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ports, of Seward, Whittier, Skagway and Prince Rupert to a common rail system
thus enhancing the natural resource development of al areas.

In 1979, the Alaska Legislature directed the Alaska Departrment of Transportation
and Public Fadilities to Oelineate a proposed railroad corridor and railroad right of
way from Eielson Air Force Base, 30 miles southeast of Fairbanks, 271 miles to

the Canadian border. That report, “Alaska Railroad Extension, Route Selection”,

Wés upcated inl9g2

PROPOSAL TO UPDATE THE ENVIRONMENTAL ASSESSMENT
EXTENDING THE ALASKA RAILROAD FROM FAIRBANKS, ALASKA TO THE CANADIAN BORDER

round
m the State of Alaska completed an environmental assessment of a
railroad corridor between Eielson Air Force Base, near Fairbanks, and the Yukon
border. Constrained by geometric standards and geological features, the route
ickntified left the
existing track near
Eielson, Grossed the
Tanana Rverto Its
south bank near
Hading Lakeand
proceeded towhere it
crossed the Delta
Riverat Delta
Junction. Fallowing
the Tanana River
valley, the route
Cepartedthe
drainage nearTetlin
Junction and crossed
over intothe Lacle,
River valley where it proceeded to the Alaska/Yukon Border.

This study specifically did not address the economic feasihility of extending the
railroad systemto the border but instead, concentrated on the identification of a
practical route that wes ermvironmentally acceptable. Some of the many topics
studied included agriculture, wildife, water quality, wetlands, archaeological
resoucrigsg,t land use, 4(f) properties, construction costs and meint nance
considerations.

Since 1983, the US. Dat, ofthe Interiar, as trustee for the Alaska Netive
Corporation land selections, has identified and transferred ownership of many
lands along the route. In addition environmental concerns focused on sensitive
species or environments that could inpact the routing or eventual construction of
a railroad need to be reassessed and the route needs to be reviewed and
nndlj(ijeed attQ conly with updated railroad geometric standards and rdling stock
considerations.




Proposal

Alaska Transportation Consultants, a non-profit corporation dedicated to
expanding Alaska’s transportation systems, proposes this conference support, by
a resolution, updating the environmental assessment because it is essential to
those determining the feasibility of connecting Alaska’s railroad to the Canadian
system. The updated study would address all of the geometric, geological and
environmental aspects presented in the original report and would include current
estimates for construction along the proposed route.

The final reassessment will be coordinated with State and Federal agencies and
private concerns as required and will be submitted for endorsement to the State
Administration. The estimated cost to complete this comprehensive update is
$200,000. A resolution by this body requesting funding to update the
environmental assessment of the rail extension would be most timely.

In closing it's important to note the Department of Defense has initiated early
work toward a Ballistic Missile Defense System at Fort Greely, some 82 miles
south of Eielson Air Force Base and on the proposed railroad corridor to the
Canadian border. Should the federal government decide to extend the rail to
Fort Greely at a cost estimated at $125 million, our action to complete early
studies would be vital to that rail extension.

Don Lowell
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Mega-deposits: total estimated concentrates:
*Average for 17 aeposits: 15 million tonnes
*Total contained metal: $46 billion

CommodityyaiuaNori -Deposits located wstfrin TOOkm of Proposed Railway along Tlrrtina Trench Route
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InChdtrict %

P.0. Box 56622
North Pole. Alaska 99705
Phone(907)488-1546
Fax (907) 488-4271

JVetshot tate “Negislature

IMouse (Df "Representatifres

IndureaLt

State Capitol Building

Juneau, Alaska 99801

Phone (907) 465-3743
Fax (907) 465-2381

Representative |J!ean

December 3, 2001

nette James

SUBJECT: Recommendations of the Alaska-Canada Rail Connection Conference,

October 10-11, Fairbanks, Alaska.

The following recommendations were adopted unanimously:

1. This Conference urges that the United State
authorized by Senator Frank Murkowski's 'R
implemented as soon as possible.

s / Canada Bilateral Commission,
ails to Resources' legislation, be fully

2. This Conference supports Rep. Jeannette James' HB 241 to authorize extension of
a railroad and utility corridor from Eielson AFB in Alaska to Whitehorse, Yukon,

Canada.

3. This conference requests clarification from Senator Ted Stevens as to efforts to

extend the Alaska Railroad to Fort Greely.

AFFIRMED:

Hon. Larry Bagnell, Ottawa, BC

Rep. Jeannette James, North Pole, Alaska
Rep. John Coghill, Fairbanks, Alaska
Rep. Bud Fate, Fairbanks, Alaska
Hon. James McLachlan, Faro, Yukon
Jim Caswell, Anchorage, Alaska
Linda Wallace, Fort Nelson, BC
Michael Hurley, Anchorage, Alaska
Laurel Barger-Sheer., Delta Junction, Alaska
Norm Phillips, Fairbanks, Alaska

Jim Trull, Blaine, Washington

Tom Bundtzen, Fairbanks, Alaska
Barry Donnellan, Fairbanks, Alaska
Greg Wolf, Anchorage, Alaska

Dr. Paul Metz. Fairbanks, Alaska
Jerry Rafson, Fairbanks, Alaska
Irene Anderson, Nome, Alaska
Charles Jurasz, Faro, Yukon

lan Rokeby, Burnaby, BC

Joseph Henri, Anchorage, Alaska
Kells Boland, Calgary, Alberta

Jack Eidson, Houston, Texas

Edgar Blatchford, Seward, Alaska

Mara Bacsujlaky, Fairbanks, Alaska
Michael Smith, Houston, Texas

Jerry Ofukany, Kamloops, BC

Merle Railton, Maple Ridge, BC
Gloria Goodwin, Fort St. James, BC
William Sharrow, Anchorage, Alaska
Royce Chapman, Fairbanks, Alaska
Dr. Milton Wiltse, Fairebanks, Alaska
Pete Hallgren, Delta Junction, Alaska
Caroline Higgins, Anchorage, Alaska
Joe Fields, Fairbanks, Alaska

Dean Owen, Fairbanks, Alaska
Barbara Cotting, Fairbanks, Alaska
Richard Schmitz, Juneau, Alaska
Brian Burton, Seattle, Wash.

Scott Swingle, Fairbanks, Alaska
Graham Kedgley, Vancouver, BC
David Broadbent, Port Coquitlam, BC
John Blair, Vancouver, BC

Capt. Orlando Dona, Jr., Eielson AFB, Alaska
Clark Milne, Fairbanks, Alaska

Hal B Cooper, PhD, Kirkland, Washington
Ted Trueblood, Delta, BC



CC:

President George W. Bush
Hon. Norman Mineta
Senator Frank Murkowski
Senator Ted Stevens

Rep. Don Young

Rt. Hon. Jean Chretien

Hon David Collenette

Gov. Tony Knowles
Members, Alaska Legislature
Members, Yukon Legislative Assembly
Conference attendees
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Alaska State Legislature

Rep. Lesil McGuire, Chair State Capitol

Rep. Joe Green, Vice-Chair Juneau, AK 99801-1182
Rep. Fred Dyson (907) 465-4955
Rep. Jeanette James

Rep. Beverly Masek

Rep. Carl Morgan

Rep. Norman Rokeberg

Rep. Harry Crawford

Rep. Gretchen Guess

House Special Committee on Economic Development, Trade and Tourism

March 28, 2001

Dear Reader,

This is a collection of the material presented at the joint committee of Transportation, Ol
& Gas and Economic Development, Trade & Tourism on February 20, 2001. It includes all of the
testimony from the experts and various members of corporations that want to build a transportation
and utility corridor. This information should be helpful to all those interested in the de /elopment of this

project.

The proposed corridor would benefit several industries and be a significant tool for enhancing
economic development. Not only was this joint meeting a productive step toward furthering economic
relations between Alaska and Canada, but it likely encouraged the future discussion of related issues

between our two bordering countries.

| sincerely hope that you find this information useful as well as mformative. If you have any
comments or questions regarding the materials contained in this packet or any of the issues we discussed

at the joint meeting, please don’t hesitate to contact me.

Representative Lesil McGuire



Alaska State Legislature

While in Juneau
state Capitol
Juneau, Alaska
99801-1182

(907)465-3743
FAX (907) 465-2381

REPRESENTATIVE
JEANNETTE JAMES

PO Sox56622 |
North Pole. Alaska 99705 | J
(907)456-1546
FAX (907) 488-4271
ALALi.

Majority Leader
House of Representatives

House District 34

JOINT HOUSE COMMITTEE on CONSTRUCTION OF A
TRANSPORTATION/UTILIY CORRIDOR TO CONNECT ALASKA

WITH THE REST OF NORTH AMERICA

February 20, 2001
10:30 a.m.-12:30 p.m.
House Finance Committee Room

AGENDA

10:30 a.m. Call to order; introduction of participants, other
legislators present. 10:30 a.m. (Gavel in Joint House
Committee, including Yukon legislators: MLAs Mike
McLamon, Scott Kent and Cynthia Tucker.)

10:30 a.m. Bill Woolf, speaking for Senator Frank Murkowski from
Washington, D.C.

10:45 a.m. Larry Bagnell, Yukon MP, from Ottawa, Ont.

11:00 a.m. Scott Kent, Yukon MLA, speaking for Premier Pat
Duncan from Whitehorse, YT.

11:15 a.m. Dr. Milt Wiltse, Power Point presentation: East Central
Alaska Geologic Resources and Access Corridors

11:30 a.m. Dr. Paul Metz, University of Alaska Fairbanks

11:45 a.m. Jim Kubitz, Alaska Railroad

12 noon Tom Brigham, speaking for (Alaska Department of
Transportation and Public Facilities) Commissioner Joe
Perkins

12:15 p.m. Colin Chapman, for Congressman Don Young, from

Washington, DC.
12:30 p.m. Gavel out.



Mike McLarnon

Deputy Speaker
Chair of the Committee of the Whole House

MLA - Whitehorse Centre
Yukon Liberal Party

Mike McLarnon was elected as the MLA for Whitel
general election on April 17, 2000.

Mr. McLarnon is a life-long Yukon resident, born and raised in downtown Whitehorse. He is a
former board member of the Yukon Sourdough Rendezvous Society, the Tourism Industry
Association and Heritage North.

He is a winner of the Conference Board of Canada "Award of Excellence for Y outh
Employment" and was a host for the Yukon Pavilion at Expo '86.

He was most recently the owner and operator of the Whitehorse Airport Gift Shop and all
visitor services at Parks Canada's S.S. Klondike.

He is married to Jeannette McLarnon.

E-mail:  mike.mclarnon@gov.vk.ca

ScottKent

Deputy Caucus Chair
Deputy House Leader
Deputy Chair of the Committee of the Whole House

MLA - Riverside
Yukon Liberal Party

Scott Kent was elected as the MLA for Riverside in the general election on April 17, 2000.

Mr. Kent has been a Whitehorse resident since 1973. He attended Selkirk Elementary School
and F.H. Collins Secondary School as well as the University of Calgary.

He has been the president of the Yukon Broomball Association since 1997 and is the president
of the Whitehorse Flag Football League. ITe is part owner of a local business and a holding

company.

He was most recently the sales and purchasing manager for Whitehorse Distributors, where
he worked for the past 10 years.
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Cynthia Tucker

Government House Leader
Caucus Chair

MLA -MountLome
Yukon Liberal Party

Cynthia Tucker was elected as the MLA for Mount Lome in the
general election on April 17, 2000.

Ms Tucker has been a property manager for commercial, residential and special-use facilities
and a small business owner.

She has experience in mediation and negotiation, conflict resolution training, land use
planning and zoning and urban land economics. She was a member of the Yukon Horseman's
Association and the Yukon Agricultural Association, a Canadian Ranger and a founding

member of the Carcross Ranger Patrol.

She was most recently the manager of the Whitehorse Housing Authority and the Chair of the
Hamlet of Mount Lome Council. She was a board member of the Association of Yukon
Communities and the Community Training Trust Fund.

Ms Tucker, who is married to Harry Kern, lives in the Robinson subdivision outside of
Whitehorse.

E-mail; cvnthia.tucker®t'ov.vk.ca

37th Parliament

Members of the House of

Commons
~ Name: Mr. Larry Bagnell
Political Party: Liberal Caucus
p, 10 Constituency: Y ukon.

j Province: Yukon
---------- Telephone: (613) 995-9368
Fax: (61.3) 995-0945
Email: Bagnell. L@par!.gc.ca

Parliamentary Internet Parlementaire



ALASKA STATE LEGISLATURE
JOINT MEETING
HOUSE SPECIAL COMMITTEE ON ECONOMIC
DEVELOPMENT, TRADE AND TOURISM
HOUSE SPECIAL COMMITTEE ON OIL AND GAS
HOUSE TRANSPORTATION STANDING COMMITTEE
February 20, 2001
10:30 a.m.

COMMITTEE CALENDAR
OVERVIEW: UTILITY CORRIDOR & RAILROAD RIGHT-OF-WAY TO CANADA

TAPES
01-8, SIDES A & B

(PLEASE ADD ANY OTHER TAPES)
(Please note these are House Special Committee on Economic

Development, Trade and Tourism tapes)

CALL TO ORDER

REPRESENTATIVE McGUIRE, Chair, called the joint meeting of the
House Special Committee on Economic Development, Trade and
Tourism; the House Special Committee on Oil and Gas; and the
House Transportation Standing Committee meeting to order at

10:42 a.m.
PRESENT

Committee members present were Representatives  Chenault,
Crawford, Dyson, Fate, Green, Guess, James, Kapsner, Kohring,
Kookesh, Masek, McGuire, Morgan, Ogan, Rokeberg, Scalzi, and

Wilson.

SUMMARY OF INFORMATION

FRED DYSON: Complimented past presentations

JOE GREEN: Asked questions regarding the certainty of deposits
discussed by Dr. Mint W litse. Also inquired about the safety
issues of having a railroad and pipeline so close to a highway.

DREW SCALZI: Asked if there would be an increase in activity
that would result in more funding for surveys

HOUSE EDT/O&G/TRA COMMITTEES  -1- February 20, 2001



BILL WOOLF: Referred to Senator Murkowski's vision for better
communication and transportation of resources and encouragement

of a transportation corridor.

DR. PAUL METZ: Described possible routes for mining projects, a
brief history of recent exploration of minerals.

JIM KUBITZ: Introduction of certain maps that outline possible
routes for the utilities corridor.

COLIN CHAPMAN: Told the joint committee that Don Young was fully
supportive of the plan to look into these issues for Alaska's

future.

TOM BRINGHAM: Spoke about the Northwest corridor plan, Drew
attention to looking at community and resident needs in terms of

this issue.
ANNOUNCEMENTS

COMMITTEE ACTION
The committee took no action.

ADJOURNMENT

CHAIR McGUIRE adjourned the joint meeting of the House Special
Committee on Economic Development, Trade and Tourism; the House
Special Committee on Oil ana Gas; and the House Transportation
Standing Committee meeting to order at 12:30 P.M.

NOTE: The meeting was recorded and handwritten log notes were
taken. A copy of the tape(s) and log notes may be obtained by
contacting the House Records Office at State Capitol, Room 3,
Juneau, Alaska 99801 (mailing address), (907) 465-2214, and
after adjournment of the second session of the Twenty-Second
Alaska State Legislature this information may be obtained by
contacting the Legislative Reference Library at (907) 465-3808.

HOUSE EDT/O&G/TRA COMMITTEES  -2- February 20, 2001



PROFESSIONAL REPORTS|

Dr. Paul Metz, Gil Carmichael,
Dr. Milt Wiltse, Steve Hites



Testimony of Paul Metz, Ph.D., DIC, P.G.
Before the Joint House Committee Hearing on the Status of
the Alaska-Canada Rail Link
Februa-y 20, 2001

Introduction and Statement of Qualifications

. Iwould like to thank Representative Jeannette James for die opportunity to testily before this joint
committee hearing ot die US-Canada Rail Link. 1 am testifying as an individual and rmy credenuals are
given in the attached Curriculum VAta. | liave undergraduate and graduate degrees in enginéering, economic
and mining geology, and business administration with an emphasis on eaneermg economics and finance.
| teach courrses in geological engineering, mineral exploration, mineral valuation, and mineral economics at
die University of Alaska Fairbanks. | have conducted research on the mineral deposits and mining geology
of Alaska and on die evaluation of mineral resources in die state and elsewhere. | have worked as a
consultant to die mineral industry and have testified as an expert witness in litigation related to the mineral
industry including eminent domain proceedings in state and federal court.

Engineering Geology of the Transportation Corridor from Fairbanks to the Canadian Border

In 199%, a gr_oposa! was submitted to die Alaska Railroad and later the Alaska Department of
Transportation & Public Facilities for die production of en?lnee_rlng eologic maps and derivative geolagic
liazards maps for die transportation corridor from Seward to Fairbanks. In'die summer of 2000 dig project
Was revised to place an emphasis on die transportation corridor from Fairbanks to the Canadian Border as
Pliasc I of glie proposal andl die corridor from Seward «o Fairbanks as Phases 1] & III. As proposed diis was
ajoint pro*ect between die Geological Englneerln%\ Program at die University of Alaska and die Alaska
Division of Geological and_Ge_o?h sical Surveys, A precedent for such cooperation was set by a bedrock
geologic mappm%prpgram initiated in 1981 for die mineral districts in interior Alaska and referied toas die
Interior Mining Project” A summary of the results of that program is attached.

_ The objectives of the Transportation Corridor Project and die use, of multipurpose engineering
geological maps are summarized in_die follow two attachments. The utilization of the mulipurpose
engineering geological by design engineers in die public and private sector will result in mlnlmlzmgngée
risk and cost of geologic hazards to eng?meermg works constructed in die corridor. These costs include bodi
die capital costs of construction as Well as annual maintenance and repair costs associated widi die entire
- pectrum of geologic processes that can degrade e_n?meer_m_g works. And most |mi:>ortand the utilization of
such maps minimized die risk of loss of life associated widi catastrophic structural or earth failures due to a

major hazardous geologic event.

. Asummary of die project, project history, die project status as of December 2000, and a
discussion of the significance of this project was outline in my fetter to Dr. \Wiltse dated December 4, 2000
and attached herein. The changing economics of an Alaska Natural Gas Pipeline to the contiguous states
lias resulted in a major change w: die economic parameters of die construction of llie Extension of die
Alaska Railroad to the Canadian Border and die connection to die Canadian Railroad System.

Changes in Mineral Resource Economics within the Transportation Corridor as a Function of the
Availability of Natural Gas

Major mineral deposit fomid in Alaska widiin fifty miles of die proposed extension of die
Alaska Railroad to die Canadian Border include but arc not limited to;

Bulk mineable low grade intrusive hosted gold (Fort Knox Type Deposits)
High-grade glold quartz veins (Pogo Type posﬂ%o _ _
Bulk mineable moderate grade gold occurrences (Donlin Creek Type Deposits)
Porphyry Copper Occurrences

Porphyry Copper-Molybdenum Occurrences

S F S ICT O



6. Coal Deposits (Jarvis Creek Coal Feld) _
T quh purity limestone deposits for lime and i)_ortla_nd cement production _ _

8 Platinum Group Elements and podifomi cliromite in Alpine Ultramafics (Clinton
Creek Ty%e

9

10

r)oup Elements in Layer Gabbroic Complexes éPaxson M.)

Platinuni :
e occurrences (Wolverine

Precious metal enriched volcanogenic massive sulfi
Complex Typeg _

11 Antimony-gold vein occurrences (Srcrafford Type)

12 Tungsten skam occuirences (Can-Tung Type)

13 Placer gold and platinum occurrences ?Goodnevvs Bay Type)

The future availability of natural gas as a source of energy could greatly decrease the cut-off grade and thus

positively impact the feasibility” of developing bulk “mineablé mineral deposits in the “corridor. The

economic feasibility of bulk mingable mineral deposits is extremely sensitive to tonnage and grace and

energy costs since energy is the single largest operating cost for such deposits. The combination of lower

cost energy for what are now stranded minéral resources and the availability of a bulk trans?ortatlon system

would greatly)enhance mineral exploration and derelopment in the corridor in East-Central Alaska (see
mas).

attache

Other Sources of Tonnage for the Alaska Railroad and the Impact of the Economic Feasibility of the
Transportation System

_ The uncertainty of future mineral discoveries should be carefully considered in tire economic
analysis of the Extension of the Railroad into Canada. Few railroads consfructed in the 19l Century had
defined markets prior to construction. The_ Alaska Railroad was constructed in the 20t Century under the
same constraint. The only significant certain mineral deposits along the route of the Alaska Raillroad prior
to construction were thé coal deposits in tire Matanuska and Nenana Coal Fields and the placer gold
deposits, in Fairbanks. The deep and low-grade placer deposits in Fairbanks required dredges for their
economic feasibility and the railroad was needed to get that equipment into the reglon._ The placer deposits
only contained 8 million ounces of gold. Today as a result of numerous ?od discoveries since the
cormpletion of the “Interior Mining Project”. there are over 40 million ounces of proven and drill inclicated
reserves in interior Alaska. This is 10'million more than the historic gold production of the entire state.
Similarly the reserves of both the Greens Creek Mine and tire Red Dog Mine liave more than tripled since
the initial feasibility studies for these projects. The availability of e_nerg?/ and transportation will result in
increased mineral reserves at known mineral deposits mid néw mineral discoveries that cannot even be

projected at tiiis time,

Other sources of freight such as value added products froma Petrochemical plant in Fairbanks and
rocessed forest products as Well as probable passenger revenues must be added to the expected cash flows
rom the mineral industry. The economic feasibility of the railroad extension should not be limited to the

tonnage requirements of the mineral industry.

Effect of Lower Risk of Geologic Hazards with the Extension of the Railroad to Canada versus the
Route from Seward to Fairbanks

_ The transportation corridor from Seward to Fairbanks transects some of the most hazardous
geologic terraing in the world. Tliis is a function of the plate tectonic boundary between the Pagific Plate
and the accreted terrains along the margin of the North American Plate. By contrast the extension of the
railroad into the Yukon Territory and either northern British Columbia or Alberta will transect on older and
more stable interior plateau. This the rail extension wall provide a relatively low risk transportation System
for interior and even south central Alaska during future major earthquakes comparable to the March™ 1964
event. This factor must be included in the final economic analysis of the feasibi |t¥ of the Extension of the
Alaska Railroad. The same must be considered in the analysis 0f the Alaska Natural Gas Pipeline system.
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Subject: Joint DNR-UAF Proposal Area
Date: Thu, 11 Jan 2001 15:28:07 -0900
From: Michele_Gorham <Michele_Gorham@dnr state.ak.us>
To: Milton A Wiltse <milt _wiltse@dnr.state.ak.us>

Milt:

1 have attached a jpg file depicting the outline of the Joint DNR-UAF
Engineering Geology Federal FFYO2 Proposal Area that 1 generated using
the info—-.B » | received yesterday.

Please let me know if this is the correct area or if | need to make
corrections.

Thanks!

Michele

Michele Gorham, GIS Analyst/Programmer

Alaska DNR, 550 W. 7th, #706, Anchorage, AK 99501
(907) 269-8855 (ph) // (907) 269-8920 (fax)
email: michele_gorhamOdnr.state.ak .us

Joint DNR-UAF Engineering Geology
Federal FFYO02 Proposal Area
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Engineering Geological Mapping
Of the Alaska Transportation Corridors

Phase |
Fairbanks to the Canadian Border
Cooperative Investigation by
The Geological Engineering Program
School of Mineral Engineering
University of Alaska Fairbanks
And

The Alaska Division of Geological and Geophysical Surveys



Objectives:

1. Completion of airborne geophysical and engineering geological maps for the 20
quadrangles (15 minute) transected by the Alaska highway and the proposed route
of the Alaska Natural Gas Pipeline and the extension of the Alaska Railroad from

Fairbanks to the Canadian Border.

2. Assessment of the soil and rock mechanics of the geological materials in these
quadrangles.

3. Completion of geo’ogic hazards maps as derivatives of the engineering geological
maps and geophysical maps.

4. Development of a Geographic Information System for all the geotechnical data

5. Provide the regional geological database for the location, permitting, design, and
construction, and maintenance of ALL engineering works in the transportation

corridor.
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Multipurpose Engineering Geological Maps

Location and engineering classification of bedrock units

Location and engineering classification of soil units

Location and orientation of geologic structures

Hydrogeological conditions

Geomorphological conditions

Geodynamic phenomena

— .
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Erosion and deposition on floodplains
Aeolian processes

Slope processes

Permafrost and related cryogenic processes
Karstification

Suffusion

Soil liquefaction

Expansive soils

Seismicity and active fault zones

Volcanism



Summary of the Interior Mining Project

Paul A I\/Iet%/Ph.D.. PG

. OnFebruary 29. 1980 ajoint proposal entitled “Mineral Resource Appraisal of the Interior Alaska
Mining Districts weS completed by Paul Metz (Mineral Industry Research Laboratory. School of Mineral
Enginéering, University of Alaska Fairbanks) and Gilbert (Alaska Division of Geological and
Gegphysical Surveys) and wes submitted to the Fairbanks North Star Borough as a Capital Improvements
Project for fiscal year ' (Proposal No. MIRL 80-24 total budget $348,000), The stated objective of die
proposed project was “to conduct a mineral aﬂpra!sal f the interior Alaska mmln? districts adjacent to or
Included in die Fairbanks North Star Boroug , dius stimulating die establishment and die growdi of the
mineral industry in the region”. The procedure for die appraisal included. geological magping of each
district at a scale of 1 inch equals 1 mile, detailed mineral prospect mapping, geochemical sampling of
outcrops, stream sediments and heavy mineral concentrates from stream. gravel and mineral deposit
modeling using trace element, stable isotope, fluid inclusion, and radiogenic” isotopic geochemistry. All

ublished geo_lo?lcal, eochemical, and geophysical data for die four interior mining districts (Fairbanks.

ivengood, Circle, an quhardsoni was compiled prior to the field mapping and ?eoc emical sampling..

Fieldwork began in die Fairbanks district in 1981 and die field maps, field notes, and geochemical
data vere released as public data files as field (T;eologl_sts and laboratory staff produced them. The geologic
mapping defined favorable rock units for future mineral discoveries while die geochemical sampling
defined specific_areas of hl%h potendal for future mineral deposit discoveries. The data immediately
stimulated individual prospectars, exploration geologists and exploradon and mining firms to, re-examine
the Fairbanks mining district. Prospectors and exploradonists began to relocate old E)Iace_r mining claims
and stake new lode. mlnlngi claims at an unprecedented rate. The fieldwork and laboratory investigations in
die Fairbanks District resulted in die definidon of 14 new anomalous areas of potential gold mineralization.
Joe Taylor and George Johnson, local prospectors, used diis data to locate 34 lode claims adjacent to their
19 Fort Knox placer claims near Gilmore Dome. ‘Today diose claims have evalved into one of die Ia_r?est
?old mines in North America which employs 250 hlgglc}/ skilled workers, contains an estimated 7.5 million
roy ounces of measured and inferred reserves, and produces 1000 troy ounces of gold per day for 365 days

Ve,
» By 1984 die geol%glc mappmtg and geochemical sampling of die four districts wes completed.
Dozens of geologic maps, diousands of geochemical analyses and hundreds of pages of technical reports
were published and/olr\}%resented at exploradon and mining conferences (see Metz and Halls, 1981, Metz
and Hawkins, 1981, Metz. 1982, Metz, 1983, Metz, 1984d). In addition to dig Fort Knox geochemical
anomaly, 62 other geochemically anomalous areas Were discovered during die interior mining project
investigation. These anomalous areas have been die subject of diousands of new mining claims being
staked n die four mining districts, _ o _

. The Fort Knox Gold Mine is a major producer of new wealth for die Fairbanks Community hut
more importandy it has demonstrated die economic feasibility of bulk mineable ?old production in interior
Alaska. Tliis fact has resulted in die expenditure of tens™of millions of dollars per year for mineral
exploration and deveIoEment not only in die Fairbanks mining district but in die entiré area of interior
Alaska from die North Flank of die Alaska Range. to die Soudi Flank of die Brooks Range. As a result of
the Fort Knox Mine development anodier 33 million troy ounces of gold have been discovered in interior
Alaska (at $300 per troy ounce the ?r_oss value of these discoveries isapproximately $ 12 billion). Tliis hes
resulted i the interior mining districts developing into die single most important region of new gold
discoveries in North Americasince 1980 _ -

Since 1984 over a dozen Master of Science theses and one Doctor of Philosophy dissertation have
been completed on die geology and mineral deposits of interior Alaska. Presentations of diese works, as
well die results of exploration and development programs by mining companies at international mining
conferences has continued to stimulate and quide private Sector investment in mineral exploration in
interior Alaska (see Metz and Hainil, 1986; Metz. 1987, Robinson, Smidi and Metz, 1990; Metz, 1991). In
the interior mining O|or(_)Ject proposal, die discovery of at least one world class mine was predicted. The Foit
Knox Mine fulfilled diat prediction however expectations have been greatly exceeded. The gold discoveries
at die True North Project, die Golden Summit Project, and at die Pogo Project wall result i at least diree
more major gold mines in interior Alaska in the nedr future.
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Department of Mining and Geological Engineering

School of Mineral Engineering
P.Q Box 755800
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December 4, 2000

Milton Wiltse, State Geologist and
Director Alaska Division of Geological
& Geophysical Surveys
794 University Avenue, Suite 200

Fairbanks, Alaska 99707-3645

Subject: Engineering geology and geologic hazards assessment of the transportation
corridors in Alaska - UA state and federal initiatives

Dear Dr. Wiltse

Attached is a copy of a University of Alaska Initiative submitted to the State
Administration entitled, “Engineering Geology and Geologic Hazards Assessment of the
Transportation Corridors in Alaska”. A companion federal initiative was submitted to the
Congressional Delegation through the Offices of the Provost and the Chancellor,
University of Alaska Fairbanks and the University of Alaska Statewide Administration.
The scope of work is similar to the scope of work that we jointly presented to President
Hamilton during the Spring Semester of 1999. The recent initiatives include a third phase
of work that encompasses the transportation corridor from Fairbanks to the Canadian
Border as a first priority. The corridor investigations from Seward to Anchorage and from
Anchorage to Fairbanks are assigned to Phases Il and Ill respectively. In addition,
airborne geophysical surveys have been added to the project thus significantly adding to
the geological engineering database and the project cost.

These recent initiatives reflect the increased need for a comprehensive
examination of the engineering geology along the proposed route of the extension of the
Alaska Railroad through Canada and the construction of the Alaska Natural Gas Pipeline
along the Alaska Highway route. These are major engineering projects essential to the
long-term sustained growth of the Alaska economy. These engineering projects require
regional geological engineering data collection, reduction, and analysis. This engineering
data must include engineering geological maps that depict the mechanical and physical
properties of the soils, rocks, ground water as well as the structural and dynamic process
that affect the strength of these foundation and construction materials. This data is
essential to the constructors of the Alaska Natural Gas Pipeline, the Alaska Railroad, and



the Alaska Communication industry that will in all likelihood install a fiber optic cable

along these transportation systems.

As you may recall, | submitted the original proposal to the Alaska Railroad in
May 1996 for the now Phase | & Il work. Over the past four years endorsements for the
original project have been forth coming from the Alaska Railroad, the Alaska State
Emergency Response Commission, the Technical Advisory Commission of the
Municipality of Anchorage, the Fairbanks North Star Borough, and the Alaska
Department of Transportation & Public Facilities. The interior delegation also indicated
support for this project, particularly at such time that it was in the Governor’s Budget.

Initially funding for the Phase | & Il of the project was sought from federal
highway appropriations that would require a 10% (ten percent) match by the State of
Alaska. Prior to completing the documentation for a publicly initiated highway project
for Phases | & Il, there was a strong indication that federal and state support for an
extension of the Alaska Railroad through Canada was becoming a reality. This support
was in part a function ofthe proposal for aNational Missile Defense System to be located
in the Big Delta area. Construction of the National Missile Defense System would be
facilitated by the existence of a rail-link from Fairbanks to Big Delta. As you recall at the
Alaska-Canada Rail Link Symposium in Vancouver last January, we were informed that
federal highway funds could be utilized for the construction of the Alaska Railroad
extension to Canada. Furthermore the collection, reduction, and analysis of the
geotechnical data for site selection, permitting, and foundation design can be

accomplished with federal highway funds.

Since our invited presentations at the Alaska-Canada Rail Link Symposium, |
have beer, in contact with the co-sponsors of the meeting, Senator Mukowski and State
Representative Jeannette James. They were kind enough to make presentations to our
engineering students on November 6, 2000 on the synergies of the construction of both
the Alaska Natural Gas Pipeline and the extension of the Alaska Railroad. They
emphasized the need for. engineering solutions to the complex geotechnical and
environmental problems associated with both of these projects. At the Resource
Development Council for Alaska, Inc. Annua! Meeting on November 16-17, 2000, both
the Senator Murkowski and State Representative James reiterated the problem solving
nature of the geotechnical data collection, analysis, and reduction process and the timely
permitting and design of both of these projects. .After the RDC annual meeting, | meet
with the local representatives from BP and Phillips Petroleum. Attached is a one-page
summary of the project that was presented to these firms. They likewise emphasized the
need for sound engineering data for the permitting as well as the design phase of the
Alaska Natural Gas Pipeline. It was their consensus that there was not enough time to
secure federal highway funds and a state match of those funds to allow collection of the
required geological engineering data within their preferred time frame for the permitting
and design of the Alaska Natural Gas Pipeline. In order to fast tract our project we will



need the timely assistance of the Congressional Delegation, the Office of the Governor,
and the Alaska State Legislature.

| cannot stress enough the critical engineering nature of this project. AJl those
involved must bring to the table a strong understanding of the difference between
geological engineering data collection and simply the collection ofbedrock lithologic and
surficial geologic data. Engineering geological mapping and data collection emphasizes
the mechanical and physical properties of the earth materials as they relate to specific
engineering projects or general evaluation of a terrain for identification of geologic
hazards that may adversely impact engineering works. Bedrock geologic maps and
surficial geologic maps are not engineering geological maps although they may contain
data that is an important component of the engineering geological map. | have attached a
copy of a short treatise by Dearman (1976) on engineering geologic mapping. Each field
person involved in this project must be familiar with the topics included in this paper. A
more in-depth discussion of the subject along with the engineering geological mapping
methods utilized by the British Geological Survey is included in Dearman (1991).

Airborne and ground based geophysical methods provide measurements of the
physical and mechanical properties of soils and rocks as they exist in the field. The
various geophysical techniques thus provide essential engineering data over larger
vertical and lateral dimensions than are available to direct observation in the field or
available to surface and subsurface sampling techniques. The project proposal has
provisions for airborne magnetics, electromagnetics, and radiometric methods. The
efficacy of these methods in engineering geological mapping has been discussed by
Dearman (1976, 1991), Pitkin (1968) and Ward (1981) and the general use of these
methods have been reviewed by Fitterman (1987), and Hanna (1987).

Scott and others (1990) give a very comprehensive review of the utilization of
geophysics in the study of permafrost. Permafrost is the most challenging geologic
hazard that will be encountered by both the Alaska Natural Gas Pipeline and the Alaska
Railroad. Geophysics will be an essential tool in the identification and mitigation of this
hazard. Ground based geophysical methods available in the Engineering Geophysics
Laboratory in the Geological Engineering Program at UAF are listed as follows:

Engineering Geophysics Laboratory
Ground Based Geophysical Methods

Seismic Refraction Method

Gravity

Magnetics

Resistivity

Self Potential

Electromagnetics

Gamma Ray Spectrometer

Ground Penetrating Radar (FY 02 Budget Request)
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The Geological Engineering Program at UAF also maintains a Geological
Materials Engineering Laboratory with the following materials testing capabilities:

Geological Materials Engineering Laboratory
Soil and Rock Materials Testing

Soil moisture content
Specific gravity
Sieve analysis
Hydrometer analysis
Liquid limit test
Plastic limit test
Shrinkage limit test
Engineering classification of soils
Constant head permeability test
. Falling head permeability test
. Standard proctor compaction test
. Modified proctor compaction test
. Standard field unit weight test
. Direct shear test
. Unconfined compression test
. Consolidation test
. Triaxial compression test
. Miscellaneous field geotechincal instrumentation
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Individuals participating in this project must be familiar with the results of such
geophysical surveys and testing methods and the depiction of the results on engineering
geological maps. These tests may be supplemented by additional testing in-house or
acquired though commercial laboratories and the materials testing laboratories of other

state agencies.

Our clients, the users of this geological engineering data, are the constructors of
the Alaska Natural Gas Pipeline, the Alaska Railroad, the Alaska Department of
Transportation & Public Facilities, the geotechnical consulting industry and the Alaska
communication industry, as well as the state and federal agencies that are permitting
these engineering works. This project must be coordinated with these clients to maximize
the benefit of the collected data and minimize the cost of data collection.

The project cost estimate contained in the federal and state initiatives includes the
cost of acquisition and analysis of the specified geological engineering data. Additional
data collection, reduction, and analysis by the UAF Geological Engineering Program, by
the Alaska Division of Geological and Geophysical Surveys, or by other entities not
specified in the initiatives will result in increased costs.



The Alaska Railroad and the Alaska DOT&PF have reviewed our original
detailed proposals. The same cannot be said for the owners of the North Slope natural
gas. The Alaska Natural Gas Pipeline presents a whole new set of geological engineering
challenges not encountered in the Trans-Alaska Oil Pipeline. Due to the temperature of
the oil in the ground, the energy necessary to transport the oil and the necessity to keep
the paraffin at elevated temperatures to minimized oil viscosity, the oil pipeline is a
significant heat source. In permafrost terrain, this heat source had to be decoupled from
the ice rich permafrost. The Alaska Natural Gas Pipeline will be a very high-pressure line
that will transport the fluid at temperatures below the freezing point of water. This will
result in ice development around the pipe in areas where groundwater is available.
Unabated, this will result in frost heave and longitudinal stresses on the pipe. Thus the
presence of permafrost and groundwater are critical geological engineering parameters
that must be delineated on engineering geological maps.

The Geological Engineering Program at UAF is currently conducting a large scale
test ofa cold buried gas pipeline in discontinuous permafrost. This is the largest scale test
of its kind and is funded by the Japanese Government and a consortium of Japanese
companies. It is expected that data from this test facility will provide critical information
on the stresses in a buried cold natural gas pipeline in soil and groundwater conditions
similar to the permafrost rich silts in the Fairbanks area.

The detail of the geological engineering data that can be provided by this
investigation is limited to the scale of the mapping and the project budget. The
geotechnical consulting industry will be the source of more detailed and site specific data
collection, reduction, and analysis. However it is critical that the constructors of the
Alaska Natural Gas Pipeline establish the detail of the geological engineering parameters
that they would like to be provided with by the public sector. The same is true of the
regulatory agencies. With this input there may be need for additional participants and an

increased level of public funding.

Since the geological engineering work in the transportation corridor was first
proposed to the Alaska Railroad in 1996 there have been at least a dozen derailments
some of whigh were directly related to soil mechanics and groundwater flow in
discontinuous permafrost. The derailment near Talkeetna in 1999 will cost the Alaska
Railroad an estimated $9,000,000 (nine million dollars). The recent landslide along the
Parks Highway near Ester will cost the State of Alaska an estimated $10,000,000 (ten
million dollars). During the same time period avalanches were responsible for 14
fatalities in the transportation corridor between Seward and Anchorage. In addition the
Alaska Railroad and DOT&PF have spend large sums of money mitigating other
geologic hazards in the corridor such as soil creep, debris flows, and permafrost. The
mitigation of a single geologic hazard along the route of the Alaska Natural Gas Pipeline
and railroad extension will more than offset the cost of the proposed geological

engineering investigation.



The “Engineering geology and geological hazards assessment of the
Transportation Corridors in Alaska, Phase | - Fairbanks to the Canadian Border” is an
integral part of these construction of the Alaska Natural Gas Pipeline, the Extension of
the Alaska Railroad, and parallel fiber optic cable systems. The Geological Engineering
Program and the Alaska Division of Geological and Geophysical Surveys have taken a
lead role in predicting the need for funding for such geological engineering
investigations. These entities must take a lead role in implementation of these
engineering investigations. As noted above, the timely completion of this geological
engineering project is predicated on the good graces of the Congressional Delegation, the
Office of the Governor, the Alaska Sate Legislature, the University of Alaska and the

users ofthe engineering data.

Sincerely

Paul A. Metz, Professor of Geological Engineering
And Licensed Professional Engineering Geologist

Cc: Robert Carlson, Interim Dean
School ofMineral Engineering

Martha A. Stewart, Director
Federal Relations

Representative Jeannette James
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EAST CENTRAL ALASKA GEOLOGIC
RESOURCES.

East Central Alaska includes the central portion of a regional international United State - Canada
mineral trend that informally has acquired the designation of “Tintina Gold Belt”

Gold is not the only mineral commodity within the “Gold Belt.” This region also contains
significant coal deposits, and copper, lead, zinc, nickel, and platinum group metal prospects.

The proposed extension of the Alaska Railroad is located within a highly mineralized port }n of
the Tintina Gold Belt.



ACCESS

The area shown in the following graphics represents about 78,000 square miles. As an indication
of scale, it is about 100 miles (165 km) between Fairbanks and Delta Junction.

The existence of a road and railroad transportation network has been a significant positive factor
in fostering mineral exploration and development in East-Central Alaska.

The Fairbanks commercial center; serviced by the Alaska Railroad, the Parks Highway, and the
Alaska Highway; disburses equipment, supplies, and services to regional towns and villages that
serve as staging areas for mineral exploration and development ventures.

Fairbanks is a world-scale mining center. Delta Junction is the terminal supply point for
developing the recently discovered Pogo gold deposit. Tok serves the Fortymile and Delta
mineral districts. The town of Healy supports the states largest active coal mine and isa local
supply center for mineral exploration in the Eonnifield and Chulitna district.

A large percentage of East Central Alaska lies within fifty miles of an existing road.



LAND OWNERSHIP

There are three major classes of land owners in Alaska: 1) the federal government; 2) the state of
Alaska; and 3) Alaska Native Regional- and Village-Corporations. Other private land owners are
a small minority when measured by acres in private fee-simple ownership.

The majority of known significant mineral deposits in East-Central Alaska are located on state or
Native controlled land.

Much of the land selected by the state of Alaska and the Native Corporations was purposely
chosen because of perceived high mineral potential. In spite of the existence of several known
significant mineral deposits, these lands are under-explored. A fact amply demonstrated by the
discovery ofa gold deposit by sampling the road cuts of the Alaska Highway nearTetlin Junction
last summer
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A majority of the most valuable known mineral deposits of East-Central Alaska are located
within fifty miles of the proposed or existing Alaska Railroad, e.g., Usibelli Coal Mine (1.4
billion tons), Fort Knox Gold Mine (6 million ounces), Pogo Prospect (5.2 million + ounces),
True North Prospect (1.3 million ounces), Ryan Lode (0.8 million ounces).

The region hosts several other significant prospects and mineral districts, e.g. the Bonnifield gold
and massive sulfide copper-lead-zinc district east of Healy; the copper-lead-zinc Delta District
southwest ofTok; the Richardson gold district northwest of Delta Junction.

There is growing interest in a series of nickel-copper-platinum group metal prospects north of
Paxson.

There are brief references for some of these deposits in the appendices of the Alaska Mineral
Industry -1999 annual report published by the Alaska Division of Geological and Geophysical

Surveys.

Using a non-quantitative definition of “significant,” there are about thirty significant mineral
deposits or prospects within the existing and proposed 100-mile wide rail-belt corridor.



EXPLORATION & DEVELOPMENT

In addition to these “significant”deposits, there are scores of lode gold, base metal massive
sulfide, copper porphyry, and nickel-copper-PGM, tungsten, and tin prospects within the rail-belt
corridor and many others surrounding the corridor.



GEOLOGIC FRAMEWORK

& MINERAL OCCURREN

Placer gold deposits and districts have proved effective in identifying areas hosting significant lode
deposits of several mineral commodities. If placer gold occurrences are added to the lode occurrences
already shown, one gets a feel forjust how widespread indications of mineralization are within East-

Central Alaska.

Both lode and placer occurrences exist within a framework of varied and complex geology. By world
standards, this geology is very poorly understood. We really have only crude initial hypotheses for most
of the East-Central Alaska area. Most of this country has not been geologically mapped at scales useful

for detailed mineral exploration.

Much of the geologic mapping that does exist is derived from regional scale (4 mile to the inch) maps
that were generated from field data collected between 1950 and 1975.



RECENT GEOPHYSICAL SURVEYS
& CANDIDATE TRACTS

Innrl tint |]j

Beginning in 1993, the state of Alaska has sustained an annual airbome-geophysical/geological
ground-truth geologic mapping program in an effort to improve the general knowledge of the
geology and mineral resource potential of state lands.

The airbome-geophysical/geological mapping programs are centered on historical mining
districts or on lands nominated by various members of the Alaska geological community because
of their perceived high mineral potential.

To date, nine tracts have been geophysically surveyed within East-Central Alaska. Modem
ground-truth geologic maps at a scale of 1:63,360 (1 inch = 1mile) are available for six of these
tracts. The Fortymile mining district is currently being mapped.

There are 4441 square miles of airborne-geophysical surveys represented by the gray polygons
shown in this figure

These new geophysical and geological data have catalyzed a tremendous private sector
investment in mineral exploration and development within East-Central Alaska.

In addition to the nine tracts already surveyed, the proposed rail-belt corridor includes all or
portions of eight additional candidate areas: Steese, Salcha, southeastcrn-Pogo, Sixty-mile Butte,
Ladue River, Delta, Mentasta Pass, Broxson Gulch, and Bonnifield.

Completing the remaining surveys is contingent upon special annual appropriations.



From a global perspective, the Tintina Gold Belt has recently been recognized by
the mineral industry as an “emergent district.” That is, a region in which

additions to reserves are expected to follow regularly with continued exploration.
This is a young exploration region with a limited knowledge base. There is still a

lot of room for success.



There is no doubt that the general corridor of the proposed extension o f the
Alaska Railroad passes within less than fifty miles of many significant mineral
deposits. A useful and responsible next step in developing the railroad extension
would be to conduct a full technical corridor analysis in order to optimize the
alignment for the extension. Because the corridor for the railroad approximately
coincides with the corridor for the proposed natural gas pipeline from Fairbanks
to the Yukon border, one analysis could serve both projects for the Alaska

portion of the railroad and pipeline.

DNR has submitted a proposed gas line supplemental project that includes some
preliminary aspects of a true corridor analysis. DGGS has also worked with the
NASA through the Alaska SAR Facility at the University of Alaska Geophysical
Institute to acquire a detailed digital elevation terrain model for this corridor.
That terrain model will probably be completed by next October. A true corridor
analysis requires many layers o f data beginning with corridor-wide engineering
geology data at a scale of at least 1inch=I mile, definitive land status, geologic
hazards assessment, and more information on construction materials and other
geologic resources. Corridor analyses are routinely conducted for major
construction projects in the Lower-48 to maximize project efficiency and
minimize adverse impacts. We could benefit from following this strategy in

Alaska.



The existing Alaska Railroad and railroad extension would
intersect a road network providing access to about 78,000
square miles of land.

Much of that land is in nominal control of the state of Alaska or
Native Corporations.

Much of the land within East-Central Alaska that is state or
native corporate land was selected because of its perceived
high mineral potential.

The validity of the perception of mineral wealth in East Central
Alaska is being demonstrated by new discoveries resulting from
an improving qeolo,glc database’and private sector investment
In mineral exploration.

Gold is currentlhl the commodity of greatest interest, but East
Central Alaska has potential for copper, lead, zinc, nickel,
tungsten, tin, and platinum group elements.

A full technical corridor assessment of the region through which
the Alaska Railroad extension would pass is 4 logical and
beneficial next step to guide the development of this
international project.

The existing Alaska Railroad and railroad extension would intersect a road network providing
access to about 78,000 square miles of land.

Much of that land is in nominal control of the state of Alaska or Native Corporations.

Much of the land within East-Central Alaska that is state or native corporate land was selected
because of its perceived high mineral potential.

The validity of the perception of mineral wealth in East Central Alaska is being demonstrated by
new discoveries resulting from an improving geologic database and private sector investment in
mineral exploration.

Gold is currently the commodity of greatest interest, but East Central Alaska has potential for
copper, lead, zinc, nickel, tungsten, tin, and platinum group elements.

A full technical corridor assessment of the region through which the Alaska Railroad extension
would pass is a logical and beneficial next step to guide the development of this international

project.
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8 Gilbert E. (Gil) Carmichael is a leading international authority on railroad and
0 intermodal transportation policy and is committed to a seamless, safe and secure,
0 efficient and economical, freight and passenger transportation system for the 21st
0 century. Carmichael served as the US Department of Transportation Federal
0 Railroad Administrator (FRA) in the administration o f President George Bush from
1989 to 1993 and is currently on the Amtrak Reform Council. He is vice chairman

o fthe Board of MotivePower Industries, the leading independent manufacturer of
after-market locomotive component parts and the leading independent locomotive

remanufacturer in North America.

In addition to managing the nation's rail safety and research programs as FRA
Administrator, Carmichael supervised international railway technical assistance
programs and sponsored the first World Railways Congress in 1991, which brought
together senior government and railway officials from 60 nations. He also helped
develop the national transportation policy to permit intermodal transportation
initiatives and to formulate new federal policy toward the rail mode and Amtrak, the
United States rail passenger system. He chaired the three-year, S29 million, National
Maglev Initiative and was one of many contributors to the Intermodal Surface
Transportation Efficiency Act of 1991 (ISTEA), proposing a network ofregional
mgh-speed r<" passenger corridors, now under development.

A graduate of Texas A&M University and aformer Fellow in the Kennedy School
o f Government at Harvard University, he presents and publishes papers on the
transportation industry, promoting the need for a North American and global
intermodal freight and passenger system, utilizing the world's rail network. He is a
contributing editor to F?rogresswe Railroading. on 20 May 1999 carmichael
delivered a speech before the Road Gang, Washington DC's highway transportation

fraternity. His address is entitled "The Case for Interstate Il "
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| welcome this opportunity. On several occasions | have
accepted invitations to address audiences in Alaska concerning
future options and opportunities as that state considers its 21st
Century transportation needs. Strategies and intentions on the
part of the people of British Columbia and the Yukon always have
been important to any plans that Alaska might undertake, and | am
pleased to know that opinion leaders in Canada have begun to
consider what steps are appropriate for them.

As an outsider, it is not proper for me to come here and
lecture you about what you should do. But |I do have experience
which | believe is worth sharing.

A North American Rail System Has Evolved

One of the developments that stimulated this meeting is the
growing recoghnition that remarkable changes in recent years have
transformed the main-line railroads of North America into a
unified operating network. This North American rail system
carries profound...and positive implications for the economies,
societies, environmental concerns, and mobility needs of the
people who live in Canada, Mexico and the United States.

There actually is a lengthy history of cross-border
operations involving our railroad companies. For many decades
tracks of the Canadian-owned Soo Line ranged throughout the
United States midwest to destinations as far away as Cincinnati
and Kansas City. The Grand Trunk, a long-time subsidiary of
Canadian National, operated to Detroit and Chicago. United
States railroads controlled routes in southern Ontario.
Burlington Northern has served Vancouver and Winnipeg for many
years. Amtrak operates to Montreal, Toronto and Vancouver. In
the early decades of the 20th Century United States rail
companies controlled affiliates within Mexico, and later Mexico's
national railway system held interests in a key route in Texas.

One important legacy of cross-border ownership and operation
is a continental rail system with common and standardized track,
equipment, and operating practices. Locomotives, freight cars
and passenger equipment can operate freely over routes in all
three nations.

The basic pattern of a North American ra il system has been
in place for a century. Unfortunately, it suffered along with
the fortunes of the rail industry in the post-World War Il era,
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when public policy in the United States favored transportation
solutions involving highways and commercial aviation, and was
content to allow rail transportation to languish. That finally
changed in 1980 when Congress adopted the Staggers Act and
conferred a greater degree of economic deregulation upon the

industry.

The result of Staggers was "staggering.” A sick industry
was restored to health. During the past 20 years more than 60
billion dollars of private capital investment has flowed to new
equipment, better track, and innovative technology. United
States railroads are profitable again. Light-density lines have
been spun off to hundreds of local and regional carriers who have
preserved and improved freight service. Policy in Canada
meanwhile allowed the nation's federally-chartered company,
Canadian National, to divest itself of uneconomic lines and
dram atically improve its balance sheet. Mexico restructured its
rail system through d privatization plan that now stands as a
world model. Private companies with joint Mexican-US ownership
now operate routes throughout that nation and have developed
improved high-performance corridors which link the interior of
Mexico with freight customers as far away as Montreal and

Vancouver.

Today, the North American Rail System serves 90 states and
provinces— almost 400 million people— with 240,000 miles of
routes. Main-line routes connecting major cities utilize heavy-
duty welded rail and are in better operating condition than at
any time in the industry's history.

A Global Intermodal Network Is in Place

Meanwhile, another innovation has taken place over the past
20 years, and it has profoundly altered transportation.
Intermodal transportation has become the global standard for
moving freight using a system which is sharply focused on
speed, safety, reliable scheduling, and economic efficiency.
"Intermodal” is to transportation what the "internet" is to

communications.

Today, the intermodal network emphasizes moving freight in
North America and passengers in Europe and Asia. It is beginning
to include passenger service in the United States.

The global high-speed intermodal freight system builds on
the strengths of each mode— who have become partners in offering
service. Key to its success is the versatility of the cargo
container. Cargo ships and airplanes span the oceans. The
freight railroad is the high-speed, long-distance, transportation
artery for container movement on the land. The truck provides
local feeder service at origins and destinations. Cargo
airplanes deliver high-value and specialized freight. This
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system works— but it urgently needs dramatic improvements to its
land component in order to handle growing volumes of containers

delivered by ship and airplane.

Modern, strategically located, high-efficiency, high-
capacity intermodal terminals are key to the system, providing
almost "seamless" interchange of containers. Secondary rail and
highway routes support the intermodal system and connect cities,
rural regions, and individual freight customers to the main-line

corridors.

Today, a doublestack train leaving a coastal port like
Vancouver can replace 280 trucks, run at speeds up to 90 miles an
hour on the western railroads, and afford as much as nine times
the fuel efficiency of an 18-wheel trailer rig on the highway.
Overall, the operational and economic efficiency of freight's
intermodal network conserves fuel, reduces other environmental
impacts, and is significantly safer. It represents the most
economically and environmentally "sustainable” approach to
transportation services. These are especially critical elements
for the pristine nature of Northwest Canada and Alaska.

A Rail Corridor Offers Many Advantages

The time has come, it seems to me, for the people of
northwestern Canada and the state of Alaska to consider the
benefits of being connected to the huge North American Rail
System and the global intermodal network— whose long-distance
land component is the railroad. Experience elsewhere
demonstrates that efficient transportation service brings down
the cost of transporting goods and passengers. The people of
Alaska, British Columbia and the Yukon are consumers of goods and
are far removed from the sources of manufacture.

Other important trends are in place which suggest to me the

advantages of a British Columbia-to-Alaska rail linkage. |
recognize that some people would argue that vast sections of this
region be preserved in pristine condition. However, construction
of the Alaskan Highway more than a half-century ago op ?ned
northwest Canada and Alaska to development. In retrospect,we

would have been better off if a railroad line had been built
instead. But that is a bit of history that we cannot erase.

During the post-World War Il era, Alaska's population has
grown by roughly 100,000 each decade. That trend is firmly in
place. Northern British Columbia and the southern Yukon have
been opened to mineral extraction. At the same time the entire
area is attracting the interest of tourists. They are coming.

They w ill continue to do so.

| am convinced that a policy of "selective expansion" of
transportation connections, based upon the railroad, will be



preferable to annual invasions of sport utility vehicles rambling
w illy -nilly over environmentally-sensitive land--such as Alaska's

Denali National Park.

The Unique Benefits of Railroads

For this part of the North American continent, rail service
offers several advantages over highways.

The railroad operates over a narrower right-of-way, and
leaves a smaller footprint upon the land. Construction activity
is less disruptive of natural surroundings. Research undertaken
in Russia suggests that a rail corridor has far less impact in
regions of permanent frost because track ballast absorbs much
less radiant heat from the sun than a highway surface. Research
conducted by Alaska's Department of Transportation found that it
actually raised the freeze line.

Railroad design allows heavier weights to be transported
with little effect upon the land surface. This takes on special
importance in regions of unstable soil conditions, and those
climates subject to frequent freezing and thawing. By contrast,
even the best-designed interstate highways built over stable
terrain are being repaved at nearly twice the rate originally
projected, because heavy trucks cause so much damage.

Railroad operations are more environmentally benign as well.
Trains are more fuel efficient and emit lower levels of
pollution. Pollution levels can be reduced even further through
the use of locomotives powered by natural gas— or ultimately by
electrification at some point in the future. The "occasional
train" is less intrusive than a constant procession of highway
vehicles. They also afford all-weather capabilities. | am told
that one railroad track has capacity equal to eight lanes of

highway.

Rail transportation offers a particular benefit in
accommodating tourism business. Train travel by itself can be
part of the tourism experience, and moving tourists by train
permits controlled access to scenic areas, as the Alaska Railroad
has proved for years. When people leave the train, they can move
in groups via shuttle buses, which cause fewer problems than a
herd of private vehicles operating independently. No matter how
carefully we plan roadways to minimize environmental concerns,
when people visit your scenic wonders by SUV, they w ill be
inclined to roam wherever their personal fancies impel them.

| already have noted the lower-cost transportation that
railroads can provide versus truck or air cargo. But a rail-
based tourism system also w ill allow for the expansion of a jobs-
producing tourist economy in an environmentally sustainable way.



It Is Time to ba Visionary

I have presented my case for connecting northwest Canada and
Alaska to the North American Rail System and the global
intermodal transportation network. It is not my intent to
recommend a particular route alignment, and | am aware that
preliminary studies already have taken place. Obviously, a rail
line through northwest Canada logically would connect with the
Alaska Railroad. | also believe that consideration should be
given to "multi-modal® rail corridors. It is an easy matter to
establish a buried fiber optics cable in the process of building
a railroad line. This would connect remote regions to the
continent's main-line telecommunications system. Portions of the
corridor may make sense for energy pipelines as well. Rail
corridors can easily move freight, passengers, fuel and

information.

The specific route— its components and capabilities—
rightfully belongs as a decision to be made by the people of
British Columbia, Alaska and the Yukon. Part of the decision
process should include the feasibility of private investment to
defray a portion of the costs. By working with its congressional
delegation and the U.S. Department of Transportation, | believe
that Alaska can make a strong case that segments of this rail
project to be built in that state should qualify for funding
under the recent surface transportation reauthorization law.

| recognize that Alaska, British Columbia and the Yukon
represent special places whose priorities sometimes are different
from those considered elsewhere. Distance. Remoteness.
Climate. Environment. The status of native inhabitants.
Natural resources. Scenery. Wilderness.

Growth is taking place, and w ill continue. Alaska's rate of
population increase during the past 50 years is exceeded only by
that of Arizona, Florida and Nevada. Tourists arrive in greater
numbers each year to Alaska and northwest Canada. In the "lower
48" states, the 20th Century was a period in which we
accomplished much in transportation, but the landscape is
littered with the debris of our mistakes. We became over-reliant
upon the highway and the airport. We allowed our railroads to
founder for 80 years until the choices were stark ones—
deregulation or nationalization. Many local and intercity rail
passenger services were left to die. Our transportation policies
led to the withering of small towns and the crowding of new
suburbs. We brought smog and highway gridlock to our large

cities.

You people have the opportunity to capture the benefits of
the 21st Century's transportation system without repeating our
mistakes of a century that has just passed into history. You
have the freedom to design a system for your use that qualifies
as "ethical." Ethics may seem to be a strange word to apply to
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something as commonplace as transportation, but it is a concept
that | have argued for more than a quarter-century. When | speak
of an ethical transportation system, | mean one that is
economically-efficient, safe, environmentally-benign, and energy-
conserving, but also meets the mobility needs of the people who

live here— or come to visit.

We now know that highways and airways cannot solve the
transportation problems facing us. They cannot meet the freighlL
and passenger growth that we confront. | encourage you be
visionary. If you plan carefully, you can maintain the best
possible quality of life for your citizens.

Thank you.



JAN-ie-20®« ©2122 PM SKrtGWPYSTREETCftR Steve Hites
I

0KAG-WAY STHXET CAB COMPANY. INC.
mini B mum
270 SECOND AVENUE, P. 0. BOX 400

Skaoway. Alaska 98840
TELEPHONE (807) 883-2908 FAcsIMILE (007) 983-3908

Stove Kites has beenin the entertainment business in the North since 1072 when
he left his home in Colorado and came to Skagway, Alaska, seeking ajob with the
White Pass & Yukon Route narrow gauge railroad While working his way through
the company as a brakeman, conductor, train dispatcher, and passenger agent, ho
performed in local theaters and saloons, and wrote dozen* ofsongs about the Klondike
Gold Rush and tho history ofAlaska and the Yukon. These songs formed the basis of
hie first aloum, "Yukon Legacy*, which was recorded live at the Red Dog Saloonin
Juneau, Alaska, and released in 1978 It was the first record album ever produced in

Southeast Alaska.

Hites hos toured throughout tho North over the last 27years, and in addition to
hundreds ofstage, television, film, and radio performances, he has released two more
albums: Inside Passage”(1992199), and "life on tho Railroad" (1993). Ilia
original songs have appeared on several albums by other northern artists. He has
also produeod three professional multi-media programs, a stage play, and written and
published a book on tho White Pass k Yukon Railroad, "Scenic Railway ofthe World."

During his railroad careerin Alaska, Hites worked as Director ofRoil Operations for
Tour Alaska, Inc,, pioneering the use of privately-owned vista dome passenger cars
on the Alaska Railroad. He was Manager ofPassenger Operations for the successful
reopening ofthe White Pass k Yukon Route as a summer-only passenger excursion
railroad. This lino passes through the Klondike Gold Rush National Historical Park as
well »s the Tongass National Forest, and carried over 285000 people in 1999 Hites
continue* to work in a consulting capacity for Tri-White Corporation, the Toronto

owner oftho White Pass & Yukon.

With the rapid growth ofthe Alaska cruise industry, Hites and his wife, Gayla,
concontrated their efforts onrecreating tho Skagway StreetCar Company, a
sightseeing operation in Skagway which uses a fleet ofeleven antique automobiles

B6BKAOWAY B xeet Cax Comtany
(fiscAOWAY MEICANTILE
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from the 19205 and " 30'sto show visitors around the historic community and all its
points ofinterest. Hites calls the tour "theater without walls", and dresses up in a
1890s- Btyle black three- piece suit with gold watch and derby hat. “We get to tell old
Skagway stories on every tour," be s&ya. "It's great fun."

The company also operates a fleet of modern 27-passenger minibuses, providing
shortsightseeing tours up to the US/Canadian border, and longer day trips into the
Yukon Territory. The majority ofthe company's tours are sold on cruise ships.

In 1996the company opened a new entertainment complex in Skagway. The three-
story building houses the 160-seat Club House Theater, the 2000square foot
Skagway Mercantile specialty retail store, and the Excelsdor Cafe & Bakery, as
well ub providing the company with offices, storage, and staffapartments. The
building was Inspired by the 18%architect's drawings ofthe original Club House of
the Arctic Brotherhood, a Klondike Gold Rush social organization. The newIndlding,
which was built in the Skagway Historic Districtin the Klondike Gold Rush National
Historical Park, incorporates all ofthe period elements ofa structure which would
have been builtin Skagway in 1899 Itis Skagway's largest historic-styied building.

Steve Hites's stories, songs, and originalmusk can bo heard daily each summer when
he performs at the Club House Theater, or at some 800special concert per formances
which he contracts to do aboard the cruise ships which callin at Skagway tliiroughout

the season.

Hites has a degree in History and Education from Whitworth College. He sei'ved on
the Skagway City Museum Board for ten years, and was elected to a seat on the
Skagway City Council from 1991 through 1994 During his term the Council voted
the Guidelines for the Skagway Historic Districtinto law. These guidelines, which are
part ofthe Skagway City Code, are used to direct developmentin the Skagway
Historic District, where architecture and signage must reflect the period ofthe
Alaska -Yukon Gold Rush of 1896-1919 Most ofthis district in downtown Skagway
laalso part ofthe Klondike Gold Rush National Historical Park's Skagway Unit

S*eve Hites and his wifo Gayla have one grown son, Ryan.
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A Northern Glimpse into the 21stCentury

The first railroad in the Far North, the White Pass & Yukon Route, was built one
hundred years ago with British financing, American engineering, and Canadian
contracting. | wrote a song to honor Micheal J. Heney, the energetic young Canadian
contractor who helped to build the WP&YR.

"Big Mike Hengy" Copyright 1980 by Steve Hites, Skagway, Alaska USA

| was born one coldgray morning on the Overland Express;

the brakeman was the midwife, the conductor was impressed.

They knew | was a railroad man from the chew tucked in my cheek;
| shrieked like a locomotive, had a spike between my teeth.

(He shrieked like a locomotive, had a spike between his teeth.)

Before | was old enough to walk they had me layin' track
crawlin' along, ties under my arm, a rail across my back

| warmed my bottle on the firebox, | helped to shovel coal

While the engineer would take his nap, | made the engine roll
(While the engineer would take his nap, he made the engine roll)

Drillin' tunnels through the Rockies, drinkin' whiskey during the day
| grew up on the CPR, Van Horn a leadin' the way

We laid track sofast we never looked up "til afish swam by to say
"you 've Laid the railroad over a cliffinto Vancouver Bay"

(Yes, you've laid the railroad over a cliffinto Vancouver Bay)

As | was there treadin' water, another fish passed by to say

"They've found gold up in the Klondike two thousand miles away"

So | hitched a ride on a humpback whale right up to Skagway town RECEIVED BY
Thegold rush needed a railroad, I started breakin'ground I —

Rep. Jeannette James



(Thegold rush needed, a railroad, he started breakin‘ground)

With picks and shovels and powder, and a wild-eyedgang of men

Wwe blasted into the mountains and blasted them down again

| used spiderwebs for trestles, fought with grizzly bears as well

"Give me dynamite and snooze, I'll build a railway straight to Hell.-
(Give him dynamite and snooze he'll build a railway straight to hell.)

| went on to other exploits, builta railroad to the Pole

a railroad to Hawaii, trains to Singa por and Seoul

buta man like mejust can'tsit back as | gaze up at the stars
I'll build a railroad up to Jupiter, ashortline on to Mars
("He'll'build a railroad up to Jupiter, a shortline on to Mars.")

All that talk about the last century has got me going. Let's build a Time Machine, get
in it together, set the old "Way Back Dial" (remember the Way Back Machine from
the "Rocky and Bullwinkle Show", with Sherman and Mr. Peabody?), and hang on!

It is the late 1960's. Trains Magazine editor David P. Morgan writes a cover story
which asks, "Who Killed the Passenger Train?" Privately operated North American
passenger trains are dying off, victims ofthe interstate, the automobile and the

aii-plane.

Let's go on forward a bit. It is the mid 1970's. The lives of quasi-government
corporations Amtrak and Via Rail hang in the balance as government committees
drag these skeletal rail services through the hot coals of debate on "public need" vs.

"public dollars" spent on passenger trains.
Whoa. That's enough ofthat. Let'sjump forward again.

It is the mid 1980%. Union Stations in major cities are turned into shopping malls,
hotels, and restaurants. The last American private passenger train, the Rio Grande
Zephyr, is allowed to suspend service. The passenger train has finally reached the end

ofthe line.



Not good sceneiy here. Seems the farther ahead we go, the worse it gets. But being
optimists (and everyone in this room is an optimist, or you wouldn't be here, talking
about construction ofthe last link in the transcontinental railroad), we want to see

where all this ends up.

Now, itis the year 2000. It is now thirty-five years after the "official death" in the
press ofthe passenger train. And we look out across a very different landscape.

Rail travel is booming. It is not traditional rail travel by any means. It is a new type
ofexperience: recreational rail travel, leisure rail travel, maybe, even, perhaps, rail
cruising. The phenomenais still new enough that workable labels have yet to be
attached. But whatever you want to call it, the recent popularity of recreational rail
travel begs comparison with, the rise in popularity experienced in the cruise industry.
And with tourism predicted to become the largestindustry in the world duringthis
century, business and industry leaders should look closely at these parallels to better

understand presentand future opportunities.
Into our Time Machine again! Back again to the '60's.

The Jet Age arrives. The remaining transatlantic ocean liners are doomed. Some
survive by trying to transform themselves into warm-water party vessels, offering
leisurely cruises around the Caribbean. They don't really go much ofanywhere, there
isn't much to do on board (shuffle board and gambling), and even the entertainment is
sophomoric. But it keeps several companies afloat. Entrepreneurs like Miami's Ted
Arison charter laid-up ships on the cheap from the likes of Canadian Pacific, fill them
with discount cruisers, bring them home happy, and do it again. Wanting to find a
name that tells potential customers what he is selling, Arison chooses ""Carnival" for
the atmosphere on board, and tags his vessels "The Fun Ships". (Carnival's "Fun
Ships" now comprise the largest and most profitable cruise line in the world.) Stan
McDonald charters the CPR's "Princess Patricia”, and starts Princess Cruises.
Chuck West starts Westours, a cruise and land package operator to Alaska. (For a
detailed study ofthis fascinating transition period, read Carnival Cruise Line's
President's Bob Dickenson's 1997 book, "Selling the Seas: The Creation ofthe Modern



Cruise Industry™).

Wow! What's happened here? An outdated transportation mode whose fleets are
ready for the scrapper is repackaged and becomes a leisure mode. The ship becomes
the vacation. The means becomes the end, and the journey becomes the vacation.

Let's pop back to the present, because this is exactly what has happened with the
passenger train.

Successful examples ofthis change are all around us.

Excursion railroads like the White Pass & Yukon Route, and the Durango & Silverton;

"Day trains" like The Rocky Mountaineer, and the Sierra Madre Express in Mexico's Copper Canyon,

who overnight their passengers in hotels along the rail route;

"Cruise trains" like the American Orient Express

Private car "trains" like the Princess' Tour's Midnight Sun Express, and Holland America Line

Westours' McKinley Explorer;

Dinner trains like the "Spirit of Washington" running in the Seattle metropolitan area, and BC

Rails' dinner train to Squammish;

Combinations of the above like the Napa Valley Wine Train;

Excursion trains used as substitutes for automobiles like the Grand Canyon Railway:
Ski trains like the one out of Denver, Colorado to Winter Park on the old D&RGW;

Steam excursion trains operating over regular roads, like BC Rail's popular Royal Hudson”.

There are many others, but these show the diversity of products available to the 21st
Century recreational railroad passenger in North America.



These new products all have several things in common:

-They do not primarily serve the public as a means ofgetting from Ato B
(This is even true with the Denver Ski Train. The customer is buying the skiing
experience packaged with the train, not the transportation service.)

-They provide what the customer wants (as to a variety of services)

-They do it at a price which is acceptable to the market

--They make money, or they aren't around anymore. Not one ofthese operations is
subsidized by a government. My personal rule ofthumb: railroad operations

should pay their own way.

Recreational rail travel needs to be looked at as a for-profit enterprise. For most
common carriers, passenger revenues have never been more than incremental, an
"add on" to freight revenues. And, in the Far North, with it's light population density,
local passengers have never been a major part ofa railroad's revenue. So, these
revenues need to be generated from elsewhere.

The first revenue train operated by the first railroad in Alaska was a July 21st, 1898
passenger excursion train from Skagway to the end-of-track on the White Pass and
Yukon Route. Four flat cars were jammed with local politicians, businessmen, writers
from Seattle, and from the towns three newspapers. Shortly after the road's
completion in 1900, the White Pass rolled out it's timeless slogan, "Scenic Railway of

the World," which it carries to this day.

WP&YR maintained a Passenger Office in Chicago, Illinois. White Pass salesmen like
Herman Weig carried their bulky "magic lantern" show out on the road. The
marvelous hand-tinted photo transparencies held audiences in awe, and Weig lectured
throughout the country to church groups and service clubs on the glories of leisure
travel in the mysterious Land ofthe Midnight Sun.

Canadian Pacific put together complete vacation packages to Alaska and the Yukon
early on, using their fleet of coastwise steamships. Northern Pacific followed,
partnering with the Alaska Steamship Company. With the opening ofthe Copper
River & Northwestern, circle tours could be booked all the way through to Fairbanks,
with rail from Cordova to Chitna, thence overland to the Chena River, and connecting



with river steamers back up the Yukon itselfand back out at Skagway. The
completion ofthe U.S. Government Railroad in 1923 created yet another circle tour
luop, from Seward to Anchorage, and on to Fairbanks, now entirely by train.

Seventy- six years after U.S. President Warren G. Harding drove the ceremonial last
spike at Nenana, two railroads in the Far North survive. Passenger revenues are
essential to both, but they are generated by tourism to Alaska. Neither survives on
ticket sales generated along the route ofits line.

The Alaska Railroad is a full service common carrier running over the same route
opened by President Harding. It operates year-round passenger service on its own
trains. During the busy summer tourist season, the ARR express trains between
Anchorage and Fairbanks offer private car haulage rates to Princess Tours and
Holland America Line Westours, whose private fleets now total over two dozen full-
dome railcars. These luxurious vista domes are carried on the tail end ofthe trains
behind the regular Alaska Railroad coaches. In addition, the ARR has recently
purchased a new full-domed trainset which can be used for service on the popular

scenic run from Anchorage to Seward, Alaska.

The White Pass & Yukon Route, which suspended operations for five and a half years
between 1982 and 1988 due to the closure of its principle shipper, the Cyprus Anvil
lead-zinc mine, reopened in May 1988 as a passenger-only summer excursion
railroad. Cashing in on the rapid growth ofthe cruise market, the WP&YR carried
36,000 riders its first season back in business, hit 100,000 by the fourth season, and
carried an astounding 278,000 revenue passengers in 1999. With its 40-mile round-
trip ride sold as a Shore Excursion on every cruise ship calling on Skagway, operating
up to nine trains per day, many to sold-out crowds, it is one ofthe most profitable of
all excursion railroads, commanding one ofthe highest rates per passenger mile
operated anywhere in the world. Its Toronto owner, Tri-White Corporation, plans to
grow an even larger leisure services company from within the WP&YR. They have no
plans to change the profitable 100 year old narrow gauge railroad, but President Fred
McCorriston has repeatedly said that White Pass will look at any reasonable
business proposal that can make money for his company.



Somuch for the present. Whatwill the future ofrail cruising look like? How will it look
in the Far North? We do have several clues.

One ofthe least heralded and most dramatic changes which has come about has been
the complete redesign and re-engineering ofthe passenger car,

Tom Rader, founder of Colorado Railcar Manufacturing in Ft. Lupton, Colorado, began
the re-invention ofthe vista dome in 1988 with the introduction ofthe "Ultradome" on
the Midnight Sun Express between Anchorage and Fairbanks. Rader continued
engineering the concept with the "Ultradome 11" series, and now builds completely
new "from the ground up" full-dome railcars, in both a double-decked (bi- level) and
single level version (new sills, new trucks, brand new everything). Customers for the
Rader domes include Princess Tours, Peter Armstrong's Rocky Mountain Rail Tours,
and the British Columbia Railway. The Alaska Railroad purchased a full trainset of
Rader-builtequipment from First American Railways defunct "Florida Fun Train".
(For answers as to why that failed, see me after the conference: we'll have a drink and
talk about where notto locate one's terminals, and how you really need to have a solid

market your product before you start running it.)

Rader threw the old Pullman Standard-type construction concepts out the window,
and literally built a new window. Using modem materials and techniques, he created
the largest viewing areas ever builtinto rail equipment. With their rooftops made
entirely out ofspecially strengthened, tinted, bowed glass, these versatile and
lightweight cars offer passengers unprecedented scenic viewing opportunities.

Many railroads run through spectacular scenery, but without a platform from which
to view that scenery, the ability to experience that beauty is diminished, or even lost.
Ifwhat the railroad has to sell is its scenery, it must find the best way to serve that

product up for the viewing customer. The new dome design has provided one way.

And they are just a box, waiting to be made into something.



Just like aboard the cruise ships, the interior spaces of the new rail cars are being re-
shaped by the customer as well. To rise like a Phoenix from the ashes, the concept of
the ocean liner had to re-invent itself. On Royal Caribbean International's new
Voyager of the Seas, old-time shuffleboard has been replaced by ice skating rinks, golf
courses, in-line skating arenas, rock climbing walls, and multiple themed restaurants.
Similarly, the tired railroad day coach has become the interactive video arcade car, a
bi-level atriumed dance lounge, a two- tiered themed dining room, or a solarium car
with retractable rooffully equipped with weight room, saunas, and multiple hot tubs.

Sleeping accommodations no longer need to be crammed into dark narrow spaces
with the bathroom down the hall, or perhaps under the seat ofyour tiny roomette.
Guests on the cruise train ofthe 21st Century will he down in comfortable double beds
under their section ofthe full dome, reaching from one side ofthe car to the other,
falling asleep under a canopy ofstars, and in the morning awake - not to an Amtrak
Deluxe Bedroom commode/shower all-in-one combination plastic molds- but to their
own full-sized washroom with separate in-room shower bath. When not enjoying the
on-train activities (lectures in the library, a piano concert or dance band in the
Showroom), they can watch television or videos m their suite, or let the countryside
roll by outside while they listen to the music oftheir choice on their state-of-the-art

in-room stereo sound system.

To be fair, some ofthis is already being done on the beautifully refurbished 1950's era
equipment ofthe American Orient Express. But no matter how you clean it up, the
platform being used by the AOE still dates from the 1950's: tiny rooms, bathrooms
down the hall or retrofitted, and a high price tag for the pleasure (between $500 and

$1,000 per person per day).

With no real competition in the luxury end ofthe market, the AOE has done well. But
any train which utilizes the new car technology will provide more ofthe creature
comforts the customer wants, and will capture the market in short order.



The cruise trains ofthe 21st Century will be what the market demands. Any railroad
wanting passenger revenues will need to use the most modem platforms available to
get a piece ofthat market. They will present new and differentitineraries to lure more
people to try the cruise train product: ski cruises, Civil War theme cruises, The
American Southwest cruises, "the best Capital cities of America" cruises, and
"National Parks ofthe West". The possibilities are endless. And the proposed
transcontinental link between Canada and Alaska, with its scenery and sweep, is a

natural for the new trains.

Cruise lines, tour companies, and travel wholesalers could offer packages with a
cruise ship one way, and a rail return on the "cruise train" back again in the opposite
direction. Stopping along the way for historical, cultural, or natural points of interest,
the cruise train itinerary, like that ofa cruise ship, would allow passengers the
opportunity to get out and experience the areas along the route first hand. Off-train
excursions into the countryside, like Shore Excursions on ships, would allow for more

in depth exploration.

Pretty cool stuff. But as we enter this new era, for businesses that really want to be a
part ofit and participate, the sky literally has to be the limit. The market
demographics tell us that the leisure traveler 0f2000 is younger, more educated,

more sophisticated, more well-traveled, more active, and more financially secure than
ever before. They are far more demanding, but they will pay the fare for a perceived

value. They like nice things.

| recall the middle-aged Texan who was riding with his family and a small group of
escorted tour passengers on the original Midnight Sun Express back in 1984. He was
wearing a leisure suit with an open-necked shirt, and several gold chains hung around
his neck. As we glided into the Nenana River Canyon southbound, we decided to treat
the small group to something special, and served brunch up topside in the dome.
Sipping his fresh Bloody Mary, savoring the perfect unbroken hollandaise sauce on
his Eggs Benedict, listening to the tastefully muted classical music floating over the
sound system, he leaned back, looked at me and said, 'Ta' know, son, I like nice

things. This is a nice thing."



The passenger trains which will be placed into service on the proposed last great
transcontinental link between Canada and Alaska will have to be cut ofthat kind of

cloth.

The cruise trains ofthe next century must be "nice things". Ifthey are, long distance
rail travel will most certainly "make its own way", finding a comfortable niche in the

leisure market ofthe future.

One last element to consider. Beyond the statistics and market information, beyond
the geography and the engineering, there is the adventure of what is being proposed
here today. The doing ofsomething never before done, of participating in something
important, something great. No one put that feeling into words in a better way than
Gordon Lightfoot did in 1967 with his wonderful song about the very first Canadian
Transcontinental railroad, the "Canadian Railroad Trilogyl

(CANADIAN RR TRILOGY).

Note: The above paper was presented by Steve Hites at the Alaska Canada Rail
Link Conference, January 20, 2000, Vancouver, B.C.

For further information contact;

Steven G. Hites, President

The Skagway Street Car Company, Inc.
Skagway Mercantile Building

270 Second Avenue, Box 400

Skagway, Alaska USA 99840

Phone: 907 -983 -2908 Fax: 907 -983-3908 e-mail: skgstcar@ ptialaska.net
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Referred: Resources

BY SENATCRS KILCHER,
BLODCETT, FOSTER AND WALSH

1 THE SENATE
SHNATE JOINT RESOLUTION NO' 66

IN THE LEGSLATURE CF THE STATE GF ALAKA

FORH LEGISLATURE - FRST SESSON
Relating to a highway connection

between North America and Asia

at Bering Strait3.

BE IT RESOMED BY THE LEGSLATURE CF THE STATE GF ALASKA:

WHEEAS long-range International agreements and cooperation
tend to tie nations together; and

WHEEAS Joint projects and conmon interests of nations are
a deterrent to destructive wars; and

WHEEAS an international highway from the southern tip of
South America to the Bering Sea will soon be a reality; and

WERESS Adla and Europe are already linked together with a
complex highway system; and

WHEREAS the narrow Bering Straits are the only obstacle to
prevent the tying together of the American and Eurasian continents
by road;
BE IT RESOLMMBD that the United States government contact the

government of the U.S.S.R. to explore their interest in construct
Ing such a tunnel; and be it

ARURTHER RESOMBD that the U. S. Department of Commerce be
requested to cause a feasibility study to be mede concerning th<
construction of an intercontinental highway to the Bering Sea
and a tunnel under the Bering Straits; and be it

FURTHER RESOMBD that thi3 resolution be sent to the Honor-
able Lyndon B. Johnson, President of the United States; the

Honorable Dean RGc, Secretary of State; the Honorable John T.

SIR 66 Es
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Connor, Secretary of Commerce; the Honorable Warren G- Magnuson,
2 Chairman, Senate Commerce Committee; the Honorable Oren Harris,
3 Chairman, House Interstate and Foreign Commerce Committee and the
4 Honorable E L. Bartlett and the Honorable Ernest Oruening, U, S
5> Senators, and the Honorable Ralph J. Rivers, U S. Representative,

6  members of the Alaska delegation in Congress.
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LAW S O f ALASKA

1977

Chapter No.

145

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 section to
read:

Sec. 19.05.122. UTILITY CORRIDOR FOR EXTENSION OF THE
ALASKA RAILROAD. (a) The interior division of the depart-
ment shall delineate a proposed utility corridor for the
exteneion of the Alaska Railroad to the Canadian border.
The proposed utility corridor shall include 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 tho 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 utility corridor which i3 subject to
the state's power of condemnation.

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

* Sec. 2. This Act takes effect immediately in accordance
with AS 01.10.070(c).

Approved by the Governor: June 18, 1977
Actual Effective Date: June 19, 1977
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04 and providing for an effective date."

05 BE IT ENACTED BY THE LEGISLATURE OF THE STATE OF ALASKA:

06 * Section 1. The sum of $7,300,000 is appropriated from the generalfund tothe

07 Department of Transportation and Public Facilities, northern region, for reconnaissance

08 photography and study i.nd for right-of-way mapping in conjunction with identifying and

09 delineating a transportation and utility corridor between Fairbanks and the Seward Peninsula.
10 * Sec. 2. The unexpended and unobligated portion of this appropriationlapses into the

11 general fund June 30, 1995.
12 * Sec. 3.This Act takes effect immediately under AS 01.10.070(c).
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BILL ID: SCS CSHB 183(TRA)(EFD FLD S)

00 SENATE CS FORCS FOR HOUSE BILL NO. 183(TRA)(efd fid S)

01 "An Act directing the identification and delineation of atransportation and utility
02 corridor between Fairbanks and the Seward Peninsula.”

03 BE IT ENACTED BY THE LEGISLATURE OF THE STATE OF ALASKA:

04 * Section 1. AS 19.25 is amended by adding a new section to read:

05 Sec. 19.25.123. FAIRBANKS - SEWARD PENINSULA TRANSPORTATION

06 AND UTILITY CORRIDOR. (a) Subject to legislative appropriation, the department

07 shall identify and delineate a proposed transportation and utility corridor between
08 Fairbanks and the western end of the Seward Peninsula.

09 (b) In performing the work required by (a) of  this section,

10 (1) the railroad alignment and identification of a railroad right-of-way

11 of not less than 500 feet, together with adjacent sites that can be developed for
12 necessary construction materials, shall guide the identification and delineation of the
13 corridor; and

14 (2) the department shall consider the following factors:

01 (A) grade and alignment standards that are commensurate with

02 rail and road construction standards;

03 (B) availability of construction materials;

04 (C) safety;

05 (D) impacts on and service to adjacent communities;

06 (E) environmental concerns;

07 (F) use of public land to the maximum degree possible;

08 (6) minimization of probable construction costs;

09 (H) the location of, and the opportunity to obtain access to.

10 identified natural resources that could contribute significantly to the state's
11 economic development; and

12 (I) prior and established traditional uses.
13 (c) Within 90 days after receiving a report transmitting the work of the
14 department under (a) of this section, the commissioner shall, in conformity with

15 AS 44.62 (Administrative Procedure Act), if necessary, adopt a regulation approving,
16 modifying, or rejecting the proposed corridor.
17 d) If the commissioner approves or modifies the proposed corridor when

18 presented under (c) of this section,

19 (1) the Department of Natural Resources shall promptly classify, or
20 reclassify, and reserve any state land within the corridor and at adjacent sites that can
21 be developed for necessary construction materials for use as a corridor; and
22 (2) the department shall

23 (A) subject to legislative appropriation, exercise its authority
24 under AS 19.05.040 to acquire rights-of-way across land within the corridor
25 that is subject to the state's power of condemnation; and

26 (B) work with federal officials to secure reclassification and
27 withdrawal of federal land in the corridor for reservations and rights-of-way
28 across the federal land for use as a corridor.

29 (e) The requirements of AS 38.05 (Alaska Land Act) relating to classification
30 and reclassification of land are inapplicable to actions taken under this section.
3" (f) To complete the work required by this section, the commissioner may

01 accept any legal gifts and grants and may enter into contracts or other transactions or
02 agreements relating to it with the federal government, an agency or instrumentality of

03 the state, a municipality, or a private organization.
04 (g) In this section, "corridor" means the transportation and utility corridor

05 required to he identified and delineated by (a) of this section.
06 v Sec. 2. AS 19.25.123, added by sec. 1 of this Act, is repealed July 1, 2055.
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BILL ID: CSSSHB 184(FIN)

00
01
02
03
04
05
06
07
08
09
10
11

CS FOR SPONSOR SUBSTITUTE FOR HOUSE BILL NO. 181 (FIN)

"An Act making a special appropriation to the Department of Transportation and

Public Facilities to determine the cost of acquiring real property within the right-of-way of the
proposed extension of the Alaska Railroad from Eielson Air Force

Base to the Alaska-Canada border; and providing for an effective date."

BE IT ENACTED BY THE LEGISLATURE OF THE STATE OF ALASKA:

* Section 1. The sum of $10,000 is appropriated from the general fundto the Department
of Transportation and Public Facilities for the fiscal year ending June 30, 1995, to determine
the cost of acquiring private land, and private interests in land, sufficient to accommodate
construction of an extension of the Alaska Railroad or construction of a transportation,
communication, or transmission facility within the right-of-way described in the April 1982
updated report of the Department of Transportation and Public Facilities on Route Selection

12 for the Alaska Railroad Extension from Eielson to Canadian Border.
13 * Sec. 2. This Act takes effect July 1, 1994,
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