alaska Gold Co.

(numerous)
(numerous)
Kinross Gold Corp.

reclaimation by La Teko
Resources Inc.

La Teko Resources Inc.

Kinross Gold Coro./
Teryl Resources Corp.

Slate Creek
Kcnnccott Exploration Co.

Teck Corp./Sumitomo
Metal Mining America Inc.

Cominco Alaska Inc.

Resource Information
231,000 0oz Au produced 1930-1995

Placer Au district; significant Au-Sb-Hg potential
706,267 oz Au produced through 1995

Placer Au-Sn district; 568,632 0z Au and 720,000 Ib cassitefte
produced through 1995

8,022,434 oz placer Au 1902-1995; 304,548 oz Au and over 4
million lbs Sb from veins and shear zones produced through 1990

3.74... 'n0 oz Au proven and probable reserves open at depth;
702.29.. xAu produced between 1996 and 1998

822,200 0z Au and 2.4 million 0z Au in two shear zones

212,000 tons of 0.36 oz/ton Au
Estimated 1,31*1,000 0zAu
Resource 0f 433,000 oz Au

40 million ton reserve containing percentages of: Cu, Zn, Pb, ' g.Au
Cu-Au prospect; 140 million ton reserve containing percentages of: Cu, Au, Mo
Pb-An-Ag massive sulfide prospects

55 million tons of 6.3% high quality chrysotilc asbestos

Placer Au district; 534,974 ozAu produced 1883-1995

5.2 million 0z Au reserves; exploration and development on-going
157,8 million tons proven and prob&Me reserves containing

percentages of Zn, Pb, Ag; productii, and exploration on-going;
over 1 million tons of concentrate prcduccd in 1998

*Red Dog Mine, in Northwest Alaska, could become the terminus for a spur from Fairbanks to the Ambler mining district.

risure 2, Mining data in the Yukon Territory

Yukon Mines
Brewery Creek Mine

Kudz Ze Kayah
Property

Sa Dena Hcs
Property

Wolverine
Property

Minto
Carmacks
Copper
Division Mt.
Coal
Wolverine

Wolf

Fyrv Lake

Ownership
Viceroy Rcsouce Corp.

Cominco Ltd.
Cominco Ltd.
Bolidcn Ltd./Atna

Resources Ltd.

Asarco Inc./Minto
Explorations Ltd.

Western Copper Holdings
Ltd.

Cash Resources

Atna Resources/

Expatriate Resources

Atna Resourccs/YGC
Resources

Pacific Ridge Exploration

Resource information
613,000 contained 0z Au; 1997-1998 production of 125,025 0z Au

13 million ton reserve containing percentages of: Cu, Pb, Zn, Ag,
Au; final approvals expected in 1999

3.2 million ton reserve containing percentages of: Pb, Zn, Ag;
opened in 1991 but closed in 1992 due to low prices

6.237 million ton reserve containing percentages of: Cu, Pb, Zn,
Ag, Au; further delineation planned

7.2 million ton reserve containing percentages of: Cu, Ag, Au;
production planned for late 2000

14.1 million ton reserve containing percentages of: Cu, Au;
undergoing final stages of environmental assesment

52.9 million ton resource at 9,328 BTU/Ib and 0.43% Sulfer;
under study with environmental asscsemcnt to begin next year

6.2 million ton reserve containing percentages of: Zn, Cu, Pb, Ag,
Au; metallurgical work planned

4.1 million ton inferred resource containing percentages of: Zn,
Pb, Ag; further exploration planned

15.4 million tons preliminary resource containing percentages of:
Cu, Co, Au; still in exploration
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Prepared by the office of United States Senator Frank H. been made to assure the accuracy of the information in this
Murkowski. For further information, contact Chuck Kleeschultc,  packet, changing resource data prevents guaranteeing the au-
Prcss Secretary, at (202) 224-6665. Although every attempt has  ihcnticily of all the information.

produced by Robert W Corbisier
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INTRXIUCTICW

In the spring of 1977 the first session of the tenth Alaska Legislature
passed two bills (HB47 and HB48) which dealt with a proposed extension
of the Alaska Railroad to the Canadian border. House Bill 47 charges
the Interior Region of the Alaska Department of Transportation and
Public Facilities with the responsibility to "delineate a proposed
utility corridor for the extension of the Alaska Railroad to the Canadian
border..." and further stated that the corridor "shall include a delinea-

tion of a proposed railroad right of way".

House B ill 48 appropriated $865,000 from the State's general fund to
cover the cost of the work necessary to delineate the utility corridor
and railroad right of way. In June of 1977, the governor's office

authorized $150,000 of the HB48 appropriation to cover costs of the
first phase of the railroad extension project.

The Department performed only a limited amount of route reconnaissance

in 1977 since $150,000 would not go far toward accomplishing the project
goals. However, in January of 1978, the second session of the Tenth
Legislature restored the full $865,000 for use on the project. Time
then became an important factor since a great amount of work remained to
be done on the project before June 30, 1979, when funding was to expire.

In the early months of 1978 the Department completed the selection of a
preliminary route which was described in a report issued in April of
that year. The reconnaissance work leading to the preliminary route
selection is summarized on the following pages.



CRITERIA FOR ROUTE SELECTION

The location of the railroad is really the key to defining the corridor
re(\uwed by HB47 and HB48. The grade and alignment constraints on a
railroad location are much more restrictive than for anY other transpor-
tation mode or utility installation. For this reason, the Department
concentrated work on ‘the selection of a railroad location. In effect, a
utility corridor w ill be placed around the best available railroad
alignment rather than -trying to place a railroad within a pre-selected

corridor.

In order to identify the best available railroad location, several
factors were considered:

1. Design Standards The railroad should be located so that it can
meet grade and alignment standards which are commensurate with the
transcontinental rail system standards. The Engineering Department of
the Alaska Railroad provided the following recommendations for design

standards.
Grades

1% desirable
1.7% maximum

Curvature

3° wvalley terrain  desirable maximum
6° mountainous terrain desirable maximum
10° absolute maximum

2. Foundations and Materials Tne railroad should be located on
the best available foundations and in areas where construction materials
are readily available. Good foundations are essential in keeping construc-
tion and operating costs to a minimum. Funding and time limitations did
not allow a program of subsurface investigations and soils analysis.
Materials investigations consisted primarily of aerial photo inter-

pretation.

3. Safety Potentially hazardous situations such as highway grade
crossings should be avoided whenever possible. The route described in
this report crosses the Richardson Highway one time and the Alaska

Highway three times.

. 4, Service to Comrm-“ities The railroad should be placed such that
it will serve local comnunities and enhance local development plans

while s till maintaining the "through” nature of the route. This con-
straint iias been adeunateI% met by holding discussions durln% the recon-
naissance phase with Fort Wainwright, Eieison AFB, Fort Greeley, the

Delta Junction Chamber of Commerce, Citizens of Tok, the Alaska Department
of Fish and Game, and the State Division of Lands., The discussions
¥|elded information that resulted in a location of maximum u tility to

he agencies and comnunities who would use the railroad.



5. Environmental Concerns The scope and fundirig of this route
selection proltect did not provide for a full environmental assessment of
railroad construction and operation. However, the Department's Environ-
mental Section as well as other appropriate agencies were consulted in
order to maintain an awareness of environmentally sensitive areas and
issues which might affect the selection of a railroad route.

6. Right of Way The railroad alignment was placed on public lands
wherever possible so as to minimize the costs of right of way acquisition.
It is assumed that the railroad right of way will be 300 feet wide.

7. Costs Costs of rail construction were kept in mind and minimized
where possible.. However, this study does not include an estimate of
construction costs for the proposed rail project.



ROUTE RECONNAISSANCE

Previous developments (h|ghways, pipelines, cairnunications systems,
airports) have established a general transportation corridor fran the
present terminus of the Alaska Railroad at Eieison Air Force Base south-
east to the Canadian border. This corridor can be described in broad
terms as the valley of the Tanana River or in more narrow terms, as the

route of the Richardson and Alaska highways.

A study of topographic and land status maps of eastern Alaska readily
shews that the terrain and the associated economic and environmental
considerations effectively rule out any general corridor other than the
Tanana River Valley. This route study is confined ro the Tanana Valley
except for the easternmost 50 miles which follow the Indue River dewn to

the Candian border.

The Ladue border crossing was first proposed in 1942 when the U.S. Army
Corps of Engineers surveyed a route for a rail connection to Alaska.
Interest in that RrO]e.Ct faded after the end of Warld War I, but the
route chosen at that'time has been reaffirmed many times in subsequent
years. The Ladue crossing directs the Yukon Territory segment of the
railroad route into the broad valleys of the White, Yukon, Pelly, and
Liard rivers. The valleys provide 'a fairly direct route to Watson lake,
Y.T., through which the connecting link to the existing transcontinental

rail system w ill pass.

It should also be pointed out that the ladue River border crossing
allows the easiest and most direct route to Whitehorse, Y.T., should
Canada decide to run the rail connection through tliat city. This studl
considers only the Ladue River border crossing.

The first St(;‘é) in selecting a railroad route was to study topographic
maps and to identify on these the route ﬁossmmues that appeared to
narit further study by means of aerial photography.

Frcm the map study it was determined that the 108 mile section from
Delta Junction to Tok was adequately covered by aerial photographs taken
in S%Btember 1976 for the purpose of highway réconnaissance. Likewise,
the 80 mile segment frcm Tok to the Canadian horder via the Ladue River
had %revmusly been Photographed in a 1973 rail study. This left only
the 75 mile segment frcm Eieison to Delta Junction lacking in reconnais-
sance photo coverage. Photographs of this area were scheduled for the

fall of 1977.

Map study of the Eieison to Delta Junction area revealed several possible
routes including an alignment alon% the north bank of the Tanana River
and several alternatives south of the river. In September 1977 these
routes were investigated by a fixed-wing overflight involving the Regional
Geologist, Hydrologist, and Reconnaissance Engineer, After this investi-
gation, three routes were chosen as the most premising rail locations,

one north of the Tanana River and two south of the river.

All three of these routes were subsequently photographed in color on
October 1, 1977. All of the aerial photos mentioned above are at a

scale of 1 inch = 1000 feet.



Through the winter of 1977-78 considerable time was spent studyin({_ the
reconnaissance photographs in an effort to Select a prehmmarK alignment,
The route that was selected for further study was plotted on the maps
which are included in the back of this report on pages 13 through 1

These are USGS maps with a scale of 1inch = 4 miles. These maps provrLde
a scale that is manageable for inclusion in the report, but do not show

extensive detail in any given area.

The proposed line was also plotted on the larger scale quandrangle maps
as well as the reconnaissance aerial photographs.

The route is marked off in miles beginnin%,with Mile O at the recently
completed railroad bridge over the Chena River floodway near Eieison AFB

and ending with Mile 268 at the Canadian border.



METHODOLOGY

Photograimetric mapping was chosen as the most effective means of select-
ing a precise route for the railroad. This method allowed a high degree
of latitude in final route selection and was adaptable to the time and
funding constraints which had been placed on the project. The napping
work was assigned to two consulting firms which were ‘already under
contract to provide mapping services to the State of Alaska.

In early April 1978 maps with flight lines drawn along the proposed
route were submitted to the mapping consultants. These consultants
reviewed the flight lines and laid out ground control schemes that met
their mapping reguwements. These control schemes were returned to the

DOT/PF by the end of April.

Anticipating an early and intensive surveying season, the Department
contacted a'll affectéd landowners along the route to secure Berm|33|on
to survey across the ownersllands. Permission was granted %;,all
[%ubhc agencies and private owners with the exception of the Village of
anacross. While Tanacross did not deny the request for access to its
lands, the decision was delayed to the point where the Department could
no longer wait due to the need to have ?ro_und control panels in place
and mapping photos taken hefore spring foliage obscured the ground.

The result is that the segment of the route passing through Tanacross
lands has not been mapped and therefore has not been described in precise
terms. The Tanacross lands form a gap in the mapping prerct frem mile
162 near Cathedral Bluffs to mile 195 near the Coast Guard Loran Station
east of Tok. The route selected through this 32 mile area is described
in the general terms used in the preliminary route study.

During late April and the first part of May of 1978, Department personnel
placed the required photo control panels on the ground along the remaining

236 miles of the route.

North Pacific Aerial Surveys photographed the route on May 9, 1978 at a
scale of 1"=500" for mapping purposes.

Concurrently with designing the flight lines, the state entered into
nePotlatmns to select a ground control survey consultant. The State
sefected the firms of Stutzman Endgmeermg and DOWL. These firms were
contracted to do all of the ground control survey work in a joint venture.

Control survey work began in early June and continued through the summer
of 1978. The field survey was primarily a method of controlling the
aerial photographs with a”secondary benefit of estabhshm% a system of
monumentation along the proposed route corridor which could later be
used for additional right of way acquisition, construction lay-out, or
other surveys as may be deemed essential to the project. The Alaska
State Plane Coordinate system was used for horizontal control throughout
the project and involves Alaska Zones 2 and 3.

Since the three segments of the route spanned such an extensive area, a
great variety of terrain, ground cover, and accessability problems were



encountered. Each of the field conditions seemed to dictate how the
survey should be conducted and what equipment should be utilized. In
all cases, coordinate positions and azimuths were originated frcm existing
Geodetic Survey, U.S. Geological Survei/,, U.S. Arm)(, Corps of Engineers,
Bureau of Land Management, and two stations established by the ‘Interna-
tional Boundary Commission. The control traverses or nets were also
closed onto other stations of the same origin or previously established
monuments which had been derived therefrom After running a field data
traverse through the network from %e.odetlc station to station, a compass
adjustment was made to position all intermediate points. The thus
derived positions of each new traverse or control station were anticipated
to be within 1:30,000 accuracy relative to existing control. Actual
field determinations have proven this to have been accomplished.

All vertical control was derived from,emstmg US.C& G.S. or. US.G.S.
Bench Marks. A more detailed discussion of the control survey is presented
in a re}ﬁort prepared by the consultants upon ccmpletion of the survey
work. That report also contains a listing of the positions of all

control points.

As the De{Jartment received control data from the survey consultants, it
was sent to the mappmg7consu.|tants and the production of contour maps
be?an by mid summer 1978. This was accomplished at a scale of 1" = 100°
with a 2' contour interval. The band of mapping varied fran 500" to
8001 Over most of the length of the FfO]eCt a 500" wide strip centered
on the preliminary route was mapped. In Some areas of r.ou%.h terrain a
wider strip of mapping was requested to allow more flexibility in select-

ing a final railroad route.

As the mapping was received, the Department placed a railroad centerline
on it. Occasionally the line is t|ghtlyy controlled by topoEraphy. This
IS most obvious when cllmbmg frcm ‘the Tanana River to the Ladue Surunit.
A 1% "Grade Contour™ was laid out on the mapping by starting at the
Ladue summit and working down to the highway on the Tanana side. A
railroad centerline was then drawn to get the best "fit" to this grade
contour. The result is a railroad centerline with a sustained 1% grade
and continuous curvature for a distance of about 10 miles.

As the alignment was placed on the mapping, the Regional Geologist and
Hydrologist reviewed It and recommended needed changes. When the most
déesirable "fit" was achieved, the State Plane Coordinates of the tangent
intersections were scaled off the contour maps and hearings and distances
of the tan%en_ts were calculated, as well as all curve data. The line

has been stationed from the Eieison toward the Canadian border. Al of
the alignment and coordinate data has been tabulated and is on file at
the Interior Regional Office of the Department of Transportation and

Public Facilities.



ROUTE DESCRIPTION

The new railroad bridge over the Chena River flcodway near Moose Creek
was selected as the starting point for the prOﬁosed railroad extension.
This point was chosen rather than the end of the present line on Eieison
AFB in order to avoid two crossings of the Richardscn Highway which
would eventually reguwe overpasses, and to keep the Tram ra’il line out
of the developed and congested area of Eieison. The Noose Creek starting
point requires about 6 more miles of new track but makes the resulting
main rail line about 2 miles shorter due to the more direct alignment

through the Eieison area.

Frem Mile O the route proceeds southeast hetween the Tanana River and
the Richardson Highway. This section is located on old river bars which
offer favorable foundation conditions but require several slough crossings.

The route runs close to the Richardson Highway at Mile 19.5 and then
turns up the Salcha River to a crossing about” 1 mile below the highway
bridge. After crossm% the Salcha River, the route heads toward the
west slope of Flag H ill and the Tanana River crossing at Mile 25,

After crossing the Tanana River, the route stays within one half mile of
the river for the next 8miles (to Mile 34). This is an area of alluvial
gravels supporting stands of large white spruce.

Fran Mile 34, the route swings farther away from the Tanana toward a
crossing of the Little Delta River at Mile 3S.5. This crossing is about
Omiles above the mouth of the Little Delta near a low ridge. The
scream bed at this point is about 2000 feet wide.

After crossing the Little Delta, the route swings back toward the Tanana
River and stays close to the river from Jlile 40 to Mile 44. Seme hank
protection w ill be necessary in this area. Fran Mile 44 to Mile 51, the
route is located on old weeded river bars 0.5 to 1 mile south of the
Tanana River. This is an area of unfrozen alluvial gravels with a thin

covering of silt.

The route crosses Delta Creek about 2.5 miles upstream frcm its mouth
and then skirts ann? the southern side of a 3.5 mile ridge which paral-
lels Clear Creek - Clear Creek being on the northern side of the ridge.

Fran the east end of this ridge, the route follows along low terraces
south of Clear Creek to the vicinity of Mile 67.

From Mile 67 to Mile 74, the route is within a mile of the west bank of
the Delta River.

The crossing of the Delta River is in the area near Jack Warren Road.
mile crossing near Jack Warren Road w ill require bank R/lr,otectmn along
the east bank of the Delta River hetween Mile 75 and Mile 78. Bank
Brotectmn in this area will be of tgreat benefit to the ccimiunity of
elta Junction since the river has been actively eroding this section of

riverbank in recent years.



At Mile 77.5 the route turns east up Jarvis Creek. This general location
through the Delta Junction area was chosen after meetings with the Delta
Junction City Council and Planning Commission.

Delta Junction to Tok (Mile 78 to Mile 189)

Proceeding southeast frcm Delta Junction the route crosses the Richardson
Highway just north of the Jarvis Creek bridge (Mile "j) and then follows
the east bank of Jarvis Creek on Fort Greely lands for about 4miles.

At Mile 02, the route is near the developed area of Fort Greely although
a bridge across Jarvis Creek w ill be necessary to provide access to the

fort.

Fran Mile 82, the route turns easterly renaming on Fort Greely lands
for the next 7miles as a means of avoiding the private property along

the Alaska Highway.

Between Mile 8 and Mile 88, the route winds through the broken terrain
of a glacial moraine. The route then leaves Fort reeIY near Mile 89
and heads southeast Parallellng the Alaska nghwaY for the next 10
miles. Most of the land in this area has been selected by the State of

Alaska under the statehood act.

The railroad route crosses the Alaska Highway near Mile 100, eight miles
west of the Gerstle River. The route also crosses the proposed Northwest
gas pipeline at this Romt. This crossing places the railroad on the
opposite side of the nighway frcm the Gerstle River Carrpground. After
crossing the highway, the route ﬁaralllels the h|Phway on the north side
until reaching the vicinity of the Little Gerstle River.

To avoid the steep, broken terrain of an old glacial moraine, the railraod
route follows along the edge of the Tanana River frcm Mile 114 east of
the Little Gerstle River to Mile 120 at the Johnson River. Department
Geologists have sane misgivings about the foundation conditions in this
area and a detailed soils mvestl%atlon might leal to a decision to

shift a section of the alignment higher up the hill away frcm the Tanana

River.

The route crosses the Johnson River near its mouth where the braided
stream bed is about 0.5 miles wide. East of the Johnson River the route
swings awa¥ from the Tanana River across an alluvial fan reachmﬁ the
vicinity of the Alaska Highway near Dry Creek (Mile 123), For the next
five miles the railroad route’closely parallels the highway on the north
while running along the edge of an alluvial gravel terrace.

At Mile 128 the route swings away frcm the highway to cross Eerry Creek
about 0.5 miles downstream frcm the highway bridge. The DOT/PF also
proposes to shift the highway downstream on Berry Creek, however, there
should be no conflict betwaen the highway and the railroad.

At Mile 130, the railroad route runs north of a small lake following the
sane general location as the 1942 railroad survey. The route returns to
the vicinity of the highway at Mile 132 and then swings 0.25 miles to

the north to follow the edge of an alluvial gravel terrace for the next

4dmiles.
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Near Mile 137, the route entersDot Lake Village lands and droRs from
the terrace to the Tanana floodplain. Over the next 3miles the route
will be partially located on the pcor foundations west of Dot Lake.

After reaching Dot Lake (Mile 140) the route parallels the Alaska Highway
for the next 8 miles over the flat terrain of an alluvial fan. At Mile
148 near Jan Lake, the railroadroute swings away frcm the highway to

the north in order to skirt thesteephills north of the Robertson

River. The route reaches the Robertson River at Mile 154 and crosses
that stream about 0.5 miles above its mouth. This crossing is about
3500 feet in length and poses sane special problems because of the
extensive buildups of ice that occur each winter in the Robertson River.

The route rexrains near the Tanana River for most of the distance between
the Robertson River and Cathedral Rapids (Mile 154-154) . East of Cathe-
dral RaP|ds the railroad would contour around the large alluvial fan at
the mouth of Yerrick Creek and again reach the vmmw of the Alaska
Highway near Moon Lake (Mile 171). Frcm Mile 171 to Mile 174, the route
skirts the base of the hills below the highway and then parallels the
highway from Mile 174 to Mile 176.

Frem Mile 176, the railroad route proceeds due east for 12 miles. This
places the route south of the Tanacross airfield (Mile 178) and north of
the Haines pipeline pump station (Mile 182). This also places the
railroad well north of all the development between Tanacross and Tok.
The route passes Tok Junction 2 miles to the north at Mile 189.

Tok to Canadian Border (Mile 189 to Mile 268)

From Mile 189 north of Tok Junction, the proRose_d railroad route runs
southeasterly for about 10 miles in a stra|g[ t line gradualli converging
with the Alaska Highway alignment. The route crosses the Tok River at
Mile 193, passes north of the Coast Guard installation at Mile 194, and
crosses the Alaska nghwar at Mile 1985 one mile west of the Tanana
River bridge. The route then crosses the Tanana River just upstream

from the highway bridge.

East of the Tanana River, the railroad route skirts along the base of
the hills Rassmg one quarter mile south of Tetlin Junction and remaining
south of the Alaska Highway fo: the next 5 miles in order to avoid the
steep, broken terrain on the hillsides above the hﬁ;,hway. At Mile 206,
the route crosses to the north side of the Alaska Highway and begins the

climb to the Ladue Summit.

The location of the railroad for the next twenty miles is primarily
controlled b ?rade requirements. The line must climb frcm an elevation
of about 1800 feet at Mile 206 to about 2300 feet at the sunmit (Mile
216) . This requires 105 miles of sustained 0.9% grade. This section
w ill also have many maximum degree curves and w ill require many large

cuts and fills.

The location of the crossing into the Ladue River Valley (Mile 216) is
the same as that selected by the U.S. Army Corps of Engineers in 1943
This is the lowest available access point to the Ladue Valley.



la.

On the Ladue River side of the summit, maximum grades and curves will

not be necessary. The route reaches the valley floor at about Mile 220
at an elevation of 2100 feet. Fran this point on, the route w ill follcw
gentle grades and alignment down the Ladue Valley to the Canadian border.

The Ladue Valley is relatively narrcw so that there is not a wide choice
of route locations, For the most part, the railroad route will follow
ann% the north side of the valley in order to gain the advantaﬂe of the
southern exposure. The preliminary route reaches the Alaska-Yukon

border at Mile 268.5.



CONCLUSIONS AND RECOMMENDATIONS

The work done on this project has resulted in a railroad alignment with
essentially river grades and with curves that can be negotiated at 60
mph. The most notable exception is the section in the area of the Ladue
summit where grades are s till below 1% but where curvature and the
length of sustained grade would reduce train speeds to 25 mph. There
are a few curves in other locations with a 50 mph design speed.

The Department has attempted to select the best available railroad route
w hile keeping within the lim itations imposed by funding and time con-
straints. It would have been desirable to put more time and e ffort into
several aspects of the route selection - particularly in the area of

foundation investigations.

It should be expected that more detailed study in later phases of railroad
development could result in reccmmendations for changes in the location

of portions of the proposed alignment.

In spite of the shortcomings of this study, the Department feels that
the route that has been selected is basically a sound and viable railroad

route.
It is reccrrmended that a 300 foot wide right of way centered on this
route be withheld from the many demands being made on the public lands.

It is further reccrrmended that the State of Alaska should move to acquire
that portion of the right of way that is within private lands as intended

by HBA47.
The Department now has on file :

* Aerial photos of the entire route

* Control survey data

* Photogrammatric contour maps of the route

* A tabulation of alignment data

* State Plane Coordinate positions of centerline points

The Alaska State Plane Coordinates of the centerline points constitute a
precise legal description of the railroad route.

Through the photograrrmetric process we also have the capability to
produce design cross sections and earthwork quantities frcm the data
already gathered and to make alignment shifts without field surveys.
This should speed up the process if the decision is made to proceed to

construction on any part of the railroad route.

Much of the data gathered for the railroad study w ill also be of use on
highway projects which are planned for the Alaska Highway.
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Introduced: 1/13/77
Referred: State Affairs and
Finance

BY SWANSON, BRADLEY, CHATTERTON
HAYES, KELLY, MCKINNON fMEEKINS '
MILES,PARR AND PHILLIPS-

fN THE HOUSE LA
HOUSE BILL NO. 47
IN THE LEGISLATURE OF THE STATE OF ALASKA
TENTH LEGISLATURE - FIRST SESSION
A BILL
For an Act entitled: "An Act relating to creation of a utility corridor for
extension of the Alaska Railroad; and providing for an
effective date."
BE IT ENACTED BY THE LEGISLATURE OF THE STATE OF ALASKA:
* Section 1. AS 19.05 is amended by adding a new sectionto read:
Sec. 19.05.122. UTILITY CORRIDOR FOR EXTENSION OF THE ALASICA RAIL-
ROAD. (a) The interior division of the department shall delineate a

proposed utility corridor for the extension of the Alaska Railroad to

the Canadian border. The proposed utility corridorshallinclude a
delineation of a proposed railroad right-of-way.
(b) The commissioner shall, in conformity with the Administrative

Procedure Act (AS 44.62), adopt a regulation approving, modifying, or
rejecting the proposed utility corridor and railroad right-of-way.

(c) If the commissioner approves or modifies the proposed utility
corridor and railroad right-of-way,

(1) the Department of Natural Resources shall classify, or
reclassify, and reserve any state land within the utility corridor for
use as a utility corridor and railroad right-of-way; and

(2) the department shall exercise its authority under sec. 40
of this chapter to acquire rights-of-way across land within_the_u.tili.ty__
corridor which is subject to the state's power of condemnation.

(d) The requirements of the Alaska Land Act (AS 38.05) relating
classification and reclassification of land are inapplicable to actions

taken under this section.
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Introduced: 1/13/17
Referred: State Affaire and

Finance

BY SWANSON, BRADLEY, CHATTERTON,
HAYES, KELLY, MCKINNON, MEEKINS,

IN THE HOUSE . PARR AND PHILLIPS

2 HOUSE BILL NO. 48 am
2 IN THE LEGISLATURE OF THE STATE OF ALASKA

I TENTH LEGISLATURE - FIRST SESSION

! A BILL
° For an Act entitled: 'An Act making a special appropriation to-the Depart-
7 ment of Transportation and Public Facilities,interior
® division, for delineation of a utility corridor and
’ railroad right-of-way for extension of the Alaska
1 Railroad; and providing for an effective date."
" BE-IT ENACTED BY THE LEGISLATURE OF THE STATE OF ALASKA:
v * Section 1. The sum of $865,000 is appropriated from the general fund to
s the Department of Transportation and Public Facilities,interior division, for
M the purpose of reconnaissance photography and studies, field surveys, mapping,
B engineering work, cost comparisons, and office work to delineate a utility
0 corridor and railroad right-of-way for extension of the Alaska Railroad to
; the Canadian border.
16
19 * Sec. 2. The unexpended and unobligated portion .of this' appropriation
lapses into the general fund June 30, 1979.
? * Sec. 3. This Act takes effect immediately in accordance with AS 01.10.-
“ 070(c).
22
23
24
25
26
2
28
29
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ALTERNATIVE COURSES OF ACTION

Reasonable alter atwee conS{dered include a no-action alternative and a
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ENVIRONMENTAL SETTING AND ENVIRONMENTAL CONSEQUENCES
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