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I. INTRODUCTION 

T h i s  document p r e s e n t s  A l a s k a ' s  1985 S t a t e  R a i l  Plan.  The 

Ra i l  P lan  was prepared  by t h e  Alaska Department of Transporta-  

t i o n  and P u b l i c  F a c i l i t i e s  (DOT/PF). I t  complies w i th  f e d e r a l  

Ra i l  P lan  requi rements ;  it reviews t h e  c u r r e n t  s t a t u s  of t h e  

S t a t e ' s  two r a i l r o a d s  -- t h e  Alaska Rai l road  (ARR) and t h e  White 

Pass  and Yukon Railway (WP&Y); and,  it reviews and ana lyses  

c e r t a i n  key r a i l  i s s u e s  of i n t e r e s t  t o  t h e  S t a t e .  

The R a i l  P lan  is o f  a  p u b l i c  p o l i c y  n a t u r e ,  in tended t o  s e t  

t h e  s t a g e  f o r  S t a t e  p o l i c i e s  and programs r e l a t i v e  t o  t h e  r a i l  

mode, a s  adminis te red  by t h e  DOT/PF. 

1. P a i l  

T h i s  1985 Alaska R a i l  P l an  is in tended  t o  ach ieve  two pur- 

poses.  The f i r s t  i s  t o  meet Fede ra l  Ra i l road  Adminis t ra t ion  

requirements  r e l a t i v e  t o  " S t a t e  R a i l  P l a n s ; "  t h e  second is  t o  

c o n s t i t u t e  t h e  Alaska r a i l  modal e lement  of t h e  S t a t e ' s  t r a n s -  

p o r t a t i o n  p lanning  h i e r a r c h y ,  i n c l u d i n g  a  review of s e v e r a l  

Alaska-spec i f ic  r a i l  issues. 

a .  Fede ra l  Requirements 

The 1985 Alaska R a i l  P l an  has  been prepared pu r suan t  t o  

Sec t ion  803 of t h e  Ra i l road  R e v i t a l i z a t i o n  and Regulatory Reform 

Act of  1976 ( 4 R  A c t )  and t h e  Local  R a i l  S e r v i c e  Ass i s t ance  Act 

of 1978 (LRSA). These A c t s  d i r e c t  t h a t ,  a s  a p r e r e q u i s i t e  f o r  

e l i g i b i l i t y  t o  r e c e i v e  r a i l  s e r v i c e  a s s i s t a n c e ,  a s t a t e  s h a l l  

e s t a b l i s h  "an adequa te  p l a n  f o r  r a i l  s e r v i c e s  i n  such s t a t e  a s  

p a r t  of  an o v e r a l l  p lanning  p r o c e s s  f o r  a l l  t r a n s p o r t a t i o n  

s e r v i c e s  i n  such s t a t e ,  i n c l u d i n g  a  s u i t a b l e  p r o c e s s  f o r  



updating,  r e v i s i n g  and amending such p l an ,  and t h a t  such s t a t e  

p l a n  i s  admin i s t e r ed  o r  coord ina ted  by a  des igna ted  s t a t e  agency 

and p rov ides  f o r  t h e  e q u i t a b l e  d i s t r i b u t i o n  of resources ."  

Although Alaska could have developed a  r a i l  p lan  much 

e a r l i e r ,  such a  p l a n  was pe rce ived  as unnecessary s ince  t h e  

dominant r a i l r o a d ,  t h e  Alaska Rai l road ,  was owned and operated 

by t h e  f e d e r a l  government. Now t h a t  ownership has  been conveyed 

t o  t h e  S t a t e  of Alaska,  t h e  R a i l  P l an  is needed t o  enable  

e l i g i b i l i t y  f o r  LRSA funds.  

b. S t a t e  Needs 

Equal ly  impor tan t ,  t h e  1985 Alaska R a i l  P lan  is intended t o  

comprise t h e  r a i l  system p lan ,  which complements t h e  c u r r e n t  

o t h e r  modal p l a n s  (highway, p o r t ,  t r a n s i t  and a v i a t i o n )  being 

prepared by t h e  DOT/PF. A s  a  modal p l an ,  t h e  R a i l  P lan  addresses  

key r a i l  i s s u e s  i n  Alaska,  inc lud ing :  

* R a i l  l i n e  e x t e n s i o n  p r O p 0 s a l ~  
* Performance of t h e  ARR under S t a t e  ownership 
* R a i l  p lanning  and p r o j e c t  funding  needs  
* Review of o t h e r  Alaska needs  and i s s u e s  

Of p a r t i c u l a r  importance i n  t h e  conduct of t h i s  R a i l  Plan is 
t h e  r e c o g n i t i o n  t h a t  Alaska, and t h e  Alaska r a i l r o a d  s i t u a t i o n ,  

a r e  unique. For example: 

* The only r a i l r o a d  c u r r e n t l y  o p e r a t i n g  i n  t h e  S t a t e  ( t h e  
ARR) ,  i s  S t a t e  owned and ope ra t ed .  There a r e  no p r i v a t e  
r a i l r o a d s  c u r r e n t l y  ope ra t ing  i n  Alaska. 

* The on ly  o t h e r  r a i l r o a d  i n  t h e  S t a t e  ( t h e  WP&Y) is a  
p r i v a t e ,  Canadian r a i l r o a d  which ceased o p e r a t i o n s  i n  
1982. 

* The ARR does n o t  connect  (except  v i a  barge movements) w i th  
any o t h e r  r a i l r o a d .  I n t e r s t a t e  movements a r e  t r u e  



in termodal  movements, s i n c e  t h e  ARR is c l o s e l y  i n t e g r a t e d  
w i t h  t h e  v a r i o u s  r a i l - b a r g e  o p e r a t o r s .  
The g e n e r a l  r a i l r o a d  phi losophy i n  t h e  S t a t e  is n o t  
r a i l r o a d  re t renchment  ( l i n e  abandonments) b u t  i n s t e a d  i s  
t o  p o s s i b l y  expand r a i l r o a d  s e r v i c e s  and o p e r a t i o n s .  
Alaska i s  a  v a s t  S t a t e ,  most of which h a s  no r a i l  access .  
R a i l  is c u r r e n t l y  l i m i t e d  t o  t h e  Fairbanks-Anchorage- 
Seward/Whitt ier  " R a i l b e l t , "  which c o n t a i n s  t h e  m a j o r i t y  of 
t h e  S t a t e ' s  popu la t ion .  

* The v a s t n e s s  of Alaska,  w i t h  i ts abundant n a t u r a l  re- 
sou rces ,  s p a r s e  community s e t t l e m e n t s ,  s e v e r e  c l i m a t i c  
extremes,  and l a r g e  n a t i v e  and f e d e r a l  l a n d  holdings ,  
p l a c e  u n u s u a l  a n d  c h a l l e n g i n g  r e q u i r e m e n t s  on i t s  
t r a n s p o r t a t i o n  systems.  

These and o t h e r  unique c i rcumstances  cause  t h i s  R a i l  P lan  t o  be 

d i f f e r e n t  from r a i l  p l a n s  i n  o t h e r  s t a t e s .  It c e r t a i n l y  a t t a i n s  

t h e  f e d e r a l  requ i rements  t h a t  p e r t a i n  t o  t h e  "Lower 48."; a l s o ,  

it focuses  on Alaska ' s  i s s u e s .  

T h e  A l a s k a  Depa r tmen t  of T r a n s p o r t a t i o n  and P u b l i c  

F a c i l i t i e s  (DOT/PF) is t h e  "des igna t ed  R a i l  Planning agency" i n  

Alaska.  The DOT/PF c a r r i e s  o u t  t h e  r a i l  planning f u n c t i o n  w i t h  

headqua r t e r s  s t a f f  i n  Juneau,  supported by t h e  DOT/PF r eg iona l  

s t a f f s .  

While t h e  1985 Alaska R a i l  P lan  is t h e  i n i t i a l  p l a n  which 

meets f e d e r a l  requ i rements ,  it is b u t  a  p a r t  of t h e  ongoing 

Alaska r a i l  p lanning  p roces s .  For example, t h e  DOT/PF prepared 

a  document e n t i t l e d  "Alaska S t a t ewide  R a i l  Systems Studyn i n  

1980, which se rved  t o  s e t  t h e  s t a g e  f o r  t h e  r a i l  p l a n  and which 

sought  t o  c l a r i f y  r a i l  i s s u e s  t h a t  t h e n  e x i s t e d .  More r e c e n t l y ,  

t h e  DOT/PF r a i l  p lanning  p r o c e s s  focused on t h e  p r o c e s s  of t r a n s -  

f e r r i n g  t h e  ARR from f e d e r a l  ownership t o  S t a t e  ownership, a 

p r o c e s s  which was culminated on January 5, 1985. I n  t h e  f u t u r e  

t h e  S t a t e  w i l l  c o n t i n u e  w i t h  i t s  r a i l  p lanning process ,  

i n c l u s i v e  of o t h e r  needed planning p r o j e c t s  descr ibed  l a t e r  i n  

t h i s  r e p o r t .  



T h i s  A laska  R a i l  Plan document is p resen ted  i n  seven 

s e c t i o n s ,  a s  fol lows:  

S e c t i o n  I: INTRODUCTION -- An overview of t h e  P lan  and 
i t s  conten t .  

Sec t ion  11: - 
A d e s c r i p t i o n  of t h e  over- 

a l l  t r a n s p o r t a t i o n  p l a n n i n g  p r o c e s s  i n  
Alaska, i t s  g o a l s  and o b j e c t i v e s ,  and c u r r e n t  
r o l e s  and r e l a t i o n s h i p s  r e l a t i v e  t o  t h e  
r a i l r o a d  mode. 

Sec t ion  111: -- A r w i e w  of t h e  
p roces s  by which t h e  ARR was t r a n s f e r r e d  t o  
t h e  S t a t e ,  and a  d e s c r i p t i o n  of t h e  Alaska 
R a i l r o a d  and t h e  W h i t e  P a s s  and  Yukon 
Railwav. - - 

S e c t i o n  I V :  RAILROAD -- A presen ta -  
t i o n  of s t a t i s t i c a l  measures by which ARR 
o p e r a t i o n s  and s e r v i c e s  can be eva lua t ed  on a  
r e c u r r i n g  b a s i s .  

S e c t i o n  V: AND CRITERIA -- 
A r ev i ew of r a i l  ex t ens ion  p roposa l s  i n  
Alaska, and a  sugges ted  p r o c e s s  by which such 
ex t ens ions  might be  cons idered .  

S e c t i o n  V I :  -- Pre- 
s e n t a t i o n  of a n a l y t i c a l  p rocedures  t h a t  can 
be  used by t h e  S t a t e  t o  economically e v a l u a t e  
r a i l  l i n e  ex t ens ion  proposa ls ,  t r a n s p o r t a t i o n  
c o s t s ,  and r a i l  l i n e  abandonments. 

S e c t i o n  V I I :  OF PROJECTS FOR P- - - 
A review of r a i l  p lanning  and r a i l  investment  
p r o j e c t s  t h a t  might be  cons ide red  f o r  S t a t e  
funding.  



11. TRANSPORTATION AND RAIL TRANSPORTATION 

PLANNING I N  ALASKA 

The manner by which Alaska ' s  t r a n s p o r t a t i o n  system has  been 

planned has  evolved through t h e  y e a r s  t o  t h e  p o i n t  where it is 

now approached i n  a  coordinated and somewhat comprehensive 

manner. The p roces s  is coordinated by t h e  Alaska Department of 

T r a n s p o r t a t i o n  and P u b l i c  F a c i l i t i e s  (DOT/PF) which has ,  by 

s t a t u t e ,  j u r i s d i c t i o n a l  r e s p o n s i b i l i t y  over  multimodal 

( a v i a t i o n ,  r a i l r o a d ,  p o r t ,  highway and t r a n s i t )  systems 

p lanning .1  

A. W r t a t i o n  Svstems Pl-a i n  A- 

The DOT/PF ma in t a in s  a  r a t h e r  con t inuous  t r a n s p o r t a t i o n  

p lanning  p roces s ,  i n c l u s i v e  of p o l i c y ,  modal, r e g i o n a l  and 

sub reg iona l  p l ans .  

1. Svsterns and Po l i cv  Planning 

a .  E x i s t i n g  Systems Plan 

I n  November 1982, t h e  Alaska Department of T r a n s p o r t a t i o n  

and P u b l i c  F a c i l i t i e s  re leased  i t s  S t a t e  T r w o r t a t i o n  PoJ,j&y 

p l a n  Needs -.2 This  document (1) t ies  t o g e t h e r  

on-going p lanning  a c t i v i t i e s ,  ( 2 )  i d e n t i f i e s  c u r r e n t  p o l i c y  and 

major issues needing r e s o l u t i o n  i n  a  s t a t e w i d e  c o n t e x t ,  and ( 3 )  

summarizes t h e  p r e s e n t  t r a n s p o r t a t i o n  system and i t s  more s i g n i -  

f i c a n t  a s s e t s  and needs. 

The P o l i c y  P lan  document r e p r e s e n t s  t h e  produc t  of a  system- 

a t i c ,  comprehensive, coord ina ted  and con t inu ing  p lanning  p r o c e s s  

t o  develop and implement s t a t e  t r a n s p o r t a t i o n  p o l i c y  cover ing  

t h e  d i f f e r e n t  modes. I t  was prepared by (1) ana lyz ing  t h e  e x i s t  



ing  t r a n s p o r t a t i o n  system, ( 2 )  examining t h e  under ly ing  supply- 

demand r e l a t i o n s h i p s ,  ( 3 )  i d e n t i f y i n g  r e l a t e d  problems and 

i s s u e s ,  and ( 4 )  i n t e g r a t i n g  r eg iona l ,  a r e a ,  and l o c a l  s t u d i e s  
and p l ans .  The r e s u l t i n g  product  was sub jec t ed  t o  a  review 

p r o c e s s  which inc luded  p r e s e n t a t i o n s  t o  government, u s e r  groups,  

and t h e  g e n e r a l  p u b l i c  and t h e  oppor tun i ty  t o  p rov ide  inpu t  and 

comment on t h e  Plan.  I n  a d d i t i o n  t o  s e t t i n g  f o r t h  s t a t e  t r a n s -  
p o r t a t i o n  p o l i c i e s ,  t h e  Plan descr ibed  i n  some d e t a i l  (1) t h e  

s p e c i f i c  p r o c e s s  used i n  developing t h e  o v e r a l l  and component 

p l a n s ,  ( 2 )  t h e  s t a t e  t r a n s p o r t a t i o n  system, ( 3 )  f a c t o r s  a f f e c t -  

i ng  t h e  development of t h e  t r a n s p o r t a t i o n  system, ( 4 )  s t a t ewide  

t r a n s p o r t a t i o n  i s s u e s ,  (5)  t h e  r e s u l t s  of a  needs  assessment  ( a  

l i s t i n g  of p o t e n t i a l  p r o j e c t s ) ,  and (6)  f i n a n c i a l  cons idera -  

t ions .  

b. Cur ren t  Systems P lan  Update 

S ince  1982, t h e  DOT/PF has  been con t inu ing  w i t h  t h e  planning 

p r o c e s s ,  and has  n e a r l y  completed t h e  S t a t e  P o l i c y  Plan,  t h e  

Av ia t ion  System P lan ,  t h i s  Ra i l  Plan,  and s e v e r a l  o t h e r s .  

The Alaska R a i l  Plan is a  modal p lan  wi th in  an h i e r a rchy  of 

t r a n s p o r t a t i o n  p l a n s  e i t h e r  p rev ious ly  developed o r  i n  p rog res s  

by t h e  Department and i l l u s t r a t e d  by F igu re  2-1. Modal p l a n s  

obv ious ly  f o c u s  on s p e c i f i c  modes, bu t  o t h e r w i s e  a r e  s t a t ewide  

i n  c h a r a c t e r  and c o n t a i n  t h e  system a n a l y s i s ,  supp ly  and demand 

assessments ,  and problems and i s s u e s  i d e n t i f i c a t i o n  cha rac t e r -  

i s t i c  of  t h e  o v e r a l l  po l i cy  plan.  Furthermore,  modal system 

p l a n s  a r e  in tended  t o  br idge t h e  gap between t h e  p o l i c y  p l an  and 
t h e  more d e t a i l e d  r e g i o n a l  t r a n s p o r t a t i o n  p l ans .  
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3 .  S t a t e  R- 

a .  Designated S t a t e  R a i l  Planning Agency 

The Alaska Department of T r a n s p o r t a t i o n  and P u b l i c  F a c i l i -  

t i e s  is t h e  d e s i g n a t e d  s t a t e  r a i l  p lanning  agency. The Depart- 

ment is a l s o  r e s p o n s i b l e  f o r  t h e  S t a t e ' s  rai lroad/highway grade  

c r o s s i n g  s a f e t y  program. 

b. Organ iza t ion  

Within  t h e  Department, t h e  Headquar ters  P l ans  and Programs 

Div i s ion  i s  r e s p o n s i b l e  f o r  r a i l  p lanning.  A s s i s t i n g  D iv i s ion  

personne l  is a  Technica l  Committee comprised of s e n i o r  planning 

personne l  from t h e  Depar tment ' s  C e n t r a l  and Northern r eg ions  and 

t h e  ARRC. A P o l i c y  Committee, comprised of t h e  two Regional 

Planning Managers/ t h e  D i r e c t o r  of Headquar ters  P lans ,  Programs 

and Budget, and t h e  Commissioner's S p e c i a l  A s s i s t a n t  f o r  

Exte rna l  A f f a i r s ,  h a s  a l s o  been e s t a b l i s h e d  t o  review t h e  d r a f t  

p l a n  and p rov ide  recommendations t o  t h e  Commissioner concerning 

adopt ion  of t h e  r e s u l t i n g  p lan .  

c .  P u b l i c  P a r t i c i p a t i o n  

Both formal  and in formal  p r o c e s s e s  have been e s t a b l i s h e d  t o  

ensu re  a  f u l l  oppor tun i ty  f o r  p u b l i c  p a r t i c i p a t i o n  i n  t h e  r a i l  

p lanning  p r o c e s s .  Copies  of t h e  d r a f t  Alaska R a i l  P lan  were 
d i s t r i b u t e d  t o  a f  f e c t e d  borough and l o c a l  governments. The 

Alaska Ra i l road  Corpora t ion  was g iven  t h e  oppor tun i ty  t o  review 

t h e  d r a f t  document. Copies of t h e  d r a f t  p l a n  were a l s o  c i r cu -  

l a t e d  t o  t h e  S t a t e  Departments of Commerce and Economic Devel- 

opment; Natura l  Resources; and Environmental Conservation.  A 

p l a n  summary has  been prepared  and has  been made a v a i l a b l e  t o  

n a t i v e  r e g i o n a l  and v i l l a g e  c o r p o r a t i o n s ,  i n t e r e s t  groups,  and 



t h e  news media. Two p u b l i c  meet ings  were  he ld  i n  Anchorage and 

Fairbanks,  t o  o b t a i n  p u b l i c  comment and inpu t  p r i o r  t o  devel-  

opment of t h e  f i n a l  1985 Alaska R a i l  Plan.  

d. Prev ious  S t a t e  R a i l  Planning i n  Alaska 

I n  December 1980, Alaska completed t h e  i n i t i a l  phase  of i t s  

s t a t e  r a i l  p l ann ing  program wi th  t h e  p u b l i c a t i o n  of t h e  r epo r t :  

ka S t a t m i d -  R a i l  Systems Study.3 This  r e p o r t  had two 

o b j e c t i v e s :  

* To conduct  an a n a l y s i s  of Alaska ' s  e x i s t i n g  r a i l  ne t -  
work w i t h  s p e c i a l  emphasis on i t s  h i s t o r i c a l  develop- 
ment and ope ra t ion ,  a  l i t e r a t u r e  s ea rch  of r e l e v a n t  
d a t a  and r e p o r t s ,  and a  d e s c r i p t i o n  of t h e  problems and 
o p p o r t u n i t i e s  of t h e  r a i l r o a d s  s e r v i n g  Alaska. 

* To r e f i n e  t h e  cont inuous  s t a t e  r a i l  p lanning p r o c e s s  
f o r  t h e  S t a t e  of Alaska, i nc lud ing  i d e n t i f y i n g  t h e  
r o l e s ,  r e s p o n s i b i l i t i e s ,  and p o l i c i e s  r e l a t e d  t o  t h e  
r a i l  p l ann ing  process .  

Th i s  work was fol lowed i n  J u l y  1981 w i t h  t h e  p u b l i c a t i o n  of 

t h e  r e p o r t :  A n t  of t h e  -oad Owne- 

O D e r a t i o n a l . 4  Since  t h a t  time, t h e  S t a t e  has  

been deeply  involved  i n  t h e  t r a n s f e r  of t h e  Alaska Rai l road  from 

f e d e r a l  t o  S t a t e  ownership, t h e  d e t a i l s  of which a r e  p re sen ted  

i n  Report  S e c t i o n  111. 

e. FRA Requirements f o r  S t a t e  R a i l  P l ans  

T h i s  Alaskan concept  of t h e  r o l e  and c o n t e n t s  of a  modal 

p l a n  s t a n d s  i n  c o n t r a s t  w i th  t h e  Federa l  requirements  f o r  a  

s t a t e  r a i l  p l an .  Although t h e  r e s u l t i n g  product  is termed a  

s t a t e  r a i l  p l an ,  t h e  f e d e r a l  r e g u l a t i o n s  a r e  c h i e f l y  concerned 

w i t h  a  s u b s e t  of r a i l  l i n e s  c a r r y i n g  less t h a n  t h r e e  m i l l i o n  

g r o s s  t o n s  p e r  m i l e  pe r  yea r ,  i.e., t h e  l i g h t  d e n s i t y  l i n e  and 



i t s  importance t o  t h e  S t a t e  and u l t i m a t e  d i s p o s i t i o n  i n  t h e  

event  t h a t  t h e  owning r a i l r o a d  concludes  t h a t  t h e  l i n e  is no 

longe r  economic t o  ope ra t e .  This  r e f l e c t s  t h e  f a c t  t h a t  most 
r a i l r o a d s  i n  t h e  lower  48 a r e  p r i v a t e l y  owned and r e spons ib l e  

f o r  t h e i r  own sys tems  planning.  I n  most o the r  s t a t e s ,  govern- 

ment becomes involved  on ly  when t h e  p o t e n t i a l  abandonment of an 

e x i s t i n g  l i n e  w i l l  c ause  s o c i a l  and economic impacts  which a r e  

deemed unacceptab le ,  and where government and i n d u s t r y  a g r e e  t o  

work o u t  a  f i n a n c i n g  arrangement whereby t h e  n e t  c o s t s  of 

c o n t i n u i n g  r a i l  s e r v i c e  o r  necessary  phys i ca l  improvements t o  

t h e  l i n e  is shared on an e q u i t a b l e  b a s i s .  

Alaska is unique among t h e  s t a t e s  i n  t h a t  (1) t h e  s o l e  op- 

e r a t i n g  r a i l r o a d  is government owned, and ( 2 )  r a i l  l i n e  abandon- 

ments ( excep t  p o s s i b l y  t h e  White Pas s  and Yukon Railway, s e r v i c e  

on which was d i scon t inued  two y e a r s  ago) a r e  u n l i k e l y  i n  t h e  

f o r e s e e a b l e  f u t u r e ,  and t h u s  n o t  t h e  under lying mot iva t ion  f o r  

deve lop ing  a  s t a t e  r a i l  p l a n  i n  t h e  f i r s t  i n s t a n c e .  I n  Alaska, 

t h e  d e s i r e  i s  f o r  e x t e n s i o n  and expansion of t h e  t r a n s p o r t a t i o n  

system t o  p rov ide  t h e  i n f r a s t r u c t u r e  needed t o  unlock t h e  

m i n e r a l  r e s o u r c e s  of t h e  S t a t e ,  i n  which expansion of t h e  r a i l  

mode h a s  a  r o l e  t o  p l ay .  Consequently, p r e p a r a t i o n  of t h i s  

modal p l a n  p r o v i d e s  an  e x c e l l e n t  oppor tun i ty  f o r  going beyond 

t h e  Fede ra l  requi rements  and developing (1) a  q u a n t i t a t i v e  

framework f o r  e v a l u a t i n g  t h e  economics of system ex tens ion  

p r o p o s a l s  and (2)  measures and methods f o r  main ta in ing  r a i l r o a d  

performance t o  be  used by t h e  Board i n  moni tor ing t h e  Alaska 

Ra i l road ,  now S t a t e  owned and opera ted  by t h e  Alaska Rai l road  

Corpora t ion  (ARRC) . 
f .  FRA Required Conten ts  f o r  a  S t a t e  R a i l  P l an  

I n  deve lop ing  t h e  Alaska R a i l  Plan,  Federal  requi rements  

have n e v e r t h e l e s s  been met. Table  2-1 p r e s e n t s  a cross- index 



d e p i c t i n g  t h e  items requ i r ed  under T i t l e  49 CFR 266.15 and t h e i r  

l o c a t i o n  wi th in  t h i s  document. 

1. Basis f o r  R & i i  

Alaska ' s  goa l s  and o b j e c t i v e s  v i s -a -v i s  p lanning  and devel-  

oping t h e  S t a t e ' s  r a i l  system o r i g i n a t e  from t h e  W 
on P o l i u l d  N e e d s  r e p o r t  and two 

p i e c e s  of l e g i s l a t i o n :  House B i l l  256 ( 1 4 t h  L e g i s l a t u r e ,  F i r s t  

S e s s i o n ) ,  which e s t a b l i s h e d  an economic development p o l i c y  f o r  

t h e  S t a t e ,  and House B i l l  512 ( 1 3 t h  L e g i s l a t u r e ,  Second 

S e s s i o n ) ,  which e s t a b l i s h e d  t h e  Alaska Ra i l road  Corpora t ion .  

a .  DOT/PF Transpor t a t i on  Pol icy  

A s  s t a t e d  i n  t h e  above re fe renced  r e p o r t ,  A la ska ' s  t r a n s -  

p o r t a t i o n  goal  is t o  p rov ide  s a f e ,  r e l i a b l e ,  convenien t  and 

e f f i c i e n t  t r a n s p o r t a t i o n  t h a t  i s  s o c i a l l y ,  economically,  and 

envi ronmenta l ly  accep tab le .  Within t h i s  o v e r a l l  goa l ,  t h e  

fo l lowing  p o l i c i e s  have been i d e n t i f i e d :  

(1) Crea t e  and main ta in  a  S t a t e  t r a n s p o r t a t i o n  p o l i c y  p l a n  

t h a t  i s  coord ina ted  wi th  n a t i o n a l  p o l i c y  and t h e  p o l i c i e s  of 

o t h e r  s t a t e s  and s u p p o r t i v e  of l o c a l  and r e g i o n a l  t r anspor -  

t a t i o n  p l a n s  and programs. 

( 2 )  Support  S t a t e ,  r eg iona l  and l o c a l  l a n d  u s e  p o l i c i e s  i n  

p lanning ,  implementing and updat ing S t a t e  t r a n s p o r t a t i o n  

p l a n s  and programs. 

(3 )  Cooperate w i th  f e d e r a l ,  s t a t e ,  r e g i o n a l  and l o c a l  agen- 

cies t o  e s t a b l i s h  a  con t inu ing  p roces s  i n  which s t a t e ,  



Table 2-1 
ITFXS REQUIRED IN A STATE RAIL PLAN(') 

REFERENCE J g Q  LOCATION 

Assis tance Program Objec t ives  
Rai l  System Map 
Operating C a r r i e r s  Map 
Fre igh t  T r a f f i c  Density Map 
Assis tance Program E l i g i b l e  Lines 
Abandonment Plans Map 
Lines Pending Abandonment 
Federa l  Fund P ro jec t  L i s t  
Assis tance Program Screening C r i t e r i a  
Benefit/Cost Methodology 
Applicat ion of B/C Methodology 
Publ ic  P a r t i c i p a t i o n  
Planning Process 
Energy Eff iciency P r o m t i o n  
Program of  P r o j e c t s  
Response t o  ERA Comments on Prev. Plan 
Update of  Planning Information 
Subsidy Program Data Update 
Update of  Maps 
Analysis of New P r o j e c t s  
Changes i n  Agency Respons ib i l i ty  
Pol icy o r  Object ive Revisions 

Page 2-14 
Figure  3-1 

F igures  3-2, 3-5 
F igure  3-4 

Page 7-1 
Page 6-18 

(2)  
Page 2-3 
Page 2-1 
Page 2-17 

(1)  T i t l e  49 CFR 266.15 
(2 )  There a r e  no r a i l  l i n e s  i n  Alaska pending abandoment.  Therefore  no 

abandonment l i n e s  map i s  shown and t h e  abandonment b e n e f i t / c o s t  
methodology i s  t h e r e f o r e  not  appl ied .  

( 3 )  This i s  t h e  i n i t i a l  Alaska Rail  Plan. Therefore,  t h e r e  is no response  t o  
FRA comments, no update  of planning information,  no upda te  of  maps, and 
no pol icy  o r  o b j e c t i v e  r ev i s ions .  

( 4 )  There i s  no r a i l  subsidy program i n  Alaska. 
(5)  There are no new p r o j e c t s  analyzed i n  Alaska. 
(6)  The DOT/PF cont inues  as t h e  designated rail  planning agency i n  Alaska 

SOURCE: Wilbur Smith and Associates  



r eg iona l ,  me t ropo l i t an  and l o c a l  t r a n s p o r t a t i o n  needs  can be 

i d e n t i f i e d  and eva lua ted ,  and used i n  t r a n s p o r t a t i o n  plan-  

n ing  and d e c i s i o n  making. 

( 4 )  Develop and implement s t r a t e g i e s  t o  e f f i c i e n t l y  and 

economically manage, main ta in  and improve t h e  e x i s t i n g  S t a t e  

t r a n s p o r t a t i o n  system. 

(5 )  Support  t h e  development of t r a n s p o r t a t i o n  f a c i l i t i e s  

and s e r v i c e s  t h a t  a r e  c o n s i s t e n t  w i t h  economic, environ- 

mental ,  and s o c i a l  p o l i c i e s  of  t h e  f e d e r a l ,  s t a t e ,  and l o c a l  

governments. 

( 6 )  Emphasize energy conse rva t ion  i n  t r a n s p o r t a t i o n  plan- 

n ing  and i n  t h e  des ign ,  c o n s t r u c t i o n ,  o p e r a t i o n  and main- 

t enance  of t h e  t r a n s p o r t a t i o n  system. 

( 7 )  Provide f o r  an e f f e c t i v e  implementat ion of c u r r e n t  

t echn iques  and produc ts  by means of a  comprehensive r e sea rch  

e f f o r t  t o  suppor t  p lanning and programming, des ign  and con- 

s t r u c t i o n ,  and maintenance ope ra t ions .  

( 8 )  Provide f o r  p u b l i c  involvement i n  t r a n s p o r t a t i o n  and 

development. 

( 9 )  Encourage p r i v a t e  t r a n s p o r t a t i o n  c a r r i e r s  t o  cont inue  

t o  p rov ide  e x i s t i n g  s e r v i c e s  and improve and expand passen- 

g e r  and f r e i g h t  s e r v i c e s .  

( 1 0 )  Encourage coo rd ina t ion  and i n t e g r a t i o n  of passenger  and 

f r e i g h t  t r a n s p o r t a t i o n  systems and s e r v i c e s  provided by 

p u b l i c  agenc ie s  and p r i v a t e  c a r r i e r s .  



(11) Promote and emphasize coope ra t ion  wi th  l o c a l  govern- 

ments i n  main ta in ing  and improving t h e i r  t r a n s p o r t a t i o n  

systems.  

( 1 2 )  Improve t r a n s p o r t a t i o n  s a f e t y  th rough  coope ra t ion  wi th  

o t h e r  agenc ies  and o r g a n i z a t i o n s .  

(13) Encourage and a s s i s t  i n  t h e  development of s p e c i a l  pro- 

grams t o  prov ide  inc reased  pe r sona l  m o b i l i t y  f o r  t r a n s p o r t a -  

t i o n  of d isadvantaged persons .  

( 1 4 )  Develop f i n a n c i a l l y  f e a s i b l e  p l a n s  and programs t h a t  

e q u i t a b l y  a l l o c a t e  s c a r c e  f i n a n c i a l  and human r e sou rces  f o r  

meeting i d e n t i f i e d  passenger  and f r e i g h t  needs. 

R a i l  p lanning i n  Alaska s u p p o r t s  t h e  S t a t e ' s  g o a l s  and t h e  
A 

above p o l i c i e s .  

b. S t a t e  Economic Development P o l i c y  

I n  1985, AS 4 4  was amended by adding Chapter  67. General 

S t a t e  Po l i cy :  

"Sec. 44.67.010. D e c l a r a t i o n  of S t a t e  Economic Development 

P o l i c y  

( a )  To f u r t h e r  t h e  g o a l s  of  a  sound economy, s t a b l e  employ- 

ment, and a  d e s i r a b l e  q u a l i t y  of l i f e ,  t h e  l e g i s l a t u r e  de- 

c l a r e s  t h a t  t h e  S t a t e  has  a commitment t o  f o s t e r  t h e  economy 

of Alaska through pu rpose fu l  development of t h e  S t a t e ' s  

abundant n a t u r a l  r e sou rces .  I t  is t h e  l e g i s l a t u r e ' s  i n t e n t  

t h a t  t h i s  development: 

(1) o f f e r  long-term b e n e f i t s  and inc reased  employment 



t o  Alaskans by s t r eng then ing  and d i v e r s i f y i n g  t h e  : 

S t a t e ' s  economic base  and encouraging new a c t i v i t i e s ;  

( 2 )  p rov ide  o p p o r t u n i t i e s  f o r  increased  personal  in -  

come o r  reduced l i v i n g  c o s t s  by c r e a t i n g  a c t i v i t y  i n  

economic s e c t o r s ;  

( 3 )  have a  p o s i t i v e  e f f e c t  on t h e  revenue needs and 

f i s c a l  c o n d i t i o n s  of t h e  S t a t e  and l o c a l  communities; 

( 4 )  be under taken a f t e r  c o n s i d e r a t i o n  of t h e  views of 

c i t i z e n s  impacted by t h e  development. 

( b )  To t a k e  advantage of investment o p p o r t u n i t i e s  a f fo rded  

by Alaska ' s  $abundant resources;  t h e  l e g i s l a t u r e  f i n d s  t h a t  

t h e  S t a t e  must under take a c t i v i t i e s  t h a t  s e r v e  a s  a  c a t a l y s t  

t o  r e s p o n s i b l e  economic development i n  t h e  S t a t e  f o r  t h e  

b e n e f i t  of i t s  c i t i z e n s .  I t  is t h e  p o l i c y  of t h e  S t a t e  t o  

(1) deve lop  and provide  in format ion  t o  domestic and 

f o r e i g n  n v e s t o r s  t o  use  a n . e v a l u a t i n g  p r o j e c t  f e a s i -  tii' P 
b i l i t y ;  

( 2 )  w i th  coope ra t ion  from i n v e s t o r s ,  i d e n t i f y  con- 

s t r a i n t s  t o  economic development imposed by a l l  l e v e l s  

of government and work wi th  government agenc ie s  t o  

s o l v e  problems c r e a t e d  by t h o s e  c o n s t r a i n t s ;  

( 3 )  w i t h  coope ra t ion  from i n v e s t o r s ,  i d e n t i f y  con- 

s t r a i n t s  t o  economic development such a s  l a c k  of t r a n s -  

p o r t a t i o n  and energy systems necessary  t o  suppor t  t h e  

e x t r a c t i o n ,  p roduc t ion ,  and t r a n s p o r t  of r e sou rces  t o  

market ,  a n d  implement c a p i t a l  improvement o r  o t h e r  

programs t o  r e s o l v e  t h e  d e f i c i e n c i e s ;  



( 4 )  p rov ide  a s t a b l e  t a x  and r egu la to ry  c l i m a t e  t h a t  

encourages expansion of t h e  S t a t e ' s  economic base;  

( 5 )  encourage "value-addedn process ing  i n  t h e  S t a t e ;  

( 6 )  improve t h e  S t a t e ' s  comparative p o s i t i o n  by o f f e r -  

ing economic i n c e n t i v e s  t h a t  suppor t  t h e  c o n s t i t u t i o n a l  

mandates f o r  u t i l i z a t i o n ,  development, and conserva t ion  

of n a t u r a l  resources . "  

HR 256 c l e a r l y  s u p p o r t s  t h e  development of t h e  S t a t e ' s  t r a n s -  

p o r t a t i o n  system i n  t h e  con tex t  of encouraging economic develop- 

ment i n  t h e  S t a t e .  

c .  Alaska Rai l road  Corpora t ion  Act 

I n  1984, A S  42 was amended by adding Chapter  40. Alaska Rai l -  

road Corporat ion.  The fo l lowing  p r e s e n t s  t h e  l e g i s l a t i v e  f ind-  

i n g s  and purpose.  

" ( a )  The l e g i s l a t u r e  f i n d s  t h a t  

(1) it is t h e  p o l i c y  of t h e  S t a t e  t o  

(A)  p rov ide  s a f e ,  economical ,  and e f f i c i e n t  t r a n s -  
p o r t a t i o n  t o  r e s i d e n t s ,  bus ines ses ,  v i s i t o r s ,  and 
m i l i t a r y  i n s t a l l a t i o n s  i n  t h e  S t a t e ;  

( B )  f o s t e r  and promote t h e  long-term economic 
growth and development of  t h e  S t a t e ;  

( C )  deve lop  and implement p l a n s  f o r  a t r a n s p o r t a -  
t i o n  network;  

(D) f o s t e r  and promote t h e  development of t h e  
S t a t e ' s  l and  and n a t u r a l  resources ;  

( E )  e n s u r e  t h a t  t h e  Alaska Rai l road  does n o t  use 



d i r e c t  a p p r o p r i a t i o n s  t o  fund a  p a r t i c u l a r  f r e i g h t  
o p e r a t i o n  i f  it can be demonstrated t h a t  t h e  appro- 
p r i - a t i o n  has p laced  p r i v a t e l y  owned and operated 
c a r r i e r s  i n  an u n f a i r  economic p o s i t i o n .  

(2 )  t h e  Alaska Rai l road  is an e s s e n t i a l  p a r t  of t h e  

S t a t e  t r a n s p o r t a t i o n  network t h a t  may, u n l e s s  preserved 

by S t a t e  a c t i o n ,  cease  t o  be  a  t r a n s p o r t a t i o n  op t ion  i n  

Alaska: 

( 3 )  t h e  f e d e r a l  government has o f f e r e d  t o  t h e  S t a t e  

t h e  op t ion  of t a k i n g  over  t h e  Alaska Rai l road t o  ensu re  

i t s  cont inued o p e r a t i o n ;  and 

( 4 )  it is i n  t h e  S t a t e ' s  b e s t  i n t e r e s t  t o  accep t  t h e  

r a i l r o a d  under t h e  terms and c o n d i t i o n s  o f f e r e d  by t h e  

United S t a t e s  government. 

( b )  I t  i s  t h e  purpose of t h i s  Act t o  

(1) c r e a t e  a  v i a b l e  economic e n t i t y  w i th  t h e  powers 

and d u t i e s  necessary  t o  o p e r a t e  and manage t h e  Alaska 

Rai l road  pending even tua l  t r a n s f e r  of t h e  r a i l r o a d  t o  

t h e  p r i v a t e  s e c t o r  f o r  i t s  ownership o r  o p e r a t i o n  o r  

both c o n s i s t e n t  w i t h  4 5  USC 1201-1214 (Alaska Rai l road 

Trans fe r  Act of  1982) ;  

( 2 )  p rov ide  f o r  t h e  l e v e l  of t r a n s p o r t a t i o n  s e r v i c e  

t h a t  b e s t  s a t i s f i e s  t h e  needs  of t h e  people  of t h e  

S t a t e  c o n s i s t e n t  w i th  t h e  o t h e r  f i n d i n g s  and p o l i c i e s  

of t h i s  s e c t i o n ;  

(3 )  c r e a t e  a  p u b l i c  c o r p o r a t i o n  w i t h  t h e  powers, 

d u t i e s ,  and f u n c t i o n s  needed t o  o p e r a t e  t h e  Alaska 

Rai l road  and manage i t s  r a i l ,  i n d u s t r i a l ,  p o r t  and 



o t h e r  p r o p e r t i e s  i n  t h e  b e s t  i n t e r e s t  of  t h e  people of 

t h e  S t a t e  by ensu r ing  t h a t  t h e  co rpo ra t ion  w i l l :  

(A)  be e x c l u s i v e l y  r e spons ib l e  f o r  t h e  management 
of  t h e  f i n a n c i a l  and l e g a l  o b l i g a t i o n s  of t h e  
Alaska Rai l road ;  

(B) o p e r a t e  t h e  r a i l r o a d  a s  a  common c a r r i e r  
s u b j e c t  t o  t h e  j u r i s d i c t i o n  of t h e  United S t a t e s  
I n t e r s t a t e  Commerce Commission c o n s i s t e n t  wi th  4 5  
USC 1207; 

( C )  have t h e  a b i l i t y  t o  r a i s e  c a p i t a l  by i s s u i n g  
bonds upon approval  of t h e  l e g i s l a t u r e  exempt from 
f e d e r a l  and S t a t e  t a x a t i o n  and applying f o r  
f e d e r a l  money t o  which t h e  S t a t e  may be e n t i t l e d  
o r  t h a t  may be a v a i l a b l e ;  

(D) c a r r y  o u t  i t s  r e s p o n s i b i l i t i e s  on a  s e l f -  
s u s t a i n i n g  b a s i s ;  

(E) prov ide  t h e  b e s t  p o s s i b l e  combination of t ypes  
and l e v e l s  of s a f e ,  e f f i c i e n t ,  and economical 
t r a n s p o r t a t i o n  t o  meet t h e  o v e r a l l  needs  of t h e  
S t a t e ,  suppor ted  when necessary  by S t a t e  i nves t -  
ment; 

(F) prov ide  f o r  t h e  prudent  o p e r a t i o n  of t h e  
r a i l r o a d  according t o  sound bus ines s  management 
p r a c t i c e s ;  and 

( G )  p r e s e r v e  t h e  i n t e g r i t y  of t h e  r a i l r o a d  u t i l i t y  
c o r r i d o r  f o r  t r a n s p o r t a t i o n ,  communication, and 
t r a n s p o r t a t i o n  purposes.  

( 4 )  e n s u r e  t h a t  borrowing by t h e  co rpo ra t ion  does  n o t  
d i r e c t l y  o r  i n d i r e c t l y  endanger t h e  S t a t e ' s  own borrow- 

ing  c a p a c i t y .  " 

2. B a i l  P l a n n i n a G o a l g a n d O b i e c t i v e s  

Within t h e  c o n t e x t  of t h e  o v e r a l l  S t a t e  economic and 

t r a n s p o r t a t i o n  g o a l s  and p o l i c i e s ,  t h e  S t a t e  s eeks  t h e  fo l lowing  

r e l a t i v e  t o  t h e  r a i l  mode. 



a .  R a i l  Plan Purposes 

The S t a t e  of Alaska p r e s e n t l y  does  n o t  have an FRA-approved 

S t a t e  R a i l  Plan. The reason is t h a t  t h e  ARR, u n t i l  1985, was 

f e d e r a l l y  owned and t h e  S t a t e  t h e r e f o r e  needed no such p lan .  

However, now t h a t  t h e  S t a t e  owns and o p e r a t e s  t h e  ARR, it is 
a p p r o p r i a t e  t o  have a  f e d e r a l l y  approved r a i l  p lan .  Therefore ,  

t h e  f i r s t  goal  of t h e  Ra i l  P lan  is: 

* To have a  f e d e r a l l y  approved R a i l  P lan  and e v a l u a t i o n  
methodologies i n  p l ace ,  t o  t h e r e b y  make t h e  S t a t e  
e l i g i b l e  f o r  f e d e r a l  funding a s s i s t a n c e  r e l a t i v e  t o  
e l i g i b l e  p r o j e c t s .  

I n  a d d i t i o n ,  t h e  S t a t e  of Alaska has  numerous i s s u e s  t h a t  

a r e  somewhat unique t o  Alaska, and t h e  S t a t e  is i n  need of 

r a i l r o a d  e v a l u a t i o n s  t h a t  a r e  n o t  n e c e s s a r i l y  f e d e r a l l y  

r equ i r ed .  Therefore ,  t h e  second goa l  of  t h e  R a i l  P lan  is: 

* To a s s e s s  c i rcumstances  i n  Alaska t h a t  a r e  c u r r e n t  o r  
p o t e n t i a l  i s s u e s  i n  t h e  S t a t e ,  r e g a r d l e s s  of  whether such 
i s s u e s  m u s t  be  i n  a  S t a t e  R a i l  Plan.  

I n  t h i s  way, t h e  1985 Alaska R a i l  P l an  is t a i l o r e d  t o  t h e  

s p e c i f i c  and r a t h e r  unique c o n d i t i o n s  and c i rcumstances  i n  

Alaska. 

b. R a i l  Ass i s t ance  Program Objec t ives  

Alaska has n o t ,  t o  d a t e ,  used Local  R a i l  S e r v i c e  Ass i s t ance  

o r  o t h e r  Sec t ion  803 f e d e r a l  funds  r e l a t i v e  t o  r a i l  p r o j e c t s .  

Furthermore,  funding l e v e l s  and f u t u r e  e x p e c t a t i o n s  regard ing  

such funding l e v e l s  would i n d i c a t e  t h a t  t h e  p r o b a b i l i t y  of 

s i g n i f i c a n t  funding being a v a i l a b l e  t o  Alaska is  very  sma l l .  I f  

so ,  Alaska a p p l i c a t i o n s  f o r  such funding  t o  be used f o r  p r o j e c t  

purposes ,  is un l ike ly .  



Yet, such a p p l i c a t i o n s  a r e  conce ivab le .  Therefore ,  t h e  

S t a t e  has  developed a  s e t  of r a i l  a s s i s t a n c e  program o b j e c t i v e s ,  

t o  be  recognized when cons ider ing  t h e  u s e  of f e d e r a l  o r  S t a t e  
funds .  These o b j e c t i v e s  a r e  i n  t h e  form of a  s e t  of c r i t e r i a  t o  

b e  a p p l i e d  p r i o r  t o  t h e  use  of S t a t e  o r  f e d e r a l  funds  f o r  r a i l  

mode purposes .  The o b j e c t i v e s  f i n d  t h a t  S t a t e  and/or f e d e r a l  

funds  should  be used on ly  when: 

* The o p e r a t i n g  r a i l r o a d  cannot  o r  w i l l  n o t  under take  t h e  
investment  w i t h  its own r e sou rces .  

* The investment  is f o r  t h e  b e n e f i t  of t h e  S t a t e  and its 
r e s i d e n t s  r a t h e r  t h a n  f o r  t h e  o p e r a t i n g  r a i l r o a d .  

* The investment  is f e a s i b l e ,  a s  e s t a b l i s h e d  i n  t h e  
a p p l i c a t i o n  of t h e  S t a t e ' s  b e n e f i t / c o s t  methodology. 

* The p r o j e c t  does  n o t  c o n t r a d i c t  t h e  S t a t e ' s  o v e r a l l  
economic and/or t r a n s p o r t a t i o n  goa l s ,  o b j e c t i v e s  and 
p o l i c i e s .  

* The p r o j e c t  a t t a i n s  o r  a t  l e a s t  does  n o t  c o n f l i c t  w i t h  
S t a t e  environmental ,  s o c i a l ,  s a f e t y  and o t h e r  o b j e c t i v e s .  

* The p r o j e c t  has  been s u i t a b l y  p r e s e n t e d  and reviewed i n  
p u b l i c  s e s s i d n .  

* The investment  p r o j e c t  cannot  o r  w i l l  n o t  be under taken 
by t h e  p r i v a t e  s e c t o r .  

S t a t e  r o l e s  i n  Alaska r e l a t i v e  t o  t h e  r a i l r o a d  mode a r e  

w i t n e s s i n g  a  p e r i o d  of t r a n s i t i o n ,  caused by t h e  s a l e  of t h e  

Alaska Rai l road  t o  t h e  S t a t e  of Alaska. The S t a t e  now owns, 

o p e r a t e s ,  manages and o therwise  c o n t r o l s  t h e  ARR. Involved i n  

t h e  performance of t h e s e  r o l e s  i s  a  s e r i e s  of  S t a t e  agenc ies ,  

depar tments  and e n t i t i e s .  Some r o l e s  a r e  c l e a r l y  de f ined  by 

agency,  o t h e r s  a r e  n o t ,  and o t h e r s  a r e  evolv ing  and changing. 

The Alaska L e g i s l a t u r e  formed t h e  Alaska Department of 

T r a n s p o r t a t i o n  and P u b l i c  F a c i l i t i e s  and, i n  s o  doing,  awarded 

t h a t  Department c e r t a i n  powers and d u t i e s  r e l a t i v e  t o  t r anspor -  



t a t i o n  i n  gene ra l ,  and r a i l r o a d s  i n  s p e c i f i c .  The DOT/PF 

s t a t u t o r y  r e s p o n s i b i l i t i e s  r e l a t i v e  t o  t h e  r a i l r o a d  mode inc lude  

t h e  fol1owing:s 

"Sec t ion  44.42.020 Powers and d u t i e s .  (a )  The depar tment  

(DOT/PF) s h a l l :  

p l an ,  des ign ,  c o n s t r u c t  and ma in t a in  s t a t e  
~f t r a m o r t a t i o n  and t r a n s p o r t a t i o n  f a c i l i t i e s  and 
a l l  docks,  f l o a t s ,  breakwaters ,  b u i l d i n g s  and s i m i l a r  
f a c i l i t i e s ;  
s t udy  e x i s t i n g  t r a n s p o r t a t i o n  modes and f a c i l i t i e s  i n  
t h e  s t a t e  t o  determine how t h e y  might be improved o r  
whether t hey  should cont inue  t o  be mainta ined;  
s tudy  a l t e r n a t i v e  means of improving w o r t a t i o n  i n  
t h e  s t a t e  wi th  regard  t o  t h e  economic c o s t s  of each  
a l t e r n a t i v e  and i ts  environmental  and s o c i a l  e f f e c t s ;  
develop a  comprehensive, long-range - 
p o r t a t i o n  D- f o r  t h e  s tate;  
s tudy  d t e r n a t i v e s  t o  e- . . of t r a n s p o r t a t i o n  
i n  urban a r e a s  and develop p l a n s  t o  improve urban 
t r a n s p o r t a t i o n ;  
coope ra t e  and coo rd ina t e  w i t h  and e n t e r  i n t o  
agreements wi th  f e d e r a l ,  s t a t e  and l o c a l  government 
agenc ie s  and p r i v a t e  o r g a n i z a t i o n s  and persons  i n  
e x e r c i s i n g  i t s  powers and d u t i e s ;  
manage, o p e r a t e ,  and main ta in  &ate t r a n s ~ o r t  . . .  a t  i o n  

and a l l  docks, f l o a t s ,  b reakwaters ,  and 
b u i l d i n g s ,  inc lud ing  a l l  s t a t e  highways, v e s s e l s ,  
r a i l r o a u ,  p i p e l i n e s ,  a i r p o r t s ,  and a v i a t i o n  
f a c i l i t i e s  ; 
s tudy  o r t a t i q n  i n  t h e  
s t a t e ,  cons ide r ing  t h e  economic, s o c i a l ,  and 
environmental  impacts of each a l t e r n a t i v e ;  

and develop c o o r d i n a t e  
svstema, c o n s i d e r i n g  d e l e t i o n s ,  

a d d i t i o n s ,  and t h e  absence of a l t e r a t i o n s ;  
develop f a c i l i t y  program p l a n s  f o r  transaortation and 
s t a t e  b u i l d i n g s ,  docks and breakwaters  r e q u i r e d  t o  
implement t h e  d u t i e s  set o u t  i n  t h i s  s e c t i o n ,  
i nc lud ing  bu t  no t  l i m i t e d  t o  (A )  f u n c t i o n a l  p e r f o r -  
mance c r i t e r i a ;  and ( B )  schedules  f o r  complet ion;  
s u p e r v i s e  and main ta in  a l l  s t a t e  automotive  and 
mechanical equipment, a i r c r a f t ,  and v e s s e l s ,  excep t  
v e s s e l s  and a i r c r a f t  used by t h e  Department of F i s h  
and Game o r  t h e  Department of P u b l i c  S a f e t y ;  
s u p e r v i s e  a e r o n a u t i c s  i n s i d e  t h e  s t a t e ,  under AS 
02.10; 



(13) complete and main ta in  a  c u r r e n t  i nven to ry  of Dublic . . .  facllrtles, inc lud ing  a  p r o j e c t i o n  of t h e  s e r v i c e -  
a b i l i t y  of t h e  f a c i l i t i e s  and p r o j e c t i o n s  of 
replacements  and a d d i t i o n s  t o  f a c i l i t i e s  needed t o  
p rov ide  t h e  l e v e l  of s e r v i c e s  programmed by t h e  
v a r i o u s  u s e r  agenc ies ,  f o r  m u n i c i p a l i t i e s  w i t h  
popu la t ions  of l e s s  t h a n  12,000 and f o r  un incorpora ted  
communities, and perform t h o s e  d u t i e s  on a  c o o p e r a t i v e  
b a s i s  w i t h  l a r g e r  m u n i c i p a l i t i e s ;  

(14) adopt energy performance s t a n d a r d s  f o r  p u b l i c  
f a c i l i t i e s  of  t h e  s t a t e ,  t h e  c o n s t r u c t i o n  of which 
beg ins  a f t e r  J u l y  1, 1980; t h e  s t a n d a r d s  s h a l l  be  
based on thermal  and l i g h t i n g  energy s t anda rds  
e s t a b l i s h e d  by t h e  American S o c i e t y  of Heating,  
R e f r i g e r a t i o n  and Ai r  Condi t ion ing  Engineers a s  
adapted f o r  a p p l i c a t i o n  i n  h i g h  l a t i t u d e ,  c o l d  c l i m a t e  
environs:  

(15) p rov ide  p lanning  a s s i s t a n c e ,  i n c l u d i n g  b u t  n o t  l i m i t e d  
t o  energy a u d i t s  and r e l a t e d  t e c h n i c a l  s e r v i c e s ,  t o  
school  d i s t r i c t s  and r e g i o n a l  e d u c a t i o n a l  a t t endance  
a r e a s  t o  develop and implement 

( A )  s t a n d a r d s  f o r  t h e  des ign ,  c o n s t r u c t i o n  and ope ra t ion  
of r u r a l  educa t iona l  f a c i l i t i e s ,  and 

(B) energy conse rva t ion  measures f o r  r u r a l  educa t iona l  
f a c i l i t i e s .  

( b )  The department may 
(1) engage i n  exper imental  p r o j e c t s  r e l a t i n g  t o  a v a i l a b l e  

o r  m u r e  modes of t r w o r t a u  and any means of 
improving e x i s t i n g  t r a n s p o r t a t i o n  f a c i l i t i e s  and 
s e r v i c e ;  

( 2 )  e x e r c i s e  t h e  power of eminent domain, i nc lud ing  t h e  
d e c l a r a t i o n  of t a k i n g  ..." 

It would appear  t h a t  t h e  DOT/PF s t a t u t o r y  r e s p o n s i b i l i t i e s  

d e p i c t  a  DOT/PF w i t h  c e r t a i n  " a l l  moden r e s p o n s i b i l i t i e s ,  

i n c l u d i n g  r a i l r o a d .  The focus ,  r e l a t i v e  t o  r a i l r o a d s ,  is 

p l ann ing  -- t o  s tudy ,  t o  deve lop  all-mode p l a n s ,  t o  promote 
inter-modalism, t o  examine a l t e r n a t i v e  t r a n s p o r t a t i o n  systems, 

e t c .  C l e a r l y  t h e  DOT/PF is t o  have some measure of i n f l u e n c e  

r e l a t i v e  t o  each and every t r a n s p o r t a t i o n  mode. 

The DOT/PF, r ep re sen ted  by t h e  Commissioner of t h e  Depart- 

ment of T r a n s p o r t a t i o n  and P u b l i c  F a c i l i t i e s ,  a l s o  i s  t o  develop 

t h e  " S t a t e  T r a n s p o r t a t i o n  Plan" and a  " S t a t e  P u b l i c  F a c i l i t i e s  

P l ann  : 



"Sec. 4 4 . 4 2 . 0 5 0 .  S t a t e  t r a n s p o r t a t i o n  plan.  ( a )  
The commissioner s h a l l  develop annua l ly  a  comprehen- 
s i v e ,  i n t r  long-range t r a n s p o r t a t i o n  plan f o r  
t h e  s t a t e .  I n  developing and r e v i s i n g  t h e  s t a t e  p lan ,  
t h e  commissioner s h a l l  c o n s i d e r  

mode& and f a c i l i t i e s ,  s t a t e  and 
f e d e r a l  s u b s i d i e s ,  and t h e  c o s t s  and b e n e f i t s  of 

des  . . .  The commissioner 
s h a l l  a l s o  cons ide r  t h e  recommendation of t h e  Alaska 
T r a n s p o r t a t i o n  Planning Council.  The p l an  s h a l l  be  
submi t ted  t o  t h e  governor f o r  review and approval  and 
submi t ted  by t h e  governor t o  t h e  l e g i s l a t u r e .  

Sec. 44 .42 .055 .  S t a t e  p u b l i c  f a c i l i t i e s  p lan .  ( a )  
The commissioner s h a l l  develop and annua l ly  r e v i s e  a  
s t a t e w i d e  comprehensive f a c i l i t y  procurement p lan  f o r  
p u b l i c  f a c i l i t i e s  of t h e  s t a t e  and i t s  m u n i c i p a l i t i e s .  

( b )  I n  developing and annua l ly  r e v i s i n g  t h e  f a c i l -  
i t y  procurement p lan ,  t h e  commissioner s h a l l  

(1) r e q u e s t  and r e c e i v e  on an annual  b a s i s  fLPm 
a  p r o j e c t i o n  of t h e  a n t i c i p a t e d  

f a c i l i t y  needs  of t h e  agency f o r  t h e  next  annual  
c a p i t a l  improvement program; 

( 2 )  c o n s u l t  w i th  o f f i c i a l s  and r e p r e s e n t a t i v e s  of 
m u n i c i p a l i t i e s ,  t h e  f e d e r a l  government, i n t e r e s t e d  
c o r p o r a t i o n s  and o t h e r  o r g a n i z a t i o n s  concerning p u b l i c  
f a c i l i t y  needs  i n  t h e  s t a t e ;  

(3 )  deve lop  s p e c i f i c  f a c i l i t y  procurement p l a n s  
f o r  p r o j e c t s  i n  each of t h e  fo l lowing  c a t e g o r i e s :  

(A)  sewage t r ansmis s ion  and t r e a t m e n t  systems; 
( B )  wa te r  t r ansmis s ion  and t r ea tmen t  systems; 
( C )  e l e c t r i c a l  g e n e r a t i o n  a n d  d i s t r i b u t i o n  
systems;  
(D) h e a l t h  c a r e  and s o c i a l  s e r v i c e s  f a c i l i t i e s ;  
(E) e d u c a t i o n a l  f a c i l i t i e s  
(F) 

. . .  
; 

(G) p u b l i c  s a f e t y  and j u s t i c e  f a c i l i t i e s ;  
(H) r e c r e a t i o n a l  f a c i l i t i e s ;  
( I )  s a n i t a t i o n  f a c i l i t i e s ;  and 
(J) c u l t u r a l  f a c i l i t i e s ;  
( 4 )  p r e p a r e  recommendations t o  accommodate t h e  

v a r i o u s  l e v e l s  of s e r v i c e  i d e n t i f i e d  by s t a t e  agenc ies  
and o t h e r  p a r t i e s  w i t h  r e s p e c t  t o  t h e  s e r v i c e s  
d e s c r i b e d  i n  (3 )  of t h i s  subsec t ion ,  t o  i nc lude  

(A) c u r r e n t  and f u t u r e  f a c i l i t y  needs; 
(B)  s p a c e  s t a n d a r d s  and des ign  g u i d e l i n e s  f o r  t h e  

a p p r o p r i a t e  f a c i l i t y  types ;  
( C )  maintenance and o p e r a t i o n s  s t anda rds  f o r  t h e  

a p p r o p r i a t e  f a c i l i t y  types ;  



(D)  c o n s t r u c t i o n  t echn iques  and con t r ac t ing  
methods; 

(E) f a c i l i t y  p r o j e c t  budget  requirements ;  and 
(F) r e l a t i v e  c o s t s  of i d e n t i f i e d  a l t e r n a t i v e s  

( l i f e  c y c l e  c o s t  a n a l y s i s )  i nc lud ing  b u t  n o t  l i m i t e d  
t o  t h e  i n s t a l l a t i o n  and o p e r a t i o n  of energy systems 
t h a t  a r e  n o t  dependent on o i l  o r  gas  f o r  water  
hea t ing ,  s p a c e  h e a t i n g  and coo l ing  requirements ,  and 
f o r  t h e  g e n e r a t i o n  of e l e c t r i c a l  o r  mechanical power; 

(5) i d e n t i f y  common p u b l i c  f a c i l i t y  needs  among 
t h e  v a r i o u s  u s e r  agenc ies ;  and 

( 6 )  submit  i t s  f i n d i n g s ,  p l a n s  and recommendations 
t o  t h e  governor and t o  t h e  a p p r o p r i a t e  s t a t e  agency t o  
f a c i l i t a t e  t h e  development of  -- 
w. 

(c )  I n  t h e  p r e p a r a t i o n  and r e v i s i o n  of t h e  
f a c i l i t y  procurement p lan ,  t h e  commissioner may 

(1) deve lop  and adop t  r e g u l a t i o n s  f o r  use  i n  
c a r r y i n g  o u t  t h e  purpose of (b )  of t h i s  s e c t i o n ;  
r e g u l a t i o n s  may n o t  be adopted under t h i s  s e c t i o n  
u n l e s s  approva l  is r ece ived  from a p p r o p r i a t e  program 
agenc ie s ;  

( 2 )  make recommendations on t h e  Qtal caDital 
m o v e m e n t  p r o m  t o  a f f e c t e d  s t a t e  agenc ies ,  l o c a l  
governments, and o t h e r  i n t e r e s t e d  p a r t i e s  and organi-  
z a t i o n s ,  and t o  t h e  d i v i s i o n s  of budget  and management 
and p o l i c y  development and p lanning .  

( d )  I n  t h i s  s e c t i o n ,  " p u b l i c  f a c i l i t y n  
(1) means a  c a p i t a l  improvement w i th in  one of t h e  

c a t e g o r i e s  d e s c r i b e d  i n  (b)  of t h i s  s e c t i o n  t h a t  is 
c o n s t r u c t e d  

(A)  f o r  subsequent  occupancy o r  o p e r a t i o n  by t h e  
s t a t e ,  a  p u b l i c  c o r p o r a t i o n  of t h e  s t a t e ,  t h e  Univers- 
i t y  of Alaska,  a p o l i t i c a l  s u b d i v i s i o n ,  o r  a  r eg iona l  
e d u c a t i o n a l  a t t e n d a n c e  a r e a ;  

( B )  by a  p o l i t i c a l  s u b d i v i s i o n  o r  any p r i v a t e  
p a r t y  w i t h  t h e  a s s i s t a n c e  of f i n a n c i a l  suppor t  
provided by t h e  s t a t e  i f  f u n d s  app rop r i a t ed  o r  paid  by 
way of a  g r a n t  o r  l o a n  i n  advance of c o n s t r u c t i o n  of 
t h e  f a c i l i t y ,  o r  any p a r t  of it, a r e  5 0  p e r  c e n t  o r  
more of t h e  e s t i m a t e d  c o s t s  of c o n s t r u c t i o n  of t h e  
f a c i l i t y ;  

( 2 )  does  n o t  i n c l u d e  p r o j e c t s  c o n s t r u c t e d  wi th  t h e  
proceeds  of one o r  nmore l o a n s  i s s u e d  by a loan  
program admin i s t e r ed  by t h e  Department of Commerce and 
Economic Development." 

The DOT/PF, i n  response  t o  s t a t u t o r y  requi rements ,  develops  annu- 

a l l y  an all-mode ( i n c l u d i n g  r a i l )  t r a n s p o r t a t i o n  improvement 

program. I t  a l s o  appea r s  t h a t  t h e  DOT/PF is t o  annua l ly  develop 



a  " S t a t e  P u b l i c  F a c i l i t i e s  Plan"  which appa ren t ly  inc ludes  t h e  . , 

r a i l  mode of t r a n s p o r t a t i o n .  Th i s  i s  f u r t h e r  s t rengthened  by: 

"Sec. 44.42.900. D e f i n i t i o n s .  I n  t h i s  chapte r ,  
u n l e s s  t h e  c o n t e x t  r e q u i r e s  o therwise ,  

( 3 )  " t r a n s p o r t a t i o n "  o r  " t r a n s p o r t a t i o n  mode" 
i n c l u d e s ,  b u t  i s  n o t  l i m i t e d  t o  t h e  fo l lowing  means of 
conveyance o r  t r a v e l ,  i nc lud ing  t h e i r  r e l a t e d  o r  
a u x i l i a r y  s t r u c t u r e s ,  f a c i l i t i e s  o r  s e r v i c e s :  a i r ,  
r a i l ,  wa te r ,  highway and p i p e l i n e . "  

2.  DOT/PF Rol- ARRC 

Given t h a t  t h e  ARR is now owned by t h e  S t a t e ,  any r o l e s  t h a t  

may have e x i s t e d  between t h e  DOT/PF and t h e  p rev ious ly  f e d e r a l l y  

owned r a i l r o a d  a r e  no longe r  r e l e v a n t .  Furthermore,  t h e  recency 

of S t a t e  ownership causes  t h e  r e c o g n i t i o n  t h a t  t h e  DOT/PF r o l e s  

r e l a t i v e  t o  t h e  ARRC a r e  c u r r e n t l y  evolv ing ,  and l i k e l y  w i l l  

c o n t i n u e  t o  be  i n  a  t r a n s i t i o n  s t a g e  f o r  some t i m e .  

a .  Cur ren t  Roles 

Neve r th l e s s ,  c e r t a i n  DOT/PF r o l e s  do  e x i s t  r e l a t i v e  t o  t h e  

ARR, bo th  o f f i c i a l l y  and u n o f f i c i a l l y .  These inc lude  t h e  

fo l lowing:  

* The DOT/PF Commissioner is  a  member of t h e  ARRC Board of 
D i r e c t o r s .  Th i s  being t h e  case ,  t h e  DOT/PF i s  involved i n  
ARR d e c i s i o n  making. 

* DOT/PF s t a f f  se rved  on t h e  disbanded " t r a n s f e r  team." I n  
t h i s  c a p a c i t y ,  t h e  DOT/PF was a b l e  t o  draw upon i t s  exper- 
t i s e  t o  a s s i s t  w i th  t h e  t r a n s i t i o n  process .  While t h e  
t r a n s i t i o n  t o  S t a t e  ownership is complete,  numerous i s s u e s  
remain, e.g. , ARR personnel  p o l i c i e s ,  ARR procurement, 
e t c .  wherein DOT/PF e x p e r t i s e  can con t inue  t o  be very  
h e l p f u l  t o  t h e  ARRC. 
The DOT/PF headqua r t e r s  s t a f f  con t inues  t o  a s s i s t  t h e  
ARRC, a s  s t a f f  t o  one of t h e  ARRC Board members. 



* The DOT/PF is t h e  gove rno r ' s  des igna ted  R a i l  Planning 
e n t i t y ,  f o r  f e d e r a l  r a i l  p lanning  purposes.  Therefore,  
t h e  DOT/PF p r e p a r e s  t h e  S t a t e  R a i l  Plan,  f o r  example. 

* The DOT/PF is r e s p o n s i b l e  f o r  t h e  S t a t e ' s  r a i l  grade 
c r o s s i n g  program. 

* The DOT/PF is r e s p o n s i b l e  f o r  t h e  annual  all-mode 
t r a n s p o r t a t i o n  p l a n  which i n c l u d e s  t h e  r a i l  mode. 

A s  seen,  t h e  DOT/PF, t h e r e f o r e ,  con t inues  t o  have r a i l r o a d -  

o r i e n t e d  r o l e s  and r e s p o n s i b i l i t i e s .  

b. P o s s i b l e  Role I s s u e s  

Although t h e  DOT/PF i s  seen  t o  have some r a i l  a c t i v i t y ,  it 

i s  sugges ted  t h a t  s e v e r a l  i s s u e s  e x i s t  which complicate  and 

somewhat c o n s t r a i n  t h o s e  r o l e s  and r e s p o n s i b i l i t i e s .  

Perhaps  paramount among t h e s e  i s s u e s  is a  gene ra l  l a c k . o f  

p e r c e p t i o n  of t h e .  DOT/PF r o l e s  among t h e  v a r i o u s  p a r t i c i p a n t s .  - 
T h i s  is p a r t l y  because  of t h e  evolving n a t u r e  of t h e  r o l e s ,  and 

t h e  l a c k  of d e f i n i t i v e  s t a t e m e n t s  concerning p r e c i s e l y  what 

t h o s e  r o l e s  a r e .  Complicating t h i s  i s s u e  a r e  t h e  somewhat 

c o n t r a d i c t o r y  s t a t u t e s .  For example, t h e  DOT/PF i s  t o  p l a n  a l l  

modes -- bu t  i n  r e a l i t y  t h e  ARR does  i t s  own planning;  t h e  
DOT/PF is t o  work w i t h  a l l  S t a t e  agenc ie s  t o  p r e p a r e  f a c i l i t i e s  

budgets  -- bu t  t h e  ARRC i s  exempt from t h e  Executive Budget Act; 

t h e  DOT/PF i s  r e s p o n s i b l e  f o r  t h e  p lanning  of a l l  modes -- bu t  

t h e  ARRC is organized  w i t h i n  t h e  a u s p i c e s  of t h e  Alaska Depart- 

ment of Commerce and Economic Development, a  placement which 

e f f e c t i v e l y  i g n o r e s  t h e  DOT/PF s t a t u t e s ;  and, t h e  S t a t e  d e s i r e s  

a  t o t a l  t r a n s p o r t a t i o n  system t h a t  is w e l l  coord ina ted  and is 

r e spons ive  t o  t o t a l  S t a t e  needs  -- whi l e  t h e  ARR p r o c e s s  is 

somewhat autonomous t o  t h e  o v e r a l l  p rocess .  While t h e s e  d i f f e r -  

ences  and i s s u e s  a r e  n o t  n e c e s s a r i l y  bad, they  do in t roduce  a  

deg ree  of confus ion  and misunders tanding.  



c .  DOT/PF Rai l road Role Suggest ions  

Based on t h i s  overview, it is sugges ted  t h a t  more d e f i n i t i v e  
DOT/PF r o l e s  r e l a t i v e  t o  t h e  ARR be e s t a b l i s h e d .  Th i s  c l a r i f i c a -  

t i o n  p roces s  would inc lude  a  g e n e r a l  c l e a r i n g  up of t h e  r e l e v a n t  

DOT/PF and ARRC s t a t u t e s  t o  e l i m i n a t e  any c o n t r a d i c t i o n s  and t o  

seek mutual understanding.  Genera l ly  t h e  DOT/PF headqua r t e r s  

s t a f f  and t h e  ARR s t a f f  have e x c e l l e n t  working r e l a t i o n s h i p s ,  

which a l low them t o  work t o  t h e  b e n e f i t  of t h e  S t a t e  and t h e  

r a i l r o a d .  However, t h e s e  r e l a t i o n s h i p s  and t h e  r e s p e c t i v e  r o l e s  

a r e  in formal  and u n o f f i c i a l ,  c e r t a i n l y  f l e x i b l e ,  and should be 

made more o f f i c i a l  s o  t h a t  t h e  DOT/PF and t h e  r a i l r o a d  know what 

t h e  DOT/PF r e s p o n s i b i l i t i e s  a r e ,  and a r e  n o t .  

I t  is suggested t h a t  t h e  key DOT/PF r e s p o n s i b i l i t i e s  r e l a -  

t i v e  t o  t h e  r a i l r o a d  should inc lude  two a d d i t i o n a l  e lements ,  a t  

a  minimum: 

1. ~ v e  Pe- - The ARR m u s t  
view i t s  p l ans ,  p r o j e c t s ,  s e r v i c e s  and o p e r a t i o n s  from 
t h e  p e r s p e c t i v e  of i t s  d i r e c t i v e  t o  be  s e l f - s u s t a i n -  
i ng .  The DOT/PF, a s  t h e  S t a t e ' s  r e p r e s e n t a t i v e ,  should 
be  s u f f i c i e n t l y  involved t o  e n s u r e  t h a t  ARR a c t i v i t i e s  
a r e  coord ina ted  wi th  and t a k e  on a  wider ,  more s t a t e -  
wide p e r s p e c t i v e  and b a s i s .  When t h e  e f f e c t s ,  b e n e f i t s  
o r  r e s p o n s i b i l i t i e s  a r e  of a  s t a t e w i d e  n a t u r e ,  t h e  DOT/ 
PF should be t h e  l e a d  agency. 

2. - While t h e  ARR need n o t  submit  an  
annual  budget  t o  t h e  Governor 's  o f f i c e ,  it i s  suggested 
t h a t  any f u t u r e  ARR r e q u e s t  f o r  S t a t e  f i n a n c i a l  a s s i s -  
t a n c e ,  i f  any, be coord ina ted  w i t h  t h e  DOT/PF s i n c e  
t h a t  agency is r e s p o n s i b l e  f o r  o t h e r  p u b l i c  f a c i l i t i e s  
budgets  i n  Alaska. 

The Alaska DOT/PF is organized i n t o  t h r e e  r e g i o n s  (Sou theas t  

i n  Juneau, Cen t r a l  i n  Anchorage, and Northern i n  Fa i rbanks)  p l u s  



t h e  headqua r t e r s  s t a f f .  By s t a t u t e ,  t h e  DOT/PF d e c e n t r a l i z e s  

work a c t i v i t i e s  t o  t h e  reg ions  a s  much a s  p o s s i b l e .  

"Sec. 4 4 . 4 2 . 0 4 0 .  Departmental o rgan iza t ion .  The 
commissioner s h a l l  e s t a b l i s h  reg ions  w i t h i n  t h e  
s t a t e .  The f u n c t i o n s  of t h e  department w i th in  each 
reg ion  s h a l l  be  performed, t o  t h e  maximum e x t e n t  
f e a s i b l e ,  through a  r eg iona l  o f f i c e .  Each region-  
a l  o f f i c e  s h a l l  be d i r e c t e d  by a  r e g i o n a l  t r a n s -  
p o r t a t i o n  and p u b l i c  f a c i l i t i e s  d i r e c t o r  appointed 
by t h e  commissioner." 

While t h e  ex t ens iveness  of perce ived  DOT/PF highway, av ia -  

t i o n ,  p o r t  and t r a n s i t  work enab le s  a  g r e a t  d e a l  of work t o  be 

r e g i o n a l i z e d  ( t h e r e  is a  s u f f i c i e n t  volume of such mode-specific 
work i n  each reg ion  t o  war ran t  f u l l  t ime reg ion  s t a f f  t o  dea l  

w i th  i t ) ,  t h e  DOT/PF has never viewed i t s e l f  a s  having a  major 

r a i l r o a d  r o l e .  A s  a  r e s u l t ,  t h e r e  has  n o t  been an extens2ve 

development of  r a i l road -o r i en t ed  e x p e r t i s e  i n  t h e  DOT/PF 

r eg ions .  Thus, s t a t e w i d e  r a i l  i s s u e s  and p o l i c y  development a r e  

handled by headqua r t e r s  s t a f f  i n  Juneau, whi le  i s s u e s  of l o c a l  

and/or r e g i o n a l  concern a r e  handled by r eg iona l  s t a f f  implement- 

ing headqua r t e r s  p o l i c y  gu ide l ines .  Headquar ters  s t a f f  a l s o  

p rov ide  i n t e r r e g i o n a l  coo rd ina t ion  on r a i l  mode i s s u e s  where 

neces sa ry .  

While t h e  DOT/PF headquar te rs  s t a f f  i s  concerned w i t h  such 

r a i l  i t ems  a s  o v e r a l l  S t a t e  multimodal po l i cy ,  s t a t e  r a i l  p l a n s ,  

t h e  ARR t r a n s i t i o n  p roces s ,  r a i l  l i n e  ex t ens ions ,  and s i m i l a r  

i tems,  t h e  r eg ions  a l s o  from t ime t o  t ime have some r e l a t i o n s h i p  

t o  t h e  r a i l  mode. For example, t h e  Northern Region is involved 

i n  a  s t u d y  concerning t h e  r e l o c a t i o n  of a r a i l  i n d u s t r i a l  pa rk ,  

o r  t h e  C e n t r a l  Region has been p e r i p h e r a l l y  involved i n  a  s tudy  

of a c c e s s  t o  t h e  Beluga Coal F i e l d s  o r  a  r a i l  l i n e  a c r o s s  t h e  

proposed Knik A r m  Bridge,  and bo th  r eg ions  a r e  involved i n  t h e  

r a i l r o a d  g rade  c r o s s i n g  i s s u e .  However, such a c t i v i t y  is  l i m i t e d  



t o  t h e  t r a n s p o r t a t i o n  i n t e r f a c e  between r a i l  and o t h e r  t r a n s -  

p o r t a t i o n  modes. and is t y p i c a l l y  a  minor element.  I n  o t h e r  

words, t h e  r e g i o n s '  a v a i l a b l e  r a i l  e x p e r t i s e  is focused on l o c a l  

and r e g i o n a l  i s s u e s .  

The means by which t h e  r eg ions  become involved  i n  r a i l  

a c t i v i t i e s  is v i a  increased  l o c a l  r a i l - o r i e n t e d  p lanning  i s s u e s  

o r  v i a  t h e  budget  p rocess .  However, t h e  DOT/PF headqua r t e r s  

de te rmines  each Region's  t o t a l  budget and budgetary modal 

s h a r e s ,  and t h e  Regions handle t h e  d e t a i l e d  l i n e  i t ems .  There- 
f o r e ,  i f  r a i l  i t ems  a r e  t o  be included i n  t h e  Regional  budgets ,  

modal funding a l l o c a t i o n s  w i l l  i n i t i a l l y  be dec ided  a t  t h e  

DOT/PF headqua r t e r s  l e v e l .  
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111. ALASKA'S RAIL SYSTEM 

The v a s t n e s s  of Alaska, coupled w i t h  i t s  abundant n a t u r a l  

r e sou rces ,  s p a r s e  s e t t l e m e n t ,  s e v e r e  c l i m a t i c  extremes,  and 

l a r g e  n a t i v e  and S t a t e  and f e d e r a l  government l a n d  ho ld ings ,  

p l a c e  unusual  and c h a l l e n g i n g  requi rements  upon i t s  t r a n s p o r t a -  

t i o n  system. Seventy p e r c e n t  of t h e  S t a t e ' s  popu la t ion  of ap- 

p rox imate ly  500,000 people  a r e  concen t r a t ed  wi th in  an  a r e a  known 

a s  t h e  " R a i l b e l t , "  which ex t ends  from Seward on t h e  Kenai 

Pen insu la  n o r t h  t o  Anchorage and t h e n  t o  Fa i rbanks  i n  t h e  i n t e r -  

i o r .  The g e n e r a l  economy of Alaska r e f l e c t s  i t s  l a r g e  f e d e r a l ,  

s t a t e ,  and n a t i v e  l a n d  ho ld ings ,  governmental employment, m i l i -  

t a r y  importance,  n a t u r a l  r e sou rces ,  c o n s t r u c t i o n ,  and tourism. 

L i t t l e  manufactur ing occu r s  w i t h i n  Alaska,  and most i n d u s t r i a l  

goods and consumer p r o d u c t s  must be  imported from o t h e r  s t a t e s  

and f o r e i g n  p l a c e s .  A g r i c u l t u r e  is s t i l l  i n  its infancy  and t h e  

S t a t e  is a t t e m p t i n g - t o  deve lop  an a g r i c u l t u r e  i n d u s t r y .  

There a r e  two r a i l r o a d s  i n  Alaska: t h e  Alaska Rai l road and 

t h e  White Pass  and Yukon Railway, bo th  of which a r e  depicted on 

F igu re  3-1. Ne i the r  of t h e s e  r a i l r o a d s  i n t e r c o n n e c t  wi th  each 

o t h e r  o r  w i th  r a i l r o a d s  i n  t h e  "lower 48" except  v i a  r a i l  barge 

s e r v i c e  to/from S e a t t l e  and P r i n c e  Rupert ,  B.C. U n t i l  r e c e n t l y ,  

t h e  Alaska Ra i l road  was owned and ope ra t ed  by t h e  Federa l  Ra i l -  

road Admin i s t r a t i on ,  U.S. Department of T ranspor t a t i on .  I t  is 

now owned and o p e r a t e d  by t h e  Alaska Rai l road  Corporat ion,  a  

p u b l i c  c o r p o r a t i o n  of t h e  S t a t e  of Alaska. The Alaska Railroad 

o p e r a t e s  f r e i g h t  and passenger  s e r v i c e s  on 480.7 miles of main- 

l i n e  t r a c k  ex t end ing  from t h e  deep-water p o r t s  of Seward and 

W h i t t i e r  through Anchorage t o  Fairbanks.  Addi t iona l  a c t i v e  

branch l i n e s  s e r v e  t h e  E i e l s o n  A i r  Force  Base, Anchorage and 

Fa i rbanks  I n t e r n a t i o n a l  A i r p o r t s ,  and Palmer. An i n a c t i v e  

b r a n c h l i n e  ex t ends  t o  t h e  Sunt rana  c o a l  f i e l d s .  



The second r a i l r o a d  is  t h e  White Pass  and Yukon Railway, 

which u n t i l  r e c e n t l y  provided f r e i g h t  and passenger r a i l  s e r v i c e  

from Skagway through B r i t i s h  Columbia t o  Whitehorse i n  t h e  Yukon 
T e r r i t o r y  of Canada. T h i s  narrow gauge r a i l r o a d  was cons t ruc ted  

du r ing  t h e  "gold rush" p e r i o d  around t h e  t u r n  of t h e  century.  I t  

is owned by F e d e r a l  I n d u s t r i e s  Limited of Winnepeg, which ha l t ed  

s e r v i c e  over t h e  l i n e  i n  t h e  f a l l  of 1983 a s  a  r e s u l t  of dec l in -  

ing  Canadian mine ra l  c o n c e n t r a t e  t r a f f i c  and accumulating 

d e f i c i t s .  I ts f u t u r e  is unce r t a in .  

The purpose of t h i s  Report S e c t i o n  is  t o  d e s c r i b e  t h e  r a i l  

system i n  Alaska a s  it e x i s t e d  i n  mid-1985. A s  such,  it upda tes  

and ex tends  t h e  d e s c r i p t i o n  o r i g i n a l l y  included i n  t h e  Alaska 
Statewide r e p o r t  p repared  i n  December 1980 

f o r  t h e  Department of T r a n s p o r t a t i o n  and Pub l i c  ~ a c i l i t i e s . ( . l )  

I t  beg ins  w i t h  a  chronology of l e g i s l a t i o n  and e v e n t s  surround- 

ing  t h e  r e c e n t  change i n  ownership of t h e  Alaska Rai l road and 

t h e n  conc ludes  w i t h  updated p r o f i l e s  f o r  t h e  two r a i l r o a d s .  

The Alaska Ra i l road  (ARR) was au tho r i zed  by an  Act of Con- 

g r e s s  i n  1914, and completed i n  1923. With minor changes, t h e  

system has  remained much t h e  same over  t h e  i n t e rven ing  time per- 

iod ,  a l though  i t s  r o l e  and sou rce  of t r a f f i c  has  changed s i g n i -  

f  i c a n t l y .  O r i g i n a l l y  cons t ruc t ed  t o  s e r v e  resource  development 

a c t i v i t i e s  i n  t h e  i n t e r i o r ,  it moved de fense - r e l a t ed  m a t e r i a l s  

du r ing  World War 11. T h i r t y  y e a r s  l a t e r ,  it t r a n s p o r t e d  consid- 

e r a b l e  p o r t i o n s  of t h e  m a t e r i a l s  needed t o  b u i l d  t h e  Trans  

Alaska P i p e l i n e  and t o  develop t h e  Prudhoe Bay o i l  f i e l d s .  More 

r e c e n t l y ,  it has  supported t h e  cont inu ing  development of t h e  

Anchorage a r e a  through sand and g r a v e l  shipments from t h e  no r th ,  







g e n e r a l  f r e i g h t  shipments  from p o r t s  i n  t h e  sou th  and, most 

r e c e n t l y ,  t h e  c a r r i a g e  of expor t  coa l  t o  t h e  P o r t  a t  Seward. 

2. Transfer of t h e  &ja&a Rai l road  t o  t h e  

The enactment of t h e  f e d e r a l  Alaska Rai l road Trans fe r  Act 

(ARTA) was t h e  cu lmina t ion  of y e a r s  of d i s c u s s i o n s  between t h e  

Fede ra l  and S t a t e  governments regard ing  t h e  p o s s i b l e  t r a n s f e r  of 

t h e  Alaska Ra i l road  t o  t h e  S t a t e .  B u i l t  o r i g i n a l l y  t o  s e rve  t h e  
t r a n s p o r t a t i o n  and development needs  of t h e  T e r r i t o r y  of Alaska, 

Congress found t h a t  t h e  Rai l road  was providing f r e i g h t  and 

passenger  s e r v i c e s  t h a t  p r i m a r i l y  bene f i t ed  t h e  r e s i d e n t s  and 

bus ines ses  of Alaska,  and t h a t  continued Federal  c o n t r o l  and 

f i n a n c i a l  suppor t  was no longer  necessary  t o  accomplish t h e s e  

purposes .  Congress a l s o  found t h e  t r a n s f e r  of t h e  Alaska Rai l -  

road t o  be c o n s i s t e n t  w i th  t h e  Federa l  i n t e r e s t  i n  s h i f t i n g  t o  

t h e  s t a t e s  t h o s e  a c t i v i t i e s  more a p p r o p r i a t e  f o r  s t a t e  ownership 

and o p e r a t i o n .  Because of t h e  c r i t i c a l  r o l e  played by t h e  

r a i l r o a d  i n  t h e  S t a t e ' s  t r a n s p o r t a t i o n  system and economy, t h e  

S t a t e  of Alaska had a  d i r e c t  i n t e r e s t  i n  p re se rv ing  t h e  Alaska 

Rai l road  a s  an o p e r a t i n g  e n t i t y .  These e f f o r t s  culminated i n  

Congress ional  passage  of a  b i l l  i n  December 1982 au tho r i z ing  t h e  

t r a n s f e r  of t h e  ARR t o  t h e  S t a t e  of Alaska. 

3. The -road Trans fe r  A c t  (P.L. 97-468) 

The Alaska Ra i l road  Trans fe r  Act of 1982 was s igned i n t o  law 

by P r e s i d e n t  Reagan on January 14 ,  1983. I t  au tho r i zed  t h e  

t r a n s f e r  of  t h e  ARR t o  t h e  S t a t e  s u b j e c t  t o  s e v e r a l  cond i t i ons ,  

i n c l u d i n g  t h e  requirement  t o  compensate t h e  f e d e r a l  government 

f o r  t h e  f a i r  market v a l u e  of t h e  r a i l  p r o p e r t i e s  involved.  Oth- 

e r  c o n d i t i o n s  inc luded  s t a t e  commitments t o  cont inue  r a i l r o a d  

o p e r a t i o n s ,  p rov ide  employee p r o t e c t i o n  f o r  a t  l e a s t  two y e a r s ,  

and p r o t e c t  r e t i r e m e n t  b e n e f i t s .  The Act e s t a b l i s h e d  an o r d e r l y  



proces s  f o r  S t a t e  c o n s i d e r a t i o n  of t h e  t r a n s f e r  o f f e r .  Key 

p r o v i s i o n s  included: 

* Within s i x  months from t h e  d a t e  of  enactment,  an  "Alaska 
Rai l road  Trans fe r  Report" had t o  be  prepared  by t h e  
Governor and t h e  U.S. S e c r e t a r y  of T r a n s p o r t a t i o n  and be 
submitted t o  t h e  Alaska S t a t e  L e g i s l a t u r e  and t h e  
Congress. The purpose of t h i s  document was t o  p rov ide  a  
d e t a i l e d  d e s c r i p t i o n  of t h e  r a i l  p r o p e r t i e s ,  a s s e t s ,  and 
l i a b i l i t i e s  of t h e  r a i l r o a d .  (2 )  

* The Act requi red  t h a t  t h e  United S t a t e s  Railway Associa- 
t i o n  (USRA) determine t h e  f a i r  market  v a l u e  of t h e  Alaska 
Rai l road w i t h i n  n ine  months of t h e  d a t e  of enactment of 
ARTA. Subsequently,  USRA1s Board of D i r e c t o r s  e s t a b l i s h e d  
t h e  va lue  of t h e  Rai l road t o  be  $22.3 m i l l i o n . ( 3 )  

* The Act gave t h e  S t a t e  up t o  12 months a f t e r  d e l i v e r y  of 
t h e  t r a n s f e r  r e p o r t  t o  dec ide  whether t o  a c c e p t  t h e  o f f e r  
and ob ta in  c e r t i f i c a t i o n  by t h e  S e c r e t a r y  of Transpor ta-  
t i o n  t h a t  it had agreed t o  a l l  s p e c i f i e d  c o n d i t i o n s .  
Actual  t r a n s f e r  was t o  t a k e  p l a c e  " a s  soon a s  p r a c t i c a l "  
a f t e r  t h i s  c e r t i f i c a t i o n .  

* I n  t h e  event  t h a t  t h e  S t a t e  d e c l i n e d  accep tance  of t h e  
r a i l r o a d ,  o r  t h e  S t a t e  was unable  t o  s a t i s f y  t h e  t r a n s f e r  
c o n d i t i o n s  w i t h i n  t h e  s p e c i f i e d  time pe r iod ,  t h e  Act t h e n  
d i r e c t e d  t h e  U.S. S e c r e t a r y  of T r a n s p o r t a t i o n  t o  d i spose  
of t h e  Rai l road  by o t h e r  means. The S e c r e t a r y  was man- 
da ted  t o  g i v e  p re fe rence  t o  a  buyer  o r  t r a n s f e r e e  who 
would con t inue  t o  o p e r a t e  r a i l  s e r v i c e s .  

. . 
4.  & u t . u l A c t i o m  bv t h e  S t a t e  

Ear ly  i n  t h e  process ,  t h e  Governor e s t a b l i s h e d  a n  Alaska 

Rai l road  Trans fe r  Team t o  (1) r e p r e s e n t  t h e  S t a t e  i n  working 

w i t h  t h e  U.S. Department of T ranspor t a t i on ,  USRA and o t h e r s ,  and 

(2)  a d v i s e  whether t h e  Rai l road was impor t an t  enough t o  t h e  

S t a t e  t o  war ran t  a c q u i s i t i o n ,  and i f  so ,  t h e  b e s t  means f o r  

a c q u i r i n g  and managing t h e  r a i l r o a d .  The T r a n s f e r  Team p resen ted  

i t s  c o l l e c t i v e  a n a l y s i s  and recommendations i n  a r e p o r t  which 

(1) examined A R T A 1 s  terms and c o n d i t i o n s ,  (2 )  eva lua t ed  USRA's 

Valua t ion  Report,  ( 3 )  determined t h e  l i a b i l i t i e s  and f i n a n c i a l  



exposure  involved w i t h  t h e  p o t e n t i a l  a c q u i s i t i o n ,  and ( 4 )  bene- 

f i t s  of  t h e  payment o p t i o n s  o f f e r e d . ( 4 )  The T r a n s f e r  Team was 

i n s t r u m e n t a l  i n  p repa r ing  t h e  l e g i s l a t i o n  r equ i r ed  a t  t h e  s t a t e  

l e v e l  t o  t a k e  over t h e  AAR (i .e. ,  Alaska Rai l road  A c q u i s i t i o n  

Act, Alaska Rai l road  Corporat ion Ac t ) .  ( 5 )  

On Ju ly  15, 1983, Governor S h e f f i e l d  and U.S. T r a n s p o r t a t i o n  

S e c r e t a r y  Dole s igned  t h e  Alaska Rai l road  T r a n s f e r  Report  pre-  

pa red  j o i n t l y  by t h e  U.S. Department of T r a n s p o r t a t i o n  and t h e  

T r a n s f e r  Team. ( 2 )  However, t h e  r e p o r t  d i d  n o t  c o n s t i t u t e  an  

agreement between t h e  two agenc ie s  t o  complete  t h e  t r a n s f e r .  On 

September 23, 1983, t h e  United S t a t e s  Railway Assoc ia t i on  

r e l e a s e d  i t s  inven to ry  and c o n d i t i o n  assessment  of f i x e d  f a c i l i -  

t i e s  and equipment and a n a l y s i s  of o p e r a t i n g  expenses  and capi-  

t a l  requ i rements  f o r  t h e  R a i l r o a d ' s  con t inu ing  ope ra t ion . (3 )  

On December 15, 1983, t h e  Alaska Rai l road  T r a n s f e r  Team com- 

p l e t e d  and forwarded i t s  comprehensive a n a l y s i s  of t h e  major is- 

s u e s  surrounding t h e  a c q u i s i t i o n  of t h e  Alaska Ra i l road  t o  Gov- 

e rno r  S h e f f i e l d .  ( 4 )  The r e s u l t i n g  r e p o r t  was p repa red  i n  con- 

s u l t a t i o n  wi th  t h e  S t a t e  Departments of T r a n s p o r t a t i o n  and Pub- 

l i c  F a c i l i t i e s ,  Adminis t ra t ion ,  Law, and Natura l  Resources,  and 

t h e  O f f i c e  of Management and Budget. The T r a n s f e r  Team a l s o  

used t h e  s e r v i c e s  of p r i v a t e  engineers ,  a p p r a i s e r s ,  and account-  

a n t s ,  where a p p r o p r i a t e ,  t o  review s p e c i f i c  a s p e c t s  of t h e  ARR1s  

a s s e t s ,  o p e r a t i o n s  and f i n a n c e s .  

I n  September 1983, t h e  Department of T r a n s p o r t a t i o n  and Pub- 

l i c  F a c i l i t i e s  commissioned Sverdrup & P a r c e l  and Assoc ia tes ,  

I nc .  t o  a s s e s s  t h e  phys i ca l  c o n d i t i o n  of t h e  ARR. Th i s  a s s e s s -  

ment i nc luded  t h e  t r a c k  s t r u c t u r e ,  b r idges ,  t u n n e l s ,  docks, s i g -  

n a l s ,  communications, r o l l i n g  s tock ,  and motive power. Sverdrup 

d e l i v e r e d  i t s  c o n d i t i o n  assessment i n  February,  1984 . (6)  



The Trans fe r  Team then  tu rned  i t s  a t t e n t i o n  t o  t h e  q u e s t i o n  

of a c q u i s i t i o n  law, then  an a p p r o p r i a t e  management e n t i t y  t o  

o p e r a t e  t h e  ARR a f t e r  purchase.  This  cu lmina ted  i n  t h e  prepara-  
t i o n  and passage by t h e  Alaska L e g i s l a t u r e  of an  A c t  e n t i t l e d :  

"An Act E s t a b l i s h i n g  t h e  Alaska Rai l road  Corpora t ion  t o  Manage 

and Operate  t h e  Alaska Rai l road" [ t h e  s h o r t  t i t l e  was t h e  Alaska 

Ra i l road  Corporat ion Act] .  (5)  Governor Shef f  i e l d  s igned  t h e  

l e g i s l a t i o n  on J u l y  5, 1984. On J u l y  12, 1984, Governor 

S h e f f i e l d  and U.S. T ranspor t a t i on  S e c r e t a r y  Dole exchanged 

documents necessary  t o  ob ta in  c e r t i f i c a t i o n ,  t h e  l a s t  f e d e r a l  

m i l e s t o n e  p r i o r  t o  t r a n s f e r .  In  s o  doing,  t h e  s t a t e  agreed  to :  

* Operate  t h e  r a i l r o a d  a s  a r a i l  c a r r i e r  i n  i n t r a s t a t e  and 
i n t e r s t a t e  commerce; 

* Assume a l l  r i g h t s ,  l i a b i l i t i e s ,  and o b l i g a t i o n s  of t h e  
Alaska Rai l road  on t h e  d a t e  of t r a n s f e r ,  w i t h  some 
l i m i t e d  excep t ions  regarding c la ims and c a u s e s  of a c t i o n ;  

* P r o t e c t  employment and r e t i r e m e n t  b e n e f i t s  and t o  esta- 
b l i s h  accep tab le  arrangements f o r  con t inued  employment 
du r ing  a  two-year pe r iod  fo l lowing  t h e  d a t e  of t r a n s f e r ;  
Allow r e p r e s e n t a t i v e s  of t h e  S e c r e t a r y  of T r a n s p o r t a t i o n  
adequa te  a c c e s s  t o  r a i l r o a d  employees and r eco rds  when 
needed i n  r e l a t i o n  t o  t h e  pe r iod  of Federa l  ownership; 
and 

* Compensate t h e  United S t a t e s  a t  t h e  v a l u e  determined by - 
t he -  USRA. 

The formal  t r a n s f e r  occurred a t  Nenana on January  5,  1985 

w i t h  t h e  Governor and t h e  Federal  Ra i l road  Adminis t ra tor  s i g n i n g  

o f f i c i a l  t r a n s f e r  documents and exchanging a  ceremonial  $22.3 

m i l l i o n  check and a  symbolic r a i l r o a d  go ld  swi t ch  key. S t a r t i n g  

January 6, 1985, t h e  ARR began o p e r a t i o n s  under t h e  Alaska 

Ra i l road  Corpora t ion  (ARRC) . 

T h e  A c t  e s t a b l i s h e d  a p u b l i c  c o r p o r a t i o n  ( i . e . ,  t h e  Alaska 

Ra i l road  Corpora t ion)  wi th in  t h e  Department of Commerce and 

Economic Development t o  o p e r a t e  t h e  Alaska Ra i l road .  The powers 



of t h e  c o r p o r a t i o n  were ves t ed  i n  a seven-member Board of 

D i r e c t o r s .  The Act empowers t h e  Board t o :  

Be r e s p o n s i b l e  f o r  t h e  management of  t h e  f i n a n c i a l  and 
l e g a l  o b l i g a t i o n s  of t h e  Alaska Rai l road ;  
Operate  t h e  Alaska Rai l road  as a  common c a r r i e r  s u b j e c t  
t o  t h e  j u r i s d i c t i o n  of t h e  I n t e r s t a t e  Commerce Commis- 
s ion  ; 
Genera l ly  manage t h e  c o r p o r a t i o n  on a s e l f - s u s t a i n i n g  
b a s i s ;  
Prov ide  f o r  s a f e ,  e f f i c i e n t ,  and economical t r a n s p o r t a -  
t i o n  t o  meet t h e  o v e r a l l  needs  of t h e  S t a t e ;  
Ra ise  needed c a p i t a l  by i s s u i n g  bonds upon approval  by 
t h e  L e g i s l a t u r e  while ensu r ing  t h a t  t h e  c o r p o r a t i o n  does 
n o t  d i r e c t l y  o r  i n d i r e c t l y  endanger t h e  S t a t e ' s  own 
borrowing c a p a c i t y ;  
Review s t a t e  and o t h e r  l and  d i s p o s a l  p roposa l s  t o  a i d  i n  
p lanning  f o r  f u t u r e  development o r  expansion of t r a n s p o r -  
t a t i o n  s e r v i c e s ;  
Ensure t h a t  t h e  procurement p rocedures  of t h e  c o r p o r a t i o n  
meet accep ted  r a i l r o a d  i n d u s t r y  s t a n d a r d s ;  and 
Ensure t h a t  t h e  accounting procedures  of t h e  c o r p o r a t i o n  
meet g e n e r a l f y  accepted account ing  p r i n c i p l e s  c o n s i s t e n t  
w i th  i n d u s t r y  s t a n d a r d s  f o r  comparable r a i l r o a d s .  

The Act s p e c i f i e s  t h a t  t h e  Board appo in t  a  c h i e f  execut ive  

o f f i c e r  who is r e s p o n s i b l e  f o r  managing t h e  d a i l y  a f f a i r s  and 

o p e r a t i o n s  of t h e  Corporat ion,  i nc lud ing :  

* Leasing and g r a n t i n g  easements which do n o t  c o n s t i t u t e  a 
t r a n s f e r  of t h e  Corpora t ion ' s  e n t i r e  i n t e r e s t  i n  l and ;  

* E s t a b l i s h i n g  s p e c i f i c  r a t e s ,  t a r i f f s ,  d i v i s i o n s ,  and 
c o n t r a c t  r a t e  agreements; 

* Making r o u t i n e  changes i n  s e r v i c e  l e v e l s ;  
* E s t a b l i s h i n g  procurement and account ing  procedures ;  and 
* Performing procurement a c t i v i t i e s .  

The A c t  f u r t h e r  s p e c i f i e s  t h a t  t h e  Board is r e s p o n s i b l e  f o r  

t h e  review and approval  of t h e  fo l lowing:  

* I s s u i n g  bonds w i t h  approval  by t h e  L e g i s l a t u r e ;  
* Mortgaging o r  p ledging  Corpora t ion  assets; 
* Donating p r o p e r t y  o r  a s s e t s  belonging t o  t h e  Corporat ion;  
* Acting a s  a  s u r e t y  o r  gua ran to r ;  
* Adopting a  long-range c a p i t a l  improvement program; 
* Adopting annual  r e p o r t s ;  



E f f e c t i n g  g e n e r a l ,  comprehensive i n c r e a s e s  o r  decreases  
i n  r a t e s ;  
Expanding o r  reducing s e r v i c e s  i n  a  major way; 
Expanding t h e  main o r  branch l i n e s  i nc lud ing  spu r ,  indus- 
t r i a l ,  team, swi t ch ing ,  o r  s i d e  t r a c k s ,  o t h e r  than  per-  
forming r o u t i n e  t r a c k  a l ignment  a s  necessary  t o  main ta in  
e x i s t i n g  s e r v i c e  l e v e l s ;  
S e l e c t i n g  independent  a u d i t o r s  ana  accoun tan t s ;  
Ente r ing  i n t o  c o l l e c t i v e  barga in ing  agreements; 
Adopting annual  budgets ;  
Beginning a  c a p i t a l  p r o j e c t  w i t h  a n  es t imated  completion 
c o s t  of more t h a n  $500,000 o r  a n  e s t ima ted  completion 
t ime of more t h a n  one yea r ;  
Exchanging, dona t ing ,  s e l l i n g ,  o r  o the rwi se  conveying i t s  
e n t i r e  i n t e r e s t  i n  l and  s u b j e c t  t o  approval  by t h e  Legis- 
l a t u r e ;  and 
Exerc i s ing  t h e  power of eminent domain. (Exe rc i se  of t h e  
power of eminent domain r e q u i r e s  t h e  p r i o r  approval  of 
t h e  Governor .) 

I n  a d d i t i o n  t o  t h e  e x e r c i s e  of r o u t i n e  powers and d u t i e s ,  

t h e  Act a l s o  conveys t o  t h e  Corpora t ion  t h e  r i g h t  t o :  

* Acquire pe r sona l  p rope r ty ,  r i g h t s ,  rights-of-way, f r an -  
c h i s e s ,  easements,  and o t h e r  i n t e r e s t s  i n  l and ,  t a k i n g  
t i t l e  i n  t h e  name of t h e  Corporat ion;  

* Hold, ma in t a in ,  use ,  o p e r a t e ,  improve, l e a s e ,  exchange, 
donate ,  convey, encumber, o r  o the rwi se  g r a n t  a  s e c u r i t y  
i n t e r e s t  i n ,  o r  a u t h o r i z e  use o r  d i s p o s a l  o f ,  land o r  
pe r sona l  p rope r ty ;  

* Cont rac t  wi th  and accep t  t r a n s f e r s ,  g i f t s ,  g r a n t s ,  o r  
l o a n s  of funds  o r  p rope r ty  from t h e  United S t a t e s  and t h e  
S t a t e  o r  i t s  p o l i t i c a l  s u b d i v i s i o n s ;  

* Recommend t o  t h e  L e g i s l a t u r e  and t h e  Governor any t a x ,  f i -  
nancing,  o r  f i n a n c i a l  arrangement t h e  Corporat ion consi-  
d e r s  a p p r o p r i a t e  f o r  expansion o r  ex t ens ion  and o p e r a t i o n  
of t h e  Alaska Ra i l road ;  

* Apply t o  t h e  S t a t e ,  t h e  United S t a t e s ,  and f o r e i g n  coun- 
t r i e s  o r  o t h e r  p roper  agenc ie s  f o r  t h e  permi t s ,  l i c e n s e s ,  
rights-of-way, o r  app rova l s  necessary  t o  c o n s t r u c t ,  main- 
t a i n ,  and o p e r a t e  t r a n s p o r t a t i o n  and r e l a t e d  s e r v i c e s ;  

* Enter  i n t o  c o n t r a c t s ,  l e a s e s ,  and o t h e r  agreements wi th  
connec t ing  c a r r i e r s ,  s h i p p e r s ,  and o t h e r  pe r sons  concern- 
i ng  t h e  s e r v i c e s ,  a c t i v i t i e s ,  o p e r a t i o n s ,  p rope r ty ,  and 
f a c i l i t i e s  of  t h e  co rpo ra t ion ,  i nc lud ing  agreements t h a t  
c o n t a i n  p r o v i s i o n s  t o  expand t h e  r a i l r o a d ' s  t r a f f i c  base;  

* Plan  f o r  and under take  expansion of t h e  r a i l r o a d  and r a i l -  
road a c t i v i t i e s ,  i nc lud ing  ex t ens ion  of t h e  r a i l  system, 
and c o n t r a c t  w i th  o t h e r  modes of t r a n s p o r t a t i o n  s e r v i c e  
connec t ing  t o  t h e  r a i l  system; and 



* Undertake and p rov ide  f o r  t h e  a c q u i s i t i o n ,  c o n s t r u c t i o n ,  
maintenance, equ ipp ing ,  and o p e r a t i o n  of connecting,  
swi tch ing ,  t e r m i n a l ,  o r  o t h e r  r a i l r o a d s  and r a i l r o a d  
f a c i l i t i e s ;  

The L e g i s l a t u r e  s p e c i f i c a l l y  r e t a i n s  f o r  i tself  t h e  r i g h t  t o  
approve : 

* Rais ing  c a p i t a l  th rough  t h e  i s suance  of tax-exempt bonds; 
* Appropr ia t ions  t o  be used t o  p rov ide  a  p a r t i c u l a r  s e r v i c e  

t h a t  i s  n o t  o t h e r w i s e  s e l f - s u s t a i n i n g ,  i f  a  subs idy  is  
r e q u i r e d  t o  ma in t a in  t h a t  s e r v i c e ;  

* Exchange, donate ,  s e l l ,  o r  o the rwi se  convey i t s  e n t i r e  
i n t e r e s t  i n  l and ;  

* Extend r a i l r o a d  l i n e s  o t h e r  t h a n  f o r  spu r ,  i n d u s t r i a l ,  
team, swi tch ing ,  o r  s i d e  t r a c k s ;  and 

* Lease land  f o r  a  pe r iod  i n  e x c e s s  of  35 y e a r s  without a  
t e rmina t  ion c l a u s e .  

Acqu i s i t i on  of t h e  Alaska Rai l road  is viewed by t h e  S t a t e  a s  

a  p r e s e n t  n e c e s s i t y  i n  o r d e r  t o  r e t a i n  r a i l  s e r v i c e ,  and n o t  a s  

a  long-term r e s p o n s i b i l i t y  of t h e  S t a t e  t o  d i r e c t l y  provide 

cont inu ing  r a i l  s e r v i c e .  The Act r e q u i r e s  t h e  Corporat ion t o  

i nc lude  i n  i t s  annual  r e p o r t  every f i v e  y e a r s  an  a n a l y s i s  of po- 

t e n t i a l  s a l e  arrangements  whereby t h e  c o r p o r a t i o n  may be t r a n s -  

f e r r e d  i n t o  p r i v a t e  ownership. The A c t  r e q u i r e s  t h a t  t h i s  anal-  

y s i s  i nc lude  documentation of a t  l e a s t  t h r e e  o f f e r s  t o  s e l l  t h e  

co rpo ra t ion  i n i t i a t e d  by t h e  Corpora t ion  du r ing  t h e  f i v e  year  

pe r iod .  

The Act p r o h i b i t s  t h e  state-owned r a i l r o a d  from applying f o r  

a  right-of-way a c r o s s ,  o r  e x e r c i s e  eminent domain i n ,  t h e  wes- 
t e r n  (Kobuk River )  u n i t  of  t h e  Gates  of  t h e  A r t i c  National  

Preserve .  

Upon r e c e i v i n g  L e g i s l a t i v e  approva l ,  t h e  Corporat ion may 

i s s u e  bonds t o  p rov ide  funding t o  c a r r y  o u t  i ts purposes.  How- 

eve r ,  t h e s e  bonds a r e  n o t  t o  be  backed by t h e  c r e d i t  of t h e  

S t a t e  o r  i t s  s u b d i v i s i o n s .  Bonds and n o t e s ,  and t h e  i n t e r e s t  

and income from them, a r e  exempt from Fede ra l  and S t a t e  t a x a t i o n  

except  f o r  i n h e r i t a n c e ,  t r a n s f e r ,  and e s t a t e  t a x e s .  



The Governor may p rov ide  f o r  t h e  s a l e  o r  l e a s e  of t h e  Alaska 

Rai l road  and d i s s o l v e  t h e  Corpora t ion  i f  it can be assured t h a t  

t h e  r a i l r o a d  w i l l  con t inue  t o  o p e r a t e  a f t e r  t h e  s a l e  o r  l e a s e  

and t h e  S t a t e  w i l l  r e c e i v e  t h e  amount o f  money it has  spen t  i n  

connect ion wi th  t h e  Alaska Ra i l road .  Any s a l e ,  however, is 
s u b j e c t  t o  l e g i s l a t i v e  approval .  

B. Erpfile of t h e  

The fo l lowing  d e s c r i b e s  t h e  Alaska Rai l road  a s  it e x i s t s  i n  

mid-1985. 

1. The  P h y s i c a l 2 l a L  

a .  Route S t r u c t u r e  

The r o u t e  s t r u c t u r e  of t h e  Alaska Rai l road  has  n o t  changed 

i n  r e c e n t  yea r s ;  t h e  r a i l r o a d ' s  s i n g l e  t r a c k  ma in l ine  extends  

480.7 m i l e s  from t h e  p o r t s  of  Seward and W h i t t i e r  through 

Anchorage t o  Fa i rbanks .  Pass ing  s i d i n g s  a r e  spaced g e n e r a l l y  a t  

5  t o  1 0  mi le  i n t e r v a l s ,  a l though  s i d i n g s  long enough t o  accom- 

modate most f r e i g h t  t r a i n s  a r e  less f r e q u e n t .  Add i t i ona l ly ,  

t h e r e  a r e  f i v e  branches  having an agg rega t e  l e n g t h  of 52.2 

mi l e s .  These i n c l u d e  t h e  28.0 mi le  spu r  from Fairbanks t o  t h e  

Eie l son  Ai r  Force Base, (24.5 miles of which a r e  owned by t h e  

ARR), t h e  10.0 m i l e  spu r  from Ft .  Wainwright t o  t h e  Fairbanks 

I n t e r n a t i o n a l  A i r p o r t ,  a 4.8 mile c o a l  branch from Healy t o  

Sunt rana  ( t h e  l a s t  3.7 miles o f  t h i s  l i n e  a r e  n o t  p r e s e n t l y  

being ope ra t ed  s i n c e  r e l o c a t i o n  of t h e  t i p p l e  t o  t h e  main l ine  i n  

1983) ,  t h e  6.7 mile branch from Matanuska t o  Palmer, and t h e  2.7 

mi l e  Anchorage I n t e r n a t i o n a l  A i r p o r t  spu r .  Add i t i ona l  t rackage  

is used f o r  pas s ing  s i d i n g s  and s e r v e s  on- l ine  i n d u s t r i e s ;  

r e s u l t i n g  i n  a system comprised o f  655 t r a c k  miles operated.  

The ARR r e t a i n e d  t h e  former r a i l  right-of-way ex tending  eastward 
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up t h e  Matanuska Val ley  approximately  30 m i l e s  p a s t  Su t ton ,  

Eska, and J o n e s v i l l e  t o  Chickaloon. Th i s  right-of-way p rov ides  

a c c e s s  t o  c o a l  r e sou rces  and t h u s  would be  a n  impor t an t  a s s e t  i f  

an  oppor tun i ty  develops  i n  t h e  f u t u r e  f o r  expor t ing  o r  o the rwi se  

u t i l i z i n g  c o a l  from t h e  Matanuska a r ea .  F i g u r e  3-2 is a map 

showing t h e  p r e s e n t  r o u t e  s t r u c t u r e  of t h e  Alaska Rai l road.  

b. Opera t ing  Condi t ions  and C o n s t r a i n t s  

The speeds  a t  which t r a i n s  o p e r a t e  depend upon (1) t h e  sever-  
i t y  of h o r i z o n t a l  c u r v a t u r e ,  (2 )  r u l i n g  grades ,  (3 )  t h e  presence  

of t r a c k  s i g n a l s ,  and ( 4 )  t h e  l e v e l  of maintenance of t h e  t r a c k  

s t r u c t u r e .  The c o n s t r a i n t  imposed by g r a d i e n t  is i l l u s t r a t e d  i n  

Table  3-1, which shows maximum grades  i n  bo th  d i r e c t i o n s  along 

t h e  ARR. A s  t h e  c o n t r o l l i n g  g rade  i n c r e a s e s ,  t h e  tonnage r a t i n g  

of a locomotive  dec reases .  On t h e  ARR, r e l a t i v e l y  f l a t  g r a d i e n t s  

a r e  encountered i n  t h e  southbound d i r e c t i o n  between Anchorage 

and Por tage  and between P o t t e r  and Anchorage. S t e e p  g r a d i e n t s  

a r e  encountered between (1) Seward and Divide,  where t h e  r u l i n g  

g rade  i s  2.2 p e r c e n t  northbound, ( 2 )  Grandview and Spencer,  

where t h e  r u l i n g  g rade  is 3.0 p e r c e n t  southbound, (3 )  Hurr icane  

and Honolulu, where t h e  r u l i n g  grade  is 1.1 p e r c e n t  northbound 

and 1.5 p e r c e n t  southbound, and (4)  Gold Creek and Hur r i cane  and 

Honolulu and Summit where t h e  r u l i n g  g rade  is 1.8 p e r c e n t  nor th-  

bound. The l a c k  of a blocked s i g n a l  system p l a c e s  a n  upper 

speed l i m i t  of 49 mph on f r e i g h t  t r a i n s  and 59 mph on passenger  

t r a i n s  i n  a r e a s  n o t  f u r t h e r  cons t r a ined  by t h e  a l ignment .  The 

ARR h a s  ve ry  few slow o r d e r s  r e s u l t i n g  from d e f e r r e d  mainte- 

nance, b u t  does  have t o  impose r e s t r i c t i o n s  due t o  f r o s t  heaves,  

s l i d e s ,  t h e  n e c e s s i t y  of i n s t a l l i n g  shims, and on-going t r a c k  

and b r i d g e  work. 

Economic c o n s i d e r a t i o n s  p lay  a major r o l e  i n  r a i l r o a d  d e t e r -  

mina t ion  of t h e  t r a i n  speeds  a c t u a l l y  used and tonnage l i m i t s  



Table 3-1 

MAXIMUM GRADES ON THE ALASKA RAILROAD 
1985 

MAXIMUM GRADE 

Seward-Divide 
Divide-Primrose 
Primrose-Hunter 
Hunter-Grandview 
Grandview-Spencer 
Spencer-Portage 
Whittier-Portage 
Portage-Potter 
Potter-Anchorage 
Anchorage-Matanuska 
Matanuska-Gold Creek 
Gold Creek-Hurricane 
Hurricane-Honolulu 
Honolulu-Colorado 
Colorado-Summit 
Summit-Healy 
Healy-Nenana 
Nenana-Fairbanks 

Matanuska-Palmer 
Healy-Sutrana 
Fairbanks-Eielson 
Eielson Br.-Fairbanks I.A. 
Anchorage Int'l Airport 

MILEPOSTS - 
South North 

SOURCE: Alaska Railroad Track Chart, Revised 19 85 Alaska Rail- 
road Timetable No. 118, effective May 12, 1985. 



pe r  ca r load .  The rugged topography t r a v e r s e d  by t h e  ARR adds 

s i g n i f i c a n t l y  t o  o p e r a t i n g  c o s t s .  Curves i n c r e a s e  wheel r e s i s -  

t a n c e ,  which i n  t u r n  i n c r e a s e s  f u e l  usage and r a i l  and wheel 
wear. Grades likewise i n c r e a s e  f u e l  usage and power r equ i r e -  

ments. To i l l u s t r a t e ,  a convent iona l  3,000 horsepower d i e s e l -  

e l e c t r i c  locomotive can hau l  a load  of 4,560 t o n s  from Portage 

t o  P o t t e r ,  bu t  on ly  730 t o n s  from Spencer t o  Grandview on t h e  

ma in l ine  t o  Seward. A h y p o t h e t i c a l  3,000 t o n  l o a d ,  which would 

r e q u i r e  a s i n g l e  3,000 horsepower locomotive between Matanuska 

and Anchorage, would r e q u i r e  f i v e  locomotives  ( o r  t h r e e  i f  t h e  

t r a i n  were "doubledn over  t h e  mountain p a s s )  t o  reach  Seward. 

The ARR is a b l e  t o  handle  v i r t u a l l y  a l l  t r a f f i c  t h a t  can be 

handled by "lower 48" r a i l r o a d s  w i thou t  imposing weight and c a r  

s i z e  r e s t r i c t i o n s .  Loads up t o  11 f e e t  wide and 1 5  f e e t  9 inch- 

e s  above t h e  t o p  of r a i l  can be  c a r r i e d  on a l l  ma in l ine  t r a c k s  

and t h e  W h i t t i e r  Branch. T a l l e r  l o a d s  can  a l s o  be  accomodated, 

bu t  t h e  maximum a l lowab le  wid th  p r o g r e s s i v e l y  d e c r e a s e s  above 15 

f e e t  9 inches .  Between Por t age  and W h i t t i e r ,  t h e  maximum he igh t  

r e s t r i c t i o n  of 19 f e e t  6 i nches  is dec reased  one f o o t  between 

October 1 and A p r i l  15  because of t unne l  i c i n g  c o n d i t i o n s .  

Maximum a l lowable  t a r e  weight and load  is 263,000 l b s .  on 

t h e  main l ine  and W h i t t i e r  Branch. Somewhat lower load l i m i t s  of 

220,000 and 240,000 l b s .  a r e  imposed on t h e  E i e l s o n  and Sunt rana  

branches.  I n  1985 t h e  ARR p laced  two weigh-in-motion s c a l e s  on 

t h e  f r e i g h t  main l ine  i n  Anchorage, which g i v e  t h e  Rai l road  t h e  

oppor tun i ty  t o  weigh a l l  t r a f f i c  e n t e r i n g  o r  l e a v i n g  Anchorage. 

A c e r t i f i e d  weigh-in-motion s c a l e  is  l o c a t e d  w i t h i n  t h e  U s i b e l l i  

c o a l  t i p p l e  near  Healy. A s  i n d i c a t e d  e a r l i e r ,  t h e  Sunt rana  

Branch is o u t  of  s e r v i c e  and a l l  c o a l  l oad ing ,  w i t h  t h e  excep- 

t i o n  of a minor amount of domest ic  c o a l  a t  mi le  one of t h e  

Suntana Branch, now occu r s  a t  t h e  ma in l ine  t i p p l e .  



The r a i l r o a d  o p e r a t e s  and ma in t a in s  a number of ya rds  t o  , 

s e r v e  l o c a l  i n d u s t r i e s ,  s o r t  c a r s ,  and main ta in  i t s  equipment. 

These vary  app rec i ab ly  depending on t h e  purpose f o r  which they  
a r e  used. The ya rd  a t  Seward s e r v e s  t h e  railroad-owned p o r t  

f a c i l i t i e s  a t  t h a t  l o c a t i o n  and i n c l u d e s  a number o.f c a r  mar- 

s h a l l i n g  t r a c k s ,  a smal l  equipment maintenance f a c i l i t y ,  t h e  

dock f a c i l i t i e s ,  and s e v e r a l  t r a c k s  t o  l o c a l  i n d u s t r i e s .  Whit- 

t i e r  is t h e  i n t e r change  p o i n t  f o r  r a i l c a r  s e r v i c e ,  and is de- 

s igned  t o  s e r v e  t h e  two railroad-owned car-barge s l i p s ,  t h e  

Whi t t i e r -Po r t age  passenger-auto s h u t t l e  s e r v i c e ,  and t h e  m i l i -  

t a r y  dock and petroleum t e rmina l .  Anchorage has  t h e  ARR's  major 

c l a s s i f i c a t i o n  yard ,  locomotive and c a r  maintenance shops, head- 

q u a r t e r s  o f f i c e s ,  some c a r  s t o r a g e  f a c i l i t i e s  and s e r v e s  t h e  

a r e a ' s  i n d u s t r i a l  community. The y a r d s  a l s o  s e r v e  a number of 

major and minor i n d u s t r i e s ,  i nc lud ing  t h e  P o r t  of Anchorage, t h e  

I n t e r n a t i o n a l  A i r p o r t ,  Elmendorf A i r  Force Base, and F o r t  

Richardson.  Healy-has a smal l  yard t o  s e r v e  t h e  nearby U s i b e l l i  

c o a l  mine. The Healy yard  and r a i l  s e r v i c e  w i l l  be  r e t a i n e d ,  b u t  

t h e  ARR has  c l o s e d  t h e  l o c a l  crew f a c i l i t i e s .  The Nenana yard 

s e r v e s  t h e  sma l l  r i v e r  p o r t  operated by t h e  c i t y ,  t h e  Yutana 

Barge Lines ,  Chevron and Nenana Fuel  Serv ice .  Fa i rbanks  has a 

smal l  c l a s s i f i c a t i o n  yard ,  l i m i t e d  locomotive and c a r  shops, and 

t r a c k a g e  t o  s e r v e  such l o c a l  r a i l  u s e r s  a s  F o r t  Wainwright, t h e  

E ie l son  A i r  Force  Base, t h e  Mapco o i l  r e f i n e r y ,  Spenard Bui lding 

Supply, t h e  U n i v e r s i t y  of Alaska, Fa i rbanks  Coal Bunkers, and 

s e v e r a l  o t h e r  l o c a l  i n d u s t r i a l  and t h e  TOFC yard a t  Fairbanks.  

c .  Track S t r u c t u r e  

Table  3-2 shows major accomplishments of t h e  maintenance of 

way and s t r u c t u r e s  program i n  r e c e n t  yea r s .  



Table  3-2 

ALASKA M I L R O A D  MAINTENANCE-OF-WAY ACCOMPLISHMENTS 
1980-1985 

CROSSTIE RAIL BALLAST TRACK ALIGNED BRIDGES 
XEBERENEWALSREPLRCE. PLACED &- 

( f e e t )  ( cub ic  yds.)  (miles) 

1980 19,500 n /a  62,300 142 
1981 13,000 29,500 141,200 182 
1982 26,000 26,900 139,000 181  
1983 25,300 11,700 143,300 207 
1984 25,700 49,100 143,000 211 
1985 2 L Q . Q l Q  94.500 J.u-dQQ l&Q 
T o t a l  135,500 211,700 737,900 1,134 
- 
SOURCE: Alaska Ra i l road  Annual Reports ,  1980-1985 

The m a j o r i t y  of  t h e  r a i l  on t h e  main l i n e  and t h e  W h i t t i e r  

Branch was r e l a i d  by t h e  Federa l  Government w i th  bo l t ed  115 l b .  

RE r a i l  du r ing  t h e  p e r i o d  1949-1954 as  a consequence of heavy 

t r a f f i c  volumes and d e f e r r e d  maintenance du r ing  World War 11. 

Branch l i n e s  a r e  c o n s t r u c t e d  w i t h  a mix ture  of r a i l  weigh ts  

ranging from 70 t o  115 l b s .  A sampling of r a i l  head wear meas- 

urements t aken  by USRA on bo th  t h e  ma in l ine  and branches i nd i -  

c a t e d  r e l a t i v e l y  l i g h t  wear except  on sha rpe r  cu rves  where 

f l a n g e  wear 'was  d e t e c t e d .  However, s i n c e  t h a t  t ime (1983) t h e  

i n c r e a s e  i n  t r a f f i c  and t h e  g r e a t e r  use of h e a v i e r  c a r s  has 

begun t o  wear t h e  r a i l  s i g n i f i c a n t l y ,  e s p e c i a l l y  on curves  

between Matanuska and Anchorage. The ARR h a s  begun t h e  use  of 

78 f o o t  r a i l s  and ove r  60 p e r c e n t  o f  t h e  new r a i l  l a i d  i n  1984 

was premium a l l o y  r a i l  t o  h e l p  reduce wear on curves .  

T i e  renewals  have n o t  kep t  pace  w i t h  emerging needs. The 

Sverdrup s tudy  no ted  t h a t  a l a r g e  number o f  t i e s  were i n s t a l l e d  

on t h e  ARR a t  about  t h e  same time t h e  115 l b .  r a i l  was l a i d ,  and 

a r e  r each ing  t h e  end of t h e i r  u s e f u l  l i f e  r a t h e r  t h a n  having a 

uniform age  d i s t r i b u t i o n .  Based on an es t imated  1.95 m i l l i o n  



c r o s s t i e s  on t h e  ARR, and t h e  approximate ly  25,000 i n s t a l l e d  

annua l ly ,  t h e  impl ied  replacement c y c l e  i s  f a r  g r e a t e r  than  t h e  

30-40 y e a r s  u s u a l l y  cons idered  d e s i r a b l e .  

d. Motive Power and Ro l l i ng  Stock 

A t  t h e  end of 1985, ARR's  locomotive  f l e e t  cons i s t ed  of 5 1  

d i e s e l - e l e c t r i c  locomotives ,  a s  l i s t e d  on Table  3-3. 

Table  3-3 

ALASKA RAILROAD DIESEL-ELECTRIC LOCOMOTIVES 
1985 

GP-40-2 ( r o a d )  

GP-40 ( road)  

GP-40-2 (GP-35) 

GP-35 ( road )  

GP-49 ( road )  

GP-49 ( road )  

E-9 (passenger )  

GP-7 ( road )  

EMD 

EMD 

EMD 

EMD 

EMD 

EMD 

EMD 

EMD 

FP-7 (pas senge r )  EMD 

T o t a l  Locomotives 

- 
1975-1978 

1967 r e b u i l t  1983 

1964 r e b u i l t  1980 

1964 

19 83 

1985 

1956 r e b u i l t  1974 

1951 r e b u i l t  1977 

1951 

SOURCE: Alaska Ra i l road  1984 Annual Report ,  Table  V I I ,  updated 
t o  December, 1985. 

A R R 1 s  passenger  f l e e t  a t  t h e  end of 1985 cons i s t ed  of 48 

c a r s ,  a s  l i s t e d  on Table  3-4. The ARR acqui red  28 of t h e  c a r s  

from t h e  Union P a c i f i c  Ra i l road  i n  1971, and e i g h t  from t h e  

Southern Railway i n  1980. Ten of t h e  Union P a c i f i c  c a r s  were 

conver ted  t o  e l e c t r i c  h e a t  and power i n  1982. 



Table  3-4 

ALASKA RAILROAD PASSENGER ROLLING STOCK 
1985 

Coach/Dome Car 
Dome Chair  Car 
Diner  
Lunch, Cafe-Lounge 
Baggage Car 
Power Car 
Rec rea t ion  Car 
R a i l  D ie se l  Cars  
T o t a l  Passenger Cars  

TOTAL NO OF 
,sEA!Zs - m 

SOURCE: Alaska Ra i l road  1984 Annual Report,  Table  V I I ,  updated 
t o  December, 1985. . . 

Given expanding passenger  t r a f f i c  volumes, a d d i t i o n a l  pas- 

senger  equipment w i l l  u l t i m a t e l y  have t o  be modernized o r  re- 

p l aced .  The r a i l r o a d  has  r e c e n t l y  purchased two s e l f - p r o p e l l e d  

passenger  c a r s  (RDC's sometimes c a l l e d  Budd c a r s )  t o  use  between 

Anchorage and Hurr icane ,  and Anchorage and Fa i rbanks  dur ing  

w i n t e r  months when pa t ronage  is low, and p o s s i b l y  on t h e  

Por tage-Whi t t i e r  r o u t e .  

A R R ' s  f r e i g h t  c a r  f l e e t  a t  t h e  end of 1985 c o n s i s t e d  of 

1,493 c a r s  comprised of t h e  t y p e s  l i s t e d  on Table 3-5. 

A R R ' s  f r e i g h t  c a r  f l e e t  is cons idered  t o  be  an  o l d  f l e e t ,  

w i t h  a growing number of c a r s  p r o h i b i t e d  i n  i n t e r change  due t o  

t h e i r  extended age.  S ince  commodities i n  i n t e r l i n e  s e r v i c e  a r e  

mainly  inbound, t h e  ARR i n t e r l i n e s  r e l a t i v e l y  few of i ts own 

c a r s  w i t h  r a i l r o a d s  l o c a t e d  i n  t h e  cont iguous  U.S .  However, t h e  

c a r s  which a r e  most e x t e n s i v e l y  used by t h e  r a i l r o a d  i n  f r e i g h t  



Table 3-5 

ALASKA RAILROAD FREIGHT ROLLING STOCK 
1985 

ATEGORY CAPACITY 
(tons) 
- 

Commercial Service 

Box Cars 50-70 1943-1965 

Flat Cars, Owned 50-70 1943-19 85 

Flat Cars, Leased 60-77 

Gondolas 50-70 1943 

Hoppers, Covered 100 1965-1970 

Hoppers, Open Top 50-100 1952-1982 

Refrigerator 6 5 1966 

Tank Cars 10000-20000 gal. 1920-1974 

Total - 
Non-Commercial Service 

Ballast Cars 7 0 1955 

Air Dump Cars 28-40 yds 1934-1958 

Caboose Cars 1943-1976 

Power Cars 1943 

Repeater Air Cars 5 0 1943 

Locomotive Fuel Cars 10000 gal. 1923 

Way Freight Cars 7 0 19 43 

Total 

TOTAL 

SOURCE: Alaska Railroad 19 84 Annual Report, Table VII, updated 
to December, 1985. 



s e r v i c e  (e.g., open t o p  hoppers f o r  hau l ing  c o a l ,  sand,  and 

g r a v e l  and f l a t  c a r s  used f o r  p i p e  t r a n s p o r t  and TOFC/COFC) a r e  

comparable i n  age and design wi th  s i m i l a r  c a r s  used by o t h e r  
ra i l  roads.  Unlike r a i l r o a d s  l o c a t e d  i n  t h e  'lower 48," t h e  ARR 

does  n o t  enjoy convenient  a c c e s s  t o  t h e  n a t i o n ' s  c a r  f l e e t .  I n  

r e c e n t  y e a r s ,  t h e  ARR h a s  been reducing t h e  s i z e  of i ts f l e e t  by 

r e t i r i n g  equipment no longe r  r equ i r ed  f o r  f r e i g h t  s e r v i c e ,  and 

adding s p e c i a l i z e d  equipment a s  new b u s i n e s s  o p p o r t u n i t i e s  

develop.  An example of t h i s  a r e  t h e  a r t i c u l a t e d  in te rmodal  p l a t -  

form c a r s  p r e s e n t l y  i n  s e r v i c e  f o r  use  i n  expedi ted  t r a i l e r  

s e r v i c e  between Anchorage and Fa i rbanks  and t o  s e r v e  ro l l -on  

r o l l - o f f  t r a f f i c  e n t e r i n g  Alaska through t h e  p o r t s  of Seward and 

W h i t t i e r .  

With t h e  ARR being d i r e c t e d  t o  b e  opera ted  on a se1.f- 

s u f f i c i e n t  b a s i s  r a t h e r  t han  a s  a t r a d i t i o n a l  governmental 

e n t i t y ,  it w i l l  be  e a s i e r  t o  a c q u i r e  necessary  equipment e i t h e r  

th rough  l e a s e  or  purchase  t han  it was under Fede ra l  ownership. 

The impor tan t  p o i n t  is t h a t  p rev ious  concern stemming from t h e  

age,  l a c k  o r  c o n d i t i o n  of r o l l i n g  s t o c k  can  now be reso lved  

th rough  a c t i o n s  taken  by t h e  Corporat ion.  

The ARR e s s e n t i a l l y  p rov ides  a s p e c i a l i z e d  t r a n s p o r t  s e r v i c e  

focus ing  on a sma l l  number of commodities moving between a 

l i m i t e d  s e t  of o r i g i n s  and d e s t i n a t i o n s .  ARR's  t r a f f i c  l o g i c a l -  

l y  d i v i d e s  i n t o  l o c a l  and i n t e r l i n e  movements. Local  movements 

( t r a f f i c  t h a t  o r i g i n a t e s  and t e r m i n a t e s  on t h e  ARR) g e n e r a t e  

h igh  tonnage,  bu t  r e l a t i v e l y  low l e v e l s  of  revenue p e r  ton- 

m i l e .  I n t e r l i n e d  t r a f f i c  is (1) c a r l o a d  t r a f f i c  o r i g i n a t i n g  
from S e a t t l e  o r  P r i n c e  Rupert  and in te rchanged  between t h e  ARR 

and e i t h e r  Alaska Hydro-Train o r  t h e  Canadian Nat iona l  Railway 

th rough  t h e  car-barge f a c i l i t y  a t  W h i t t i e r  and ( 2 )  t r a i l e r  and 



c o n t a i n e r  movements through t h e  p o r t s  of  W h i t t i e r ,  Seward, and : 

Anchorage t h a t  a r e  forwarded by t h e  r a i l r o a d  t o  i n t e r i o r  d e s t i -  

n a t i o n s .  Table  3-6 prov ides  a summary of f r e i g h t  tonnage and 
a s s o c i a t e d  revenues f o r  t h e  per iod  1980-1984, i n c l u s i v e .  

F igu re  3-3 compares tonnage by commodity t y p e  w i t h  ARR 

revenue by commodity type,  f o r  1984. Sand and g r a v e l  dominates 

t h e  tonnage,  b u t  n o t  t h e  revenue. The fo l lowing  p r o v i d e s  addi-  

t i o n a l  background on t h e  major cargo c a t e g o r i e s .  

a .  Sand and Gravel  

The seven l a r g e  and 25 smal le r  p i t s  i n  sou th -cen t r a l  Alaska 

produced 1 0 . 1  m i l l i o n  t o n s  of aggrega te  i n  1984. The ma jo r i t y  

of t h i s  sand and g r a v e l  i s  shipped by u n i t  t r a i n  t o  Anchorag.e, 

a s  i n d i c a t e d  i n  Table  3-6. P i t s  opera ted  by Anchorage Sand and 

Gravel  accounted l o r  j u s t  under h a l f  of t h i s  t o t a l ,  fo l lowed by 

Alaska Gravel  S a l e s ,  Big Lake Sand and Gravel ,  Stephen and Sons, 

and o t h e r  companies. I n  a d d i t i o n  t o  t h e  r a i l  h a u l s ,  approxi-  

ma te ly  one m i l l i o n  t o n s  of aggrega te  were t rucked  from t h e  

Palmer and Eagle River  a r e a s  t o  Anchorage, and 300,000 t o n s  of 

a g g r e g a t e  were mined from t h e  Pioneer  p i t  i n  Anchorage. ( l2)  

The r a i l  movement of sand and g r a v e l  from Palmer t o  South 

Anchorage r e p r e s e n t s  t h e  s i n g l e  l a r g e s t  commodity movement on 

t h e  ARR. Th i s  r e l a t i v e l y  shor t -haul  movement has  grown from 

v i r t u a l l y  no th ing  i n  1975 t o  79 p e r c e n t  of t h e  ARR1s  t o t a l  

tonnage  i n  1984. I t  r e f l e c t s  (1) t h e  v i r t u a l  t e r m i n a t i o n  of 

e x t r a c t i o n  a c t i v i t i e s  i n  t h e  Anchorage a r e a  and t h e  n e c e s s i t y  of 

u t i l i z i n g  d e p o s i t s  from o u t s i d e  t h e  Borough t o  supply  l o c a l  

needs ,  and (2 )  t h e  h igh  growth r a t e s  i n  r e s i d e n t i a l ,  commercial 

and highway c o n s t r u c t i o n  occur ing s i n c e  1980. The ARR u t i l i z e s  

s e v e r a l  60-80 c a r  u n i t  t r a i n s  which c o l l e c t i v e l y  make up t o  

e i g h t  round t r i p s  p e r  day dur ing  t h e  summer  months. I n  1984, 
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Table 3-6 

ALASKA RAILROAD FREIGHT TONNAGE AND REVENUES BY MAJOR COMMODITY 
1979-1985 

(000) - -Isrs lsaa lPsl1P82 1981 19811 1P85(1) 
Sand and Gravel 524 396 1797 2754 4398 6537 n/a 

Coal 638 590 653 654 626 642 n/a 

Pe t ro l eum,Oi l ,Lub r i can t s  277 252 379 439 462 498 n/a 

Manufacturers and Misc. 220 292 312 450 323 301 n/a 

TOFC/COFC 55 92 113 122 98 212 n/a 

Products  of F o r e s t s  89 109 101 77 105 82 n/a 

Products  of Agr icu l tu re  7 1 0 8 7 7 - n L j l - n L j l  

Tota l  Tonnage 1809 1741 3362 4503 6018 8272 n/a 

RGYENUES (6000) - 3 x 9  lsan 1981 n3.2 1983. m m(1) 
Sand and Gravel 3207 556 2712 4556 6647 9430 7819 

Coal 1009 3717 4637 5072 5007 5297 8078 

Petroleum, O i l ,  Lubr i can t s  6738 4691 6700 8376 9723 10287 9605 

Manufacturers and Misc. 3877 8225 13631 22512 15704 18879 14022 

TOFC/COFC 886 3054 4414 4915 3625 5860 5998 

Products  of F o r e s t s  2327 1253 1734 2301 2955 n/a n/a 

Products  of Agr icu l tu re  1 1 4  168 1 8 1  145 126 nLa __nLa 

Tota l  Revenues 18158 21664 34009 47877 43787 49753 45522 

(1) Eight  months January through October, 1985 

SOURCE: Alaska Railroad Annual Reports, 1980-1984 



t h e  sand and g r a v e l  shipments accounted f o r  19 pe rcen t  of t h e  : 

ARR1s  t o t a l  f r e i g h t  revenues.  ( 7 )  Sand and g rave l  movements 

a r e  c l o s e l y  r e l a t e d  t o  t h e  amount of c o n s t r u c t i o n  i n  p rog res s  i n  

t h e  Anchorage a r e a ,  which i n  1985 decreased somewhat from t h e  

h igh  l e v e l s  of p rev ious  y e a r s .  

b. Coal 

Another impor tan t  l o c a l  movement is coa l  from t h e  U s i b e l l i  

Coal Mine nea r  Healy t o  m i l i t a r y  power p l a n t s  (Clear  Ai r  Force  

S t a t i o n ,  F o r t  Wainwright, and t h e  E ie l son  Ai r  Force Base) ,  t h e  

GVEA power p l a n t  a t  Healy, t h e  Municipal U t i l i t i e s  System power 

p l a n t  a t  Fa i rbanks ,  and t h e  Un ive r s i t y  o f  Alaska a t  Fairbanks.  

T h i s  mine i s  t h e  on ly  major ope ra t ing  coa l  mine i n  Alaska, and 

produced 849,161 t o n s  of subbituminous c o a l  i n  1984 from a  drag- 

l i ne - s t r i p -mine  o p e r a t i o n  i n  t h e  La te  Miocene Sunt rana  Forma- 

t i o n .  (12) Coal 'Shipments accounted f o r  e i g h t  p e r c e n t  of t h e  

ARR1s  t o t a l  tonnage and 10 p e r c e n t  of i ts  f r e i g h t  revenue. 

I n  l a t e  1984, U s i b e l l i  began expor t ing  coa l  t o  KEPCO, a  

p u b l i c  u t i l i t y  i n  Korea, us ing f a c i l i t i e s  i n  Seward con t r ac t ed  

by t h e  S t a t e  and Suneel Alaska Corporat ion.  Under a  c o n t r a c t  

which ex tends  through 1992, t h e  ARR expec ts  t o  s h i p  660,000 t o n s  

i n  1985 and 880,000 t o n s  pe r  yea r  t h e r e a f t e r .  

Thus, t h e  near-term outlook f o r  coa l  is good; s t a b l e  r a i l  

movements of approximately  880,000 t o n s  southbound and 600,000 

s h o r t  t o n s  northbound a r e  expected annua l ly  wi th in  t h e  nex t  

s e v e r a l  y e a r s .  Longer term p r o s p e c t s  depend upon f u r t h e r  

development of c o a l  r e sou rces  i n  t h e  R a i l b e l t  a r e a  t o  s e rve  

expor t  markets .  P o t e n t i a l  p r o j e c t s  i nc lude  (I)  r e i n s t i t u t i n g  

c o a l  mining i n  t h e  Matanuska Val ley and developing an e x p o r t  

market  f o r  t h i s  h igh  BTU coa l  and ( 2 )  t h e  p o s s i b l e  u s e  of r a i l  

s e r v i c e  t o  a c c e s s  coa l  r e sou rces  i n  t h e  Beluga and Yentna 



l e a s e s .  I n  connec t ion  wi th  t h e  former,  Rocky Mountain Energy is 

p r e s e n t l y  conduct ing subsu r f ace  e x p l o r a t i o n  on i t s  S t a t e  l e a s e s  

f o r  i ts Wishbone H i l l  p r o j e c t .  This  work i n  being done 
c o i n c i d e n t a l l y  w i th  t h e  Matanuska Power P r o j e c t ,  a  proposed 
mine-mouth power p l a n t  t h a t  could produce 170 megawatts of  

e l e c t r i c i t y  p e r  y e a r .  R a i l  t r a n s p o r t  of coa l  from t h e  l a t t e r  

f i e l d s  is u n c e r t a i n  and p o t e n t i a l l y  a d i s t a n t  p o s s i b i l i t y .  

c .  Petroleum, O i l ,  L u b r i c a n t s  

Another s u b s t a n t i a l  l o c a l  r a i l  movement is t h a t  of  petroleum 

p roduc t s ;  i n  1984, t h i s  movement accounted f o r  s i x  p e r c e n t  of 

A R R t s  tonnage and 21  p e r c e n t  of i t s  f r e i g h t  revenues .  The 

p r i n c i p a l  movement has  been g a s o l i n e  from r e f i n e r i e s  l o c a t e d  a t  

N i k i s k i  (and d e l i v e r e d  t o  Anchorage by p i p e l i n e )  t o  Fairbanks.  

I n  r e c e n t  y e a r s ,  t h e  percen tage  of southbound jet  and d i e s e l  

p r o d u c t s  have been i n c r e a s i n g .  With completion of t h e  expansion 

p r e s e n t l y  t a k i n g  p l a c e  a t  t h e  North Pole  Ref inery  n e a r  F a i r -  

banks, t h e  r eg ion  w i l l  s h i p  southbound movements of  petroleum 

d i s t i l l a t e s  (e .g . ,  #1 and B2 f u e l  o i l s ,  a s p h a l t )  f o r  d i s t r i -  

b u t i o n  i n  t h e  Anchorage a r ea .  Thus, t h e  outlook f o r  movements of 

pe t ro leum p roduc t s  i s  very  promising. MAPCO r e c e n t l y  completed 

m o d i f i c a t i o n s  ' t o  i t s  t r a c k  f a c i l i t i e s  a t  i t s  Anchorage t e rmina l  

i n  a n t i c i p a t i o n  of increased  shipments of a s p h a l t ,  and is 

p r e s e n t l y  c o n s i d e r i n g  t h e  a c q u i s i t i o n  of a d d i t i o n a l  20,000 

g a l l o n  tank  c a r s  t o  handle  t h e  d i s t i l l a t e s .  The n e t  r e s u l t  i s  
t h a t  northbound shipments  of  petroleum w i l l  reduce o r  cease ,  bu t  

southbound movements w i l l  i n c r e a s e  t o  p o t e n t i a l l y  double  t h e  

pe t ro leum p r o d u c t s  t h a t  p e r v i o u s l y  were moved northbound. 



d. Manufacturers and Miscel laneous 

Th i s  category i n c l u d e s  l o c a l  and i n t e r l i n e  r a i l  ca r load  
movements of commodities such a s  cement from Anchorage t o  

Fairbanks,  i r o n  and s t e e l  p i p e  and f i t t i n g s  e i t h e r  from Seward 

o r  Anchorage t o  Fa i rbanks  f o r  t h e  t h e  North Slope,  machinery, 

and a l l  t ypes  of consumer and i n d u s t r i a l  goods, such a s  bu i ld ing  

produc ts ,  f u r n i t u r e ,  v e h i c l e s ,  and f o o d s t u f f s .  I n  1984, t h e s e  

commodities accounted f o r  f o u r  p e r c e n t  of ARR's t r a f f i c  base and 

38 p e r c e n t  of i t s  f r e i g h t  revenue. Consequently,  it r e p r e s e n t s  

t r a f f i c  which is very  impor tan t  t o  t h e  ARR. 

I n t e r l i n e  c a r l o a d  s e r v i c e  f o r  c a r s  w i t h  west  c o a s t  o r i g i n s  

is provided by Crowley Marine 's  Alaska Hydro-Train us ing r a i l  

and t r a i l e r  bargqs between Union Pac-ific and Bur l ing ton  Northern 
f a c i l i t i e s  a t  ~ z a t t l e  and t h e  P o r t  of  W h i t t i e r  under r a t e s  

j o i n t l y  publ ished by Alaska Hydro-Train and t h e  ARR. S i m i l a r l y ,  

Alaska Hydro-Train is inc luded  i n  th rough  r a t e s  from "lower 48" 

r a i l r o a d  p o i n t s  t o  p o i n t s  on t h e  AAR. 

I n t e r l i n e  ca r load  s e r v i c e  is  aldso prov ided  from P r i n c e  Rup- 

e r t ,  B.C. t o  W h i t t i e r  v i a  t h e  ~ a n a % i a n  Nat iona l  Railway, which 

o p e r a t e s  a tug-hauled barge s e r v i c e .  CNR has  b a s i c a l l y  t h e  same 

through- ra te  t a r i f f  arrangements as Alaska Hydro-Train. The CNR 

t y p i c a l l y  handles  c a r s  from e a s t e r n ,  mid-western, and Canadian 

o r i g i n s .  I t  a l s o  hand le s  hazardous m a t e r i a l s  shipments,  which 

a r e  p r o h i b i t e d  from passage  through S e a t t l e .  

Manufacturers and misce l laneous  t r a f f i c  has  v a r i e d  i n  r e c e n t  

y e a r s ,  p a r t l y  i n  response  t o  changes i n  t h e  Alaskan economy. 

Over t h e  long term, it w i l l  p robably  d e c l i n e  i n  volume as a con- 

sequence of t h e  i n c r e a s i n g  use  of t r a i l e r s  and c o n t a i n e r s  

through W h i t t i e r ,  Seward and Anchorage i n  p l a c e  of c a r l o a d  move- 

ments. 



e. Tra i le r -on-Fla tcar  and Container-on-Flatcar  (TOFC/COFC) 

Other components of i n t e r l i n e  t r a f f i c  a r e  (1) c o n t a i n e r s h i p  
s e r v i c e  between S e a t t l e  and Anchorage v i a  Sea-Land, ( 2 )  ro l l -on,  

ro l l -o f f  t r a i l e r  s h i p  s e r v i c e  provided by Totem Ocean T r a i l e r  

Express between Tacoma, WA and Anchorage, and (3)  rol l -on,  

r o l l - o f f  t r a i l e r  ocean-going ba rge  s e r v i c e  between S e a t t l e  and 

~ h i t t i e r / S e w a r d  provided by Alaska Hydro-Train and Seaway 

Express, r e s p e c t i v e l y .  While such t a f f i c  gene ra t ed  l e s s  t han  

t h r e e  p e r c e n t  of t h e  A R R 1 s  t o t a l  tonnage,  it accounted f o r  

n e a r l y  12 p e r c e n t  of i t s  f r e i g h t  revenues  i n  1984. T r a f f i c  

d e s t i n a t i o n s  a r e  p r i m a r i l y  Anchorage and Fa i rbanks .  

I n  May, 1985, t h e  ARR i n s t i t u t e d  non-stop o v e r n i g h t  t r a i l e r  

s e r v i c e  between Anchorage and Fa i rbanks  us ing  a r t i c u l a t e d  i n t e r -  

modal p l a t fo rm c a r s .  The " A r c t i c  Fox," which is a p a i r  of 

al l-piggyback t r a i n s  having t h e  c a p a b i l i t y  of c a r r y i n g  30 t r a i l -  

e r s  ap i ece ,  l e a v e  Anchorage and Fa i rbanks  a t  8:30 and 6:45 PM, 

r e s p e c t i v e l y ,  each evening excep t  Sunday and a r e  scheduled t o  

a r r i v e  i n  Anchorage and Fa i rbanks  a t  5:15 and 7:00 AM, respec- 

t i v e l y ,  t h e  fo l lowing  day. A s  of mid-1985, t r a f f i c  on t h e s e  

t r a i n s  had increased  t o  t h e  p o i n t  t h a t ,  on average,  86 p e r c e n t  

of a v a i l a b l e  c a p a c i t y  was being u t i l i z e d .  Expecting f u r t h e r  

i n c r e a s e s  i n  t r a f f i c ,  t h e  ARR is c o n s i d e r i n g  adding s i m i l a r l y  

equipped t r a i n s  t o  t h i s  s e r v i c e .  The A r c t i c  Fox b a s i c a l l y  

s e r v e s  l o c a l  t r a f f i c  which i n  t h e  p a s t  would most l i k e l y  have 

gone by highway between t h e s e  two ci t ies.  

With a highway d i s t a n c e  of 356 miles between Anchorage and 

Fairbanks,  A r c t i c  Fox piggyback s e r v i c e  h a s  a l r e a d y  proven t h a t  

it can provide  door-to-door t r a n s i t  times comparable w i t h  motor 

c a r r i e r s  a s  we l l  a s  main ta in  a h igh  deg ree  of s e r v i c e  r e l i a b i l -  

i t y ,  p a r t i c u l a r l y  i n  inclement  weather.  The s e r v i c e  epitomized 

by t h e  A r c t i c  Fox r e p r e s e n t s  t h e  t y p e  of t r a f f i c  having t h e  



g r e a t e s t  growth p o t e n t i a l  i n  t h e  n e a r  term f o r  t h e  ARR, p a r t i c u -  

l a r l y  i n  terms o f . f r e i g h t  revenues.  

f .  P roduc ts  of  F o r e s t s  

Even though Alaska has  v a s t  t imber  r e sou rces ,  some of which 

a r e  a c c e s s i b l e  from t h e  ARR, t h e  s t a t e  n e v e r t h e l e s s  imports  

n e a r l y  a l l  o f  t h e  dimension lumber and plywood used i n  t h e  s t a t e  

from t h e  P a c i f i c  Northwest and Canada. Lumber produc t ion  c o s t s  

a r e  such t h a t  it is g e n e r a l l y  cheaper  t o  import  lumber t han  t o  

u t i l i z e  n a t i v e  t imber .  Furthermore,  Alaska t imber  is u s u a l l y  

i n f e r i o r  i n  q u a l i t y .  Th i s  i n  t u r n  l i m i t s  t h e  market p o t e n t i a l  

of l o c a l  sawmil ls .  Coupled wi th  t h i s  is t h e  f a c t  t h a t  v i r t u a l l y  

a l l  t imber is  l o c a t e d  on Federa l  and S t a t e  l ands ,  and t h a t  gov- 

ernmental  p o l i c i e s  towards timber s a l e s  from t h e s e  l a n d s  have 

n o t  been such t o  gua ran tee  a long-term s u p p l y  of stumpage, even 

though s u s t a i n a b l e  y i e l d s  a r e  high.  A s  a r e s u l t ,  t h e  l o c a l  

f o r e s t  p roduc t s  i n d u s t r y  can do l i t t l e  t o  make investments  i n  

s t a t e -o f - the -a r t  sawmil l s  needed t o  c r e a t e  a v i a b l e  s e c t o r  cap- 

a b l e  of competing i n  t h e  l o c a l ,  a s  w e l l  a s  f o r e i g n ,  markets. 

Thus, t h e  shor t - te rm p o t e n t i a l  f o r  a s u b s t a n t i a l  i n c r e a s e  i n  ARR 

lumber t r a f f i c  beyond t h a t  induced by f l u c t u a t i o n s  i n  t h e  

economy and g e n e r a l  l e v e l  of  c o n s t r u c t i o n  a c t i v i t y  is minimal. 

U n t i l  1981, t h e  ARR b e n e f i t e d  from a s i z e a b l e  expor t  log  

movement from Nenana through t h e  P o r t  of Seward. Th i s  t r a f f i c  

ended w i t h  t h e  c o l l a p s e  of t h e  Japanese  housing market.  Pros- 

p e c t s  f o r  i t s  r e s u r r e c t i o n  a r e  minimal a t  t h i s  t ime ,  a l though  

t h e  p o t e n t i a l  remains.  

g. Produc ts  o f  A g r i c u l t u r e  

A s  can be  s e e n ,  t h e  movements of a g r i c u l t u r a l  p roduc t s  by 

t h e  ARR a r e  s m a l l  and r e l a t i v e l y  i n s i g n i f i c a n t  i n  terms of 



f r e i g h t  tonnage and revenues.  While increased  a g r i c u l t u r a l  

development has  been t a l k e d  about f o r  y e a r s  i n  t h e  Matanuska 

Val ley ,  t h e  Tanana Va l l ey ,  and a t  D e l t a  Junc t ion ,  t h e  amount of 
l and  i n  a g r i c u l t u r a l  p roduc t ion ,  t h e  f e e d  g r a i n  o r i e n t a t i o n  of 

t h e  c r o p s  r a i s e d ,  t h e  l a c k  of expor t  markets, and t h e  g e n e r a l l y  

depressed  c o n d i t i o n s  i n  t h e  n a t i o n a l  a g r i c u l t u r e  s e c t o r  l i m i t  

a g r i c u l t u r e ' s  p o t e n t i a l  a s  a  r a i l r o a d  t r a f f i c  base  i n  t h e  nea r  

term. 

The passenger  s e r v i c e  provided by t h e  ARR is unusual  i n  t h a t  

it i s  d i r e c t e d  toward s e r v i n g  t o u r i s t  and s o c i a l  needs  r a t h e r  

t han  s a t i s f y i n g  more t r a d i t i o n a l  t r a n s p o r t  demands. 

For a f o u r  month pe r iod  between mid-May and mid-September, 

t h e  r a i l r o a d  o p e r a t e s  a  d a i l y  passenger  t r a i n  i n  each d i r e c t i o n  

between Anchorage and Fa i rbanks  t h a t  i s  h e a v i l y  used by t o u r i s t s  

and o t h e r s  v i s i t i n g  Alaska.  During t h e  win te r ,  t h i s  s e r v i c e  is 

suspended, and i n  i t s  p l a c e  a  once o r  tw ice  weekly l o c a l  s e r v i c e  

is provided ,  e s p e c i a l l y  t o  homesteaders l o c a t e d  e a s t  of t h e  

S u s i t n a  River  between Ta lkee tna  and Hurr icane who do n o t  have 

a c c e s s  t o  t h e  Pa rks  Highway. I n  e a r l y  1986 t h e  ARR w i l l  be 

i n s t i t u t i n g  w i n t e r  s e r v i c e  t o  t h e  Talkeetna/Hurr icane a r e a  w i t h  

two r e h a b i l i t a t e d  s e l f - p r o p e l l e d  d i e s e l  passenger  c a r s .  This  

p r o j e c t  w i l l  enab le  cont inued  win te r  s e r v i c e s  a t  a  lower c o s t  t o  

t h e  r a i l r o a d .  

The ARR a l s o  o p e r a t e s  t h e  W h i t t i e r  s h u t t l e ,  which du r ing  t h e  

same f o u r  month summer pe r iod ,  p rov ides  once-a-day round t r i p  

s e r v i c e  between Anchorage and W h i t t i e r  and t h r e e  t o  f i v e  round 

t r i p s  p e r  day s h u t t l e  s e r v i c e  between Por tage and W h i t t i e r ,  

which does  n o t  have highway access .  A s  i n d i c a t e d  e a r l i e r ,  

W h i t t i e r  is one of Alaska ' s  p r i n c i p a l  p o r t s ,  n o t  on ly  f o r  



f r e i g h t  movements, bu t  a l s o  as  a  p o r t - o f - c a l l  f o r  c r u i s e  s h i p s  

and t h e  Alaska Marine Highway System. An e x t e n s i v e  number of 

r a i l b e l t  and locally-owned smal l  c r a f t  a r e  a l s o  based i n  
W h i t t i e r .  During t h e  w in t e r ,  s h u t t l e  s e r v i c e  i s  l i m i t e d  t o  

t h r e e  round t r i p s  pe r  week between Anchorage and W h i t t i e r  p l u s  

t h e  Por tage-Whit t ier  s e r v i c e .  The s h u t t l e  accomodates automo- 

b i l e s ,  t r u c k s ,  and buses on s p e c i a l  qu ick- load ing  f l a t c a r s  and 

c a r r i e s  passengers  i n  coaches (pas senge r s  a r e  al lowed t o  remain 

i n  t h e i r  v e h i c l e s )  on t h e  35 minute  t r i p  through t h r e e  and one  

h a l f  m i l e s  of t u n n e l s  between Por tage  and W h i t t i e r .  

The ARR a l s o  runs  a  number of special t r a i n s  each year  

which inc lude  (1) land  e x t e n s i o n s  of c r u i s e  s h i p  i t i n e r a r i e s ,  

( 2 )  c r o s s  country  s k i  t r a i n s ,  and (3)  even t - r e l a t ed  t r a i n s  

(e.g. ,  t h e  S t a t e  F a i r  a t  Palmer) .  The number of s p e c i a l s  Eun 

each yea r  have been inc reas ing .  .. 
Table  3-7 p rov ides  a  summary of pa t ronage  and a s s o c i a t e d  

revenues f o r  t h e  pe r iod  1980-1985, i n c l u s i v e .  

Table 3-7 

ALASKA RAILROAD PASSENGER VOLUMES 
1979-1985 

Anchorage-Denali-Fairbanks 61 54 54 6 1  62 78 82 
Anchorage-Portage-Whittier 85 87 93 95 118 120 143 
S p e c i a l  T r a i n s  5  9  1 3  19 32 39 26 
T o t a l  Passengers  Handled 151  1 5 1  161  175  211 237 251 

T o t a l  Revenue ($000) 1564 1549 1999 2627 3305 3877 3885( l )  

(1) Through October 31, 1985 

SOURCE: Alaska Rai l road  Annual Reports ,  1980-1984 



Table 3-7 i n d i c a t e s  an o v e r a l l  growth i n  patronage,  which 
r e f l e c t s  t h e  c o n t i n u i n g  promotional  work being done by t h e  Alaska 

Department of Commerce and Economic Development and t h e  ARR t o  
encourage t o u r i s t  v a c a t i o n  t r a v e l  t o  Alaska a long wi th  a 

s i g h t s e e i n g  r i d e  on t h e  Alaska Ra i l road .  

F igu re  3-4 p r e s e n t s  t h e  t r a f f i c  d e n s i t y  by d i r e c t i o n  f o r  t h e  

ARR (expressed  i n  g r o s s  ton-miles  p e r  m i l e  p e r  y e a r )  on t h e  main- 

l i n e  and branches  i n  1984. D e n s i t i e s  on t h e  m a i n l i n e  segments 

between (1) Matanuska and South Anchorage and (2)  Healy and 

Fa i rbanks  a r e  above t h r e e  m i l l i o n  g r o s s  ton-miles p e r  mile pe r  

yea r  due t o  t h e  sand and g r a v e l  movements between Palmer and 

Anchorage and c o a l  movements i n t o  t h e  Fa i rbanks  a r ea .  Although 

d e n s i t i e s  on t h e  m a i n l i n e  segment between Healy and Matanuska a r e  
p r e s e n t l y  l e s s  tha'n t h r e e  m i l l i o n  g r o s s  ton-miles  p e r  mi le ,  they  

a r e  expected t o  exceed t h i s  amount i n  1985 a s  a r e s u l t  of u n i t  

coa l  t r a i n  movements between Healy and Seward. Table  3-8 d e p i c t s  

t r a f f i c  d e n s i t y  by segment between 1979 and 1984 and r e f l e c t s  t h e  

c o n s i d e r a b l e  i n c r e a s e  on some segments dur ing  t h e  l a s t  t h r e e  

y e a r s .  

Th i s  s e c t i o n  f o c u s e s  l a r g e l y  on t h e  f i n a n c i a l  s i t u a t i o n  

du r ing  t h e  l a s t  s i x  y e a r s  of  Fede ra l  ownership of t h e  Alaska 

Rai l road.  I t  is s t i l l  t o o  e a r l y  t o  de te rmine  how w e l l  t h e  Alaska 

Rai l road  Corpora t ion  is  doing f i n a n c i a l l y ,  s i n c e  it has  been i n  

o p e r a t i o n  f o r  a p e r i o d  of less t h a n  one  yea r .  

H i s t o r i c a l l y ,  t h e  ARR h a s  been a marginal  e n t e r p r i s e .  I f  it 

were n o t  f o r  Fede ra l  ownership, t h e  r a i l r o a d ' s  importance t o  t h e  

m i l i t a r y ,  and t h e  r a i l r o a d ' s  a b i l i t y  t o  o b t a i n  governmental 



Table 3-8 

ALASKA RAILROAD TRAFFIC DENSITY TRENDS 
1979-1984 

MILLION TON-MILES 

Seward-Portage 

Whitter-Portage 

Portage-Anchorage 

Anchorage-Matanuska 

Matanuska-Palmer 

Matanuska-Healy 

Healy-Suntrana 

Healy-Nenana 

Nenana-Fairbanks 

Fairbanks-Eielson 

PER &&.E PER m R  
WLEPosT ; L 9 1 e ~ ~ ~ ~ ~  

-- 
NOTE: Line segments with 0-3 MGTM are eligible for LRSA 

assistance. 

SOURCE: Alaska Railroad 
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a p p r o p r i a t i o n s  t o  use  i n  meeting i t s  c a p i t a l  needs,  t h e r e  is 

s e r i o u s  doubt t h a t  t h e  r a i l r o a d  would have su rv ived .  I n  t h e  

p a s t ,  i t s  f i n a n c i a l  s t r e n g t h s  and weaknesses have been t i e d  t o  

t h e  boom-bust c y c l e s  t y p i c a l  of t h e  Alaska economy. 

F i n a n c i a l l y ,  t h e  ARR d i d  r a t h e r  w e l l  du r ing  t h e  b u i l d i n g  of 

t h e  Alaska p i p e l i n e ,  bu t  re tu rned  t o  a  d e f i c i t  o p e r a t i o n  dur ing 

t h e  l a t e  1970s. Recently t h e  ARR h a s  done b e t t e r  by having a 
p o s i t i v e  cash  f low i n  i t s  l a s t  f o u r  consecu t ive  f i s c a l  y e a r s .  

However, i f  e x t r a o r d i n a r y  expense items ( A R R t r a n s f e r  c o s t s ,  

d e f e r r e d  o u t l a y s ,  l o s s  on i n v e n t o r i e s )  a r e  cons idered ,  t h e n  t h e  

ARR h a s  i nc reased  i t s  r e t a i n e d  e a r n i n g s  i n  on ly  two of i t s  l a s t  

s i x  f i s c a l  y e a r s .  Table 3-9 p r e s e n t s  an  abb rev ia t ed  income and 

expense s t a t emen t  f o r  t h e  ARR dur ing  t h e  1979-1984 per iod .  

Tab le  3-10 shows t h e  c a p i t a l  and major maintenance program 

e x p e n d i t u r e s  made over t h i s  pe r iod .  Funding of major mainte- 

nance expend i tu re s  was p a r t l y  by a p p r o p r i a t i o n s  and p a r t l y  by 

r e t a i n e d  ea rn ings .  A s  can be seen,  t h e  ARR depended h e a v i l y  on 

governmental  a p p r o p r i a t i o n s  f o r  c a p i t a l  improvements up u n t i l  

1982. Although n o t  shown, t h i s  dependence e x t e n d s  back a s  f a r  

a s  1977. 

By being owned by t h e  f e d e r a l  government, t h e  r a i l r o a d  en- 

joyed f i n a n c i a l  advantages  n o t  a v a i l a b l e  t o  p r i v a t e  e n t e r p r i s e .  

I n  a d d i t i o n ,  t h e  Alaska L e g i s l a t u r e  i n  1984 a p p r o p r i a t e d  f o r  t h e  

ARRC $4.9 m i l l i o n  t o  be  used f o r  working c a p i t a l  and $6.0 

m i l l i o n  t o  b e  used f o r  c a p i t a l  expend i tu re s  t o  complete  p r o j e c t s  

which began under Federal  ownership. A d d i t i o n a l l y ,  c e r t a i n  

t r a n s f e r - r e l a t e d  c o s t s  inc lud ing  W h i t t i e r  s h u t t l e  equipment t o  

approximate ly  $1 m i l l i o n  were funded by t h e  s t a t e  of Alaska. By 

being f u l l y  owned, t h e r e  was no ou t s t and ing  indebtedness .  Conse- 

q u e n t l y ,  it d i d  n o t  have t o  pay d i v i d e n d s  t o  s t o c k h o l d e r s .  I t  



T a b l e  3-9 

ALASKA RAILROAD INCOME AND EXPENSE STATEMENT 
FY 1979-1984 

O p e r a t i n g  Revenues 
F r e i g h t  18,158 21,664 43,009 47,877 43,787 49,753 
P a s s e n g e r  1,564 1 ,549  1 , 9 9 9  2,627 3 ,305  3,877 
O t h e r  ( 1 )  3 ,378 3,524 4.774 4.941 5.305 4.286 

Non-Operating Rev(2)  2.081 2;155 3.35 3;697 4;236 
T o t a l  Revenues 25,181 28,892 43 ,941  58,797 56,094 62,152 

O p e r a t i n g  Expenses  ( i n c l u d e s  d e p r e c i a t i o n )  
Main t  o f  Way & S t r u c  5,235 5,109 6 ,307  8,554 1 1 , 1 2 8  1 2 , 7 4 5  
Main t  of  Equipment 7 ,845  9 ,118  1 0 , 0 0 5  11 ,702  12 ,746  13 ,525  
T r a n s p o r t a t i o n  11 ,821  13 ,146  1 6 , 0 7 2  18 ,685  19 ,555  22,112 
T r a f f i c  Management 47 0  530 5  80 757 953  1 ,299  
I n c i d e n t a l  1 ,937  2,456 2,855 4,152 2 ,718  2,826 
G e n e r a l  & Admin ~ ~ ~ 5 . 1 2 8 5 . 8 9 3 7 . 4 4 8  
T o t a l  O p e r a t i n g  Exp 31,285 34,380 40,358 48,978 52 ,993  59 ,955  

Non-Operating E x p ( H  204 344 273 258 277 363  
T o t a l  Expenses  31,489 34,724 4 0 , 6 3 1  49,236 53 ,270  60 ,318  

N e t  P r o f i t  ( L o s s )  (6 ,308)  (5 ,832)  3 ,310  9 , 5 6 1  2 ,824  1 ,834  
L e s s  E x t r a o r d i n a r y  
Items ( 4 )  ( 319) ( 692) ( 204)  (4 ,154)  (5 ,646)  (6 ,578)  

R e t a i n e d  E a r n i n g s  (6 ,627)  (6 ,524)  3 ,106 5,407 (2 ,822)  (4 ,744)  

( 1 )  O t h e r  r e v e n u e s  a r e  t h o s e  t h a t  were n e i t h e r  f r e i g h t  o r  
p a s s e n g e r  ( e .g . ,  r e i m b u r s e a b l e  s e r v i c e s ,  s a l e  o f  
n o n - i n v e s t e d  p r o p e r t y ;  W h i t t i e r  s h u t t l e  v e h i c l e  c h a r g e s ;  
r e imbursemen t s  f o r  r e a l  e s t a t e ,  u t i l i t i e s ,  a n d  equ ipmen t ;  
w h a r f a g e  and  h a n d l i n g  c h a r g e s ;  s w i t c h i n g ;  equ ipmen t  
r e n t a l s ;  and  m a i l )  

( 2 )  Non-opera t ing  r e v e n u e s  i n c l u d e  m i s c e l l a n e o u s  r e n t a l s ,  i n t e r -  
es t  e a r n e d ,  and  o t h e r  r evenues .  

( 3 )  Non-opera t ing  e x p e n s e s  i n c l u d e  b u i l d i n g s ,  d e p r e c i a t i o n ,  
equipment ,  and  o t h e r .  

( 4 )  E x t r a o r d i n a r y  i t e m s  i n  1984 i n c l u d e d  t h e  l o s s  o n  e x c e s s  
c u r r e n t  i n v e n t o r i e s ,  d e f e r r e d  o u t l a y s ,  a n d  c o s t s  a s s o c i a t e d  
w i t h  t h e  t r a n s f e r  t o  t h e  S t a t e .  

SOURCE: Alaska  R a i l r o a d  Annual R e p o r t s ,  1980-1984 



T a b l e  3-10 

ALASKA RAILROAD CAPITAL AND MAJOR MAINTENANCE EXPENDITURES 
1979-1984 

B u i l d i n g s  0 . 1  0.2 1 .8  1.5 3 .3  1 .5  

R a i l b e d ,  T rack ,  2.2 3 .3  4.5 4.3 3.0 3.7 
& O t h e r  Fac.  

Equipment 0.7 1 . 8  6.2") 6.6 9 .2  2.0 

O t h e r  P r o j e c t s  6.4") 0.2 0 .9  0.3 1.1 0.2 

T o t a l  9.4 5 .5  13.4 12 .7  16 .6  7.4 

Funded by: 
- 

A p p r o p r i a t i o n s  9.3 5.0 1 2 . 6  6.2 7 . 6 ( 3 )  - 
R a i l r o a d  E a r n i n g s  0 . 1  0.5 0.8 6.5 9.0 7.4 

-- 
(1) $4.24 m i l l i o n  f o r  t h e  r e h a b i l i t a t i o n  o f  t e n  p a s s e n g e r  c a r s .  
( 2 )  $6 .3  m i l l i o n  f o r  Seward and  W h i t t i e r  Dock F a c i l i t i e s .  
( 3 )  $1.0 m i l l i o n  f o r  R a i l r o a d  T r a n s f e r  e v a l u a t i o n .  

SOURCE: Alaska  R a i l r o a d  1984 Annual R e p o r t ,  T a b l e  V. 



d i d  n o t  have t o  make a r e t u r n  on i t s  investment  i n  t r a c k  s t r u c -  

t u r e ,  equipment, l a n d ,  b u i l d i n g s ,  and t h e  l i k e .  F i n a l l y ,  it 

always had t h e  op t ion  of seek ing  Congressional  a p p r o p r i a t i o n s  
f o r  c a p i t a l  needs  which could n o t  be  met o u t  of . re ta ined  earn- 

i ngs .  

On January 5, 1985, Alaska fo rma l ly  acquired t h e  ARR from 

t h e  Fede ra l  Government f o r  t h e  ' f a i r  market value"  of $22.271 

m i l l i o n  e s t a b l i s h e d  by t h e  USRA. In  a d d i t i o n ,  t h e  Alaska 

L e g i s l a t u r e  i n  1984 app rop r i a t ed  f o r  t h e  Alaska Rai l road 

Corpora t ion  $4.9 m i l l i o n  t o  be  used f o r  working c a p i t a l  and $6.0 

m i l l i o n  t o  b e  used f o r  i n i t i a l  c a p i t a l  expendi tures .  Thus, 

A la ska ' s  inves tment  i n  t h e  ARR t o  d a t e  amounts t o  $33.2 mi l l i on .  

There i s  no q u e s t i o n  t h a t  t h e  ARR does  prov ide  a v i t a l  s e r -  

v i c e  t o  Alaska. I ts  o v e r a l l  va lue  can b e s t  be  approximated by 

c o n s i d e r i n g  what a d d i t i o n a l  c o s t s  would b e  i ncu r r ed  l o c a l l y  and 

t o  t h e  s t a t e  a s  a whole i f  t h e  r a i l r o a d  ceased t o  e x i s t .  

a.  Impact on t h e  S t a t e  Highway System 

The Depar tment ' s  D iv i s ion  of Design and Cons t ruc t ion ,  

C e n t r a l  Region, h a s  made a conceptua l  e s t i m a t e  of t h e  impacts 

r e s u l t i n g  from abandonment of r a i l  s e r v i c e ,  which t o t a l s  a 

c a p i t a l  e x p e n d i t u r e  of some $1.7 b i l l i o n  p l u s  an annual  expen- 

d i t u r e  of over  $400 m i l l i o n ,  desc r ibed  a s  fol lows:  

I f  p r e s e n t  sand and g r a v e l  movements between Palmer and 
South Anchorage were s h i f t e d  from r a i l  t o  highway, t h e  i m -  
p a c t  of t h i s  t r a f f i c ,  along w i t h  c u r r e n t  Anchorage t o  
Fa i rbanks  r a i l  tonnage,  would f o r c e  immediate construc-  
t i o n  of s i x  l a n e s  t o  Eklutna,  and f o u r  l a n e s  t o  Palmer, 
a t  an approximate  c o n s t r u c t i o n  c o s t  of $150 m i l l i o n  ( i n  
1983 d o l l a r s ) .  Another $500,000 p e r  y e a r  would be incur-  
r e d  i n  i n c r e a s e d  highway maintenance c o s t s .  This  does 



n o t  i n c l u d e  t r a f f i c  conges t ion  and p u b l i c  s a f e t y  impacts 
from inc reased  t r u c k  t r a f f i c  on t h e  Glenn and Parks  
Highways.' 

* To provide  a c c e s s  f o r  homesteaders l i v i n g  along t h e  r a i l -  
road n o r t h  of Ta lkee tna ,  it would c o s t  approximately $120 
m i l l i o n  t o  c o n v e r t  t h e  e x i s t i n g  r a i l r o a d  r ight-of-  way in-  
t o  a  40 f o o t  wide highway ex tending  37 m i l e s  t o  t h e  S u s i t -  
na River,  and b u i l d i n g  a  1200 f o o t  b r idge .  Extending t h i s  
highway t o  Hurr icane  would c o s t  an  a d d i t i o n a l  $57 m i l -  
l ion .  A d d i t i o n a l  highway maintenance costs of $470,000 
and $250,000 p e r  yea r ,  r e s p e c t i v e l y ,  would a l s o  be incur-  
red.  

The c o s t  of conve r t i ng  t h e  e x i s t i n g  Por tage  t o  W h i t t i e r  
l i n e  t o  a  two-lane highway, i nc lud ing  conve r t i ng  t h e  
r a i l r o a d  t u n n e l s  t o  highway use ,  would be approximately 
$75 m i l l i o n .  Add i t i ona l  maintenance c o s t s  would be i n  
excess  of  $500,000 p e r  yea r .  

b. Reduction i n  T o u r i s t  T r a f f i c  

The l o s s  of r a i l  passenger  s e r v i c e ,  e s p e c i a l l y  t h e  d a i l y  

t r a i n s  t o  Dena l i  Nat iona l  Park,  would r e s u l t  i n  fewer t o u r i s t s  

and fewer t o u r i s t  d o l l a r s  s p e n t  i n  t h e  S t a t e .  F u r t h e r  l o s s e s  

would occur th rough  t h e  m u l t i p l i e r  e f f e c t s  of t h i s  income l o s s  

on s e r v i c e  i n d u s t r y  j o b s  and g r o s s  s t a t e  p roduc t .  

c .  Loss of P r e s e n t  Export  T r a f f i c  

The r e c e n t l y  i n i t i a t e d  c o a l  e x p o r t  movement would be l o s t  

w i thou t  r a i l  s e r v i c e .  Likewise,  f u t u r e  o p p o r t u n i t i e s  f o r  t h e  

expor t  of hard rock m i n e r a l s  from t h e  R a i l b e l t  a r e a  would be 

thwar ted .  

d. Higher T ranspor t  C o s t s  

The c o s t s  of  t r a n s p o r t i n g  bulk  commodities (e.g., sand and 

g r a v e l  t o  Anchorage, c o a l  t o  Fairbanks,  petroleum products ,  

cement, etc.) would i n c r e a s e  due t o  t h e  d i s t a n c e s  involved i n  
lov ing  t h e s e  commodities by t r u c k .  Cost  i n c r e a s e s  could extend 



a s  w e l l  t o  merchandise t r a f f i c  t r a n s p o r t e d  by motor c a r r i e r s  due 

t o  t h e  l o s s  o f -  r a i l  compet i t ion.  T h i s  would i n c r e a s e  l i v i n g  

c o s t s  i n  t h e  i n t e r i o r  and b u i l d i n g  c o s t s  i n  t h e  Anchorage area .  

e. Grea t e r  Energy Consumption 

Grea t e r  amounts of petroleum p r o d u c t s  would be consumed by 

t h e  t r a n s p o r t a t i o n  s e c t o r  s u b s t i t u t i n g  motor c a r r i e r  movements 

f o r  r a i l  t r a n s p o r t .  

f .  The A R R ' s  Chal lenge 

S t a t e  government p r e s e n t l y  f e e l s  t h a t  t h e  ARR should be 

opera ted  on a s e l f - s u s t a i n i n g  b a s i s .  The cha l l enge  f ac ing  t h e  

Alaska Rai l road  Corpora t ion  (and u l t i m a t e l y  t h e  S t a t e )  - i s  

t h r e e f o l d :  

* To i n c r e a s e  t h e  ARR's  t r a f f i c  base .  This  r e q u i r e s  high 
s e r v i c e  l e v e l s  and r e s o u r c e f u l n e s s  and f l e x i b i l i t y  i n  
p r i c i n g  t o  c a p t u r e  t h e  t r a f f i c  reasonably  a v a i l a b l e  t o  
t h e  ARR. I t  m u s t  be recognized t h a t  t h e r e  is a  f i n i t e  
amount of t r a f f i c  p o t e n t i a l  i n  t h e  R a i l b e l t  and t h e  
r a i l r o a d  must ma in t a in  a  minimum breakeven l e v e l  i f  it is 
t o  ach ieve  i ts l e g i s l a t e d  mandate. 

* To manage and o p e r a t e  t h e  ARR a s  e f f i c i e n t l y  a s  p o s s i b l e ,  
n o t  on ly  t o  avoid d e f i c i t  o p e r a t i o n s ,  b u t  t o  make t h e  ARR 
f i n a n c i a l l y  a t t r a c t i v e  f o r  purchase  by p r i v a t e  e n t e r p r i s e  
f o r  con t inued  o p e r a t i o n  a s  a  r a i l  c a r r i e r .  The A R R ' s  
p r o f i t  and l o s s  p i c t u r e  is h igh ly  s e n s i t i v e  t o  changes i n  
revenue,  o p e r a t i o n s  today a r e  n o t  app rec i ab ly  above t h e  - 
break-even p o i n t ,  and f u r t h e r  c o s t  s a v i n g s  a r e  important .  

To use  t h e  r a i l  l i n e  t o  a c c e s s  mineral  resources  i n  
p rox imi ty  t o  i t s  right-of-way when t h i s  is economically 
f e a s i b l e .  

C. Profile of t h e  

The White P a s s  and Yukon Rai l road  (WP&Y) is owned by t h e  

White Pass  and Yukon Corporat ion,  Ltd. ,  a  holding company f o r  a  



number of s u b s i d i a r y  companies p rov id ing  s p e c i a l i z e d  water ,  

highway, r a i l ,  and p i p e l i n e  t r a n s p o r t a t i o n .  Three of t h e s e  

s u b s i d i a r y  companies comprise t h e  R a i l  Divis ion:  1. The B r i t i s h  

Yukon Railway Company, Limited;  2. The B r i t i s h  Columbia-Yukon 
Railway Company Limited;  and, 3. White Pas s  T r a n s p o r t a t i o n  Inc. ,  

t h e  r a i l r o a d  s u b s i d i a r y  of which is  t h e  P a c i f i c  and A r t i c  

Railway and Naviga t ion  Company. The WP&Y l i n k s  Skagway, Alaska 

w i t h  Whitehorse,  Yukon T e r r i t o r y ,  Canada. 

B u i l t  l a r g e l y  i n  response  t o  t h e  gold  rush  i n  Yukon T e r r i -  

t o r y ,  t h e  WPhY was c o n s t r u c t e d  i n  1898-1900 as a  t h ree - foo t ,  

narrow-gauge l i n e .  I ts  o r i g i n a l  purpose was t o  haul  passengers  

and f r e i g h t  i n t o  t h e  i n t e r i o r .  Constructed under s p e c u l a t i v e  

c o n d i t i o n s ,  t h e  o r i g i n a l  des ign  s t a n d a r d s  were minimal s o  a s  t o  

keep c o s t s  a s  low a s  p o s s i b l e .  I ts remote l o c a t i o n  coupled wi th  

i ts  non-standard gauge have k e p t  it a p a r t  from r a i l  systems i n  

t h e  United S t a t e s  and Canada. 

The WP&Y8s h i s t o r y  has  been one of boom-bust c y c l e s  r e l a t e d  

t o  economic c o n d i t i o n s  i n  t h e  Yukon. Recent h i s t o r y  s t a r t s  w i th  

October 1, 1942  when t h e  WP&Y was t a k e n  over and opera ted  by t h e  

U.S. Army t o  hau l  m a t e r i a l s  and equipment used i n  t h e  cons t ruc-  

t i o n  of t h e  Alaska Highway. The WP&Y was re turned  t o  c i v i l i a n  

management on May 1, 1946 w i t h  i t s  equipment worn o u t  and i t s  

b u s i n e s s  a t  a  low ebb. I n  1951, a new Canadian company, t h e  

White Pas s  and Yukon Corpora t ion ,  was formed t o  o p e r a t e  t h e  

WP&Y. The White P a s s  and Yukon Corporat ion,  Ltd. is owned by 
Fede ra l  I n d u s t r i e s  L imi ted  of Winnepeg, a  p u b l i c  company whose 

s t o c k  i s  p r i m a r i l y  h e l d  by s e v e r a l  Winnepeg f a m i l i e s .  Through 

e x t e n s i v e  u s e  of c o n t a i n e r i z a t i o n  of a l l  commodities (w i th  t h e  

excep t ion  of pe t ro leum p r o d u c t s ) ,  t h e  company provided an  i n t e -  

g r a t e d  t r a n s p o r t a t i o n  system between Vancouver, B r i t i s h  Columbia 



and i n t e r i o r  Yukon. The company t h e n  proceded t o  upgrade t h e  

WP&Y during 1950 ' s  f o r  a  new r o l e  i n  h a u l i n g  Canadian-produced 

z i n c  and l e a d  c o n c e n t r a t e s  from a  c e n t r a l i z e d  t r a n s f e r  p o i n t  
n e a r  Whitehorse t o  Skagway f o r  f u r t h e r  l i ne -hau l  t r a n s p o r t  by 

wate r  t o  s m e l t e r s  f o r  f u r t h e r  p roces s ing .  The WP&Y a l s o  pro- 

v ided  t r a n s p o r t a t i o n  f o r  v a r i o u s  o t h e r  goods, i nc lud ing  pe t ro-  

l e u m  products ,  d e s t i n e d  t o  Whitehorse and o t h e r  Yukon p o i n t s .  

The South Klondike Highway (Alaska Route 7, B r i t i s h  Columbia 

Highway 4 ,  Yukon Highway 3) between Skagway and Whitehorse was 

opened t o  through t r a f f i c  dur ing  t h e  summer of 1979 (a l though  

segments of t h e  r o u t e  had been completed e a r l i e r ) .  Canadian 

Treasury Board funds  used i n  c o n s t r u c t i n g  t h e  Canadian p o r t i o n  

of t h i s  highway were j u s t i f i e d  on t h e  b a s i s  o f :  (1) f a c i l i t a t i n g  

l o c a l  t r a f f i c ,  (2)' encouraging tour i sm,  and (3)  prov id ing  a  com- 

p e t i t i v e  means of sh ipp ing  g e n e r a l  f r e i g h t  between Skagway and 

Whitehorse. I t  was f e l t  t h a t  t h e  new highway would prov ide  com- 

p e t i t i o n  wi th  t h e  WP&Y f o r  moving inbound pas senge r s  and genera l  

f r e i g h t  which it was hoped would lower p e r s o n a l  t r a n s p o r t a t i o n  

c o s t s  and consumer p r i c e s  i n  Yukon. A t  no p o i n t  was t h e  South 

Klondike highway intended t o  become a f a c i l i t y  f o r  t r a n s p o r t i n g  

o r e s  t o  t i d e w a t e r  and, a l though  n o t  des igned  t o  c a r r y  such 

t r a f f i c ,  cou ld  do s o  based on i t s  c u r r e n t  c o n d i t i o n .  

I n  p robable  response  t o  t h e  a n t i c i p a t e d  opening of t h e  South 

Klondike Highway, t h e  c o r p o r a t i o n  i n  1977 sought  governmental 

approva l  t o  c l o s e  down t h e  WP&Y, a rgu ing  t h a t  t r u c k i n g  t h e  o r e  

t o  t i d e w a t e r  would c o s t  l e s s .  A 1979 Canadian T r a n s p o r t  Commis- 

s i o n  (CTC) i n q u i r y  i n t o  t h e  m a t t e r  concluded t h a t  whether o r  n o t  

t h e  road o p t i o n  was economic, opening t h e  road would des t roy  t h e  

WP&Y t o  t h e  long-term de t r imen t  of t h e  Yukon and t h e  mining sec- 

t o r .  I n s t ead ,  a  program of r e c a p i t a l i z a t i o n  f o r  t h e  WP&Y based 



on $6 m i l l i o n  i n  Federal  and Yukon Government i n t e r e s t  f r e e  

l oans ,  l e g a l  requirements  f o r  f r e i g h t  r a t e s  on o r e  hau l  move- 

ments t o  be compensatory, improved r a i l r o a d  management, and a n t i -  

c i p a t e d  volume i n c r e a s e s  from new mine development was chosen a s  

t h e  means of r e s t o r i n g  t h e  WP&Y8s economic v i a b i l i t y .  (16) The 

WP&Y accepted t h e  recommendations of t h e  CTC Inqu i ry  i n  good 

f a i t h ,  and proceeded t o  improve t h e  r a i l r o a d  by upgrading t h e  

p h y s i c a l  p l a n t ,  improving ope ra t ing  e f f i c i e n c y  and on-time 

r e l i a b i l i t y  and reducing employment. 

Unant ic ipa ted  e v e n t s ,  combined w i t h  compromises i n  implement- 

ing  CTC recommendations, d id  no t  s o l v e  t h e  WP&Y1s f i n a n c i a l  prob- 

lems. In  1979, one of W P & Y 8 s  major s h i p p e r s ,  C a s s i a r  Asbestos,  

s i gned  an agreement w i t h  a  t ruck ing  f i r m  t o  t r a n s p o r t  a s b e s t o s  

f i b r e ,  a  commodity which h e r e t o f o r e  had t r a d i t i o n a l l y  been t r a n s -  

p o r t e d  by r a i l .  T r a f f i c  volumes from new mine development and 

t h e  no r the rn  gas  pip-eline proposal  d i d  n o t  m a t e r i a l i z e .  The f i n -  

a l  blow occurred i n  June  1982 when t h e  WP&Y1s p r i n c i p a l  s h i p p e r ,  

t h e  Cyprus Anvil Mining Corporat ion (CAMC), c l o s e d  i t s  open-pit  

l e a d - z i n c - s i l v e r  mine and m i l l  near  Faro,  Yukon. Desp i t e  major 

i n c r e a s e s  i n  f r e i g h t  r a t e s ,  t h e  WP&Y had n o t  become p r o f i t a b l e  

and subsequent ly  repor ted  t o t a l  o p e r a t i n g  l o s s e s  exceeding $8.5 

m i l l i o n  dur ing y e a r s  1980-1982. The c l o s u r e  of t h e  CAMC mine 

fo rced  t h e  WP&Y t o  suspend i t s  r a i l  and most of i t s  t r u c k i n g  

o p e r a t i o n s  i n  t h e  Yukon. Ra i l  o p e r a t i o n s  were  suspended on 

October 8, 1982 a t  t h e  end of t h e  1982 t o u r i s t  season.  

I n  1983, t h e  Yukon Government reques ted  t h a t  t h e  CTC conduct 

an  e v a l u a t i o n  of t e r r i t o r i a l  s u r f a c e  t r a n s p o r t a t i o n  i n  t h e  

s h o r t ,  medium, and long term t o  a s s i s t  t h e  Yukon i n  making econo- 

mic and development dec i s ions . (17 )  A s  p a r t  of a  thorough 

i n v e s t i g a t i o n  of t r a n s p o r t a t i o n  requirements ,  t h e  i n q u i r y  

undertook an in-depth comparative a n a l y s i s  of t h e  c o s t  of 

t r a n s p o r t i n g  CAMC c o n c e n t r a t e s  by highway/ra i l  o r  r a i l  o n l y  v i a  



t h e  WP&Y, t h e  South Klondike Highway, Haines  Highway, and t h e  

S t ewar t  Highway. I t  included highway c a p i t a l  and maintenance 

c o s t s  a s  we l l  a s  motor c a r r i e r  o p e r a t i n g  c o s t s .  I n  i t s  d r a f t  
r e p o r t  da t ed  December 15, 1983, t h e  Inqu i ry  o f f i c e r s  recommended 

t h a t  t h e  WP&Y, i n  e f f e c t ,  be rai l-banked wh i l e  awa i t i ng  f o r  t h e  

CAMC t o  resume o p e r a t i o n s  and dec ide  what mode of t r a n s p o r t a t i o n  

t o  use  f o r  i t s  c o n c e n t r a t e  shipments. I f  a f t e r  resuming 

o p e r a t i o n s  t h e  CAMC chose n o t  t o  use  WP&Y r a i l  s e r v i c e s ,  o r  i f  

CAMC d i d  no t  resume o p e r a t i o n s  w i th in  a two y e a r  pe r iod ,  t h e  

I n q u i r y  o f f i c e r s  f u r t h e r  recommended t h a t  t h e  Canadian 

Government should exempt t h e  WP&Y from t h o s e  p r o v i s i o n s  of t h e  

Canadian W a y  Act which r e s t r i c t  WP&Y from abandoning i t s  

m a i n l i n e  r a i l w a y . ( l 7 )  

The pane l  a l k o  recommended a g a i n s t  (1) making improvements 
i i 

t o  t h e  South Klondike Highway o r  a c c e l e r a t i o n  of improvements t o  

o t h e r  highways t o  accomodate CAMC o r e  t r u c k s ,  ( 2 )  us ing  p u b l i c  

funds  t o  purchase  or  l e a s e  t h e  WP&Y, o r  s u b s i d i z e  t h e  WP&Y f o r  

o p e r a t i o n  of a  seasona l  t o u r i s t  t r a i n ,  and (3)  ex tending  f u r t h e r  

g r a n t s ,  l o a n s ,  o r  s u b s i d i e s  t o  t h e  WP&Y u n t i l  t h e  CAMC, WP&Y, 

and a f f e c t e d  unio@zed employees of t h e  WP&Y have " c l e a r l y  demon- 
6 & 

s t r a t e d  t o  t h e  Gov'ernment t h e i r  c o n s c i e n t i o u s  and e x p e d i t i o u s  de- 

s i r e  t o  co-operate  among themselves,  i n  t h e i r  own s e l f - i n t e r e s t ,  

towards  t h e  r e s o l u t i o n  of a  mutual ly  a c c e p t a b l e  and reasonable  

term agreement w i th  r e spec t  t o  t h e  t r a n s p o r t  of CAMC t r a f f i c  by 

t h e  WPY Railway w i t h  r e spec t  t o  t h e  p r i c i n g  of t h a t  t r a n s p o r t a -  

t i o n  s e r v i c e  and c o n d i t i o n s  r e l a t e d  t h e r e t o  - wi thou t  Government- 

a l  f i n a n c i a l  i n t e r v e n t i o n . "  I f  t h e  l a t t e r  was n o t  p o s s i b l e  ( o r  

u n t i l  CAMC resumes sh ipments ) ,  t h e  pane l  recommended t h a t  t h e  

Canadian Government and t h e  S t a t e  of Alaska compensate t h e  WP&Y 

f o r  c e r t a i n  unavoidable  c o s t s  i ncu r r ed  i n  t h e  complete shutdown 

of t h e  WP&Y, wi th  t h e  compensation ending a f t e r  two y e a r s  i f  

CAMC has  no fir:in p l a n s  t o  u t i l i z e  t h e  WP&Y and t h e r e  a r e  no 

o t h e r  major s h i p p e r s  w i l l i n g  o r  a b l e  t o  p rov ide  t h e  t r a f f i c  and 

revenue needed f o r  t h e  WP&Y t o  a t  l e a s t  break-even. 



Since  t h e  Inqui ry ,  t h e  s t a t u s  of t h e  WP&Y has  n o t  changed. 

The S t a t e  of Alaska d i d  n o t  p a r t i c i p a t e  i n  t h e  p rev ious ly  

proposed j o i n t  program f o r  compensating t h e  r a i l r o a d  f o r  i t s  
unavoidable c o s t s  because t h e  S t a t e  f e l t  t h a t  t h e  WP&Y would 

l i k e l y  n o t  become s e l f - s u s t a i n i n g  and because t h e  b e n e f i t s  of 

o p e r a t i o n  a r e  more Canadian t h a n  Alaskan. The WP&Y h a s  served 

Alaska p r i m a r i l y  as an  employer l o c a t e d  i n  Skagway and, dur ing 

summer months, a s  an a t t r a c t i o n  f o r  t o u r i s t s  s eek ing  a s c e n i c  

r i d e ,  bu t  n o t  a s  a f r e i g h t  t r a n s p o r t a t i o n  s e r v i c e .  The r a i l r o a d  

does main ta in  a t  Skagway i ts shops  and eng ine  f a c i l i t i e s ;  i ts  

g e n e r a l  o f f i c e s  a r e  l o c a t e d  i n  Whitehorse.  

The fo l lowing  d e s c r i b e s  t h e  White P a s s  and Yukon R a i l w a y a s  

it e x i s t e d  i n  mid-1985. 

a .  Route S t r u c t u r e  

The White Pass  and Yukon Railway owns, and ope ra t ed  up u n t i l  

t h e  f a l l  of 1982, 1 1 0 . 4  miles of m a i n l i n e  t r a c k  between Skagway, 

Alaska and Whitehorse, Yukon T e r r i t o r y ,  Canada, of which 59.1 

m i l e s  a r e  i n  Yukon, 30.9 miles i n  B r i t i s h  Columbia, and 20.4 

miles i n  Alaska. The WP&Y has  no branches .  

From mi l epos t  0.0 a t  Skagway t o  m i l e p o s t  26.5, t h e  l i n e  

rises on an average grade  of 3.5 p e r c e n t  t o  r each  i t s  summit 

east of t h e  Alaska-Br i t i sh  Columbia border .  From m i l e p o s t  26.5, 

t h e  WP&Y descends on a 3.8 p e r c e n t  g rade  f o r  one mile and then  

g r a d u a l l y  descends f o r  t h e  nex t  e i g h t  miles t o  a p o i n t  j u s t  

sou th  of Lake Bennet t .  The r a i l r o a d  t h e n  fo l lows  t h e  s h o r e  of 

Lake Bennet t  t o  Carcross  a t  m i l e p o s t  67.5. From Carcross ,  t h e  

WP&Y proceeds  t o  Utah a t  m i l e p o s t  105.5, which is t h e  load ing  

p o i n t  f o r  o r e  t r a f f i c  c o n t a i n e r s .  A f t e r  l e a v i n g  Utah, t h e  WP&Y 



descends on a 3.9 p e r c e n t  grade i n t o  Whitehorse.  F igure  3-5 

p r e s e n t s  a map -showing t h e  r o u t e  of t h e  White Pass  and Yukon 

Railway. 

b. Opera t ing  Condi t ions  and C o n s t r a i n t s  

The mountainous t e r r a i n  i n  which t h e  WP&Y is l o c a t e d  coupled 

w i t h  t h e  r o u t e ' s  s t e e p  g r a d i e n t s  and cu rva tu re ,  t h e  s e v e r e  weath- 

e r  c o n d i t i o n s  encountered dur ing t h e  w i n t e r ,  t h e  l i m i t a t i o n s  i m -  

posed on t h e  maximum tonnages  which can be hauled p e r  ca r load  a s  

w e l l  a s  pe r  t r a i n l o a d ,  u n t i l  r e c e n t l y  t h e  e x i s t e n c e  of a f u l l  

crew law i n  Alaska ( f o r  a l l  excep t  yard crews and swi tch ing)  

which i s  i n c o r p o r a t e d  i n t o  t h e  l a b o r  agreements w i th  U.S. 

unions ,  and t h e  narrow-gauge c h a r a c t e r  of t h e  l i n e  which makes 

s u p p l i e s  and equipment f a r  more d i f f i c u l t  and c o s t l y  t o  o b t a i n ,  

r e s u l t  i n  an o p e r a t i o n  which i n h e r e n t l y  has  been more c o s t l y  

t h a n  t h a t  of o t h e r  . r a i l r o a d s .  Maximum speed is 25 m i l e s  per  

hour,  wi th  f u r t h e r  speed r e s t r i c t i o n s  a t  v a r i o u s  l o c a t i o n s .  

c. Track S t r u c t u r e  

The WP&Y has  r a i l  of vary ing  weights .  Over h a l f  of t h e  l i n e  

c o n s i s t s  of t h e  o r i g i n a l  72 1 .  1 I n  1977-1978, 100 l b .  

r a i l  was i n s t a l l e d  between m i l e p o s t s  42.0 and 56.5 and 97.0 and 

104.0. There  i s  a l s o  65 and 85 l b .  r a i l  a t  some l o c a t i o n s .  

Because t h e  WP&Y has  been o u t  of s e r v i c e  f o r  n e a r l y  t h r e e  

y e a r s ,  l i t t l e  o r  no maintenance has  occurred s i n c e  1982. The 

WP&Y c o n t i n u e s  t o  p a t r o l  t h e  l i n e  on a weekly b a s i s  and i t s  

t u n n e l s  and b r i d g e s  a r e  i n t a c t .  However, t h e r e  a r e  t h r e e  

washouts  and, i f  t h e  r a i l r o a d  remains c lo sed ,  brush w i l l  

c o n t i n u e  t o  grow, t i e s  w i l l  d e t e r i o r a t e ,  and a d d i t i o n a l  washouts 

w i l l  l i k e l y  occur .  
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d. Motive Power and Rol l ing  Stock 

Motive power on t h e  l i n e  c o n s i s t s  of 23 d i e s e l - e l e c t r i c  

locomotives  of v a r i o u s  ages,  i nc lud ing  4 i n  Montreal t h a t  were 

n o t  d e l i v e r e d  due t o  s e r v i c e  e l imina t ion .  

F r e i g h t  r o l l i n g  s t o c k  c o n s i s t s  almost  e x c l u s i v e l y  of f l a t -  

c a r s  each  capab le  of c a r r y i n g  one o r  more c o n t a i n e r s .  The WP&Y 

has  306 f l a t c a r s  and 37 tank  c a r s .  Passenger equipment c o n s i s t s  

of 34 coaches  d a t i n g  from when t h e  WP&Y was o r i g i n a l l y  c o n s t r u c t -  

ed; some of t h e s e  c a r s  have s i n c e  been modernized. 

I n  r e c e n t  y e a r s ,  f r e i g h t  t r a f f i c  on t h e  WP&Y has  c o n s i s t e d  

of t h r e e  major commodities: gene ra l  ca rgo  and bulk petroleum 

p r o d u c t s  nor thbound  from Skagway and l ead  and z i n c  c o n c e n t r a t e s  

southbound from Whitehorse. I n  1981, t h e  l a s t  f u l l  y e a r  of op- 

e r a t i o n s ,  416,000 t o n s  of mineral  concen t r a t e s ,  69,900 t o n s  of 

o t h e r  f r e i g h t ,  and 44,500 t o n s  of petroleum p r o d u c t s  moved over  

t h e  WP&Y. Through i t s  t r u c k i n g  s u b s i d i a r y ,  t h e  White P a s s  and 

Yukon Corpora t ion  provided a f e e d e r  s e r v i c e  connec t ing  t h e  

lead/z inc/copper  mines w i th  i t s  r ece iv ing  p o i n t  a t  Utah spur .  

A t  one time, t h e  WP&Y handled s i z e a b l e  amounts of  a s b e s t o s ;  t h i s  

t r a f f i c  was l o s t  i n  t h e  l a t e  1970s-early 1980 ' s  due t o  competi- 

t i v e  highway t r a n s p o r t a t i o n  t o  Stewart ,  B r i t i s h  Columbia. The 
WP&Y h a s  a ve ry  narrow t r a f f i c  base,  and i ts economic s u r v i v a l  

is ( o r  was) t i e d  t o  t h e  f o r t u n e s  of t h e  t h r e e  f i r m s  desc r ibed  a s  

fo l lows:  

a. Cyprus Anvil  Mining Corporat ion 

CAMC h a s  ope ra t ed  i t s  open p i t  mine and m i l l  l o c a t e d  n e a r  

Faro s i n c e  1970. It is one of t h e  l a r g e s t  such mines i n  t h e  



world,  and produced about t h r e e  p e r c e n t  of t h e  wor ld ' s  produc- 

t i o n  of l e a d  and z i n c  and 13-15 pe rcen t  of  Canadian product ion.  

CAMC h a s  e x t e n s i v e  proven and p o t e n t i a l  o r e  r e s e r v e s  a t  i ts 

s e v e r a l  Yukon d e p o s i t s .  

I n  e a r l y  1982, Hudson Bay O i l  and Gas Limited acqui red  CAMC, 

and s h o r t l y  t h e r e a f t e r  HBOAG was acqui red  by Dome Petroleum. I n  

J u n e  1982, Dome c l o s e d  down CAMC's mining o p e r a t i o n s  a t  Faro f o r  

f i n a n c i a l  and p r o d u c t i v i t y  reasons.  There a r e ,  however, a c t i o n s  

i n t ended  t o  r e a c t i v a t e  t h e  mining ope ra t ion ;  whether a  r e a c t i -  

v a t e d  mine would use  t h e  r a i l r o a d  is unknown a t  t h i s  t ime.  

P r i o r  t o  shutdown, CAMC determined t h a t  r e d u c t i o n s  i n  t h e  

c o s t  of management, e l e c t r i c i t y ,  t r a n s p o r t a t i o n ,  and l a b o r  were 

neces sa ry .  I n  a d d i t i o n ,  a  recovery i n  world metal  p r i c e s ,  p a r t i -  

c u l a r l y  l e a d ,  i s  needed i n  o rde r  f o r  t h e  mine t o  resume opera- 

t i o n s .  CAMC concluded t h a t  t ruck ing  from Faro t o  Skagway, o r  

a l t e r n a t i v e l y  Haines,  o f f e r e d  t r a n s p o r t  c o s t  r e d u c t i o n s  beyond 

t h a t  p o s s i b l e  us ing  t r u c k / r a i l  v i a  t h e  WP&Y. (The t r u c k  and 

t r u c k / r a i l  d i s t a n c e  t o  Skagway is v i r t u a l l y  i d e n t i c a l . )  I n  

a d d i t i o n  t o  economic advantages,  CAMC viewed t r u c k  as o f f e r i n g  

management c o n t r o l  over  f r e i g h t  charges  through i n s t i t u t i o n  of a  

c o m p e t i t i v e  b idd ing  p roces s  and an a b i l i t y  t o  s c a l e  t h e  s i z e  of 

t r u c k i n g  o p e r a t i o n s  a t  any p o i n t  i n  t ime  t o  t h e  needs  of t h e  

f i r m  and t h e  market  f o r  mineral  concen t r a t e s .  I t  f e l t  t h a t  

o p e r a t i o n  over  t h e  South Klondike Highway wi th  134,500 l b .  g r o s s  

v e h i c l e  weight  7-axle,  70 f o o t  t r u c k - t r a i l e r  combinat ions  was 

t e c h n i c a l l y  f e a s i b l e  wi thout  major upgrading,  d i d  n o t  c r e a t e  

s a f e t y  problems, and t h a t  a d d i t i o n a l  c o s t s  were l i m i t e d  t o  

keeping t h e  road open dur ing t h e  w in t e r .  However, such l a r g e  

t r u c k s  a r e  c u r r e n t l y  i l l e g a l  i n  Alaska. CAMC d i d  i n d i c a t e  t h a t  

e x i s t i n g  t r u c k / r a i l  was an accep tab le  method s o  long t h a t  c o s t s  

were c o m p e t i t i v e  w i t h  an a l l - t r u c k  a l t e r n a t i v e .  



I n  1981, CAMC c o n c e n t r a t e s  r ep re sen ted  68 p e r c e n t  of WP&Y's 

t o t a l  tonnage and 47 p e r c e n t  of i t s  revenues.  CAMC8s o t h e r  t r a f -  

f i c ,  comprised of g r ind ing  media, chemicals ,  exp los ives ,  sup- 
p l i e s ,  and f u e l ,  represen ted  20 and 23 p e r c e n t  of t h e  northbound 

tonnage and revenues, r e s p e c t i v e l y .  

The WP&Y, t h e r e f o r e ,  has  been economical ly  c a p t i v e  t o  t h e  

CAMC. There cannot  be  a v i a b l e  r a i l  o p e r a t i o n  wi thou t  t h e  t r a f -  

f i c  gene ra t ed  by t h e  CAMC mine. 

b. The United Keno H i l l  and t h e  Whitehorse Copper Mines 

The United Keno H i l l  Mine is a p r e c i o u s  me ta l s  o p e r a t i o n  

l o c a t e d  a t  Elsa ,  Yukon; t h e  Whitehorse Copper Mine is l o c a t e d  

near  Whitehorse. Both of t h e s e  mines a l s o  c lo sed  i n  1982 ( a l -  

though t h e  United Keno H i l l  Mine reopened i n  August 1983) .  

I n  1981, t h e s e  two mines accounted f o r  f i v e  p e r c e n t  of t h e  

WP&Y1s tonnage and t h r e e  pe rcen t  of t h e  r a i l r o a d ' s  revenues.  

c .  C a s s i a r  Asbestos '  Br inco Mine 

The Brinco Mine is l o c a t e d  a t  C a s s i a r ,  B r i t i s h  Columbia. I n  

1981, it accounted f o r  f i v e  p e r c e n t  of t h e  WP&Y1s tonnage and 

one p e r c e n t  of i t s  revenues. This  l e v e l  of  t r a f f i c  is f a r  below 

t h e  amount t r a d i t i o n a l l y  fu rn i shed  t o  t h e  WP&Y. 

I n  1979, C a s s i a r  Asbestos s igned  a f i v e  y e a r  agreement w i t h  

Arrow Transpor t a t i on  Se rv i ces ,  Inc .  t o  t r u c k  80,000 t o n s  of as-  

b e s t o s  f i b r e  annua l ly  from Cass i a r  t o  S t ewar t ,  B r i t i s h  Columbia. 

( C a s s i a r  is l o c a t e d  346 mi l e s  from WP&Y8s r a i l h e a d  n e a r  White- 

h o r s e  and 326 m i l e s  from t h e  P o r t  of S tewar t . )  The s t i p u l a t e d  

r a t e  was app rec i ab ly  below t h a t  o f f e r e d  by t h e  WP&Y. Although 
~ r r o w  was n o t  a t  f i r s t  a b l e  t o  meet i t s  tonnage commitments f o r  



a v a r i e t y  of reasons ,  and r a t e  e s c a l a t i o n s  d i d  occur b r ing ing  

t h e  r a t e s  approximately  up t o  t h a t  which would have been charged 

by t h e  WP&Y, t h e  d i v e r s i o n  of t h i s  t r a f f i c  appears  t o  be perman- 
e n t .  I n  t h e  cou r se  of accomodating t h i s  t r a f f i c ,  t h e  B r i t i s h  

Columbia government budgeted and s p e n t  over  $100 m i l l i o n  t o  up- 

g rade  Highway 37 t o  accomodate t h i s  movement. 

The WP&Y t y p i c a l l y  c a r r i e d  around 40,000 passengers  p e r  y e a r  

b e f o r e  t h e  opening of t h e  South Klondike Highway, and around 

15,000 t h e r e a f t e r ,  a s  shown on Table  3-11. Most passengers  were 

t o u r i s t s  us ing  t h e  r a i l r o a d  du r ing  t h e  summer months. 

A major Alaskan concern is  t h e  e f f e c t  t h a t  c e s s a t i o n  o f  

W P & Y 1 s  r a i l  passenger  t r a f f i c  has  had on t o u r i s t s  v i s i t i n g  

Skagway . Table  3-11 shows t h e  number of pe r sons  t r a v e l i n g  

between Skagway and Whitehorse between 1975-1984 by mode. Only 

a p o r t i o n  of t h i s  t r a f f i c  can be  cons idered  a s  being t o u r i s t s ,  

however. The t a b l e  shows t h e  impact t h a t  t h e  South Klondike 

Highway has  had on modal usage. T o t a l  c r o s s i n g s  i nc reased  from 

45,000 b e f o r e  t h e  highway (1975-1978) t o  64,000 a f t e rwards  

(1979-1984). The p e r c e n t  us ing  buses  has  i nc reased  from a neg l i -  

g i b l e  amount b e f o r e  t h e  South Klondike Highway t o  approximately 

25 p e r c e n t  a f t e r w a r d s .  The p e r c e n t  of pe r sons  us ing r a i l  has 

decreased  from nea r  t o t a l  dominance of 95 p e r c e n t  b e f o r e  t h e  

highway t o  25 p e r c e n t  a f t e r w a r d s  ( th rough  1981 o n l y ) .  The t o t a l  

number and t h e  p r o p o r t i o n  of pe r sons  us ing  r a i l  o r  bus  has  been 

dec reas ing ,  as use  of t h e  p r i v a t e  c a r  i n c r e a s e s .  During t h i s  

p e r i o d ,  Skagway's p r o p o r t i o n  of pe r sons  e n t e r i n g  t h e  Yukon has 

remained approximate ly  c o n s t a n t ,  a t  about  17 p e r c e n t  of t h e  

t o t a l .  Thus, t h e  opening of t h e  South Klondike Highway has  been 

t h e  major f a c t o r  i n  Skagway r e t a i n i n g  i t s  gateway s h a r e  of 

t r a n s i e n t s  (presumably a l a r g e  p o r t i o n  of t h i s  is t o u r i s t s ) .  



Table  3-11 

SKAGWAY TO WHITEHORSE TRAFFIC BY MODE OF TRAVEL 
1975-1984 

PERCENT 
BER OF =SONS (0001 AND PERCENT OF TOTAL 

P e r s .  v e h i s ~ e  US. ~~ritin  YUKON OF (1) 

--. 
(1) Percen t  of pe r sons  e n t e r i n g  Yukon v i a  Skagway. 

SOURCE: Canadian Transpor t  Commission, "An I n q u i r y  i n t o  t h e  
Transpor t  Requirements of Yukon," December 15 ,  1983. 
Tables  5.4 and 5 . 5 .  

I n  summary, t h e  major f a c t o r  a f f e c t i n g  t h e  WP&Yms passenger  

b u s i n e s s  was t h e  opening of t h e  South Klondike Highway. A l -  

though done wi th  t h e  i n t e n t i o n  of p rov id ing  compet i t ion ,  it e f -  

f e c t i v e l y  k i l l e d  t h e  WP&Yms passenger  b u s i n e s s  by d i v e r t i n g  pa- 

t ronage  t o  p r i v a t e  v e h i c l e s  which would o the rwi se  have gone by 

r a i l .  By us ing  buses  t o  t r a n s p o r t  t o u r  g roups  between Skagway 

and Whitehorse, t o u r  o p e r a t o r s  likewise c o n t r i b u t e d  t o  t h e  de- 

mise of WP&Y passenger  use. Given t h e  d i v e r s i o n  of r a i l  

passengers  t o  bus even when t h e  WP&Y ope ra t ed ,  t h e  f e a r s  over 

t h e  impact t h a t  t h e  l o s s  of WP&Yms t o u r i s t  t r a i n  might have on 

t h e  magnitude of t h e  t o u r i s t  t r a d e  now s e e n  unfounded. Skagway 

is a t o u r i s t  a t t r a c t i o n  on i t s  own b e s i d e s  f u n c t i o n i n g  a s  an 

e n t r y  p o i n t  i n t o  t h e  Yukon. The WP&Y was a b e n e f i c i a l  ad junc t  



t o  t o u r s ,  bu t  n o t  a  major f a c t o r  i n  de te rmin ing  whether t o  s t o p  

o f f  a t  Skagway i n  t h e  f i r s t  i n s t a n c e .  The t o u r  o p e r a t o r s  have 

simply s u b s t i t u t e d  buses  f o r  WP&Y pas senge r  s e r v i c e .  The t o u r  

o p e r a t o r s  p r e f e r  us ing  buses  because of t h e  g r e a t e r  schedul ing  

c o n t r o l  p o s s i b l e  through i n t e g r a t e d  o p e r a t i o n s .  Most t o u r i s t s  

v i s i t i n g  Skagway and us ing  bus o r  r a i l  t r a n s p o r t  a r e  u t i l i z i n g  a  

t o u r  package and t h u s  a r e  n o t  p a r t i c u l a r l y  s e n s i t i v e  t o  whether 

o r  n o t  r a i l  passenger  s e r v i c e  is provided  on t h e  WP&Y, a l though  

most would probably feel t h a t  t h e i r  t o u r  expe r i ence  would be  

enhanced were WP&Y passenger  s e r v i c e  a v a i l a b l e  between Skagway 

and Whitehorse. 

Although Alaska would l i k e  t o  s e e  t h e  White Pas s  and Yukon 

Railway resume o p e r a t i o n s  from t h e  s t a n d p o i n t  of promoting tour -  

i s m  and c r e a t i n g  ' jobs  through Skagway, t h e  economic r a t i o n a l e  

f o r  t h e  l i n e  more p r o p e r l y  l i e s  w i t h  meeting t h e  f r e i g h t  

t r a n s p o r t a t i o n  needs of Canadian e x t r a c t i v e  i n d u s t r i e s  l o c a t e d  

i n  t h e  Yukon and t o  a  l e s s e r  e x t e n t  i n  t h e  n o r t h e r n  p o r t i o n  of 

B r i t i s h  Columbia. 

P r e s e n t l y ,  t h e  l i n e  is, i n  e f f e c t ,  ra i l -banked.  A r a i l -  

banked l i n e  is one t h a t  is n o t  ope ra t ed  b u t  is a l s o  n o t  o f f i -  

c i a l l y  abandoned. I t  could  be brought  back i n  o p e r a t i o n  a s  

demand war ran ts .  I f  it were t o  b e  brought  back i n  o p e r a t i o n ,  it 

would l i k e l y  be due t o  improvements i n  world mine ra l  p r i c e s .  

Should t h i s  occur  and o p e r a t i o n s  b e  resumed a t  mining p r o p e r t i e s  
which a r e  p r e s e n t l y  s h u t  down (pe rhaps  a long  w i t h  t h e  develop- 

ment of some of t h e  minera l  p o t e n t i a l s  l i s t e d  i n  Table  3-12), 

t h e n  resumed o p e r a t i o n s  over  t h e  WP&Y might make economic 

sense .  The longe r  t h e  r a i l  l i n e  i s  s h u t  down, however, t h e  more 

d i f f i c u l t  it w i l l  be  t o  reopen, due t o  l i n e  d e t e r i o r a t i o n  and 

l a c k  of maintenance. I f  r a i l  o p e r a t i o n s  do resume, t h e y  must b e  



Table 3-12 

YUKON MINERAL PROPERTIES 

AVE. 
DEPOSIT GRADE 

MINERAL PROPERR ~~ 
(MM tonnes)  ( 5 )  

Lead/Zinc Jason  10+ 14.0 

Copper 

Tom 10+ 14.0 

Howard's Pass  125 8.0 

FIRST 
ANNUAL MILES PROB. 

M I N I N G  CONCEN- TO OPER. 
RATE TRATE 

(M tonnes)  

Midway 4 10.0 300 40 272 1990+ 

Cyprus Anvil 87+ 8.0 4000 383- 353 1985 
520 

Minto 7 1.9 666 4 5 265 1989 

Casino 180 0.4 9100 133 308 2000 

Molybdenum Logtung 187 0.05 9100 18 231 1990+ 

Red Mountain 180 0.17 9100 14 162 1990+ 

Tungsten Canada Tungsten 4 1.5 400 20 567 1984 

Mac Tungsten 8 1.3 400 18  503 1989 

Dublin Gulch 4 1 .O 400 16 415 1 9 9 9  

Risby 3 0.8 400 10 415 2000+ 

SOURCE: Canadian Transpor t  Commission, "An Inqu i ry  i n t o  t h e  Transport  Require= 
ments o f  Yukon," December 15, 1983, Appendix 3. 



conducted under long-term c o n t r a c t u a l  arrangements  (o r  t h e  

e q u i v a l e n t )  by mine o p e r a t o r s  w i t h  t h e  WP&Y. The WP&Y is h igh ly  

dependent upon a  handful  of u se r s ,  and i t s  t r a f f i c  base  has t o  

be  broadened and secured a g a i n s t  a c t i o n s  t h a t  would undermine 
i t s  f u t u r e  v i a b i l i t y .  While t h e  use  of highway t r a n s p o r t  a t  

times does  appear  t o  be  more a t t r a c t i v e  t o  mine o p e r a t o r s  due t o  

lower o p e r a t i n g  c o s t s  than  t r u c k / r a i l ,  such decisionmaking 

t y p i c a l l y  does  n o t  i nc lude  any incrementa l  highway c a p i t a l  and 

maintenance c o s t s  requi red  t o  s u s t a i n  such a  d e c i s i o n ,  c o s t s  

which a r e  t y p i c a l l y  pa id  f o r  by government, and may wind up 

c o s t i n g  more when a l l  a r e  eva lua ted  a s  a  t o t a l  system. Highway 

expend i tu re s  by government needed t o  s u s t a i n  t r u c k i n g  t h e  ou tpu t  

of a  p a r t i c u l a r  mine ( expend i tu re s  beyond t h o s e  r equ i r ed  f o r  

a c c e s s  purposes )  r e p r e s e n t  an i n d i r e c t  s u b s i d i z a t i o n  of t h a t  

o p e r a t i o n ,  and should be avoided i f  o t h e r  modal a l t e r n a t i v e s ,  

such a s  t h e  W P & Y ,  a r e  a v a i l a b l e  and can reasonably  b e  expected 

t o  remain a v a i l a b l e .  

The long  term p i c t u r e  is a l s o  impor tan t  i n  cons ide r ing  t h e  

f u t u r e  of t h e  WP&Y. The g r e a t e s t  tonnage p o t e n t i a l  seems t o  l i e  

i n  l e a d / z i n c  c o n c e n t r a t e s ,  minera l s  f o r  which t h e r e  has  been low 

market  p r i c e s  and an oversupply on world markets.  Also, most of 

t h e  l e a d / z i n c  d e p o s i t s  a r e  l o c a t e d  a t  a p p r e c i a b l e  d i s t a n c e s  from 

t h e  WP&Y, and t h e r e  may be more r e a l i s t i c  t r a n s p o r t  r o u t e s  a v a i l -  

a b l e .  Copper p r i c e s  have a l s o  been low du r ing  r e c e n t  y e a r s .  The 

p o t e n t i a l  of molybdenum and tungs t en  is  r e l a t i v e l y  l i m i t e d ,  bo th  

because  t h e  market  is smal l  and t h e  c o n c e n t r a t e  tonnages  a r e  

low. Futhermore, t h e  t ungs t en  d e p o s i t s  a r e  l o c a t e d  a t  a  cons ider -  

a b l e  d i s t a n c e  from t h e  WP&Y. I f  t h e  minera l  has  t o  move 300-400 

miles t o  reach  t h e  WP&Y r a i l h e a d  a t  Utah Spur, t r a n s p o r t i n g  t h e  

m i n e r a l  an a d d i t i o n a l  110 miles t o  Skagway and avoid ing  t h e  mode 

change does  make o p e r a t i o n a l  sense .  



The WP&Y was b u i l t  t o  p rov ide  passenger  a c c e s s  t o  t h e  Yukon 

i n t e r i o r .  Today's needs  a r e  t o  t r a n s p o r t  minera l s  t o  supply  t h e  

U.S. and Canada a s  w e l l  a s  t o  compete i n  i n t e r n a t i o n a l  markets.  

I t  is t o o  s h o r t  a r a i l r o a d  and i ts r o u t e  s t r u c t u r e  does  n o t  have 

t h e  o r i e n t a t i o n  r e q u i r e d  f o r  domest ic  f r e i g h t .  It is n o t  wel l  

l o c a t e d  t o  s e r v e  f u t u r e  mining a c t i v i t i e s  i n  t h e  Yukon, which 

a r e  d i s p e r s e d  over  a wide a r e a .  Consequently, i ts f u t u r e  f r e i g h t  

p o t e n t i a l  must be  cons ide red  a s  being l i m i t e d .  I f  a s i z e a b l e  

mine ra l  c o n c e n t r a t e  b u s i n e s s  were t o  deve lop  i n  t h e  f u t u r e ,  it 

would seem more a p p r o p r i a t e  t o  s e r v e  t h i s  b u s i n e s s  by extending 

t h e  B r i t i s h  Columbia Railway l i n e  which p r e s e n t l y  t e r m i n a t e s  a t  

F o r t  Nelson, B r i t i s h  Columbia, northward t o  a c e n t r a l i z e d  loca-  

t i o n  i n  t h e  sou the rn  p o r t i o n  of t h e  Yukon, o r  by u t i l i z i n g  t h e  

Klondike Highway t o  maximize economies o f f e r e d  by mar ine  acces s .  

Act ion t o  r e s t o r e  f r e i g h t  s e r v i c e  on t h e  WP&Y must b e  i n i -  

t i a t e d  by t h e  Canadian Fede ra l  and/or P r o v i n c i a l  Governments and 

m i n e r a l s  producers ,  and i n c l u d e  an  a p p r o p r i a t e  f i nanc ing  pack- 

age.  Alaska cannot  be  p laced  i n  t h e  p o s i t i o n  of being asked,  i n  

e f f e c t ,  t o  s u b s i d i z e  Canadian mine ra l s  producers .  ( I t  would ap- 

pea r  t h a t  t h e r e  is l i t t l e  hope f o r  r e i n s t i t u t i n g  passenger  s e r -  

v i c e  due t o  t h e  l o s s  of t h e  t r a f f i c  base  t o  o t h e r  modes, a l -  

though a 24 m i l e  run from Skagway t o  Lake Bennet might be  poss i -  
b l e  e s p e c i a l l y  i n  t h e  Summer.) Hence, t h e  f i n d i n g  t h a t  WP&Y1s 

p r e s e n t  and f u t u r e  d i r e c t  economic b e n e f i t s  t o  Alaska a r e  

i n s u f f i c i e n t  t o  j u s t i f y  S t a t e  expend i tu re s  on t h i s  l i n e .  
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I V .  RAILROAD PERFORMANCE INDICATORS 

On January  5 ,  1985 t h e  Alaska Rai l road  (ARR) was s o l d  by t h e  

U. S. Government t o  t h e  S t a t e  of Alaska. A s  owner, t h e  S t a t e  
e s t a b l i s h e d  t h e  Alaska Rai l road  Corporat ion (ARRC) t o  o p e r a t e  

t h e  ARR. To manage t h e  ARR, t h e  S t a t e  e s t a b l i s h e d  a  seven 

member Board of D i r e c t o r s  which, by l e g i s l a t i v e  i n t e n t ,  is 

r e s p o n s i b l e  f o r  t h e  management of t h e  f i n a n c i a l  and l e g a l  o b l i -  

g a t i o n s  of t h e  ARR, t h e  ope ra t ion  of t h e  ARR, and o t h e r  ma t t e r s  

(see Report  S e c t i o n  III.A.5 'Alaska Rai l road  Corpora t ion  Actn 

f o r  a  d e t a i l e d  l i s t i n g  of t h e  Board of D i r e c t o r s '  r e s p o n s i b i l i -  

t i e s ) .  

To e n a b l e  t h e  Board of D i r e c t o r s  t o  p r o p e r l y  c a r r y  o u t  i t s  

d u t i e s ,  it is r e q u i s i t e  t h a t  t h e  ARR prov ide  t h e  Board wi th  

t i m e l y  and p r o p e r  in format ion  upon which t h e  Board can  make i t s  

d e c i s i o n s  and o t h e r w i s e  perform i t s  r e s p o n s i b i l i t i e s .  

During t h e  i n i t i a l  y e a r  of ARRC e x i s t e n c e  and o p e r a t i o n ,  t h e  

ARR has  prov ided  t h e  Board wi th  t ime ly  f i n a n c i a l  and o t h e r  i n f o r -  

mation.  Given t h e  s h o r t  t i m e  p e r i o d  wi th in  which t h e  ARRC has 

had t o  do s o  many t h i n g s  t o  t a k e  over ARR o p e r a t i o n ,  t h e  ARR- 

p rov ided  in fo rma t ion  has  been e x c e l l e n t .  However, now t h a t  t h e  

Board h a s  had some expe r i ence  wi th  i t s  d u t i e s ,  i t  is a p p r o p r i a t e  

t o  ask  whether  t h e  Board needs o t h e r  t y p e s  of in format ion ,  

whether t h e  i n f o r m a t i o n  t h a t  is provided is provided i n  t h e  b e s t  

p o s s i b l e  fo rmat ,  and whether t h e  Board is a b l e  t o  unders tand  t h e  

i n fo rma t ion  t h a t  is provided by t h e  ARR. 

To a s s i s t ,  t h i s  R a i l  P lan  has  set f o r t h  a  series of 'Rail- 

road Performance I n d i c a t o r s w ,  whose i n t e n t  is t o  d i s p l a y  t h e  

t y p e s  of i n fo rma t ion  t h a t  r a i l r o a d  management t y p i c a l l y  would 

expec t  t o  have a t  i t s  d i sposa l .  I n  t h i s  s ense ,  'performance 

i n d i c a t o r s n  mean d a t a  t h a t  can be  used t o  measure t h e  e f f i c i e n c y  



and f i n a n c i a l  performance of t h e  ARR. Such s t a t i s t i c a l  u n i t s  o r  

performance i n d i c a t o r s  should be  developed r e g u l a r l y .  By having 

t h e s e  s t a t i s t i c a l  u n i t s  a v a i l a b l e  on a  c u r r e n t  b a s i s ,  o p e r a t i o n s  
can be monitored and t r e n d s  can be recognized  very e a r l y .  

Dec is ions  regarding needed ad jus tmen t s  i n  o p e r a t i o n s  and c o s t  

can then  be made t o  r e f l e c t  c u r r e n t  c i rcumstances .  

Comparisons of performance i n d i c a t o r s  of an  ind iv idua l  

company wi th  i n d u s t r y  averages  can b e  a  u s e f u l  t o o l  i n  e s t a b l i s h -  

i ng  norms and determining t h e  r ea sonab lenes s  of  t h e  ope ra t ion .  

However, i n  t h e  c a s e  of t h e  Alaska R a i l r o a d ,  t h e  i n d u s t r y  norms 

may n o t  always be  a p p r o p r i a t e  s i n c e  t h e  ARR o p e r a t e s  w i t h  unique 

c l i m a t e  and market c o n d i t i o n s ,  is a  S t a t e  owned r a i l r o a d ,  and 

has  o t h e r  f e a t u r e s  t h a t  make it ve ry  d i f f e r e n t  t h a n  most U.S. 

r a i l r o a d s .  Never the less ,  even though n o t  a p p r o p r i a t e  i n  every 

ca se ,  a  comparison of performance i n d i c a t o r  s t a t i s t i c s  wi th  

i n d u s t r y  averages  and wi th  r a i l r o a d s  o f  comparable s i z e  can 

assist i n  t h e  t ime ly  e v a l u a t i o n  and assessment  of some opera t ing  

and f i n a n c i a l  r e s u l t s .  

Performance i n d i c a t o r s  can b e  p laced  i n  two genera l  

c a t e g o r i e s :  (1) f i n a n c i a l  r a t i o s  and s t a t i s t i c s  used f o r  broad 

overview by s e n i o r  management and t h e  Board of D i r e c t o r s ,  and 

( 2 )  t h e  d e t a i l e d  c o s t  and p roduc t ion  i n d i c a t o r s  used by depar t -  

ment heads  and middle management f o r  moni tor ing  t h e  v a r i o u s  

a c t i v i t i e s .  

Much of t h e  s t a t i s t i c a l  d a t a  needed f o r  c a l c u l a t i n g  f inan-  

c i a l  r a t i o s  a r e  normal ly  found i n  t h e  r a i l r o a d ' s  annual  r epo r t .  



Monthly o r  q u a r t e r l y  r e p o r t s  c o n t a i n  c u r r e n t  d a t a ,  bo th  by month 

and year-to-date.  Tables  3-9 and 4-1 i l l u s t r a t e  t h e  consider-  

a b l e  d a t a  found i n  r e c e n t  ARR annual  r e p o r t s .  From t h i s  d a t a  

many of t h e  r a t i o s  and o t h e r  performance i n d i c a t o r s  can  be  de t e r -  

mined f o r  measuring e f f i c i e n c y  and p r o f i t a b i l i t y ,  wi thout  requi r -  

ing  t h e  ARRC t o  g e n e r a t e  s i g n i f i c a n t  amounts of  a d d i t i o n a l  da ta .  

Table  4-2 prov ides  revenue and expenses  f o r  t h e  ARR through 

October 31, 1985. 

a .  Net Income 

The n e t  income from rai lway o p e r a t i o n s  forms t h e  b a s i s  f o r  

c a l c u l a t i n g  s e v e r a l  of t h e  o t h e r  recommended performance ind i -  

c a t o r s .  Even though t h e  ARR has  shown a n e t  p r o f i t  i n  t h e  

r e c e n t  p a s t ,  t h i s  g e n e r a l l y  has  been due t o  non-operating 

income, p r i n c i p a l l y  misce l laneous  r e n t a l  income. 

b. Rate  of Return 

T h i s  r e p r e s e n t s  t h e  r a t e  of r e t u r n  on n e t  inves tment  ( R O I )  

and is t h e  r e l a t i o n s h i p  of n e t  ra i lway  o p e r a t i n g  income t o  n e t  

investment  i n  t r a n s p o r t a t i o n  p r o p e r t y .  The U.S. r a i l r o a d  

i n d u s t r y  h i s t o r i c a l l y  has  had a low r a t e  of r e t u r n .  For t h e  

p e r i o d  between 1975 and 1983, t h e  ROI ha s  v a r i e d  from 1.20% t o  

4.13%. Under t h e  new Deprec i a t i on  Accounting System (DA) which 

a l lows  f o r  i nc lud ing  t h e  t r a c k  s t r u c t u r e  i n  t h e  d e p r e c i a t i o n  

base ,  beginning i n  1983 t h e  annual  expenses  f o r  Class I r a i l -  

roads  decreased  and t h e  p r o f i t s  i nc reased .  The a c t u a l  c a s h  flow 

does n o t  change. The re fo re  a s  r e p o r t e d  i n  t h e  f u t u r e ,  t h e  ROI 

w i l l  i n c r e a s e  f o r  t h e  U.S. r a i l r o a d  i n d u s t r y .  The ARR conver ted 

t o  t h e  Deprec ia t ion  Accounting System i n  1985. S i n c e  it is n o t  a 

C la s s  I c a r r i e r ,  it p rov ides  passenger  s e r v i c e ,  is S t a t e  owned 

and is n o t  requi red  t o  pay t axes ,  d i r e c t  comparisons cannot  be 

made i n  every i n s t a n c e .  



Table 4-1 

ALASKA RAILROAD TRAFFIC, REVENUES, AND EXPENSES 

SUMMARY STATISTEJ F Y m l 8 Q  EL8.l EL&? l!u!3 l%&i 

Tota l  Revenues ($  m i l l i o n )  
Tota l  Expenses ($  mil l ion )  
Surplus ( l o s s )  

Net P r o f i t  ( a f t e r  deprec ia t ion)  
Cash Flow (before  deprec ia t ion)  

Cap i t a l  & Major Maintenance Program 
Fre ight  Revenues ($  mil l ion )  
Fre ight  Tons (mi l l ions)  
Fre ight  Ton-Miles (mi l l ions )  
Fre ight  Revenue pe r  Ton-Mile ( cen t s )  
Average Length of Haul (mi les)  
F re igh t  Carloads Handled (thousand) 
Revenue Train-Miles (thousand) 
Passenger Revenue ($  mil l ion )  
Passenger Miles (mi l l ion )  
Gross Ton-Miles (mi l l ion )  
Average Fre ight  Load Per Car 

SOURCE: Alaska Railroad Annual Reports, 1979-1984 



Table 4-2 

ARR STATEMENT OF INCOME 
October 31, 1985 

(000's) 

BEVENUES 
Railroad 
Other 

Total 

COST AND EXPENSES 
Railroad 

Transportation 
Ways and Structures 
Equipment 
General and Administrative 
Total Railroad 

Other 
Total Costs 

Operating Surplus 8,900 9,112 

Interest Expense 
Corporate Expense 

Net Surplus $ 6,538 $ 7,594 

Depreciation 

Net Income 

SOURCE: Alaska Railroad Corporation Financial Statements, 
October, 1985 



n ,  

When non-operating income is excluded,  t h e  ARR 1984 oper- : 

a t i n g  e a r n i n g s  r e v e a l  a  R O I  of 0.0, whi le  t h e  1985 railway 

o p e r a t i o n s  r e f l e c t s  a  p r o f i t  wi th  a  p o t e n t i a l  r a t e  of r e t u r n  of 

15%. 

c. Cur ren t  R a t i o  

The c u r r e n t  r a t i o ,  o r  t h e  r a t i o  of c u r r e n t  a s s e t s  t o  c u r r e n t  

l i a b i l i t i e s ,  is a  measure of t h e  a b i l i t y  of a  company t o  meet 

its o b l i g a t i o n s  i n  t h e  s h o r t  term. The c u r r e n t  r a t i o  of t h e  ARR 

f o r  t h e  f i r s t  6  months of 1985 is 2.7. Th i s  i s  extremely good, 

s i n c e  l e v e l s  of 1 .5  t o  2.5 a r e  cons idered  good. Seve ra l  l a r g e  

and p r o f i t a b l e  U.S. c a r r i e r s  have had c u r r e n t  r a t i o s  varying 

between 0.64 and 2.23 du r ing  t h e  pe r iod  1977 t o  1981. 

The o p e r a t i n g  r a t i o  is used t o  measure o v e r a l l  e f f i c i e n c y .  

The o p e r a t i n g  r a t i o  is determined by d i v i d i n g  ra i lway ope ra t ing  

expenses  by ra i lway  ope ra t ing  revenues. The U.S. i ndus t ry  

average  i n  1983 ( fhe  l a t e s t  yea r  a v a i l a b l e  and n o t  a  banner y e a r  

due t o  j u s t  emerging from t h e  1982 r e c e s s i o n )  was approximately  

90%. By comparison, t h e  ARR ope ra t ing  r a t i o  f o r  1983-84 was 

103.5%. The October,  1985 ope ra t ing  r a t i o ,  year- to-date ,  f o r  

ARR is approximate ly  100.3% without  d e p r e c i a t i o n  and 102.4% when 

d e p r e c i a t i o n  is inc luded .  

The o p e r a t i n g  r a t i o  is f u r t h e r  broken down i n t o  t h e  

components t h a t  make up t h e  t o t a l  o p e r a t i n g  expense. These a r e  

t h e  maintenance-of-way r a t i o ,  t h e  maintenance-of-equipment 

r a t i o ,  t h e  t r a n s p o r t a t i o n  r a t i o  and t h e  gene ra l  and adminis t ra -  

t i o n  r a t i o .  



Each r a t i o  is ob ta ined  by d i v i d i n g  t h e  i n d i v i d u a l  department 

expense by t h e  t o t a l  o p e r a t i n g  revenue. Ra i l road  o f f i c i a l s  

s t r i v e  t o  keep t h e s e  r a t i o s  a s  low a s  p o s s i b l e  and t r a d i t i o n a l l y  
t h e  r a t i o s  were compared month by month t o  t h e  same month f o r  

t h e  prev ious  year .  When revenues d e c l i n e d ,  expenses  were c u t  t o  

s t a y  wi th in  t h e  e s t a b l i s h e d  r a t i o .  However, i n  r e c e n t  y e a r s  t h e  

t o t a l  o p e r a t i n g  r a t i o  has  been emphasized. I t  h a s  been recog- 

n i z e d  by many r a i l r o a d  managements t h a t  an a c c e p t a b l e  t r a n s p o r t a -  

t i o n  department r a t i o  can b e s t  be  accomplished by p rov id ing  t h e  

maintenance-of-way and maintenance-of-equipment (mechanical)  

departments wi th  budgets  s u f f i c i e n t  t o  adequa te ly  main ta in  t h e  

p l a n t  and equipment needed t o  p rov ide  t h e  t r a n s p o r t a t i o n  s e r -  

v i c e .  Of course ,  maintenance-of-way and maintenance-of- 

equipment expendi tures  f o r  any g iven  pe r iod  a r e  somewhat d i s c r e -  

t i o n a r y  and dur ing  p e r i o d s  of d e c l i n i n g  revenues can be delayed 

( d e f e r r e d ) .  S i g n i f i c a n t  o r  con t inued  d e l a y s  can  a d v e r s e l y  a f -  
f e c t  t h e  q u a l i t y  of  t r a n s p o r t a t i o n  s e r v i c e  and p r e s e n t  long-term 

p r o f i t a b i l i t y  problems. 

a .  Maintenance-of-Way I n d i c a t o r s  

The maintenance-of-way (MOW) r a t i o  desc r ibed  e a r l i e r  aver-  

aged about 18% f o r  U.S. C l a s s  I r a i l r o a d s  i n  1981, bu t  was 

approximately 15% i n  1983. The ARR October 1985 year- to-date  

MOW r a t i o  i s  22.4%. 

Other p o s s i b l y  more s i g n i f i c a n t  i n d i c a t o r s  t h a n  t h e  MOW 

r a t i o  a r e  t h e  average MOW c o s t  p e r  m i l e  of r a i l r o a d  and average 

MOW c o s t  pe r  mi le  of t r a c k .  The c u r r e n t  year - to -da te  average 

MOW expend i tu re  f o r  t h e  ARR is approximately  $24,400 p e r  mile of 

r a i l r o a d  and $19,700 pe r  m i l e  of t r a c k .  The miles of r a i l r o a d  

r e p r e s e n t s  a l l  main l i n e  t r a c k s  and miles of t r a c k  r e p r e s e n t s  

a l l  t r a c k s ,  i nc lud ing  pas s ing  t r a c k s  and ya rd  t r a c k s  and 

s i d i n g s .  An e q u a l i t y  f a c t o r  can be  app l i ed  t o  branch l i n e s ,  



pass ing  t r a c k s  and yard  t r a c k s  and s i d i n g s  t o  a r r i v e  a t  an  

equated mileage.  The c o s t  of snow removal can a l s o  be  d e l e t e d  

t o  make a more r e a l i s t i c  e v a l u a t i o n  of expend i tu re s  s i n c e  t h i s  

may c o n s t i t u t e  a h i g h e r  percen tage  of t h e  ARR c o s t .  Because of 

t h e  added c o s t  of  o b t a i n i n g  t r a c k  m a t e r i a l s  and t h e  h ighe r  wage 

r a t e s  i n  Alaska,  d o l l a r  comparisons w i th  C la s s  I c a r r i e r s  a l o n e  

may be mis lead ing .  A l l  o t h e r  t h i n g s  being equal ,  t h e  ARR c o s t  

p e r  m i l e  would b e  h i g h e r  by about 25% t o  50%. 

The number of MOW employees p e r  mile  of t r a c k  a l s o  p rov ides  

a measure of perfo.rmance. The 1973 U.S. Class  I r a i l r o a d  aver-  

age  was 0.4 MOW employees per  t r a c k  mile .  The 1981 U.S. C la s s  I 

average  was 0.24 MOW employees p e r  t r a c k  mile. The average 

number of MOW employees p e r  mi l e  of t r a c k  f o r  t h e  ARR i n  1980, 

i nc lud ing  temporary o r  p a r t  time, was 0.31. I n  1985 t h e  average 

i s  0.27. The r e d u c t i o n  and appa ren t  improvement i n  e f f i c i e n c y  

is a t  l e a s t  p a r t l y  accounted f o r  by t h e  increased  mechanizat ion 

of many t r a c k  work f u n c t i o n s  and t h e  improvement i n  t h e  

mechanized t r a c k  work equipment over t h e  10 y e a r  pe r iod  both f o r  

t h e  C l a s s  I r a i l r o a d s  and t h e  ARR. 

b. Maintenance-of-Equipment I n d i c a t o r s  

The maintenance-of-equipment (MOE) r a t i o  is determined by 

d i v i d i n g  MOE expenses  by t h e  t o t a l  ope ra t ing  revenues. For a l l  

U.S. C l a s s  I r a i l r o a d s  i n  1981, t h e  MOE r a t i o  was approximately 

21% and about  23% i n  1983. I n  1981 t h e  ARR MOE r a t i o  was 22.7%. 

The ARR October 1985, year- to-date  MOE r a t i o  is 19.7%. A foo t -  

n o t e  i n  t h e  June ,  1985 Alaska Rai l road  Corporat ion F inanc ia l  

S t a t emen t s  i n d i c a t e s  t h a t  t h i s  is due p r i m a r i l y  t o  newer r a i l  

c a r s  and locomot ive  f l e e t ,  r e q u i r i n g  less maintenance. 

Two MOE i n d i c a t o r s  t h a t  a r e  reviewed annua l ly  a r e  t h e  aver-  

age age of c a r s  and t h e  average age of locomotives.  These should 



be compared w i t h  t h e  " r e b u i l d  o r  r e p l a c e  age" of 18  t o  20 y e a r s  

f o r  locomot ives  . and t h e  average f r e i g h t  c a r  l i f e  of approxi-  

mate ly  30 y e a r s .  A younger f l e e t  would imply l a r g e r ,  more 
e f f i c i e n t  equipment types .  An o l d e r  f l e e t  i n d i c a t e s  less 

e f f i c i e n t  f l e e t  and p o t e n t i a l  high maintenance c o s t .  

I n  a d d i t i o n  t o  a review of t h e  HOE r a t i o ,  t h e  Board should 

c o n s i d e r  a r e g u l a r  review of t h e  bad-order r a t i o .  The bad-order 

r a t i o  is t h e  u n s e r v i c e a b l e  equipment a s  a p e r c e n t  of t h e  t o t a l  

equipment on l i n e  and is t h e  r a i l r o a d  i n d u s t r y  measure of 

equipment c o n d i t i o n .  Equipment out  of s e r v i c e  due t o  needed 

r e p a i r s  f o r  more t h a n  24 hours is r epo r t ed  on t h i s  l i s t .  This 

could be  subdiv ided  and repor ted  as locomotives ,  revenue f r e i g h t  

c a r s ,  non-revenue f r e i g h t  c a r s  and passenger  equipment. The bad 

o rde r  r a t i o  is reviewed along wi th  t h e  MOE r a t i o .  The com- 

p a r i s o n  is made t o  de te rmine  i f  t h e r e  may be p o t e n t i a l  problems 

i n  t o o  l i t t l e  being s p e n t  on equipment r e p a i r s .  A s  repor ted  i n  

a r e c e n t  f e d e r a l  r e p o r t ,  t h e  U.S. average  bad-order r a t i o  f o r  

f r e i g h t  c a r s  and locomotives  v a r i e d  from about 5.5% t o  8.2% 

between 1972 and 1977. Ra t io s  of 9% o r  above were considered 

h i g h  by t h a t  r e p o r t .  However, t h e  U.S. C l a s s  I r a i l r o a d  

locomotive  bad-order r a t i o  repor ted  i n  t h e  Harvard Business  

School Alaska Ra i l road  Study,  Spr ing 1982 was 10%.  The ARR 

bad-order r a t i o  f o r  locomotives  was 16% a t  t h a t  time. New 

equipment has  been acqu i r ed  by t h e  ARR s i n c e  t h a t  t ime,  and some 

o l d e r  equipment has  been r e t i r e d .  

c. T r a n s p o r t a t i o n  R a t i o s  

The t r a n s p o r t a t i o n  r a t i o  is determined by d i v i d i n g  t h e  

t r a n s p o r t a t i o n  expense by t o t a l  ope ra t ing  revenues. I n  1983 t h e  

u.S. C l a s s  I r a i l r o a d s  t r a n s p o r t a t i o n  r a t i o  was approximately  

43%. I n  1983 t h e  ARR t r a n s p o r t a t i o n  r a t i o  was about 42%. The 

June, 1985 year - to -da te  ARR t r a n s p o r t a t i o n  r a t i o  is 35%. 



The average f r e i g h t  c a r l o a d  i n  t o n s ,  t h e  average f r e i g h t  

t r a i n  load,  and t h e  average number of c a r s  pe r  t r a i n  a r e  

s t a t i s t i c s  t h a t  a l s o  p rov ide  measures  of t r a n s p o r t a t i o n  

e f f i c i e n c y .  

I n  1983 t h e  average weight of a c a r l o a d  of f r e i g h t  f o r  U.S. 

C l a s s  1 r a i l r o a d s  was 68.0 t o n s .  By d i v i d i n g  t h e  f r e i g h t  t o n s  

by f r e i g h t  c a r l o a d s  h4ndled (Table  4 - l ) ,  it can be determined 

t h a t  i n  1983 t h e  average ca r load  weight  on t h e  ARR was 71.8 

t o n s ,  and i n  1984 t h i s  i nc reased  t o  77.9 t o n s .  From Table 3-6 

t h i s  appears  t o  be  due t o  an i n c r e a s e  i n  shipments  of sand and 

g r a v e l ,  u n f o r t u n a t e l y  a low revenue commodity. 

The average f r e i g h t  t r a i n  load  f o r  U . S .  C l a s s  1 c a r r i e r s  was 

2,432 t o n s  i n  1983. The d i v i s i o n  o f  f r e i g h t  ton-miles .by 

revenue f r e i g h t  t r a i n - m i l e s  r e v e a l s  an  average  f r e i g h t  t r a i n  

load f o r  t h e  ARR i n  1984 of 1,629 tons .  

The average number of c a r s  p e r  t r a i n  i s  computed by d iv id ing  

f r e i g h t  ca r -mi les  by f r e i g h t  t r a in -mi l e s .  These s t a t i s t i c s  a r e  

miss ing  from t h e  c u r r e n t  ARR r e p o r t i n g  d a t a .  The average  ca r -  

l o a d s  pe r  t r a i n  can be determined by d i v i d i n g  t h e  f r e i g h t  t r a i n  

load  by t h e  average c a r l o a d  weight.  This  produces  an  average of 

15.8 c a r l o a d s  i n  1983 and 15.2 c a r l o a d s  i n  1984, approximately 

one- h a l f  t h e  U.S. average of 30. The more r e s t r i c t i v e  grades ,  

an i n c r e a s e  i n  t h e  number of l a r g e r  cars, and a g r e a t e r  percen- 

t a g e  of heav ie r  commodities being handled such a s  sand and 

g r a v e l  and c o a l  cou ld  account  f o r  t h e  c a r l o a d  c h a r a c t e r i s t i c s  t o  

d a t e  on t h e  ARR. 

d. General  and Admin i s t r a t i ve  (G&A) Ra t io  

The G&A r a t i o  is determined by d i v i d i n g  G&A expenses by 

t o t a l  ope ra t ing  revenues.  The U.S. C l a s s  1 r a i l r o a d s  G & A  average 



was approximately  9.4% i n  1983, t h e  G&A r a t i o  ( i n c l u d i n g  t r a f f i c  

o r  market ing c o s t s )  f o r  t h e  ARR i n  1983 was about  14.5%. The 

year - to -da te  June  1985 G & A  r a t i o  f o r  t h e  ARR is 17%. The smal le r  

revenue base  of t h e  ARR compared t o  a l l  U.S. C l a s s  1 r a i l r o a d s ,  

combined wi th  con t inu ing  a d m i n i s t r a t i v e  c o s t s  a s s o c i a t e d  wi th  

t h e  ARR t r a n s f e r  t o  S t a t e  ownership, would c a u s e  t h e  ARR r a t i o  

t o  be  s l i g h t l y  h ighe r .  

3. Q L k r  Performance Data  

S e v e r a l  o t h e r  annual  s t a t i s t i c s  can a i d  i n  e v a l u a t i n g  

o v e r a l l  performance. 

a. Opera t ing  Revenue/Cost Pe r  Employee 

The U.S. C l a s s  1 r a i l r o a d s  o p e r a t i n g  revenue p e r  employee i n  

1983 was about $83,000. The 1983 ARR average was $76,300, whi le  

t h e  ARR y e a r  f o r e c a s t  f o r  1985 is about $112,000 p e r  employee. 

The revenue p e r  ton-mile f o r  ARR i n  1983 and 1984 was 8.01 and 

7.10 c e n t s  wh i l e  t h e  U.S. Class  1 average  i n  1983 was 3.1 c e n t s  

o r  l e s s  than  h a l f .  

The average  c o s t  p e r  employee f o r  a l l  U.S. C l a s s  1 r a i l r o a d s  

i n  1980 was $24,700 and t h e  ARR average  employee c o s t  was 

$37,000. The 1983 es t imated  U.S. average  was $32,125. The 1985 

e s t ima ted  ARR c o s t  p e r  employee is $64,900, which r e f l e c t s  t h e  

h ighe r  wage s c a l e  i n  Alaska. 

The 1985 e s t ima ted  t o t a l  personne l  s a l a r y  and wages f o r  t h e  

ARR of $35,700,000 is about 58% of t o t a l  o p e r a t i n g  revenue. 

R a i l r o a d s  t y p i c a l l y  t r y  t o  keep employee c o s t s  a t  5 0 %  o r  less  of 

o p e r a t i n g  revenues,  s o  t h a t  s u f f i c i e n t  funds  can be a v a i l a b l e  

f o r  m a t e r i a l s  needed f o r  main ta in ing  t r a c k  and equipment and f o r  

c a p i t a l  improvements. 



Tota l  number of employees p e r  m i l e  o f  t r a c k  is a l s o  a mea- 

s u r e  f o r  comparing s t a f f i n g .  I n  1983 t h e  U.S. C l a s s  1 average 

employees pe r  m i l e  of t r a c k  was about  2.0. The 1985 ARR number 

of employees i s  about  1.0, which i n c r e a s e s  t o  approximately 1.3 

when temporary employees a r e  inc luded .  

b. Track Mate r i a l  

The d a t a  on t h e  number of c r o s s  t ies  i n s t a l l e d  annua l ly ,  and 
t h e  m i l e s  of new r a i l  l ayed ,  when cons ide red  over  a per iod of 

s e v e r a l  y e a r s ,  can s e r v e  a s  a gu ide  t o  t h e  long-term f i n a n c i a l  

h e a l t h  of t h e  r a i l r o a d  and t o  its p o l i c i e s .  Under i d e a l  

c o n d i t i o n s ,  a r a i l r o a d ' s  maintenance program w i l l  provide f o r  

meeting t h e  normalized maintenance requirements .  Normalized 

maintenance i s  &f ined  a s  t h a t  which meets  t h e  average annual 
V 

t r a c k  m a t e r i a l  replacement requi reLent ,  and a t  a l e v e l  t h a t  

keeps t h e  t r a c k  a t  t h e  d e s i r e d  s t anda rd .  Th i s  is determined by 

d i v i d i n g  t h e  t o t a l  m a t e r i a l  u n i t s  by t h e  average  l i f e .  Where 

c y c l i c  work is performed, an a l lowance is made f o r  a l l  ma te r i a l  

i tems f o r  t h e  average  annual  requi rement  over  t h e  prescr ibed  

c y c l e  t ime.  

According t o  t h e  1984 Alaska Rai l road  Condi t ion  Assessment, 

t h e r e  a r e  approximate ly  1,950,000 c r o s s  t i e s  on t h e  ARR. Using 

a 40 yea r  average  l i f e ,  which would be  t h e  upper l i m i t  of 

average  t i e  l i f e ,  it i s  found t h a t  a t  leas t  48,750 c r o s s  t i e s  

should be i n s t a l l e d  annua l ly .  A s  annual  tonnage i n c r e a s e s  on 

some t r a c k  segments,  t h e  l o n g e r  c r o s s  t i e  l i f e  enjoyed i n  t h e  

p a s t  on t h e  ARR can  be expected t o  b e  reduced. The t r a f f i c  

d e n s i t y  by segment shown p r e v i o u s l y  on Table  3-8 r e f l e c t s  t h e  

s i g n i f i c a n t  i n c r e a s e  between Matanuska and s o u t h  of Anchorage 

where heavy g r a v e l  movements occur .  Th i s  tonnage,  coupled with  

t h e  more numerous cu rves  on t h i s  segment, w i l l  n o t  permit  a 4 0  

yea r  t i e  l i f e  i n  t h e  f u t u r e .  



A d e t a i l e d  i n s p e c t i o n  of t r a c k  and t i e s  would prov ide  a 

p r o j e c t i o n  of t h e  average  annual  requi rements ,  bu t  t h i s  t a s k  is  

beyond t h e  scope of t h i s  p r o j e c t .  Although t h e r e  has  been 

e x c e l l e n t  t i e  l i f e  i n  t h e  p a s t ,  s e v e r a l  f a c t o r s  sugges t  reduced 

t i e  l i f e  i n  t h e  f u t u r e .  These f a c t o r s  a r e  t h e  i nc reased  annual 

tonnage on t h e  segments of t h e  main l i n e  w i t h  t h e  s h a r p e s t  

curves ,  t h e  i n c r e a s e  i n  a x l e  l oad ing ,  and poore r  q u a l i t y  t imber 

today compared t o  t h a t  of 30 t o  40 y e a r s  ago. I n  some r ecen t  

s t u d i e s  of t h e  ARR, c r o s s  t i e  l i f e  of l e s s  t h a n  40 y e a r s  (30-35 

y e a r s )  has  been suggested.  

The ARR is c u r r e n t l y  i n s t a l l i n g  about  25,000 c r o s s  t i e s  per  

year  (25,700 i n  1984) .  Even w i t h  an average  c r o s s  t i e  l i f e  of 

40  y e a r s ,  i n s t a l l i n g  25,000 t i e s  p e r  y e a r  is o n l y  about  one-half 

t h e  number r equ i r ed .  An i n c r e a s e  i n  t h e  number of c r o s s  t i e s  

i n s t a l l e d  annua l ly  w i l l  i n c r e a s e  t h e  c u r r e n t  MOW expend i tu re s  

and t h e  r e l a t e d  rat-ios o u t l i n e d  e a r l i e r .  

Fu tu re  expend i tu re s  f o r  r a i l  must a l s o  be  i nc reased  over 

r ecen t  l e v e l s  (49,100 l i n e a r  f e e t ,  o r  4.65 t r a c k  m i l e s  i n  

1984) . A s  shown i n  Table  4-1  t h e  average  f r e i g h t  load  p e r  c a r  

has i nc reased  from 49.6 t o n s  i n  1979 t o  78.0 t o n s  i n  1984, 

thereby i n c r e a s i n g  t h e  average  a x l e  l oad  a t  t h e  same t ime.  The 

d e n s i t y ,  expressed a s  m i l l i o n  g r o s s  ton-miles  p e r  mile p e r  yea r  

(MGTM) , has  i nc reased  s i g n i f i c a n t l y  between Anchorage and 

Matanuska, from 3.28 MGTM i n  1979 t o  13.90 MGTM i n  1984. This 

four - fo ld  i n c r e a s e  i n  d e n s i t y  over  t h i s  segment of t h e  ARR, w i th  

a very  high pe rcen tage  of curves ,  means t h a t  i f  t h i s  l e v e l  of 

t r a f f i c  con t inues ,  t h e  r a i l  m u s t  be  r ep l aced  more f r e q u e n t l y  

than i n  t h e  p a s t .  R a i l  wear fo rmulas  can  be used t o  c a l c u l a t e  

r a i l  l i f e  us ing  speed,  d e n s i t y ,  c u r v a t u r e ,  and a x l e  l o a d s  a s  

in-put .  Field-wear measurements can be made t o  moni tor  wear and 

v a l i d a t e  c a l c u l a t e d  l i f e .  The r e s u l t s  over  a few y e a r s  w i l l  

g i v e  t h e  long term r a i l  replacement requi rements  f o r  t h e  v a r i o u s  



t r a c k  segments. I t  now appears  t h a t  i nc reased  r a i l  replacement 

and c r o s s  t i e  renewals  i n  c e r t a i n  t r a c k  segments, e s p e c i a l l y  

between Matanuska and Anchorage, a r e  c r i t i c a l  f o r  t h e  f u t u r e  
v i a b i l i t y  of  t h e  r a i l r o a d .  The c o s t  o f  more f r e q u e n t  t r a c k  

s u r f a c i n g ,  d i t c h i n g  and bank widening r equ i r ed  on t h e  ARR due t o  

s e v e r e  weather ,  rugged t e r r a i n  and unique s u b s o i l  c o n d i t i o n s  has  

been absorbed i n  t h e  p a s t  a t  t h e  s a c r i f i c e  o f  r a i l  and c r o s s  t i e  

renewals.  T h i s  has  been p o s s i b l e  wi th  t h e  r e l a t i v e l y  low ton-  

nage, l i g h t  a x l e  l o a d s  and t h e  f a c t  t h a t  t h e  m a j o r i t y  of t h e  

r a i l r o a d  was r e b u i l t  wi th  new 115 l b .  r a i l  between 1949 and 1954 

and t h a t  most of  t h e  c r o s s  t i e s  have been i n s t a l l e d  s i n c e  t h a t  

time . However, w i th  t h e  heav ie r  c a r s  and increased  d e n s i t y ,  

p r o v i s i o n s  f o r  i nc reased  expend i tu re s  f o r  r a i l  and c r o s s  t i e s  

should be  inc luded  i n  f u t u r e  budgets.  

c .  Derai lment  and Accident  Data 

Report ing on t h e  number of de ra i lmen t s  and t h e  cause  of each 

can h e l p  i d e n t i f y  problem a r e a s .  Derai lment  causes  a r e  c l a s s i -  

f i e d  a s  t r a c k ,  equipment, human e r r o r  o r  o t h e r .  Others  i nc lude ,  

f o r  example: weather ,  a c t s  of  God, and h i t t i n g  animals  (moose). 

Between January  1, and August 8, 1985 t h e r e  were 40 de ra i lmen t s ,  

15 (38%)  t r a c k  r e l a t e d ,  4 ( 1 0 % )  equipment, 7 (17%)  human e r r o r ,  

and 1 4  (35%)  o t h e r .  The monitoring of de ra i lmen t s  is normal ly  a 

f u n c t i o n  of o p e r a t i n g  management due t o  t h e  requi red  i n t e r p r e -  

t a t i o n  of d a t a  f u r n i s h e d  and needed c o r r e c t i v e  a c t i o n .  The 

v a r i o u s  p e r c e n t a g e s  do provide  a guide as t o  where emphasis 

should  b e  p l aced .  However, i f  t h e  number of d e r a i l m e n t s  due t o  

equipment f a i l u r e s  o r  t o  t r a c k  inc rease ,  a de t e rmina t ion  as t o  

t h e  adequacy o f  expend i tu re s  would be i n  o rde r .  

I n d u s t r y  s a f e t y  r eco rds  measure a c c i d e n t s  o r  i n j u r i e s  p e r  

thousand man-hours of  work (which is  a f u n c t i o n  of t h e  number of 

employees).  The ARR has  performed we l l  i n  t h i s  a r e a  i n  t h e  p a s t  



acco rd ing  t o  t h e  1984 Annual Report  and rece ived  n a t i o n a l  

r ecogn i t i on .  

C u r r e n t l y  t h e  ARRC provides  d a t a  t o  t h e  Board of D i r e c t o r s  

f o r  i t s  review. Q u a r t e r l y  F inanc ia l  S ta tement  p repared  f o r  t h e  

Board c o n s i s t  of t h e  fo l lowing:  

Summary 

* 1985 Performance Analysis  of revenue c o s t s  and expenses 
* P r o j e c t  to-  ate C a p i t a l  Performance Summary 

Balance Shee t  

* Support ing Notes 

* Lease D i s c l o s u r e  Schedule 

* Statement  of Retained Earnings 

Opera t ing  

* Graph of Actual  v s  Budget Income 

* Statement  of Income 

* Revenues by Commodity, Passenger,  Real E s t a t e  and Other 

* Expense by Department 

C a p i t a l  
* ~ r a p h  of C a p i t a l  Expenditures,  Budget v s  Actual  

* P r o j e c t  t o  Date  C a p i t a l  Performance Summary 

L i s t  of C a p i t a l  P r o j e c t s ,  Budget v s  Actual  

Appendix 

* Graph - Monthly Bank Balance 

P a s t  Annual Repor t s  have included,  among o t h e r  t h i n g s ,  t h o s e  

i t ems  found i n  Tab le s  3-8, 3-9, and 4-1. I n  o t h e r  words, t h e  

ARR does  have a g r e a t  d e a l  of in format ion  a v a i l a b l e  which, when 

p r e s e n t e d  i n  a  comparable and con t inu ing  f a sh ion ,  can  b e  very 

u s e f u l  t o  t h e  Board of D i r ec to r s .  



Based on t h i s  review of p o s s i b l e  performance i n d i c a t o r s  and 
based on d a t a  t h a t  is known o r  be l i eved  t o  e x i s t ,  it i s  recom- 
mended t h a t  t h e  ARRC p r e p a r e  a  s e t  o f  i n d i c a t o r s  t h a t ,  over 

t ime,  can be  used t o  a s s e s s  t h e  r a i l r o a d ' s  performance. A 

computer program could be developed t h a t  would deve lop  t h e s e  

i tems,  a t  very  l i t t l e  c o s t  t o  anyone s i n c e  t h e  b a s i c  d a t a  

a l r e a d y  e x i s t s .  The suggested i n d i c a t o r s  a r e  p re sen ted  on Table 

4-3. I t  should be emphasized t h a t  t h e  suggested i n d i c a t o r s  

i n c l u d e  no t  only  f i n a n c i a l  i n d i c a t o r s  bu t  a l s o  o p e r a t i o n a l ,  

u t i l i z a t i o n ,  s a f e t y  and maintenance i n d i c a t o r s .  Once t h e s e  d a t a  

c a l c u l a t i o n s  a r e  computerized,  t hey  shou ld  be made a v a i l a b l e  t o  

t h e  ARRC Board of D i r e c t o r s  and o t h e r  ARRC management personnel  

on a  cont inu ing  b a s i s .  



Table 4-3 

SUGGESTED ARR PERFORMANCE INDICATORS 

*Railroad Miles 
*Track Milesfl) 
*Gross Revenues (Million) 
*Operating Revenues (Million) 
*Operating Expenses (Million) 
*Net Railway Operating Income (Million) 
*Net Other Income (Million) 
*Total Net Income (Million) 
*Depreciation (Million) 
*Net Income After Depreciation (Million) 
*Net Investment Operating Property (Million) 
*Rate of Return 
*Freight Revenues (Million) 
*Freight Tons (Million) 
*Freight Tons-Miles (Million) 
*Freight Revenue per Ton-Mile (Cents) 
*Average Length of Haul (Miles) 
*Freight Carloads Handled (Thousands) 
*Passenger Revenues (Million) 
*Passenger Expenses 
*Gross Ton-Miles (Million) 
Average Freight Load per Car 
Density by Track Segment 
*Operating Expenses (Thousand) 
*Maint.-of-Way & Structures 
*Maint.-of-Equipment 
*Transportation 
*General & Administrative 
*Operating Ratio 
*Maintenance-of-Way Ratio 
*Maintenance-Of-Equipment 
*Transportation Ratio 
*General & Administrative 
*Average Number of Employees 
*Average Bad-Order Ratio 
Average Freight Train Load 
Operating Revenue per Employee (Thousand) 
Average Cost per Employee (Thousand) 



Table 4-3 

SUGGESTED ARR PERFORMANCE INDICATORS 
(cont inued)  

Average Number of Employees/per 
Mile of Track 

Average Number of Maint.-of-Way 
Employee pe r  Mile of Track 

Cross  T i e s  I n s t a l l e d  
Track Miles (.5 X r a i l  miles) of 

R a i l  Laid 
Number of Derai lments  by Cause 

Track 
Equipment 
Human Er ro r  
Other 

(1) Inc ludes  3.8 m i l e s  on Suntrana Branch now o u t  o f  s e r v i c e  
(2)  Deprec ia t ion  shown with  expenses i n  1984 
(3 )  Densi ty  by segment repor ted  s e p a r a t e l y  

Note: A l l  of t h e  performance i n d i c a t o r s  should  be made a v a i l a b l e  
t o  department heads and middle management. Those des ig-  
na ted  by an a s t e r i s k  * should be  made a v a i l a b l e  t o  t h e  
Board of D i r e c t o r s .  

SOURCE: Wilbur Smith and Assoc i a t e s  



GLOSSARY OF TERMS' 

U t e  of - The r a t e  of r e t u r n  on n e t  investment  (ROI) 
and i s  t h e  r e l a t i o n s h i p  of n e t  ra i lway  o p e r a t i n g  income t o  n e t  
investment i n  t r a n s p o r a t i o n  p rope r ty .  

e n t  RaLb - The r a t i o  of c u r r e n t  assets t o  c u r r e n t  l i a -  
b i l i t i e s ,  t h e  measure of t h e  a b i l i t y  of  a  company t o  meets i t s  
s h o r t  term o b l i g a t i o n s .  

QDeratina - The r a t i o  of ra i lway  o p e r a t i n g  expenses t o  
ra i lway  ope ra t ing  income. 

- - Maintenance - The r a t i o  of maintenance-of-way 
and s t r u c t u r e s  expense t o  r a i lway  o p e r a t i n g  income. 

- The r a t i o  of maintenance of 
equipment expense t o  r a i lway  o p e r a t i n g  income. 

- The t r a n s p o r t a t i o n  expense d iv ided  by 
ra i lway  ope ra t ing  income. 

and -ive BptiD - G&A expenses d iv ided  by 
ra i lway  o p e r a t i n g  income. 

e r  BntiD - The u n s e r v i c e a b l e  equipment a s  a  p e r c e n t  
of t h e  t o t a l  equipment on l i n e .  Equipment is subdiv ided  and 
r e p o r t e d  a s  l o c o m o t i v e ,  revenue f r e i g h t  c a r s ,  non-revenue 
f r e i g h t  c a r s  and passenger  equipment. 

m e  D- - Expressed a s  m i l l i o n  g r o s s  ton-miles p e r  mi le  
pe r  yea r  (MGTM) . 

ad Nj&s - A s  used h e r e  is r o u t e  miles o r  main l i n e  
miles a s  opposed t o  t r a c k  m i l e s  which i n c l u d e  a l l  main t r a c k s ,  
pa s s ing  t r a c k s  and ya rd  t r a c k s  and s i d i n g s .  

Maintenance - The average  annual  expend i tu re  
which meets t h e  average  annual  t r a c k  m a t e r i a l  replacement 
requirement  and a t  a  l e v e l  t h a t  keeps  t h e  t r a c k  a t  t h e  d e s i r e d  
s t anda rd  o r  l e v e l  of ope ra t ion .  T h i s  average  annual  expense 
i n c l u d e s  a c t u a l  expenses p l u s  an a l lowance f o r  t h o s e  items 
worked on a  l onge r  c y c l e  b a s i s ,  such as, c r o s s  t i e  renewals,  
s u r f a c i n g  and l i n i n g ,  road c r o s s i n g  r e p a i r s ,  d i t c h i n g  and b r idge  
maintenance. 





V. RAIL LINE EXTENSION PROCESSES AND CRITERIA 

The Alaska R a i l b e l t ,  t h e  a r e a  a d j a c e n t  t o  t h e  Alaska Rai l -  
road (ARR), covers  o n l y  a  ve ry  s m a l l  p o r t i o n  of t h e  S t a t e .  The 

R a i l b e l t  c o n t a i n s  t h e  m a j o r i t y  of  t h e  S t a t e ' s  popula t ion ,  com- 
merce, and indus t ry .  However, t h e  g r e a t e r  expanses of Alaska 
n o t  w i t h i n  t h e  R a i l b e l t  c o n t a i n  most of  t h e  S t a t e ' s  n a t u r a l  re- 
sou rces  - t h e  c o a l ,  z i n c ,  l e a d ,  copper,  petroleum, t imber and 
o t h e r  r e sou rces  t h a t  need t r a n s p o r t a t i o n  i n f r a s t r u c t u r e  i f  they 
a r e  t o  be  developed. 

Now t h a t  t h e  S t a t e  owns t h e  ARR, it a n t i c i p a t e s  t h a t  a n  in- 
c r e a s i n g  number of p r o p o s a l s  w i l l  be  advanced t o  ex tend  t h e  r a i l -  
road t o  a c c e s s  t h e s e  r e sou rces .  Some proposa ls  may be f o r  t h e  
ex t ens ion  of t h e  ARR i n t o  new a r e a s  of t h e  S t a t e ;  o t h e r s  may be 
f o r  new r a i l  l i n e s  which connect  t h e  minera l  r e sou rces  wi th  a  
t i d e w a t e r  p o r t ,  w i th  no i n t e r c o n n e c t i o n  being provided wi th  t h e  
ARR. I f  new p roposa l s  a r e  for thcoming,  t h e y  w i l l  be added t o  a 

number of e x t e n s i o n  p r o p o s a l s  promoted over  t h e  years .  

When t h e  Fede ra l  government owned and opera ted  t h e  ARR, 

t h e r e  was l i t t l e  i n c l i n a t i o n  t o  cons ide r  extending t h e  r a i l r o a d  
t o  a c c e s s  Alaska ' s  n a t u r a l  resources .  A s  a  r e s u l t ,  t h e r e  was no 
need t o  e s t a b l i s h  a mechanism whereby ex t ens ion  p roposa l s  could 
be s y s t e m a t i c a l l y  p u t  f o r t h ,  s t u d i e d ,  and d e c i s i o n s  made. The 
r e s u l t  was t h a t  each  e x t e n s i o n  was o f f e r e d  and considered on an 
i n d i v i d u a l  b a s i s ,  w i thou t  any t y p e  of o v e r a l l  program and no 
agreed- to  e v a l u a t i o n  c r i t e r i a .  Consequently, p u b l i c  s e c t o r  
d e l i b e r a t i o n s  were on an  i n d i v i d u a l ,  l i n e  item budget b a s i s ,  i f  

a t  a l l .  



The purpose of t h i s  Report S e c t i o n  is t o  review t h e  p roces s ,  
i f  any, by which r a i l  ex t ens ion  p r o j e c t s  a r e  c u r r e n t l y  consid-  

e r e d ,  and s u g g e s t  an o r d e r l y  p roces s  -- o n e  based on procedures  
and c r i t e r i a  which should l ead  t o  p ruden t  investment  d e c i s i o n s  

i n  t h e  f u t u r e .  

. . 
B. Exlstlna Previous  

While on ly  t h e  Anchorage and Fairbanks a i r p o r t  s p u r s  and t h e  
W h i t t i e r  and E ie l son  Ai r  Force Base e x t e n s i o n s  have been b u i l t  

s i n c e  t h e  b a s i c  l i n e  from Seward t o  Anchorage t o  Fa i rbanks  was 

completed i n  1923, a  number of p o s s i b l e  e x t e n s i o n s  have been 

d i scussed ,  contemplated,  s tud i ed  and debated.  Some have been 

g iven  c o n s i d e r a b l e  s tudy ,  o t h e r s  have r ece ived  s c a n t  cons idera -  

t i o n .  There has  been no comparable o r  comprehensive a n a l y s i s  of  

t h e  v a r i o u s  p roposa l s ,  and most l i n g e r  on, w i t h  n e i t h e r  a  

d e c i s i o n  being made t o  proceed nor  t e r m i n a t e  c o n s i d e r a t i o n .  

Seven b a s i c  ex t ens ion  o p t i o n s  t h a t  have been cons idered  over  

t h e  y e a r s  a r e  d e p i c t e d  on F igure  5-1. Th i s  map p r e s e n t s  t h e  

p r i n c i p a l  c o r r i d o r  s e l e c t i o n s ,  and i n c l u d e s  many of t h e i r  a l t e r -  
* 

n a t i v e  a l ignments .  The r a i l  l i n e s  range from t h e  very  long t o  

t h e  r a t h e r  s h o r t ,  and inc lude :  

- 1. Alaska - some 297 m i l e s  of  

new r a i l r o a d  c o n s t r u c t i o n  i n  Alaska,  p l u s  t h e  a d d i t i o n a l  

mileage of t h e  Canadian p o r t i o n ,  t o  connect  t h e  Alaska Ra i l -  

road w i t h  t h e  Canadian and U.S. r a i l  networks and p o t e n t i a l  

mines i n  t h e  "Del ta  Be l t "  and S l a t e  Creek. The a l ignment  

s t u d y  f o r  t h i s  r o u t e  has been completed and a p p l i c a t i o n  has  

been made f o r  right-of-way. 

2. - a  new r a i l  l i n e  t o  t h e  n o r t h ,  pos s i -  

b l y  a l l  t h e  way t o  t h e  A r c t i c  Ocean o i l  f i e l d s ,  t o  s e r v e  

t h o s e  f i e l d s  and t o  open t h e  a r e a  t o  development. 







3 .  Extension. t o  Seward Peninsula  - an 880 mile  ex tens ion  

west  through Tanana and on t o  a  west  c o a s t  p o r t ,  in tended t o  

both  open t h e  a r e a  t o  resource  development and t o  c r e a t e  a  
new sh ipp ing  p o r t .  

4 .  Ex tens ion  Northblest t o  &Uer D i s t w -  a  new l i n e  t o  pene- 

t r a t e  a  major p o t e n t i a l  o r e  mining a r e a  near  P i c n i c  Creek, 

B o r n i t e ,  and Kobuk. ' 

5. W g a  Coal F i e l d s  Rail - a  r a t h e r  s h o r t  ex t ens ion  t o  

t h e  west of Anchorage t h a t  would p e n e t r a t e  a  major to-be- 

developed c o a l  f i e l d .  

6 .  W Arm CrosS ing  - The a d d i t i o n  of a  r a i l  c r o s s i n g  t o  t h e  

planned highway c r o s s i n g  of Knik Arm, t o  c r e a t e  ope ra t ing  

e f f i c i e n c i e s  f o r  t h e  Alaska Rai l road .  - 
. . i Ext- 7.  . U h . s k  - A new l i n e  from Seward o r  Moose Pas s  t o  

t h e  refinery/petroleum/industrial a r e a  n e a r  N i k i s k i  and 

Kenai. 

Other e x t e n s i o n  p roposa l s  have been advanced, bu t  t h e s e  

seven r e f l e c t  t h e  major ones  t h a t  have been proposed over  t h e  

y e a r s .  I f  an e x t e n s i o n  e v a l u a t i o n  p roces s  and e v a l u a t i o n  

c r i t e r i a  a r e  t o  be  e s t a b l i s h e d ,  such techniques  should  be 

capab le  of e v a l u a t i n g  a l l  ex t ens ion  t y p e s  -- hardrock minera l  

and pe t ro leum r e s o u r c e  p e n e t r a t i o n ;  e f f i c i e n c y  ex t ens ions ;  

a c c e s s  t o  p o r t s ;  connec t ions  w i th  o t h e r  r a i l r o a d s  and/or w i t h  

o t h e r  t r a n s p o r t a t i o n  systems; and r e g i o n a l  access/development 

r a i l  l i n e s .  

Following i s  a  b r i e f  d e s c r i p t i o n  of t h e  major ex t ens ion  pro- 

p o s a l s  i nc lud ing  t h e  s t u d i e s  t h a t  have been conducted r e l a t i v e  

t o  each and a  review of t h e  d e l i b e r a t i o n  and c o n s i d e r a t i o n  



proces s  u t i l i z e d  i n  each s tudy .  This  review is intended t o  

e x p l a i n  t h e  procedures  t h a t  have been fol lowed.  The review 

should n o t  be viewed i n  any way a s  an e v a l u a t i o n  o r  an opinion 

regard ing  t h e  f e a s i b i l i t y  of  any s p e c i f i c  r a i l  l i n e  ex tens ion .  

The Alaska Ra i l road  does n o t  p h y s i c a l l y  connect  w i th  r a i l -  

roads  i n  Canada o r  t h e  "Lower 48" except  by barge connect ions .  

There has  long been i n t e r e s t  i n  p rov id ing  such a r a i l r o a d  con- 

n e c t i o n ;  an i n t e r e s t  t h a t  has  heightened s i n c e  t h e  mid-1970's. 

I n  1942, a  m i l i t a r y  a l ignment  reconnaissance was made f o r  a 

1,417 mi l e  r a i l r o a d  connect ing P r i n c e  George, B r i t i s h  Columbia, 

w i th  Fa i rbanks  t o  be  known as t h e  Trans-Canada, Alaska Rai l -  

road.  The l i n e ,  which was t o  be cons t ruc t ed  f o r  m i l i t a r y  pur-  

poses ,  was a c t u a l l y  g iven  t h e  go-ahead i n  February,  1943 wi th  

c o n s t r u c t i o n  beginning i n  May o f  t h a t  year .  Meanwhile, m i l i t a r y  

succes ses  diminished t h e  need f o r  t h e  l i n e  w i th  t h e  r e s u l t  t h a t  

t h e  p r o j e c t  was p l a c e d  on hold and has s i n c e  n o t  been 

r e a c t i v a t e d .  

I n  1949, Congress sought  n e g o t i a t i o n s  w i th  Canada f o r  econo- 

mic surveys .  I n  1957, t h e  Alaska I n t e r n a t i o n a l  R a i l  and Highway 

Commission was e s t a b l i s h e d  and by law was r equ i r ed  t o  make " a  

thorough and complete  s t u d y  of t h e  economic and m i l i t a r y  advan- 

t a g e s  o f  a d d i t i o n a l  highway and r a i l  t r a n s p o r t a t i o n  f a c i l i t i e s  

connec t ing  t h e  c o n t i n e n t a l  U.S.  w i t h  C e n t r a l  Alaskan.  I n  1977, 

t h e  Alaska L e g i s l a t u r e  d i r e c t e d  t h a t  t h e  Alaska Rai l road  evalu-  

a t e  an e x t e n s i o n  t o  t h e  Canadian Border. I n  1981, t h e  S t a t e  

l e g i s l a t u r e  d i r e c t e d  t h a t  an environmental  s t u d y  be conducted 

and t h a t  right-of-way be acqui red  o r  reserved .  E a r l i e r  t h e  S t a t e  

sponsored a con fe rence  d e a l i n g  wi th  an Alaskan Canadian r a i l  

connec t ion  and, more r e c e n t l y ,  s e v e r a l  b r i e f  overview s t u d i e s  

have been conducted ( l i s t e d  on t h e  nex t  page ) .  



a .  Prev ious  S t u d i e s  and D e l i b e r a t i o n  Procedures 

A v a r i e t y  of s t u d i e s  have been made of t h e  Alaska-Canada Cor- 

r i d o r ,  w i t h  most being e i t h e r  b r i e f  and somewhat inexpensive or  

overview s t u d i e s .  There appears  t o  be  no d e f i n i t i v e  s tudy  ana l -  

y s i s  a v a i l a b l e .  Those t h a t  a r e  a v a i l a b l e  a r e :  

* M i l i t a r y  Ra i l road  Reconnaissance (U.S Army) -- 1942. 
* "Alaska-Canada T r a n s c o n t i n e n t a l  R a i l  C o n n e c t i o n  t o  

Contiguous United S t a t e s n  ( S t a t e  of Alaska) -- 1977 
* "Through R a i l  Route t o  Alaska" (Ward & Assoc ia t e s ,  L td . )  -- 1977. 
* "The Alaska Rai l road  Connection" (B.C.  Railway) -- 1977. 
* "Alaska Ra i l road  Extension:  E ie l son  t o  Canadian Border, 

P r o j e c t  X20089" ( S t a t e  of Alaska) -- 1979. 
* "The A l a s k a  R a i l r o a d "  (Alaska Senate ,  Committee on 

T r a n s p o r t a t i o n )  -- 1979. 
* " T r a n s p o r t a t i o n  Systems Planning f o r  Alaskan (Un ive r s i t y  

of Alaska) -- 1979. 
* " F e a s i b i l i t y  Study,  Proposed Extension of t h e  Alaska 

R a i l r o a d  f rom E i e l s o n  AFB t o  t h e  Canadian Bordern 
( L e g i s l a t i v e  A f f a i r s  Agency, S t a t e  of Alaska) -- 1980. 

* " I n t e r i o r  Alaska Transpor t a t i on  Study" ( S t a t e  of Alaska) -- 1982. 
* "Alaska Ra i l road  Extension:  E ie l son  t o  t h e  Canadian 

Border,  Environmental Assessmentn ( S t a t e  of Alaska) -- 
1983. 

The e a r l y  1942 m i l i t a r y  s tudy  comprised on ly  a f i e l d  evalua- 

t i o n  of r a i l r o a d  a l ignments .  I t  sought  t o  d e p a r t  from t h e  e x i s t -  

ing  Alaska Ra i l road  a t  Rex, proceed t o  Tok, and t o  con t inue  t o  

Watson Lake, Canada. The more r e c e n t  s t u d i e s ,  however, have 

moved t h e  p o i n t  of  connec t ion  wi th  t h e  Alaska Rai l road  t o  t h e  

E i e l s o n  A i r  Force Base and Fairbanks a r e a  r a t h e r  t h a n  t o  t h e  Rex 

a r e a .  T h i s  r o u t e  would e n t a i l  t h e  c o n s t r u c t i o n  of some 297 

m i l e s  of t r a c k  i n  Alaska,  568 m i l e s  i n  t h e  Yukon, and about  100 

m i l e s  i n  B r i t i s h  Columbia. The 1977 "Alaska - Canada Trans- 

c o n t i n e n t a l  Report" p r e s e n t s  an e x c e l l e n t  non-quant i f ied over- 

view of t h e  r o u t e  and i t s  p r o s  and cons. " P r o j e c t  X20089" by 

t h e  DOT/PF i n  1979 summarizes a much more in-depth s tudy  of 

p o s s i b l e  r a i l  l i n e  a l ignments  t o  t h e  Canadian Border.  That 



alignment s tudy by t h e  DOT/PF was conducted a t  t h e  reques t  of 

t h e  Tenth Alaska L e g i s l a t u r e  (House B i l l  47 and 481, and t h e  

s tudy  used map s tudy ,  photogrammetric mapping, ground c o n t r o l  
survey,  and t h e  l i k e  -- a l l  in tended  t o  e x p l o r e  f o r  t h e  b e s t  

a l ignment .  There was no s tudy  of need, o r  economics, o r  impact 

-- a t  t h i s  po in t .  A s  a  r e s u l t  of t h i s  a l ignment  s tudy ,  it was 

concluded t h a t  right-ofway through p u b l i c  l a n d s  be  reserved ,  and 

right-of-way through p r i v a t e  l a n d s  be  acqu i r ed .  "The Alaska 

Ra i l roadn  r e p o r t  of 1979 appa ren t ly  suppor t ed  t h e  view t h a t  a  
r a i l  l i n e  should be b u i l t  t o  connect  w i t h  t h e  Lower 48. 

One of t h e  f i r s t  economic s t u d i e s  concern ing  whether such a  

r a i l  l i n k  should be b u i l t  was t h e  U n i v e r s i t y  of A la ska ' s  1979 

"Transpor t a t i ons  System Planning f o r  Alaska" s tudy .  That  s tudy  

exp lo re s  t h e  carg$ t r a f f i c  implicati '$ns'  of  t h e  r a i l  ex tens ion ,  

i n c l u s i v e  of c o s t s  and c o s t  comparisons w i t h  and wi thout  t h e  

r a i l  l i n k .  That  s tudy  i n d i c a t e s  t h a t  ca rgo  o r i g i n a t i n g  o r  

t e rmina t ing  i n  Alaska would f i n d  it d i f f i c u l t  t o  war ran t  t h e  

r a i l  l i n k .  The 1980 s tudy  f o r  t h e  S t a t e  L e g i s l a t i v e  A f f a i r s  

Agency c a r r i e s  t h e  a n a l y s i s  one s t e p  f u r t h e r  i n  t h a t  it a t t empt s  

t o  i d e n t i f y  cargo % t h a t  might be  c a r r i e d  on t h e  T ranscon t inen ta l  
d 

r a i l  route. ,  ~owev'er ,  t h e  cargo e s t i m a t e s  a r e  r e a l l y  assumptions 

r a t h e r  than e s t i m a t e s .  The nex t  a n a l y s i s  " I n t e r i o r  Alaska Trans- 

p o r t a t i o n  Study" of 1982 conducted a  comprehensive b e n e f i t - c o s t  

s tudy  of a  v a r i e t y  of r a i l r o a d  e x t e n s i o n s  and found t h a t  a n  

ex t ens ion  from E ie l son  t o  t h e  De l t a  B e l t  (a long  t h e  proposed 

t r a n s c o n t i n e n t a l  r o u t e )  i s  t h e  b e s t  of t h e  v a r i o u s  r a i l  propo- 

s a l s  i n  Alaska ' s  I n t e r i o r  s i n c e  t h e r e  is some r eason  f o r  t h e  

l i n e  and i t s  c o s t s  a r e  w i t h i n  reason.  It a l s o  s u g g e s t s  t h a t  

t h i s  ex t ens ion  is s t i l l  i n f e a s i b l e  a t  p r e s e n t .  Tha t  s tudy  d i d  

n o t  ana lyze  t h e  ex t ens ion  a l l  t h e  way t o  t h e  Canadian Border. 

The s tudy  a l s o  t i e d  t h e  e x t e n s i o n ' s  economic b e n e f i t s  on ly  t o  

t h e  immediate and !known u s e r s  o r  u se r  t y p e s  -- mining companies 



and a g r i c u l t u r e .  The f i n a l  s tudy  conducted r e l a t i v e  t o  t h e  t r a n s -  

c o n t i n e n t a l  r a i l  l i n k  is an environmental  assessment  conducted 

i n  1985 by t h e  Alaska DOT/PF. I t  is a  good comprehensive review 
of t h e  environmental  i s s u e s  and p o t e n t i a l  impacts,  and it repre-  

s e n t s  t h e  f i r s t  s e r i o u s  environmental  review done r e l a t i v e  t o  

any of t h e  c u r r e n t l y  envisaged r a i l  l i n e  ex t ens ions .  

b. T ranscon t inen ta l  R a i l  Link Extension P roces ses  

The t r a n s c o n t i n e n t a l  i s s u e  is  complex, g iven  t h a t  two na- 

t i o n s  ( t h e  United S t a t e s  and Canada) a r e  involved .  I t  a l s o  

appears  t h a t  t h e r e  has  never been an in-depth s t u d y  of t h e  "who 

w i l l  b e n e f i t  mostn i s s u e .  Rather,  t h e r e  have on ly  been l i m i t e d  
scope and somewhat s p e c i a l i z e d  s t u d i e s ,  some of which merely 

r e w r i t e  what o t h e r  s t u d i e s  p rev ious ly  d i scovered .  Desp i te -  t h i s  

l a c k  of major s tudy ,  o r  a n a l y t i c a l l y  d e t a i l e d  work, a t t e m p t s  t o  

make d e c i s i o n s  and t o  proceed have occurred.  It would appear  

t h a t  t h e  p o l i t i c a l  p roces s  was i n  t h e  l e a d ,  fo l lowed somewhat 

d i s t a n t l y  by t h e  s tudy  and p r o f e s s i o n a l  i n v e s t i g a t i o n  process .  

I t  appea r s  t h a t  t h e  t r a n s c o n t i n e n t a l  r a i l  l i n k  was n o t  sub jec t ed  

t o  unbiased in-depth s tudy  and was n o t  a s s e s s e d  i n  accordance 

wi th  o b j e c t i v e  e v a l u a t i o n  c r i t e r i a  o r  procedures .  

2.  p o r t h  w e  Extension 

Beginning i n  t h e  l a t e  19601s ,  a t t e n t i o n  was focused on t h e  

North S lope  o i l ,  t h e  methods of c a r r y i n g  i t  t o  market ,  and t h e  

t r a n s p o r t a t i o n  system needed t o  suppor t  t h e  petroleum f a c i l i -  

t ies.  S e v e r a l  t r a n s p o r t a t i o n  f a c i l i t i e s  ( t h e  Alyeska p i p e l i n e ,  

t h e  p i p e l i n e  s e r v i c e  road,  and Deadhorse A i r p o r t )  were b u i l t  t o  

s e r v i c e  Prudhoe Bay. No r a i l  l i n e  has  been b u i l t ,  and t h e  

d i s c u s s i o n  concerning t h e  app rop r i a t enes s  of such a  r a i l r o a d  has 

dec l ined  cons ide rab ly  s i n c e  t h e  p i p e l i n e ' s  c o n s t r u c t i o n  and 

o p e r a t i o n .  



a .  Previous  S t u d i e s  and D e l i b e r a t i o n  Procedures  

Seve ra l  s t u d i e s  and groups have pursued a  r a i l r o a d  extension 
t o  t h e  no r th ,  w i th  t h e  fo l lowing  being t h e  most no tab le :  

* "Report of t h e  NORTH Commissionn ( S t a t e  of Alaska) -- 
1970. 

* "Alaska T r a n s p o r t a t i o n  Cor r ido r  Studyn (U.S. Department of 
T r a n s p o r t a t i o n )  -- 1970. 

* "Western and A r c t i c  Alaska T r a n s p o r t a t i o n  Studyn ( S t a t e  of 
Alaska) -- 1981. 

The e a r l i e r  works sought  t o  extend t h e  Alaska Railroad t o  

t h e  no r th .  The most r ecen t  t r a n s p o r t a t i o n  s tudy  p l an  f o r  t h e  

reg ion  d i s c o u n t s  r a i l  a s  a  non-viable mode t o  s e r v e  t h e  region.  

The NORTH ~ o i m i s s i o n  i n  1970 recommended t o  t h e  Governor 

t h a t  "... t h e  f e d e r a l  government should  extend t h e  Alaska Rai l -  

road n o r t h  over  t h e  Brooks Range t o  t h e  o i l  and gas  f i e l d s . . . "  

The Commission a g g r e s s i v e l y  sought  a  r a i l r o a d  r a t h e r  than a 

p i p e l i n e ;  however, t h e  NORTH Commission's views on North Slope 

T r a n s p o r t a t i o n  were n o t  fol lowed.  Then, i n  1970 - 1972, t h e  

"Alaska T r a n s p o r t a t i o n  Cor r ido r  S tudyn  was conducted. This  in-  

depth  s tudy  d e a l t  w i t h  t h e  engineer ing/a l ignment  f e a s i b i l i t y  and 

o p t i o n s  r e l a t e d  t o  b u i l d i n g  a  r a i l  l i n e  d i r e c t l y  t o  t h e  nor th  

and on t o  t h e  North Slope a r e a .  This  s tudy  found t h a t  it i s  

t e c h n i c a l l y  f e a s i b l e  t o  c o n s t r u c t  a  r a i l r o a d  t o  t h e  n o r t h  s i n c e  

it i s  d e f i n i t e l y  f e a s i b l e  from t h e  engineer ing  s t andpo in t .  The 

l i n e  would r e p r e s e n t  581 miles of new r a i l r o a d  and would c o s t  

well i n  exces s  of $1  b i l l i o n  t o  implement. The s tudy  found what 

it b e l i e v e s  i s  t h e  b e s t  r a i l  a l ignment  t o  t h e  no r th ,  and sug- 

g e s t s  t h a t  "I t  is f e a s i b l e ,  from an  engineer ing  s t andpo in t ,  t o  

c o n s t r u c t  and ma in t a in  bo th  r a i l r o a d  and highway f a c i l i t i e s . "  

Desp i t e  t h e s e  p r o - r a i l r o a d  e x t e n s i o n  e n t i t i e s ,  s e v e r a l  exa- 

mina t ions  i n d i c a t e d  t h a t  r a i l  is n o t  t h e  b e s t  mode. The Alyeska 



P i p e l i n e  S e r v i c e  Company decided t h a t  a  s e r v i c e  road was super- 

i o r  t o  a  r a i l  l i n e  f o r  i t s  purpose,  and t h a t  c o n s t r u c t i o n  c o s t  

s av ings  d i d  n o t  j u s t i f y  a  r a i l r o a d .  Furthermore, t h e  1982  

Western and A r c t i c  Alaska T r a n s p o r t a t i o n  Study d i d  n o t  even con- 

s i d e r  a  r a i l  l i n e  t o  t h e  n o r t h  a s  a  s u b j e c t  worth s tudying  ( i t  

d i d  s tudy  t h e  r a i l  o p t i o n  up t o  t h e  Ambler D i s t r i c t  and t o  t h e  

w e s t ) .  I n  o t h e r  words, it would appear  t h a t  a  r a i l  l i n e  exten- 

s i o n  n o r t h  t o  t h e  ~ r c t i c '  r eg ion  has  been superceded by p i p e l i n e  

c o n s t r u c t i o n  even t s .  The s p e c i f i c  r a t i o n a l e  f o r  such a  r a i l  

e x t e n s i o n  no longe r  e x i s t s  -- u n l e s s  one cons ide r s  t h e  b e n e f i t s  

of opening new l a n d s  f o r  development, which s t u d i e s  t o  d a t e  do 

n o t  seem w i l l i n g  t o  do. I n s t e a d ,  t h e  b e n e f i t s  of r a i l  i n  t h e s e  

p r e v i o u s  i n v e s t i g a t i o n s  t y p i c a l l y  a r e  ass igned t o  t h e  c u r r e n t l y  

expected u s e  (e.g. ,  a  mine ra l ,  o r  o i l ,  o r  c o a l )  and i f  t h a t  use  

is i n s u f f i c i e n t  t o  pay f o r  t h e  r a i l ,  t h e  mode is e l imina t ed .  

b. North S lope  ~ x t g n s i o n  P roces ses  

The p roces s  of cons ide r ing  t h e  northward r a i l  ex t ens ion  

appears  t o  have been of a  p o l i t i c a l  c o n s i d e r a t i o n  e a r l y  i n  t h e  

p roces s ,  and then  t o  have been a  p r i v a t e  s e c t o r  c o n s i d e r a t i o n  

( t h e  p i p e l i n e  companies) who a p p a r e n t l y  d i scarded  r a i l  very ear -  

l y  i n  t h e  p roces s ,  and f i n a l l y  t h e  conduct of a  very  d e t a i l e d ,  

very expens ive  government s tudy .  The d e t a i l e d  government s tudy  

was n o t  completed u n t i l  it was t o o  l a t e  (1970 - 7 2 ) ,  and even 

t h a t  s t u d y  d e a l t  w i th  p h y s i c a l  i t ems  such as a l ignments  and t h e  

l i k e ,  r a t h e r  t han  an a l t e r n a t i v e s  a n a l y s i s  o r  a  r a i l  road- 

o r i e n t e d  economic development a n a l y s i s .  I n  o t h e r  words, it 

would appear  t h a t  t h e  s u b j e c t  of a  North Slope-or iented r a i l  

e x t e n s i o n  was never  g iven  s e r i o u s  s tudy  r e l a t i v e  t o  need and 

a p p r o p r i a t e n e s s  -- on ly  an a l ignment  s tudy  was done, and done 

t o o  l a t e  t o  r e s o l v e  any of t h e  p i p e l i n e  o r  p i p e l i n e  c o n s t r u c t i o n  

i s s u e s .  



3 .  Extens ion  West t o  Seward P e ~ i  

An Alaska Rai l road  ex t ens ion  from t h e  v i c i n i t y  of Nenana 
west  t o  t h e  Seward Peninsu la ,  t o  Nome and/or T e l l e r ,  ha s  long 

been a  s u b j e c t  of s tudy ,  a l though  most r e c e n t l y  it has  n o t  been 

a  s u b j e c t  of c u r r e n t  debate .  Such an ex t ens ion ,  which would 

r e q u i r e  some 880 m i l e s  of new r a i l r o a d  c o n s t r u c t i o n  and t h e  

c r o s s i n g  of t h e  Yukon River,  would be one means of enabl ing 

a c c e s s  t o  a  west  c o a s t  p o r t ;  ano the r  method would be  t o  b u i l d  

r a i l  a c c e s s  t o  Tanana on t h e  Yukon River .  

a .  Prev ious  S t u d i e s  and D e l i b e r a t i o n  Pr.ocedures 

The e a r l y  s t u d i e s  of t h i s  c o r r i d o r  were p r i n c i p a l l y  f o r  

m i l i t a r y  reasons ,  were concerned wi th  t h e  d e l i v e r y  of war 

m a t e r i p l  t o  t h e  west  c o a s t  ( T e l l e r )  p o r t ,  and o n l y  examined 

p o s s i b l e  r a i l  l i n e  al ignments.  There  was l i t t l e  thought  given 

t o  t h e  r a i l  e x t e n s i o n ' s  r a t i o n a l e  ( o t h e r  t h a n  m i l i t a r y ) ,  i t s  

economic impacts ,  o r  o t h e r  Alaskan concerns .  

S t u d i e s  and c o n s i d e r a t i o n  g iven  t o  a  r a i l  e x t e n s i o n  t o  t h e  

Seward Peninsu la  inc lude :  

* "The Richardson Study" (U.S. Army) -- 1906 
* " R e c o n n a i s s a n c e  f o r  R a i l r o a d  o r  Highway West from 

Fairbanks"  (U.S. Army) -- 1942 
* " B e r r y h i l l  Report" (U.S. Army) -- 1943 
* "Fairbanks t o  Nome Studyn ( S t a t e  of Alaska)  -- 1967 * "Western and A r c t i c  Alaska T r a n s p o r t a t i o n  Study" 

( S t a t e  of Alaska) -- 1981 

The Richardson Study of 1906 e n t i t l e d  "Reconnaissance and 

Survey f o r  Land Routes from   air banks t o  Council  C i t y ,  Alaskan 

comprised an on-ground f i e l d  survey of p o s s i b l e  r a i l  r o u t e s ,  a s  

reques ted  by Congress. The s tudy  found a  r o u t e  t h a t  could be 

b u i l t ,  bu t  t h e  r a t i o n a l e  f o r  such a  r o u t e  was never  examined o r  



s t u d i e d .  The 1942 U . S .  Army s tudy  e n t i t l e d  nReconnaissance f o r  
Ra i l road  o r  Highway West of Fa i rbanksn  had a  purpose i n  mind f o r  
t h e  r a i l  ex t ens ion  - t o  f i n d  a  method of d e l i v e r i n g  war ma te r i a l  
t o  S i b e r i a  v i a  a  p o r t  t o  be  b u i l t  i n  t h e  Norton Sound - Kotzebue 
Sound a r e a .  T h i s  survey  was a l s o  merely an on- ground examina- 
t i o n  of a l ignments ,  supplemented wi th  a e r i a l  reconnaissance,  but  
wi thout  c o n s i d e r a t i o n  of o t h e r  t ypes  of " f e a s i b i l i t y "  c r i t e r i a .  
The B e r r y h i l l  Report  of 1943 was a n o t h e r  on-ground reconnais-  
sance  from Nenana t o  Nula to  and t o  t h e  Seward Peninsu la .  

The S t a t e  of Alaska 1967 "Fa i rbanks  t o  Nome Studyw again  sug- 
ges t ed  p o s s i b l e  a l ignments ,  and was based on e x t e n s i v e  use  of 
USGS maps, a e r i a l  photography,  and a e r i a l  reconna issance  . Once 
aga in ,  it comprised a  s tudy  of a l i gnmen t s  r a t h e r  t h a n  a  s tudy  of 
whether t o  b u i l d ,  o r  why t o  b u i l d ,  a  r a i l  ex t ens ion .  The 1981 
"Western A r c t i c  Alaska T r a n s p o r t a t i o n  Studyn analyzed t h e  t r a n s -  
p o r t a t i o n  needs  of €he wes t e rn  r eg ion  on ly ,  bu t  d i d  n o t  examine 
r e g i o n a l  t i e s  t o  t h e  r e s t  of Alaska and t h e r e f o r e  d i d  n o t  con- 
s i d e r  a  r a i l  ex t ens ion  from t h e  ARR. I t  d i d  cons ide r  s e v e r a l  
i n t r a - r e g i o n a l  r a i l  p r o j e c t s  t h a t  would be  mine ra l  e x t r a c t i o n  
o r i e n t e d ,  b u t  found them t o  be  i n s u f f i c i e n t  t o  war ran t  t h e  con- 
s t r u c t i o n  of a  new r a i l  l i n e .  I n  t h i s  l a s t  s t udy ,  f e a s i b i l i t y  
was cons idered  f i r s t ,  r a t h e r  t han  f i r s t  l ook ing  f o r  p o s s i b l e  

a l ignments .  

b. Seward Pen insu la  Extens ion  P roces ses  

Cons iderab le  expense h a s  been i n v e s t e d  i n  c o n s i d e r i n g  a r a i l  
ex t ens ion  t o  t h e  Seward Pen insu la .  Near ly  a l l  has  been expended 
on a l ignment  s t u d i e s  - i n t ended  t o  answer t h e  q u e s t i o n s  "can a  
r a i l  l i n e  be b u i l t ,  and on what a l ignment?"  It appea r s  t h a t  
t h e r e  has  never  been a  good examinat ion of why such a r a i l  exten- 
s i o n  should be  b u i l t ,  what it might accomplish,  how economically 



o r  f i n a n c i a l l y  f e a s i b l e  it would be, how it might be funded, 
what cargo it would c a r r y ,  o r  whether it might  deve lop  t h e  a rea .  

The reason f o r  t h e s e  d e f i c i e n c i e s  l i k e l y  l i e s  w i t h  t h e  f a c t  
t h a t  t h e  most s e r i o u s  c o n s i d e r a t i o n  of t h e  c o r r i d o r  was g iven  

many y e a r s  ago, and p r i n c i p a l l y  by t h e  Army f o r  m i l i t a r y  rea- 
sons.  I t  appears  t o  be f e a s i b l e ,  from t h e  eng inee r ing  perspec- 
t i v e ,  t o  b u i l d  such a  l i n e .  There has  been no a t t empt ,  however, 
t o  j u s t i f y  t h e  ex t ens ion  on economic, f i n a n c i a l ,  economic devel-  
opment, environmental  o r  o t h e r  bases .  If a Seward Pen insu la  ex- 
t e n s i o n  is t o  r ece ive  s e r i o u s  c o n s i d e r a t i o n  c u r r e n t l y ,  it would 
need a  thorough f e a s i b i l i t y  s tudy  wi th  less a t t e n t i o n  given t o  
a l ignment  and more a t t e n t i o n  given t o  whether it should  be 
b u i l t .  

I .  C 

Unlike some r a i l  ex t ens ion  p roposa l s ,  an e x t e n s i o n  t o  t h e  

Bornite/Kobuk/Ambler D i s t r i c t  west of Bettles and Ala tna  would 
have a  known purpose -- t o  t r a n s p o r t  t h e  r e g i o n ' s  c o n s i d e r a b l e  
copper ,  l e a d ,  and zi>p o r e s  and c o n c e n t r a t e s .  Comprising t h e  
B o r n i t e ,  A r c t i c ,  Sun and Smucker d e p o s i t s ,  m ine ra l  e x t r a c t i o n  
s u f f e r s  from l a c k  of t r a n s p o r t a t i o n .  The re fo re ,  r a i l  a c c e s s  is 

proposed and s t u d i e d  from t ime t o  time. Most p r o p o s a l s  s u g g e s t  
a  new r a i l  l i n e  from Nenana t o  Tanana t o  Ala tna  and then  on t o  
e i t h e r  Kobuk o r  t o  Born i t e  v i a  Bettles. The Alaska Ra i l road  
Corpora t ion  Act, Sec. 42.40.355 i n d i c a t e s  t h a t  t h e  r a i l r o a d  "... 
may n o t  apply f o r  a  right-of-way a c r o s s ,  o r  e x e r c i s e  eminent 
domain i n ,  t h e  Western (Kobuk River )  u n i t  of t h e  Gates  of t h e  
A r c t i c  Nat iona l  Preserve.. ." Th i s  p r o h i b i t i o n  r e q u i r e s  a  south-  
e r n  r o u t e  t o  t h e  Ambler D i s t r i c t  u n l e s s  t h e  S t a t e  were t o  b e  t h e  
a p p l i c a n t  ( t h e  r e s t r i c t i o n  a p p l i e s  on ly  t o  t h e  ARR). 



a .  Previous  S t u d i e s  and D e l i b e r a t i o n  Procedures  

S ince  t h e  d i scove ry  of t h e s e  massive  mine ra l  d e p o s i t s ,  a  

number of s t u d i e s  of a  p o s s i b l e  r a i l  l i n k  have been undertaken.  

* " R e c o n n a i s s a n c e  f o r  R a i l r o a d  o r  Highway West From 
Fa i rbanks  (U.S. Army) -- 1942. 

* "Extension of t h e :  Alaska Ra i l road ,  A Report  t o  t h e  North 
Commission" ( S t a t e  of Alaska) -- 1967. 

* "Report of t h e  NORTH Commission" ( S t a t e  of Alaska) -- 
1970. 

* "Alaska T r a n s p o r t a t i o n  Cor r ido r  Study" (U.S. Department of 
T r a n s ~ o r t a t i o n )  -- 1970. 

* "western and A r c t i c  Alaska T r a n s p o r t a t i o n  Study" ( S t a t e  of 
Alaska) -- 1981. 

* " I n t e r i o r  Alaska T r a n s p o r t a t i o n  Study" ( S t a t e  of Alaska) - - -- 1982. 
* "Alaska Rai l road  Study" (Harvard Bus iness  School)  -- 1982. 

The s u b j e c t  of a  r a i l  e x t e n s i o n  t o  t h e  Ambler m i n e r a l s  a r e a  

was i n i t i a l l y  viewed i n  eng inee r ing  terms ( can  a r a i l r o a d  be 

b u i l t ,  and a t  what c o s t ? ) ,  a l though  t h e  most r e c e n t  examinat ions  

a l s o  considered f i n a n c i a l  f e a s i b i l i t y .  

The 1967 ex t ens ion  s tudy  by EBS Management C o n s u l t a n t s  ac- 

cep ted  t h e  1 9 4 2  U.S. Army rou te ,  and t h e n  expla ined  i n  compre- 

hensive ,  but  n o t  a n a l y t i c a l l y  d e t a i l e d ,  terms why t h e  r a i l r o a d  

should be b u i l t .  The s tudy  reviewed t h e  development p o s s i b i l i -  

t i e s ,  t h e  o r e s  and m a r k e t a b i l i t y  of t h e  o r e s  of t h e  Kobuk a r e a ,  

and examined r a i l r o a d  o p e r a t i o n  c o s t s .  The s t u d y  is an  exce l -  

l e n t  overview, bu t  i s  n o t  a t  a l l  s u f f i c i e n t  t o  enab le  p rudent  

p o l i c y  d e c i s i o n  s i n c e  d e t a i l e d  a n a l y s i s  work is n o t  p r e s e n t  i n  a  

comprehensive f a s h i o n .  The s tudy  s u g g e s t s  a  r a i l  l i n e  ex t ens ion  

from Dunbar t o  Ala tna  t o  Kobuk. The NORTH Commission i n  1970 

suggested t h a t  t h e  c o n s t r u c t i o n  of a r a i l r o a d  t o  t h e  North Slope 

O i l  F i e l d  through Ala tna  would ". . .provide an  a l ready-  b u i l t  

t r a n s p o r t  r o u t e  t o  Ala tna ,  t h e  n a t u r a l  p o i n t  where a s u r f a c e  

t r a n s p o r t  r o u t e  should swing westward toward Kobuk...." I n  t h i s  

sense ,  t h e  NORTH Commission t i e d  t h e  139 mile Ala tna  t o  Kobuk 



ex tens ion  t o  i t s  proposed r a i l  l i n e  t o  Prudhoe Bay. Also i n  

1970 was t h e  "Alaska Transpor t a t i on  C o r r i d o r  Study" by t h e  

Fede ra l  Highway Adminis t ra t ion.  Th i s  s t u d y  explored r o u t e s  t o  
Kobuk and suggested t h e  Nenana- Alatna-Kobuk rou te .  This  s tudy 

comprised an exhaus t ive  engineer ing  s tudy  of a l ignments ,  con- 

s t r u c t i o n  i s s u e s  and c o s t s .  I t  dep ic t ed  c o n s t r u c t i o n  f e a s i b i l i t y  

from t h e  engineer ing  s t andpo in t ,  bu t  d i d  n o t  a d d r e s s  whether 

such an ex t ens ion  should be considered o r  b u i l t .  

F i n a l l y ,  t h e  1981 "Western and A r c t i c  Alaska T r a n s p o r t a t i o n  

S tudyn  addressed t h e  economic/f inancia l  f e a s i b i l i t y  of a  r a i l  

l i n e  i n t o  t h e  Kobuk Valley/Ambler D i s t r i c t  a r e a .  I t  found t h a t  

"None of t h e  proposed s c e n a r i o s  regard ing  mine ra l  t r a n s p o r t a t i o n  

(by r a i l )  and a c c e s s  r o u t e s  have proven t o  be  f i n a n c i a l l y  o r  

environmental ly  v i a b l e . "  This  s tudy  a l s o  looked a t  o t h e r  

o p t i o n s  f o r  t r a n s p o r t i n g  t h e  mine ra l s  (modal a s  w e l l  a s  r a i l  

d e s t i n a t i o n  o p t i o n s ) .  However, t h e  s tudy  assumed a l l  r a i l  c o s t s  

t o  b e  b o r n e  by t h e  i n i t i a l  u s e r s  ( t h e  m i n e r a l s )  i n  i t s  

conc lus ion .  It a l s o  recommended t h a t  a  d e t a i l e d  f e a s i b i l i t y  

s t u d y  be conducted ( c o s t  $686,000) t o  i n c l u d e  socioeconomic, 

c u l t u r a l  and environmental  impacts and, i f  t h e  f e a s i b i l i t y  s tudy  

r e s u l t s  a r e  p o s i t i v e ,  then  a  d e t a i l e d  survey  of t h e  s e l e c t e d  

a l ignment  ( c o s t  $2.8 m i l l i o n ) .  The most r e c e n t  s t u d y ,  compris- 

i ng  a  b r i e f  overview and opinion,  i s  t h e  1982 Harvard Bus iness  

School s tudy  which s u g g e s t s  t h a t  p u b l i c  investment  i n  t h e  Ambler 

r a i l  ex t ens ion  w i l l  be  necessary i f  it is t o  proceed ,  and 

encourages  government t o  make t h a t  investment .  

b. Ambler Dis t r i c t  Extension Processes  

I n  t h e  c a s e  of t h e  Kobuk/Bornite a r e a ,  t h e  reason  f o r  a  r a i l  

e x t e n s i o n  i s  known -- t h e  c a r r i a g e  of mine ra l s .  Also,  an 

a l ignment  is e s t a b l i s h e d  i n  a  g e n e r a l i z e d  sense .  What has  n o t  



been e s t a b l i s h e d ,  however, is whether o r  n o t  t h e  ex tens ion  is  

f e a s i b l e  i n  t h e  economic/fiscal/environmental  sense .  While t h e  

world p r i c e s  f o r  t h e  mine ra l s  remains depressed,  it i s  l i k e l y  

t h a t  t h e r e  w i l l  be no p r e s s u r e  t o  b u i l d  t h e  extension.  However, 

i f  m ine ra l  p r i c e s  c l imb,  t h e  r a i l  ex t ens ion  could become a  

p r o j e c t  worthy of d e t a i l e d  cons ide ra t ion .  

However, t h e  i n i t i a l  b e n e f i c i a r i e s  of t h e  r a i l r o a d  would 

l i k e l y  be on ly  a  few mining companies, which r a i s e s  t h e  i s s u e  of 

a  p roper  r o l e  f o r  t h e  S t a t e  of Alaska r e l a t i v e  t o  r e sou rces  

based r a i l  e x t e n s i o n  p r o j e c t s .  Without ques t ion ,  much more 

exhaus t ive  f e a s i b i l i t y  a n a l y s i s  is needed be fo re  any d e c i s i o n  is  

made. 

The Beluga c o a l  F i e l d s  west  of Anchorage w i l l  r e q u i r e  a  

means of moving c o a l  from mine t o  t i d e w a t e r ,  s i n c e  market a s s e s s -  

ments i n d i c a t e  t h a t  t h e  c o a l ' s  major d e s t i n a t i o n  w i l l  be Asia 

and t i d e w a t e r  p o r t  a c c e s s  is t h e r e f o r e  r e q u i s i t e .  The coal  

mines and suppor t ing  f a c i l i t i e s  a r e  c u r r e n t l y  i n  v a r i o u s  s t a g e s  

of p lanning ;  no c o n s t r u c t i o n  has  t aken  p l a c e  t o  d a t e .  

a .  P rev ious  S t u d i e s  and D e l i b e r a t i o n  Procedures 

The Beluga Coal F i e l d  i s  being developed by s e v e r a l  p r i v a t e  

c o a l  f i r m s  l e d  by t h e  Diamond Alaska Coal Company and P l a c e r  

U.S. T h i s  group has  undertaken a number of s t u d i e s  r e l a t i v e  t o  

s p e c i f i c  development . i s s u e s ,  among which was t r a n s p o r t a t i o n .  

S e v e r a l  modal a l t e r n a t i v e s  were cons idered  inc lud ing  a  coa l  hau l  

road,  a  r a i l r o a d ,  and conveyors. These s t u d i e s  found t h a t  

conveyors were  t h e  s u p e r i o r  mode t o  c a r r y  up t o  1 2  m i l l i o n  t o n s  

of c o a l  p e r  y e a r .  R a i l  t r a n s p o r t  was found t o  be more expensive 

than  conveyor. T h i s  was based on c o n s t r u c t i n g  a  b r idge  over t h e  



S u s i t n a  River t o  connect  t h e  ex t ens ion  w i t h  t h e  ARR, a s  wel l  a s  

making al lowance f o r  use  of an e x i s t i n g  t i d e w a t e r  p o r t .  I n  

a d d i t i o n ,  it was concluded t h a t  a  r a i l  r o u t e  would r a i s e  a  

number of environmental  i s s u e s .  The p r e s e n t  p l a n  is t o  move 

c o a l  from t h e  mines t o  a  to-be-bui l t  coa l  p o r t  on Cook I n l e t  v i a  

an 11-mile conveyor. 

b. Beluga Coal Link Extension P roces ses  

The coa l  f i e l d  development i s  being handled by t h e  p r i v a t e  

s e c t o r ,  s u b j e c t  t o  r e q u i s i t e  government p e r m i t s  and r e g u l a t i o n s .  

A s  such, t h e  s tudy  of t r a n s p o r t  a c c e s s  and t h e  t r a n s p o r t  (non- 

r a i l )  d e c i s i o n  was e f f e c t u a t e d  wi th in  t h e  p r i v a t e  s e c t o r  based 

on c o s t  e f f e c t i v e n e s s  and environmental  and o t h e r  i s s u e s  ex- , 

pec ted  t o  s u r f a c e  a s  t h e  p roces s  moved t o  t h e  p u b l i c  s e c t o r  re- 

view s t a g e .  

I f  r a i l  had been t h e  s e l e c t e d  mode, it is l i k e l y  t h a t  t h i s  

would have been a  p r i v a t e ,  s i n g l e  purpose  r a i l r o a d ,  n o t  a f f i l i -  

a t e d  wi th  t h e  Alaska Rai l road.  I f  s o ,  it is d o u b t f u l  whether 

S t a t e  government would have had any r o l e  o t h e r  t h a n  t h e  permit  

and r e g u l a t o r y  process .  

A highway c r o s s i n g  of t h e  Knik Arm has  r ep re sen ted  a  poss i -  

b l e  major roadway p r o j e c t  f o r  q u i t e  a  number of y e a r s .  The pro- 

j e c t  has  always been envisaged a s  a  highway, and r a i l  has  n o t  

been a  key component i n  t h e  s t u d i e s  o r  i n  t h e  d e l i b e r a t i o n  pro- 

c e s s .  



a .  P rev ious  S t u d i e s  and D e l i b e r a t i o n  Procedures  

S i n c e  t h e  c r o s s i n g  is intended t o  be  a  highway, t h e  s t u d i e s  

phase  and c o n s i d e r a t i o n  p roces s  a r e  i n  t h e  p u b l i c  s e c t o r  -- t h e  

S t a t e ,  Fede ra l  government, and l o c a l  j u r i s d i c t i o n s .  Q u i t e  a  num- 

be r  of a n a l y s e s  have been done, such as t h e  fo l lowing:  

* "Knik Arm Highway Crossingn ( S t a t e  of Alaska)  -- 1972 
* "Knik Arm Crossing:  Survey Reportn  ( S t a t e  of Alaska)  -- 

1983 -. ~ - 
* "Knik Arm C r o s s i n g :  Economic F e a s i b i l i t y n  ( S t a t e  of 

Alaska)  -- 1983 
* "Knik Arm Crossing:  F ina l  Cor r idor  A l t e r n a t i v e s  Analyses" 

( S t a t e  of Alaska) -- 1984 
* "Knik Arm Rai l road  Cross ing F e a s i b i l i t y  Studyn ( S t a t e  of 

Alaska) -- 1984 
* "Knik Arm Crossing:  Dra f t  EISn ( S t a t e  of Alaska)  -- 1984 

A l l  of t h e  above, except  f o r  t h e  "Rai l road  Cross ing F e a s i b i l -  

i t y  S tudyn  of J u l y  1984, dea l  e x c l u s i v e l y  w i t h  highway m a t t e r s .  

They a r e  i n  g r e a t  d e t a i l  and fo l low s t a n d a r d  Federa l  Highway 

Admin i s t r a t i on  (FHWA) procedures .  The r a i l  a n a l y s i s ,  on t h e  

o the r  hand, comprises a  b r i e f  overview of t h e  economic f e a s i b i l -  

i t y  of a  new r o u t e  which would reduce r a i l  d i s t a n c e s  by 23 t o  28 

m i l e s ,  t h u s  reducing ope ra t ing  and maintenance c o s t s  p l u s  se rv-  

ing p o t e n t i a l  minera l  and o t h e r  t r a f f i c .  The s tudy  i n d i c a t e d  

t h a t  t h e  r a i l  c r o s s i n g ,  whether on o r  s e p a r a t e  from t h e  highway 

b r idge ,  was i n f e a s i b l e .  The methods and c r i t e r i a  used t o  d e t e r -  

mine t h i s  conc lus ion  a r e  t h e  same as t h a t  used f o r  t h e  road -- 
s a v i n g s  i n  c a r  o r  t r a i n  mi les ,  c a r  o r  t r a i n  hours ,  etc.  The 

p r i n c i p a l  economic b e n e f i t  used i n  t h e  r a i l  a n a l y s i s  is t h a t  of 

t h e  o p e r a t i n g  c o s t  s a v i n g s  t h a t  might a c c r u e  t o  t h e  ARR. Such 

s a v i n g s  were found t o  be  meager when compared w i t h  t h e  c o s t  of 

b u i l d i n g  a  s e p a r a t e  r a i l r o a d  b r i d g e  o r  adding a  r a i l r o a d  capa- 

b i l i t y  t o  t h e  proposed highway br idge .  



b. Knik Arm Rai l  Cross ing Processes  

The r a i l  l i n k  a c r o s s  Knik Arm a p p a r e n t l y  never  rece ived  much 
c o n s i d e r a t i o n .  The a n a l y s i s  was done a lmos t  a s  an a f t e r t h o u g h t ,  

and was conducted i n  a  manner used on highway p r o j e c t s .  The 

work was done e n t i r e l y  w i th in  t h e  domain o f  t h e  p u b l i c  s e c t o r ,  

funded presumably wi th  p u b l i c  highway funds.  The p r o c e s s  was t o  

s e e  i f  t h e  r a i l  could be added t o  t h e  highway c r o s s i n g ,  t he reby  

presumably sha r ing  c o s t s .  The s tudy  concluded w i t h  a  resounding 

"no". 

Th i s  p roposa l  $would c r e a t e  a  r a i l  .. l i n e  between t h e  P o r t  of 
x 

Seward and t h e  petrochemical  f a c i l i t i e s  a t  N i k i s k i  on Cook I n l e t  . 
v i a  Moose Pass .  Th i s  ex tens ion  had some s u p p o r t  a  decade ago, 

but  more r e c e n t l y  has  no t  been a  s u b j e c t  of c o n s i d e r a t i o n .  

a .  Prev ious  S t u d i e s  and D e l i b e r a t i o n  Procedures  

No s t u d i e s  w&e found t h a t  inc luded  t h e  assessment  of a  

N i k i s k i  r a i l  ex tens ion .  I t  appears  t h a t  t h i s  e x t e n s i o n  p rospec t  

was l i m i t e d  t o  t a l k  and specu la t ion ,  r a t h e r  t h a n  a n a l y s i s .  The 

ex t ens ion  c e r t a i n l y  had a  r a t i o n a l e  -- connect  t h e  N i k i s k i  indus- 

t r i a l  a r e a  t o  a  deep water p o r t  v i a  a  r a i l r o a d .  However, it ap- 

p a r e n t l y  never g o t  beyond t h e  d i s c u s s i o n  phase.  

b. N i k i s k i  Extension Procedures 

The Nik i sk i  ex t ens ion  never reached t h e  s t a g e  of e n t e r i n g  

i n t o  any s e t  of procedures .  
. . 

P 



Because no major r a i l  ex t ens ion  has  been c o n s t r u c t e d  s ince  

t h e  Alaska Rai l road  was b u i l t ,  ( o t h e r  t h a n  t h e  W h i t t i e r  and 

E ie l son  Air  Force Base ex t ens ions  b u i l t  f o r  m i l i t a r y  reasons  and 

t h e  ex t ens ions  t o  t h e  a i r p o r t s ) ,  and because  none of t h e  

e x t e n s i o n  .proposals made dur ing t h e  l a s t  30 y e a r s  h a s  progressed 

much beyond t h e  discGssion s t a g e ,  an  e s t a b l i s h e d  ex tens ion  

e v a l u a t i o n  p roces s  does  n o t  e x i s t .  A s  a  r e s u l t ,  each ex t ens ion  

proposa l  has been d i scussed ;  some have been cons ide red  by one 

e n t i t y ,  bu t  no t  by o t h e r  e n t i t i e s ;  and s o  on. With t h e  t r a n s f e r  

of r a i l r o a d  ownership t o  t h e  S t a t e ,  an i s s u e  t h a t  has  a l r eady  

a r i s e n  i s  what t ype  of p roces s  and s t r u c t u r e  should  be used by 

t h e  S t a t e  f o r  cons ide r ing  ex t ens ion  p roposa l s .  

The review of t h e  seven r a i l  l i n e  e x t e n s i o n  p r o p o s a l s  found 

t h a t  none of t h e  ex t ens ions  have been implemented, and each is  

somewhat unique i n  t h a t  it has i t s  own p o s i t i v e  and n e g a t i v e  fea-  

t u r e s .  Desp i te  t h e s e  v a r i a t i o n s ,  t h e r e  a r e  summary f i n d i n g s  

t h a t  should be u s e f u l  i n  t h e  c o n s i d e r a t i o n  of e x t e n s i o n  a s s e s s -  

ment procedures  and c r i t e r i a .  

(1) There a r e  c u r r e n t l y  i n  Alaska no e s t a b l i s h e d  and u t i -  
l i z e d  p r o c e s s e s  o r  c r i t e r i a  t h a t  a r e  u s e d  t o  c o n s i d e r  
ex t ens ion  proposa ls .  I n s t e a d ,  each e x t e n s i o n  proposa l  
is cons idered  independent ly  of t h e  o t h e r s ,  u t i l i z i n g  
e v a l u a t i o n  methods and promotional  t e c h n i q u e s  t h a t  a r e  
unique t o  t h e  s p e c i f i c  p r o p o s i t i o n .  

( 2 )  While t h e  ARRC might c o n s i d e r  r a i l r o a d  e x t e n s i o n s  t h a t  
a r e  i n  t h e  r a i l r o a d ' s  b e s t  i n t e r e s t ,  t h e  r a i l r o a d  is  
n o t  charged wi th  t h e  s p e c i f i c  r e s p o n s i b i l i t y  of consid-  
e r i n g  ex t ens ion  p roposa l s  when such e x t e n s i o n s  a r e  i n  
t h e  s t a t e ' s  b e s t  i n t e r e s t .  Th i s  r e s p o n s i b i l i t y ,  accord- 
ing  t o  t h e  l e g i s l a t u r e ,  l i e s  w i t h  t h e  DOT/PF. 



( 3 )  Very l i t t l e  a t t e n t i o n  has  been g iven  i n  t h e  eva lua t ion  
s t a g e  t o  t h e  e x t e n s i o n ' s  economic/f inancia l  f e a s i b i l -  
i t y ,  economic development p o t e n t i a l ,  o r  impact.  In- 
s t e a d ,  t h e  e a r l y  c o n s i d e r a t i o n  phases  seem only  o r i -  
en t ed  t o  a l ignment  o p t i o n s  and whether a  r a i l  l i n e  can 
be c o n s t r u c t e d  i n  t h e  eng inee r ing  p e r s p e c t i v e .  The 
s t u d i e s  t end  t o  add res s  whether a  l i n e  s a ~ . ~  be b u i l t  
(a l ignment )  r a t h e r  t h a n  whether a l i n e  should be b u i l t  
( f e a s i b i l i t y ) .  

( 4 )  There  appears  t o  have been no comprehensive, in-depth 
f e a s i b i l i t y  s t u d i e s .  I n s t e a d ,  s i n g l e  purpose s t u d i e s  
a r e  t h e  norm which add res s  a l ignments ,  o r  environment, 
o r  overview d i s c u s s i o n s .  I n  t h e  l a t t e r  i n s t a n c e ,  many 
s t u d i e s  do l i t t l e  more t h a n  t o  r epea t  p rev ious ly  
s t u d i e d  in format ion ,  t he reby  shedding l i t t l e  new i n f o r -  
mation. The s t u d i e s  t h a t  were reviewed a r e  t y p i c a l l y  
i n s u f f i c i e n t  t o  enab le  a  p rope r  and f i n a l  d e c i s i o n  
regard ing  any ex tens ion .  

( 5 )  When a  s tudy  has  cons idered  t h e  f e a s i b i l i t y  of an exten- 
s i o n ,  t h e  a n a l y s i s  h a s  sought  t o  determine whether t h e  
s i n g l e  known p r o s p e c t i v e  u se r  ( a  mine f o r  example) w i l l  
have s u f f i c i e n t  volume t o  war ran t  r a i l  l i n e  construc-  
t i o n .  When t h e  s i n g l e  u s e r  i s  found t o  n o t  have enough 
volume, t h e  r a i l  l i n e  is concluded t o  be i n f e a s i b l e .  
No weight is given t o  t h e  p o s s i b i l i t y  t h a t  t h e  r a i l  
l i n e  w i l l  open t e r r a i n ,  cou ld  g e n e r a t e  o t h e r  t r a f f i c  of 
c u r r e n t l y  unknown o r i g i n s ,  and could  be shared  by many 
u s e r s  ( e v e n t u a l l y ) .  I n  f a c t ,  n o  ex t ens ion  h a s  been 
i n v e s t i g a t e d  t o  de te rmine  whether t h e r e  would be bene- 
f i t s  of simply c r e a t i n g  ground a c c e s s  t o  c u r r e n t l y  inac- 
c e s s i b l e  r e g i o n s  of t h e  S t a t e .  Other t han  o i l ,  it i s  
doub t fu l  t h a t  any s i n g l e  Alaskan n a t u r a l  resource  i s  
s u f f i c i e n t l y  valued by t h e  market  t o  be a b l e  t o  a f f o r d  
i t s  own t r a n s p o r t a t i o n  ( r a i l )  system. C e r t a i n l y  none 
have been found t o  d a t e  w i t h  t h a t  c a p a b i l i t y .  I f  t h i s  
is t r u e ,  t h e n  it would f o l l o w  t h a t  t h e r e  w i l l  never be 
any r a i l  l i n e  e x t e n s i o n s  u n l e s s  t h e  p e r s p e c t i v e  i s  re-  
v i s e d  t o  look beyond t h e  s i n g l e  known u s e r .  Such a  
p e r s p e c t i v e  and p roces s  a r e  p re sen ted  i n  Report  Sec t ion  
V I  . 

( 6 )  I t  would appear  t h a t  p u b l i c  s e c t o r  d e c i s i o n s  have been 
h inde red  ( o r  made imposs ib le )  by t h e  l a c k  of d e t a i l e d  
and comprehensive f e a s i b i l i t y  a n a l y s i s ,  l a c k  of a  spec i -  
f i c  review o r  c o n s i d e r a t i o n  p roces s ,  and a l a c k  of eval-  
u a t i o n  c r i t e r i a .  

( 7 )  Of t h e  few i n v e s t i g a t i o n s  t h a t  have examined economic 
o r  f i n a n c i a l  f e a s i b i l i t y ,  t h e y  have t y p i c a l l y  used d i f -  
f e r e n t  a n a l y s i s  methods and cannot  t h e r e f o r e  be  r e a d i l y  



compared one wi th  t h e  o the r .  Those t h a t  have examined 
f e a s i b i l i t y  a r e  t y p i c a l l y  n o t  t r u e  r a i l r o a d  s t u d i e s ,  
b u t  i n s t e a d  a r e  t h e  more comprehensive s t u d i e s  spon- 
sored  by DOT/PF (all-mode, r eg iona l  s t u d i e s ) .  

( 8 )  There appears  t o  be a  tendency t o  conduct  " r a i l r o a d "  
s t u d i e s  r a t h e r  t h a n  " a l t e r n a t i v e s  a n a l y s i s . "  I f  t h e  
purpose is t o  c r e a t e  acces s  t o  a  reg ion ,  any of s e v e r a l  
modes s h o u l d  be  considered.  The r e c e n t  r e g i o n a l  
s t u d i e s  of t h e  DOT/PF somewhat overcome t h i s  problem. 

( 9 )  The reasons  f o r  bu i ld ing  an ex t ens ion  v a r y  cons ide rab ly  
-- acces s  t o  c o a l ,  o r  minera l  o r e s ,  or  a g r i c u l t u r e ,  o r  
a  p o r t ,  o r  f o r  m i l i t a r y  reasons ,  o r  t o  p rov ide  opera t -  
i ng  e f f i c i e n c i e s  f o r  t h e  e x i s t i n g  r a i l r o a d .  An evalua- 
t i o n  p roces s  w i th  a p p r o p r i a t e  c r i t e r i a ,  t o  be u s e f u l ,  
should be  capable  of e q u i t a b l y  hand l ing  t h i s  d i v e r s e  
range of r a i l  ex t ens ion  purposes.  

( 1 0 )  I t  would appear  t h a t  some ex tens ion  p r o p o s a l s  l i n g e r  i n  
t h e  p u b l i c  eye and i n  t h e  governmental s e c t o r  wel l  
a f t e r  t h e y  have been discounted and a r e  no l o n g e r  candi-  
d a t e s  i n  t h e  eyes  of t h e  p r i v a t e  s e c t o r .  Some of t h e  
s t u d i e s  seem o r i e n t e d  t o  t h e  c r e a t i o n  of a  ho ld ing  pa t -  
t e r n ,  l e a d i n g  t o  no dec i s ion ,  j u s t  f u r t h e r  d e l a y  with- 
o u t  any a c t i o n .  

(11) There appears  t o  be a  tendency t o  avoid  s p e c u l a t i o n .  
I f  t h e  known p o t e n t i a l  user  of  t h e  l i n e  cannot  j u s t i f y  
t h e  l i n e ,  it is not  b u i l t .  While t h i s  may be prudent  
i n  t h e  shor t - term,  it a l s o  avoids  t h e  opening of new 
l a n d s  and r e sou rces .  I t  appears  t h a t  no r e sea rch  has 
been conducted on any of t h e  ex t ens ions  r e l a t i v e  t o  
t h e i r  p o t e n t i a l  r o l e  i n  enabl ing  economic development. 
Without such evidence,  t h e r e  is u n c e r t a i n t y  which appar- 
e n t l y  l e a d s  t o  t h e  s t a t u s  quo, and u l t i m a t e l y  t o  no 
d e c i s i o n .  

(12)  There  a r e  e s t a b l i s h e d  S t a t e  and Federa l  programs and 
funds  t h a t  can be used t o  s tudy  and t o  t h e n  b u i l d  
highways and a i r p o r t s .  A s  a  r e s u l t ,  c o n s t r u c t i o n  oc- 
c u r s .  I n  t h e  c a s e  of t h e  r a i l  mode, t h e r e  is no fund- 
i n g  program f o r  r a i l r o a d  c o n s t r u c t i o n  and ve ry  l i t t l e  
money except  f o r  p lanning.  Therefore ,  i f  any th ing  
major i s  t o  be done by t h e  S t a t e ,  i n  a l l  p r o b a b i l i t y  it 
r e q u i r e s  s p e c i a l  l e g i s l a t i v e  a p p r o p r i a t i o n s ,  g e n e r a l  
fund use  o r  innova t ive  f i n a n c i n g  techniques .  



I f  t h e  S t a t e  were t o  adopt a  p r o c e s s  whereby ex t ens ion  pro- 

p o s a l s  could be reviewed, and were t o  a d o p t  c r i t e r i a  t o  a s s e s s  

them, such p roces ses  and c r i t e r i a  need n o t  d i l u t e  t h e  important  

r o l e s  played by t h e  S t a t e  L e g i s l a t u r e ,  t h e  DOT/PF, t h e  Alaska 
Rai l road  Corpora t ion ,  and o t h e r s .  Ra the r ,  such p roces ses  and 

c r i t e r i a  would on ly  seek t o  s t r u c t u r e  t h e  e v a l u a t i o n  process .  

Such a  s t r u c t u r i n g  p r o c e s s  could have t h e  fo l lowing  example ad- 

van tages .  

* Extension p ropose r s  would have a v a i l a b l e  t o  them an out-  
l i n e  of t h e  phases  and i t ems  t h a t  must be  considered be- 
f o r e  an e x t e n s i o n  can be b u i l t .  T h e i r  unders tanding and 
perhaps  t h e i r  r e a l i s m  would t h e r e b y  b e  enhanced. 

* The proposers  would know who t o  c o n t a c t  r e l a t i v e  t o  t h e  
ex tens ion  p roposa l ,  who would review t h e  p r o p o s i t i o n ,  and 
who t o  c o n t a c t  f o r  d a t a ,  comparable s t u d i e s ,  and t h e  
l i k e .  A more informed and more complete  p roposa l  could 
t h e r e f o r e  be developed.  

* A mechanism cou ld  be s e t  up t h a t  would keep a  f i l e  on 
every e x t e n s i o n  p o s s i b i l i t y ,  f o r  t h e  u s e  of a l l  r e l e v a n t  
e n t i t i t e s .  

* A mechanism cou ld  e x i s t  t o  e n s u r e  t h a t  a l l  r e l e v a n t  
p a r t i e s  a r e  n o t i f i e d  of t h e  p r o p o s i t i o n .  Such sha r ing  of 
in format ion  should  l e a d  t o  g r e a t e r  d e b a t e  and understand- 
ing .  

* The key i s s u e s  could  be exposed e a r l y .  This  is e s p e c i a l l y  
impor tan t ,  s i n c e  t h e  key implementat ion i s s u e s  could de- 
c i d e  t h e  u l t i m a t e  f a t e  of t h e  expansion.  

* The e x p e d i t u r e  of v a s t  sums on d e t a i l e d  s t u d i e s  could be 
avoided by a  sound approach e a r l i e r  i n  t h e  process .  

* The l e g i s l a t u r e ,  DOT/PF and ARRC would have a  s t r u c t u r e d  
approach,  which should be  more in fo rma t ive ,  l e s s  mislead- 
i ng ,  and more c o s t - e f f e c t i v e .  

* A s e t  of a n a l y s i s  methodologies cou ld  be developed,  s o  
t h a t  ex t ens ion  s t u d i e s  a r e  comparable and p rope r ly  done. 



These arguments i n  f a v o r  of a  p roces s  would appear  t o  be even 

more v a l i d  now t h a t  t h e  S t a t e  owns t h e  r a i l r o a d .  Many people 

and groups f e e l  t h a t  t h e  r a i l r o a d  must extend t o  o t h e r  c o r r i -  
dors ,  f o r  a  m u l t i p l i c i t y  of reasons .  I f  t h i s  t h i n k i n g  is t r ans -  

l a t e d  i n t o  ex t ens ion  p r o p o s a l s ,  t h e  S t a t e  w i l l  be  t hankfu l  f o r  a 

p roces s  by which such p roposa l s  can be  considered.  

D. SVaaested Process  

I t  is recommended t h a t  t h e  S t a t e  adopt  a  p r o c e s s  which pro- 

v i d e s  some s t r u c t u r e  and o r d e r  t o  t h e  r a i l  ex t ens ion  eva lua t ion  

process .  Within  t h i s  c o n t e x t ,  however, t h e  S t a t e  could adopt 

any of a  v a r i e t y  of methods. 

Before  a  p o s s i b i e  S t a t e  r o l e  o r  p r o c e s s  can be e s t a b l i s h e d ,  

it i s  r e q u i s i t e  t h a t  t h e  r a i l  implementation p roces s  be under- 

s tood.  The o v e r a l l  p roces s ,  from p r o j e c t  i d e n t i f i c a t i o n  through 

c o n s t r u c t i o n ,  i s  p re sen ted  i n  Table  5-1. This  t a b l e  s eeks  t o  

p l a c e  t h e  p r o c e s s  i n t o  f i v e  d i s t i n c t  and s e q u e n t i a l  phases .  

Each phase i s  in tended  t o  ach ieve  s p e c i f i c  purposes ,  and t h e  de- 

s i r e  is t o  p rov ide  an o r d e r l y  sequence t o  t h e  o v e r a l l  p roces s ,  

t o  avoid n e e d l e s s  expend i tu re s  on Phase I11 s t u d i e s  when t h e  pro- 

posed ex t ens ion  is s t i l l  i n  Phase I o r  11. 

* phase  I- Proi- - - Thi s  phase  is intended 
t o  be i n f o r m a t i o n a l ,  t o  l e t  v a r i o u s  agenc ies  and e n t i t i e s  
know t h a t  an e x t e n s i o n  may b e  i n  t h e  format ive  s t a g e s ,  and 
t o  i d e n t i f y  v a r i o u s  a s p e c t s  of t h e  ex t ens ion  p r o p o s i t i o n .  
A t  t h i s  p o i n t ,  t h e r e  is no thought  of s t u d i e s  o r  o t h e r  
p u b l i c  expend i tu re s .  

* phase  11. P r e  - Fe- . . . - This  phase  e n t a i l s  b r i e f  
s t u d i e s  and a n a l y s e s ,  in tended t o  s e e  i f  t h e  ex t ens ion  war- 
r a n t s  d e t a i l e d  review. A t  t h i s  s t a g e ,  t h e  work is s t i l l  
of a  p re l imina ry  n a t u r e ,  w i th  low expend i tu re s  involved.  



The purpose i s  t o  s e e  i f  t h e  more expens ive  Phase  I11 work 
should  be done. 

* me LU. F~- . . .  - I n  t h e  t h i r d  phase ,  t h e  d e t a i l e d  
and more expensive  s t u d i e s  a r e  conducted.  It is h e r e  t h a t  
t h e  ex t ens ion  becomes a  s e r i o u s  con tende r ,  and it is h e r e  
t h a t  t h e  economic f e a s i b i l i t y  and o t h e r  s t u d i e s  a r e  done 
i n  s u f f i c i e n t  d e t a i l  t o  e n a b l e  a  d e c i s i o n  whether t o  
proceed wi th  f i n a l  des ign  and implementat ion o r  no t .  

* Phase - Thi s  phase  comprises  
a l l  t h o s e  t h i n g s  t h a t  m u s t  be  done between t h e  t ime  t h a t  a  
d e c i s i o n  t o  proceed wi th  c o n s t r u c t i o n  is made and t h e  
a c t u a l  s t a r t  of c o n s t r u c t i o n .  F i n a l  de s ign  of t h e  exten- 
s i o n  is one example of t h i s  p h a s e ' s  work. 

* m m t a t i m  - F i n a l l y ,  t h e  implementat ion 
phase ( a c t u a l  c o n s t r u c t i o n )  occu r s .  



Table 5-1 
A SUGGESTED PHASING OF THE 

RAILROAD EXTENSION IMPLEMENTATION PROCESS 

PHASE I: PROJECT IDENTIFICATION 

Bxg2s.e: An introductory phase, to let relevant agencies 
and others know that a rail line extension is 
beginning to be considered. 

1. Identification Of What Extension Is Being Considered. * General corridor 
* Purpose or function 
* Rationale 

2. Identification Of Participants * ~roposer 
* aajor potential rail extension users 

3. Extension's Expected Key Issues Or Problems, For 
Example : * cost 
* Funding 
* Right-of-way 
* Environmental and social 
* Other 

4. Extension's History, If Any * Previous proposals 
* Previous studies 

5. Proposal's Current Status 
6. Possible Or Expected Roles For Various Participants * State government 

* Local government 
* -Private sector 

Alaska railroad 
7. Other Items Thought Worthy Of Review And Consideration 

PHASE 11: PRE-FEASIBILITY PHASE 

m: Conduct brief analysis to determine whether the 
extension concept makes sense, to see if it has 
sufficient attributes to merit consideration, but 
without conducting detailed and expensive studies. 

1. Prospective Rail Utilization * Cargo types 
* Origins and destinations 
* Cargo volumes 
* Other potential or conceivable cargo 
* Passenger use, if any 



Table  5-1 
A SUGGESTED PHASING OF THE 

RAILROAD EXTENSION IMPLEMENTATION PROCESS 
(cont inued)  

Conceptual * R a i l  
A l t e r n a t i v e s  Analys i s  And R a t i o n a l e  

* Road and t r u c k  
Other 

3 .  General  Alignment S t u d i e s  * General  c o r r i d o r  
i Alignment o p t i o n s  
i Map s t u d i e s  
* A e r i a l  reconna issance  ( o p t i o n a l )  

4 .  Right-of-way A c q u i s i t i o n  I s s u e s  * Purchase  
* Lease o r  easement * Key d i f f i c u l t i e s  

5. Support ing F a c i l i t y  Needs * R a i l  . f a c i l i t y  
* Other f a c i l i t i e s  

6 .  P re l imina ry  Es t imates  Of * C a p i t a l  c o s t s  
* Cost E f f e c t i v e n e s s  
* Economic development impact  
* Environmental i s s u e s  
* S o c i a l  i s s u e s  
* Implementation i s s u e s  

7.  C a m p a t i b i l i t y  With * S t a t e  p l a n s  and programs 
* Regional  and l o c a l  p l a n s  
* Rules,  r e g u l a t i o n s ,  laws 

8 .  Open Dialog With Relevant  Agencies 
9 .  Expec ta t i ons  From S t a t e  Government 

1 0 .  P u b l i c  P a r t i c i p a t i o n  P lan  

PHASE 111: FEASIBILITY PHASE 

-: Conduct s u f f i c i e n t  d e t a i l e d  s t u d i e s  t o  enable  a  
d e c i s i o n  t o  implement o r  n o t  t o  implement. 

1. F i n a l  Alignment Study * F i e l d  Surveys 
* S p e c i f i c  f i n a l  a l ignment  mapping 

2 .  Track P r o f i l e s  * G r a d i e n t s  
* F a c i l i t i e s  



Table 5-1 
A SUGGESTED PHASING OF THE 

RAILROAD EXTENSION IMPLEMENTATION PROCESS 
(continued) 

3. Conceptual Design 
Track work 

* Structures 
4. Quantities Extimates 

Earthworks : 
Other 

5. Cost Estimate Refinements 
6. Financial Feasibility * Railroad capital costs 

* Railroad operating costs 
* Railroad revenues 
* Life cycle evaluation 

7. Economic Feasibility * Induced development 
* Job creation 
* Efficiency 
* Production 

Total _costs * Discounted costs and benefits 
8. Environmental Impacts * Assessment (EIA) 

* Statement (EIS) 
9. Social Impacts * Beneficiaries identification 

* Impacted person's identification 
* Key groups impact 

10. Public Participation 
11. Financial Plan * Responsibilities 

* Funding sources 
* Cash flow 

12. Relationship With Alaska Railroad * Operations 
i Responsibilities 

13. Applications To Appropriate Public Agencies 
14. Institutional And Management Plan 
15. Decision Whether To Implement 

PHASE IV: FINAL PLANNING AND DESIGN PHASE 

m: Design the rail extension and conduct all other 
work Leading up to actual construction. 



Table 5-1 
A SUGGESTED PHASING OF THE 

RAILROAD EXTENSION IMPLEMENTATION PROCESS 
(continued) 

1. Engineering Design * Railroad facilities 
* Support facilities 

2. Final Cost Estimates 
3. Engineering Specifications 
4. Project Implementation Program 
5. Final Financial Plan 
6. Approval By Public Agencies 
7. Construction Plan 

PHASE V: IMPLEMENTATION PHASE 

m: Construct the rail extension. 
1. Right-Of-3ay Acquisition .. .. 
2. Bidding I. i 

3. Utility And Other Agreement 
4. Construction 
5. Construction Inspection 

Source: Wilbur Smith and Associates 



By d i v i d i n g  t h e  p r o c e s s  i n t o  t h e s e  f i v e  phases ,  it is poss i -  

b l e  t o  v i s u a l i z e  where each of t h e  seven p rev ious  o r  c u r r e n t  

ex t ens ion  p r o p o s a l s  a r e  i n  t h e  process .  F igu re  5-2 i n d i c a t e s  
t h a t  on ly  t h e  Knik Arm Crossing ( r a i l  component) en t e red  Phase 

111: D e t a i l e d  F e a s i b i l i t y ,  and t h i s  ex t ens ion  was found t o  be 

i n f e a s i b l e .  The o t h e r  p r o p o s a l s  n e v e r  went  beyond t h e  

P r e - F e a s i b i l i t y  Phase.  

I n  o t h e r  words, a l though  s e v e r a l  of t h e  ex t ens ion  proposa ls  

have been around f o r  many y e a r s ,  and d e s p i t e  a  few s t u d i e s ,  they 

r e a l l y  have n o t  p rog res sed  very f a r .  

GENERALIZED STATUS OF RAILROAD EXTENSION PROPOSALS 

E X T E N S I O N  

1 Alaska-Canada Transc. 

2 North Slope 

3 Seward Peninsula 

4 Ambler Districl 

Beluga Coal Fields 

Knik Arm Crossing 

Nikiski Exlension 



2. W ' s  R a i l  E x t e n s i o n t i o n  P r o c w  

Within  t h e  c o n t e x t  of t h e  Table 5-1 f i v e  phase implementa- 
t i o n  p roces s ,  it is sugges ted  t h a t  t h e  S t a t e  should have spec i -  

f i c  r o l e s  and f u n c t i o n s  r e l a t i v e  t o  each phase .  These r o l e s  and 

f u n c t i o n s  a r e  i d e n t i f i e d  on Table 5-2. Seve ra l  s i g n i f i c a n t  

p o i n t s  a r e  made i n  Tab le  5-2, i nc lud ing  t h e  fol lowing:  

a .  C e n t r a l i z e d  S t a t e  Review 

I t  is recommended t h a t  t h e  S t a t e ' s  p a r t i c i p a t i o n  i n  t h e  

ex t ens ion  p roces s  be c e n t r a l i z e d  and coord ina ted  i n  one e n t i t y .  

While t h e  c r e a t i o n  of a  new e n t i t y  could  be one means of 

e s t a b l i s h i n g  s u c h ,  a  body, it i s  recommended t h a t  t h e  DOT/PF 
r- 

a l r e a d y  has  t h e  : ro le  due t o  i t s  :enabling l e g i s l a t i o n ,  i t s  

d e s i g n a t i o n  a s  t h e  " o f f i c i a l  S t a t e  r a i l  p lanning  agencyn by t h e  

governor and t h e  Fede ra l  Ra i l road  Adminis t ra t ion ,  i ts a c t i v e  and 

l e a d e r s h i p  r o l e  i n  t h e  r a i l r o a d  t r a n s f e r  p roces s ,  and t h e  

c a p a b i l i t i e s  of i t s  headqua r t e r s  s t a f f .  

Because extens8on c o n s i d e r a t i o n s  must cover a  wide range of 

i n t e r e s t s  and d i s c i p l i n e s ,  it is a l s o  suggested t h a t  t h e  DOT/PF 

u t i l i z e  some t y p e  of adv i so ry  committee comprised of r ep re sen ta -  

t i v e s  of t h e  ARR, v a r i o u s  S t a t e  agencies ,  and o t h e r s .  Such a  

Committee could meet on ly  i n f r e q u e n t l y  (on ly  when an ex t ens ion  

p roposa l  is under a c t i v e  c o n s i d e r a t i o n  by t h e  DOT/PF) and w i l l  

enab le  an o r d e r l y  and informed approach t o  e x t e n s i o n  cons idera -  

t i o n  and e v a l u a t i o n .  

Such a  c e n t r a l i z e d  r o l e  by DOT/PF p l u s  i t s  advisory  commit- 

t e e  would n o t  d i l u t e  t h e  ex t ens ion  r o l e s  of t h e  ARRC; r a t h e r ,  

t h e  ARRC would s t i l l  de te rmine  by i t s e l f  and f o r  i t s e l f  which 

e x t e n s i o n s ,  i f  an;, a r e  i n  t h e  r a i l r o a d ' s  b e s t  i n t e r e s t s .  The 

DOT/PF r o l e  would be  d i f f e r e n t  s i n c e  it would de te rmine  which 

r a i l r o a d  e x t e n s i o n s  a r e  i n  t h e  S t a t e ' s  b e s t  i n t e r e s t s .  



b. S t a t e  Roles 

Tab le  5-2 i n d i c a t e s ,  f o r  s e v e r a l  phases,  t h a t  t h e  DOT/PF 

should  ". . .conduct ,  o r  guide,  o r  review..." The reason  f o r  t h i s  

range of r o l e s  i s  t h a t  r a i l  e x t e n s i o n s  can be proposed by any of 

a  number of i n t e r e s t s ,  and f o r  a  v a r i e t y  of reasons .  For 

example, i f  t h e  ex t ens ion  is  a  S t a t e  p r o p o s i t i o n ,  o r  wi th  

s t a t e w i d e  s i g n i f i c a n c e ,  t h e n  t h e  S t a t e  should expec t  t o  a c t i v e l y  

conduct  and/or fund much of t h e  work. If a  l o c a l  p r o p o s i t i o n ,  

t h e  a d v i s e  and review r o l e  might be  more a p p r o p r i a t e .  I f  t h e  

ex t ens ion  is proposed by t h e  p r i v a t e  s e c t o r ,  t h e n  a  more pas s ive  

review r o l e  may be more a p p r o p r i a t e .  The p rope r  S t a t e  r o l e ,  

t h e r e f o r e ,  should  be d i c t a t e d  by t h e  ex t ens ion  p r o p o s i t i o n ,  

r a t h e r  t han  by some r i g i d  q u i d e l i n e s .  

c .  Methodology Gu ide l ines  

I t  is a l s o  sugges ted  t h a t  t h e  DOT/PF r a i l  ex t ens ion  group 

have o v e r a l l  methods and approaches t o  use  when ex t ens ion  

p roposa l s  a r e  analyzed o r  reviewed. Such methods should be 

t a i l o r e d  t o  t h e  s p e c i f i c  phase  of t h e  proposal  and should be 

u t i l i z e d  t o  avoid  unnecessary o r  methodologica l ly  improper o r  

mis lead ing  s t u d y .  Report  Sec t ion  V I  d e s c r i b e s  such e v a l u a t i o n  

methodologies:  1) A methodology t o  use  when cons ide r ing  a  r a i l  

l i n e  ex t ens ion  p roposa l ,  and 2 )  Methodologies t o  use  when 

e v a l u a t i n g  a  S t a t e  inves tment  on t h e  e x i s t i n g  r a i l r o a d .  

I n  a d d i t i o n  t o  a  r a i l  l i n e  ex t ens ion  p roces s  and e v a l u a t i o n  

method, it i s  sugges ted  t h a t  a  s e t  of c r i t e r i a ,  o r  a t  l e a s t  

s u b j e c t  m a t t e r ,  be  e s t a b l i s h e d .  Any ex t ens ion  proposa l  should 

be expected t o  a d d r e s s  t h e  c r i t e r i a  a t  some p o i n t  a s  it moves 

through t h e  f i ve -phase  process .  The gene ra l i zed  c r i t e r i a ,  by 



Table 5-2 
A SUGGESTED STATE RAIL 

EXTENSION EVALUATION PROCESS 

ADMINISTRATIVE AFFAIRS PROCESS 

w: C e n t r a l i z e  t h e  r a i l  e x t e n s i o n  review and considera-  
t i o n  f u n c t i o n  w i t h i n  a  s i n g l e ,  de s igna t ed ,  and 
knowledgeable body. 

1. Agree t h a t  t h e  DOT/PF is t h e  p r o p e r  e n t i t y  
2 .  Form a  r a i l  ex t ens ion  Advisory Committee * Cont ro l s  * Represen ta t ive  membership 
3 .  P r o v i d e  t h i s  Committee w i t h  s p e c i f i e d  b u t  l i m i t e d  

powers. * Powers of review and a d v i c e  
* Report ing requirements  

4 .  Fund t h e  ex t ens ion  review p r o c e s s  * The DOT/PF f u n c t i o n  
* The Advisory Committee f u n c t i o n  

PROJECT IDENTIFICATION PHASE 

-: To enable  t h e  DOT/PF and i t s  Advisory Committee t o  
be acqua in ted  wi th  a l l  e x t e n s i o n  p roposa l s ,  t o  
know of t h e i r  s t a t u s ,  and t o  c o l l e c t  and dissemi- 
n a t e  in format ion  a s  needed. 

1. Crea t e  and main ta in  a  f i l e  on every  e x t e n s i o n  proposa l .  
* Obtain informat ion from ex tens ion  p ropose r s  
* C r e a t e  and keep c u r r e n t  a f i l e  on each ex t ens ion  

2 .  P r o v i d e  A d v i s o r y  Commit tee  members w i t h  r e l e v a n t  
in format ion .  * Send in format ion ,  a s  a p p r o p r i a t e  
* Have meet ings ,  a s  a p p r o p r i a t e  

3 .  Have in format ion  a v a i l a b l e  f o r  u s e .  by e x t e n s i o n  pro- 
pose r s ,  and o t h e r s .  * Copies of o t h e r  e x t e n s i o n  s t u d i e s  
* Sources  of r e l e v a n t  in format ion  
* Consul tan t  l i s t  
* D e s c r i p t i o n  of S t a t e ' s  e v a l u a t i o n  c r i t e r i a  * D e s c r i p t i o n  concerning t h e  implementat ion p roces s  

4 .  Provide in format ion  t o  o t h e r s .  * Advise j u r i s d i c t i o n s  i n  t h e  a r e a  of t h e  ex tens ion  
* Notify  o t h e r s  

5 .  Be prepared  t o  respond t o  L e g i s l a t o r  and o t h e r  inqui-  
ries. 

6. Budget funds  f o r  t h e  P r e - F e a s i b i l i t y  Phase 



Table  5-2 
A SUGGESTED STATE RAIL 

EXTENSION EVALUATION PROCESS 
(con t inued )  

PRE-FEASIBILITY PHASE 

& ~ ~ Q S S :  Conduct, o r  gu ide ,  o r  review t h e  a n a l y s i s  and 
s t u d i e s  of t h i s  phase,  i n  o rde r  t o  determine 
whether t h e  ex t ens ion  proposa l  makes s e n s e  and 
whether o r  n o t  it should  proceed i n t o  t h e  more 
d e t a i l e d  and expens ive  f e a s i b i l i t y  phase. 

1. P r e p a r e  and have a v a i l a b l e  an o v e r a l l  p r e - f e a s i b i l i t y  
a n a l y s i s  methodology. * S t a n d a r d  a p p r o a c h  t o  economic e f f e c t i v e n e s s  

a n a l y s i s  
rc L i s t s  o f  o t h e r  i t e m s  t o  b e  a d d r e s s e d  i n  

i n v e s t i g a t i o n s  
2.  I f  S t a t e  sponsored e x t e n s i o n  p roposa l ,  be prepared t o  

conduct  t h e  neces sa ry  p r e - f e a s i b i l i t y  phase  s t u d i e s  and 
a n a l y s e s .  

3. I f  l o c a l  government e x t e n s i o n  p roposa l ,  be  prepared t o  
conduct  t h g  s t u d i e s ,  o r  t o  fund them, o r  t o  gu ide  them 
and p r o v i d e  adv ice .  

4. I f  p r i v a t e  s e c t o r  e x t e n s i o n  p roposa l ,  be  prepared t o  
p r o v i d e  s t u d y  methodologies,  t o  p rov ide  review and 
comment, and o the rwi se  p a r t i c i p a t e  a s  warranted.  

5. A s s i s t  l o c a l  governments and o t h e r  e n t i t i e s  t h a t  might 
be a f f e c t e d  by t h e  proposed r a i l  ex t ens ion .  

6 .  Budget funds  f o r  t h e  F e a s i b i l i t y  Phase 

FEASIBILITY PHASE 

-: Conduct, o r  gu ide ,  o r  review t h e  a n a l y s i s  and 
s t u d i e s  of t h i s  phase,  i n  o rde r  t o  h e l p  determine 
whether t h e  ex t ens ion  should  be  b u i l t .  

1. P r e p a r e  and  have a v a i l a b l e  an o v e r a l l  f e a s i b i l i t y  
a n a l y s i s  methodology. * S t a n d a r d  a p p r o a c h  t o  economic b e n e f i t / c o s t  

a n a l y s i s  * L i s t s  of o t h e r  items t o  be addressed i n  d e t a i l  
2 .  I f  S t a t e  sponsored ex t ens ion  p roposa l ,  be prepared t o  

conduct  t h e  neces sa ry  f e a s i b i l i t y  phase  s t u d i e s  and 
a n a l y s i s .  

3. I f  l o c a l  government ex t ens ion  p roposa l ,  be  prepared t o  
conduct  t h e  s t u d i e s ,  o r  t o  fund them, o r  t o  gu ide  them 
and p r o v i d e  advice .  



Table 5-2 
A SUGGESTED STATE RAIL 

EXTENSION EVALUATION PROCESS 
(cont inued)  

4 .  I f  p r i v a t e  s e c t o r  ex tens ion  p r o p o s a l ,  be  prepared  t o  
p rov ide  s tudy  methodologies,  t o  p r o v i d e  review and 
comment, and o therwise  p a r t i c i p a t e  a s  war ran ted .  

5. A s s i s t  l o c a l  governments and o t h e r  e n t i t i e s  t h a t  might 
be a f f e c t e d  by t h e  proposed r a i l  ex t ens ion .  

6. Budget funds  f o r  t h e  remaining phases  
7 .  Apply f o r  and/or a c q u i r e  and/or p r e s e r v e  rights-of-way 

FINAL PLANNING AND DESIGN PHASE AND IMPLEMENTATION PHASE 

Eup2s.e: Conduct, o r  guide,  o r  review t h e  des ign  and imple- 
mentat ion processes .  

Source:  Wilbur Smith and Assoc ia tes  



p r o c e s s  phase, a r e  d e p i c t e d  i n  F i g u r e  5-3. A s  shown, most 

c r i t e r i a  a r e  s u i t a b l e  f o r  use  i n  Phases  I1 and 111. 

a .  Engineering C r i t e r i a  

Given Alaska ' s  t e r r a i n ,  weather v a r i a t i o n s  and h igh  imple- 

menta t ion  c o s t s ,  any r a i l  l i n e  ex t ens ion  should  meet engineer ing  

c r i t e r i a  t h a t  a r e  s p e c i f i c  t o  t h e  S t a t e  of Alaska.  The c r i t e r i a  

o r  i t ems  t h a t  should be addressed are  l i s t e d  i n  Table  5-3. 

Rather t han  s p e c i f y  c r i t e r i a  s t a n d a r d s ,  it is sugges ted  t h a t  t h e  

s p e c i f i c  s t anda rds  can be ob ta ined  from s i x  r e l e v a n t  sources :  

* "Manual of Recommended P r a c t i c e  of t h e  American Railway 
Eng inee r ' s  Assoc i a t i onn  (AREA) . 

* " A l a s k a  T r a n s p o r t a t i o n  Study,"  by Tudor-Kelly-Shannon, 
I n t e r i m  R e p o r t  8 4 ,  1 9 7 1 , ,  " C r i t e r i a  f o r  P re l imina ry  
Design. ' 
S p e c i a l  S tandards  of t h e  Alaska Rai l road  

* "Standard ~ u i d e  S p e c i f i c a t i o n , '  U.  S. Army Corps of Engi- 
n e e r s  

* "The Standard S p e c i f i c a t i o n s  f o r  Biahwav B r i d a e s  of t h e  
~ ~ 

American ~ s s o c i a t i o n  of S t a t e  ~ i ~ h w &  a i d  ~ r a i s ~ o r t a t i o n  
O f f i c i a l s n  (AASHTO). 

* "The Standard s p e c i f i c a t i o n s  f o r  Highway Cons t ruc t ion , "  
S t a t e  of Alaska. 

A key p o i n t  is t h a t  t h e  engineer ing  c r i t e r i a  app ly  o n l y  i n  t h e  

most g e n e r a l i z e d  s e n s e  i n  Process  Phases  I and 11. They should 

come i n t o  p l a y  i n  a s e r i o u s  way o n l y  i n  Phase 111. -- a f t e r  it 

is e s t a b l i s h e d  t h a t  t h e  r a i l  e x t e n s i o n  m a k e s  s ense ,  may be f e a s -  

i b l e  and war ran t s  t h e  expend i tu re  of s i z e a b l e  f u n d s  r e l a t i v e  t o  

d e t a i l e d  s tudy .  

b. F i n a n c i a l  and Economic C r i t e r i a  

P r i o r  t o  t h e  a p p l i c a t i o n  of eng inee r ing  c r i t e r i a  is t h e  need 

t o  e s t a b l i s h  and apply f i n a n c i a l  and economic c r i t e r i a .  The 

f i n a n c i a l  c r i t e r i a  should view t h e  e x t e n s i o n  p r o s p e c t  from t h e  



veiwpoint  of t h e  r a i l r o a d  -- and whether o r  n o t  t h e  p r o j e c t  w i l l  

pay f o r  i t s e l f  . i n  t h e  r a i l r o a d  c o s t  and revenue sense .  The 

economic c r i t e r i a  on t h e  o t h e r  hand, should  view t h e  ex t ens ion  
from t h e  p e r s p e c t i v e  of t h e  S t a t e  o r  reg ion  a s  a  whole, w i t h  em- 

p h a s i s  on jobs ,  p a y r o l l ,  and induced economic a c t i v i t y .  I t  is 

l i k e l y  t h a t  an ex t ens ion  can be f i n a n c i a l l y  i n f e a s i b l e ,  b u t  econ- 
omica l ly  f e a s i b l e .  

Table  5-4 p r e s e n t s  a  c h e c k l i s t  of sugges ted  f i n a n c i a l  and 

economic c r i t e r i a .  E f f e c t i v e l y ,  t h e  f i n a n c i a l  i s s u e  is t o  

e s t i m a t e  l i f e  c y c l e  c o s t s  and revenues t o  s e e  i f  t h e  r a i l r o a d  

w i l l  e a rn  a  p r o f i t .  The economic i s s u e  i s  intended t o  u l t i -  

mate ly  l e a d  t o  a  q u a n t i f i e d  b e n e f i t / c o s t  a n a l y s i s ,  t o  show 

economic f e a s i b i l i t y  f  ram t h e  t o t a l  S t a t e ' s  economic p e r s p e c t i v e  

t o  s e e  i f  t h e  d i scounted  B/C r a t i o  is equa l  t o  o r  g r e a t e r  than  

1 .0 ,  t h e  i n t e r n a l  r a t e  of r e t u r n  is i n  excess  of t h e  r e a l  
(exc lud ing  i n f l a t i o n )  oppor tun i ty  c o s t  ( 4  o r  5 % ) ,  and t h e  n e t  

p r e s e n t  v a l u e  i s  p o s i t i v e .  Refer  t o  Report  Sec t ion  V I  f o r  a  

more d e t a i l e d  d e s c r i p t i o n  of t h e  economic e v a l u a t i o n  methodo- 

logy - 
c.  Environmental C r i t e r i a  

Any r a i l  l i n e  ex t ens ion  should a l s o  meet S t a t e  and f e d e r a l  

requ i rements  f o r  Environmental Impact Statements/Assessments. 

Such d e t a i l e d  work, however, should awai t  Process  Phase 111, 

s i n c e  it i s  expens ive  and should on ly  be done i f  t h e  p r o s p e c t s  

a r e  good r e l a t i v e  t o  a  f e a s i b l e  ex tens ion .  E a r l i e r  i n  Phase 11, 

however, t h e  environmental  items l i s t e d  on Table 5-5 should be 

reviewed and cons ide red  i n  a  gene ra l  s e n s e  -- t o  s e e  i f  t h e r e  

a r e  any major environmental  i s s u e s  t h a t  might u l t i m a t e l y  cause  

t h e  e x t e n s i o n  proposa l  t o  prove impossible .  Examples of such 

key e lements  a r e  i c e  f i e l d s ,  Nat ive  l a n d s ,  (d )  ( 2 )  l ands ,  and t h e  

l i k e .  



RAIL LINE E X T E N S I O N  CRITERIA APPLICATION 

B Y  PROCESS PHASE 

APPLICABILITY BY PROCESS PHASE 

ENGINEERING ASPECTS: 

G e n e r a l  C o r r i d o r  

A1 i gnmen ts  

P r e l i m i n a r y  D e s i g n  

F i n a l  D e s i g n  

O p e r a t i o n s  

FINANCIAL ASPECTS: 

R a i l  L i n e  Use 

R a i l  r o a d  Revenue 

R a i l r o a d  O & M  Cos t s  

C a p i t a l  Cos t s  

F i n a n c i a l  A n a l y s i s  

F u n d i n g  A n a l y s i s  

ECONOMIC ASPECTS: 

C o s t  E f f e c t i v e n e s s  

Economic C o s t s  

Economic B e n e f i t s  

F e a s i b i l i t y  I n d i c a t o r s  

ENVIRONMENTAL ASPECTS: 

Key I s s u e s  

Land I m p a c t s  

E n v i r o n m e n t a l  I m p a c t s  

SOCIAL ASPECTS: 

I m p a c t e d  Groups 

L i f e s t y l e  I m p l i c a t i o n s  

Community I m p a c t s  

Land Use I m p a c t s  

S u b s i s t e n c e  I m p a c t s  

P u b l i c  Rev iew  

NOTE: " 0 " d e n o t e s  some i d e a  o r  c o n c e p t  o f  t h e  answer  
"0" d e n o t e s  a  p r e l i m i n a r y ,  q u a n t i f i e d  e s t i m a t e  

" " d e n o t e s  b e s t  e s t i m a t e  based on  d e t a i l e d  s t u d y  
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d. S o c i a l  C r i t e r i a  

S t a t e  and f e d e r a l  requ i rements  f o r  Environmental Impact 
Statements/Assessments and f o r  right-of-way g r a n t s  and pe rmi t s  

e s t a b l i s h  a  minimum set  of s o c i a l  c r i t e r i a  and p u b l i c  n o t i c e  

procedures  t h a t  any r a i l  l i n e  ex t ens ion  should meet. B e n e f i c i a l  

and adve r se  s o c i a l  impacts  a s s o c i a t e d  w i t h  a  r a i l  l i n e  ex t ens ion  

cannot  be a s s e s s e d  i n  ' d e t a i l  u n t i l  Process  Phase 111, i . e . ,  

u n t i l  t h e  economic and environmental  impacts have been i d e n t i -  

f i e d  and analyzed.  Communities and o t h e r  s o c i a l  g roups  l i k e l y  

t o  be  a f f e c t e d  by a  r a i l  l i n e  ex t ens ion ,  however, should be 

i d e n t i f i e d  i n  P roces s  Phase I and any a p p l i c a b l e ,  c u r r e n t  l o c a l  

l and  management and u s e  p l a n s  should be  reviewed i n  Process  

Phase I1 t o  a n t i c i p a t e  major s o c i a l  i s s u e s  o r  c o n t r o v e r s i e s  t h a t  

may b e  induced by t h e  r a i l  l i n e  ex t ens ion  proposa l .  The i n t e n t  

of t h e  s o c i a l  a n a l y s i s  i s  t o  gauge t h e  impact of any e x t e n s i o n  

p r o p o s i t i o n  on people ,  t h e i r  l i f e s t y l e s  and t h e i r  s o c i a l  conduct 

and w e l l  being.  Tab le  5-6 p r e s e n t s  s o c i a l  c r i t e r i a  t h a t  should 

be addressed  p r i o r  t o  any r a i l  l i n e  ex t ens ion  d e c i s i o n .  

E. R a i l  road Extension Concepts 

The fo l lowing  summarizes concepts  which could  govern i n  

Alaska when r a i l r o a d  development is considered by t h e  S t a t e  

o u t s i d e  of t h e  R a i l b e l t .  They a r e  drawn from some r e c e n t  

expe r i ences  i n  Canada and e lsewhere  i n  t h e  U. S. 

1. of W e n t  

During t h e  l a s t  3 0  y e a r s ,  only  a  handful  of s i g n i f i c a n t  new 

r a i l r o a d s  o r  e x t e n s i o n s  have been b u i l t  i n  North America, and 

each was des igned  t o  hau l  coa l  o r  i r o n  ore .  These r a i l  l i n e s  

i nc lude :  1) t h e  Quebec North Shore and Labrador ( i r o n  o r e ) ,  2 )  

t h e  Black Mesa and Lake Powell i n  Arizon ( c o a l ) ,  3 )  t h e  Tumbler 



Ridge i n  B r i t i s h  Columbia ( c o a l ) ,  4 )  t h e  Powder River  Cutoff i n  . 

Wyoming ( c o a l ) ,  5 )  t h e  Lee Ranch Mine Spur i n  New Mexico ( c o a l ) ,  

6 )  t h e  Deserado Bonanza Western i n  Colorado ( c o a l ) ,  7 )  t h e  

C a r t i e r  Railway i n  Quebec, 8 )  and p o s s i b l y  a  few o t h e r s  depend- 

i ng  on one ' s  d e f i n i t i o n  of " s i g n i f i c a n t "  new r a i l  l i n e s .  These 

r a i l r o a d s  had t h e  fo l lowing  e lements  i n  common: 

* The l i n e  was based on hau l ing  a  dominant bulk commodity. 
The l i n e  was designed t o  c a r r y  a  r e s o u r c e  upon which t h e  
user  was complete ly  dependent (e.g.,  power p l a n t  designed 
t o  burn a  s p e c i f i c  c o a l )  o r  a  r e s o u r c e  which was r e l a -  
t i v e l y  i n s e n s i t i v e  t o  world market p r i c e s .  

* The l i n e  o f t e n  provided d i r e c t  r a i l  s e r v i c e  between produc- 
ing  and consuming p o i n t s  by r a i l .  (The i r o n  o r e  l i n e  d id  
involve  a  l i n e h a u l  mode change between r a i l  and water ,  and 
t h e  Powder River l i n e  and o t h e r s  connected t o  t h e  o v e r a l l  
U.S. r a i l  network.) 

* I n  s e v e r a l  i n s t a n c e s  t h e  t h r e e  p r i n c i p a l  components: (1) 
t h e  r e sou rce  ( p i t  o r  mine) ,  ( 2 )  t h e  r a i l  l i n e  i t s e l f ,  and 
( 3 )  t h e  r e c e i v e r ,  were owned o r  c o n t r o l l e d  by t h e  same 
c o r p o r a t e  e n t i t y .  
Competing highway f a c i l i t i e s  a r e  o r  were n o t  a v a i l a b l e  o r  
t h e  tonnage was such t h a t  highway was an i l l - s u i t e d  mode. 

* A r e l a t i v e l y  long  haul  was involved.  
* S u b s t a n t i a l  tonnage,  wel l  above t h e  minimums r equ i r ed  t o  

s u s t a i n  r a i l  o p e r a t i o n s  on a  con t inu ing  b a s i s ,  were rea-  
sonably c e r t a i n .  
There was l i t t l e  o r  no need t o  i n t e r c h a n g e  t r a f f i c  wi th  
o t h e r  r a i l r o a d s .  

Against  t h i s ,  it i s  worthwhile t o  c o n t r a s t  t h e  White Pass  

and Yukon Railway, a  bulk mine ra l s  c a r r i e r  over  which s e r v i c e  

may never be  r e s t o r e d .  The WP&Y had t h e  fo l lowing  elements:  

* A very  smal l  sh ippe r  base.  
* No c o r p o r a t e  i n t e r l o c k i n g ;  each e x t r a c t i v e  i n d u s t r y  could 

make i t s  own t r a n s p o r t a t i o n  arrangements .  
* No long term commitment e i t h e r  by s h i p p e r s  t o  u s e  t h e  

s e r v i c e  o r  t h e  r a i l r o a d  t o  p rov ide  t h e  s e r v i c e .  
* A long l i n e h a u l  d i s t a n c e  invo lv ing  two i n t e r m e d i a t e  termin- 

a l s :  t r u c k  t o  r a i l  and r a i l  t o  water .  R a i l  d i s t a n c e  con- 
s t i t u t e d  a  smal l  p o r t i o n  of t o t a l  l i n e h a u l  d i s t a n c e .  

* A r a i l r o a d  c o s t  s t r u c t u r e  conducive t o  compe t i t i on  brought 
about  i n  t h e  f i r s t  i n s t a n c e  by l a b o r  (h igh  s a l a r i e s ,  con- 
t r a c t s  r e q u i r i n g  exces s ive  crew s i z e )  and t h e  lack of 
economies of s c a l e  ach ievab le  w i t h  narrow guage equipment. 



Table 5-3 
ENGINEERING C R I T E R I A  CHECKLIST 
Rai l  Line Extension P roposa l s  

ALIGNMENT ASPECTS: 

* Termini of Line 
* Topography 
* Mapping 

* Rights-of -Way Lands 
* Grades and Curvature  
* Foundation and M a t e r i a l s  
* S a f e t y  
* S e r v i c e  t o  Commuiiities 
* Environmental I s s u e s  
* Genera l ized  Cost 

DESIGN ASPECTS: 

* Clearances  
Design Speed (Rul ing and 

Other Grades) 
- 

* V e r t i c a l  Alignment (Con- 
t r o l  Grad ien ts ,  Compen- 
s a t i o n ,  V e r t i c a l  Curves) 

* Hor izon ta l  Alignment 
(Con t ro l ,  C i r c u l a r  
Curves, Supe re l eva t ion ,  
S p i r a l  T r a n s i t i o n ,  
Curves, Rights-of -Way 
Widths) 

Structures 
* Loading (Live,  Impact,  

Wind, Temperature, I c e  
Forces ,  Earthquakes) 

*Mate r i a l s  (AREA Manual) 

t l e  Fo- 
* P i e r  Foundation 
* P i l e s  (Types, I c e  Jack ing ,  

Bear ing Capaci ty)  

Earthworks 
* Roadbed S tandards  
* Embankments 
* Excavat ion 
* Slope  P r o t e c t i o n  
* Cons t ruc t ion  Season 

D r  
* Flood Frequency Design 

( C u l v e r t s ,  Br idge  Spans) 
* Peak Discharge 
* Flood Clearances  

Trackwork 
* B a l l a s t  (Ma te r i a l ,  

Dimensions) 
* T i e s  ( M a t e r i a l s ,  

Dimensions, Spacing)  
R a i l  ( J o i n t e d  o r  CWR, 
Weight) 

* Fas t en ings ,  Anchors and Ap- 
pu r t enances  

* Turnouts  

RAILROAD OPERATIONS: 
-ice L e v e l s  
* T r a i n  Speeds 
* Frequency 
* S e r v i c e  Types 

* Tons 
* Type * Form 
* o r i g i n / D e s t i n a t i o n  

Source: Wilbur Smith and Assoc ia tes  



Table 5-4 
FINANCIAL/ECONOMIC CRITERIA CHECKLIST 

R a i l  Line Extension P roposa l s  

FINANCIAL FEASIBILITY ASPECTS: 
R a i l  Line Use 
* Cargo . types  
* Volumes 
* O r i g i d d e s t i n a t i o n  
* Number of r a i l  u s e r s  
* Use a l t e r n a t i v e s  
* C e r t a i n t y  of u s e  
* Dura t ion  of use  
* Line  c a p a c i t y  needs  
* Equipment c a p a c i t y  needs 
* Use v a r i a t i o n s  
* Induced demand 

u- 
* Rate  e x p e c t a t i o p s  
* Annual revenues: now 
* Fu tu re  annual  revenues 

* Transpor t a t i on  
* Maintenance of way and 

s t r u c t u r e s  
* Maintenance of equipment 
* T r a f f i c  
* General  overhead 

t a l  C o s t s  
* Line  c o n s t r u c t i o n  
* R/W a c q u i s i t i o n  
* Equipment 

* F i n a n c i a l  performance 
e s t i m a t e s  

* L i f e  c y c l e  a n a l y s i s  
* S e n s i t i v i t y  a n a l y s i s  
* Funding a n a l y s i s  

ECONOMIC FEASIBILITY ASPECTS: 
Cos t  E f f e c t i v e n e ~ s  
* Genera l ized  c a p i t a l  c o s t  

Annualized c o s t  pe r  t o n  
* Annualized c o s t  p e r  c a r  
* Induced jobs  
* Ton v a l u e  v e r s u s  r a i l  r a t e  

* Economic p o r t i o n  of c a p i t a l  
c o s t s  

* Fu tu re  c a p i t a l  c o s t s  

P i r e c t  Ec- 
* Rai l road  p r o f i t  ( l o s s )  
* ~ a i l r o a d  employment/payroll 
* Rai l road  l o c a l  purchases  
* Induced jobs /pay ro l l  
* Induced pu rchases  
* Induced l o c a l  p r o f i t s  
* Induced t a x  b a s e  

Ben-s 
* Basic  impac ts  
* Non-basic impacts  
* Economic m u l t i p l i e r s  

* Discounted benef i t / c o s t  
* Net p r e s e n t  v a l u e  
* I n t e r n a l  r a t e  of r e t u r n  
* D i s t r i b u t i o n  of b e n e f i t s  

and c o s t s  

t s  D- 
* Displacements 
* Economic Dis turbances  
* Jobs  and p a y r o l l  

Source: Wilbur Smith and Assoc i a t e s  



Table  5-5 
ENVIRONMENTAL C R I T E R I A  CHECKLIST 

R a i l  Line Extension P roposa l s  

LAND IMPACTS: 
IlmLLb2 
* Types (Towns, Farming, 

Mining, Timber, Other)  
* Displacements 
* Development P a t t e r n s  : 
* Plans  and Regula t ions  

Emf ec t ed  P r o p e r t i e s  
* Types (Parks ,  Recrea t ion  

Areas,  W i l d l i f e  & Water- 
f r o n t  a r e a s ,  H i s t o r i c  
S i t e s ,  Others )  

* (d )  ( 2 )  Lands 

Own P- 

* S t a t e  ( P o t e n t i a l ,  Tenta- 
t i v e l y  Approved, Pending) 

* Federa l  (BLM, U.S. F i s h  & 
W i l d l i f e  S e r v i c e ,  
M i l i t a r y ,  Other)  

* Alaskan Native (Regional  
and Nat ive  Se l ec t ed ,  
Reserva t ion)  

* P r i v a t e  

G e  o  1 o  ~ i r S ~ ~ - v ~ g  
* Flooding (River ,  G l a c i e r )  
* I c e  F i e l d s  
* S l i d e s  
* F a u l t s  

ENVIRONMENTAL IMPACTS: 

* I n  Cor r ido r ,  by Type 
* H a b i t a t  (Pr ime,  Impor tan t )  
* Threatened o r  Endangered 
* S u b s i s t e n c e  A c t i v i t i e s  

* P l a n t  Communities 
* Threatened o r  Endangered 

HakL 
* Water Q u a l i t y  ( T u r b i d i t y ,  

Sed imenta t ion ,  Chemical 
P o l l u t a n t s ,  Bioda ta )  

Groundwater and Wetlands 
* Flooding 

air o u u  
* Air  Q u a l i t y  C l a s s i f i c a t i o n  
* A i r  P o l l u t a n t  Emissions 
* Conformity w i t h  S t a t e  P lan  

Koise  
* Impact Zone 
* Attainment  of Fede ra l  Noise 

Emission S tandards  f o r  
R a i l r o a d s  

A r c h e o l o a k a L  H i s t o r i c .  and - 
* S i t e s  
* Survey Needs 

Source: Wilbur Smith and Assoc i a t e s  



Table  5-6 

SOCIAL CRITERIA CHECKLIST 
R a i l  L ine  Extension Proposa ls  

IMPACTED GROUPS : 
I d e n t i f i c a t i o n  

* Locat ion  
* Nat ive  Groups 
* I n d i v i d u a l s  
* Nature of Impact 

LAND USE IMPACTS: 
* E x i s t i n g  Land Uses 
* Land Use P l a n s  
* Nat ive  Lands 
* Higher Uses 
* Access Impacts 

LIFESTYLE IMPLICATIONS: SUBSISTENCE IMPACTS: * Family Roles * Cash Economy 
* T r a d i t i o n s  Impacts  * Employment 
* S o c i a l  I n t e r a c t i o n  * H a b i t a t  * S o c i a l  Cohesiveness * Wild1 i f  e 
* Goods, S e r v i c e s  A v a i l a b i l i t y  * S o c i a l  Roles 
* Employment, Income * Family Roles 

COMMUNITY IMPACTS: PUBLIC REVIEW: 
* A c c e s s i b i l i t y ,  I s o l a t i o n  * Proper P u b l i c  Not ice  
* Right-of-way A c q u i s i t i o n  * Groups P a r t i c i p a t i n g  
* Dis rup t ion  * Locat ions  of Review 
* Community I d e n t i t y  * E x t e n t  of P a r t i c i p a t i o n  

* Capaci ty  t o  P a r t i c i p a t e  

SOURCE: Wilbur Smith and Assoc i a t e s  



2. CQmUions Nee- f o r  

Consequently, it would seem t h a t  t h e  fo l lowing  c o n d i t i o n s  

t end  t o  f avo r  r a i l  ex t ens ions  i n  Alaska,  e i t h e r  w i th in  t h e  

R a i l b e l t  o r  o u t s i d e .  

* A bulk commodity where t h e  l oad ing  and unloading opera- 
t i o n s  can be automated s o  a s  t o  ach ieve  s u f f i c i e n t  tonnage 
volumes. 

* A r e l a t i v e l y  long  t o t a l  r a i l  hau l ,  e.g.,200 m i l e s ,  t o  
enab le  it t o  be more c o s t  e f f e c t i v e  t h a n  a road.  

* A s i z e a b l e  annual  tonnage t o  be c a r r i e d .  
* D i f f i c u l t  t e r r a i n ,  c o s t l y  c o n s t r u c t i o n  c o n d i t i o n s ,  and 

environmental ly  s e n s i t i v e  a r e a s  t o  be avoided t o  t h e  
e x t e n t  p o s s i b l e .  

* A r a i l r o a d  b u i l t  t o  reasonably h igh  s t a n d a r d s  s o  a s  t o  
minimize ope ra t ing  and maintenance c o s t s .  

* Absence of competing, p a r a l l e l  highways. F u l l y  a l l o c a t e d  
new c o n s t r u c t i o n  r a i l r o a d  c o s t s  make r a i l  q u i t e  expensive,  
w i th  t h e  r e s u l t  t h a t  new r a i l  s e r v i c e  canno t  a f f o r d  t o  
g i v e  t h e  sh ippe r  a  cho ice  among modes, u n l e s s  t h e  tonnage 
is extremely-  heavy and t h e  l e n g t h  of h a u l  is extremely 
long.  

* Whenever p o s s i b l e ,  s h i p p e r s  should  have a  s t a k e  i n  t h e  
s u c c e s s  of t h e  r a i l r o a d  through investment .  I t  would be 
r i s k y  f o r  government t o  assume t h e  f u l l  r e s p o n s i b i l i t y  of 
p u t t i n g  up t h e  c a p i t a l  f o r  a  r a i l r o a d  p r o j e c t ,  u n l e s s  i t  
c o n t r o l s  t h e  usage of t h e  l i n e .  
Ra i l road  could be e i t h e r  p r i v a t e l y  o p e r a t e d  by a  f o r -  
p r o f i t  o r g a n i z a t i o n  o r  by a  non-p ro f i t  o r g a n i z a t i o n  com- 
p r i s e d  of t h e  s h i p p e r s  (e.g.  , t h e  Alyeska P i p e l i n e  model) .  

* The Alaska Rai l road  should o p e r a t e  t h e  l i n e  on ly  i f  it 
i n t e r c o n n e c t s ,  o r  i f  it can do s o  a t  less  c o s t  t h a n  a  
s e p a r a t e  o r g a n i z a t i o n  through shared  a d m i n i s t r a t i o n  and 
o t h e r  c e n t r a l i z e d  f a c i l i t i e s .  

* I t  is n o t  necessary  t h a t  a  new r a i l r o a d  i n t e r c o n n e c t  w i t h  
t h e  Alaska Rai l road ;  a  resource- to-por t  l i n e  w i l l  make 
more sense  i f  t h e  r e s u l t i n g  l e n g t h  of t h e  l i n e  is sub- 
s t a n t i a l l y  reduced by n o t  i n t e r c o n n e c t i n g .  I n  o t h e r  
words, t h e  l e s s e r  p r e s e n t  c o s t  ( c a p i t a l  and o p e r a t i n g )  of 
(1) a  s e p a r a t e  l i n e  p l u s  p o r t  f a c i l i t i e s ,  v e r s u s  ( 2 )  an 
i n t e r connec ted  l i n e .  

* I d e a l l y  t h e r e  should be a  guaran teed  minimum l e v e l  of 
t r a f f i c ,  o r  some revenue s o u r c e  t h a t  w i l l  p e rmi t  opera-  
t i o n s  t o  con t inue  should t r a f f i c  l e v e l s  d r o p  below a  
breakeven p o i n t .  The mechanism f o r  accomplishing t h i s  i s  
unknown. I n  o t h e r  words, s h i p p e r  d i scon t inuance  of 



e x t r a c t i v e  o p e r a t i o n s  o r  choosing a n o t h e r  mode m u s t  n o t  
d e s t r o y  t h e  v i a b i l i t y  of t h e  l i n e  f o r  o t h e r  s h i p p e r s  nor  
impose o p e r a t i n g  o r  d e b t  s e r v i c e  c o s t s  upon government. 
( I n  a c t u a l i t y ,  t h i s  may be a  very d i f f i c u l t  c o n d i t i o n  t o  
implement.) 

* The S t a t e  should  n o t  develop r a i l r o a d s  on a  s p e c u l a t i v e  
b a s i s .  There is no gua ran tee  t h a t  development w i l l  fo l low 
r a i l r o a d  c o n s t r u c t i o n .  The r e c e n t  ex t ens ion  of t h e  B r i t i s h  
Columbia Railway i s  an e x c e l l e n t  example of n o t  fol lowing 
t h i s  p r i n c i p l e .  

* Mineral  d e p o s t s  should be  world c l a s s  i n  s i z e  and o r e  
c o n t e n t  and q u a l i t y ;  mining o p e r a t i o n s  should u s e  modern 
and e f f i c i e n t  e x t r a c t i o n  and c o n c e n t r a t i o n  processes ;  and 
t h e  mines must be p r o f i t a b l e  and be p r i c e  compet i t ive  on 
world markets  a t  p r e v a i l i n g  exchange r a t e s  and p r i c e  
l e v e l s .  

Some a d d i t i o n a l  thoughts  r e l a t i n g  t o  r a i l  and highway 

development, i n c l u d i n g  ex tens ions :  

* Rai l roads  a r e  very  c a p i t a l - i n t e n s i v e ,  long-term inves t -  
ments which, i n  t h i s  day and age,  can be  j u s t i f i e d  f o r  new 
c o n s t r u c t i o n  i n  on ly  unique s i t u a t i o n s .  

* A r a i l r o a d  r e q u i r e s  t h re shho ld  t r a f f i c  l e v e l s  i n  o rde r  t o  
s u s t a i n  o p e r a t i o n s ;  t hey  a r e  extremely uneconomic a t  low 
outpu t .  R a i l r o a d s  a r e  n o t  very  u s e f u l  i f  low t r a f f i c  
f o r c e s  a  c e s s a t i o n  of o p e r a t i o n s ,  whereas a  highway w i l l  
con t inue  t o  f u n c t i o n  r e g a r d l e s s  of f r e i g h t  t r a f f i c  l e v e l s .  

* To be u s e f u l ,  t h e  whole r a i l r o a d  f a c i l i t y  must be pro- 
v ided .  Highways l end  themselves  f a r  more t o  incremental  
development. 
Highways a r e  a  more f l e x i b l e ,  l e s s  r i s k y  investment .  They 
do n o t  have t h r e s h h o l d  t r a f f i c  l e v e l s .  

* I f  an e x t e n s i o n  is contemplated i n t o  hardrock mineral  
a r e a s ,  r a i l  l i n e s  need n o t  n e c e s s a r i l y  be connected t o  
i n d i v i d u a l  mines o r  p i t s ,  b u t  r a t h e r  could be connected by 
w c o l l e c t o r "  hau l  roads  connec t ing  t h e s e  f a c i l i t i e s  wi th  
t r a n s f e r  f a c i l i t i e s  provided a t  c e n t r a l i z e d  l o c a t i o n s .  

* The t r a d i t i o n a l  method f o r  paying f o r  p u b l i c  highways may 
be i n a p p l i c a b l e  i n  development a r e a s .  I n  s h o r t ,  c a p i t a l  
and maintenance c o s t s  a r e  sp read  over  t h e  e n t i r e  v e h i c l e  
base  i n  t h e  s t a t e .  A f a c i l i t y  s t r i c t l y  used a s  a  haul  road 
should  be  p a i d  f o r  by t h e  i n d u s t r y  b e n e f i t e d  by t h e  
f a c i l i t y .  I f  it i s  a l s o  used by l o c a l  t r a f f i c ,  t h e  re-  
s o u r c e  i n d u s t r y  should pay t h e  incrementa l  c o s t  of bu i ld -  



i n g  and m a i n t a i n i n g  t h e  highway t o  h ighe r  s t a n d a r d s  than  
would o t h e r w i s e  be  r e q u i r e d .  

* The Alaska Ra i l road  should  n o t  e n t e r t a i n  e x t e n s i o n s  un l e s s  
it can be proven t h a t  t h e  revenues genera ted  exceed on and 
o f f  branch c o s t s  of t h e  movement, and hence r e s u l t  i n  in-  
c r e a s e d  p r o f i t a b i l i t y  f o r  t h e  sys tem a s  a  whole. I f  r e -  
q u i r e d  t o  p r o v i d e  t h e  s e r v i c e  f o r  economic o r  s o c i a l  rea-  - 

sons ,  t h e  - r a i l r o a d  should  be reimbursed f o r  i t s  out-of- 
pocke t  c o s t s .  

* bn t h e  o t h e r  hand, t h e  framework f o r  S t a t e  d e c i s i o n  making 
f o r  an e x t e n s i o n  should  t a k e  i n t o  account  socio-economic 
b e n e f i t s  a s  w e l l  a s  t h o s e  r e l a t i n g  t o  t r a n s p o r t  c o s t s  and 
revenues .  Th i s  framework i s  d e s c r i b e d  i n  Report  Sec t ion  
VI . 
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V I .  RAIL  INVESTMENT EVALUATION PROCEDURES 

A s  s t a t e d  i n  S e c t i o n  V,  it is recommended t h a t  Alaska adopt 

a n a l y t i c a l  methodologies  t h a t  a r e  s u i t a b l e  f o r  eva lua t ing  r a i l  

l i n e  ex t ens ion  p r o p o s a l s  and f o r  eva lua t ing  o t h e r  p u b l i c  s e c t o r  

inves tments  r e l a t i v e  t o  t h e  r a i l  mode. This  Report Sec t ion  

d e s c r i b e s  t h e s e  recommended methodologies.  

I t  i s  recommended t h a t  Alaska u t i l i z e  c o s t / b e n e f i t  a n a l y s i s  

when making i t s  d e c i s i o n  concerning t h e  a p p r o p r i a t e n e s s  of a  

major p u b l i c  investment  r e l a t i v e  t o  t h e  r a i l  mode. Such an 

approach,  based on sound economic p r i n c i p l e s ,  p rov ides  a  proper 

framework by which r a t i o n a l  d e c i s i o n s  can be made. 
L 

The economic p r i n c i p l e s  and t echn iques  desc r ibed  he re in ,  

however, a r e  designed a s  q u i d e l i n e s  only .  There  a r e  some 

p r o j e c t  t y p e s  t h a t  l e n d  themselves  t o  such a n a l y s i s ;  i n  o t h e r  

i n s t a n c e s ,  t h e  p r o j e c t  t y p e s  a r e  n o t  s u i t a b l e  f o r  such a n a l y s i s  

o r  time and d a t a  l i m i t a t i o n s  might p reven t  t h e s e  q u i d e l i n e s  from 

being p r e c i s e l y  a p p l i e d .  S ince  most major investments  l end  them- 

s e l v e s  t o  such a n a l y s i s ,  such a n a l y s i s  is s t r o n g l y  recommended 

f o r  major p r o j e c t s .  

The sugges ted  approach i s  t o  q u a n t i f y  t h e  c o s t s  of implement- 

ing  t h e  p r o j e c t ,  t o  q u a n t i f y  t h e  b e n e f i t s  expected t o  accrue  

from t h e  p r o j e c t ,  and t o  compare t h e  c o s t s  and b e n e f i t s  us ing 
s t a n d a r d  economic e v a l u a t i o n  procedures .  



a.  Frame of Reference 

The p r i n c i p a l  t h r u s t  of r a i l  l i n e  e v a l u a t i o n  is t o  determine 

t h e  e x t e n t  of t h e  impacts of v a r i o u s  t r a n s p o r t a t i o n  o p t i o n s  on 

a l l  p a r t i e s  involved i n  a  r a i l  l i n e  i s s u e .  This  i n c l u d e s  t h e  

owning r a i l r o a d ,  t h e  u se r s  ( s h i p p e r s / r e c e i v e r s )  of r a i l  s e r v i c e ,  

t h e  communities through which t h e  r a i l  l i n e  pas ses ,  and t h e  

t o t a l  S t a t e  and i t s  r e s i d e n t s .  I n  t h i s  s e n s e  t h e  frame of r e f e r -  

ence is t h e  t o t a l  S t a t e ,  and a l l  of i t s  r e s i d e n t s  and e n t i t i e s .  

b. B e n e f i t s  and Costs  

The c o s t s  a r e  t h e  economic c o s t s  ( r e s o u r c e  consumption) of 

b u i l d i n g  t h e  r a i l  p r o j e c t .  Cos t s  i n c l u d e  l a n d  and equipment 

a c q u i s i t i o n ,  l a b o r  and m a t e r i a l ,  bu t  do n o t  i n c l u d e  ra i l ro .ad  

o p e r a t i n g  c o s t s  s i n c e  such c o s t s  a r e  i nc luded  i n  t h e  b e n e f i t  

c a l c u l a t i o n s  ( a s  e i t h e r  p o s i t i v e  o r  n e g a t i v e  b e n e f i t s  depending 

on whether t h e  n e t  c o s t s  a r e  p o s i t i v e  o r  n e g a t i v e ) .  The c o s t s  

a r e  expressed i n  economic resource  terms and a r e  t a b u l a t e d  by 

expected yea r  of o u t l a y .  

The r a i l  p r o j e c t  b e n e f i t s  comprise q u a n t i f i a b l e  economic 

g a i n s  due t o  p r o j e c t  opera t ion ,  inc lud ing  c o s t  s a v i n g s  (opera t -  

i ng  c o s t  s a v i n g s ) ,  induced p a y r o l l ,  l o c a l  expend i tu re s  on 

m a t e r i a l  and equipment, and, o t h e r s .  The b e n e f i t s  a r e  a l s o  

e s t ima ted  by yea r  of occurence, t y p i c a l l y  over  a  20 t o  50 yea r  

t ime  pe r iod .  

c .  B e n e f i t  and Cost  Comparisons 

The c o s t  and b e n e f i t  s t reams a r e  expressed,  by y e a r ,  over 

t h e  p r o j e c t ' s  a n t i c i p a t e d  o p e r a t i o n a l  l i f e s p a n .  A l l  a r e  ex- 

p re s sed  a t  c o n s t a n t  p r i c e  l e v e l s  ( e x c l u s i v e  of f u t u r e  i n f l a -  

t i o n ) .  The c o s t s  and b e n e f i t s  a r e  t hen  compared us ing  any of 
t h r e e  i n d i c a t o r s  of economic f e a s i b i l i t y ,  a s  fo l lows :  



* Piscounted  Ben&&/Cost R m  -- A l l  f u t u r e  b e n e f i t s  and 
c o s t s  a r e  d i scoun ted  u t i l i z i n g  an  a p p r o p r i a t e  d i scount  
r a t e .  The t o t a l  d iscounted b e n e f i t s  a r e  t h e n  d iv ided  by 
t h e  t o t a l  d i scounted  c o s t s ,  and t h e  r e s u l t i n g  r a t i o  is 
used t o  judge f e a s i b i l i t y ,  e.g., i f  t h e  r a t i o  i s  g r e a t e r  
t h a n  1.0,  t h e  v e n t u r e  i s  deemed economically f e a s i b l e .  

N & L E ~ ~ ~ L -  -- Using t h i s  i n d i c a t o r  of  f e a s i b i l i t y ,  
t h e  f u t u r e  b e n e f i t s  and c o s t s  a r e  d i scounted ,  and t h e  
t o t a l  d i s coun ted  c o s t s  a r e  s u b t r a c t e d  from t h e  t o t a l  
d i scounted  b e n e f i t s .  I f  t h e  d i f f e r e n c e  is a  p o s i t i v e  
va lue ,  t h e  v e n t u r e  is deemed economically f e a s i b l e .  

* Int_ernal Rate  of R e t u n  -- This  i n d i c a t o r  of f e a s i b i l i t y  
compares t h e  c o s t s  'and b e n e f i t s  and f i n d s  t h a t  d i s c o u n t  
r a t e  a t  which t o t a l  d iscounted b e n e f i t s  equa l  t o t a l  d i s -  
counted c o s t s .  I f  t h e  r e s u l t a n t  d i s c o u n t  r a t e  exceeds t h e  
o p p o r t u n i t y  c o s t  of c a p i t a l ,  t h e  ven tu re  is deemed economi- 
c a l l y  f e a s i b l e .  

T y p i c a l l y  any o r  a l l  of t h e  above i n d i c a t o r s  of f e a s i b i l i t y  

can  b e  used,  w i t h  s i m i l a r  r e s u l t s .  These i n d i c a t o r s  of econanic 

f e a s i b i l i t y  can and should be used f o r  any of t h e  e v a l u a t i o n s  of 

major S t a t e  i nves tmen t s  i n  t h e  r a i l  mode -- a s  long  as t h e  pro- 

j e c t ' s  economic b e n e f i t s  and c o s t s  can be  p r o p e r l y  q u a n t i f i e d .  

To u t i l i z e  t h e  above methods, a  v a r i e t y  of a n a l y s i s  p r i n c i -  

p l e s  m u s t  be adopted.  Examples i nc lude  t h e  fo l lowing .  

a .  P r i c e  Leve l s  

A l l  c o s t s  and b e n e f i t s  should be expressed a t  a  common 

y e a r ' s  p r i c e  l e v e l s ,  e .g. ,  t h e  c u r r e n t  yea r .  This  means t h a t  

f u t u r e  i n f l a t i o n  i s  n o t  included i n  t h e  c a l c u l a t i o n s .  

b. Oppor tun i ty  Cost  

The oppor tun i ty  c o s t  concept should be used i n  any econanic 

e v a l u a t i o n  of p o s s i b l e  S t a t e  investment.  I t  can  b e  de f ined  a s  



t h e  va lue  of an a l t e r n a t i v e  foregone i n  o r d e r  t o  ach ieve  a  par -  

t i c u l a r  o b j e c t i v e .  I n  o t h e r  words, t h e  v a l u e  of a  r e sou rce  used 

i n  a  r a i l  l i n e  p r o j e c t  is t h e  maximum c o n t r i b u t i o n  t h a t  t h e  r e -  
s o u r c e  would have made i f  it had been employed i n  t h e  produc t ion  

of some o t h e r  good o r  s e r v i c e .  A s  an example, l a b o r  which would 

o the rwi se  be unemployed might be used on a r e h a b i l i t a t i o n  pro- 

j e c t .  S ince  no p r o j e c t s  o r  s e r v i c e s  have t o  be  fo regone  t o  p u t  

t h i s  l a b o r  t o  work on t h e  p r o j e c t ,  t h e  oppor tun i ty  c o s t  of 

l a b o r ,  i n  t h i s  p a r t i c u l a r  s i t u a t i o n ,  would be zero .  Th i s  is an 

extremely impor tan t  concept i n  t h e  o v e r a l l  economic e v a l u a t i o n  

p roces s .  

c .  Shadow P r i c e s  

'Shadow p r i ce s?  a r e  def ined  a s  the v a l u e  of t h e  c o n t r i b u t i o n  

t o  t h e  S t a t e ' s  bak ic  socioeconomic d b j e c t i v e s  made by any mar- 

g i n a l  change i n  the^ a v a i l a b i l i t y  of commodities o r  f a c t o r s  of 

p roduc t ion .  Shadow p r i c e s ,  r a t h e r  t h a n  market  p r i c e s ,  should  be  

used anywhere i n  which d i s t o r t i o n s  may be expected t o  p e r s i s t ;  

t h e y  a r e  no t  t h e  equ i l i b r ium p r i c e s  t h a t  would p r e v a i l  i n  a  

d i s t o r t i o n - f r e e  economy. Where p o s s i b l e ,  shadow p r i c e s  should  be 
i 

a p p l i e d  t o  cover t h e  worth of s o c i a l  b e n e f i t s  o r  l o s s e s  t h a t  a r e  

e i t h e r  unpr iced by t h e  market o r  a r e  a r t i f i c i a l l y  p r i c e d .  For 

example, t h e  use  of a  shadow p r i c e  f o r  crew wages is impor tan t  

f o r  e v a l u a t i n g  t h e  labor-savings  impact of a  r a i l  l i n e  improve- 

ment. The a p p l i c a b l e  monetary wage may b e  a s s o c i a t e d  w i t h  t h e  

p r o c e s s  of  c o l l e c t i v e  barga in ing  and, t h e r e f o r e ,  n o t  r e p r e s e n t  

t h e  t r u e  oppor tun i ty  c o s t  of t h e  resource .  Consequently,  an  

ad jus tment  t o  p r e v a i l i n g  market p r i c e s  may be r e q u i r e d  i n  some 

c i rcumstances .  



d. Discount Rate 

One i n t e r p r e t a t i o n  of an a p p r o p r i a t e  d i s c o u n t  r a t e  is an 
e s t i m a t e  of t h e  average r a t e  of r e t u r n  t h a t  is expected on 

p r i v a t e  investments  b e f o r e  t a x e s  and exc lud ing  i n f l a t i o n .  This  

i n t e r p r e t a t i o n  is based on t h e  concept  t h a t  t h e  a l t e r n a t i v e  t o  

t h e  c a p i t a l  investment by government i s  t o  l e a v e  t h e  c a p i t a l  i n  

t h e  p r i v a t e  s e c t o r .  A l t e r n a t i v e l y ,  i f  t h e  a l t e r n a t i v e  u s e  f o r  

t h e  funds  is a  d i f f e r e n t  government p r o j e c t ,  t h e n  t h e  d i s c o u n t  

r a t e  should be t h e  c o s t  of S t a t e  government borrowing. 

I n  recogniz ing  t h a t  nominal d i s c o u n t  r a t e s  r e f l e c t  bo th  t h e  

e f f e c t s  of i n f l a t i o n  and t h e  t r u e  oppor tun i ty  c o s t  of money, and 

s i n c e  a l l  c o s t s  and b e n e f i t s  w i l l  be expressed i n  c o n s t a n t  

d o l l a r s  ( e x c l u s i v e  of i n f l a t i o n ) ,  it f o l l o w s  t h a t  on ly  t h e  r e a l  

d i scount  r a t e  r e f l e c t i n g  on ly  oppor tun i ty  c o s t  w i l l  be used. A 

nominal d i s coun t  r a t e  equa ls  r e a l  r e t u r n  e.g.,  4 % ,  p l u s  i n f l a -  

t i o n  e x p e c t a t i o n ,  e .g . ,  7 % ,  p l u s  r i s k ,  e .g. ,  2% f o r  a  t o t a l  o f ,  

e.g. I 13%.  When using cons t an t  p r i c e  l e v e l s ,  t h e  r e a l  ( a s  
opposed t o  t h e  nominal) d i s coun t  r a t e  i n  t h i s  example i s  6%. I n  

Alaska, a  r e a l  d i s c o u n t  r a t e  of 4 %  t o  6% is sugges ted ,  g iven  

t o d a y ' s  economic c l ima te .  

e .  P r o j e c t  L i f e  

Both t h e  expected phys i ca l  l i f e  and t h e  p o s s i b i l i t y  of t ech-  

n o l o g i c a l  obsolescence s e r v e  a s  upper l i m i t  pa rameters  i n  esti- 

mating t h e  l i f e  of a  p r o j e c t .  The c r i t i c a l  de t e rminan t  is t h e  

u s e f u l  l i f e  of t h e  p r o j e c t .  A l t e r n a t i v e l y ,  some p r o j e c t  ana ly-  

sis p e r i o d s  should be def ined  a s  t h e  p e r i o d  over  which demand 

f o r  s e r v i c e  and s e r v i c e  p rov i s ion  a r e  a s su red .  



f .  Salvage Value 

Salvage v a l u e  of m a t e r i a l s  and/or o t h e r  i t ems  used i n  t h e  
a s s i s t a n c e  p r o j e c t  remaining a t  t h e  end of t h e  p r o j e c t  per iod 

becomes a  b e n e f i t  of having implemented t h e  p r o j e c t .  These 

v a l u e s  a r e  e s t ima ted  by computing t h e  l i f e  of t h e  p r o j e c t  com- 

ponent f o r  t h e  c o n d i t i o n s  under which i t  w i l l  be  u t i l i z e d  and 

determining t h e  l i f e  remaining a t  t h e  end o f  t h e  p r o j e c t  term. 

g. I n t a n g i b l e  B e n e f i t s  and Costs  

P r o j e c t  a l t e r n a t i v e s  w i l l  sometimes have i d e n t i f i a b l e  i m -  

p a c t s  t h a t  cannot  be q u a n t i f i e d  bu t  a r e  s t i l l  r e l e v a n t  t o  p u b l i c  
investment d e c i s i o n s .  Many p r o j e c t s  may a l s o  have s i g n i f i c a n t  
environmental  o r  energy impacts  t h a t  c a n  be q u a n t i f i e d ,  but  

cannot be i n c o r p o r a t e d  i n  a  s t anda rd  measurement of economic 

f e a s i b i l i t y .  The g e n e r a l  economic c o n d i t i o n s  which p r e v a i l  i n  a  

community may a l s o  be an impor tan t  c o n s i d e r a t i o n ,  e.g.,  i f  t h e  

p r o j e c t  would change t h e  l i f e s t y l e  of t h e  community's r e s i d e n t s ,  

t h i s  must be eva lua t ed .  S t a t e  o r  l o c a l  p l a n s ,  goa l s ,  o r  p o l i c i e s  

t h a t  r e f l e c t  t h e  s i g n i f i c a n c e  of i n t a n g i b l e  b e n e f i t s  and c o s t s  

may a l s o  be r e l e v a n t .  Those f a c t o r s  which can be q u a n t i f i e d ,  

a long wi th  t h o s e  which cannot ,  should be i nco rpo ra t ed  i n t o  a  

g e n e r a l  d i s c u s s i o n  bu t  n o t  inc luded  i n  t h e  formal b e n e f i t / c o s t  

assessment .  

h. D i s t r i b u t i o n  of B e n e f i t s  

F i n a l l y ,  t h e  d i s t r i b u t i o n  of b e n e f i t s  o r  d i s b e n e f i t s  could 

a l s o  be  cons ide red .  While b e n e f i t s  may acc rue  t o  t h e  l o c a l  

community, ( t o  t h e  d i s b e n e f i t  of ano the r  Alaska community), they 

a r e  no t  measures of economic e f f i c i e n c y  from a  S t a t e  viewpoint  

and a r e  n o t  q u a n t i f i e d  i n  t h e  a n a l y s i s .  Thus t h e  d i s t r i b u t i o n  

of b e n e f i t s  and d i s b e n e f i t s ,  who wins and who l o s e s ,  is n o t  



t a b u l a t e d  i n  a  r i g o r o u s  accounting approach, bu t  a r e  s p e c i f i e d  

and l i s t e d  by t h e g r o u p s  of impacted p a r t i e s .  

3 .  E v a l u a t i o n  Methods by P r o j e c t  

The S t a t e  of Alaska could i n v e s t  i n  any of a  v a r i e t y  of 

r a i l r o a d  v e n t u r e s  o r  p r o j e c t s .  Some p r o j e c t  t y p e s  l e n d  them- 

s e l v e s  q u i t e  wel l  t o  t h e  types  of economic a n a l y s i s  desc r ibed  

h e r e i n ;  o t h e r s  do n o t .  

a. P r o j e c t  Types S u i t a b l e  f o r  Economic Evaluat ion 

Three example p r o j e c t  types  t h a t  a r e  wel l  s u i t e d  t o  economic 

e v a l u a t i o n  a r e :  

* Line Extens ions  -- Any s i g n i f i c a n t  new r a i l  l i n e  con- 
s t u c t i o n  should be sub jec t ed  t o  a  r igorous  economic eva l -  
u a t i o n  ( s e e  t h i s  Report  Sec t ion  C). * ~1 ~f fwcv . . p r o w  -- Any s i g n i f i c a n t  p r o j e c t  t h a t  

- 
i s  in tended  t o  h e l p  r a i l r o a d  o p e r a t i o n s  and reduce  c o s t s  
f o r  t h e  b e n e f i t  of r a i l  u s e r s  and t h e  S t a t e  economy can be 
s u b j e c t e d  t o  t h e  economic eva lua t ion  p roces s ,  b u t  i n  a 
s l i g h t l y  d i f f e r e n t  manner t h a n  t h e  t y p i c a l  r a i l  l i n e  
ex t ens ion  p r o j e c t .  

* -- The abandonment of a  r a i l  l i n e  
o r  r a i l  s e r v i c e  has  an economic e v a l u a t i o n  methodology 
which has  come t o  be a  s tandard  FRA-approved approach. 

The p r i n c i p l e s  used t o  a s s e s s  each of t h e  above p r o j e c t  t y p e s  

a r e  s i m i l a r ,  a l though  t h e  d e t a i l s  vary.  A method f o r  each is 

p r e s e n t e d  h e r e i n .  

b. P r o j e c t  Types Not S u i t a b l e  f o r  Economic Eva lua t ion  

While economic e v a l u a t i o n  methods a r e  complete ly  a p p r o p r i a t e  

f o r  some p r o j e c t s ,  t h e r e  a r e  some p r o j e c t s  wherein t h e  p roces ses  

a r e  l e s s  s u i t a b l e .  These include:  



* Small p r o j e c t s  wherein such d e t a i l e d  a n a l y s i s  i s  n o t  war- :~ 

r an t ed  
Safe ty-or ien ted  p r o j e c t s  
Pure p u b l i c  p o l i c y  p r o j e c t s  

* Others  wherein economic b e n e f i t s  cannot l e g i t i m a t e l y  be 
q u a n t i f i e d .  

I f  t h e  S t a t e  were f o  s e r i o u s l y  c o n s i d e r  extending t h e  r a i l -  

road t o  p r e s e n t l y  unserved reg ions ,  it presumably w i l l  be doing 

s o  f o r  one o r  both  of t h e  fo l lowing  reasons :  

* Develop a  n a t u r a l  resource  a r e a ,  and c a r r y  t h e  commodity 
o u t  on t h e  new r a i l  ex tens ion .  

* Use r a i l  t o  a c c e s s  new reg ions  of Alaska, f o r  develop- 
mental and p o s s i b l y  o t h e r  purposes .  

I n  each case  t h e  r a t i o n a l e  would be economic development (of 

some type )  and consequent ly  t h e  e x t e n s i o n ( s )  a r e  w e l l  s u i t e d  t o  

t h e  a p p l i c a t i o n  of economic e v a l u a t i o n ,  as long a s  t h e  economic 

e v a l u a t i o n  method is based on economic development p r i n c i p l e s .  

1. Circumstances I n v o b i n a  S t a t e  Investment i n  Extensions 

Cons t ruc t ion  of a  r a i l  l i n e  i n  t h e  United S t a t e s  by S t a t e  

government is a  most unusual  occurrence,  s i n c e  such funding and 

c o n s t r u c t i o n  is perce ived  t o  be  a  p roper  f u n c t i o n  of t h e  p r i v a t e  

s e c t o r .  I n  Alaska, however, t h e  Alaska Rai l road  is n o t  p r i v a t e ,  

and t h e  p r i v a t e  s e c t o r  has  n o t  b u i l t  such l i n e  e x t e n s i o n s  f o r  a  

long time i n  Alaska. 

a .  When S t a t e  Should Not Bui ld  an  Extens ion  

I t  i s  suggested h e r e i n  t h a t  t h e r e  a r e  i n s t a n c e s  wherein t h e  

S t a t e  should n o t  fund and b u i l d  a  r a i l  l i n e  ex t ens ion .  S i tua-  

t i o n s  where such a  "no b u i l d n  d e c i s i o n  is proper  inc lude :  



* Sometimes i f  a  proposed r a i l  l i n e  were t o  s e rve  t h e  
i n t e r e s t s  of on ly  one u s e r ,  e .g. ,  a  n a t u r a l  resource  
developer ,  a  s t a t e  might n o t  o f f e r  t o  b u i l d  a  r a i l  l i n e  t o  
s e r v e  t h a t  s i n g l e  u s e r  s i n c e ,  t o  do so ,  might g i v e  t h e  
appearance t h a t  t h e  s t a t e ,  would p rov ide  a  "subsidyw t o  
t h a t  s i n g l e  p r i v a t e  f i rm .  However, t h e  S t a t e  should 
cons ide r  such e v e n t s  on a  case-by-case b a s i s ,  s i n c e  t h e  
S t a t e ' s  r e s i d e n t s  might g a i n  app rec i ab ly  by a  s i n g l e  user  
l i n e ,  e -g . ,  t h e  .Red Dogm example, s i n c e  t h e  o v e r a l l  
p r o j e c t  might be  of g r e a t  economic advantage t o  t h e  S t a t e .  

I f  t h e  t o t a l  development (mine, p rocess ing ,  t r a n s p o r t ,  
e t c . )  is capab le  of being f i n a n c i a l l y  f e a s i b l e ,  it would 
appear t h a t  t h e  p r i v a t e  deve loper  would b u i l d  t h e  r a i l  
l i n e  as p a r t  of t h e  ven tu re ,  w i t h o u t  S t a t e  a s s i s t a n c e .  

* I f  t h e  p r o d u c t s  t o  be  c a r r i e d  a r e  of s u f f i c i e n t  va lue  and 
volume t o  pay r a i l  r a t e s  s u f f i c i e n t  t o  cover  t h e  r a i l r o a d  
ope ra t ing  c o s t s  and d e b t  recovery,  t h e  r a i l  element is 
t h e r e f o r e  f e a s i b l e  and t h e  Alaska Rai l road  cou ld  under take 
t h e  ex t ens ion  p r o j e c t  w i thou t  S t a t e  funding.  

* I f  t h e  o v e r a l l  p r o j e c t  is n o t  economically f e a s i b l e .  

b. When S t a t e  Might Consider  Bui ld ing  an Extension 

I f  t h e  above a r e  pe rce ived  a s  v a l i d  p r a c t i c e s ,  it then  f o l -  

lows t h a t  t h e  S t a t e  of Alaska should  become involved i n  funding 

and b u i l d i n g  r a i l  l i n e  e x t e n s i o n s  when a  s e r i e s  of o t h e r  circum- 

s t a n c e s  a r e  p r e s e n t ,  i nc lud ing :  

* There w i l l  be  more than  one r a i l  u se r ,  s o  t h a t  t h e  bene- 
f i t s  a r e  sp read  over  numerous p a r t i c i p a t i n g  e n t i t i e s ,  and 
The r a i l  l i n e  ( c o n s t r u c t i o n  and o p e r a t i o n )  w i l l  n o t  be a  
s e l f - l i q u i d a t i n g  v e n t u r e  and t h e r e f o r e  needs  o u t s i d e  cap i -  
t a l  a s s i s t a n c e ,  and 
The t o t a l  development w i l l  n o t  occur u n l e s s  o u t s i d e  
( S t a t e )  a s s i s t a n c e  is made a v a i l a b l e ,  and 
I t  is i n  t h e  b e s t  i n t e r e s t s  of  t h e  S t a t e  and i t s  r e s i d e n t s  
t o  make t h e  neces sa ry  funding  commitment t o  e n a b l e  t h e  
p r o j e c t  t o  be  undertaken.  

The l a s t  element i s  t h e  c rux  of t h e  i s s u e  -- 'When is it i n  t h e  

S t a t e ' s  b e s t  i n t e r e s t  t o  commit r e s o u r c e s  t o  r a i l  l i n e  ex t ens ion  

development of t h i s  type?"  



2. -ective and Eval- 

I f  S t a t e  of Alaska funds  a r e  t o  be used t o  b u i l d  a  r a i l  l i n e  

e x t e n s i o n ,  it should be because t h e  S t a t e  w i l l  be b e t t e r  o f f  

w i t h  t h e  ex t ens ion  (and t h e  expendi ture )  t han  wi thou t  it. I n  

t h i s  sense ,  t h e  r a i l  ex tens ion  must s a t i s f y  t h e  i n t e r e s t s  and 

o b j e c t i v e s  of t h e  S t a t e .  

a .  The S t a t e  P e r s p e c t i v e  

The e v a l u a t i o n  p roces s  should t a k e  t h e  p e r s p e c t i v e  of t h e  

t o t a l  S t a t e ;  e f f e c t i v e l y ,  t h e  S t a t e  should  be viewed a s  an  

e n t i t y ,  (e.g.,  a  company), and t h e  p r o j e c t  should  be  done on ly  

i f  t h e  e n t i t y  is b e t t e r  o f f  w i th  t h a n  wi thout  t h e  p r o j e c t .  When 

one p r o j e c t  i s  undertaken using S t a t e  funds ,  t h a t  means t h a t  

a n o t h e r  p r o j e c t  is n o t  undertaken o r  t h a t  money is t a k e n  from 

t h e  i n d i v i d u a l  r e s i d e n t s  and t r a n s f e r r e d  t o  t h e  p r o j e c t .  This  

c h o i c e  of what t o  do with  p u b l i c  funds  has  consequences f o r  

employment, ou tpu t ,  consumption, sav ings ,  ea rn ings ,  income 

d i s t r i b u t i o n ,  e q u i t y  and a  weal th  of o t h e r  f a c t o r s .  

b. R a i l  Extension P r o f i t a b i l i t y  

I f  t h e  S t a t e  were a  p r i v a t e  company, it could e x p r e s s  i t s  

g o a l  a s  p r o f i t  maximization and then  e v a l u a t e  t h e  p r o j e c t  i n  

t e rms  of t o t a l  p r o f i t s .  While t h e  S t a t e  is n o t  a p r i v a t e  com- 

pany, it i s  sugges ted  t h a t  t h e  e x t e n s i o n s  should  s t i l l  be 

e v a l u a t e d  acco rd ing  t o  t h e  p r o f i t  c r i t e r i o n  -- bu t  t h a t  S t a t e  

p r o f i t s  should  be  de f ined  t o  i nc lude  a l l  t h i n g s  t h a t  have bene- 

fit ,  r a t h e r  t han  merely bottom l i n e  money. I n  t h i s  s ense ,  S t a t e  

b e n e f i t s  cou ld  inc lude ,  among o the r s :  

* Aggregate consumption ( s t anda rd  of l i v i n g )  
* Income d i s t r i b u t i o n  ( equ i ty )  
* Employment ( r educ t ion  of unemployment and under employ- 

ment) 



* S e l f - r e l i a n c e  ( reduce  S t a t e  t r a d e  d e f i c i t )  
* I n c r e a s e  i n  t a x  base  
* Others  

I f  any of t h e s e  a r e  improved, t h e  S t a t e  is pe rce ived  t o  "bene- 

f i t . "  I f  t h e s e  agg rega t e  economic b e n e f i t s  equa l  o r  exceed t h e  

p r o j e c t ' s  economic c o s t ,  t h e  p r o j e c t  is s a i d  t o  be  f e a s i b l e ,  

from t h e  S t a t e ' s  p e r s p e c t i v e .  

I f  t h e  S t a t e  has a l r eady  decided t o  p e n e t r a t e  an  inacces-  

s i b l e  a r e a  but  t h e  on ly  d e c i s i o n  is how (highway o r  r a i l ) ,  t h e  

e v a l u a t i o n  is done on a  l e a s t  t o t a l  c o s t  b a s i s .  The t o t a l  c o s t s  

of b u i l d i n g  and o p e r a t i n g  t h e  road a r e  compared w i t h  t h e  t o t a l  

c o s t s  of b u i l d i n g  and o p e r a t i n g  t h e  r a i l r o a d .  I f  t h e  d e c i s i o n  i s  

whether it i s  f e a s i b l e  t o  b u i l d  a  r a i l  l i n e  on ly ,  and t h e  

purpose is t o  develop an  a r e a  o r  a r e sou rce  t h a t  o the rwi se  could 

n o t  be developed, then  t h e  economic development p r i n c i p l e s  apply 

r a t h e r  t han  t h e  t r a n s p o r t  e f f i c i e n c y  p r i n c i p l e s .  

a .  Cost  and Bene f i t  P e r s p e c t i v e  

Almost any r a i l  ex t ens ion  p r o j e c t  w i l l  i n c l u d e  bo th  p u b l i c  

and p r i v a t e  funds .  For example, wh i l e  p u b l i c  funds  might be 

used t o  c o n s t r u c t  a  r a i l  l i n e ,  p r i v a t e  funds  w i l l  l i k e l y  be used 

t o  c o n s t r u c t  t h e  c o a l  mine, t o  p rov ide  t h e  i n f r a s t r u c t u r e  

neces sa ry  t o  mine t h e  coa l  ( e l e c t r i c i t y ,  housing,  e tc . ) ,  and t o  

b u i l d  o t h e r  developments such a s  a s s o c i a t e d  a g r i c u l t u r a l  develop- 

ment. 

For purposes  of c o s t / b e n e f i t  a n a l y s i s ,  does  t h e  a n a l y s t  

i n c l u d e  only  t h e  p u b l i c  c o s t s ,  e.g., r a i l  l i n e  c o n s t r u c t i o n ,  o r  

a l l  c o s t s ,  e.g.,  t h e  r a i l r o a d ,  t h e  mine, a l l  i n f r a s t r u c t u r e ,  

e t c ?  E i t h e r  p o s i t i o n  is t e c h n i c a l l y  accep tab le ,  a s  long a s  t h e  



b e n e f i t  c a l c u l a t i o n s  a r e  t a i l o r e d  t o  t h e  c o s t  p e r s p e c t i v e  

d e f i n i t i o n .  For example, i f  on ly  t h e  p u b l i c  r a i l r o a d  c o s t s  a r e  

inc luded ,  it i s  t h e n  no t  a c c e p t a b l e  to  i n c l u d e  t h e  coa l  mine 
development a s  b e n e f i t s .  Therefore ,  t o  avoid  having t o  

d i s t i n q u i s h  between b e n e f i t s  a t t r i b u t a b l e  t o  t h e  p u b l i c  s e c t o r  

investment and t h o s e  a t t r i b u t a b l e  t o  t h e  p r i v a t e  s e c t o r ,  it is 

suggested t h a t  t h e  a n a l y s i s  be  a s  b road  a s  p o s s i b l e  -- t o  

i n c l u d e  a l l  c o s t s  and a l l  b e n e f i t s  ( p u b l i c  and p r i v a t e ) .  I n  

t h i s  way, t h e  a n a l y s i s  de te rmines  whether t h e  t o t a l  p r o j e c t  ( n o t  

j u s t  t h e  r a i l r o a d )  is economically f e a s i b l e ,  from t h e  o v e r a l l  

S t a t e  pe r spec t ive .  

b. Economic Costs  of Implementation 

The c o s t s  i n c l u d e  only  t h e  c a p i t a l  inves tment  items, inc lu -  

s i v e  of l and ,  l a b o r  and m a t e r i a l .  The c o s t  s i d e  of t h e  B/C 

equa t ion  does n o t  i nc lude  any t y p e  of o p e r a t i n g  c o s t s  o r  c o s t  

sav ings ,  s i n c e  such i tems a r e  inc luded  on t h e  b e n e f i t  s i d e  of 

t h e  equa t ion  ( a s  p o s i t i v e  o r  n e g a t i v e  b e n e f i t s ) .  

The c a p i t a l  c o s t s  a r e  n o t  simply t h e  market  p r i c e s  paid .  

I n s t e a d ,  s i n c e  it i s  an economic e v a l u a t i o n ,  t h e  c o s t s  a r e  

c a l c u l a t e d  us ing  t h r e e  economic p r i n c i p l e s :  

* Transfer P a v m m  - The c o s t s  should  o n l y  i n c l u d e  t h o s e  
i t ems  t h a t  i nvo lve  r e s o u r c e  consumption. Cos t s  of  merely 
t r a n s f e r r i n g  monies from one p l a c e  t o  a n o t h e r  a r e  n o t  t o  
be inc luded ,  e.g.,  t a x  payments a r e  merely a  t r a n s f e r  from 
t h e  p r i v a t e  s e c t o r  t o  t h e  p u b l i c  s e c t o r  and a r e  t h e r e f o r e  
n o t  inc luded  a s  a  c a p i t a l  c o s t .  

* -tv - C o s t s  - The c o s t  i s  equa l  t o  t h e  oppor tun i ty  
foregone,  r a t h e r  t h a n  t h e  a c t u a l  payment, e.g., t h e  
employment of a  p r e v i o u s l y  unemployed pe r son  has  no 
economic c o s t .  

* Shadow Price.s - I f  any f a c t o r s  of implementat ion a r e  
a r t i f i c i a l l y  p r i ced ,  t h e  e s t ima ted  shadow p r i c e  should be  
used ( t h e  shadow p r i c e  could  be h ighe r  o r  lower t h a n  t h e  
market p r i c e ) .  



A l l  c a p i t a l  c o s t s  a r e  dep ic t ed  by t h e  e s t ima ted  y e a r  of occur- 

rence,  over t h e  l i f e s p a n  of t h e  p r o j e c t .  

c .  Economic B e n e f i t s  o f  Implementation 

The economic b e n e f i t s  a r e  equa l  t o  t h e  v a l u e  of goods and 

s e r v i c e s  produced, less t h e  expor ted  from Alaska c o s t s  of 

producing them. I n  t h e  c a s e  of a  r a i l  e x t e n s i o n  t h a t  p e n e t r a t e s  

a  new a r e a  thereby  enab l ing  development of  a major c o a l  mine and 

an a g r i c u l t u r a l  a r e a ,  t h e  b e n e f i t s  equa l  t h e  v a l u e  of t h e  coal  

and t h e  a g r i c u l t u r a l  p r o d u c t s  less t h e i r  c o s t s  p l u s  r e s u l t a n t  

Alaska t a x  r e c e i p t s  and Alaska r e s i d e n t  income. Like t h e  

c a p i t a l  c o s t s ,  t h e  b e n e f i t s  s i d e  of t h e  equa t ion  a l s o  r e f l e c t s  

t h e  oppor tun i ty  c o s t  and shadow p r i c e  p r i n c i p l e s .  

The economic b e n e f i t s  d e p i c t  money t h a t  w i l l  e x i s t  i n  Alaska 

t h a t  would n o t  e x i s t  i f  t h e  p r o j e c t  were  n o t  undertaken.  For 

example, Alaskan c o r p o r a t i o n s  would have p r o f i t s  n o t  o therwise  

a v a i l a b l e ,  t h e  p r o j e c t  w i l l  g e n e r a t e  t a x e s  f o r  t h e  S t a t e  and i t s  

l o c a l  j u r i s d i c t i o n s ,  t h e  p r o j e c t  w i l l  p r o v i d e  jobs  and gene ra t e  

pe r sona l  income t h a t  o the rwi se  would n o t  e x i s t ,  and s o  on. 

d. Cost and B e n e f i t  Comparison 

Once t h e  c o s t s  and b e n e f i t s  a r e  c a l c u l a t e d ,  it is a  simple 

p roces s  t o  compare them. An example B/C comparison is dep ic t ed  

on Tab le  6-1. T h i s  t a b l e  d e p i c t s  a h y p o t h e t i c a l  r a i l  l i n e  

ex t ens ion  t h a t  would s e r v e  a h y p o t h e t i c a l  new c o a l  mine and 

a g r i c u l t u r e  a r ea .  The economic c o s t s  of  b u i l d i n g  t h e  hypothe- 

t i c a l  r a i l  l i n e  a r e  s e e n  t o  b e  $460 m i l l i o n ,  spread  over  4 

y e a r s ,  and t h e  mine ' s  c o s t s  and t h e  a g r i c u l t u r a l  investment  a r e  

s i m i l a r l y  spread  over t h e i r  p e r i o d  of implementation.  Recurr ing 

major investment c o s t s  (major r e h a b i l i t a t i o n )  a r e  a l s o  shown 
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every 7 y e a r s .  The p r o j e c t  is shown t o  o p e r a t e  through t h e  year  

2015, w i th  s u i t a b l e  s a l v a g e  v a l u e s  t aken  i n  t h a t  year  f o r  

remaining a s s e t s .  

According t o  t h i s  h y p o t h e t i c a l  example, t h e  t o t a l  p r o j e c t  

has  a  B/C r a t i o  of 1.0, a  N e t  P r e s e n t  Value of $2.2 m i l l i o n ,  and 

a  r a t e  of r e t u r n  of 4.02%. According t o  t h e s e  economic 

f e a s i b i l i t y  i n d i c a t o r s ,  t h e  p r o j e c t  is j u s t  b a r e l y  f e a s i b l e .  

e. Tes t  of F i n a n c i a l  F e a s i b i l i t y  

While t h e  o v e r a l l  p r o j e c t  i s  deemed f e a s i b i l e ,  one o the r  

major h u r d l e  must be  addressed .  That  is ,  t h e  commercial 

v i a b i l i t y  of t h e  v a r i o u s  component p a r t s .  For example, is it 

c e r t a i n  t h a t  t h e  c o a l  can be  s o l d  a t  t h e  assumed p r i c e ?  What 

r i s k  i s  involved?  Can t h e  r a i l r o a d  cover  i ts o p e r a t i n g  c o s t s ?  

These i s s u e s  a r e  f i n a n c i a l  i n  n a t u r e  r a t h e r  t han  economic, 

bu t  t hey  a r e  of equa l  importance s i n c e  t h e  economic b e n e f i t s  

cannot  occur u n l e s s  t h e  p r o j e c t  o p e r a t e s .  Therefore ,  a complete 

f i n a n c i a l  a n a l y s i s  i s  a l s o  r equ i r ed  and, i n  f a c t ,  is included i n  

t h e  economic a n a l y s i s  i n  o rde r  t o  c a l c u l a t e  t h e  hypo the t i ca l  

example's "prof itn b e n e f i t s .  

. . 
C. -art Cost a n d e n c v  Eva- 

A second s i t u a t i o n  w i t h i n  which t h e  S t a t e  of Alaska might 

cons ider  making a  r a i l r o a d  investment  ( i n  a d d i t i o n  t o  what t h e  

Alaska Ra i l road  Corpora t ion  is  i n v e s t i n g )  is i f  such an inves t -  

ment would reduce t h e  r a i l r o a d ' s  c o s t s  and t h o s e  c o s t  sav ings  

would be passed on t o  t h e  r a i l r o a d ' s  u s e r s  who i n  t u r n  would 

s h i p  more, o r  employ more people ,  o r  s t a y  i n  bus ines s .  I n  t h i s  

i n s t a n c e  t h e  n u l l  o p t i o n  ( t h e  "do nothing")  i s  less e f f i c i e n t  

s e r v i c e  and t h u s  h i g h e r  t o t a l  c o s t s .  



A methodology which Alaska could  u s e  t o  e v a l u a t e  such a  

p r o s p e c t i v e  inves tment  i s  a s  fo l lows .  

The e f f i c i e n c y  methodology w i l l  be  used on p r o j e c t s  i n  which 

r a i l  s e r v i c e  w i l l  e x i s t  i n  bo th  t h e  'p ro jec t '  c a s e  and t h e  

' n u l l "  o r  do no th ing  case .  However, t h e  c o s t s  of p rov id ing  t h e  

r a i l  s e r v i c e  i n  t h e  n u l l  a r e  h ighe r  and t h e r e f o r e  s o  a r e  t h e  
r a i l  r a t e s  charged.  I t  i s  conce ivab le  t h a t  t h e  S t a t e  might make 

an  investment  based on such an e f f i c i e n c y  argument. 

The methodology t o  b e  used recognizes  t h r e e  t y p e s  of impacts 

which, when summed, equa l  t o t a l  impact: 

* B e n e f i t s  from t r a n s p o r t  r a t e  and c o s t  changes 
* B e n e f i t s  from Ancome g a i n s  

B e n e f i t s  from i n d i r e c t  income g a i n s  

a .  B e n e f i t s  from Transpor t  Rate  and Cos t  Changes 

The economic b e n e f i t  from a  c o s t  r e d u c t i o n  on e x i s t i n g  t r a f -  

f i c  e q u a l s  t h e  p e r  t o n  c o s t  r e l a t i v e  t o  t o n s  a f f e c t e d .  The bene- 

f i t  from new t r a f f i c  t h a t  i s  induced by t h e  p r o j e c t  t o  t r a v e l  by 

r a i l  e q u a l s  t h e  consumer s u r p l u s  and producer  s u r p l u s  va lue .  

The economic b e n e f i t  c a l c u l a t i o n  is best i l l u s t r a t e d  w i t h  

t h e  h e l p  of F i g u r e  6-1 which d e p i c t s  t h e  t r a n s p o r t  c o s t  formula 

and how t h a t  formula  i s  c a l c u l a t e d .  

I n  some i n s t a n c e s  it may n o t  be  p o s s i b l e  t o  de te rmine  wheth- 

er a r a i l  p r o j e c t  w i l l  g e n e r a t e  new t r a f f i c .  I n  such i n s t a n c e s  

bo th  consumer and producer  s u r p l u s  w i l l  be  zero,  and t h e  S t a t e  

l i k e l y  should  n o t  i n v e s t  i n  t h i s  c i rcumstance.  S ince  t h e  bene- 
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f i t s  of changed r a t e s  and c o s t s  w i l l  occur a t  d i f f e r e n t  t imes 

du r ing  t h e  p lanning  hor izon ,  an a p p r o p r i a t e  d i scoun t  r a t e  i s  

used t o  conve r t  a l l  such b e n e f i t s  t o  a  s i n g l e  p r e s e n t  va lue .  

b. B e n e f i t s  from D i r e c t  Income Gains 

If t h e  r a i l  investment  ( e f f i c i e n c y  ga in)  is such t h a t  it 

enab le s  o r  causes  i nc reased  produc t ion  and shipment, it a l s o  

l i k e l y  w i l l  c ause  i nc reased  employment. Employment i n  t h e  

methodology is measured a s  t o t a l  income l e s s  oppor tun i ty  c o s t .  

T o t a l  income comprises  wages and f r i n g e  b e n e f i t s  on t h e  p a r t  of 

t h e  employee, p r o f i t s  on t h e  p a r t  of t h e  bus iness ,  a n d l o c a l  

expend i tu re s  made by t h e  bus ines s  t o  t h e  l o c a l  bus inesses .  

Such income g a i n s  a r e  es t imated  f o r  each r e l e v a n t  y e a r  a t  
c o n s t a n t  p r i c e  l e v e l s .  

& 

c .  B e n e f i t s  from I n d i r e c t  Income Gains 

The d i r e c t  income g a i n s  ( l o c a l  p a y r o l l ,  l o c a l  expendi tures ,  

l o c a l  p r o f i t s )  t h e n  induce a d d i t i o n a l  employment and p a y r o l l  and 

l o c a l  expend i tu re s  i n  s e r v i c e  and s e r v i c e - r e l a t e d  i n d u s t r i e s  

t h a t  t h e  community is a b l e  t o  suppor t .  This  e f f e c t  is known a s  

t h e  " m u l t i p l i e r , "  and should be a s se s sed  using Alaska-spec i f ic  

m u l t i p l i e r s  from t h e  RIMS-I1 input /ou tpu t  model a s  developed by 

t h e  U.S. Department of Commerce, Bureau of Economic Analy- 

sis. ( 4 )  The m u l t i p l i e r  c o e f f i c i e n t s  a r e  app l i ed  by i n d u s t r y  

t y p e ,  t o  t h e  d i r e c t  income ga ins .  

d. Economic Ana lys i s  

The annual  economic b e n e f i t s  ( t r a n s p o r t  p l u s  d i r e c t  income 

g a i n s  p l u s  i n d i r e c t  income g a i n s )  a r e  t hen  compared w i t h  t h e  



c a p i t a l  c o s t s  and expressed i n  terms of t h e  s t anda rd  f e a s i b i l i t y  

i n d i c a t o r s  -- NPV, B/C and I R R .  

Under t h e  convent ional  Local R a i l  S e r v i c e  Ass i s t ance  program 

ra i l  p lanning  p roces s ,  most s t a t e  p r o j e c t s  d e a l  w i t h  b r a n c h l i n e  

abandonments. While ARR abandonments i n  Alaska could 

conce ivab ly  occur sometime i n  t h e  f u t u r e ,  t h e r e  a r e  c u r r e n t l y  no 
impending abandonments and abandonment of t r a c k a g e  is n o t  

c u r r e n t l y  envisaged on t h e  ARR. On t h e  o t h e r  hand, t h e  White 

P a s s  and Yukon Railway is  no longe r  o p e r a t i n g ,  and abandonment 

cou ld  occur on t h a t  r a i l r o a d . .  

A methodology f o r  eva lua t ing  abandonments is s e t  f o r t h  a s  

fo l lows ,  t o  ensu re  FRA approval  of t h e  1985 R a i l  P l a n  and t o  

e n s u r e  t h a t  t h e  S t a t e  has  an approved methodology f o r  u s e  i f  t h e  

need eve r  a r i s e s  -- on t h e  WP&Y and/or t h e  ARR. 

I f  t h e  S t a t e  of Alaska were t o  a s s e s s  an abandonment i s s u e ,  

it would do s o  i n  an i m p a r t i a l  manner i n  o r d e r  t o  compare t h e  

r e l a t i v e  economic b e n e f i t s  of l i n e  a s s i s t a n c e  wi th  t h e  r e l a t i v e  

c o s t  of such a s s i s t a n c e .  The b a s i c  a n a l y t i c a l  t o o l  would be 

b e n e f i t - c o s t  a n a l y s i s .  However, o t h e r  a n a l y s e s  would a l s o  in -  

c l u d e  economic growth p o t e n t i a l ,  environment, and energy 

i m p l i c a t i o n s .  B e n e f i t s  a r e  e i t h e r  i n c r e a s e s  i n  t h e  v a l u e  of 

o u t p u t  o r  r e a l  r educ t ions  i n  economic c o s t .  C o s t s  a r e  e i t h e r  

program o u t l a y s  o r  economic d i s b e n e f i t s  a s s o c i a t e d  w i t h  an 

a s s i s t a n c e  p r o j e c t .  

A la ska ' s  b e n e f i t - c o s t  methodology is based on t h e  metho- 

d o l o g i e s  developed i n  o t h e r  S t a t e  R a i l  P l a n s  and as approved by 

t h e  Fede ra l  Ra i l road  Adminis t ra t ion.  



a.  General Ana ly t i ca l  Methods 

A b r a n c h l i n e  abandonment would be  eva lua t ed  i n  terms of 
b e n e f i t s ,  c o s t s ,  and o t h e r  f a c t o r s .  

Benefits - If a  l i n e  i s  abandoned, t hen  t h e  former r a i l  
u s e r s  and t h e  surrounding community can  expe r i ence  h ighe r  c o s t s  

i n  o rde r  t o  move t h e i r  p roduc t  o r  t o  r e c e i v e  goods from e l s e -  

where. Add i t i ona l ly ,  t h e y  can a l s o  expe r i ence  employment, t a x ,  

pe r sona l  income, and o t h e r  e f f e c t s .  A s  used i n  t h i s  method- 

ology: b e n e f i t s  a r e  de f ined  a s  t h o s e  incrementa l  impacts  which 

could occur a f t e r  abandonment bu t  which could be  prevented by 

t h e  c o n t i n u a t i o n  of r a i l  s e r v i c e .  For l i n e s  i n  t h e  0-3 MGTM per  

m i l e  group (0-5 MGTM a t  t h e  d i s c r e t i o n  of t h e  U.S. S e c r e t a r y  of 

T ranspor t a t i on )  t h a t  could be cons idered  f o r  r e h a b i l i t a t i o n  

a s s i s t a n c e ,  b e n e f i t s  a r e  de f ined  i n  terms of t h e  improved 

s e r v i c e  l e v e l s  t h a t  would l i k e l y  f o l l o w  a f t e r  r e h a b i l i t a t i o n  a s  

we l l  as r a i l r o a d  o p e r a t i n g  s a v i n g s  and t h e  b e n e f i t s  of 

abandonment avoidance ( f o r  t h o s e  l i n e s  which would l i k e l y  

o therwise  have been e v e n t u a l l y  abandoned).  

I t  i s  e s p e c i a l l y  impor tan t  t o  d e f i n e  t h e  p e r s p e c t i v e  from 

which t h e  a n a l y s i s  is made. For example, it might be argued 

t h a t  t h e  abandonment of an u n p r o f i t a b l e  branch l i n e  could cause  

a  sh ippe r  o r  r e c e i v e r  t o  c l o s e  w i th  a  r e s u l t a n t  l o s s  of employ- 

ment and pe r sona l  income and i n c r e a s e d  d r i v i n g  d i s t a n c e  f o r  t h e  

s h i p p e r ' s  customers o r  s u p p l i e r s .  From a  l o c a l  v iewpoint ,  t h i s  

c l o s u r e  has  a  l a r g e  impact because t h e  u s e r  might have been t h e  

only s i m i l a r  b u s i n e s s  f o r  miles. From t h e  s t a t e  o r  n a t i o n a l  

pe r spec t ive ,  however, t h e  l o s s  i n  one community might be o f f s e t  

by inc reased  r a i l r o a d  e f f i c i e n c y  which cou ld  b e n e f i t  many com- 

mun i t i e s ,  o r  might cause  t h e  b u s i n e s s  t o  reopen i n  ano the r  

community. The p o s s i b l e  b e n e f i t  t o  o t h e r  communities is ,  of 
course ,  of l i t t l e  comfort  t o  t h e  town t h a t  has  l o s t  a  b u s i n e s s  



because of a  r a i l  abandonment. Never the less ,  t h e  viewpoint  

adopted f o r  u s e  i n  t h i s  a n a l y s i s  i s  t h a t  of  t h e  S t a t e .  Where a  

t r a n s f e r  c o s t  o r  cos t - sav ings  is made, e.g., between one com- 
munity or  ano the r ,  t h e  t r a n s f e r  is noted b u t  is n o t  included a s  

a  s t a t e w i d e  c o s t  o r  b e n e f i t  u n l e s s  t h e r e  is a  n e t  d i f f e r e n c e .  

Q2s&s - Because r a i l  l i n e s  i n  Alaska w i l l  n o t  be  abandoned 

u n l e s s  t hey  a r e  u n p r o f i t a b l e  o r  o the rwi se  i n  need of a s s i s t a n c e ,  

t h e  c o s t  u t i l i z e d  i s  t h e  t o t a l  amount of p u b l i c  o r  o t h e r  funds  

necessary  t o  p r e s e r v e  r a i l  s e r v i c e  o r  t o  m i t i g a t e  t h e  e f f e c t s  of 
r a i l  abandonment. Such a s s i s t a n c e  could be  app l i ed  t o  t h e  l i n e s  

i n  s e v e r a l  ways: 

* Annual Opera t ing  Subsidy - D i r e c t  funds  could be of- 
f e r e d  t o  t h e  r a i l r o a d  t o  keep t h e  l i n e  open. These 
funds  would l i k e l y  equal  an  amount necessary  t o  o f f s e t  
t h e  d i f f e r e n c e  between t h e  revenues a t t r i b u t a b l e  t o  t h e  
l i n e  and i h e  c o s t s  a t t r i b u t a b l e  t o  t h e  l i n e .  The sub- 
s i d y  amount would i n c l u d e  "normalized maintenancen 
(de f ined  l a t e r ) ,  a s  w e l l  as necessary  c a p i t a l  c o n t r i -  
b u t i o n s .  Opera t ing  subs idy ,  however, is s h o r t  term i n  
n a t u r e ,  does  n o t  r e p r e s e n t  a  long term s o l u t i o n ,  and is 
an u n l i k e l y  p rospec t  i n  Alaska. Furthermore, o p e r a t i n g  
s u b s i d i e s  a r e  no longe r  e l i g i b l e  f o r  FRA-administered 
LRSA funds .  

* R e h a b i l i t a t i o n  - I f  t h e  r a i l r o a d  is seek ing  abandonment 
because of t h e  poor c o n d i t i o n  of t h e  r a i l  l i n e ,  funds 
cou ld  be  o f f e r e d  i n  an amount requi red  t o  p l a c e  t h e  
l i n e  i n t o  a  s t a b l e  p h y s i c a l  c o n d i t i o n  s o  t h a t  long term 
o p e r a t i n g  e f f i c i e n c i e s  can be obta ined.  A s  d i scussed  
l a t e r ,  r e h a b i l i t a t i o n  is cons idered  t o  be a  one-time 
major e f f o r t  which is d i f f e r e n t  from r o u t i n e  annual  
maintenance.  

* New Cons t ruc t ion  - Sometimes s e r v i c e  can be r e t a i n e d  by 
c o n s t r u c t i n g  a  connec t ion  t r a c k  t o  ano the r  r a i l  l i n e ,  
o r  impac ts  c a n .  be  reduced by c o n s t r u c t i o n  of a  team 
t r a c k  a t  a nearby l o c a t i o n  where one does  n o t  now 
e x i s t .  The a s s i s t a n c e  would be  an  amount r equ i r ed  t o  
b u i l d  new r a i l  f a c i l i t i e s  such a s  s i d i n g s  o r  connect ion 
t r a c k s .  

* S u b s t i t u t e  S e r v i c e  - To a l l e v i a t e  t h e  adve r se  impacts  
of an abandonment, a s s i s t a n c e  could be o f f e r e d  t o  pro- 
v i d e  a l t e r n a t i v e  means of t r a n s p o r t  i n  a  manner l e s s  
expens ive  t h a n  con t inu ing  r a i l  s e r v i c e .  



* Acqu i s i t i on  - Some s t a t e s  might f i n d  t h a t  t h e  on ly  s o l -  
u t i o n  i s  t o  a c q u i r e  t h e  r a i l  l i n e .  Th i s  i s  n o t  cu r -  
r e n t l y  a p p l i c a b l e  t o  t h e  ARR, however, s i n c e  t h e  Alaska 
Rai l road  is a l r eady  state-owned, b u t  could be  a p p l i c a -  
b l e  t o  t h e  WP&Y. 

Each of t h e  above a s s i s t a n c e  t y p e s  would be  eva lua t ed  f o r  

t h e  s u b j e c t  r a i l  l i n e ( s )  i f  an i n i t i a l  a n a l y s i s  i n d i c a t e d  t h a t  

such a s s i s t a n c e  might be a p p r o p r i a t e  o r  a t  least have a con- 

c e i v a b l e  chance of success .  A c q u i s i t i o n  a s s i s t a n c e  would be 

e v a l u a t e d  based on approximate v a l u e s  of right-of-way and t h e  

n e t  s a l v a g e  va lue  of t h e  t r a c k  and o t h e r  f a c i l i t i e s .  This  va lue  

would be considered a s  t h e  s t a r t i n g  p o i n t  f o r  n e g o t i a t i o n s  i f  an 

o u t s i d e  p a r t y  wanted t o  buy t h e  l i n e  f o r  o p e r a t i o n  by ano the r  

c a r r i e r  o r  f o r  p r e s e r v a t i o n  f o r  f u t u r e  use. To o p e r a t e  such a  

l i n e  by another  c a r r i e r  i n  most cases may a l s o  n e c e s s i t a t e  re-  

h a b i l i t a t i o n .  Where ope ra t ion  by ano the r  c a r r i e r  is contem- 

p l a t e d ,  a  p re l imina ry  e s t i m a t e  of t h a t  o p e r a t o r ' s  p r o f i t  and 

l o s s  on t h e  l i n e  would be made. 

i t / C o s t  R a t l ~  - The b e n e f i t s  and p u b l i c  c o s t s  of con- 

t i n u e d ,  r e s t o r e d ,  o r  improved r a i l  s e r v i c e  would be eva lua t ed  by 

d i v i d i n g  t h e  p r e s e n t  va lue  of t h e  b e n e f i t s  by t h e  p r e s e n t  v a l u e  

of t h e  p u b l i c  c o s t s .  B e n e f i t s  and c o s t s  u t i l i z e d  f o r  t h i s  

c a l c u l a t i o n  would be t h e  p r e s e n t  v a l u e  of t h e  i t ems  d i scounted  

a t  4 p e r c e n t  f o r  a  15-year pe r iod  o r  t h e  s e r v i c e  l i f e  of t h e  

a l t e r n a t i v e ,  whichever is l e s s .  The d i s c o u n t  r a t e  of 4 p e r c e n t  

is deemed c o n s i s t e n t  w i th  c a l c u l a t i n g  b e n e f i t s  and c o s t s  i n  

terms of c o n s t a n t  d o l l a r s ( l 1 .  This  d i s c o u n t  r a t e  r e f l e c t s  t h e  

u n i n f l a t e d  r e a l  c o s t  of c a p i t a l .  B e n e f i t / c o s t  r a t i o s  t h a t  exceed 

1.0 i n d i c a t e  t h a t ,  from a  p u b l i c  p o l i c y  viewpoint ,  e x p e n d i t u r e  

of p u b l i c  funds  i s  j u s t i f i e d  because b e n e f i t s  exceed c o s t s .  Fur- 

thermore,  t h e  b e n e f i t / c o s t  a n a l y s i s  a l l ows  f o r  t h e  comparison of 

a l t e r n a t i v e  investments .  



Qther - A s t r i c t  dependence upon b e n e f i t /  
c o s t  a n a l y s i s  can sometimes over look o t h e r  important  e v a l u a t i o n  

c r i t e r i a .  For example, a  b e n e f i t / c o s t  a n a l y s i s  based on h i s -  
t o r i c  t r a f f i c  l e v e l s  which have been d i s t o r t e d  due t o  e x t e r n a l  

f a c t o r s  such a s  weather o r  unusua l ly  low o r  high demand could 

l e a d  t o  i n a p p r o p r i a t e  conc lus ions .  Environmental and energy 

f a c t o r s  a r e  g e n e r a l l y  n o t  inc luded  i n  t h e  b e n e f i t / c o s t  analy- 

sis. Likewise,  t h e  p o t e n t i a l  f o r  a r e a  growth and t h e  l e v e l  of 

l o c a l  i n t e r e s t  i n  s e r v i c e  p r e s e r v a t i o n  a r e  i s s u e s  which should 

be addressed.  These o t h e r  c o n s i d e r a t i o n s  would a l s o  be eval-  

uated t o  t h e  e x t e n t  p o s s i b l e  f o r  t h e  l i n e .  

Growth a n d i c  P o U  - It is p o s s i b l e  t h a t  

t h e  demand f o r  r a i l  s e r v i c e  could grow a s  an a r e a  grows econo- 

mica l ly .  Th i s  could  t a k e  t h e  form of increased  t r a f f i c  from 

e x i s t i n g  u s e r s  o r  t h e  a t t r a c t i o n  of new use r s .  Even though t h e  

demand f o r  i n c r e a s e d  r a i l  t r a n s p o r t a t i o n  on t h e s e  branch l i n e s  

i s  s p e c u l a t i v e ,  it n e v e r t h e l e s s  would be  i d e n t i f i e d  t o  t h e  

e x t e n t  p o s s i b l e  and eva lua t ed  accord ing ly .  I t  would n o t  be an 

a n a l y s i s  f a c t o r ,  however, un l e s s  t h e r e  is c l e a r  evidence t o  

warrant  a  p r e d i c t i o n .  

Environment - Since  t h e  r a i l r o a d  system has  been i n  p l a c e  

f o r  many y e a r s ,  it is l i k e l y  t h a t  t h e  environment has  long s i n c e  

adapted t o  t h e  p re sence  of a  r a i l  l i n e  right-of-way. Conse- 

quen t ly ,  t h e  l o s s  of r a i l  s e r v i c e  could have two environmental  

e f f e c t s .  F i r s t ,  t h e  removal of t h e  right-of-way could a f f e c t  

t h e  p l a n t s  and an imals  l i v i n g  a long t h e  l i n e  where t y p i c a l l y  t h e  

undergrowth and t r e e s  p rov ide  good cover .  Second, t h e  s u b s t i -  

t u t i o n  of t r u c k  t r a f f i c  f o r  r a i l  t r a f f i c  cou ld  cause  n e t  

dec reases  ( u s u a l l y  marg ina l )  i n  a i r  q u a l i t y  along surrounding 

roads. 

Enerav - Another f a c t o r  t h a t  would be considered is t h e  

t o t a l  energy consumption changes t h a t  can occur a f t e r  branch 



l i n e  abandonment. R a i l  t r a n s p o r t a t i o n  is g e n e r a l l y  considered t o  

be more energy . e f f i c i e n t  t h a n  t r u c k s .  For long d i s t a n c e  move- 

ments by long  t r a i n s  c a r r y i n g  thousands of tons ,  t h i s  is t r u e .  

Typ ica l  branch l i n e  o p e r a t i o n s ,  however, c o n s i s t  u s u a l l y  of j u s t  

a  few c a r s  being c a r r i e d  a t  a  time. Under t h e s e  c i rcumstances ,  

t r a i n  o p e r a t i o n s  a r e  g e n e r a l l y  n o t  very  f u e l  e f f i c i e n t .  When a  

l i n e  i s  abandoned and t r u c k s  t a k e  over  t h e  t r a n s p o r t  f u n c t i o n ,  

t h e  n e t  change i n  f u e l  consumption can be p o s i t i v e  o r  nega t ive  

depending upon t h e  d i f f e r e n c e s  i n  r o u t i n g  p a t t e r n s  and d i s t a n c e s  
f o r  t r a c k  movements b e f o r e  and a f t e r  abandonment. 

Local  Level of Interest - A f i n a l  c o n s i d e r a t i o n  i n  t h e  

e v a l u a t i o n  of p o s s i b l e  a s s i s t a n c e  t o  p reven t  abandonment, o r  t o  

m i t i g a t e  t h e  adve r se  impacts  of abandonment, would be t h e  amount 

of i n t e r e s t  t h a t  a f f e c t e d  communities e x h i b i t  i n  s e r v i c e  cont in -  

ua t ion .  Th i s  i n t e r e s t  would be a s c e r t a i n e d  v i a  p u b l i c  involve-  

ment and through - d i s c u s s i o n s  w i t h  r a i l  u s e r s  and o t h e r s  and i n  

t h e  e x t e n s i v e n e s s  of l o c a l  w i l l i n g n e s s  t o  make a  f i n a n c i a l  

commitment i n  t h e  r a i l  l i n e .  

6 .  S p e c i f i c  A n a l y t i c a l  Techniques 

The s p e c i f i c  e v a l u a t i o n  and a n a l y s i s  methodologies t h a t  

would be a p p l i e d  t o  p o s s i b l e  branch l i n e  abandonments a r e  

d e s c r i b e d  a s  fo l lows .  

n  C h a r a c t e r i s t i c s  - Each r a i l  l i n e  would be l o c a t e d  

and i d e n t i f i e d  on i n d i v i d u a l  maps s o  t h a t  t h e  r e l a t i o n s h i p s  

between t h e  branch l i n e  and o t h e r  t r a n s p o r t a t i o n  a l t e r n a t i v e s  

cou ld  be understood.  

Status - Any r a i l  l i n e s  cons idered  f o r  abandonment (cur-  

r e n t l y  t h e r e  a r e  none) would be desc r ibed  i n  terms of c u r r e n t  

s t a t u s .  



Issues - The i s s u e s  concerning t h e  l i n e  would be analyzed 

from t h r e e  d i f f e r e n t  v iewpoints .  F i r s t  t h e  r a i l r o a d  viewpoint  

would be analyzed.  This  in format ion  would come from w r i t t e n  and 
o r a l  in format ion  provided by t h e  c a r r i e r ,  a s  w e l l  a s  t h i s  

s t u d y ' s  a n a l y s i s .  For example, a  r ea son  f o r  p o t e n t i a l  aban- 

donment might be t h a t  t h e  l i n e  g e n e r a t e s  i nadequa te  revenues  t o  

cover  ope ra t ing  expenses. Other r ea sons  might have t o  do wi th  

t h e  p h y s i c a l  c o n d i t i o n  ' of t h e  l i n e ,  which p rec ludes  p r o f i t a b l e  

ope ra t ions .  Second, from t h e  viewpoint  of r a i l r o a d  s h i p p e r s  and 

r e c e i v e r s ,  t h e  l o s s  of r a i l  s e r v i c e  means t h a t  t hey  l o s e  d i r e c t  

a c c e s s  t o  an important  mode of t r a n s p o r t a t i o n .  It can a l s o  mean 

t h a t  a  b u s i n e s s  can c l o s e .  Another viewpoint  commonly ex- 

p r e s s e d  (e lsewhere)  i s  t h a t  poor r a i l  s e r v i c e  has  l e d  t o  a  

s h i f t  t o  g r e a t e r  t r u c k  use .  These and o t h e r  o p i n i o n s  of t h e  

r a i l  u s e r s  would be obta ined from i n t e r v i e w s  and d i s c u s s i o n s  

w i th  t h e  r a i l  u s e r s  l o c a t e d  along t h e  s u b j e c t  r a i l  l i n e .  Third ,  

t h e  viewpoint  of t h e  community would be  expressed i n  terms of 

t h e  p o t e n t i a l  e f f e c t s  of abandonment on growth and development. 

. . - One of t h e  common rea- 

sons  t h a t  branch l i n e s  a r e  p o t e n t i a l l y  s u b j e c t  t o  abandonment is 

t h a t  f r e i g h t  revenues have h i s t o r i c a l l y  been inadequa te  t o  a l low 

a  l e v e l  of annual  maintenance s u f f i c i e n t  t o  keep t h e  l i n e s  oper- 

a t i n g  e f f i c i e n t l y  o r  t o  a l low f o r  t h e  replacement of o b s o l e t e  

r a i l  which cannot handle  modern loads .  Tha t  is, reduced r w e n u e  

can l e a d  t o  d e f e r r e d  maintenance which i n  t u r n  can  cause  r w e -  

nues  t o  be  depressed  even more a s  s e r v i c e  e f f i c i e n c y  d e t e r i o r -  

a t e s .  

I n  keeping w i t h  A laska ' s  R a i l  Planning g o a l s  and o b j e c t i v e s ,  

t h e  S t a t e  w i l l  f ocus  i t s  p o s s i b l e  a s s i s t a n c e  on long  term 

s o l u t i o n s  r a t h e r  t h a n  cou r se s  of a c t i o n  t h a t  a l l e v i a t e  a  problem 

s i t u a t i o n  f o r  j u s t  a  few yea r s .  Accordingly,  i n s p e c t i o n s  of t h e  

l i n e s  would be c a r r i e d  o u t  i n  t h e  f i e l d .  I n  a d d i t i o n  t o  t h e  

i n s p e c t i o n s ,  in format ion  would be  ob ta ined  from r a i l r o a d -  



provided t r a c k  c h a r t s  and o t h e r  d a t a  sources .  The purpose of 

t h e s e  i n s p e c t i o n s  would be t o  inventory  t h e  l i n e  and t o  provide 

a  b a s i s  f o r  t h e  e s t i m a t e  of c o s t s  necessary t o  r e h a b i l i t a t e  t h e  

l i n e  t o  s u i t a b l e  s t a n d a r d s  which then  could be  sus t a ined  i n  t h e  

long term through normal annual  maintenance procedures .  

In format ion  t h a t  would be obta ined from t h e  phys i ca l  inven- 

t o r y  and from t e c h n i c a l  documents would inc lude :  

* R a i l  - Weights i n  terms of pounds pe r  yard ;  m i l e s  of each 
weight ;  r o l l i n g  d a t e s ;  phys i ca l  cond i t i on .  

* B a l l a s t  - Type and cond i t i on .  
* T i e s  - Condi t ion .  
* Other Track M a t e r i a l  - Type and c o n d i t i o n  of j o i n t s ,  t i e  

p l a t e s ,  and anchors .  
* S i d e  Tracks - Locat ion ,  l e n g t h ,  type ,  and cond i t i on .  
* Bridges/Drainage - Number, l e n g t h ,  type,  and cond i t i on .  
* Road Cross ings  - Number, s u r f a c e ,  t ype  of p r o t e c t i o n ,  and 

c o n d i t i o n .  
* Rai l road  Bu i ld ings  and Other F a c i l i t i e s  - Number and type.  
* L i m i t a t i o n s  on Opera t ions  - Timetable speed,  maximum 

a l lowable  g r o s s  weight ,  and s p e c i a l  ope ra t ing  r u l e s .  

- Exi s t i ng  r a i l  and highway f a c i l -  

i t i e s  i n  t h e  a r e a  of each l i n e  would a l s o  be documented. Ra i l -  

road o p e r a t i n g  schedu le s  would be  desc r ibed ,  and t h e  l o c a t i o n  

and road d i s t a n c e  t o  a l t e r n a t i v e  r a i l  s e r v i c e  (team t r a c k  

l o c a t i o n s  and loading/unloading f a c i l i t i e s )  t o  t h e  e x t e n t  t h a t  

t hey  might e x i s t  i n  Alaska,  would be presen ted .  A l t e r n a t i v e  

t r u c k  s e r v i c e  would be analyzed wi th  r e s p e c t  t o  t h e  t ype  of 

f r e i g h t  t r a f f i c  c u r r e n t l y  being c a r r i e d  by r a i l . '  

Rail - Deta i l ed  t r a f f i c  s t a t i s t i c s  f o r  t h e  l i n e  

would be prov ided  by t h e  r a i l r o a d .  These s t a t i s t i c s  would then  

be v e r i f i e d  v i a  d i s c u s s i o n s  w i th  t h e  v a r i o u s  users. These 

s t a t i s t i c s  would be  summarized and d i scussed  i n  terms of :  

* Car loads  - Number of o r i g i n s  and t e rmina t ions  by yea r  and 
s t a t i o n .  



* Tons - T o t a l  weight of o r i g i n s  and t e rmina t ions ,  by yea r  
and s t a t i o n .  

* Commodities - Type and number of c a r l o a d s  and t o n s  by year  
and s t a t i o n .  

* F r e i g h t  Revenue - Amount by yea r  and s t a t i o n .  

From t h e  above d a t a  c e r t a i n  comparat ive  s t a t i s t i c s  would be 

c a l c u l a t e d  inc lud ing  ton-miles,  c a r l o a d s  p e r  week, c a r l o a d s  pe r  

m i l e ,  and revenue p e r  mile .  

-acts of Aha- - The impacts  o f  abandonment i n  t h i s  

proposed methodology would ana lyze  t h e  impacts  of a  p o s s i b l e  

abandonment o r  s e r v i c e  e l i m i n a t i o n  on t h r e e  groups:  t h e  r a i l -  

roads ,  t h e  s h i p p e r s  and r e c e i v e r s ,  and t h e  sur rounding  commun- 

i t y .  

c .  Ra i l road  Impacts 

From t h e  r a i l r o a d ' s  v iewpoint ,  t h e  revenue and c o s t s  asso- 

c i a t e d  wi th  t h e  l i n e  a r e  t h e  l i n e ' s  most impor tan t  c h a r a c t e r i s -  

t i c s .  Because any l i n e  abandonment c a n d i d a t e  would be  g e n e r a l l y  

u n p r o f i t a b l e  o r  marg ina l ,  t h e  r a i l r o a d  c a n  p reven t  a d d i t i o n a l  

l o s s e s  by abandonment o r  s e r v i c e  r educ t ion .  The r a i l r o a d ' s  

p r o f i t  o r ,  l o s s  from ope ra t ions  would be c a l c u l a t e d .  S i m i l a r l y ,  

t h e  r a i l r o a d ' s  "oppor tun i ty  c o s t n ,  as r ep re sen ted  by t h e  l i n e ' s  

r e t u r n  on va lue ,  would be c a l c u l a t e d .  The c a l c u l a t i o n  format  i s  

a s  d e p i c t e d  i n  Table  6-2. Following is a  b r i e f  d e s c r i p t i o n  of 

t h e  c o s t  and revenue d a t a  i tems conta ined  i n  t h e  t a b l e .  

1. F r e i g h t  Or ig ina t ed  and/or Terminated on Branch: 
The r e p o r t e d  amount of g r o s s  f r e i g h t  revenue t h a t  t h e  
owning r a i l r o a d  der ived  from o r i g i n a t i n g  and termi-  
n a t i n g  t r a f f i c .  (Does n o t  i n c l u d e  revenue d e r i v e d  by 
o t h e r  c a r r i e r s  p a r t i c i p a t i n g  i n  t h e  hau l  such a s  barge 
l i n e s  o r  t r u c k i n g  companies).  



2. F re igh t  T r a f f i c  Interchanged:  
The amount of revenue a t t r i b u t e d  t o  t r a f f i c  which 
pas ses  over t h e  l i n e  bu t  does n o t  o r i g i n a t e  o r  t e r -  
minate  on t h e  l i n e  ( o r i g i n a t e s  and t e r m i n a t e s  v i a  
another  mode). 

3 .  A l l  Other Revenues and Income: 
Demurrange revenue ob ta ined  by cha rg ing  s h i p p e r s  and 
r e c e i v e r s  f o r  ho ld ing  f r e i g h t  c a r s  l o n g e r  t h a n  allowed 
by t a r i f f  and misce l laneous  revenues  such a s  f o r  
swi tching,  r e n t s  and l e a s e s ,  e t c .  

4.  To ta l  Revenues A t t r i b u t a b l e :  
The sum of l i n e s  1 through 3 .  

l e  Costs  For: 

On-Branch Costs :  
The t o t a l  c o s t s  a t t r i b u t a b l e  t o  o p e r a t i o n s  on-branch. 
This  i s  t h e  sum of l i n e s  5a  through 5 j .  
Maintenance of Way and S t r u c t u r e s :  
The annual  c o s t s  necessary  t o  keep a  l i n e  a t  a  p a r t i -  
c u l a r  o p e r a t i n g  s t anda rd .  The r a i l r o a d ' s  provided 
a c t u a l  expend i tu re s  f o r  a  s i n g l e  yea r  i s  used i f  accep- 
t a b l e .  While t h e  a c t u a l  e x p e n d i t u r e  a s  r epo r t ed  by t h e  
r a i l r o a d  i s  shown ( i f  a v a i l a b l e ) ,  it should  be  r e a l i z e d  
t h a t  a  c o s t  of $5,000 t o  $6,500 p e r  m i l e ,  depending on 
t h e  t r a f f i c  t h e  l i n e  is s u b j e c t e d  t o  and t h e  number of 
s t r u c t u r e s  on t h e  l i n e ,  is more r e p r e s e n t a t i v e  of a 
normalized v a l u e .  T h i s  c o s t  p rov ides  i n s i g h t  i n t o  t h e  
d e f e r r a l  of maintenance on t h e  l i n e .  
Maintenance of Equipment: 
The c o s t  of equipment r e p a i r  and d e p r e c i a t i o n .  
T ranspor t a t i on :  
The c o s t  of crews, f u e l ,  s u p p l i e s ,  c r o s s i n g  p r o t e c t i o n ,  
dera i lment ,  and o t h e r .  

General  Adminis t ra t ive :  
Cost of gene ra l  a d m i n i s t r a t i o n  r e l a t e d  t o  t h e  l i n e .  
Deadheading, Taxi ,  and Hotel :  
The c o s t  of t r a i n  crew out-of-pocket c o s t s .  
Overhead Movement: 
On-branch c o s t s  a t t r i b u t a b l e  t o  t r a f f i c  t h a t  is n e i t h e r  
o r i g i n a t i n g  o r  t e r m i n a t i n g  on t h e  branch.  
F r e i g h t  Car Costs :  
Payment t o  o t h e r  r a i l r o a d s  f o r  c a r  use, and c o s t  of 
owning r a i l r o a d  equipment u t i l i z a t i o n .  
Return of Investment - Locomotives: 
The oppor tun i ty  c o s t s  of u s ing  locomot ives  on t h e  
branch l i n e .  
Revenue Taxes: 
The t a x  payments due t o  revenue r ece ived  from t h e  
l i n e ' s  t r a f f i c .  
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Proper ty  Taxes: 
Local  t a x e s  on right-of-way and o t h e r  p r o p e r t i e s  ( i f  
any) . 
Off -Branch Costs :  
The c o s t s  a t t r i b u t a b l e  t o  branch l i n e  t r a f f i c  bu t  which 
a r e  i n c u r r e d  a t  a  l o c a t i o n  n o t  on t h e  branch l i n e .  
These c o s t s  i n c l u d e  t e rmina l ,  f r e i g h t  c a r  mi le ,  f r e i g h t  
t o n  mi le ,  and l o s s  and damage c o s t s .  
T o t a l  Avoidable Costs :  
The sum of l i n e s  5 and 6. 
Opportuni ty  Cos ts :  
The va lue  of f i x e d  a s s e t s  on t h e  l i n e  which would be 
used f o r  o t h e r  purposes  i f  t h e  l i n e  were abandoned. 
The product  of l i n e s  8a and 8b. 
Net L i q u i d a t i o n  Value: 
The va lue  of t h e  r a i l r o a d  p rope r ty  l e s s  t h e  c o s t  of 
removal. The amount i n c l u d e s  n e t  s a lvage  va lue  and t h e  
v a l u e  of t h e  right-of-way (owned i n  f e e  simple o n l y ) .  
Rate of Return:  
The va lue  r e p r e s e n t i n g  t h e  c a r r i e r ' s  c o s t  of c a p i t a l .  
This  v a l u e  v a r i e s  y e a r l y .  
Avoidable Loss from Operat ions:  
Line 7 minus Line  4. 
To ta l  Economic Loss From Continued Operations:  
L ines  7 aria 8  Minus Line 4 .  

R a i l  Line R e h a b l l l t a t i o n  C o s t s  
. . - I n  a d d i t i o n  t o  t h e  p r o f i t /  

l o s s  and oppor tun i ty  c o s t  e s t i m a t e s ,  t h e  c o s t  of r e h a b i l i t a t i n g  

t h e  l i n e  would be e s t ima ted  where app rop r i a t e .  R e h a b i l i t a t i o n  

would be  e s t ima ted  i n  c a s e s  where t h e  r a i l r o a d  i n d i c a t e s  it is 

d e s i r a b l e  f o r  c o n t i n u a t i o n  of s e r v i c e  o r  where an upgrading of 

t h e  l i n e  could p o s s i b l y  produce sav ings  i n  r a i l r o a d  o p e r a t i o n s  

t h a t  would c o n t r i b u t e  t o  t h e  p r o f i t a b i l i t y  of t h e  l i n e .  Uni t  

c o s t s  f o r  m a t e r i a l s  and l a b o r  would be determined based upon 

in format ion  f u r n i s h e d  by r a i l r o a d  and by s u p p l i e r s .  

d. Ra i l road  User Impacts 

I n  a d d i t i o n  t o  t h e  a n a l y s i s  of t h e  l i n e  from t h e  r a i l r o a d ' s  

p e r s p e c t i v e ,  t h e  l i n e  would b e  analyzed from t h e  viewpoint  of 

t h e  r a i l  s h i p p e r s  and/or r e c e i v e r s  which u t i l i z e  it. Avai lab le  

in format ion  r ega rd ing  r a i l  u s e r s  would be obta ined from t h e  

r a i l r o a d  company. T h i s  ra i l road-provided  in format ion  would 



i nc lude  t h e  names of s t a t i o n s  u t i l i z e d  by a l l  r a i l  customers f o r  

a t  l e a s t  t h e  p a s t  t h r e e  y e a r s .  These customer l is ts  would be 
v e r i f i e d ,  and l a t e r  an in t e rv i ew would be he ld ,  e i t h e r  i n  person 
or  by te lephone .  To a i d  i n  t h i s  a n a l y s i s ,  c e r t a i n  informat ion 

concerning each sh ippe r /  r e c e i v e r  would be compiled on a  

s t anda rd  i n t e r v i e w  form. Included on t h i s  form would be 

q u e s t i o n s  r e l a t i n g  t o :  

Nature  and s i z e  of bus ines s ;  
R a i l  f a c i l i t i e s  u t i l i z e d ;  
Commodities shipped and/or r ece ived  by r a i l ;  
Q u a n t i t i e s  of shipments;  
O r i g i n s  and/or d e s t i n a t i o n s ;  
P ropor t ion  of r a i l  usage t o  t o t a l  t r a n s p o r t a t i o n ;  
Dependency upon r a i l  t r a n s p o r t ;  
A l t e r n a t i v e s  t o  p r e s e n t  r a i l  s e r v i c e ;  
React ion t o  improved r a i l  s e y i c e ;  and 
Impacts sgould l i n e  be  abandqned. 

Through use  of t h e s e  s t anda rd  q u e s t i o n s ,  i n s i g h t s  would be 

obta ined regard ing  t h e  p o t e n t i a l  e f f e c t s  on s h i p p e r s  and re-  

c e i v e r s  of a  p o s s i b l e  l o s s  of d i r e c t  r a i l  s e r v i c e  and t h e  r e l a -  

t i v e  need f o r  improved s e r v i c e .  

The s i t u a t i o n  of each i d e n t i f i e d y r a i l  u se r  would be analyzed 

t o  determine t h e  p o s s i b l e  e f f e c t s  of a  l o s s  of r a i l  s e r v i c e  o r  

t h e  r e a c t i o n  t o  improved s e r v i c e  caused by r e h a b i l i t a t i o n .  Of 

primary concern would be t h e  manner i n  which each r a i l  user  

would a d j u s t  h i s  o p e r a t i o n  t o  accommodate a  change i n  r a i l  

s e r v i c e .  P o t e n t i a l  b u s i n e s s  c l o s u r e s  o r  r e l o c a t i o n s  would be 

i d e n t i f i e d  a s  we l l  a s  l e s s  d r a s t i c  means of adjustment .  

Rail - I n  some cases ,  t h e  r a i l  u s e r s  would be 

found t o  b e  r e l a t i v e l y  dependent upon r a i l  s e r v i c e  because of 

t h e  bulk n a t u r e  of t h e  commodities involved ,  d i s t a n c e s  t o  

o r i g i n s /  d e s t i n a t j o n s  o r  volume of.. t h e  movements. For t h e s e  

reasons  t h e s e  commodities could n o t  be hauled p r a c t i c a l l y  o r  



economically by a n o t h e r  mode. Other r a i l  u se r s  might be found t o  

be l e s s  dependent upon r a i l  because of s m a l l e r  volumes, s h o r t  

d i s t a n c e s  t o  o r i g i n s / d e s t i n a t i o n s ,  o r  commodities t h a t  would 

lend  themselves  t o  t r a n s p o r t  by o t h e r  modes. Impacts of r a i l  

abandonment on such u s e r s  t h u s  would tend  t o  be l e s s  s eve re .  

Each b u s i n e s s  which u s e s  r a i l  would be a s se s sed  accord ing  t o  

t h e s e  c r i t e r i a ,  and s h i p p e r s  w i th  extreme r a i l  dependency would 

be i d e n t i f i e d .  

m m e n t  h&&cLs - Of s p e c i a l  i n t e r e s t  i n  t h e  sh ippe r /  

r e c e i v e r  i n t e r v i e w s  is t h e  de t e rmina t ion  of whether o r  n o t  

employment l e v e l s  would be  d i r e c t l y  a f f e c t e d  should r a i l  s e r v i c e  

be withdrawn. In  a  s tudy  it is imposs ib le  t o  p r e d i c t  e x a c t l y  

what each s h i p p e r / r e c e i v e r  would do when faced wi th  l o s s  of r a i l  

s e r v i c e .  Some obse rva t ions ,  however, would be  made. The most 
extreme c a s e  of d i r e c t  employment impact would be i f  a  b u s i n e s s  

were f o r c e d  t o  c l o s e .  Less s e v e r e  would be t h e  c a s e  of a 
b u s i n e s s  which was fo rced  t o  s c a l e  down o p e r a t i o n s  o r  fo rego  

planned expans ions .  I n  o t h e r  c a s e s ,  it would be p o s s i b l e  f o r  

d i r e c t  employment l e v e l s  t o  i n c r e a s e  because of t h e  n e c e s s i t y  of 

adding e x t r a  pe r sonne l  such a s  t r u c k  d r i v e r s .  P o s s i b l e  impacts 

i n  t h i s  a r e a  would be obta ined i n  t h e  i n t e rv i ews ,  and a  t o t a l  

impact would be determined f o r  each l i n e .  

- The p r i n c i p a l  assessment c r i t e r i o n  of 

s h i p p e r / r e c e i v e r  impact  is  t h e  c o s t  change brought  about  by a  

change i n  s e r v i c e .  For bus ines ses  which do n o t  c l o s e  o r  r e lo -  

c a t e ,  t h i s  c o s t  change is g e n e r a l l y  r e l a t e d  t o  t r a n s p o r t  and 

hand l ing  c o s t s .  Bus inesses  t h a t  l o s e  r a i l  s e r v i c e  i n  Alaska 
would have t o  use  t r a c k  o r  barge  o r  conceivably a i r ,  a l l  a t  

c o n s i d e r a b l y  h i g h e r  c o s t .  

T h e s e ,  c o s t s  would be t o t a l l e d  f o r  each r a i l  u se r  and com- 

pared  a g a i n s t  an e s t i m a t e  of p r e s e n t  r a i l r o a d  l i n e  t r a n s p o r t  

c o s t s .  The c o s t  of a l t e r n a t i v e  t r a n s p o r t a t i o n  w i l l  n a t u r a l l y  



vary  according t o  t h e  s p e c i f i c  c h a r a c t e r i s t i c s  of t h e  r a i l  l i n e  

t r a f f i c  and t h e  a v a i l a b l e  a l t e r n a t i v e s .  

e. Community Impact 

A f i n a l  v iewpoint  considered would be t h a t  of t h e  a r e a  

through which t h e  l i n e  passes .  Such impacts  would inc lude  

i m p l i c a t i o n s  on job,  p a y r o l l ,  f u e l ,  economic development and t h e  

environment. 

- A s  d i scussed  above, abandonments sometimes have 

d i r e c t  employment consequences. That  is, l o s s  of r a i l  s e r v i c e  

can r e s u l t  i n  employment changes d i r e c t l y  t o  t h e  r a i l  u se r s .  

S i n c e  t h e s e  impacts a l s o  have d i r e c t  impac ts  on t h e  communities, 

t h e  t o t a l  l o s s  o r  g a i n  i n  employment would be  r epo r t ed  f o r  each 

branch l i n e .  J u s t  a s  l i n e  abandonment a f f e c t s  employment, it 

a l s o  a f f e c t s  t h e  t o t a l  p a y r o l l  of workers  i n  a community. 

Through t h e  r a i l  user  survey,  p o t e n t i a l  job l o s s e s  o r  g a i n s  

would be i d e n t i f i e d  along wi th  t h e  wage l e v e l s  of t h e  impacted 

jobs .  

Fuel - The f i n a l  q u a n t i f i e d  impact  is t h e  change of 

f u e l  usage r e s u l t i n g  from branch l i n e  abandonment. These 

impacts a r e  q u a n t i t a t i v e l y  addressed i n  t h e  above c o s t  a n a l y s i s ,  

bu t  a r e  i s o l a t e d  h e r e  t o  exp la in  t h e  concerns  of i n d i v i d u a l s  and 

communities concerned wi th  energy i s s u e s .  These energy impacts 

a r e  two-fold: a s av ings  of r a i l  f u e l  due t o  t h e  c e s s a t i o n  of 

t r a i n  o p e r a t i o n s  and an i n c r e a s e  i n  t r u c k  f u e l  consumption due 

t o  a d d i t i o n a l  t r u c k  t r i p  requirements .  Fuel  changes would be 

e s t ima ted  u t i l i z i n g  energy consumption f a c t o r s  such a s  t h o s e  

shown i n  Table  6-3. 



Table  6-3 

ENERGY CONSUMPTION FACTORS 

ORTATION 

R a i l  - On-Branch 

R a i l  - Off-Branch 

Truck - S h o r t  Haul 

CONSUMP.UQN RATE 
(Ton-Miles Pe r  Gal lon)  

55 

270 

6 5 

Truck - Long Haul 55 

-- 
SOURCE: U m n t  of -tal w - c i a t d ~ m  

dmment Pro~os&&, I n t e r s t a t e  Commerce 
Commission, O f f i c e  of Proceedings ,  October,  1976. 

Xwic~- - F i n a l l y ,  o b s e r v a t i o n s  would be made 

t o  de te rmine  whether o r  n o t  t h e  l o s s  of r a i l  s e r v i c e  would have 

s i g n i f i c a n t  e f f e c t s  on t h e  environment. Truck t r a f f i c ,  of 

course ,  would i n c r e a s e  w i t h  r a i l  abandonment b u t  when compared 

wi th  t h e  average d a i l y  t r a f f i c  t h e  q u a n t i t y  is normally ins ign-  

i f i c a n t .  Emission l e v e l s  would t h u s  change on ly  marg ina l ly .  

Other e f f e c t s  would be  a s s o c i a t e d  w i t h  l i n e  d i sman t l i ng  opera- 

t i o n s ,  and i t  i s  d o u b t f u l  t h a t  any long  te rm environmental  

e f f e c t s  would ensure .  

Economic-t - The p o t e n t i a l  f o r  community economic 

development i n  terms of s u i t a b i l i t y  of t h e  a r e a  f o r  i n d u s t r i a l  

development would a l s o  be  noted.  

f .  Benef i t / C o s t  Ana lys i s  

The p r e v i o u s l y  d i scussed  f a c t o r s  would be q u a n t i f i e d  where 

p o s s i b l e  and noted and desc r ibed  where no t .  B e n e f i t s  and c o s t s  



a r e  t hen  c a l c u l a t e d  and t abu la t ed .  For a n a l y s i s  purposes ,  a l t e r -  

n a t i v e s  f o r  p r e s e r v a t i o n  of r a i l  s e r v i c e  a r e  developed and com- 

pared t o  a  base  ca se .  The base  c a s e  is t h e  n u l l  o r  "do no th ingn  
a l t e r n a t i v e .  I t  would be assumed t h a t  t h e  n u l l  a l t e r n a t i v e  

would r e s u l t  i n  t h e  eventua l  abandonment of t h e  r a i l  l i n e  under 

s c r u t i n y .  Cons idera t ion  of s u b s t i t u t e  s e r v i c e  a s s i s t a n c e  is 

a s s e s s e d  and compared with  o t h e r  user  a l t e r n a t i v e s  f o r  r e c e i p t  

o r  shipment of t r a f f i c .  

P o t e n t i a l  A l t e r n a t i v e s  - Af te r  t h e  impacts of abandonment 

( o r  s e r v i c e  r e d u c t i o n s  due t o  d e f e r r e d  maintenance) a r e  a s se s sed  

from t h e  t h r e e  viewpoints ,  p u b l i c  cou r se s  of a c t i o n  would be 

p o s t u l a t e d .  A s  l i s t e d  e a r l i e r ,  a l t e r n a t i v e s  might i n c l u d e  i n d i -  

v i d u a l l y  o r  i n  combination: r e h a b i l i t a t i o n ,  new c o n s t r u c t i o n ,  

s u b s t i t u t e  s e r v i c e ,  and a c q u i s i t i o n  (by o r  f o r  a  new o p e r a t o r ) .  

- 
Piscoranf Rate  - A s  p rev ious ly  s t a t e d ,  a l l  c o s t s  and b e n e f i t s  

would be d i scounted  a t  a  r a t e  deemed r e p r e s e n t a t i v e  of t h e  

oppor tun i ty  c o s t  of funds  a s  opposed t o  c u r r e n t  i n t e r e s t  r a t e s  

where a  l a r g e  p o r t i o n  of t h a t  r a t e  r e f l e c t s  i n f l a t i o n .  A r a t e  of 

3 t o  5  p e r c e n t  would t y p i c a l l y  be  u t i l i z e d .  

p r o i ~ c t  L i f e  - The l i f e  of a l t e r n a t i v e  p r o j e c t s  would be 

e s t a b l i s h e d  a t  15 yea r s .  This  term is  deemed a s  a  d e s i r e a b l e  

goa l  from a  S t a t e  viewpoint  i n  o rde r  t o  c o n s i d e r  t h e  p r o j e c t  a s  

a  long term b e n e f i t .  The S t a t e  r e a l i z e s  t h a t  a c t u a l  p r o j e c t  

l i f e  may, s u b j e c t  t o  n e g o t i a t i o n s ,  be  of s h o r t e r  d u r a t i o n  and 

p r o j e c t  l i f e  ad jus tments  w i l l  be  made acco rd ing ly  a t  such t ime 

a s  n e g o t i a t i o n s  have s u f f i c i e n t l y  p rogressed  t o  i n d i c a t e  a  

change i n  terms.  

g .  P r o j e c t  Cos ts  

The t o t a l  c o s t  of each a l t e r n a t i v e  would be  e s t ima ted .  This  

c o s t  r e p r e s e n t s  t h e  c o s t  t o  c o n s t r u c t  and/or implement t h e  pro- 



j e c t .  Where p r o j e c t  investment ,  such a s  r e h a b i l i t a t i o n  o r  new 

c o n s t r u c t i o n ,  may have v a l u e  remaining a t  t h e  end of t h e  p r o j e c t  

l i f e ,  t h i s  would be  t a k e n  i n t o  account  by c o n s i d e r a t i o n  of t h e  
d i scounted  sa lvage  v a l u e  of t h e  investment  a t  t h e  end of t h e  

a n a l y s i s  per iod  a s  a  p r o j e c t  b e n e f i t .  

h. B e n e f i t s  

B e n e f i t s  o r  d i s b e n e f i t s  a r i s i n g  from t h e  c o n t i n u a t i o n  of 

r a i l  s e r v i c e  depend on t h e  p e r s p e c t i v e  t a k e n  i n  t h e  a n a l y s i s .  

The a n a l y s i s  from a  S t a t e  p e r s p e c t i v e  r e q u i r e s  t h e  examination 

of t o t a l  c o s t s  avoided o r  g a i n s  achieved i n  t h e  process .  This 

r e q u i r e s  c o n s i d e r a t i o n  of t h e  impacts  of t h e  proposed a c t i o n  on 

a l l  p a r t i e s  involved .  The a n a l y s i s  is approached from a  c o s t  

s t andpo in t  a s  a  measure of t h e  r e sou rces  devoted t o  t h e  a l t e r n a -  

t i v e s  under c o n s i d e r a t i o n .  Resource a l l o c a t i o n  is determined on 

an  economic c o s t  b a s i s  r a t h e r  t h a n  a  r a t e  p a i d  b a s i s ,  s i n c e  

t r a n s p o r t  r a t e s  charged do n o t  always r e f l e c t  t r u e  o r  a c t u a l  

c o s t s .  

~ o r t a t l o n  B P ~ P ~  - Changes i n  t r a n s p o r t a t i o n  requi red  

due t o  t h e  e l i m i n a t i o n  of r a i l  s e r v i c e  r e q u i r e  a  r e a l l o c a t i o n  of 

r e sou rces  from one mode t o  another .  Also r e s o u r c e s  a r e  used i n  
t h e  t r a n s f e r  between modes. For example, commodities t h a t  pre- 

v i o u s l y  moved on t h e  r a i l  l i n e  w i l l  now e i t h e r  b e  moved com- 

p l e t e l y  by another  mode o r  conce ivab ly  could  move t o  a  team 

t r a c k  a t  ano ther  r a i l  s t a t i o n  and be t r a n s l o a d e d  and t h e n  moved 

by t r u c k .  These methods of t r a n s p o r t a t i o n  s e r v i c e  a r e  t h e  most 

commonly a n t i c i p a t e d  r e s u l t s  of r a i l  abandonment. Where u se r s  

a r e  n o t  s u r e  of t h e i r  a l t e r n a t i v e  cou r se  of a c t i o n ,  t h e  use  of 

an a l t e r n a t e  r a i l  p o i n t  and t r a n s f e r  by t r u c k  would be t h e  

assumed cour se  of a c t i o n .  



The c o s t  of t r a n s l o a d i n g  and t r u c k i n g  w i l l  be determined 

from r a i l  user  surveys ;  o r ,  i f  t h e  user  had n o t  done an  ana l -  

y s i s ,  e s t ima ted  by using commodity s p e c i f i c  u n i t  c o s t s  de r ived  

i n  An ~ r o f e ~  - A s u  
~f 7 1  Lines  in Lmya(2).  The c o s t s  would be updated u t i l i z i n g  
t h e  Consumer P r i c e  Index f o r  t h e  a p p r o p r i a t e  p e r i o d s  of t ime,  

and would be  t a i l o r e d  t o  r e p r e s e n t  Alaska-spec i f ic  c o s t s .  

From t h e  u s e r ' s  v iewpoint ,  t h e  c o n t i n u a t i o n  of r a i l  s e r v i c e  

p r e v e n t s  t h e s e  c o s t  occurrances;  bu t  from t h e  r a i l r o a d ' s  view- 

p o i n t  t h e  c o n t i n u a t i o n  of r a i l  s e r v i c e  r e s u l t s  i n  a  c o s t  t o  them 

of p rov id ing  t h e  s e r v i c e  on t h e  l i n e  which i s  recor-ded a s  a  

d i s b e n e f i t .  To e s t i m a t e  t h e s e  c o s t s ,  u n i t  c o s t s  w i l l  be 

developed f o r  t h e  l i n e  based on s p e c i f i c  c o s t s  a t t r i b u t a b l e  t o  

t h a t  l i n e .  Wh&e t r a f f i c  i s  a n t i c i p a t e d  t o  be  r e t a ined  a t  

ano the r  p o i n t ,  t h e  c o s t s  a r e  reduced by t h e  a n t i c i p a t e d  c o s t s  of 

p rov id ing  s e r v i c e  a t  t h e  a l t e r n a t e  po in t .  For example, t r a f f i c  

d e l i v e r e d  t o  an a l t e r n a t e  team t r a c k  s t i l l  r e q u i r e s  swi tch ing  

f o r  s e t  ou t  and p ick  up and c a r  c o s t s  a r e  s t i l l  incu r r ed  

(a l though  they  could be l e s s  i f  t h e  a l t e r n a t e  team t r a c k  

r e c e i v e s  more f r e q u e n t  s e r v i c e  than  t h e  branch l i n e ) .  
.* 

For a n a l y s i s  purposes ,  t h e  two t r a n s p o r t a t i o n  c o s t s  a r e  

compared and t h e  n e t  c o s t  is used, i . e . ,  t h e  d i f f e r e n c e  i n  t h e  

two c o s t s  a r e  cons idered  t h e  c o s t  impact. The c o s t s  i ncu r r ed  by 

t h e  u s e r s  is cons idered  a  b e n e f i t  and t h e  c o s t  i ncu r r ed  by t h e  

r a i l r o a d  a s  a  d i s b e n e f i t .  

n  B e n e f i t s  - Users dependent on r a i l  s e r v i c e  may be 

r e q u i r e d  t o  e i t h e r  r e l o c a t e  t h e i r  e n t i r e  bus ines s  o r  some por- 

t i o n  of it i n  o r d e r  t o  a v a i l  themselves  of r a i l  s e r v i c e  where 

such s e r v i c e  c o n t i n u e s  t o  e x i s t  i n  Alaska. These c a s e s ,  

expected t o  be  r a r e  i n  Alaska, would be a s c e r t a i n e d  i n  t h e  r a i l  

user  i n t e r v i e w s  and t h e  c o s t s  of such a c t i o n s  a r e  considered a  

b e n e f i t  of r a i l  s e r v i c e  r e t e n t i o n .  In  t h e  ca se  of s u b s t i t u t e  



s e r v i c e  a s s i s t a n c e ,  t h o s e  c o s t s  cons idered  a s  b e n e f i t s  of r a i l  

s e r v i c e  c o n t i n u a t i o n  then  become p r o j e c t  c o s t s .  Another t y p e  of 

r e l o c a t i o n  b e n e f i t  occu r s  i f  a  b u s i n e s s  c l o s e s  and t h e  consumer 

has  t o  t r a v e l  t o  more d i s t a n t  p o i n t s  t o  make purchases .  When 

t h i s  occu r s ,  t h e  expense of t h e  a d d i t i o n a l  t r a v e l  is considered 

a  b e n e f i t  of r a i l  s e r v i c e  r e t e n t i o n .  

t B e n e f i t s  - Unemployment r e s u l t i n g  from a b u s i n e s s  

c l o s u r e  is e f f e c t i v e  only  u n t i l  such t ime a s  t h e  former em- 

p l o y e e ( ~ )  h a s  ob ta ined  o t h e r  employment. The average  l e n g t h  of 

unemployment i n  Alaska f o r  t h o s e  workers r ece iv ing  unemployment 

compensation would be determined. I t  is a l s o  assumed t h a t  t h e  

former employee is r e h i r e d  wi th in  t h e  S t a t e  of Alaska ( u n l e s s  

in format ion  is ob ta ined  t o  t h e  c o n t r a r y ) .  The measure of t h e  

b e n e f i t  then  becomes t h e  employment wages f o r  t h e  pe r iod .  

Unemployment compensation i s  considered a  t r a n s f e r  c o s t  from t h e  

S t a t e  p e r s p e c t i v e  and a s  such is not  a  b e n e f i t  o r  d i s b e n e f i t .  

From a  l o c a l  v iewpoint  however, t h e  employment l o s s  is reduced 

by unemployment compensation a s  t h e  compensation r e s u l t s  i n  a  

g a i n  o r  r educ t ion  of l o s s  i n  t h e  l o c a l  a r e a .  

Impacts on t h e  r e t a i l  s e c t o r  a l s o  occur a s  a  r e s u l t  of 

employment changes. These impacts,  however, a r e  on ly  measured 

t o  t h e  e x t e n t  t hey  i n f l u e n c e  p r o f i t s .  An e s t i m a t e  of t h i s  

l o s s ( 3 )  is adopted a s  60 pe rcen t  of t h e  wages due t o  unemploy- 

ment ( a  measure of t h e  percen tage  of wages t h a t  would have been 

s p e n t  i n  t h e  r e t a i l  s e c t o r  t imes an assumed p r o f i t  margin of 25  

p e r c e n t ) .  These impacts  a r e  only  considered from a  l o c a l  perspec- 

t i v e .  

i. D i s t r i b u t i o n  of B e n e f i t s  

I n  o rde r  t o  p rov ide  a  c l e a r e r  p i c t u r e  of t h e  a l t e r n a t i v e  

a c t i o n s ,  t h e  d i s t r i b u t i o n  of b e n e f i t s  o r  d i s b e n e f i t s  would be 



shown f o r  each a n a l y s i s .  Th i s  pe rmi t s  a n  overview of t h e  i m -  

p a c t s  on each . g r o u p  involved i n  t h e  p o t e n t i a l  a c t i o n .  I t  a l s o  

prov ides  another  means of e v a l u a t i n g  t h e  proposed a c t i o n  without 
s t r i c t  r e l i a n c e  on t h e  b e n e f i t / c o s t  a n a l y s i s  and a s  such may 

provide  i n s i g h t s  i n t o  a l t e r n a t i v e  a c t i o n s  where one p a r t y  may be 

d i s p r o p o r t i o n a t e l y  impacted a s  compared t o  o t h e r s .  I n  t h i s  

manner, f o r  example, l o c a l  impacts  n o t  t a k e n  i n t o  account  by t h e  

s t a t e w i d e  account ing s t a n c e  a r e  revea led .  

This  a n a l y s i s  would comprise a  t a b l e  l i s t i n g  t h e  a f f e c t e d  

groups and t h e  r e s u l t i n g  impacts  on each.  A s  such it is  i l l u s -  

t r a t i v e  f o r  comparison purposes  on ly  and n o t  t o  be summed o r  

a r i t h m e t i c a l l y  manipulated i n  any f a s h i o n .  Impacts t h a t  cannot 

be q u a n t i f i e d  would a l s o  be  shown i n  t h e  d i s t r i b u t i o n .  

j. S t a t e  Conclusions 

A t  t h e  end of t h e  l i n e ' s  a n a l y s i s ,  t h e  S t a t e  w i l l  p r e s e n t  a  

s ta tement  concerning t h e  S t a t e ' s  conc lus ions  of t h e  appropr i -  

a t e n e s s  of each a l t e r n a t i v e  cons idered  i n  l i n e  a n a l y s i s .  These 

conc lus ions  w i l l  be  based on t h e  b e n e f i t / c o s t  and d i s t r i b u t i o n  

a n a l y s i s  and on a  comparison wi th  S t a t e  g o a l s ,  p o l i c i e s  and 

r o l e s .  

2. of t h e  Ab- 

The above methodology is advanced f o r  FRA review and 

approval .  With FRA approva l ,  Alaska w i l l  have an approved 

methodology t o  b e  a b l e  t o  use  LRSA f u n d s  f o r  r a i l  abandonment 

p reven t ion  purposes ,  i f  it s o  d e s i r e s .  

However, a s  s t a t e d  e a r l i e r ,  t h e  Alaska Rai l road  c u r r e n t l y  

has  no planned r a i l  l i n e  abandonments. Therefore ,  t h e  above 

methodology has  n o t  been a p p l i e d  t o  any l i n e  i n  t h i s  Ra i l  Plan.  



I t  is s e t  f o r t h  on ly  t o  g a i n  approva l ,  f o r  f u t u r e  use  i f  needed. 

One p o t e n t i a l  use of t h e  methodology, however, would be t h e  

White Pass  and Yukon i f  formal abandonment proceedings a r e  f i l e d  

on t h a t  r a i l r o a d  i n  t h e  f u t u r e .  
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V I I .  PROGRAM OF PROJECTS FOR PUBLIC ASSISTANCE 

The S t a t e  of Alaska has  n o t  h i s t o r i c a l l y  been c a l l e d  upon t o  

fund r a i l r o a d  p r o j e c t s ,  s i n c e  t h e  ARR was f e d e r a l l y  owned and 

t h e  WP&Y was e s s e n t i a l l y  a  p r i v a t e  Canadian ven tu re .  Now t h a t  

t h e  WP&Y has  ceased o p e r a t i o n s  and t h e  ARR is owned by t h e  

S t a t e ,  it is p o s s i b l e  t h a t  t h e  S t a t e  should  c o n s i d e r  some types  

of r a i l r o a d - o r i e n t e d  investment .  Such investment  could be 

o r i e n t e d  t o  t h e  ARR o r  t h e  WP&Y, o r  t o  new r a i l r o a d s  o r  r a i l r o a d  

ex t ens ions .  This  r e p o r t  s e c t i o n  reviews p r o j e c t s  and p r o j e c t  

t ypes  t h a t  might be  cons idered  f o r  S t a t e  investment .  I t  

concludes  t h a t  S t a t e  inves tment  i n  ARR r a i l  p r o j e c t s  should be 

delayed a t  l e a s t  u n t i l  t h e  ARRC h a s  had more t i m e  t o  demonstra te  

i t s  c a p a c i t y  t o  be  s e l f - s u s t a i n i n g .  I t  does  n o t  r u l e  out ,  

however, S t a t e  funding of p lanning  n o r  does  i t  r u l e  o u t  S t a t e -  

funded p r o j e c t s  in= t h e  mid-term ( w i t h i n  a  few y e a r s ) .  A s  ex- 

p l a i n e d  h e r e i n ,  t h e r e  a r e  s i t u a t i o n s  where  S t a t e  a c t i v i t y  and 

f u n d i n g  would c o m p r i s e  a  r ea sonab le  and l e g i t i m a t e  S t a t e  

func t ion .  

I t  is t h e  p o l i c y  of t h e  Alaska R a i l r o a d  Corporat ion,  and of 

t h e  S t a t e  of Alaska, t h a t  r a i l  i nves tmen t s  t h a t  a r e  needed by 

t h e  ARR, and t h a t  produce b e n e f i t s  f o r  t h e  r a i l r o a d ,  b e  funded 

by t h e  r a i l r o a d .  T h i s  i m p l i e s  t h a t  r a i l  l i n e  maintenance o r  

r e h a b i l i t a t i o n  p r o j e c t s ,  o r  equipment a c q u i s i t i o n ,  and s i m i l a r  

p r o j e c t s  t h a t  a r e  f o r  t h e  b e n e f i t  of  t h e  r a i l r o a d  a r e  t o  be 

funded by t h e  ARRC and n o t  t h e  S t a t e .  



1. Rationale f o r  S- 

This  does  n o t  imply, however, t h a t  t h e  S t a t e  has  no funding 

r o l e .  Although t h e  d e s i r e  i s  t o  have a se l f - suppor t ing  ARR, 

l e g i s l a t i o n  does  permi t  t h e  ARRC t o  r e q u e s t  funds  from t h e  

l e g i s l a t u r e  r e l a t i v e  t o  s e r v i c e s  o r  p r o j e c t s  t h a t  a r e  n o t  s e l f -  

suppor t ing .  Furthermore,  investment p r o j e c t s  may a r i s e  t h a t  a r e  

needed by t h e  S t a t e ,  i t s  r e s i d e n t s  o r  i t s  r eg ions  t h a t  do n o t  

b e n e f i t  t h e  r a i l r o a d  a s  much a s  t hey  b e n e f i t  t h e  S t a t e ' s  r e s i -  

d e n t s .  Examples would inc lude  s a f e t y  p r o j e c t s ,  o r  new r a i l  

l i n e s  t o  open t e r r i t o r y ,  o r  new r a i l  passenger  s e r v i c e s ,  o r  

s i m i l a r  inves tments  t h a t  do n o t  n e c e s s a r i l y  produce a  p r o f i t  o r  

a  c o s t  s av ings  f o r  t h e  r a i l r o a d .  These p r o j e c t  types ,  i f  proven 

t o  be  needed and j u s t i f i e d ,  could be funded ( o r  p a r t l y  funded) 

w i t h  p u b l i c  s e c t o r  funds  ( S t a t e ,  f e d e r a l ,  l o c a l ) .  Also, it is 

S t a t e  p o l i c y  t o  a s s i s t  t h e  ARRC w i t h  its s t a r t - u p  c o s t s  s i n c e  

t h e  t r a n s f e r  t o  S t a t e  ownership. 

To a s s i s t  i n  t h e  Alaska funding d e l i b e r a t i o n  p roces s ,  it is 

suggested t h a t  t h e  S t a t e  u t i l i z e  a  p r o j e c t  e l i g i b i l i t y  and appro- 

p r i a t e n e s s  s c r e e n i n g  procedure.  Such a  procedure  should be a  

qu ide ,  r a t h e r  t h a n  a  r i g i d  and a b s o l u t e  de te rminant  of e l i g i -  

b i l i t y ,  and should  c o n s i s t  of c r i t e r i a  t h a t  can be used t o  

de te rmine  whether s p e c i f i c  investment  needs  should be funded i n  

whole o r  i n  p a r t  by t h e  S t a t e .  

a .  R a i l  Planning C r i t e r i a  

The ARRC i s  of cou r se  concerned w i t h  t h e  p lanning  of i t s  

s e r v i c e s ,  o p e r a t i o n s  and c a p i t a l  investments .  However, t h e  

p e r s p e c t i v e  of t h a t  p lanning i s  o r i e n t e d  t o  t h e  ARR a s  an  



e n t i t y ,  r a t h e r  than  t h e  S t a t e  a s  a  whole, and t o  on ly  t h e  r a i l  

mode. Recognizing t h i s ,  t h e  Governor des igna ted  t h e  DOT/PF a s  

t h e  " o f f i c i a l  r a i l  p lanning e n t i t y "  i n  t h e  S t a t e .  This  imp l i e s  

t h a t  t h e  DOT/PF is  r e spons ib l e  f o r  t h e  p r e p a r a t i o n  of t h e  S t a t e  

R a i l  Plan,  and o t h e r  o v e r a l l  r a i l  p lanning a c t i v i t i e s .  

I t  would fo l low,  t h e r e f o r e ,  t h a t  t h e  DOT/PF should fund 

n e e d e d .  and e l i g i b l e  r a i l - o r i e n t e d  planning p r o j e c t s .  To be an 

e l i g i b l e  p lanning  p r o j e c t ,  it is suggested t h a t  t h e  proposed 

p lanning  p r o j e c t  have one o r  more of t h e  fo l lowing  a t t r i b u t e s :  

Comprise a  multimodal p lanning p r o j e c t ,  wherein r a i l  is  
on ly  one of t h e  modes involved; pr 

* U t i l i z e  f e d e r a l  Sec t ion  803  r a i l  p lanning  funds;  nr 
* C o n s t i t u t e  a  planned p r o j e c t  t h a t  would be under taken 

p r i m a r i l y  f o r  t h e  be t te rment  of t h e  S t a t e ,  i t s  communi- 
t i e s  and i t s  r e s i d e n t s  ( r a t h e r  t h a n  o n l y  done f o r  t h e  
be t t e rmen t  of t h e  r a i l r o a d ;  pr 
Involve  a  p r o j e c t  t h a t  is c l e a r l y  n o t  s e l f - s u s t a i n i n g  
from t h e  r a i l r o a d ' s  viewpoint;  pr 

* Invo lve  p lanning  t h a t  is done f o r  s o c i a l ,  o r  env i ron-  
mental ,  o r  economic development reasons;  QK 

* Comprise a  p o l i t i c a l l y - i n s p i r e d  s u b j e c t ;  pr 
* Comprise a  s u b j e c t  t h a t  is  t r a d i t i o n a l l y  w i t h i n  t h e  

p lanning  s p h e r e  of t h e  S t a t e  and/or t h e  DOT/PF. 

By u t i l i z i n g  such c r i t e r i a ,  it is r e a d i l y  s een  t h a t  t h e  

Alaska DOT/PF should have a  l e g i t i m a t e  p lanning  agenda which 

complements  b u t  does  n o t  supercede nor  c o n f l i c t  w i t h  t h e  

p lanning  p roces ses  of t h e  ARR o r  o t h e r  r a i l r o a d s .  

b. Ra i l road  P r o j e c t s  C r i t e r i a  

Once t h e  p lanning  is complete, t h e  S t a t e  must dec ide  whether 

t h e  envisaged r a i l  p r o j e c t  war ran t s  S t a t e  monies, i n  whole o r  i n  

p a r t .  A two p a r t  c r i t e r i a  p rocess  is suggested,  r e l a t i v e  to :  

1) The mriateness of p r o j e c t  funding by t h e  S t a t e .  

2 )  The feaslbllltv . . .  of p r o j e c t  funding by t h e  S t a t e .  



The " a p p r o p r i a t e n e s s "  element is designed t o  determine 

whether t h e  p r o ~ e c t  should be  e l i g i b l e  f o r  funding i n  whole o r  

i n  p a r t  by t h e  S t a t e ,  o r  whether it should  be funded by t h e  
r a i l r o a d  o r  by o t h e r  r e l e v a n t  p a r t i c i p a n t s .  I t  is suggested 

t h a t  t h e  fo l lowing  be used: 

~d  bv - t h e  -if: 

* The p r o j e c t  i t s e l f  is f i n a n c i a l l y  s e l f - s u s t a i n i n g  from t h e  
r a i l r o a d ' s  v iewpoint ;  QK 

* The p r o j e c t  is of a  t y p e  t o  be  viewed a s  a  r o u t i n e ,  
r a i l r o a d  m a t t e r ;  ar 

* The p r o j e c t  is t o  be under taken because  it i s  t o  be of 
d i r e c t  b e n e f i t  t o  t h e  r a i l r o a d  on ly ;  ar 

* The r a i l r o a d  h a s  t h e  necessary  c a p i t a l ,  o r  c a n  ob ta in  t h e  
c a p i t a l ,  needed t o  fund t h e  p r o j e c t ;  QL 

* The p r o j e c t  is a  s i n g l e  mode ( r a i l r o a d )  p r o j e c t .  

TbLEz*shovld b e  luLue f o r  s ta te-  
. . 

U ~ r t .  if: 

* The p r o j e c t  is n o t  expected t o  be f i n a n c i a l l y  s e l f - sus -  
t a i n i n g  bu t  i n s t e a d  is being done f o r  o t h e r  r ea sons ;  nr 

* The p r o j e c t ' s  b e n e f i c i a r i e s  comprise  a  l a r g e r  group than  
merely t h e  r a i l r o a d ;  pl; 

* The p r o j e c t  is being done f o r  s o c i a l ,  environmental  o r  
economic development reasons ;  QK 

* The p r o j e c t  has  multimodal impacts  and b e n e f i t s ;  QK 
* The p r o j e c t  is in tended  t o  develop tour i sm,  o r  t o  c r e a t e  

employment, o r  t o  accomplish o t h e r  S t a t e  g o a l s  and objec- 
t i v e s ;  QK 

* The p r o j e c t  w i l l  be  e l i g i b l e  f o r  f e d e r a l  funds  f o r  which 
t h e  S t a t e ,  b u t  n o t  t h e  r a i l r o a d ,  is e l i g i b l e ;  o r  

* The p r o j e c t  is in tended  t o  a l l e v i a t e  adve r se  econanic,  
s o c i a l  o r  environmental  impacts  of a  r a i l r o a d  a c t i o n ;  o r  

* The r a i l r o a d  h a s  proven t h a t  it does  n o t  have t h e  capac i ty  
t o  under take  t h e  p r o j e c t  on i t s  own. 

Using t h e  above c r i t e r i a ,  it can be s e e n  t h a t  t h e  S t a t e  might 

cons ide r  us ing  S t a t e  funds  f o r  such p r o j e c t s  as: major r a i l  l i n e  

ex tens ions ,  g r ade  c r o s s i n g  and o t h e r  s a f e t y  purposes ,  r a i l  

passenger  s e r v i c e s  of v a r i o u s  t ypes ,  s p e c i a l i z e d  o r  exper imental  

p r o j e c t s ,  and even some r a i l r o a d  r e h a b i l i t a t i o n  p r o j e c t s .  



However, merely because a  p r o j e c t  is deemed " e l i g i b l e n  f o r  

S t a t e  funding  based on t h e  above c r i t e r i a ,  does n o t  imply t h a t  

t h e  S t a t e  should n e c e s s a r i l y  fund it. Before  such funding,  t h e  

second l e v e l  of c r i t e r i a  should be  considered,  d e a l i n g  wi th  

f e a s i b i l i t y .  

The a p p l i c a t i o n  of t h e  t e s t s  of f e a s i b i l i t y  ( a s  desc r ibed  
i n  Report  S e c t i o n  V I )  f i n d  t h e  p r o j e c t  t o  be economically 
" f e a s i b l e " ;  

* The S t a t e  has  a  s u i t a b l e  funding source  f o r  t h e  p r o j e c t ;  

The p r o j e c t  has a  s u i t a b l e  l e v e l  of a c t i v e  suppor t  by 
r e l e v a n t  p a r t i c i p a n t s ;  Mg 
The p r o j e c t  has  accep tab le  s o c i a l ,  environmental  and 
developmental  impacts  and imp l i ca t ions .  

To a t t a i n  t h e  above f e a s i b i l i t y  c r i t e r i a ,  it i s  r e q u i s i t e  t h a t  

t h e  p r o j e c t  be s u i t a b l y  analyzed t o  ensu re  t h a t  it is i n  f a c t  

f e a s i b l e .  

B.  W d a t e  P r o i e c t s  

Based on t h e  above c r i t e r i a  and t y p e s  of p r o j e c t s  t h a t  might 

be s u i t a b l e  f o r  some t y p e  of S t a t e  o r  o t h e r  p u b l i c  s e c t o r  f i nan -  

c i a l  a s s i s t a n c e ,  a  number of s p e c i f i c  investment  p r o j e c t s  were 

i d e n t i f i e d  f o r  c o n s i d e r a t i o n .  These p r o j e c t s  were i d e n t i f i e d  

v i a  Consu l t an t  i n s p e c t i o n s ,  d i s c u s s i o n s  w i th  ARR pe r sonne l ,  and 

d i s c u s s i o n s  w i th  o t h e r s .  A t  t h i s  p o i n t  t h e  p r o j e c t s  r e p r e s e n t  a  

"shopping l i s t , "  f o r  S t a t e  review and c o n s i d e r a t i o n  and t o  de- 

p i c t  t h e  t y p e  of p r o j e c t s  wherein S t a t e  funding might be 

app ro -p r i a t e .  The c a n d i d a t e  p r o j e c t s  a r e  a r r ayed  by p o s s i b l e  

funding  source ,  s o  a s  t o  d e p i c t  p o s s i b l e  s o u r c e s  of funding.  

However, no d e t a i l e d  f e a s i b i l i t y  a n a l y s i s  was made of any of 

t h e s e  p r o j e c t  cand ida t e s .  



The Federal  Ra i l road  Admin i s t r a t i on  a d m i n i s t e r s  t h e  Local 

R a i l  Se rv i ce  Ass i s t ance  (LRSA) Funds which can  be used t o  

p r e s e r v e  r a i l  s e r v i c e ,  upgrade branch l i n e s ,  e t c .  Two ARR 

p r o j e c t s  appear e l i g i b l e  f o r  such fund ing ,  bo th  of which com- 

p r i s e  r a i l  l i n e  r e h a b i l i t a t i o n .  E i t h e r  o r  bo th  of t h e s e  

p r o j e c t s  a r e  p o s s i b l e  on ly  i f  Congress f u n d s  t h e  LRSA program i n  

s u f f i c i e n t  amounts t o  make a meaningful  c o n t r i b u t i o n  t o  t o t a l  

p r o j e c t  c o s t s .  

a .  E ie l son  t o  Fa i rbanks  Branch L ine  R e h a b i l i t a t i o n .  

I n  FY 1984 t h e  Eielson-Fairbanks s e c t i o n  of t h e  ARR had a  

t r a f f i c  d e n s i t y  of 0.59 m i l l i o n  g r o s s  ton-mi les  p e r  mi l e ,  making 

it e l i g i b l e  f o r  LRSA funding.  C u r r e n t l y  t h e  MAPCO r e f i n e r y  a t  
North Pole  i s  being expanded. T h i s  expans ion  w i l l  g e n e r a t e  

a d d i t i o n a l  t r a f f i c  on t h i s  branch l i n e ,  n e c e s s i t a t i n g  an  upgrade 

i n  t h e  c o n d i t i o n  of t h e  t r a c k  from t h e  North Po le  Ref inery Spur 

t o  Fairbanks,  a  d i s t a n c e  of 16.6 miles. Required w i l l  be t h e  

replacement of d e f e c t i v e  t i e s  and worn r a i l ,  t h e  a d d i t i o n  of new 

b a l l a s t ,  and t h e  p o s s i b l e  g r i n d i n g  of t h e  newly l a i d  r a i l .  An 

e s t ima ted  c o s t  of t h e  p r o j e c t ,  based on a  c o s t  of $750,000 p e r  

t r a c k  mi le  f o r  f u r n i s h i n g  and i n s t a l l i n g  new t r a c k ,  i s  

$12,500,000. The S t a t e  could be  involved i n  t h i s  p r o j e c t  i f  it 

is dec ided  t h a t  LRSA funds  s h a l l  b e  used. 

b. W h i t t i e r  Por tage  Tunnel Track R e h a b i l i t a t i o n  

T h i s  12.4 m i l e  l i n e  from W h i t t i e r  t o  P o r t a g e  c a r r i e s  passen- 

g e r s  and automobi les  from t h e  f e r r i e s  and c r u i s e  s h i p s  docking 

a t  W h i t t i e r .  I n  a d d i t i o n ,  t h e  t r a i n s  c a r r y  pas senge r s  t o  t h e i r  

p r i v a t e  b o a t s  anchored i n  t h e  sma l l  b o a t  ha rbo r  a t  W h i t t i e r .  

The p o r t  a l s o  handles  f r e i g h t  by t r a i l e r s  and f r e i g h t  c a r s  from 



Seattle and Prince Rupert. The 1984 density was 1.29 million gross ton-miles 

per mile, making it eligible for IRSn funding. There are two tunnels on this 

branch line: Portage Tunnel at 5,060 feet and Whittier Tunnel at 13,344 feet. 

No significant track work has been performed in the tunnels since the 

line was constructed. The condition of the tracks within the two tunnels has 

deteriorated considerably and requires rehabilitation, removal of contami- 

nated ballast and inproved drainage. The work would consist of replacing the 

tunnel ties w i t h  new wood or concrete ties, replacing the existing rail with 

78 ft. rails or cantinuous welded rail, and resurfacing the track. Using a price 

of $300/foot, the cost is estimated to be $5,521,200. Again the State would 

presumably be inwlved only if LRSA funds are to be used. 

Note: the following section c was added as an amendment, December 1990. 

c. Garner Tunnel Rehabilitation 

The Garner Tunnel is a 500-foot long tunnel located in the Healy Canyon 

at mile 356.2 of the Alaska Railroad. An integral part of the Alaska Railroad 

Corporation (ARRC) mainline, all rail freight traffic between Anchorage and 

Fairbanks passes through this tunnel. In 1989 the line associated with the 

tunnel, the Matanuska to Healy segnent, had a traffic density of 4.62 million 

gross ton-miles per mile, making it eligible for LRFA funding. Traffic density 

for 1990 is forecasted to be 4.85 million gross ton-miles per mile. Recent 

distress in the original timber lining, the preponderance of large-scale 

landslides throughout the Healy Canyon, and the significant erosion associated 

with the sharp outside bend of the Nenana River, p r q t e d  the ARRC to 

canmission an engineering stability evaluation of the Garner Tunnel. In 1989 

Golder Associates (report dated 2-19-90) performed an evaluation of the 

physical condition of the Garner Tunnel. The Golder report identified severe 

problems with the tunnel. The problems are categorized as follows: 

- Rotting Timber Sets 
- Loose Rock at North Portal 
- Poor Drainage Control at North Portal 



A new structure a t  the north portal is functioning w e l l  t o  date, except 

tha t  seepage and subsequent winter icing has becane a serious problem. The 

tunnel entrance i s  encased in ice and the drainage ditches have iced t o  the top 

of the r a i l .  This seepage and icing prohlen is caused by the large rock falls 

diverting new water flows in to  the tunnel from the mountain above. Cur- 

rently, the ARRC! must frequently inspect the tunnel for ice conditions prior 

t o  each t r a in  movement through the tunnel. Rehabilitation would involve 

addressing the problems ident i f iedin the  Golderreport including replacement 

of timber se t s ,  drainage system improvements, and insulation improvements 

t o  reduce icing and imprwe Iock stabi l i ty .  A project evaluation by the ARRC 

engineering department estimates the costs t o  meet the  most h e d i a t e  

needs t o  be $207,900. Long-tern work would include monitoring t o  detennine 

i f  werall slope movement i s  occurring and action to correct any problems 

revealed. 

a .  Nenana Relocation Pro jec t  

Currently the  ARR mainline runs through the downtown area of Nenana, 

resulting i n  6 grade crossings. It has keen proposed t h a t  a bypass be 

constructed south of town and north of the airport. Although the existing 

alignment cannot be removed from the  downtown and barge wharf area 

because of required local freight service, the n m h r  of t rains passing 

through town would be greatly reduced i f  a bypass were bui l t .  The reduction 

i n  train t r a f f i c  would alleviate the need for  grade crossing signals and would 

reduce disruption t o  act ivi t ies  in NeMM. Eliminating the need for  all main 

l ine  trains t o  pass through Nenana would also improve t ra in  operating speeds 

and would reduce t rack maintenance costs due t o  the presence of a series of 

sharp curves through Nenana on the existing aligznnent. A new grade 

separation structure would be required t o  cross the Parks Highway, since the 

present line crosses under the highway a t  the approach span fo r  the Parks 

Highway bridge wer the  Nenana River. 



The cost of the relocation would presumably be at the expense of the ARR, 

but funds could be available for the grade separation fran the ETiWA Grade 

Crossing program. It is estimated that the cost of this track relocation 

project will be approximately $2.5 million, based on an order-of-magnitude 

estimate of $1.5millionpermile for roadbedandtrackconstruction including 

a new wye connection for a N e m n a  loop. The cost of the grade separation over 

the Parks Highway is estinatedto cost an additional $1.5 to $2.0 million. 

The State could be involved in this project' s funding because the project 

will be of benefit to Nenana (in addition to the ARR) and because of the 

possible use of FRWA funds. 

b. Crossing Gates at Signalized Crossings 

For safety reasons, sane of the existing ARR signalized crossings need 

crossing gates. Further site studies by the ARR and DOT/PF staff would 

indicate which locations are candidate crossings. 

The State could te involved in these projects because of the intennodal 

nature of the projects, the safety elements, and the traditional State role in 

such projects . 

In September 1985 a joint FW/FRA "Railroad Crossing Corridor 

Improvements" demonstration program was announced by the U. S. Secretary 

of Transportation. Under the program, the Department of Transportation's 

traditional railroad-highway safety initiatives, which concentrate on cor- 

reding safety problems at individual railroad-rail crossing sites, will be 

expanded to include wide-scale low-cost improvements at numerous cross- 

ings along many miles of railroad. The prcgram will be to improve multiple 

crossing sites along rail corridors and to -size the use of relatively 



simple, inexpensive safety improvements at lowvolu~~e crossings where the 

installation of active warning devices and other high-cost safety features is 

not practicable. These low cost imprwements include the installation of 

adequate signs and workings along the highway, clearing obstructions to 

make warning devices and approaching trains more visible to motorists, and 

upgrading the track crossing surface to prevent cars from stalling on the 

tracks. Alaska was m e  of the six states selected to participate in the 

demonstration project which began in October, 1985. The program does not 

involve new federal funding but will be a cooperative effort between the 

FHWA and FRA and those states which choose to participate in the program. 

The task force formed by the Con'anissioner of the Alaska Department 

of Transportation andPublicFacilities, andthe President andChief Executive 

Officer of the Alaska Railroad Corporation in Obober, 1985 has reached sane 

preliminary conclusions concerning crossing safety improvements in Alaska. 

General recamandations of the task force include bringing all existing 

crossings up to basic industry and government approved safety standards; 

maintaining current crossing database information; actively supporting 

crossing safety education programs; and including local governments and 

developers, as well as all other interested agencies and parties, in the 

crossing planning process. Changes to existing crossings as well as design 

of new crossings will be evaluated by a diagnostic team consisting of 

representatives of Alaska DCrTbPF, the ARRC, and, as appropriate, the FHWA, 

the agency respansale for road maintenance (if not ADOThPF), the local 

borough government and law anforcment agencies. The task force, in its 

final report, will recannend adoption of crossing standards and policies for 

all railroad crossings in the Alaska Railroad oarridor. 

The State might also consider the use of State monies for various 

railroad projects which the ARR would not normally undertake on its own. 

Examples include the following. 



a. Passenger Station Rehabilitation 

The State might consider a program intended to upgrade rail passenger 

stations on the ARR. The purpose would be tourism-oriented, and would 

therefore seem to fall within the areas of the State's responsibility. Such 

improvements would be oriented to passenger comfort and baggage handling, 

and could include improvements to the following example stations. 

* Anchoraae - General remodelling, with increased separation 
between ARR offices and passenger facilities. 

* Fairbanks StatiQn - The present station track is on the end of the 
main  line in downtown Fairbnks. The track is essentially an 
industrial sidetrack, which also serves the local newspaper for 
newsprint unloading directly to the printing plant. The passenger 
train at the existing station location blocks Phillips Field Road, a 
major street. The State could consider relocating the station to a 
point just west of town nearer to the University and Ai~port. Such 
a relocation would release the station area for other developrsent, 
would improve the passenger train schedule time, and courtesy cars 
from motels and hotels would operate as efficiently to the new site 
as downtown since the normal runs include the Airport. Further 
study is suggested, however, to determine associated costs and 
savings for this project. 

* Denali - Stationlling of this facility, with inproved 
baggage handling facilities, could reduce station dwell time and 
improve the passenger train schedule time at this major travel point 
on the railroad. 

*- . . - No facilities presently exist for the transfer of 
passengers frcm the ferries and cruise ships. There is a need to build 
a station, possibly near the existing tank fam and with bus shuttle 
senrice to the docks. It might also be possible that passengers for 
Anchorage to be loaded on buses at dockside and transported to 
Portage on the top of the flat cars presently provided by the ARR. 
This could eliminate the need for a major tenninal station. 



b. Additional Use of New Rail Passenger Equipent 

Proposed changes have recently been approved for the change in type of 

equipent and operating schedule to be used for the 1985 winter schedule for 

passenger service between Anchorage and Fairbanks. Iko rehabilitated 

self-propelled diesel passenger cars have been purchased to provide one 

round trip to Hurricane on Saturdays and Sundays, with a 4month trial 

schedule of operations frcm Anchorage to Fairbanks on the 1st and 3rd 

Tuesdays of each month and returning on the following Wednesdays. After the 

4-month Tuesday/Wednesday trial to Fairbanks, the schedule and patronage 

will be reviewed and a decision reached to continue or stop the service. If 

these vehicles are available during the sumner, the State might fund their use 

elsewhere on the system. 

c. Roll-on/Roll-off (mm) Barge Service 

The State could consider a demonstration project that would provide a 

rail/highway vehicle barge roll-on/ roll-off service to the West Kenai 

Peninsula nearNikiski. This system could eliminate trans-shipnent costs by 

delivering and picking up materials in the original supplied vehicles. The 

system would utilize a steel docking grid onto which the barge would be 

docked at high-tide and upon which it would securely rest as the tide ehbed 

for unloading of rail cars on trucks at a permanently positioned ramp. This 

may offer a cost-effective answer to expanding the rail transportation 

infrastructure to meet the unique problems facing a major part of Alaska. 

Such experimental or demonstration projects could be viewed as a proper 

State role relative to railroad developnent. 

d. Transportation Service to Girdwood 

With the acceptance of Anchorage as the U.S. representative for the 1992 

winter olyupics, projects to provide transportation to the prime ski area of 

Alyeska need to be considered. This could include rail transportation and 



passenger terminals. Given the nature of this pssibility, funding would 

likely be a public undertaking, inplying State roles and/or responsibility. 

e. Nenana to Yukon River Extension 

A near term major extension possibility for the ARR system would be 

to build an extension fran Nenana to the Yukon River near Tanana. This 

extension would provide a connection to barge service on the Yukon River, as 

well as providing a beginning of a transportation system to serva the interior 

of Alaska. Fran previous studies perfom (as discussed in Section V) it is 

estimated that the cost of this 120 mile extension would be some $420 

million, based on an order-ofmagnitude construction cost of $3.5 million per 

mile. If such an extension were to be built, it m l d  have multhdal, State 

policy and econcnnic developnent elements implying State participation. 

Furthennore, it is unlikely that the ARR could fund such a major project. 

Currently the ARR must generate sufficient revenues to provide for 

most railroad capital improvements and expanded services. Many railroad 

projects, however, contribute to the overall benefit of the State as well as 

the railroad. In order that the maximum internal use can be made of railroad 

generated earnings, (e.g. rail and cross tie renewal) State assistance with 

capital funding for certain selected projects would relieve sane of the cash 

demand on the railroad. In this sense, it might be appropriate for the State 

to participate, along with the railmad, in sane projects. 

a. Passing Sidings 

The following additional passing sidings need to be constructed to 

provide for increased operating efficiency of the joint use passenger and 

freight tracks. Sidings should be considered at the following locations: 



* Julius (M.P. 401.3) 

* Eagle River (M.P. 126.6) - The ARR 1986 cap i t a l  budget includes 
$394,000 fo r  a 6,000 foot siding i n  the vic ini ty  of M. P . 128 (the one 
location within this area where there is  suf f ic ien t  rwn on tangent 
track fo r  siding) . A siding in this area wil l  undoubtedly be requid  
i f  ccmuiuter service t o  Wasilla o r  Nancy Lake i s  in i t i a t ed .  

* Wasilla (M.P. 159.8) - Extend length £ran 3200' t o  5000' t o  
f ac i l i t a t e  the passing of longer trains. 

b. Alignment Change 

I n  order t o  reduce operating and maintenance costs,  t h e  ARR has 

proposed aligrnnent changes between approximately M.P. 120.6 and M.P. 122 

and between M. P . 123.7 and 125.6. W i t h i n  these areas, the exis t ing aligrrment 

has several  10 degree curves which create  considerable maintenance costs  

and operating problems, especially with the  operation of heavy coal  and sand/ 

gravel. u n i t  trains through this area. The present titretable speed is a rather 

slow 35 mph, and realigrnnent would permit higher t r a i n  speeds and reduce 

the  current high track maintenance cost a t  this location. In addition, existing 

curvature creates excessive rail wear and d i f f i cu l ty  i n  maintaining t rack 

gauge. The cost of these projects  i s  estimated t o  be approximately $5 million, 

based on a cost of $1.5 million per mile t o  construct roadbed and track.  This 

might be an appropriate project type fo r  State part icipation i f  the ARR is  

unable to  undertake it. 

a .  Anchorage Airport t o  Wasilla o r  Nancy Lake Ccamuter Service 

The Municipality of Anchorage is  proposing t o  study the  poss ib i l i ty  of 

providing rail carnrmter service t o  t he  expanding comnunity of Wasilla. This 

service  would use t h e  ex is t ing  ARRtrackage, which may have t o  be upgraded 

and signalization provided t o  furnish an attractiye operating schedule w h i c h  

does not i n t e r f e r e  w i t h  f re igh t  movements. Track realignments, including 

location between MP 120.6 and 122 discussed e a r l i e r ,  would be required t o  



pennit adequate operating speeds to c v t e  with other modes. This type of 

passenger service seldcm is self-sustahhq. If this proves to be the case, 

it would ocmprise a pruper public sector fundinq possibility. 

C -4 State F w  

Based on the State funding criteria and possible projects, as we11 as other 

Alaska activities and priorities, this 1985 Alaska State Rail Plan considered 

both planning and project funding activities over the near-term. 

a. Innnediate Rail Planning Needs 

Given the recency of the transfer of the ARR to State ownership, it is difficult 

to anticipate with any degree of accuracy the planning needs which will have 

to be funded by State or LRSA funds. Two planning projects that are suggested 

at this time are: 

* BaiJ Line E x t e n s i o n  - This Rail Plan (Section VI) develdped 
an econcwic evaluation methodology that should be used to evaluate 
rail line extension pmpsals. That methodology, to date, has not 
been applied. To test the methodology, to clarify its many issues and 
to be most useful to the State, the State should fund one or more 
applications of that evaluation methodology. Candidate applications 
would be the TransCanada link or the extension to the Yukon River. 
A planning budget for FYI986 is $78,000 for this purpose, of which 
80% would be funded by the FRA-administered LRSA program. 

* -of_BRR Perf- - 'Ibis Rail Plan 
(Section IV) developed a series of statistical indicators that the 

AP.RC should provide to its Board of Directors on a continuing basis. 
To mlement the tabulation of these performance indicators, it will 
be necessary to canputerize the process so that tabulation is 
inexpensive and carparable. To develop and implement the proce- 
dures, a planning budget of $42,000 is suggested for FY 1986, of 
which 80% would be funded by the LRSA program. 



Both of the abwe slmuld be eligible for  FRA-a&inistei:ed LRSk funding, 

locally matched by State funds. Both of these planning projects should be 

considered in fiscal yea. 1986. 

b. Mid-Term R a i l  Planning Needs 

Beyond 1986, other rail  planning proj&zs, t o  be funded by the State, 

appear appropriate. These projects could include the following: 

* Grade crossing protection planning. 
* Planning of such rail passenger iniprwements or  services as: station 

improvements, winter Olympics planning, and Anchorage rail-corn- 
muter planning. 

* Planning of such experimental projects as a roll-on/roll-off service 
a t  N i k i s k i .  

* Other planning projects t h a t  w i l l  becane apparent as the ARRC gains 
greater experience with the operation of the ARR. 

* Impact analysis of any abandonment of the White Pass and Yukon 
Railway. 

The costs of these mid-tern rail planning projects are not estimated a t  th is  

time. 

Currently the ARR is  attempting t o  abide by legislative intent, by 

main taining a self-sustaining financial posture. Therefore, it would be 

premature for  the State t o  thrust funding upon the AkR. Furthermore, no 

major capital investmants were identified in the R a i l  Plan that w i l l  require 

State funding in the next several years. As a result, no State funded railroad 

projects are suggested a t  this time. However, the State should reserve the 

right t o  modify this conclusicn a t  any time, so as t o  fund projects as the need 

arises - subject to  each project's ability t o  be demonstrated t o  be both 

eligible for State funding and feasible for State funding. 






