Hal Cooper, Jr., PhD, PE

Strategic Importance
Of Rail Corridor Links

Dr. Cooper is a consulting engineer (Cooper Consulting Co.,
Kirkland, Wash.), who has done extensive work on the pro-
posed Bering Strait rail and tunnel project, the Alaska-Cana-
darailroad connector, and related programs. This is his paper
submitted to the Kiedrich Conference on Sept. 15. Its full title
was “The Worldwide Strategic Importance of the Interconti-
nental Rail Corridor Connections Between the Eurasian and
North American Land-Bridges.” His speech was a summary
of this paper, using his extensive map collection to show the
audience where construction will occur. We use a small selec-
tion of maps and tables here.

Introduction

The present paper is based on the results of a detailed
technical and economic analysis of the proposed Alaska-Can-
ada railroad connector project, in a feasibility study prepared
for the Canadian Arctic Railway Company of Vancouver,
British Columbia in Canada by the Cooper Consulting Com-
pany of Kirkland, Washington in the United States. This fea-
sibility study has been concentrated on the construction and
operation of the proposed Alaska-Canada railroad project
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from Fairbanks, Alaska to Prince George, British Columbia
and Dawson Creek, British Columbia over a 2,190 mile (3,515
km) route distance. This feasibility study has evaluated the
expected impacts upon the Alaska-Canada railroad project re-
sulting from the construction of the proposed Alaska natural
gas pipeline from Prudhoe Bay to Alberta and the Midwest.
This feasibility study has also examined the impact of the pro-
posed construction of the Bering Strait railroad tunnel be-
tween Alaska and Siberia upon the viability of the Alaska-
Canada railroad connector project and of the entire region as
a part of an overall 12,500 mile (20,000 km) railroad network
to connect North America with Eurasia, as part of an overall
worldwide direct rail network.

One of the issues of current consideration is that there is a
considerable benefit in the combined construction of the natu-
ral gas pipeline and the railroad between Alaska, Canada, and
the Lower 48 States, in terms of construction cost and mainte-
nance access for equipment and materials. However, public
sector efforts alone have been unable to bring these projects to
fruition, in spite of their common benefits to both countries.
The primary reason has been because of the inability to date to
provide either public-sector or private-sector financing, or a
combination thereof, in order to implement the project. A re-
cent feasibility study completed by the Yukon Territorial Gov-
ernment and the State of Alaska has attempted to address
some of these questions. However, the Alaska-Canada rail
project as contemplated in this publicly funded feasibility
study suggested service only to adjacent ports and did not ad-
dress other traffic considerations, including a continued gas
pipeline-railroad line corridor in the region to foster economic
development between Alaska and Alberta.

It was felt that private sector participation
would be necessary to bring these projects to re-
ality, where significant efforts began to be made
in the late 1990s. A feasibility study was com-
missioned in August of 2002 by the Canadian
Arctic Railway Company of Surrey, British Co-
lumbia to the Cooper Consulting Company of
Kirkland, Washington, which was completed in
February of 2006. The purpose of conducting
this feasibility study was to evaluate the techni-
cal and economic viability of constructing a
new railroad line between Alaska and Canada,
with connections to the Lower 48 States, as a
private sector activity. This feasibility study
was based on an extrapolation of previous stud-
ies in Alaska and Canada conducted in the years
since World War II, as well as on additional
data, and some projections of expected future
trends. In addition, this feasibility study ad-
dresses the question of the construction of the
Bering Strait railroad tunnel, in addition to the

Engineer Hal Cooper presents Helga Zepp-LaRouche with a painting of the
proposed Bering Strait Railway Tunnel, a project dear to both their hearts.
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Alaska-Canada Railroad
This feasibility study was commissioned to
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determine the proposed routings and physical
characteristics of the proposed railroad corri-
dor, as well as the freight and passenger traf-
fic-generation potential and associated reve-
nues, plus the overall estimated capital costs
of construction, plus operating and mainte-
nance costs. It was then intended to make the
necessary economic cash flow projections of
available income and net income after debt
service, as well as depreciation and taxes. The
necessary financial performance of the pro-
posed Alaska-Canada railroad connector proj-
ect could then be evaluated in terms of its po-
tential rate of return on investment, as well as
project payout period plus other economic and
financial criteria for being able to assess its vi-
ability, based on expected cash flow projec-
tions. The potential impact of the construction
of the Bering Strait railroad tunnel upon the
Alaska-Canada railroad system was also eval-
uated in terms of its traffic-generation poten-
tial.

The original geographic extent of the fea-
sibility study was limited to the corridor be-
tween the end points of Fairbanks, Alaska,
and Prince George and Dawson Creek, British
Columbia. This study was later expanded to
include a connection through Alberta and Sas-
katchewan to North Dakota, and then to Texas
and Coahuila over the route commonly re-
ferred to as the Central North America Trade
Corridor (CNATCA). It was later recognized
that the possible future construction of the
proposed Bering Strait tunnel between Alaska
and Chukotka would have a dramatic impact
on the proposed Alaska-Canada rail connec-
tor, in terms of both traffic volumes and track
capacities. As a result, it was decided to incor-
porate the consideration of future freight and
passenger traffic flows between Asia and
North America by way of the railroad corri-
dors in northeastern Russia. There were two
routes considered in parallel to the Pacific
Ocean as well as the Arctic Ocean via a pro-
posed tunnel under the Bering Strait between
Alaska and Russia. Two routes were also con-
sidered to the southwest, in Yakutsk in the
Sakha Republic in Russia, plus to China, Ko-
rea, and Japan, as well as to the West along the
Arctic Ocean to western Russia and Europe.

There is growing interest in the expansion
of the North American rail network with the
recently announced sale of the British Colum-
bia Railway to the Canadian National Rail-

October 5,2007 EIR

FIGURE 2
Proposed Bering Strait/Alaska-Canada Rail Connector
to Lower 48 States, Plus Existing Lines
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way in parallel with the extension of the Alaska Railroad.
These recent announcements revive the earlier plans to extend
the British Columbia Railway to Fort Nelson, which were
completed in the 1960s, and the effort to complete the rail line
to Dease Lake in the 1970s which were not completed. There
had been earlier studies of expanding the Canadian railroad
network to the Yukon Territory in the 1960s and 1970s by the
Canadian National and Canadian Pacific Railroads, as well as
by the Province of British Columbia. However, these efforts
never went beyond the study plan. A feasibility study of the
Alaska-Canada railroad was recently completed by the Alas-
ka and Yukon governments, to connect resource extraction
activities with the available port facilities in Alaska and Brit-
ish Columbia in June of 2007.

Considerable interest and expense have gone into the ef-
forts to study the feasibility of a new natural gas pipeline from
Alaska to Alberta and the Lower 48 States. The interest in and
possibility of constructing a new natural gas pipeline from
Alaska to the Lower 48 States has proceeded in parallel to the
possibility of connecting Alaska, Canada, and the Lower 48
States by a direct railroad network. The U.S. Congress has re-
cently passed legislation offering incentives for the construc-
tion of the proposed natural gas pipeline between Alaska and
the Lower 48 States through Canada, through a combination
of tax credits and economic incentives. The State of Alaska
has recently issued a Request for Proposals from private orga-
nizations to construct a 3,500 mile (5,600 km) natural gas
pipeline from Prudhoe Bay to Chicago, but no provision is in-
cluded for a railroad as part of this natural gas pipeline proj-
ect.

This detailed technical and economic analysis of the pro-
posed Alaska-Canada railroad connector project has been un-
dertaken in the text of the present feasibility study. This feasi-
bility study has been concentrated on the construction and
operation of the proposed Alaska-Canada railroad project
from Fairbanks, Alaska to Prince George, British Columbia
and Dawson Creek, British Columbia over a 2,190 mile route
distance over several route options. This feasibility study has
evaluated the expected impacts upon the Alaska-Canada rail-
road project resulting from the construction of the proposed
Alaska natural gas pipeline from Prudhoe Bay to Alberta and
the Midwest. This feasibility study has also examined the im-
pact of the proposed construction of the Bering Strait railroad
tunnel between Alaska and Siberia upon the Alaska-Canada
railroad project, over the broad route network through the
Bering Strait tunnel, with two routes in Asia as well as in
North America.

Route Description

There are two major routes for the proposed railroad link-
ages to the Bering Strait from the Eurasian side and two routes
on the North American side. The two main rail links on the
Eurasian side are a northern route to Moscow and Europe, to
the north and west along the south shore of the Arctic Ocean,
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as well as a southern route to the south and west to the Sakha
Republic and to China by way of Yakutsk. On the North
American side, there are two main routes, with a northerly and
easterly extension via the Tintina Trench and the Liard River,
through Watson Lake and Fort Nelson, to northeastern British
Columbia and Alberta, plus a southerly and westerly route via
the Alaska Highway and northwestern British Columbia to
Dease Lake and Prince George.

There are numerous connecting routes to the proposed
Eurasian-North American Land Bridge connector corridor via
the Bering Strait. On the Asian side, the railroad extension in
an east-west direction through China to Beijing and Shanghai
could be connected to the already underway South Asian de-
velopment corridor from Urumchi to Istanbul via Kazakh-
stan, Uzbekistan, Turkmenistan, Iran, and Turkey. This rail-
road corridor is already under development as a single
standard-gauge route for hauling intermodal containers and
crude oil, plus other commodities, between Asia and Europe,
with a major 8-mile-long rail tunnel to Istanbul at its western
terminus. The development of this rail corridor will tie all of
the South Asian and Middle Eastern countries together to fos-
ter peaceful relations and economic development as a far pref-
erable alternative to endless wars over oil in the Middle East,
as is now the United States policy, to the great detriment of the
World as a whole.

There are the parallel east-west railroad corridors through
Russia along the recently completed Baikal-Amur Mainline
to the north, as well as the older Trans-Siberian Railway to the
south. The Baikal-Amur Magistral needs to be connected to
Sakhalin Island via a 5-mile-long bridge at the north end over
the Tatar Strait. It also needs to be connected at the south end
by a 32-mile-long tunnel under the La Perouse Strait to Hok-
kaido, to the existing Seikan rail tunnel to the main island of
Honshu in Japan. Separate north-south rail corridors through
North Korea need to be developed between China or Russia
and South Korea to promote peaceful relations and economic
development on the Korean Peninsula. The electrification of
the Trans-Siberian Railway was recently completed over its
entire distance, so that no oil is needed to provide the energy
for transportation, and so that oil can be saved for export while
preparing for nuclear power to be implemented.

In North America, there are two major north-south con-
necting rail corridors which can be developed to the Alaska-
Canada railway and to the Bering Strait. One new rail corridor
would upgrade the existing rail lines from Prince George,
British Columbia in Canada to Tijuana, Baja California in
Mexico, through Washington, Oregon, and California. This
new electrified rail corridor would be intended for both freight
and passenger transport, with several major infrastructure ex-
pansion projects with tunnels under the Fraser River near
Vancouver and under the Columbia River near Portland.
There would need to be a new 8-mile-long tunnel under the
Siskiyou Mountains south of Ashland, Oregon, plus a rebuild-
ing of the existing rail line through the Sacramento River Can-
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FIGURE 2

The Eurasian Land-Bridge: Proposed Links to a Worldwide Rail Network

o
o
[
o
° o
o ) Fod
° oo
- o o o
o g oo o
y o
Q o 0 o o
o
57000 - 060
006 o o A
o O o ©
o o Q 9y
o
o o o o
L % OO o o %
o ° o R
o o o o
N\ o 9 o
Q o
o o o
00 .
Qe
o o
o \y ° e
o o
°
o
o
oS
o o
° o
2 o
<}

Bering
Strait

o ©

o o
o0
o (=S -
o o
g o,
o
o
Q
o
R o
0 00
o
q’o
9.0 -
o
= o
o
o
Q
% °
o 0©°
P 6
o
°
00

yon to the north of Redding, California. A new 32-mile- (50-
kilometer-) long electrified rail tunnel under the Grapevine
Grade north of Los Angeles is needed to haul both passengers
and trucks in order to reduce traffic congestion and air pollu-
tion and road repairs.

The main rail corridor extension of the Alaska-Canada rail
connector would be along the eastern end from Edmonton,
Alberta to Portal, North Dakota along the existing routes, in
parallel to a new natural gas pipeline. A new rail line along the
proposed Central North America Trade Corridor would then
need to be built from Portal, North Dakota to Del Rio, Texas
for hauling coal, oil, gas, farm products, and other commodi-
ties. This new rail line could then be extended from Mexico to
Columbia through Central America to South America. This
rail-line corridor could then be extended through South Amer-
ica, in parallel to a proposed new natural gas pipeline from
Venezuela to Argentina. This new Latin American railroad
corridor could then serve as the focus for economic develop-
ment and peaceful relations, so that the present need for im-
migration to the United States could be reduced if not elimi-
nated.

The linchpin of this entire railroad network is the 65-mile-
long (105 km) Bering Strait railroad tunnel. This rail tunnel
would be built at 100 feet (30 meters) below the water depth,
which is a maximum of 200 feet (65 meters) deep through the

October 5,2007 EIR

EIRNS

Big Diomede and Little Diomede islands in the center of the
Bering Strait. There is a relatively steep mountain range
known as the Tenkanyi Mountains to the west in Chukotka,
which would probably have to be circumvented by building to
the north. This railroad tunnel would have three tubes of ap-
proximately 26 feet (8 meters) diameter, with three tracks and
two parallel utility corridors between the three tubes. The en-
tire railroad tunnel would be built with electrified operation
throughout, as part of a 1,000 mile (1,600 km) central three-
track connector between Egvekinot, Chukotka in Russia,
through Fairbanks, Alaska to Jakes Corner in the Yukon Terri-
tory of Canada, and double-track elsewhere.

Traffic Potential

The proposed major traffic potential for the Bering Strait
railroad tunnel project involves hauling construction materials
and equipment, plus coal and crude oil, plus natural gas-de-
rived liquid fuels, forest products, potash, metallic ores, and
containers. The completion of the Bering Strait railroad tunnel
would make it possible to haul containers between China and
North America in 10 days or less, as compared to 20 days or
more by the present rail-ship mode via West Coast port, at
equivalent or lower cost. Coal of high quality and low sulfur
could be hauled from Alaska to China to help reduce its serious
air pollution problems. Crude oil and petroleum products could
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be hauled from Russia or Alaska or northern Canada to the
Lower 48 States by this railroad. There could also be signifi-
cant commodity movements from Russia to China, plus pas-
senger transport over the entire system. The economic viabili-
ty of the proposed Alaska-Canada railway connector could be
substantially enhanced in the short term, because of the con-
siderable freight traffic generated for equipment and material
transport by the construction of the Alaska natural gas pipeline
between 2010 and 2017. The construction of the Alaska natu-
ral gas pipeline, simultaneously with or immediately follow-
ing the completion of the Alaska-Canada railroad connector,
will substantially increase the freight traffic on the railroad by
10 to 30 million tons per year in the short term, following start-
up after 2010. These increased freight traffic volumes will be
especially great for the Fort Nelson route option, which sub-
stantially parallels the pipeline over most of its route distance
in the early years, where freight traffic volumes of up to 120
million tons per year can result over the Alaska-Canada rail-
way, without the Bering Strait tunnel being built. With the Ber-
ing Strait tunnel, freight traffic volumes of up to 300 million
tons per year become possible over the entire route or greater.
The cost savings to the natural gas pipeline project from re-
duced material transport costs with the prior construction of
the Alaska-Canada railroad could nearly equal the cost of the
railroad between Alaska and British Columbia.
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The economic feasibility of the Alaska-Canada railroad
connector is also examined for the reverse case of the poten-
tial impacts of the Alaska-Canada railroad construction upon
the proposed Alaska natural gas pipeline. It has been deter-
mined that the technical feasibility of the Alaska-Canada rail-
road connector is basically independent of the proposed Alas-
ka natural gas pipeline, because it can be built independently
and in advance of or simultaneously in conjunction with the
proposed Alaska natural gas pipeline. However, there is some
commonality in the facilities which can act to mutually bene-
fit both the railroad and pipeline projects along common
rights-of-way. It may also be possible to haul natural gas as
well as crude oil by rail, from producing fields to end use
point, so as to avoid the need to build the pipelines altogether.
If so, this crude oil and/or liquefied natural gas traffic alone
would be sufficient to justify building the Alaska-Canada rail-
road. In addition, gas-to-liquids plants being constructed in
the northern Yukon and Northwest Territory and in northern
Alaska along the Arctic Ocean, could substantially increase
railroad freight traffic on the Alaska-Canada rail connector
route, by hauling natural gas-derived liquid fuel products to
demand centers in the Lower 48 States.

The expected train traffic flows and freight volumes from
the three route options with the Alaska-Canada railroad con-
nector are as follows. The freight traffic is expected to gradu-
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Figure 4
ARTIST'S CONCEPTUAL VIEW OF THE PROPOSED ALASKA-CANADA RATILROAD NEAR LAKE ELUANE, YUKON
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ally increase from 6 to 50 trains per day between 2010 and
2050, following completion of the Alaska Canada railway
connector. The expected train traffic would increase to 35 to
37 trains per day and then decrease after the period between
2010 and 2020, depending on whenever the proposed Alaska-
Canada natural gas pipeline in completed. In addition to the
pipeline, the expected transport of liquefied natural gas and
crude oil can add significantly to the freight traffic base of the
proposed Alaska-Canada railway connector. If a new natural
gas pipeline were to be built from Prudhoe Bay to Delta Junc-
tion to parallel the existing crude oil pipeline to Valdez, gas
could then be liquefied and hauled by train from Delta Junc-
tion to Alberta or the Lower 48 States. A second natural gas
pipeline would then be built from Prudhoe Bay to Delta Junc-
tion to Valdez, to facilitate constructing a gas liquefaction
loading terminal. Otherwise a new rail line would need to be
built from Fairbanks to Prudhoe Bay to haul the natural gas.
The expected freight train traffic on the Alaska-Canada
railroad line via the Dease Lake route would be expected to
increase from 6 trains per day in 2010 to 30 trains per day in
2030. The average total freight tonnage moved would then be
expected to increase from 10 million tons per year in 2010 to
50 million tons per year in 2030 assuming food, lumber, coal,
oil, machinery, and other commodities would be moved for
the minimum traffic growth scenario. The construction of the
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proposed natural gas pipeline would require as much as 110
million tons of all materials to be moved, including earth-
works, which would largely be on the Fort Nelson line, but
would also occur on the Dease Lake line to a lesser degree.
The development of the proposed Bering Strait railroad tun-
nel would increase the traffic volumes over the rail network to
as much as 300 million tons per year, with train traffic move-
ments of as many as 250 to 300 trains per day or more be-
tween Chukotka and Alaska.

The hauling of intermodal containers by rail through the
Bering Strait railroad tunnel between China and North Ameri-
ca could act to reduce port traffic along the west coast of North
America. Itis possible that as many as 5 to 7 million containers
per year could be hauled by way of the Bering Strait railroad
tunnel, which could be as much as 10% of the total intermodal
traffic flows between Asia and North America. In addition to
the traffic benefits, the diversion of container traffic from west
coast ports to the Bering Strait railroad tunnel could reduce the
air pollution emissions from the Los Angeles-Long Beach port
complex. Now it is reported that air pollution from the Los An-
geles-Long Beach port complex may contribute as much as 25
to 30% of the total emissions in the Los Angeles Basin. The
commodities most likely to add to the freight traffic base for
the Alaska-Canada rail connector are crude oil and petroleum
products as one category, intermodal trailers and containers as
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a second category, and forest prod-
ucts as a third category, plus vari-
ous other commodities which will
be significant for the Alaska-Cana-
da rail connector. The proposed
Alaska-Canada railroad connector
can then serve as the engine for the
overall economic development of
the entire northwestern North
America, especially for the native
reserves and communities along
the route where new energy facili-
ties, mines, forestry operations, and
industrial facilities would be locat-
ed. In addition, natural gas trans-
port by rail from Alaska, the Yukon
Territory, and the Northwest Terri-
tories would provide a separate jus-
tification for building the Alaska-
Canada railway connector.

The expected freight traffic
volumes on the other connecting
railroad lines in North America
will generally increase from the
range of 5 to 10 million tons per
year in the first 3 to 5 years, be-
tween 40 and 50 million tons per
year over a 20 to 30 year period. In

addition, it is expected that the proportion of the freight traffic
hauled over the Alaska-Canada rail connector will be between
Alaska and the Upper Midwest and Eastern States, with an
expected 65 to 75% of the total. A relatively small proportion
of 25 to 35% of the expected freight traffic will originate or
terminate in the Pacific Northwest, as at present. In fact, it is
likely that there may be substantial political opposition to the
proposed Alaska-Canada rail connector project from the mar-
itime interests in the Puget Sound area, whose businesses
would be adversely affected as Alaska’s trade center shifts to
the east from Seattle to Minneapolis.

The completion of the Port MacKenzie port project and
the resulting large container traffic volume would virtually
guarantee an economically viable Alaska-Canada railway
connector and ultimately lead to the Bering Strait tunnel. The
completion of the proposed Bering Strait railroad tunnel be-
tween Alaska and Chukotka would dramatically increase the
expected freight traffic levels all along the Alaska-Canada rail
connector and on other rail lines as well. As a result, there
would be a need to double-track all connecting main railroad
lines on both continents once the Bering Strait tunnel is com-
pleted, plus to have a triple-track route between Whitehorse,
Yukon Territory in Canada, and Egvekinot, Chukotka in Rus-
sia. Also, the proposed Bering Strait railroad tunnel will need
to be built with three tubes instead of two, because of the very
large freight (and passenger) traffic volumes to be expected in
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FIGURE 3

Proposed Route for the Intercontinental Railroad Line Corridor
Between Asia and North America Across the Bering Strait,
Employing Power Plants and Transmission Lines
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the future between North America, Europe, and Asia, as eco-
nomic growth and integration accelerate, including coal traf-
fic to China and oil traffic to the United States from Russia,
Canada, and Alaska.

The proposed Alaska-Canada railroad connector will
make it possible to haul large quantities of crude oil at low
transport rates from Alaska to northwestern Canada, to refin-
eries located in southern Canada (if allowed) as well as exist-
ing or new refineries located in the Northern Tier of the Unit-
ed States. In addition, the proposed Bering Strait tunnel will
make it possible to haul crude oil from fields in North Dakota,
Montana, and elsewhere. It will be very desirable to expand
crude oil production in Alaska, with oil transported by rail to
refineries located in North Dakota and elsewhere in the Upper
Midwest. It is also possible that petrochemical production
could take place using natural gas, ethanol, or crude oil feed
stocks in Saskatchewan, Alberta, Montana, and North Dako-
ta. The major development of heavy oil deposits in Alaska
could significantly increase the Alaska-Canada rail connec-
tor’s freight traffic. This development should be greatly en-
couraged, as well as from the Athabasca tar sand deposits in
northeastern Alberta, as a way to increase the railroad traffic
base. The development of the Athabasca tar sand deposits
near Fort McMurray, Alberta, and the associated heavy oil
and tar sand deposits in Alberta and Saskatchewan, necessi-
tate the immediate construction of the natural gas pipeline
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from the MacKenzie River Delta to Fort McMurray, because
Alberta’s gas production is now beginning to decline, after
peaking in 2001. The Alaska natural gas pipeline is a separate
project to serve the United States. The pipe would be supplied
from the planned steel mill near Eagle Plain in the Yukon Ter-
ritory using iron ore from the Crest deposits. This proposed
new steel mill could also supply rail plus reinforcing steel for
the proposed Bering Strait railroad tunnel, as well as for other
construction projects. This steel mill would justify the con-
struction of a new railroad line from the mouth of the Mac-
Kenzie River through the northern Yukon Territory to the
main Alaska-Canada railroad line, for the purpose of carrying
both steel products and natural gas-derived liquid fuels.

The completion of the proposed Alaska-Canada railway
connector will then greatly benefit the economies of Alaska
and northwestern Canada. The development of mineral and
energy resources will be greatly benefited, because previously
inaccessible resources will become accessible because of
their reduced transportation costs. A particular benefit will be
to either encourage the construction of new natural gas pipe-
lines or, alternatively, make it possible to transport natural gas
by rail from the Arctic Slope to Alberta and the Lower 48
States, in liquid tank cars, by way of the Alaska-Canada rail-
road line, as well as for natural gas liquids processed along the
Arctic Ocean.

It may also become possible to transport crude oil from
northern Alaska or northwestern Canada, to refining centers
in Alberta and the Lower 48 States in the interior. It is also
possible to complete the upgrading of the rail link from Al-
berta to North Dakota and Texas. The completion of this rail
line would make it possible to haul crude oil produced by
thermal oil recovery from the tar sands and heavy oil deposits
in Alberta and Saskatchewan and Alaska, to as far south as
Houston on the Texas Gulf Coast. This

proposed Alaska-Canada railroad connector are as follows.
The estimated capital costs of the Alaska-Canada railroad
with diesel power are then expected to be $3.715 billion for
the Dease Lake route option, as compared to $4.220 billion
for the Fort Nelson route options, and $6.185 billion for the
combination route option. It is planned that the Dease Lake
route connector will be built initially to connect Alaska and
the Yukon Territory with British Columbia, to be followed by
the Fort Nelson to Whitehorse connection, with the natural
gas pipeline to create the combination route option to both
Prince George and Dawson Creek.

The program of implementation for the Alaska-Canada
railroad connector is based on single-track routes employing
diesel power. An initial single-track line of 1,355 miles in
length would be built between Prince George, British Colum-
bia and Fairbanks, Alaska via the western Dease Lake route in
four years, at an estimated total capital cost of $3.715 billion.
The construction of this railroad line would employ 3,000 to
5,000 workers during the planned four-year construction,
with an operating staff of 1,000 to start, increasing to 1,500
within ten years after its starting operation. The comparable
capital cost of the alternative eastern route via Fort Nelson be-
tween Fairbanks and Prince George, would be approximately
$4.220 billion for the 1,435 mile route, which would require
five years to complete if built completely separately. The com-
bination route would have an estimated capital cost of $6.185
billion U.S. for the 2,190 mile route, and $9.45 billion if the
Tintina Trench route is also included, for a 3,075 mile total
route distance in northwestern North America.

The recommendation is to build the Dease Lake line first
as a single-track route, with siding spaced at 20 mile intervals,
and centralized traffic contract signaling and diesel locomo-
tive traction. It is expected that there would be a two-year

crude oil traffic alone would justify the
construction of the Central North Ameri-
ca Trade Corridor through the Great
Plains, between North Dakota and Texas.

TABLE 1

Route Characteristics and Capital Costs of the Proposed
Alaska-Canada Railroad Connector Project

In addition, it is expected that passenger

. ) Specific Units Dease Lake Fort Nelson Combination
traffic will add 5 to 10% to the railroad  Factor Employed Route Option  Route Option  Route Option
revenue base for tourist and cruise trains, ] ]

lus passenger service for business and ~oute Distance Miles 1,355 1435 2,490
pIus passeng , Kilometers 2,175 2,305 3,995
pleasure. It is expected that this passenger ) ) ) ) )

ffi i . ion by 10 Ending Points Start Fairbanks Fairbanks Fairbanks
traffic will increase train operation . y End Prince George  Dawson Creek  Both Cities
to 20% over the Alaska-Canada railroad Capital Cost
connector. There will also be a great pub- Diesel U.S.$ (Million) 3715 4,220 6,185
lic relations benefit of the passenger traf- CN.$ (Million) 4,645 5,275 7,730
fic, which will greatly accentuate the po- Electric U.S.$ (Million) 5,320 5,785 9,470
litical acceptability of the Alaska-Canada  Unit Capital Cost
railway. Diesel Power U.S.($/Mile) 2,741,695 2,940,765 2,483,935
CN.($/km) 2,135,630 2,288,500 1,934,920
Implementation Plan Electric Power U.S.($/Mile) 3,926,200 4,031,360 3,104,420
P o CN.($/km) 3,057,470 3,137,200 2,963,705
The expected route characteristics
and capital costs for construction of the  Source: Cooper Consulting Co.
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evaluation and design period followed by
a four-year construction period, with op-
eration to begin in 2013. The siding spac-
ing would be reduced to 10 miles by 2015

TABLE 2a

Estimated Construction Material Requirements for the
Alaska-Canada Railroad Connector

and 5 miles by 2020 as traffic increases  Construction Application Unit Factor Single Double
and the line is progressively converted to  Materials Utilized Tons/Mile Track Tons  Track Tons
double-track operation by 2030 as the full Wood c on Wood
line capacity is reached. The railroad line ~ "'°° onstruction Woo 31 62,390 112,700
! p. 1%, Whiteh h Railroad Ties 56 112,700 232,050
%gnnecul‘jnkro.m . gt{e korseTtO the east tg Subtotal 87 175,090 344,750
atson Lake in the Yukon Territory an
Coal Ri British Columbi Y 1d Steel Railroad Rails 923 1,857,535 3,824,680
to Coal River, British Columbia, wou Reinforcing Bars 354 712,425 1,466,885
be built along the Liard River of the Fort Plates and Girders 150 301,875 621,565
Nelson route. The rail and gas pipeline Major Bridges 10,000 90,000 140,000
routes would continue in the combined Subtotal 1,471 2,961,385 6,053,130
line to the Beatton River, north of Fort. St.  Metals Aluminum, Copper 106 213,325 439,235
John, where they would diverge from  Goncrete Cement 557 1,120,965 2,308,070
each other in the Peace River region. Aggregate 442 889,525 1,831,535
It would then be planned to add a sin- ga”d '+ ook 327 658,085 1,355,005
: s ravel + Roc 442 889,525 1,831,540
gle t.rack line to conne.ct near Jake’s Cor: Subtotal 1,768 3,558 100 7326150
ner in the Yukon Territory to the east to Total Drv Basi
Watson Lake b 2012, and to Fort Nel- ota ry basis 3,363 6,908,350 14,163,265
.. y . Wet Basis 3,808 7,840,975 16,075,305
son, British Columbia and then to the east
to High Level, Alberta by 2015. Con-
struction on this line would begin at the
same time as for the Dease Lake line and TABLE 2b

be completed in one year, with an addi-
tional connection between Dawson Creek
and Fort St. John to completed by 2020.

Estimated Construction Material Requirements for the
Alaska-Canada Railroad Connector

At the same time, the eastern extension of ~Material Diesel Single  Diesel Double Electrification  Total System
the Dease Lake line to the east via Tum- Required Track Tons Track Tons Tons Tons
bler Ridge to Grand Prairie, Alberta Wood 175,000 345,000 65,000 410,000
would begin construction in 2010 and be  Steel 2,960,000 6,050,000 450,000 6,500,000
completed by 2015, from the east side of ~ Copper + Aluminum 215,000 440,000 375,000 815,000
the existing tunnel to the west of Tumbler Concrete 3,560,000 7,325,000 605,000 7,930,000
Total 6,910,000 14,160,000 1,495,000 15,655,000

Ridge on the existing rail line.

The completion of the Tintina Trench
Railway between Dease Lake and Faro in
advance, will begin with an investment of
$1.2 billion (U.S. [all dollars are U.S.—
ed.]) but will allow for startup freight traffic to be built up in
advance of completing the rail connection between Dease
Lake and Fairbanks at an estimated capital cost of $3.7 bil-
lion. The estimated capital cost for completing these two rail
links will be $4.9 billion, with the total capital cost for the
complete rail links of $9.4 billion for a 3,075 mile (4,935 km)
system. This capital cost will be $3.2 billion greater than from
the initial proposal of $6.2 billion for a 2,190 mile (3,515 km)
system, with an overall increased distance of 885 miles (1,420
km). The completion of the railroad line through the Tintina
Trench between Watson Lake and Carmacks in the Yukon
Territory then makes it possible to exploit the large copper,
lead, zinc, gold, silver, platinum, and other metal and mineral
resources in the area along the rail line. In addition, it would
probably be desirable to build one or more metal smelters to
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Source: Cooper Consulting Co.

process these ores in the Tintina Trench region, to generate
added traffic for the railroad, but additional electric power
would be needed.

The entire eastern line from Dawson Creek to Tumbler
Ridge to Grand Prairie east to Edmonton, Alberta would then
begin and be completed by 2020. In parallel, the existing Ca-
nadian National Railways branch line from Edmonton, Al-
berta to Lloydminster and Saskatoon in Saskatchewan would
be upgraded for full-scale freight traffic by 2015. This line
would then extend to Regina, Saskatchewan, and ultimately
to Lampman, Saskatchewan to Minot and Max, North Dako-
ta, as a new railroad line by 2020, to connect with the Central
North America Trade Corridor being built between Minot and
Del Rio, Texas between 2010 and 2020. In parallel, the new
railroad line from Melville to Lampman, Saskatchewan would
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TABLE 3 TABLE 4
Expected Employment Creation Potential and Expected Economic and Employment

Payroll Generation for the Alaska-Canada Benefits of the Proposed Alaska Canada
Railroad Connector Railway Connector Project
Employment Employment Employment Payrolls A. Economic Benefits:
Type Activity No. of Jobs Million $/Year Expected Units With Without Net
. . Benefit Employed Railroad Railroad Difference
Direct Construction 3,000-7,500 200-500
. Operatlon. 1,000-1,500 75-125 Transport Time Days 5-10 3-5 2-5
Indirect Construction  7,500-18,750 400-1,000 Transport Cost  Million $/Year ~—  500-1,000  500-1,000
Operation 2,500-3,750 125-190 Savings
Total Construction  10,500-26,250 600-1,500 Inreased Million $/Year ~—  800-1,800  800-1,800
Operation 3,500-5,250 200-315 Payrolls
Increased Million $/Year =~ — 5,000-10,000 5,000-10,000

Source: Cooper Consulting Co. Activity

B. Employment Creation:

be built to allow a direct connection to the Hudson Bay Rail-

. . . . Political Employment Creation Population Increase
road line at Churchlll, Manlltoba, to coppect V&flth the Central Jurisdiction Number of Jobs Number of People
North America Trade Corridor, to facilitate oil development
in the Bakken Formation of the Williston Basin in North Da- Alaska 100,000-150,000 250,000-350,000
kota, South Dakota, Montana, Manitoba, and Saskatchewan. ;UKOE '(I;erlntorg 25,000-75,000 75,000-150,000

. . . . ritish Columbia 50,000-100,000 125,000-250,000
The entire combination route for the Alaska-Canada rail Total 175,000-300,000 450.000-750.000

road connector would then be completed for both the Dease

Lake and Fort Nelson routes as a single-track route by 2015. A Source: Cooper Consulting Co.
second track would be added for the com-
mon route segment between Fairbanks
and Whitehorse to Jake’s Corner by 2020.
In addition, it would be planned to elec-
trify the entire railroad route of the Alas-

TABLE 5
Estimated Capital Cost of the Overall Russian and North
American Railroad Connector Network

ka-Canada railroad connector between Route
2015 and 2020, as both diesel fuel prices Distance  Capital Cost—Million Dollars'
and freight traffic volumes progressively Railroad Name of
. . System Corridor Miles Km Single Track? Double Track?,®
increased into the future. It would also be
planned to build a series of power plants  North America Central Trade Corridor 2,055 3,298 4,896 11,370
burning coal and/or other fuels to serve Hudon Bay Connector 1,097 1,760 1,662 5,675
the electrification needs of the railroad es- British Columbia Connector 503 807 200 985
timated as increasing from 500 megawatts Canadian Prairie Connector 1,360 1,605 3,794 7,320
. . Alaska-Canada Connector 2,490 3,995 5,489 14,745
in 2020 to 3,000 megawatts in 2050. Ad- Western Alaska Connector 710 1,140 4,189 8,680
ditional electric growth would serve the Total North American Network 8,215 12,605 20,320 48,775
needs of the railroad, as well as facilitate  Bering Strait  Bering Strait Tunnel 65 105 15,400* 25,000°
regional economic development for the Russian Asia Uelen-Egvekinot Connector 275 441 1,075 2,825
native reserves. mines. factories. and local Yakutsk-Chukotka Magistral 1,690 2,715 4,163 10,665
o ? ’ ? Yakutsk-Amur Magistral 1,320 2,120 2,600 4,910

communities along the route of the Alas- Yakutsk-Irkutsk Magistral ~ 1,140 1,830 2,860 6,280
ka-Canada railroad connector, through Near Polar Magistral 3,125 5,019 10,805 16,265
ancil]ary power demands. Total Russian Network 7,550 12,125 21,505 40,945

The expected implementation sched- Total Route  Entire Network 15,830 24,835 56,735 114,720

ule for the Alaska-Canada railroad con- 1. All capital costs are reported in 2003 constant U.S. dollars.

nector WI.H occur between 201.0 apd 2020. 2. The single track configuration is based on diesel traction with 20-miile siding spacings.
The project cash flow projections are 3. The double track route configuration is based on electrified operation with 5-mile crossings.
based on a rail connector startup between 4. This cost factor for the Bering Strait tunnel is based on a two-tube tunnel.

Fairbanks and Prince George via Dease 5 This cost factor for the Bering Strait tunnel is based on a three-tube tunnel.

Lake in 2008. but an expected startup in 6. The double track configuration includes 1,240 miles of triple track on the North American side (Wales-
) ’ P X X P Whitehorse) and 275 miles of triple track on the Russia side in Chukotka/Uelen-Egvekinot.

2013 might be more realistic. It is expect-

ed that the Fort Nelson connector to Jake’s  Source: Cooper Consulting Co.
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Corner would be completed be-
tween 2010 and 2012, with dou-
ble-tracking to begin in 2015 and
electrification after 2015. The pro-

FIGURE 4

Proposed Conceptual Arrangement of the Railroad-Utility-Roadway
Transportation Corridor as the Basis for Economic Development
Between Cities Incorporating the Land-Bridge Idea

posed development of the Bering

Strait railroad tunnel would be ex-
pected to have a major impact
upon the Alaska-Canada railroad
connector after 2020, with the
planned infrastructure expansions
to be completed between 2015 and
2025 over the entire route. The po-
tential electrification of the Alas-
ka-Canada railroad connector
would mandate the construction of
a series of regional power plants to
supply the railroad operation it-
self, plus for regional economic
and industrial development. The
overall generating capacity re-
quirements for these power plants
would be expected to increase
from 500 megawatts in 2020 to
1,000 megawatts in 2050 without
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the Bering Strait railroad tunnel as ~ Source: Cooper Consuiting Co.

compared to 3,000 megawatts with

the Bering Strait tunnel, being completed. There would be an
initial requirement of two parallel 250 megawatt units to be
built near Whitehorse plus two additional units in British Co-
lumbia by 2050, without the Bering Strait tunnel being built.

A total of 12 generating units would be required by 2050
if the Bering Strait railroad tunnel were to be constructed for
the railroad operation. The use of coal at these power plants
would require initially 1.5 to 1.0 million tons per year in 2020,
to increase to between 3.0 and 4.0 Million tons per year by
2050 without the Bering Strait railroad tunnel being built.
There would be a total of 9 to 12 million tons of coal required
by 2050 for these power plants if the Bering Strait railroad
tunnel were to be built for the rail operation alone, because of
the then greatly increased freight traffic volumes. The coal
traffic being hauled over the rail line would increase with the
freight traffic volume being transported.

The electricity from the power plants would then be sold to
the railroad for its electrified operations. The possible use of the
CEFCO Process at these coal-fired power plants for air pollu-
tion emission control, plus chemical and fertilizer production,
would result in added byproduct sales revenues of initially $300
million per year, to increase to $600 million per year without
the Bering Strait tunnel, and to $1.8 billion per year with the
Bering Strait tunnel being built. The electrification option with
the power plants will act to foster the economic development of
mines and industries in northwestern North America over the
long term in these mineral-rich regions, so as to serve industries
and residences and commercial activities, as well as the railroad
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propulsion throughout the entire region.

The proposed implementation for the Alaska-Canada rail-
road connector is as follows. The initial effort will be to com-
plete the 805 mile connector between Dease Lake and Eielson
Air Force Base, so that Alaska and British Columbia are joined
through the Yukon Territory. The second phase of the project
will be to complete the 500 mile link between Jake’s Corner in
the Yukon Territory with Fort Nelson, British Columbia. The
third phase of the project will be to upgrade this entire 1,300
miles (2,085 km) of new railroad and to prepare for double-
tracking and electrification over the route network in Alaska,
the Yukon Territory, and British Columbia. The final phase
would then be to extend the Alaska-Canada railroad to the west
from Fairbanks to Wales at the Bering Strait. It is ultimately
planned to have the entire route network as double track be-
tween Jake’s Corner and both Prince George and Dawson
Creek, British Columbia, with a triple-track section from Fair-
banks to Jake’s Corner. There will be a major maintenance fa-
cility in Whitehorse, plus smaller maintenance facilities in
Fairbanks and Prince George. There will be planned to be in-
termodal terminals for the railroad in Fairbanks, Whitehorse,
Dawson Creek, and Prince George. The operational center for
the railroad is expected to be in Whitehorse, at the approximate
central junction point for the overall network.

Economic Benefits
The initial financial analysis of the proposed Alaska-Can-
ada railroad line is based upon an initial capital investment of
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$3.7 billion. This project will have an estimated rate of return
on investment of over 15% per year, with a project payout pe-
riod of 5 to 8 years from the end of construction, for the mini-
mum freight traffic growth scenario, with the Fort Nelson
route. For the higher traffic growth scenarios, the expected
rates of return on investment will be greater, and the project
payout periods will be shorter. The advantage of the proposed
Alaska-Canada rail connector from a financial standpoint, is
that the freight traffic hauled will go over a long distance of
1,100 to 1,300 miles, as a high unit revenue generation source
with a consummately high income level, as compared to con-
ventional rail operations.

The total capital cost of the 2,400 mile (4,000 km) railroad
network will be $6 to $10 billion for a diesel powered system,
as compared to between $10 and $15 billion for an electrified
railroad operation The total estimated capital cost for the
overall direct 8,000 mile connector (13,000 km) between
North America and Eurasia via the proposed Bering Strait
railroad tunnel, is $65 to $75 billion. The expected overall
capital cost for the entire 12,000 mile (20,000 km) railroad
route network between North America and Eurasia, with dou-
ble-track electrified operation throughout, will be $125 to 150
billion for the rail system alone. This overall worldwide rail-
road network will require between 10,000 and 12,000 mega-
watts of new electric generating capacity, to be supplied
through a series of regional power plants, plus electric trans-
mission lines to support the electrification. There will also be
additional electric power generation required to support the
ancillary local industries, mines, farms, and other businesses,
plus for residential and commercial activities. The railroad
transportation corridors will necessitate parallel pipelines,
plus electric transmission line and utility cables, to be built as
the core of an economic development program, as the core of
the LaRouche precept in northwest North America.

The proposed plan for the construction of the railroad line
connected with or in advance of the natural gas pipeline pro-
posed to be built, would be reduced by between $2.4 and $2.7
billion, from a $20.0 billion estimated total capital cost for
transport cost alone, plus another $1.2 to $1.5 billion for re-
duced welding needs. This capital cost savings in the pro-
posed pipeline construction cost, is equivalent to the direct
construction cost of $1.25 billion for the Dease Lake option of
the Alaska-Canada rail connector. The capital cost savings for
the natural gas pipeline, primarily based on building the Fort
Nelson railroad line, would be greater, at $2.65 billion, as
there is a greater haul distance for construction materials and
equipment than by the Dease Lake route.

The proposed Alaska-Canada rail project is expected to
have a rate of return in investment of 10 to 15% per year, with
arepayment time of 15 to 20 years or less, along with an aver-
age debt service coverage ratio of 2.0 to 3.5. As a result, it
would then be possible to justify some type of long-term loan
or bond financing over a 30-year period from 201 to 2040, as
traffic increases. The total maximum capital investment for all
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FIGURE 5
Comparative Capital Costs for the Proposed
Worldwide Connector Railroad Network and
the Iraq War Annual Cost
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of the connecting railroad lines in North America and Asia is
expected to be $120 to $175 billion over a 30 year period. This
amount is less than that of the present Iraq War, estimated as
$800 billion to date, which is also the estimated total recovery
cost from Hurricane Katrina.

The Fort Nelson railroad line route option will have a
higher capital cost than the Dease Lake line, as it is longer,
with a greater distance of new line to be constructed. There is
more difficult terrain to encounter, especially through the Li-
ard River Canyon to the east of Watson Lake. However, it is
expected that the freight traffic volumes on the Fort Nelson
line, will be greater in the early years than on the Dease Lake
line because the hauling of materials for the natural gas pipe-
line will occur over its entire route, as compared to only a part
of the route with the Dease Lake option, to provide for a short-
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er payout period and a higher unit debt-service-coverage ra-
tio. The total capital cost of the Alaska-Canada railroad con-
nector, with both the Dease Lake and Fort Nelson routes
included, is expected to be $6 billion for the diesel power and
$10 billion with electric power for the combination route op-
tion, and as much as $12 billion with the Tintina Trench in-
cluded.

As a result, the rate of return on investment for the Fort
Nelson line is expected to be equivalent to or slightly greater
than for the Dease Lake line, if only one route is built to start.
The capital cost will be greater for the Fort Nelson line, but its
traffic base during the early years of operation will be greater
because of the pipeline. However, over the longer period,
there is expected to be more freight traffic flowing over the
Dease Lake line, because of its shorter distance and more gen-
tle terrain. In conclusion, both lines need to be built at the
start, in spite of the greater expense. The payoff will result
when the railroad tunnel at the Bering Strait is completed and
in operation. Major freight traffic increases are then expected
to occur to a level two to three times greater than without the
tunnel, so that very large freight traffic revenues will result
after its completion. The initiation of passenger service along
the Alaska-Canada railroad and the Bering Strait railroad tun-
nel route to Asia will add an estimated 10 to 20% to the train
traffic flows and 5 to 10% to the overall traffic revenues.

The proposed Alaska-Canada railway connector is expect-
ed to bring major benefits to the economies of Alaska, the Yu-
kon Territory, and British Columbia. There is expected to be a
reduction in the transport times of goods of 2 to 5 days, as com-
pared to the present ship or truck transport, with a potential cost
savings of $500 to $1,000 million per year in the shipments of
these goods. There are also expected to be new direct and indi-
rect payrolls of $0.8 to $1.8 billion per year throughout the re-
gion. There would also be increased business activity of $5 to
$10 billion per year over the long term, as a major economic
benefit to Alaska, British Columbia, and the Yukon Territory.

The proposed Alaska-Canada railroad connector will have
a considerable direct and indirect employment creation poten-
tial, along with increased payroll generation from its con-
struction and operation. The construction of the railroad itself
will create between 3,000 and 7,500 jobs over a 4 to 5 year
period, with annual payrolls of $200 to $500 million. The op-
eration of the railroad will create long-term benefits of 1,000
to 1,500 direct permanent jobs over a 30 to 50 year period,
with annual payrolls of $75 to $125 million per year to the
employees, over the life of the project, on a direct basis.

Itis estimated that the total employment creation potential
of the Alaska-Canada railroad connector will be 10,500 to
26,250 jobs during the construction phase, plus 3,500 to 5,250
jobs during operation. It is expected that there will in actuality
be a long-term construction work force for the Alaska-Canada
railroad connector, as it is gradually expanded in both dis-
tance and capacity over time of 3,000 to 5,000 workers, plus
between 1,000 and 1,500 operating employees. As a result,
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the total employment potential for the Alaska-Canada railroad
connector would be 4,000 to 5,500 direct jobs and between
15,000 and 31,500 total jobs created over the long term
throughout the region, including both direct and indirect jobs
created by the project.

Probably more important than the direct and indirect jobs
which are created by the construction and operation of the
Alaska-Canada railroad, are the economic expansion oppor-
tunities it can create in the affected regions with improved
transportation infrastructure. While further studies will be
necessary to define its exact magnitude, it is estimated that be-
tween 175,000 and 300,000 new jobs would be created in
northwestern North America, with the increased business ac-
tivity resulting from completion of the Alaska-Canada rail-
road connector. It is expected that between 100,000 and
155,000 new jobs could be created in Alaska, plus between
25,000 and 50,000 jobs in the Yukon Territory, plus between
50,000 and 100,000 new jobs in British Columbia, with new
industrial, mining, and trade and transportation-related busi-
nesses which result following completion of the Alaska-Can-
ada railroad between Fairbanks and Prince George.

Conclusion

A technical and economic feasibility study was commis-
sioned of the proposal to build a new railroad line 2,400 miles
in length in northwestern North America by the Canadian
Arctic Railway to close an 800 mile gap between Alaska and
British Columbia. This new railway will be designed to carry
goods and machinery to Alaska, the Yukon Territory and
northern British Columbia, to foster economic and social de-
velopment as well as to take natural resources from these
northern regions to the rest of Canada and the Lower 48 States
of the United States. The proposed Alaska-Canada railway
connector is planned as the first critical link in a future world-
wide railroad network to connect Asia and Europe and Africa
with North America and South America, through a new 65-
mile-long railroad tunnel at the Bering Strait between Russia
and Alaska.

The major conclusion of the feasibility study is that the
proposed Alaska-Canada railroad connector is both technical-
ly and economically feasible. There are no serious or over-
whelming technical issues which would prevent the Alaska-
Canada railroad connector from being built, as existing rail
technologies would be able to be used. In addition, there are
no overwhelming physical barriers, such as rivers or oceans
or mountains, which could prevent its construction or make it
cost-prohibitive for the Alaska-Canada railroad connector.
There is a technical issue in going through the Bering Strait
railroad tunnel to Russia, because of the difference in gauges
between standard (4 ft., 8.5 in.) and Russian (5.0 ft.) railways.
It is suggested that there be temporarily two parallel tracks
built in Russia, with one in each gauge, until a longer-term
conversion to a single gauge occurs by the Russian rail sys-
tem, to standard gauges.
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The proposed land-bridge would cross the Lena River near the city of Yakutsk, in Russia’s Sakha Republic, creating a rail link that would

sweep east to Alaska, and south to China.

The proposed Alaska-Canada railroad connector project
is a technically and economically feasible project with no im-
mediately apparent prohibitive impediments. The project will
require $4.0 to $6.0 billion to complete the 800 to 1,300 miles
(1,285 to 2,085 km) of new rail line to be constructed, plus up
to 900 miles (1,445 km) of line to be upgraded. The construc-
tion of the Dease Lake line is to be followed by the Fort Nel-
son line, to form an integrated 2,190 mile (3,515 km) railroad
network, plus the Tintina Trench line. This project can then
serve as the basis for the construction of an 8,000 mile (13,000
km) initial direct rail linkage between North America and
Eurasia, at an estimated capital cost of $65 to $75 billion over
a ten-year period with electric power. This network will then
be expanded to a more extensive 12,500 mile (20,000 km)
overall electrified route network, which will require up to
10,000 megawatts of added electric generating capacity.

The present feasibility study of the proposed Alaska Can-
ada railway connector concludes that the project is both tech-
nically and economically feasible. The estimated capital cost
of the new railway project is $4.0 to $6.0 billion initially, and
ultimately between $9.0 and $15.0 billion. Initial project is
$4.0 to $6.0 billion initially and ultimately between $9.0 and
$15.0 billion. Initial construction of the Alaska-Canada rail-
way connector is expected to take between four and five years,
to be followed by an ongoing construction program of system
expansion over the following 10 to 20 years. The proposed
Alaska-Canada railway connector is expected to haul freight
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in volumes which will progressively increase from 10 to 120
million tons per year over the life of the project, with passen-
ger traffic of 1,000 to 5,000 passengers per day. Major com-
modities hauled will include coal, oil, natural gas, metal ores,
steel, forest products, chemicals, containers, and consumer
goods to and from Alaska, the Yukon Territory, and British
Columbia. The amount of cargo to be hauled could increase to
as much as 300 million tons per year with the completion of
the proposed Bering Strait railroad tunnel project. The pro-
posed Alaska-Canada railway connector is expected to gener-
ate revenues of $2.0 to $6.0 million per year, with net income
expected to range from $1.0 to $3.0 billion per year over the
life of the project. The debt-service-coverage ratio for the
project is expected to range from 0.5 to 4.6 in the extreme,
with intermediate values of 1.5 to 3.5. The expected rate of
return on investment for the project is expected to range be-
tween 10 and 20% per year with a project payout period of 5
to 20 years in the extreme case with expected intermediate
values of 15% per year and 15 years, respectively. The freight
traffic revenues are expected to increase to between $50 and
$75 billion per year with the onset of full-scale operation. This
income, as compared to operating and maintenance expenses
of $35 to $40 billion per year, with debt payments of $10 bil-
lion per year and fixed expenses of $5 billion per year, plus
transit fees of $5 billion per year.

The completion of the Alaska-Canada railway connector
project is expected to result in 3,000 to 5,000 direct jobs dur-
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ing construction plus 1,000 to 1,500 permanent operating jobs
upon its completion. The completion of the Alaska-Canada
railway connector will make it possible for substantial new
economic development to occur throughout all of northwest-
ern North America, with substantial employment, business,
and tourism increases. Similar economic benefits will occur
throughout all of Eurasia. The total number of direct jobs dur-
ing the construction of the overall worldwide railroad net-
work as proposed would be as much as 25,000 to 50,000 jobs
for as much as 20 years with 5,000 to 10,000 operating jobs
for 50 years or more for the railroad itself. The completion of
the Alaska-Canada railway connector will set the stage for the
joining of the entire worldwide railway system into a unified
network to benefit peace and prosperity. Employment cre-
ation potential resulting from the completion of the Alaska-
Canada railway connector the rest of North America could
result in the creation of as many as 175,000 to 300,000 new
jobs from expanded business opportunities plus as many as
450,000 to 750,000 new residents throughout northwestern
North America. The overall capital cost of joining the world-
wide railroad network is expected to be $125 to $150 billion,
or less than half of the cost of the Iraq war to date.

It is recommended that a combination of public-sector as
well as private-sector financing be used with long-term, low-
interest-rate loans or bonds. The total capital investment of
$125 to $150 billion could be collateralized by the pledging of
gold reserved in the amount of 200 to 250 million ounces
(6,000 to 6,500 tons), based on a present gold price of $650
per ounce. The interim system revenue need could be sup-
plied by the sale of crude oil on an interim basis of $10 billion
per year to cover initial debt service payments with 150 mil-
lion barrels per year, until system revenues become sufficient
to generate profitable operation for the railroad.

The support of regional government leaders is essential for
the Alaska-Canada rail project, from Alaska Governor Sarah
Palin, Yukon Premier Dennis Fentie, and British Columbia
Premier Gordon Campbell. In addition, U.S. President George
Bush, Canadian Prime Minister Stephen Harper, Russian Pres-
ident Vladimir Putin, and Chinese President Hu Jintao all need
to provide the support basis for implementing these projects to
the mutual benefit of all in terms of worldwide job creation by
means of the Northern Strategy for energy and economic de-
velopment. (It is suggested that this summit meeting would
take place in Nome, Alaska, because there is no place like
Nome for the meeting to occur!) It will be especially important
to involve the aboriginal communities along the route of the
proposed Alaska-Canada railway connector, because of its po-
tential impact on their lands and benefits to their peoples. These
native aboriginal groups include the Native Corporations in
Alaska, the First Nations in Canada, and the Indian Tribes in
the Lower 48 States. The respective importance of these native
aboriginal groups along the Alaska-Canada railway connector
cannot be overestimated, in obtaining the support base for
these projects to come to fruition.
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Dr. Markku Heiskanen

Scandinavia and the
Eurasian Land-Bridge

Here is an edited transcript of the remarks by Dr. Markku
Heiskanen, Senior Fellow at the Nordic Institute for Asian
Studies and former Deputy Director of Planning of the For-
eign Ministry of Finland. He spoke on the panel discussion,
“Projects for the Eurasian Land-Bridge.” Subheads have
been added.

Good evening, ladies and gentlemen. It’s a pleasure for me to
be here, and I would like to thank the organizers for inviting
me again, to this meeting. I was here in Bad Schwalbach four
years ago, and my presentation was more or less relating to
the same subject; to put it briefly: the relations between North-
ern Europe and Northeast Asia along the so-called Eurasian
Land-Bridge.

Let me say, first, that when we speak about the Eurasian
Land-Bridge and Eurasia in general, there are different inter-
pretations, first of all, for the concept of Eurasia. I remember,
in August 2001, I was in Seoul, participating in a conference
on the Korean question, and there was my colleague from
Sweden, and myself from Finland. And in my presentation, I
said, ““You may wonder what do Swedes and Finns do in Ko-
rea to discuss the Korean question?”” And I said, showing the
map, that, “Look, in fact, we are on the same continent, the
continent called ‘Eurasia’: Finland and Sweden in the western
part of Eurasian continent, and Korea in the eastern part of the
Eurasian continent.

In fact, geographers very much agree that, to cut the Eur-
asian continent into two parts, divided by the Ural Mountains,
is a very artificial division, so that it’s very well founded and
rational to speak about Eurasia as a whole continent. Espe-
cially in my case, and when we are speaking about the devel-
oping transportation networks along the Eurasian continent, I
think it doesn’t matter whether there are Ural Mountains di-
viding Europe and Asia, or not, because it’s more or less one
and the same continent....

Before going into the substance of my speech, let me
say that, during this conference, we have been discussing
very much future projects relating to the Eurasian Land-
Bridge, and the question has been put, “Is the Eurasian
Land-Bridge becoming a reality?” And my answer is “yes,”
but we need some patience; we should proceed step by step.
But some very concrete steps have been taken already, re-
cently, and more concrete steps are going to be taken in the
near future, especially as far as the railway network and
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railway connections between Europe and Asia are con-
cerned.

The History of the ‘Eurasian Dimension’

Let me say a few words, also, about the history of Eurasia
and the Eurasian Land-Bridge, or as I call it, the “Eurasian Di-
mension.” In fact, Eurasia was used already, in very concrete
terms, in connection with the Russian Empire, during the 19th
Century, expanding toward the East, up to the Pacific Ocean.
And in 1808-09, there was a war between Sweden and Russia,
and Finland had been, for 650 years, a province of Sweden.
And after Sweden lost the war, Finland became a Grand
Duchy, an autonomous part of Imperial Russia. And in fact, at
that time, let’s say after the middle of the 19th Century, there
was a Eurasian empire, extending from the Aaland Islands,
which used to belong to Sweden, close to the Swedish western
coast, up to Alaska. As you certainly know, Russia conquered
and owned Alaska up till 1867, when Alaska, which has been
very much discussed today, was sold to the United States.

At that time, even before the Trans-Siberian Railway was
completed in 1902, there were many Finns who travelled to
northeast Asia, and even up to Alaska, using then, mainly the
sea lanes, and so on. And at that time, this northern Eurasian
continent belonged to one state, and even from the western-
most part of this empire, a few inhabitants of small Finland
could move up to Alaska, and there were hundreds of Finns
working there, and even two Finnish governors.

Then, in 1902, the huge project was concluded, that is, the
Trans-Siberian Railway, which is about 10,000 kilometers
long. And I think during today’s discussions, it was pointed
out that if this new railway will be constructed to the Bering
Strait, it’s going to be very difficult work; but let’s keep in
mind that the Trans-Siberian Railway, was constructed more
than 100 years ago, using technology of that time. So, I think
it’s rather now a question of the political will, and how to al-
locate the budget, when we want to realize such projects
which probably sound a little bit futuristic.

Let me concentrate now on what is going on in the Eur-
asian railway system today: There are several corridors in the
northern part of Eurasia, along which the rail traffic is running
more or less normally. The northernmost route is the Trans-
Siberian route from Moscow to Vladivostok, which was com-
pleted in 2002. It’s now a two-track railway corridor, fully
electrified, and also it’s now computerized, so that when con-
tainers are moved from Europe to Asia, and vice versa, the
customers can always know where their containers are. It has
been working very well, and a couple of years ago, I think it
was 2004-06, there was an explosive increase in container
cargo traffic along this Trans-Siberian Railway. But then, sud-
denly, Russian Railways increased the tariffs, so that the sea
lanes became more competitive, and the cargo on the Trans-
Siberian Railway dropped almost to zero. Now, the Russian
Railways have lowered the tariffs and so, the traffic is reviv-
ing again.
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conference on the role of Scandinavia, and the Trans-Siberian
Railway, in the Eurasian Land-Bridge.

I had the opportunity to be in Lianyungang in China—it’s
a harbor city—also in Shanghai, in 2002, when there was a
ten-year celebration of a railway transportation line which the
Chinese called the Euro-Asian Transport Corridor, that was
solemnly opened in 1992 by the Prime Minister of China. And
the idea was a very good one, to open a railway route from
eastern China to Western Europe, from Lianyungang, to the
port of Rotterdam in the Netherlands. It was quite symbolic, I
think, to the success of this good idea, that there were about
200 invited guests in Lianyungang. I was the only one from
Europe, and I was there because I happened to work on this
Eurasian railway issue in Copenhagen. There was nobody
from Holland, nobody from Rotterdam. And the explanation
was that this railway corridor “does not work.”

Why doesn’t it work? It doesn’t work, therefore, it
wouldn’t be technically feasible. The problem is that you have
to cross so many frontiers—and not even that is a big prob-
lem, to cross the frontiers. You have a frontier between Fin-
land and Russia; the trains can cross the frontier in one hour,
or even less. But the problem is, that you have so many differ-
ent cultures, and then you have many countries where the ad-
ministration is not—should I say—not working very legally.
You have corruption, very bureaucratic systems, and so on.
And really, it hasn’t been feasible.

So, most recently, besides this Trans-Siberian Railway,
which is working very well, there have been efforts to open, in
the northern part of the Eurasian continent, some other rapid,
or more or less rapid railway transportation lanes. And one is
from Finland through Russia, to Manchuli which is on the

Feature 25



Courtesy of Transportutvikling

B
T
i
it
: !
id

HE ¥ v 1l mawa
[ N N

- A

# Fon! ooy e o et et
Fenl A w—tuann

HELW, bearmie

26 Feature EIR October 5, 2007



Russian-Chinese frontier, and then across this frontier, up to
Tianjing, Beijing, and other cities in China. It’s working. We
have had some test trains, and it’s working relatively well. I
think you can do it in some 12 days from Helsinki to Tianjing;
it’s about one-third of the time that’s needed if you send the
same cargo by ship, and the price is more or less about the
same at the moment. But this is still being tested and there’s
no regular traffic.

There is one possibility and one alternative, which in prin-
ciple works, but not so well in practice, which is a corridor
from Russia through Mongolia to China.

The ‘Iron Silk Road’

But then, the most interesting and exciting, I should say,
option relating to this Northern Eurasian railway system, is
the project to open the so-called “Iron Silk Road,” from the
Korean Peninsula to Europe. And this is an idea proposed by
[then] South Korean President Kim Dae-jung in 2000 when
he met North Korean leader Kim Jong-il in Pyongyang. And
then, they agreed—the North and South Korean leaders—-
that they should cooperate to open the Korean Peninsula for
traffic to be connected to the Trans-Siberian Railway and to
the Chinese railway corridors.

There was positive and concrete progress after this sum-
mit in 2000 in Pyongyang; and as you certainly remember, the
so-called North Korean nuclear issue broke out in October
2002, and froze most of the axioms of so-called “Sunshine
Policy” of South Korea. But South Korea was insisting to the
United States that this railway project must be continued, and
it was amazing that in June 2003, two railway corridors were
opened across the Demilitarized Zone between the two Ko-
rean states, the frontier which is characterized as the most
heavily guarded frontier in the world.

I saw a documentary shown by South Korean generals,
how this work was done, because there were thousands of
mines along these corridors, which were still used about 50
years ago before the Korean War broke out. And the two cor-
ridors in cooperation between South and North Korea were
opened by June 2003, and there were very low-profile—un-
fortunately, very low-profile—ceremonies where the rails
were linked. So that the North and South Korean engineers
were just putting together the rails, and that was symbolically
a very big step forward. This was not covered by the world
news media. They covered all the negative news very punc-
tually from Korea, but when something very positive hap-
pens—no coverage in general, in the Western press.

Well, after reconnecting the rails, there was some break in
this development of the Iron Silk Road. One of the last dra-
matic obstacles for making that a reality, that is, to connect
South Korean and North Korean railway systems further to
Trans-Siberian and Trans-China railways, was the nuclear test
which was done by North Korea in October of last year. But
then, suddenly, the United States changed its policy toward
North Korea.
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I think there were many reasons for that change.

I think one of the factors for how the process was started
in a more positive way, was that Assistant Secretary of State
Christopher Hill was appointed special envoy of the United
States for the so-called Six-Party Talks to tackle the North
Korean nuclear issue. And the Six-Party Talks as you surely
know have been extended, so that now also economic coop-
eration has been one of the subjects, including also, at least
indirectly, this railway cooperation.

Perhaps now, I will use some minutes to explain to you
what is the present situation relating to this Iron Silk Road
project. It’s characterized often as a railway line from Pusan
to Paris, and I think even Mr. LaRouche has been using this
same concept. When we are in Finland and in the Nordic
countries, we always emphasize that there is another mainline
to the northern part of Europe, and I think, also referring to
what Hal Cooper said about the multimodal system [see
above]: There’s a project of the International Union of Rail-
ways to open a railway corridor from China, also through
Russia, Finland, Sweden, to Norway; and from Norway, from
the Port of Narvik, to start a multimodal transportation corri-
dor to the eastern coast of North America.

But I think the most recent, or most concrete prospect for
opening this so-called Iron Silk Road is that, before the South
and North Korean railway networks are connected, we make
one little step, but very relevant step, forwards: And that is,
that from the Russian-North Korean frontier, there’s about 50
km to a port called Rajin in North Korea, and in South Korea,
Najin. And this is a port to which there is a railway track also,
of the same gauge as Russia has; and Finland, from the time
when we were part of Imperial Russia, we have had the same
gauge. The gauge, as I think Hal Cooper said, is nowadays a
problem; you can change the bogies, I think they call them,
very easily, but if you have the same gauge, it’s a certain ben-
efit.

The North-South Korea Rail Link

And now, North Korea, South Korea, and Russia are ne-
gotiating how to open this port of Rajin for traffic, so that it
would be connected to the Trans-Siberian Railway. And when
it’s estimated that to link the South and North Korean railway
network to the Trans-Siberian Railway, it will cost between
$5-7 billion; that’s mainly to renovate the North Korean rail-
way system, and this would take between five to seven years.
So, this the first step to open the first part of the Iron Silk
Road, from North Korea, via Russia to Western Europe, 1
think it is not cheap, but one estimate I have seen is about $2
billion and it can be done, I think, in one or two years, or even
faster.

Well, this is very, very promising, and let’s see what’s go-
ing to happen in this project. If and when this Korean connec-
tion is realized, so the Trans-Siberian Railway can be utilized
in full, the Trans-Siberian Railway from Moscow from Vlad-
ivostok, is 9,288 km, and if it is open from Pusan, the south-
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ernmost port of South Korea, one of the biggest container
ports in the world, so it’s going to be about 12,000 km. It’s
longer than the route across China, using the different corri-
dors that I mentioned: the Manchuli, Mongolia, and then
trans-China to Kazakstan, and from Kazakstan to various
parts of Europe.

But the benefit is that we can estimate that when there is a
deal between South and North Korea that the trains can transit
through North Korea to Russia and to China, most likely
there’s no heavy control on the frontier; and in the case of the
Trans-Siberian Railway, where the train leaves Pusan, the
next frontier to be crossed is between North Korea and Rus-
sia, and most likely, that will be also quite flexible. Then, this
will take about two days across the Korean Peninsula. From
the frontier between North Korea and Russia, to Moscow—I
think it’s about nine days. And then, if you then go on to Fin-
land, in our case, so you can do the whole thing from Pusan to
Helsinki, in about two weeks. Once more, it’s about one-third
the time that’s needed by using shipping sea lanes.

So, that’s a quite attractive option, and most likely is also
becoming quite competitive. There are other programs—I'm
not going to go into details—with the sea traffic. Now, that
traffic is rising, I think one of the main reasons is that the Chi-
nese imports need more and more ships, container ships. And
then, there are congested ports, in various parts of the world.
And then, I think one very competitive factor when you have
the trains, is that they can move in all weather conditions; if
you have minus 40°C, ice and snow storms in Siberia, it
doesn’t matter—the trains move. And also, nowadays they are
very punctual: When the customer knows the train is leaving
Vladivostok, or let’s say Pusan in the future, on Sunday, he
knows that next week on Wednesday at 5 o’clock, it’s in Hel-
sinski, or in some other part of Western Europe. And all the
time, you have the satellite monitoring; all the time, the cus-
tomer knows where the container is.

And then, I think, last but not least, one common belief
which is based on the past, is that people are asking if it’s se-
cure? They have been hearing that cargo, or even whole trains
have disappeared. That was true once upon a time, a little bit,
I think paradoxically, when the Soviet Union collapsed.
When the Soviet Union existed, for instance, the Japanese
car companies were using the Trans-Siberian Railway to
transport cars to Europe. But when the Soviet Union col-
lapsed and there was a certain uneasy period in Russia, it also
had an influence on the Trans-Siberian Railway. And so, for

For a new cultural renaissance!
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instance, the Japanese car companies and other big compa-
nies lost their interest in the Trans-Siberian Railway, and it’s
very difficult to regain that confidence again. But I think it’s
quite possible.

Transporting Oil From the Russian Far East

Then, I think my last example, about the quite huge—I
should say—approach as far as this Iron Silk Road connection
from Korea to Europe is concerned, is that, there are some
Russian oil companies, operating in the Russian Far East,
which are interested in utilizing an oil refinery which is in
North Korea in this port  mentioned, the port of Rajin. They’re
interested in reactivating this oil refinery. And they are esti-
mating the production of refined oil from Rajin, could reach
the amount of 6 million metric tons/year. And this refined oil
would be then transported by train, along the Trans-Siberian
Railway, to Western Europe, to various destinations in West-
ern Europe. And the experts estimate that the volume of this
oil transportation would be about 200,000 TEUs [tons of oil
equivalent].

To give some background to this figure of 200,000 con-
tainers a year, I think the present annual capacity of the Trans-
Siberian Railway is about 450,000 containers, and the peak of
the transportation grid in 2004 was about 150,000 containers.
So, it’s a question of really, a very important prospect.

Then, one thing about logistics—I’m not a logistics expert
myself; ’'m probably something like a political economist.
But, one of the rules in logistics, anyway, is that the shortest
distance is not always the most feasible, and not even the fast-
est, and not even the cheapest. And one example in the case of
Finland, was, that most of that traffic—which was about
150,000 TEU containers in 2004—most of that traffic crossed
the frontier between Russia and Finland. And then, for in-
stance, I think mainly the exports and the cargo came from
South Korea and China, from Shanghai and Pusan, electron-
ics and many other similar products, which were shipped to
Vladivostok, and then transported by train to Finland. And
then the Finnish enterprises in Finland delivered the electron-
ics and so on to the Russian market. So that was the most fea-
sible way. After the tariffs went up, that ended, but the logisti-
cal law worked. And now the same electronics and same
products come again to Finland, but now using the sea lanes.
So, I think this is very interesting.

Politically, I think if the railway traffic through the Korean
Peninsula can be started; it is certainly a very important confi-
dence-building measure. And in May this year, the first test
trains, after 56 years, crossed the inter-Korean frontier. And it
remains to be seen, now, when on Oct. 2, the South Korean
President Roh Moo-hyun is going to travel for an official vis-
it to North Korea, whether he will go by train, as he has ex-
pressed the wish. If he could do it by train, I think it’s a huge,
symbolic sign to the world that the Korean deadlock can also
be solved.

Thank you very much.
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Dr. Nino Galloni

The Sicily-Tunisia
Tunnel: Link to Africa

Italian economist Dr. Nino Gal-
loni spoke on the panel, “Proj-
ects for the Eurasian Land-
Bridge,” on the topic, “The
Sicily-Tunisia Tunnel and the
Extension of the Eurasian
Land-Bridge into Africa.”

The Italian Agency for Alterna-
tive Energies (ENEA) and the
Sicilian Regional government
have recently presented a feasi-
bility study concerning under-
ground and underwater seg-
ments of up to 60 kilometers, for
atunnel across the Channel of Sicily, connecting Italy with Tu-
nisia. Therefore, in the case under examination, researchers
have suggested the construction of four intermediate islands
which will be built with the excavated material; in this manner,
the cost of waste disposal will also be reduced. In addition, the
four islands would represent a financial asset in the operation,
because they can be utilized for stocking the local sea fauna
and selective fishing, as well as for quality tourism.

The plan takes on particular value if it is better integrated
into the network of global infrastructure going from the Bering
Strait (connecting the Americas to Asia and, therefore, to Eu-
rope), to the Mediterranean and Africa; those infrastructure net-
works also include the bridge over the Messina Strait and the
Gibraltar tunnel between Spain and Morocco (ca. 37.8 km). In
this way, there would be uninterrupted circulation of means of
transport of goods and passengers along the Mediterranean
coast, going through Italy, France, Spain, Morocco, Algeria,
Libya, Tunisia, and, of course, all of the bordering countries.

The financial plan based on the estimation of costs per-
formed by the ENEA researchers calls for 20 billion euros [ca.
$28 billion], and proposes to collect the money through ad-
vanced sales of tolls which, once the project is finished, can be
resold, used, or transformed into shares of the state-run, or
mixed public-private firm that runs or owns the infrastructure.
According to the same researchers, the presence of the four
islands will allow for reducing finishing costs even under the
projected ten years, as each section can be reduced to only 30
km.

Any shares or tolls will be issued for a price of 100 euros
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(it should double in ten years), and applied to the equivalent of
one medium-tonnage truck. Considering a transit frequency
of one truck every five seconds, in both directions, for 20
hours a day, you have 20 billion euros to be amortized over 40
years at constant value, but in half the indicated time, if the
values or prices of tolls double every ten years; of which, the
initial ten years coincide with the completion of the work, and
the next ten years with the first decade of activity. Therefore,
the project seems to be sustainable, and governments can ask
private investors for money, or issue currency that will not
create inflation, exactly because it will start to generate in-
come ten years later. (Thus, one could also choose to consoli-
date currently circulating short- to medium-term speculative
financial instruments at high risk of insolvency, and instead
spread them out in a project which is long term, real, and gen-
erates income.)

States and governments can maintain majority control
and raise funds through the methods described above, not for-
getting that a significant portion of income will be generated
by the management of the islands for fishing and tourism,
which on both the Sicilian and Tunisian sides, already have an
ancient and deep-rooted tradition.
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Planimetric scheme for the tunnel under the Channel of Sicily for
the Europe-Africa rail link.
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Dialogue on Eurasian
Land-Bridge Projects

Here are selections from the discussion that closed the Sept.
15 evening conference panel on “Projects for the Eurasian
Land-Bridge.”

Q: This bridge across the Strait of Messina and then to
Tunisia: How long is the bridge from Italy to Messina, to Sic-
ily? And then how long is it to Africa, in kilometers?

Nino Galloni: From the west of Sicily, Marzara del Vallo
to Capo Bona, Tunisia, is 138 km of sea. Messina is 270 km,
that’s the east of Sicily. The bridge over Messina is less than 3
km. I used to swim that, when I was younger, between Mes-
sina and the Reggia Calabria.

The southern tunnel is 138 km. Yes, its submarine and
sub-terrain is 150 km, about 100 miles, because the tunnel
surfaces near the four artificial islands we spoke about be-
fore.

Q: What is the maximum depth of the water?
Galloni: The depth is almost 60 meters, it’s not very
deep.

Q: It’s very similar in some respects to the Bering Strait.
You have a longer connection, similar depth of water, and a
double track railroad tunnel—that’s what you plan to build?

Galloni: Yes, yes.

On the Ground in Canada

Q: Hi, 'm Rob Ainsworth from the Canadian
LaRouche Youth Movement, and we just finished a trip
into Alberta, to organize the Westerners around this Bering
Strait Tunnel project, so I thought I’d just add a couple of
things in terms of intelligence from the ground, on what
Canadians are thinking about this. Well, the Canadian gov-
ernment’s standpoint on the Bering Strait Tunnel is that it
doesn’t exist. So, we’ll just get that out of the way—but
that’s to be expected from what we’ve got in power right
now.

However, there are openings within the population, and
what we found was that the people are extremely excited
about this. For the first time, they see something that can unite
the entire country around a common mission.

At the same time, in Alberta, they are planning to build
two 1,100-MW reactors in northern Alberta, that Hal Cooper
mentioned earlier. They’re also now considering a high-
speed rail network between Edmonton and Calgary, which
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are the two main cities in this province, so of course that line
would connect right into the Bering Strait Tunnel and the re-
lated railroads. So, that’s the situation there.

And you’re seeing a whole change across the country to-
ward nuclear power right now. They’re building eight new
reactors in Ontario; they’re building some out on the East
Coast as well.

So, in terms of what we see here, and how this would con-
nect into the rest of Canada, what are your thoughts in terms
of the work that you’ve done in Canada, and what you think
on this? Because there’s another option to build a railroad
right across to Churchill—maybe we could rename it Roos-
evelt in the future.

Hal Cooper: In my feasibility study, I actually look at that
corridor, coming from The Pas, just inside Manitoba, over
south of Fort McMurray. With all of the development that’s
going on there, that’s a significant corridor. And in addition to
that, the extension of the tar sands, the heavy oil deposits, ac-
tually goes down along the border of Alberta and Saskatche-
wan into Montana.

I’'m glad that that nuclear reactor idea is going forward,
because there isn’t going to be enough natural gas. And you
didn’t say anything about what your prognosis is about the
pipeline from the MacKenzie River delta, but would you like
to offer one?

Ainsworth: Pipeline for natural gas?

Cooper: Yes, from MacKenzie River down to Fort Mc-
Murray: Is that going to happen, or not?

Ainsworth: We’re going to have to see. I don’t know, re-
ally.

Cooper: My understanding is that the First Nations up in
the Delta area are very much in favor of the gas, and ones
south of them have said, “You’re going to build it over our
dead bodies.” And they can’t come to a resolution. And the
feeling that I'm getting from there, is: Don’t count on that
pipeline being built at all! Unless you go through the Yukon.
Is that yours, too?

Ainsworth: Yes, well, we’re going to have to address
some definite cultural issues, as Mr. LaRouche was saying
earlier, in terms of what’s been done to the aboriginal peoples,
the ideology. And just the general environmental ideology in
Canada.

Cooper: Imperial Oil, as you probably will agree, is act-
ing like “imperial oil’!

Ainsworth: But anyway, things are very positive, at least
in the population, they’re much further ahead. And the inter-
esting thing about Albertans is that they have a sense that
they’re building something.

Cooper: Oh, no doubt about it. If you could find a way to
get those revenues that they’re getting, to put some of those
projects together, they’ll get built, because Alberta—I’m sure
it’s your experience as well as mine—it’s just one big boom-
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town. You know, believe it or not, they now have air service
every morning, to fly people from Edmonton to Fort
McMurray, and back in the evening, who work there! They
commute by air. Because there’s no housing in Fort McMurray
to speak of.

Ainsworth: Yes, you’ve got people at McDonald’s mak-
ing $30 an hour.

Maghreb Development and the British

Q: Yes, I'm from Germany here, and I would like to ask a
question to Dr. Galloni. You’ve been talking about the bridge
between Sicily and Tunisia, about the bridge between Spain
and Morocco. I would like to ask, how do you see the problem
of the West Sahara conflict and the Polisario, affecting the de-
velopment of the Maghreb region?

Galloni: I have to remember to think of my family, to re-
spond to you. Because when my grandfather died, the only
song my grandfather, who had the same name as I do, An-
tonino, went to Cairo to study with relatives. And he was
walking along the streets of Cairo, at the beginning of the last
century, and he was very angry over the English colonialists
who had fought the people, going with [tanks] into the roads,
and fought the people.

So, in my family, for a century there has been an anti-Eng-
lish sentiment because of this thing my grandfather mentioned
in his lifetime.

Think how many people are being embattled, martyred,
injured by worse—not coming from good things, because
worse always comes from bad things. But at the same time,
we have had centuries of cooperation between the Mediterra-
nean area and Italy, and especially Sicily and the North of
Africa. For example, Arab people say, “Sicily is the only Is-
lamic land without war.” It’s a joke, but there are the roots to
think toward cooperation, fraternity. We have the goal to put
in front of our lives, solidarity, fraternity, and economic, cul-
tural, and social cooperation.

Of course, both solutions are possible: war in all man-
ners—I mean, economic, military, physical, nuclear, or what
you want—or cooperation and a peaceful program and goals.
This is my answer to your question.

Economic Schizophrenia

Q: What is the status, if any, of the proposal to build a tun-
nel under the Strait of Gibraltar between Spain and Morocco?
Is there anything going on with that, because I know feasibil-
ity studies have been done.

Galloni: The status of the project is that it has been ap-
proved by the Spanish government, but in the beginning
phases. The problem of these infrastructures—I mean the
bridge over Messina, the tunnel between west Sicily and
Tunisia, and the Morocco bridge or tunnel, and so on—is
the financial means: If we don’t understand that it’s possible
today to have these means, projecting the revenues coming
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from works in operation, then it is impossible to raise these
funds.

Because we are in a schizophrenic economy: We have on
the one hand, the derivatives, financial speculation—worth 60
times the world production. On the other side, we haven’t the
money when we need something to make good investments or
to have the money to buy the bread for people. This is the
schizophrenia of our economy.

Q: You have spoken now about the major lines. How do
these concepts of transport come down to the local level, to
the regional level? How is this being organized? You have the
major arteries, the development corridors, but then, how is it
organized to go down to the local level, and really reach the
ground, the villages?

Markku Heiskanen: It’s everyday business. In the case
of Finland, I told you that the major part of the Trans-Siberian
Corridor to the west, came to Finland, and we have very big
delivery stations there, a number of companies.

There are Finnish companies, of course; there are South
Korean companies, there are Chinese companies, which take
care of cargo. So that most often when a container—let’s say
for instance, from Samsung, one of the big customers—when
their TVs, computers and so on, arrive in a city called Kuo-
vola, or nowadays by ship to the Finnish harbors, it’s only a
few hours before they are loaded onto the trucks, and the
trucks take them then to Russia and also of course to their
Finnish destinations. So that it’s working, it’s working very
well.

The volume has gone down for a while, as far as railways
are concerned. But as I told you, according to the logistical
laws, when the tariffs on sea lanes were lower, the same prod-
ucts come from South Korea and China, to the Russia market,
through the Finnish ports.

Elke Fimmen, Moderator: Today, you have heard a lot
of very necessary concepts to be realized. And obviously
not all the projects which are necessary, which are already
in discussion, could be presented. I would just like to men-
tion the campaign of the Schiller Institute in Denmark, on
the question of the Kattegat Link via magnetic levitation
trains, where we have really created a huge political discus-
sion.

But I think, what also became clear today, is that what we
need is a political fight, to use this period where the financial
system is breaking down, to create and build a new future on
the level of the physical economy, which has at its center, the
idea of increase of productivity, but also the idea of the image
of man, which is really the most important resource in the
economy.

So, this idea that technological progress and the culture
renaissance really must go together, is what is guiding our
conference, as you have seen today....
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